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THE SECRETARY OF TRANSPORTATION 
WASHINGTON, D.C. 20590 

Dear M r .  Chairman: 

I am pleased t o  t r a n s m i t  t o  you a r e p o r t  con ta in i ng  t he  Department's 
p r e l i m i n a r y  recommendations f o r  a r e s t r u c t u r e d  i n t e r c i t y  r a i l  passenger 
system t o  be operated by Amtrak. The Department's recommendations were 
requested by t h e  Appropr ia t ions  Corrmi t t e e  Conferees i n  t he  r e p o r t  
accompanying t he  FY 1978 Supplemental Appropr ia t ions  Ac t  (P. L. 95-240). 

I have supported Amtrak s i nce  i t s  i n c e p t i o n  and I cont inue  t o  be1 i e v e  i n  
t h e  need f o r  an i n t e r c i t y  r a i l  passenger system. Whi le t h i s  r e p o r t  was 
be ing  prepared, I considered whether Federal  suppor t  o f  i n t e r c i t y  r a i l  
passenger se rv i ce  should s imp ly  be te rmina ted  i n  l i g h t  o f  t he  l a r g e  
amounts o f  money we a re  spending t o  serve a r e l a t i v e l y  snial l  segment 
o f  t he  t r a v e l i n g  p u b l i c .  I have r e j e c t e d  t h a t  op t ion ,  however. There 
i s  a s i g n i f i c a n t  cons t i t uency  f o r  ma in ta in i ng  Amtrak as a t r a n s p o r t a t i o n  
a l t e r n a t i v e ,  even among people who today do n o t  f r e q u e n t l y  use i t .  The 
system w i l l  be more e f f i c i e n t  and w i l l  serve people b e t t e r  i f  we r e s t r u c -  
t u r e  i t  and improve i t s  opera t ions  i n  t he  manner suggested i n  t h i s  r e p o r t .  
Fur ther ,  abandonment o f  t he  system would i n v o l v e  l a r g e  l a b o r  p r o t e c t i o n  
cos t s  and o the r  expenses, w i t h  no subsequent b e n e f i t s .  

A d d i t i o n a l l y ,  t h e r e  i s  t he  need t o  cons ider  Amtrak i n  t he  con tex t  o f  
t h e  n a t i o n ' s  energy shortage. The passenger t r a i n ,  i f  i t  i s  operated 
we1 1 and i f  i t  c a r r i e s  a reasonable number o f  passengers, i s  energy 
e f f i c i e n t .  The 1973-74 f u e l  c r i s i s  demonstrated t h a t  t he  American 
people w i l l  r i d e  t r a i n s  when automobi le f u e l  i s  i n  s h o r t  supply.  We 
probably  w i l l  reach a t ime when supp l ies  w i l l  be permanently l i m i t e d .  
I n  t h e  meantime, we niust work a t  improv ing t he  Amtrak system and i t s  
operat ions,  so t h a t  t h e  American people w i l l ,  when the  t ime comes, have 
a v a i l a b l e  an e n e r g y - e f f i c i e n t  a1 t e r n a t i v e .  

The system which I recommend i s  descr ibed i n  d e t a i l  i n  Chapter 5 o f  t he  
repo r t .  I b e l i e v e  i t  t o  be a good system which w i l l  se rve  t he  American 
t r a v e l i n g  p u b l i c  w e l l .  I n  recommending i t  t o  you, I want t o  emphasize 
t h a t :  

-- The system i s  n a t i o n a l  and serves a l l  reg ions  o f  t h e  count ry .  
Because a l l  taxpayers suppor t  Amtrak, i t s  serv ices  should n o t  be l i m i t e d  
t o  o n l y  a few c o r r i d o r s .  



-- The system w i l l  prov ide serv ice  t o  and from those loca t ions  
where a s i g n i f i c a n t  percentage o f  ou r  people 1 i ve .  Approximately 160 
Standard Met ropo l i tan  S t a t i s t i c a l  Areas are  served by the  system, 
i n c l u d i n g  our  36 l a r g e s t  c i t i e s .  

-- The system w i l l  prov ide a serv ice  t h a t  w i l l  be used. It i s  
expected t o  have an o v e r a l l  l e v e l  o f  usage o f  over 150 passenger mi les  
per  t r a i n  mile, equ iva lent  t o  the  cu r ren t  l e v e l  of usage i n  the  Northeast 
Corr idor .  

-- There are  no "poor" performers i n  the  recommended system. 
Amtrak management w i l l  be able t o  concentrate a t t e n t i o n  and equipment on 
those routes which show promise, r a t h e r  than having t o  devote resources 
t o  rou tes  which today have been shown t o  be hopeless. 

-- A l l  o f  the  routes i n  the  system, a t  the r i d e r s h i p  l e v e l s  pro- 
jected, w i l l  have the  p o t e n t i a l  t o  be energy e f f i c i e n t ,  i n  the sense 
t h a t  they would consume less  energy than i f  t h e i r  r i d e r s  were t r a v e l i n g  
by automobile. 

-- The system i s  o f  a s i z e  t h a t  Amtrak's present and on-order 
equipment f l e e t  w i l l  be we l l  u t i l i z e d .  It w i l l  a l s o  r e q u i r e  s i g n i f i c a n t l y  
smal l e r  add i t i ona l  expenditures f o r  new equipment than the  e x i s t i n g  system. 

My choice o f  the  recomnended system was no t  made because i t  meets any 
preconceived budget goals. My dec is ion  was made because o f  the  a t t r i b u t e s  
out1 ined above. The choice was made from among a v a r i e t y  o f  p o t e n t i a l  
r o u t e  systems which were designed by the  Federal Ra i l road Admin is t ra t ion  
t o  o f f e r  a l t e r n a t i v e  types and l e v e l s  o f  serv ice.  

I would be remiss i f  I d i d  not  s t a t e  t h a t  I have ser ious concerns about 
the  l e v e l  o f  funding requ i red  f o r  Amtrak. The present Amtrak system i s  
f a r  too c o s t l y  f o r  the  serv ice  which i t  of fe rs .  Pro jec t ions  show t h a t  
i f  we cont inue the  present system as i t  i s ,  by 1984 we w i l l  be p rov id ing  
subsid ies t o  Amtrak o f  around $1 b i l l  i o n  a year f o r  operat ions alone. 
Such a constant ly  r i s i n g  l e v e l  o f  Federal subsidy cannot be permi t ted.  

Unfortunately, these budget concerns w i l l  no t  end even i f  the reconmended 
system i s  adopted and implemented. Clear ly ,  t he  recommended system w i l l  
be l e s s  expensive t o  run  than the e x i s t i n g  system. Had i t  been i n  p lace 
i n  FY 1977, the  opera t ing  approp r ia t i on  f o r  Amtrak would have been $402 
m i l l i o n ,  instead o f  $482.6 m i l l i o n .  Were we ab le  t o  operate the  recom- 
mended system f o r  the  f u l l  year  i n  FY 1979, the  opera t ing  appropr ia t ion  
needed would be $496.6 m i l l  ion. As i t  i s ,  because the  au tho r i z ing  
l e g i s l a t i o n  which i s  being considered by the  Congress would n o t  permi t  
implementation o f  the  new system t o  begin u n t i l  three-quarters o f  the 
way through the  year, $575 m i l l  i o n  w i l l  be requ i red  t o  subsid ize Amtrak's 



operat ions i n  FY 1979. I n  FY 1980, the f i r s t  f u l l  year  i n  which the  
recommended system would be operated, i t  would r e q u i r e  an opera t ing  
app rop r ia t i on  o f  $547 m i  11 ion, whereas the  e x i s t i n g  system would r e q u i r e  
$665 m i l  1  ion. Nevertheless, by 1984, so long as present t rends cont inue 
unabated, t he  recommended system would r e q u i r e  an opera t ing  app rop r ia t i on  
of $799 m i l l i o n .  While s i g n i f i c a n t l y  l ess  than t h e  $976 m i l l i o n  which 
would be requ i red  t o  operate the  present system, t h i s  l e v e l  a l so  i s  t oo  
high. 

There are  two problems. F i r s t ,  Amtrak's costs have increased a t  f a r  
h igher  ra tes  than those experienced by o the r  elements o f  the  r a i l r o a d  
indus t ry .  Second, Amtrak's fare s t r u c t u r e  has n o t  y e t  been comprehen- 
s i v e l y  designed on a  market-by-market bas is  t o  recover  as much o f  those 
c o s t  increases from the  passenger as i s  possib le.  The d i s p a r i t y  between 
cos ts  and revenues grows each day. As a  r e s u l t ,  whereas i n  1971 revenues 
covered 50 percent o f  t he  costs o f  opera t ing  the  system, i n  1977 they 
covered o n l y  37 percent o f  those costs.  The general taxpayer has had t o  
make up the  r e s t .  

As pointed o u t  i n  the  body o f  t he  repor t ,  we, un for tunate ly ,  have had t o  
assume con t i nua t i on  o f  t he  present cos t  s t r u c t u r e  and revenue trends. I 
have, however, d i r e c t e d  Jack Sul 1  i van, t he  Federal Rai 1  road Admini s t r a t o r ,  
t o  work c l o s e l y  w i t h  the  Amtrak Board between now and the  t ime we present 
ou r  - f i n a l  recommendations t o  Congress t o  diagnose the  problems inherent  
i n  Amtrak's cos t  and fa re  s t ruc tu res  and t o  develop remedies which w i l l  
r e s u l t  i n  lower f u t u r e  Federal subsid ies than those we are now p ro jec t i ng .  
I am informed t h a t  Amtrak has begun a  market-by-market review of t h e  
Corpora t ion 's  f a r e  s t r u c t u r e  t o  f i n d  those markets where adjustments, 
e i t h e r  up o r  down, can be made t o  reduce the  t o t a l  n e t  d e f i c i t .  I am 
encouraged by such a  move on the  p a r t  of Amtrak and I have d i rec ted  my 
s t a f f  t o  cooperate and a s s i s t  i n  any way possib le.  S i m i l a r  e f f o r t s  must 
be made t o  rev iew Amtrak's costs.  

I be l i eve  t h a t  once we have es tab l ished a  new and more sens ib le  Amtrak 
r o u t e  s t ruc ture ,  we should n o t  consider  i t  t o  be forever  permanent. The 
rev iew process which i s  being i n i t i a t e d  by t h i s  r e p o r t  i s  hea l thy  and 
valuable. We should r e q u i r e  such a  review p e r i o d i c a l l y ,  whether by the  
Department o r  by Amtrak's Board. One o f  t h e  des i rab le  products o f  t h e  
l a s t  s i x  months' a n a l y t i c a l  e f f o r t s  has been the  c r e a t i o n  by FRA s ta f f  
and Amtrak management o f  methods f o r  eval ua t i ng  Amtrak's r o u t e  s t r u c t u r e  
and operat ions which have n o t  p rev ious ly  ex is ted .  These t o o l s  a re  
a v a i l a b l e  f o r  f u t u r e  use and should be app l ied  i n  p e r i o d i c  o v e r a l l  
reviews of t he  system and i t s  operat ions.  

I n  connect ion w i t h  my f i n a l  rou te  s t r u c t u r e  recornendations I w i l l  
present t he  Congress w i t h  a  se t  o f  f i n a n c i a l  and opera t iona l  goals f o r  
Amtrak aga ins t  which we should measure i t s  f u t u r e  performance. I f  f u t u r e  



review t e l l s  us t h a t  Amtrak i s  meeting o r  beat ing  the  goals which we 
w i l l  set,  then we may decide t h a t  we have a  s u f f i c i e n t  margin t o  a l l ow  
f o r  expansion. U n t i l  t h a t  t ime no t o t a l l y  Federa l l y  supported serv ices  
beyond those inc luded i n  the  new system should be i n i t i a t e d .  I f  f u t u r e  
rev iew t e l l s  us t h a t  Amtrak has no t  achieved s u b s t a n t i a l l y  g rea ter  
c o n t r o l  over cos ts  and revenues than i t  has today, and i s  f a l l i n g  s h o r t  
o f  those goals, then we must consider  f u r t h e r  reducing the  system. 

I w i l l  support f u t u r e  growth o f  t he  Amtrak system o n l y  i f  we can ga in  
c o n t r o l  over t he  cost/revenue r e l a t i o n s h i p  and i f  t h e  l e v e l  o f  se rv i ce  
we a re  p rov id ing  i s  being provided i n  an e f f i c i e n t  manner. A t  present, 
however, I must oppose any move t o  increase the  s i z e  o f  t he  system above 
t h a t  which I have recommended. We must remember t h a t  t he  pr imary sur face 
i n t e r c i t y  comon c a r r i e r  mode i s  t h e  i n t e r c i t y  bus. Any dec i s ion  t o  
expand t h e  scope o r  i n t e n s i t y  o f  Amtrak's operat ions must c a r e f u l  l y  con- 
s i d e r  t h e  subsequent impact on p r i v a t e  sec to r  competi tors. I be l i eve  
f i r m l y  t h a t  wherever poss ib le  the re  should be more coord ina t ion  between 
Amtrak and t h e  bus i n d u s t r y  i n  p rov id ing  i n t e r c i t y  passenger t r a v e l .  
Several ways i n  which such coo rd ina t i on  may be achieved are discussed i n  
t h e  body o f  t h e  repo r t .  I w i l l  cont inue t o  encourage both p a r t i e s  t o  
f i n d  ways t o  work together  t o  a t t r a c t  i n t e r c i t y  passengers from t h e  
l e a s t  e f f i c i e n t  energy a l t e r n a t i v e ,  t he  automobile. 

I a l s o  be l i eve  t h a t  t he  Admin i s t ra t i on  and the  Congress should reexamine 
Amtrak' s  corporate s t r u c t u r e  and re1 a t i o n s h i  ps w i t h  the  Federal Govern- 
ment, p a r t i c u l a r l y  w i t h  regard t o  budgetary c o n t r o l .  Given the  o r i g i n a l  
expectat ions f o r  Amtrak's eventual p r o f i t a b i l i t y ,  t he  e x i s t i n g  s t r u c t u r e  
and s e t  o f  r e l a t i o n s h i p s  were probably appropr iate.  However, as there  
i s  no reasonable prospect t h a t  Amtrak w i l l  be ab le  t o  sus ta in  i t s  opera- 
t i o n s  from revenues, and s ince  t h e  need f o r  Federal subsidy ass is tance 
has grown so large,  Amtrak's i n s t i t u t i o n a l  framework must be reconsidered. 
This  i ssue i s  discussed i n  the  body o f  the  r e p o r t .  When I submit my 
f i n a l  rou te  s t r u c t u r e  recomnendation t o  the  Congress, I w i l l  a l s o  o f f e r  
recommendations on Amtrak's i n s t i t u t i o n a l  and organ iza t iona l  re1 a t i o n -  
ships. The necessary l e g i s l a t i v e  mod i f i ca t i ons  w i l l  be submitted s h o r t l y  
t h e r e a f t e r  . 
I am look ing  forward t o  t h e  r e c e i p t  o f  p u b l i c  comnents on t h e  recom- 
mended rou te  system. I do n o t  consider  t he  i n d i v i d u a l  rou tes  and rou t i ngs  
which I have recommended t o  be f i n a l  . They are indeed "p re l  iminary," 
and I expect t o  make changes i n  t he  recommendations as p u b l i c  comment i s  
received and as we f u r t h e r  r e f i n e  our basic  i n fo rma t ion  and our  methods 
o f  ana lys is .  I n  f a c t ,  i n  several instances where our  i n fo rma t ion  was 
c l e a r l y  i n s u f f i c i e n t ,  we have r e f r a i n e d  from recommending s p e c i f i c  
rou t i ngs  and we have ins tead i nd i ca ted  a l t e r n a t i v e s  f o r  p u b l i c  con- 
s ide ra t i on .  It i s  i n e v i t a b l e  t h a t  i n d i v i d u a l s  a t  t he  l o c a l  l e v e l  and i n  



s t a t e  governments w i l l  know o f ,  and w i l l  b r i n g  t o  our  a t t e n t i o n ,  i n f o r -  
mat ion which cou ld  n o t  be c o l l e c t e d  i n  t h e  t ime a v a i l a b l e  f o r  p repa ra t i on  
o f  t h i s  repo r t .  We welcome r e c e i p t  o f  such i n fo rma t i on  and the  comnents 
of a1 1  concerned i n d i v i d u a l s .  

This  s tudy and t h e  recomnended r o u t e  system w i  11 g i v e  the  Congress and 
t h e  p u b l i c  t he  i n fo rma t i on  needed t o  make dec is ions  about t h e  fu tu re  of 
Arntrak. I be1 i eve  t h a t  a  w e l l  managed and e f f i c i e n t  r a i l  passenger 
se rv i ce  w i l l  p l a y  an impor tan t  r o l e  i n  our  t r a n s p o r t a t i o n  system fo r  
many years t o  come. 

S i  ncere l  y  , 

Enclosure 

I d e n t i c a l  l e t t e r  sent  t o  the  Chairmen o f  the 
f o l l o w i n g  Comnittees and Subcommittees: 

Un i ted  States Senate: 

Comni t t e e  on Appropr ia t ions  
Subcommittee on Transpor ta t ion  

Comnittee on Comerce, Science and Transpor ta t ion  
Subcommi t t e e  on Surface Transpor ta t ion  

House of Representat ives: 

C o m i  t t e e  on Appropr ia t ions  
Subcomni t t e e  on Transpor ta t ion  

Cormnittee on I n t e r s t a t e  and Fore ign Commerce 
Subcomni t t e e  on Transpor ta t ion  and Colrimerce 
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EXECUTIVE SUMMARY 

I n  1970,  t h e  R a i l  Passenger  S e r v i c e  Ac t  was e n a c t e d  i n t o  
law, and on May 1 ,  1971,  ~ e d e r a l l y - s p o n s o r e d  i n t e r c i t y  r a i l  
pas senger  s e r v i c e  began .  The A c t ,  which  e n v i s i o n e d  l i m i t e d  
i n t e r i m  Federa l  f u n d i n g ,  had a s  i t s  o b j e c t i v e s  t h e  improvement  o f  
d e t e r i o r a t i n g  r a i l  pas senger  s e r v i c e  and t h e  e s t a b l i s h m e n t  o f  
such  s e r v i c e  a s  a  p r o f i t a b l e  o p e r a t i o n .  The r e s u l t s  o f  s e v e n  
y e a r s  o f  o p e r a t i o n  a r e  m i x e d .  Amtrak has  improved and i n c r e a s e d  
r a i l  pas senger  s e r v i c e  b u t ,  i n s t e a d  o f  becoming p r o f i t a b l e ,  i t s  
l o s s e s  a r e  i n c r e a s i n g  r a p i d l y .  The l i m i t e d  Federa l  funding  which  
was e n v i s i o n e d  has  become c o n t i n u o u s  and l a r g e .  

D i s tu rbed  by A m t r a k ' s  e v e r - i n c r e a s i n g  d e f i c i t ,  t h e  Congress  
has  r e q u e s t e d  t h e  Department t o  u n d e r t a k e  a  r e e x a m i n a t i o n  o f  t h e  
Amtrak r o u t e  s t r u c t u r e .  T h i s  r e p o r t  i s  t h e  Depar tmen t ' s  r e s p o n s e  
t o  t h e  C o n g r e s s i o n a l  r e q u e s t .  I t  c o n t a i n s  t h e  Depar tmen t ' s  
p r e l i m i n a r y  recommendat ions  f o r  a  new Amtrak r o u t e  s t r u c t u r e  and 
p r e s e n t s  s u f f i c i e n t  background i n f o r m a t i o n  and d a t a  t o  p e r m i t  a  
c a r e f u l  e v a l u a t i o n  o f  chose  recommendat ions  by t h e  Congress  and 
t 4 e  p u b l i c .  I t  a l s o  i n t r o d u c e s  and d i s c u s s e s  a  s e r i e s  o f  p o l i c y  
r e l a t e d  i s s u e s  r e g a r d i n g  t h e  o p e r a t i o n  o f  t h e  Amtrak s y s t e m  -in 
t h e  hope t h a t  t h e r e  w i l l  be  s u f f i c i e n t  p u b l i c  comment on t h o s e  
i s s u e s  t o  p r o v i d e  t h e  Department w i t h  v a l u a b l e  gu idance  i n  formu- 
l a t i n g  t h e  f i n a l  Amtrak r o u t e  s t r u c t u r e  recommendat ions .  The 
recommended s y s t e m  p r e s e n t e d  i n  t h i s  r e p o p t  i s  c o n s i d e r e d  t o  be  
" p r e l i m i n a r y , "  i n  a n t i c i p a t i o n  o f  passage o f  l e g i s l a t i o n  a u t h o r i -  
z i n g  t h e  r o u t e  s y s t e m  i m p l e m e n t a t i o n  p r o c e s s  and because  t h e  
Department d e s i r e s  t o  have t h e  b e n e f i t  o f  p u b l i c  comment b e f o r e  
p r o v i d i n g  t h e  Congress  w i t h  " f i n a l "  recommendat ions .  

AMTRAK'S PERFORMANCE 

On the  p o s i t i v e  s ide,  du r i ng  Amtrak's seven years  o f  opera t ion ,  i n t e r c i t y  
r a i l  passenger- t r ips  and passenger-miles have increased a t  a f a s t e r  r a t e  than 
t r a i n - m i  l es .  I n  t he  Nor theas t  Cor r idor ,  Amtrak has a t t r a c t e d  a s i g n i f i c a n t  
number o f  passengers f rom a i r  and has demonstrated t h a t ,  under proper  condi -  
t i ons ,  t he  t ime conscious business t r a v e l e r  w i l l  use t he  t r a i n .  Dur ing t he  
1973 energy c r i s i s ,  a  s i g n i f i c a n t  inc rease  i n  r i d e r s h i p  demonstrated t h a t  
Amtrak i s  indeed a t r a n s p o r t a t i o n  a1 t e r n a t i v e  t o  which people w i l l  t u r n  i n  
t imes o f  severe ly  cons t ra ined  automobi le  f u e l  supp l ies .  

The q u a l i t y  o f  s e r v i c e  p rov ided  by Amtrak over  t he  p a s t  seven years  has 
v a r i e d  as f r e i g h t  t r a i n  de lays,  schedul ing problems, and roadbed c o n d i t i o n s  
have o c c a s i o n a l l y  hampered operat ions.  A l though system on-t ime performance 
and scheduled speeds have g e n e r a l l y  decreased, c e r t a i n  aspects o f  s e r v i c e  have 
i lr~proved. For example, t he  a d d i t i o n  o f  new equipment has increased passenger 
comfort  on severa l  r ou tes  and can reasonably be expected t o  have a p o s i t i v e  
impact on market response. 



As a  r e s u l t  o f  t h e  increases i n  passenger - t r ips  and passenger-miles, 
coupled w i t h  fa re  increases,  revenue has shown a  steady increa'se s i nce  1972. 
Un fo r t una te l y ,  cos t s  have r i s e n  a t  a  s i g n i f i c a n t l y  h i ghe r  r a t e  than revenues, 
and t he  gap between cos t s  and revenues has widened. Whi le revenue i n  1971 
covered a lmost  50 percen t  of t o t a l  cos ts ,  i t  covered o n l y  37.4 percen t  o f  
t o t a l  cos ts  i n  1977. As a  r e s u l t ,  t h e  d e f i c i t  pe r  revenue passenger-mi le 
has more than doubled, from a  5.3 cen t  l e v e l  i n  1972 t o  a  12.7 cen t  l e v e l  i n  
1977. 

Dur ing F i s c a l  Year 1977, t h e  l a s t  complete p e r i o d  f o r  which da ta  a r e  
a v a i l a b l e  f o r  ana l ys i s ,  Amtrak's patronage increased t o  19.2 m i l l i o n  passenger- 
t r i p s ,  genera t ing  4.3 b i l l i o n  passenger-mi les.  To achieve those l e v e l s ,  31.6 
m i l l i o n  t r a i n - m i l e s  were operated over  a  27 thousand m i l e  r o u t e  system. The 
Co rpo ra t i on ' s  revenues d u r i n g  t h i s  p e r i o d  t o t a l e d  $31 1.3 m i l  1  ion ,  i n c l u d i n g  
$259.5 m i l  l i o n  de r i ved  f rom passenger t i c k e t s .  I t s  t o t a l  ope ra t i ng  cos t s  o f  
$936.3 mi 11 i o n  inc luded  $95.2 mi 11 i o n  which was reimbursed by o t h e r  agencies 
f o r  work performed, l e a v i n g  t h e  n e t  c o s t  of ope ra t i ng  t h e  system a t  $841.1 
m i l l i o n .  The d i f f e r e n c e  between those cos t s  and t o t a l  revenues r e s u l t e d  i n  a  
$529.8 m i l l i o n  d e f i c i t ,  which i s  e q u i v a l e n t  t o  an average l o s s  o f  12.3 cents  
per  passenger-mile. Federal  ope ra t i ng  subs idy funds r e q u i r e d  t o  meet t h a t  
d e f i c i t ,  a f t e r  deduc t ing  non-cash charges ( p r i m a r i l y  d e p r e c i a t i o n ) ,  t o t a l e d  
$482.6 m i l l i o n .  

Wi th  cos t s  r i s i n g  more r a p i d l y  than revenues, t h e  l e v e l s  o f  f u t u r e  Federal  
f i n a n c i a l  suppor t  of i n t e r c i t y  r a i l  passenger s e r v i c e  which a r e  i m p l i e d  by a  
c o n t i n u a t i o n  o f  t oday ' s  t rends  a r e  c l e a r l y  troublesome. C o n t r o l l i n g  t h e  r a t e  
o f  inc rease  o f  t h e  d e f i c i t  r e q u i r e s  a  c l o s e  l o o k  n o t  o n l y  a t  t h e  r o u t e  system 
s t r u c t u r e  b u t  a l s o  a t  t h e  types o f  se rv i ces  o f f e r e d  and t h e  c u r r e n t  ope ra t i ng  
and p r i c i n g  p rac t i ces .  The Department be1 ieves  t h a t  a  thorough d e t a i  1  ed 
rev iew and a n a l y s i s  o f  Amtrak's c o s t  s t r u c t u r e  i s  one of t h e  most u rgen t  tasks  
t o  be addressed and proposes t o  work w i t h  t he  Amtrak Board t o  undertake such 
a  rev iew as an immediate p r i o r i t y .  

DEVELOPING THE RECOMMENDED ROUTE STRUCTURE 

I n  develop ing t h e  recomniended r o u t e  s t r u c t u r e ,  t h e  Department eva luated 
numerous a l t e r n a t i v e  Amtrak rou tes  and serv ices ,  e x c l u s i v e  o f  t h e  Nor theas t  
Co r r i do r  (NEC) . The NEC, i n c l  ud ing  t he  Amtrak-owned feeder  1  ines  froni  Har r i sburg ,  
Pennsylvania and S p r i n g f i e l d ,  Massachusetts, was assumed t o  remain i n  p lace  
under a1 1  a1 t e r n a t i v e s  . 

A  s e r i e s  o f  f i v e  conceptual  l y  d i f f e r e n t  a1 t e r n a t i v e  systems was developed 
and analyzed. The a l t e r n a t i v e s  ranged f rom a  system p r o v i d i n g  i s o l a t e d  s h o r t  
d is tance ,  dayt ime se rv i ces  on ly ,  t o  a  system d i r e c t l y  l i n k i n g  t he  va r i ous  
reg ions  o f  t h e  country ,  as w e l l  as p r o v i d i n g  a d d i t i o n a l  se rv i ces  o f  i n t e r e s t  
p r i m a r i l y  t o  i n d i v i d u a l  s t a t e s  o r  groups o f  s t a tes .  I n  r e f i n i n g  t h e  systems, 
c e r t a i n  popu la t i on  and market  c r i t e r i a  were a p p l i e d  t o  s e l e c t  s p e c i f i c  r ou tes  
and serv ices .  Se lec t i ons  based on those c r i t e r i a  were mod i f i ed  by c o s t  con- 
s i d e r a t i o n s  and by t h e  d e s i r e  t o  a l l o c a t e  a v a i l a b l e  resources e q u i t a b l y  and t o  
i n s u r e  a  measure o f  geographic balance and an app rop r i a te  mix  of l ong  and 
s h o r t  d i s t ance  serv ices .  



Operat ing c o s t  and revenue est imates f o r  each a l t e r n a t i v e  system were 
developed by us ing  models, based on FY 1977 ac tua l  data.  Cap i t a l  cos t s  were 
est imated us ing  da ta  f rom Amtrak's most r e c e n t  f i v e - y e a r  p lan.  The systems 
were compared f o r  a  base yea r  (FY 1977), and p r o j e c t i o n s  were made o f  t he  
ope ra t i ng  d e f i c i t  f o r  each system f o r  t h e  p e r i o d  1979 through 1984. E x i s t i n g  
Amtrak ope ra t i ng  and p r i c i n g  p r a c t i c e s  were assumed f o r  t h e  eva lua t i ons  and 
p r o j e c t i o n s .  

THE RECOMMENDED ROUTE STRUCTURE 

The Department 's recommended r o u t e  s t r u c t u r e  i s  i l l u s t r a t e d  i n  F igure  
ES-1 which shows t h e  l a r g e s t  c i t i e s  and key -inte,rniediate p o i n t s  t o  be served. 
Other p o i n t s  between those shown would a l s o  r e c e i v e  se rv i ce .  I n  severa l  
l o c a t i o n s  where s e r v i c e  i s  recon~mended b u t  a  s p e c i f i c  p r e f e r r e d  r o u t i n g  has 
n o t  been determined, F igu re  ES-1 i n d i c a t e s  t h e  ex is tence  o f  o p t i o n a l  r o u t i n g s  
by a  d o t t e d  l i n e .  Where s p e c i f i c  r o u t i n g s  a re  presented, they  a r e  considered 
p r e l  im inary ,  b u t  p re fe rab le ,  based upon a n a l y s i s  o f  a v a i l a b l e  data.  The 
Department i s  anxious t o  r e c e i v e  a d d i t i o n a l  i n f o r m a t i o n  d u r i n g  t he  p u b l i c  
hear ing  process, which w i l l  a i d  i n  t he  f i n a l  r o u t e  s e l e c t i o n  process. 

Whi le t h e  recommended system would t e rm ina te  e x i s t i n g  i n t e r c i t y  r a i l  
s e r v i c e  t o  some areas, i t  would a l s o  add s e r v i c e  i n  new markets d i s p l a y i n g  
h i gh  p o t e n t i a l .  I t  would p rov ide  f o r  a  bas ic  l e v e l  of n a t i o n a l  se rv ice ,  as 
w e l l  as f o r  s i g n i f i c a n t  i n t e r r e g i o n a l  s e r v i c e  and s e r v i c e  on h i g h - p o t e n t i a l  
feeder 1  i nes. 

The -18,900-mile system would p rov ide  a t  l e a s t  d a i l y  se rv i ces  on a l l  
routes.  The bas ic  n a t i o n a l  l ong  d i s tance  east-west l i n k s  would p rov ide  coast -  
to -coas t  s e r v i c e  on n o r t h e r l y  r ou tes  v i a  Chicago and on sou the r l y  r ou tes  v i a  
New Orleans and Houston. The bas ic  nor th -sou th  l i n k s  would p rov ide  d a i l y  
s e r v i c e  a long  t he  eas t  and west coasts  and f rom t h e  Midwest t o  t h e  South, 
complet ing a  n a t i o n a l  system. The system would p rov ide  s e r v i c e  t o  about 160 
Standard Metropol  i t a n  S t a t i s t i c a l  Areas (SMSA's) , i n c l u d i n g  t he  36 l a r g e s t  
c i t i e s .  I t  i s  es t imated  t h a t  a l l  o f  t h e  se rv i ces  recommended cou ld  make a  
p o s i t i v e  c o n t r i b u t i o n  t o  energy conservat ion.  

Were t he  system t o  be i n  ope ra t i on  i n  FY 1979, i t  would r e q u i r e  an 
est imated ope ra t i ng  subs idy o f  $497 m i l  l i o n .  As i t  i s ,  because p resen t  
ve rs ions  o f  a u t h o r i z i n g  l e g i s l a t i o n  do n o t  p rov ide  f o r  implementat ion o f  t h e  
new system t o  beg in  u n t i l  March o f  1979, an ope ra t i ng  subs idy o f  $575 m i l l i o n  
w i l l  a c t u a l l y  be needed i n  FY 1979 t o  keep t h e  e x i s t i n g  system runn ing  f o r  
t h r e e  qua r te r s  of t h e  year .  The p r o j e c t e d  ope ra t i ng  subs idy need o f  t he  
recommended system, i n  FY 1980, t h e  f i r s t  f u l l  year  of i t s  opera t ion ,  i s  
est imated t o  be $547 m i l l  i on .  That amount i s  expected t o  grow t o  $799 
m i l l i o n  by FY 1984. Operat ion o f  t h e  c u r r e n t  system would r e q u i r e  a  FY 1980 
ope ra t i ng  subs idy o f  $665 m i l l i o n ,  and a  $976 m i l l i o n  ope ra t i ng  subs idy by 
1984. The recommended system would thus  save t h e  taxpayers $118 m i l  1  i o n  a  
year  i n  ope ra t i ng  subs id ies  i n  FY 1980 and $177 m i l l i o n  a  yea r  by 1984. I n  
o rde r  t o  implement t h e  recommended system, an es t imated  $70 t o  $300 m i  11 i o n  
i n  l a b o r  p r o t e c t i o n  payments t o  d i sp laced  Amtrak and r a i l r o a d  employees w i l l  
be requ i red ,  as w e l l  as approx imate ly  $12 m i l l i o n  i n  incrementa l  i n i t i a l  
c a p i t a l  cos ts .  I n  t o t a l ,  when those a d d i t i o n a l  cos ts  and annual c a p i t a l  
cos ts  a r e  taken i n t o  account, t h e  recommended system would save t h e  taxpayer  





between $570 and $800 m i l l i o n  over t h e  s i x - yea r  p e r i o d  from 1979 through 
1984, when compared t o  cont inued o p e r a t i o n  o f  t h e  c u r r e n t  system. 

The recommended system does n o t  i n c l u d e  se rv i ces  which may be o f  i n t e r e s t  
t o  s p e c i f i c  S ta tes  and a r e  app rop r i a te  candidates f o r  S t a t e  f und ing  o r  com- 
b ined Federa l /S ta te  funding.  The Department does n o t  i n t e n d  t o  p rec lude  t he  
p r o v i s i o n  o f  such se rv i ces  b u t  has focused i n  i t s  recommended system o n l y  on 
rou tes  which should be 100 percen t  Fede ra l l y  funded. The f und ing  o f  such 
S t a t e  i n t e r e s t  se rv i ces  i s  discussed i n  Chapter 6. 

ISSUES FOR PUBLIC COMMENT 

There a r e  va r i ous  p u b l i c  p o l i c y - r e l a t e d  issues which, when reso lved ,  w i l l  
a f f e c t  Amtrak 's  f u t u r e  cos ts ,  revenues, and se rv i ces  j u s t  as much as w i l l  t he  
des ign o f  a  new r o u t e  system. These i ssues  a re  discussed a t  l e n g t h  i n  Chapter 7  
o f  t h i s  r e p o r t  i n  t h e  b e l i e f  t h a t  t h e  Congress, t h e  Department, and Amtrak 
w i l l  b e n e f i t  f rom r e c e i v i n g  t h e  p u b l i c ' s  views. They i nc l ude :  

Fare p o l i c y .  Because o f  t h e  ever-widening gap between revenues and 
costs ,  t h e  o b j e c t i v e s  of t h e  Amtrak f a r e  s t r u c t u r e  must be e x p l i c i t l y  de te r -  
mined and techniques o f  t a r i f f  c o n s t r u c t i o n  must be used which w i l l  p r o p e r l y  
meet those o b j e c t i v e s .  

Market. The c u r r e n t  and p o t e n t i a l  markets f o r  Amtrak s e r v i c e  must be 
determined and b e t t e r  methods o f  a t t r a c t i n g  t he  automobi le  passenger t o  t h e  
t r a i n  must be developed. 

Co r r i do rs .  The a t t r i b u t e s  o f  a  t r u e  i n t e r c i t y  r a i l  passenger c o r r i d o r  
must be def ined and t h e  ques t i on  o f  i n v e s t i n g  p u b l i c  funds i n  conve r t i ng  
e x i s t i n g  o r  proposed s h o r t  d i s t ance  rou tes  i n t o  c o r r i d o r s  analogous t o  t he  
Nor theast  C o r r i d o r  must be addressed through p u b l i c  sec to r  c o s t - b e n e f i t  
ana l ys i s .  

Commuters. Amtrak t r a n s p o r t s  a  s i g n i f i c a n t  number o f  passengers who 
t r a v e l  on sha rp l y  d iscounted commutation t i c k e t s .  I t  must be determined whether 
those commuter' t ype  opera t ions  should con t inue .  The ques t i on  o f  who should 
assume the  burden o f  t h e  incrementa l  c a p i t a l  and ope ra t i ng  cos t s  a t t r i b u t a b l e  
t o  Amtrak commuter opera t ions  must be answered. 

S leeping ca rs  and r e l a t e d  serv ices .  The e x t e n t  t o  which s leep ing  and 
d i n i n g  ca r  se rv i ces  c o n t r i b u t e  t o  o r  d e t r a c t  f rom Amtrak 's  f i n a n c i a l  r e s u l t s  
must be determined. Ways o f  i nc reas ing  t h e  n e t  c o n t r i b u t i o n  o f  such se rv i ces  
must be de f ined .  

I n s t i t u t i o n a l  . There a r e  problems i nhe ren t  i n  Amtrak's p resen t  
o r g a n i z a t i o n a l  r e l a t i o n s h i p s  w i t h  t h e  Federal  Government. A l t e r n a t i v e  i n s t i -  
t u t i o n a l  and o rgan i za t i ona l  arrangements must be considered. 





Chapter  1 

INTRODUCTION 

A f t e r  s e v e n  y e a r s  o f  N a t i o n a l  R a i l r o a d  Pas senger  C o r p o r a t i o n  
( A m t r a k )  o p e r a t i o n s ,  t h e  Congre s s  h a s  r e q u e s t e d  a  r e e x a m i n a t i o n  
o f  t h e  Amtrak r o u t e  s t r u c t u r e .  I n  r e s p o n s e  t o  t h i s  Congress ionaZ 
r e q u e s t ,  t h e  Department  o f  T r a n s p o r t a t i o n  has  c o n d u c t e d  a n  
e v a l u a t i o n  o f  a l t e r n a t i v e  n a t i o n a l  i n t e r c i t y  r a i l  p a s s e n g e r  
s y s t e m s ,  and p r e s e n t s  i t s  p r e l i m i n a r y  r ecommenda t ions  i n  t h i s  
r e p o r t  f o r  p u b l i c  comment.  Beyond t h e  r o u t e  s t r u c t u r e ,  t h e  
Department  has  i d e n t i f i e d  s e v e r a l  p o l i c y  i s s u e s  w h i c h  m e r i t  
p u b l i c  s c r u t i n y .  

In 1970, the Rail Passenger Service Act was enacted into law and a 
Federally-sponsored interci ty ra i l  passenger service began. The Act had two 
purposes: (1 ) to re1 ieve the nation's privately-owned rai 1 roads of the burden 
of passenger t rains  which were then costing them over $400 mill ion a year to 
operate; and ( 2 )  to  determine whether a we1 1-run interci ty ra i l  passenger 
service would bring travelers back to the railroads, particularly those 
traveling by automobile. The argument was advanced that  the railroads, faced 
with a losing service which by Government regulation they were compelled to 
operate, had deliberately allowed interci ty t rains  to deteriorate to the point 
that few people would use them; that railroads offered a fuel e f f ic ient  and 
environmentally sound a1 ternative t o  the automobile; and that a we1 1 -run, 
interconnected ra i l  system, operated with modern equipment, would revive ra i l  
service as a popular and economic means of travel. I t  was hoped that the 
system would require only interim Federal funding. 

The system now has run for  seven years and suff icient  evidence i s  available 
from which to draw certain conclusions. On the positive side, Amtrak has been 
successful in stemming the decline in rai l  ridership, despite having inherited 
an equipment f l e e t  which was aged, as well as having had t o  operate in many 
cases over roadbeds which are not maintained to passenger t rain standards. 
Passenger-trips on Amtrak have grown from 13.7 million in Fiscal Year 1972 to 
19.2 million in Fiscal Year 1977, an overall 40 percent growth. Passenger 
mi 1 es have increased to a simi 1 a r  degree, and dai ly t r a i  n-mi 1 es have increased 
about 20 percent. In the Northeast Corridor ( N E C ) ,  Amtrak has attracted a 
significant number of passengers from the a i r l ines  and has demonstrated that 
under proper conditions the time-conscious business traveler will use the t rain.  
During the 1973 energy c r i s i s ,  a significant increase in ridership demonstrated 
that  Amtrak i s  indeed a transportation a1 ternative to which people will turn in 
times of limited avai labi l i ty  of automobile fuel.  Finally, even in the face 
of serious service and financial problems, Amtrak continues to generate public 
support for  i t s  existence; for example, in a recent Hart Research Associates 
poll conducted for  the Department, 53 percent of the respondents endorsed 
continued subsidies for Amtrak. 



Unfo r t una te l y ,  t he  hope t h a t  Amtrak would he successfu l  w i t h  o n l y  i n t e r i m  
fund ing  has proven t o  be unfounded and t h e  progress t h a t  Amtrak has made has 
been achieved o n l y  a t  cons iderab le  pub1 i c  expense. To date,  t h e  Federal  
Government has d i r e c t l y  p rov ided  $2.5 b i l l  i o n  t o  Amtrak i n  c a p i t a l  and ope ra t i ng  
subs id ies  and has a l s o  funded $900 m i l  1  i o n  of c a p i t a l  a c q u i s i t i o n s  through 
guaranteed loans, most o f  which a r e  h e l d  by t h e  Federal F inanc ing Bank. 

D is tu rbed  by t h e  ever - inc reas ing  Amtrak d e f i c i t ,  t he  Congress has begun t o  
reexamine t he  Amtrak system. I n  a c t i n g  on a  reques t  by t h e  Amtrak Board of  
D i rec to r s .  f o r  a  supplemental a p p r o p r i a t i o n  t o  inc rease  t h e  Federal ope ra t i ng  
g r a n t  f o r  F i s c a l  Year 1978, t h e  Appropr ia t ions  Committee conferees adopted (and 
t r a n s m i t t e d  by l e t t e r  t o  t h i s  Department on November 8, 1977) t h e  f o l l o w i n g  
reques t  f o r  a  reexaminat ion of Amtrak 's  r o u t e  s t r u c t u r e .  

The conferees a r e  o f  t he  o p i n i o n  t h a t  a  comprehensive reexaminat ion 
of Amtrak's r o u t e  s t r u c t u r e  f rom a  zero  base should be undertaken 
and hereby d i r e c t  t h e  Department of T ranspor ta t ion ,  i n  coopera t ion  
w i t h  Amtrak, t o  prepare and submit  i t s  recommendations f o r  a  
r o u t e  s t r u c t u r e  t h a t  w i l l  p rov ide  an op t ima l  n a t i o n a l  r a i l r o a d  
passenger system based upon c u r r e n t  and f u t u r e  market and 
popu la t i on  requirements.  Inc luded  as an i n t e g r a l  p a r t  o f  such 
recomnendations should be p r o j e c t i o n s  o f  ope ra t i ng  and c a p i t a l  
app rop r i a t i ons  t h a t  w i l l  be r e q u i r e d  t o  suppor t  t h e  system . . . . 

I d e n t i c a l  1  anguage was conta ined i n  t h e  Conference r e p o r t  accompanying t h e  
F i sca l  Year 1978 Supplemental Appropr ia t ions  Ac t  (P.L. 95-240) which was 
signed i n t o  law by t h e  Pres iden t  on March 7, 1978. A d d i t i o n a l l y ,  as t h i s  
r e p o r t  was be ing prepared, a u t h o r i z i n g  l e g i s l a t i o n  was be ing cons idered by t h e  
Congress which would d i r e c t  t he  Department t o  conduct such a  reexaminat ion and 
which would es tab l  i s h  a  process f o r  implementing a  new Amtrak system based upon 
p r e l i m i n a r y  recomiiendations by t he  Department, a  p u b l i c  comment and hear ings 
process, and then  the  submission t o  t he  Congress o f  f i n a l  Departmental recom- 
mendations f o r  an Amtrak r o u t e  s t r u c t u r e .  

Th i s  r e p o r t  presents  t h e  Department 's p r e l i m i n a r y  recommendations i n  t h e  
f o l l o w i n g  framework: W i th i n  t h e  h i s t o r i c a l  c o n t e x t  o f  a  long- term d e c l i n e  i n  
t h e  common c a r r i e r  share of i n t e r c i t y  passenger t r a v e l ,  and an even more 
p r e c i p i t o u s  downward t r e n d  i n  r a i l  patronage, Chapter 2 r e p o r t s  on Amtrak's 
progress t o  da te  i n  r e v e r s i n g  t h e  long- term t rends .  Chapter 3 descr ibes  and 
discusses t h e  p resen t  i n t e r c i t y  r a i l  passenger s e r v i c e  system and t h e  ope ra t i on  
o f  t h a t  system. 

Chapter 4 discusses t h e  methodology which produced t h e  f i v e  r o u t e  s t r u c t u r e  
a l t e r n a t i v e s  t h a t  were analyzed i n  t h i s  r e p o r t ,  and g r a p h i c a l l y  p o r t r a y s  them. 
Chapter 5 presents  t h e  Department's recornmended r o u t e  s t r u c t u r e ,  o f f e r s  pro-  
j e c t i o n s  f o r  i t s  ope ra t i ng  performance and f i n a n c i a l  r e s u l t s ,  and descr ibes  t h e  
r a t i o n a l e  f o r  i t s  s e l e c t i o n .  I n  Chapter 6, t he  f u t u r e  fundiog consequences o f  
t he  p r e l i m i n a r y  recommendation a re  discussed, a long  w i t h  p o s s i b l e  means o f  
meet ing those funding requirements.  F i n a l l y ,  beyond t h e  r o u t e  s t r u c t u r e  
i t s e l f ,  Chapter 7  broaches s i g n i f i c a n t  issues t h a t  deserve p u b l i c  s c r u t i n y ,  
r e f l e c t i o n ,  and comment. Such issues i nc l ude  Amtrak's fa re  po l  i c y ,  t h e  market 
f o r  i n t e r c i t y  r a i l  passenger serv ice ,  t h e  scope and f e a s i b i l  i t y  of c o r r i d o r  
development ou t s i de  the  Nor theas t  Co r r i do r ,  t he  ex is tence  and f u t u r e  o f  Amtrak 
commuter operat ions,  t h e  economics of s leep ing  and d i n i n g  c a r  se rv ices ,  and 
the  i n s t i t u t i o n a l  framework o f  Amtrak. 



C h a p t e r  2 

A BRIEF HISTORY OF INTERCITY RAIL  PASSENGER OPERATIONS 

During i t s  f i r s t  7  y e a r s  o f  o p e r a t i o n s ,  Amtrak has  begun  t o  
r e v e r s e  t h e  s t e a d y  d e c l i n e  i n  i n t e r c i t y  r a i l  p a s s e n g e r  t r a v e l  
wh i ch  began  a f t e r  World War I I .  The s y s t e m  o v e r  wh i ch  i t  o p e r a t e s  
h a s  grown from 23,000 r o u t e - m i l e s  i n  1971 t o  27,000 r o u t e - m i l e s  
i n  1977.  U n f o r t u n a t e l y ,  t h e  r a i l  s h a r e  o f  t h e  t o t a l  i n t e r c i t y  
t r a v e l  m a r k e t  i s  s m a l l  and Amtrak has  a  l o n g  way t o  go i n  c r e a t i n g  
any s i g n i f i c a n t  change  i n  n a t i o n a l  p a s s e n g e r  t r a n s p o r t a t i o n  
p a t t e r n s .  Amtrak o p e r a t i n g  c o s t s  have  r i s e n  f a s t e r  t h a n  r e v e n u e s  
aud t h e  d e f i c i t  ha s  grown from 5 .3  c e n t s  p e r  r e v e n u e  p a s s e n g e r -  
m i l e  i n  FY 1972 t o  12 .7  c e n t s  i n  FY 1977 .  One o f  t h e  pr imary  
b e n e f i t s  o f  Amtrak ,  t h e  r e t e n t i o n  o f  a  p a s s e n g e r  t r a n s p o r t a t i o n  
a l t e r n a t i v e  t o  t h e  a u t o m o b i l e  i n  t h e  f a c e  o f  a  growing e n e r g y  
r e s o u r c e  prob lem,  r e c e i v e d  a  r e a l - l i f e  t e s t  d u r i n g  t h e  o i l  
s h o r t a g e  o f  1973 - 1974 ,  d u r i n g  w h i c h  p e o p l e  t u r n e d  from t h e  
a u t o m o b i l e  t o  t h e  t r a i n  i n  s i g n i f i c a n t  numbers  and Amtrak was 
a b l e  t o  accommodate an u n e x p e c t e d  s i g n i f i c a n t  a d d i t i o n a l  demand. 

LONG-TERM TRENDS I N  PASSENGER TRAFFIC 

Since e a r l y  i n  t h i s  century,  common c a r r i e r s  have t ranspor ted  a gene ra l l y  
decreasing share o f  a growing i n t e r c i t y  passenger t r a f f i c  market (see F igure  
2-1).  Al though the  years dur ing  World War I 1  saw a temporary reversa l  of t he  
long-term t rends,  by 1950 the common c a r r i e r  market share had decreased t o  a 
l e v e l  t h a t  has s ince  remained constant  a t  around 13 percent.  Against  t h i s  
backdrop of a decreasing common c a r r i e r  market share dur ing  a pe r i od  o f  t o t a l  
market growth, t he  share of t h e  common c a r r i e r  market t o t a l  c a r r i e d  by a l l  
c l ass  I r a i l r o a d s  dec l i ned  from 66.7 percent  i n  1939 t o  5.8 percent  i n  1976,' 
wh i l e  t he  bus share dec l ined  from 26 percent  t o  13.2 percent,  and the  a v i a t i o n  
share increased d ramat i ca l l y ,  f rom 2 percent  t o  78.9 percent ( i n  passenger- 
m i l e s ) .  

As shown i n  F igure  2-2, t o t a l  r a i l  passenger t r a f f i c  ( i n c l u d i n g  i n t e r c i t y  
and comniuter t r a f f i c )  has decl  i ned  from 23.7 b i  11 i o n  passenger-mi l e s  i n  1939 
t o  11 b i l l i o n  passenger-miles i n  1976. Of t h i s  d e c l i n i n g  t o t a l ,  the  i n t e r c i t y  
p o r t i o n  dec l i ned  from 82 percent  i n  1939 t o  56 percent  i n  1976. Thus, over 
t h e  past  38 years, i n t e r c i t y  r a i l  passenger se rv i ce  has ceased t o  be a pr imary 
f a c t o r  i n  common c a r r i e r  i n t e r c i t y  passenger t r anspo r ta t i on .  

l ~ h i s  5.8 percent  i s  subdivided as fo l lows:  Arntrak i n t e r c i t y ,  39%; 
Arntrak commuter, 1%; o the r  i n t e r c i t y ,  17%; o the r  commuter, 43%. Source f o r  
s t a t i s t i c s  i n  t h i s  and the  nex t  paragraph: Assoc ia t ion  of American Rai l roads, 
Yearbook o f  R a i l  road Facts, 1977. 



Figure 2 - 1 

INTERCITY PASSENGER MARKET: 
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SOURCES: Association of American Railroads.Yearbook of Railroad Facts 
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Motor Vehicle Manufacturers Association, Automobile Facts and Figures 



Figure 2 - 2 

HISTORICAL TRENDS IN RAIL PASSENGER-MILE VOLUME 
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SOURCE: AAR, Yearbook of Railroad Facts, 1977, "Passenger-Miles by Classes." 



THE CREATION OF AMTRAK I N  1971 

The Nat ional  Ra i l road Passenger Corporat ion [Amtrak) was es tab l i shed  by 
t h e  R a i l  Passenger Serv ice Ac t  of 1970 and began i t s  opera t ions  i n  1971 . The 
Act  r e l i e v e d  t h e  r a i l r o a d s  o f  t h e  f i n a n c i a l  burden o f  p r o v i d i n g  an i n t e r c i t y  
r a i l  passenger se rv i ce  t h a t  l o s t  hundreds o f  m i l  1  ions  o f  do1 l a r s  each year  by 
a f f o rd ing  them t h e  oppo r tun i t y  t o  j o i n  Amtrak f o r  a  fee equal t o  50 percent  of 
t h e i r  f u l l y  a l l o c a t e d  passenger se rv i ce  d e f i c i t  i n  1969 and t o  t r ans fe r  t o  
Amtrak t h e  r e s p o n s i b i l i t y  f o r  r a i l  passenger serv ice .  The fee was made deduct- 
i b l e  f o r  income t a x  purposes. Some marg ina l l y  p r o f i t a b l e  r a i l r o a d s  were 
o f f e r e d  and accepted Amtrak s tock  i n  l i e u  o f  t a k i n g  tax  deduct ions. Eventual ly ,  
a l l  b u t  8 i n t e r c i t y  r a i l  c a r r i e r s  j o i n e d  Amtrak. The except ions were t h e  
Southern, t h e  Reading, t h e  Rock Is land,  t h e  Canadian P a c i f i c ,  t h e  Denver and 
Rio Grande Western, t h e  Long Is land,  t h e  Chicago South Shore and South Bend, 
and t h e  Georgia Rai l road.  

The Ac t  a l s o  es tab l i shed  t h e  p r o v i s i o n  o f  some l e v e l  of i n t e r c i t y  r a i l  
passenger s e r v i c e  as a  Federal r e s p o n s i b i l i t y ,  a t  l e a s t  on an experimental  
basis.  Amtrak was c rea ted  as a  mixed ownership ( p r i v a t e  and p u b l i c )  corpora- 
t i o n  opera t ing  over a  basic  system def ined by t h e  Secretary o f  T ranspor ta t ion  
w i t h  i t s  opera t ions  t o  be i n i t i a l l y  supported by Federal funds. The Federal 
subsidy was, presumably, t o  be an i n t e r i m  measure, s ince  t h e  s ta ted  goal o f  
Amtrak was t o  become a  se l f - sus ta in ing ,  i n t e r c i t y  r a i l  passenger c a r r i e r .  
Amtrak was an experiment, designed t o  determine whether a  company s o l e l y  
concerned w i t h  t r a n s p o r t i n g  i n t e r c i t y  passengers by r a i l  cou ld  operate a t  a  
p r o f i t .  

ROUTE STRUCTURE DEVELOPMENT 

On May 1, 1971, Amtrak began opera t ion  over  i t s  bas ic  system, which 
inc luded 23,000 rou te-mi les  between 21 c i t y - p a i r s .  Through the  a d d i t i o n  o f  
experimental  routes,  l e g i s l a t i v e l y  mandated i n t e r n a t i o n a l  rou tes  t o  Canada and 
Mexico, rou tes  p a r t i a l l y  subsid ized by t h e  States (under t he  p rov i s i ons  o f  
sec t i on  403(b) o f  t h e  Amtrak l e g i s l a t i o n ) ,  and rou tes  v o l u n t a r i l y  added by t h e  
Board, t h e  r o u t e  s t r u c t u r e  had grown t o  24,000 m i l es  by 1974, 26,000 m i l e s  by 
1975, and 27,000 m i l e s  by 1977. Amtrak has a l s o  added f requencies on e x i s t i n g  
routes.  Table 2-1 shows t o t a l  a d d i t i o n a l  se rv i ce  e x i s t i n g  by t h e  end o f  each 
year  from FY 1972 through FY 1976, expressed i n  d a i l y  t r a i n  m i l e s  (exc lud ing  
the  NEC). The present  Amtrak r o u t e  s t r u c t u r e  i s  por t rayed and discussed i n  de- 
t a i l  i n  Chapter 3. 

SYSTEMWIDE OPERATING AND FINANCIAL TRENDS 

Over i t s  e n t i r e  network, Amtrak has reversed t h e  long- term downward t rend  
i n  i n t e r c i t y  r a i l  passenger t r a f f i c  and has managed t o  increase passenger- 
t r i p s ,  t r a i n - m i l e s ,  and passenger-miles. 



Table 2-1 

TF(EtlD.5 I N  AWTRAK DAILY TRAIN-MILES 

Short-Di stance 
D a i r y  
T r a i n  

Per iod Route M i l e s  

E x l s t i n g  Chlcaao-Detroi  t 1,128 
a t  End o f  Por t land-Sea t t le  744 
FY 1971 Los Anueles-San Diego 512 

~ h j ~ ~ ~ o - M i l w a u k e e  510 
Chicaao-St. Louis  1,128 
Chicaao-Carbondale 620 
New York-Buffalo 3.474 
N& York-pi t t sburgh  870 
Cumulative To ta l  K9.m 

Added By Los Angeles-San Diego 256 
End o f  Chicago-Milwaukee 340 
FY 1972 Chicago-Quincy 526 

llew York-Buffalo (876) 
572 

Long-Dis tance 
D a i l y  
T r a i n  
M i l e s  

New York/Albany-Chlcapo 1,922 
New York/!dashington. D.C.-Chicapo 2,280 
New York/#ashinoton, D. C.-Kansas C i t y  2,732 
Hewport News/Washinoton. D. C.-Chicaoo 2.106 
Hew York-F lor ida 7,826 
Chicaoo-Flor ida 3,776 
Chicaqo-New Orleans 1,846 
Chicaao-Houston 2.738 
Chicaao-Los Anoeles 4,446 
Los Angeles-Seatt le 1,812 
Chicapo-Seattle(Havre) 4.574 
Chicapo-Seattle(Bil1inps) 2,065 
Chicago-Oakland 3.250 
Hen Orleans-Los Angeles 1,733 
Cumulative To ta l  rn 
New York/Albany-Chicago (i:gfj 
Los Angeles-Chicago 
Los Angeles-Seatt le 
Cumulative To ta l  

(282 
Mashington, D. C./ 

Cumberland 
New York-Pi t t sburgh  
Cumulative T o t a l  

Added BY ~ e a t t l e - ~ a n ~ o u v e r  3l7 chicago-LOS Angeles (4.446 
End of Washinaton, D. C.- Los Angeles-Seatt le 1 ;566 
FY -1973 Clnnberland chicago-Seattle(Bi11inos) 

St. Louis-Laredo 
(140) 

Cumulative To ta l  372 
~ a s h i n ~ t o n ,  D. C.-Montreal 1,340 
Cumulative To ta l  KT'E 

Added By Chicago-St. Louis  483 -bicago-Seattle(Bi11ings) 
End o f  Chlcago-Dubuque 364 Chicago-Oakland 
FY 1974 Chicago-Carbondale 258 S t .  Louis-Caredo 628 

Washington. D. C.- Cumulative To ta l  iKm 
Cumberland 58 

Oakland-Bakersf ield 624 
C u u l a t i v e  To ta l  K@i'5 

Added By Chicago-Detroi  t 483 
End of Chicago-Detro i t  106 
FY 1975 Chicago-Milwaukee (170) 

Chicago-Port Huron 636 
Hew Y o r k - b n t r e a l  764 
Minneapol i s -Super io r  
Hew York-Buf fa lo  
Cumulative To ta l  

Added By Chicago-Ui lwaukee (974) 
End o f  Los-Angeles-Las Vegas 93 
FY 1976 Hen York-Newport News 826 

C lmv la t i ve  To ta l  13.097 

SOURCE: Amtrak Schedules. 

New York -Det ro i t  1,357 
Norfo l  k-Chicago 1,065 
Cumulative T o t a l  m'?n 

New York-F lor ida 
New York-Flor ida (I!$$ 
New York/Washington, D. C.-Chicago 170 
M York/Boston-Ulicago 2,358 
Mewport News/Washington. D. C. -Chicago (342) 
Chicaoo-Houston 62 

d -  - - -  - -  
st. Louis- ared do 
Cumulative To ta l  

NOTE: M i leage  shown i n  parentheses denotes s e r v i c e  d i s c o n t i n u e d .  
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As a resul t of increases i n passenger-tri ps and passenger-mi 1 es , coupled 
with a succession of fare increases, revenue has shown a steady increase, 
totaling 104 percent since 1972. Unfortunately, costs haye risen continuously 
a t  a significantly higher rate than revenues and i n  a l l  years other t h a n  1973 
the gap between costs and  revenues has widened. While revenue i n  1971 covered 
almost 50 percent of  total costs, i n  1977 it covered only 37.4 percent of 
total costs. The net result has been a steadily growing deficit .  The deficit  
per revenue passenger-mile has more t h a n  daubled from a 5.3-cent level in 
FY 1972 t o  a 12.7-cent level in F Y  1977. From FY 1972 t o  FY 1977,  Amtrak's 
total expenses increased 172  percent. Amtrak' s operating results from FY 1972 
through FY 1977 are summarized i n  Figure 2-3. 

Table 2-2 compares Amtrak's financial and operating trends with those of 
the railroad freight industry as a whole for calendar years 1972-1976. While 
there are obvious differences between Amtrak and  the freight railroads in the 
relative size of their principal cost elements (Amtrak for example employing 
more skilled labor for car maintenance t h a n  a freight railroad), this should 
be reflected in the size of the cost base. The rates of change arguably 
should be similar, especially considering t h a t  the labor component of b o t h  i s  
roughly equivalent. Nevertheless, in every category, Amtrak's yearly cost 
increase has been greater t h a n  the railroad industry average. Over the period, 
the industry experienced increased operating expenses of 42 percent, compared 
t o  Amtrak's 121 percent. Of particular note i s  t h a t  cost per car mile ( a  
basic production measure for both freight and passenger operations) increased 
49 percent for the freight carriers and 89 percent for Amtrak during the 1972- 
1976 period. The rate of increase does n o t  appear t o  be solely attributable 
t o  inflation. For this  reason, a detailed study of Amtrak's cost structure i s  
required, particularly i f  similar increases over the ra-ilroad norm are to be 
avoided in the future. The Department proposes t o  work with Amtrak 
to undertake such a detailed cost review as an immediate priority. 

Service quality, measured by several key variables, has varied since 
Amtrak's inception. System on-time performance has, with some exceptions, 
generally decreased, continuing a trend already well-established before Amtrak. 
(See Figure 2-4. )  Of 41 route segments outside the NEC,  34 showed declines in 
average scheduled speed (including stops) between 1965 and 1976 -1 The specific 
reasons for these lengthened schedules vary from route to route, and may 
include such items as deteriorating track conditions, operating practices t h a t  
are unfavorable to expeditious passenger service, and revised routings. 
Certain non-quanti fiabl e attributes have improved, however. For example, the 
purchase of 492 Amfleet coaches in 1975-1977 undoubtedly enhanced passenger 
comfort on many routes, including the Northeast Corridor. 

AMTRAK PERFORMANCE D U R I N G  THE 1973-1 974 ENERGY CRISIS 

One of the primary benefits to the public of maintaining Amtrak i s  i t s  
availability as an alternative to the automobile in an era of increasing energy 
problems. Therefore, of special note in any review of Amtrak history i s  i t s  
performance during the 1973-1974 energy crisis .  As can be seen in Table 2-3, 
during the period from November 1973 t o  April 1974, as compared with the 
equivalent six-month period i n  1972-73, Amtrak registered gains in passenger-mi 1 es 

source: Amtrak internal document, "Non-Corridor Schedule Review. I' 
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Figure 2 - 3 

TOTAL AMTRAK SYSTEM PERFORMANCE 
BY FUNCTION THROUGH FW7 
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SOURCE: Calculated from Amtrak financial and operating reports to the Department 
and the Interstate Commerce Commission. 



Tab le  2-2 

PERFORMANCE MEASURE COMPARISONS, FREIGHT RAILROADS VS. AMTRAK 

(CALENDAR YEARS) 

F r e i g h t  F r e i g h t  
Ra i  1  roads Amtrak R a i  1  roads  Amtrak 

O p e r a t i n g  Expenses 
( $  m i l l i o n s )  

Index 

a  
Car-Mi 1  es 
( m i l  1  i o n s )  

Index 

O p e r a t i n g  Expense 
p e r  ca r -m i  1  e  
($1  

Index 

a  
F r e i g h t  c a r - m i l e s  f o r  f r e i g h t  r a i l r o a d s ,  passenger c a r - m i l e s  f o r  Amtrak. 

SOURCE: Amtrak s t a t i s t i c s  c a l c u l a t e d  from Amtrak f i n a n c i a l  and o p e r a t i n g  r e p o r t s  
t o  t h e  Department and t h e  I n t e r s t a t e  Commerce Commission. R a i l r o a d  
i n d u s t r y  s t a t i s t i c s  c a l c u l a t e d  f r o m  A s s o c i a t i o n  o f  American R a i l r o a d s  
Year Book of R a i l r o a d  Fac ts  1977 E d i t i o n .  



Figure 2 - 4 

SYSTEMWIDE ON-TIME PERCENTAGES 

FISCAL YEARS 

100 - 

SOURCES: Amtrak Public Affairs Department, "Background on Amtrak"; 1977 
data is  from Amtrak Performance Measurement Report, December 1977 

80 - 

SYSTEM 
AVERAGE 
PERCENT 
ON-TIME 40 

20 

0 

- 

- 

I I I I I 
1972 73 74 75 7 6 77 



Tab le  2-3 

ENERGY CRISIS RESULTS - SUMMARY 

O i l  Shortage Per iod  i s  H i g h l i g h t e d  

Ful  l y -  Surp lus /  
A1 1 ocated D e f i c i t  

Passenger-Trips Passenger-Miles Revenues Costs Per PM 
NEC Routes -- (mi 11 i o n s )  ( m i l  1 i o n s )  ( $  m i l l  i o n s )  ( $  m i l l  i o n s )  ( $ )  

Nov. ' 7 4  - Apr . '75  4.79 552.83 46.28 76.28 ( .054) 

Long-Haul Routes 

Nov. '72 - Apr . ' 73  2.32 909.04 45.79 106.72 ( .067) 

Nov. '73 - Ap r . ' 74  - 2.06 1,363.95 69.96 136.72 ( .049) 

Nov. ' 74  - Apr. '75  1.79 1,021.56 61.36 168.18 (.105) 

Short-Haul Routes -- 

Nov..72 - Apr . '73  .62 130.31 5.99 17.21 ( .086) 

Nov. '73 - Ap r . ' 74  1.39 201 .22 9.23 23.95 ( .073) 

Nov. '74 - Apr . ' 75  1.15 106.82 11.40 36.42 ( .234) 

T o t a l  System 

Nov. '72 - Apr. '73  7.47 1,517.39 83.96 163.63 ( .053) 

Nov. ' 7 3  - Apr. ' 7 r  8.87 2,212.44 121.99 21 8.22 ( .043) 

Nov. '74 - Apr. '75 7.73 1,761.21 119.05 280.88 ( .092) 

SOURCE: Ca l cu la ted  f rom Amtrak f i n a n c i a l  and o p e r a t i q g  r e p o r t s  t o  t h e  Department and 
t h e  I n t e r s t a t e  Commerce Commission. 



across a1 1 major categories of routes (t36 percent i n  the NEC, +50 percent on  
long-distance routes, and  t54 percent on short-distance routes). Further, the 
Corporation managed i n  so doing to reduce the systemwide def ic i t  e r  passenger- 
mile by 19 percent (for long-haul routes by 27 percent, and for s f: ort-haul 
routes by 15 percent). Only the NEC registered a g a i n  i n  def ic i t  per passenger- 
mi 1 e (+44 percent) . 

While the positive ridership increases of the energy c r i s i s  period did 
not continue in l a t e r  periods, and  while the de f i c i t  per passenger-niile soon 
began to  increase again, i t  i s  clear that  during the 1973-1974 period of 
reduced avai labi l i ty  of gasoline, people turned to  the t rain.  I t  i s  also 
clear that an unexpected surge in t r a f f i c  was accommodated by Amtrak and a 
portion of that  increase (19 percent) was retained i n  the following year. 





C h a p t e r  3 

THE EX IST ING SYSTEM AND I T S  OPERATION 

During t h e  f i s c a l  y e a r  e n d i n g  Sep t ember  30,  1 9 7 7  ( F Y  1 9 7 7 ) ,  
t h e  mos t  r e c e n t  c o m p l e t e  p e r i o d  f o r  wh ich  d a t a  a r e  a v a i l a b l e  f o r  
a n a l y s i s ,  t h e  Amtrak s y s t e m  g e n e r a t e d  29.2  m i l l i o n  p a s s e n g e r -  
t r i p s  and 4 . 3  b i l l i o n  p a s s e n g e r - m i l e s .  A l t h o u g h  Amtrak c a p t u r e d  
o n l y  a  s m a l l  p r o p o r t i o n  o f  t o t a l  i n t e r c i t y  p a s s e n g e r  t r a v e l  
n a t i o n w i d e ,  i t  a c c o u n t e d  f o r  a  l a r g e r  p e r c e n t a g e  o f  t r a v e l  i n  t h e  
m a r k e t s  i n  w h i c h  i t  c o m p e t e s .  To s u p p o r t  o p e r a t i o n s  o v e r  i t s  
s y s t e m ,  Amtrak owned and m a i n t a i n e d  a n  equ ipmen t  f l e e t  o f  2,954 
p a s s e n g e r  c a r s  and 3 5 3  l o c o m o t i v e s ,  a s  w e l l  a s  32 m a i n t e n a n c e  
f a c i l i t i e s .  A l t h o u g h  o n e - h a l f  o f  A m t r a k ' s  FY 1 9 7 7  p a s s e n g e r -  
m i l e s  were  g e n e r a t e d  by  t r i p s  o f  o v e r  500 m i l e s ,  mos t  t r i p s  t a k e n  
by  Amtrak p a s s e n g e r s  were  f o r  s h o r t  d i s t a n c e s ;  t h e  a v e r a g e  t r i p  
was 2 2 6  m i l e s  i n  l e n g t h .  I n  o p e r a t i n g  i t s  s  s t e m  i n  FY 1977,  
Amtrak i n c u r r e d  a  d e f i c i t  o f  $529 .8  f u r  a n  a v e r a g e  l o s s  
o f  1 2 . 3  c e n t s  per  p a s s e n g e r - m i l e , 2  o n  a  f u l l y - a l l o c a t e d  b a s i s .  
W i t h i n  t h e s e  s y s t e m w i d e  f i g u r e s ,  t h e r e  a r e  s i g n i f i c a n t  v a r i a t i o n s  
among r o u t e  g r o u p i n g s  and i n d i v i d u a l  r o u t e s .  A m t r a k ' s  f u e l  
c o n s u m p t i o n  r e c o r d  f o r  FY 1 9 7 7  r e v e a Z s  t h a t  e n e r g y  e f f i c i e n c y  
d i f f e r s  w i d e l y  from one t y p e  o f  s e r v i c e  t o  a n o t h e r .  I n t e r c i t y  
r a i l  p a s s e n g e r  s e r v i c e  r e m a i n s  a  v e r y  s a f e  mode o f  t r a n s p o r t a t i o n  
t o  w h i c h  a  n e t  b e n e f i t  f rom reduced  f a t a l i t i e s  may be a t t r i b u t e d .  

SYSTEM DESCRIPTION: ROUTES 

The Amtrak system comprised 27,000 m i l e s  o f  r o u t e s  a t  t h e  end o f  FY 1977, 
as shown i n  F igu re  3-1. Table 3-1 l i s t s  t h e  rou tes ,  t h e  ope ra t i ng  r a i l r o a d s ,  
and, f o r  r o u t e s  added a f t e r  1971, t h e  b a s i s  o f  a d d i t i o n  t o  t he  system i n c l u d i n g :  

a Sec t i on  403(b) o f  t h e  R a i l  Passenger Serv ice  Act,  which permi ts  S ta tes  
t o  reques t  and pay h a l f  of t h e  s o l e l y  r e l a t e d  ope ra t i ng  and c a p i t a l  cos ts ,  n e t  
o f  revenues, of a d d i t i o n a l  Amtrak se rv i ce .  

a I n t e r n a t i o n a l  r ou tes  t o  Canada and Mexico 

a Experimental  r ou tes  added pursuant  t o  s e c t i o n  403(c)  o f  t he  Act.  

a Other  a d d i t i o n s  made by d e c i s i o n  o f  t h e  Amtrak Board. 

' ~ 1 1  r e s u l t s  f o r  FY 1977 i n  t h i s  chap te r  r e f l e c t  adjustments completed i n  
March 1978. 

' ~ 1 1  passenger-mi 1 e f i g u r e s  and d e r i v a t i v e s  t h e r e o f  i n  t h i s  and subsequent 
chapters  ref lect .  t o t a l  passenger-miles, as opposed t o  revenue passenger-miles 
which exclude pass r i d e r s .  





Table 3-1 

Amtrak Routes 

Routes 

Nor theast  C o r r i d o r  

Metro1 i ners 
NEC Conventional s 
New Haven-Spri n g f  i e l d  
New York C i  t y - H a r r i  sburg 
New York C i  t y - P h i l a d e l  ph ia  
Phi  lade1 ph ia-Har r isburg  

Shor t  D i  stance 

Chicago-Carbondal e 
Chicago-Detro i  t 
Chicago Dubuque 
Chicago-Mi lwaukee 
Chicago-Port Huron 
Chicago-Quincy 
Chicago-St. Lou i s  
Los Angeles-San Diego 
M i  nneapol i s -Du lu th  
New York C i  t y - B u f f a l o / D e t r o i  t 
New York-Montreal 
Oa k l  and-Ba k e r s f  i e l  d 
Sea t t l e -Po r t1  and 
Sea ttl e-Vancouver 
Washington-Ci n c i n n a t i  (Cumberland) 
Washington-Mart insburg 

Long D i  stance 

Boston-Newport News 
Chicago-Fl o r i d a  
Chicago-Houston 
Chicago-la redo 
Chicago-Los Angeles 
Chicago-New Orleans 
Chicago-New York C i  t y /Boston 
Chicago-New York Ci ty lWashington 
Chicago-San Franc isco 
Chicago-Seat t l  e ( v i a  Havre) 
Chicago-Seat t le  ( v i a  B i l l i n g s )  
Chicago-Washington ( C i n c i n n a t i  ) 
Kansas C i  ty-New York C i  ty lWashington 
Los Angeles-New Orleans 
Los Angel es-Seat t l  e 
New York-F lor ida  
New York-Savannah 
S e a t t l e - S a l t  Lake 
Washington-Montreal 

Opera t ing  
Ra i 1 road 

Amtra k 
Amtrak 
Amtra k 
Amtrak 
Amtrak 
Amtrak 

I C G  
Conrai 1 
I CG 
Milwaukee 
GTW, Conra i l  
B N 
I C G  
Santa Fe 
B N 
Conrai 1 
Conrai 1 , D&H, CP 
Santa Fe 
B N 
BN/CN 
B&O 
B&O 

Amtrak, RF&P, C&O 
L&N, SCL 
Santa Fe 
I C G ,  MP, MKT 
Santa Fe 
I CG 
Conrai 1 
Conrai 1 , Amtrak 
BN, LIP, SP 
BN, Milwaukee 
BN, Milwaukee 
C&O, N&W, SCL 
MP, Conra i l ,  Amtrak 
SP 
SPY BN 
Amtrak, RF&P, SCL 
Amtrak, RF&P, SCL 
LIP, BN 
Amtrak, B&M, CN, CV 

Basis f o r  A d d i t i o n  
t o  System 

403(b) ( p a r t i a l  ) 

403(b) ( p a r t i a l  ) 
403(b) ( p a r t i a l  ) 
403 (b )  

403 (b )  
403(b) 
403(b) ( p a r t i a l  ) 
403(b) ( p a r t i a l  ) 
403(b) 
403(b) ( p a r t i a l  ) 
403 ( b) 
Experimental /Other 

I n t e r n a t i o n a l  
Experimental /Other 
Experimental /Other 

Experimental /Other 

I n t e r n a t i o n a l  

Experimental /Other 
Experimental /Other 

Experimental /Other 
Experimental /Other 
I n t e r n a t i o n a l  

Source: O f f i c i a l  Guide o f  t h e  Railways; Amtrak Pub1 i c  A f f a i r s  Dept., Background on Amtrak 
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AMTRAK EQUIPMENT, SHOPS, AND CAPITAL INVESTMEIVTS 

To p rov ide  passenger s e r v i c e  f o r  i t s  FY 1977 system, Amtrak owned 1,954 
passenger cars ,  i n c l u d i n g  s e l  f - p rope l  1 ed cars ,  and 353 1 ocomoti ves . Tabl e  3-2 
shows passenger c a r  and locomot ive  f l e e t  composi t ion by type, and F igu re  3-2 
shows equipment assignments over  t he  n a t i o n a l  network. A dramat ic  change i n  
t he  equipment s i t u a t i o n  w i l l  occur over  t h e  n e x t  few years  when 284 newly 
purchased b i  -1 eve1 Super1 i ner  c a r s  w i  11 be assigned t o  r ou tes  where c learances 
pe rm i t  ( p r i m a r i l y  west of  Chicago). To se rv i ce  i t s  equipment, Amtrak owns o r  
uses approx imate ly  32 major  s e r v i c i n g  f a c 4 l i t i e s  ( l i s t e d  i n  Table 3-3) .  

I n  making equipment, shop, and o t h e r  f i x e d  f a c i l i t y  a c q u i s i t i o n s  (e.g., 
purchase o f  t h e  NEC f rom C o n r a i l ) ,  Amtrak had by March 1978 spent, o r  r ece i ved  
t h e  approval  o f  i t s  Board o f  D i r e c t o r s  f o r  t h e  expend i tu re  o f ,  $1.267 b i l l  i o n  
(as shown i n  Tabl e  3-4).  

AMTRAK'S ROLE I N  THE NATIONWIDE TRAIVSPORTATIOIV SYSTEM 

I n  FY 1977, Amtrak generated about t h ree - ten ths  o f  one percen t  o f  t o t a l  
i n t e r c i t y  passeqger-miles. As p a r t  o f  t h e  common c a r r i e r  system ( a i r ,  r a i l ,  
and bus) ,  Amtrak generated 3 percen t  o f  t he  i n t e r c i t y  passenger-mi l e s .  Pre- 
l i m i n a r y  t r a v e l  es t imates  f o r  those c i t y  p a i r s  served by Amtrak i n d i c a t e ,  
however, t h a t  where Amtrak does opera te  i t  competes w e l l ,  c a p t u r i n g  approx i -  
mate ly  4  percent  o f  t h e  t o t a l  i n t e r c i t y  passengers and passenger-miles, and 
14.4 percen t  o f  t h e  passe ger-mi les and 22.5 percen t  o f  t h e  passengers c a r r i e d  
by common c a r r i e r s  alone. 7 
RELATIOIVSHIP TO OTHER MODES 

I n  general ,  Amtrak's t r a i n s  operate i n  t h e  more densely  populated areas 
o f  t h e  na t i on ,  thus p r o v i d i n g  s e r v i c e  t o  t h e  l a r g e s t  popu la t i on  centers .  The 
c e r t i f i c a t e d  a i r  c a r r i e r s  p rov ide  a i r  passenger s e r v i c e  t o  592 c i t i e s  compared 
w i t h  532 Amtrak s t a t i o n  s tops.  A s i g n i f i c a n t  number o f  Amtrak s tops  have no 
a i r  s e r v i c e  b u t  t h e r e  i s  bus s e r v i c e  t o  over  15,000 l o c a t i o n s ,  i n c l u d i n g  
a lmost  every  Amtrak stop.2 

RAIL TRAVEL PATTERNS 

H a l f  o f  Amtrak's passenger-miles i n  FY 1977 were generated on long-haul  
t r i p s  o f  500 m i l e s  o r  more, and t r i p s  o f  750 m i l e s  o r  more generated 40 percen t  
o f  t h e  passenger-miles (F igu re  3-3).  The h i g h e s t  average t r i p  l eng ths  occurred 
on t h e  Midwest-West Coast and West Coast-South t r a n s c o n t i n e n t a l  rou tes .  
Nevertheless, t h e  900-1,000 m i l e  East-Midwest and Midwest-South runs have 

1 
R a i l  and a i r  patronage taken f rom CAB and Anitrak data;  bus t r a v e l  i s  

est imated on b a s i s  o f  a  modal sp l  i t  model. 

2~umber  o f  s e r v i c e  p o i n t s  by mode i s  f rom C i v i l  Aeronaut ics  Board, 10 
percent  o r i g i n l d e s t i n a t i o n  sample; Amtrak Pub1 i c  A f f a i r s  Department ; and 
American Bus Assoc ia t ion.  



Table 3-2 

Amtrak Equipment F lee t  a t  End of FY 1977 

Equipment Types Number i n  F lee t  

Locomotives and r e l a t ed  u n i t s :  

Diesel locomotives, steam-generating 
Diesel locomotives, e l ec t r i c -gene ra t ing  
E l e c t r i c  locomotives, steam-generating 
E l e c t r i c  1 ocomotives, e l e c t r i c  generat ing 
Switcher/yard locomotives 
Heater ca r s  
Power c a r s  

T r a i l e r  c a r s ,  conventional and Amfleet: 

Conventional : 

Baggage 
Baggage - dormitory 
Hi gh-1 eve1 coaches 
Snack coaches 
Standard coaches 
Dome ca r s  
Sl umber coaches 
Diners 
Lounge/Parl o r  
Sl eepers 

Sub to ta l ,  Conventional 1,316 

Amfleet: 

Amcoach 
Amcafe 
Amcl ub 
Amdinette 

Subtotal , Amfleet 490 

Total 

Mu1 t i  pl e-uni t and Tub01 i ner  equipment : 
Si 1 verl  i ners  10 
Rail d iese l  c a r s  12 
Metro1 i ners  6 1 
Turboliner power coaches 2 6 
Turboliner t r a i l e r  coaches 3 9 

Total 

Grand Tota l ,  Amtrak F lee t  Units 

Source: Amtrak Morning Report, Section I V Y  October 1 ,  1977. 



Figure 3-2 

Source: Amtrak, Five-Year Corporate Plan, 1977. 



Table 3-3 

Major Pmtrak Serv ic ing  F a c i l i t i e s  
( N h e r  o f  p ieces o f  equipment r e g u l a r l y  assigned i s  i n  parentheses) 

Operator 
L o c m t i v e  L o c w t l v e  Car Car Turbo and 

Locat ion Overhaul Maintenance Overhaul Maintenance Haintenance Status 

Chicago--2lst St. X (21) X (348) Amtrak--1 eased 
fnm ATSF 

Chicago--12th 6 
16 th  St. X (21) x (236) Amtrak 

Chicago--Westem Ave X ( 3 )  x Milwaukee 
Chicago-Brighton Pk x ( 5  t r a i n  Amtrak 

sets) 
New York--Sunnyside h t r a  k 
Ph i lade lph ia  x (302 (1371 h t r a k  
Wilmington x (66) x x (61) h t r a k  
Rennselaer x x (7 t r a i n  Pmtrak 

s e t s )  
Hew Haven x (35) h t r a k  
Boston x (8) h t r a k  
Washington I v y  C i t y  x (12) x (69) Washtngton 

Terminal Company 
Har r i sburg  x (23) Conra l l  
Jacksonvi 1 l e )  x Amtrak 
Jacksonvi 1 l e  SCL 
Hia leah : (30) x (282) SCL 
St.  Petersburg X (5)  SCL 
New Orleans x (22) h t r a k  
B u f f a l o  : (35) Amtrak 
Ha m n  x (19) Conra i 1 
Mi nneapol i s X (2 )  X (11) BN 
Super ior  x BN 
M i  lwaukee x Mi lwaukee 
h r l u t h  BN 
Paduc ah x ICG 
La Grange x EM0 
Beech Grove x Amtrak 
Denver x (16) BW 
Havre x (30) B W 
S e a t t l e  x (22) X (244) BN 
Oakland SP 
Los Angeles : (52) Amtrak 
M i  r a  Loma x R a i l  Systems Inc 

Note: Excludes 500 m i l e  Inspec t ion  and s e r v i c i n g  s i t e s ,  as w e l l  as turnaround l o c a t i o n s .  

Source: Amtrak, Five-Year Corporate Plan, 1977. 



Table 3-4 

Amtrak Cap i t a l  Investment Program: FY 1978 Plan and A l l  P r i o r  Years 

Passenger Equipment 
Turbo Equipment 
Super1 i ners 
Metro Overhauls 
Metro I 1  Pro to type  
Amf 1 ee t 
Used Metro Cars 
Leased Conventional Cars 
Modernized Used Cars 
L. R. C.  T r a i n  Sets 
Convert  Baggage Cars 
Research Eqgineer ing and Design 

Cap i t a l  Fundina 
( $ M i l l i o n s )  

Sub to ta l  - Passeqger Equipment $ 728.7 

Mot ive  Power 
Diesel  E l e c t r i c  Locomotives 
E l e c t r i c  Locomotives 
D iese l  Swi t che rs  
Diesel  E l e c t r i c  Overhaul 
Research Engineer ing and Design 

Subto ta l  - Mot ive  Power 

F a c i l i t i e s  
Ma jo r  
~i nor  
Repa i r 
Bal t imore /A i  r p o r t  

Sub to ta l  - F a c i l i t i e s  $ 173.9 

Right-of-way 
Nor theas t  C o r r i d o r  
Other 

Research & Development 

Cap i t a l  i z e d  I n t e r e s t  

Cap i t a l  Program Support  

Speci a1 Purchase 
Nor theas t  C o r r i d o r  Purchase 
O f f -Co r r i do r  Purchase 

TOTAL AMTRAK CAPITAL PROGRAM 

Source: Amtrak F inanc ia l  P lanning Report, Monthly F inanc ia l  S ta tus  Report, 
March 9, 1978. 

3 -.8 



Figure 3 - 3 

DISTRIBUTION OF AMTRAK PASSENGER-TRIPS AND PASSENGER-MILES 
BY LENGTH OF TRIP, FY 1977 

PERCENT O F  
AMTRAK 
TOTAL I 
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TRIP LENGTH I N  MILES 

SOURCE: Amtrak Matrix System 
NOTE: Excludes "unknowns", mainly commuters, for whom exact trip lengths are not recorded. 



h i g h  p ropo r t i ons  o f  average t r i p  l e n g t h  t o  t o t a l  r o u t e  leng th .  For example, 
t h e  average passenger on t h e  Chicago t o  New Orleans r o u t e  t r a v e l e d  71 percent  
o f  t h e  t o t a l  r o u t e  d is tance ;  t h e  t y p i c a l  New YorkIWashington t o  Chicago pass- 
enger t r ave rsed  64 percen t  o f  t h a t  rou te ,  and t h e  New YorkIBoston t o  Chicago 
t r a v e l e r  stayed on-board f o r  53 percen t  o f  t h e  rou te .  Table 3-5 p rov ides  
f u r t h e r  d e t a i l s  on t r i p  l eng ths  on long-d is tance  rou tes .  

On t h e  o t h e r  hand, most o f  t h e  passenger - t r ips  (as opposed t o  passenger- 
m i l e s )  a r e  f o r  s h o r t  d is tances .  The average t r i p  l e o g t h  over  t h e  e n t i r e  
Amtrak system i s  225.8 m i l e s  and many rou tes  average f a r  l ess .  Over 25 percen t  
o f  t h e  Amtrak passengers a r e  c a r r i e d  on t h e  NEC locomotive-hauled t r a i n s  
l i n k i n g  Boston, New York, and Washington. Other NEC rou tes  b r i n g  t h e  cumula t i ve  
t o t a l  t o  54.9 percen t  (see Table 3-6). 

Because o f  t h e  h i g h  inc idence  o f  cornniuters and o t h e r  r epea t  t r i p s  on 
these shor t -hau l  r ou tes  ( p a r t i c u l a r l y  i n  t h e  NEC) , the  number o f  i n d i v i d u a l s  
served i n  shor t -hau l  markets i s  n o t  as g r e a t  as t h e  number of recorded 
passenger - t r ips .  

FINANCIAL PERFORMANCE 

Table 3-7 summarizes systemwide f i n a n c i a l  performance i n  FY 1977, d u r i n g  
which t o t a l  Amtrak revenue a t t a i n e d  i t s  h i ghes t  l e v e l  t o  date,  $311 m i l l i o n .  
F u l l y  83 percen t  o f  t h i s  t o t a l  represen ts  t i c k e t  r e c e i p t s .  Food and beverage 
s e r v i c e  c o n t r i b u t e d  $27 m i l l  i o n  o r  approx imate ly  7  percen t  t o  t h e  t o t a l ,  w h i l e  
mai 1  and package express c o n t r i b u t e d  $1 1 mi 11 ion .  

To ta l  n e t  system cos ts  f o r  FY 1977 were $841 m i l l i o n ,  a l s o  t h e  h i ghes t  
l e v e l  a t t a i n e d  t o  date.  The two l a r g e s t  c o s t  components were maintenance o f  
equipment and t r a i n  opera t ions ,  r ep resen t i ng  approx imate ly  27 percen t  and 25 
percen t  o f  t h e  t o t a l ,  r e s p e c t i v e l y .  The nex t  l a r g e s t  c o s t  component, on- 
board serv ices ,  accounted f o r  o n l y  11 percen t  of t h e  t o t a l .  To ta l  system 
l oss ,  i n c l u d i n g  dep rec ia t i on ,  was approx imate ly  $530 m i  11 i o n .  

It should be no ted  t h a t  about 10 percent  ($95.2 m i l l i o n )  o f  Amtrak's 
t o t a l  gross o p e r a t i n g  cos ts  o f  $936.3 m i l l i o n  were reimbursed by o the r  agencies,  
r e s u l t i n g  i n  t o t a l  n e t  cos ts  o f  $841 .I m i  11 ion .  The reimbursements a r e  ma in l y  
f o r  se rv i ces  performed by Amtrak f o r  S t a t e l r e g i o n a l  commuter a u t h o r i t i e s  and 
Con ra i l ,  p a r t i c u l a r l y  i n  t h e  NEC. Such serv ices  can i n c l u d e  equipment mainten- 
ance, t rackage r i g h t s ,  a l l o c a t e d  s t a t i o n  expenses, and t he  use o f  t h e  na t ionwide  
te lephone r e s e r v a t i o n  serv ice .  

The n e t  cos ts  shown i n  Table 3-7 i n c l u d e  $318.2 m i l l  i o n  i n  payments t o  
r a i l r o a d s ,  l a r g e l y  f o r  t r a i n  opera t ions  and equipment maintenance and s e r v i c i n g .  
These payments a r e  shown by r a i l r o a d  company i n  Table 3-8. O f  t h e  t o t a l  
payments, $1 17.3 mi 11 ion ,  o r  37 percent ,  a r e  t o  Conrai 1  . 

Table 3-9 l i s t s  t h e  rou tes  operated by Amtrak and shows f i n a n c i a l  r e s u l t s  
by r o u t e  as w e l l  as key ope ra t i ng  s t a t i s t i c s ,  and d e r i v a t i v e s .  Table 3-10 
compares t h e  r e l a t i v e  importance of t h e  t h r e e  major  r o u t e  ca tego r i es :  NEC, 
Short- .Distance and Long-Distance. By a l l  measures except  passenger- t r ips ,  
t h e  long-haul r ou tes  a r e  preponderant i n  t h e  e x i s t i n g  Amtrak system. They 



Table 3-5 

RELATIVE IMPORTANCE OF LONG-HAUL TRIPS OVER 500 MILES, FY 1977 

AVERAGE TRIP LENGTH 
PASSENGER MILES % o f  AMTRAK 

WRKET MILES ,(MILLIONS) TOTAL 

New York C i t y  - Los Angeles 1 2,347.1 9.6 0.2 

Chicago - Los Angeles 2 1,062.9 318.9 

New Orleans - Los Angeles 3 1,001.5 107.3 

Chicago - San Francisco 4 837.8 222.6 5.1 

Chicago - Seat t le  (Havre) 5 81 7.7 180.1 4.1 

Chicago - Seat t le  ( B i l l i n g s )  6 782.9 87.0 2.0 

New York C i t y  - F lo r i da  

Chicago - New Orleans 

Chicago - F lor ida  9 644.6 94.7 2.2 

ROUTE 
LENGTH 

3094 a 

AVERAGE TRIP 
LENGTH AS 

% o f  ROUTE LENGTH 

75.9% 

47.8% 

New York C i  ty/Washington - Chicago 10 576.0 141.7 3.2 43.6 901" 63.7% 

Seatt le - Los Angeles 11 540.4 218.4 5.0 48.6 1364 39.6% 

Chicago - Laredo 12 530.9 26.9 0.6 49.2 1449 36.6% 

New York City/Boston - Chicago 13 505.5 103.1 2.3 51.5 961 52.6% 

SOURCE: h t r a k  Marketing Department Tabulation 12/19/77 

a - Route length i s  Via Kansas C l t y  
b - Route length i s  t o  Miami 
c - Route length i s  fra Penn Station, New York Cl ty,  t o  Chicago 
d - Route length i s  from Grand Central Terminal, New York City, t o  Chicago 



Table 3-6 

PASSENGER GENERATION BY MARKET. FY 1977 

Market 
a 

Northeast Cor r ido r  Spine 

New York Ci ty-Phi  l ade lph ia  

Metro1 i n e r s  

Percent Number o f  Passenger-Trips of Cumulative Average 
P e r c e n t o f  T r i p  

Rank M i l l i o n s  To ta l  To ta l  Length 

New York C i t y - F l o r i d a  4 .9  04.8 59.7 716.8 

Phi ladelphia-Harr isburg 5 .8 04.3 64 .O 52.8 
b 

New York C i t y - B u f f a l o - D e t r o i t  6 .7 03.8 67.8 187.9 

San Oiego-Los Angeles 7 .7 03.6 71.4 88.0 

Chicago-Detroi t 8 .4 02.3 73.7 141 .7 

S e a t t l  e-Los Angel es 9 .4 02.1 75.8 540.4 

Chicago-Milwaukee 10 .3 01.6 77.4 80.6 

SOURCE: Amtrak Market ing Department tabulat ion--12/19/77 

Route 
Length 

456 

Average T r i p  Length 
as Percent o f  Route 
Length 

a - Locomotive hauled t r a i n s  between Boston, New York. Washington 
b - Inc l~ rdes  Cr?wuters 
c - Route leng th  i s  t o  Miami 
d - Route leng th  i s  New York C i t y  t o  Buf fa lo  



Table 3-7 

SLIMMARY OF AMTRAK SYSTEMWIDE FINANCIAL PERFORMANCE, FY 1977 

Revenue ($  i n  m i  11 i o n s )  

Category 

T ranspo r ta t i on  
Food and Beverage 
Ma i l ,  Express, & Other 
A l l  Other Revenue 

TOTAL REVENUE 

Func t ion  
Gross 

Func t ion  Labor o thera  To ta l  

T r a i n  Operat ions $21 .O $221.6 $242.6 
Maintenance o f  Equipment 93.7 144.2 237.9 
Maintenance of Way 52.0 25.8 77.8 
On-Board Serv ices 64.5 26.5 91 .O 
Sta ti ons 43.6 30.3 73.9 
Market ing/Reservat ions 20.4 22.8 43.2 
Taxes - 9.7 9.7 
Insurance - 9.2 9.2 
Dep rec ia t i on  - 32.3 32.3 
I n t e r e s t  - 38.0 38.0 
General Support  31.0 26.7 57.7 
General 8 A d m i n i s t r a t i v e  - 12.3 - 10.6 22.9 

TOTAL COSTS $338.5 $597.8 $936.3 
TOTAL LOSS 
Less d e p r e c i a t i o n  
I tems r e q u i r i n g  subsidy 
Less i tems n o t  r e q u i r i n g  a p p r o p r i a t i o n  i n  FY 1977 
FY 1977 cash subsidy 

Reimb 

Costs ($  i n  m i l l i o n s )  

Func t ion  
Net 
To ta l  

$21 2.3 
231.3 

40.8 
90.2 
57.5 
45.4 

9.7 
9.2 

32.3 
33.9 
55.5 
22.9 

$841.1 
$529.8 
$ 32.3 
5497.5 
$ 14.9 
$482.6 

a ~ a i l r o a d  l a b o r  which cannot be broken o u t  i n  f u n c t i o n  d e t a i l  i s  inc luded  under 
Other c l a s s i f i c a t i o n  i n  t h e  amount o f  $192.4 m i l l  i on .  



Table  3-8 

Amtrak Payments t o  R a i l r o a d s ,  FY 1977 ($  m i l  1 i o n s )  

Rai 1 road  

Conrai  1 

B u r l i n g t o n  Nor the rn  

Seaboard Coast L i n e  

Santa Fe 

Southern P a c i f i c  

Amount 

$1 17.3 

M i  1 wau kee 9.5 

I CG 

Chessi e 

RF&P 

A l l  Others  

TOTAL 

Source: Amtrak F i n a n c i a l  Repor t  "Statement o f  Payments t o  
C a r r i e r s "  f o r  FY 1977 da ted  12/30/77 as m o d i f i e d  
by  Amtrak i n t e r n a l  memorandum dated 4/6/78.  



Table 3-9 ROUTE-BY-ROUTE PROFIT AND LOSS FY 77 

Avoidable F u l l y  Al located 
Passenger P r o f i t /  P/(L) Prof1 t/ P/(L) 

Train-Mi l e s  Miles Revenue Cost (Loss) Per PM Cost (Loss) Per PM 
Route ( M i l l  i on )  ( M i l l i o n )  PM/TM ( $ M i l l i o n )  $ M i l l i o n )  ( $ M i l l i o n )  ($) ( I l l o n )  ($Mi l l i on )  ($1 

Northeast Corr idor :  
Metro1 ine rs  2.011 292.823 146 36.405 22.660 13.745 0.0469 53.698 (17.293)  (0.0591) 

NEC Conventionals 3.170 544.764 172 43.989 40.528 3.461 0.0064 104.579 ( 60.590) (0.1112) 

New Haven-Springfield 0.259 8.829 34 0.596 1.500 ( 0 . 9 0 4 )  (0.1024) 3.963 ( 3.367) (0.3814) 

NYC-Harri sburg 0.098 12.360 126 0.783 1.104 ( 0.321) (0.0260) 2.955 ( 2.172) (0.1757) 

NYC-Philadelphia 0.604 158.327 262 8.426 11.286 ( 2 . 8 6 0  (0.0181) 25.365 ( 16.939) (0.1070) 

Phila-Harrisburg 0.716 43.510 - 61 2.473* 2.521 ( 0 . 0 4 8 )  (0.0011) 7.507 ( 5.034) (0.1157) 

TOTAL NEC 6.858 1.060.613 155 92.672 79.599 13.073 (0.0123) 198.067 (105.395) (0.0994) 

Short Distance 
Chicago-Carbondale 

Chicago-Detroi t 

Chicago-Oubuque 

Chicago-Mi lwaukee 

Chi cago-Pt. Huron 

Chicago-Quincy 

Chicago-St. Louis 

LA-San Oiego 

Minneapol is-Duluth 

NYC-Buffalo/Detr 

New York-Montreal 

Oakland-Bakersfield 

Seat t le-Por t1 and 

Seattle-Vancouver 

Washington-Cincinnati 

Washington-Martinsburg 

TOTAL SHORT DISTANCE 

** This rou te  includes s ta te  subsidy payments f o r  1 o r  more 403(b) t r a i n s .  

SOURCE: S t a t i s t i c s  are from fhtrak Financia l  Planning, National Operations, and Executive Planning Departments. Der ivat ives are by c a l c u l a t i o n  



Table 3-9 ROUTE-BY ROUTE PROFIT AND LOSS FY 77 -- CONTINUED 

Avoi dab1 e F u l l y  Al located 
Passenger P r o f i t /  P/(L) P r o f i t /  P/(L) 

Train-Mi les  Mi 1 es Revenue Cost (Loss) Per PM Cost (Loss) Per PM 
Route ( M i l l i o n )  ( M i l l i o n )  PM/TM ( $ M i l l i o n )  $ M i l l i o n )  $ M i l l i o n  ($1 J$Mi l l i on )  j $ M i l l i o n )  ( $ )  

Long Distance 
Boston-Newport News* 0.411 82.370 

Chicago-Florida 1.271 94.669 

Chicago-Hous ton 1 .OOO 113.223 

Chicago-Laredo 0.785 44.742 

Chicago-Los Angeles 1.622 324 -576 

Chicago-New Orleans 0.669 95.107 

Chi cago-NYC/Boston 0.845 119.840 

Chicago-NYC/Wash. 0.824 141.690 

Chicago-San Francisco 1.749 222.564 

Chicago-Seattle (N) 1.627 193.858 

Chicago-Seattle (S) 1.059 105.291 

Chicago-Washington 0.995 60.006 

Kansas C i  ty-NYC/WASf 0.993 92.390 

LA-New Orleans 0.631 107.307 

LA-Seattle 0.999 225.007 

New York-Florida 2.793 600 .OOO 

New York-Savannah* 0.596 96.167 

Seat t le-Sal t  Lake 0.251 21 .895 

Wash-Montreal* 0.497 70.483 

TOTAL LONG DISTANCE 19.617 2.811.185 

OPERATING TOTALS 31 .645 4,322.018 

UNALLOCATED 

GRAND TOTAL 

* Includes a l l  patrons on those routes. even those w i t h i n  NEC. 

SOURCE: S t a t i s t i c s  are from Amtrak Financia l  Planning, National Operations, and Executive Planning Departments. Der ivat ives are by ca lcu la t ion .  



Table 3-10 

R e l a t i v e  Importance o f  Route Groupings, FY 1977 
(percen t )  

NEC Shor t  Dis tance Long Dis tance To t a  1  

Operat ing Revenues 31.3 11.6 57.3 1 00 

Avoidable Costs 19.2 12.3 68.5 100 

Passenger M i  1  es 24.5 10.4 

Passenger T r i p s  58.7 17.4 

T r a i n  M i l e s  21.7 16.4 

F u l l y  A l l oca ted  Costs 24.5 12.5 

Source: Der ived f rom Table 3-9. 

Note: S l i g h t  d isc repanc ies  a re  due t o  rounding. 



account f o r  t h e  b u l k  o f  revenues, cos ts ,  and p roduc t i on  i n  terms o f  passenger- 
m i l e s  and t r a i n - m i l e s .  

Tables 3-1 1  and 3-12 rank  Amtrak 's  r ou tes  by two measures: 

e Passenger-miles per  t r a i n - m i l e  (PMITIY), a  measure o f  d e n s i t y  o f  use; 
and 

e Avoidable p r o f i t / l o s s  per  passenger-mile, a  measure of f i n a n c i a l  
performance. 

The h ighes t  d e n s i t y  occurs on t h e  New York-to-Phi lade1 p h i a  r o u t e ,  w h i l e  
such long-d is tance  rou tes  as Los Angeles- to-Seat t le ,  New York - to -F lo r ida ,  and 
Chicago-to-Los Angeles show h i g h  d e n s i t i e s  as w e l l .  F i nanc ia l  performance, i n  
terms o f  avo idab le  l o s s  pe r  passenger-mile, i s  bes t  on t h e  M e t r o l i n e r s .  I n  b o t h  
rank ings  t h e  Washington-Cinc innat i  r o u t e  shows t h e  wors t  r e s u l t s ,  w i t h  33 
passenger-miles pe r  t r a i n - m i l e  and an avo idab le  l o s s  of 13.87 cen ts  per  
passenger-mi 1  e. 

OPERATIIVG RESULTS 

Table 3-13 l i s t s  t h e  rou tes  by ope ra t i ng  segments and presents  some 
performance i n d i c a t o r s  f o r  each. Outs ide t h e  NEC, t h e  bes t  scheduled average 
speed ( i n c l u d i n g  a l l  s t a t i o n  s tops )  i s  achieved on t he  Chicago-to-West Qu incy  
rou te ,  56.3 mph. The wors t  performer i n  t h i s  regard  i s  t h e  Seat t le- to-Vancouver  
r o u t e  a t  34.7 mph and t h e  n a t i o n a l  average i s  46.4 mph. On-time performance 
f o r  t h e  same month, November 1977, was w i d e l y  d i ve rgen t ,  rang ing  f rom 
percent  (Oak land- to -Bakers f ie ld )  t o  14.4 percen t  (Chicago- to-Detro i  t )  . 1 O0 

ENERGY EFFICIENCY 

The energy e f f i c i e n c y  of i n t e r c i t y  r a i l  passenger s e r v i c e  i s  a  f u n c t i o n  o f  
such f a c t o r s  as f u e l  sources, t r a i n  cons i s t s ,  t r a i n  performance requirements,  
r o u t e  t e r r a i n ,  passenger load ings ,  and t h e  capac i t y  and we igh t  o f  t h e  cars .  
The wide v a r i a t i o n s  i n  these f a c t o r s  l e a d  t o  wide f l u c t u a t i o n s  i n  Amtrak fue l  
e f f i c i e n c y  on a  rou te -by - rou te  bas is .  Amtrak's p resen t  energy e f f i c i e n c y  
v a r i e s  w i d e l y  f rom h i g h  l o a d  f a c t o r ,  coach on l y ,  h i g h  c a p a c i t y  Amf leet  equip-  
ment, t o  low l oad  f a c t o r ,  lower  d e n s i t y  s l eep ing  car ,  d i ne r ,  lounge and coach 
c o n s i s t s  o f  conven t iona l  equipment. 

A t  best ,  Amtrak d i e s e l  powered opera t ions  o u t s i d e  t h e  NEC a re  s i g n i f i c a n t l y  
more f u e l  e f f i c i e n t  than t h e  automobi le  and as fue l  e f f i c i e n t  as t y p i c a l  i n t e r c i t y  
bus opera t ions .  The San Diego-Los Angeles ope ra t i on  i s  an e x c e l l e n t  example, 
w i t h  around 100 passenger-miles per  g a l l o n .  A t  worst ,  Amtrak opera t ions  a r e  
much worse than  even t h e  automobi le,  l e t  a lone t h e  bus. The F l o r i d i a n ,  accord ing 
t o  Amtrak est imates,  used more f u e l  i n  FY 1976 than  if everyone had t r a v e l e d  by 
automobi le and t h e  m a i l  had been c a r r i e d  by t r u c k .  

' ~ m t r a k  Nat iona l  Operat ions Department and O f f i c i a l  Rai lway Guide. 

3-1 8 



Table 3-11 

Route Ranking by  Dens i t y  o f  Use (Passenger-Miles pe r  T ra i n -M i l e ) ,  FY 1977 

Route 

New York C i t y - P h i l a d e l p h i a  
Los Angeles-Seat t le  
New York -F lo r ida  
Boston-Newport News 
Chicago-Los Angeles 
NEC Convent ional  
Chicago-New York Ci ty jWashington 
Los Angeles-New Orleans 
New York City-Savannah 
Los Angel es-San D i  ego 
Metro1 i n e r s  
Washington-Montreal 
Chicago-New Or1 eans 
Chicago-New York C i t y /Bos ton  
Chicago-San Franc isco  
New York C i t y - H a r r i s b u r g  
Washington-Martinsburg 
Chicago-Seat t le  ( v i a  Havre) 
Chicago-Houston 
Minneapol i s-Duluth  
Chicago-Seat t le  ( v i a  B i l l  i n a s )  
Chicago-Detroi  t 
New York C i t y - B u f f a l o / D e t r o i t  
Kansas C i  ty-New York C i  ty /Washinuton 
Sea t t l e -Po r t l and  
S e a t t l  e-Vancouver 
New York C i  t y -Mont rea l  
S e a t t l  e-Sal t Lake 
Chicago-St. Lou is  
Chicago-Milwaukee 
Chi cago-Qui ncy 
Chicago-Carbondal e 
Chicago-Fl o r i d a  
Chicago-Port Huron 
Phi 1 adel ph i a -Ha r r i  sburg 
Chicago-Washington ( v i a  C i n c i n n a t i )  
Oak1 and-Bakersf ie l  d 
Chicago-Laredo 
Chicago-Dubuque 
New Haven-Spr ingf ie l  d 
Washington-Ci n c i n n a t i  ( v i a  cumber1 and) 

* Inc ludes  s i g n i f i c a n t  commuter r i d e r s h i p .  

Source: Der i ved  f rom Table  3-9. 



Table 3-12 

Route Ranking by P r o f i t /  (Loss) Per passenger-Mi 1 e, FY 1977 
Avoidable P r o f i t  F u l l y  A l loca ted  

/ (Loss) per P ro f  i t/ (Loss)  per 
Passenger-Mi 1 e Passenger-Mi 1 e 

Route Ca tegorya ( $ 1  Rank Rank ($1 

Metro1 i ner NEC 0. O46gC 1 2 (0.0591 ) 
Boston-Newport News LD 0.0080 2 1 (0.0576) 
CHI -Qu i ncy S D ~  0.0073 3 3 (0.0634) 
NEC Conventional s NEC 0. 0064C 4 17 (0.1112) 
Minneapol is-Dul  u t h  S D ~  0.0064 5 7 (0.0727) 
PHIL-Harrisburg N E C ~  6 18 (0.1 157) 
LA-San Diego S D ~  (O.ooll!C (O.OW0 7 13 (0.0964) 
NYC-Savannah L D (0.0071 ) 8 6 (0.0696) 
CHI-Dubuque S D ~  (0.0101) 9 14 (0.0979) 
CHI-St. Louis S D ~  (0.01 19) 10 12 (0.0932) 
CHI-Carbondal e S D ~  (0.01 25) 11 10 (0.0926) 
NYC-Montreal S D ~  (0.01 49) 12 2 2 (0.1338) 
CHI-New Or1 eans L D (0.0179) 13 5 (0.0685) 
NYC-Philadel ph ia  NEC (0.0181)C 14 16 (0.1070) 
CHI-Los Angeles L D (0.0223) 15 8 (0.0759) 
CHI-NYC/WAS L D (0.0232) 16 2 1 (0.1310) 
NYC-Harri sburg NEC (0.0260) c 17 33 (0.1757) 
WAS-Marti nsburg S D (0.0266) 18 2 3 (0.1360) 
NYC-Florida L D (0.0271 ) 19 15 (0.1023) 
LA-Seatt l  e LD (0.0299) 2 0 9 (0.0891) 
CHI-Detroi t  S D ~  (0.0324) 21 2 5 (0.1399) 
Seatt le-Sal  t Lake LD (0.0351 ) 22 4 (0.0659) 
LA-New Or1 eans L D (0.0387) 2 3 11 (0.0929) 
CHI-NYC/Boston L D (0.0392) 24 19 (0.1237) 
Kansas C i  ty-NYC/WAS L D (0.0443) 2 5 3 1 (0.1682) 
NYC-Buffalo/Detroi t S D ~  (0.0454) 2 6 29 (0.1507) 
S e a t t l  e-Vancouver S D (0.0480) 2 7 26 (0.1407) 
C H I  -Hous ton  LD (0.0514) 28 24 (0.1366) 
C H I  -San Francisco L D (0.0575) 29 20 (0.1274) 
CHI -Por t  Huron S D ~  (0.0639) 30 38 (0.2345) 
WAS-Montreal L D (0.0652) 31 35 (0.1866) 
CHI-Flor ida LD (0.0663) 3 2 3 0 (0.1634) 
CHI-Seatt l  e (Havre) L D (0.0688) 3 3 2 7 (0.1451) 
Sea t t l e -Por t land  SD (0.0698) 3 4 28 (0.1477) 
CHI -La redo L D (0.0830) 35 37 (0.2233) 
CHI-Seatt le ( B i l l  i ngs )  L D (0.0937) 36 3 2 (0.1744) 
Oakland-Bakersfld SD (0.0997) 37 36 (0.2061 ) 
CHI-Mi 1 waukee SD (0.1006) 38 40 (0.3251 ) 
New Haven-Sprngfld NEC (0.1024)C 39 41 (0.381 4) 
CHI-WAS (Cin . )  LD (0.1062) 40 34 (0.1801 ) 
WAS-Ci n c i  nna t i  SD (0.1387) 41 3 9 (0.2354) 

a Categories: NEC = Northeast  Corr idor ;  SD = Short  Distance; LD = Lonq Distance 
b A11 o r  some t r a i n s  rece ive  s t a t e  fundinq under 403(b), which i s  inc luded as p a r t  

o f  revenues i n  the  p r o f i t / ( l o s s )  computation o f  t h i s  route .  The exact  amount o f  
s t a t e  subsidy i s  ca lcu la ted  as h a l f  o f  t h e  " s o l e l y  r e l a t e d  costs," a measure which 
d i f f e r s  from t h e  avoidable c o s t i  ng method01 ogy used here. 

Because c e r t a i n  major cos t  i tems (maintenance-of-way , yards,  e tc .  ) a re  no t  considered 
t o  be avoidable due t o  Amtrak ownership of t h e  NEC and t h e  volume of operat ion,  NEC 
routes receSve more favorab le  t reatment when measured on an avoidable cost  bas is  than 
many na t iona l  system routes.  

SOURCE: Amtrak F inanc ia l  P l  a r ~ n i  ng Department. 



Table 3-13 

Scheduled Rut ining Times and On-Time Perfor 

Operating Route 

Wortheast Corridor 

Metro1 iners 
BostonIWashington 
New York lks ton 
Springf ieldIWashington 
New HavenISpringfield 
New YorkIPhiladelphia 
New YorkIWashington 
Philadel phialHarrisburg 
Mew YorkIHarrisburg 
WORTHEAST CORRIDOR TOTAL 

Short Distance 
'bakland/Bakersfield 
Minnea~ol is/Dul u th  
Sea t t l e l~o r t l and  
Sea ttle1Vancouver 
Los AngelesISan Diego 
Chicago/Hilwau kee 
ChicagoIWest Qui,ncy 
New YorkINewport News 
k York/luffalo 
WashingtonIHartinsburg 
ChicagoISt. Louis 
ChicagoIDubuque 
ChicagoIHinneapol i s  
ChicagoIPort Huron 
k YorklAlbany 
k w  YorkISyracuse 
Chicago/Champaign 
Detroi t1Jackson 
ChicagoICarbondal e 
New YorkIMntreal 
ChlcagoIDetroi t 
TOTAL SHORT DISTANCE 

Seatt lef ia l t  Lake Ci ty  
Mew YorkISt. Petersburg 
New YorkIHiami 
Chicagolkston 
WashingtonICinclnmti 
Uashington/Tri-Stak 
Uashingtonlbnsas Cl ty  
ChicagoILos Angeles 
Ik* YorkIKansas Cl ty  
MashingtonlMntnal 
llcw YorVDetroi t  
Chi cago1St. Pekrsburg 
ChicagolYashlngton v ia  

Cincinnati 
ChlcagoILarcdo 
((Lw OrleansILos Angeles 
Chi cagoIHl mi 
ChlcagoICbkl and 
Chicagollkw Orleans 
llcw YorkIChlygo v ia  

Buffalo 
SeattleILos Angeles 
lbt YorVChlcago v ia  

PI t tskr rgh 
YlshingtonlChiugo v ia  

Pi t tsbur h 
Ol1ca~1Dlll.S 
ChiagolSeatt le v i a  

B i l l i n g s  
C h l u g o l h s t o n  
Chicago/Seattle v i a  

Havre 
7WTM 10116 DISTANCE 
TOTAL SYSTEN 

Miles - 
Best 

Running 
Time 

Average 

2s Percent 
On-Time 



Overal l ,  i n  FY 1977, non-Northeast Cor r idor  routes used about 96 m i l l i o n  
gal  lons o f  f u e l  o r  about 23 m i l  1  i o n  ga l  1  ons more than would have been used if 
a l l  passengers had t rave led  by car  [at 2.5 people e r  ca r  and 18 mpg) and if 
a1 1  the mai l  had moved by t ruck .  I f  the  e x t r a  fue 7 needed t o  p u l l  and heat 
the  s leeping and d i n i n g  cars, which prov ide  serv ices n o t  accounted f o r  i n  auto 
consumption, i s  deducted, Amtrak fuel consumption ou ts ide  of t h e  Northeast 
Cor r idor  i s  s l i g h t l y  b e t t e r  than the  adjusted auto / t ruck  equivalent .  

Because o f  t he  wide v a r i a t i o n s  i n  passenger loads and r e l a t i v e  e f f i c i enc ies ,  
such an average c a l c u l a t i o n  hides the  fac t  t h a t  many serv ices  are more fuel  
e f f i c i e n t  than the  auto. As Figure 3-4 shows, a  t r a i n  w i t h  a  cons i s t  l i k e  the  
Coast S t a r l i g h t  i n  w i n t e r  needs around 150 PM/TM t o  match the  a u t o ' s  fuel  
e f f i c i e n c y .  I n  fact ,  t he  S t a r l i g h t  c a r r i e s  a  nominal average of 220 PMITM, 
f a r  more than requ i red  t o  match the  auto. Figure 3-4 a l so  shows the  passenger- 
mi les  per  g a l l o n  by PMITM f o r  several o ther  t y p i c a l  Amtrak consis ts ,  i n c l u d i n g  
A m f l  eet, b i -1  eve1 and turbo1 i n e r  equipment. General ly, Amf l  ee t  equipment i s  
much more e f f i c i e n t  than o the r  equipment, because Amfleet i s  1  i g h t e r  o v e r a l l  
per seat. 

Based on the  data d isp layed i n  F igure 3-5, i t  i s  est imated t h a t  f o r  w e l l -  
patronized shor t -hauls w i t h  Amfleet equipment [e.g. , Chicago-St. Louis) ,  the  
energy-related benef i ts  may amount t o  approximately 0.3 cents per  passenger- 
m i l e .  This o f f s e t s  about 25 percent o f  the  "avoidable" d e f i c i t  o r  about 3.2 
percent o f  t he  " f u l l y  a l l oca ted "  d e f i c i t  o f  t h i s  serv ice.  For a  se rv i ce  such 
as Los Angeles-San Diego, t he  b e n e f i t  amounts t o  0.54 cents, o r  about 5 percent 
o f  the  f u l l y  a l l oca ted  d e f i c i t  [ inc lud ing  403(6) payments i n  both cases). I n  
the convent ional and b i - l e v e l  cons is ts  shown i n  F igure 3-5, there  i s  a  substan- 
t i a l  non-revenue component which reduces the  p o t e n t i a l  f o r  energy savings. 

SAFETY 

Travel by i n t e r c i t y  passenger t r a i n  i s  many times sa fe r  than t r a v e l  by 
automobile. The sa fe ty  record o f  Amtrak i s  a l so  super io r  t o  those o f  the  
i n t e r c i t y  bus i n d u s t r y  and t h e  a i r l i n e s .  Passenger f a t a l i t y  ra tes  f o r  each o f  
the  modes a re  shown i n  Table 3-14. 

The n e t  p u b l i c  sa fe ty  b e n e f i t  a t t r i b u t a b l e  t o  Amtrak should take i n t o  
account a  number o f  fac tors ,  i n c l  uding passenger f a t a l  i t i e s ,  re1 ated non- 
passenger f a t a l i t i e s ,  i n j u r i e s  and proper ty  damage. Roughly comparable data 
e x i s t  on ly  f o r  passenger and r e l a t e d  nonpassenger f a t a l i t i e s .  These data 
suggest t h a t  Anitrak operat ions resu l ted  i n  a  n e t  avoidance o f  approximately 22 
f a t a l i t i e s  i n  1977, assuming a1 1  Amtrak passengers would have t rave led  by 
automobile i n  t he  absence o f  t r a i n  service. Because a  s i g n i f i c a n t  number o f  
Amtrak passengers would choose t o  t r a v e l  by a i r  o r  bus o r  n o t  t r a v e l  a t  a l l  
were Amtrak n o t  ava i lab le ,  t h i s  f i g u r e  overstates the  number o f  f a t a l i t i e s  
avoided. 

Although ne t  sa fe ty  bene f i t s  i n  t he  form o f  i n j u r i e s  and proper ty  damage 
avoided would appear t o  e x i s t ,  the  data a v a i l a b l e  do n o t  permi t  a  reasonable 
est imate o f  t h e i r  magnitude. 



Figure 3 - 4 

RELATIONSHIP BETWEEN PASSENGER-MILES PER TRAIN-MILE 

250 
AND PASSENGER-MILES PER GALLON 
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'Assumes average intercity occupancy rate of 2.5 people and 18 mpg. 

SOURCE: Estimated from Amtrak fuel consumption records. 



Figure 3 - 5 

BARRELS OF OIL SAVED PER PASSENGER-MILE 

OVER AUTO TRAVEL BY VARIOUS CONSISTS 

AND PASSENGER LOADS 

SOURCE: Estimated from Amtrak fuel consumption records. 
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Table 3-14 

Mode 

Amtraka 

Comparative F a t a l i t y  Rates o f  T ranspor ta t ion  Modes 

A l l    ail^ 

Passenger F a t a l i t i e s  per  
B i  1 1 i o n  Passenger-Mi 1 es 

0.1 

I n t e r c i t y  Bus b 0.3 

A l l   BUS^ 1.8 

Scheduled Domestic ~ i r ~  0.6 

Automobi 1 e and ~ a x i  14.1 

Auto-Re1 ated ( i  n c l  udes non-passengers)c 22.6 

NOTE: The maximu111 number o f  f a t a l i t i e s  avoided annua l ly  through 
Amtrak operat ions can be est imated as fo l l ows :  i f  a l l  o f  Amtrak's 
4.3 b i l l i o n  FY 1977 passenger-miles had been d i v e r t e d  t o  auto, then 
97 au to- re la ted  deaths (4.3 X 22.6) migh t  have occurred. On the  
o the r  hand, Anitrak's operat ions i n  1976 caused 75 f a t a l i t i e s ,  i nc lud -  
i n g  61 a t  grade cross.ings. So the  n e t  reduc t i on  i n  f a t a l i t i e s  due 
t o  Amtrak would be 22 ( i  . e m ,  97-75). 

a ~ v e r a g e ,  1974-1 976, from Amtrak data. 

b~ve rages ,  1974-1976, from Nat ional  Safety Counci 1 , Accident Facts, 
1977. 

C 
1976 data from Nat iona l  Safety  Counci l .  





C h a p t e r  4  

ANALYSIS OF ROUTE STRUCTURE ALTERNATIVES 

I n  re sponse  t o  t h e  Congress iona l  r e q u e s t  f o r  a  r e e x a m i n a t i o n  
o f  t h e  Amtrak r o u t e  s t r u c t u r e ,  t h e  Department e s t a b l i s h e d  f i v e  
a l t e r n a t i v e  s y s t e m s  f o r  a n a l y s i s .  I n d i v i d u a l  r o u t e s  were i n c l u d e d  
i n  t h e s e  s y s t e m s  on t h e  b a s i s  o f  marke t  and p o p u l a t i o n  r e q u i r e m e n t s ,  
w i t h  due regard  t o  such  o t h e r  c o n s i d e r a t i o n s  a s  t h e  need t o  
a l l o c a t e  r e s o u r c e s  e q u i t a b l y ,  o p e r a t i n g  and c a p i t a l  c o s t s ,  and 
energy  c o n s e r v a t i o n .  The f i v e  s c e n a r i o s  ranged from a  s h o r t -  
d i s t a n c e  s y s t e m  c e n t e r e d  i n  New Y o r k ,  Chicago,  and Los Angeles  t o  
a  l a r g e r - t h a n - p r e s e n t  s y s t e m  r e q u i r i n g  e x t e n s i v e  c a p i t a l  i n v e s t -  
ment .  

THE CONGRESSIONAL REQUEST 

As expla ined i n  Chapter 1, t he  Department's e f f o r t s  t o  develop a  
recommended Amtrak r o u t e  s t r u c t u r e  were i n i t i a t e d  i n  response t o  a  November 8, 
1977, request  f rom t h e  Appropr iat ions Subcommittees t h a t  a  ". . . compre- 
hensive reexaminat ion o f  Amtrak's r o u t e  s t r u c t u r e  from a  zero base should 
be undertaken. . . ." That request  was repeated i n  t he  Conference Report 
accompanying t h e  FY 1978 Supplemental Appropr iat ions Ac t  which was signed i n t o  
law by the  President  on March 7, 1978 (P. L. 95-240). S p e c i f i c  guidance 
regarding the  development o f  t h e  p re fe r red  system was t h a t  i t  should be 
"na t i ona l "  and t h a t  i t  should be based upon "cu r ren t  and f u t u r e  market and 
popu la t ion  requirements". 

During the  course o f  t h e  Department ' s  r o u t e  s t r u c t u r e  evaluat ion,  t h ree  
pieces o f  au tho r i z i ng  l e g i s l a t i o n  were in t roduced i n  Congress, each o f  which 
would s p e c i f i c a l l y  d i r e c t  t h e  Department t o  conduct a  reexaminat ion o f  Amtrak's 
rou te  s t r u c t u r e  and each o f  which would a l s o  spec i f y  t h a t  t he  Department's 
recommendations should be based upon "cu r ren t  and f u t u r e  market and popu la t ion  
requirements." A l l  t h ree  pieces o f  l e g i s l a t i o n  would a l s o  d i r e c t  t he  Depart- 
ment, i n  developing i t s  recomnendations, t o  consider  c e r t a i n  a d d i t i o n a l  
f ac to rs ,  i n c l u d i n g  t h e  b e n e f i t s  o f  g iven i n t e r c i t y  r a i l  passenger serv ices  
compared t o  the  costs o f  p rov id ing  such serv ices and energy conservat ion. 

The Department i s  i n  general agreement w i t h  t h e  common th rws t  o f  t he  
proposed l e g i s l a t i v e  requirements t h a t  t he  recommended rou te  s t r u c t u r e  should 
be p r i m a r i l y  deter~i i ined by cu r ren t  and f u t u r e  market and popu la t ion  requ i re -  
ments, and t h a t  o the r  f a c t o r s  should be considered, where re levan t .  Those 
requirements were adhered t o  throughout t he  course o f  t he  Department's 
eval u a t i o n  o f  var ious  r o u t e  s t r u c t u r e  a1 te rna t i ves .  



THE DEVELOPMENT OF ALTERNATIVE ROUTE STRUCTURES 

The basic  methodology f o l  lowed by the  Department i n  designing a recommended 
rou te  s t r u c t u r e  invo lved f i r s t ,  t h e  d e f i n i t i o n  of a se r ies  of system concepts, 
d i s t i ngu i shed  p r i m a r i l y  by the  scope of t he  serv ices  of fered,  and second, t h e  
design o f  a s p e c i f i c  rou te  s t r u c t u r e  f o r  each system concept. The recommended 
system was then chosen from among those a1 t e r n a t i v e  rou te  s t ruc tures .  The 
f o l l o w i n g  d iscuss ion  exp la ins  how the  a l t e r n a t i v e  rou te  s t ruc tu res  were 
devel oped. 

DEVELOPMENT OF SYSTEM CONCEPTS 

The Department i n i t i a l l y  developed f i v e  a1 t e r n a t i v e  system concepts 
d i s t i ngu i shed  from one another by t h e i r  scope and the  l e v e l  o f  se rv i ce  o f fe red :  

Short d is tance daytime serv ices only--based i n  major popu la t ion  
centers. No na t i ona l  l inkage.  

Primary Nat ional  System. 

Primary Nat ional ,  I n t e r r e g i o n a l  System. 

Modi f i ed Current  Sys tem. (No Conceptual Service Pattern-Removal o f  
I n e f f i c i e n t  Routes). 

D Primary Nat ional  , I n t e r r e g i o n a l  System p lus  Secondary, Local Services. 

Using these system concepts, t h e  Department developed f i v e  a l t e r n a t i v e  
systems. The i n t e n t  o f  t h e  exerc ise  was t o  spec i f y  systems t h a t  were d i s t i n c t ,  
i f  n o t  unique, r a t h e r  than t o  c rea te  a range o f  systems t h a t  simply represented 
var ious l e v e l s  o f  funding. Clear ly ,  t h e  cos t  o f  opera t ing  a network o f  r a i l  
passenger se rv i ce  i s  a f u n c t i o n  o f  t h e  s i z e  o f  t h e  system and the  l e v e l s  o f  
se rv i ce  o f fe red .  It should be noted, however, t h a t  var ious s p e c i f i c  funding 
l e v e l s  were n o t  t h e  s t a r t i n g  p o i n t  f o r  t he  Department's analys is ,  b u t  a by- 
product o f  t h e  a l t e r n a t i v e  system designs themselves. 

EXAMINATION OF CANDIDATE ROUTES 

The rou tes  i d e n t i f i e d  f o r  cons idera t ion  i n  var ious scenarios inc luded a1 1 
cu r ren t  Amtrak rou tes  and numerous p o t e n t i a l  new markets proposed by Amtrak, 
t he  p u b l i c  and t h e  Department's s t a f f .  Po ten t i a l  new markets inc luded serv ices  
operated p r i o r  t o  t h e  advent o f  Amtrak as w e l l  as serv ices  which were never 
operated due t o  operat ional ,  i n s t i t u t i o n a l  o r  o the r  cons t ra in ts .  

A network model was developed t o  screen a l l  serv ices i d e n t i f i e d  which are  
n o t  p resen t l y  being operated by Amtrak. F igure 4-1 dep ic ts  a1 1 p o t e n t i a l  r a i l  
serv ices incorporated i n t o  t h e  network model ( i nc lud ing  e x i s t i n g  Amtrak 
routes) .  A1 though t h e  model was n o t  designed t o  s imu la te  t h e  operat ions o f  a 
r a i l  passenger system, i t  d i d  prov ide  a measure o f  p o t e n t i a l  t o t a l  t r a v e l  
d e s i r e  between c i t y - p a i r s  and w i t h i n  markets. I f  the re  was l i t t l e  t o t a l  
t r a v e l  des i re  i n  any market, then t h e  p o t e n t i a l  f o r  new r a i l  se rv i ce  was 
concluded t o  be minimal and t h e  market was e l im ina ted  from f u r t h e r  considerat ion.  
The network model i s  descr ibed i n  more d e t a i l  i n  Appendix A. A Illore complex 
r a i l  network model being developed by Amtrak has the  p o t e n t i a l  f o r  re f i ned  
r o u t i n g s  i n  the  f i n a l  r e p o r t  and f o r  cont inued long-range r o u t e  s t r u c t u r e  
p lanning by Amtrak. 





Also, p r a c t i c a l  considerat ions, such as the  adequacy of f i xed  f a c i l i t i e s  
and operat ing problems, were taken i n t o  account i n  the  screening process, t o  
the ex tent  t h a t  such in format ion  was ava i lab le .  

DESIGN OF ALTERNATIVE SYSTEMS 

I n  determining the  s p e c i f i c  routes and serv ices t o  be inc luded i n  each 
system, the  pr imary focus was on the  degree t o  which a l t e r n a t i v e  spec i f i c  
r o u t i  ngs s a t i s f i e d  market and popu la t ion  requirements. Other appropr iate 
second order  considerat ions were int roduced t o  modify the  market and popula- 
t i on requi  rements. 

Market Reaui rements 

The market requirement was met by maximizing w i t h i n  each system the 
ex tent  t o  which s p e c i f i c  routes and serv ices are  expected t o  be used, as 
measured by r i de rsh ip .  The basic measurement index used was annual passenger- 
mi les per  t r a i n  .mi le (PM/TM), which represents r i d e r s h i p  weighted t o  r e f l e c t  
d i f f e r i n g  t r i p  lengths. That index i s  extremely usefu l  i n  comparing d i f f e r e n t  
markets, as i t  ind i ca tes  the  average number o f  passengers t o  be found on board 
a  t r a i n  a t  any p o i n t  along an e n t i r e  route.  

The advantages o f  measuring markets by the  use o f  r i d e r s h i p  data inc lude:  

e H i s t o r i c a l  PM and TM data are  r e l i a b l e  and ava i lab le ,  p e r m i t t i n g  
extensive ana lys is  o f  a l l  e x i s t i n g  services; 

B The data base a l lows the  examination o f  usage and performance by rou te  
segment ; 

e Ridership provides a  proxy o f  r e l a t i v e  revenue l e v e l s  when f a r e  l e v e l s  
on routes are comparable; 

B O r i g i n  t o  des t i na t i on  r i d e r s h i p  data can be used t o  p r e d i c t  p o t e n t i a l  
passenger d ivers ions  t o  o r  from add i t i ona l  frequencies ( o r  t r a i n s  on a1 te rna te  
rou tes) .  

B The e x i s t i n g  general r e l a t i o n s h i p  o f  usage ( i n  terms o f  PM/TM, o r i g i n /  
des t i na t i on  data, and s t a t i o n  on/o f f  counts) t o  on-1 i n e  populat ions, qua1 i t y  
o f  serv ice,  r e l i a b i l i t y ,  etc., can be used t o  p r e d i c t  the  l i k e l y  l e v e l  o f  
usage o f  new services. 

B PM/TM a lso  permits the  establishment o f  a  r a i l / a u t o  energy e f f i c i e n c y  
threshold f o r  d i f f e r e n t  types o f  services. 

The expected passenger-mile per  t r a i n - m i l e  usage l e v e l  o f  p o t e n t i a l  
serv ices was est imated p a r t l y  through the  use o f  h i s t o r i c  r i d e r s h i p  data, and 
p a r t l y  through the  use o f  a  r a i l  passenger demand forecast ing model which i s  
described i n  Appendix B. Because PM/TM thresholds were lowered t o  inc lude 
add i t i ona l  routes i n  the  l a r g e r  systems, f o r  t he  most pa r t ,  passenger-mile per 
t r a i n - m i l e  values decreased f o r  any p a r t i c u l a r  type o f  serv ice  as the  a l te rna -  
t i v e  systems progressed from the smal lest  t o  the  l a rges t .  



Populat ion Requirements 

The popu la t ion  requirement guided the  s e l e c t i o n  of endpoint  c i t i e s  and 
major in te rmed ia te  po in ts .  Add i t i ona l  l y ,  i n  several  cases i t  i n f l  uenced the  
i n c l u s i o n  o f  i n t e r r e g i o n a l  routes,  o r  l i n e s  o f  na t i ona l  routes,  which were 
marginal performers when measured s o l e l y  by u t i l i z a t i o n  c r i t e r i a .  

Populat ion and market requirements should n o t  be viewed as i d e n t i c a l  . 
Rather, they are  complementary b u t  d i s t i n c t  considerat ions.  Since the re  a re  
extensive a1 t e r n a t i v e  forms o f  t r a n s p o r t a t i o n  a l s o  avai  lab1 e i n  those p a r t s  of 
the  country  where the  popu la t ion  i s  densest (an extensive highway network and 
frequent a i r  and bus se rv i ce ) ,  popu la t ion  and t o t a l  t r a v e l  d e s i r e  do n o t  
necessa r i l y  r e f l e c t  t he  market f o r  r a i l  serv ice.  Thus, i t  was considered 
appropr ia te  t o  focus p r i m a r i l y  on the  market requirement and t o  incorpora te  
the  popu la t ion  requirement as descr ibed above. 

Other Considerat ions 

The pr imary popul a t i o n  and market requirements were f u r t h e r  tempered 
throughout the  process o f  des igning the  a1 t e r n a t i v e  systems by c e r t a i n  o ther  
considerat ions,  i n c l u d i n g  the  des i re  t o  a l l o c a t e  resources equ i tab l y ,  consid- 
e r a t i o n  o f  t he  opera t ing  cos ts  o f  p rov id ing  var ious  types o f  serv ices  w i t h i n  
each system, and c a p i t a l  costs.  The a p p l i c a t i o n  and balancing o f  these 
considerat ions was, o f  necessi ty ,  somewhat judgmental, y e t  w i t h i n  t h e  con- 
s t r a i n t s  o f  each system i t  has been c a r r i e d  o u t  i n  as o b j e c t i v e  a manner as 
possib le.  

Because the  Amtrak system i s  supported by the  general taxpayer, a l l  
systems o the r  than the  smal lest ,  which was de f ined  t o  be geographica l ly  
concentrated i n  shor t -haul  markets, were designed t o  p rov ide  some measure o f  
geographical d i s t r i b u t i o n .  Based on est imated t o t a l  t r a v e l  des i re  a1 one, 
which i s ,  i n  l a r g e  p a r t ,  a  f u n c t i o n  o f  t o t a l  popu la t ion  and popu la t ion  dens i ty ,  
Amtrak se rv i ce  would be concentrated i n  c e r t a i n  areas o f  the  country  ( t h e  
Northeast, the  East Coast, the  Great Lakes area, and the  West Coast). There 
would be no l i n k i n g  o f  popu la t ion  centers nat ionwide and l a r g e  areas o f  the  
country  would be l e f t  unserved. This  i s  e x p l i c i t l y  the case i n  the  smal les t  
system eval  uated by the  Department ( s h o r t  distance, daytime serv ices  on ly ) .  
I n  add i t ion ,  e q u i t y  cons idera t ions  suggested t h a t  t he  a l t e r n a t i v e  systems 
represent  n o t  on ly  a reasonable geographical d i s t r i b u t i o n  o f  serv ices,  b u t  a 
mix o f  types o f  se rv i ce  as we1 1 ( i  .e. , s h o r t  and long haul serv ices) .  

Care has t o  be taken i n  corr~paring the  n e t  f i n a n c i a l  performance o f  
s p e c i f i c  serv ices.  The bes t  measure o f  f i n a n c i a l  performance i s  t he  per  
passenger-mi l e  d e f i c i t ,  b u t  t he re  a re  several  problems invo lved i n  us ing  i t  t o  
evaluate s p e c i f i c  serv ices.  These p r i m a r i l y  i n c l u d e  problems i n  de f i n i ng  the  
ex ten t  t o  which t o t a l  corpora te  cos ts  should be considered as p a r t  o f  the c o s t  
o f  p rov id ing  a s p e c i f i c  serv ice.  Also, costs  may n o t  be a f i x e d  f u n c t i o n  o f  
the  p a r t i c u l a r  r o u t e  b u t  may be in f luenced by management dec is ions  as t o  how 
the rou te  should be operated, p a r t i c u l a r l y  as t o  the  equipment t o  be assigned 
t o  the route.  Accordingly,  no absolute opera t ing  c o s t  th resho ld  f o r  s p e c i f i c  
rou tes  was e ~ t a b ~ s h e d  i n  developing a1 t e r n a t i v e  systems. 



However, l ong  haul and sho r t  haul serv ices genera l l y  d i sp lay  a  d i f f e r e n t  
re1 a t i onsh i  p  between usage and per  passenger-mi 1  e  d e f i c i t s .  As a  r u l e ,  e x i s t i n g  
sho r t  haul serv ices a r e  ab le  t o  achieve lower d e f i c i t s  per  passenger-mile than 
long haul serv ices w i t h  comparable passenger-mil e  per  t r a i n  m i l  e  1  eve1 s  [see 
Table 3-9). Further,  there  i s  some i n d i c a t i o n  t h a t  the  p o t e n t i a l  energy 
b e n e f i t s  o f  r a i l  se rv i ce  can be r e a l i z e d  a t  lower passenger loadings f o r  sho r t  
d is tance than long d is tance services. These considerat ions a l so  argue fo r  a  
mix between long and s h o r t  haul services. 

Capi ta l  costs were considered i n  eva lua t ing  spec i f i c  rou te  and serv ice  
a1 te rna t ives .  Where s p e c i f i c  t r a i n s  have slow, u n r e l i a b l e  serv ice  today, the  
cos t  o f  co r rec t i ng  those problems was c a r e f u l l y  weighed aga ins t  the  an t i c i pa ted  
increases i n  r i de rsh ip ,  as w e l l  as the a v a i l a b i l i t y  o f  a l t e r n a t i v e  uses f o r  
those funds. New routes  t h a t  would r e q u i r e  major investment j u s t  t o  achieve 
basic l e v e l s  o f  se rv i ce  were no t  inc luded i n  any system. 

PRESENTATION OF ALTERNATIVE ROUTE STRUCTURES 

Figures 4-2 through 4-6 p o r t r a y  the  f i v e  a1 t e r n a t i v e  rou te  s t ruc tu res  
which were developed through the  process described above. (Figure 3-1 presents 
the  e x i s t i n g  Amtrak system f o r  comparison purposes. ) The var ious systems may 
be b r i e f l y  described as fo l lows:  

m Scenario A--Short Distance Serv ice Only. This  system, por t rayed i n  
Figure 4-2, cons is ts  o f  s h o r t  distance, daytime serv ices o r i g i n a t i n g  from 
three c i t i e s :  New York, Chicago, and Los Angeles. 

m Scenario B--National System. This system, por t rayed i n  F igure 4-3, 
cons is ts  o f  those sho r t  d is tance serv ices inc luded i n  Scenario A as w e l l  as 
1  ong d is tance se rv i ce  p rov id ing  minimum connections between the  east  and west 
coasts through Chicago and a  bas ic  l e v e l  o f  nor th-south serv ice.  

Scenario C--National / I n te r reg iona l  System. This system, por t rayed i n  
F igure 4-4, b u i l d s  on scenario B by p rov id ing  an a d d i t i o n a l  group o f  serv ices 
which connect major regions o f  the  country  as w e l l  as p rov id ing  serv ices t o  
major popu la t ion  centers and adding some sho r t  d is tance services. 

m Scenario D--Modified Current System. 'This system, por t rayed i n  Figure 
4-5, min imal ly  ad jus ts  the  e x i s t i n g  system t o  prov ide  complete na t i ona l  and 
i n t e r r e g i o n a l  serv ice.  

m Scenario E--National/Interregional/Intraregional System. This system, 
por t rayed i n  F igure 4-6, b u i l d s  on Scenario D by p rov id ing  add i t i ona l  i n t e r -  
reg iona l  and i n t r a r e g i o n a l  serv ices o f  p r i m a r i l y  l o c a l  concern. It a1 so 
incorporates rou te  modi f icat ions which would r e q u i r e  subs tant ia l  c a p i t a l  
expenditures . 

Wi th in  a l l  of the  systems, the  Northeast Cor r idor  [NEC), i n c l u d i n g  the  
feeder 1  ines from Spr ing f ie ld ,  Massachusetts and Harr isburg, Pennsylvania, was 
kept  i n  place. The NEC was subjected t o  a  separate ana lys is  presented i n  t he  
Two-Year Report on the  Northeast Cor r idor  (U. S. Department of Transportat ion,  
February 1978). The r e s u l t s  of t h a t  repor t ,  w i t h  appropr ia te  mod i f i ca t ions ,  
were incorporated d i r e c t l y  i n t o  the Department's evaluat ion.  



Figure 4-2 

SCENARIO A: SHORT-DISTANCE SYSTEM 





Figure 4-4 

SCENARIO C: NATIONAL-INTERREGIONAL SYSTEM 



Figure 4-5 

SCENARIO D: MODIFIED CURRENT SYSTEM 
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C h a p t e r  5  

RECOMMENDED ROUTE STRUCTURE 

Linking the regions of the Nation, serving 260 major 
metropolitan areas including the 36 largest cities, and 
contributing t o  energy conservation, the Department's 
recommended nationaZ/interregionaZ route structure will 
enable Amtrak t o  achieve patronage densities and financial 
results significantly superior t o  those achieved by the 
present system. 

THE DEPARTMENT' S RECOMMEIVDATION 

The Department o f  T ranspo r ta t i on  recommends t h e  N a t i o n a l / I n t e r r e g i o n a l  
System which i s  discussed as Scenar io  C i n  Chapter 4. Th is  18,900 m i l e  r o u t e  
s t r u c t u r e ,  po r t r ayed  aga in  i n  F igu re  5-1, would p rov ide  bas i c  n a t i o n a l  l ong  
d i s tance  east /west  coas t - to -coas t  s e r v i c e  on bo th  n o r t h e r l y  and s o u t h e r l y  
routes,  bas ic  nor th /sou th  s e r v i c e  a long rou tes  on bo th  coasts  and i n  t h e  
Midwest, and a  supplemental system o f  bo th  i n t e r r e g i o n a l  se rv i ces  and s h o r t  
d i s t ance  serv ices .  The Department a d d i t i o n a l l y  recornmends t h a t  a l l  l ong  d i s tance  
s e r v i c e  prov ided by t h e  system be a t  l e a s t  d a i l y .  

Whi le t he  recommended system i s  s t a t i s t i c a l l y  sma l l e r  than t h e  c u r r e n t l y  
operated system, t he  vas t  m a j o r i t y  o f  c u r r e n t  patronage would be r e t a i n e d  i n  
t h e  recommended system w h i l e  s u b s t a n t i a l  r educ t i ons  i n  t h e  Amtrak d e f i c i t  
o u t s i d e  o f  t h e  Nor theast  C o r r i d o r  would be achieved. The recommended system, 
had i t  been ope ra t i ng  i n  1977, would have c a r r i e d  a  t o t a l  o f  4 b i l l i o n  passenger- 
m i les ,  o r  90 percen t  o f  t h e  passenger-miles generated by t h e  e x i s t i n g  system 
du r i ng  t h a t  year.  Th i s  l e v e l  o f  usage would have been achieved by ope ra t i ng  
o n l y  76 percent  o f  t h e  t r a i n - m i l e s  operated. 

SERVICE VARIATIONS 

Al though t h e  recommended system would te rmina te  a  few e x i s t i n g  serv ices ,  i t  
would p rov ide  new se rv i ces  i n  areas o f  h i g h  market p o t e n t i a l .  Some o f  t h e  major  
s e r v i c e  v a r i a t i o n s  a r e  discussed below. 

Ca l i fo rn ia -Midwes t  

I n  t h e  recommended system, a  l i n k  between Barstow and Bake rs f i e l d ,  
C a l i f o r n i a ,  would be added. Th i s  smal l  ex tens ion  would open up t h e  major  market 
o f  t h e  San Joaquin V a l l e y  t o  t h e  p o i n t s  t raversed  by t h e  e x i s t i n g  "Southwest 
L im i t ed "  ope ra t i ng  between Chicago and Los Angeles and major  connect ions 
throughout  t h e  Midwest, w h i l e  a t  t h e  same t ime  r e t a i n i n g  Midwest t o  San 
Franc isco s e r v i c e  on schedules no longer  than those c u r r e n t l y  operated. 





TABLE 5-1 

ROUTE LEVEL PERFORMANCE OF RECOMMENDED SYSTEM 
(Simulated Operations i n  FY 1977) 

Route 

Short-Dis tance 

Chicago-Carbondal e 
Los Angel es-San Diego 
Port1 and-Seatt l  e 
Chicago-Mi 1 wau kee 
Minneapol is-Duluth 
Chicago-St. Louis 
Chicago-Detroi t 
New York-Buffa lo 

SUBTOTAL 

Long-Di stance 

Performance 
Pas seneer-Mi 1 es T r a i  n-Mi 1 es 

rn 
I Los Angeles-New Orleans 
VI Los Angeles-Seatt le 

Los Angel es/San ~ r a n c  i sco/Denver-Chicago 
Chicago-Seatt l  e l P o r t l a n d  
Chicago-New Or1 eans 
New York-Flor ida * 
Washington-Chicago 
New York-Chi cago/Kansas C i t y  
Chicago-New YorkIBoston 
New York-New Or1 eans 
Chi cago-Houston 

( ~ i l i i o n s )  ( M i l l i o n s )  

~ a s h i n ~ t o n / k w  York-Montreal * 
SUBTOTAL 

SYSTEM TOTALS 

Revenue 
( M i l l i o n s )  

Service 

Frequency** Class ** 

* Excludes intra-NEC passenger-mi 1 es and revenue b u t  i n c l  udes NEC t ra in -m i  1 es. 
** Explanat ion o f  codes: C = coach on ly ;  S = coach and s leep ing car  

*** Frequency i s  expressed i n  d a i l y  r o u n d t r i p s  by route .  Frequency on s h o r t  d i s tance  rou tes  
does n o t  i n c l u d e  any long d is tance  f requencies between those end-points. 

NOTE: Th is  t a b l e  does n o t  i nc lude  t h e  NEC 



TABLE 5-2 

ROUTE LEVEL PERFORHANCE OF BASE CASE EXISTING SYSTEM 
(Simulated Operations i n  FY 1977) 

Route 

Short Distance: 

Los Angeles-San Diego 

Chicago-Carbondale 

Seattle-Vancouver 

Por t land-Seat t le  

Chicago-Quincy 

Minneapol is-Dul u t h  

Chicago-lkrbuque 

NYC-Montreal 

Boston-Newport News* 

NYC-Buffalo-Detroi t 

Chicago-Detroi t 

Chicago-Port Huron 

Washington-Cincinnati 

Chicago-St. Louis 

Chicago-Milwaukee 

Oakland-Bakersfield 

Total 

Long Di stance: 

Performance 
Passenger-Miles Tra in-Mi les Revenue 

(M i l  1 i on )  ( M i l l i o n )  Pn/TPI ( S  M i l l i o n )  

Los Angeles-Seatt le 224.92 

Chicago-Seatt le (N 8 S)  297.95 

Chicago-Oakland 222.80 

Los Angeles-New Orleans 107.31 

Chicago-Laredo 41.79 

Chicago-Los Angeles 324.58 

Chicago-New Orleans 96.10 

Chicago-Florida 100.73 

New York-Florida 700.35 

S a l t  Lake C i t y -Sea t t l e  57.92 

Washington-Montreal* 48.62 

New York/Washington-Chicago 142.75 

New York/Washington-Kansas C i t y  111.53 

New York/Boston-Chicago 121.58 

Washington-Chjcago v i a  T r i  - 
State* 64.14 

Tota l  2.778.08 

System Tota l  3,242.06 

Excludes intra-NEC Passenger-mi 1 es and revenue but  inc ludes NEC t r a i n m i l e s  
** 

Explanation of codes; C = coach only ;  S = coach and s leeping car 

*** Frequency i s  expressed i n  d a i l y  roundtr ips oy route.  Frequency on shor t  d is tance routes 
does n o t  i nc lude  any long d is tance frequencies between those end-points. 

Service 

F reauenc~  *** Class ** 

NOTE: This t a b l e  does no t  inc lude NEC routes.  5-6 



Figure. 4-6 

SCENARIO E: NATIONAL-INTERREGIONAL-INTRAREGIONAL SYSTEM 





Denver t o  the  Lower Midwest 

The o the r  major market p resen t l y  handled by t h e  Chicago-San Francisco 
se rv i ce  i s  from t h e  Midwest t o  Denver. Serv ice between these po in t s  would be 
re ta ined  and expanded by the  opera t ion  o f  a  separate sec t i on  o f  t he  "Southwest 
L imi ted"  which would, i n  add i t i on ,  p rov ide  se rv i ce  t o  the  s i g n i f i c a n t  popu la t ion  
centers o f  Pueblo and Colorado Springs, Colorado and between Denver and Jower 
Midwest po in t s  such as Kansas City and connect ing p o i n t s  beyond. 

Northeast t o  Southwest 

The recommended i n c l u s i o n  o f  "The Southern Crescent" between New York and 
New Orleans i n  the  Amtrak system, together  w i t h  the  recommended increase t o  
d a i l y  frequency on the  Atlanta-New Orleans sec t i on  of t h a t  t r a i n  and the  pro- 
v i s i o n  o f  d a i l y  frequency on "The Sunset L imi ted"  between New Orleans and Los 
Angeles, would prov ide d a i l y  se rv i ce  between the  Northeast and Southwest-Los 
Angeles area v i a  A t lan ta ,  New Orleans and Houston. 

Por t land t o  Midwest 

The two e x i s t i n g  serv ices  1  i n k i n g  Chicago and Sea t t l e  would be combined and 
one d a i l y  se rv i ce  operated l i n k i n g  Chicago and Minneapol is w i t h  Por t land and 
Seat t le .  Near ly  one-hal f  o f  the  passenger-miles o f  t r a v e l  on the  se rv i ce  being 
de le ted  would be accommodated on the  se rv i ce  recommended f o r  operat ion.  Thus, 
one r e l a t i v e l y  s t rong long d is tance se rv i ce  would rep lace two marginal ones, and 
one d i r e c t  Chicago-Minneapolis t o  Por t land se rv i ce  would be added. 

Sacramento t o  Southern and 
Northern West Coast Points  

Cur ren t ly ,  the  West Coast t r a i n ,  the "Coast S t a r l i g h t , "  does not  operate 
through the  major C a l i f o r n i a  c i t y  of Sacramento. The recommended system c a l l s  
f o r  opera t ion  o f  t h i s  t r a i n  through t h a t  c i t y .  

OTHER BENEFITS 

I n  a d d i t i o n  t o  p rov id ing  those new serv ices,  the  recommended system would 
have t h e  f o l l o w i n g  b e n e f i t s  over t he  e x i s t i n g  system: 

e I t  would prov ide a  un i fo rm ly  we1 1  u t i l i z e d  se rv i ce  ( recogn iz ing  d i f f e r -  
ences i n  u t i l i z a t i o n  of var ious types o f  serv ices  provided).  

e The average est imated patronage l e v e l  f o r  t h i s  system would be over 150 
PM/TM and equ iva len t  t o  the  Northeast Cor r i do r  patronage l e v e l .  I t  would e l i m i -  
nate c u r r e n t l y  e x i s t i n g  rou tes  which are, and can be expected t o  cont inue t o  be, 
poor performers. 

e Amtrak management would be ab le  t o  focus a t t e n t i o n  on promising routes, 
r a t h e r  than having t o  spend t ime t u r n i n g  poor routes i n t o  mediocre performers. 

e It i s  estimated, based on patronage l e v e l s  ind ica ted ,  t h a t  were 
appropr ia te  equipment assigned, a l l  o f  the  serv ices  inc luded could make a  p o s i t i v e  
c o n t r i b u t i o n  t o  energy conservat ion. 

e The system would prov ide  se rv i ce  t o  about 160 Standard Me t ropo l i t an  
S t a t i s t i c a l  Areas, i n c l u d i n g  the  36 l a r g e s t  such popu la t ion  centers. 



The s i z e  o f  t h e  system i s  such t h a t  Amtrak's p resen t  o r  on-order equip-  
ment would be w e l l - u t i l i z e d .  

The performance o f  i n d i v i d u a l  r ou tes  i n  t h e  recommended system, had t h e  
system been i n  p l ace  i n  FY 1977, i s  s e t  f o r t h  i n  Table 5-1. For comparison 
purposes s i m i l a r  i n f o r m a t i o n  f o r  t h e  base case e x i s t i n g  system i s  p rov ided  i n  
Table 5-2 and f o r  t h e  other. a l t e r n a t i v e  systems s tud ied  i n  Tables D-8 through 
D-11 (Appendix D) . 

ALTERNATIVE ROUTINGS WITHIN THE RECOMMENDED ROUTE STRUCTURE 

As may be noted i n  F igu re  5-1, i n  severa l  l o c a t i o n s  a  s p e c i f i c  recommended 
r o u t i n g  i s  n o t  presented b u t  end p o i n t s  o r  key i n te rmed ia te  p o i n t s  t o  be served 
a r e  connected w i t h  a  s t r a i g h t  1  i n e  (e.g., Chicago-Seat t le  v i a  Milwaukee, 
Minneapol is ,  Fargo and Spokane). I n  these ins tances  t h e  need f o r  s e r v i c e  has 
been i d e n t i f i e d  b u t  a  t e n t a t i v e  p r e f e r r e d  r o u t i n g  has no t .  A d d i t i o n a l  a n a l y s i s  
i s  r e q u i r e d  p r i o r  t o  s e l e c t i o n  o f  a  p r e f e r r e d  r o u t i n g .  The Department hopes 
t h a t  i n f o r m a t i o n  w i l l  become a v a i l a b l e  through t h e  p u b l i c  comment process t o  
a s s i s t  i n  t h a t  ana l ys i s .  The Department 's f i n a l  recommendations w i l l  i n c l u d e  
d e f i n i t i v e  r o u t i n g s  between c i t y  po in t s ,  i n c l u d i n g  i n te rmed ia te  p o i n t s .  

The r o u t e  s t r u c t u r e  d0e.s n o t  i d e n t i f y  s e r v i c e  which i s  cons idered w i t h i n  
t h e  con tex t  o f  t h e  Nor theast  C o r r i d o r  and i t s  spurs.  However, cons ide ra t i on  
should be g i ven  t o  r e s t r u c t u r i n g  t he  New Haven-Springf ie ld s e r v i c e  t o  i n c o r -  
po ra te  through s e r v i c e  between New Haven and Boston. F i n a l l y ,  t h e  recommended 
system does n o t  i n c l u d e  se rv i ces  which may be o f  i n t e r e s t  t o  s p e c i f i c  S ta tes  
and a r e  app rop r i a te  candidates f o r  S ta te  fund ing  o r  combined Federa l /S ta te  
funding.  The Department does n o t  i n t e n d  t o  p rec lude  t h e  p r o v i s i o n  of such 
se rv i ces  b u t  has focused i n  i t s  recommended system o n l y  on rou tes  which should 
be 100 percen t  F e d e r a l l y  funded. The funding o f  such S t a t e  i n t e r e s t  se rv i ces  
i s  d iscussed i n  Chapter 6. 

Any new se rv i ces  presented must be cons idered s u b j e c t  t o  t h e  development 
o f  s a t i s f a c t o r y  ope ra t i ng  and f i n a n c i a l  arrangements w i t h  t he  r a i l r o a d  company 
u l t i m a t e l y  i n v o l v e d  i n  t he  s p e c i f i c  r o u t i n g .  A l l  r o u t i n g s  w i l l ,  i n  t h e  i n t e r i m  
between p resen ta t i on  of p r e l i m i n a r y  and f i n a l  recomnendations, be sub jec ted  t o  
more d e t a i l e d  a n a l y s i s  o f  c o s t s  and revenues and p o t e n t i a l  ope ra t i ng  problems. 

COMPARISON OF THE RECOMMENDED SYSTEM'S 
PERFORMANCE WITH THE BASE CASE EXISTING SYSTEM 

P r i o r  t o  comparing t he  recommended system and t h e  base case e x i s t i n g  system 
(as w e l l  as o t h e r  a l t e r n a t i v e  systems) a  rev iew of severa l  key p o i n t s  w i l l  a i d  
i n  understanding t h e  r e l a t i o n s h i p  between t he  base case e x i s t i n g  system and t h e  
a c t u a l  Amtrak system, as w e l l  as between t h e  o t h e r  a l t e r n a t i v e  systems evaluated.  

0 The base yea r  c o s t  and revenue est imates f o r  t h e  base case e x i s t i n g  
system (and o the r  systems) a r e  n o t  a c t u a l  1977 s t a t i s t i c s  b u t  a r e  es t imates  o f  
1977 performance i f  the  new b i l e v e l  ca rs  a l r eady  on o rde r  had been i n  p l ace  
and no unusual problems had plagued opera t ions  (such as t h e  slow orders  imposed 
by  t h e  SDP-40 locomot ive and the  t r a i n  annulments r e s u l t i n g  f rom t h e  severe 
w i n t e r  weather) .  



Cost and revenue est imates r e f l e c t  e x i s t i n g  Amtrak opera t ing  and 
p r i c i n g  p rac t i ces .  

Re1 i a b l e  on-t ime performance was assumed i n  a1 1  system a l t e r n a t i v e s .  

0 A1 though t he  i n t r o d u c t i o n  o f  new equipment can be expected t o  have 
some p o s i t i v e  impact on r i d e r s h i p ,  i t  was n o t  poss ib l e  t o  subs tan t i a te  t he  
e x t e n t  o f  such an inc rease  based on exper ience t o  date.  Thus, patronage e s t i -  
mates do n o t  r e f l e c t  any assumptions concerning t he  impact o f  new equipment 
on r i d e r s h i p .  

Tab1 e  5-3 compares t h e  base yea r  (1  977) s imu la ted  performance measures f o r  
t h e  recommended and t h e  e x i s t i n g  (base case) systems, i n c l u d i n g  t h e  ex ten t  o f  
s e r v i c e  p rov ided  ( i n  passenger-mil es), t h e  revenues generated and t h e  cos ts  o f  
t h e  serv ice ,  i n c l u d i n g  t he  NEC. 

The Federal  subs idy o f  $402.1 m i l  1 i o n  which would have been requ i red  t o  
opera te  t he  recommended system i n  FY 1977 i s  approx imate ly  $90 m i l  1  i o n  l e s s  
than  i t  would have c o s t  t o  operate the  e x i s t i n g  system over  a l l  c u r r e n t  rou tes  
f o r  a f u l l  year ,  w i t h  t he  new b i l e v e l  Supe r l i ne r  equipment i n  serv ice .  

Table 5-4 compares t h e  p ro jec ted  subs idy requ i red  f o r  t he  recommended 
system and t h e  base case e x i s t i n g  system f o r  the  years 1979 through 1984. The 
p r o j e c t i o n s  assume: 

0 That t r a i n - m i l e s  ou t s i de  t he  NEC w i l l  remain cons tan t  over t h e  p r o j e c t i o n  
per iod .  

A p r o j e c t e d  passenger-mi le inc rease  o f  3 percent  between 1977 and 1984 
i s  due e n t i r e l y  t o  popu la t i on  growth and i s  expected t o  n e i t h e r  inc rease  no r  
decrease t h e  d e f i c i t .  I n  t he  f i n a n c i a l  p ro j ec t i ons ,  t he re fo re ,  n e i t h e r  cos ts  
no r  revenues were ad jus ted  t o  r e f l e c t  r i d e r s h i p  growth. A1  1  revenue increases 
r e f l e c t  o n l y  increased y i e l d  due t o  f a r e  increases.  

0 There w i l l  be no changes i n  p r o d u c t i v i t y  over  t he  p r o j e c t i o n  per iod .  

The i n f l a t i o n  and y i e l d  f a c t o r s  by which cos t s  and revenues were ad jus ted  
i n  t he  p r o j e c t i o n s  a re  presented i n  Table 5-5. 

The t o t a l  est imated 6-year ope ra t i ng  subsidy f o r  t he  recommended system i s  
about  $770 m i l  1  i o n  l e s s  than  f o r  t he  e x i s t i n g  system (see Table 5-4).  The 
expected sav ings i n  c a p i t a l  fund ing  a re  over $100 m i l  1 ion .  

Th i s  c a p i t a l  c o s t  savings, however, w i l l  tend  t o  be o f f s e t  by t h e  p o t e n t i a l  
l a b o r  p r o t e c t i o n  payments t o  employees d i sp laced  by t h e  recommended r o u t e  and 
s e r v i c e  mod i f i ca t i ons .  I t  has so f a r  proven t o  be imposs ib le  t o  es t imate  such 
payments r e l i a b l y  due t o  t h e  complex process i nvo l ved  i n  t he  ac tua l  implementa- 

- t i o n  of employee displacements.  The i n i t i a l  est imates of such p o t e n t i a l  payments 
f o r  t he  recommended system range f rom $70 m i l l i o n  t o  $300 m i l l  ion,  depending 
on t he  assumptions used. These est imates w i l l  be g r e a t l y  r e f i ned  i n  connect ion 
w i t h  t he  Department 's f i n a l  r o u t e  s t r u c t u r e  recommendations. 



Performance Measures 

Base Year (FY 1977) Comparison o f  Recommended 
System w i t h  Base case1 

E x i s t i n g  System Recommended System 
(Base Case) (Na t iona l  / I n t e r r e g i o n a l  System) 

T r a i n  M i l es  ( M i l l i o n s )  32.9 25.0 

Passenger M i l es  (Mi 11 i o n s )  4426 401 9 

Revenues ( ~ i  11 i o n s ) 2  310.1 

To ta l  Operat ing Cost  million^)^ 839.3 

Net Operat ing D e f i c i t  ( ~ i l l i o n s ) ~  529.2 

Operat ing D e f i c i  t l P M  ( $ )  0.120 

Federal Subsidy Required ( M i l l i o n s ) '  490.9 

Subs i dy/PM 0.111 

l ~ a s e  case i s  c u r r e n t  system w i t h  a l l  rou tes  operated f o r  a f u l l  year 
and w i t h  new b i  l e v e l  Super1 i ner  equipment i n  se rv i ce .  Therefore,  
Federal  subs idy d i f f e r s  f rom ac tua l  FY 1977 subsidy p rov ided  ($482.6 m i l l i o n ) .  

'~evenues do n o t  i n c l u d e  s t a t e  403 ( b )  reimbursement. 

31ncl udes non-cash opera t ing  cos ts  such as dep rec ia t i on .  

NOTE: Th is  t a b l e  i nc l udes  the  NEC. 



T a b l e  5-4 

P r o j e c t e d  Ope ra t i ng  and C a p i t a l  Subs idy  Required f o r  Recommended 
System Versus E x i s t i n g  System (Base Case) 

(Mi  11 i o n s  o f  Cu r ren t  $ )  

FISCAL YEAR 
Base Year T o t a l  

System (1 977) 197ga 1980 1981 1982 1983 1984 1 97 9- 1 984 

O p e r a t i  ng 
Cos t  

E x i s t i n g  $ 490.9 604.8 665.2 722.2 797.9 892.6 976.3 $ 4659.0 

Recommended 402.1 568.7 547.2 592.4 653.1 731.2 798.9 3891.5 

Saving 88.8 36.1 118.0 129.8 144.8 161.4 177.4 767.5 

C a p i t a l  
Cost 

E x i s t i n g  N/ A 101 3 04 259 3 08 144 157 1273 

Recommended N/A 113 263 231 27 0 140 153 1170 

Sav i ng N/A (-12) 4 1 28 3 8 4 4 103 

a ~ h e  FY 1979 fund ing  needs r e f l e c t  8 months o f  o p e r a t i o n  under  t h e  
e x i s t i n g  system and 4 months o f  o p e r a t i o n  under  t h e  proposed system. 



Cost and Revenue P r o j e c t i o n  Fac to rs  

Percent  Inc rease  Over P r i o r  Year 

F i s c a l  Year 

1/ Taken f rom Amtrak Memorandum t o  DOT - 3/28/78. App l i ed  t o  - 
bo th  o p e r a t i n g  cos t s  and c a p i t a l  cos t s .  

2/ Amtrak Marke t ing  P r o j e c t i o n  o f  11 /11/77--y ie l  d  (revenue pe r  - 
passenger-mi l e ) .  

3/ E x t r a p o l a t i o n  o f  average p r o j e c t e d  inc rease  over  p rev ious  
5 years .  



OTHER SYSTEMS CONSIDERED 

The recommended system was chosen by t h e  Department over  t h e  o t h e r  systems 
eva lua ted  because o f  t h e  p o s i t i v e  a t t r i b u t e s  discussed e a r l i e r .  A d d i t i o n a l  
reasons f o r  n o t  choosing any o f  t h e  o the r  f o u r  a l t e r n a t i v e  systems a r e  discussed 
below. 

SHORT DISTANCE ONLY (F igu re  4-2) 

T h i s  minimal s e r v i c e  system would i nco rpo ra te  segments o f  e x i s t i n g  rou tes  
and cou ld  be operated w i t h o u t  s i g n i f i c a n t  c a p i t a l  investment and a t  a  much 
reduced d e f i c i t .  The f i x e d  c o s t  assoc ia ted  w i t h  t h e  i s o l a t e d  c o r r i d o r  serv ices  
would make such serv ices  very uneconomical i n  terms o f  t he  d e f i c i t  p e r  passenger 
c a r r i e d ,  however. Extending t h i s  system t o  i n c l u d e  o t h e r  i s o l a t e d  s h o r t  d is tance  
serv ices  would be even more uneconomical . Whi le more ex tens ive  ana l ys i s  might  
w e l l  r e f i n e  t he  p r o j e c t i o n s  o f  ope ra t i ng  cos ts ,  a t  t h i s  p o i n t  such a  system 
appears t o  have l i t t l e  promise. Fur ther ,  t h e  huge l a b o r  p r o t e c t i o n  payments 
assoc ia ted  w i t h  t h i s  sytem would, f o r  t h e  nex t  severa l  years,  r e q u i r e  very 
s u b s t a n t i a l  l e v e l s  o f  app rop r i a t i on .  

NATIONAL SYSTEM (F igure  4-3) 

Th i s  system, which would p rov ide  a  minimal l e v e l  o f  n a t i o n a l  in te rconnec ted  
s e r v i c e  would have severa l  advantages. It would p rov ide  f o r  coast - to-coast  
s e r v i c e  and f o r  bas ic  nor th -sou th  serv ice .  Such a  system would enable t r a v e l e r s  
t o  reach t h e  extreme corners o f  t h e  count ry  v i a  r a i l  connect ions. I t  would 
have s i g n i f i c a n t  p o t e n t i a l  f o r  f a r e  adjustments w h i l e  s t i  11 ope ra t i ng  reasonably 
s i z e d  t r a i n s  over  those rou tes .  The Department's ana l ys i s  t o  date i n d i c a t e s  
t h a t  t h e  revenue t o  c o s t  r a t i o  o f  t h i s  system would be l e s s  than l a r a e r  
systems b u t  t h a t  t he  average patronage l e v e l s  of these t r a i n s  would be h igher  
than i n  a  l a r g e r  system. This system would n o t  p rov ide  t he  h i g h l y  d e s i r a b l e  
d i r e c t  i n t e r r e g i o n a l  and some n a t i o n a l  1  inkage prov ided by 1 a rge r  systems, 
however. A d d i t i o n a l  ly ,  i t  would r e q u i r e  subs tan t i a l  app rop r i a t i ons  f o r  1  abor 
p r o t e c t i o n  payments. 

MODIFIED CURRENT SYSTEM (F igure  4-5) 

Th is  system e s s e n t i a l l y  would p rov ide  f o r  minimal mod i f i ca t i ons  t o  t he  
e x i s t i n g  system t o  e l i m i n a t e  rou tes  and serv ices  which a re  ext remely poor 
performers o r  a r e  t o  a  l a r g e  e x t e n t  d u p l i c a t i v e  of o t h e r  serv ices .  The 
a d d i t i o n a l  se rv i ces  prov ided by t h i s  system would be operated a t  r e l a t i v e l y  
h i g h  costs ,  would be o f  p r i m a r i l y  l o c a l  i n t e r e s t ,  and would not ,  i n  t he  
Department's view, be app rop r i a te  f o r  f u l l  Federal funding.  Such serv ices  
cou ld  b e s t  be prov ided by t he  S ta tes  i nvo l ved  n e g o t i a t i n g  d i r e c t l y  w i t h  Amtrak 
f o r  t h e  s e r v i c e  on a  403(b) o r  o t h e r  cos t -shar ing  arrangement. 

NATIONAL/ INTERREGIONAL/ INTRAREGIONAL SYSTEM (F igure  4-6) 

Th i s  system would b u i l d  upon the  modif ied c u r r e n t  system by adding a  
s u b s t a n t i a l  number of i n t r a r e g i o n a l  serv ices ,  a l l  o f  which a r e  considered 
by t h e  Department t o  be app rop r i a te  candidates f o r  s t a t e  fund ing  p a r t i c i p a t i o n .  
The system would i n c l u d e  r e r o u t i n g s  o f  e x i s t i n g  se rv i ces  which i n v o l v e  heavy 
c a p i t a l  expendi tures f o r  t r a c k  improvements. Given t h e  c u r r e n t  tenuous 
f i n a n c i a l  c o n d i t i o n  of i n t e r c i t y  passenger serv ice ,  t he  Department s t r o n g l y  



I 

opposes any such major  c a p i t a l  investments u n t i l  Amtrak can be p u t  on a more 
s o l i d  f i n a n c i a l  foundat ion.  

The base year  (1977) performance measures o f  these systems, as w e l l  as of 
t he  base case and recommended system, a r e  summarized i n  Table 5-6. The p r o j e c t e d  
ope ra t i ng  d e f i c i t s  o f  t he  var ious  systems a r e  summarized i n  Table 5-7. Add i t i ona l  
data on these systems a r e  presented i n  Appendix D. 

METHODOLOGY 

The methodology and assumptions used i n  es t ima t i ng  patronage, revenue, 
ope ra t i ng  costs ,  c a p i t a l  cos ts ,  and employee p r o t e c t i o n  payments f o r  a l l  systems 
were r e f i n e d  t o  t he  degree pe rm i t t ed  by t h e  t ime a v a i l a b l e  t o  prepare t he  pre-  
l i m i n a r y  r e p o r t .  They a r e  considered f u l l y  adequate f o r  a r r i v i n g  a t  t he  p re -  
1 im inary  r o u t e  s t r u c t u r e s  presented i n  t h i s  r e p o r t .  A d e t a i l e d  d iscuss ion  o f  
t h e  methodology i s  s e t  f o r t h  i n  Appendixes B y  C and D. 
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C h a p t e r  6 

TOTAL FUNDING NEEDS AND SOURCES 

I f  t h e  D e p a r t m e n t ' s  recommended r o u t e  s t r u c t u r e  i s  i m p l e m e n t e d ,  
a c c o r d i n g  t o  t h e  s c h e d u l e  c o n t a i n e d  i n  a u t h o r i z i n g  l e g i s l a t i o n  
wh ich  i s  b e i n g  c o n s i d e r e d  by  C o n g r e s s ,  t h e  t r a n s i t i o n  from t h e  
e x i s t i n g  t o  t h e  new s y s t e m  w i l l  b e g i n  midway t h r o u g h  FY 1979.  
T o t a l  Amtrak f u n d i n g  r e q u i r e m e n t s ,  i n c l u d i n g  o p e r a t i n g  s u b s i d i e s  
and c a p i t a 2  c o s t s  f o r  FY 1979,  a r e  e s t i m a t e d  a t  $ 736 m i l l i o n .  I n  
t h e  absence  o f  s u c c e s s f u l  measure s  t o  i m p r o v e  r e v e n u e  p r o d u c t i o n  
and c o s t  e f f i c i e n c y ,  t h e  recommended s y s t e m  w i l l  r e q u i r e  a n  
e s t i m a t e d  $876 m i l l i o n  i n  FY 1980,  growing  t o  a b o u t  $1  b i l l i o n  i n  
FY 1984.  The Department  i s  e v a l u a t i n g  a 2 t e r n a t i v e  f u n d i n g  
mechanisms f o r  s e r v i c e s  o f  l o c a l  o r  r e g i o n a l  i n t e r e s t  w h i c h  have  
b e e n  exc2uded  from t h e  recommended n a t i o n a l / i n t e r r e g i o n a l  r o u t e  
s t r u c t u r e ,  and w i l l  make a p p r o p r i a t e  r ecommenda t ions  i n  i t s  f i n a l  
r o u t e  s t u d y  r e p o r t .  

FUNDING NEEDS 

The recommended n a t i o n a l  system presented i n  Chapter 5 was developed 
w i t h o u t  cons ide ra t i on  o f  fund ing  sources o r  c o s t  sha r i ng  arrangements. The 
es t imated  t o t a l  Federal ope ra t i ng  and c a p i t a l  subs idy requi rements f o r  FY 
1979-1984 t o  enable ope ra t i on  o f  t h e  Nor theas t  C o r r i d o r  and t h e  se rv i ces  
recommended i n  Chapter 5 a r e  s e t  f o r t h  ' i n  Table 6-1. 

The c o s t  t o  opera te  t he  system d u r i n g  FY 1979 depends upon t h e  
implementat ion schedule. Assuming t h a t  t h e  December 31 f i n a l  recommendations 
a r e  accepted by t he  Congress and become e f f e c t i v e  by A p r i l  1, 1979, Amtrak has 
up t o  one year  f rom then t o  implement t h e  r e s u l t s .  It i s  reasonable t o  expect  
t h a t  Amtrak would move t o  d i scon t i nue  se rv i ces  n o t  i nc l uded  i n  t h e  new system 
on o r  about May 1, 1979. Where s e r v i c e  i s  be ing m o d i f i e d  o r  added, t he  speed 
w i t h  which t h i s  change can be implemented w i l l  depend upon (1  ) reach ing  
s a t i s f a c t o r y  agreement w i t h  t h e  r a i  1  road invo lved ,  and ( 2 )  complet ion o f  any 
new c o n s t r u c t i o n  r e q u i r e d  t o  enable i n i t i a t i o n  o f  t h e  se rv i ce .  Cap i t a l  f und ing  
i s  recomnended i n  FY 1979, s u b j e c t  t o  acceptance of  t h e  f i n a l  recommendations, 
f o r  such cons t ruc t i on .  However, p lanning,  n e g o t i a t i o n  w i t h  t he  r a i l r o a d s ,  
design, r i gh t -o f -way  a c q u i s i t i o n  and c o n s t r u c t i o n  can be expected t o  r e q u i r e  
severa l  months. 

For t h a t  reason, t h e  ope ra t i ng  subs idy l e v e l  which i s  i d e n t i f i e d  f o r  FY 
1979 would be s u f f i c i e n t  t o  opera te  t he  e x i s t i n g  system f o r  e i g h t  months 
and t h e  system w i t h  t h e  enumerated s e r v i c e  d e l e t i o n s  f o r  four  months. Th is  



Table  6-1 

Est imated T o t a l  Funding Needs f o r  t h e  Recommended System 

( M i l  1  i o n s  o f  C u r r e n t  Do1 l a r s ,  F i s c a l  Years) 

N a t i o n a l  Serv i ces  

Opera t ing  Subsidya 

NEC 179 199 2  09 223 249 265 

Non-NEC 390 - 348 - 383 - 430 - 482 - 534 

T o t a l  569 54 7  592 653 731 799 

C a p i t a l  Cost 

NEC 3  2  146 106 220 105 115 

Non-NEC - 81 - 117 125 5  0  35 38 - - - - 

T o t a l  11 3  263 231 270 140 153 

Other  Costs 

S t a t e  Supported 
s e r v i c e s C  5  5  10 10 15 15 

Debt ~ e t i r e m e n t ~  2  5  2  5  50 50 50 5  0  

NEC Purchase Payment 24 3  7  - 0  0  - 0  0  

Grand T o t a l  7  36 877 883 1003 936 1017 

NOTE: T h i s  t a b l e  does n o t  r e f l e c t  f u n d i n g  r e q u i r e d  f o r  l a b o r  p r o t e c t i o n  due 
t o  implementat ion of t h e  recommended system. 

a ~ o e s  n o t  i n c l u d e  d e p r e c i a t i o n .  

b ~ h e  FY 1979 f u n d i n g  needs r e f l e c t  8  months o f  o p e r a t i o n  under t h e  
e x i s t i n g  system and 4  months o f  o p e r a t i o n  under t h e  proposed system. 

' ~ e d e r a l  c o n t r i b u t i o n  t o  Sta  te -suppor ted  s e r v i c e s .  

d ~ o t  a  n e t  Federal  cash e x p e n d i t u r e .  



l e v e l  i s  es t imated  a t  $575 m i l l i o n .  ' I t  i s  assumed t h a t  most o f  t h e  new and 
mod i f i ed  se rv i ces  w i l l  be i n  p l ace  by October 1, 1979, and t he  ope ra t i ng  c o s t  
and revenue es t imates  f o r  FY 1980 a r e  t hus  based on t he  recommended system as 
f u l l y  implemented. 

ALTERNATIVE SOURCES OF FUNDING--STATE/LOCAL INTEREST ROUTES 

The recommended n a t i o n a l  system o u t l i n e d  i n  Chapter 5 (Scenar io  C) c a l l s  
f o r  t he  d e l e t i o n  of a  s i g n i f i c a n t  number of i n t e r c i t y  r a i l  passenger r ou tes  
and serv ices .  The analyses suppor t ing  t h e  recommendation d i d  n o t  d i s t i n g u i s h  
among rou tes  compr is ing t h e  bas i c  system and those t h a t  a r e  s ta te -ass i s ted  
se rv i ces  under s e c t i o n  403(b) o f  t h e  Ac t  o r  exper imenta l  se rv i ces  u rde r  
s e c t i o n  403(c ) .  I n  f ac t ,  severa l  c u r r e n t  se rv i ces  (Los Angeles t o  San Diego 
and Minneapol is  t o  Du lu th )  which a r e  p a r t i a l l y  funded by t h e  s t a t e s  under 
s e c t i o n  403(b) have been i nc l uded  i n  t h e  recommended system. The exc lus ion  o f  
o t h e r  403(b) se rv i ces  i s  n o t  t o  be taken as a  recommendation t h a t  t hey  be 
terminated.  The Department recognizes t h a t  s t a t e  and 1  oca l  t r a n s p o r t a t i o n  
p r i o r i t i e s  may be such t h a t  some s t a t e  and l o c a l  governments w i l l  d e s i r e  t h e  
c o n t i n u a t i o n  o f  r a i l  passenger s e r v i c e  over  r ou tes  n o t  i nc l uded  i n  t he  
prel- im-inary recommended n a t i o n a l  system. Scenarios D and E  i n  p a r t i c u l a r  
r e f l e c t  t he  a d d i t i o n  o f  r ou tes  and se rv i ces  which, i n  t h e  Department's 
judgment, niay be o f  s u f f i c i e n t  s t a t e  o r  r e g i o n a l  i n t e r e s t  t o  war ran t  l o c a l  
funding. 

Amtrak c u r r e n t l y  p rov ides  s e r v i c e  i n  markets n o t  i nc l uded  i n  t h e  n a t i o n a l  
system, under t he  p r o v i s i o n s  o f  s e c t i o n  403(b) o f  t h e  Act .  Any s ta te ,  r eg iona l  
o r  l o c a l  agency may reques t  Amtrak t o  i n i t i a t e  s e r v i c e  on new rou tes  o r  expand 
s e r v i c e  on e x i s t i n g  r o u t e s  i f  i t  i s  w i l l i n g  t o  reimburse Amtrak f o r  50 percen t  
of t h e  s o l e l y - r e l a t e d  c o s t  o f  p r o v i d i n g  t h e  se rv i ce .  Amtrak i s  r e q u i r e d  t o  
p rov ide  t h e  s e r v i c e  i f  cos t s  can be o f f s e t  " w i t h  t h e  resources a v a i l a b l e "  and 
if t h e  t o t a l  amount requested under s e c t i o n  403(b) does n o t  exceed t he  maximum 
l i m i t  au tho r i zed  under s e c t i o n  601 ( a )  o f  t he  Act.  The Department be1 ieves  t h a t  
t he  c u r r e n t  403(b) fund ing  mechanism r e q u i r e s  rev iew t o  ensure t h a t  t h e  
d e c i s i o n  t o  commit Federal  resources t o  se rv i ces  which a r e  p r i m a r i l y  o f  l o c a l  
i n t e r e s t  i s  made i n  an a p p r o p r i a t e  manner. The Department a l s o  be l i eves  t h a t  
such resources, once prov ided,  should n o t  be melded w i t h  resources p rov ided  
t o  fund t he  n a t i o n a l  i n t e r e s t  i n t e r c i t y  passenger system, t o  t h e  de t r imen t  
o f  both.  I n  t h a t  connect ion (and as i n d i c a t e d  i n  DOT'S test imony be fo re  t h e  
House Subcommittee on Family Farms, Rura l  Development and Specia l  S tud ies  on 
A p r i l  19, 1978), t h e  Department i s  c u r r e n t l y  rev iew ing  a l l  l o c a l  t r a n s p o r t a t i o n  
ass is tance  programs w i t h  a  v iew towards c r e a t i n g  a  s i n g l e  source o f  ass is tance  
t o  s t a t e  and l o c a l  a u t h o r i t i e s  which would pe rm i t  them g r e a t e r  l a t i t u d e  i n  
making modal s e l e c t i o n  dec is ions .  The p r o v i s i o n  of Federal  ass is tance  t o  
suppor t  i n t e r c i t y  r a i l  passenger s e r v i c e  which i s  p r i m a r i l y  o f  l o c a l  i n t e r e s t  
i s  be ing  reviewed as p a r t  o f  t h a t  l a r g e r  e f f o r t .  

I f  i t  were poss ib l e  t o  operate t he  recommended system o n l y  dur ing  a l l  
twe lve  months of FY 1979, then t h e  Amtrak ope ra t i ng  subs idy would amount t o  
an es t imated  sum o f  l e s s  than $500 m i l l i o n ,  n o t  i n c l u d i n g  403(b) r ou tes .  



I n  a d d i t i o n  t o  rev iewing  the  403(b) program i n  t h a t  context ,  the  
Department expects t o  make a recommendation i n  the  f i n a l  r o u t e  s tudy r e p o r t  
t h a t  w i l l  ensure the  p r o v i s i o n  of s u f f i c i e n t  funding t o  continue,on an 
improved bas is  h igh  p r i o r i t y  l o c a l  i n t e r e s t  r a i l  passenger serv ices  such as 
those c u r r e n t l y  funded under sec t i on  403(b). Pending development o f  a f i n a l  
recommendation we have i n d i c a t e d  a t e n t a t i v e  f i x e d  amount f o r  each o f  the  
f i s c a l  years FY 1979-84 i n  t a b l e  6-1. 



C h a p t e r  7 

A D D I T I O N A L  I S S U E S  FOR P U B L I C  COMMENT 

W h i l e  t h e  p r imary  f o c u s  o f  t h i s  r e p o r t  i s  on recommending a  
new Amtrak r o u t e  s y s t e m ,  i t  m u s t  be r e c o g n i z e d  t h a t  n o  r o u t e  
s y s t e m  can  be  o p e r a t e d  i n  a  vacuum. T h e r e  a r e  v a r i o u s  p u b l i c  
p o l i c y - r e l a t e d  i s s u e s  c o n c e r n i n g  Amtrak w h i c h  a r e  n o t  d i r e c t l y  
r e l a t e d  t o  t h e  p h y s i c a l  s t r u c t u r e  o f  t h e  s y s t e m ,  b u t  w h i c h  s h o u l d  
be r e s o l v e d  b e f o r e  t h e  r e s t r u c t u r e d  Amtrak r o u t e  s y s t e m  i s  
f i n a l l y  i m p l e m e n t e d .  I n  v a r y i n g  d e g r e e s ,  t h e  r e s o l u t i o n  o f  t h o s e  
i s s u e s  w i l l  d e t e r m i n e  t h e  f u t u r e  amount o f  F e d e r a l  s u b s i d y  n e c e s s a r y  
t o  m a i n t a i n  t h e  new s y s t e m  a s  w e l l  a s  t h e  e x t e n t  t o  w h i c h  t h e  
s y s t e m  p r o p e r l y  s e r v e s  t h e  p u b l i c ,  j u s t  a s  much a s  w i l l  t h e  shape  
o f  t h e  s y s t e m  i t s e l f .  

Upon p r e s e n t i n g  a  f i n a l  r o u t e  s t r u c t u r e  r ecommenda t ion  t o  
t h e  C o n g r e s s ,  t h e  Depar tment  i n t e n d s  a l s o  t o  p r o v i d e  recommenda- 
t i o n s  a s  t o  t h e  p roper  r e s o l u t i o n  o f  many o f  t h o s e  i s s u e s .  I n  
t h e  b e l i e f  t h a t  t h e  D e p a r t m e n t ' s  r ecommenda t ions  w i l l ,  i n  t h e i r  
f o r m u l a t i o n ,  b e n e f i t  s i g n i f i c a n t l y  from r e c e i p t  o f  t h e  v i e w s  o f  
t h e  p u b l i c ,  t h i s  c h a p t e r  p r e s e n t s  and d i s c u s s e s  a  s e r i e s  o f  s u c h  
i s s u e s .  flo d e f i n i t i v e  s o l u t i o n s  a r e  e s p o u s e d  and n o  f i n a l  
r ecommenda t ions  a r e  made. Where t h e  Depar tment  d o e s  have  a  v i e w  
on t h e  e l e m e n t s  o f  any p a r t i c u l a r  i s s u e ,  t h a t  v i e w  i s  e x p r e s s e d  
i n  t h e  body o f  t h e  d i s c u s s i o n .  

P u b l i c  comments on  t h e  i s s u e s  d i s c u s s e d  i n  t h i s  c h a p t e r  a r e  
r e q u e s t e d ,  a s  a r e  comments on any o t h e r  p u b l i c  p o l i c y  i s s u e s  
wh i ch  a r e  f e l t  t o  be  r e l e v a n t  t o  t h e  f u t u r e  p roper  o p e r a t i o n  o f  
t h e  Amtrak s y s t e m .  I s s u e s  d i s c u s s e d  h e r e i n  i n c l u d e :  

Fare P o l i c y  

8 The Proper  Market  f o r  I n t e r c i t y  R a i l  Pas senger  S e r v i c e  

The P r o v i s i o n  o f  A d d i t i o n a l  C o r r i d o r  S e r v i c e  

The P r o v i s i o n  o f  Commuter S e r v i c e s  by Amtrak 

8 S l e e p i n g  Car and R e l a t e d  S e r v i c e s  

A m t r a k ' s  I n s t i t u t i o n a l  Ar rangemen t s  



FARE POLICY 

One o f  t h e  keys t o  improv ing t h e  f i n a n c i a l  performance o f  t h e  Amtrak 
system i s  t o  develop an optimum f a r e  s t r u c t u r e .  The c u r r e n t  t r e n d  o f  revenues 
cove r i ng  a  sma l l e r  p o r t i o n  o f  t o t a l  cos t s  as t ime  goes by (shown i n  F igure  2-3) 
cannot be pe rm i t t ed  t o  con t inue  i f  i n t e r c i t y  r a i l  passenger s e r v i c e  i s  t o  
s u r v i v e  w i t h o u t  an unacceptable cont inued a c c e l e r a t i o n  o f  Federal  subs id ies .  
The e x t e n t  t o  which f a r e s  should  be ra i sed ,  lowered, and d i f f e r e n t i a t e d  t o  
niaximize n e t  revenues and t o  s t a b i l i z e  t h e  d e f i c i t  must be determined. Devel- 
op ing  an  optimum f a r e  s t r u c t u r e  f o r  Amtrak i s  n o t  a  s imple ma t t e r .  The t ask  
i s  f u r t h e r  compl icated by t h e  f a c t  t h a t  Anitrak con'lpetes i n  va r y i ng  degrees 
w i t h  p r i v a t e - s e c t o r  compet i to rs  t h a t  do n o t  r e c e i v e  d i r e c t  Federal  subs id ies .  
The i s sue  o f  e q u i t a b l e  t rea tment  of those compet i to rs  i s  ve r y  r e a l .  

The bas i c  o b j e c t i v e s  o f  an opt in iu~n Amtrak f a r e  s t r u c t u r e  must be 
determined. Several a l t e r n a t i v e  f a r e  s t r u c t u r e s  a re  a v a i l a b l e  which ach ieve 
d i f f e r e n t  ends: 

P r i c e  t o  ~ i iax im ize  r i d e r s h i p ;  

0 P r i c e  t o  m in im ize  t h e  d e f i c i t ;  

Re la te  t h e  f a r e  s t r u c t u r e  t o  t h e  passenger c o s t  o f  t r a v e l  v i a  a l t e r n a t e  
modes ; 

0 Rela te  t h e  f a r e  s t r u c t u r e  t o  t he  c o s t  o f  t h e  se r v i ce ;  and 

0 Min im ize  t h e  d e f i c i t  per  passenger-mi le o r  o t h e r  u n i t  o f  ou tpu t .  

Key cons ide ra t i ons  concerning t h e  Amtrak f a r e  p o l i c y  which shou ld  be 
addressed i n  t h e  p u b l i c  forum and as t o  which t h e  Department w i l l  make s p e c i f i c  
recommendations i n  i t s  f i n a l  r e p o r t  i n c l u d e :  t h e  o b j e c t i v e s  o f  t h e  f a r e  
s t r u c t u r e ;  t h e  emphasis t h a t  should be used t o  develop f a r e s  ( i .e . ,  mi leage 
vs. market ) ;  and t h e  e x t e n t  t o  which more pronounced peak and o f f -peak  p r i c i n g  
s  houl d  be used. 

H i s t o r i c a l  Context  o f  Amtrak Fares 

The c u r r e n t  Amtrak f a r e  s t r u c t u r e  c o n s i s t s  p r inc ipa1 l . y  o f  base, o r  
r e g u l a r  f a r e s  between p o i n t s  on t h e  same rou te ,  and r o u n d - t r i p  excu rs i on  
f a res ,  which a r e  r educ t i ons  from t h e  r e g u l a r  f a r e s  w i t h  spec ia l  c o n d i t i o n s  on 
use. There a r e  a l s o  accommodation charges which a r e  added f o r  p a r l o r  ( c l u b )  
o r  s leep ing-car  accommodations. 

Pre-Amtrak Fares 
Pre-Amtrak f a r e s  were regu la ted  by t h e  I n t e r s t a t e  Corrlmerce Colnmission. 

The f a r e  s t r u c t u r e  i n  ex i s t ence  when Amtrak assumed t h e  s e r v i c e  p r e v i o u s l y  
operated by t h i r t e e n  d i f f e r e n t  r a i l r o a d s  on lYay 1, 1971, con ta ined  many 
i r r e g u l a r i t i e s  and i n c o n s i s t e n c i e s  between reg ions  o f  t h e  coun t r y  and between 
r a i l r o a d s .  There were v a r i a t i o n s  i n  t h e  r e l a t i o n s h i p  between f i r s t - c l a s s  and 
coach f a r e s  and i n  t h e  f a r e  r a t e s  pe r  m i l e  between rou tes  and w i t h i n  a  g i ven  
r o u t e . .  Fares were g e n e r a l l y  h i ghe r  i n  t h e  East than  i n  t h e  South and West. 
There was l i t t l e  apparent connec t ion  between such v a r i a t i o n s  and market 
cond i t i ons .  



Amtrak Pe r i od  
I n  t h e  i n t e r v e n i n g  seven years,  w i t h  i t s  f a r e  s t r u c t u r e  n o t  r egu la ted  by 

t he  I n t e r s t a t e  Commerce Commission, Amtrak has taken severa l  steps t o  r a t i o n -  
a l i z e  it. I t  has abol ished t h e  former j o i n t  fares between p o i n t s  on d i f f e r e n t  
rou tes ,  has equal ized f a r e s  i n  oppos i te  d i r e c t i o n s ,  has 1 owered t h e  c h i l d r e n '  s  
age f o r  pay ing h a l f - f a r e  from f i v e  t o  two, and has ended d iscoun ts  f o r  r e g u l a r  
r o u n d t r i p  fa res .  It has a l s o  s tandard ized t a r i f f  r u l e s  f o r  f am i l y -p l an  f a r e s  
nat ionwide,  where they  had f o r m e r l y  v a r i e d  by r e g i o n  o r  r a i l r o a d .  Most s i g n i f i -  
c a n t l y ,  Amtrak has made s e l e c t i v e  percentage increases and decreases i n  f a r e s  
on a rou te -by - rou te  basis--sometimes on o n l y  a  p o r t i o n  of a  route- -which tended 
t o  narrow t h e  p rev ious  v a r i a t i o n s  among some of t he  rou tes .  

Today, Amtrak coach f a r e s  range f rom approx imate ly  f i v e  cen ts  t o  t e n  cents  
per  m i l e ,  w h i l e  f a r e s  f o r  t r a v e l  i n  roomettes range from approx imate ly  e i g h t  
cen ts  t o  17 cents  pe r  m i l e .  

Amtrak has in t roduced a complete ly  new tapered sca le  o f  fares on a few 
e x i s t i n g  rou tes  (.e.g. , Chicago-New Or leans) ,  as we1 1 as on new rou tes  such as 
Washington-Montreal. However, nonmarket-based i r r e g u l a r i t i e s  on o t h e r  rou tes ,  
such as Chicago-San Franc isco  a able 7-1 ) have n o t  been changed, a1 though 
Amtrak's market ing department has p lans  f o r  examining .and a d j u s t i n g  such 
i r r e g u l a r i t i e s  i n  the  f u t u r e .  

D i f f e ren t  r a t i o s  o f  coach t o  s leep ing-car  f a r e s  on d i f f e r e n t  p a r t s  o f  t he  
Amtrak system a l s o  e x i s t  as a car ryover  f rom t h e  pre-Amtrak fares. Fo l l ow ing  
a r e  two examples r e p r e s e n t a t i v e  o f  t he  d i f f e r e n c e :  

A p r i l  1978 P.ddi t i o n a l  
Base R a i l  Roomette 

New York - Eff insham, I l l i n o i s  
Fare Charge M i  1  es 

(Na t i ona l  ~ t d .  j $62.00 $51.00 945 

C h i l l i c o t h e ,  I l l i n o i s  - T r i n i dad ,  
Colorado (Southwest L td .  ) 64.00 39.00 942 

The two r a i l  f a r e s  f o r  these s i m i l a r  d is tances  a r e  o n l y  t h r e e  percen t  
apar t ,  b u t  t he  accommodations charge on t h e  "Nat iona l  L im i t ed "  between New 
York and Effingham i s  31 percen t  h i ghe r  than t h e  charge on the  "Southwest 
L im i ted"  between C h i l l i c o t h e  and T r i n i dad .  

A p r i l  1978 A d d i t i o n a l  
Base R a i l  Roomette 

New York - Chicago (Broadway 
Fare Charge M i l e s  

L td .  1 $56.00 $49.00 904 

Chicago - Pauls Va l ley ,  Okla. 
(Lone S t a r )  55.00 31.50 903 
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Again, t h e  two r a i l  f a r e s  f o r  these s i m i l a r  d is tances  d i f f e r  by o n l y  two 
percent ,  b u t  t h e  two accommodation charges d i f f e r  by 56 percent .  

These acconiniodation charges, which a r e  h i ghe r  on t h e  former Penn Cent ra l  
r ou tes  than  on western rou tes ,  a r e  ves t i ges  o f  t h e  pre-Amtrak h i ghe r  f i r s t -  
c l a s s  f a r e s  i n  t h e  East. F i r s t - c l a s s  fares g e n e r a l l y  were 160 percen t  of 
coach f a r e s  i n  t h e  East, w h i l e  i n  t h e  West, f i r s t - c l a s s  fares were as low as 
125 percen t  o f  coach fa res .  A market-by-market e v a l u a t i o n  o f  such fares i s  
necessary t o  determine whether such d i f f e rences  a r e  a p p r o p r i a t e  o r  a r e  i n  need 
of m o d i f i c a t i o n .  Amtrak management has s t a t e d  t h a t  i t  in tends  t o  engage i n  
such a market-by-market eva lua t i on .  

1 Outside t h e  NEC, t h e  v a r i a t i o n  i n  y i e l d  among markets ranges f rom about 
4.2 cents  pe r  passenger-mi le t o  about seven cents  per  passenger-mi l e  (see 
Table 7-2) .  The gap between coach f a r e  and y i e l d  has widened s i nce  1974 
suggest ing an i n c r e a s i n g  r e l i a n c e  on spec ia l  f a res ,  i n c l u d i n g  U.S.A. r a i l  
passes, excu rs i on  f a res ,  c h i l d r e n ' s  f a res ,  e tc .  Th i s  r e l a t i o n s h i p  i s  shown 
g r a p h i c a l l y  i n  F igu re  7-1. 

F i gu re  7-2 d e p i c t s  t h e  t r e n d  i n  t h e  r e l a t i o n s h i p  between Amtrak pe r  
revenue passenger-mi le y i e l d s  and those o f  a i r  and bus. It can be seen t h a t  
over  t ime  Amtrak y i e l d s  have been i nc reas ing  a t  a comparable r a t e  t o  a i r l i n e  
y i e l d s  and l e s s  r a p i d l y  than bus y i e l d s .  

Excurs ion Fares 
The R a i l  Passenger Serv ice  Ac t  o f  1970 encourages " i nnova t i ve  market ing 

and p r i c i n g  concepts"  by Amtrak. Amtrak's marke t ing  department has, s i nce  
1975, exper imented w i t h  numerous i n n o v a t i v e  and c r e a t i v e  r o u n d t r i p  coach 
excurs ion  f a res .  

Excurs ion f a r e s  a r e  by t h e i r  na tu re  lower  than r e g u l a r  f a res ,  u s u a l l y  
w i t h  more r e s t r i c t i v e  c o n d i t i o n s  on t h e i r  use. T h e i r  o b j e c t i v e  i s  t o  inc rease  
Amtrak's n e t  revenue by f i l l i n g  e x i s t i n g  seats  a t  a f a r e  l e v e l  which i s  
expected t o  more than cover  t h e i r  incrementa l  cos t .  A t  a minimum, excurs ion  
f a r e s  a re  in tended t o  reduce t h e  d e f i c i t  pe r  passenger-mile. I nnova t i on  w i t h  
excurs ion  f a r e s  cannot s u b s t i t u t e  f o r  a sound r e g u l a r  f a r e  s t r u c t u r e .  

I f  an excurs ion  f a r e  a t t r a c t s  so much new t r a f f i c  t h a t  e x t r a  ca rs  o r  
e x t r a  t r a i n s  must be operated, causing s u b s t a n t i a l  a d d i t i o n a l  cos ts ,  i t  may 
have defeated i t s  o r i g i n a l  purpose and l a c k  j u s t i f i c a t i o n .  Thus, t h e  estab-  
l i shmen t  of excu rs i on  fares, m i l i t a r y  o r  group f a r e s  should be accorr~panied by 
a c a r e f u l  p re -  and post-assessment o f  t h e i r  impact,  t o  i n s u r e  t h a t  t h e  o b j e c t i v e  
o f  an inc rease  i n  n e t  revenue i s  met. 

A l t e r n a t i v e  Fare P o l i c y  Ob jec t i ves  

I n  s e t t i n g  Amtrak's fa res ,  t h e  f o l l o w i n g  s t r a t e g i e s  a r e  a v a i l a b l e ,  a l l  o f  
which a r e  n o t  m u t u a l l y  exc lus ive .  

'1n d i scuss ing  revenue, i t  i s  impor tan t  t o  d i s t i n g u i s h  between t h e  terms, 
" r e g u l a r  f a re "  and " y i e l d . "  Y i e l d  represen ts  t h e  t r a n s p o r t a t i o n  revenue pe r  
passenger-1n.i 1 e de r i ved  from t h e  ac tua l  f a r e  pa id ,  i n c l u d i n g  r e g u l a r  f a res ,  
c h i l d r e n ' s  f a res ,  s p e c i a l  reduced f a r e s  and a d d i t i o n a l  accommodation charges 
f o r  s l eep ing  cars.  ( T o t a l  revenue i nc l udes  f ood  and beverages, m a i l  and 
express, and t r a n s p o r t a t i o n  revenue. ) 

7-5 



Table 7-2 

Market-by-Market Average Y i e l d  f o r  FY 1977 

Market 

Metro1 i n e r s  
Boston-New York-Washi ngton Conventional 
Washington-Cincinnati v i a  Cumberland 
Washi ngton-Newport News 
Washington-Montreal 
Chi cago-Detroi t 
Chicago-Milwaukee 
Chi cago-Port Huron 
Chicago-Quincy 
New York-Miami 
New York -A lbany-Buf fa lo -Det ro i t  
New York-Montreal 
Chicago-St. Louis 
San Di  ego-Los Angel es 
Ph i lade lph ia -Har r isburg  
Chi cago-Carbondal e 
New York/Washington-Chicago v i a  P i t t sbu rgh  
New York/Boston-Chicago v i a  B u f f a l o  
Chicago-Dubuque 
New York-Phi 1 adel ph ia  
Vancouver-Seattle 
S a l t  Lake C i  t y - S e a t t l  e 
New York/Washington-Kansas C i  t.y 
Chicago-Houston 
Chicago-Twin C i t i e s  
Chicago-Laredo 
Chicago-Seatt le v i a  B i l l i n g s  
New Orleans-Los Angeles 
Chicago-Seatt le v i a  Havre 
Washington-Cumberland 
Minneapol i s-Dul u th  
S e a t t l  e-Los Angel es 
Chicago-San Francisco 
Chi cago-Los Angel es 
Chi cago-New Or1 eans 
Oakland-Bakersf iel  d 
Chi cago-Miami 
Washington-Cincinnati-Chicago v i a  Charleston, WV 
Washi ngton-Tr i  -State S t a t i o n  
S e a t t l  e-Port1 and 

* D i l u t e d  by s i g n i f i c a n t  commutation t r a f f i c .  

Average Y i  e l  d 
Do1 l a r  Value Rank 

Source: Amtrak Market ing Department Tabulat ion,  September 27, 1977. 



Figure 7 - 1 

FARE LEVEL VERSUS YIELD 
INDEX OF COACH FARE CHANGES 
COMPARED WITH INDEX OF YIELD 

(BASIS OF INDEX: JAN. 1974 VALUES = 100) 

INDEX VALUE 

'75 '76 

CALENDAR YEARS 

SOURCE: Amtrak Marketing Department 



Figure 7 - 2 

RELATIONSHIP OF AMTRAK YIELDS TO OTHER MODES 

COMMOIU CARRIER YIELDS 
AIR TRUNK CARRIERS, BUS, AMTRAK. 

DOLLARS PER 
PASSENGER-MI LE 

JAN JULY JAN JULY JAN JULY JAN JULY 
74 75 7 6 77 
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CALENDAR YEARS 

SOURCE: Amtrak Marketing Department 
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. Maximize Riders. Since ridership tends to increase as fares decrease, 
such a strategy would--in the extreme case--imply a free system generating many 
times more passenger-mi 1 es than are produced today. The financial resul t s  
would be predictable : operating costs woul d soar, capital costs woul d mu1 ti- 
ply ( t o  provide capacity to handle more pronounced peaks), def ic i t s  would 
skyrocket, and other, private sector,  modes might suffer  financial losses 
( a t  leas t  over major portions of the i r  system). Such a resul t  would clearly 
not be consistent w i t h  good public policy. Through the use of moderated fare 
reductions in selected markets, coupled w i t h  peak/off-peak pricing, less  
extreme results are possible and ridership can be maximized within reasonable 
cost l imits.  

. Minimizing the Deficit. Despite general fare  increases, supplemented 
by additional increases i n  particularly strong markets, Amtrak has not raised 
fares enough to s tabi l ize  the revenue t o  cost-rat io ,  much less  lower def ic i t s .  
As a resul t ,  the relationship between revenues and costs has deteriorated to 
the point tha t ,  in 1977, Amtrak revenues covered only 37.4 percent of costs. 
Theoretically, and assuming no diversion in ridership, in order for  fares 
to cover 100 percent of 1977 costs they would have had to be 2.67 times 
their  present levels. As examples, the Chicago to Los Angeles coach fare 
would be $315 instead of $118 and the New York to Miami fare  would be $230 
instead of $86. I t  i s  l ikely,  however, that raising fares to such 
theoretical break-even levels would cause t r a f f i c  to drop off sharply and 
the goal of breaking even would not be attained. Notwithstanding the 
impossi bil i ty of achieving a break-even, the objective of significantly 
reducing the de f i c i t  should remain as a public policy goal. 

. Relate Fares to Fares of A 1  ternate Modes. Rail fares could be related 
to the fares charged by other modes and t o  increases in those fares as 
reflected i n  the Consumer Price Index of transportation prices. This method 
i s  part  of the current Amtrak approach t o  fares.  This approach resul ts  i n  a 
fare  which i s  not related to ra i l  passenger service's costs and may or may 
not re f lec t  market conditions. Such a strategy i s  sound only i f  a l l  corrlmon 
carr ier  markets are similar and a l l  common carr ier  costs change i n  the same 
manner. 

. Relate Fares to  Operating Costs. As an a1 ternative to a break-even 
fare,  a fare related to the costs of the service provided m i q h t  require the 
users of a particular route to pay a fixed portion of the operating costs of 
that  route. Thus, as operating costs increased, fares would be increased in 
proportion to the cost increase. This approach, however desirable a t  a system 
level,  does not allow for  the optimum development of each market, e i ther  i n  
a ridership or a def ic i t  reduction sense. 

. Minimize Deficit .Per Passenger-Mile. There i s  a theoretical optimum 
level for the ra i l  fare  between any two points, below which more people will . . 
ride b u t  not i n  suff icient  numbers- to avoid a decrease in revenues, and 
above which the revenue loss resulting from the decrease i n  people choosing 
to ride will more than offset  the greater per-capita fare  payments, so that  
a net decrease i n  revenues will also resul t .  Since costs normally vary with 
capacity provided (and to  a small degree w i t h  passengers carr ied) ,  the estab- 
lishment of an optimum fare  level aimed a t  minimizing the de f i c i t  per 
passenger-mile requires analyzing the change i n  incremental costs associated 
w i t h  changes in ridership levels and capacity needed due to the fare 
adjustment. 



Fare St ruc ture  Options 

There are  a v a r i e t y  o f  methods f o r  a c t u a l l y  designing the  f a r e  s t ruc tu res  
t h a t  might  r e s u l t  f rom t h e  implementation of the  s t ra tegy  selected. 

Es tab l ish  Market-Based Regular Fares 
Under t h i s  method, as i t  has been developed by B r i t i s h  Railways, fares 

are es tab l ished between i n d i v i d u a l  key c i t y - p a i r s  based on market evaluat ion.  
Fares t o  smal ler  in-between p o i n t s  are scaled i n .  No p a r t i c u l a r  consistency 
i n  ra te -per -mi le  i s  sought among the  fares. The p r i n c i p a l  r e s t r i c t i o n  i s  t h a t  
the fares t o  more d i s t a n t  po in t s  may not  be lower than the  fares t o  i n t e r -  
mediate po in t s  from t h e  same o r i g i n .  Also, as w i t h  a l l  f a r e  s t r u c t u r e  opt ions 
discussed here, fa res  i n  opposi te d i r e c t i o n s  between the  same c i t y - p a i r  are 
the  same. 

This  i s  a soph is t i ca ted  and a n a l y t i c a l l y  complex method f o r  s e t t i n g  
fares. It possesses t h e  most p o t e n t i a l  f o r  min imiz ing e i t h e r  the  t o t a l  d e f i c i t  
o r  the  d e f i c i t  per passenger-mi l e .  It has the  disadvantage o f  r e q u i r i n g  more 
a t t e n t i o n  than any o ther  type o f  f a r e  s t ruc tu re ,  both t o  e s t a b l i s h  i t  and 
a f t e r  i t  i s  i n  place, s ince  the  c h a r a c t e r i s t i c s  o f  each c i t y - p a i r  market are 
no t  on l y  unique, bu t  w i l l  change w i t h  t ime. S t a f f i n g  l i m i t a t i o n s  may make i t  
d i f f i c u l t  t o  main ta in  p roper ly ,  once establ ished,  bu t  automation can have a  
major impact on reducing the  problem t o  manageable propor t ions.  Such an 
approach seems t o  permi t  the  most ca re fu l  matching o f  f a res  t o  i n d i v i d u a l  
c i t y - p a i r  markets and cos t  condi t ions.  

Es tab l i sh  Mileage-Based Fares 
Mileage-based fa res  are se t  a t  a  f l a t  r a t e  per  m i l e  throughout the  

system, o r  a t  d i f f e r e n t  f l a t  r a t e s  i n  d i f f e r e n t  regions o r  on d i f f e r e n t  routes. 

This  i s  probably the  s implest  approach t o  s e t t i n g  fares.  It does not  
r e f l e c t  the  lower costs per m i l e  t h a t  t he  c a r r i e r  may experience i n  ca r r y ing  
passengers longer distances as compared w i t h  shor te r  distances nor  t he  d i f f e r e n t  
e l a s t i c i t i e s  o f  markets. This  type o f  f a r e  s t r u c t u r e  most c l o s e l y  resembles 
t h a t  i n  p lace on Uni ted States r a i l r o a d s  a t  the  i ncep t i on  o f  Amtrak i n  
May 1971. It i s  easy t o  "manage" b u t  does not  r e f l e c t  d i f f e rences  among 
markets and does n o t  prov ide the  needed f l e x i b i l i t y  and s e n s i t i v i t y  t o  maximize 
revenues o r  minimize d e f i c i t s .  

Es tab l ish  Mileage-Based Fares Dec l in ing  w i t h  Distance 
A v a r i a t i o n  on a  mileage-based f a r e  system i s  t o  se t  fa res  a t  h igher  

r a t e s  per m i l e  f o r  sho r te r  t r i p s  and a l l o w  them t o  dec l ine  as d is tance increases. 
The basic  l e v e l  o f  ra tes  per m i l e  as we l l  as the  steepness o f  the  "curve" o r  
" taper "  f o r  d is tance may be the  same throughout t he  system o r  may be d i f f e r e n t  
i n  d i f f e r e n t  regions o r  on d i f f e r e n t  routes. 

For example, the  f a r e  f o r  a  journey o f  100 mi les  might  be ca l cu la ted  a t  
e i g h t  cents per  mi le ,  a  journey o f  125 mi les  a t  7.9 cents per mi le ,  150 mi les  
a t  7.8 cents per m i l e ,  and so on. 

This  f a r e - s e t t i n g  method represents a  compromise between the  simple 
s t r a i g h t  mileage-based f a r e  and the niore complex market-based method which 
seeks t o  respond t o  the  unique c h a r a c t e r i s t i c s  o f  hundreds o r  thousands o f  
d i f f e r e n t  markets. It i s  c h a r a c t e r i s t i c  o f  niuch o f  Amtrak's present f a r e  
s t ruc tu re .  



As w i t h  any o f  t h e  methods descr ibed i n  t h i s  sec t ion ,  excurs ion fares i n  
s p e c i f i c  markets a re  appropr ia te  i f  used t o  s t imu la te  t r a f f i c  i n  c e r t a i n  l o c a l  
o r  temporary s i t u a t i o n s  

Var iab le  P r i c i n g  
The v a r i a b l e  p r i c i n g  approach has been t r i e d  by Canadian Nat ional  Railways 

and the  Ba l t imore  and Ohio Ra i l road (pre-Amtrak) and, t o  a l i m i t e d  ex ten t ,  by 
Amtrak. I n  r e c o g n i t i o n  of marked eaks" and " v a l l e y s "  o f  t r a v e l  demand, 
lower r e g u l a r  (not  merely  excurs ion " ! fares can be charged a t  predetermined 
periods, days, o r  hours of low demand than a t  t imes of h igh  demand. Travel  on 
mid-week days might,  f o r  example, be p r i ced  lower than t r a v e l  on weekends and 
t r a v e l  i n  t he  summer might  be p r i ced  h igher  than t r a v e l  i n  t h e  w in te r .  For 
short-haul and Northeast Co r r i do r  serv ices,  t r a v e l  a t  t he  noon hour might  be 
cheaper than t r a v e l  a t  5:00 P.M. 

Three reasons can be g iven  why Anitrak should probably s e r i o u s l y  consider  
t he  e s t a b l i s h i n g  o f  a  m u l t i - l e v e l  r e g u l a r  f a r e  system such as v a r i a b l e  p r i c i n g  
over p a r t  o r  a l l  o f  i t s  system. F i r s i ,  because a number o f  cars  a re  o n l y  
requ i red  t o  c a r r y  t r a f f i c  on l ong  d is tance t r a i n s  f o r  r e l a t i v e l y  s h o r t  per iods 
o f  t he  year  and t h e i r  p e r i o d i c  maintenance charges must be recovered over on l y  
a p a r t  o f  t h e  year,  costs  per seat-mi le  o r  per  ber th -mi le  tend t o  be h igher  a t  
t imes o f  peak demand. (See Table 7-3) 

Second, t h e  market appears t o  be s t rong  enough i n  c e r t a i n  cases t o  bear 
a peak surcharge a t  l e a s t  s u f f i c i e n t .  t o  meet t he  h igher  peak cos ts  involved.  
However, such a surcharge would need t o  be app l ied  w i t h  considerable d isc r im-  
i n a t i o n  s ince  the  number o f  p o t e n t i a l  passengers denied space a t  peak per iods 
va r i es  both from rou te  t o  rou te  and between coach and s leeping-car  accommodations. 
I n  t h i s  respect ,  each rou te  may have d i f f e r e n t  c h a r a c t e r i s t i c s ,  a l though 
avoidance o f  complex i ty  may make i t  des i rab le  t o  1 i m i  t d i f f e r e n t i a t i o n  among 
rou tes  and serv ices.  

F i n a l l y ,  t h e  cos t  p r o f i l e s  i n d i c a t e d  i n  Table 7-3 a l s o  show t h a t  t he re  i s  
p o t e n t i a l  f o r  h e a v i l y  discounted fa res  t o  be marketed of f -peak,  prov ided t h a t  
they can be s o l d  i n  such a way t h a t  losses i n  revenue from those passengers 
a l ready t r a v e l i u g  a t  h igher  f a res  can be more than o f f s e t  by s i g n i f i c a n t  
vo l  ume increases a t  heavi l y  discounted ra tes .  Means o f  prevent ing d i  1  u t i o n  o f  
the  h igher  f a res  a l ready pa id  by those c u r r e n t l y  t r a v e l i n g  of f -peak i nc lude  
market ing discounted group t r a v e l  off-peak (Amtrak i s  a l ready approaching the  
s k i i n g  niarket i n  t h i s  way), and c a r e f u l l y  l i m i t i n g  t h e  discounts. 



ECONOMICS OF PEAK/OFF-PEAK EQUIPMENT UTILIZATION 

AVERAGE COST OF OPERATION MARGINAL COST OF 
RUNNING STOCK 

THROUGH THE WHOLE RUNNING I N  

THREE MONTHS 

FIGURES ARE CENTS PER SEAT/BERTH MILE 

NOTE: The routes  analyzed were Chicago-Los Angeles; Chicago-Seattle v i a  Havre; 
S e a t t l  e-Los Angeles ; New York/Washington-Chicago; Washington-Cinci n n a t i  - 
Chicago; Chicago-New Orleans and New York-Flor ida. An approximation o f  
t h e  cos ts  per  seat-mi le and per ber th-mi le  fo r  these sample serv ices has 
been constructed on t h e  f o l l o w i n g  basis:  

8 Approximately 50% o f  the  coaches and 70% o f  t h e  s leeping cars 
are used throughout t h e  year; approximately 30% o f  t h e  coaches and 
20% o f  the  s leeping cars are  used f o r  on l y  one quar te r  o f  t he  year; 
t h e  remaining 20% o f  coaches and 10% o f  s leeping cars  are  used f o r  
in termedia te  periods. 

8 The maintenance costs (o ther  than maintenance cos ts  r e l a t e d  
t o  mileage and t r i p s )  a re  assumed t o  be recovered i n  t h a t  p a r t  o f  
t h e  year  i n  which the  veh ic le  was being used. 

8 Reference t o  the  "peak th ree  months o f  operat ion"  does not  
necessar i l y  imply th ree  months o f  cont inua l  operat ion;  i t  normal l y  
i m p l i e s  a f a i r l y  substained per iod  o f  opera t ion  i n  the  sumner months 
p l u s  a few very s h o r t  per iods o f  opera t ion  dur ing  the  remainder o f  
t h e  year  (e.g., Thanksgiving, Christmas, etc.  ). 

Source: Transmark ana lys is  o f  the  economics of Amtra k operat ions. 



THE MARKET FOR INTERCITY RAIL PASSENGER S E R V I C E  

The development o f  an optimum rou te  s t r u c t u r e  requ i res  a  thorough 
understanding o f  the market f o r  i n t e r c i t y  r a i l  passenger serv ice.  Decisions 
about t he  types o f  serv ices t o  be provided and the  p r i ces  t o  be charged f o r  
these serv ices a lso  r e l a t e  d i r e c t l y  t o  market cond i t ions .  This  sec t i on  
discusses the  e x i s t i n g  market f o r  Amtrak service,reviewing recent  research i n  
the  f i e l d .  It next  expands on t h a t  d iscussion t o  consider Amtrak's f u t u r e  
market p o t e n t i a l .  Having i d e n t i f i e d  e x i s t i n g  and p o t e n t i a l  markets, t h i s  
sec t i on  concludes by cons ider ing  the  p o t e n t i a l  impact o f  Amtrak operat ions and 
market ing s t r a t e g i e s  on competing p r i v a t e  sec tor  c a r r i e r s .  

Amtrak's E x i s t i n a  Market 

Between May and June o f  1976, Amtrak's consumer research u n i t  conducted a  
passenger assessment survey on 21 t r a i n s  (13 Western, and 8 Eastern).  While 
the  r e s u l t s  o f  the  survey do no t  p rov ide  a  s t a t i s t i c a l l y  r e l i a b l e  bas is  f o r  
descr ib ing  Amtrak's t o t a l  market they do represent  a  good i n d i c a t i o n  o f  who 
uses Amtra k  services. 

I n  general,  t h e  survey i nd i ca tes  t h a t  Amtrak's passengers are drawn from 
a  broad cross sec t i on  o f  t he  American pub1 i c :  on ly  14 percent  were upper 
income (over $25 thousand annual income) , whi 1  e  46 Dercent were be1 ow averaqe 
income (under $12 thousand annual income); 26 percent were engaged i n  profes-  
s iona l ,  t echn ica l  o r  managerial occupations; 50 percent  were marr ied; 39 
percent  were 45 o r  o lde r ;  62 percent were t r a v e l i n g  f o r  vacat ion o r  recreat ion ;  
and 46 percent  had r i dden  Amtrak prev ious ly .  The r e s u l t s  o f  t he  i n d i v i d u a l  
t r a i n  surveys a re  summarized i n  Table 7-4. 

To t h e  ex ten t  t h a t  t h e  r e s u l t s  o f  t h e  survey may be considered t o  r e f l e c t  
t he  t r u e  na ture  o f  Amtrak's market, they i n d i c a t e  t h a t  r a i l  passenger serv ice  
appeals t o  many segnients o f  t he  p u b l i c  and i s  n o t  patronized predominantly by 
any s i n g l e  i d e n t i f i a b l e  group. One common c h a r a c t e r i s t i c  i d e n t i f i e d  i n  the  
survey appears t o  be t r i p  purpose, which i n  t he  m a j o r i t y  o f  the  cases appears 
t o  be f o r  d i s c r e t i o n a r y  vacat ion o r  rec rea t i on  t r a v e l .  This may be i n  p a r t  
because the  surveys were administered j u s t  before the  summer peak season. The 
non -spec i f i c i  t y  o f  Amtrak's general patronage pat te rns  .makes i t  d i f f i c u l t  
w i thou t  more d e t a i l e d  market research t o  suggest s p e c i f i c  means o f  f u r t h e r  
expanding Amtrak's c u r r e n t  market, except f o r  t h e  p r i c e  s e n s i t i v e  t r a v e l e r .  
The quest ions o f  f a r e  p o l i c y  and the  impacts o f  f a r e  adjustments on the  market 
and on Amtrak's f i n a n c i a l  performance are  discussed i n  d e t a i l  e l  sewhere i n  
t h i s  Chapter. 

Amtrak's Po ten t i a l  Markets 

Theore t i ca l l y ,  the  e n t i r e  popu la t ion  i s  a  p o t e n t i a l  market f o r  i n t e r c i t y  
r a i l  serv ice.  I n  p rac t i ce ,  however, Amtrak today serves on l y  532 s ta t i ons ,  
many o f  them very small towns, i n  a  country  which has 1,967 incorporated 
c i t i e s  w i t h  10,000 o r  more inhab i tan ts .  C i t i e s  w i t h  Amtrak s t a t i o n s  had a  
t o t a l  popu la t ion  o f  66 m i l l i o n  i n  1970, o n l y  32 percent o f  the  na t i ona l  
popu la t ion  o f  208 m i l l i o n .  (Of course, Amtrak market areas extend beyond t h e  
corporate l i m i t s  o f  c i t i e s  i n  which stdt i 'ons are  located.)  F u l l y  one-quarter 
o f  t he  n a t i o n ' s  popu la t ion  l i v e s  i n  r u r a l  areas w i t h  an average popu la t ion  
dens i ty  o f  15 people per  square mile--areas o f t e n  f a r  removed from the  27,000 
m i l e  Amtrak network, b u t  o f t e n  wel l -served by the  267,756-mile Federal -a id 
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pr imary  highway system. O f  t h e  116 Standard M e t r o p o l i t a n  S t a t i s t i c a l  Areas o f  
300,000 o r  more popu la t ion ,  20 r e c e i v e  no i n t e r c i t y  r a i l  passenger serv ice .  
From a  marke t ing  s tandpo in t ,  t he re fo re ,  t he  n a t i o n  can be d i v i d e d  i n t o  two 
ca tegor ies :  those who l i v e  c l ose  enough t o  Amtrak s e r v i c e  t o  a v a i l  themselves 
o f  i t  on a  r e g u l a r  bas is ,  and those t o  whom Amtrak i s  e s s e n t i a l l y  unava i lab le .  
Since t o t a l  t r a v e l  by a l l  modes, i n c l u d i n g  auto,  between c i t y - p a i r s  served by 
Amtrak accounts f o r  l e s s  than 10 percent  o f  t o t a l  n a t i o n a l  i n t e r c i t y  t r a v e l  , 
the  l a t t e r  group i s  s i g n i f i c a n t .  

Improved Surface I n t e r c i t y  Connections 
One o f  t h e  means o f  enhancina t h e  a c c e s s i b i l i t v  o f  t he  Amtrak svstem t o  

t he  t r a v e l i n g  p u b l i c  and thereby expanding t h e  mark&. would be t o  ach ieve 
b e t t e r  i n t e g r a t i o n  among a l l  common c a r r i e r  t r a n s p o r t a t i o n  modes. I n  p a r t i c u l a r ,  
t h e  Department be l i eves  t h a t  t he  p o t e n t i a l  e x i s t s  f o r  Amtrak and t h e  n a t i o n ' s  
i n t e r c i t y  bus i n d u s t r y  t o  cooperate i n  an e f f o r t  t o  i n t e g r a t e  t h e i r  r e s p e c t i v e  
se rv i ces  more f u l l y ,  t h e  impact o f  which would be t o  expand f o r  c e r t a i n  elements 
o f  t h e  t r a v e l i n g  p u b l i c ,  t h e  s e r v i c e  area o f  t he  i n t e r c i t y  r a i l  passenger 
network. Many reg ions  o f  t he  coun t r y  which c u r r e n t l y  do n o t  e x h i b i t  demographic 
o r  o t h e r  c h a r a c t e r i s t i c s  conducive t o  suppor t ing  d i r e c t  i n t e r c i t y  r a i l  passenger 
s e r v i c e  do suppor t  r e g u l a r  i n t e r c i t y  bus se rv i ce .  A  Department s tudy  i n d i c a t e s  
t h a t  i n t e g r a t i n g  those e x i s t i n g  bus se rv i ces  and Amtrak r a i l  se r v i ces  wherever 
p o s s i b l e  would be a  much more c o s t - e f f e c t i v e  means o f  p r o v i d i n g  r u r a l  and 
smal l  urban communities w i t h  a  l i n k  t o  t he  n a t i o n ' s  r a i l  passenger system and 
hence t h e  n a t i o n ' s  major  a c t i v i t y  cen te rs  than would t h e  a l t e r n a t i v e  o f  p r o v i d i n g  
d i r e c t  r a i l  t r anspo r ta t i on .1  

There a r e  t h r e e  p r i n c i p a l  ca tego r i es  o f  i ntermodal connect ion between 
r a i l  and bus se rv i ce :  dedicated serv ice ,  f u l l y  i n t e g r a t e d  r e g u l a r  r o u t e  
serv ice ,  and c o i n c i d e n t a l  l y  connect ing serv ice .  

a Dedicated Serv ice  makes t he  bus t r i p  w h o l l y  an ex tens ion  o f  t h e  t r a i n  
t r i p .  The schedul ing o f  t h e  connect ing buses i s  e n t i r e l y  dependent on t h e  
a r r i v a l  and depar tu re  t imes o f  t he  t r a i n .  Furthermore, t h e  bus c a r r i e s  o n l y  
passengers t r a v e l i n g  t o  o r  f rom t h e  t r a i n  s t a t i o n  and makes o n l y  those stops 
se lec ted  by t h e  r a i l r o a d  management as p o i n t s  t o  be served. The obv ious 
advantage t o  t h i s  approach i s  t h a t  i t  ensures maximum r e l i a b i l i t y  f o r  t h e  
connect ion and a l s o  enables t h e  qua1 i ty  o f  s e r v i c e  (e.g., communities served, 
l o c a t i o n ,  and na tu re  o f  p ickup  o r  d e l i v e r y  p o i n t s )  f o r  t he  bus p o r t i o n  o f  t h e  
journey  t o  be t a i l o r e d  t o  meet t he  demands o f  i n t e r l i n i n g  passengers. 

The p r i n c i p a l  drawback t o  dedicated s e r v i c e  l i e s  i n  i t s  e x c l u s i v i t y ,  
s i nce  t h e  e n t i r e  ope ra t i ng  c o s t  p l u s  p r o f i t  f o r  t h e  connect ing bus colnpany 
must be covered s o l e l y  by r a i l - b u s  passenger f a res .  Based on an i n v e s t i g a t i o n  
o f  p r e v a i l i n g  ope ra t i ng  c h a r a c t e r i s t i c s ,  ope ra t i ng  cos ts ,  and t a r i f f s ,  between 
17 and 20 passengers per  t r i p  appears t o  be t he  minimum number requ i red  t o  
o f f s e t  t h e  ope ra t i ng  cos t s  o f  t h e  average i n t e r c i t y  bus. Populat ions o f  under 
100,000 a r e  u n l i k e l y  t o  generate s u f f i c i e n t  t r a f f i c  t o  enable a  dedicated 
s e r v i c e  t o  ach ieve these break even loads. Thus, f o r  r u r a l  areas, dedicated 
s e r v i c e  does n o t  appear t o  be a  p r a c t i c a l  a l t e r n a t i v e  i f  t h e  s e r v i c e  i s  
r e q u i r e d  t o  be s e l f - s u s t a i n i n g .  

U .S. Department o f  T ranspor ta t ion ,  Federal Rai 1  road Admini s t r a t i o n ,  
Report  on the '  P o t e n t i a l  f o r  ~ n t e g r a t i n ~  R a i l  Serv ice  Prov ided by t he  Nat iona l  
Rai 1  road Passenger Corpora t ion  w i t h  Other Modes, May 1  , 1976. Avai 1  a b l e  through 
t he  Nat iona l  Technica l  I n fo rma t i on  Serv ice.  



B Fully Integrated Service establi.shes a true connection between existing 
bus and rai l  services involving schedule modifications a n d ,  for the bus 
operator, possible route modifications t o  bring buses t o  intercity rai l  stations. 
Such an arrangement generally would be based on an interline agreement spec- 
ifying fares, division of revenues, the amount of time each carrier would wait 
i f  the connecting carrier was late,  allocation of joint costs, etc. 

Integrated service i s  less appealing than dedicated service for 
several reasons. I t s  re1 iabi 1 i ty i s  1 ower because neither carrier i s  total ly 
committed t o  making the connection and since b o t h  are operating on schedules 
establ ished with other markets as primary objectives. Because the bus portion 
of the t r ip  frequently serves local t raff ic ,  there are the additional problems 
of unreserved seating and often a less direct route t o  the point of destina- 
tion. On the other hand, given the probability of relatively low ridership 
in rural areas, an integrated service, despite i t s  drawbacks, appears t o  offer 
the most cost-effective means of implementing connecting service. 

B Coincidentally Connecting Service sirr~ply describes a situation where 
bo th  carriers serve a common local i t v .  None of the characteristics of an 
interline intermodal exchange exist a n d  i t  i s  u p  t o  the traveler t o  obtain 
schedules, tickets, and transfers between station locations, get there--and 
wait. For most locations coincidentally served by b o t h  rail  and bus, the 
connection appears t o  offer l i t t l e  or no inducement t o  the auto traveler or 
the discretionary non-auto traveler. 

Accepting the objective of providing additional common carrier service, 
on a self-sustaining basis, of sufficient quality t o  at tract  au to  travelers 
and discretionary non-auto travelers from ci t ies  of under 100,000 population, 
integrated service appears t o  be the most practical alternative. 

Ridership levels in rural areas on any of the alternative methods of 
integrated service cannot be expected t o  be large. Integrated service will 
n o t ,  in most instances, provide expanded or new intercity bus service. Thus, 
the vast number of people who are no t  prone t o  use any form of surface common 
carrier transportation cannot realistically be expected t o  divert in large 
numbers t o  the integrated system in light of their relatively low patronage of 
existing single mode service. 

The service and institutional aspects of integrated service would limit 
i t s  widespread utilization. In  order t o  achieve i t s  full potential, the 
integrated service must minimize the inconveniences inherent in station and 
baggage transfers, long layovers due t o  conflicting schedule demands, multi- 
mode ticket purchasing, and the need t o  seek information from multiple sources. 
The extent t o  which the inconveniences associated with these activi t ies are 
alleviated will ,  in large part, determine the cost of integrated service, as 
well as i t s  utilization. 

Users of Other Modes 
The other general market segment t o  which Amtrak can appeal are those who . . 

have access t o  the Amtrak system-but do n o t  currently use i t .  A recent Louis 
Harris poll of public attitudes toward intercity travel undertaken for Arntrak 
underscores the pub1 i c ' s  ambivalent attitudes toward rail  .in corr~pari son t o  
other common carrier modes (see Table 7-5) .  Of the 2,100 people pol led nationwide 



Table 7-5 

BEST WAY TO TRAVEL, 1972-1 978 
(Base: T o t a l  ) 

A i r  T r a i n  Bus Not Sure 
1972 1978 1972 1978 1972 1978 1972 1978 

- 
Cost o f  t r i p  29 36 13 15 44 - 38 14 11 

Personal comfor t  

.Safety 

Chance t o  l o o k  o u t  and see - 
i n t e r e s t i n g  t h i n g s  15 11 38 35 39 - 47 8  6  

Reaching d e s t i n a t i o n  q u i c k l y  86 81 - 5 7 3  7  6  6  
- 

F l e x i  b i l  i t y  on when t o  leave  50 - 54 8  11 19 22 23 13 
- 

Knowing you w i l l  a r r i v e  on t ime  52 - 61 16 14 10 12 22 12 

F r i e n d l y ,  h e l p f u l  a t t endan t s  66 - 66 11 11 5  8  18 16 
- 

Place o f  depa r t u re  easy t o  reach 34 - 45 15 15 3  1  3  0  20 10 
- 

Luggage hand1 i n g  f a c i  1  i t i e s  48 - 5 1 14 14 11 17 27 18  

Fas t  r e s e r v a t i o n s  and - 
i n f o r m a t i o n  f a c i l i t i e s  65 - 63 9  9  6  12 20 16 

Goin9 t o  t h e  p l ace  you want t o  - 
go* X 51 X 10 X 27 X 13 

* 1978 on l y .  

Note: I n  each category ,  t h e  score  o f  t h e  p r e f e r r e d  mode i s  h i g h l i g h t e d .  F igures 
may n o t  add t o  100 percen t  because o f  rounding.  

SOURCE: Lou is  H a r r i s  and Associates,  Inc . ,  F i n a l  Report  t o  Amtrak, March 1978. 



60 percen t  wanted more and b e t t e r  r a i l  passenger se r v i ce ,  and 51 pe rcen t  want 
t h e  Federal  Government t o  spend more money t o  improve r a i l  passenger se r v i ce .  
On t h e  o t h e r  hand, o f  12 a t t r i b u t e s  o f  i n t e r c i t y  t r a v e l ,  a  c ross - sec t i on  o f  
t h e  general  p u b l i c  f e l t  a i r  t o  be s u p e r i o r  i n  10, bus i n  2, r a i l  i n  none. 
S i m i l a r l y ,  when Americans were asked which means o f  t r a v e l  would 1  i k e l y  be 
t h e i r  f i r s t  cho ice  and t h e i r  second choice,  " r e a l  i s t i c a l l y  speaking",  i f  t h e y  
were t a k i n g  a  t r i p  o f  100 m i l e s  o r  more i n  t h e  nex t  few weeks, t hey  over-  
whelmingly chose a i r  and auto.  Since t h e  r e s u l t s  were i n f l u e n c e d  by geography 
and modal a v a i l a b i l i t y ,  a  f u r t h e r  sample was taken, t h i s  t ime  r e s t r i c t e d  t o  
r a i l  c o r r i d o r s .  Even there ,  however, a i r  and au to  r ece i ved  overwhelming 
preference.  

I n  a  r ecen t  s tudy  conducted f o r  t h e  Department of T ranspo r t a t i on ,  1  

i n t e r c i t y  t r a v e l e r s  by automobi le  were asked t h e i r  op i n i ons  about r a i l  t r a v e l .  
When asked p o s s i b l e  reasons f o r  us i ng  r a i l  on a  f u t u r e ,  i n t e r c i t y  t r i p  o f  100 
m i l es ,  a lmost  h a l f  ysponded  t h a t  t hey  would e i t h e r  have no reason t o  t r a v e l  
by t r a i n  o r  would do so o n l y  as a  l a s t  r e s o r t .  On t h e  o t h e r  hand, however, 
when asked f o r  p a r t i c u l a r  reasons why t hey  m igh t  - n o t  t r a v e l  by r a i l  on a  
f u t u r e  t r i p ,  o n l y  13 percen t  s a i d  t hey  would have no reason n o t  t o  t r a v e l  by 
r a i  1. Desp i te  these responses t he  genera l  a t t i t u d e  o f  t h e  respondents toward 
i n t e r c i t y  t r a i n  t r a v e l  i n  t h i s  s tudy  was n e u t r a l - t o - p o s i t i v e ,  thus  i n d i c a t i n g  
a t  l e a s t  some p o t e n t i a l  f o r  d i v e r s i o n  f rom au to  t o  r a i l .  The s tudy  suggested 
a  number o f  a c t i o n s  t o  encourage such a  d i v e r s i o n .  

Accommodate m u l t i p l e  d e s t i n a t i o n s  w i t h o u t  imposing s i g n i f i c a n t  p e n a l t i e s  
i n  terms o f  c o s t  and/or  inconvenience upon t h e  t r a v e l e r ;  

0 Faci  1  i t a t e  t h e  c a r r y i n g  of l a r g e  and/or numerous p ieces o f  1  uggage; 

0 Prov ide  a  packaged t r a v e l  p l a n  which combines bus and r a i l  t r a v e l  w i t h  
low-cost  r e n t a l s  a t  t h e  d e s t i n a t i o n s ;  

P rov ide  f am i l y  o r  group t r a v e l  packages. 

0 Prov ide  packaged t r a v e l  p lans  f o r  businessmen t h a t  focus upon t a k i n g  
a1 ong fami l y  members ; 

Focus on p u b l i c  campaigns t o  modify e x i s t i n g  nega t i ve  a t t i t u d e s  toward 
bus and r a i l  use and inc rease  t r a v e l e r  awareness o f  t h e  a v a i l a b i l i t y  o f  se r v i ce ;  

0 E s t a b l i s h  a  n a t i o n a l  c lea r inghouse  f o r  p u b l i c  c a r r i e r  t r a n s p o r t a t i o n  
in fo rmat ion ;  

0 Prov ide  on-board suppor t  se r v i ces  t o  businessmen such as s e c r e t a r i a l  
and te lephone se rv i ces  . 

Such i n i t i a t i v e s  would r e s u l t  i n  va r y i ng  degrees o f  i nc reased  c a p i t a l  and 
ope ra t i ng  expenses, and should  t he re fo re  be s u b j e c t  t o  c a r e f u l  s c r u t i n y  by 
Amtrak management p r i o r  t o  implementat ion.  

I App l ied  Management Sciences, Survey of t he  A t t i t u d e s  o f  I n t e r c i t y  
Automobile T rave le r s  Toward I n t e r c i t y  P u b l i c  T ranspo r t a t i on ,  f o r  U.S.  Depart-  
ment o f  T ranspor ta t ion ,  December 1977. 



Another suggest ion f r e q u e n t l y  made i s  t h a t  k n t r a k  should  i n i t a t e  auto-  
t r anspo r t - t ype  s e r v i c e s  i n  ma jo r  i n t e r c i t y  passenger markets.  A u t o - c a r r i e r  
se rv ices ,  a b l e  t o  make use of  t h e  I n t e r s t a t e  System as feeders t o  ma jo r  
t e r m i n i ,  m igh t  we l l -deserve  f u t u r e  s tudy  f rom t h e  s tandpo in t  o f  o v e r a l l  
economics and p u b l i c  c o s t / b e n e f i t s .  Because o f  t h e  h i ghe r  c a p i t a l  investment ,  
ope ra t i ng  expense, and f a r e s  requ i red ,  such se rv i ces  may n o t  r ep resen t  an 
a t t r a c t i v e  a l t e r n a t i v e  t o  l a r g e  segments o f  t h e  p u b l i c ,  however. I n  a d d i t i o n ,  
t o  operate  a  p u b l i c l y  subs id i zed  s e r v i c e  t h a t  i s  by i t s  n a t u r e  pa t ron i zed  
p r i m a r i l y  by r e l a t i v e l y  high-income i n d i v i d u a l s  may rep resen t  a  l e s s  than  
d e s i r a b l e  a1 1  o c a t i o n  o f  pub1 i c  resources. 

Impact o f  R a i l  Market  Expansion on Competing C a r r i e r s  

Aside f rom t h e  p u b l i c  expense o f  any such i n i t i a t i v e s ,  t h e  o v e r a l l  p u b l i c  
b e n e f i t s  t o  be d e r i v e d  f rom a  s i g n i f i c a n t  inc rease  i n  Amtrak r i d e r s h i p  must be 
assessed. A  ba lanc ing  c o n s i d e r a t i o n  here r e l a t e s  t o  t h e  impact o f  Amtrak 
r i d e r s h i p  ga ins  on compet ing c a r r i e r s ,  s i nce  Amtrak represen ts  o n l y  one o f  
severa l  means o f  i n t e r c i t y  common c a r r i e r  passenger t r a n s p o r t a t i o n .  I n  many 
aspects,  i n t e r c i t y  r a i l ,  bus, and a i r  t r a v e l  possess unique c h a r a c t e r i s t i c s  
designed t o  appeal t o  d i f f e r e n t  segments o f  t h e  i n t e r c i t y  t r a v e l  market.  There 
tends t o  e x i s t ,  however, some o v e r l a p  among t h e  markets served by r a i l ,  bus, 
and a i r ;  thus,  Federal  f i n a n c i a l  ass i s t ance  f o r  i n t e r c i t y  r a i l  passenger 
s e r v i c e  has t h e  p o t e n t i a l  t o  a f f e c t  competing modes. I n t e r c i t y  bus i s  one 
such mode. 

The n a t i o n  ' s  p r i  vately-owned and operated i n t e r c i t y  bus i n d u s t r y  p rov ides  
r e g u l a r l y  scheduled s e r v i c e  t o  approx imate ly  15,000 communit ies over  a  r o u t e  
network compr is ing 276,000 m i l e s  o f  highway. For approx imate ly  14,000 o f  
these communit ies, bus i s  t h e  o r l l y  form o f  i n t e r c i t y  common c a r r i e r  passenger 
t r a n s p o r t a t i o n  a v a i l a b l e .  The i n d u s t r y  serves v i r t u a l l y  a1 1  communi t i e s  w i t h  
popu la t i ons  i n  excess o f  5,000 and approx imate ly  96 percen t  of a l l  communit ies 
w i t h  popu la t i ons  between 2,500 and 5,000. I n  1976, approx imate ly  350 m i l l i o n  
revenue passengers were t r a n s p o r t e d  on r e g u l a r  r ou te ,  c h a r t e r  and s p e c i a l ,  and 
l o c a l  and suburban serv ices ,  more than  t h e  number o f  passengers c a r r i e d  by t h e  
n a t i o n  ' s  domest ic a i r 1  i n e s  and Amtrak combined. 

H i s t o r i c a l l y ,  t h e  i n t e r c i t y  bus i n d u s t r y  has been p r o f i t a b l e  and r e l a t i v e l y  
s t ab le .  Greyhound and many o f  t h e  T ra i lways  a f f i l i a t e s  have been i n  ex i s t ence  
s i n c e  t h e  1930's.  Many o f  t h e  sma l l e r  ope ra t i ons  a r e  fami ly-owned and have 
been p r o v i d i n g  i n t e r c i t y  bus s e r v i c e  f o r  an e q u a l l y  l ong  p e r i o d  o f  t ime.  
Whi le t h e  f o r t u n e s  of t h e  r e g u l a r  r o u t e  p o r t i o n  of t h e  i n d u s t r y  tend  t o  f o l l o w  
t h e  ups and down o f  t h e  n a t i o n ' s  economy, t h e  development o f  more s t a b l e  o r  
growing p r o f i t  cen te rs  (most n o t a b l y  c h a r t e r  s e r v i c e  and package express 
s e r v i c e )  has tended t o  p reven t  wide swings from l a r g e  p r o f i t s  t o  l a r g e  1  osses. 
Recent years ,  however, have seen a steady d e c l i n e  i n  i n d u s t r y  p r o f i t a b i l i t y .  

Over t h e  p a s t  yea r  and a  h a l f ,  t h e  c o n d i t i o n  o f  those f i r m s  h e a v i l y  
i n v o l v e d  i n  r e g u l a r  r o u t e  ope ra t i ons  g e n e r a l l y  has f a i l e d  t o  respond p o s i t i v e l y  
t o  t h e  s low recovery  of t h e  economy. R ide rsh ip  has con t inued  t o  d e c l i n e  and 
revenues have n o t  kep t  pace w i t h  r i s i n g  expenses i n  s p i t e  of r a t e  inc reases  
t h a t  have on t h e  average exceeded 10 percen t  pe r  yea r  over  t h e  l a s t  3  years .  

Wi th  t h e  excep t i on  o f  1974, t h e  yea r  o f  t h e  Arab o i l  embargo, i n t e r c i t y  
bus r e g u l a r  r o u t e  r i d e r s h i p  has d e c l i n e d  s t e a d i l y  ove r  t h e  pas t  decade. Among 



t h e  c l ass  I c a r r i e r s ,  r e g u l a r  r o u t e  i n t e r c i t y  r i d e r s h i p  f e l l  o f f  by approx imate ly  
18 percen t  between 1969 and 1976, d e c l i n i n g  f rom 136 m i l l i o n  passengers t o  112 
mi 11 ion .  Patronage of c h a r t e r  and spec ia l  se rv i ces  has d i sp layed  no d i s c e r n i b l e  
t r e n d  over  t h e  same per iod ,  remain ing s teady a t  around 19 m i l l i o n  passengers 
annua l l y  f o r  t h e  c l a s s  I c a r r i e r s .  

The i n t e r c i t y  bus i n d u s t r y  has f r equen t l y  c i t e d  Federal  subs id i es  of 
competing se rv i ces  as a  p r imary  reason f o r  t h e i r  r ecen t  f i n a n c i a l  problems. 
Amtrak and l o c a l  s e r v i c e  a i r  c a r r i e r s  r e c e i v e  d i r e c t  Federal  ass is tance  and 
compete w i t h  t h e  bus i n d u s t r y  i n  c e r t a i n  markets f o r  i n t e r c i t y  passengers. 
W i th i n  t h e i r  s e r v i c e  areas, pub1 i c l y - f u n d e d  urban mass t r a n s i t  systems compete 
f o r  c h a r t e r  and s i gh t see ing  passengers and even r e g u l a r  r o u t e  passengers i n  
some cases. 

The b u l k  o f  t h e  i n t e r c i t y  bus i n d u s t r y ' s  arguments have r e c e n t l y  been 
d i r e c t e d  aga ins t  Amtrak, which i s  perce ived  as i t s  c l o s e s t  compet i to r .  The 
p o t e n t i a l  e f f e c t s  o f  Amtrak on i n t e r c i t y  bus ope ra t i ons  g e n e r a l l y  a r e  t w o f o l d :  
passenger d i v e r s i o n ,  and depressed revenues r e s u l t i n g  f rom subs id ized  p r i c e  
compet i t i on .  These e f f e c t s  are,  o f  course, market  s p e c i f i c  and, t o  t h e  e x t e n t  
t hey  have occurred, have been concentrated i n  t h e  l a r g e r  markets most f r e -  
quen t l y  served by Greyhound L ines  and t h e  Tra i lways  o rgan i za t i on ,  a l though 
severa l  r e g i o n a l  c a r r i e r s  (e.g., I n d i a n  T r a i l s  i n  Mich igan)  a re  faced w i t h  
head-to-head compe t i t i on  from Amtrak as w e l l .  

It i s  n o t  p o s s i b l e  t o  determine w i t h  p r e c i s i o n  t h e  magnitude o f  t h e  
e f f e c t s  o f  compe t i t i on  by Amtrak on t h e  i n t e r c i t y  bus i n d u s t r y .  Un fo r t una te l y ,  
bus i n d u s t r y  p r o p r i e t a r y  da ta  i s  c l o s e l y  h e l d  and t h e  Department has been 
unable t o  o b t a i n  t h e  market-by-market da ta  t h a t  i s  needed t o  assess those 
e f f e c t s .  

A  rev iew o f  t h e  a v a i l a b l e  aggregate i n t e r c i t y  bus da ta  f a i l s  t o  show any 
measurable inc rease  i n  t o t a l  i n t e r c i t y  bus passenger m i l e s  -in 1971, an inc rease  
t h a t  m igh t  have been expected t o  m a t e r i a l  i z e  when t h e  p r i v a t e  r a i  1  roads ceased 
opera t ions  and i n t e r c i t y  r a i l  t r a f f i c  f e l l  o f f  by approx imate ly  two b i l l i o n  
passenger-miles (see Table 7-6)  either does t he  r a t e  o f  d e c l i n e  i n  r e g u l a r  
r o u t e  passenger-miles f o r  c l a s s  I i n t e r c i t y  c a r r i e r s  r e f l e c t  a  p o s i t i v e  
response t o  t h e  s i g n i f i c a n t  cutbacks i n  r a i l  passenger s e r v i c e  i n  1971. Whi le  
r e g u l a r  r o u t e  passenger-miles f o r  c l a s s  I c a r r i e r s  dec l i ned  a t  a  more r a p i d  
r a t e  d u r i n g  t h e  s i x - yea r  p e r i o d  o f  Amtrak opera t ions  (1971-1976) than i t  d i d  
d u r i n g  t h e  immediate ly  preceding s i x - yea r  p e r i o d  (1966-1971 ), i t  i s  i r r~poss ib le  
t o  i s o l a t e  Amtrak compe t i t i on  as t h e  s o l e  o r  p r i n c i p a l  cause o f  these dec l ines .  

The p a t t e r n  emerging f o r  t h e  r e g u l a r  r o u t e  p o r t i o n  of  t h e  i n t e r c i t y  bus 
i n d u s t r y  does n o t  appear u n l i k e  t h a t  f o l l owed  by r a i l  passenger s e r v i c e  p r i o r  
t o  t h e  fo rmat ion  o f  Amtrak o r  by t h e  p r i va te ly -owned and operated urban bus 
systems t h a t  went p u b l i c  d u r i n g  t he  1960 's - -dec l in ing  r i d e r s h i p  f o l l owed  by 
d e c l i n i n g  investment,  h i ghe r  fa res ,  s e r v i c e  d e t e r i o r a t i o n ,  l ead ing  t o  poten- 
t i a l l y  non-v iab le  p r i v a t e  s e c t o r  c a r r i e r s .  A s e r i e s  o f  ope ra t i ng  and f i n a n c i a l  
t rends  f o r  t h e  i n t e r c i t y  bus i n d u s t r y  a r e  conta ined i n  Table 7-7 f o r  t he  p e r i o d  
from 1971 through 1976. O f  p a r t i c u l a r  no te  i s  t h e  p r e c i p i t o u s  d e c l i n e  i n  
r e g u l a r  r o u t e  passengers and passenger-miles t h a t  occurred f o l l o w i n g  t h e  surge 
i n  patronage i n  1974 due t o  t h e  e f f e c t s  o f  t h e  Arab o i l  embargo. These dec l i nes  
fo l lowed c l o s e l y  major  genera l  f a r e  increases (see Table 7-8) t h a t  ' o ta l  
approx imate ly  40 percen t  between 1974 and 1976 and cannot be l i n k e d  t o  compe- 
t i t i o n  f rom Anitrak. 



Table 7-6 

Year 

1966 

1967 

1968 

1969 

1970 

1971 

1972 

1973 

1974 

1975 

1976 

TRENDS IN PASSENGER MILES, INTERCITY BUS CARRIERS 

A1 1 In t e rc i  t y  
Bus Car r i e r s ,  

Passenger-Mi 1 es  
( ~ i  11 ions )  

Class I C a r r i e r s ,  
Regular Route 

Revenue Passenger- 
Miles only1 
( B i l l i o n s )  

'1966 through 1968 Class 1 Regular Route Revenue passenger- 
miles were ext rapola ted  using t h e  r e l a t i o n s h i p  of Class I t o  All 
Bus Car r i e r s .  S t a t i s t i c s  from I n t e r s t a t e  Commerce Commission. 

'preliminary. Source: Transportat ion Associat i  on of America, 
Transportation Facts and Trends, Thi r teenth  Edi t ion ,  December 
1977, ICC Annual Reports. 
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Clea r l y ,  t h e  i n t e r c i t y  bus i n d u s t r y m i g h t  expect  t o  b e n e f i t  f rom a  t o t a l  
cessa t i on  o f  i n t e r c i t y  r a i  1  passenger se rv ice ,  p a r t i c u l a r l y  i n  t h e  h i g h l y  
compe t i t i ve  Nor theas t  Co r r i do r .  However, i t  appears t h a t  any sho r t - t e rm  ga ins  
r e a l i z e d  by t h e  i n d u s t r y  would do l i t t l e  t o  stem t h e  s teady e r o s i o n  o f  t h e  
i n t e r c i t y  bus market share o r  t h e  d e c l i n e  o f  r e g u l a r  r o u t e  t r a f f i c .  The 
evidence a v a i l a b l e  t o  t h e  Department does n o t  suppor t  t h e  c o n t e n t i o n  t h a t  
Amtrak has been t h e  p r i n c i p a l  causal  f a c t o r  i n  t h e  d e c l i n e  o f  t h e  i n t e r c i t y  
bus i n d u s t r y ,  g i ven  Amtrak 's  c u r r e n t  market  and usage pa t t e rns .  However, 
Amtrak's p o t e n t i a l  adverse impacts on competing c a r r i e r s ,  p a r t i c u l a r l y  t h e  
i n t e r c i t y  bus i n d u s t r y ,  must n o t  be ignored. Cons ide ra t i on  o f  t h e  impacts 
must become an i n t e g r a l  f a c t o r  i n  t h e  development o f  f u t u r e  Amtrak marke t ing  
and f a r e  p o l i c i e s .  



EMERGING CORRIDORS 

A key considerat ion i n  d iscussing the  future of r a i l  passenger se rv i ce  i s  
the  exis tence o f  p o t e n t i a l  h igh speed passenger co r r i do rs ,  l i k e  the  Northeast 
Cor r idor  (NEC) , where the  quan t i f i ab le  publ i c  benef i ts  of fset  the  publ i c  cost.  
The NEC not  on l y  meets the  geographical requirements f o r  a  co r r i do r ,  bu t  
enjoys a  physical  p l a n t  and r a i l  operat ing p a t t e r n  p e r f e c t l y  f i t t e d  t o  high- 
frequeccy, h igh-densi ty  operat ions. The NEC Improvement Pro jec t ,  now underway, 
w i  11 f u r t h e r  upgrade Amtrak's f a c i l  i t i e s  and serv ices i n  the  highest-densi ty 
c o r r i d o r  i n  the  nat ion.  This investment was o r i g i n a l l y  recommended because i t  
was determined t h a t  i t  was less  expensive than the  costs o f  p rov id ing  capac i ty  
t o  meet expected growth i n  o ther  modes, i .e . ,  highway and a i r .  It i s  re levan t  
t o  ask whether there  are o ther  p o t e n t i a l  co r r i do rs  besides the  Northeast 
Cor r idor  where the  a l t e r n a t e  p u b l i c  resource costs j u s t i f y  the  l a rge  c a p i t a l  
investment imp l ied  i n  c o r r i d o r  development. 

This d iscussion postu lates a  s e t  o f  minimum c o r r i d o r  standards which must 
be met before a  short-haul rou te  becomes a  t r u e  c o r r i d o r  and a l so  i nd i ca tes  
key fac to rs  t o  be addressed i n  measuring the  p u b l i c  bene f i t s  associated w i t h  a  
p a r t i c u l a r  proposed c o r r i d o r  investment. The p r i n c i p a l  c o r r i d o r  s tudies 
performed t o  date are  sumnarized and c r i t i c i z e d  i n  l i g h t  o f  the standards 
proposed. F i n a l l y ,  t he  conclusion i s  reached t h a t  none o f  the  e x i s t i n g  s tud ies  
support add i t i ona l  investment i n  o the r  co r r i do rs ,  and areas r e q u i r i n g  f u r t h e r  
ana lys is  are i d e n t i f i e d .  

The m a j o r i t y  o f  c i  t y - p a i r s  suggested f o r  examination as p o t e n t i a l  co r r i do rs  
are  a1 ready operat ional  Amtrak routes.  The c r i t i c a l  elements i n  rou te- to -  
c o r r i d o r  conversion o r  i n  the  emergence o f  a  new c o r r i d o r  are : (1 ) determi na t ion  
of t h e  niinimum standards o f  speed and frequency needed t o  de f ine  a  c o r r i d o r ;  
and (2)  r e l a t i o n s h i p  of t he  quan t i f i ab le  p u b l i c  b e n e f i t s  t o  the  requ i red  
p u b l i c  investment. 

Cor r idor  Standards 

A r a i  1  passenger c o r r i d o r  must have c e r t a i n  minimum def inab le  c h a r a c t e r i s t i c s  
if i t  i s  t o  be se r ious l y  considered as an a l t e r n a t i v e  t o  expanding highway and 
a i r  capac i ty  . The f o l l  owing c h a r a c t e r i s t i c s  are suggested : 

Speed: Block Speed - 60 mph 

Track Upgrading - Maximum 79 mph 

Rationale: The suggested speed i s  intended t o  generate d i ve rs ion  o f  
automobile r i d e r s h i p  t o  the  t r a i n .  Competit ion w i t h  h igh speed a i r  
t r a v e l ,  w i t h  the  exception of t he  Northeast Corr idor ,  i s  imprac t i ca l  and 
inadv isab le  fo r  many reasons and should not  be attempted. The r e l a t i v e  
low speed o f  60 mph requ i res  the  minimum of t r a c k  upgrading and maintenance 
costs v is -a-v is  the  p o t e n t i a l  benef i ts .  The recomnended speed and i t s  
maintenance standards are soniewhat compatible w i t h  slower and heavier 
f r e i g h t  operat ions using the  same t rack .  



0 Frequency: Minimum o f  10 t r a i n s  d a i l y  i n  each d i r e c t i o n  

Rat iona le :  Most c i t y - p a i r s  sub jec t  t o  becoming c o r r i d o r s  a re  r e c e i v i n g  
some l e v e l  o f  se rv i ce  by long  and/or shor t -haul  t r a i n s .  Such se rv i ce  i s  
t o o  o f t e n  t y p i f i e d  by in f requent  and inconvenient  depar ture t imes which 
a re  n o t  amenable t o  t h e  need o f  e i t h e r  t h e  t ime o r  f a r e  s e n s i t i v e  
t r a v e l e r .  I n  general  , frequency and schedul i n g  should be s t r u c t u r e d  
t o  meet t h e  demand o f  t h e  t r a v e l e r  d e s i r i n g  t o  make a  one-day round- 
t r i p  w i t h  s u f f i c i e n t  t ime a t  t he  p o i n t  o f  des t i na t i on .  To prov ide  an 
a1 t e r n a t i  ve t o  automobi 1  e  t ranspo r ta t i on ,  and 1  i m i  t e d  d i v e r s i o n  from 
a i r  t r a v e l ,  a  minimum o f  f i v e  (5)  a.m. and f i v e  (5) p.m. d a y l i g h t  
departures should be scheduled. A v a r i a b l e  i n  t he  p.m. depar ture 
schedule w o ~ ~ l d  be an evening t r a i n  where demand demonstrates such a  
need. The recommended frequency considers t h e  r e l a t i v e  h igh  frequency 
and volume of o the r  modes o f  p u b l i c  t r a n s p o r t a t i o n  i n  suggested c o r r i d o r s .  
It a l s o  assumes t h a t  t h e  f a r e  sensit ive/nonbusiness automobi le t r a v e l e r  
i s  secondary i n  importance t o  t h e  h igher  income business t r i p  t r a v e l e r .  
Th is  assumption, never theless should n o t  d e t r a c t  f rom t h e  b e n e f i t s  
rece ived by t h e  f a r e - s e n s i t i v e  passenger and o the r  r i d e r .  The 
suggested frequency represents a  minimum l e v e l  o f  se rv i ce  f o r  an 
emerging c o r r i d o r  and i s  keyed t o  t he  frequency l e v e l  i n  t h e  Northeast 
Co r r i do r  a t  which s i g n i f i c a n t  d i v e r s i o n  began t o  occur. 

Co r r i do r  Locat ion  and Distance Boundaries 

The suppor t ing  documents vary  i n  t h e i r  recommendations v i s -a -v i s  
c o r r i d o r  dimensions and c i t y - p a i r  c h a r a c t e r i s t i c s .  While a  number o f  
rou tes  a re  examined and evaluated as p o t e n t i a l  c o r r i d o r s ,  no f i n a l  
recommendations i d e n t i f y i n g  s p e c i f i c  c i t y - p a i r s  a re  made. Distance 
between end-points ranges f rom a  minimum o f  85 m i l es  (Chicago-to- 
M i  1  waukee) t o  a  h igh  o f  425 m i  1  es (Los Angel es-to-San Francisco)  . 
For t h e  purpose o f  planning, i t  i s  recommended t h a t  a  proposed 
c o r r i d o r ' s  maximum leng th  n o t  exceed 250 mi les .  This  p rescr ibed d is tance 
i s  n o t  a r b i t r a r i l y  se lected.  It i s  cons i s ten t  w i t h  t h e  accepted premise 
t h a t  a  c o r r i d o r  i s  t y p i f i e d  by a  h igh  volume o f  one-day round t r i p s  
a l l o w i n g  s u f f i c i e n t  t ime  du r i ng  the  day a t  des t i na t i on .  

An impor tan t  cons ide ra t i on  i n  t h e  f u t u r e  s e l e c t i o n  o f  c o r r i d o r s  i s  
popu la t ion  d e n s i t y  and d i s t r i b u t i o n  along a  c o r r i d o r  rou te .  The demand 
i n  t he  NEC i s  a m p l i f i e d  by t h e  concentrated popu la t ion  centers a long the  
route.  Conversely, t he  San Francisco t o  Los Angeles r o u t e  i s  v i r t u a l l y  
vo id  o f  major in te rmed ia te  centers.  Thus, t h e  San Francisco-Los Angeles 
r o u t e  i s  l e s s  a t t r a c t i v e  as an emerging c o r r i d o r  than l e s s  densely 
i nhab i ted  c i t y - p a i r s  which pass through wel l -populated urban areas. 
The West German Repub l ic ' s  1974 study o f  t h e  b e n e f i t s  o f  investments 
i n  d i f f e r e n t  types o f  t r a n s p o r t a t i o n  i n  t h ree  emerging c o r r i d o r s  concluded 
t h a t  d e n s i t y  o f  popu la t ion  along t h e  r o u t e  was o f  paramount importance 
t o  t he  success o f  r a i l  passenger t r anspo r ta t i on .  Equa l ly  as important  
i s  t h e  presence o f  s u f f i c i e n t  t o t a l  t r a v e l  demand t o  p rov ide  acceptable 
1  oad f a c t o r s  t o  economical l y  j u s t i f y  t h e  minimum r a i  1  f requencies 
necessary t o  achieve d i v e r s i o n  from o the r  modes. Another c o n t r i b u t i n g  
f a c t o r  t o  t h e  development o f  emerging c o r r i d o r s  i s  t h e  capac i ty  o f  



o t h e r  modes t o  e f f e c t i v e l y  meet t r a v e l  demands. S u f f i c i e n t  congest ion and 
dwind l ing  energy resources w i l l  s u b s t a n t i a l l y  e f f e c t  t he  costs o f  o the r  modes 
t o  the  p o i n t  where r a i l  investments may represent  t h e  l e a s t  p u b l i c  cost .  

Measurement o f  Pub l i c  Benef i ts  

The dec is ion  t o  expand o r  b u i l d  new f a c i l i t i e s  f o r  the var ious 
t r a n s p o r t a t i o n  modes w i l l  r e q u i r e  heavy investments o f  p u b l i c  funds. Pub l i c  
sec to r  decis ions t o  make such investments must be based on the  comparative 
cos ts  and benef i ts  of var ious modes o f  t ranspor ta t i on .  I n  t h i s  regard, heavy 
new investment i n  c o r r i d o r  r a i l  passenger se rv i ce  may o f f e r  some measurable 
advantages over  o the r  modes i f  s u f f i c i e n t  d i ve rs ion  occurs. It i s  assumed 
t h a t  t h e  advantages o f  r a i l  w i l l  r e s u l t  from the  comparison of such r a i l  
investments t o  measurable d i r e c t  d o l l a r  investments requ i red  by o the r  modes t o  
adequately meet a n t i c i p a t e d  c o r r i d o r  t r a v e l  demands. I n d i r e c t  benef i ts  , 
der ived from more i n t a n g i b l e ,  b u t  nevertheless bene f i c i a l  , c h a r a c t e r i s t i c s  
such as environmental and sa fe ty  considerat ions may under c e r t a i n  circumstances 
favo r  r a i l  t r anspor ta t i on .  

D i r e c t  Cost Factors 
A i r p o r t  and highway congestion are p u b l i c l y  perceived as problems r e q u i r i n g  

reso lu t i on .  Invar iabl -y ,  t h e i r  s o l u t i o n  w i l l  r e q u i r e  considerable pub1 i c  
sec tor  investment. ~ i n e  of t he  s tud ies  o f  p o t e n t i a l  r a i l  c o r r i d o r s  surveyed 
f o r  t h i s  r e p o r t  attempted t o  e s t a b l i s h  a  methodology t o  comparat ively consider  
t he  magnitude, advantages, and disadvantages of p u b l i c  investments i n  a l t e r n a t e  
t ranspora t i on  modes. 

I n  o rder  t o  undertake such an ana lys is  p roper ly ,  the  f o l l o w i n g  key cos t  
fac tors  must be p r e c i s e l y  i d e n t i f i e d :  

a Basic Costs 

- - Construct ion 

-- Operations, maintenance and admin i s t ra t i on  

- - Debt se rv i ce  

User F inanc ia l  Con t r i bu t i on  

- - Percentage d i s t r i b u t i o n  by type o f  use 

- - Percentage d i s t r i b u t i o n  by f i n a n c i a l  c o n t r i b u t i o n  

-- Tota l  r e l a t i o n s h i p  o f  user f i n a n c i a l  c o n t r i b u t i o n  t o  c u r r e n t  
and p ro jec ted  costs 

Nonuser F inanc ia l  Con t r i bu t i on  

-- Tax base d i v e r s i o n  t o  subsid ize costs 

- - Projected nonuser revenue 



I n d i r e c t  Benef i t s  
It i s  n o t  poss ib l e  t o  c a l c u l a t e  a c c u r a t e l y  t h e  economic va lue  of t h e  

i n d i r e c t  bene f i t s  t o  t h e  use r  and t o  t h e  general  p u b l i c  r e s u l t i n g  from improved 
r a i  1  passenger se rv i ce .  Nevertheless, t h e  cons ide ra t i ons  1 i s t e d  be1 ow form t h e  
nuc leus o f  t h e  economic val  ue o f  emerging c o r r i d o r s .  

a Energy Considerat ions.  Var ious sources o f  research  have q u a n t i f i e d  t h e  
p r o j e c t e d  n a t i o n a l  energy sav ings r e s u l t i n g  f rom inc reased  r a i  1  r i d e r s h i p .  The 
reduced use of  energy i n  t r a n s p o r t i n g  passengers by t h e  d i f f e r e n t  modal s p l  i t s  
i s  evidenced i n  t h e - f i n d i n g s  of t h e  Aerospace Co rpo ra t i on ' s  r e c e n t  Energy 
Savings R e s u l t i n g  From Modal S h i f t s  t o  C o r r i d o r  R a i l ,  and DOT'S analyses o f  
Amtrak opera t ions .  I n  bo th  ins tances ,  however, t h e  energy sav ings have so f a r  been 
more t h e o r e t i c a l  than  ac tua l  . 

a Acc iden t  Rates and Costs. The U.S. Na t iona l  Safety Counci l  has at tempted 
t o  q u a n t i f y s o c i a t e d  w i t h  t h e  va r i ous  modal s p l i t s  and has 
conceded t h a t  u n c e r t a i n t i e s  make q u a n t i f i c a t i o n  o f  losses  d i f f i c u l t .  Table 3-14 
p rov ides  a  comparison o f  t h e  r e l a t i v e  s a f e t y  o f  r a i l  t r a n s p o r t a t i o n  over  o t h e r  
modes. 

a Land Use. The va lue  o f  r i gh t -o f -way  access has ex tens i ve  va lue  and 
represen ts  a  major  n a t i o n a l  asset.  It i s  perce ived  t h a t  r a i l ' s  unencumbered 
access t o  t h e  c e n t e r - c i t y  and i s o l a t e d  r i gh t -o f -way  l o c a t i o n  w i l l  be i n s t r u -  
mental i n  r e 1  i e v i n g  urban congest ion. 

a Environmental Considerat ions.  Ex tens ive  u t i l i z a t i o n  o f  i n t e r c i t y  r a i l  
passenger se rv i ce  w i l l  r e s u l t  i n  l essen ing  a i r  and no i se  p o l l u t i o n  problems. 

a Soc ia l  M o b i l i t y  and Access. R a i l  passenger t r a n s p o r t a t i o n ,  w i t h  i t s  
c e n t r a l i z e d  depot l o c a t i o n s ,  serves t h e  t r a n s p o r t a t i o n  needs o f  disadvantaged 
urban d w e l l e r s  and those c i t i z e n s  who a re  e i t h e r  unable o r  u n w i l l i n g  t o  use a i r  
t r a n s p o r t a t i o n  

A  Review of C o r r i d o r  S tud ies  

System Development P lan  - Amtrak Five-Year Plan 
Amtrak's Five-Year Plan presented a  summary o f  a  year  long,  d e t a i l e d  s tudy  

o f  t h r e e  p o t e n t i a l  c o r r i d o r s :  

a Chicago t o  D e t r o i t  

a Los Angeles t o  San Diego 

a Da l l as -Fo r t  Worth-Houston-San Antonio 

For t h e  f i r s t  two, d i f f e r e n t  speed and f requency assumptions were presented 
w i t h  t h e  est imated r i d e r s h i p  inc reases  and inc reased  costs .  The bes t  o p t i o n  
from an ope ra t i ng  p o i n t  o f  v iew i s  Ch icago- to -Det ro i t  w i t h  a fo recas t  r e d u c t i o n  
i n  t h e  t o t a l  per  passenger-mile d e f i c i t  o f  17.1 percent ,  f rom 19 cen ts  t o  16 
cents ,  w i t h  an inc rease  i n  t h e  o v e r a l l  d e f i c i t  o f  63 percent .  C a p i t a l  cos t s  
would be $47 m i l l  ion.  I n  t h e  Los Angeles-San Diego case, where severa l  o f  t h e  



c o r r i d o r  a t t r i b u t e s  a r e  a l r eady  i n  p lace  (e.g., s i x  round t r i p s  a day), t h e  
b e s t  op t i on ,  i n c r e a s i n g  speed t o  55 mph and f requenc ies t o  seven pe r  day, would 
decrease t h e  avo idab le  d e f i c i t  pe r  passenger-mi l e  i n  cons tan t  do1 l a r s  by 30 
percent .  The t o t a l  d e f i c i t  would inc rease  52 percent ,  and c a p i t a l  cos ts  would 
amount t o  $16.9 m i l l i o n .  

The q u a n t i f i a b l e  pub1 i c  bene f i t s  o f  t h e  necessary investments t o  ach ieve 
Amtrak 's  b e s t  case were n o t  eva luated.  The c o r r i d o r s  may be acceptab le  as 
trade-ups, b u t  d e t a i l e d  a n a l y s i s  i s  needed. 

Aerospace study1 
Aerospace used a  complex economic and s t a t i s t i c a l  approach t o  c a l c u l a t e  

t h e  c o s t l b e n e f i t  r a t i o s  and Na t i ona l  Net Economic B e n e f i t s  o f  upgrad ing t e n  
c o r r i d o r s ,  se l ec ted  on t h e  bas i s  o f  SMSA popu la t i ons ,  Amtrak r i d e r s h i p  data,  
and p o t e n t i a l  r i d e r s h i p  demand. The upgrading cos t s  o f  t h e  se l ec ted  c o r r i d o r s  
were ob ta ined  f rom NEC, CALTRANS, and USRA and were c a l c u l a t e d  w i t h  t h e  
assun~pt ions t h a t  a l l  t r a c k  was upgraded t o  a  maximum speed o f  150 mph, t h e  
e n t i r e  system was e l e c t r i f i e d ,  and t h a t  a l l  t r a c k  was r e f u r b i s h e d  w i t h  concrete  
t i e s .  The f i n d i n g s  o f  Aerospace i n d i c a t e  t h a t  w i t h  t h e  excep t ion  of  NEC, where 
popu la t i on  d e n s i t y  i s  ex t reme ly  h igh,  t h e  Net Na t iona l  Economic B e n e f i t s  a re  
nega t i ve  f o r  a l l  c o r r i d o r s  considered. The v a l i d i t y  o f  t h i s  conc lus ion  may 
be quest ioned i n  l i g h t  o f  t h e  f a c t  t h a t  t h e  c o s t  of upgrading t r a c k  increases 
p r o p o r t i o n a t e l y  w i t h  t h e  speed des i red .  It appears t h a t  t h e  speed and l e v e l  
o f  upgrad ing assoc ia ted  w i t h  t h e  Aerospace s tudy  i s  n o t  needed t o  d i v e r t  
r i d e r s h i p  f rom t h e  automobi le,  which presumably c a r r i e s  t h e  m a j o r i t y  o f  t h e  

Un i ted  S ta tes  Rai lway Assoc ia t i on  studyZ 
Appendix G o f  t h e  USRA s  P re l  i m i n a r y  System P lan  proposes an i n t e r c o n n e c t i n g  

network o f  18 c o r r i d o r s  w i t h  t h e i r  r e s p e c t i v e  f requenc ies .  O f  t h e  18 c o r r i d o r s  
proposed, s i x  a r e  now w i t h o u t  r a i l  se r v i ce .  The s t r a t e g y  behind t h e  proposed 
network i s  t o  c r e a t e  d i v e r s i o n  f rom t h e  p r i c e - s e n s i t i v e  automobi le  market  by 
p r o v i d i n g  reasonably  f a s t  s e r v i c e  ( s l i g h t l y  h i ghe r  than 55 mph) and f a res .  Some 
emphasis i s  p laced on d i v e r t i n g  r i d e r s h i p  fro111 t h e  t i m e - s e n s i t i v e  business s e c t o r  
by p r o v i d i n g  low s e n s i t y  s e a t i n g  p a r l o r  ca rs  and s e l e c t i n g  r o u t e s  where i t  i s  
assumed downtown t o  downtown e l  apsed t imes compare favorab ly  w i t h  those 
o f  a i r  t r a v e l .  The economic b e n e f i t s  d e r i v e d  emanate f rom increased r i d e r s h i p  
c a l c u l a t e d  and p r o j e c t e d  f rom t h e  65 percen t  l o a d  f a c t o r  o f  t h e  Chicago-Detro i t  
r ou te ,  and an assumed lower  d e f i c i t  per  passenger-mile. The document addresses 
t h e  i s sue  o f  upgrading t h e  r i gh t - o f -way  b u t  does n o t  e s t a b l i s h  cos t s  o f  upgrading 
no r  does i t  suggest a  b l o c k  speed f o r  t h e  improved r igh t -o f -way .  

None o f  t h e  s t ud ies  rev iewed were suppo r t i ve  o f  t h e  economic f e a s i b i l i t y  
o f  r a i l  passenger c o r r d i o r s .  I t  may be concluded f rom them t h a t  t h e  prospects  
f o r  emerging c o r r i d o r s ,  w i t h  t h e  excep t ion  o f  t h e  Nor theas t  Co r r i do r ,  a re  n o t  
encouraging under p r e v a i l i n g  c o n d i t i o n s .  Th is  de te rm ina t i on  should be balanced 
by t h e  cons ide ra t i on  t h a t  a l l  o f  t h e  s t u d i e s  were conceptual  and p r e l i m i n a r y .  

l ~ e r o s p a c e  Co rpo ra t i  on f o r  FRAY Passenger Rai 1  C o r r i d o r  Upgrading Study, 
November 1977. 

2 ~ n i t e d  S ta tes  Rai lway Assoc ia t ion ,  P re l  im ina ry  System Plan, Volume I, 
Appendix G. "Concept f o r  Irr~proved Passenger Service.  " 



The documents reviewed concentrated ex tens ive ly  on the  economic 
imp l i ca t i ons  and f e a s i b i l i t y  of r a i l  passenger services i n  emerging co r r i do rs .  
They d i d  n o t  comparat ively consider the  pub1 i c  costs, benef i ts  , and advantages 
o f  r a i l  serv ice  versus o ther  t ranspor ta t i on  modes. No e f f o r t  was made t o  
assess the  impact of f u t u r e  t r a v e l  demands o r  t he  l i m i t a t i o n s  o f  energy and 
congestion on o the r  modes o f  t ranspor ta t i on  and how these fac tors  may i n f l u e n c e  
r a i  1 passenger t r a v e l  . 

The recormendations of a l l  o f  t he  studies i n  the  Department's judgment, 
d i  splay i n s u f f i c i e n t  concern w i t h  con t ro l  1  i ng upgrading and maintenance costs 
and conf in ing compet i t ion t o  the  p r i v a t e  automobile. Whether any c o r r i d o r s  
should be selected f o r  increased and upgraded r a i l  serv ice,  and i f  so, what 
co r r i do rs ,  i s  i n  the  view o f  t he  Department s t i l l  open t o  quest ion.  



COMMUTER S E R V I C E  

The R a i l  Passenger Serv ice Act  o f  1970 as amended s ta tes  t h a t  Amtrak w i l l  
p rov ide  i n t e r c i t y  r a i l  passenger se rv i ce  (Sec t ion  301). I n  Sect ion 102, the 
phrase i n t e r c i t y  r a i l  passenger se rv i ce  i s  de f ined  as "a1 1  r a i  1  passenger ser-  
v i c e  o the r  than commuter and o the r  shor t -haul  se rv i ce  i n  me t ropo l i t an  o r  
suburban areas, u s u a l l y  charac ter ized  by reduced-fare, m u l t i p l e - r i d e  and 
commutation t i c k e t s ,  and by morning and evening peak-period opera t ion . "  Thus, 
Congress appeared t o  exclude Amtrak from the  p r o v i s i o n  o f  commuter and suburban 
t r a i n s  which may l i n k  var ious  c i t i e s  w i t h  t h e i r  suburbs. Although the  l e g i t i -  
mate i n t e r e s t s  and needs o f  commuters and suburban passengers a re  obv ious ly  o f  
equal importance t o  those o f  i n t e r c i t y  passengers, i t  was f e l t  i n  1971 t h a t  
o t h e r  agencies and instruments than Amtrak should have r e s p o n s i b i l i t i e s  toward 
them. 

Nevertheless, i n  i n h e r i t i n g  and perpe tua t ing  the  opera t ing  pa t te rns  and 
p rac t i ces  o f  i t s  predecessor c a r r i e r s ,  and i n  developing new se rv i ce  o f  i t s  
own, Amtrak has ra i sed  some comnuter-related quest ions which deserve p u b l i c  
s c r u t i n y  and comment. These quest ions inc lude:  

0 Does Amtrak p rov ide  commuter serv ices?  

0 I f  so, should Amtrak be al lowed t o  cont inue t o  p rov ide  such serv ices?  

e I f  Amtrak i s  t o  cont inue as a  commuter c a r r i e r ,  should t he  incremental  
losses and incremental  c a p i t a l  investment p e r t a i n i n g  t o  commuter se rv i ce  con- 
t i n u e  t o  be funded from i n t e r c i t y  funds suppl ied by the  general taxpayer? 

H i  s t o r y  

I n  1971, a  d i v i s i o n  took p lace between suburban t r a i n s  (which remained 
the  responsi b i  1  i t y  o f  such p r i v a t e  r a i  1  road corr~panies as the  Penn Centra l  ) 
and i n t e r c i t y  t r a i n s ,  which became Amtrak's r e s p o n s i b i l i t y .  However, i n  such 
areas as the  Har r isburg- to -Ph i lade lph ia  and Philadelphia-to-New York routes,  
Amtrak i n h e r i t e d  i n t e r c i t y  t r a i n s  on which commutation d iscount  t i c k e t s  had 
been accepted f o r  many years. 

On i t s  t r a i n s  t r a v e r s i n g  rou tes  over which suburban serv ices were con- 
c u r r e n t l y  operat ing,  Amtrak e lec ted  t o  cont inue the  p r a c t i c e  o f  accept ing the  
commutation d iscount  t i c k e t s  so ld  by the  r a i l r o a d s  opera t ing  suburban t r a i n s .  
I n  add i t i on ,  Amtrak es tab l i shed new serv ices which supplemented e x i s t i n g  
suburban operat ions ( f o r  example, klashi ngton-to-Cumber1 and ; New York-to- 
Har r isburg)  and on which d iscount  commutation t i c k e t s  were accepted. Amtrak 
a1 so es tab l  ished new t r a i n s  ( f o r  example, Jackson-to-Detroi  t )  on which i t  
issued i t s  own commutation-type t i c k e t s .  

The Current  S i t u a t i o n  

By accept ing commuter d iscount  t i c k e t s  on i t s  own t r a i n s ,  by i n c u r r i n g  
t h e  incremental  cos t  of p rov id ing  the  capac i ty  t o  handle those commuters, and 
by con t i nu ing  i t s  own, recen t l y -es tab l i shed  commuter t r a i n s ,  Amtrak d e f i n i t e l y  
prov ides commuter serv ices.  I n  t he  NEC, Table 7-9 shows t h a t  t he  h e a v i l y  
commuter New York-Phil adel ph ia  t r a i n s  have o v e r a l l  f i n a n c i a l  r e s u l t s  f a r  
worse than o the r  1  ocomotive-haul ed t r a i n s  ( p r i m a r i l y  Boston-Washi ngton) , 
which handle a  small number o f  commuters. One reason f o r  t h i s  performance 
gap i s  t he  revenue per  passenger-mile, which i s  35 percent  lower on New York- 



Phi lade lph ia  than on o the r  locomotive-hauled t r a i n s ,  desp i te  s i n g l e  fa res  
h igher  than on most routes.  Likewise, on the  Washington-Martinsburg run, 
t h e  revenue per passenger-mile (-1977) i s  4.5 cents, 35 percent  below the  
Anitrak average o f  6.9 cents. 

Not o f l l y  does the  acceptance o f  commutation t i c k e t s  lower y i e l d s ,  bu t  i t  
a l s o  imp l ies  s i g n i f i c a n t  c a p i t a l  investment. A 14-car t r a i n  from Ph i lade lph ia  
t o  New York i n  t he  morning, on which h a l f  t h e  passengers a re  commuters, requ i res  
the  purchase of seven cars j u s t  t o  handle the  commuter t rade.  Because o f  the  
peak nature  o f  the  commuter business, the  l eng th  of the  t r i p ,  the f low o f  
the  t r a f f i c ,  and o the r  NEC equipment considerat ions,  these seven cars are  l i k e l y  
t o  be i d l e  f o r  t he  r e s t  o f  t h e  day. S i m i l a r  s i t u a t i o n s  e x i s t  elsewhere; v i r -  
t u a l  l y  a l  1  o f  t he  Washington-Marti nsburg equipment (serv ing  a  rou te  comprising 
80 percent commuters) i s  a  corr~muter investment. Both the  opera t ing  and the 
c a p i t a l  c o s t  i m p l i c a t i o n s  o f  Amtrak's commuter p o l i c i e s  a re  therefore s i g n i f i c a n t .  

On May 1, 1978, Amtrak plans t o  e s t a b l i s h  a  l o c a l  passenger t r a i n  from 
Ph i lade lph ia  t o  Washington i n  t h e  morning, r e t u r n i n g  i n  t he  evening, p rov id ing  
se rv i ce  from ten  s t a t i o n s  ( i n c l u d i n g  seven no t  now served by Amtrak) t o  
Ba l t imore  and Washington, and r e t u r n .  This  t r a i n  appears t o  be intended 
1  a rge l y  f o r  commuters, a1 though commutation-type f a r e s  have no t  a t  t h i s  w r i t i n g  
been es tab l ished from a l l  s ta t i ons .  A l o c a l  passenger t r a i n  s i m i l a r  t o  the 
above i s  planned t o  run  from New Haven and New London t o  Providence and Boston 
i n  t h e  morning and back i n  t h e  evening. 

Imp l i ca t i ons  o f  Amtrak Commuter Operations 

The Department o f  Transpor ta t ion  considers the  quest ion o f  Amtrak commuter 
operat ions t o  m e r i t  c a r e f u l  sc ru t i ny .  The f o l l o w i n g  aspects o f  t he  issue 
should be taken i n t o  considerat ion,  among others:  

0 There are o the r  Federal and S ta te  programs t o  help support commuter 
serv ice,  i n c l u d i n g  Federal a i d  a v a i l a b l e  t o  the  States and commuter a u t h o r i t i e s  
under sec t i on  5 o f  t he  Urban Mass Transpor ta t ion  Act o f  1964, as amended. 

0 Comnutation t r a f f i c  i s  n o t  always compatible w i t h  p rov id ing  optimum 
i n t e r c i t y  serv ice .  For example, the  heavy commutation t r a v e l  on Amtrak's 
Philadelphia-New York t r a i n s  may have prevented the  mounting o f  t he  bes t  
poss ib le  i n t e r c i t y  se rv i ce  a t  standard fa res  between these two l a r g e  c i t i e s .  
Much o r  most o f  t h i s  commutation t r a f f i c  i s  from s t a t i o n s  i n  New Jersey t o  
Newark and New York, e n t i r e l y  w i t h i n  the  Trenton-New York commuter zone. The 
a d d i t i o n a l  stops and heavy loadings, n o t  t o  mention the  d i f f e r e n t  ambiance o f  
a  t r a i n  o f  commuters as compared w i t h  a  t r a i n  w i t h  most ly  s ing le - fa re ,  occ- 
s iona l  r i d e r s ,  many w i t h  luggage, may be enough t o  render t h e  t r a i n s  unat t rac-  
t i v e  t o  through passengers between Ph i lade lph ia  and NewarkINew York paying 
regu la r  fares. 

Fares low enough t o  enable commutation ( d a i l y  t r a v e l  t o  and from work) 
a re  w ide ly  agreed t o  be unremunerative. Furthermore, owing t o  t h e  low 
commutation fares, commuters rece i ve  a  d i sp ropo r t i ona te l y  l a r g e  subsidy per 
m i l e  as compared w i t h  Amtrak's regu lar - fa re  passengers. 



Table  7-9 

Comparison o f  Resul t s  f o r  NEC T r a i n s  

R a t i o  o f  Revenue p e r  Avoi  dab1 e Avo idab le  
Commuter Passenger- Passenger-Mi le Cost Per P r o f i t  (Loss)  p e r  

Route T r i p s  t o  T o t a l  (Cents)  Passenger-Mi le Passenger-Mi le 

NYC-Phi lade1 p h i a  . 57a 5.3 7.1 (1.8)  

Other NEC 
Loco-Haul ed -11 

acornmuter tri ps a r e  m o s t l y  f rom Trenton,  P r i  nceton J u n c t i o n ,  and New Brunswi ck 
t o  Newark and New York- -comparat ive ly  few a r e  f rom P h i l a d e l p h i a .  

b ~ m f l e e t  t r a i n s  between Boston, New York, and Washington. 

SOURCE: P a s s e n g e r - t r i p  r a t i o  i s  f r o m  I C C ,  E f f e c t i v e n e s s  o f  t h e  Ac t .  
Other f i g u r e s  a r e  f rom Amtrak F i n a n c i a l P l a n n i n g D e ~ t K t .  

NOTE: Minor  d i s c r e p a n c i e s  a r e  due t o  round ing .  



a The c a r r y i n g  o f  commuters i s  a d i f f e r e n t  business f rom t h e  c a r r y i n g  o f  
i n t e r c i t y  passengers. I t s  market ing,  schedu l ing  and equipment requi rements  
a r e  a l l  d i f f e r e n t  f rom i n t e r c i t y  requi rements .  

I n  v iew o f  t h e  cons ide ra t i ons  o u t l i n e d  above, t h e  Department submits f o r  
p u b l i c  comment t h e  f o l l o w i n g  pe rspec t i ve  on Amtrak-provided commuter se r v i ces .  

a The inc rementa l  c o s t s  assoc ia ted  w i t h  t h e  o p e r a t i o n  o f  commuter t r a i n s  
and w i t h  t h e  acceptance o f  corr~mutation d i scoun t  t i c k e t s  on i n t e r c i t y  t r a i n s  a r e  
n o t  l e g i t i m a t e  uses o f  i n t e r c i t y  r a i l  passenger subs id i es  funded by  t h e  genera l  
taxpayer .  

a A mechanism i s  needed f o r  t h e  o r d e r l y  t r a n s f e r  o f  e x i s t i n g  Amtrak 
commuter-type t r a i n s  t o  o p e r a t i o n  by t h e  a p p r o p r i a t e  S t a t e  o r  l o c a l  a u t h o r i t y .  

a Never the less,  Amtrak may, under c e r t a i n  s p e c i f i c  c i rcumstances, be i n  
a p o s i t i o n  t o  conduct commuter ope ra t i ons  and t r a n s p o r t  commutation t i c k e t -  
ho l de rs  more e f f i c i e n t l y  than c o u l d  o t h e r  c a r r i e r s .  

a Therefore,  mechanisms should  a l s o  be e s t a b l i s h e d  t o  p e r m i t  S ta te ,  l o c a l  
o r  r e g i o n a l  commuter a u t h o r i t i e s  t o  re imburse Amtrak f o r  t h e  d i f f e r e n c e  between 
t h e  p ro ra ted  commutation t i c k e t  amount p e r  r i d e  and Amtrak 's  one-way f a r e  f o r  
t h e  same journey.  

a A d e t a i l e d  s tudy  should  be conducted by t h e  Department and Amtrak t o  
i s o l a t e  t h e  incrementa l  c a p i t a l  and o p e r a t i n g  cos t s  o f  Amtrak commuter s e r v i c e  
and t o  develop reimbursement formulas.  The s tudy  w i l l  i n c l u d e  t h e  impact  o f  
Amtrak hand l i ng  commuters under c o n t r a c t  f o r  S t a t e  and l o c a l  a u t h o r i t i e s .  

a Pending t h e  es tab l i shment  o f  t h e  necessary mechanisms and re inbursement  
p o l i c i e s ,  Amtrak should  no t ,  under t h e  c i rcumstances, expand i t s  e x i s t i n g  
commuter opera t ions ,  much l e s s  add new se rv i ces  ded ica ted  p r i m a r i l y  t o  
commuters. 



SLEEPING CAR AND AUXILIARY SERVICES 

I n t r o d u c t i o n  

The p r o v i s i o n  o f  s l eep ing  c a r  and aux i  1  i a r y  serv ices ,  which i n c l u d e  any 
s e r v i c e  on a  long-haul t r a i n  o t h e r  than o r d i n a r y  coach serv ices ,  has a  
s i g n i f i c a n t  impact on Amtrak's ope ra t i ng  budget. "Sleeping c a r  and aux i  1  i a r y  
se rv i ces "  p r i n c i p a l  l y  i n c l u d e  : 

e Sleeping c a r  and slumbercoach se rv i ce .  

e Food and beverage s e r v i c e  (d i ne rs  , 1 ounges , e t c .  ) . 
a Baggage and m a i l  se r v i ce .  

The e x t e n t  t o  which Amtrak should be p r o v i d i n g  such serv ices ,  t h e  types 
o f  se rv i ces  which should be p rov ided  and t h e  ways i n  which t h e i r  f i n a n c i a l  
performance can be improved w i l l  be cons idered by t h e  Department i n  f o r m u l a t i n g  
f i n a l  r o u t e  s t r u c t u r e  recommendations t o  t h e  Congress. A  p r imary  o b j e c t i v e  i n  
develop ing such recommendations w i l l  be t o  es tab l  i s h  a  f a re  s t r u c t u r e  assoc ia ted 
w i t h  f i r s t  c l a s s  se rv i ces  designed t o  generate s u f f i c i e n t  revenues t o  cover 
t h e  incrementa l  cos ts  o f  p r o v i d i n g  those serv ices .  

E x i s t i n g  S i t u a t i o n  

The r e s u l t s  o f  an a n a l y s i s  o f  s l eep ing  ca r  and a u x i l i a r y  serv ices  on 
seven long-d is tance  rou tes  a re  s e t  f o r t h  i n  Tables 7-10 and 7-11. The serv ices  
examined accounted f o r  57 percen t  o f  t h e  t o t a l  revenue earned from Amtrak 
long-d is tance  s e r v i c e  i n  FY 1977 and i n c u r r e d  54 percen t  o f  t h e  f u l l y  a l l o c a t e d  
cos t s  o f  such se rv i ce .  

The c o s t i n g  approach taken assumed t h a t  t h e  t r a i n  would r u n  i n  coach-only 
s e r v i c e  and t h a t  no added engine power o r  t r a i n  crew would be requ i red  t o  r un  
a  s l eep ing  ca r ,  d i n i n g  o r  lounge car ,  o r  baggagelmail s e r v i c e  car .  Also, " o f f  
t h e  t r a i n "  cos t s  (e.g., s t a t i o n  costs ,  payments f o r  maintenance o f  way, 
a d m i n i s t r a t i o n  costs ,  e t c . )  were n o t  considered no r  were any a d d i t i o n a l  f u e l  
consumption o r  sw i t ch ing  cos t s  due t o  a d d i t i o n a l  veh i c l es .  Most impo r tan t l y ,  
i t  was assumed t h a t  adequate equipment was a v a i l a b l e  and no dep rec ia t i on  
charges f o r  t h a t  equipment were r e f l e c t e d .  

Using t h i s  d i r e c t  c o s t  approach, o n l y  35 percen t  of f u l l y  a l l o c a t e d  cos t s  
were taken i n t o  account; t h e  remain ing 65 percen t  of cos ts  would, b road l y  
speaking, be unaf fected by a  dec i s i on  on whether o r  n o t  t o  r u n  a  s l eep ing  c a r  
o r  o t h e r  a u x i l  i a r y  serv ices ,  p rov ided  t he re  i s  s u f f i c i e n t  equipment a v a i l a b l e .  

Coach Serv ice  

It may be noted f rom Tables 7-10 and 7-11 t h a t  coach s e r v i c e  y i e l d s  niuch 
b e t t e r  f i n a n c i a l  r e s u l t s  than any o t h e r  category o f  se rv i ce .  However, t h i s  
does n o t  mean t h a t  a  coach-only s e r v i c e  should be operated t o  t he  exc lus ion  o f  
o t h e r  types o f  se rv ice .  Provided t h a t  e x i s t i n g  s l eep ing  cars  and baggagelmail 
ca rs  y i e l d  a  p o s i t i v e  c o n t r i b u t i o n  over t h e i r  d i r e c t  cos ts  of opera t ion ,  then  
i t  i s  app rop r i a te  t o  con t inue  t o  operate t r a i n s  i n  more than  coach-only se rv i ce .  
The p r o v i s i o n  of c a t e r i n g  serv ices ,  w h i l e  i n c u r r i n g  a  s u b s t a n t i a l  1  oss i t s e l f ,  
w i l l  have a  m a t e r i a l  e f f e c t  on t h e  t o t a l  volume of t r a f f i c  c a r r i e d .  Thus, 
some form of  c a t e r i n g  s e r v i c e  should a l s o  con t inue  a l though p r i c e s  need t o  be 
ad jus ted .  



Table 7-10 

Est imated Annual Cost and Revenue 
Dur ing  FY 1977 f o r  Routes Analyzed 

Type o f  Car 
D in i ng  and 

I tern Coach Sleeper ~ o u n p e  Baggage T o t a l  

Revenue ($000 ' s )  63,252 20,820 8,268 3,828 96,168 

D i r e c t  Costs ( $ 0 0 0 ' ~ )  29,628 18,324 41,616 3,756 93,324 

C o n t r i b u t i o n  ( $ 0 0 0 ' ~ )  33,624 2,496 (33,348) 72 2,844 
(Parentheses denote a 
d e f i c i t )  

Revenue/Cost Ra t ios  2.13 1.14 0.20 1.02 1.03 

Table 7-11 

C o n t r i b u t i o n  Per Car 
Dur ing  FY 1977 f o r  Routes Analyzed 

Type o f  Car 
D in i na  and 

I tem Coach Sleeper ~ o u n ~ e  Baggage To ta l  

To ta l  Car Requirement 
1 

281 121 133 7 0 605 

C o n t r i b u t i o n  Per Car ( $ )  119,656 20,628 (250,737) 1,029 4,700 
(Parentheses denote a 
d e f i c i t )  

'The number o f  ca rs  i s  t h a t  r e q u i r e d  t o  operate t he  peak se rv i ce .  It inc ludes  
a p r o t e c t  f a c t o r  f o r  maintenance. Cars r e q u i r e d  f o r  a very  smal l  number o f  journeys 
a t  h i g h  peaks a re  assumed t o  come o u t  o f  t he  p r o t e c t  f a c t o r .  

NOTE: The t r a i n s  analyzed were: T ra ins  3 and 4 (Chicago-Los Angeles);  T ra i ns  7 and 
8 (Chicago-Seat t le  (N) ) ;  T ra i ns  11 and 14 (Seat t le -Los  Angeles);  T r a i n  41 (New York/ 
Washington-Chicago) ; T r a i n  51 (Washington-Chicago) ; T r a i n  59 (Chicago-New Or leans)  ; 
and T ra ins  81, 83, 85 and 87 (New York -F lo r ida) .  



S l  eepi  ng Cars 

Provided t h a t :  ( 1 )  most c u r r e n t  s leep ing  ca r  passengers ceased t o  t r a v e l  
by r a i l  were s leep ing  c a r  s e r v i c e  withdrawn; and, (2) t he  d e f i c i t  on c a t e r i n g  
serv ices  i s  lower  w i t h  these s leep ing  c a r  passengers than f t  would be w i t h o u t  
them, then i t  w i l l  pay t o  r e t a i n  most s leep ing  c a r  rou tes .  

With re fe rence  t o  Table 7-12, t he  reasons f o r  s l eep ing  ca rs  per forming 
l ess  s a t i s f a c t o r i l y  than coaches are:  

(1) The c o s t  of p r o v i d i n g  a  be r th -m i l e  i n  a  s l eep ing  c a r  i s  2.2 cents  
h i ghe r  than t h e  cos t  of p r o v i d i n g  a  sea t -m i le  i n  a  coach; b u t  

( 2 )  The revenue per  be r t h -m i l e  i n  a s leep ing  c a r  i s  o n l y  1.3 cen ts  
h i g h e r  than t h e  revenue pe r  sea t -m i l e  i n  a  coach; hence 

( 3 )  The much lower  c o n t r i b u t i o n  f rom s leep ing  cars  than from coaches. 

S leeping c a r  performance cou ld  be improved i f :  

( 1 )  Surcharges were imposed on some rou tes  i n  peak pe r i ods  where ( a )  
t h e r e  i s  evidence o f  s u b s t a n t i a l  f r u s t r a t e d  demand f o r  s l eep ing  accommodations 
and ( b )  s l eep ing  c a r  equipment i s  n o t  a v a i l a b l e  elsewhere i n  t h e  Amtrak 
sys tem. 

( 2 )  S t r i c t e r  c o n t r o l s  were p laced on r a i l r o a d  pass r i d e r s h i p  i n  s leepers 
a t  peak per iods.  

( 3 )  The c a t e r i n g  f a c i l i t i e s  were charged t h e  f u l l  c o s t  ( i n  terms o f  
t r a f f i c  revenue foregone) o f  b l o c k i n g - o f f  space i n  s leep ing  ca rs  f o r  c e r t a i n  
c a t e r i n g  s t a f f .  

( 4 )  B e t t e r  o f f -peak  l oad  f a c t o r s  cou ld  be achieved by means o f  d i scoun t  
p r i c e s  on s l eep ing  accommodations where t h e  market i n d i c a t e d  t h a t  t h i s  m igh t  
inc rease  t o t a l  revenues. 

D in i ng  and Lounge Serv ices 

Expanding t h e  cos ts  and revenues assoc ia ted  w i t h  e x i s t i n g  d i n i n g  and 
lounge serv ices  as s e t  f o r t h  i n  Table 7-10, i t  i s  est imated t h a t  Amtrak 
i n c u r r e d  an incrementa l  l o s s  o f  $60 t o  $65 m i l l i o n  f rom t h e  ope ra t i on  o f  
d i n i n g  and lounge se rv i ces  on long-d is tance  rou tes  d u r i n g  1977. The cos ts  a r e  
es t imated  t o  be composed o f  40 percen t  l abo r ,  40 percen t  maintenance o f  equip-  
ment and 20 percen t  supp l ies .  

It was n o t  poss ib l e  t o  i s o l a t e  t he  r e l a t i v e  r a t i o s  o f  revenue t o  incrementa l  
cos t s  f o r  lounge cars  as opposed t o  d l n i n g  cars.  Whi le  lounge cars  have much 
lower  s t a f f i n g  requirements than  d iners ,  they c o s t  a  s i m i l a r  amount t o  ma in ta i n  
and earn f a r  l e s s  revenue. 

It does appear t h a t  Amtrak's on-board food and beverage p r i c e s  over  t h e  
l a s t  few years have n o t  kep t  pace w i t h  c o s t  increases o r  o t h e r  p r i c e  increases.  

Despi te  t h e i r  heavy d i r e c t  f i n a n c i a l  losses,  t o t a l  removal o f  d i n i n g  and 
lounge serv ices  would probably  g rave l y  damage r i d e r s h i p  on long-d is tance  



Table 7-12 

Es tlmated Revenues per Passenger Mi 1 e 
and Revenues, Costs and Contributions per Seat/Berth-Mile 

During FY 1977 for Routes Analysed 
Sl eeper compared 
with Coach 

I tem - Sleeper Coach (Index: coach=100) 

Revenue per Passenger 
Mlle (cents 7.6 4.6 

Load Factor (%)  53 58 9 1 

Revenue per Seat/Berth 
Mile (cents) 4.0 2.7 

Fully-Allocated Costs per 
Seat/Berth Mi 1 e 2 (cents) 10.5 9.1 

Direct contributions per 
Seat/Berth Mile (cents) 3.5 1.3 

Contributions per Seat/Berth 
Mile (cents) 0.5 1 .4  

Notes : In the case of sleeping car berths, the load factor i s  computed after 
deducting space blocked off for the use of on-board s taff .  

~ncludes al l  other costs not specifically attributable t o  sleeper or coach 
(i .e.  dining and luggage service and  other indirect costs), which have been spread 
between coach and sleeper in proportion t o  passenger mileage. 



t r a i n s .  However, ac t ions  should be taken t o  r a t i o n a l  i z e  t h e  se rv i ce  o f f e r e d  
and t o  con ta in  and reduce t h e  losses being incur red .  Poss ib le  ac t ions  t o  con ta in  
and reduce t h e  d e f i c i t  on d i n i n g  and lounge serv ices  inc lude:  

a Experiment, where appropr ia te ,  w i t h  reduced o r  mod i f ied  forms o f  
d i n i n g  -and lounge serv ice .  

a Increase p r i c e s  on food and d r i n k  served on t r a i n s ,  p a r t i c u l a r l y  
where f u l l  a t tendant  s e r v i c e  i s  re ta ined .  . 

a Design any new d i n i n g  cars  so t h a t  they can be operated w i t h  a  
minimum s t a f f i n g  l e v e l  commensurate w i t h  t h e  se rv i ce  being o f fe red .  

The whole ques t ion  o f  a  p o t e n t i a l  long-d is tance passenger's awareness 
o f  t he  serv ices  a v a i l a b l e  and the  p r i c e s  he i s  l i k e l y  t o  be charged f o r  food 
and d r i n k  needs study i n  terms o f  t h a t  p o t e n t i a l  passenger's m o t i v a t i o n  t o  
r i d e  a  t r a i n .  

Baggage and Mai l  Services 

Tables 7-10 and 7-11 i n d i c a t e  a  modest ne t  c o n t r i b u t i o n  t o  overhead 
f rom t h e  baggage/mail cars  on t h e  seven rou tes  examined du r i ng  FY 1977-- 
g iven t h e  c o s t i n g  approach used. 

It may be concluded t h a t  mai 1  and express se rv i ce  has t h e  p o t e n t i a l  f o r  
inc reas ing  n e t  revenues i f :  

(1  ) F u l l y  deprec iated equipment i s  ava i l ab le .  

( 2 )  Adding baggage/mai 1  cars  w i  11 no t  r e q u i r e  added power o r  rep lace  
passenger equipment generat ing g rea te r  n e t  revenues. 

(3 )  Con ta ine r i za t i on  enables the  economics o f  Amtrak ma i l  se rv i ce  t o  
be improved. 

New Equipment 

An important  c o n s t r a i n t  on the  conclusions drawn from an ana l ys i s  o f  
t h e  c u r r e n t  s i t u a t i o n  on long-haul rou tes  i s  the  planned i n t r o d u c t i o n  by 
Amtrak o f  a  f l e e t  o f  new,Super l iner  cars t o  cover t he  Western long-haul 
rou tes .  These new cars ( i g n o r i n g  c a p i t a l  charges) should improve the  day- 
to-day f i n a n c i a l  p o s i t i o n  of these serv ices .  P a r t i c u l a r  p o i n t s  o f  
comparison between the  Super1 i n e r s  and t h e  o lde r  low- leve l  cars are: 

a On some rou tes  the re  w i l l  be a  s i g n i f i c a n t  change i n  t h e  capac i ty  
of a  t r a i n  and i n  t he  p ropo r t i on  o f  a v a i l a b l e  revenue seats t o  a v a i l a b l e  
s leep ing  ber ths .  

The c o n f i g u r a t i o n  o f  t h e  new Super l iner  s leep ing  ca r  d i f f e r s  from 
o l d e r  s leep ing  cars i n  t h a t  no s i n g l e  u n i t s  w i l l  be s p e c i f i c a l l y  o f f e red .  
This  w i l l  r e q u i r e  t he  s i n g l e  t r a v e l e r  seeking a  p r i v a t e  s leep ing  accommo- 
d a t i o n  t o  be accommodated i n  a  t w i n  b e r t h  accommodation. However, more 
t o t a l  passengers can be accommodated. 



A c a r e f u l  s tudy  w i l l  be needed o f  t he  d i f f e r e n t  c h a r a c t e r i s t i c s  o f  
each Supe r l i ne r  c a r  t ype  as compared w i t h  t he  convent ional  low- leve l  c a r  
t y p e  i t  replaces.  The f i n a l  a l l o c a t i o n  o f  ca rs  by c a r  t ype  t o  t h e  d i f f e r e n t  
r ou tes  and t h e  p r i c i n g  p a t t e r n s  developed must be complementary. The o b j e c t  
should be t o  maximize t h e  c o n t r i b u t i o n  pe r  c a r  pe r  annum. 

W i t h i n  t h e  sample o f  long-haul se rv ices  examined i t  was n o t  poss ib l e  
t o  i s o l a t e  t h e  e f f e c t  o f  t h e  more modest d i n i n g  and lounge serv ices  on rou tes  
where Amf leet  equipment was in t roduced du r i ng  F i s c a l  1977 (Chicago-New Orleans 
and Chicago-Washington). On t h e  Chicago-New Orleans s e r v i c e  t h e r e  i s  some 
evidence t h a t  t he  r a t i o  o f  revenue t o  incrementa l  cos ts  has improved; on t h e  
Chicago-Washington s e r v i c e  t o o  many o t h e r  f a c t o r s  changed a t  t he  same t ime t o  
determine w i t h  any p r e c i s i o n  t h e  e f f e c t  of  t h e  Amfleet equipment on t h e  d i n i n g  
and lounge serv ices .  

The c o s t  o f  food  s e r v i c e  i n  d i n e r s  cou ld  change s i g n i f i c a n t l y  w i t h  
t h e  i n t r o d u c t i o n  o f  Supe r l i ne r  cars .  It i s  e s s e n t i a l  t h a t  t h e  c o s t  o f  food 
s e r v i c e  be reduced on t h e  t r a i n  w i t h o u t  an o f f s e t t i n g  inc rease  i n  comnissary 
expenses. I n  t h i s  area one p o s s i b i l i t y  f o r  exper imenta t ion  migh t  be t o  o f f e r  
two types o f  food s e r v i c e  where p r a c t i c a b l e ,  namely: 

-- A  l i m i t e d  accommodation f u l l  food s e r v i c e  f a c i l i t y  o f f e r e d  a t  
h i ghe r  p r i c e s .  

-- A  h ighe r  volume s e l f - s e r v i c e  food f a c i l i t y  a t  somewhat lower  
p r i ces .  

Any exper imenta t ion  w i t h  a  s p l i t  l e v e l  o f  s e r v i c e  concept as o u t l i n e d  above 
might  be cons t ra i ned  by t h e  l a y o u t  and design o f  e x i s t i n g  ca rs  and o f  t h e  new 
Supe r l i ne r  ca rs  under cons t ruc t i on .  However, t h e  idea  m e r i t s  f u r t h e r  exp lo ra -  
t i o n  bo th  i n  t h i s  con tex t  and f o r  any f u t u r e  proposal  f o r  new l ow- l eve l  ca rs  
f o r  t he  Eastern long-d is tance  serv ices .  



AMTRAK: INSTITUTIONAL ARRANGEMENTS AND PROBLEMS 

Background 

The R a i l  Passenger Se rv i ce  Ac t  e s t a b l i s h e d  Amtrak i n  1970 as a  f o r -  
p r o f i t ,  D i s t r i c t  o f  Columbia c o r p o r a t i o n  and mixed-ownership c o r p o r a t i o n  under 
t h e  Government Corpora t ions  Cont ro l  Act.  Amtrak i s  governed by a  t h i r t e e n -  
member board o f  d i r e c t o r s ,  comprised of t h r e e  members e l e c t e d  by Amtrak's 
r a i l r o a d  shareholders ,  e i g h t  members appointed by t h e  P res iden t  of t h e  Un i t ed  
S ta tes  s u b j e c t  t o  Senate con f i rmat ion , .  t h e  Secre ta ry  o f  T ranspo r ta t i on  and t h e  
P res iden t  o f  Amtrak. Whi le  represented on Amtrak's Board of D i r e c t o r s  i n  t h e  
person o f  t h e  Secre ta ry  o f  T ranspo r ta t i on ,  t h e  Execu t i ve  Branch cas ts  b u t  one 
vo te  among t h e  c u r r e n t  t h i r t e e n .  

O r i g i n a l l y ,  t o  f a c i l i t a t e  t h e  achievement o f  p r o f i t a b i l i t y ,  Amtrak was 
freed of  many o f  t h e  r u l e s  and r e g u l a t i o n s  a p p l i e d  t o  o t h e r  comnion c a r r i e r s  
and t o  o t h e r  programs funded and admin is te red  by t h e  Federal Government. I n  
t h e  f i r s t  severa l  years  o f  Amtrak's ex is tence ,  those freedoms were extended by 
t h e  Congress, p r i n c i p a l l y  as a  resu1.t o f  p o l i c y  and budget - re la ted  c o n f l i c t s  
between t h e  Execu t i ve  Branch and Amtrak. Today, t h e  Department has l i t t l e  
subs tan t i ve  c o n t r o l  over  t h e  Amtrak budget and l e s s  over  Amtrak's use o f  
funds. Whi le  Federal  ass is tance  f o r  Amtrak i s  app rop r i a ted  t o  t h e  Secre ta ry ,  
Amtrak submits i t s  budget requests  c o n c u r r e n t l y  t o  t h e  Congress w i t h o u t  t h e  
Department 's rev iew o r  concurrence. 

The Problem 

Given t h e  o r i g i n a l  expec ta t i on  f o r  even tua l  p r o f i t a b i l i t y ,  Amtrak's 
co rpo ra te  s t r u c t u r e  and i n s t i t u t i o n a l  r e l a t i o n s h i p  w i t h  t h e  Federal Government 
may have been app rop r i a te .  They must be recons idered,  however, i n  l i g h t  o f  
t h e  r e a l i z a t i o n  t h a t  t h e r e  i s  no longer  any reasonable prospect  t h a t  Amtrak 
w i l l  be ab le  t o  s u s t a i n  i t s  opera t ions  from revenues, and t h a t  t h e  need f o r  
p u b l i c  f i n a n c i a l  ass is tance  i s  1  i k e l y  t o  c o n t i n u e  t o  increase.  On t h e  one 
hand, because Amtrak i s ,  of necess i t y ,  so h e a v i l y  subs id ized  by Federal funds, 
t h e  Corpora t ion  l acks  b o t h  t h e  f l e x i b i l i t y  and independence t y p i c a l l y  e x h i b i t e d  
by p r i v a t e ,  f o r - p r o f i  t co rpo ra t i ons  as we1 1 as t h e  i n c e n t i v e s  f o r  i n n o v a t i o n  
and f i s c a l  d i s c i p l i n e  p rov ided  by t h e  i n t e r p l a y  o f  compe t i t i ve  market fo rces .  
On t h e  o t h e r  hand, because o f  i t s  i n s t i t u t i o n a l  r e l a t i o n s h i p s ,  Amtrak has n o t  
r ece i ved  t h e  t ype  of p o l i c y  and f i s c a l  guidance f rom e i t h e r  t h e  Execu t i ve  
Branch o r  t h e  Congress which a  normal F e d e r a l l y  funded program rece ives  
through t h e  budget process. 

The e f f e c t s  o f  t h e  c u r r e n t  arrangements have been many, p r i n c i p a l  among 
them being:  

e The Department of T ranspor ta t ion ,  which rece i ves  app rop r i a t i ons  f o r  
Amtrak and i s  accountable t o  t h e  P res iden t  and t h e  Congress f o r  adher ing t o  
t h e  Federal  budget, has 1  i m i  t e d  c o n t r o l  over  t h e  expend i tu res  of Amtrak . 



e The Amtrak Board of D i rec to rs ,  which c o n t r o l s  Amtrak's expenditures, 
i s  n o t  t e c h n i c a l l y  accountable f o r  adherence t o  t he  Federal budget once funds 
are  advanced t o  them. Fur ther ,  because Amtrak i s  no t  d i r e c t l y  sub jec t  t o  t h e  
Ant i -Def ic iency Act, management has t h e  leeway t o  i n c u r  a l e v e l  of expense o r  
indebtedness i n  excess o f  a v a i l a b l e  appropr ia t ions ,  sub jec t  t o  Execut ive 
Branch c o n t r o l  on l y  t o  t h e  ex ten t  t h a t  i t  can be exerc ised through the  
q u a r t e r l y  apportionment process. 

e The Congress and t h e  Admin i s t ra t i on  a re  o f t e n  p u t  i n  the  untenable 
s i t u a t i o n  of having t o  p rov ide  supplemental subsid ies o r  have the  t r a i n s  s top  
running. 

This  s e t  o f  circumstances s u b s t a n t i a l l y  aggravates the  many d i f f i c u l t  
problems a1 ready conf ron t ing  Amtrak ' s  management and Board i n  t he  normal 
course o f  ma in ta in ing  d a i l y  operat ions.  

It has become ev ident  t h a t  t he  Amtrak Board, opera t ing  w i t h i n  i t s  c u r r e n t  
framework, cannot and should n o t  be expected t o  consider  and reso lve  the  many 
broad p u b l i c  p o l i c y  issues concerning Federal f i n a n c i a l  ass is tance f o r  i n t e r -  
c i t y  passenger t r anspo r ta t i on ;  e.g., t h e  e f f ec t s  of subsid ized compet i t ion  on 
o the r  modes, e f f i c i e n c y  i n  a l l o c a t i n g  l i m i t e d  Federal t r a n s p o r t a t i o n  resources, 
and energy conservat ion. Yet, as t he  Federal commitment t o  support  Amtrak's 
i n t e r c i t y  r a i  1  passenger operat ions has grown, both re1  a t i v e l y  and abso lu te l y  , 
these p u b l i c  p o l i c y  issues have r i g h t f u l l y  assumed f a r  g rea te r  importance. 
Today, these issues a re  perceived by many t o  be equal i n  consequence t o  those 
r e l a t i n g  d i r e c t l y  t o  t h e  techn i ca l  opera t ion  o f  Amtrak as a r a i l r o a d .  

The Options 

Taking i n t o  account these considerat ions,  i t  would seem t o  be both 
des i rab le  and proper f o r  t h e  Federal Government t o  e x e r t  g rea te r  c o n t r o l  over 
Anitrak's budget and t o  have more a b i l i t y  t o  i n f l u e n c e  the  po l  i c y  framework 
w i t h i n  which management's dec is ions  are  made. Various degrees o f  increased 
Federal Government c o n t r o l  and a c c o u n t a b i l i t y  are suggested by t h e  op t ions  
summarized i n  Table 7-1 3 and out1 i ned be1 ow, n o t  a1 1 of which are  mutual l y  
exc lus ive.  

I n  cons ider ing  t h e  opt ions,  t he re  a re  severa l  mat ters which are  funda- 
mental t o  ach iev ing  an acceptable s o l u t i o n  : (1  ) The present  i n s t i t u t i o n a l  
arrangements a re  no longer  appropr ia te  i n  view of Amtrak's dependence on 
Federal support ;  ( 2 )  proper  1 ines  o f  accountabi 1  i t y  t o  the  Federal Government 
f o r  t he  proper  management of Federal funds must be establ ished;  (3 )  Federal 
Government po l  i c y  d i r e c t i o n  and c o n t r o l  must be more c l e a r l y  focused; and (4)  
t o  t he  ex ten t  poss ib le  cons i s ten t  w i t h  ach iev ing  the  above, the  f l e x i b i l i t y  of 
t he  corporate form should be re ta ined.  

Opt ion 1. Reta in the  same bas ic  corporate s t r u c t u r e  f o r  Amtrak 
g i v e  the  Government s t ronger  f i n a n c i a l  c o n t r o l s  by s t rengthen ing  the  
spending, c a p i t a l  , and budge tar,^ "guide1 i nes "  p rov i s i ons  o f  sec t ions  
and 602 of t h e  Ra i l  Passenger Serv i  - 

, bu t  

60 1 



Table 7-13 
COMPARISON OF PRINCIPAL FEATURES OF INSTITUTIONAL ALTERNATIVES 

Size and 
Opt ion  .Corporate Compositon Role o f  

S t ruc tu re  o f  Board Board 

Cont ro l  o f  
Corpora t ion  ,Budget Re1 a ted .Funding 
Management Accountabi 1 i t y  Mechanisms 

1 
"Guide l ines"  No Change No Change No Change No Change No Change No Change 

2 
"Finance Com- Who1 1 y ,  Owned Re t i  r e  common Finance Cormi t tee  No Change Corpora t ion  sub jec t  Fund f u l l  expenses 
m i t t e e "  Government stock.  Replace c o n t r o l s  budget. t o  An t i -De f i c i ency  through DOT. Reve- 

Corpora t ion  s tockho lder  members Remainder o f  Board A c t  nues go t o  general  
w i t h  p u b l i c  members. r o l e  unchanged fund o f  t h e  Treasury 
Add Secretary o f  
Treasury 

3 
"TVA" 

4 
"Three Man 
Board" 

5 
"St. Lawrence 
Seaway" 

No Change 

Whol l y  Owned 
Government 
Corpora t ion  

6 
"Government Who1 1 y Owned 
Corpora t ion"  Government 

Corpora t i  on 

7 
" Fede r a  1 
Agency" 

R e t i r e  c o m n  No Change 
stock.  3-5 member 
f u l l  f ime Federal 
Board 

3 member Board 
composed o f  Secre- 
t a r i e s  o f  Treasury 
and T ranspo r ta t i on  
and one member 
e l e c t e d  by s tock-  
ho lders  

R e t i r e  c o m n  
stock. Abo l i sh  
Board 

No Change 

R e t i r e  comnon stock.  No Change 
Replace 3 s tock-  
ho lde r  members 
w i t h  i n d u s t r y  repre-  
sen ta t i ves  

Abo l i sh  Corporate R e t i r e  c o m n  
s t ruc tu re .  Employ- stock.  Abo l i sh  
ees become C i v i l  Board 
Servants 

No Change 

No Change No Change 

Admini s t r a t o r  o f  Same as o the r  
Corpora t ion  would Federal  Agencies 
r e p o r t  t o  
Secre tary  o f  
T ranspo r ta t i on  

NO Change 

Same as above except 
funds appropr ia ted 
d i r e c t l y  t o  Corpora- 
t i o n  

No change 
except revenues 
deposi ted w i t h  
Treasury i n  a re -  
v o l v i n g  fund w i t h  
d e f i c i t  app rop r i a t i on  
and disbursed as 
needed 

Fund f u l l  expenses 
through DOT. Reve- 
nue depos i ted  i n  
general fund of  
Treasury 

Corpora t ion  sub jec t  Fund f u l l  expenses 
t o  An t i -De f i c i ency  through DOT. Reve- 
S t a t u t e  nue depos i ted  i n  

general  fund o f  
Treasury 

Secre tary  o f  Same as o the r  Federal Fund f u l l  expenses 
T ranspo r ta t i on  Agencies through DOT. Reve- 

nue depos i ted  i n  
general  fund o f  
Treasury 



a minimum o f  c o n t r o l  over Amtrak. It would g i v e  Amtrak somewhat c l e a r e r  
guidance from the  Execut ive Branch and would g i v e  the  Execut ive Branch and 
Congress a b e t t e r  p i c t u r e  o f  Amtrak's l i k e l y  prospects (on t h e  assumption t h a t  
Amtrak's budgetary p lanning would improve). It would n o t  make t h e  Amtrak 
Board o f  D i r e c t o r s  accountable f o r  the  pub1 i c  funds Amtrak receives.  

Opt ion 2. Make Amtrak a wholly-owned Government co rpo ra t i on  and p lace  
the  Government i h  
Amtrak's f inances cou ld  be c o n t r o l l e d  bv a f inance comnit tee o f  the  Board o f  
D i r e c t o r s  which would comprise the  secretary o f  T ranspor ta t ion ,  t h e  Secretary 
o f  t he  Treasury, and one o the r  d i r e c t o r  ( t h i s  would necess i t a te  adding t h e  
Secretary o f  Treasury t o  t h e  Board). The f inance committee would fo rmula te  
Amtrak's budget and c o n t r o l  i t s  f inances;  the  f u l l  Board would be unable t o  
ove r ru le  dec is ions  o f  t he  f inance committee. Amtrak's expenses would be pa id  
e n t i r e l y  from app rop r i a t i ons  and a l l  revenues would be deposi ted i n  t he  
general fund o f  t he  Treasury. 

Th is  a l t e r n a t i v e  would make Amtrak f i s c a l l y  accountable f o r  l i v i n g  w i t h i n  
the  Federal budget. The u n c e r t a i n t y  associated w i t h  f o recas t i ng  revenues 
would be e l im ina ted  from the  budget process and Amtrak's management throughout 
any g iven  f i s c a l  year  would have t o  operate t he  system i n  such a manner as t o  
l i v e  w i t h i n  appropr ia ted funds. With Congressional approval t o  t r e a t  Amtrak 
as a Federal agency f o r  a l l  f i n a n c i a l  purposes, Amtrak would rece i ve  b e n e f i t  
from much more d e t a i l e d  p o l i c y  and f i s c a l  guidance from the  Execut ive Branch. 
On t h e  o the r  hand, t h i s  arrangement has the  p o t e n t i a l  o f  i n v o l v i n g  the  Execut ive 
Branch excess ive ly  i n  Amtrak' s  d a i l y  operat ions.  

Opt ion 3. Restructure Amtrak as a wholly-owned Government co rpo ra t i on  
having a s t r u c t u r e  s i m i l a r  t o  t he  Tennessee Va l l ey  Au tho r i t y .  The Board of 
D i r e c t o r s  would comprise th ree  t o  f i v e  f u l l - t i m e  members appointed by the  
President.  The Secretary o f  T ranspor ta t ion  would no t  be a member o f  t he  
Board. Amtrak's budget would be submitted through the  Department, bu t  t h a t  
would be t h e  f u l l  e x t e n t  o f  t he  formal r e l a t i o n s h i p  between Amtrak and the  
Department. Amtrak' s  expenses would be funded e n t i  r e l y  from appropr ia t ions  
( u n l i k e  TVA) and i t s  revenues would be deposited i n  t h e  U.S. Treasury. 

This  arrangement would a l s o  make Amtrak f i s c a l l y  accountable f o r  l i v i n g  
w i t h i n  t h e  Federal budget. A f u l l - t i m e  Board o f  D i r e c t o r s  would be ab le  t o  
moni tor  and c o n t r o l  Amtrak's a c t i v i t i e s  t o  a degree t h a t  a pa r t - t ime  board 
cannot match. The Execut ive Branch and Congress would g i v e  p o l i c y  guidance 
o n l y  through the  budget process. This  o p t i o n  would e n t a i l  major changes i n  
Amtrak's o rgan i za t i on  and working arrangement w i t h  the  Federal Government. 

0 t i o n  4 .  Change Amtrak as proposed i n  H.R. 11089 (pending be fore  
the  Conaress -7- . The Board o f  D i rec to rs  would c o n s i s t  o f  t he  Secretarv o f  t he  
~ r e a s u r y ,  t he  Secretary o f  T ranspor ta t ion  and a D i r e c t o r  e lec ted  by t h e  
s tockholders.  Amtrak's expenses would be pa id  from an ope ra t i ng  account i n  
t he  U.S. Treasury, i n t o  which a1 1 Amtrak revenues and a l i  app rop r i a t i ons  f o r  
Amtrak would be deposited. 



This approach would not provide the deta i led oversight t ha t  could be 
given by full- t ime d i rec tors .  Neither would it eliminate the necessity of 
speculating about the next yea r ' s  revenues in order t o  determine the  correct  
amount t o  appropriate f o r  t ha t  year. The Board would lack the  d ivers i ty  of 
membership and perspective t h a t  now ex is t s .  The Executive Branch would become 
deeply involved i n  the  management of ra i l road operations. 

Option 5. Restructure Amtrak in to  a wholly-owned Government corporation 
1 i ke the  St. Lawrence Seaway Development Corporation. There would be no Board 
of Directors. A Pres ident ia l ly  appointed Administrator would be responsible 
fo r  key decisions and t h e i r  implementation. The Administrator would be 
d i r ec t l y  responsible t o  the  Secretary of Transportation. Amtrak would be 
funded l i ke  a Federal agency. There would be an outside advisory council t o  
a s s i s t  i n  policy formation. 

This approach o f f e r s  the g rea tes t  administrat ive f l e x i b i l i t y  and the most 
d i r ec t  policy guidance. Responsibility f o r  l iv ing within the  Federal budget 
would be achieved. I t  would be l e s s  l i ke ly ,  however, fo r  a variety of views 
t o  be taken in to  account i n  the  formulation of programs and the  development of 
routes and services.  

Option 6. Make Amtrak a wholly-owned Government corporation. Retain the  
current  Board of Directors, w i t h  the exception of the  three di rectors  elected 
by the  shareholders. Funds would be appropriated d i r ec t l y  t o  Amtrak. All 
Amtrak expenses would be paid from appropriations and a l l  Amtrak revenues 
would be deposited in  the  Treasury. 

This arrangement would make Amtrak responsible fo r  l iv ing within the  
Federal budget while retaining diverse representation on the  Board of Directors. 
The Executive Branch and Congress could provide su i tab le  policy guidance 
through the  budget process. 

Option 7. Make Amtrak a subagency of the Department of Transportation. 
This a l t e rna t ive  would make Amtrak responsible f o r  l iv ing within the Federal 
budget and would insure d i r ec t  and e f fec t ive  policy guidance from both the  
Executive Branch and Congress. I t  presents serious implementation problems, 
however, because Government agencies a r e  not structured t o  operate comnon 
ca r r i e r s  e f f i c i en t l y .  Amtrak's employees would become c iv i l  servants ,  and the  
f l e x i b i l i t y  of the  corporate form would be l o s t .  

I m ~ l  ementati on 

In order t o  accomplish any of the a l t e rna t ives  requiring Amtrak t o  be a 
wholly-owned Government corporation, a number of l eg i s l a t i ve  actions a r e  
required. F i r s t ,  the  Government Corporations Control Act must be amended t o  
add Amtrak t o  the  l i s t  of wholly-owned Government corporations and t o  s t r i k e  
Amtrak from the  l i s t  of mixed-ownership Government corporations. Second, the  
Rail Passenger Service Act must be amended t o  e f f ec t  the change in the cor- 
porat ion 's  character  and the  changes, i f  any, in i t s  Board of Directors and 
o f f i ce r s ,  t o  require the  retirement of the  outstanding stock,  t o  subject  



and i t s  employees t o  t h e  Ant i -Def ic iency Act, t o  r e f l e c t  t he  changes i n  
Amtrak's funding mechanism and spending a u t h o r i t y ,  and t o  r e q u i r e  Amtrak t o  
depos i t  i t s  funds i n  t h e  general fund of the  Treasury. It would a l so  be 
des i rab le  t o  l e g i s l a t i v e l y  exempt Amtrak from t h e  Federal T o r t  Claims Act. 



A p p e n d i x  A 

ROUTE SELECTION SCREENING PROCESS 

As p a r t  o f  t h e  r o u t e  s tudy  process, t o t a l  i n t e r c i t y  t r a v e l  p o t e n t i a l  i n  
t he  Un i t ed  S ta tes  was reviewed i n  o rde r  t o  i d e n t i f y  markets w i t h  h i gh  o r  low 
p o t e n t i a l  f o r  i n t e r c i t y  r a i l  passenger serv ice .  

As background f o r  t h i s  e f f o r t  t he  s t a t e - o f - t h e - a r t  i n  i n t e r c i t y  t r a v e l  
demand f o r e c a s t i n g  was reviewed t o  i d e n t i f y  t h e  s e n s i t i v i t i e s  o f  passenger 
demand t o  demographic and s e r v i c e  va r i ab les .  Th i s  work l e d  t o  the  conc lus ion  
t h a t  no s i n g l e  model ing e f f o r t  would y i e l d  d e f i n i t i v e  r e s u l t s .  However, i t  
was f e l t  models g i v i n g  a  general  i n d i c a t i o n  o f  demand c o u l d  be u s e f u l  i n  
i d e n t i f y i n g  p o t e n t i a l  s e r v i c e  markets. 

The market screening process was c a r r i e d  o u t  i n  two phases. They have 
been termed market a n a l y s i s  and system ana l ys i s .  

MARKET ANALYSIS 

The market a n a l y s i s  i n v o l v e d  an a n a l y s i s  o f  i n t e r c i t y  t r a v e l  demand f rom 
t h e  p o i n t  o f  v iew o f :  ( 1  ) t o t a l  demand p o t e n t i a l  ; ( 2 )  s e r v i c e  t o  low income 
and c a r l e s s  popu la t ions ;  and ( 3 )  t h e  spec ia l  t r a v e l  markets i n v o l v i n g  vaca t i on  
and business t r a v e l .  I n  t h i s  work, the  1980 p r o j e c t i o n s  o f  Standard Metro- 
p o l i t a n  S t a t i s t i c a l  Areas (SMSA1s) were used a long w i t h  t he  s t r a i g h t  l i n e  
d i s tance  between SMSA's t o  c o n s t r u c t  t o t a l  t r a n s p o r t a t i o n  demand p o t e n t i a l  
i n d i c e s  f o r  each market type. The f o rmu la t i ons  used were based on the  rev iew 
o f  t he  1  i t e r a t u r e  and a r e  t y p i f i e d  by t he  f o l l o w i n g  f o r  t o t a l  demand p o t e n t i a l  : 

DeMnd Potential = ,/Population (0 )  x Popu la t ion  (D) 
1.33 

(D is tance  (0-D))  
where Popu la t ion  ( 0 )  and (D)  a r e  t h e  1980 popu la t i ons  o f  t h e  o r i g i n  and 
d e s t i n a t i o n  SMSA1s and Dis tance (0-D) i s  t he  s t r a i g h t  l i n e  d i s tance  between 
t h e  SMSA's. The use o f  t h e  square r o o t  o f  t h e  popu la t i on  p roduc t  term was 
se lec ted  s i nce  i t  produces fewer t r i p s  p e r  c a p i t a  as c i t y  s i z e  increases,  a  
c h a r a c t e r i s t i c  o f  i n t e r c i t y  t r a v e l .  The power o f  1.33 f o r  d i s t ance  has t he  
e f f e c t  o f  reproducing t h e  average t r i p  d i s t ance  o f  c u r r e n t  Aratrak t r a v e l .  Th is  
equa t ion  was a p p l i e d  t o  a1 1  SMSA cov~b ina t ions  and t h e  cuniu la t ive demand 
d i sp layed  on a  network ob ta ined  by i n t e r c o n n e c t i n g  ad jacen t  SMSA1s. The 
r e s u l t s  o f  t h i s  a n a l y s i s  a r e  d isp layed  i n  F igu re  A-1. It can be seen t h a t  t h e  
pr ime c o r r i d o r s  o f  t o t a l  demand p o t e n t i a l  a r e  l o c a t e d  i n  t he  no r theas t  and 
between t he  no r theas t  and Chicago. 



Figure A-1 

CORRIDOR DEMAND POTENTIAL 



S i m i l a r  analyses were conducted us ing  low income and ca r l ess  popu la t ion  
as measures o f  t h e  s o c i a l  need t h a t  migh t  be served by Amtrak. When analyzed 
us ing SMSA l e v e l  data, t h e  p ropo r t i on  o f  t h e  popu la t ion  f a l l i n g  i n t o  these 
groups was nea r l y  uni form. This  r e s u l t e d  i n  e s s e n t i a l l y  t h e  same markets 
being i d e n t i f i e d  as when t o t a l  popu la t ion  was u t i  1 i zed .  Two formulat ions 
were developed t o  deal w i t h  rec rea t i on ,  vacat ion,  and bus-iness-related t r a v e l  . 
The f i r s t  measured the  i n t e r a c t i o n  between popu la t ion  and h o t e l s  and motels 
(measured i n  terms of h o t e l  and motel  r e c e i p t s ) .  The second used census data 
on pro fess iona l  and managerial workers as a measure o f  business t r a v e l .  With 
few except ions, t he  same markets were again i d e n t i f i e d .  As a r e s u l t  o f  t h i s  
ana l ys i s  i t  was concluded t h a t  t he  t o t a l  popu la t ion  index was an adequate 
measure of p o t e n t i a l  t r a v e l  d e s i r e  and t h a t  t he  spec ia l  s t r a t i f i c a t i o n s  d i d  
n o t  r e q u i r e  f u r t h e r  ana lys is .  

SYSTEMS ANALYSIS 

It was f e l t  t h a t  t h e  a l t e r n a t i v e  system concepts t o  be analyzed i n  depth 
should be an ou tpu t  of a screening process r a t h e r  than predetermined. Thus, 
a system ana l ys i s  procedure was designed t o  screen p o t e n t i a l  markets n o t  now 
being served by Amtrak. A computerized process was used t h a t  inc luded a 
number o f  s i m p l i f y i n g  assumptions. The process was geared toward producing 
est imates of t o t a l  i n t e r c i t y  t r a v e 1 , p o t e n t i a l  f o r  var ious  candidate r a i l  
rou tes  . 

This  approach l e d  t o  the  use o f  n a t i o n a l  networks i n  which t o t a l  t r a v e l  
demand by a l l  modes was assigned over t he  combinat ion of r a i l  l i n e s  which 
would p rov ide  se rv i ce  w i t h  minimum t r a v e l  t ime.  The sec t i on  by sec t i on  t r a v e l  
t imes used were based on 1977 opera t ing  schedules o r  t he  most r e c e n t l y  
a v a i l a b l e  scheduled- opera t ing  r e s u l t s .  Transfers were a1 lowed w i t h o u t  t ime 
pena l ty  between r a i l r o a d s  a t  a l l  p o i n t s  of i n t e r s e c t i o n .  I f  a heavy volume 
r e s u l t s  f o r  a p a r t i c u l a r  movement, i t  prov ides an i n d i c a t i o n  o f  a p o t e n t i a l  
t o t a l  t r a v e l  demand a long a p a r t i c u l a r  rou te .  Assuming t h a t  cos t ,  i n s t i t u -  
t i o n a l  considerat ions,  and a l t e r n a t i v e  mode se rv i ce  cons idera t ions  are  a l s o  
favorable some reasonable p o t e n t i a l  f o r  i n t e r c i t y  r a i l  se rv i ce  may be 
surmised. 

A considerable number of a l t e r n a t i v e  networks were tes ted .  Network One, 
shown i n  F igure A-2, i s  t h e  most ex tens ive  network tested,  c o n s i s t i n g  o f  
36,771 route-mi l e s  serv ina  220 SPSA1s. 1 

The demand p o t e n t i a l  i nd i ces  were produced f o r  SMSA's served by the  
network. They were then loaded onto the  network us ing  the  minimum t r a v e l  
t ime p r i n c i p l e  discussed above. The r e s u l t s  are shown i n  F igure  A-3. The 
c o r r i d o r s  shown i n  t h e  heav ie r  l i n e s  a re  those w i t h  t he  g rea te r  demand 
p o t e n t i a l  w i t h  t he  w id th  o f  t he  1 i n e  being p ropo r t i ona l  t o  t he  demand index 

' ~ n  SMSA i s  considered t o  be served if i t s  a c t i v i t y  cen te r  i s  w i t h i n  
25 m i l es  o f  r a i  1 passenger serv ice .  





Figure A-3 
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(between 90 and 2,000 u n i t s ) .  Those c o r r i d o r s  ind ica ted by a  l i g h t  l i n e  ,were 
found t o  have a  1  ower demand p o t e n t i a l  ( less  than 90 u n i t s )  . The f igure  does 
not  inc lude t r a v e l  between the  United States and Canada, nor t r a v e l  t o  areas 
outs ide o f  SMSA's. 

It should be c l e a r l y  understood t h a t  t he  procedure described above was 
designed t o  be u t i l i z e d  on ly  as a  screening mechanism t o  i d e n t i f y  routes f o r  
more de ta i l ed  cos t ing  and demand analys is .  Only through t h i s  more de ta i l ed  
analys is  (consider ing proposed t r a i n  consists  and operat ing pol  i c i e s )  , could 
patronage, costs, and revenues be forecast w i t h  s u f f i c i e n t  accuracy fo r  the  
purposes o f  t h i s  study. 



A p p e n d i x  B  

PATRONAGE AND R E V E N U E  ESTIMATES 

O V E R V I E W  

I n  o r d e r  t o  eva lua te  a l t e r n a t i v e  r o u t e  systems i t  was necessary t o  
develop patronage and revenue es t imates  f o r  bo th  e x i s t i n g  and new markets. 
The Department o f  T ranspo r ta t i on  r e t a i n e d  t he  f i r m  o f  Peat, Marwick, 
M i t c h e l l  & Co. (PMM) t o  develop those est imates.  

Base yea r  1977 patronage es t imates  f o r  markets i nc l uded  w i t h i n  t h e  
recommended system and t h e  a l t e r n a t i v e  systems eva lua ted  were developed 
us ing  h i s t o r i c a l  r i d e r s h i p  i n f o r m a t i o n  and a  demand model developed 
d u r i n g  t h e  course o f  t h e  study. Where t h e  rou tes  under examinat ion were 
i d e n t i c a l  t o  those operated by Amtrak d u r i n g  FY 1977, t he  FY 1977 r i d e r s h i p  
was analyzed and ad jus ted  t o  compensate f o r  changes r e s u l t i n g  f rom 
improved schedules o r  r e l i a b i l i t y  o r  f o r  adjustments i n  r ou t i ngs .  
H i s t o r i c a l  patronage de r i ved  from commuter t ype  se rv i ces  was e l i m i n a t e d  
f rom the  es t imates  pending c l a r i f i c a t i o n  o f  Amtrak's r o l e  i n  p r o v i d i n g  
t h i s  t ype  o f  se rv ice .  Where t h e  rou tes  under examinat ion i n v o l v e d  new 
markets t h e  demand model was used t o  es t ima te  r i d e r s h i p  t o  any new 
c i t i e s .  Where i d e n t i c a l  c i  t y - p a i r s  a r e  served by a  d i f f e r e n t  in terme-  
d i a t e  r o u t i n g  (e.g. , Chicago-Seat t le)  , the  amount o f  t h a t  patronage 
which cou ld  be d i v e r t e d  t o  t he  new r o u t i n g  was es t imated  cons ide r i ng  
schedules and runn ing  t imes. Revenues were c a l c u l a t e d  by mu1 t i p l y i n g  
passenger-miles by t h e  FY 1977 y i e l d  (revenue p e r  passenger-mi le) f o r  
t h e  s p e c i f i c  rou te ,  i f  i t  had been p a r t  of  t h e  Amtrak system, and by a  
systemwide average y i e l d  f o r  new rou tes .  

Those t r a n s p o r t a t i o n  revenues were then  ad jus ted  f o r  revenues f rom 
food, beverage, m a i l ,  and express t o  produce t o t a l  revenues. 

ANALYTICAL TECHNIQUES 

DEVELOPMENT 

B u i l d i n g  on work performed by Amtrak's Marke t ing  Research Department, 
and i n  c o n s u l t a t i o n  w i t h  t he  Department, PMM eva lua ted  a  s e r i e s  o f  
equat ions t o  p r e d i c t  r i d e r s h i p  where none e x i s t e d  be fo re  and t o  a d j u s t  
h i s t o r i c a l  r i d e r s h i p  where changes i n  f requency o r  schedule were i nc l uded  
i n  t he  scenar ios.  

Numerous direct-demand models were c a l i b r a t e d  which used ac tua l  
r i d e r s h i p  (exc lud ing  commuter) i n  FY 1977 between 1,479 r e p r e s e n t a t i v e  
Amtrak c i t y - p a i r s  more than  50 m i l e s  apa r t .  The v a r i a b l e s  examined a re  
shown i n  Table B-1. 



Table B-1 

Va r i ab le  

Patronage 

Run Time 

Y i e l d  

Popu la t ion  1 
Popu la t ion  2 

Frequency 

Dis tance 

Fare 

On Time 

Data Col 1 ec ted  f o r  Each C i  t y -Pa i  r 

D e s c r i p t i o n  

FY 1977 Amtrak annual patronage between 
c i  t y - p a i  r s  

Scheduled r a i  1 t r a v e l  t ime  (minutes)  

Average t r a n s p o r t a t i o n  revenues p e r  
passenger-mi le (centslpassenger-mi 1 e )  

Popu la t ion  o f  t h e  two c i t i e s  ( i n  thousands) 

The average frequency o f  s e r v i c e  p e r  day 
du r i ng  t h e  yea r  under cons ide ra t i on  

R a i l  d i s t ance  f o r  each c i t y - p a i r  ( m i l e s )  

Amtrak f a r e  (do1 l a r s )  

Average minutes l a t e  p e r  m i l e  t r a v e l e d  



I n  a d d i t i o n  t o  t h e  v a r i a b l e s  shown i n  Table B-1 , a  s e r i e s  o f  t r a n s f o r -  
mat ions were used t o  develop t h r e e  o t h e r  v a r i a b l e s  f o r  each c i t y - p a i r .  The 
f i r s t  was t h e  p roduc t  o f  t h e  o r i g i n  and d e s t i n a t i o n  c i t y  popu la t ions ,  an 
i n d i c a t o r  o f  t h e  p o t e n t i a l  t r a v e l  between t h e  two c i t i e s .  The second new 
v a r i a b l e  was a  c o s t  r a t i o ,  developed by d i v i d i n g  c a l c u l a t e d  automobi le t r i p  
cos ts  by Amtrak f a res .  

The autombi le  t r i p  cos ts  were es t imated  t o  be 17 cen t s lm i l e .  F i n a l l y  a  ' 

t r a i n  la teness  v a r i a b l e  was c rea ted  by m u l t - i p l y i n g  t h e  nurr~ber o f  minutes l a t e  
p e r  m i l e  t imes t h e  d i s tance  between t h e  c i t i e s .  

Dur ing t h e  search f o r  t h e  b e s t  equa t ion  t o  e x p l a i n  d i f f e r e n c e s  i n  t h e  
h i s t o r i c a l  r i d e r s h i p ,  t h e  c i  t y - p a i r s  were s t r a t i f i e d  i n t o  groups based on 
d is tance ,  whether t h e  c i t i e s  were SMSA1s o r  no t ,  t r a v e l  t ime, and t ype  o f  
equipment . 

As a  r e s u l t  o f  these e f f o r t s ,  a  f i n a l  s e r i e s  o f  models was c a l i b r a t e d  and 
a  s i n g l e  patronage demand equat ion  a p p l i c a b l e  t o  a l l  c i t y - p a i r s  was se lec ted .  

Because t h e  equat ion  d i d  n o t  e x p l a i n  a l l  t h e  v a r i a t i o n s  i n  r i d e r s h i p  by 
t h e  s t a t e d  va r i ab les ,  t h e  p r e d i c t e d  r i d e r s h i p  f o r  a  g iven  c i t y - p a i r  market was 
o f t e n  n o t  c l o s e  t o  t h e  h i s t o r i c a l  r i d e r s h i p .  Therefore,  an " a t t r a c t i v e n e s s  
f a c t o r "  was i nc l uded  i n  t h e  equat ion  t o  r e f l e c t  t h a t  c i t i e s  a re  a t t r a c t i v e  t o  
t r a v e l e r s  f o r  reasons o t h e r  than descr ibed  i n  t h e  equat ions.  For c i t i e s  a l r eady  
served by Amtrak, a t t r a c t i v e n e s s  f a c t o r s  were developed us ing  a  reg ress ion  
a n a l y s i s  on t h e  d i f f e r e n c e s  between computed and h i s t o r i c a l  r i d e r s h i p .  For 
c i t i e s  'not  served by Amtrak i n  FY 1977, a t t r a c t i v e n e s s  f ac to r s  were c a l c u l a t e d  
by ass ign ing  p o i n t s  t o  an SMSA f o r  each o f  t h e  f o l l o w i n g  a t t r i b u t e s  which 
appl  i ed: 

Negat ive A t t r ac t i veness  A t t r i b u t e s  

e Bad scheduled t ime  

e Bad connect ions 

e Bad se rv i ce ,  s low speed, bad on-t ime r e c o r d  

e Bad s t a t i o n  access 

0 St rong  c o l r ~ p e t i t i v e  non-Amtrak commuter s e r v i c e  

P o s i t i v e  A t t r a c t i v e n e s s  A t t r i b u t e s  

0 Good connect ions 

e A  c o l l e g e  town 

0 A  s t a t e  cap i  t o1  

Ma jo r  t o u r i s t  a t t r a c t i o n  



The f i n a l  fo rm o f  t h e  patronage demand equa t i on  m o d i f i e d  t o  i n c o r p o r a t e  
t h e  " a t t r a c t i v e n e s s  f a c t o r "  and subsequent ly  a p p l i e d  i n  t h i s  s tudy  i s  shown 
be1 ow: - 

Patronage=L ( 2 . 4 6 8 + t i + t j  - x  pop.) -.60811 ,.I Lim - - 7 2 9 4  Greq 7 7 3 4  [ auto c o s t  
f a re  1 . 0 2 9 4 ~  

The equa t i on  v a r i a b l e s  are  as f o l l o w s :  

@ pop i  and pop j  a re  t h e  1976 popu la t i ons  o f  t h e  c i  t y - p a i r .  

@ Time i s  t h e  scheduled r a i l  t r a v e l  t i m e  i n  minutes.  

Frequency i s  t h e  average d a i l y  number o f  r o u n d t r i p s .  

Auto c o s t  d i v i d e d  by f a r e  i s  t h e  r a t i o  between t h e  t o t a l  
c o s t  o f  t h e  t r i p  by au to  a t  17 cents  pe r  m i l e  d i v i d e d  by t h e  AmtraK 
f a r e  between t h e  c i t y  p a i r .  

@ t l and t2 are  t h e  " a t t r a c t i v e n e s s  f a c t o r s "  o f  t h e  c i t y - p a i r .  

The c o e f f i c i e n t s  f rom t h e  above equa t i on  i n d i c a t e  t h a t :  

a  10 percent  i nc rease  i n  t h e  p o p u l a t i o n  p roduc t  r e s u l t s  i n  a  
6.1 percent  i ncrease i n  patronage, 

a  10 percent  i nc rease  i n  t r a v e l  t i m e  r e s u l t s  i n  a  7.3 percent  
decrease i n  patronage, 

a  10 pe rcen t  i nc rease  i n  f requency r e s u l t s  i n  a  7.7 percent  
i nc rease  i n  patronage, and 

@ a  10 pe rcen t  i nc rease  i n  t h e  c o s t  r a t i o  r e s u l t s  i n  a  10 percent  
change i n  patronage.  

None o f  t hese  i n d i v i d u a l  c o e f f i c i e n t s ,  by themselves , can be accorded 
g r e a t  s i g n i f i c a n c e .  The frequency c o e f f i c i e n t  i s  c o n s i s t e n t  w i t h  p rev ious  
s i m i l a r  work and thus  can be used w i t h  g r e a t e r  conf idence than, f o r  example, 
t h e  c o s t  r a t i o  c o e f f i c i e n t  which i s  n o t  c o n s i s t e n t  w i t h  p rev ious  work. 

The o v e r a l l  model r e s u l t s  a re  more r e 1  i a b l e  t han  any o f  those i n d i v i d u a l  
c o e f f i c i e n t s .  

The e s t i m a t i o n  o f  patronage f o r  t h e  a l t e r n a t i v e  systems i n v o l v e d  a  
combina t ion  o f  e x i s t i n g  rou tes ,  new rou tes ,  and adjustments t o  e x i s t i n g  
rou tes .  E x i s t i n g  r i d e r s h i p  data were used wherever poss ib le .  The es t ima tes  
f o r  new rou tes  and adjustments t o  e x i s t i n g  rou tes  i n v o l v e d  use o f  e x i s t i n g  
patronage da ta  and t h e  model. The types  o f  adjustments which were r e q u i r e d  
f e l l  i n t o  f o u r  c a t e g o r i e s :  

f requency changes 

schedule changes 

connect i  v i  t y  changes, and 

@ d i v e r s i o n s .  



Frequency changes were t h e  adjustments made most o f t e n .  R ide rsh ip  was 
ad jus ted  by us i ng  t h e  frequency e l a s t i c i t y  o f  0.77 from t h e  model. 

Schedule changes caused problems, e s p e c i a l l y  i n  t h e  two s m a l l e s t  systems 
( s h o r t  d i s t a n c e  o n l y  and n a t i o n a l  ) ,  which have t h e  l e a s t  number o f  r ou tes  and 
a  r e o r i e n t a t i o n  o f  s e r v i c e  p a t t e r n s  from l o n g  d i s t ance  markets t o  s h o r t  d i s t ance  
markets. T h i s  nieant t h a t  e x i s t i n g  patronage cou ld  n o t  be used t o  e s t i m a t e  t h e  
new s h o r t  d i s t ance  schedule. I n  t h i s  case, t h e  model was used t o  e s t i m a t e  
patronage. 

C o n n e c t i v i t y  changes were a l s o  a  prob lem i n  t h e  f i r s t  two systems. For  
example, t h e r e  was no i n f o r m a t i o n  a v a i l a b l e  on t h e  percentage of t h e  New York 
t o  Chicago t r a i n  r i d e r s h i p ,  which was a c t u a l l y  bound f o r  t h e  Nor thwest  ( S e a t t l e ) .  
As a  r e s u l t ,  t h e r e  may be some ove r -es t ima t i on  on t h e  s h o r t  d i s t a n c e  rou tes  i n  
those systems. A t  t h e  same t ime,  t h e r e  was no a l lowance f o r  t r a n s f e r s .  That  
i s ,  i f  t h e r e  was no d i r e c t  se r v i ce ,  i t  was assumed t h a t  t h e  t r i p  c o u l d  n o t  be 
made. I n  t h e  aggregate, these e r r o r s  w i  11 tend t o  cancel  each o the r .  

D i v e r s i o n  of  r i d e r s h i p  f r om  c i  t y - p a i  r s  on e x i s t i n g  r ou tes  be ing  t e rm ina ted  
comon  t o  c i  t y - p a i r s  on rou tes  be ing  added o r  combined was est imated,  con- 
s i d e r i n g  t h e  r e l a t i o n s h i p  i n  f requency, schedule, and runn ing  t imes.  

For  example, even though t h e  f requency was reduced f r om two t o  one on t h e  
Chicago-Seat t le  r ou tes  i n  t h e  recommended system, based on t h e  f a c t  t h a t  t h e  
t r a i n s  r a n  on s i m i l a r  schedules, and w i t h  reasonably  s i m i l a r  r unn ing  t imes, i t  
was es t ima ted  t h a t  100 percen t  o f  t h e  r i d e r s h i p  between c i t y - p a i r s  common t o  
b o t h  r ou tes  cou ld  be d i v e r t e d  t o  t h e  one remain ing rou te .  I n  cases where t h e  
f requency d i d  n o t  change and t h e  runn ing  t ime  d i d  n o t  chavge s i g n i f i c a n t l y ,  i t  
was es t imated  t h a t  100 pe rcen t  o f  t h e  common c i t y - p a i r  r i d e r s h i p  c o u l d  be 
d i v e r t e d .  Where t h e r e  was a  s i g n i f i c a n t  d i f f e r e n c e  i n  t h e  r unn ing  t ime,  t h e  
o v e r a l l  model was used t o  es t ima te  t he  r i d e r s h i p ,  r a t h e r  than  us i ng  t h e  l e s s  
r e l i a b l e  r unn ing  t i m e  e l a s t i c i t y  f r om  t h e  model. 

OBSERVATIONS 

The model ing e x e r c i s e  f o r  t h i s  s tudy  r e l i e d  on aggregate i n f o r m a t i o n  
taken from t h e  e x i s t i n g  FY 1977 n a t i o n a l  opera t ions  systems (non-NEC). There 
has been no a t tempt  t o  i n v e s t i g a t e  why i n d i v i d u a l s  use r a i l  t r a n s p o r t a t i o n  f o r  
i n t e r c i t y  t r a v e l .  

Also,  t h e  s t a t e - o f - t h e - a r t  i n  i n t e r c i t y  r a i l  passenger demand model ing i s  
n o t  f a r  advanced and thus  t h e  p r e d i c t i o n  o f  patronage i n  new markets i s  
s u b j e c t  t o  margins o f  e r r o r  l a r g e r  than  p r e d i c t i o n s  f o r  e x i s t i n g  markets.  
S ince i t  was p o s s i b l e  t o  draw h e a v i l y  upon e x i s t i n g  r i d e r s h i p ,  t h e  t o t a l  
systemwide patronage es t imates  i n  a l l  of t h e  l a r g e  scenar ios  a r e  cons idered 
r e l i a b l e .  However, i t  must be r e a l i z e d  t h a t  t h e  f u r t h e r  f r om  t h e  e x i s t i n g  
sys te~n  t h e  a n a l y s i s  goes, t h e  more u n r e l i a b l e  t h e  es t imates  o f  pat ronage 
become. Fu r t he r  d e t a i l s  about t h e  demand f o r e c a s t i n g  techniques w i l l  be found 
i n  PMM's r e p o r t  t o  t h e  Department o f  T ranspo r t a t i on .  





APPENDIX C 

OPERATING COST ESTIMATING METHODOLOGY 

I n  order  t o  eval  ua te  a1 t e r n a t i v e  non-Northeast Cor r idor  systems and t o  
present  t he  Congress and t h e  pub1 i c  w i t h  r e a l i s t i c  in format ion on the  c u r r e n t  
and f u t u r e  consequences o f  adopt ing a  p a r t i c u l a r  system, reasonable est imates 
of t he  opera t ing  c o s t  o f  each system were developed. The Department o f  Trans- 
p o r t a t i o n  re ta ined  t h e  f i r m  o f  Temple, Barker, and Sloane, Inc .  (TBS) , t o  
develop these opera t ing  cos t  est imates. 

A rev iew of t h e  e x i s t i n g  Amtrak c o s t  and data management systems and c o s t  
s tud ies  which had been performed by Amtrak s ta f f  and ou ts ide  cont rac to rs  i n d i -  
cated t h a t  t he  necessary i n fo rma t i on  t o  t e s t  annual a1 t e r n a t i  ve physica l  and 
se rv i ce  conf igura t ions  was n o t  r e a d i l y  ava i l ab le .  For example, Amtrak's 
a c t i v i t y  u n i t  data base d i d  n o t  r e a d i l y  r e p o r t  annual locomotive, car,  o r  
t r a i n  m i l es  by rou te ,  t r a i n ,  o r  c o n s i s t  t ype  i n  s u f f i c i e n t  d e t a i l  t o  t e s t  
system changes. S i m i l a r l y ,  Amtrak's two c o s t  systems could n o t  be used t o  
develop c o s t  fac to rs  w i thou t  s i g n i f i c a n t  s t a f f  work. The f i r s t  of these 
systems, Route P r o f i  t a b i  1  i t y  System (RPS) , took l a r g e  accumulations o f  cos ts  
by d i f f e r e n t  f u n c t i o n a l  ca tegor ies  and a l l o c a t e d  them t o  rou tes  and t r a i n s ,  
r a t h e r  than generat ing costs  from ac tua l  a c t i v i t y  u n i t s .  Amtrak' s  second 
system, FinPac, repor ted  an extremely d e t a i l e d  s e t  of costs  a t  responsi b i  1  i t y  
l o c a t i o n  u n i t s  (Res Locs), b u t  these cos ts  cou ld  n o t  be r e a d i l y  l i n k e d  w i t h  
i n d i v i d u a l  t r a i n s  and routes.  

Thus, Amtrak's t r a i n  and r o u t e  operat ions were simulated t o  produce 
appropr ia te  annual a c t i v i t y  u n i t s  and the  r e s u l t s  c a l i b r a t e d  w i t h  r e a d i l y  
a v a i l a b l e  Amtrak data t o  p rov ide  a  base f o r  the a1 t e r n a t i v e  system cos t inq .  

The 96 Amtrak c o s t  accounts were reduced t o  34 basic  accounts f o r  
ana lys is .  A s e t  o f  appropr ia te  c o s t  f a c t o r s  was developed f o r  each o f  the  
34 accounts. 

A c o s t  s imu la to r  was developed t o  take a c t i v i t y  a t  the  t r a i n ,  cons is t ,  
frequency and rou te  l e v e l s ,  apply  the  appropr ia te  c o s t  fac to rs  t o  the  a c t i v i t y  
u n i t s ,  and generate f i n a n c i a l  r e s u l t s  f o r  a  base case and var ious a l t e r n a t i v e  
systems. To ensure r e l i a b i l i t y  o f  t he  a l t e r n a t i v e  system costs,  the  model 
was c a l i b r a t e d  w i t h  ac tua l  1977 r e s u l t s  before the  system a1 te rna t i ves  were 
analyzed .- 

The c a l i b r a t i o n  requ i red  s imu la t i on  o f  ac tua l  1977 a c t i v i t y  u n i t s .  I t  
was necessary t o  dupl i c a t e  Amtrak' s  ac tua l  opera t ion  dur ing  FY 1977 i n c l u d i n g  
changes i n  frequency and cons is ts .  

Two methodologies were used t o  develop the  c o s t  f a c t o r s  f o r  the s imulat ion.  
The f i r s t  o r  engineered method s t a r t e d  from r e a d i l y  a v a i l a b l e  u n i t  cos t  f ac to rs ,  
m u l t i p l i e d  the  f a c t o r s  t imes a c t i v i t y  u n i t s ,  and compared the  r e s u l t s  w i t h  
repor ted  Amtrak costs.  A  good example o f  t h i s  approach was the  f u e l  and power 



account. TBS app l i ed  fuel  costs per thousand gross ton-miles t o  d iesels ,  costs 
per  t r a i n  m i l e  t o  t u r b o l i n e r s ,  costs per  u n i t  m i l e  f o r  e l e c t r i c  locomotives 
and r a i l  d iese l  cars (.RDcs), and costs per  car  m i l e  t o  Metro1 i n e r s  and S i l v e r -  
l i n e r s  t o  y i e l d  t o t a l  f u e l  and power costs.  

The second methodology s t a r t e d  from ac tua l  1977 Amtrak costs. Inasmuch 
as the  s imu la t i on  was t o  r e p o r t  o n l y  non-Corr idor costs, a  p re l im ina ry  
separat ion was made between NEC and non-Corr idor costs, r e l y i n g  p r i m a r i l y  on 
an Amtrak s t a f f  study. A  second separat ion i n t o  f i x e d  and v a r i a b l e  components 
was made on the  basis  of Amtrak's avoidable cos t  formulas, discussions w i t h  
Amtrak s t a f f ,  and TBS's judgment. The v a r i a b l e  po r t i ons  were then l i n k e d  t o  
a c t i v i t y  u n i t s .  

Table C-1 shows the  34 cos t  f ac to rs ,  the  1977 Amtrak system t o t a l s ,  and 
the  non-Corridor p o r t i o n  o f  t he  costs. Approximately 68 percent o f  Amtrak's 
1977 expenses were a t t r i b u t e d  t o  non-Corr idor operat ions. ( I t  was necessary 
t o  make a  1  percent manual adjustment on the  model r e s u l t s  t o  accura te ly  
r e f l e c t  a  recent  adjustment i n  the Amtrak FY 1977 P r o f i t  and Loss Statement.) 
It should be noted t h a t  the  non-Corr idor costs inc luded a l l  the  expenses o f  
long d is tance t r a i n s  opera t ing  i n  both NEC and non-Corridor se rv i ce  i f  t h e  
t r a i n s  had a  r e s t r i c t e d  boarding p o l i c y .  For those t r a i n s  o f f e r i n g  an unre- 
s t r i c t e d  boarding pol  i cy ,  on l y  the p o r t i o n  o f  costs i ncu r red  i n  non-Corridor 
se rv i ce  were charged t o  non-Corr idor operat ions-- the basic  assumption being 
t h a t  t he  NEC would rep lace the  t r a i n  w i t h  s u b s t i t u t e  se rv i ce  t o  f i l l  the  t ime 
s l o t .  

The r e s u l t s  of t h e  p r e l i m i n a r y  methodology fo r  i d e n t i f y i n g  and c a l c u l a t i n g  
a c t i v i t y  measures and costs were reviewed w i t h  FRA and Amtrak s t a f f .  I t  was 
recomnended t h a t  g rea te r  d e t a i l  be b u i l t  i n t o  the  model and t h a t  Amtrak gather  
spec ia l  cos t  and a c t i v i t y  data f o r  the  study. 

A major m o d i f i c a t i o p  was the  s u b s t i t u t i o n  o f  i n d i v i d u a l l y  s p e c i f i e d  t r a i n  
cons is ts  f o r  bo th  peak and of f -peak se rv i ce  i n  p lace o f  a  l i m i t e d  number o f  
standard cons is ts .  This  change g r e a t l y  enhanced the  a b i l i t y  o f  t he  model t o  
respond t o  d e t a i l e d  changes i n  assumptions. Further,  i n  order  t o  p rope r l y  
capture the  movement o f  Amtrak cars  throughout t he  system, i t  was necessary 
t o  de f i ne  sub- t ra in  segments, each of which had i t s  own peak and of f -peak 
consis ts .  

I n  t he  o r i g i n a l  t r a i n  c o n s i s t  spec i f i ca t i ons ,  150 t r a i n s  were l i m i t e d  
t o  11 poss ib le  standard cons is ts .  The combined e f fec t  o f  the  mod i f i ca t i ons  
was t o  increase the  scope o f  the  data base t o  approximately 250 t r a i n  segments 
and 500 cons is ts .  

S i m i l a r  e f f o r t s  t o  r e f i n e  the cos t  d e t a i l  r e s u l t e d  i n  expanding the  
nun~ber o f  r e l e v a n t  a c t i v i t y  u n i t s  from 13 t o  20. Several o f  t he  new a c t i v i t y  
u n i t / c o s t  r e l a t i o n s h i p s  invo lved programming r e l a t i v e l y  complicated a lgor i thms.  
Table C-2 sumnarizes the  20 a c t i v i t y  u n i t s .  

A t  t h i s  stage, Amtrak undertook several spec ia l  cos t  s tud ies  t o  supply 
a c t i v i t y  u n i t s  and costs no t  r e a d i l y  a v a i l a b l e  i n  t h e i r  system. 'The new 
in fo rma t ion  i n  several instances requ i red  reprogramming o f  the cos t  model. 
Table C-3 sumnarizes the  f i n a l  l i s t  o f  costs and f a c t o r s  used i n  the  model. 



Table C-1 
FRA MRAK c o n  moa 

FY 1977 REPORTED FINANCIAL P E R F O ~ N C E ~  

( m t l l l o n s  o f  d o l l a r s )  

' ~ e c e n t l ~  h t r a k  mpor ted  several accounting adjustmcnu which 
lnc r tased  the  t o t a l  system d e f i c i t  by S8.3 m i l l  ion.  This 
data has n o t  been inc luded i n  any o f  TBS's analyses and I s  n o t  
l n c l u k d  I n  t h i s  exh lb i t .  

* T ra l  n a n d  Engl n Crews 
Fuel and Power 
08--Labor 

-Suppl I es 
Other 
Route S ta t i ons  
U a r t d  Stat tons 
Rai l road S ta t l ons  
Ma1 n l  t ne Operatl ons 
Yard Operations 
Transpor ta t i  on Overhead 
E l  e c t r l  c Loco Mai ntenance 
DIesel Heavy Hal ntenance 
Dl esel Other ki ntenance 
Metro1 i n e r  Ri ntenance 
Turbo1 i n e r  Mat ntenance 
Cars Heavy Hai ntenance 
C a n  Other Maintenance 
mK Overhead 
Track nou 
F a c l l l t l e s  HOW 
MOY Overhead 
Corporate Support 
L ine  Support 
J o i n t  Faci 11 t i e s  
Sales. Reservations, Har l tet lng 
Comaissay. Creu Base 
Payro l l  Taxes, HAM, Pens1 ons 
Admln ls t ra t lon and f i c k e t i  ng 
Other RR Hi s c e l l a ~ o u s  
Taxes and Insurance 
Gcneral and Admin is t ra t ive  
I n t e r e s t  
D t p r t c l  at1 on 

Teal ~ x ~ e n s t s S  

'T~E expenses as mpor ted  by M t r a k ' s  m u t e  p r o f 1  t a b l l i t y  
system (RPS) do no t  inc lude p a y r o l l  taxes, hea l th  and welfare 
payments, o r  pension expenses. TBS, us1 ng an Amtrak stu*. 
k r s  r e f l e c t e d  these exwnses I n  6 1 s  e x h i b l t  and I n  I t s  costing. 

Won-Norther s t 
Cor r i  dot  

&stan (Yon-Corr .) 

92.42 71.22 
43.0 34.3 
54.1 9 . 6  
21  .O 15.5 

.8 .7 

ki/ 29.73 
U.5 5.9 
8.4 1.4 
8.9 7.1 
5.6 2.7 
7.4 2. 1 
6.1 6.0 

34.8 29.6 
10.5 - 
12.1 12.1 
38.5 36.9 
97.4 71.3 
17.1 10.4 
18.1 5.3 
12.1 1.3 

9.9 3.9 
36.3 18.2 
19.1 16.4 
18.8 11.0 
45.3 24.2 
15.0 12.0 
10.32 9.62 

7.4 3.0 
15.8 15.1 
18.9 l2.4 
22.9 6.g4 
33.9 20.5 
32.3 2l.4 - - 

831.81 568.64 

- 
%PS r t p o r t s  Sta t ion expenses under the  headlngs Route Stat ions.  
Shared Stat lons,  and S ta t i on  Overhead. To r e f l e c t  the costs o f  
h t r a k  Sta t lons versus r a i l r o a d  s ta t ions,  TBS w d e  the f o m t  

 itfen fen from t h a t  r s t f n a t e d  by IPS due to a d i f -  
ference i n  rrcthodological assumptions. The f l g u r e  shorn I n  t h i s  
exh lb l  t represents on ly  an est imate o f  the .incremental G M  t h a t  
r e s u l t s  from havl ng Non-Corr. operat fons and was derived based 
on discussions dth Aatrak mnagenent. 

q o t a l  expenses exclude Other Revenue. Other Expenses, n d  RPS 
adjustments. 



Table C-2 

FRA AMTRAK COST MODEL 
ACTIVITY UNITS 

1. Tra i  n H i  l e s  ( va r ies  by r a i l r o a d )  

2. T ra i  n T r i p s  

3. Car M i les  ( va r ies  by car  type)  

4. Car T r i p s  ( va r ies  by ca r  type)  

5. Loco M i les  ( va r ies  by locomotive type)  

6. U n i t  T r i p s  

7. T r a i n  Weight 

8. T r a i n  Length 

9. Cars Requi red ( va r ies  by car  t ype )  

10. Locomotives Required (va r ies  by locomotive type)  

1 T r i p  Running T i m / T r a i  n Hours 

12. Passenger M i les  

13. Size o f  S ta t ions  

14. Number o f  S ta t i on  Stops 

15. U n i t  V i s i t s  a t  J o i n t  F a c i l i t i e s  

16. Presence o f  Faci 1 i t y  (crewbase, comni ssary, 
mi ntenance base) 

17. Revenue 

18. Passengers-Reserved, Unreserved 

19. Nunber o f  Amtrak Trains 

20. Frequency 



Table C-3 
~ R Y  A ~ ~ ~ R A K  con MIDEL 

A c t i v i t y  Uni ts Rewr ts  Costs At  

1. Tra in  6 Engine Tn RR Train 

2. Fuel 6 Powcr 

--Diesel 
--Turbo 
--El=. 
--Metro 
--RDC 
--Silver1 i ne r  

3. OB Labor 

4. OB Supplies 

Tra in  Hr. 
M j u s t  Factors 

PSGR MI 

Car Type/Systcm I 

Route 
New: Long/Short 

5. Other Di r ec t  Tn Ikn-Corr. I 

6. Route Stations 3 Tra in  Stop Stat ion Speci f ic  Route 
(Stat ion V i s i t )  

7. Share Stations + Fixed Cost Stat ion Speci f ic  (Size) . 
8. RR Stations TU + Fixed Cost RR/Non-Corr. ................................................................................................ 
9. Mainline Operations Amtrak Train T r i p  Won-Corr. Tra in  

10. Yard Operations Un i t  T r i p  . . 
11. Trmsp. Ovhd. 1,2,5,9,10 Non- 1,2,5,9,10 

Cow. - L Markup Non-Cow. 
Won-Corr. 

12. Oec. Loco. Malnt. Loco. Mi le  + Un i t  Sys tm Train 

13. DIesel Heavy Uni t s  Overhauled . . 
14. Diesel Other Maint. Loco. Mi le  

Loco Units 
Fixed 

m . 
Won-Corr . Won-Cow . 

15. Metro Maintenance br Mi. Cow. Train 

16. Turbo M i n t .  Tra in  Mi. System . 
17. Cars Heavy Maint. Unl t  Overhauled . 

(car type) + 
Fixed Cost Wan-Corr. 

18. Cars Other h i n t .  Per M i l e  System 

Wan-Corr. 

Train 

19. HOE Overhead F a c i l i t y  Present 50% F a c i l i t y  Speci f ic  Wan-brr. 
brs/Locos Assigned Facl l  i t y  Specif ic 
r e l a t i v e  t o  77 Base 

TH = Train Mi les OB = On Board 

Q1 = Car Mi les ffiTn = Thousand Gross Ton Miles 

UI = Unit  Miles RR = Railroad 



Table C-3 -- Cont.inued 
S W R Y  AllTRAK COST CODEL 

Account 

20. Track C(M 

21. F a c i l i t y  MYH 

22. C(M Overhead 

Tn 
Fixed Cost 

Tn 
Flxed Cost 

A c c w l a t e d  At 

RR 
Won-Corr. 

RR 
Won-Corr. 

R e ~ r t s  Costs At  

Tral n 
Won-Cow 

Tra i n 
Won-Cow. 

Fixed Cost Won-Corr. Won-Cow 

23 Corp. Support 
--Revenue Accounting I Rev. Won-Corr. 
--Information 

Services Res. Psgrs. Won-Corr. 
Nan-Res. Psgrs. 

--Other CM Won-Corr. 
--Fixed Comp. o f  

Above 
F i  xed Won-Corr. 

Won-Cow. 

Won-Corr . 
Won-Cow. 

Won-Cow. 

24. L l  ne Support I m r a k  Stations Non-Cow . Won-Cow 

25. Jo in t  Faci l  l t i e s  
--Var. Un i t  Tr ip  (Vis i ts)  Faci l  l t y  Specif ic Route 
--Fixed 90% Specif ic Facl l -  Facl l  l t y  Won-Cow. 

l t i e s  Present 

26. Sales. Reservations 6 Marketing 
--Sales 6 Mktg. PSGRS Non-Corr. 
--Reservations Res. PSGRS w 

Won-Res . PSGRS m 

--Fixed o f  Above F i  xed 

Won-Corr. 
w 

w 

27. Cormlssay/Crew Base Presence 6 Size Actual 1977 

28. Payroll. Taxes. Health Tn 
We1 fare, Pensions 

Won-Corr. . 
29. b i n .  6 Ticket RRTn RR I 

30. Other RR Misc. RRTn RR w 

31. Taxes 6 Insurance 
--Pers. Prop. I Book Value Roll  - System 

Ing Stock 
--Real Prop. Fixed Won-Corr . 
--Insurance PSGR MI System 

32. General 6 Admin. (I Aartrak Trains) Won-NEC w 

33. Interest  F l  xed Won-Cow. 

34. Deprec. 
--pen. Prop. 

--Real Prop. 

Fleet  Sl ze 
(car type) 
F i  xed 

System (Car Type) rn 

Won-Corr. w 

Res. = Reserved Won-Res. = Non-Reserved 



A major t e s t  o f  t he  c o s t i n g  system was i t s  a b i l i t y  t o  reproduce 1977 
ac tua l  costs from a c t i v i t y  u n i t s  t h a t  were b u i l t  up on a  t r a i n ,  cons i s t ,  
route,  s t a t i o n ,  and frequency basis .  The c a l i b r a t i o n  showed t h a t  t h e  key 
a c t i v i t y  u n i t s - - t r a i n  mi les ,  ca r  mi les,  and locomotive m i l e s - - f e l l  w i t h i n  
4  percent o f  ac tua l .  Simulated non-Corr idor costs were w i t h i n  1  percent  o f  
ac tua l .  

Based on the  a c t i v i t y  u n i t / c o s t  c a l i b r a t i o n s ,  TBS and FRA concluded t h a t  
t h e  model cou ld  be used t o  s imu la te  a l t e r n a t i v e  systems u t i l i z i n g  i npu ts  a t  
t h e  t r a i n ,  cons is t ,  rou te ,  and frequency l e v e l s .  

TBS and FRA recognized a t  t he  ou tse t  t h a t  1977 ac tua l  r e s u l t s  could no t  
be used as the  base case f o r  comparison w i t h  a l t e r n a t i v e  systems because f u l l  
schedules had n o t  been r u n  and because t h e  methodology f o r  scenar io t e s t i n g  
requ i red  the  s p e c i f i c a t i o n  o f  new equipment cons is ts  as o f  1977. Regarding 
the  l a t t e r  issue, i t  was agreed t h a t  system p ro jec t i ons  would s t a r t  f rom a  
1977 base t h a t  incorporated a l l  changes associated w i t h  the  p a r t i c u l a r  system. 
I n  o the r  words, t he  s imu la t i on  would n o t  phase i n  cons is t ,  rou te ,  o r  t r a i n  
changes du r ing  t h e  1978-84 p lanning per iod,  s ince  phasing would have requ i red  
subs tan t i a l  increases i n  data e n t r y  and data processing. 

'Therefore, a  1977 base case was coded and entered i n t o  the  niodel represent-  
i n g  1977 Amtrak operat ions w i t h  new equipment a l ready  i n  p lace opera t ing  on 
the  f u l l  1977 schedule. 

Since the  model was c a l i b r a t e d  success fu l l y  aga ins t  the  FY 1977 system, 
the  r e s u l t s  a re  considered r e l i a b l e  a t  t h e  system l e v e l  f o r  t he  l a r g e r  systems. 
It must be recognized t h a t  the  rou te - re la ted  and t r a i n - r e l a t e d  costs f o r  a  
s p e c i f i c  t r a i n  may n o t  r e f l e c t  unique cos t  considerat ions fo r  t h a t  t r a i n .  

The most d i f f i c u l t  determinat ion requ i red  f o r  t h i s  study, due t o  the  
l ack  o f  h i s t o r i c a l  data, was t h e  breakdown between f i xed  and v a r i a b l e  costs.  
This,  o f  course, has the  greates t  impact i n  the  opera t ing  cos t  o f  t he  smal les t  
systems. I n  these systems, the  a c t i v i t y  u n i t s  undergo the  greates t  change 
from the  e x i s t i n g  system and the  degree t o  which opera t ing  costs a re  est imated 
t o  be reduced i s  a  d i r e c t  f u n c t i o n  o f  t h e  degree t o  which they are  v a r i a b l e  
as opposed t o  f i xed .  





ADDrTIONflL INFORMATION 

Th is  appendix describes the  methodologies used t o :  (1  ) i nco rpo ra te  
Northeast  C o r r i d o r  (NEC) data and p r o j e c t i o n s  i n t o  system t o t a l  p r o j e c t i o n s  ; 
( 2 )  determine c a p i t a l  c o s t  p ro jec t i ons ;  and, ( 3 )  c a l c u l a t e  1  abor p r o t e c t i o n  
payments. I t  a l s o  presents basic  performance data f o r  t he  a l t e r n a t i v e  systems 
evaluated which are no t  inc luded i n  t h i s  r e p o r t .  

NORTHEAST CORRIDOR PROJECT 

The c o n t r i b u t i o n  o f  t he  NEC p ro jec t i ons  se t  f o r t h  i n  t he  Two-Year Report 
1  

t o  the  systemwide t o t a l s  p ro jec ted  i n  t h i s  r e p o r t  ( in t h e  base yea r )  are shown 
i n  Table D-1. The Two-Year Report adopted FY 1982 as the  f i r s t  f u l l  year  of 
irr~proved NEC serv ice,  f o r  t he  purpose o f  demand, revenue, and cos t  analyses. I n  
developing a  d e t a i l e d  program plan f o r  FY 1979, however, i t  became ev ident  t h a t  
se lected p r o j e c t  elements would s u b s t a n t i a l l y  b e n e f i t  from f u r t h e r  coord ina t ion  
w i t h  user agencies, i nc lud ing  Amtrak, Conrai 1, and commuter operators. Accord- 
i n g l y ,  t he  completion date f o r  po r t i ons  of the  N E C I P  cons t ruc t i on  w i l l  be 
delayed, al though the  i n t r o d u c t i o n  o f  some se rv i ce  meeting the  t r i p - t i m e  goals 
w i l l  be possib le.  

This  l e g i s l a t e d  r e p o r t  therefore assumes t h a t  FY 1984 w i l l  be the  f i r s t  
f ~ ~ l l  year  o f  improved NEC services, bu t  t h a t  NEC operat ions i n  1981, 1982, and 
1983 w i l l  begin t o  r e f l e c t  t h e  completion o f  s i g n i f i c a n t  po r t i ons  o f  the  
cons t ruc t ion  program. 

This r e p o r t  assumes the  cont inuat ion  o f  t he  present dual serv ice  i n  t he  
NEC i n  which premium-fare passengers w i l l  b e n e f i t  f rom separate t r a i n s  a t  
f a s t e r  schedules. Chapter 5 and Table 6-3 o f  t h e  Two-Year Report prov ide 
exhaust ive d e t a i l s  on the  dual serv ice  op t i on  assumed here. I n  b r i e f ,  t he  
operat ion would inc lude hour ly  se rv i ce  between Boston and New York, ha1 f - h o u r l y  
serv ice  between New York and Washington, and fou r  a d d i t i o n a l  peak hour t r a i n s  
each way between New York and Phi lade1 phia. Premium t r i p - t i m e s  achieved by 
h a l f  t h e  t r a i n s ,  would be 3 hours, 40 minutes Boston t o  New York and 2 hours, 
40 minutes New York t o  Washington. Other t r a i n s  would run  a t  longer  schedules. 

Due t o  the  temporary impacts of t h e  NECIP on serv ice  q u a l i t y  dur ing  the  
cons t ruc t ion  period, Amtrak NEC patronage i s  p ro jec ted  t o  remain a t  1977 
l e v e l s  through 1980. 1984 patronage i s  assumed t o  be as p red i c ted  by the  Two- 
Year Report f o r  1982; patronage i n  1983, 1982, and 1981 i s  assumed t o  be a s  
pro jec ted  by Amtrak's 1977 Five-Year Corporate Plan f o r  1982, 1981, and 1980 
respect ive ly .  

'TWO-year Report on the  Northeast Corr idor ,  U.S. Department of Transportat ion,  
February 1978. 



TABLE D-1 

T r a i  n-Mi 1  es 

Passenger-Mi 1  es 

Revenue 

Opera t ing  Costs 

D e p r e c i a t i o n  

I tems r e q u i r i f l g  subs idy  

ACTUAL FISCAL YEAR 1977 
PERFORMANCE MEASURES 

( i n  M i l l i o n s )  
N EC 

Less i t ems  n o t  r e q u i r i n g  a p p r o p r i a t i o n  
i n  FY 1977 

FY 1977 Cash Subsidy 

NON-NEC TOTAL 

* Inc l udes  commuter passenger m i l e s  which a r e  n o t  i nc l uded  i n  
a1 t e r n a t i v e  system comparisons. 

Note: NEC da ta  i n  t h i s  t a b l e  i n c l u d e  intra-NEC passenger-mi le c o s t s  and 
revenues o f  n a t i o n a l  ope ra t i ons  t r a i n s  which operate  w i t h  ( I n r e s t r i c t e d  
board ing i n  t h e  c o r r i d o r .  I n  a d d i t i o n ,  ope ra t i ng  cos ts  assume t h e  NEC as 
the base Amtrak ope ra t i on  and t h e  non-NEC as incrementa l .  



I n  constant-do1 l a r  terms, revenues f o r  1984 incorporate the pro jec t ions  
of the  Two-Year Report; f o r  1980, ac tua l  1977 NEC revenues are used. 
Intermediate years are a r r i v e d  a t  by i n t e r p o l a t i o n  on a passenger-mile 
basis. To achieve current-year do1 l a r s  , the constant-do1 l a r  estimates 
are m u l t i p l i e d  by y i e l d  growth factors provided by the  Amtrak Marketing 
Department. 

I n  constant -do l la r  terms, operat ing costs are assumed t o  remain 
constant between 1977 and 1980. Costs f o r  1984 are based on the  h igh  
cos ts  pro jec ted by the Two-Year Report f o r  1982; the  in terven ing years 
1981 -83 are a r r i v e d  a t  by i n t e r p o l  a t i o n  on the basis of passenger-mil es. 

Table D-2 p ro jec ts  the  constant-do1 l a r  revenues and operat ing costs 
f o r  the  NEC modi f ied f rom the Two-Year Report i n  accordance w i t h  the  
preceding discussion. 

Table D-2 

Projected Performance of NEC 
( M i l l  ions of Constant $s) 

F isca l  Year 

Base 
Year 

Performance Measures (1977) 1979 1980 1981 1982 1983 1984 

Operating cos t i  266.4 266.4 266.4 273.4 283.2 294.9 297.9 

Revenues 110.3 110.3 110.3 126.9 148.8 174.4 181.0 

Operating D e f i c i t  156.1 156.1 156.1 146.5 134.4 120.5 116.9 

CAPITAL COSTS 

The c a p i t a l  costs o f  t he  a l t e r n a t i v e  systems are est imated fo r  
f i s c a l  years 1979-1984. These costs were developed f i r s t  f o r  t he  base 
case using the  needs i d e n t i f i e d  i n  Amtrak's 5-year p lan  fo r  f i s c a l  years 
1979-1982 as t h e  base. The c a p i t a l  requirements f o r  FY 1983 and 1984 
were estimated by extending the r o u t i  ne c a p i t a l  requirements i d e n t i f i e d  
i n  the 5-year p lan  f o r  p r i o r  years.  These est imates do no t  inc lude any 
funding f o r  major unant ic ipated c a p i t a l  requirements. The costs f o r  the 
a l t e r n a t i v e  systems are then est imated based on add i t i ons  and de le t i ons  
from the base case. The c a p i t a l  program inc ludes the  annual l e v e l s  o f  
funding which Amtrak has requested f o r  the  NEC. Cer ta in  adjustments 
were made t o  the l e v e l s  of c a p i t a l  funding which Amtrak has requested 
f o r  the  system outs ide the  NEC. Amtrak's estimated funding requirement 

'Arntrak s t a f f  s tudies conta in  s i g n i f i c a n t l y  more pess imis t ic  NEC 
cos t  p ro jec t ions .  

D-3 



for  long distance low level passenger equipment was not included; rather an 
adequate amount of funding was provided for  the conversion and rehabilitation 
of the required nurr~ber of existing cars. Similarly the f u n d i n g  which Amtrak 
has requested for motive power and station f a c i l i t i e s  was adjusted to meet the 
requirements of the recommended system. Further, w i t h  the exception of grade 
crossing and right-of-way improvements required for  the introduction of 
recommended new ra i l  passenger routes, no funds were allocated for  right-of- 
way capital improvements outside the NEC. For the purposes of this  preliminary 
report and i n  order to compare a1 1 systems from a common base, a1 1 capital 
costs immediately required to enable operation of each system ( i . e . ,  track 
connections, new stat ions,  e tc . )  are assumed to  occur i n  FY 79 and the benefits 
are included i n  the base year. Capital costs for  f a c i l i t i e s  and equipment 
which are necessary over a relatively short time frame in order to operate 
each system eff icient ly ( i  .e., new or  overhauled equipment) are phased in for  
1980-84 and no adjustments are made i n  operating cost or revenue projections 
for these l a t t e r  improvements. 

This preliminary study did not generally analyze the operating cost a n d  
capital cost tradeoffs or conduct other return on investment analyses fo r  
alternative capital projects. 

EQUIPMENT 

The aniount of equipment required to operate over the recommended system 
will be influenced by several continuing analyses. The Northeast Corridor 
service and  resulting equipment needs are currently being evaluated by DOT and 
Amtrak. Also, Amtrak i s  evaluating recommendations for improved equipment 
maintenance and ut i l izat ion practices, developed under a joint FRA/Amtrak 
contract,which have the potential to  reduce significantly the amount of 
equipment required to operate the system and the cost of maintaining that 
equipment. The capita1 funding for  equipment proposed herein assumes Amtrak's 
current NEC operating plan and a conservative degree of improved equipment 
ut i l izat ion.  

Equipment options available to Amtrak include a t  least  the following: 
purchase additional new Amfleet cars,  purchase additional bi -level cars, 
purchase new low level cars, purchase new self  powered cars,  convert existing 
conventional cars to head-end power. 

Costs in th is  report are estimated on the basis of refurbishing existing 
conventional cars and  converting them to head-end power. The type of cars ,  
the i r  design and resulting capital costs wi 11 ultimately be determined a f t e r  
an extensive study of the market, a f t e r  a clear Amtrak Board policy on market 
objectives i s  defined and a f t e r  a complete analysis of the alternative types 
of services, including the costs and benefits of sleeper service and various 
types of dining and lounge service, i s  completed. 

LABOR PROTECTION 

Labor protection agreements known as "Appendix C-1" (pertaining to 
railroad employees) and "Appendix C-2" (pertaining to Amtrak employees) pose 
potential and substantial l i a b i l i t i e s  for b o t h  Amtrak and the operating r a i l -  
roads. These agreements provide for  payments to be made to a l l  employees who 
are placed in a worsened position with respect t o  compensation as a result  of 



d iscon t inuance  o f  i n t e r c i t y  r a i  1  passenger se r v i ce .  P r o t e c t i v e  payments may 
con t i nue  f o r  each a f f e c t e d  employee f o r  a  p e r i o d  up t o  t h e  l e n g t h  o f  h i s  p r i o r  
se r v i ce ,  n o t  t o  exceed s i x  (6 )  years .  E s s e n t i a l l y  t h e  same coverage i s  
a p p l i c a b l e  t o  management as i s  appl  i c a b l e  t o  employees who a re  represen ted  by 
l a b o r  o rgan i za t i ons .  

Whi le  employee p r o t e c t i o n  i s  b a s i c a l l y  t h e  same under t h e  two agreements, 
de te rm ina t i on  o f  Amtrak o r  r a i l r o a d  l i a b i l i t y  f o r  t h e  p r o t e c t i o n  payments i s  
governed by o r i g i n a l  system s t a f f i n g  l e v e l s  and by t h e  d u r a t i o n  o f  Amtrak 
employment. I n  a d d i t i o n  t o  l a b o r  p r o t e c t i o n  l i a b i l i t y  f o r  i t s  own employees, 
Amtrak i n c u r s  l i a b i l i t y  f o r  r a i l r o a d  employees ass igned t o  p o s i t i o n s  added t o  
t h e  r a i l r o a d  p a y r o l l  subsequent t o  May 1, 1971 a t  Amtrak's request .  P r o t e c t i o n  
f o r  r a i l r o a d  employees engaged i n  i n t e r c i t y  passenger s e r v i c e  p r i o r  t o  May 1, 
1971 remains a  r a i l r o a d  l i a b i l i t y .  An excep t i on  t o  t h e  l a b o r  p r o t e c t i o n  
agreements i s  p rov i ded  i n  t h e  "Appendix C-2" coverage (Amtrak employees) i n  
t h e  even t  o f  temporary emergencies, d i scon t inuance  o f  a  seasonal s e r v i c e  i n  
o p e r a t i o n  120 days o r  l e s s ,  o r  an exper imenta l  s e r v i c e  d i scon t i nued  w i t h i n  two 
(2 )  years  o f  i t s  i n c e p t i o n .  

De te rmina t ion  o f  t h e  t o t a l  p o t e n t i a l  l i a b i l i t y  i s  compl icated by va r i ous  
p r o v i s i o n s  cove r i ng  a  v a r i e t y  o f  bene f i t s  such as moving expenses, f u t u r e  
c o l l  e c t i v e  ba rga in i ng  wage increases,  and 1  ump-sum sepa ra t i on  a1 lowance 
p r o v i s i o n s .  It i s  f u r t h e r  compl icated because t h e  a f f ec ted  employee may 
s imp ly  d i s p l a c e  ano ther  l e s s  s e n i o r  employee, r e s u l t i n g  i n  a  s e r i e s  o f  cha in  
r e a c t i o n  displacements s u b j e c t i n g  d i sp l aced  employees t o  t h e  same p r o t e c t i v e  
b e n e f i t s  as t h e  o r i g i n a l  a f f e c t e d  employee. 

I n  e v a l u a t i n g  t h e  consequences o f  adop t ing  va r i ous  systems, an under- 
s t and ing  of t h e  p o t e n t i a l  l e v e l  o f  l a b o r  p r o t e c t i o n  payments i s  impor tan t .  
Labor p r o t e c t i o n  payments a r e  f o r  a  f i n i t e  amount. Thus, i t  i s  app rop r i a t e  t o  
p r o j e c t  t h e  e x t e n t  o f  Amrak's l i a b i l i t y  f o r  such payments i n  a  manner s i m i l a r  
t o  c a p i t a l  cos ts .  For t h e  purpose o f  t h i s  p r e l i m i n a r y  r e p o r t  ve r y  rough 
es t imates  have been made o f  t he  p o s s i b l e  maximum l a b o r  p r o t e c t i o n  payments 
which would r e s u l t  f rom implementat ion o f  each of  t h e  a1 t e r n a t i v e  systems. 

Temple, Barker,  and Sl  oane (TBS) es t ima ted  t h e  l a b o r  p r o t e c t i o n  1  i a b i  1  i t i e s  
t h a t  would be i n c u r r e d  by Amtrak under t h e  a l t e r n a t i v e  r o u t e  systems s tud ies .  
The es t imates  i n c l u d e d  h i g h  ranges and low ranges f o r  each scenar io .  I n  each 
case t h e  h i g h  es t ima te  r e f l e c t e d  a  con t inued  payment o f  compensation t o  
p r o t e c t e d  employees f o r  a  number o f  years  a f t e r  t h e  d iscon t inuance  o f  se r v i ce .  
The number of years  was determined by t h e  l e n g t h  o f  t ime  a  g i ven  r o u t e  was 
covered by a  p r o t e c t i v e  agreement. L i a b i l i t i e s  i n c u r r e d  f o r  system- leve l  
employees , where ass ignab le  t o  a  g i ven  r o u t e  o r  agreement, were est imated,  
assuming t h a t  employees would have an average of t h r e e  years  o f  coverage by 
November 1976. The low range represen ted  t h e  one-t ime payment o f  a  sum equal  
t o  one y e a r ' s  compensation t o  p r o t e c t e d  employees. Both methodologies assumed 
t h a t  Amtrak l i a b - i l i t i e s  would n o t  be s i g n i f i c a n t l y  reduced th rough  r e l o c a t i o n  
o f  emp 1  oyees . 

Ac tua l  l a b o r  p r o t e c t i o n  l i a b i l i t i e s  were es t imated  a t  t h e  r o u t e  and 
system l e v e l s  f o r  bo th  A~ i i t rak  and r a i l r o a d  employees. On any r o u t e  where a  
s e r v i c e  d iscon t inuance  was proposed, TBS c a l c u l a t e d  t he  r e d u c t i o n  i n  l a b o r  
compensation r e l a t i v e  t o  t h e  e x i s t i n g  Amtrak system o r  base case. TBS then  
c a l c u l a t e d  p r o t e c t i o n  1  i a b i  1  i t i e s  a t  t h e  system- leve l  , based on t h e  d i f f e r e n c e  
between Amtrak and r a i l r o a d  l a b o r  compensation compared t o  t h e  base case. 



ALTERNATIVE SYS.TEM PROJECTSONS 

The NEC ope ra t i ovs  p r o j e c t i o n s  s r e  comb-ined w i t h  t h e  ope ra t i ng  and 
c s p i t a l  cos t s  p r o j e c t i o n s  o f  t h e  a l t e r n a t i v e  systems ( i n f l a t e d  by t h e  f a c t o r s  
presented ?n  Table 5-52, and deb t  r e t i r e m e n t  and NEC purchase ayment cos ts ,  
t o  p rov ide  t h e  t o t a l  systemwide p r o j e c t e d  ope ra t i ng  d e f i c i t .  f hese p r o j e c t i o n s  
a re  presented i n  detai.1, a long  w i t h  othe-r Amtrak funding requirements,  f o r  
each o f  t h e  a l t e r n a t i v e  systems n o t  recommended i n  Table D-3 through D-8. 

Route l e v e l  performance measures f o r  t h e  four  a l t e r n a t i v e  systems n o t  
recommended a r e  s e t  f o r t h  i n  Tables D-9 th rough D-12. Simi'lar da ta  f o r  t h e  
recommended system and base case a r e  i n  Tables 5-1 and 5-2. 



Table 0-3 

Est imated T o t a l  Funding Needs 

For Scenar io  A (Sho r t  Dis tance On ly )  

( M i  11 i o n s  o f  Cur ren t  Do1 l a r s ,  F i s c a l  Years) 

197gb - 1980 1981 1982 1983 1984 T o t a l  

Na t i ona l  Serv ices  

Opera t ing  subsidya 

NEC 179 199 208 223 249 265 1,323 

Non-NEC - 342 188 2 05 224 2  46 267 - - - 1,472 

T o t a l  521 387 41 3  447 495 532 2,795 

C a p i t a l  Cost 

NEC 3  2  146 106 220 105 11 5  724 

Non-NEC - 4 0 62 - 3 8  28 1- 4  16 198 - - - - 

T o t a l  7  2  208 144 248 11 9  131 922 

Other  Costs 

Debt ~ e t i r e r n e n t '  2  5  2  5 50 5  0  50 50 250 

NEC Purchase Payment - 24 - 3 7 - 0 - 0 0 0  6 1  - - 
Grand T o t a l  642 657 607 745 664 71 3  4,028 

NOTE: T h i s  t a b l e  does n o t  r e f l e c t  fund ing  r e q u i r e d  f o r  l a b o r  p r o t e c t i o ~  
to i m  lement t h i s  a l t e r n a t i v e  system. A p r e l  im i t la ry  es t ima te  lnd lcates 

P t h a t  abor p r o t e c t i o n  payments r e q u i r e d  t o  implement t h i s  system w i l l  
range f rom $1 10 m i l  1  i o n  t o  $460 m i l  l i o n .  N e i t h e r  does t h i s  t a b l e  r e f l e c t  
any 403(b) funding ( F e d e r a l / ~ t a t e  supported s e r v i c e s ) .  

a ~ o e s  n o t  i n c l u d e  dep rec ia t i on .  

b ~ h e  FY 1979 f und ing  needs r e f l e c t  8  months o f  o p e r a t i o n  under t h e  e x i s t i n g  
system and 4 months o f  o p e r a t i o n  under t h e  proposed system. 

' ~ o t  a  n e t  Federal  cash expend i tu re .  



Table D-4 

Est imated To ta l  Fundi nq Needs 

For Scenario B (Na t iona l  System) 

(Mi 11 ions  o f  Current  Do1 l a r s ,  F i s c a l  Years) 

197gb 1980 1981 1982 1983 1984 To ta l  

Na t iona l  Serv ices 

Operat ing subsidya 

IVEC 179 199 209 223 249 265 1,324 

Non-NEC - 228 - 248 - 271 - 301 33 5  368 1,751 - 

Tota l  407 447 480 524 584 6  33 3,075 

Cap i t a l  Cost 

NEC 

Other Costs 

Debt R e t i  rementC 25 2  5  5  0  5  0  5  0  5  0  250 

NEC Purchase Payment 24 37 0  0  0  0  6  1  

Grand To ta l  

NOTE: Th is  t a b l e  does n o t  r e f l e c t  t und ing  r e q u i r e d  f o r  l a b o r  p r o t e c t i o n  
t o  implement t h i s  a l t e r n a t i v e  system. A p r e l i m i n a r y  es t imate  i n d i c a t e s  
t h a t  l a b o r  p r o t e c t i o n  payments r e q u i r e d  t o  implement t h i s  system w i l l  
range from $110 m i l l i o n  t o  $460 m i l l i o n .  Ne i t he r  does t h i s  t a b l e  r e f l e c t  
any 403(b) funding (Federal  /S ta te  supported se rv i ces ) .  

a ~ o e s  n o t  i n c l u d e  deprec ia t ion .  

b ~ h e  FY 1979 fund ing  needs r e f l e c t  8  months o f  ope ra t i on  under t he  e x i s t i n g  
system and 4  months o f  ope ra t i on  under t he  proposed system. 

' ~ o t  a  n e t  Federal cash expend i tu re .  



Tab le  D-5 

Est imated T o t a l  Funding Needs 

For  Scenar io  D ( M o d i f i e d  C u r r e n t  System) 

( M i l  1  i o n s  o f  C u r r e n t  Do1 l a r s ,  F i s c a l  Years) 

197gb 1980 1981 - 1982 1983 1984 T o t a l  

N a t i o n a l  Serv i ces  

Opera t ing  ~ u b s i  dya 

NEC 179 199 2  08 222 249 265 1,322 

Non-NEC - 41 4  435 4  80 538 602 668 3,137 - -- 
T o t a l  595 634 688 7 60 852 931 4,459 

C a p i t a l  Cost 

NEC 32 146 106 220 105 115 724 

Non-NEC - 73 150 - 149 72 3  8  4  1  - - -- 523 

T o t a l  105 296 2  55 2  92 143 156 1,247 

Other  Costs 

Debt ~ e t i r e m e n t '  2  5  2  5  50 50 5  0  5  0  2  50 

NEC Purchase Payment - 24 - 37 - 0 0 0  0  - -- 61 -- 
Grand T o t a l  74 9  992 993 1,102 1,044 1,137 6,017 

NOTE: T h i s  t a b l e  does n o t  r e f l e c t  f u n d i n g  r e q u i r e d  f o r  l a b o r  pyo tec t ion .  
to i m p l m n t  t h i s  a l t e r n a t i v e  system. A p r e l i m i n a r y  estimate indicates 
t n a t  l a b o r  p r o t e c t i o n  payments r e q u i r e d  t o  implement t h i s  system w i l l  
range from $110 m i l l  i o n  t o  $460 n i - i l l  i o n .  Y e i t h e r  does t h i s  t a b l e  r e f l e c t  
any 403(b) fund ing ( F e d e r a l I S t a t e  suppor ted s e r v i c e s ) .  

a ~ o e s  n o t  i n c l u d e  d e p r e c i a t i o n .  

b ~ h e  FY 1979 f u n d i n g  needs r e f l e c t  8 months o f  o p e r a t i o n  under t h e  e x i s t i n g  
system and 4  months o f  o p e r a t i o n  under t h e  proposed system. 

' ~ o t  a  n e t  Federal  cash expend i tu re .  



Table D-6 

Est imated T o t a l  Funding Needs 

Scenar io  E ( N a t i o n a l l  Interregional/Intraregional System) 

( M i l  1 i o n s  of Cur ren t  Do1 l a r s ,  F i s c a l  Years) 

197gb 1980 1981 1982 1983 1984 Total .  

Na t i ona l  Serv ices  

Opera t ing  subsidya 

NEC 179 199 208 222 249 265 1,322 

Non-NEC 434 494 546 61 3 686 760 3,533 - ---- 

T o t a l  61 3 693 754 835 935 1,025 4,855 

Cap i t a l  Cost 

NEC 3 2 146 106 220 105 115 724 

Non-NEC - 187 24 5 192 9 7 4 8 5 2 - ---- 82 1 

T o t a l  21 9 391 298 31 7 153 167 1,545 

Other Costs 

Debt R e t i  rementC 2 5 25 50 51) 5 0 50 250 

NEC Purchase Payment - 24 3 7 0 0 0 0 - ---- 6 1 

Grand T o t a l  881 1,146 1,102 1,202 1,138 1,242 6,711 

NOTE: T h i s  t a b l e  does n o t  r e f l e c t  f und ing  r e q u i r e d  f o r  l a b o r  p r o t e c t i o n  
t o  implement t h i s  a l t e r n a t i v e  system. A p r e l i m i n a r y  es t imate  i n d i c a t e s  
t h a t  l a b o r  p r o t e c t i o n  payments r e q u i r e d  t o  implement t h i s  system wi 11 
range from $110 m i l l i o n  t o  $460 m i l l i o n .  Ne i t he r  does t h i s  t a b l e  r e f l e c t  
any 403(b) funding (Federa l  /S ta te  supported se rv i ces ) .  

a ~ o e s  n o t  i n c l  ude dep rec ia t i on .  

b~rhe FY 1979 f und ing  needs r e f l e c t  8 months o f  ope ra t i on  under t he  e x i s t i n g  
system and 4 months of ope ra t i on  under t h e  proposed system. 

' ~ o t  a n e t  Federal  cash expend i tu re .  



Table D-7 

Est imated T o t a l  Fundina Needs 

For  Base Case ( E x i s t i ~ g  System) 

(Mi 1  l i o n s  o f  Cur ren t  Do1 l a r s ,  F i s c a l  Years) 

197gb 1980 1981 1982 1983 1984 T o t a l  

Na t i ona l  Serv ices  

Opera t ing  subsidya 

NEC 179 198 208 223 249 265 1,322 

Non-NEC - 426 467 51 4  575 643 710 3,335 - - - - - -  
T o t a l  605 665 722 798 892 975 4,657 

C a p i t a l  Cost 

NEC 3  2  146 106 220 105 115 724 

Other  Costs 

Debt ~ e t i r e m e n t '  2 5  25 50 50 50 50 250 

NEC Purchase Payment - 37 0  0  0  0  24 - ---- 61 

Grand T o t a l  755 1,031 1,031 1,156 1,086 1,182 6,241 

NOTE: T h i s  t a b l e  does n o t  r e f l e c t  f und ing  r e q u i r e d  f o r  l a b o r  p r o t e c t i o n  
t o  imp l  ement t h i s  a1 t e r n a t i  ve system. A p r e l  im ina ry  es t imate  i n d i c a t e s  
t h a t  1  abor p r o t e c t i o n  payments r e q u i r e d  t o  imp l  ement t h i  s  system w i l l  
range f rom $110 m i l l i o n  t o  $460 m i l l l i o n .  N e i t h e r  does t h i s  t a b l e  r e f l e c t  
any 403(b) f und ing  (Federa l /S ta te  suppor ted se rv i ces ) .  

a ~ o e s  n o t  i n c l u d e  d e p r e c i a t i o n .  

b ~ h e  FY 1979 f und ing  needs r e f l e c t  8  months o f  o p e r a t i o n  under t h e  e x i s t i n g  
system and 4  months of o p e r a t i o n  under t h e  proposed system. 

C 
Not a  n e t  Federal  cash expend i tu re .  



TABLE D-8 

Route 

Chi cago-Carbondal e 

San Di ego-Los Angel es 

Oak1 and-Los Angeles 

Chicago-Mi 1 wau kee 
- M i  nneapol i s 

Chicago-St. Lou i s  
0 
I 

Chicago-Kansas C i t y  

Chicago-Cleveland 

Ch icago-Det ro i t  

New York-Buf fa lo  

System To ta l  

ROUTE-LEVEL PERFORMANCE MEASURES FOR SCENARIO A, SHORT DISTANCE ONLY 
(Simulated Operat ions i n  FY 1977) 

Performance Serv ice  - 
Passenaer-Mi 1 es T r a i n  M i l e s  Revenue . ~ -  

( ~ i  1 i i o n s )  ( M i l l  i o n s )  PM/TM ( $ M i l l i o n s )  Frequency ** Class * 

* C = coach o n l y  
** - Frequency i s  expressed i n  d a i l y  r o u n d t r i p s  

NOTE: Th is  t a b l e  does n o t  i n c l u d e  NEC rou tes  



TABLE D-9 

Route 

Short Di s tance:  

ROUTE L E V E L  PERFORMANCE MEASURES FOR SCENARIO B y  NATIONAL SYSTEM 
(Simulated Operations in  FY 1977) 

Performance 
Passenaer-Miles Train-Miles Revenue 

( ~ i l  i i o n s )  (Mil l ions)  PM/TM ($ Mii l ions)  

San D i  ego-Los Angel es 56.15 0.374 150 3.68 
Chi cago-Mi 1 waukee-Minneapol i s  35.05 0.493 7 1 2.27 
Chicago-St . Louis 35.52 0.412 8 6 2.76 
Chicago-Detroi t 43.22 0.407 106 2.92 
Chicago-Cl eve1 and 15.99 0.250 64 1.09 
New York-Buffalo 93.55 1 ,054 8 9 6.06 

Subtotal 

Long Distance: 
0 
I Chicago-New Orleans 104.60 0.674 155 5.59 
w S e a t t l  e-Los Angel e s  224.92 0.995 226 12.98 

Chicago-Denver/Los Angeles 353.25 1.756 201 20.20 
New York-Chicago 93,57 0.660 142 6.43 
New York-Florida * 285.02 1 ,074 265 17.86 -- 

Subtotal 

System Total 1,34Q. 84 8.149 165 81.34 

* Excludes intra-NEC passenger-miles and revenue but includes NEC t ra in-mi les  

** Explanation of codes: C = coach only;  S = coach and s leeping ca r  

*** Frequency i s  expressed in d a i l y  roundtr ips  by rou te .  Frequency on s h o r t  d i s t ance  rou tes  
does n ~ t  include any long distance frequencies between those end-points.  

Service 

~requenc.? ** Class ** 

NOTE: This t a b l e  does not include NEC rou tes .  



TABLE 0-10 

ROUTE-LEVEL PERFORMANCE MEASURES FOR SCENARIO D, MODIFIED CURRENT SYSTEM 
(Simulated Operations i n  FY 1977) 

Route 

Short Distance: 

Chicago-Carbondal e 

San Di ego-Los Angel es 

Seatt le-Port land 

Chicago-Milwaukee 

Minneapolis-Duluth 

Chicago-St. Louis 

Chicago-Detroit 

Chicago-Quincy 

New York-Buffalo 

Seattle-Vancouver 

Tota l  

Long Distance: 

Chicago-New Orleans 

Los Angeles-New Orleans 

Los Angeles-Seattle 

Chicago-Los Angeles 

Chicago-Houston 

Performance S e ~ v j c  e 
j . 

(Mi 11 i on )  ( M i l l i o n )  PMITM ( $  M i l l i o r , )  Fnquency *** Class" 

Chicago-San Francisco/Seatt le 353.75 2.556 138 21.03 

Uashington/New York-• 
Montreal 

New York-Florida* 700.35' 3.610 194 45.71 

New York-New 0r ieans 136.80 1 -006 136 7.91 

Uashington-Cincinnati-Chicago 65.84 0.654 101 3.33 

New York-Chicago/Kansas C i t y  184.07 1.307 141 12.78 

New York/Boston-Chicago/Detroit 140.80 0.901 156 8.72 

Tota l  2.912.05 18.481 158 175.41 

System Tota l  3.289.27 22.449 147 199.24 

Excludes intra-NEC passengermi les and revenue b u t  Includes NEC t ra in-mi les .  

*+ Explanat ion o f  codes: C = coach only;  5 = coach and s leep ing car 

*f+ Frequency i s  expressed i n  d a i l y  roundt r ips  by route.  frequency on shor t  d is tance routes  
does n o t  i nc lude  any long d is tance frequencies between those end-points. 

NOTE: This t ab le  does n o t  inc lude NEC routes.  
D-14 



TABLE D-11 

ROUTE LEVEL PERFORMANCE MEASURES FOR 
SCENARIO E NATIONAL/INTERREGIONAL/INTERREGIONAL SYSTEM 

Short Di stance: 

Los Angeles-San Diego 77.25 0.561 138 5.02 

Portland-Seattle 14.67 0.135 109 0.74 

Chicago-Mi 1 waukee 21 .oS 

Minneapol is-Duluth 11 .08 

Chicago-Detrolt/Fl lnt 71.61 8.795 90 4 .80 1-4 C 

New York-A1 bany-Buffalo 
(Incl . Hontreal . Toronto) 137.92 

Chicago-St. Louis 49.33 0.617 80 3.83 

Chicago-Quincy 14.84 0.192 77 0.94 

Seattle-Vancouver 10.12 0.113 90 0.62 

Boston-Newport News' 16.49 0.472 35 1.16 

Chicago-Champaign-Memphis 32.01 0 .480 - 67 - 1 :94 1-2 C 

Total 456.40 5.235 87 30.00 
Long Distance : 

Los Angel es-Sacramento- 
Seattle 264.27 

Chicago- 
Seattle/Portland 

Chlcago-Dal las-Houston 413.01 1.026 111 6.71 

Chicago-Denver-Oakland/ 
Los Angeles 511.14 2.091 245 28.70 

Chicago-Seattle/Oakland/ 571.80 3.349 171 34.47 
Los Angeles 

Chicago-New Orleans 98.25 

Los Angel es-New Orleans 216.38 

Chicago-Atlanta-Florida 128.17 

New York/Washington- 
Plttsburgh-Detroit/Chicago 173.48 

New 
195.13 

Wash-Ci nn- Ind-Chicago 

New York- Florida' 700.35 3.610 1'94 45.71 3-4 5 

New York-New Orleans 136.80 1 .M)6 136 7.91 1 5 

Boston/New York-Detroit/ 
Chicago 140.80 0.901 156 8.72 

Washington-Montreal* 48.62 0.489 99.4 3.62 1 S - -  
Tota 1 3628.43 22.919 158 220.00 

Grand Total 4084.83 28.154 175 250.00 

'Excludes intra-NEC passengermiles and revenue but Includes NEC traln-mlles. 

''Explanation of codes: C = coach only; S = coach and sleeping car 
'*Frequency is expressed In daily roundtrips by route. Frequency on short distance routes 

does not include any long distance frequencies between those end-points. 

NOTE: This table does not include NEC routes. 
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Errata 

Page 6-2 - Add to note: "A preliminary estimate indicates that 
labor protection payments required to implement this system will range 
from $70 mi 11 ion to $300 mi 1 1  ion. I' 

Page D-7 - Fourth 1 ine of note: labor pnotection payments range 
from $155 million to $640 million. 

Page D-9 - Fourth line of note: labor protection payments range 
from $45 mill ion to $145 mil 1 ion. 

Page D-10 - Fourth line of note: labor protection payments range 
from $25 million to $90 million. 


