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REPORT ON STREAMLINE, LIGHT-WEIGHT,
HIGH-SPEED PASSENGER TRAINS

As of June 30, 1938

By Coverpare & CovLriTrs

INTRODUCTION

N January 15, 1935, we made a
O report on the performance of
the first Zephyr type, streamline,
stainless steel, light-weight, high-speed,
3-car passenger train, built by the Ed-
ward G. Budd Manufacturing Company
for the Chicago, Burlington & Quincy
Railroad Company, and placed in service
on that company’s line between Kansas
City, Mo., and Omaha and Lincoln, Neb.,
on November 11, 1934.

In that report we drew attention to
the marked decline in railroad passenger
traffic in recent years and discussed the
prospects for regaining a measure of that
traffic through the adoption of modern
light-weight high-speed equipment. We
described the main features of the first
Zephyr train, its new and unusual ap-
pointments and the superior structural
characteristics resulting from the use of
high tensile stainless steel and the shot-
welding process. Various pertinent sub-
jects were discussed in this report and,
amongst other data, it included an esti-
mate of the increase in traffic of the
Kansas City-Omaha-Lincoln line since

the inanguration of service by the Zephyr
and a statement comparing the cost of
operation of the Zephyr with that of the
trains it replaced.

On October 1, 1935, we made a further
report on the three high-speed trains
which had been placed in service earlier
in that year between Chicago and the
Twin Cities—the Twin Zephyrs of the
Burlington, the Hiawathas of the Chi-
cago, Milwaukee, St. Paul and Pacific,
and the “400" of the Chicago and North
Western. The report outlined in general
terms the factors which are responsible
for the low stage of passenger traffic on
the railroads of the country and voiced
the view that the marked and growing
popularity of the new high-speed trains
gave promise of greatly increased pat-
ronage following their more general adop-
tion. The report included a brief descrip-
tion of the main characteristics of each of
the three fast trains in the Chicago-Twin
Cities service, with comparable state-
ments of their respective revenues and
expenses, and it indicated also in general
terms the sources of the increased traffic.
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In the past twenty years the travel
habits of the people of the United States
have expanded enormously. The remark-
able growth in private automobile own-
ership has been almost wholly responsible
for this greatly increased urge to travel.
This new wehicle and, to a much lesser
degree, the common carrier bus have now
created an immense stream of highway
passenger traffic which, in the course of
its expansion, has absorbed about two-
thirds of the movement that formerly was
attached to the rails, It is in this new
reservoir of highway travel, vast and con-
tinuing to expand, and susceptible in part
of being restored to the railroads, that
the hopes of railroad managements lie
for regaining the patronage the roads
once enjoyed.

It is necessary to point out that the
situation in respect of the possibilities
for retrieving passenger traffic is radically
different from that pertaining to freight
traffic. Only to a very limited extent
can the railroads as a whole increase the
freight traffic of the country. They now
move a very large percentage of the total
tonnage available for movement and the
volume is dependent upon general busi-
ness conditions and other factors entirely
beyond the scope of railroad activity. It
is true that one line, by more aggressive
solicitation or improved service, may
seize the freight traffic of another line,
or another transportation agency, but it
does so against strongly organized and
constant resistance, and the total volume
is not thereby increased.

On the other hand, the reservoir of
highway passenger traffic waiting to be

tapped is twenty times larger than that
which now flows toward the railroads,
and the diversion of a portion of the auto-
mobile travel, however small in relation
to the total volume, is prospectively of
great importance in augmenting railroad
revenues. And, to whatever extent auto-
mobile travel is diverted to the railroads,
it will have the desirable effect of reduc-
ing highway congestion and, instead of
generating resistance, will meet with
favor on every hand.

Railroad officials for many years have
given intensive study to this subject of
the most practicable means for recover-
ing passenger traffic, and have been
keenly alive to the fact that, to the ex-
tent this purpose could be accomplished
through the medium of the equipment,
a vehicle must be presented to the public
that would possess qualities of safety,
speed, comfort and economy not possible
in highway vehicles.

It would appear that the solution of
the problem has been found in the stream-
line train.

Perhaps no other important new de-
velopment in transportation has pro-
ceeded with greater rapidity than has
the streamline train—not even the auto-
mobile or the airplane. It wasonly a few
years ago that the Diesel-electric loco-
motive was made available for high-speed
trains and that the materials suitable for
light-weight train construction, such as
aluminum alloy and high tensile stainless
steel, could be obtained at prices within
reach for large structures. Since then a
whole new philosophy of light-weight
car design and construction technic, of
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decoration and comfort-affording facil-
ities, has had to be formulated. Consid-
ering the consequences of accident at
high speed, strength factors could not
be sacrificed to light weight, so that de-
signs along entirely new lines had to
be perfected to withstand the rigorous
stresses to which the new trains are sub-
jected.

The leaders in this new field of light-
weight streamline train construction
have been the Pullman-Standard Car
Manufacturing Company and the Ed-
ward G. Budd Manufacturing Company,
in designing and perfecting construction
methods for the building of light-weight
cars, the former by the employment
of aluminum alloy as the weight-saving
medium, and the latter through the use
of high tensile stainless steel and its shot-
welding process; the Electro-Motive Cor-
poration, in devising and adapting a
Diesel two-cycle engine practicable for
high-speed train service; the Union Pa-
cific, with the cooperation of the Chicago
and North Western and the Southern Pa-
cific, the Chicago, Burlington & Quincy,
and more recently the Atchison, Topeka
and Santa Fe and the Chicago, Rock
Island and Pacific, in reaching conclu-
sions respecting the economic factors in-
volved in fast train construction and
operation and in establishing extensive
streamline train services on their respec-
tive lines.

The early inauguration of high-speed
services by the Hiawathas of the Chi-
cago, Milwaukee, St. Paul and Pacific,
the Flying Yankee of the Boston and
Maine-Maine Central, the Comet of the

New York, New Haven and Hartford,
the Royal Blue, Abraham Lincoln and
Ann Rutledge of the Baltimore and Ohio-
Alton, the Green Diamond of the Illinois.
Central, the Mercury of the New York
Central, the Rebels of the Gulf, Mobile
and Northern, and more recently by the
Crusader of the Reading, has contrib.
uted greatly toward popularizing travel
in high-speed streamline trains.

The fine new light-weight streamline
trains, the Twentieth Century Limited
and the Commodore Vanderbilt of the
New York Central; and the Broadway
Limited, the Liberty Limited, the Gen-
eral, and the Spirit of St. Louis of the
Pennsylvania—all very recent installa-
tions—have received wide public appro-
bation.

Heavy contributors to the comfort
and safety of travel in the newer types
of trains have been the designers and
makers of air-conditioning equipment,
high-speed brakes, light-weight sound
and heat insulation, safety glass, roller-
bearing trucks, and numerous other
modern installations.

Perhaps no instrumentality not di-
rectly engaged in the construction or op-
eration of railroad trains has done more
to promote and encourage the introduc-
tion of the new types of passenger equip-
ment on American railroads than has the
Railway Age.

That much progress has been made
in the establishment of fast passenger
train service throughout the country is
seen in the fact that, since the inaugura-
tion of the first 3-car Zephyr on the Bur-
lington on November 11, 1934, and the
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3-car City of Salina on the Union Pacific
on January 31, 1935, some 76 high-speed
trains with modern luxurious appoint-
ments have been introduced on differ-
ent roads, a large number of which are
of streamlined, light-weight construc-
tion.

These trains, however, have replaced
or extended but a small fraction of the
high-class passenger train service of the
country. We believe the marked public
appeal of the new types of trains, as evi-
denced by the financial success which has
accompanied their operations which this
report displays, fully confirms the opinion
expressed in our 1935 reports with re-
spect to them.

It is primarily the purpose of the pres-
ent report to present in brief form such
facts respecting the financial results of
recent operations of the new streamline
light-weight, high-speed passenger trains
as are available to us for the information
of those interested in the restoration of
railroad passenger traffic. The financial
statements and the data surrounding
them pertaining to the individual trains
and the lines on which they operate will,
it is hoped, be of assistance to railroad
officials in reaching conclusions as to the
merits of high-speed service on their own
roads.

We wish here to acknowledge the cour-
tesies shown us by the gentlemen who
are our sources of information for the
facts given in this report:

Mzg. 5. T. BLensor,
President: The Atchison, Topeka and
Santa Fe Railway Company
Mr. Ravra Buop,
President: Chicago, Burlington & Quincy
Railroad Company
Mge. L. A. Downs,
President: Illinois Central Railroad Com-
pany
Maz. Samver O. Dunn,
Editor: Railway Age
Mgz, E. 8, FrexcH,
President: Boston and Maine Railroad
and Maine Central Railroad Company
Mzg. James E. Gormax,
Trustee: The Chicago, Rock Island and
Pacific Railway Company
Me. W. M. Jerrers,
President: Union Pacific Railroad Com-
pany
Mz. A. D. McDoxarp,
President: Southern Pacific Company
Mgr. Howarp S. PALMER,
President: The New York, New Haven
and Hartford Railroad Company
Mgr. Frep W, SarcexsT,
President: Chicago and North Western
Railway Company
Mze. H. A. Scanprerr,
Trustee: Chicago, Milwaukee, 5t. Paul
and Pacific Railroad Company
Mzr. Epwarp W, Scueer,
President: Reading Company
Mgz. I. B. TicrerT,
President: Gulf, Mobile and Northern
Railroad Company

Mg. Danier WiLrarp,

President: The Baltimore and Ohio Rail-
road Company and Alton Railroad
Company

Mz. F. E. WiLLiaMsON,

President: The New York Central Rail-

road Company
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PREFATORY REMARKS

The arrangement of the different sec-
tions of the report is partly chronological
and partly geographical. The develop-
ment of the streamline train was initi-
ated and has been carried farther in the
West than in the East, and it, therefore,
seemed proper to begin the report with
discussions of the trains of western lines
and proceed eastward to the trains of
roads in New England.

The report 1s based wholly on records
compiled by the accounting staffs of the
respective railroads, and the information
given herein is, therefore, authoritative.
The items in the statements are not, how-
ever, entirely comparable, one railroad
with another, and care must be used in
making comparisons of specific items,
but it may be said that each statement
presents an accurate record of the results
of operation of the individual trains for
the year ended June 3o, 1938, or for a
lesser period in the cases of trains in-
stalled within the year.

We have not included in the state-
ments of Revenues and Exrenses of
the trains the items of InTEREST, DEPRE-
ciation, Taxes and Insurance for the

reason that these are in the nature of
fixed or overhead charges not directly
attached to train operation. A further
reason for not including the items of in-
terest and depreciation is that the interest
rates on one road may differ from those
on another, while depreciation rates are
still a matter of controversy and no uni-
form rate would be generally acceptable.
Neither have we included TerminaL
RenTaLs since they depend largely upon
the local conditions of each route and
are not informative in their application
to other situations. The figures of Nev
REveNvE appearing in the statements
are, therefore, subject to deductions for
these items. All of the excluded items
are susceptible of easy computation in
any particular case.

The trains discussed in this report all
have distinctive names. Many of them
are run in duplicate, and to indicate that
fact clearly and briefly in references to
them we have taken the liberty of plural-
izing their names. The two El Capitan
trains, for example, we speak of as the
El Capitans.
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STREAMLINERS
UNION PACIFIC

GENERAL STATEMENT

The Union Pacific for long distance
travel, in conjunction with the North
Western and the Southern Pacific, and
the Burlington for short distance services
in its initial undertakings, were pioneers
in the development of the streamline
train and in introducing into them the
modern conveniences and attractions
which have completely transformed rail-
road travel.

Conscious of the growing necessity for
faster and more comfortable railroad
service on its long routes if it were to
meet the competition of private auto-
mobiles, buses and airplanes and retain
the position it had always held as a major
passenger transportation agency between
the East and the West, the Union Pacific
began its investigations in 1932 with
the purpose of effecting a substantial re-
duction in the time of transit between
Chicago and the three Pacific Coast
terminals—Los Angeles, San Francisco
and Portland.

The conclusion was soon reached that
to accomplish this purpose cars much
lighter and with a lower center of gravity
than the conventional types were neces-
sary, and that a radically different type
of motive power than the standard steam
locomotive was also essential. The ex-
tensive studies and experiments of the
Union Pacific, working in conjunction
with the Pullman-Standard Car Manu-
facturing Company, the Electro-Motive
Corporation, and others, were therefore
directed toward producing equipment
capable of meeting the new demands.

In this undertaking the Union Pacific
was well equipped by experience and
knowledge of the mechanical and eco-
nomic problems involved. The McKeen
car, gasoline driven, was the invention of
a Union Pacific official. First placed in
service in 190§, many are still in opera-
tion on the road. The gas-electric car,
a later development, also found wide use
on the Union Pacific.

It was a natural progression from these
earlier types of internal combustion mo-
tive power to the Diesel-electric loco-
motive, which had been the subject of a
vast amount of research and experimen-
tation coincident with the development
of the art of building light-weight cars.
The combination of the two, the Diesel-
electric locomotive, with its long range,
and ]Ight—“‘ﬂght streamline cars, consti-
tuting a train of low center of gravity,
seemed the answer to the problem of
greater speed in passenger train move-
ment, These advances, coupled with air-
conditioning, better riding qualities, and
greater travel conveniences and comforts
than had hitherto been known in conven-
tional trains, found expression in the first
streamline train built in the United
States.

The announcement by the Union
Pacific on May 24, 1933, of the intro-
duction to the transportation world of
America’s first “streamliner” created a
sensation and captured the public imag-
ination as perhaps nothing had done since
the opening of the first transcontinental
line in 186g. This train, built of alu-
minum alloy, as have been all subsequent



STREAMLINE, LIGHT-WEIGHT, HIGH-SPEED PASSENGER TRAINS 11

light-weight trains built by the Union
Pacific, was completed early in 1934. It
was immediately presented to the bhc
in a widely pubhuud and astoni
successful coast-to-coast tour and wa.-;
later exhibited at the Century of Prog-
ress exposition. It was placed in regular
service between Kansas Cu}r and Salina
as the “City of Salina” on January 31,
1935, and is still operating on this route.
The Union Pacific w::ﬂt.hus launched
upon its extensive streamliner program.
Ygl?'nle its first streamliner was proceed-
on its exhibition tour construction
was n of the second streamliner, the
glir Portland, comprising six splen-
y appointed cars, the first hight-
weight streamline train to carry sleepers.
This train, completed in October, 1934,
mldeatﬁtrunfmml.mﬂngdﬁtn
Chicago in 38 hours and 50 minutes, and
to New York in ¢6 hours and 5. minutes,
The run from Los Angeles to New York
established a record which still stands.
The train was placed in regular service
on a 3934-hour schedule between Chi-
cago and Portland on May g, 1935.

There followed in quick succession the
magnificent streamliners, the City of Los
Angeles, the City of San Francisco, the
City of Denver and the Forty Niner, all
of which are described herein. .

Another step in the program of the
Union Pacific to retrieve passenger traffic
that of other lines was taken
on July 1, 1935, when the Challenger, a
conventional type train, planned to
erate on a 60-hour schedule between Chi-
cago and Los Angeles, was introduced.
It was exclusively a coach and tourist
sleeping car train and was the first train

to provide free stewardess service, low
cost meals and many other innovations.

The first Challenger was an instant
success and was soon operating in two
sections. Almost immediately the service
was utmdgd to Portland and San Fran-

In 1937 five new light-weight
sl:tﬂmhne Challenger trains were placed
in service, drawn by new high-speed

steam locomotives especially designed
for the purpose.

Note: The Chal are operated on
much alower schedules tl::ll:l tluhmum
Chicagn.coast cities trains are ha

by steam locomatives. The record of their
is not, therefore, included in

T
Thus, the fleet now com nm thirteen
streamliners—City of Salina, City of
Portland, City ofl.m Angeles (two), City
of San anmscu, City of Denver (two),
Forty Niner, and the Challengers (five).
That the program as a whole has been
remarkably successful, the statements
which follow will show.

The streamline trains which now op-
erate on the Union Pacific constitute a
large fleet and are all, with one exception,
long distance trains, reaching
over the rails of the North Western;
Portland, Los Angeles and Denver over
its own lines, and San Francisco over the
lines of the Southern Pacific.

The exception is the City of Salina, a
Union Pacific train, to which reference
has already been made

Before pro to discuss the op-
erations of the long distance :trum&n:
trains in which the three railroads par.
ticipate, it seems advisable first to mm-
ment on the performance of the City of
Salina.

\."'
I
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CITY OF SALINA
UNION PACIFIC

The City of Salina was the first stream-
line light-weight train to be built in the
United States. After a country-wide
tour of exhibition, including a showing at
the Century of Progress in Chicago in
the latter part of 1934, it was placed in
regular operation on January 31, 1935,
following by about four months the in-
auguration in service of the first Zephyr.

It is a 3-car train, built of aluminum
alloy by Pullman. The front car houses
in the forward end a 6co H.P. oil-electric
power unit, The train is fully articu-
lated, weighs 124 tons, is 204'6" long,
contains 108 coach seats and a buffet.
The center of gravity of the forward car
is 54 inches above the rail, and of the
other two cars, 45 inches.

The train makes a daily round trip
between Kansas City and Salina and be-
tween Kansas City and Topeka. The
daily mileage of the train is 510 and its
average speed about 56 miles per hour.

This train, a pioneer in light-weight
streamline construction, retains the pop-
ularity it won when first introduced to
the public.

Pursicat CaaracTerisTics or Lixe
Kansas City-Salina, 187 Miles
About 369 of the line is double track.

RuLivg Grapes beyond the terminal are
0.6% in both directions.

Maxiymvsm Curves are generally 5°, rang-
ing in a few cases up to 6°. About 819 of
the line is straight track.

Weicat or RaiL—go to 110-pound.

Thies are all treated.

Bavrast—Sherman Hill granite.

ResuLts oF OPERATION OF
Crty oF SaLiNa

The revenues and expenses of the City
of Salina for the year ended June 3o,
1938, are given in the statement on the
following page. They include the fig-
ures for substitute steam service and a
relatively small amount of extra steam
service.

The Net Revenue of the City of Salina
for the year ended June 3o, 1938, was
25.5 per cent of the Revenues.

GrowTs oF TrAFFIC

The revenues of the City of Salina
(exclusive of dining car revenues) by six-
months’ periods were as follows:

Penod 6 Months Year
‘jlnh.- 1 o Dec. 31, 1933 $65,381
an. 1 to Junc 3o, 1936 73,840 $142.521
:]'uly 1 o Dec. 31, 1536 7LI75
an. t 1o June 30, 1937 75,85 146,726
}ul,v 1 to Dec. 31, 1937 80,885
an. 1 m June 3o, 1938 Tabi2y 155,909

This train is operated on compara-
tively short runs (Kansas City-Salina,
187 miles, and Kansas City-Topeka, 68
miles) in a section served by competing
railroads and traversed by excellent
highways.
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REYENUES AND EXPENSES

Kansas Crrv-TorEka-SaLixa
1t Train,
; 3 Passenger 'lumﬂl‘.s:u, a pq;lt‘
of one car containing the power plant,
One round tri
ltem Kansas City. and
one round trip Kansss City. Topeka, daily.
Operation begun January 31, 1535
Per
Amount Train-Mile
. 3 3
Revexues (Streamling and steam trains) 154,500 M8
Tuaw Exrexses
Wages of crow (Streamline trains) FEN JAbe
¥ th " i abq0 oho
Lubricants o ! §,224 o33
Train supplies and expenses - o 0,8 042
Repairs - e 11,6y £* J35
Tatal = = 6,18y 4537
Steam train subsorore service 11,601 |
Steam train extra sections 1,874
Total (steam train) 23,475 Sog
Torar Train Expenses 1 10,y 58y
Dhining-Buffet loss = 5,119 =017
Torar, Including D-B Loas 118,783 £16
Ner Revesve 39,72 a1
Per cent of Revenue 2.8
1 2
Train-miles; N
Streamline trains 16ahiy
Steam trains 17237
Total train-miles 187,874
Passenger-miles = o11.840

* Overhaul repairs which, between January 1, 1536, and June 3o, 1938 (234 years), toraled $45,009, or fo.m

per train-mile, are not included,
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STREAMLINERS
NORTH WESTERN-UNION PACIFIC

The North Western-Union Pacific
fleet of streamliners consists of five trains,
the City of Portland, the first City of Los
Angeles (an extra-fare train), the City of
Denver (two trains), and the second City
of Los Angeles (also an extra-fare train).
They comprise in all 5o cars, of which 23
are sleeping cars. The cars are of alu-
minum alloy construction and were built
by Pullman. The trains are hauled by
Diesel-electric locomotives, in units of
1,200 and 1,800 H.P., built by the Electro-
Motive Corporation.

The City of Portland is fully articu-
lated. The cars of the first City of Los
Angeles are fully articulated. Six cars in
each of the two City of Denver trains are
articulated in pairs. Ten cars in the sec-
ond City of Los Angeles are articulated
in pairs.

The center of gravity of the power
cars in the City of Portland, the first
City of Los Angeles and the City of
Denver is 2 inches above the rail. That
of the cars in the two first-mentioned
trains is about 49 inches, and in the latter
train about §2}4 inches; that of the
power cars of the second City of Los
Angeles is 57 inches and of the cars &5

inches.

All of these trains and the City of San
Francisco, but more particularly perhaps
the City of Portland, can be said to have
made streamline train history. As be-
fore stated, the City of Portland was the
first streamline train to carry sleeping
cars and the first to be operated in trans-
continental service. It still holds the
record for the run from Los Angeles to
New York, made in October 1934.

The second City of Los Angeles and
the City of San Francisco (to be described
later) are the longest streamline trains
yet built and are powered with the lar-
gest Diesel-electric locomotives.

These long distance sleeping car trains,
more especially the newer City of Los
Angeles, are the acme of travel luxury,
They and the City of San Francisco and
the trains of similar equipment of the
Santa Fe and the Burlington are repre-
sentative of the highest development of
the art of streamline train construction,
in beauty of line, in distinctive interior
decorations and in the provision of fea-
tures intended to add to the comfort
of passengers. The statements of earn-
ings which follow are indicative of their

popularity.
Cowsist oF TrRAINS

The makeup of the North Western-
Union Pacific streamliners and the order
of the cars in the trains are as follows.

The City of Portland is a 6-car train,
composed of a power car of 1,200 H.P,,
a baggage-dormitory, a diner-lounge, 3
sleeping cars, and a coach-buffet car. The
first City of Los Angeles is a 1o-car train
—2 power cars of 1,200 H.P. each, a
mail-baggage car, a baggage-dormitory-
kitchen car, a diner-lounge, § sleepers, a
coach, and a coach-buffet car.

The two 10-car City of Denver trains
each comprise 2 power cars of 1,200 H.P.
each, a baggage car, a baggage and mail
car, a tavern car decorated in early fron-
tier style, with bar, 2 coaches, a diner
with cocktail lounge, 3 sleeping cars, and
a sleeper-observation car. The second
City of Los Angeles is a 14-car train—3
power cars of 1,800 H.P. each, a baggage-
dormitory car, 2 coaches, 2 diners, a
dormitory-club car, 7 sleepers, and an
observation-lounge car.

The City of Portland makes a round
trip between Chicago and Portland every
six days.

The two City of Los Angeles trains
each make a round trip between Chicago
and Los Angeles every six days.
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The two City of Denver trains each
make a one-way trip daily between Chi-
cago and Denver.

WeigHT, SEaTING CAraciTy, ETC.

The weight, seating capacity, etc.,
of the North Western-Union Pacific
streamliners, and the dates when placed
in service, are given in the tables at the
bottom of this page.

Daiy MiLEAGE

The average daily mileage of these
trains is as follows:

Avera
Name Daily Mileage
City of Partland I train T
City of Los Angeles (First) (1 trnln% ',ré&"
City of Denver q umm}l 2,006
City of Los Angeles (Second) (1 train) 765"
Total Daily Mileage 438z

* Round trip mileage divided by 6,

15

The average speed of the City of Den-
ver is 66 miles per hour and of each of
the other three trains about 58 miles per
hour.

Puvysicat CuaracterisTIcs oF LINES

The five streamliners described above
traverse North Western and Union Pa-
cific lines. Two trains, the streamliner
City of San Francisco and the Forty
Niner, are operated over lines of the North
Western, Union Pacific and Southern
Pacific. These two trains will be dis-
cussed later in the report. Since the
routes of the two latter trains partially
overlap those of the former, it is advis-
able to describe here briefly the physical
characteristics of the routes of the seven
trains.

ot | Teain
D railing x
: Placed | Exclu- | Cars iplsii
Run and Train i sively
Service Weight Weight Weight
(Tons) | (Tons) | (Tans) | Mn&th
{1} Crry or Porriaxp 5/5/38
Chicago-Portland
1 power car and 6 trailing cars 83 31 o8 454"
{2) Crry or Los AxceELES g CArs
(First) 5/18/36
Chicago-l.os Angeles 1 car
2 power cars and 10 trailing cars 2fan /38 185 353 53 T78'¢"
(3 and 4) | Crry or Denver 6/18/36
Chicago-Denver s
2 trains of & power cars and 10 trail-
ing cars each
Each train 115 432 [ B64'a"
{s) | Crry or Los AnceLes 12/27/37
Chicago-Los Angeles
3 power cars and 14 trailing cars 438 BI# 1,256 | 1,2670"
Salable Seats Other Seats Total
Coach Pullman Total Dining Lounge Total All Seats
E:} g fig 118 30 10 40 158
2 3 102 188 40 17 57 2438
(3 and 4) 100 B2 182 40 31 72 254
(5) 104 141 245 104 7 175 #10
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North Western. Chicago-Council Bluffs,
485 Miles
All of the line is double track.

Rurixg Grapes are about 0.70% in both
directions, except between Chicago and West
Chicago, 3o miles, where they are much

lighter.
Maximum Cunves are 3° except in a few

instances, mostly at rerminals. Abour 847
of the line is straight track.

WeignT or Rair—110 and 112-pound.
Ties are all treated.

Bavrast—Between Chicago and Boone,
340 miles, crushed rock; balance, gravel.

Union Pacific. Council Bluffs-Portland,
1,787 Miles

About 5695 of the line is double track.

RuLing GrADES are as follows:

. Went. | East-
Section Distance | pound | bound
Miles
% Yo
Council Ehlh;ﬁummit 1 1.a2g
Summit- enne o8 8,79 oy
Cheyenne-Larumic b 1.4 o}:
Laramic.Evanston 351 oz ofa
FEvansto n o.37 Lig
en-Salt Lake Ciry 36 o 0.50
Salt Lake Ciry-Milford 07 o, o.ko
Milford-Yermo ala 1.00 130
Yermo-Caolton ] 160 .20
Colton.Los Angeles | 6y | ogo 1.00
Average Distance | 1,813 i

g Wese- | East-
Section Distance bound | bound
Miles % ,?!
(]
Counal Bluffs-Summit 1 1.2%
Summit-Cheyenne ] oo | o
Cheyenne-Laramie ; 1.55 o8z
Laramie-Granger m o.bz o.82
Granger-Pocatello a o5 150
Fnut&h-l-lut_np{rm JJz T.45 T4
Hunrington-Riet 177 1.1 2.00
Rieth-Portland 113 o0 obo
Average Distance 1,787

Maxmmus Curves are 3° east of Hunting-
ton with a few 6° curves, mainly in Idaho.
West of Huntington curves range up to 10°
with much lighter curves predominating.
About 79% of the line is straight track.

WeignT oF RaiL—go to 131 pounds, 100-
pound predominating.
Ties are all treared.

Barrast—Sherman Hill granite east of
Granger and gravel west.

Union Pacific. Council Bluffs-Los Angeles,
1,853 Miles
About 63% of the line is double track.

Ruring Grapgs are as follows:

Maximum Curves are 3° between Council
Bluffs and Evanston, 917 miles; 1° between
Ogden and the Utah-Nevada line, 321 miles,
with occasional 4 curves; 7° between Evans-
ton and Ogden, 76 miles, and up to 15" west
of the Utah-Nevada line. Much r ter curves
than the maximum inate throughout
the whole line. About 85% of the line is
straight track.

WeianTt or Rain—go to 131 pounds, with
1oo-pound predominating east and go-pound
west of Salt Lake City.

Ties are all treated.

Bariast—Sherman Hill granite east of
Ogden and gravel and crushed rock elsewhere.

Union Pacific. Council Bluffs—Denver,
563 Miles

About 6795 of the line is double track.
Runing Grapes are as follows:

. Weat- | Enst-

Section Distance bound | bound
Miles a o

Council Bluffs-Summit g L33
Summit-Juleshury o a.bo o500
ulesburg-la Salle 150 030 o3
Salle-Denver 47 abos | o4b
Average Distance oy

Maximum Curves are 2° with lower rates
predominating except at terminals. About
§2% of the line is straight rrack.

WeicaT or Rai—go to 131 pounds, 100-
pound predominating east and go-pound west
of Julesburg.

Ties are all ereated.

Bavriast—Sherman Hill granite.
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Southern Pacific. Ogden-Oakland, 781 Miles

About 759 of the line is double track.
RuLikc Grapes are as follows:

< West- | East-
Secrion D;.m::': bound | bound
o %
Ogden-Lucin 193 o040 37
Lucin-Alazon 7 1.3% 1.40
Alazon-Weso 180 043 040
Weso-Sparks 177 042 o.40
Sparks- ville 138 1.51 .42
Roseville-Elvas 1§ ol 040
Elvazs-Sacramento 3 o3 o300
Sacramento-Benicia Jet. 51 o.43 oyl
Benicia Jer.-Martinez & o4 100
Martinez-Oakland Pier 31 o 022
Average Distance 781

Maximum Curves range up to 10°23" on
mountainous subdivisions with lighter max-
imum curves ranging from 1°30" to 6° on
other subdivisions. About 72% of the line
is straight track,

WeiGnT or RaiL—go to 131 pounds, 110
to 112-pound predominating.
Ties are all treated.

Bartast—Crushed rock predominating
with balance gravel, slag and cinders.

Resuvrrs orOreraTION 0F NorRTH WEST-
ern-Uniow PaciFic STREAMLINERS

Following is a statement of the rev-
enues and expenses of the North Western-
Union Pacific streamliners, with the ex-
ception of the second City of Los An-
gv_ﬁ:s, for the year ended June 3o, 1938.
For the latter train the statement covers
the period from the beginning of opera-
tions (December 27, 1937) to June 3o,
1g38.

Note: The railroad companies’ -
ton of sleeping car revenues on
trains is necessarily an estimate. Itis a

relatively small amount and is included in
the item of Revenues.

REVENUES AND EXPENSES

Routes and Trumns
Crry ar Crry or
Crrv or Portraxp Los AxcerLes® Crry or Dexves Los AxcErLes
{First) {Second)
Chicago-Portland | Chicago-Los Angeles | Chicago-Denver | Chicago-Los Angeles "Ii._u':n
TVE
1 Train 1 Train 2 Trains, each 1 Train T
ltem 6 Pass. Tr. Cars: 10 Pass. Tr, Carx. 1o Puss. Tr. Cars. 14 Pass, Tr. Care. s
One round mip One round trip Each one-way t}m: round trip
every 6 davs. every 6 davs. trip daily. every b davs,
Operation Begun Operation Begun Operation Begun Operation Begun
5/5/33 5/15/36 6/18/36 12/27/37
Per Per Per Per Per
Amount | o g, | Amount | ng | Amount | ng, | Amount | g | Amount | op g
H ] $ 3 § ] 3 ] ] 4
RevexuEes 373032 | 1368 | sro5b7 | 2335 | L7833 | o290 | gro00b | 335 | 30840338 | o
Tratx Exrexses
anu of crew 110,925 407 95,098 3702 239,931 | 312 59,601 411 §05,555 | -355
Fu i 12,203 45 17,819 TJAE LG5 36,023 179 I 22 251
Lul:!nunn._m:. 44935 o118 Ba78 O3B 28,9 L8 4344 = £2,183 037
Train supplies and
expenses 13036 048 13,745 058 w6207 | w073 13,574 054 gbbcz | obB
Repairs gl 811 336 121,221 Sl4 420,346 545 116,130 Boo 740,508 526
oy 8 6,96 818 063 | 2248 48
naes 232,912 51 256,661 1. 1807¢ | 1063 124672 1.5 L5150 | 1
Dining-Buffet loss —1ig,580 [ —.072 um:?ﬁu -.333 _‘H.I: —.ﬂ.p: — 12,001 —.081 .—ﬁ:ﬂ‘f —ﬁ?
Torar, Incl.
DB |oss 259 402 e13 277,721 1.178 853,171 1.107 216,673 1631 | 1630057 | 1a3d
Ner Revexuve 120,540 441 272,846 LYgy Bhgbbz | 1122 276,233 t.gog | 1,534,281 | 1077
Per cent of Revenue 313 45.6 0.3 530 48.6
Route-miles 2471 2,298 1,048 1,208
Train-miles 272,640 235,828 70,280 145,077 1423821
Passenger-miles (est.) 10,61 4,000 135 744,000 38,624,000 13544 5,000 76,428,000

* Dut of service 12/26/37 to 2/21/38.
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As will be seen from the foregoing
statement, the Net Revenues from
32.3 per cent of the Revenues in En
of the City of Portland to 3.9 per cent
in the case of the second City of Los An-
geles, an average for all trains of 48.6

per cent.

Growta oF Trarric o Norte WEesT-
erN-Uxton Paciric STREAMLINERS

Following is a statement of the rev-
enues of the North Western-Union Pa-
cific streamliners (exclusive of dining
car revenue) by six-months’ periods from
July 1, 1936, to June 30, 1938:

Perind 6 Months Year
City of Portland
iulr 1 to Dec., 31, 1936 $i58
an. 1 to June 30, 1937 142 341,004
uly 1 to Dec. 31 lgr t
J:n I to June 3o, 1938 -fﬂ; 373a32
City of Loz Angrles (First)
;ulr t to Dec. 31, 1936 358,504
an. 1 to June 39, 1937 347,283 705,787
iu]r 1 to Dec. 31, 19 338,786
an., 1 to June 3o, 1938* arn, 81 550,567

* Out of service Dec. 26, 1937, to Feb. 21, 1938,

City of Denver (2 Trains)
iwlr:tht-al.lnjﬁ 967,300
an. t to June 30, 1937 754237 LTILME
Dec.
Jan: 1 % June 30 193 Beaz 1778

City of Lax Angeles (Second)
Dec. 37, 1937, to June 30, 1938 513,006

It will be seen that the revenues of
these trains for corresponding periods
have remained substantially uniform.
This is due to the fact that the trains
have been extraordinarily popular and
have been booked substantially to capac-
ity throughout the whole period of their
operation. The larger second City of Los
Angeles, installed December 27, 1937,
replacing the first City of Los Angeles
for a period of about two months, after
which both trains were operated, has also
been heavily patronized.

The revenues (exclusive of dining car
revenue) of the North Western-Union
Pacific Chicago-Los Angeles streamline
extra-fare trains have been approximately
proportional to the number of cars in
this service, which tends to confirm
the statement that capacity has been a
major factor in limiting the traffic on
these trains.

These trains and the Challengers,
whose operations are not recorded here
for reasons before stated, have been re-
markably successful, as the foregoing
statements show, both in their public ap-
peal and as business undertakings.
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STREAMLINERS
NORTH WESTERN.-UNION PACIFIC-SOUTHERN PACIFIC

In addition to the streamliners oper-
ated jointly by the North Western and
the Union Pacific two important extra-
fare trains, the City of San Francisco and
the Forty Niner, are operated over a
route embracing lines of the North West-
ern, Union Pacific and Southern Pacific,
each train making a round trip every six
days between Chicago and San Francisco.

he City of San Francisco is a 14-car
train built by Pullman, hauled by a
Diesel-electric locomotive of three units
of 1,800 H.P. each, built by the Electro-
Motive Corporation. It is an aluminum
alloy train, splendidly appointed and
handsomely decorated, and is largely
similar in type and consist to the second
City of Los Angeles. Eight cars are ar-
ticulated in pairs. The train consists of a
baggage-dormitory car, a coach, 2 diners,
a dormitory-club car, 8 sleeping cars, and
an observation-lounge car,

The center of gravity of the power
cars is §7 inches above the rail, and of
the cars 55 inches.

The Forty Niner is an 8-car sleeping
car train, hauled by a streamline steam
locomotive. The first 6 cars are rebuilt
and refurnished conventional cars, con-
sisting of a baggage-dormitory-kitchen
car, a diner-lounge and 4 sleeping cars.
They are followed by 2 cars of light-
weight construction, articulated, built by
Pullman. They are both sleeping cars,
the rear car containing also a buffet-
lounge.

WeignT, Seativeg Caraciry, Erc,

The weight, seating capacity, etc., of
the North Western-Union Pacific-South-
ern Pacific Chicago-San Francisco extra-
fare trains, the City of San Francisco and
the Forty Niner, and the dates when

laced in service, are given in the follow-
ing statements:

Daiuy MiLEAGE

The average daily mileage of each of
these trains 1s 753 (round trip mileage
divided by 6).

Power Cars = )
Date or Truiling All Unirs
Placed | Locomotives| ~ Cams
Run and Train in E!:fu";elr = #
Service ‘eight ‘eight Weight
(Tons) {Tons) {Tans) Length
(1) Crry or San Frawciico 1/2/38
Chicago-San Francisco
3 power cars and
14 rrailing cars 441 832 1,273 1,392 o°
(2) EEF!T :";l!;lF : =/8/57 g.;‘.. 236 861 88 by’ 2*
icago-San Francisco P. - 945 fige’ 9°
Steam locomotive and UP Mag 1,007 feg'nn”
8 trailing cars S.P. 310 aql 6hy' 2"
Salable Seats Orther Sears e
Coach Pullman Total Dining Lounge Total o
}1 54 168 333 104 by 170 03
3 Tig 114 L 36 78 192
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The average speed of the City of San
Francisco is 57 miles per hour, and of the
Forty Niner 46.

PuysicaL CuaracteERrISTICS 0oF LINE

This route partially overlaps those of
the North Western-Union Pacific stream-
liners and its physical characteristics are
briefly described in that section of the
report.

Resvrts oF OperaTion oF CrTy oF Saw
Francisco anp Forty Niver

Following is a statement of the rev-
enues and expenses of these trains for
the respective periods of their operation
to June 3o, 1938.

MNote: The railroad companies” proportion
of sleeping car revenues on thess truns is
necessarly an estimate. Itisa relatively
small amount and is included in the item

The Net Revenue of the City of San
Francisco from beginning of operation,
January 2, 1938, to June jo, 1938 (six
months), was 60.4 per cent, and of the
Forty Niner from beginning of operation,
July 8, 1937, to June 30, 1938 (one year),
was 56.3 per cent. The average of the
two was §8.5 per cent.

GrowTH oF Trarric ox CrTy oF San
Fraxcisco aND Forty NINER

The City of San Francisco described
in this report replaced another stream-
line train of the same name which was
placed in service on June 14, 1936. The
first City of San Francisco consisted of
2 power cars and g trailing cars fully ar-

of Revenues. ticulated; the present train, as noted on
REVENUES AND EXPENSES
Crmicago-Sax Frawcisco
Crrv or Sax Frascisco Forry Niven
1 Train, 1 Train, Torat
14 Passenger Train Curs, | 8 Passenger Train Cars. Twa
One round trip One roind trip TrarNs
ltem every 6 days. every & days,
Operarion Begun Operation Begun
1/2/38 7/8/37
Per Per Per
Amoant | . g | Amount | op Ry | Amount | o wp
$ i ] ' ¥ ]
ReveExuEes e68, 00y 4188 §00,243 1.883 1,0bg,206 1662
Traix Exrenses
W, of crew 61,231 451 91,321 34 152,451 380
Fue 25,351 A8 41,487 A5 &b, B34 166
Lubricants, etc. 7758 05T 4778 o18 12,516 o310
Train suppii:s and expenses] 13,181 0T 11,797 41 24,578 ol
Repairs 105,300 775 48,467 JaE3 153,767 -383
Torat Train Expenses 212,821 1.567 197,347 T43 410,168 1021
Dining-Buffer loss — 12,552 —.0g —ar,280 —.080 —31.832 - .oy
Torar, Incl. D-B loss 925,973 1.659 218,627 823 444,000 L.1og
Ner Revesue 343,591 2,595 281,615 1060 625,206 1557
Per cent of Revenue 604 563 58.3
Route-miles 1,259 2,259
Train-miles 135,848 265,730 401,568
Passenger-miles (est.) 18,240,000 17,303,000 35862000
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a preceding page, consists of 3 power
cars and 14 trailing cars, 8 of which are
articulated in pairs. The train provides
unsurpassed travel luxuries and is booked
to capacity, frequently with a long wait-
ing list.

The Forty Niner, a well appointed and
comfortable all-Pullman train, is sched-
uled about 10 hours faster than the reg-
ular daily train service and about g hours

slower than the City of San Francisco.
The train is unusually popular.

The following statement showing the
revenues of the City of San Francisco
and the Forty Niner (exclusive of dining
car revenues) by six-months’ periods from
July 1, 1936, to June 30, 1938, includes
the period of operation of the first City
of San Francisco as well as that of the
second train which replaced it:

*North Western-Union Pacific-Southern Pacific
Extra-Fare Service—Chicago-San Francisco

et 5*;:[!-:_::; N Forty Nixer Torar Two Trains
6 Months | Year & Months Year 6 Months Year
$ # ¥ ¥ ] ]
}uiy 1 to Det. 31, 1936 360,721 360,723
an. 1 to June 30, 1937 | 346,568 707,291 ggﬁ,;ﬁs 707,391
uly 1 to Dec, 31,1937 | 337421 243,592 581,913
iuu. 1 to June .'i‘:": 1538 568, 0hy gob, 385 ashbso 500,242 825,614 1,406,027

an.

2, 1938—17 Trailing cars, 2 trains

"' iune 14, 1936, to July B, 1537— 5 Tmiling cars, 1 train
uly 8, 1937, to

Jan. 2, 1938, o June 30, 1538—22 Trailing cars, 2 trains

The revenues of the City of San Fran-
cisco and the Forty Niner, shown in the
above statement, like those of the City
of Portland, the City of Los Angeles
and the City of Denver, set forth in
the foregoing, have been approximately
proportional to the number of cars
in the respective services in different
periods, which is a confirmation of the
statement that the trains are patronized

substantially to the full extent of their
capacity.

These two trains, like the long dis-
tance streamliners previously discussed,
have demonstrated in a striking manner
the popularity of modern travel conveni-
ences and comforts and high-speed sched-
ules. The financial success which has
attended their operation is clearly dis-
played in the foregoing statements.
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STREAMLINERS
SOUTHERN PACIFIC

In addition to the streamliners oper-
ated by the Southern Pacific in conjunc-
tion with the Union Pacific and the North

Western, the Southern Pacific operates
twoimportant pairs of streamline trains,
the Sunbeams and the Daylights.

SUNBEAMS
SOUTHERN PACIFIC

The two streamline 8-car trains, the
Sunbeams, were placed in service be-
tween Houston and Dallas on Septem-
ber 1g,1937. The carswere built by Pull-
man and are drawn by oil-burning steam
locomotives, also streamlined, built by
the American Locomotive Company.
The strength members of the car bodies
are of Corten steel assembled by welding.
The side sheathing is of stainless steel
and the roof covering of Corten. The
cars are so designed with respect to cou-
plers, face plates and floor levels that
they may be used with conventional
equipment. Four cars are articulated in
pairs. The center of gravity of the cars
15 55 inches above the rail. The order of
the cars in the train 1s—a baggage car,
a coach exclusively for colored passen-
gers, 2 articulated units of 2 coaches each,
a parlor car, and a diner-observation car.

The weight of the locomotive is 281
tons, cars jg4 tons, total 675 tons. The
length of the train is 671'4".

The seating capacity of each train is
as follows:

Salable Seats

Conch for colored passengers 48
f’fmchu articulated in pairs 200

rlor car 31

Total Salable Seats 2io
MNon-Saluble Seats
Parlor ear—eard section 8
Diner-lounge

Dining section 32

Lounge 14
Total Non-Saluble Seats _54
Grand Total 334

Each train makes a daily one-way non-
stop trip between Houston and Dallas
under the name Sunbeam, for which the
results of operation are shown later in

this report. Since June g, 1938, this
equipment has made an additional daily
one-way trip between Houston and Dal-
las under the name Hustler, on a slower
schedule, making intermediate stops.
Prior to that date, the Hustler was com-

osed of conventional equipment and no
detailed records were kept of its earnings
and expenses.

Running as the Sunbeams, the two
trains leave the terminals, traveling in
opposite directions, at the close of the
business day and cover the 264 miles
without stops in 285 minutes, or at an
average speed of 6 miles per hour. This
fast schedule is maintaned notwith-
standing the necessity for complying with
numerous speed restrictions through
cities.

Passengers have been profuse in their
praise of the conveniences, interior dec-
orations, the excellent dining car service
and the quiet, homelike atmosphere pre-
vailing on the trains. The large rest
rooms and their appointments, particu-
larly in the coaches, have been the sub-
ject of much favorable comment.

Pavsicar Cuaracreristics or Live
Houston-Dallas, 264 Miles
About 3% of the line is double track.
Rurine Grapes are 19 in each direction.
Maximum Curves range up to 4°, with
2% curves prevailing. About g6% of the line
is straight track.
WeigaTor Rarn.—36.8% go-pound; 22.5%
11o-pound; and 40.7% 112-pound.
Ties—go% creosoted; remainder are cy-
press and zinc treated.
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Bavttast—47.79% crushed rock; 33.2%
coarse gravel; and 19.1% light gravel.

Resvrrs oF OpERATION OF SUNBEAMS
Following is a statement of the rev-
enues and expenses of the Sunbeams for
the period of their operation to June 3o,
1938:
REVENUES AND EXPENSES

Hovsrox-Davtas
2 Trains, each
Sream Loco, and
§ Pass. Tr. Cars,
Each one-way trip
Ttem daily.
Operation begun
o/19/37
Per
Amount v in Mile)
$
RevExuves 152,708 tots
Tasrn ExrEnses
of erew 43,736 291
Fue 17,844 119
Lubricants, ete, ERTE a1
inchouse expenses 72525 ¥l
Train suﬁpﬁu and expenses 23008 54
Power plant maintenance 7,128 o047
Train maintenince 17,061 13
Torat Train Expenses 119,595 g9
Dining-Buffet loss —=2074 | —o83
TaraL, Incl. DB Lozs 127,569 B8
Ner Revexve 25,136 b7
Per cent of Revenue 16,5
Route-miles abg
Train-miles 150,480
Passenger-miles {est.) 5,853,000

The Net Revenueof the Sunbeams from
the beginning of operation to June 3o,
1938, was 16.5 per cent of Revenues.

GrowTH oF TRAFFIC ON SUNBEAMS
The following statement shows
monthly revenues of the Sunbeams (ex-
clusive of dining car revenues) from the
beginning of operation to June 30, 1938:

MONTHLY REVENUES

{Exclusive of Dining Car Revenues)

Month Revenues Month Revenues
1937—September  $7,360 1938 —Januvary  $16,654
Ocrober 19,831 February 14,251
November 15,887 March 15433
December 19,845 April 14,912
My 16,271
June 16,336

Note: The sum of the monthly figures
above does not agree with the figure of
Revenues in the preceding statement be-
cause adjustments applicable o prior
months are included in period figures to
avold distorting current month’s results,

The Sunbeams have been in operation
too short a time to furnish evidence of
the probable future growth of traffic on
them.
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DAYLIGHTS
SOUTHERN PACIFIC

The Daylights were placed in service
on March 21, 1937, between Los Angeles
and San Franmscu, 471 miles, replacing
conventional trains of the same name.
Each of the two trains consists of a spe-
cially designed steam locomotive built
by the Lima Locomotive Works, to serve
both on mountain grades and at high
speeds on level grades, and 14 light-
weight, attractively styled and splendidly
appointed streamline cars built by Pull-
man, principally of Corten steel. Six
cars in each train are articulated in pairs.
The weight of each train is—locomotive,
417 tons; cars, 712 tons; total, 1,129
tons; the length—locomotive, 10g'10";
cars, 1,028'9"; total, 1,1387". The center
of gravity of the cars is about 55 inches
above top of rail.

Each train consists of a baggage-coach,
8 coaches, a parlor car, a parlor-observa-
tion car, a coffee shop car, a tavern car,
and a diner. The salable seats total 497,
of which 440 are coach and 57 parlor car
seats. Other seats include 56 in the cof-
fee shop, 56 in the tavern car, 40 in the
diner, and 18 in lounges, a total of 170.
The total of all seats 1s 667.

The trains each make a one-way trip
daily, cnv:ring the 471 miles in g hours
and 45 minutes, or at an average speed
of 48.3 miles per hour. The entire trip is
made in daylight along the scenic Cah-
fornia coast route.

Puvsical CHarAcTERISTICS OF LINE
Los Angeles—San Francisco, g71 Miles

About 199 of the line is double track.

Rurivg Grapes are 2.2% in the mountain
section between Santa Margarita and Pismo,
27 miles, and 1% on the balance of the line.

Maximmum Curves are 6°, with a few
sharper curves on mountainous sections and
atterminals. 729 of the line is straight track.

WeicaT oF RaiL—110to 131 pounds, with
11o-112-pound predominating.

Ties are all treated.

Baruast—Crushed rock.

Resvirs oF OperaTioN oF DavLicHTs

Followingisastatementof therevenues
and expenses of the Daylights for the
year ended June 30, 1938. The state-
ment does not include the revenues and
expenses of second sections.

REVENUES AND EXPENSES

Los AwosLEes-
Sax Frawncisco
2 Trains, Each Steam Loco,
and 14 Pass. Tr. Cars.
Teem Each one-way trip daily.
Operation begun 3/21/37
Per
Amount | oo Mile
] i
Revexves 1,580,871 4531
Tuarw Exrenses
Wages of crew 140,158 411
Fuel 86,748 A4
Lubricants, etc. 875 H=TF
Enginchouse expenses IE’ 050
Train supplies and ex-
penses o857 293
Power plant mainte- :
nance 35402 Jd63
Train maintenance 04,420 a7
Tm'u. Train Ex-
478,343 1.403
DmmquuE:t Mews
Service loss -6,1338 —.o18
Torar, Inel.
D.B-N S Loss 48,658 1.430
Ner Revesve 1,006,193 3311
Per cent of Revenuoe £
Route-miles 471
Train-miles 341,337
Passenger.miles (est.) #o,000,000

The Revenuesof the Daylights are not
only extraordinarily large, but the pro-
portion of the Net Revenue to the Rev-
enues is also high.
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GrowtH of TrarrFic oF DavLicuTs MONTHLY REVENUES
The statement opposite shows monthly (Fxclusive of Dining, Buffet, and News
revenues of the Daylights (exclusive of Seiviee Raveross)
dining, buffet, and news service rev- Month  Revenues 6 Months  Year
enues) from the beginning of operation 1937—March 850,367
to June 3o, 1938: April 116,508
May 128,450
June 154,758
The record of earnings of the Daylights July 175403
since March 21, 1937, when conventional ""“l““w :::::i!:

trains were replaced by the present splen-

did streamline light-weight equipment i A
especially designed for the service and et 5

the schedules were shortened from 11 By s
hours to 9 hours and 45 minutes, is out-  t938—January 134,745

standing. During the summer vacation February 100,881
season more particularly, as the foregoing March 115612
statement shows, the earnings have been o AR
very large, reaching a figure of $6.28 per jm: 5 ;; e SR

train-mile in August 1937.



26 STREAMLINE, LIGHT-WEIGHT, HIGH-SPEED PASSENGER TRAINS

ZEPHYRS
CHICAGO, BURLINGTON & QUINCY

GENERAL STATEMENT

The Burlington, along with the Union
Pacific, was a pioneer in the development
of the streamline train, the former in its
earlier undertakings in the establishment
of short distance services, working in con-
junction with the Edward G. Budd Man-
ufacturing Company and using stain-
less steel as the weight-saving medium;
the latter for transcontinental runs in
cooperation with the Pullman-Standard
Car Manufacturing Company, using alu-
minum alloy. In finding solutions of the
motive power problems of both roads the
Electro-Motive Corporation has played
a major part.

The Burlington, like the Union Pacific
and a number of other roads, early real-
ized the necessity for providing more at-
tractive equipment, better service, and
greater speed in its passenger train oper-
ations if it were to stem the tide of fast
receding railroad passenger traffic. Its
extensive studies of the subject led to the
conclusion that to accomplish this object
trains of a type entirely different from
those in general use must be offered the
traveling public. Withaknowledge of the
fact that the bulk of railroad passenger
business is short distance travel, the Bur-
lington’s first efforts were devoted to the
production of a train possessing qualities
of speed, comfort and convenience, and
beauty of design and decoration that
would assure the diversion of a measure of
the local traffic from the highway stream.

The wide experience of the company in
the operation of gas- and oil-electric trains
pointed to the Diesel-electric engine as
the most desirable motive power to meet
the new and more exacting requirements,
In cooperation with the Budd Company
a stainless steel car was produced in the
first train built that has constantly stood
the test of service under the mostextreme
conditions of high-speed operation.

So successful have been the short dis-
tance services thus far established that
the company’s more recent activities have
been directed to the long distance field,
and with equally or even more satisfac-
tory results.

With these beginnings, in which the
principles and philosophy underlying
stainless steel light-weight high-speed
streamline train construction were laid
down, the company has rapidly extended
its high-speed services to tEe point where
it now possesses one of the largest fleets
of streamline trains in the country.

The first Zephyr train, as soon as com-
pleted, made a nation-wide exhibition
tour and attracted extraordinary interest
in every direction. On May 26, 1934, it
made a non-stop run from Denver to
Chicago in 13 hours and § minutes, at
an average speed of 77.6 miles per hour,
breaking all previous records, entering
the grounds of the Century of Progress
exposition at the completion of the trip,
where it remained on display for a short
time prior to its placement in service. [t
was assigned to the line between Kan-
sas City, Mo., and Omaha and Lincoln,
Neb., on November 11, 1934, thus gain-
ing the distinction of being the first
streamline Diesel-electric train to be
Eim:ed in regular service in the United
States. The train has been in continuous
operation on this route since that date.

Initially the train consisted of three
cars, the forward car containing the power
plant. On June 24, 1935, a 40-seat coach
was added, which was removed from the
train on June 28, 1938, and replaced by
a dinette coach with 24 coach seats and
16 dinette seats. This train was the sub-
ject of our report of January 13, 1935.

The original Twin Zephyrs began op-
eration between Chicago and the Twin
Cities for single daily service on April 21,
1935. Favorable public reaction led to
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the establishment of double daily service
on June 2, 1935. Fach of these trains
comprised 3 cars, the forward car in each
case containing the power plant. Follow-
ing various reassignments of trains and
cars, further public demand resulted in
the introduction, on December 18, 1936,
of the fifth and sixth Zephyrs—the larger
Twin Zephyrs. These trains consist of 7
cars each, one of which is the power plant
car. In Scptembw 1937, & dinette coach
was added to each train containing 40
coach seats and 16 dinette seats.

The fourth Zephyr train to be built
has been operating continuously (ex-
cept for interruptions in reassignment of
trains) between St. Louis, Mo., and Bur-
lington, Ta., since October 28, 1933, and
consists of 4 cars, with the power plant
in the forward car. Shortly before it was
placed in regular service this train,during
a trial run, attained a speed of 122 miles
per hour for a short distance.

The seventh and eighth Zephyr trains
were assigned to service between Chicago
and Denver on November 8, 1g36. Two
of the original 3-car Zﬂphyr trains had
been operated on this route between May
31, 1936, and November 8, 1936. The
larger Denver Zephyrs originally com-
prised 12 cars each, of which 2 cars in
each train were power cars. On May
27, 1938, a dinette coach was added to
each train, containing 48 coach seats and
16 dmctte seats. One of these trains, on
October 23, 1936, captured the record
from the first Zephyr in making a non-
stop run of 1,017 miles from Chicago to
Denver in 12 hours and 12 minutes, at
the average speed of 83.4 miles per hour.

One of the original 3-car Twin Cities
Zephyrs was placed in service between
Fort Worth, Dallas and Houston on
October 1, 1936. On July 8, 1938, a 40-
seat coach was added to this train, The
other original 3-car Twin Cities Zephyr
was placed in service between St. Louis
and Kansas City on December 20, 1936.

Brier Descrirrion or BurLinGroN
ZEPHYRS

The smaller Zephyr trains, and all cars
in the larger trains, including the sleep-
ing cars in the Denver Zephyrs, are of
stainless steel and were built by the Ed-
ward G. Budd Manufacturing Company.
All of the trains are propelled by Diesel-
electric locomotives. The power plants
in the smaller trains and the power cars
and power plants in the larger trains
were built by the Electro-Motive Cor-
poration. Those of the smaller 3- and
4-car trains are 6oo H.P., of the Twin
Cities trains 1,800 H.P. (2 power plants
of goo H.P. each) and of the Denver
trains 3,000 H.P. (2 power plants of goo
H.P. each and 1 of 1,200 H.P.). All
trains are fully articulated with the ex-
ception of the Denver trains, which are
partially articulated.

The center of gravity of the power
cars in the case of the smaller trains is
52%4 inches above the rail, and of the
Twin Cities and Denver power cars about
§7inches. That of the cars in the smaller
trains is about 48 inches above the rail,
and in the larger trains about §2 inches.

The fundamental structural features
of the newer Zephyr trains follow the
description of the original Zephyr given
in our report of January 15, 1935. Great
thought and care have been devoted to
the questions of structural strength and
of beauty of exterior design and interior
decoration. All known travel conveni-
ences and comforts were embodied in
these trains at the time they were built,
but each new train surpasses the earlier
ones in luxuriousness of appointments, in
riding qualities and in passenger appeal.

Consist oF Trains

The Kansas City-Lincoln Zephyr con-
sists of 4 cars—a power plant, mail com-
partment and baggage car, a baggage-
boiler room car, a dinette-coach, and a
coach-parlor-observation car.
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The Fort Worth - Dallas - Houston
Zephyr, the Sam Houston, and the St.
Louis-Burlington Zephyr, the Mark
Twain, are 4-car trains. The former con-
sists of a power plant, baggage and ex-
press car, with space for colored passen-
gers, a dinette coach, a coach and a
coach-parlor-observation car. The latter
is somewhat similar in car arrangement
to the Kansas City-Lincoln Zephyr. The
St. Louis-Kansas City Zephyr, the Ozark
State, is a j-car train.

The two Twin Cities Zephyrs are each
composed of a power car and 7 passenger
train cars, the latter comprising a bar
and baggage car, a dinette coach, 2

coaches, a diner, a parlor car, and a
parlor-observation car.

The two Denver Zephyrs are each com-
posed of 2 power cars and 11 passenger
train cars, the latter comprising a bag-
gage and mail car, a cocktail lounge and
bar car, a dinette coach, 2 coaches, a
diner, 4 sleeping cars, and a lounge-
parlor-buffet car.

WeicHT, SEATING CaAPacrTY, ETC.

The weight, seating capacity, etc., of
the Burlington Zephyrs, and the dates
when placed in their present service, are
given in the following tables:

Power
Date Cars Trailing All Units
Run and Train Placed Exclu- Cars
- “::; ht | Weigh
Service Weighe Weight cight
(Tons) (Tons) {Tons) Lengih
(1) OricivaL ZErave L1334
Kansas City-Omaha-Lincoln
4-car train 151 212"
(2} Sam Hovsrow 10/1/16
Fort Worth-Dallas-Houston
4-car train 136 246°6"
(3) | Ozark Stave 132036
St Louis-Kansas City
3-car train 112 igh'1a"
(4} Mang Twan 1o/28/ 35
St. Louis-Burlington
4-car train 145 28a'1"
(s and &) | Twin Civies Zerrves 12/18/36
Chicago-Twin Cities
a2 trains of 1 power car and
7 trailing cirs each
Each train § £ aby 3Bo sy
. (7and 8) | DExver Zernves 11,8776
Chicago-Denver
2 trains of 2 power cars and
11 trailing cars each
Each truin 216 5ob 23 g71'3"
Salable Sears Other Seats
Parlor T:‘I’i'll
Conch | Sleepers Lﬁ:;ﬂl Parlor | Tetal | Dining (LT::;L[ aiﬁ%nf:d Total | Seurs
' Playing
(1 Gy 1 76 16 16 g2
b £8 12 1o 16 16 126
3 g ] 7o 16 H 86
4) 16 6 16 16 92
(zand 6) 160 16 46* 233 48 18 10 76 198
{7and 8) 150 493 1h 10 2 f1 18 30 104 173

*43 Parlor. 3 Drawing room.
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Dainy Miveace or ZEpuyr TraINs
The daily mileage of Zephyr trains on
the Burlington has now reached imposing
proportions.
The line to which the eight Zephyrs
are assigned and the average daily mile-
age of each are given in the table below:

Average
Name Run Daily
Mileage
Original Zephyr | Kansas City.Omaha.
Lincoln l" ’ 00
Sam Houston | Fort Worth-Dallas-
Houston i 566
DOrark Seate St. Louis-Kansas City 558
Mark Twain 5t. Louis-Burlington -2
Twin Cirties Chicago-Twin Ciries
Zephyrs {2 trains) 1,764
Denver Zephyrs | Chicago- Denver
{2 trains) 2073
Total Daily Mileage | swo2
Since the inning of Burlington

Zephyr service, the accumulated mileage
of the trains to June 30, 1938, totals over
five million, with the high average avail-
ability over the whale period of g5.4 per
cent.

The maximum speeds of the Burling-
ton Zephyrs are limited by rules to the
following:

Miles Per Hour
On tangent track and 1 degree curves o100

On 2 degree curves 83
On 3 degree curves 63

The average scheduled speed of the
Twin Cities and Denver Zephyrs is about
65 miles per hour.

Puvsical CraracTerisTics oF LiNgs
For a proper understanding of the con-
ditions under which the trains operate a

brief description of the physical charac-
teristics of the lines is given below:

Kansas City-Omaha—Lincoln, 250 Miles

About 44% of the line is double track.
Ruring Grapes—There are no adverse
except between Omaha and Lincoln,
where the ruling grades are 1.259% in each
direction.

Maximum Curves are 1° except in ter-
minals and near ends of double track at
Weston, Iatan and Armour. About 819 of
the line is straight track.

Weianr or Ratt—go to 112 pounds, go-
pound predominating.
Ties are treated throughout.

Bariast—Cinders, slag and chatts, cin-
ders predominating.

Fort Worth-Dallas-Houston, 283 Miles

The line is practically all single track.

Ruuive Grapes range from 0.70% to
1.00%.

Maximum Curves are generally 1° be-
tween Fort Worth and Dallas, 34 miles, 2°
between Dallas and Teague, g7 miles, and
3° between Teague and Houston, 152 miles.
About 889, of the line is straight track.

Weiont or RaiL—85 and go-pound, the
latter predominating.

Ties are all treated.

Barrasr—Crushed rock, gravel, burnt
gumbo and shell, the latter predominating.

St Louis-Kansas City, 279 Miles
About 129 of the line is double track.
Ruuwe Grapes are as follows:

F Distance Westhound Fastbound
Se. Louis-West Alton Ch & 3.} 10 0.5 o
Weat Alton.Old Monroe (C.B, & ().) 2 None Nane
Old Monroe-Mexico C.B & Q) 5 0.5 o,
Mexico-Slarer {an% a7 1.0 o
Slater-Kansas Giry {Alton T 1.1 1.0
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Maximum CurvEs except at terminals
are 1° on the C. B. & Q. between St. Louis
and Mexico, 117 miles, and 2° on the Alton

between Mexico and Kansas City, 162 miles.
About 789 of the line is straight track.

Weient or Rain—85 to 112 pounds, 1oo-
pound predominating, including the Alton.

Ties are 100%, treated on the C. B. & ().
and largely untreated on the Alton.

BaLiast—Stone, crushed slag and chatts,
stone and crushed slag predominating.

St. Lowis-Burlington, 221 Miles

About 139 of the line is double track.

Ruring Grapes range from o0.30% to
0.50%.
Maxmmum Curves are 2° except at ter-

minals. About 77% of the line is straighe
track.

WeicnT or Rarn—85 to 112 pounds, go-
pound predominating.

Ties are treated throughout.

Baviast—Principally chatts, gravel and
slag; chatts predominating.

Chicaga—Twin Cities, g5 Miles
About 759 of the line is double track.

Rvurive Grapes over the greater portion
of the route are 0.30% in both directions.
Between Aurora and Savanna, 107 miles,
the ruling grades are 0.80%; westbound and
0,887 eastbound. On the Great Northern
berween St. Paul and Minneapolis, 10 miles,
which is used by the Burlington, the ruling
grades are 1.659; westbound and o0.707 east-
bound.

Maxivom CorvEs—I7 curves pru\-‘aif £X-
cept at terminals. About 76% of the line is
straight track.

WeieHT or RaiL—go to 131 pounds, 100-
pound largely predominating.
Ties are all treated.

BavLasT —Principally washed and crushed
gravel and chatts.

Chicago-Denver, 1,036 Miles
About 46% of the line is double track.
Ruvine Grapes are as follows:

Diz- | Wesr- | Eagr-
Section tance | bound | bound
Miles | 9 %
Chicago-Aurora 38| ox o3
(ﬁhui'::hbu?;lﬁ.it:;rg 124 I-:_uﬂ*: a4
3 -Burlingron nne
Burlington-Creston lﬁ 0.6 m
Creston-Pucific Juncrion B2 | bbb | obb
Pucific Jet.-Lincoln via
Plattsmouth 81 | 385 | rag
Pacific Jer.-Lincoln via
Council Bluffs 76| 1as | rag
Lincoln-Hastings ob | abe | ol
Hastings-MeCook 132 | o8 [N
MeCook-Denver 254 | o7 o7
Average Distance 1,016

Maxivum Corves—1® curves prevail ex-
cept at terminals. Abour 819 of the line is
srraight track.

WeioHT oF RaiL—go to 131 pounds, 100-
pound largely predominating.

Ties are all treated.

BarLasr—Principally chatts, gravel and

slag. Gravel predominates east, and slag
west of the Missouri River.

Resvrrs oF OreraTiON OF ZEPHYRS

Following 15 a statement of the rev-
enues and expenses of the Zephyrs for
the year ended June 30, 1938.

Attention should be drawn to the fact
that the revenues and expenses shown
in this statement are for the particular
equipment unit regardless of the route
on which it may have been operated. The
route shown, in each case, is that to which
the equipment unit is now regularly
assigned.

Note: The railroad company’s rtion
of sleeping car revenues on the Denver
Lephyrs is necessarily an estimare. It is
refatively a small amount and is included
in the item of Revenues.
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REVENUES AND EXPENSES

Renates and Traine
Ka Crrr- Fonr W - St Lo Sr. Lous- Cmrcaco-Twin
M:::.meu m::;-ﬂ:::ﬂ Kawsas "(:T:-rr Bus uln'r:“ Crmizs Comase-Liexyas
1T 1 Tral t Train 1 Train 3 Traing, each 8 Traina, sach TIE:
4 Pusa. Tr, Cars. | 4 Pams, Tr. Corn Jl‘u'l‘r.bm q.l'l-.'l'r.f.‘m Pawm. Tr. 11 Pass. Tr. Cans. T &
Touit One round O round Ore round et roarnd E-r.hmmnd Lach one-way R
trip daily. rip daily. trip daily. e ddmily. erip daily, werp daily. -
rion i Operation Begun* | Operation Segua] A
o3 10156 12,30/ 3% (-5 BT 121k /858
Per Per Fer Per Fer Per »
Amount Tmu Amount | Ty AL | Amoent | T, Af, | Amwent | Tp Af | Ameunt | T Af) | Amesst | Tp M Amoast | Te-Mi.
i ] 1 ] ' ] | ] ] ]
Revesuves leﬁﬂ I.'I'Ir ipaben | s | wghap | s | deette | oaa [rimgbe| o |selial] nose |a03206s '}ﬁ
W Exresans
ofcrew | afis3s | 347 1| ae8 | so8 aba | gl | afgplvel afa | segueme sshape| b
405y | om3 § | om0 41f2 | om ,.Z: o4 aul | glge0 o042 040
Lubricants §79 ¥ %] 1,182 Jooh 759 | o04 "oy | oo & - 11-] tn20 ) ol aj2ot | o0l
and :-'-_“ soma | emn | wbse [ o BE32 | o4 s076 | 036 | aaBr8| opp | dhewr| omn | Toaung| 0wl
t B
tenance G189 41 agah | oy a9 | 47 i@ | o7 bygyy| ot 10 )08 Ll samaeg| JA07 .
Train mainte
naner myag | obg | maeby | cuo | nashs | o7 | apacd | oB6 ansc| o7y | paly| oby | vearys orh
Torar Train
: oz | am | vl | peb | osaofz | s | Toese | 70 | o] GBS0 | amoues| Baa lnaglgsel g6l
[ ~agba | —ony | =692 |—o33 | —E6sh |—ogg | -7803 -0 | —ggfic] —ob8 | —gmgra| —oby |-133005 ) =00
Torar, Inel .
=B L ¥, 49t 485 | 1130 | g2 | seagoyl | g0 203 | g »raay| M1 geoior| by [raseasg| e
Ner Revesve ipS8y | oybb | Wigew | a0 | Fnver | coma | B | agne | Bageds| oSy | ogfRBg| ao7a |5730.08) nady
cent
1.7 10 362 4L 67.5 151 674
te-miles 260 k] 79 2t ' 2,510
Train-miles 181,000 203,353 154,539 153,700 fﬂ,ﬁ 'm::g
i 8,334,508 T TaF k243 fod 8,027 bgmbamyn aLI7a860 T J

* Dperavion begun with J-car oraime 4721738
** Operatmn begun with J-cur raine /31,36,

The above statement shows that the

These figures for the last two six-months’

total Net Revenue for the eight trains m agree with those given in the
for the year ended June jo, 1938, was ing statement of Revenues and Ex-
67.8 per cent of the Revenues. From penses for the year ended June jo,

this standpoint the most profitable trains
during the year were the two large Chi-

ver trains, 75.1 per cent; and
the least profitable, the St. Louis-Kansas
City train, 36.2 per cent.

GrowtH ofF TraFrFIC o8 ZEPHYRS

Following is a statement of the rev-
enues (exclusive of dining car revenues)
of the Zephyrs by six-months’ periods
from January 1, 1935, to June 30, 1938.

1938,
only in the cases of the Kansas (.%1:1?-
Omaha-Lincoln Zephyr and the Fort
Worth-Dallas-Houston Zu:|:|i'q||'r.d.h= ':_"hil
sceming discrepancy is due to act
that ] t of trains has taken
place on several occasions and the figures
of revenues and expenses are so kept by
the company as to apply to the equip-
ment as units, while the revenues by six-
months’ periods attach to the route. The
totals for the year for all trains and routes
are in agreement.
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6 Months
Jan. 1 1o June jo, 1935
Kansas City-Omaha-Lincoln
(Operation begun 11/11/34) $138,271

July 1 0 Dec. 31, 1535
Kunsas City-Omoha-Lincoln 102,271
Chicago-Twin Citiea j16,012

Toral 418,283

Jan, 1 to June 30, 1936
Kansas City-Omaha-Lincoln

(On other runs 4/27 0
11/7/16) 64,596
St. Louis-Burlington ‘Sﬂﬂ other
runs §/17 to 13/31/36) sB,110
Chieago-Twin Cities 303,337
ToraL 431,233
July 1 to Dee. 31, 1936
Kansas Citv-Omaha-Lincoln
{On other runs 4/27 ta
11/7/36) 29,609
Chicago-Twin Cities 423,972
Chicago-Denver 36,337
Toran gBy,H18

Jan. 1 o June 3o t937

Kansas City-Omaha-Lineoln 107,741
Fort Worth-Dallas-Houston 55,072
St. Louis-Kanaas City 76,747
St, Louis-Burlington (On

other runs 6/17 1o 9/8/37) 67,435
Chicago-Twin Citics §24,258
Chicago-Denver g16,795
Chicago-Burlington (2nd

Seceion Denver Zephyr—

6/18 to 6/39/37) 335
Torar 1,793,371

July 1 ro Dec. 31, 1937
Kansas City-Omaha-Lincoln 111,267
Fort Worth-Dallas.Houston 109,456
5t. Lous-Kansas City 88,000

5t, Louis-Burlington (On other
runs 6,17 09/8/37, 12/8 to
1a/agand 13/27t012/31/37) 42,071

Chicago-Twin Cities 648,356
Chicago-Denver 1,144,007
Chicago-Burlington (2nd Sec-
tion Denver Lephyr—7/1
10 9,/7/37) 23,471
ToraL 2,166,754

Jan. 1 to June 3o, 1538
Kansus City-Omaha-Lincoln 109,803
Fort Worth.Dallas-Houston §o,172

Se, Louis-Kansas Ciry 79,827
Se. Lous-Burlin S{}n other
runs 4/3 to 4/8/38 63,681
Chicage-Twin Cities 503,450
Chicago-Denver 957,114
Torar 1,866,009
Guanp Toran

Year

fr1o,271
(6 months)

845,316

2,782,001

The Zephyr trains have been filled
substantially to capacity from the begin-
ning which is illustrated by the fact that
the growth of traffic on them has been
closely related to the increase in the num-
ber of cars in the service.

The Zephyrs in the Chicago-Twin
Cities service have in three years grown
from twin three-car trains, each making
a one-way trip daily, to twin seven-car
trains, each making a round trip daily.
This expansion of the service by succes-
sive steps is evidence of the growth in de-
mand for accommodations on the trains,

As bearing on the question of how pas-
sengers would have traveled had Zephyr
trains not been available to them, the
following statement shows composite re-
sults of passengers’ answers to periodical
questionnaires:

Number
W
Taotal would Per Cent
Passen. l&:&: of
geri Avites Total
Bus ar
Plane
Pioneer lerjph]rr 18,610 1,906 15.6
Twin Zephyrs 4700 1,077 1.4
5121: Ihulh tosn
i r 3,713 1 45:8
Ontar gm.e Zephyr 1&51 m 08 |
Toral 28,395 6,187 a1.8 '

While these data do not give complete
answers to the question of the extent of
traffic growth due to the introduction
of the Zephyrs, they, and other similar
statistics not included herein, prove con-

so33,763  clusively that the new trains have in-

£ 774441

duced a large number of persons to travel
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by rail who would not otherwise have
done so. In the opinion of the officials
also the benefits derived in added freight
traffic have been quite important.

The record of the Burlington in the
operation of its Zephyr trains has been
one of continuous and rapid growth, both
in the number and size of trains and in

the replacement of smaller trains with
larger ones.

The foregoing statements clearly dis-
play the extent to which these devel-
opments have won the approval of the
traveling public. The financial success
attained in the operation of the Zephyrs
is outstanding.

s i TR
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HIAWATHAS
CHICAGO, MILWAUKEE, ST. PAUL AND PACIFIC

GENERAL STATEMENT AND Brizr
Descrirrion or New Hiawataas

In our report of October 1, 1635, we
described and commented upon the great
popularity of the original Hiawathas of
the Milwaukee operating between Chi-
cago and the Twin Cities and gave the
operating results of these trains for the
two months, June and July, 1935. Since
then new cars of the same general design,
built in the company’s shops in 1936 and
1937, have replaced the original cars.

The new cars are similar to the older cars

in their structural features in that they
are of light-weight construction, but Cor-
ten steel has been substituted for plain
carbon steel, the vestibules are of a new
closed type, and the center of gravity has
been lowered to 50 inches above the rail.
Since the date of this report new and
finer Hiawathas have replaced the trains
discussed herein.

The average daily mileage of each
train is 422.

The following statement gives the con-
sist, weight, etc., of each unit of the two

new g-car Milwaukee Hiawathas. They
are hauled by oil-burning Atlantc type
streamline steam locomotives especially
designed for the purpose and built by the
American Locomotive Company. The
cars are not articulated.

Puvsicar Cuaracremismics or Lixe
Chicago—Twin Cities, g22 Miles
The line is double track throughout.

Rurixa Grapes between Chicago and
Portage, 178 miles, are about 0.50% in both
directions; berween and La Crosse,
104 miles, 0.66%; between La Crosse and
St. Paul, 128 miles, 0.30%.

Maximum Corves are 1° between Chi-
;;T: and Milwaukee, 8¢ miles, and 2* on

ance of line. About 80% of line is straight
track.

Weigur or RaiL—g0 to 131 pounds, 100
pound largely predominating.

Ties are all treated.

BavLtast—Gravel.

Resurrs or Oreration oF HIAWATHAS

The statement on the opposite page of
the revenues and expenses of the regular

Wegh:

o-Car Train e T Seating Capacity Total
1 Locomonve 888" T4
1 Tap- 81:3' 48
4 Coaches 3:9*0: 2ol Main Room 208, Lounges 56 125
1 Diner 1 §l
1 Parlor Car I:’} o Moain Room 28, Lounges § }6
t Drawing Hoom
Parlor Car 82y 48 M-L;t; Room 22, Lounges 4,
t Beaver il . ; *
Parlor Car 82y 4 Main Room 36, Lounge 12 I8
Total g28'11" 716 by
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Hiawathas (i.e., exclusive of extra sec-
tions) for the year ended June jo, 1938:

REVENUES AND EXPENSES

Cmeaco-Twin CITies

2 Traing, Steam Loca,
and g Pass. Tr. Cars.
Each a one-way trip

Han daily.
fay 20, 1535
Amount T Pﬂ;ﬁk
) #
Revexues L3am8el | 4343
Taaw Exrexses
of crew 100,630 326
I.mum“d uviu fuel (oil =
coa £4,213 A
Wazer for z:tnmrxrm 2,043 ST
Lubricants for locomotives 3008 010
Other supplics for
731 002
Train supplies and
cXpenscs 2 S
Locomotive repairs ;r 37
Car rcpairs B575 <ATE
Engine expenses 13,120 039
Toral Train Expenses | 358,521 1.163
Dining-Buffer gain 11,557 Q37
Torat, Incl. D-B Gain Jaboiy 1126
Ner Revexve 0,014 3417
Per cent of Revenue T4l
T T2
‘rain-mi
Passenger-miles 4,085,349

The Net Revenue of the Hiawathas
for the year ended June jo, 1938, as
shown in the foregoing statement, was
74-1 per cent of the Revenues.

Growti oF Trarric oy Hiawathas

The original Hiawathas were placed in
service on May 29, 1935, as 7-car trains.
They were later extended to 8 cars and
recently to g cars.

A statement of the revenues of these
trains (exclusive of extra sections and
dining car revenue) by six-months’ peri-
ods follows:

Period & Months Year
julr 1 1o Dec. 31, 1938 $534390
F30404

an. 1 to June 30, 1 1,074,800
uly 1 to Dee. 32, 1936 fig1
im- 1 to June 3o, 1937 &3.':;3 LTS
:lﬂi:’ 1 to Dec. 31, 1937
un, 1 to June 32, 1538 632,058 1,337,898

The remarkable success of the Hia-
wathas and their growing popularity are
demonstrated clearly by the figures in
the two foregoing statements.
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THE 400’'S
CHICAGO AND NORTH WESTERN

GENERAL STATEMENT AND BRIEFY
DEescrirrioN or “400"'s

The two “ 400"'s of the North Western
were placed in operation on January 2,
1935. The cars, of which there are 6 in
each train, are of conventional type.
They are not new but were reconditioned,
redecorated and refurnished for their
present service and are described in our
October 1, 1935, report. The trains are
hauled by oil-burning steam locomotives
reconditioned to meet the demands of
high speed. While the “400"s are not
light-weight trains, their schedules equal
those of the Burlington Twin Zephyrs
and the Milwaukee Hiawathas. The
appointments are excellent and the
trains are popular with the traveling
public,

The average daily mileage of each
train is 419,

The consist of each of the *“400"s, and
other data concerning them, are given
in the table below:

Puvsicar. Cuaracreristics or Line
Chicago-Twin Cities, grg Miles
About 75% of the line is double track.

Ruuivg Grapes between Chicago and
Eau Claire, 322 miles, and between Wilson
and North Line, 25 miles, range from 0.50%
to 0.75%. Except for 6 miles of 1.30% ruling
Frndcs., those of the balance of the line vary

rom 0.§0% to 1.17%.

Maxmmum Cunves are 3° except in a few
instances. About 88% of the line is straight
track.

WeigaT or Rann—i10o to 112 pounds,
1oo-pound largely predominating.

Ties are all treated.

Bartasr—Between Chicago and Mil-
waukee, 85 miles, crushed rock; balance of

line, gravel.

6-Car Train 6‘:::2h ﬁw; Seating Capacity Tatal
1 Locomotive £83'8" 20y

1 Baggage & Passenger| ' 7 Main Room 42, Men's Lounge 10 fiz
1 Lounge Coach 1'y" r Main Room 38, Lounges 12 0
1 Diner B3"10" L] 36
i Lounge Car 88" ah Lounge 27, Parlor 13 40
1 Parlor Car 787" 1 Lounge 1 3, Parlor 31 44

1t Parlor Car By1* - Parlor 27, Solirium E,
Drawing Room 3 16
Toeal ia'o” TTA 268
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ResuLts or OperaTioN oF “4o0''s

Following is a statement of the rev-
enues and expenses of the *“ 400"'s for the
year ended June 30, 1938:

REVENUES AND EXPENSES

Crrcaco-Twiw Crries
2 Trains, Steam Loco,
and & Pass. Tr, Cars,
Each a one-way trip
ltem duily,
Operation begun
Jannary 2, 1535
Per
Amount Tﬂiﬂ-mll
i $
Revexues 665,472 1053
Taux Exransns
Wlw aof crew g by a08
Fi 87,257 J2bag
Lubricants, warer, etc. 6,.:;8 030
Train supplies and
expensey 26,374 F- 0
Repairs 114,505 353
Torar Train Expenses | 331,188 1.021
Dining-Buffet loss —19463 —.oba
Torar, Inel. D-B Loss | 3sofn 1.081
Ner Revexun 34,831 a7
Per cent of Revenue 473
Route-miles 415
Train-miles 323,076
Passenger-miles (est.) 32,273,000

As shown in the foregoing statement
the Net Revenue for the year ended June
30, 1938, was 47.3 per cent of the Rev-
enues.

Growts or Trarric ox “400"s

Following is a statement of the rev-
enues of the *“400"s (exclusive of dining
car revenue), by six-months’ periods from
July 1, 1935, to June 3o, 1938:

Period & Months Year
iulr 1t Dec, 31, tigg 274401
an. 1 to June 3o, 19 277934 $55,338
:lu!r 1 to Dec. 31, 1936 388,204
an. 1 to June 30, 1937 34548 733,342
}u]r 1 1o Dec. 31, 1937 371,862
an, | to Juse 3o, 1938 293,610 bhg 472

It will be noted that traffic on the
“ 400""s has not increased during the past
year. This is accounted for in part by
the fact that the Minnesota 400", op-
erated during a portion of the past year
and then withdrawn, diverted a certain
amount of patronage from the “400"s.

The trains, as the statements indicate,
have been a successful operation from

the beginning.
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STREAMLINE TRAINS
ATCHISON, TOPEKA AND SANTA FE

GENERAL STATEMENT

The Atchison, Topeka and Santa Fe
now possesses and operates a larger fleet
of streamline light-weight trains than
any other railroad. Its experience in
this field is, therefore, of especial interest.

On May 12, 1936, the Santa Fe intro-
duced its Super Chief, the first 3934-
hour extra-fare train between Chicago
and Los Angeles, followed quickly by
the Union Pacific’s City of Los Angeles.
The Super Chief was unique only in its
Diesel-electric locomotive and its great
speed. Otherwise, it consisted of ordi-
nary high-type, heavy conventional Pull-
man equipment.

When first placed in service there was
a definite question in the minds of many
Santa Fe officials as to the need and prob-
able success of the new train. At that
time the Santa Fe Chief, an extra-fare
train, was running light. It was felt by
many that the day of extra-fare luxury
travel had largely passed, and that the
patronage of theonce-a-week Super Chief
would be mainly drawn from the Chief
itself.

Experience quickly demonstrated the
fallacy of this view. The original Super
Chief proved instantly and strikingly
successful, being booked to capacity on
practically every east and westbound
trip as long as it remained in service. It
was significant too that from the day the
fast Super Chief was inaugurated there
was an immediate and heavy increase in
the patronage of the slower Chief. In
fact for a number of months the Chief
itself has been carrying more passengers
than in any previous corresponding
period in its 12-year life.

On May 17, 1937, the Santa Fe's first

new stainless steel streamline Super
Chief completed a record run from Los
Angeles to Chicago in 36 hours and 49
minutes. On the following day it was
placed in regular service. Its capacity
was somewhat greater than that of the
original conventional train, but it too
continued to be booked to capacity, re-
gardless of season, and normally with a
long waiting list,

Prior to 1938 this new Super Chief
was the only streamline train in opera-
tion on the Santa Fe. A major program
for extensive streamline train operation,
however, had been under careful con-
sideration and development for many
months. It came to full fruition early in
1938. On February 20, 1938, a second
streamline Super Chief was placed in
service, thus doubling the de luxe serv-
ice; and on February 22nd two new light-
weight high-speed coach trains, the El
Capitans, were introduced, running twice
weekly between Chicago and Los Angeles
on the same fast 3934-hour schedule.

On March 23, 1938, another 6-car
streamliner, the San Diegan, was put in
service between San Diego and Los An-
geles, making two round trips daily on
a 2%4-hour schedule.

The new 7-car streamliners, the Chi-
cagoan and the Kansas Cityan, were
installed on April 17, 1938, each train
making one trip daily, in reverse direc-
tions, between Chicago, Kansas City and
Wichita, Kan.

On July 1, 1938, two §-car stream-
liners, the Golden Gates, went into serv-
ice between Bakersfield and San Fran-
cisco, Cal., each train making one round
trip daily.

During the period of construction of
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these new trains and their Diesel-electric
locomotives, the six trains required for
the daily Chief were completely re-
equipped with new light-weight equip-
ment of the same high type of workman-
ship and completeness of appointments
as had been provided for the Super Chief.

Thus, in a period of a few months in
the early part of 1938 the number of
Santa Fe streamline trains had grown
from one to fifteen.

The experience with the Super Chief
has been outlined. The first once-a-week
conventional train was sold out to ca-
pacity from the beginning. Its operation
undoubtedly increased the patronage on
the daily Chief, then also conventional in
form. When the first Super Chief was
replaced by a stainless steel streamliner
of greater capacity, it too continued to
be sold out. The same condition con-
tinued to obtain when the second Super
Chief was built and its operation placed
on a twice-a-week basis. Even at the

resent time, under conditions highly un-

avorable to luxury spending, the Super
Chiefs are filled nearly to capacity, while
the now streamlined Chief, steam-drawn,
continues to hold its patronage.

It is significant that there are now in
weekly operation eleven extra-fare first-
class trains each way between Chicago
and Los Angeles, and that these trains in
the aggregate are today carrying many
more extra-fare first-class passengers than
in any other corresponding period in the
history of western travel,

Perhaps the Santa Fe's most inter-
esting experiment in transcontinental
streamline service was in the introduc-
tion of the El Capitans. These are §-car
stainless steel streamline trains, drawn
by Diesel-electric locomotives, and oper-
ated twice a week in each direction be-
tween Chicago and Los Angeles on the
same days and on the same 39!{-hour
schedule as the Super Chiefs. The latrer

carry only extra-fare first-class passen-
gers. The El Capitans, however, cater
entirely to coach travel, at the lowest
existing coach fares plus a small extra
fare. So far as our knowledge goes, the
El Capitans are the only transcontinental
all-coach streamliners in the world.

Prior to the introduction of the El
Capitans, splendid economy service in
coaches was already being given on such
trains as the 60-hour Challengers (North
Western-Union Pacific-Southern Pacific),
the 6o-hour Santa Fe Scout and others,
The North Western-Union Pacific high-
speed streamliners City of Los Angeles

so carried coach equipment, charging a
small extra fare. The question to be
solved by the Santa Fe officials was
whether sufficient transcontinental coach
business existed or could be created to
justify new trains entirely devoted to
such travel and at the Super Chief's speed
and with an extra fare. It was their feel-
ing that there was potential business for
such trains and that the economy trav-
eler would welcome the service afforded
by fast, luxurious and highly comfort-
able coach streamliners, in which he
would have the run of the train, and on
which all would pay the same fare; and
that the saving in time and the low basic
fares would overbalance the slight extra
charge.
The El Capitans were designed to per-
mit of extremely economical operation.
Having no definite measure of the degree
of acceptance the train would receive
from the public, a rate of mileage rev-
enue only slightly in excess of a generous
figure for operating costs was set up as
a preliminary acceptable rate.

The operation u? the El Capitans has
been surprisingly successful. Introduced
on February 212, 1938, patronage in-
creased rapidly from the beginning.
Week after week, in recent months, the
train has been completely sold out. In
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June, capacity operation in both direc-
tions was attained, with mileage revenues
approaching three times the preliminary
estimate.

The introduction of the San Diegan
on March 23, 1938, made good a promise
for such service of long standing., It is
a relatively local operation between two
major points where a highly competitive
situation exists as between rail and high-
way travel. No definite estimate of pro-
spective revenue was made under the
circumstances, but it can be said that
this train, averaging nearly 4,000 pas-
sengers per week, has been extremely
successful both from an actual revenue
standpoint and because of its success in
recapturing automobile and other high-
way travel.

The two Golden Gates, placed in serv-
ice on July 1, 1938, between Bakersfield
and San Francisco, also represented the
fulfillment of a promise made several
years ago. In this case also no definite
estimate of probable revenues could be
made. The results, however, parallel
those of the San Diegan. Here again, in
excess of 4,000 passengers have been car-
ried weekly, and the results currently
exceed expectations by wide margins.

The streamliners Chicagoan and Kan-
sas Cityan, operating daily between Chi-
cago, Kansas City and Kansas points
west to Wichita, are proving another suc-
cessful operation. Traffic has increased
steadily since the inauguration of the
trains and is now about 25 per cent above
the preliminary estimates.

In summation it may be said that the
experience of the Santa Fe has paralleled
that of the Burlington and the Union
Pacific. These two roads first and the
Santa Fe later had each reached the con-
clusion that the high speeds, comfort and
luxuriousness possible in modern stream-
line trains have extraordinary public a
peal, and that the new trains are not l:m}l-)_:;,r

an effective means of recapturing traffic
previously lost to the highways and air-
ways, but of developing much new traffic
that otherwise would not move at all.
We have dwelt at some length on the
Santa Fe's experience in the operation
of streamline trains, particularly the fast
coach trains, because of the fact that, as
a whole, the developments have been
more recent, more rapid and more exten-
sive on this line than on any other and,
as will be seen from the statements which
follow, the program has been a highly
successful one from the beginning,

Brier Descrirriow oF Santa FE
StrREAMLINE TraAINS

Note: The six Santa Fe Chiefs are largely
streamline light-weight trains, but carry
eonventional type non-passenger cars, and
are operated on much slower schedules
than the Seper Chiefs and El Capitans
and are houled by steam locomotives,
The performance record of these trains is
not, therefore, included in this discossion.

The Santa Fe's fleet of streamline
light-weight high-speed trains consists of
the Super Chiefs, the El Capitans, the
San Diegan, the Chicagoan, the Kansas
Cityan and the Golden Gates. They
comprise a total of §8 cars, of which 51
(including § sleeping cars) were built of
stainless steel by Budd, and 7 sleeping
cars of Corten steel, sheathed with stain-
less steel, by Pullman. All of the trains
are hauled by Diesel-electric locomotives
in units of 1,800 H.P., built by the
Electro-Motive Corporation.

The cars in all trains are non-articu-
lated.

The center of gravity of the cars aver-
ages about 55 inches above the rail, and
that of the locomotives about 57 inches.

These trains, like the larger Burlington
Zephyrs, the Rock Island Rockets, the
North Western-Union Pacific-Southern
Pacific Streamliners, the Reading Cru-
sader and others, represent the highest
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and most recent developments in railroad
passenger car construction. Each of the
Santa Fe streamline trains has been de-
signed to provide the maximum degree
of comfort in travel consistent with the
type of service required of it. While the
structural characteristics are alike in all,
each possesses distinctive interior deco-
rative features that have won pronounced
public admiration.

Cownsist oF Trans

The first Super Chief is exclusively a
sleeping car train, composed of 2 power
cars and g light-weight passenger train
cars, B of which are of stainless steel built
by Budd and 1 by Pullman. The order
of the train is—a club-baggage car, 3
sleeping cars, a club-lounge, a diner, and
3 sleeping cars, the rear car containing
an observation end. The second Super
Chief is similar in makeup to the first
Super Chief and consists of g light-weight
cars, 3 of which are of stainless steel built
by Budd, and 6 by Pullman.

The locomotives of the Super Chiefs
are Diesel-electric, in two units of 1,800
H.P. each, built by the Electro-Motive
Corporation.

The two El Capitans are exclusively
coach trains, each composed of a Diesel-
electric locomotive and 5 light-weight
stainless steel passenger train cars—a
baggage-dormitory, a coach, a lunch-
diner, a coach for women and children,
and a coach-observation car. The cars
were built by Budd and the locomo-
tive (1,800 H.P.) by the Electro-Motive
Corporation.

The Super Chiefs and El Capitans
make a round trip weekly between Chi-

cago and Los Angeles, leaving Chicago
on Tuesdays and Saturdays, and Los
Angeles on Tuesdays and Fridays.

The San Diegan is composed of a
Diesel-electric locomotive and 6 light-
weight stainless steel passenger train
cars—a baggage and mail car, 3 coaches,
a tavern-lunch counter car, and a parlor-
observation car. In August an addi-
tional coach was added. The cars were
built by Budd, and the locomotive (1,800
H.P.) by the Electro-Motive Corpora-
tion. The San Diegan makes two round
trips daily between Los Angeles and
San Diego.

The Chicagoan and Kansas Cityan
are companion trains, each consisting of
a Diesel-electric locomotive and 7 light-
weight stainless steel passenger train cars
—a baggage and mail car, 3 coaches, a
club-coach car, a diner, and a parlor-
observation car. The cars were built by
Budd, and the locomotives (1,800 H.P.)
by the Electro-Motive Corporation and
St. Louis Car Company.

The Chicagoan and Kansas Cityan
each make a one-way trip daily between
Chicago and Wichita.

The two Golden Gates are each com-
posed of a Diesel-electric locomotive
and ¢ light-weight stainless steel passen-
ger train cars—a baggage-coach car, 2
coaches, a lunch-tavern car, and a parlor-
observation car. An additional coach
was added to each train in August. The
cars were built by Budd, and the loco-
motives (1,800 H.P.) by the Electro-
Motive Corporation.

The Golden Gates each make a round
trip daily between Bakersfield and San
Francisco.
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WeiGnr, Seating Caraciry, Etc,

The weight, seating capacity, etc.,
of the Santa Fe streamline light-weight
trains, and the dates when placed in
service, are given in the following tables:

The average speed of the Super Chiefs
and El Capitans is §6 miles per hour, of
the San Diegan 50, of the Chicagoan and
Kansas Cityan 58, and of the Golden
Gates 54.

D Fl?w“ Traili
ate ars rathing All Unirs
Run and Train Placed Exclu- Cars
Servi 1:“1: ght | Weigh
e leight Weight leight
(Tons) | (Tous) | (Tous) | <"
(1and 2} | Surer Cuiers
Chicago-Los Angeles
2 trains of 2 power cars und g
trailing cars each
Orne train 5/ E8 17 287 2 764 Ben'n1”
One erain 3/20/38 287 (3] 8o Ego'1n”
(3and g} | Er Carrans 3/22/38
Chicogo-Los Angeles
2 trains of 1 pawer car and 3
trailing cars each
Each train 147 248 395 73"
(5) San Dimgax 1/23/38
Los Angeles-San Diego
1 train of 1 power car and 6
trailing cars 145 285 430 i479"
(6and 7) | Ciicacoan anp Kaxsas Crivax 4/17/38
Chicago-Wichita
2 trains of 1 power car and 7
trailing cars each
Each train 145 340 485 | 67"
{8 and g} | Gowpen GaTEs 7/1/38
Bakersfield-San Francisco
2 trains of T power car and
¢ trailing cars each
reain 14§ 248 o3 | 4743
Salsble Seats Other Sears Total
Conch Sleeper Parlor Tortal Dining | Lounge Total All Sears
1 and 2) e 121 3 77 113 23
3 and 4) 156 156 38 3% 70 2
3 156 34 152 a 8 4% 235
(6 and 7 tha 34 ath 48 37 B3 3ot
(B and g 140 34 174 37 g 45 119

Daiiy MiLEAGE

The average daily mileage of these
trains is as follows:

Average

N Daily

s Mileage

Super Chiefs 1 trains, 127"
El Cupitans ¥1 tr:.im; 1,'1';,;"
San Diegan 1 train) 504
Chicagoan and Kansas Cityan (2 trains) | 1,348
Golden Gates {2 trains} :.ﬂg.;
Total Daily Mileage 5674

* Round trip mileage divided by 7.

Pavsicar, Caaracreristics oF Lives

The physical characteristics of the lines
on which the Santa Fe streamline light-
weight trains operate are briefly described
below:

Chicago—Los Angeles, 2,229 Miles
The line between Chicago and Los
Angeles, over which the Super Chiefs
and El Capitans operate, traverses prai-
rie, semi-mountainous and mountainous
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country. The ruling grades and max-
imum curves vary accordingly, covering
the whole range up to 3.5 per cent and
11 degrees, respectively.

About 65%, of the line is double track.
Rutinc Grapes are as follows:

Dis- | West- | East-
Section tance bound
Miles | % %
Chi Fart Madison 23 . 1.5
Fort Madison-Kansas City 1] o o9
Kansas City-Newton (vin
Ortawn Jer.) 186 | ob 0.9
Kansas City-Newton (via
Topeka 201 | 1.1 1.0
Newton-La Junta 356 | ob | ob
La Junta-lsleta 9| 35 | 3
Isleta-Gallop 147 | 10 o
Winslow 128 | ab ol
Wi Nesdles zg; 1.4 1.8
1 1 1.0
Barstow-San Bernardino #a| 1 za
San Bernardino-Los Angrles 6o | 1§ 22
Average Distance (via
Oteawa Jer.) 2,299

Maxmus Cuorves between Chicago and
La Junta, gg2 miles, range from 4° to 6% In
the mountain sections west of La Junta, they
are 11°. On the balance of the line, they
vary from 4° to 6°. Throughout the whole
line, the inating curvature is much
ighter than the maximum, being generally
1° to 114° on the low grade sections and 134°
to 4° in the mountain territory. About 82%
of the line is straight track.

WeicHT or RaiL—go to 131 pounds, 110-
pound largely predominating.
Ties are all treated.

Bariast—About 40% gravel, 37%
crushed rock, 17% volcanic cinders, the re-
mainder slag and screenings.

Los Angeles-San Diego, 126 Miles

The line is single track.

Rutivag Grapes are 2.29 in both direc-
tions.

Maxmvum Curves are 10°20/, with 1% to
4° predominating except in heavy grade sec-
tions. About 78% of the line is straight
track.

Weiont or Rai—Practically all go-
pound.

Ties are all treated.

Bartast—About 74% of the line is
ballasted with gravel, 19% with crushed
rock and the remainder with cinders and
screenings.

Newton-Wichita, 27 Miles

The line is single track.

RuLing Grapes are about 0.809% in both
directions.

Maximus Curves are 3°13, with 134°
and 2° predominating. About 88% of the
line is straight track.

Weiant or RAiL—go to 112 pounds, go-
pound largely predominating.

Ties are all treated.

Battast—All crushed rock.

Bakersfield-Oakland, 316 Miles

About 2% of the line is double track.

Ruuine Grapes are 1.2% against west-
bound and 1.5% against eastbound traffic.

Maximum Curves are 6°, with 1° to 3°
predominating except on heavy grade sec-
tions. About go% of the line is straight
track.

WeianT or RaiL—go-pound.

Ties are all treated.

Bavrast—All crushed rock.
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Resvrrs or OperaTion oF Sanrta Fe
StrREaMLINE Tralxs

Following is a statement of the rev-
enues and expenses of the Super Chiefs
for the year ended June jo, 1938, (one
train from July 1, 1937, to February 19,
1938, and two trains from February 20,
1938, to June 3o, 1938), and for the other
Santa Fe streamline trains for the respec-
tive periods since they were installed to
June 30, 1938:

Nnru The railroad company’s proportion
Super

of sleeping car revenues on the
Chiefs is necessarily an estimate. It is
relatively @ small amount and is included
in the item of Revenues.

rom this statement it will be seen
that the Net Revenue of all seven trains
for the respective periods of opera-
tion as stated in the foregoing was 61.3
per cent of the Revenues. %mm this
standpoint the most profitable trains have
been the Super Chiefs, 64.9 per cent; and
the least profitable the San Diegan, 44.3

per cent.

Growrd oF Trarric ox Santa Fi
STrREAMLINE TraiNs

The first Super Chief was placed in
service on May 12, 1936. From that

REVENUES AND EXPENSES

Routes and Trains
Curcacoax axp
Surex Criers CMEL Carrrans sﬁm KEH_!.I.I CKrtEu
San Diego wchita
1 Tr,7/0/37-3/19/38 Toras
‘I? ) mrg 2 Trains, 1 Train, 2 Trains, _ﬁlm
Pass. Tr. Cars. & Pass, Tr, Cars. 7 Pass. Tr. Cars. RALNS
Ttem EET:I:.E{ E;:i ch one mund Two ??d Each uﬁwnr
o ? trip weekly trips daily. trip daily
Operation Begun Operation Begun Operanion Begun Operatian Begun
gf1al16 2/21/48 3/13/38 4f17/38
Per Per Per Per Per
Amount TrMi. Amaotnt Tr-Mi. Amount Tr_Mi. Amount Te-Mi. Amount Tr-Mi.
] ] 3 H ] | § ] ) ]
Revemuns 04,358 L5y 179,655 1.704 70,0073 1447 162,012 1boo | 1,306028 | 2072
Tn#- E:}l:uu 8 . it 5 »
crew g7.210 , 45,750 k. 13 & 3 42 ] 2187
Fmil 32,078 e o679 o0 aola7 86 -g.':la .;3! m oy
Lubricants, etc. 8005 018 1,598 016 90 008 107 % 14,01 023
Train bes and . P p 7
CXpenscy 13043 oy 12937 o079 582 A1 15,651 408 3,343
Power plant
maintenance 20,538 a13 14,506 ol 58, 109 12,826 a6 105,244 JMhy
Train maintenance 16,214 ok 15,788 A1 7,386 353 16,811 g fig, 790 A0t
Torar TI'I.II'I
268077 B8 | 10 MHaf 16,137 747 T3m76 2 FUERE
Dining- uﬂ':rr |oss =10044 | —o358 33‘1 =010 =-3,855 | —.000 —=2,091 | —.011 —=33,322 | —.03%
Torar, Inel. DB
Loss 179,021 AR 111,350 Ay RLETE Bob 26,007 24 §a5,350 Hor
Ner Revesve §15.937 (2T 168,385 1624 at,0t1 gt B6.Bas By Bar,s78 | ram
Per cent of Revenue B4 fo.2 e 533 61.3
Route-miles 3,15 2,329 126 g
Train-miles 316,028 e 38 to1,850 6
Passenger-miles 26,424,162 1573978 §,4%4,068 7.558,149 £5,316,1
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date to May 18, 1937, it consisted of a
Diesel-electric locomotive and conven-
tional high-type heavy Pullman cars. On
the latter date the cars were replaced by
stainless steel streamline equipment of
greater capacity, and on February 20,
1938, a second Super Chief with a Diesel-
electric locomotive and lhight-weight
streamline cars was placed in this serv-
ice. The two Super Chiefs each make a
weekly round trip between Chicago and
Los Angeles.

The rapid growth of traffic on the
Super Chiefs is indicated by the following
statement of revenues (exclusive of din-
ing car revenue) by six-months’ periods:

45
Pl-l’ibd ﬁ h!l!l‘ll]u Yl;.l.r
iulr 1 to Dec. 31, 1936 $199,346
an. 1 to June 30, 1637 238,581 da37.827
i-lr 1 o Dec, 31, 1537 306,286
an. 1 to June 30, 1538 488,072 794,358

The remarkable increase in the rev-
enuesof the Super Chiefs which the above
statement discloses is ahmmure of their
popularity, especially when considered in
the light :f the fact }t:h:t the Chiefs have
continued to retain their patronage.

The El Capitans, the San Diegan, and
the Chicagoan and Kansas Cityan were
inaugurated since the first of the year.
The statement below shows the date each
train or pair of trains was placed in serv-
ice and the monthly revenues (exclusive
of dining car revenues) from the begin-
ning of operation to June 3o, 1938:

Date {Deollar Figures in Thousands)
Train _ Placed 1yl el
- February | March | April May June
$ ¥ ] H] ] -]
Er Carrans a/23/18
Chicago-Los Angeles
2 trains g, 38, 4% 83, oL, 7%
Sax Diwoaw 323/ 38
Los Dhego
1 train 3 e i in e
Cricacoan ann Kansas
Crrvan 4/17/38
Chicago-Kansas City-
ichita
2 trains 26, 2, ", 163,
Total &, 41, 97, 167, 159, 512,

As the above statement shows, the
growth of traffic on the El Capitans
and the Chicagoan and Kansas Cityan is
outstanding.

May and June are the only full months
of operation of all five trains. The in-
crease in the traffic in June over May is
indicative of the growing favor with
which the public has received these new

splendidly appointed trains and high-
speed service.

The whole Santa Fe streamline train
program has been attended with remark-
able success, both in the manner in which
the trains have been received by the pub-
lic and in the financial results of their
operation.
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ROCKETS
CHICAGO, ROCK ISLAND AND PACIFIC

GENERAL STATEMENT

As in the case of other western roads,
the ion of streamline train service
on the Island was the result of a
very careful study of ways and means
for stemming the decline in passenger
traffic on its lines and for recovering to
whatever extent might be possible the
large amount which had been diverted
to other agencies of transportation—the
automobile, the bus and the airplane.
These studies, directed to specific routes,
coupled with a knowf]edg: of the satis-
factory experience of other roads, led to
l:hcu::?ndU!iﬂn that the streamline fast
train, with its great popular appeal, its
high availability in service and economy
of operation, was capable of reversing
the downward trend. Immediately upon
reaching this conclusion, six trains, which
were named Rockets, were purchased.

The routes selected for streamline serv-

ice were:

Cuicaco-Peonia (161 miles), where the
travel is normally heavy and where
by the use of one Rocket, making two
round trips daily, satisfactory sched-
ules would be furnished.

Cuteaco-Des Moives (358 miles),
where one daily round trip would serve
besides the terminal cities the im-

ant centers of Moline, Rock Is-
Davenport and a number of
other large intermediate points.

Kaxsas Crry-Minnearorss (48 miles),
where two trains, each making a one-
way trip daily, would serve a number
of important centers,

Kaxsas Crry-Oxianoma Crry (408
miles), where one train making a daily
round trip would serve the terminal
citics and a large number of important
centers.

Forr Worrn-Dartas-Housrox (283
miles), a joint division of the Rock
Isiand and Burlington, where the
traffic is relatively light and where
double daily service each way would
be provided by a Rocket and a Bur-
lington Zephyr.

The Rockets were placed in operation
on the jointly operated Fort Worth-
Dallas-Houston route on August 23,
1937, on the Chicago-Peoria, Chicago-
Des Moines and Kansas City-Minneapo-
lis routes during the latter of Sep-
tember 1937, and on the lgfm City-
Oklahoma City route on February 13,
1938,

As the statements which follow show,
the trains have been given a highly favor-
able reception by the traveling public.

Brier Descrirriox or Rock Istaxp
Rockers

The fleet of Rock Island Rockets, in-
cluding the jointly ted train, com-
prises two 4-car trains and four j-car
trains, a total of 20 cars, all of which
were built by Budd. The trains are
hauled by Diesel-electric streamline loco-
motives of 1,200 H.P, each, built by the
Electro-Motive Co tion.

Three cars in each of the g4-car trains
and two cars in each of the 3-car trains
are articulated.

The center of gravity of the cars aver-
ages about 58 inches above the rail, and
that of the locomotives about §7 inches.

The Rock Island Rockets are repre-
sentative of the high of workman-
ship, beauty of line, cxgﬁ:nc: of interior
decoration, completenessof appointments
and travel comforts and smooth riding
qualities that characterize the newer
high-speed streamline trains.
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Consist or Rockers

The Rockets are all day trains, The
4-car trains are each made up of a dinette
coach (with space in the forward end
for baggage) a 6o-seat coach, a 76-seat
coach, and a 41-seat parlor car with bar.
The 3-car trains each consist of a dinette
coach with baggage compartment, a 76-
seat coach, and a combination car of 28
coach seats and 24 parlor car seats, with
bar.

WeicaT, SEaTivg Caracity, Etc.
The weight, seating capacity, etc., of
the Rock Island Rockets, and the dates

when placed in service, are given in the
following tables:

Daitry MiLgacE

The average daily mileage of the Rock-

ets is as follows:

Average
Run Daily

Mileage

Chicago-Peoria 1 truin)

Chicago-Des Moines 1 min; m
Kansas City-Minneapolis (2 trains 78
Kansas Ciry-Oklahoma City é: ln.m; 16
Fort Worth-Dallas-Houston (& train 366
Total Daily Mileage -]

Through the inauguration of Rocket
service the Rock Island has effected a
net reduction in train mileage of other
trains of 1,374 per day.

The average s of the Rockets
ranges from §3 in the case of the Kansas
City-Minneapolis trains to 60 in the
case of the Chicago-Peoria and Chicago-
Des Moines trains.

Da Pgﬂr Traili
te wrs railing All Unies
Run and Train Flf':‘d Eﬂ';,' Cars
Service Weight Weight Weight
(Toms) | (Tom) | Crome) | 2%
(1) Cacaco-Prozia o/19/37
1 train of | power car and 4
trailing cars §1.] 176 286 356" 10"
{2) Cricaoo-Des Moiwes 9/26/37
1 train of 1 power car and 4
trailing cars 1o 176 186 346710"
{3and 4) | Kaxsas Crev-Minsgarouss 9/20/37
2 trains of 1 power car and 3
rrailing cars each
Each train 110 4o 250 1"10"
() Kansas Crrv.Oncanona Crry 2/13/38
t train of 1 power car and 3
trailing cars 11 140 240 121"
() Fr. Worrn-Darvas-Hovsron B/as/a7
1 train of 1 power car and 3
“ﬂlli'(l}i:E :.;; Jointly. by Rock 118 140 240 191"16"
rated jointly
Island and Burli}ngrm}
Salable Seats Other Seats Trnﬂ
Coach Parlor Total Dinetre Total Seats
1) 136 4 177 n 32 ]
E‘.ﬂ Same as (1)
{3 and 4) 104 24 128 1 32 iha
ggg Same as fg,%
Same us (3
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Puysicat Cuaracreristics or LiNgs
Before proceeding to display the state-
ments of revenues and expenses of the
Rockets, brief descriptions of the physical
characteristics of the lines on which they
operate will be given, as follows:

Chicago—Peoria, 161 Miles
About 70% of the line is double track.

RuLixe GrApEs are approximately 0.50%
in both directions.

Maximum Curves of 1° predominate ex-
cept at terminals. About 80% of the line is
straight track.

WeiGuT or RaiL—go, 100 and 112-pound.
Ties are all treated.

Bariast—Crushed rock and gravel, the
latter predominating.

Chicago-Des Moines, 358 Miles

About 70%, of the line is double track.

RuLing Grapes are 1.00% westbound
and ©.77% eastbound.

Maximum Corves of 1° predominate ex-
cept at terminals. About 829 of the line is
straight track.

Weienror Rai—100, 110and 112-pound.
Ties are all treated.

Bavrast—Crushed rock and gravel, the
latter predominating.

Kansas City-Minneapolis, 459 Miles
About 17% of the line is double track.
I!Buxc Grapes are 1.00% in each di-

rection.
Maximus Curves of 2° predominate ex-

cept at terminals. About 809 of the line is
straight track.

WeicHT or Rai.—85 to 112-pound.
Ties are all treated.

Bavtast—Gravel, shale, burnt gumbo
and chatts.

Kansas City-Oklahoma City, 08 Miles
About 37% of the line is double track.

Ruuing Grapes are 0.809 westbound
and 0,509, eastbound.

Maxmvum Curves of 2° predominate ex-
cept at terminals. About 899 of the line is
straight track.

WeicaT or RaiL—go to 112-pound.
Ties are all treated.

Bariast—Crushed rock, gravel, burnt
gumbo and chatts.

Fort Worth-Dallas-Houston, 283 Miles

The line is practically all single track.

Ruwineg Grapes range from o.70% to
1.00%,.

Maximum Cunves are generally 1° be-
tween Fort Worth and Dallas, 34 miles, 2°
between Dallas and Teague, 97 miles, and
3" between Teague and Houston, 152 miles.
About 889 of the line is straight track.

WeiGnr or Rai.—8¢ and go-pound, the
latter predominating.
Ties are all treated.

Bavrast—Crushed rock, gravel, burnt
gumbo and shell, the latter predominaring.

Resurrs oF OperaTion or Rockers

Following is a statement of the reve-
nues and expenses of the Rockets for the
respective periods of their operation to
June 30, 1938:
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Routes and Train
Cwicaco- Crmicaco- Kanpas Crre- Kawpan Crrey- Foxr Wonrs-
Proxia Dus Moises MiwsnaroLs Ouramoss Crry Davias-Hoveros™
1 Trai I Trai 1 Trains, each 1 Trai 1 Trai Toras
4 Pass, TI:..tArL & Pusa. T, 1 Pasa, Tr. Cars. 3 Pass, Tr. 3 Pass. Tr. Cars. T'E“
Teem Two round e round lach m one-way One round One round it
trips daily. erip daily. trip daily. trip daily. trip daily.
w1957 936/ 57 P /13738 i/2¢7 17
Per Per Per Per Per
Amount | Tp.Mi, | Amount | T | Amount | Traqp, | Amount | Tr.afi, | Amoust | Tr a6, | Amount | Tr.MG
] 3 ] ] ] ] ) ] ) $ ] $
Ravixies J14,588 1714 J50056 1g8g JMegae 1,153 G4, 020 Ko 168,814 1038 | nagabie | 1343
oy 6 | s 66,8 23 | ar00 '
Erew 47040 a 1 351 " . a7, 243 Py F 2334 A5
ﬁ:?ﬂ 9154 o0 o bk o4y 12,000 48 576 41 2?-“ 3§ Y ogh
" el &85 | o33 5ty | o3y a8 | e 30a2 | .oi8 3 | wal EERTE R M
wir of hat g0 1he5 47 oy By
Power plan: 3 i, g = 5047 a5 45002 :
maintenance 15043 ST 15,737 Eerl} 16,30 L L= a7 131 ',rlu“
Truin maintenance | 10,390 -ogh i.m B4 1 gl =5’-ﬁ ] 13,779 anibg | o
Torat Train
i uidig 511 LA EL S0 | 1anab 473 ATi813 437 Tt 578 b | ang
1L1% oo 3,00 L0 1,860 007 =018 | —.00p =630 | —.00 =16y | —.c02
Toray, Incl D-B
or 367§ £10 i, 058 480 | 135,367 456 algqn 436 1o alo Sy abg iy 501
Ny Flwl.‘i'l.lll'l 191,013 1a0g | 35 1305 185,063 Bg e Aty o174 415 mifie | A
cent
Revenue 7.1 734 0.6 4h.7 a0 a7
mﬂﬁﬂ 161 358 4By 4c8 k3 1
-miles 183,840 198,346 68,950 111,330 163,331 Iﬂ;
Pamenger-miles (est.} 14,734,000 17,658,000 15,437,000 4711000 ,304,000 Glj;uu

* Jointly operated by Rock lsland and Burlington.

It will be seen from the foregoing state-
ment that the Net Revenue of all six trains
from the beginning of operations to June
30, 1938, was 62.7 per cent of the Reve-
nues. From this standpoint the most
profitable trainis the Chicago-Des Moines
train, 73.1 per cent; the least profitable,
the Fort Worth-Dallas-Houston train,

40.1 per cent.

Growrn or Trarric ox Rockers

As has been shown in a foregoing state-
ment, the Rock Island Rockets have been
in service a comparatively short time.
The first to be inaugurated was the Fort
Worth-Dallas-Houston train (a joint op-
eration of the Rock Island and Burling-
ton) which was placed in service on
August 25, 1937.
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The statement which follows shows
the monthly revenues (exclusive of
dining car revenues) of each train or
pair of trains since the beginning of
operation::

during the fall and early winter. The
current business depression has undoubet-
edly adversely affected the revenues but
to what extent cannot, of course, be
ascertained.

nnaas Ciry-
Minneapolis

2 Trains o/ef37 | & | 27, | o,
Kansas City-Oklahoma

Date {Dallar Figures in Thousands)
Rocket Placed
Seths i“' el w Total
Service Sep. | Qet. | Nov. | Dec. | Jan. | Feb. | Mar. | Apr. | May | June
: . ¥ t ! ) $ H ] ] ] H $
Chicago-Peoria a/19/a1 | 9 | I 36| at| 30| 35| 1| 3| | 3| 34
Chicago.Des Moines | /26/37 w36 a8 am ] de | 5| 3| 36 36| an, T

AT | a0 | 34| M| za | 3] 38| 300,

Cie z/13/38 13, | 30, | 32, | 19| a1, )
Fort 15!':1:1rll'h!llul!n.l.- id

Houstaon Bfagfaz | 2o, | B | 1| voy | | ey | 16| a8 | a6, | | ey

Total 34 | 15, | rao, | 148, | veoy | 133 | nan, |orans | 13t | 143, | 1,043,

Because the Rockets have been so re-
cently installed, the above statement
gives little indication of the probable
growth of trafficon themin future months.
The figures must also be read in the light
of the fact that on most of the routes
passenger travel is normally heaviest

It is the opinion of the officials that a
substantial portion of the travel on the
Rockets is newly induced traffic,

The Rock Island streamline train
program as a whole, as the foregoing
statements clearly indicate, has been
highly successful.
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GREEN DIAMOND
ILLINOIS CENTRAL

GENERAL STATEMENT AND Brier
Descriprion oF Greex Diamonp

The Green Diamond was placed in
service on the Illinois Central between
Chicago and St. Louis, 294 miles,on May
17, 1936, supplanting two steam trains.
It consists of § fully articulated light-
weight streamline cars, with dimensions
generally corresponding to standard
steam train practice. The forward caris
a 1,200 H.P. Diesel-electric locomotive,
followed by a mail-baggage car, a 56-
seat coach, a coach-diner with 44 coach
seats and 16 diner seats, and a diner-
lounge car with 22 parlor car and 8 diner
seats. The seating capacity is—100
coach, 22 parlor and 24 diner seats, a
total for the train of 146. Its weight is
248 tons and its length 328'6". The train
was built by Pullman. The principal
structural material is Corten steel as-
sembled by riveting. Aluminum is used
for interior finish and decorative fea-
tures. The power plant was built by the
Electro-Motive Corporation.

The center of gravity of the power car
is 61 inches, and of the trailing cars 57
inches, above top of rail.

The Green Diamond makes a round
trip daily and traverses the distance be-
tween Chicago and St. Louis, 294 miles,
in 4 hours and §§ minutes, or at an aver-
age speed of 60 miles per hour.

The train possesses many unusual
and attractive features. The effective
air conditioning, smooth riding qualities
at high speed, absence of shock in start-
ing and stopping and its fast schedule
are most favorably commented on by
passengers.

Puysicar Cuaracreristics oF LINE
The physical characteristics of the line
on which the Green Diamond operates

are as follows:

Chicago-St. Louis, 294 Miles

About 32% of the line is double track.

RuLing Grapes are 0.76% in both direc-
tions, except between Gilman and Clinton,
68 miles, where the southbound ruling grade
is 1%..

Maxmmum Curves are 6°, with a few
sharper curves at terminals. About 949 of
the line is straight track.

WeicnT oF RarL—15% 112-pound; 24%
11o-pound; and 61% go-pound.

Ties are all treated.

BavnLast— 50% chatts; 17% broken stone;
13% slag; 12% cinder; 6% gravel; and 2%

screenings.
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Resvrrs oF OPERATION OF THE
Greey Diamowp

Opposite is a statement of the rev-
enues and expenses of the Green Dia-
mond for the year ended June 30, 1938:

The percentage of Net Revenue to total
Revenues for the year’s operation was

39.6.

Growts oF TrarFic ox GREEN
Diamonnp

The revenues of the Green Diamond
(exclusive of dining car revenues) by six-
months’ periods are shown in the follow-
ing statement:

Period 6 Months  Year
July 1 to Dec. 31, 1936 (est.) $rby,000
Jun. 1 o June 30, 1937 149,032 3313032
July 1 to Dec. 31, 1937 155,346
Jan. 1 to June 30, 1938 122,628 277,07y

REVENUES AND EXPENSES

Crrcaoo-St, Lours

1 Train,
4 Pazs. Tr. Cars,
One round trip daily.
Teem
%{IU—OH begun
ay 17, 1936
Amount _Pﬂ‘ .
i Train-Mile
$ 3
Revexves 277074 1.486
TI.‘;'_JN Fx Ir_g:rﬂ.m.
s of crew §1,083 a7
Fl.ﬁe 8057 .cug
Lubricants, etc. 1,583 JOl4
Train supplies and
expenses 14,864 279
Poawer plant mainte-
nance 32,548 174
Train maintenance 17,621 L0t
Torar Train Ex-
penses 147,626 T8
Dining car loss — 20,137 —.;nﬂ
Torar, Incl.
Dining Car Loss 167,763 Bg7
Ner Revesve 115,211 58y
Per cent of Revenue 396
Houte-miles 264
Train-miles 187,109
Passenger-miles 11,683,453
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REBELS
GULF, MOBILE AND NORTHERN

GENERAL STATEMENT AND Brier
Descrirrion or Repers

The two original Rebels are streamline
Diesel-electric 3-car trains, designed and
built by the American Car & Foundry
Company. They were placed in service
on the Gulf, Mobile and Northern be-
tween New Orleans, La., and Jackson,
Tenn., in July 1933, replacing conven-
tional steam trains. They are run on
nightschedules of approximately 14 hours
for the 488 miles between terminals,
making 47 stops. The average speed is
about 3¢ miles per hour.

The principal material of construction
in the trains is Corten steel. The cars
are not articulated. Each train consists
of a power car with compartments for
mail and baggage, a buffet-passenger
coach, and an observation-sleeping car.
An additional coach is provided for use
interchangeably in the two trains.

The motive power is a 660 H.P., 4-
cycle Mclntosh & Seymour Alco type
Diesel engine, with cylinders of 1234-inch
bore and 13-inch stroke, directly con-
nected to a Westinghouse generator.

The center of gravity of the power car
18 49 inches, and of the coaches and sleep-
ing cars §1 inches, above top of rail.

The buffet-passenger coach seats 38
in the white compartment and 24 in the
colored compartment. The buffet is
equipped to serve meals throughout the

train and is operated by the Interstate
News Company at a small loss to the
railway company.

The observation-sleeping car contains
6 sections and 1 stateroom, together with
spacious dressing rooms for men and
women. The lounge-observation com-
partment seats 18 persons, The sleep-
ing cars are operated by the railway
company.

The extra car is a coach of 71 seats,
47 in the white compartment and 24 in
the colored compartment. Itisattached
to the Rebels for the run between Jack-
son, Miss., and New Orleans, a distance
of 186 miles, where the population is
relatively dense.

The total weight of the 4-car train is
234 tons, and its length 302 feet. The
total weight of the 3-car train is 187 tons,
its length 226 feet.

In January 1938, a third Rebel was
placed in service between Mobile, Ala.,
and Union, Miss., 181 miles. This train
consists of a power car (of the same type
as those of the New Orleans-Jackson,
Tenn., Rebels) and a combination coach-
sleeping car which it delivers to and re-
ceives from the New Orleans-Jackson,
Tenn., Rebels. These combination cars
contain 40 coach seats and 6 sleeping car
sections, are 81 feet in length and weigh
53 tons, Thus, the New Orleans-Jackson,
Tenn., Rebels are g4-car trains between
New Orleans and Jackson, Miss., 186
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miles; 3-car trains between Jackson,
Miss., and Union, Miss., 74 miles; and
4-car trains between Union, Miss., and
Jackson, Tenn., 228 miles.

The Rebel trains were designed to
meet the particular needs of Gulf, Mobile
and Northern passenger travel. They
were an evolution rather than an innova-
tion, as the company has operated motor
trains since 1924, and gas-electric trains
since 1930. The inauguration of the
Diesel-electric trains marked the com-
plete replacement of steam motive power
in passenger train service with self-pro-
pelled internal combustion equipment.

The Rebels are the only streamline
trains operated in the South. They are
air-conditioned, ride smoothly and pos-
sess many features designed to add to the
comfort and convenience of passengers.
A hostess is in attendance on all trains.
Because of their attractiveness and the
completeness of their appointments, the
enthusiasm with which they were first
received has been fully sustained through-
out the whole period of their operation.

PursicaL Chuaracreristics or Line
New Orleans, La—Jackson, Tenn., 388 Miles
About 16 miles of the line is double track,
the balance single track.
Rurise Grapes are 19,

Maximusm Curves are 4°. Lower rates
predominate, cxcept at terminals. About
84% of the line is straight track.

Weiont or Ran—29 8o-pound; 47%
8¢-pound; and 519, go-pound.

Ties—859 of the ties in the main track
are treated.

BaLrast—The entire line is ballasted:
39% gravel, 57% slag and 4% cinders.

Resvrrs or OrErATION OF THE REBELS
Following is a statement of the rev-
enues and expenses of the New Orleans-
Jackson, Tenn., Rebels for the year
ended June 3o, 1938:
REVENUES AND EXPENSES

New Ontrans-]acxson, Texw,
2 Traina,
4 cars New
ackson, Mins.
1 cars '{.Trh?“' Miss.-Union
3 cars to 1/16/38, 4 thereafter,
e Unhu.jnin'm, Tenn.
Each a onc-way wip daily.
Operation begun 7/20/35
Amount Tnmllﬂc
f
Revesces 218,201 -gn
Traiw Exrexies
of crews 007 23¢
Fuel vil 0977 on8
Lubricants, ete. 2,445 o7
o
and expenses 183 2
Power plant 3
maintenance 19,535 056
Train mainte-
nance 21,543 o1
Torar Train
nscsE 150,837 40
Ner Revesve 87,458 150
Per centof
Revenue 6.5
Roure-miles 488
Train-miles 50,955
Passenger-miles
Imuj“1 78co,000

As the statement shows, the Net Rev-
enue for the year was 36.7 per cent of
the Revenues.
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GrowTta or Trarric ox THE REBELS

The revenues of the New Orleans-
Jackson, Tenn., Rebels (exclusive of buf-
fet revenues) by six-months’ periods are
given in the following statement:

Periad 6 Months  Year
July 1 1o Dec. 31, 1935 $8o,603
Jan. 5 to June 30, 1936 75847 $136,540
July 1 to Dec, 31, 1936 1
Jan. 1 to June 3o, 1937 tog,s9f 236,370
July 1 to Dee. 31, 1937 124,995
Jan. 1 to June 30, 1958 113,297 338202

As this statement shows, the increase
from the first year to the third was 52 per
cent.

It is the opinion of the officials that
approximately 4o per cent of the traffic
of the Rebels is drawn from the high-
ways, a view which is confirmed by the
fact that the number of passengers de-
clines about that amount when the Reb-
els are withdrawn from service for any
reason and conventional steam trains
substituted.
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MERCURY
NEW YORK CENTRAL

GENERAL STATEMENT AND BRier
Descrirrion or MERcURY

The Mercury was placed in service on
July 15, 1936, between Cleveland and
Detroit, 164 miles. It was at first a
7-car train consisting of a baggage-coach,
a coach, a coach-kitchen, a diner, a lounge
car with bar, a parlor car and an obser-
vation-parlor car. In December 1936, 2
additional coaches were added to meet
the growing demand for space on the
train,

The cars which constitute the Mer-
cury are semi-light-weight. They were
originally built for suburban service and
were completely rebuilt and redecorated
for their present service, the work being
done in the company's shops. The train
is attractively streamlined throughout.

This train represents a complete de-
parture from conventional design and
decorative treatment in that the corridor-
like appearance of the interiors of long
passenger cars is largely overcome. The
dining facilities are exceptionally com-
modious, permitting of serving 56 persons
at one time.

The seating capacity is as follows: in
coaches 194, in parlor cars §7, total 251;
in dining car g6, in lounges g3, total 151;
a total for the train of 4o02.

The train is drawn by a high-speed
streamline Pacific-type steam locomo-
tive. A unique feature is the illumina-
tion at night of the driving wheels by
hidden floodlights.

The center of gravity of the locomo-
tive is 77 inches above top of rail, and
of the cars, 6o to 63 inches,

The weight of the train is—locomotive
jo§ tons, cars §73 tons; total 878 tons.
The length of the locomotive is g1'6",
cars 708'1"; total 799'7".

The train makes a round trip daily,
traversing the distance of 164 miles be-
tween (.'%ev:lund and Detroit in 234§
hours, or at an average speed of 60 miles
per hour.

Resuvrrs or OpErRaTION 0F MERCURY

The operating costs of individual trains
are not prepared by the company and
that information is not, therefore, avail-
able for the Mercury.

The growth of traffic on the train is
shown by the following statement:

Pt T R:vgnu: per Number of Passengers Handled
Train-Mile Westhound Eistbound
Jutr 15 1o Dec, 38, 1536 $161,402 fa.85 20,167 28,447
an. 1 to June 39, 1937 184,501 J1a 11,272 Jhrd4
}l.ll.'f 1 to Dee. 31, 1937 214,582 355 27,041 JeaTo
an. 1 to June 3o, 1928 184,005 kAL 91,239 4486

The popularity of the train because of
its luxurious appointments, beauty of
decoration, high speed and smooth riding
qualities has been such as practically
to double the volume of rail travel be-

tween Cleveland, Toledo and Detroit
and, as the above statement shows, its
patronage continued to increase steadily
until the beginning of the current busi-
ness recession,
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TWENTIETH CENTURY LIMITED
COMMODORE VANDERBILT

OF THE

NEW YORK CENTRAL

AND

BROADWAY LIMITED
LIBERTY LIMITED
GENERAL
SPIRIT OF ST. LOUIS

OF THE
PENNSYLVANIA

These new trains were inaugurated on  This report is as of June 30, 1938, and it
June 15, 1938, replacing standard equip- is not thought that the record of opera-
ment. They are completely and beauti- tions of these trains for a 15-day period
fully appointed streamline light-weight would be enlightening in respect of the
high-speed trains, built by Pullman. subjects discussed herein.
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ROYAL BLUE
BALTIMORE AND OHIO

The Royal Blue was installed in serv-
ice on the Baltimore and Ohio between
Jersey City, N. J., and Washington,
D. C., 224 miles, on July 2, 1935. I't was
re-equipped on September 26, 1937, for
the third time. The equipment of the
train now consists of a fully streamlined
steam locomotive, rebuilt in the railroad
company's shops, and eight cars con-
verted from conventional body construc-
tion into an attractive and pleasingly
decorated streamline train with all mod-
ern conveniences. The work of recon-
struction was done in the railroad com-
pany's shops.

The cars consist of a baggage-coach, 3
coaches, a lunch counter-coach, a dining
car, a parlor car, and a cocktail lounge-
observation car. The seating capacity is:
coach, 240; parlor car, 32; total salable
seats, 272; dining-lunch, $8; lounge, 42;
total non-salable seats, 100—a total of
all seats of 372.

The Royal Blue makes one round trip
daily between Jersey City and Washing-
ton, a total daily mileage of 448. Its
average speed is about g6 miles per hour.

The revenues and expenses of the
Royal Blue are not available for this

report.
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ABRAHAM LINCOLN
ANN RUTLEDGE

BALTIMORE AND OHIO-ALTON

The Abraham Lincoln and the Ann
Rutledge are operated between Chicago
and St. Louis, 282 miles, each train mak-
ing a round trip daily, on about five-hour
one-way schedules, at an average speed
of 56 miles per hour.

The Abraham Lincoln was placed in
service on June 24, 1935. Itis an 8-car
streamline train, built of aluminum al-
loy by the American Car and Foundry
Company. It is handsome in appearance,
well appointed, and with attractive inte-
rior decorations. Itis hauled by an 1,800
H.P. Diesel-electric locomotive built by
the Electro-Motive Corporation. The
train consists of a baggage-coach car, 2
coaches, a diner-lunch car, a buffet-
lounge, 2 parlor cars, and a parlor-
observation car. The weight of the loco-
motive is 129 tons; cars, 361 tons; total
490 tons. The length of the locomotive is
65"10", cars, 560'a"; total, 625"10". The
cars are non-articulated. The center of
gravity is 4614 inches above the rail, The
seating capacity is: coach, 164; patlor
car, 76; total salable seats, 240; dining-
lunch-buffet, 58; lounge, 35; total non-
salable scats, g3—a total of all seats of
Ji3

The Ann Rutledge was installed under
that name on the Alton for service be-
tween Chicago and St. Louis on July 26,
1937. From July 2, 1935, to July 25,
1937, the train had been operated as the
Royal Blue by the Baltimore and Ohio

between Jersey City, N. J., and Wash-
ington, D. C. It is an 8-car Corten
steel, beautifully styled and completely
appointed, streamline train, built by
the American Car and Foundry Com-
pany. Itis hauled by a steam locomotive
built in the railroad company's shops.
The train is composed of a baggage-coach
car, 2 coaches, a diner-lunch car, a buffet-
lounge, 2 parlor cars, and a parlor-
observation car. The weight of the loco-
motive is 266 tons; cars, 3g3 tons; total,
659 tons. The length of the locomotive is
97'5"; of the cars, §60°"; total, 657'5".
The cars are non-articulated. The center
of gravity of the cars is 4614 inches above
the rail. The seating capacity is: coach,
172; parlor, 76; total salable seats, 248;
dining-lunch-buffet, 58; lounge, 35; total
non-salable seats, g3—a total of all seats
of 341.

Puysicar Cuaracrenistics or LiNe
Chicago—-St. Louis, 282 Miles
About 989, of the line is double track.

Ruring Graves are .78% northbound,
a.70% southbound.

Maxiaus Curves are 2°, except at termi-
nals. About go% of the line is straight track.

WeiosT or Rain—85 to 130 pounds, go-
pound predominating.

Ties—About 159 treated, balance un-
treated.

Barrasr—About 959 crushed stone or
crushed slag, balance cinder.
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Resvits oF OPERATION OF ABRAHAM
Lixcowy axp Ann RuTLEDGE
Complete information concerning the
revenues and expenses of the Abraham
Lincoln and the Ann Rutledge is not

REVENUES AND EXPENSES

available for the period prior to Decem-
ber 1, 1937.

Following is a statement of the reve-
nues and expenses of the two trains for
the seven months ended June 3o, 1938:

{7 Months)
Curcago~-St, Loms
Ammanam Lixcois Awx RurmiLEoce
1 Train, .
i 1 Train, ToraL
locomative, stﬁrnh{-:m&':' ks
ltem 8 Puss. Tr. Cars, One round tiip dul Prains
One round trip daily. . G-y,
B/24/35 7/26/57
Per | Per Per
Amount Tr.-Mi, Amount To. M. Amount Tr.-Mi.
¥ ] ] $ ] ]
Revesves 361,083 3.0%0 305,123 2585 60,306 1803
T:#l Ex?mn
of crew 342 86 J1,570 26 LTA T <275
ﬁ. 0,7 082 14,107 18 ’ﬂ'sh Jdoo
Lubricants, ete, 4.1;3 238 1,887 oth ! mg
Enginchouse expense 2,28 oy 85 017 s, .
Train supplies und expenses 19 A6 TI 73 A48 Rl J54
Steam locomorive maintenance 3 o7 28,661 240 31,581 A34 i
Diesel ¥emaintenance al, 81 a1 b o
Train maintenance 17,562 J47 17,638 47 35210 A7
Torat Train Expenscs 112,213 438 1bgay 970 228,240 M54
Dining-Buffet loss —1,943 | —.100 =11,333 | —woss —23,275 —.058
Torar, Incl. D.B Loss 124,155 1038 127,360 1.0b3 251,515 1053
Ner Revesve 236,528 1582 181,763 1.520 PRE AT 175
Per cent of Revenue m cB.8 3 6.5
Route-miles ELE] 28 282
Train-miles 115,568 114,568 239,136
Passenger-miles 15,018,456 13010,813 28,125,929

The percentage of Net Revenue to
total Revenues for the seven months in
the case of the Abraham Lincoln was
65.6, of the Ann Rutledge 8.8, an aver-
age for the two trains of 62.5.

As the foregoing statement shows, the
trains have been well patronized and the
financial results of their operation have
been highly satisfactory.
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CRUSADER
READING COMPANY

GENERAL STATEMENT AND Brier
Descrirrion oF CrRUSADER

The Crusader is the first streamline
light-weight train to be installed on the
Reading System. It was placed in reg-
ular service on December 13, 1937, be-
tween Philadelphia and Jersey City. It
consists of five cars hauled by streamline
locomotives, of which two are assigned
toit. The cars are of stainless steel built
by Budd.

The arrangement of the cars in the
train is such that it may be run in either
direction. The center car is a diner-
tavern, preceded and followed by two
coaches with smoking lounges.

The weight of the train is—locomotive
248 tons, cars 272 tons: total 5§20 tons.
Its length is 4908". It is non-articulated.

The coach compartments seat 224, the
lounges 52, the diner-tavern §1: total
327

The train makes two round trips daily
(except Sundays) and is operated on
schedules in the morning and evening to

meet the needs of commuters to and from
Philadelphia and New York.

The average mileage for the days run

is 361. The average speed is 55 miles
per hour.

The train is splendidly appointed
throughout, is strikingly handsome, and
because of its many unusual features for
providing day train comforts and con-
veniences it has received wide publicity
and is exceptionally popular with the
patrons of the road. No extra fare is
charged. A coach ticket entitles the pas-
senger to any seat in the train,

Puvsicar Cuanacrenstics or Line
Philadelphia-Jersey City, 9o Miles

About 709 of the line is 4-track and 30%
double track.

Rurine Grapes are 1.209 eastbound and
0.73% westbound between Philadelphia and
Bound Brook Junction, 58 miles, and 0.42%
wﬁghnund and 0.60%, westbound on balance
of line,

Maximmum Curves are 2°.  About 869, of
the line is straight track.

WeignT or Rai—130-pound.
Ties are all treated.
Barrast—Crushed rock.

ResuLrs or OreraTion oF CRUSADER
No separate statistics of operation of
the individual express trains between
Philadelphia and Jersey City are kept by
the Reading Company and consequently
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the revenues and expenses of the Cru-
sader are unavailable,

GrowTH oF Trarric oN CRUSADER

The Crusader makes a.round trip
mornings and afternoons (weekdaysonly)
between Philadelphia and New York.
Its morning trip, leaving Philadelphia at
740 AM. and arriving at New York
(Liberty Street) at g:25 A.M., is the most
popular. The increase in the number of
passengers on the train, as compared
with the number carried on the conven-
tional type train previously operated, is
about 175 per cent. This increase does
not entirely represent new patronage

since a certain indeterminate number of
passengers have been drawn from two
other trains leaving Philadelphia at 7:00
A.M. and 8:00 A.M., respectively.

That the Crusader has drawn traffic
from new sources, however, is shown by
the fact that since its inauguration the
combined business of the three trains has
increased abour 28 per cent. Further
evidence of induced new traffic is found
in the increase of 21 per cent in the
patronage of all Philadelphia-New York
trains since the Crusader was installed,
during which period passenger traffic
generally declined as a result of depressed
business conditions.
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THE COMET
NEW YORK, NEW HAVEN AND HARTFORD

GENERAL STATEMENT AND Brier
Descrirrion oF THE CoMET

The 3-car Comet was placed in service
between Boston (South Station) and
Providence on June g, 1935. The original
schedules provided for five round trips
daily, ex EI:E'[ Sundays, between these
points, with one intermediate stop at
Back Bay Station (Boston). Between
September 29, 1935, and Scptcmbcr o
1936, the runs were increased to six round
trips, reverting to five on the latter date.
On September 29, 1935, a stop at Paw-
tucket (a suburb of Providence) was
added.

All of the above represented new serv-
ice as no steam trains were replaced by
the Comet. Atabout the time the Comet
was installed a one-day round trip rate
of 2 cents per mile was inaugurated in
New England. Commutation tickets,
however, which are available in this sec-
tion, were not accepted on the Comet.

On September 26, 1937, the entire
Boston-Providence service was revised,
so that the Comet replaced three local
steam trains, and it now makes five round
trips on weekdays and four on Sundays.
On four of these trips on weckdays and
three on Sundays the train makes from
3 to § local stops, consuming from 48 to
55 minutes, while one train cach way
daily makes the run in 44 minutes with
2 stops. Commutation tickets are ac-
cepted on all of these trains.

During the first two years of operation
the capacity of the train was not com-
pletely utilized, but since the addition of
local stops and the acceptance of com-
mutation tickets it has been necessary on
occasion to substitute steam trains to

relieve the growing over-capacity travel
on the Comet.

The Comet is a j-car articulated
streamline unit, the car at either end
housing a 400 H.P, Diesel-electric power
plant and containing an operating com-
partment. The cars are of aluminum
alloy and were built by the Goodyear-
Zeppelin Corporation. The power plants
and electrical equipment were furnished
by the Wﬁl:ing?mune Electric & Manu-
facturing Company. The center of grav-
ltfy of the train is 0.3 inches above top

rail,

The total weight of the train is 127
tons, its length 207 feet. It seats 160
coach passengers and has no head end or
dining accommodations.

The average speed is 6o miles per hour
between terminals with two intermediate
stops and somewhat less with additional
stops. The daily mileage is 440 on week-
days and 352 on Sundays.

The train presents a handsome ap-
pearance, contains many unique features
and its appointments and riding qualities
have been most favorably commented

upaon.

Puysicar Cuaracreristics oF LinNg
Providence-Boston, 44 Miles

A four-track line extends from Providence
eastward for § miles and from Boston west-
ward 10 miles. The balance is double track
with a g-mile section of third track.

RuLing Grapes —0.69 westbound, 0.4%
eastbound (4.7 miles).

Maxmmum Curves—2° ) except in termi-
nals. About 79% of the route is straight
track.
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Weienr or Rann—About 6% is 107-
pound; 129 112-pound; and 199, 1 j0-pound.
Thes are all treated.

Batrast—Stone with the exception of
about 2 miles of gravel.

Resurrs or Oreration or CoMeET

Following is a statement of the rev-
enues and expenses of the Comet for the
year ended June 3o, 1938:

REVENUES AND EXPENSES

Bosrox-Provipesce
1 Train, 3 cars,
2 containing power unita.
5 Round trips weekdays
ltem and 4 § i,
Operation begun June §, 1934
P
Amount | g Mile
§
Ruvewues L0007 1001
Tl#lr E:;um
.3" crew 12,315 a7
Lubricants ;:c:llig :g:i'
Tmn -upvﬂu
TWTT4 57
Pnrlm plant mainte-
nance 15,846 b
Train maintenance 000k .:36
averhauling 6,810 040
Torat Train
#1047 Moo
Ner Revesve 67, 1
cent of Revenue fn’f: B
Ihuu-uﬂlu a4
116,202
Fm—mﬂn (est.) l.bi:‘m

* Train did not receive general repairs during the
year and this item is therefore estimared,

Nater The above figures are for the Comer
only and do not include substitute steam
operations, which represented 11,9 per
cent of the service.

It will be seen from the statement that
for the year the Net Revenue was 44.7
per cent of the Revenues, -

Growrs or Trarric ox Comer

The revenues of the Comet (exclusive
of those from excursions) by six-months’
periods, were as follows:

Perind 6 Months Year
Jo B % e
ol e vl R
g ot e - oL

During the first four periods the train
was out of service at different times for
annual overhauling or other mechanical
attention and the variations in earnings
were due principally to this fact.

It is estimated that during the first
six months of operation about 6o per
cent of the Comet’s passengers repre-
sented new business, The increase in
the last two periods was due in part to
added local stops and the acceptance of
commutation tickets. As in the case of
the Flying Yankee, it is probable that,
but for the depressed business conditions, ‘
particularly in the two latter periods, the
earnings would have been larger.

In the opinion of the officials of the
road the Comet has attracted a consid-
erable number of passengers who would
otherwise have traveled by highway.
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FLYING YANKEE
BOSTON AND MAINE—MAINE CENTRAL

GexenaL STaTEMENT AND Brier
Descrirrion of Frying Yaskee

The 3-car Flying Yankee was placed
in service on the Boston and Maine and
Maine Central railroads between Boston
and Bangor on April 1, 1935. The new
train did not replace an existing steam
train; nevertheless, during the past two
years its limited seating capacity has
been a distinct handicap.

For the period from April 1, 1935, to
June 1, 1936, the seating capacity of the
train was adequate, except at times of
holiday weekends. With the advent of
reduced coach fares, however, its capac-
ity was insufficient in the periods of peak
travel, such as on holidays and during
the summer months, and it was necessary
to supplement it with steam sections
on so many occasions that a companion
Diesel-powered train of conventional
equipment, the Mate, was placed in serv-
ice paralleling the Flying Yankee sched-
ules. It was found, however, that the net
profits were not sufficient to justify the
operation of both trains, and the com-
panion train operation was discontinued
on September 30, 1937. The Flying
Yankee is run normally only on weekdays,
and because of its inadequate seating
capacity it has been taken out of service
on Mondays and Saturdays of the cur-
rent summer and a larger steam train
substituted. On occasion the train is
used for Sunday excursions.

When the Flying Yankee was first in-
troduced, the occasional substitution of
a steam train was unpopular with pas-
sengers, so much so that it was necessary
for a diplomatic passenger representative
to be present to make explanations; and
when the train was out of service for any
considerable period as, for instance, dur-
ing the annual shopping season, the busi-
ness of the substituted trains declined
more than that of other steam trains
operating over the same route,

The Flying Yankee is a 3-car train, the
forward car housing a 600 H.P. Diesel-
electric power unit. The train was built
by the Edward G. Budd Manufacturing
Company, the power plant by the Electro-
Motive Corporation. It is of stainless
steel construction, streamlined, light-
weight, and similar in its main features
to the first Zephyr of the Burlington.
The center of gravity of the train is about
52 inches above top of rail.

The total weight of the train is 123
tons, its length 199 feet. It contains 120
coach seats and 12 parlor seats in the
observation end. The buffet on the train
is rented to a concessionaire at a small
percentage of the gross receipts.

The train operates at an average speed
of about 62 miles per hour between Bos-
ton and Portland, and about 43 miles
per hour between Portland and Bangor,
The daily mileage is 734 for the days run.
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The appointments and speed of the
train have been favorably commented
upon throughout New England. At the
time it was built its appointments were
the most modern and attractive then

evolved for trains of its type.

Prysicar CraracTerisTICS OF LiNES

The physical characteristics of the
lines on which the Flying Yankee oper-
ates are as follows:

Boston and Maine. Boston—Portiand, 11y Meles

The line is double track throughout prac-
tically the whole route of the Flying Yankee.

RuLing Grapes are about 0.80%.

Maxmmum Curves are 2° except at ter-
minals. About 809 of the line is straight
track.

WeicuT oF Rai—About 70% of the rail
is 10o-pound; §% 112-pound; and 25% 130-
pound.

Ties are practically all treated.

Bavrvast—The entire line is rock ballasted
principally with trap rock.

Maine Central. Portiand-Bangor, 139 Miles
About 419 of the line is double track.

RuLive Grapes are about 0.go%, east-

bound and ©.85% westbound.

Maxmqum Curves are 6° with curves of
2° and under largely predominating. About
71% of the line 15 straight track.

WeiGHT oF Ram. varies from 1co-pound
to 112-pound, with a small proportion of
#¢-pound.

Ties—54% treated hard pine; 169 un-

treated hard pine; and 30% untreated cedar
and other soft woods.

BarLast—29 crushed rock; 139% washed
gravel; 859 bank run gravel,

Resvrrs oF OPERATION OF
Frving YANKEE

Following i1s a statement of the rev-
enues and expenses of the Flying Yankee
for the year ended June 3o, 1938:

REVENUES AND EXPENSES

Bosrox-Porreano-Baxcon
1 Train, 3 cars, 1 containin
r unit. Round I:ng
ton-Bangor and round
lrem trip Boston-Portland daily
t Sunday.*
Operation nAprilr, 1935
Per
AmOunt | prgin Mile
$ -]
REvExUES 170,188 1437
Trax Exrensies
Wages of crew 45,769 “242
Fuel ail 3843 10
Lubricants, etc. 1,550 008
Train supplics and
expenses 5,362 o2k
Power pliant mainze-
nance 14,118 o7
Train maintenance 21,406 13
Torar Train
Expenses 01,047 486
Ner Revesve 178,141 41
Per cent of Revenue y 63.9
Route-miles 367
Train-miles 1 10
Passenger-miles (est.) 13,120,000

* Because of lack of capacity train was run ﬂn]rr an
Tuesdays, Wednesdays, ﬁuﬂdﬂ.ﬂ and Fridays of cur-
TEME SUMMmEr.

Although inadequate for the service,
as before stated, the percentage of Net
Revenue to Revenues for the year's
operation was 65.9.
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GrowTts oF Trarric ox FLying YANKEE

The revenues of the Flying Yankee
(exclusive of buffet revenues) by six-
months’ periods are shown in the follow-
ing statement:

Pertad & Montha Year

uly 1 to Dec. 31, 1933 $132,066
ilm 1 to June 3o, lq_rg tozpla® Bagsoqd

}uly 1 to Dec. 31, 1936 145,367

an. 1 to June Jo, 1937 o555 4952
l Dec. 31, (est, X

et o /B oo < S

* Qut of service 7 weekn, Wﬂdiy]mnrmull
inspection and shops marooned in

** Out of service 7 weeks, Annual § jon and
mnupﬂumurudmphnt:gmm

8,

“'m Iil;-h :ﬂhu 34 weeks for annual inspection
While the revenues of the Flying
Yankee have grown moderately, as the
above statement shows, it is probable
that the rate of increase would have

been considerably greater had its capac-
ity been adequate for full-time service.
No doubt also the depressed business
conditions have adversely affected the
earnings.

It is the belief of the officials that the
train possesses a dramatic appeal that
has been an important factor in attract-
ing traffic. Questionnaires returned by
passengers on the Flying Yankee during
the early period of its operation indicate
that about half of its patronage was either
newly created or recaptured from the
highways.

The Flying Yankee, as the statements
show, has been a highly successful train
from the beginning of its operation not-
withstanding its inadequate capacity.
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CONCLUSION

This report is not as complete as would be desirable. Un-
fortunately, there are few actual data available from which
accurate determinations can be made of the sources of traffic
on the new trains, the extent to which travel is diverted from
other slower and less luxurious trains, recovered from the
highways, or is newly created. In many cases we have stated
the opinions of the officials of the respective lines on this
subject and, although necessarily expressed in general terms,
they may be taken as authoritative. It is clear from these
opinions that a large proportion of the traffic on these trains
has been newly created or retrieved from the highways.

The outstanding facts, however, which the statements in
the report reveal in a striking manner, are the great popu-
larity and the high degree of financial success attained in the
operation of light-weight high-speed streamline trains.









