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RAILROAD PASSENGER TRAIN DEFICIT

Decided

Facts developed upon general investigation to inform the
Commission as to the manner and method in which
carriers by raillroad subJect to part I of the
Interstate Commerce Act conduct thelr passenger
business, particularly in respect of the nature and
causes of the deflecit therefrom and poselble ways
and means of reducling or eliminating that defieit.

William M, Moloney, Roland J Lehman, John D. Morrison,
William B. Johnson, Rlchard Jackson, Leonard G. Anderson,
J. W. Grady, Paul R. Duke, George C. Doering, R. J. Fletcher,
M. L. Cassell, Elmer B. Ccllins, Cliffo T. Coomes,
Richard E. Ccatella, Hﬂhl&ﬂd L. Davis, Jr., Lockwood W.
Fogg, Jr., John W. Foster, Earie J. Harrington, wiilliam L.
Hunter, Edward M. Reidy, Howard V. Rhedin, Andrew (. GCOLE,
Richard H. Stokes, Frederick F, Stout, and Edgar vanneman, Jr.,
for respondents.
Richard C. Davis for the Interstate Commerce Commission.
Paul Meininger, Malcolm D. Miller, Charles B. Bowling,
Henry A, Cockrum, Ann U, Cardner, J. U. Kifmmey AITemT——

: Tande, Morris T. Levin, Clement T. Wayo, J. Frank Pervin,
. * WIIlIam ®. Prlce, Joseph E. guin, Teonard M, Shinn, and

Ivon W, Ulrey for executlve departmenta and ofher agencies
of the ﬁnifeé Statea Government.

. Walter R. McDonald, Marion Beatt David 0. Benson,
Richard C. Boyd, Kent H. Brown, Edwar "F Jannotkt, Talvin J.
Lammers, Richard V. Maves, and Austin L. Foberts, Jr., for
State regulaftory commIsslions.

Clyde B. Aitchison, Berl I. Bernhard, E, W, Dillon,
D. W. Markham, Jonn H. Ritfer, Richard E. Spatz, Jack R.
Turneg, John R. Turneg, Willliam D.'?hlente, and wWarren H.
Wagner for other partles. ]

. REPORT PROPOSED BY HOWARD HOSMER, HEARING EXAMINER,
ASSISTED BY ROBERT A. BERRIEN, FRED A. CHRISTOFH,
AND RAYMOND C, SMITH, ATTORNEY ADVISORS

1 This proceeding of investigation and inquiry was insti-
2 tuted by the Commission on 1ts own initiative by order dated
3 March 19, 1956--

into and concerning the deficit from passenger-
train service and allled services performed 1in
passenger-traln operations by railroads subject
to the Jurisdiction of this Commission; the
raliroad passenger revenues, operating expenses
and other income items relating to net rallway
operating income; the rate of return upon
investment in road and equipment property which
is fsed, igyBuch service; the rules of this
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Commission governing the separation of
operating expenses, railway taxes, equlp-
ment rents and Joint faclllty rents between
freight service and passenger service; and
possible ways and means of reducing and
eliminating the rallroad passenger-train
deficit which has been incurred in recent
years,

That order did not mention any particular section of
the Interstate Commerce Act. With the exceptlion of the
question of the revision of the rules governing the
separation of operating expenses, taxes, and rents between
frelght and pasasenger services no regulatory actlion under .
that Act i1s proposed or suggested. The proceeding 1=
essentlally a fact-finding survey pursuant to the duty of
the Commission (sometlmes hereinafter called the I.C.C.),
apecified in section 12(1) to "keep itself informed as to
the manner and method in which the same /business of all
common carriers subject to the provisicns of this part/ is
conducted."

All common carriers by ralircad conducting passenger
service, subJect to the Jurisdietion of the I.C.C. were made
respondents to the proceeding. "State Regulatory Commission;
and the general public, including rallroad passengers and
shippers and recelvers of rallroad frelght, whose freight
rates are now bearing a portion of the passenger defieit,”
were invited to become parties to the proceeding. A
cooperating commlttee of State commissioners, composed of
Honorable Alan 3. Boyd of Florlda, Honorable Harold K,
Davison of New Hampshlre, and Honorable Ewald W. Lund of
Minnesota:sat wilith the examiners aft hearlings which extended
intermittently from June 18, 1957, to June 23, 1958.

TﬁE NATURE OF THE PASSENGER DEFICIT

The term passenger deflclt refers to the amount by

which the revenues from rallroad passenger-service operatlons



woom =1 o e FoWo

(IS T T . R ™ D 1™ O o TR % T o A = R e e I e S e B e B o N o N
Lg\nﬂJ-ﬂmm#'WMHD\Dm-ﬂmm-EWMI—'G

T ]rll"-l.u' i
Lllerasy

3 T
e Aus Docket No. 31954 - Sheet 3
f ) ka et No. 3195

fall short of covering operating expenses, taxes, and net
rents asslgned or apporticned to this service. For many
years 1t has been generally known that the transportation
of passengers by rallroad 1s relatively less profltable
than the movement of frei;ht,l but in 1930 for the first
time an operating defilclt from passenger service was shown,
and except during World War II recorded expenses of per-
forming this service have regularly exceeded the revenues
therefrom. The flgures for individual years 1n the period
from 1936 to 1957 are set forth in Appendix A, which also
shows the deficits for individual carriers in 1957.

Perhaps the most significant aspect of the showlng in
Appendix A relates to the faet that in the years from 1936
to 1941, a period of retarded eccnomic activity, the
reported deficits ranged from $226 million to $262 million,
while in the relatively prosperous period from 1949 to
1957, the range was from $508 million to £723 million, The
force of this comparison is not avolded by ceriticiam volced
by a number of people 1n recent years to the effect that the
figures purporting to show the deflcits are fictitious or
11llusory because the I,C.C, separation rules are faulty.

This criticism 13 based on the fact that only about 75
percent of the passenper operating expenses as reported can
be directly separated from those for freight service. These
are known as solely-related expenses, OQbvious examples are
wagee of tralnmen and englnemen in paﬂsengeg_nperatian. The
other 25 percent, which are not solely related, present a
typical problem in the ascertalnment of the components of

common costs. For the most part the costs which must be

LR R T i e L L L LT TR LT T T repeep—

lMhe Five Per Cent Case, 31 I,.C.C. 351, 387 ff,
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apportioned are in the group cf accounte for malnienance
of way and atructures.E For example, the class I rall-
roads in 1956 spent $309 million for track laying and
surfacing of running tracks, of which $79.7 million was
assigned to freilght servies and $695,000 to pasaenger. Of
the remainder $191.4 miliion was apporticned to freight
and $37.5 million was apportioned to passenger service.
The methods of makling such appcritlonments neceaszarily are
more or less theoretlecal or arbitrary and therefore contro-
versial.

For that reason the I1.C.C. lncluded 1ts separation
rules among the 1tems listed for ccnslderaticn 1n this

proo€eding. Furthermore by notlece dated April 5, 1957, 1t

4nstlituted another investigation, No. 2141, Separstion of

Jperating Expenses between Freight and Passenger Services,

@exclusively pertalning to this sublect, which was assigned

for hearing with the instsnt prcceeding. Division 2 on
January 27, 1958, issued a report in No. 22141, in which 1t
consldered the zeparation ruleg, finding that "the present
rulesz #*¥* produce valid results, are adequate for the
purpose for which they are intended, and require no modifi-
cation." No. 32141 was therefore discontinued, but it was
stated that the findings were without prejudice to any
different findinge or conclusions that might be reached
upon completion of the record in the 1lnstant case. There is

no factual foundation, however, for different findings or

conclusions,

The report in No. 32141 included the follcwing statement:

The Natlonal Assoclatlon of Rallroad and
Utilitles Commisslionera ereinafter referred

to as the NARUC/ urges that the Commission 1is
not required by law to separate different

departments of railroad operation, and that

el el e e e e e L kb T e ——————
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the present separation rules have no purpose
other than the development of statistical
data. It favors a change in the rules so as
to reflect only the out-of-pocket costs of
the passenger service, The City of
Philadelphia takes a simllar position,.

Others have taken the position that because of the
nature of the separation rules the scundest criterion of the
profitability of rallroad passenger Bervice 1s solely-related
passenger expense plus an additional amount to reflect taxes,
rents, interest on depreclated investment and certain othey
items. This contention might have had some force 5 or 10
years ago, but 1t has little or none today.

In 1952, the class I raillroads earned from their
passenger service about $50 million more than Eﬂl&l]*?ﬁl&tﬁﬁ
costs to apply toward the items above referred to, but in
each year since they have failed to cover the solely-
related passenger costs by an increasing margin. They fell
short in 1953, by a little more than $1 million. The
deficiency in 1957 was $113.6 million, and according to the
beat avallable estimates 1t currently is at an annual rate
of $140 million.>

Additlon of an allowance for taxes and net rents to
gsolely-related passenger expenses indicated a defleilt of
$85 million on this basis in 1955, concerning which the
I.C.C. in its annual report for 1956 said:

The $85 million represents as a minimum the
expenses which should be covered by passenger-
service revenues because 1t 1s a part of the
expenses directly incurred in“the operation of
passenger service. This comparison doeg not

allow for any return -on investment in equipment

and road property used exclusively for passenger
service.

The corresponding amounts in 1954 and 1956, respectively,

were $76 million and $121 million. When the 1957 figure 1is

O S S SR S R e RO S O O M N R S R e e e e

3Bnagd on evidence submitted by the rall carriers in Ex Parte
No. 212,



W @@ =1 W = W o

e
=D

12

13
14

15
16

17
18

19

Docket No. 31954 - Sheet 6

finally determined, i1t will probably be about $129 million,
and that for 1958 may be as high as $165 million.3 The
magnitude of thls figure and 1ts rapid growth are so

serlous under present conditlions that any effort to determi
more or less preclsely how many hundreds of millions should
be added by way of apportienment of common expenses seems
hardly worthwhile.

Some of the wltnesses, however, undertook to estimate
the extent to which these minimum figures would have to be
increased to measure what has been called "avoidable" coast
of passenger servlice, Iintended to represent the amount of
they which would be saved if the operation of passenger
trains were completely dlscontinued.

E The respondents do not agree that the concept of
!
avoldable costs has any usefulness in this proceeding. The:
i
witness who discussed the question called it "purely theo-
retical and wholly removed from the realm of actuality." H:
stated:

No one can forecast wlth complete accuracy

the effect on the economy of the country or of

the rallroad industry of total cessation of all

paasenger traln services and facilities. Any

consideration of "aveldable" costs must be based

on the improbable assumpticon that nothing would

be changed except the revenues and "avoldable"

costs of the passenger train service 1tself. It

must also be assumed that the cessation is to be

practlcally instantaneous because conditions

existing at a glven time must be computed in

relation to actual historical railroad costs for

some deslgnated period of time, Since there has

not been any large scale instantaneous cessation

of passenger train service there is no historical

basis for estimating the effect of such actilon.

Because of this fact, any estimate of "avoidable"

costs largely involves judgment.

This witness nevertheless presented an estimate of "the

20 approximate long-term avoldable cost of passenger service of

21

the rallroads of this country treated as a whole" based on
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operations in 1955. The avolidable cogt so estimated 1s
$1,697,902,595 ($1,590,943,765, operating expenses;
$92,546,848, rallway tax accruals; $14,411,983, equipment
and jJoint facility rents). The difference between this
total and passenger-service operating revenues in 1955,
$1,266,827,979, 1s $431,074,616, representing "avoldable
cost deflcit", compared with $636,692,574 computed on the
I.C.C., basis. For 1llustratlion, thls estimate includes
an allowance of $49,996,584 for roadway maintenance and
depreciatlion as chargeable to passenger service, the
corresponding figure under the I.C.C. basis belng $94,375,888,

There was introduced in evidence a study entitled
"pAvolidable Costs of Passenger Train Service" produced by the
Aeronautical Research Foundation, herelnafter referred to as
the ARF, a nonproflit organlzation, which states that 1t is
"eonducting studies into virtually all aspects of air trans-
portation economics." The production was financed by the
Assoclation of American Railroads, (AAR) whose stated "prime
objective *#%#%% wyag to divorce the work entirely from the
many conflleting views and Interesta to be found on this
subJect within the rall industry." The AAR nelther adopts
nor rejects the conclusions reached in the study, although
some of 1ts members have derived a certaln measure of
support therefrom for thelr views. The public spirit of
the AAR in aiding this study 1s commendable.

The purpose of the ARF study was "to show how avold-
able costs as defined by the I.C.C, can be accurately and
economically estimated by the use of statistical or empirical

methods of costing passenger service" sald to be "novel in

three respects:
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(1) in redefining cost categories so as to
permit the implementatlion cf the concept of
avoldable costs; (2) in employing statistical
techniques to establish the numerical values of
the various cost categories; and (3) in obtaining
much more detalled data for establishing the
statistical relatlonships.”

The conclusion of the ARF was that "the grand total of
all passenger operating costs for class I rallroads would b«
$1,975 million estimated on a statistlcal basis" in 1955
not including taxes and ret rentzs, contrasted with $1,?h3
millicns according to the I.C.C. publlizhed figures. A
further conclusion was that "the total passenger operating
deficit as estimated by a statlistical approach would amount
to $708 million" in 1955, "somewhat higher than the I.C.C.
estimate for 1955 of 3476 milllion."

This study includes the following comment on the view
that apportioned costs should be disregarded 1in considering
avoldatle costs:

Simply because fully distributed ccats are

& poor measure ol avcldable costs does not mean

that solely-related costs are necessarily a better

measure. The common coat category is created

because, 1n fact, many rallroad costs are acknow-

ledged to be determined by the existence of both

passenger and freight service. Common cosats exist

and the separate influence of frelght and passenger

gervice on such costs must be measured. Professor

Doe '8/ procedure merely asaumes away common costs,
e central problem of rallroad costing.

The following comment£on the I.C,C, statlstics are als

14 of interest:

Of even greater importance are the compari-
sons of the statlstlical estimatesa with the results
obtalned by the I.C,C.. These comparisons are
highly heterogeneous in the sense that the atatis-
tical figures both exceed and fall short of the
I.C.C. full cost estimates in particular instances.
Of course, the statlstical estimates of avcidable
coats more often exceed than fall short of the
I.C.C full cost estimates wnich 13 contrary to
mo=2t prior expectationz. It 1s, by contrast,
not surprising that the statistical estimates
almosat universally exceed the I.C.C, =2olely
related cost estimates since these latter costs
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represent a virtual floor to any estimate of
avoldable passenger costs. It must be remembered
too that the statistical cost eastimates represent
a sort of norm.

The General Services Administration of the United States
Government, hereinafter referred to as GS3SA, gmployed a group
of economists to prepare a critique of the ARF study, whilch
wasg introduced in evidence. Thereln the GSA economists
state:

In what 1t tries to do, the study 1s worthy
of commendation.” I1ts objective 1s interesting,
and by no means unachlevable., In ita method of
executlion, the ARF satudy flounders in a mire of
unfortunate and distinctly avoldable errora. So
serious are the fallacies involved that the
analysis must be Judged an unequlivocal failure.

LR

The general method employed /multiple
regression or correlation/ 1s one which, in the
future, may possibly prove fruitful. The manner
of 1ts application by the Aeronautlcal Research
Foundatlon, however, 1s demonstrably erroneous.
Our general concluslon 1s that the estlimates 1t
provides are far too unreliable to be accorded
any practical significance.

HH RN

The failure of the ARF study shouid not be
construed as proof that the statistical approach

to coet analysals 1s inherently wrong. A more

carefully framed study may provide highly useful

repults. We recommend that the I.C.C. undertake

an analysis of this kind, utilizing as much

outelde help as may be necessary to insure the

most accurate esfimates possible,

The National Coal Association, which has frequently had,
occasion in recent years to emphasize the magnitude of the
passenger deflclt, also utillzed the Bervices of a group
of research economists for an analysig of the ARF study.

A member of that group testifled that informed persons
familiar with the multiple regresasion technique "regard it
a8 superlor to alternative statlstical methods, provided
it is properly employed," recognizing, however, "that
statistlical techniques must be supplemented by knowledge of

the operations of the industry being studied.' He stated:
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Qur group considers the ARF study to be

& landmark in statistical cost-finding. More

specifically, we belleve that 1t provides the

begt answer to date to the thorny question of

the size of the passenger deficit. We belleve

that the statistlieal methods used are superior

to those used in other studles of the problem.

These remarks should not be taken to imply

that we regard the ARF study as the final word

on the subjlect of the passenger train deficit.

Tne results obtained could be improved if

additional data were avallable on which to

base the statistical analysis.

This witness also entered upon a detalled counter-
eriticism of the criticlam of the research witness for the
GSA before mentioned. The 1ssue so0 ralsed 1s essentlially a
professional controversy between economists couched in
highly technlical terminology not susceptible of resolution
in this proceeding.

Both of these eritle-witnesses agree that the method of
multiple regressicon is a valuable statistical technique. Th
ARF 1ltself states that the baslic purpose of 1ts astudy has
been methodological--" to explain and i1llustrate how the
method of statistical ccsting can produce a meaningful
estimate of avoidable costs." The emergence of this technig
should be welcomed by all who are interested in producing
better rallroad statistles and using them intelligently, but
perhaps the method should be more intensively studied at
the academic level with a view to promoting a greater degree
of harmony among the economists as to 1ts practlcal appllca-

tion. "Who shall decide wnen doctors disagree?"
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CAUSES OF THE PASSENGER DEFICIT

Briefly stated, the current passenger deflcit 1s due
Lo the tremendous inflatlion in rallroad operatlng coste
which has occurred elnce World War II. accompanled by a
continuing reduction in the revenue from passenger-train

operatlon,

The Decline in Passenger-Service Revenue--This revenue

in 1957 was $1,232.1 millon, compared with $1,400.1 million
in 1947, a reduction of 12 percent, The princlpal source
of such revenue 1la the transportation of persone, which
in 1957 produced $735.3 million. The revenue from coach
passengers was $437.3 million, from parlor and sleepling-
car passengers $191 million, and from commutation passen-
rers 3114 million. To these flgures were added §572.2
si1llion derived from mall, exprese, barsrage, dlning and
buffet, hotel and restaurant, and other milecellaneous
sources. Thise additional reve;ue was 41 percent of the
total passenger-service revenue ln 1957, compared with
3% percent in 1947-1956 and 34,5 percent in 1932-1941,
The number of passengerse (includling comnutation)
carried by clase 1 rallroads in 1957 was 411 million, the
gemallest number ever recorded in a perlod datling from
1257, The number 1ln the?érggnthe of 195€ was | percent
lower than that in the corresrondins meonths of 1957,
Coach paesengere declined from 367.9 million in 1947 to
167.7 million in 1957, a reducztion of 53 percent.
Pagsenzers in parlor and eleeping cars were 30.6 million
in 1947 and 13%.3 mlllion in 1957, a loss of 57.5 percent,
The rallroads had 345,1 million comuutation passengers 1in
1947, the largest number on record, and 243,7 million in

1457, a reductlon of 30 percent.
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The reagon for theee losses 18 of course well-known,

namely the lncrease in the avallablility and use of motor
and alr transportation. Rallroad passenger-miles 1in 1947,

approximately U7 million, were 13,36 percent of the total

intercity volume, In 1956 the flgure was 28.5 million, U4
percent of the total. Moet of thle loes wae due to the
heavy increase 1n travel by private automobile, namely from
27% million passenger-mlles in 1947, 77.6 percent of the
total, to ©617.7 million paseenger-miles in 1956, 73 percent
of the total. Passenger-mlilee of alr carrlers lncreased
from 6 million in 1947, 1.7 percent of the total, to 25.5
million in 1556, 3.6 percent of the total., For motor buses
the increase was from 24 milllion in 1947, 6.8 percent of the
total, tb‘E5.E w11lion in 1656, 3.6 vercent of the total,
The flng%E for each year of thls perlod are shown in
appendlx é. Rallrcad revenue passenger-mlles 1in 1957
decllined to 25.9 million and for the first time dropped
below alr passenper-mlles. In the first § ucnths of 1958
rallroad passenger-mlles were 15 percent lees than the
nunber in ;he torresponding period of 1957.

The influence of increaeed motor travel has most
seeverely affected rall pascenger traffic for the shorter
distanceg. The largest number of railroad passengers (all
Glﬂﬂﬂ&ﬂlrln any year on record wae 1,269.1 million in 1920,
and the number of pascenger-mlles 1ln that year exceeded any
other annual flgure except for the war years, 1342-17346.
The aferage Journey per passenger, per rallroad, in 1920
was f? milee, falrly represgentative of subsequent years
unt%& about 1935 when the average began to lncrease graduall;

There waes a sharp upturn in 193%9 due to military and other
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war-time ;favel. In 1944 the average was 1744 uiles,
Since then the flgure has been below 77 wlles except in

lESl-ﬁhd'l?ﬁE when .the Korean confllct appears to have

crought about a emall increage. The averapge declined from

.65.6 mlles 1in 1956 to 63 wlles in 1957, and in the firet

5 monthe of 1952 1t wae 55 miles compared with €0 ¥ies
in the curreeﬁﬁnﬂing period of l?é?.

There have been eome lncreases in rallroad passenger
faree in the pnat.lﬂ vears, The average revenue per

passenzer-mile frﬂm coach travel Eothpr than computatlon}

.roge froa 2.02 cente in 1947 to 2.71 aerts in 195? The

average revenue per pasceinger-mlle from first-clase fares
was 2,74 cents in 1947 and 7,68 cents in 1957. In each
case the increase was i} percecnt., Couwwutation revenue,
however, increased from an average 5f 1.12 cents per
passenger-mile in 1947 to 2,36 cents 1in 1357, an increase
of 110 percent. In part Eecauae of these 1lncreaseg average

reveriue per passenger gE;EE ton-uwile rose from 9.529 cent

. Ain 1947 to 0,645 cent in 1957, an increase of 22 percent.

The Rise in Passenger-Service Operatling Cocts--The
total operating expenses (including net rents and taxes)

for paseenger service in 1957 were | percent greater than

. they were in 1947 deeclte the decline in traffic and

revenue before pointed out. The average cof such coets per

| pageerger gross ton-mile increaeed from 7,89 cents in 1947

to 1.02 cents in 1957, an increase of L& percent.

Numeroues statlstice are avallable to show the reasons
for these increases. Based on 1947-49 price levels uced as
an index of 100, rallroad fuel prices at the end of 1957

stoodat 121.4, the prices of other materlals and suppllies
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at 153.6, and the hourly etralght-time rate of pay of rall-
road employees at 183.8, Between 1947 and 195& those
enployees recelvec successlve pay lncreasee which conside:-
ably exceeded the rate of the rleing cost of living in the
same perioc, The consumer price index was 121.6 as of
December 31, 1957 an the 1547 basge of 107,

A major element of coet of pascenger-traln operation
is the compeacation of en:ine and traln employzes engaged
in that road service, eabracins conduciors, aseistant
conductore and tlcket collectore, bagga-emen, brakemen and
flagen, englneere and wotormen, and firemen and helpers.
Wage paylﬂnts to these euployees in 1957 amounted to
$227,577¢, h}b wrnlico was 13 percent of tntgi paagenger
operating expencses (not includine rents ﬁﬁﬁ taxaﬂl* Thls
sum represented an increase of 22 percentlihfthe paynents
to employees in tnle calezory over 1947, when the amount
was approxisately $1%4.9 million., Thie lnnraaﬁe may be
conlrasted wity one of § percent in all pasaenger cperatin
expensee (not including rents and taxee). The wages of
englne and traln Emplﬂyéen in passenger service in 1957
were eqiivalent 'to 1'9 H:H'Ht of passenger-service revenue
in that year, compared’ with a ratlo of 14 percent in 1947,

These wages are based on a standard day's pay, which
varles for tﬁe diffeﬁant vocations, ectablicshed by collec-
tive oarpalning, and hms lncreased trhrough the years. For
enyine crewe thle standard day'e pay ls sublect to thh
followlns basle-day rule:

One hundred miles or leee (stralght-away orturn.

around) five hours or less, shall constitute a

cay's work; wiles in excess of 177 will ve pald

for at the mlleage rate provided, according to
class of engine,

B1. 5.5, Statement Ho. M-207, 1957.
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Paymente for overtime are "on a speed basis of 20
miles per hour computed continucuely from the time required
to report for duty until releaeed at the end of the laet
run," #+## "Qyvertime in all passenger eervice shall be
pald for on the minute basle at a rate per hour of not
less than one-elghth of the dally rate herein provided,
according to class of engine.,"

For conductore and tralnmen the rule is that "180
miles or less (stralght-away or turn-around) ghall consti-
tute a cay's work; miles in excess of 15" will be paid for
at the aileage rate provided, The overtime rule for trailn-
men (other than those in comiutation service) is sub-
stantlially the cawe ae that for englnemen.

Theee baslc-day rules have been in effect without
change eince 1917%. At that time the avcrage epeed of
pagcenger Ltralne was about 20 wllee per hour, This average
has increased steadlly each year, and for 1957 it was Un,2
mlles per hour. Ae thle average speed has risen the number
of houre which engine and train employees murt work to
earn a ¢ay's pay hae correepondlngly decreased. In 1947,
for example, the averaze number of hours actually worked
by pagsenrer flremen on stralght time and overtlae per
basic day of 1™ mllee was 3.6, The correspondirs average

in 1957 wae a little lese than 3.3,

S3ome examplees of the actual working of the btasic-day
rules 1n May 1956 are interestlng.
a run on the line of the Great MNorthern between kKinot and
ilew Rocxford, N. lak., 179 wilee, 1lnvolvin:- 2 houre and

11 mirutes of service pald at the rate of $15.41 per day,

received compensation of 8l:.870, equivalent to 37.£95 per hour.

A pasgenger fireman having
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A pagsenger conductor on the Milwaukee, running between
Minneapollie, Minn., and Milwaukee, Wie., 246 miles, paid
at the rate of $16.69 per day on duty for & houre received
compensation of &32.5C therefor equivalent to $6.U416 per
hour., The Burlington'e Denver Zephyr, a hlghepeed over-
night train between Chlcago, Ill., and Denver, Colo.,
running 1,734 milee in 16.5 hours, requires the services
of & engine crews, whose meabere receive a total of 10 1/3
basglc days' pay.

The average coxpercation recelved by engine and trailn
employees ln pascenger service per hour of stralght time
an? overtime actually worked ilncreased from 32.29 in 1947
to 84,44 1n 1957, 93 percent, The averagee for the com-

ponent classe: of suchh erployees were as follows:

1347 1957
Per hour Per hour
Conductors $2. 32 4,22
Agsletant concuctors
ete, 1,85 3.66
Ba:gagemen 1.89 3.62
Brakemen and flagwen 1.95 3.9¢2
Englneers etc, 2,84 5.45
Firemen etc. 2.52 5.06

The numocer of hours actually worked by these euployee:
stralght time and overtime ln 1557 was 57 percent of the
number for which ther were pald at straight-time and over-
time rates. The corresponiing ratio in 1547 wae 6U percen:

Because of the sericus decline in passenger traffilc
from 1347 to 1957 the increases 1n wages pald to engine
and train employees had a much greater lmpact on passenger
revenue than on frelght revenue. The number of frelght

groseé ton-miles per hour of service at etralght time and
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overtime ratee by those employees in 1947 wae 4,741 and
7,791 in 1957, an 1lncreaee of ©3 percent. In the case

of passenger enrgine and traln employees the increase 1n
thils perlod was from 3,325 groee ton-milee to 3,354 sross
ton-mliles, 15 percent. In each case there was a decline
in the ratio of grose ton-wmiles to the compensation pald
to engine and train employees, The number 2f such service
units for frelzht was 2,281 per dollar of cowpzizeatlon in
1947 and 2,472 in 1557, a reduction of 1% percent. For
pageenter service, however, the decline was from 1,533
sross ton-mlles in 1547 to £32 in 1957, a reduction of U2
percernt,.

Amongz the subjecte llsted for consideratlon at the
outeet of thle proceeding was the followlng:

A cost study to deterislre what part of the
passer.ger deflclt 1s attributable to the varlous
¥lnde of pagsenger-train eervice, viz,, parlor-
car, dinlng-car and eleeplng-car operatlon coach,
ownutation, headend service, s7* as mall, express,
ete. (To be furnished by carricrs) The extent of
the coet studles will be determlned later,

An exhaustive and authoritative etudy of thls kind
would be of great help to the I.C.C. ané to the public
because of 1ts bearing on the reascnableness of passenger
fares, exprees rates, and rallway-mall pay. Apparently
1t was expected that the method of making the study would be
outlined in some kind of directive Tfrom the I.C.C., or one
of ite bureaus, btut trnls was 1ound not to be feaslble
without greatly prolonglng the investligation and increas-
ing ite cost. For that reason the respondents oprosed
such a study, which was coneldered deglrable, 1if not
indispensable, by the Poet Office Department, GSA, and

the Naticnal Coal Assoclation, The NARUC committee was

not impresesed by that need.
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There were precgented two setudles made by what may be

by euch unite as car-mllee or car-foot-mllee,

termed rule-of-thumb methods purporting to show portlone
of the deficlit falrly attributable to the various kinds

of paesenger-traln service by dividlng items of expense

No more

detalled descrlptlon of the methods les necessary.

One of the studles, offered by the respondents,

follows:

dlvides the recorded deflelt of $536,592,574 1n 1955 as

Net rallway Percent of
operating deflclt total
Dining 3143, 490,837 22.54
Sleeping and parlor

cars 142,671,762 22.41

Commutation 117,792,787 15.50
Coach other than : . .

commutation g ,n50,51 13,20

Mail 5,725,205 £.75

Express 9,802,274 g2

Bagiage hg,lgg,g E
3 ] ?

The other study on behalf of the National Coal

11 Aseoclation apporticned the 1956 deflelt, $606,338,n00,

l2 as follows:

Deflcit
Head End (Bagrage,
Mall, Zxpreee, and
Other) $213,852,000
Dining, Club, etc. 202,995,700
Parlor and sleeping
cars 140,155,070

Coach 1;9,9§5l999
¥bY0,53£,070

Fercentage
of total
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POSSIBLE WAYS OF REDUCING OR ELIMINATING THE DEFICIT

-

About & decade ago, the NARUC became so concerned over
this problem that, at its annual conventlon in 1949, it
appolnted a "Special Committee on Cooperation with the I.C.C.
in the Study of the Rallroad Passenger Deflcit Froblem."
This commlittee sought the assistance of the railroads, rail-
road labor organizations, members of the I.C.C., a2nd others.
It made its first report to the NARUC in 1952, and has since
continued to render annual reports, which are in the record
in thls proceeding.

These reports contaln mueh helpful information as well
as a considerable amount of eritlecism of the I.C.C., for var-
lous reasons connected with this proceeding and of the atti-
tudea of other participants. In its 1957 rerort, the NARUC

commlittee explained its position as follows:

Your Committee has been thoroughly disillu-
sioned as to any benefits which will be obtalned
from the current investigation by the Interstate
Commerce Cormisslon inte the railroad paszsenger
deflecit problem--that disenchantment belng largely
due to the procedural difficultles beinp =encoun-
tered and the resulting delay in making the nee-
essary studies and assembling the results in those
studies. However, it is our opinion that the
Assoclation can 11l afford not to continue to par-
ticirate fully In this investipation; lirst, we
should assist ln every way possible in attempting
to derive some genuine benefit from the investiga-
tion and second, we muzt advance and protect the
interests of the State Commlssions in this Import-
ant field of regulation.

Other views of the NARUC committee will be discussed

infra In the light of the evidence of record and other perti-

ent information.

Discontinuance of unprofitable trains--This remedy, aklin

to radical surgery, has been extensively used in the past
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10 years. Many passenger trains have been eliminated in ti
pericd, as shown by the following statement of passenger-tr
miles reported by class-1 rallroads for the years indicated

Fagsasenger-train miles

 Year Thousands Index
1947 41l ,909 100
1948 407,133 98
1949 380,254 92
1950 357,545 £6
1551 355,128 86
1952 3Ll , 468 63
1953 333,128 &0
195, 317,141 76
1955 298,838 72
1356 269,866 70
1957 275,825 66

In the same pericd, passenger gross ton-miles declined fror
26,589 million to 191,900 million, 27 percent, and passeny
miles from 5.9 billion to 25.9 billlon, L} percent.

All but a few States have statutes requliring rall car-
riers deslring to discontinue passenger tralns to obtaln p:«
mission from the regulatory commissions. Actlon by tho=e
commissions has frequently had an effect on lnterstate comme
since many of the trains involved operated between points !
different States.

The agenda prepared for this proceeding included "an =
yalas of the experience of the carrlers in discontinulng trsa
and in the sbandonment of lines, statlons and agencies.™ 7
NARUC commlttee as well as the respondents offered & consi:
erable amount of evidence on this point. From the beginni:-
of its labors, the committee has urged the State commissiox
"to adhere vigorously to the principle that where the serv!
cannot be made compensatory, abandenment should be permitte
having due regard for public convenience and necessity."™ &
the same time, 1t has recognized some lack of acceptance of
this principle as wz2ll as unwarranted delay in acting upon

applications.
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The chalrman of the NARUC committee testified that only
197 authenticated instances of unfavorable action on appli-
catlons for dlscontlnuance considered by State commissions
could be found in the period from 1951 to 1956, but that the
carrlers had been permitted to dlscontinue 1,27, tralns. He
stated further:
We did not find, however, that the denials
were by any means all unjustified by any standard
and 1t 1s probable that there was &as much fault on
the part of the carriers, through inadequate pre-
sentaticons and in some instances downright failure
to adequately promote thelr passenger services, as
there was on the part of the State Commissious.
In any event, it 1s zignificant that the railroads
in the past 6 years have been able throush arfirma-
tive State Commission approval--often in the face
of 3tr0n§ Euhlic opposition=--to discontinue at
7

least 1 deficit passen-er trains with the
resultant savings of many millions of dollara.

There 1s good reason tc believe that more than 197 tralns
were affected by the denial orders above referred to, but it
1s unnecessary Luv discuss the questicn or to determine whether
the State commissions have functioned creditably in this regu-
latory field. Some of them undoubtedly have done so. Although
the NARUC committee has consistently questioned the velue of
the instant investigatlion, its chairman in testimony before
the House Committee on Interstate and Foreign Commerce cppos-
ing any restriction of the powers of the State commissions
over passenger service asserted that “certainly, no action
should be here taken in thls respect until this investigation
/The instant procaediqﬁ? 1s completed and a full report made."

The Congress, however, saw flt to disregard this advice
in its recent enactment of the Transportation Act of 1958, and

the reasons were stated by the Senate Committee on Interstate

and Foreign Eammarc95 as followa:

R R R e O e e -

5Thia committee and its subcommittee which conducted hearings
prior to enactment of the Transportation Act of 1958 are
referred to Infra as the Senate committee.
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Without reciting lndividual cases, the sub-
committee is satlsfied that State regulatory bodles
all too often have been excessively conservatlve
and unduly repressive in requiring the maintenance
of uneconomic and unnccessary services and facil-
ities. Even when allowing the discontinuance or
change of a service or facility, these groups have
frequently delayed decislons beyond a reasonable
time limit. In many such cases, State regulatory
commissicons have shown a definite lack of apprecia-
tion for the serious impaect on a railroad's finan-
e¢ial condition resulting from prolonged loss-
producing operatlons.

To improve this situation, the subcommittes
proposas to give the Interstate Commerce Commission
jurisdietion in the field of disecontlinuance or
change of rall services and facllities simllar to
the Jurisdiction 1t now has over lntrastate rates
under section 131 of the Interstate Commerce Act so
that when ecalled upecn to do so 1t may deal with such

fxf’ matters that Impose an undue burden on interstate

commerce. This, the subcommlttes belleves, would

protect and further the broad publlic interest in a

sound transportation system and would prevent undue

Importance teing attached to mutters of a loecal nature.

It 1s thus apparent that the Congress foresees the like-
lihood of additicnal discontinuances of passenger trains in
the future, as foreshadowed also by the statlistles indleating
serious and continulng deterioration of this source of reve-
nue. No more definite prediction at this time would be justi-
fied.

Higher or Lower Fares--For many years before World War I,

the basiec passenrer fare in eastern territory was 2 cents per
mile and 2.5 or 3 cents in other sections. The 2-cent fare
was prineipally due to statutes prescribing 1t as a maximum'
for intrastate travel in Ohlo, Indiana, Illinols, and Michigar
As eerly as 1914, the 1.C.C. tentatively concluded that this
fare was too 1ﬂwﬂ& The Director General of Rallrcads 1n June
1918, established a 3-cent fare for universal application

throughout the United States, and ln 1920, the I.C.C. authorize

LR R R R K X E_R_R_} B N _J_J N B B N _E_E B N _F Ty B E_J ELE _JF EFIE_XE & E I I B N X KB F _E _§ R N N K B _§ B 3 X §F N F L F L}

ETha Five Percent Case, suprs, 387 FF., LOT
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an increase to 3.6 cents per mile in conncetion with a gen-
eral increase in frelght rates. At the same time it asuthor-
ized the so-called Pullman surcharge, but except for that,
there was no difference in the charges for first-class and
coach travel untll some yeara later.

The depresslon of the early thirties caused the western
and southern raillroads to experiment with & 3-cent first-class
fare and a 2-cent coach fare in the hope of stimulating
travel. That was the beginning of the nresent practice of
charging more for flrst-class travel. The I.Z.C., In 1936,
prescribed these amounts &s reasonable maxima throughout
the country against the wishes of most of the eastern rall-
roads.

Some increases Iin the prescribed fares weres authorlzed
by the I.Cc.C. in 1942 and subseguently. On Marech 1, 194E,

a first-class fare of 3.5 cents per mile and a coach fare

of 2.5 cents per mlile prevailed generally throughout the
country. Since that time, the flrst-class fare in the West
and the South has been increased to L.2L4L46 cents per mile

and the coach fare to 31.0318 cents per mile. IEFEEEEEEE_EE?'
ritory, however, the flrst-class fare has gone to L.9613 cents
and the coach fare to 3,7212 aunta_par mile. The.southern
and wesatern carrlers apparently belleve that increases in
thelr fares to the levels of those prevalling in eastern ter-
ritory would not be profitable to them because of inherent
differences in the nature of passenger travel iIn the reapec-
tive sectlons.

At present the flrst-class fares of the eastern rallroads,

ineluding Pullman charges are generally higher than first-eclass

S -

TPassanger Fares and Surcharges, 214 I.C.C., 17L.
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clgaa rall fare plus the cost of & roomette 1s $65.92 on
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on other lines. The first-class air fare is $4,7.95. The

rall coach fares for the two groups of rallroads before
mentloned are $35.55 and $31.66, respectively. The air
coach fares are $35.35 (day) and $34.10 (night). The bus
fare is $23.40.

A recent study of the American Automoblle Assoclatlion
indicates that the average cost of operating a 1957 six=-
eylinder "low-priced" automobile, including depreciation, 1is
approximately 10.78 cents per mlile. The average out-of=-pocks
cost 1s about 3.77 cents per vehlicle-mile, and when there ar:
two or more passengers, the cost per person 1s sharply reduce

Such figures as these must be taken into account by the
rallroads 1In determining what level of fares will return the
maximum amount of revenue avallable to pay part of thelr
steadily advaencing operating costs. There has been some
experimentation with inecentive fares, the most Important and
widespread being the "family fares."™ A few yecrs ago, some
of the eastern railroads established reduced fares to and
from Pittsburgh, Pa., as an experlment which was not consid-
ered successful. According to newspaper reports, the Missour
Pacific and the Kansas Clty Southern are also trylng the
expedlent of reduced fares with some degree of success.

GSA, representing the executive departments of the
Faderal Government, presented as a witness an economist who
recommended & reduction in the price of railroad passenger

transportation as the best means of dealing with the deficit.

He said:
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If the prlvate sutomeblle continues to gain
wiwt the remalning /reilroad/ percentage share of
the market will continue to get smaller. That
kind of market =queeze can cnly result iIn an inten-
sification of competitlion. And as an economie fact,
an intensiflecation of competition in any field can
be met succesasfully only by locwerlng prices elther
directly or indirectly. #4#t In the case of the
rallroads, price sensitivity exhiblts itself 1in the
fact that the decline In coach travel has not been
as serious as it has been in the first-class serv=-
ice. In other words, 1t seems doubly clear that
people are prlce consclous in regard to passenger
fares. % Furthermore, since load factor is so
very low and flxed coats so very high, 1t means
automatleally that price reductions hold very real
possibillities for benefltting the carriers' posi-
tion. The price reductions could be in terms of
direct fare reductions or iln the form of lndirect
price decreases--meaning the increased cost of
whatever marketing devices mipht be utilized to
inerease the attractiveness of rallroad travel,

The executlve departments of the Government, for which
this witness spoke; could do muech toward lncreasing the
attractiveness of railroad travel simply by agreeing to the
removal of the lO0-~percent Federal tax on such travel. Unless
and untll they are willing tc take this step, 2ny assertlon
on thelr behalf that railrcad fares exeeeo a proper level
based on values of zervice is not likely to be taken serlously.

Whether the passenger deficlt would be reduced by lower-
ing fares, or, on the other hoand, by ralsing them 1s a ques-
tlen whiech eannot be answered by study of the evldence here.
The problem is essentially one for the menapers of the indl-
vidual railroads. What would be good for one carrler might
not be for another.

Since the rallroads no longer have anythlng remotely
resembling a mnndpﬂly of passenger busineas, there ls much to
be said in favor of allcwing them a large measure of manage-
rial discretion in pricing their service. This view is
expressed here by officlals of the New York Central and the

Fennsylvanla, whose combined recorded passenger deflcecit in
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1 1957 was nearly $110 million. One of them stated the polnt

2 as follows:

3
L
5
6

Those who repulate our raetes and fares must
make a choice. If the "effect of rates on the
movement of traffic," a concept which in my opin-
lon ean loglecally be applied only when we are
dealing with a profitable service, continues to
be a deciding faector in our rate and fare cases,
then our only hope of reduclng the deflclit will be
through dlacontinuance of service. In many cases,
it is eclear that we cannot prlce our services so
as to both retain present traffic volume and at
the same time reduce or eliminate our losses., A
cholce must be made in such cases between the two
objeetives. If retention of traffic volume 1s the
objective, then we may as well resign ourselves to
lnereasingly large losses from these serviees,
because our costs and revenues will inevitably
drift further out of balance. If, on the other
hand, we are allowed to price our serviece realisti-
cally, the public will have the opportunity to dem-
onstrate whether they desire or need such services
sufficiently to pay the cost, whilch should be the
real test as to whether the Central should be pro-
viding these services.

There may well be doubt that the I.C.C. 1s ready to

accept thls viaw, ~hich esszentially raises an issue of man-
agerial disecretion versus repulatory responsihility. Dis-

cussing this question in 1915, it said:a

It has been supgpested that an lnerease in
the exlsting fares 1In the territory here in gues-
tlon will result in 3 diminution of travel and
& corresponding shrinkage 1in the revenues of the
carriers. Travel is influenced by so many d4dif-
ferent factors that statistleal proof of the
existenece of causal relations between the volume
of movement of passengers and the level of the
fares 1s generally impossible. ittt It Is not the
function of the Commission to prescribe slther
public poliecy or the managerial policy of the
car-lers. Consliderations of that character can
be of little assistance In determining lssues
like those here presented. Our duty is to exam-
ine these fares with respect to thelr reasonable-
ness.

7 Later, however, lts attlitude changed somewhat. When it

8 required reductions in the fares of the eastern railroads

S SR e e e g R S S - S S S -

gﬂaatern Fassenger Fares, supra, L0 FF. Kf
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in 1936, 1t made the following formal findings:?

B. The ecilrcumstances and condlitlons affecting
praasenger traffie in the eastern district, as com-
rared with the socouthern and western districts, are
substantially similar and do not differ in suffl-
clent degree to warrant the oplnion that material
reductlons In fare 1n the eastern dlstrict would
not result in lmproved passenger revenue for the
eastern respondents.

9, Changed economic conditlons; ineluding reduced

comimodity prices and average income, together with the

enerally cheaper cost and greater convenlence of travel
¥y highway, have so affected the value of the rall pas-
senger service to the public that a fare basis which
was reasonable maximum before-severs highway competi-
tion, and especlally before the fall in recent years

in commodity prices and average lncome, 1s out of her-
mony with present-day conditicns.

Whether the regulatory actlon taken at that time was help-
ful or harmful to the eastern railroads is not elear even wlth
the help of statlstlical hindsight. It may or may not be aié-
nificant that the number of passengers other than commutation
in the eastern district declined from 16L,677,000 in 1936 to
154,276,000 in 1940, and that there was & decline in thelr
passenger revenus from $232,374,901 in 1936 %o $226,0825,343
in 1940.

Improved Eguipment and Service--The railroads have never

lacked advice from numerous and various quarters to the effect
that Improvements in their equipment and service would bé
reflected in better esarnings from their passenpger service.
Such sugpestions are almost always forthecomlng when the car-
riers are trying to increase their rares.

The NARUC commlttee has been prominent among these
advisers. 1In its 1954 report, 1t recommended that "as direct
deflicit trains are eliminated, the railroads pursue &an aggresa-
slve polley of improving thelr remalining passenger-traln serv-
ice by improvement or replacement of outmoded equipment and

experimentation with substitute equipment to replace high

P ————————————————— el e e R I I e
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Docket No., 3198U4 - 3neet 28

operating-cost standard trains.” In 1its repcrt of the
following year, it was optimistle. Calllng attentlion to the
fact thal 44979 new car: were on order as of September 1, 1955,
the committee said:

The new equipment on order inciuded 5 complete
trains of radically new design, variously described
as "Talgo-type," "tubular" or "low-zlung." Of- '
especilal interest is the new "Aero-train" bullt by
General Motors Corporatlon embodylng szome radlcal
new designing of fast lightwelght, low-cost and low
malntenance principies into a traln that conforms
to standard rallway operating procedures, **++ The
new equipment wilil require an investment per passenger
seat about 50 percent lezs than that of llghtwelght
streamlined equipment presently in service, and is
expecited Lo pe more economical to operate,

The Aerctrain was operated experimentally by the
Pennsylvania, the New York Uentral, and the Unlon Pacifie, all
of which found 1t unsatisfactory. The latest available inform-|
tion indicates that 1t is not now in rallroad service.

Trains of the tubular type, it is understood, have been
found satisfactory by the Pennsylvania. The experience with
other types, including the Talgo train and "Train X," acquired |
by the New Haven and placed in operation by it in Aprll 18957, *
is obscure.i? This 1s also true of the Wew York Central's

"¥plorer," another experimental train, which operated between
Cleveland and Cincinnati, Ohio, in 1957. Apparently 1t has been |
withdrawn. The Pennaylvanla 1s ncw investigating a trailn of no
désign, projected as capable of high-speéd operation between

New York City and Waghington, D. C., on a schedule 40 percent

P I T R Y L. L T T T e ———————————————————————_}

10Modern Rallroads for July 1958 (p. 22) states: "The New
HaVen quletly shelved its experiment with the 'Dan'l Webster!

weight, low center-of-gravity trains designed to cut operating
costs and speed up rall service."
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faster than that of the present fastesat train with reduced
operating costs whlch would permlt & substantlal reductlon
in fares. The meager information concerning this train now
available sheds the scle ray of hope discernible to those who
are looking for some revolutlonary development that will save
the rallroad passenger business.

Batwaen 1946 and 1956, the class-I railroads and the
Pullman Company installed 5,858 new passenger-traln cars,
including 672 self-propelled cars. Among these were 1,859
eoaches and ecoach combination cars, 131 parlor cars, 1,477
sleeping cars, 469 dining cars, 1,073 head-end cars, and 177
other passenger cars. The total cost was $652.4 million. ' In
the same period, they installad 2,119 Diesel-electric passenger-
type locomotive units at a cost of $430 million and 999 freight-
or-passanger Diesel-electric and electric units, costing $166.8
million.

The net investment of the class-I rallroads and the Pullman
Company in passenger-train cars in 1955 was §722 million com-
pared with &$441.7 million in 1947. The net investment in pas-
senger locomotlves in the same period lncreased from $413.7
million to $658.5 million. Only about 3 percent of the latter
figure applied to steam locomotives.

The total ownershlp of passenger-traln cars by class-1I
réllroads and the Pullman Company in 1956 was 34,981, having
declined from 4,841 in 1947. S8Self-propelled cars increased
from 2,623 in 1947 to 3,217 in 1956. The 1956 total lneluded
14,075 eocachea and coach combination cars (including self-
propelled), 346 parlor cars, U4,504 sleeping cars, 1,559 dining

cars, 13,662 head-end cars, and 835 other passenger cars.
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new
The rallreoads In 1957 installed 191/passenger-train ecars,

of which 128 were head-end cars and 12 were rall motor cars.
On Jarl.mry 1, 1958, 94 passenger coaches previously ordered
were scheduled for dellvery in 1958.

One important reason for the reluctance of the rallroads
to order new passenger cars, apart from the unfavorable traf-
fiec outlook, is the inflation in costs. The average cost of
coaches lnstalled in 1956 was $106,379, compared with $78,855
in 1947. The avaragé cost of sleeping cara rose from $685,265
in the latter year to $197,970 in 1956, and that of dinling
cars from $101,903 to §298,347. - The greatest increase was 1in
the cost of self-propelled cars from $20,699 in 1947 to
$123,733 Ln 1956,

Having increesed thelr net investment ln passenger-train
ears and passenger locomotlves between 1947 and 1956 by about
half a billion dollars, the rallroads cannot be justly charged
with undue conservatism in modernizing their passenger facili-
tles. Rather it appears that they did not foresse the snormous
loss of passenger traffle whlech has occurred, deprlving them of
any return on thls lnvestment. At present, it seems that they
will not be disposed to spend more money for improvemente in
passenger service except those of demonstrated profitablility,
a further &assumption being that the requisite financial
rescurces are avallable,

Reductions in Operating Exr-nses--In the proceedings before

State commissions inveolving discontinuance of passenger tralns,
the railroad labor organizations have generally been among the
principal opponents of the rallroads. Perhaps for that reason
the NARUC commlttee has had much to say asbout the attltudes of

of those organizations and their significance with reapect to
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the passenger defieit. In its 1954 report, the committee rec-
ommended "that rallroad management make renewed efforts to
obtaln eooperation from rallroad labor in much-needed revisions
of operating agresements governing (1) the operation of more
economical substltute passenper traln equlpment with minimum
crews conslstent wlth safe and effeclent operation, and (2) pay-
ment of wages more reasonably related to the hours of service
actually performed."

The Senate committee said on thls subject:

Help by rallroad labor

The subcommittee wishes to commend railroad labor
on the aggressive aplrlt that 1t shows in approaching
1ts problems but peints cut that there should be
reappralsal of the entlire rallroad labor situation in
the light of the present plight of the railrecads. This
1s necessary because the number and kind of jobs held
by the membership of the railroad labor unions 1is
inextrieatly Intertwined with the econcmle welfare of
the railroad industry. The problems of the two groups
are mutual problems.

The brotherhoods should realize that if the rail-
reacds should go under, the Federal fovermment ls not
golng to take over uneconomic rallroads and continue
to operate them In an uneconomle fashion. If bank-
ruptey results in Government operation, it 1s clear
that there will be fewer jobs than at present in the
railroad industry. The subcommittee urges that rail-
road labor coorerate In proceedings designed to
strengthen the economic position of the railroads.

It may be inferred that in making the foregolng statement
the committec had in mind the ducl basis of pay for train and
engline employees previously mentloned in this report. 1In an
emergency-board wage case in 1956, the railroads proposed that
the plece-rate measure of = day's work in passenger service by
enrlneers and firemen be changed from 100 to 100 miles and that
the measure for conductors and trainmen be 240 miles instead of
150 miles. In substance this would assume an averapge rate of
apeed of 30 miles per hour, instead of 20, continulng the pres-

ent basie day of 5 hours for englnemen and & hours for others.
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It is estimated that based on current wage rates such & change
would save a total amount of {J6.6 million per year in wages
of traln apd englne crews, plus an additional amount of $2.)
million in retirement and other payroll taxes, or $49 million
in all.

The rallroads were unsuccessful in urging this ilncrease i
mileage. In the settlement of the 1956 wage case, baslc wapges
were ralsed in a 3-year contract whiech will expire in 1959.
Whether the ralilroads will renew thelr mileage proposal at that
time 13 not knéwn, but, If they do, 1t seems safe to predict
that the labor organizations will strenuously oppose any change
a3 they have in the past. The fast passenger runs, allotted Yy
seniorlty rules, are understood to be very desirable., For that
reason they are subject to spread-the-work arranpenents under
which passenpger engineers generally are limited to 1,800 miles
per month and conductors and traimmen to 5,500. How this plan

works in practice was explained by a recent writer as follews.”
A passenger traln on an eastern railroad

runs batween two points 22l miles apart. .The
train and enrine erew makes a round trip on
each day they work. Due toc varlations in the
limitations placed by their organizaticns upon
the different classes of traln service employees,
the englneer and the conductor do not work ths
same number of days in a month. The engineer may
be asslgned to work not more than 10 days a month.
His averapge time on duty per day is 1l hours &nd
30 minutes and his average running time iz 7 hours
and 10 minutes. For this, he received in Decenber
1952 an average of LT71.18 per day, or $711.L0 for
the month in which he worked on only 10 calendar
days., The conductor may be asslgned to worlk on
not moere than 13 days a month. The conductor's
average running time on duty per day is & hours
and 25 minutes and hils average running time is
7 hours and 10 minutes. He recelved %hS.lD for
each day he worked in December 1952, or $586. 30
for the month In which he worked on only 13 calen-
dar days.

llHarry E., Jones, Rallroad Wages and Labor Relations, 1900-
1952 (1953), p. 235.
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The rallroads and the NARUC committee have alsc been
concerned over the effect of provisions in State statutes or
labor agreements prescribing the number of employees required
in the operation of passenper trains, The States having so-
called full crew laws at present are Arizona, Arkansas,
Californla, Indiana, Maine, Massachusetts, Mississippl,
Nebraska, Nevada, New York, Nerth Dakota, Ohioc, Oregon, Texas,
Washington, and Wisconsin. 1In addition, the State comnissions
of Connecticut, Maryland, New Jersey, Fennsylvania, Rhode
Island, a&nd West Virpginia have regulatory asutherity of this
kind. In States other than those above named, the statutes
are silent on thls subject.

Apparently the full crew laws vary considerably, and some
of them seem to be comparatively inncecuous. Their prinecipal
application acpearg to be to self-propelled cars, also known
as RDC or Budd c=r:z, in requirins the employment of more men
on such ecars than are considered necessary for safe and effi-
cient operation. The HARUC committee in its 1953 report had
this to say:

It 1s likely that the carriers would have found
the operation of self-propelled units sufficiently
attractive to justify in many more instances the
substantlal investment required, if the attitude of
labor had been more reasconable. We are advised of
cases where the labor organizations have demanded
and some rallroads acqulesced in the addltion of
another employee on RDC operatlons when twe units
are connected. The nebulous need for thls addi-
tional employee (a fireman] is based upon the
welpght rules of the rail labor contracts whieh pro-
vide that a fireman must be used on a self-propclled
car or car combinatlon 1f the weight execeeds a shecl-
fied amount. No provision is made for relaxation of
this rule if the additional employee 13 not reascn-
ably needed for safe and efficient operation. To
agpravate an already unreasonable situation, the
addition of this fireman toc the crew of the two-car
unit forces the railrecad to rip seats cut of cne of
the cars to provide rcom for the fireman.
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The full-crew lsws have long been & favorite target of

rallroad criticlsm. They are of interest here solely from
the standpoint of passenger service, but the evidence as to
the statutes or requirements of the same kind In labor agree-
ments is too general in its nature to support a definite con-

clusion as ¢ thelr impact on passenger-train costs.

0n the posslbilities of an appreciable reduction in rail-

rced passenger expenses in the future the railroad witnesses

9 .-are not hopeful, and the outlook for econtinuing inflation

10 supports their view. An example of the working of inflation

7

12

11 was stated by the New York Central's vice president having

charge of passenger sales and service as follows:

The current wage increase agreemsnts wilth
the varlous railrcad anions were sligned durlng
1956 and 1557, Under the terms of these agree-
ments, we have just had & | cents an hour "cost=-
of-living" increase in cur wape rates, and we
face a further automatic increase of 7 cents an
hour on November 1, 1958, with the possibility
of another cost-of-living inerease in May 1959.

13 This witness added the following comment, ~hich is amply

1

15

supported by the evidence:

High labor costs are one of the major factors
reaponsible for our heavy losses and our lnability
te maintain prices at a competitive level. They
have forsced the discontlnuance of a great dsal of
passenger service, which, In turn, has reduced the
number of jobs available.

St

The desire of the Railrecad Brotherhoods to
maintaln working rules which are favorable to
our employees i3 understandsble. But the
Brotherhooda must understand that the unecono-
mic provisions of labor agreements which have
been testlfled to are helping to forece us ocut
of the paszenger buslness, which most certalnly
is not In the long-term best interests of the
passenpger service employees concerned.

Revenue from Head-End Trafflc and Dining Service--Rallroad

16 revenue from express traffic has declined in about the same

17 ratio as passenger~service revenue as a whole, The rallroads
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received from this source $97.4 million in 1957, compared with
$115.8 million in 1947. The reasons are the same as those
heretofore polnted cut 1n respect of passenger service as a
whole, increasing expenses and & shrinking volume of busliness.

The Rallway Express Agency carried 189.3 million ship-
ments in 1947 and 80.7 million in 1956. Rate increases pre-
vented a corresponding shrinkage in gross revenue, but rising
expenses of the Agency reduced the amount of money avallable
to the railroads, as before shown. The Act of Congress which
reduced the size and welght limitations on parcel-post ship-
ments effective on January 1, 1952, resulted in a upturn in
express shipments in 1952, but since then a marked downward
trend has been shown, probably because of increased competi-
tion from air and motor carriers.

The evidence relating to express traffic consists prinei-
pally of a criticlam of the Post Office Department (herein-
after referred to as the Department) for increasing the size
of packapes shlpped by parcel post to an extent not orlglnally
contemplated at the time when the service was established and
for not making the charges sufficlently hlgh to cover the
expense of transporting parcels. There appears to be little
likelihood that the size and welpght limitations wlll be fur-
ther reduced., It is perhaps more probable that those limita-
tions may eventually be ralsed in response to the repeated
demands of users of parcel post.

It is expected that the rallroads in 1956 wlll receive
about 8 percent less revenue from express traffiec than they
did in 1?5?.1E The future of the express buslness 1a clouded

with uncertalnty for that reason and others. The eastern

S R O R R

12pased on evidence of the rallroads in Ex Parte No. 212.
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rallroads, which 1n the past have been eritlical of the present

"would

express system, have suggested here that one solution
be for the Government to take over the express buslness and
combine it with the parcel post service." The Pennsylvanla
appears to be rartieularly interested In this 1dea. Such a
plan might be financlally advantageous to the railroads. Thels
express-privilege payments in 1957, $97.4 million, were consié-
erably less than the mail pay of $171.9 million whieh they
recelved for carrying fourth-class mail In the fiscel year
195T.13 It should be remembered in this connection that after
December 31, 1958, any rail carrier which is a party to the
present express contract may withdraw therefrom by giving 18
months! notice. The former agreement of 1929 gave no such
right of withdrawal.

Since World War II, railroad revenue from mail transpor-
tation has increased substantially. In the period from 1932
to 1941, this revenue averaged $97 million per year, 15.8 pers
cent of total passenger-service revenus. For the years fron
1347 to 1957 ineclusive, the average was 281.7 million, 20.7
percent of total passenger-service revenue. The figure for
1957 was $291.9 million, 23.6 percent. Comparisons for indi-
vidual years scmetimes are not illuminating because of retro-
active payments. Accordingly there are shown below annual

average amounts for S-year perilods:

R R I S e e O S SR SR SR S S e e e e N

3cost Ascertainment Report 1957, United States Post Office
Daepartment.
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Ratlo to total

Average Annual Passenger-service
Yoears Mail Revenus Revenue
Millions Fercent
139, 7-1951 $259.5 18.6
1949-1953 311,13 22.7
1950-195L 328.2 23,2
1951-1955 310.8 22.4
1952-1956 302.0 22.5

1953~1957 296.5 22,

The I.C.C. has recently ordered an lnecrease in the rates
of mail pay for eastern rallroads, retroactive to July 3, 1956,
The effect of thils actlon eannot now be predleted. It is
wholly impossible at this time to estimate the amount of reve-
nue which the rallroads may except from mall transportation in
1958 or any future year.

Dining and bul'fet service has produced much higher groas
revenue slrice World War II than it d1d before that time, but
the costs of providing the service have increased dlspropors
tionately. Sinee 1947, the trend in thils revenue has been
downward, but there has been no corresponaing reduction in
cperating costa. In that year, dining and buffet revenue was
£813.4 million and the direct expense was $108.9 million, mak-
ing the operating ratio ajﬂq The revenue from this source in
1957 was $62.3 million aﬁd the direct expense §91 milllon,
operating ratic 146. These flgures do not include the cost of
hauling or maintaining dining cars nor any overhead expense

ineident to the services.
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Governmental Aid--This title refers primarily to the
ald extended by Federal, Stste, and local governmental units
to forms of pessenger transportation cther than rallroad as
well s to the aid received by the various Government agen-
cles from the rallroads as taxpayers. The latter ald directly
or indirectly has been of material assistance to those agen-
cles 1n thelr support of the rallroade’ competitors.

Among the subjects listed for considerstion in this
proceeding were the following:

9, 8tudy of the extent, amount and effect of

Federal, 9tate and local taxation on passenger-train

service, equipment, and facilities, including excise

taxes.
10. Cost of constructing, mainteining and

operating railroad passenger terminal facilities

and the influence thereof on the rassenger-train

service deficit.

11. The extent and competitive effect of:
‘e)} Direct and indirect Federal, 9tate
and local-aid.
(b) Government policles with respect to
rassenger and head-end traffic.

In a number of their aspects these subjects are related
to each other and may therefore be considered together.

The respondente have good reason to believe that the
principsl underlying cause of thelr lose of passenger traffic
hss been the governmental promotion of air and highway trans-
portation by flnanclal outlay and other means. One of thelr
witnesses, an economist, presented scholarly and exhaustive
studies of the public pids to each of those forme. Because
of their length these studies can be referred to only briefly
in this report.

__:{Hﬁjhighway etudy showse that from 1921 to 1956, $111
billion wee expended for highways and streets by all unite of

Government , of which about $49 billion, 44 percent of the total,
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came Trom highway-user impcets and toll recelpte. The Federal
Government contributed $14.6 billion, 13 percent, including
4.4 billion a8 relief funde in 1933-1942, Bond issues and
miscellanecus socurces accounted for $15.2 billion, 14 percent,
and §32.1 billion, 20 percent, was derived from property

taxes and generel revenues. More than half of thie amount

was spent in 1947-1956, and in these years the share from
highway-user impoete and toll receipts was 51 percent.

The Federal-Ald Highway Act of 1956 authorized the
expenditure of $24.825 blllion from July 1, 19568 to June 30,
1989, subject to a condition that future Federsl-Aid Highway
Erogrems are to be financed on a pay-ss-you-go basis from
designated Federal excise taxes on gessoline, tirea, trucks
end other articles alloceated to 8 highway trust fund. This
requirement, however, has been relaxed somewhat 1ln the
recently-enacted Federal-Ald Highway A¢t of 1958, and the con-
clusion expressed in the respondents' study that "the Federal-
Ald Highway Programe are not yet on an sssured basis of full
support from highway-user taxes and revenues" asppesrs to be
sound .

From 1925 to 1958, the Federal Government epent $1.6
billion to provide a system of alrway facllities and serv-
ices for eafe silr navigetion and traffic control, of which
85 percent has been expended since World War II. It is
indiceated that at lesst 50 percent of the totaml coste are
attributeble to use by commercisl airlines snd for the fiscal
year 1958 this i1tem would be $133 million, equivalent to
about 0.5 cent per pessenger mile. Concern over recent slr-
eraft collisions 18 expected to increase Federsl spending on

these facilities,
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The Civil Aeronautice Act of 1938 directed the Civil

2 Aercnautice Board in fixing alr-mall rates to take into
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consideration---
the need of each such air carrier for compensa—
tion for the transportation of mail sufficient
to insure the performance of such service, and,
together with all other revenue of the sir car-
rier, to enable such alr carrier under honest,
economicel, snd efficlent menagement, to meintain
and cortinue the development of air transporta-
tion to the extent and of the character and

uality required for the commerce of the Unlted
tates, the Fostal Service, and the national

defense,.

: A of June 30, 1957, the domestic airlines had received
total mall pay of $830 million in amounte ranging from §17
million in 1939 to $67.2 million in 1956, The Civil Aero-
nautice Board has estimated thet of thie total $388.7 million
covered gervice mail pav and $441.3 million constituted &
subgidy. The estimated cash subsidies to be pald in the
fiscel yesrs 1958 and 1959, reepectively, are §33.9 million
and $34.1 million. Most of this 18 golng to so-called local
service carriere, all of which sre on s subsldy basle, The
trunk lines, however, remain eligible for subsidy under the
"need" provislon of the Civil Aerconautice Act before quoted.

The Federal Government has contributed more than §1
billion for the construction of civil airports, of which about
$385 million wae partly for relief of unemployment before
World War II. The Federsl Alrport Act of 1946, as amended,
authorized the expenditure of §500 million for aiding the con-
struction of public slrports between July 1, 1546, and July 1,
1959. Under this program the Government undertook to con-
tribute se much a8 one-half of the costa of qualifying projecls
The funds are not available for mailntenance and operation.

The expected expenditures for the fiscal years of 1958 and

1959, respectively are $61.2 million and §73 million.
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According to authoritative estimates the totel investment in
civil airports was §4 billion 1n'1955, and no doubt thie

Tigure has since incresaed considerably. The grester part of
thies investment represents capital contributed by cities and

other municipal agencies.

Apparently almost none of these public alrports earns
enough revenue to cover the coets of doing business which a
privately-owned enterprige would have to take into sccount
for profitable operation, namely operating expenses, depre-
clation, interest on investment and property taxes. It is

generally agreed that tney cannot be Judged by such a
standard. This was made clear in a staff report on "*Federal
Ald to Alrports" submitted to the Commission on Intergovernmen-

tal Relatione /Hoover Commiseion/ in 1955, Therein it was
stated:

Tuere are many indicatlons that private
finances are not avallable to supply the capital
expendltures necessary to tuild and improve air-
ports on the general and sustained basis required
by civil aviation t###e® Tn Beneral, the only air-
porte considered capable of relying on private
financea for capltal expendituree are small
alrports favorably situated with & small number
of based airtraft, a diversity of eviation eerv-
ices offered, and an absence of s need to serve
air carriers. It i8 qulite clear that even publicly
owned alrporte which engay ageciul privileges such
property, income, and other tex exemptions cannot,
in general, rely upon their present income to meet
capltasl conetruction coetas. The present operating
policy of publicly owned eirports 1ie geared to
realize sufficient income thrcugh user charges,
rentals, etc., t2 meet merely meintenance and
operating costs,

' 2 T T YT

Any shift at the present time from public to
private financing, invelving, s8 1t wcould, the
establishment of new costs for all alrport users,
would viclently wrench the economice of the
industry and would have booming repercuesiona upon
the development of civil aviation in the United
States, There is 1little informed support for the
view that the time 18 now ripe tc commence such a
shift, If such a shift should become possible in
the future, it 1s obvious that it must be effected
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graduelly eo that the transfer of alrport con-
struction coste from the taxpayer to the alrport
user will not upeet civil aviation.

This statement makes 1t unnecessary to dlscuse in
detall the numerocus instances of this pollcy described in
the respondents' evidence by individual reference to most
of the larger sirnorte in the country, 8since this showlng
merely corroborstes the report above quoted. However, a
few examplee are of 1nterest.

The most profiteble municipal airporte in the United
3tates appeer to be theose of the Clty of Los Angeles, Calif.,
the Los Angelee International and Van Nuys Alrports, which
for the fiecal year 1957 showed a net profit of $2,060,524
after dapreclatiﬂﬁ and interest, Thies figure exceeds an
estimated tax of $1.2 million which would have been payable
1f the sirport property were privately owned, The Friend-
ship Internaticnal Airport, Baltimore, Md., which has been
called the "world‘’s best alrport", 18 the least profitable
of the majlor airports mentioned in this record. Its operating
lose in 1956 was $73,000,

The National Airport at Washington, D. C., in 1956 had
opereting income of $824,003, somewhal less than the item of
$806,852 for depreciation ss officlally estimated for the
fiscal yeer 1957, The two municipal airporte at Chicago,
Midwav, sald to be the busiest in the world, and QO'Hare had
a Joint lose of §308,000 after payment of $192,000 as rent
to the public agency which owne the land occupled by Mldway
end sllowance of $412,056 to cover recorded depreciatiﬂﬁ at
C'Here.

The tax revenues received from railroad pasgenger

stpticng are undoubtedly of much help to the municipalities
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which have financial burdens due toc thelr sirports. At
Albany, N. Y., the tax ﬂf_iﬁg,ﬁﬁd on the union passenger
setation, owned by the New York Central, a little more than
covered the operating deflcit of $57,784 incurred in the
operation of Albany's municlpal alirport,

The New York Central also has furnished important but
involuntary assletance to Toledo, Ohio, in the same manner.
Some yeere sge se a result of a clvic campalgn for a new
passenger station this carrier wes forced to spend §4,856,745
for such a structure, completed in 1950. A lend and pro-
perty tax of $42,745 thereon wae pald in 1956, The city of
Toledo in 1955 built an sirport costing $3,865,228, financed
entirely from city funds., The opersting deficlt from the
alrport in 1957 wee $16,36€6. Unusually complete records
show the sdditionel items of excense, which are $86,851 for
depreclation, $96,631 for interest, and $45,005 for taxes,
which would be payable under private ownershlp based on an
official mssessment. The totel deficit as so eatimated was
$244,853.

In Montane and North Deakota clities and countles are
permitted to levy speclsl taxes for the support of airports
80 that the railroads opersting 1In those States can tell
exactly how much they are contributing for the finsncial
assistance of thelir airline competitors. Cut Bank, Mont,,
population 3,721 in 195C, hse an alrport covering 1,703 acres
which cost $4.3 million, mostly provided by the Federal

Government perhaps for militery reasone. Through the clty

and county elrvort levies the Grest Northern in 1956 contributed

$2,241 for the support of this airport, snd the ad valorem tax

of Western Airlines, which serves the alrport, was $22.02.
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There were 587 alr psssenger losdings at the Cut Bsnk alr-
port in 1957, ec that the coet to the Great Northern was
$3.82 for esch of those passengers, compsred with a tax
cost to Western Alrlines of 4 cents per psssenger. A
geimilar situation existe at Kalispell, Mont., and other
pointe. In the cesse of Kelispell, however, the Creat
Northern in 1955 and 1957 contributed $260 of a total of
$2,558 required for the expenses of representatives of the
chamber of commerce who sttended hearings before the Civil
Aeronautice Bperd in Weshington.

The MARUC committee in ite first report in 1952 and

again 1in 1954 recommended "the imposition of compensatory

user charges on all forme of commercial passsenger transporta-

tlon for the use of mMmadwaye, airwaye or other facilities

constructed or maintained at public expense." The president

of the AAR, testifying in thie proceeding, expressed similar

views.

The President of the United States in hie budget message

of January 13, 1958 ssid:

In the field of aviation the Federal Government
provides a wlde renge of speclial services benefiting
private usere of the airspace. A8 I have previously
pointed out, 1t i& increasingly appropriate that these

users pay thelr fair shere of the costs.
o N

To pay 8 subetantisl peart of the cost of operating

the alrwaye eystem, I am recommending lncressed taxes on

aviation fuels. I aleo think we shruld redouble our

efforts to find waye and means to reduce and ultimately

eliminate all subsidles for airlines.

Thece suggestionse were lgnored by the Congress. The
subsidization of air transportsticn 1s so firmly embedded 1n
the national policy thet it 1s much more likely to increase

than to diminish.
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The queseticn therefore arises as to the possibility of
gimiler public eide to reilroad pessenger transportation.
This thought slso occurred to the NARUC committee, which in
1ts 1955 report stated:

One new suggestion simultanecusly proposed by

gevergl different committee members weas that a plan
of tax forgiveness be explored which would provide

of feettling rellef for subetantlal psesenger deflcits.

This proposasl wes promptly frowned upon by the

coopersting panel of rellroad management representa-

tives who heve persistently and vigorously resisted
any and sll forme of subseidy.

The committee went on to quote a recent speech by &
member of the I.C.C. meaklng the same suggestion. With a
proper and natural concern for possible losses of 3tate
revenue on this sccount, however, the committee questioned
"the practicebllity of obteining ad veslcrem property tax
relief on the locsl level" but ssid thet "there ig rrecedent
for relief on the netional level in the sdjustment of
corrorate income tax."

It 18 perhaps indicative of despselr that some of the
rallrosds have urged in thie proceeding that reillroad pro-

perty and facllities devoted to railroad passenger service

be exempted from 3tate and local ad valorem texation. The

suggestion 18 chiefly pertinent to the commutation problem
discussed infra. Apsrt from that aspect the idea, meritorious
a8 it is8, 18 probably futile for the resson that the rallroads
are defenseless against the tax assessors who seemingly are
bent on killing the goose that lays the golden egg. For that
reason the prosnpect of relief from thet direction 18 dim,
However, 1t should not be overloocked. Ite importance can be
Judged by the fact that 1in 1955 the Pennsylvanis, which hss
the largest pessenger deficit of any cless I railrosd, paid

$5,2726,996 as rroperty taxes on 260 passenger-etetion
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facilities owned or used by 1t in 12 States. The total
taxes peld by the reilroeds on their passenger setations in
Cook County, Ill., were $12,018,985 in 1955, The county 1n
the same yesr received property texee of $238,360 from 12
major alirlines, of which $174,917 wae from reasl property and
$63,443 from personal property. Other examples of the
taxation of statione are shown in Appendix C.

The railroced 3tate tax situaticon is particularly bad
in New Jersey, where the rallrosds justly complain that they
are tax-ridden. A8 one example, a few years ago the
Penneylvanias wee required, presumsbly by the State regulatory
commiseion, to install escelatore in ite passenger stations
at Trenton and New Brunswick, costing respectively $186,000
and $90,000, Thereupon these improvements provided the
taxing authorities a reason for increasing the assessments
snd thereby raising texes in the amcunts of $3,926 per year
at Trenton and $1,248 et New Brunewick.

New Jeraey has the distinction of leading all the
3tates in the amount of taxes per mlile of road which 1t
levies against railroads. Its toll in 1956 was $10,244 per
mile, which wes more than 5 times the naticnal average. The
railrosds have s long-standing grievance againat the New
Jersey taxing suthorities for assessing their property at
100 percent of value and recognizing s lower basis for other
taxpayers. The State Surreme Cr=t hsas found thst the rall-

14 but various adminle-

rosde have s Just cause of complaint,
trative pretexts have been employed to perpetuate the
injuetice. The evidence concerning railroad taxation in

New Jersey 18 too voluminous to permit further discussion here,

14De;awure Lackawanna and Western R. R, Co. v, Neeld,
130 A. 2d 6, 28 N. J. 5B1.
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but 1t suggests a kind of cold warfare being waged ageinst
the rellroads, having extremely 8sericus implications. In
all probabllity the Senste committee wes thinkling of New
Jersey when it said:

Representatives of the rallrosds testifled that
local and dtate taxes borne by the rall lines are dls-
proporticnately high snd bear no relationship to the
earnings of the properties and, therefore, constitute
an unfair burden con thelr operations. The subcommittee
suggeate that State and local governments reexamine
taxee now borne by the reilroads for the purpose of
determining and correcting lnequitable tax situations
that exist,

The Commutation Froblem--In the report of the Senate
committee this problem wes the subject of the following

comment @

The subcommlttee hesrd much testimony with respect
to the problem of continuing commuter service by rall-
roada, It wes clear from the testimony thet the rail-
ropds were overating these services at enormous losses,
Thie ie the result of meny factors which we will not
go into here. It may te sald that baslcelly the
commuter service problem 18 8 locel one having both
socisl and economic implications, However, 1t 18 slso
s matter of deep concern to the Federsl Government
because of the impact that losing cormuter service can
have on the ability of sn interstate rall carrier to
render its interstate service. That thie 1s 8o, ls
clesrly evident from the feact that there are several
large carriers in the Esst which are faded with the
imminent threst of bankruptcy primerily becsuse of the
heavy losees from rendering commiter and other local
passenger service, EBecsuse of the burden that these
losing intrastate services are im nsin% on_interstate
commerce, the subcommittee feels hut he Federal
Government cen no longer stand aslde to the extent {t
has in the peat. The Interstate Commerce Commission
alresdy hes suthority to require increasses in intra-
etete ratee where there 18 an unjust dlscrimination
or burden on interstate commerce, but in many cases
the answer to the losses from commuter services does
not lie in merely ilncreasirg fares. It 18 evident
that fares which would theoretically return s profit
to the railrosds wruld genersllvy result in charges
substentielly grester than commuters sre sccustomed to
paying snd, 1n ecme instances, prohibitive charges.
Accordingly, the scluticn 18 not readily aprparent,
Because the scluticns which mey be feound for thls
problem are essentially locsal, the subcommittee deems
it desireble to lesve to Lhe lacal government agencies
involved the Job of sesking epecifically tellnred
eolutione to thelr rarticular rroblem.
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The accuracy of this timely statement 1s fully supported
by the evidence in thlis proceeding. The discussion of the
subject here 1e therefore 1n the nature of an annotation.

Commutetion traffic is cne of the oldest kinds of rall-
road passenger buaineualﬁ, and it probably will be the last
form to déissppear for the reason that, desplite the tremendous
development of highweys and other fecilitles such ms tunnels
and bridges for the benefit of motor transrortatirn, & con-—
8lderable number of commuters will continue to be dependent on
rail transpcrtetinon for some time to core, For exsmrle, in the
New York-New Jersey metropolitan region complete motorizetion
of suburban traffic would require the construction of 20 addi-
tional lanes of first-clase highwey, ten 2-lene tunnels under
the Hudscn River, &nd more than 25C acres of additional parking
space con Manhattan Ieland. To some extent there are eimilar
probleme at other citles.

The difficulties which confront the rallroads because
of this eltuatlon are strikingly illustrated by the rallroad-
owned ferrlee on the Hudson Rlver. 1In 1930t the ferries
carried 93.8 million people into and out of New York City
(55.2 million rallroad passengers and 358.F million pedestrians).
The movement in 1947 was 38.4 million persons (28.8 million
rallroad passengers and 9.6 million pedeatrians}, but in 1956
the total was only 19.2 million (17.3 million railrcad paesen-
gers snd 1.9 million pedeetrians). The total by automobile
and bus in 1930 was 52,492, which had incressed to 206,080 in
1956. The latter movement has been made poseible by the
tunnels end bridges bullt by the Port of New York Authority,
which operates them with financlel succeses and is entlrely

—— T e S e S e S TN S . S S S . SR G T S -

lﬁﬂnmmutgtinn Rate Case, 21 I.C.C, 428, 438 ff.
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willing to leave the unprofitsble ferry operaticn in the
hande of the hard-pressed rellroads.

Commutetion pe8senger-miles in 1957 were about 19
percent of the totel for clese I cerriers as & whole, and
this percentage was 17 percent in 1256, when the total com-
mutstion revenue was $106.8 million, 14 percent of the total
passenger revenue of those carriers. Thls revenue was
reported by only 20 carriers. Those which recelved more

than $1 million esch, 97 percent of the aggregate, were the

following:
Railroad Commutation Ratio to Totsel
Revenue (1958) Passsenger Reven.
Fercent

Long Island $27,3153,491 57
New York, New Haven

& Hartford 12,694,968 25
New York Central 11,874,250 12
Pennsvlvanie 10,706,871 g
Illinoie Central 8,032,105 36
Chicago & North Western 7,272,309 42
Delsware, Lackawenns and

Weetern 5,199,039 53
Centrsl nf New Jersey & ,892,719 £2
Southern Pacific 3,086,351 9
Boeton & Maine 2,865,875 27
Resding 2,831,205 40
Erie 2,815,644 39
Chicago, Burlington &

Quincy 2,208,879 11
Chicego, Rock Ieland &

Facific 2,048,851 12
Chicego, Milwsukee,

3t. Peul & Pacific 1,474 ,073 9

These sre the reillroads which principelly serve New York
City, Boston, Phlledelphls, Chlcago, and San Frenclsco and
thelr suburbs, where commutatlon traffic 18 of chlef impor-
tence. It is for that reamson that commutation 18 consldered
a apecial or locel problem.

The cmuses of the increasing unprofitebility of commuta-
tlon gervice sre essentlelly the ssme me those affecting

pasgenger traffic generally, namely s decrease in business
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and an increase in operating expenses, which because of the
adverse conditione peculiar to this service are abnormally
high.

The increase in motcr travel between clties and thelr
suburbs 18 of course the principal but not the socle reason
for the decline in commutstion traffic. The widespread
adoption of the five-day week has made Saturday a.nnnubuninai:
day along with Sunday. The decentralization of retall busi-
ness with the commerciasl growth of the suburbs has lessened
the demsnd for off-peak traln service by housewlves on
shopping trips to the ecity. Night traine for suburbanltes-
seeking amusement in the city have become unnecessary because
of television, 8o it 18 saild. l

For the most part, therefore, the commutaticn traffic 1s

concentrated in two morning hours and two evening hours 5 days
a week, For example, at New York City the New York Central
requires 304 coaches in handling 1ts rush-hour traffic and
263 coachee for the evening traffic which extends over a
somewhat longer periocd. For its off-peak pericd 70 coaches
are sufficient. Hence thile carrier is able to use lte entlre
commutation fleet for only about 15 percent of the time and
only 20 percent of 1its equipment during the remalning 85 per-
cent. During the idle period the cars not only earn no
revenue but must be stored on tracks in metropoclitan areas
which are expensive to own and r=intain.

The concentration of treffic also has the effect of
requiring the railrcads to pay compensation to thelr englne
and train employees engaged in this service during periods
of the day when they are necessarily off duty. A rcund-trip

in a morning commutation run usually requires only & few hours,
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but since m crew 18 entitled to a minimum of 8 hours pay,
1t 18 usually celled on for eervice alsc in the afternoon
or evening. This service commonly terminstes some 10 or 12
hours efter the time of starting work in the morning, and
the totsl period 18 called the "spread of assignment.”

The engine and train employees in commutation service
are pald according to a speclal rule for what is known as
ehort turnaround passenger service, "no single trip of which
exceeds 80 miles, including suburban and btranch-line service."
There are basic day's wages for these employees, tssed on an
8-hour dey, but overtime, which i8 very importsnt for reasons
before indicated, ie computed according to what ie familiarly
known 88 the "8 within 9 hour overtime rule." Thie rule in
substance requires thsat all time within the spread of assign-
ment from firat report to final relesse must be pald for at
the regular hourly rate, unless within the first 9 hours
there 18 s perlod of continucus releasse in excess of one hour.
In thet event cne hour may be deducted from tctal time paild
for. 1If the relesse perlod of more than one hour extends
bevond the S9=hour limit, only the period within the first 9
hours may be deducted. Releasse perinds of one hnur or less
sare peld for in all caeses,

The effect of thise rule is 1llustrated hy the following
sctusl example: An sssistant conductor reports for duty at
a New York Central suburban station st 5:14 a. m. for a run
to New York City, ané 18 released from duty at 8:03 a. m,
with nothing to dc thereafter until 4:10 p. m. when he
reports for work on an afternocn run to the same suburban
etaticon, where he 18 released from duty at 7:52 p. m. The

epread of essignment 18 14 hours and 36 minutes, involving
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6 houre and 29 minutes of time ectually worked and 8 hours
and 7 minutes of uninterrupted release time in the middle
of the day. Under the present rulee the compensetion for
this service consistse of one besic day's pay and § hours
and 36 minutes of overtime.

Ancther example pertains to ticket collectors on
suburban trsins of the Pennsylvania to and from Philadelphia,
who in the summer of 195& had an averspge dally spread of
assignment of 9 hours and 40 minutea. The average time
actually worked wae € hours and 40 minutes. Their average
time peld for but not worked was 2 hourda and 22 mlnutes and
their aversge earnings per dav were $17.92, bessed on a basic
delly wsge rate of $15.15. However, their compensation was
alac sublect to a monthly guarantee rule providing for pey-
ment of $454,50 per month (30 times the besic daily rate of
$15.15) repsrdlees of the number of daye worked per month,
prld slso without regerd to the amount of overtime earned
during the month.

In the 1956 emergency-board proceeding the railroads
unsucceesfully urged the adoption of an "8 within 10—hour
overtime rule" in lieu of the "8 within 9" rule. Such a
change would have permitted a deductlicn of two hours of
"dead time" instead of cne in computing overtime, and there
would have been an annual saving of $3 million under current
wage rates. The 3-year contract which ended the controversy
before mentioned provided for a wage increase of 10 cents
per hour on November 1, 1856, snd 7 cents per hour each on
November 1, 1957, and 1958, end in addition there have been
cogt-of-1living ralses of 3 cents per hour on May 1, 1957, 5
cents per hour on November 1, 1957, and 4 cents per hour on

May 1, 1958,
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At one time many years sgo commutation traine were used
a8 a aort of treining ground for less exrerienced employees,
since the operatinon wae simpler than that of the through
trainse. Now they are preferred runi, avallsble to senior
employees who reccgnize them a8 adventageous from many stsnd-

I'pnintu. Those advantages have also led to charges of dis-
eriminstion from railrosd employeee in other kinds of service.

It 18 impossible to segregate the cost of commutation

. treffic from thet of passenger traffic as a whole, but in a
nu@ber of cases involving commutstion fares srecial studies
, have been presented, all indicating the nbnormelly high

%ppernting expense of hendling thie traffic. Such a one was

Chicago Intrastate Suburban Fares, Milwaukee Rallroad, 297

I1.C.C. 353, decided in 1955, in which the I.C.C. said:

| Summsrizing, the total revenues from the passenger-
carrying portion of the suburban eervice were $1,799,140,
the out-of-pocket cost not including nonpayroll taxes

or return, was $2,269,404, and the credit for nonrevenue

passengers $164,226, resulting in a total out-of-pocket

deficit of $306,038.

Additional indicatione of thie fact are the operating
resulte of carriers having a large proportion of commutation
traffic. An exsmple 18 the Chicego North Shore and Milwaukee
Rgllway, which recently filed an application to abandon its
entire line. This cerrier derives 78 percent of its revenue

from passenger traffic, much of which 18 commutation business
-1n_n rapldly growing suburban region. Some of 1ts problems

'wﬂru mentioned by one of 1ts officlals in testimony in thie

proceeding as followse:

While our commutation traffic has been progressively
increasing, the through traffic and non-rush hour traffic
has been declining, Erimnril due to the incressed use of
the private automébile, which bae been accentusted by
the conetruction of expresswaye and improved highwaye 1in
the entire area.*****The use of the private automoblle

| | has alsoc created an unusual demand for parking facilities,
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particularly at suburban atations, and it has been

necessary to follow a continual program of expanslon.
At most stations, all available railway property has

been improved for parking, and the continued increase

in use of automobliles wlll neceeesi?ate passengers

finding elaewhere to park in many inetances.

It has been reported that if this carrier is permitted
to diecontinue operation, its line may be taken over by the
Chicago Traneit Authority. This poseibility is of
interest a8 1ndicating a.grﬂwing realization that some kind
of public aid 18 becoming increasingly necessary to assure
continued operation of rallroads deemed indispensable to
Buburban transportation. The most recent example of this
kind ie the grant of $300,000 by the State of Massachusette
to the New Haven in order to keep the 01d Coleny line in
operation.

About 4 years ago the piight of the Long Island Rallroad
became 8o serious that a plan was devised for giving it aild
thrnugﬁ a New York etatute referring to *railroad redevelop-.
ment corporations.* Qualiifying as sucun a corporation, the
Long Ieland paid property taxes in the years 1953-1957
ranging from $1,730,711 to $1,578,910. Without the benefit
of thie statute 1ts taxes would have been between $3,498,000
and $4 586,000. It has also been relieved of certain other
9tate and local taxes. It 18 noteworthy that the Long Island
in 1957 had net railway operating income of $982,000 from |
ite passenger service, ae shown in Appendix A, and was unique
among all large rallrcads in having a passenger operating
ratio lower than 100.

The tax relief of the Long Island will end in 1963 unless
there 18 further legislation, and thie fact may bave some

bearing on a statement by one of the respondenta' witnesses

referring to the Long Island on the last day of %the hslringi
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that "there was evidence at the last session of the New York
State Leglielature that the State of New York is weakening in
1te bellef in and support of a previously agreed upon plan
for the rehabilitation of that important commuter railroad.”
The president of the Long Island, testifying previously,

Bmid:

In this respect, however, 1t is my belief that

if the tax relief hsd been withheld the current $65
million improvement and rehabllitation program which

the Long Ialand 18 carrying out would hot have been
undertaken or realized. The cornerstone of the
program wze the purchase of over 200 new passenger
caré., In view of the credit standing which the Long
Island could command at the close of the reorganiza-
tion proceedings 1f the teax relief had not been pro-
vided under the law, I seriously doubt whether any
bank would have lent ue the necessary funds to flnance
the purchase of these new care. Without the purchase

of the new cers, that part of the lmprovement and
rehabllitetion program covering the modernization of

the exlsting Long Island car fleet would have been a
useless gesture 8ince by itself 1t would not provide
the necessary passenger capacity  ®####®%T¢ mjoht very
well be that in those 3tatese where commutation trans-
porteticn le an acute problem and locsl taxee con-=.
stitute a heavy burden, tax relief such as has been

accorded to the Long Ieland might prove to be a

golution by which adequete commuter service can be

provided with modern equipment.

The moet serious and complicated commutaticn problem
necessarily is that of the New York-New Jersey reglon and
1t 18 not a crieie which has arisen suddenly. In May 1957,
a bl-3tate agency, the New York-New Jersey Metropolltan
Rapid Transit Commiesion, which for some time had been
studving the problem from the standpoint of thoee States,
rendered a revort expressing the conclusion that scme form
of public ald was necessary to the continuance of rall com=
mutaticn service. Thet Commission sleso recommended the
egtabliahment of a bl-3tate transit district, which the rail-
roades actively support. The New York Legielature provided
for crestion of such e district, but the plan encountered

difficulties in New Jersey.
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The latter clrcumetances may have some connection with
developments in the final days of the 85th Congrese whith
indicated dlsagreement with the view of the Senate committee
that enactment of the Transportation Act of 1958 "will lead
to the prompt finding of appropriate solutions by local
authorities.® Now it appears that the commlttee may be
forced to take up the problem anew in 1ts coming investiga-
tion, contrary to the committee's conclusion that "eolutions
to this problem cannot be longer delayed."

THE NATIONAL TRANSPORTATION POLICY

It is appropriate in this proceeding to conaider the
relation of the passenger deficit to the objective of
"developing, coordinating, and preserving a national
transportation system by water, highuay, and rall, as well
as other means, adequate to mset the needs of the commerce
of the Unitad Statez, of ths Postal Service, and of the
nationel defense."

Commercial Needs--The railroads' declining share in

the intercity transportation of persons 1s so small today
that the commercial need for 1ts continuance, 1if any, 1s
impercaptibla. The extensive curtailment of rall passenger
service which has taken place 1n the past 10 years apparently
has caused little or no hardship except perhaps temporarily.
On the other hand, unless ths passenger deficit is elimi-
nated or greatly reduced in the near future, the abllity
of the railroads to transport freight efficlently and economi-
cally 1s certain to be seriously impalired. It is in this
field that they are most necessary to the commnerce of the
country, for which their continued development and pressrva-

tion is essential.
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1 Discussing the relation between passenger fares and

> freight rates in 191}, the I.C.C. said:1®

&l
el
&2

2l

We know of no provision of law under which we
should be justified in increasing frelght rates to
provide a return upon property used exclusively in
the passenger service, much less to take care of loases
incurred In such service. In our opinion each branch
of the service should contribute 1ts proper share
of the cost of operation and of return upon the
property devoted to the use of the public.

That principle has largely been dlscarded. In insti-
tuting this investigation the I.C.C. expressly stated that
"freight rates are now bearing a portion of the passenger
deficit" and therefore invited "shippers and recelvers of
railroad freight" to participate in the proceeding. The
Rational Ceoal Asscciation and tne Koppers Company, a large
shipper, accepted thls invitaticn and presented testimony
reflecting what the NARUC commnittee calls "their own selfish
reagsons for participating in this investigation." However,
geliah the reasons may be, they are ccmpletely valid.

The continuing injustice to the frelght shipners caused
b+ the passenger deficit is so gensrally conceded that a
lengthy discusslion of the polint in this report would be a

waste of space.

The Postal Service--The respondents and the NARUC

committee undertook to esssipgn the villalin's role to the
Post Office Department, which vigorously and justifiably
zﬁrqauﬂ to be so cast. Most of the eriticism of the Depart-
ment is in the form of argumentative statements with 1little
or no evidence to support them.

| The chairman of the NARUC committee charged that the
Department "has arbitrarily dlverted mail to other forms

of transportation with admitted total disregard for the

e R ——— e S e e S S e e S

The Five Per Cent Case, supra, 391-2
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raeasultant cumulative reduction in rail transportation facili-
ties avallable for the national defense," and that there has
been "outright rsmoval of the mail from a number of passenger
trains without service or economic Jjustification.”™ These
assertions rest on nothing in the record more substantial
than a vague reference to discontinuance of a train on the
Central of Georgla and a conference between the NARUC commlttee
and e&n asslstant postmaster general which the commlttee regarded
as unsatisfactory.

The Eastern Rallroad Preslidents'! Conference in February
1958 issued a statement of policy, also referring to the
passenger deflecit and eriticizing the Department, presented as
evidence here. It contalns the following unsupported assertion:

At recent hearings in the Interstate Commerce
Commission's Passenger Deficit Investigation, it
was brought out that frequently the rallroads have

been foreed to discontinue passenger trains because
the Post Office Despartment has taken the mall away.

On the contrary, the respondents' witnesses who described
thelr procedure in planning the discontinuance of trains men-
tioned the necessity of arranging for substituted maill zervice
afterward and did not emphasize prior substitution as a causs.

The hearings in this proceeding were held at about the
same time as those involving the mail pay of the sastern
railroads. Inavitaﬁly, therefore, some of the heat emanating
from the mail-pay controversy was reflected in this record.
That controversy must be regarded as extraneous here. Most
of the other questions raissd or implised in the evidencs
relating to the poatal service are operational in naturs
rather than regulatory and need be mentioned only brilefly here.

The poliecy statement of the eastern rallroad presidents

before mentionad states:
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On top of this, the Poat Uffice Department has

been diverting the more profitable mall to alrllines

and truckers wherever 1t feels that 1t will be teo 1ts

advantage. This leAves the railroads responsible

for all of the mail their competitors do not wish to

take which of courae, costs the moat to handle or

produces the lowest revenue. dakitthe diversion of the
mors profitable mall trafflic away from the rallroads
will eventually weaken the railroads' abllity to pro-
vide a national system of mall service, and have already
caused or helped to cause the discontinuance of many
passenger tralns.

This statement 13 also unsupnorted, and if it is to recelve
gconsideration, the pertinent facts must be found 1in sources
which can be officially noticed. What the railroads consider
the least profitable mall traffic 1s not shown. Perhaps it 1s
the second-, third-, and fourth-class mail, from which in the
fiseal year 1957 they received about 3238 million in mail pay,
#1 percent of their total. The remainder, 354.1 million, from
other kinds of mail should be compared with $6.9 million
recelved by domestic alr carriers for carrying mail other than
domestie air mail and seconé-, third-, and fourth-elass mail,
and $& million received by motor carrlers for carrying mail
other than second-, third-, and fourth-class mail_l?

Whe ther the Department has wronged the railroads by 1its
use of air end hirhway transportation is not a question
which can be adjiudicated in this proceeding, but since the
railroads and the TARUT com:ittee have raised the question,
the extent of the diversion, so far as it can he determined,
should be shown. For that resson the mail revenues received

by the rall cnrriers, domestic airlines, and motor carrilers

in the fiscal years l?EElE and 195?1? are set forth below:

e e e el L L L L T L T e,

17
Cost Aszcertalnment Report 1957, U. 5. Post Office Dopt.

18 do. 1¢52 do.
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_ 1952 _ 1957_
Revenue Percent of Rewvenue Percent of
Carrisrs Millions Total Millions Total
Star Route, Highway)
Post Offices, ) $L3 10 $59.8 15
Short Haul Truck )
Railroad 359 B2 292,1 75

Airline 61 8 .8 10
SBE%B 100 $3§92 T 100

ISubsidy payments excluded.

Both the respondents and the NARUC committes criticize
the Department for the "flying of 3-cent mail", which was
Involved in litigation and 1is outside the Jurisdiectlon of
the I.C.C. In this connection it is perhaps worth nafing_

.

that in the fiscal year 1957 the railroads received $39,21%,301
from first-class mail, 13 percent of their total, while the A
domestic airlines were paild $3,027,006 for carrying first-class
mail (not airmail), 8 percent of their total.

In view of the continuing reduction in passenger-train
service 1t is difficult to find fault with the efforts of
the Department to develop other means of transportation. Its
assertion that it is concerned over the present railroad sit-
uation and "would like to see continued its many years of
pleasant assoclation with the railroads" is entitled to
acceptance as a sincere expreaslion.

The report of the Senate committee nad the following
comment on "Mall Transportatiod Legislation":

From the testimony thc subcommlttee belleves

that the statutes for transporting mall are obsolete

and should be amended. Consequently it 1s urged that

the Post Office and Civil Service Committee reexamime

present laws to provide fair and impartial treatment

for hauling mail by all forms of transportation. For

instance, the raillroads are required to haul the mail
aa directed by the Post Office Department under threat
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of fine for not performing. Consideration should be
given to removing this compulsion. Modern legislation

1s 1likewias needad to provide for haulinzg mail by
highway carriers.

Before the broad question here raised ls discussed,
the "threat of fine" should be noticed. This reference springs
from a widely-held misconception which was also voiced by some
of the witnesses In thls procecding. The chairman of the NARUC

commi ttee said:

The unfalrness of the entire mall transportation
pleture is highlighted by the fact that the railroads
by Federal law are required to transport, on any train
they operate, such mail as may be offered, 1n the
manner, under the condlitions, and with the service
praescribed by the Postmaster General - and refusal to
comply with the provisions eof this law subjects the
rallroads to a penalty of 1,000 per day for the
duration of such refusal.

This iron-clad statute has forced the railroads,
in addition to performing the line-haul transporta-
tion as prescribed by the Post Uffice Department to
furnish many facllities and services for caringz for
and handling the mall while in thelr custedy - facili-
ties and services they would not otherwisze require.

The statute referred to presumebly 1s the following para-
graph in the Railway Mail Service Pay act (39 U.S.C. sec. 563)

as follows:

It shall be unlawful for any rallroad company
to refuse to perform mall service at the rates or
me thods of compensation provided by law when required
by the Postmaster General so to do, and for such offense
shall be fined $1,000. Each day of refusal shall con-
stitute a separate offense.

The significance of this provision has been greatly
exaggerated. OUn behalf of the Department 1t 1s testified
that there 18 no record of a aingle instance of its use. There
1s no reason to doubt this testimony or the following explana-
tory statement:

The Post Office Department has accepted what the
rallroads had to offer. When such offerings did not
meet its needs, 1t so Informed the railrocads and gave

them the opportunity to fill those needs. If they
declined, the Department elther reconciled itself
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to eccepting what the railroads would offer or sought

other means of transportation. In no instance has it

used its statutory prerogatives to compel the rallroads
to add trains, change schedules, or make additional
station stops.

The respondents had ample opportunity to refute this
statement.l? Instead of doing so they offered the policy
expression of the eastern preslidents before referred to, stat-
ing that "all railroads performing passenger service are
required by law to handle mail In accordance with detalled
Post Uffice Department regulations.”

The fines which have been discussed supra should not be
confused with those referred to by the I.C.C. on sheet I} of

its recent report in llo. 9200, Railway Iail Pay--Application

of Bastern Rallroads, 1956, as follows:

As common carriers, anplicants are, in effect,

insurers of the nroperty they carry, while in the
handling of the mail, they are subjlect for any delin-
quencies to fines imposed by thelr principal ship-

per, the Department. However, these flnes have
been negligible in recent years, amounting, for
exanple, in 1955 to 15,421, as compared with
epplicants' total revenue from the mail of over
100 million dollars.
Fines of this kind imposed on all the railroads in the
period 1953-57 amounted to 3495,859 which was 0.03 percent
of revenue payments to those carriers. There were also
fines of 242,881 against domestic alr carrilers, 0.1l5 percent

of thelr revenue.

B Y .. L. L. T L L L e e T L T e T T L L L T L T T L T L LT T e pan—"

1
gTha chairman of NARUC committee, the last witness in the
hearings as well as the first, in his final appearance appeared

to back away from some of hils previous criticlam of the Departmen

saying:

I want to =zay this: In preading Mr. Sledle's
/assistant postmaster general/ statement it looks
like he might have corrected some of the things we
have comnlained about. I take it that is true or
he wouldn't have made those statements, and certainly
the Post Offlice ought to be alert to preserve the
passenger train service of this country.
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The present statutes relating to rallway mail pay
date from 191¢ when transportation conditions were far
different from those of the present. The Senate committee
has good reason to sucrest that they are obsolete. Some
bills were introduced for that purpose in the {5th Congress
and were mentloned brlefly by some of the witnesses here.
Probobly the next Congress will take up the =roblem anew.

Jne question likalyitu arise 1s vhether the I.C.C. shall con-
tinur to have the duty "to fix and determine from time to
time the falr and reasonable retes and compensation for the
transportation of such mail matter," etec. The railroads
complain of the time-consuming burden of this litigation.

At least some of tuca woual:d protoer taatb the obliratory actlon
by the I.C.C. be cbolished oo inal snil be subj et to its
rate-malin - nower in the =amn rinner as frel-ht., This was
proposed In one of the bills in the last Conwvress., The
Departacnt favors the present =lan and would like to see

it ertended to motor carriers.

There 1= eclearly a continuing need of wood railroad
transnortation for the postal service, as the Department
1tselfl emphasizes, and this fact 1s not controverted by the
mocferato diversion a2f m2il *o other aveilable apencles which
has taken nlace thos [ar, IHowvever, 1t sppears to be not
essential to the needs of the nostal service that the rail-
roads continue to carry passencers. )

The Dupertmont looks [‘orward to the establlshment of a
new method ol ooerction under which mall and express would
be carrled in trains exclusively devoted to that service
without passenrers. The r.ilroads apparently are sympathetie

with that suprestion, which seems loglezl in viaw of the
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likelihood that there will be further extensive dilscontinuance
of passenger tralns. 3uch & plan might facilitate the
determination of the cost of the service and remove the
complicating element of the Department's reputed responsi-
bility for the passenger deficilt.

The Jational Defense-«This aspect is the most critical

of all those to be considered and the one as to which the

evidence is most deficient. The problem 1s accentuated by

the following observation in the report of the Senate Enmmitfua:
The subecommittee believes, however, that the

railroads sihould retain a certain amount of pessenger

service, whether orofitable or not, as part of the
railroads' obliration to serve the public and to pro-

vide for the nationzl defcnse., Thls subject of declin-

ing rallroad nassenier service ls recommended for

furtner study.

Thls raisce the gquestinon: What is the "certain amount
of passenger service" which must be retalned in the public
interest, particularly from the standpoint of national
defense, and how much unprofitability resultins from that
service can the railroads--or perhapc more accurately the
freight shippsrs--be fairly required to bear? The record
in this vrocecding [urnisines no help toward an answer. [Much
further Intensive study, probably by the Congress, will be
necessary.

The Department of Defense originally announced that 1t
would offer no evidence in thils proceeding. Later, however,
after its asslstance had been specially requested by the
Chairmen of the I.C.C., it presented as a witness a Navy
captain serving as director of policy and plans for the
Military Traffic Management Agency. His statement was much
the same as one before the Senate committee on March 27, 1958
by the deputy chlef of transportation. The latter statement may

properly be noticed here, as the respondents request.
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Both of those statements dwell upon the military lmpor-
tance of transportation with particular emphasis on the
value of the rallroads and thelr service during World War II
and express concern "over the decline of the rail transpor=-
tation plant." To that extent they are no doubt gratifying to
the respondents.

The military witnesses mentioned the obvious difficulty
of forecasting future needs. It 1s steted that the Depart-
ment of Dafense "has developed some requirements for rallway
equipment under war condltlons +H#=H: based on classlifled
war plans which cannot be discussed in open session." How-
ever, it 1s possible to disclose that "using World War II
criteria, for passenger movements we estimate that the mob-
ilization requirements of the militery departments will be
1,047 coaches and 5,68l slesping cars, or a total of 6,731
passenger cars." The railroads had 1l,000 coaches in 1956,
and therefore should be able, in the near future at least,
to supply the necessary coaches. In that ysar, however, they
had only L,504 sleeping cars, since from 1952 to 1956 the
number had been going down at the rate of LO0O per year.

Accordingly, faced with the possibility that it might
not have enourh sleeping cars to accommodate its military
personnel on some future M-day, the Department of Defense
has stockplled 1,222 used pullman cars on 1ts own storage
tracks "as mobilization reserve" and it plans to add 300
more, ilo doubt is volced as to whether locomotives will
be available to pull these cars. Perhaps the Government has

enough of these In storage also.
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The defense witnesses agree that "the railroads must
poassess sufficlent capacity to meet an immediate surge of
passenger traffic in event of emergencies™ and say further
that--

The Department of Defense fully supports the
objective of this proceeding and of Congressional
inquiries into this serious problem, and therefore,
will continue to cooperate in any feasible way
designed to strengthen the potentlal of our railroads
a3 a measure of natlional defense.

In conclusion, they point out that "the complex prob-
lems of economlc adjustment of the passenger deficilt, which
is now beling considered, &re largely outslide the purview
of the Department of Defense" and are the "primary responsi-
bility of management together with the legislative and
regulatory bodies that are In the best position to evaluates
and pass upon them."

Some other matters connected with ths relations be tween
the Department of Defense and the railroads may be noticed.
It 1is stated that in peacetime the Department must avold
preference of one mode of transportation as against anothsr
"in the routine vprocurement of transportation."” Therefore,
in the fiscal year 1957, 30.5 percent of its passengers
traveled by rail, 25.8 percent by air, and L3.7 percent by
bus, and the respective percentages of the total charges
paid were 36.1, 58.0, and 5.9. Also in peacetims "next to
mesa ting the logistics requirements of the military.aafvicun,
cost 1s the dominant factor." Perhaps this explalins why
th; Department has promotad or acqulesced in competition
be tween the rallroads and the airlines to such a degrees that
they have been embroiled in litigation, requiring the judiecial

branch of the Governmsnt to deatermine whe thar the railroads
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in their dealings with an executive department, have trans-

greased the rules of falr competition laid down by the legls-
lative branch.Z?

When the eastern rallroads undertook to raise their
fares in 1956, thelr request for approval of an increase
of L5 percent in their first-class fares was opposead by the
Department of Defense for the stated reason---

that it was believed that approval of the pro-
posed fare ilncrease would adversely affect the
military departments and the public interest,
particularly during a national emsrgency, and
the diminishing rall traffliec resulting thers-
from would result in the rall carriers not
being in a position to support future military
requirements and provide essential service
required during a national emergency.

Whe ther the Department feels that its attitude on
that ocecasion furnished constructive assistance to the
rallroads is not indicated. Much more revealling than any
evidence In this record bearing on the relation be tween
railroad passenger service and the national defense is
some testimony before the Senate committee on March 27,
1958 by Major General Edmund C. R. Lasher, retired, former
executive director of the Military Trafflec Management Agency.
The following quotation therefrom with emphasis supplied is
highly significant:

Another point I would like to bring to your atten-
tion has te do with the movement of passengers. In time
of war, the hundreds of millions of passenger-miles
required to recrult, organize, and train a military
force 1s staggering. The potentisl that we had for pas-

senger movement at the beginning of the World War 11
is no longer present on the rallroads.

el el e e e e R el el e L L T T TS —
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Atchison, Topeks & S.F.Ry.Co. wv. Alrcoach Transp. Ass'm,

2531 F. 24d. 077.
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Now we can say that more people are traveling today
than traveled in 1941, that 1s very true, and we aski
But how are they traveling? They are traveling by Genat's
buses, they are traveling by alr, they are traveling by
private automobile. But what happens when and if we go
into & mobilization emergency? Some 375 of the biggest
and largest and best airplanes on the elrlines today are
esarmarked for reserve alr force fleat operations undsr
the so-called Kraft plan, clvil reserve alr fleet.

Those are alrcraft capable of over-ocean travel, but they
are also the alreraft which are carrying the bulk of
the people today. So when we get into this smergency,
where are we going to carry all these peopls, not onl
the military, but the added civilian requirements tha
go on top of it. I don't know. Some say put them in
boxcarsz. This soldier sometimss expscts a little more,
but what of our boxecar sltuation? The situation on
¢lass A box cars 1s not too good today either and in
time of war those are the cars we use [or the movement
of ammunition. I don't know how we are going to move
troops if we should have an emergency tomorrow. We do
not have the capacity. The army has done considerable
in setting aside a reserve of passenger cars and 1s
trying to do more. But ths situation on the railroads,
the carrier on which we will have to depend, is serious
in my opinion.

e ik
I believe, further, that all present modes must be

placed on equal footing so far as the promotional role

of the Government is concerned. In the promotional

role I put everything which is not reguletory, includ-

ing the subject of subsidizetion and so forth which

have come up at least thils morning in your gquestioning.

This statement directly or implledly sugrests the fol-
lowing questions: (1) Is there in the foreseeable future a
possibility of some emergency of & milltary nature which
might produce a volume of travel, military and civilian,
such as that which occurred in 1941-1945%? (2) Do the experts
in the field of military transportation generally agree with
statements which have been made by individuals of recognized
compe tence in this field to the effect that the rallroads do
not now have the capacity for such & volume of travel? (3)
Are the facilities for highway end air transportation adequate
to carry the load satisfactorily without substantial help

from the railroads? (L) Are the present promotional policies
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of the Government in respect of transportation, Including
subsidization, well adapted to the needs of natiunal.dsfansu?

These questions, as before indicatad, are promotional
in nature and not regulatory. Authoritative information
requizite to the answers 1s not to be found in the record
in this proceeding.

CUONCLUSION

For more than a ecentury the rallroad passenger coach
has ocecupied an interesting and useful place in American
life, but at the present time the Iinescapable fact--and
cartainly to many people an unpleasant one--gseams to be
that in a decade or so this time-honeored wehicle may take
its place in the transportation museum along with the stage-
coach, the sldewheseler, and the steam locomotlve. It 1s
repe tltious to add that this outcome will be due to the
fact that the American public now is doling about 90 percent
of 1ts traveling by private automobile and prefers to do so.
The percentage of travel by publiec carrisrs is bound to
diminish as more highways continue to be build.

The railroads' share of the 10 percent of total travel
by publiec ecarriers 1s roughly 30 percent thereof compared
with a combined percentage of about 40 percent for air and
bus. The railroad percentage seems certain to shrink when
the new jet transports, capable of flying from coast to
coast in less than 5 hours, are placed in service.

If railroad passenger-miles (other than commutation)
continue to decline at the average rate of reduction between
1947 and 1957, the parlor and sleeping-car service will have
disappeared by 1965 and the coach service by 1970. It is

of course possible that some development may stop the decline
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and stabilize the traffiec at soms level lower than that of
the present time, but no such development is now in sight.

In this report 1947 figures have been used as a bench
mark in measuring the current decline in the railroad passen-
ger position. The railroads in that year earned about $200
million above solely-related costas. In 1957 they failed to
cover those costs by $113.6 million. There were prophecles
of anew era for passenger transportation in 1947, of which the
symbols were Train X and through sleeplng cars from coast to
coast. These symbols have recently vanished and no othars
have taken their place.

Railroad presidents occasionally are quoted as saying
publicly that their companies are not going out of the pas-
senger business, which they are hopeful of continuing without
an out-of-pocket loss, but those executives did not testify
in this proceeding nor send subordinate officials to maks
rosy predlections. The president of the AAR In his statement
did not express any optimism. Almost the only official who
did was a vice-president of the Pennsylvania who predicted
continued profitable passenger service between New York City
and Washington and Intermediate points. This service, he
sald, "is about LO percent of our total and it does meet its
full costs." Another vice-president of the same company
pointed out that the traffic between these points had declined
from more than 60,000 passengers per day in 1947 to lesas
than 30,000 per day in 1957, and said that the operation is
not profitable today "on the total cost basis."”

If railroad passenger service can be saild to have
any future, some bits of evidence here point to operations

be tween the larger centers of population for distances from
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100 to 900 miles using nonluxury equipment perhaps including
cars such as the slumbercoach, but this 1s only a speculative
guess. Hone of the suggested means of reducing the deflelt,
such as revision of labor agreements, lower taxes, discon-
tinuance of subsidies for motor and alr transportation, and
more revenue from mall can be consldered promlsing. The
president of the AAR was probably correct when he said:
When every other resource has falled, the |

rallroads have reduced passenger train operations

to avoid further loss. Unfortunately the latter

course is more and more proving the only remedy.

The I.C.C. recelves numerous letters from critics of
the railroads as well as sincere well-wishers who would like
to see their passenger service continued. These writers
usually urge that the railroads run more trains with improved
equipment, serving less expensive and better meals, and
charglng lower fares. 3Sometimes they accuse the railroad
axecutives of wanting to pet rid of thelr passenger business
rerardless of its profitabllity and charge that the passen-
ger deflecit is a kind of phantom produced by archailec or dis-
honest accounting.

These are mistaken ideas. The evidence here supports
the conelusion that the railroads generally have not dis-
continued trains without serious efforts--sometimes prolonged--
to make them pay and only after sympathetic consideration
of public convenlence. The officials and employees of the
railroads have a traditional pride in their long record as
passenger carriers, and there 1s no reascon to believe that
profitable passenger operations have besn abandoned. Finan-

cial needs In themselves, which have been more or less pressing

for many years, should disprove that charge.
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Few, if any, railroads are 1n & financial position to
experiment on a large scales with new kinds of passenger
motive power and equipment. Such experiments would be
questionable In view of the contracting share of the travel
market available to the railroads today. Almost the only
advantage which railroad passenger service now has to offer
in competition with motor and alr travel is an Iincomparably
better safety record. This factor 1s of negligible

value, as few people probably would admlt even to themselves

that they prefer rall service for this reason. The fact shown

in appendix D that the largest percentage of raill passengers
are peraons above the age of |5 may be significant in this
connec tion.

The passenger deficit is not something which can be
conjured away by statistical legerdemain. It i1s real and
gserious. Unless a good start toward reducing it can be
promptly made the future welfare of the rallroads will be
gravely endangered. In fact there 1s here a disturbing
overtone due to an implication that the passenger deficit
may be & symptom of more deep-seated infirmities for which
some remedy must be found if the railroads are to survive.

Finally, if it be true that the preference of the
American publiec for motor and air travel is undermining
the potential value of rallroad passenger transportation
to the national defense, this situation should be fully dis-

closed so that it may be recognized as a calculated risk.
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PFENDIX A

Statistical Record of the Rallroad Passenger Deficlt

Year

1936
193

193

1939
1940
1941
1942
1943
1944
1945
1946
1947
1948
1949
1950
1951
1952
1953
1954
1955
1956
1957

Passenger
gervice
operating
PEEBEHEEP expenses
service taxes, and
revenue net rents Deficit
(thousands) (thousands) (thousands)
$ 627,689 $ B61,016  $233,327
664, 669 gGE,EEU 241,591
610, 807 66,070 255,263
632,036 882,970 250,934
634,858 896,916 262,058
751,397 7T, 456 226,059
1:34T1563 l:EEB:EEH 89:329 Income
2,079,659 1,799,869 279,790 do.
2,248,142 2,014,039 234,103  do.
2,173,466 1,943,406 230,060 do.
1,643,644 1,783,380 139,736
1,400,107 1,826,633 426,526
1,434,992 1,994, 774 559, 782
1,295,810 1,945,437 649,627
1,394,007 1,902,515 508,508
1,449,048 2,129,870 660, 822
1:u961659 2113916?9 EMEJEEG
1,416,214 2,120,752 TO4,538
1,312,008 1,981,541 669,533
1,266,828 1,903,521 636,693
1,282,301 1,379,329 506,938
1,238,116 1,961,794 723,483

Passenger Deficits of Large Rallrcads in 1957

Ratio of

Passenger Deflclt Passenger

Fassenger to Freight Net Operating

Deficit Rallway Operating Ratio
Eastern District Thousandsa Income Percent
Baltimore & Ohio R,R. Co. $34,041 47 187
Boston & Mailne R.R. 12,590 69 160
Central R.R. Co. of N.J. 7,054 &8 156
Delaware, Lackawanna &

Western R.R. Co. 5,543 62 130
Erie R.R. Co. 12,375 53 180
Lehigh Valley R.R. Co. W, 777 a4 174
Long Island R.R., Co. 252 Income Q0
New York Central R.R. Co. 52,283 o4 125
New York, Chicago & St.

Louis R.R. Co. 3,997 17 198
New York, New Haven &

Hartford R.R. Co. 15,225 els} 102
Pennsylvania R.R. Co. 57,531 57 121
Reading Co, 9,047 36 179
Wabasn R.R. Co. 6,117 36 143
Focahontas Reglon
Chesapeake & gﬁiﬁ Ry. Co. 14,832 16 185
Norfolk & Western Ry. Co. 11,666 21 236
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Southern Region

Atlantic Coast Line R.R. Co.
Gulf, Moblle & Ohlo R.R. Co.
Illinois Central R.R. Co.
Louisville & Nashville

~ R.R. Co.

Seaboard Alr Line R.R. Co.
Southern Ry. Co.

Western District
Atchlson, Topeka & Santa Fe
Ry. Co. and System Lines

Chicago & North Western Ry.Co.

Chicago, Burlington &
Quiney R.R. Co.
Chicago, Rock Island &
Pacific BR.R. Co.
Chicago, Milwaukee, St. Paul
and Pacific R.R. Co.
Denver & Rio Grande Western
R.R. Co.
Great Northern Ry. Co.
Missourl-Kansas-Texas
R.R. Co.
Missourl Pacific R.R. Co.
Northern Pacific Ry. Co.
St. Louis-San Francisco
Ry. Co.
St. Louls Southwestern Ry.Co.
Southern Pacific Co,.
Texas & New Orleans R.R. Co.
Texas & Paciflic Ry. Co.
Union Pacific R.R. Co.
and System Lines

Ratlo of
Passenger
Deflelt to
Freight Net
: Rallway
Passenger Operating Passenger
Deficit Income Operating Ratil
Thousands Percent Percent
$13,191 59 138
5,817 53 138
20,014 Lg 147
18,340 4i 168
10, 884 34 136
18,934 32 153
53,258 49 150
19,591 78 149
24,738 54 146
20, 547 59 155
24,195 60 162
5,451 25 193
26,151 51 202
5,374 70 165
17,726 33 150
17,549 50 199
9,795 47 179
554 8 221
47,316 51 174
3,962 31 127
6,300 50 154
43,585 53 167



L5
746
7
L8
W5
50
751
152
153
15k
155
156
57
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AFFENDIX B

Int - Pagsengcer-rHiles and Paerce ag of To
dource: Annual Reporte of I.C.C,

Rail & Motor bus _%  Automobile _§

93,535: 30.6 26,927 8.8 179,837: 58,8
66,262: 18,7 25,576: 7.2 253,570:  71.7
L6,752: 13.3 23,948: 6,8 272,958: 77.6
b41,894: 11.6 23,529: 6.5 287,423: 79,7
35,975: 9.4 22,411: 5.8 316,774: 82,7
32,481: 8. 21,254: 5.3 337,339: 843
35,3067 7.9 22,299: 5.0 379,324 84,5
34,710: 6.2 30,063: 5.4 b75,9u6: B5.5
32,261: 5.3 28,397: L7 529,194: B6,9
29,467: 4.7 25,614: 4, 548,763: B7.8
28,695: 4,3 25,519: 3.8 585,817: 88,2
28,541: L, 25,189: 3.6 617,713: 88.4
25,8881

(The foregoing figures do not include emall numbers
of water-borne passengers)

1

Air
3,362

5,910z
6,075:
5,941
6,770:
8,030:
10,6002
14,222;
17,430
19,568:
22,741t
25,5231

%
1.1

1.67
1.73
1,65
1.8
2.0
2.4

2.6

2.9
3.1
3.4
3.6
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APPENDIX C
Property Taxes on Representative Railroad Fassenger Stations
Station Tax Year
New York, N. Y. _
Grand Central $6,600,000 1956
Pennaylvania 1,480,000 1957
Boston, Mass.
South 1,051,075 1957
Washington, D, C.
Union 258,892 1957
Chicego, Il1, ‘
Unicn 917,564 1968

Cleveland, Ohilo 1
Union 508,080 1957

Ginginnatl, Ohig o _r
o - 112;6a11 1988
Pittsburgh, Pa.
Fennsylvanla 194,000. 1957
Toledo, Ohlo
New York Central 42,746 1956
" Buffalo, N, Y, '
same . 816,736 1968
Rochester, N. Y,
same 36,377 195686
Syracuse, N. Y,
éame 63,230 1958
Watertown, N. Y.
dame 11,4356 1956
Albany, N. Y.
same 59,504 1956
Detroit, Mich.
Bame 51 ,280 1958
Loueiville, Ky.
Unien 18,619 1957
Central 11,862 1957
Kansas City, Mo. 1
Unlon 588 ,466 1957
Los Angeles, Calif.
Union 293,735 1957

1ppyg flgure may also include taxes on equipment.



Statlion

San Francisco, Calif.
Southern Pacific
grd & Townsend

El Paso, Tex.
Union

Denver, Colo.
Union

Hichitliarann;
Unilon

Tax

112,530
10,803
il

58,939

82546

] T T |
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1957
1957
1957

1857
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AFPFENDIX D

EBxtracts from
Preliminary Report on 1957 Travel Survey
(U. 8. Department of Gommerce, Bureau of the Census)
September 1957.

This 1= belleved to be the first survey undertaken to
measure systematically the total volume of travel by essentially
the entire civillan population on trips that involve either
being out of town overnight or ocne-day trips to & placs that
is at least 100 miles (one way) from home. The basie infor-
mation 1s belng obtailned by personal interviews monthly at
samples of households selected on & probability basls so that
the results can be expanded to national totals and the reliabil-
ity of the data (i.e. "sampling errors’) can be measured.

The preliminary results for midwinter travel (trips that
ended betwsen January 1 and April 13, 1957) are presented in
this report. They are based upon personal interviews at 6,000
different househeolds in PFebruary, March and April--a separate
panel of 2,000 households in each of 3 months. Similar inter-
views are scheduled for monthly panels of 2,000 households
each for the balance of 19%57.

During the first 15 weeks of 1957, the American public took
about L& million round trips which invelved 207 million trip-days
and averared about L.3 days per round trip. About 22 million
round trips were taken to visit friends and relatives. About
1} million other round trips were taken primarily for business
reasons. About 7 million trips were taken for other vacation
and¢d pleasure purposes, and the balance, about 6 million, involved
perzonal travel in which pleasure wzs not a prime element.

Travel by automobile accounted for 4O million out of the
total of 8 million round trips by ell means of transportation.
Since the perlod covered was in the winter and early spring,

t seems probable that the figures for the entire year
show a somewhat larger proportlon for automobile travel

Jumbar of round trips

By means of transport: (millions)
Automoblile 39.9
Bus 1.5
Rail 2el
Alr 11?
Combinations and other 2.
TeT

ROUND TRIPS: Percent Distributions by Reason for Trip

Nen-business _
Means of transport Total Business Frilends O ther va- 0 ther

and cation and per-
relatives pleasure aonal
Automobile 83 7% E:n G
Bus 3 1 5 3 3
Rail 5 5 L ) 2
Air I 6 3 L 1
Combinations and
other _ 5 13 _2 2 -
0 100 (o]0} 100

100 10
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ROUND TRIP3: Percent Distributions by Length of Trip
Straight-line miles to major destina-

_ (one way) tion
Under 50 - 100 - 150 - 200 - 500 and
leans of transport _ B0 g& 1%9 199 g%g over
Automobiles 92 1 3] 77 b2
Bus i 3 2 g 6 g
Rail 2 3 Iy 10
Air - - _ﬁ 2 E ' lg
Combinations and other _ 2 __ 3 10 _ 6
100 100 100 100 100 100

ROUND TRIPS: Percent Distributions by Annual Income
of Household

Under 3,000 - ,000 - $10,000
feans of transport 000 9,999 and over

Automobile 7 7 82 i
Bus 6 3 2 3
Rail 1 5 5 5
Alr 2 e e 1%
Combinations and other

o8 w150 100

ROUND TRIP3: Percent Distributions by Age Group

Under 18 18 - 2 25 - L} L5 years

_JYyears years years and over
feans of transport
Automobile 91 88 86 75
Bus L e 2 s
Rail 3 2 2 9
Air 1 b 5 g
Combinations and other 1

R 06

ROUND TRIP3: Percent Distributions by Regional Origin

Northeast  dorth  Southn West
feans of transport Central

Automobile [ ] BB B7 B2
Bus 3 1 L 5
Rail 12 5 2 2
Air 9 2 3 g
Combinations and other _1 _ U _% _8
100 100 10 100

lortheast: Maine, New Hampshire, Vermont, Massachuse tts,
Rhode Island, New York, Connectlicut, New Jersey,
end Pennasylvania

orth Central: Ohio, Indiana, Illinois, Michigan, Wisconsin
Minnesota, Iowa, Missouri, North Dakots,
South Dakota, Nebraska, and Kansas

wuth: Delaware, Marylend, District of Columbia, Virginia,
West Virginia, North Carclina, Georgla, Florida,
Kentucky, Tennessee, Alabama, Mississippil, Arkansas,
Louisiena, Oklahoma, and Texas

last: Montana, Idaho, Wyoming, Colorado, New Mexico, Arizona
Utah, Nevada, Oregon, Washington and California
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