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Forces at Work in D.C.

May Decide Amtrak Future

While the railroad presidents swarm about Congressional of-
fices on Capitol Hill, Senators and Representatives are working
overtime to find a solution to the Northeast Rail Crisis and the
problem of Amtrak’s quality of service.

The railroads are seeking to convince Congress that they
should have more money for the real or imagined services they
perform for Amtrak, and that Amtrak should be used as a means
of funneling “rescue funds’' to the Penn-Central.

The Department of Transportation, Amtrak, the National As-
sociation of Rail Passengers (NARP), and certain key members of
Congress seem to agree that Amtrak’s payments to the railroads
should be in some measure based on quality of service. The
railroads are fighting that concept with energy, money and high-
ranking personnel,

NARP is urging Congress to establish a basic limit on Amtrak
compensation to the railroads based on “avoidable costs” with
any additional payments to be awarded on the basis of quality of
performance.

(Currently Amtrak pays railroads enough to cover costs tied
entirely to passenger service, to pay '‘avoidable expenses”, i.e.,
those that could be eliminated if the passenger trains stopped
running. Amtrak also pays the railroads a five per cent override.
The railroads want to be paid on a “fully allocated” basis, i.e.,
Amtrak should share all costs of facilities jointly used by both
passenger and freight trains.)

Meanwhile, the Senate has voted to adopt the Cook Amend-
ment, which is similar to NARP’s proposal that any person or
company can provide auto-train service anywhere in the nation,
thus eliminating the possibility of an Amtrak monopoly on
future auto-train service. If enacted into law, the provision will
help Auto-Train Corporation’s plans for a Louisville to Florida
auto train.

The Senate on June 28 passed a $185 million appropriation
for Amtrak, considerably more than Amtrak had requested.
Meanwhile, a House subcommittee reportedly will investigate the
apparent conflict of interest of certain Amtrak board members,
and seek a “restructuring” of the Amtrak board.

NARP has officially protested the proposed Amtrak discon-
tinuances — Chicago-Florida, New York-Kansas City, and Rich-
mond-Newport News. In a letter to the Interstate Commerce
Commission, NARP Chairman Anthony Haswell said “Were
Amtrak to initiate appropriate connecting service between Cin-
C_lnnati, Columbus, and Cleveland, we would acquiesce in discon-
tinuance of present service between St. Louis and Pittsburgh.
Howew_ar, up to now Amtrak has refused to do so. Accordingly
the trains should be kept running. We believe that the Newpor;:
New§-Rachmond segment should be retained and rescheduled to
provide good connections between the Hampton Roads area
Washington, and New York.” ’

On anothet: front, the Department of Transportation has an-

nounced tha't.lt has dropped its opposition to federal funding of
f|r_1anC|aIIy.a!Img northeast railroads and said it is willing to com-
mit $85 million to keep the systems running through 1974,
_ Senator Hartke on July 16 announced his proposals for soly-
ing the Northeast Crisis, including establishment of a new
agency, the Federal Rail Emergency Planning Office in the Inter-
state Commerce Commission.

Dpspite Washington's apparent preoccupation with Watergate,
considerable time and energy is being devoted to Amtrak and the
F_Jortheast Rail Crisis. Hopefully, the railroad passenger will bene-
it
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Amtrak Plan to Drop
Two Trains Is Opposed

By William H. Jones
Washington Post Staff Writer

Amtrak, the National Rail-
road Passenger Corp., has
announced plans to discon-
tinue its daily Floridian be-
tween Chicago and Miami
and the National Limited,
between New York, Wash-
ington and Kansas City, but
the action will be opposed
in formal protests to the In-
terstate Commerce Commis-
sion.

Unless the ICC acts to ex-
tend the trains, Amtrak says
they will be stopped Aug. 2.
JIf the agency responds to
protests by delaying the pro-
posed abandonments, final
-action would have to be
taken within four months.

A spokesman for the Na-
tional Association of Rail-
road Passengers said Am-
4rak’s decisions will be op-
posed. NARP, the official
continued, thinks both

ains should be continued
but with different routes.

%

The Nixon administration
has recommended that both
trains be dropped citing es-
¥mated losses of $7.5 mil-
4jon for the year ended June

*+But Anthony Haswell,
NARP chairman, recently
Yold a House subcommittee
that Amtrak’s operations of
¥he Miami-Chicago train
ayere poor. In the first. quar-
der of 1973, according to
:Haswell, only one Floridian
operated on time and trains
averaged over two hours
late.

NARP has suggested that
A new route be taken for the

loridian that could cut 10

ours off the present day-
Jand-a-half trip, by traveling
the west coast of Florida in-
stead of 'going east from
fChomasville, Ga., to Jack-

sonville, Fla, and then
south.

The National Limited,
NARP  officers believe,
should be rerouted west of
Pittsburgh to Cleveland
(which has no intercity pas-
senger service now), and
then to Toledo and Chicago,
with the addition of a con-
nector train between Toledo
and Detroit.

NARP agrees that Amtrak
service from Pittsburgh to
St. Louis, by way of Colum-
bus, could be dropped, but is
in favor of keeping daily
service between St. Louis
and Kansas City. Another
proposal of NARP is to ex-
tend an Amtrak {rain be-
tween New York and Buf-
falo, to Chicago.

The Senate, inclined to
support additional rail pas-
senger service, has approved
$185 million in funding for
Amitrak in the new fiscal
year, or double the proposal
of the Nixon administration.

In the House, action on
Amtrak legislation was stop-
ped by the July 4 recess.

Congress is expected to
approve some restructuring
of the Amtrak board of di-
rectors, possibly to include
three consumer representa-
tives. One consumer space
on the board has never heen
filled.

There also is growing op-
position to Amtrak board
member John J. Gilhooley,
who is chairman of Trans-
port of New Jersey, one of
the nation’s largest bus
firms and a contributor to a
current anti-Amtrak adver-
tising and Ilobbying cam-
paign of the National Asso-
ciation of Motor, Bus Own-
ers,
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HASWELL'S COMPLAINT (Copyright by Kalmbach Publishing Co. 1973)

1 WE SUBMIT that no man, not even

Amtrak President Roger Lewis him-
self, concerns himself more with Amtrak
than does. Anthony Haswell, chairman of
the 5500-member nonprofit National As-
sociation of Railroad Passengers (NARP)
which was quite instrumental in the crea-
tion of the quasi-Government corpora-
tion which now operates most U. S. inter-
city passenger trains. Tony Haswell is a
sort of positive-thinking Ralph” Nader.
He can cite 101 sound reasons for the
preservation of the passenger train, rang-
ing from conservation of land and energy
consumption to sightseeing pleasures
(“The air traveler will see a relief map
of the country if he is lucky; otherwise
he will see the clouds”), yet he finds small
solace in Amtrak: “Its record as a whole
has been a disappointment.”

A disappointment? That’s not what Am-
trak says about Amtrak. Amitrak at Two,
a 15-page progress report on the corpora-
tion’s first two years of operation dating
from May 1, 1971, is a glowing account of
reversed travel trends, reduced deficits,
refurbished equipment, computer reserva-
tions, facelifted stations —i.e., of “light
at the end of the tunnel.”

Tony Haswell isn’t convinced. In a 60-
page statement filed with a Senate sub-
committee on May 16, 1973, he allocates
a bare paragraph to Amtrak’s accomplish-
ments. The burden of his testimony is that
Amtrak, flawed by its enabling legisla-
tion, either does not know what it is doing
or has allowed itself to be grievously
manipulated by the railroads. In con-
sequence, Haswell charges, Amtrak is
wasting money producing a mediocre
service. Too many of its trains are slow,
late, and excessively expensive —and
avoid both population centers such as
Cleveland and scenery such as the Col-
orado Rockies.

NARP’s creator isn’t taken in by shiny
cars: “The refurbished cars, with their
bright new stripes, new carpets, and new
upholstery look beautiful while sitting
in stations on display for the edification of
very important persons. However, once
the cars are in motion — which after all
is the whole idea of transportation — they
become chambers of aggravation complete
with air-conditioning failures, heating
failures, electrical failures, noisy and
rough-riding trucks, and an untold vari-
ety of squeaks and rattles.” Also, Haswell
asks, why didn’t Amtrak substitute elec-
tric heating for steam heating as long as
it was having all its cars rebuilt (or was
supposed to be) from the trucks up?

Haswell inquires why turbo trains,
whose most salient feature is their ability
to negotiate curves faster than conven-
tional equipment, are to be deployed on
some of the straightest routes [Milwau-
kee-Chicago-St. Louis] in the land.

His estimate of Amtrak’s equipment pro-
gram: “badly mismanaged.”

Nor is he happy with the lack of a
common servicing yard for Chicago Union
Station; with the number and location of
Amtrak’s new depots (two to date; and the
one in Cincinnati is “under a highway
viaduet next to two junkyards”™); with
the fact that only 2600 of the 11,000 full-
time passenger-train employees are on
Amtrak’s payroll; and with the “incred-
ible bungling” on such matters as a
lengthy Chicago-Florida schedule as
well as “indecision and vacillation” in
the making of an orphan Texas-Mexico
service.

Haswell reserves his sternest comment,
though, for Amtrak’s railroad subecon-
tractors. He singles out only three for
credit: C&O/B&O; Milwaukee Road
(“an outstanding on-time performance”);
and Union Pacific. Qut of 6 pages of anal-
ysis of the remainder, 3. are devoted to
Southern Pacific — long the bane of NARP.
The charges against the subcontractors
include resistance to new routes, poor
on-time performance, rough-riding track,
and freight-train interference.

To make of Amirak what he believes its
potential is, Haswell would install in its
top management someone with railroad
expertise (“The fact remains that Amtrak

. is responsible for running trains rather

than flying airplanes”) who would com-
mand the respect of the industry; dis-
charge the three railroad directors (BN’s
Menk, MILW’s Quinn, PC’s Moore) on
grounds of negativism about passenger
trains; reduce the state share of subsi-
dized runs from two-thirds to one-third
of deficits; give passenger trains pref-
erence over freights; charge Amtrak with
hiring all employees engaged full time in
passenger service; and make available
Federal aid for track improvements which
the carriers cannot afford.

In the final analysis, what you make of
all this depends on what you make of the
passenger train itself. If the concept of
carrying people on trains is valid, for
either economic or social reasons, then
Amtrak deserves better than the low-
profilemanagement and bare-bonesbudget
it has been accorded to date. If, on the
other hand, Amtrak is without merit out-
side the populous corridors but would be
difficult to dismantle because of labor
and political pressures, then the corpora-
tion as constituted at present seems ade-
quate pending a graceful exit.

We reserve our comment on the Haswell

' statement to a couple of points about the

Amtrak/railroad relationship. First, only
the idiocy of a Watergate-like reasoning
appears to explain why a handful of rail -
road presidents keep insisting in public
that Amtrak is academic. The facts of the
matter are that Amtrak has lifted the major
burden of passenger losses off the backs
of the rails, that Lou Harris polls in-
dicate most people like to see passenger
trains go by (if not ride them), and that

post-Penn Central railroading doesn’t
need to blacken its other eye. So why poke
the alligators?

Second, Haswell overlooks a key el-
ement of the Amtrak/railroad friction:
The rails’ only incentive to cooperate is
for p.r. purposes. The AAR’s estimate is
that Amtrak’s 12 railroad subcontractors
are subsidizing the corporation in the
amount of 52 million dollars a year in terms
of inadequate compensation for services
rendered. And that is not the whole story,
for even if the rails lost no money on their
Amtrak contracts, there still would be no
profit incentive to compensate them for
freight-train delays, silk-smooth track
standards, supervisory and management
time, and all the rest. No other industry
is compelled by law to do business with
the Government on deficit terms — why the
rails? Surely a demonstrable, defensible
connection exists between this situation
and Haswell’s conclusion that “the rail-
roads are not satisfied with being relieved
of the financial obligations of passenger
service but want the trains physically
removed from- their tracks.”
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Mexico Railways

Purchase Locomotives
Journal of Commerce Special

MEXICO CITY, July 9 —
The National Railways of
Mexico have announced the
purchase of 38 high-horse-
power diesel-electric locomo-
tives from the Gemneral Elec-
tric Company (U.S.A.) for ap-
proximately $15 million.

The locomotives will be built
by General Electric’s, Trans-
portation Systems Business
Division at Erie, Pennsylva-
nia. Delivery of these U36C’s
is scheduled to begin in mid-
1973.

Rated at 3,600 hp., the lo-
comotives will be wused in
heavy freight service on the
Mexicano, Jalapa and Vera-
cruz al Istmo divisions of the
railway, All three lines serve
Mexico City through inter-
commecting divisions.

The Mexicano and Jalapa
divisions, through other north-
ern divisions, interconnect with
the Southern Pacific, Santa Fe
and Missouri Pacific railroads
at E]l Paso and Laredo, Texas.
The new locomotives are stan-
dard 56.5«nch gage and identi-
cal to GE locomotives used by
U.S. railroads.




THE GHRISTIAN SCIENCE MONITOR/JULY 2, 1973

Are trains off the track?

Tired of late service,
passengers ride herd

By Lucia Mouat
Staff correspondent of
The Christian Science Monitor

Washington

Anthony Haswell takes the train at
Jeast twice a month between Chicago
and Washington. But he enjoys it
hardly atall.

Ask him and he'll tell you: The ride
is *incredibly rough,” the equipment
is *“not properly modernized," and the
train usually pulls into the station a
good 60 to 90 minutes late. It's
altogether “‘unsatisfactory.”

The main reason this tall young
lawyer stays on the tracks at all is
that he happens to be chairman of the
National Assoclation of Railroad Pas-
sengers (NARP) and, as such, feels
an obligation to ride the trains ‘'regu-
larly."”

Mr. Haswell founded the 5,500 mem-
ber nonprofit organization six years
ago when the future of rail-paskenger
service looked even more uncertain
than it does today. Once a lawyer for
Illinois Central Railroad, the NARP
chairman admits to a lifelong fond-
ness for trains and rall travel —
always marked by keen awareness of
the gap between reality and potentlal.

NARP's goal is “expanded and
modernized" rail-passenger service,
and Mr. Haswell willingly concedes
there have been significant forward
strides in recent years.

NARP supported the establishment
and favors the well-funded contin-
vation of Amtrak, the quasi-public
national railroad-passenger corpo-
ration which took over most intercity
passenger service from the railroads
n May, 1971.

Such passenger services as reserva-
ions, ticketing, and meals are all on
-he improvement list. However, Mr.

Jaswell wastes no time in pointing
sut that he considers such amenities
nere “‘cosmetics” In comparison
vith the very “fundamental” job of
‘running the trains.” The fact re-

nains, he says, that the trains “are
low, they're rough, and they don't
unon time.”

Tracks blamed

Outdated, uneven track and
roadbeds, In his view, are responsible
for many of the difficulties, and he
terms It “imperative’” that they be
improved. So-called ‘‘slow orders,'”
imposed on trains because of poor
track conditions, are a major factor in
Amtrak's ypoor record of on-time
arrjvals. They figure strongly, for
instance, in the regular two- to four-
hour delays on the Chicago-New Or-
leans run

whnat makes the present situation
doubly hard for many traln buffs to
accept is the fact that it all used to be
so much better. The Chicago-Miami
run, for Instance, which now Is on the
verge of cancelation, takes seven
hours longer than it did 20 years ago.
Similarly, while some tralns aver-
aged 80 to 80 miles an hour back in the
1930's, the current point-to-polnt aver-
age speed for a passenger train is
closer to 50-55 miles an hour.

NARP and Mr. Haswell suggest
that the government impose man-
datory track standards, and the funds
to fulfill them if needed, so that
freight trains could comfortably aver-
age speeds of 80 miles an hour while
passenger trains could settle in at
about 80 miles an hour

What bothers the NARP chairman
particularly in this repair venture is
that neither the railroads themselves
nor Amtrak Seem to be very inter-
ested. Suggesting that Amtrak too
often tends to “'throw up its hands in
despair’’ in the face of obstructionism
from Individual rallroads, he says
that the corporation takes the “ab-
surd" position that its job is simply to
run the trains on the tracks provided
by the railroads.

Mr. Haswell asserts that Amtrak
thought of itsell originally as “the
contractor’’ and has never quite got-

ten away from that concept despite
Congress's legislative prod last year
that the corporation directly “‘operate
and control" all aspects of its rail:
road-passenger service as far as
practicable. Charging Amtrak with
“‘dragging its heels in compliance,
the NARP chalrman says the corpo-
ratlon needs to acqulre more oper-
ational expertise and commitment at
the top-management levels to com-
mand needed respect from the rail-
roads and to aggressively move to get
what it's entitled to in terms of
performance.

As it is, Amtrak recently filed its
18th suit against a railroad — the
latest against Louisville & Nashville
Railroad — on the grounds that its
train arrivals have been so late that
Amtrak has suffered a loss In reputa-
tion.

Battles to fight

“1 don't believe litigation is the
answer,"” says Mr. Haswell. *'Amtrak
has to fight its battles more directly —
it's got 1o run its own empire."

Every '‘empire” needs personnel,
and while Amtrak has managed to
take hold with its own ticket and

" reservations clerks, only about 2,600

of the 11,000 in full-time Amtrak
passenger service are employed
directly by the corporation.

Mr. Haswell also criticizes Amtrak
for “'face lifting'" rather than really
rehhbllitating railroad equipment
which it has purchased. The result, in
his view, Is that the cars, once in
motion, “become chambers of aggre-
vatlon, complete with air-condi-
tloning fallurés, heating failures,
electricity failures. . . "

For a start in these repairs, which
would cost an estimated $100,000 per
car, Mr. Haswell suggests that the
steamn-heat apparatus be replaced by
an electric heating system supplied
by power generated by the locomo-
tive.
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Cost trimming, too

While NARP has walked around
most fare controversies, feeling that
service standards and reliability de-
serve top priority, the consumer orga-
nization considers Amtrak’s current
deficit of $147 million much too high in
relation to public benefits received,
and suggests there are many areas in
which costs could be trimmed.

Overall, however, NARP considers
one conclusion inescapable. Its orga-
nizational brochure says flatly: *“Gov-
ernment assistance is the only answer

Lif we are ever fo achieve a truly

balanced g

private
enterprise but let the chips fall where
they may in discontinued trains.

Bill supported
NARFPF supporis the bill

by Sen. Vance Hartke (D) of Indiana
which calls for a nonprofit corpo-
ration to ac the track and
roadbeds of the bankrupt carriers. It
would rehabilitate these and lease
them to the various railroads.

If Congress opts for nationalization
as a solution — and Mr. Haswell says
there is ample precedent in federally
owned highways, airways, and water-
ways — the NARP chairman urges
that it not stop with the bankrupt
railroads. **The public should not be
stuck with the dogs,” he says, “'while
private interests continue to fatten up
on the profitable lines.”

Le Beau packages
West, Rockies train
trips; with Amtrak

NEW YORK — Le Bean Tours
and Amtrak will operate a joint
series of escorted and indepen-
dent rail tours to California and
the West, inclnding the Cana-
dian Rockies.

The Southwest Escorted Holi.
tay program will visit Grand
Canyon, Los Angeles, Yosemite
Park, San Francisco and Reno.
I's priced al $699 from Chi-
(':Igl).

Northwest vacation

The Northwest Escorted
Holiday will visit Glacier Park,
Banff, Lake Louise, Jasper Park,
Vancouver, Victoria, Seattle and
Yellowstone Park. Price is $749 .
from Chicago.

The independent rmail vaca-
prufa and the West

unliners with shum-
bercach sleepers. A hasic two-
week tour inchudes Grand Can-
von, Los Angeles, Reno and
Donver.
Optional tours

Other ional 'programs in
elude Califomia Parlor Car
Tours to Yosemite Park, Yel-
lowsto ne, Glacier Park and Las

Vegas.

E Bean will issue all vou
chers induding rail tickels and
will confirm  immediately, a
spekesman said,

For information on the tours
as well as folders omtact Le
Bean Tours, G East 43nl St
New York Cily 10017, tele-
phone 212-867-8882.
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OUR OPINION

Tough Talk on Amtrak:

Impolite but

Corsicana Chamber of Commerce
President Don Bowen may have
surprised many long-fime Bowen-
walchers last Thursday when he
delivered an unmistakably "get
tough”’ speech to representatives of
the Southern Pacific Railroad about
what he called the "“foot-dragging”
of the Railroad in delaying im-
plementation of the proposed
national railroad passenger service
(Amirak) route from Dallas to
Houston via Corsicana.

Bowen said unless the Southern
Pacific shows. good faith in
providing frack and realistic
timetables for the Amtrak route
originally scheduled to open June 10,
he will exert his influence as
president of the Chamber to get
Corsicana action to follow the City's
prerogatives in limifing length and
speed of trains between the city
limits. (He suggested figures of a 20-

Realistic?

car limit with a five-mph speed,
which would seem to be a con-
siderable impediment to the
operation hereabouts of the freight
service which the SP’s spokesman
characterized as the most successful
in the nation.)

That is harsh talk coming from
our pleasant and genilemanly
Chamber president, but it may be as
realistic as it is inescapably im-
polite.

Corsicana received its first
significant growth as a way-station
in the construction of theold Houston
and Texas Central a century ago,
and only a trip across town in almost
any direction is necessary to
dramatize the city's hospitality
toward—and obverse dependence
on—the “iron horse.” The recent
pinen can be solved without at
tention to some of the most mobile of
all “freight’’: people.

The Dallas-Corsicana-rouston
corridor must be the South’s prime
target for 'moving modern, wide-
ranging citizens as quickly, cheaply,
and comfortably as possible, and
railroadmen who claim somebody
else can or. should do it better seem
unfaithful to their much-honored
“track record” as the implement
that finally won the West and
provided the seven-league boots for
the industrial revolution that helped
growth of our industrial complex
must be heavily geared fo favorable
access by highway, rail and—
eventually, probably, air and water.

(The Trinity will be developed
sooner or later as surely as the
Dallas-Houston freeway had to
connect the majority of Texas
population always destined fo locate
throughout the Trinity Valley.)

A deep awareness of energy ratios
Is upon us—call it a “crisis” or a
“panic" as you will—and railmen
have been basking in the statistics
oworing railroads. There seems
Itk reason to believe that such a
make this e strougest nation in 1he
world.

Bowen acknowledged the wiry's
appreciation of its railroads,
specifically including the SP—which
is a member of the local Chamber of
Commerce and a significant fax-
payer—and Joseph Barl, speaking
for the SP, pled an earnest com.

mitment toward cooperation, both
on the Amtrak impasse and on such
logistical problems as rough rail
crossings and blockage of
emergency routfes.

Bowen replied that he’ll believe it
when he sees passenger service with
reasonable fimetables through
Corsicana.

NobOdy in Corsicana, surely,
wants to harass, insylt or demean
this great and epochal giant that
helped carry the modern world to A
sleepy little community scattered
along Post Oak Creek.

But we are reminded of a small,
faded photograph resurrected from
the old Daily Sun Building next door
o the Post Office. It is a picture of
“The Daily Sun Band,” which
welcomed ftrains here, we‘re told,
more than half a century ago, when
passengers included state and
national leaders such as Gov.
Beauford Jester of Corsicana, opera
troupes, oilmen creating some of the
great black liquid bonanzas of the
day, and- private citizens even then
cognizant of the “Big C’ and its
food, fiber and hardware.

We'd like nothing better man to
see a Daily Sun band greeling such
rail passengers agin., and we are
confident that a noble railroad and
one of the nation’;s most promising
secfors can renew such traffic. -
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Bankrupt Railroads

By STEPHEN M. AUG
Slar-News Stafl Writer

Executives at bankrupt
railroads are paid smaller
salariés Lhan their colleagues
at highly profitable railroads.
Right? Wrong.

In fact, an examination of
Imerstate Commerce Com-
mission records shows that
execulives at bankrupt rail-
roads are paid salaries that
art.about equal to those paid
officials at similar-sized rail-
rods that may be highly prof-
itable.

.And the nation's Jargest
bankrupt railroad — the Penn
Céntral Transportation Co. —
managed to find enough mon-
ey to give pay raises lo vir-
tually. all its top officials
Jast year (excepl its presi-
dert, William H. Moore, who
cdntinues at §165,000 a year
plus §2,700 for being a direc-
tar of some subsidiaries and
another $3,696
ance fees paid by the
company).

Among other information in
the 1CC records:

®.The last pre-bankruptey

chairman of the Penn Central,
Stuarl T. Saunders, is shown
receiving a pension last year
of §97,827.11 from the prosper-
ous Norfolk & Western Rail-
way. Saunders worked for
N&W from 1939 until 1963,
when as its president, he left
to become president of the old
Pennsylvania Railroad. His
Penn Central pension is
$50,000 a year, limited by
court order, rather than the
$144,000 he had expected to
receive.

@ Norfolk & Western, which
had been helping pay salaries
of several officials of Erie-
Lackawanna Railroad (an
N&W subsidiary) abruptly
stopped when E-L went inta
bankrupley last summer. As a
resull, Erie’'s payments for
salaries in bankruplcy are
slightly greater than they
were when the railroad was
solvent.

@ The most highly paid exec-
utive on any U.S. railroad
may well be Benjamin F.
Biaggini, president of the

Southern Pacific Co., who
received $290,300, of which
$§210,300 was salary.

Precisely who was the most
highly paid railroad executive
last year is difficult to say.
Therg is some confusion as to
whether salaries reported o
the ICC by railroad-based
conglomerates cover only
portions of pay resulting from
railroad operations, or pay
from ponrail businesses.

SOUTHERN PACIFIC CO.
is a conglomerate, with inter-
ests in pipelines, lumber. oil,
gas and mineral rights, and
communications.

As a resull, the most highly
paid railroad executive may
be John P. Fishwick, presi-
dent of the Norfolk & West-
ern, who last year received
$250.124, of which $225,000 was
salary.

With the exception of the
tap two or three execulives,
the base salaries of healthy
and unhealthy railroads ap-
pear to be hittle different.
Penn Central. for example.
which lost about $222 8 million

last year, had 38 execulives
who were paid $40,000 or more
last year. and five were paid
more Lhan $30.000. This
doesn’t include the three trus-
tees and their principal law-
yer. Jervis Langdon, ane of
the three. was paid $95.000,
and the trustees’ lawyer.
Robert W. Blanchette, re-
ceived §70,000.

Penn Central's neighbar
and competitor, the profitable
Chesapeake & Ohio-Baltimore
& Ohio system, had six execu-
tives at $70,000 or more, one of
whem could be excmpted
fram being a railroad official,
since he runs the company’s
plush Greenbrier Hotel re-
sort. In fact, C&O president
Hays T. Watkins had total
earnings from the railroad
Iast year of $167.475 — about
the same as PC's Moare

THE LARGE, prosperous
Union Pacific had only four
officers with salaries of
$70,000 or more — but like a
number of wealthy railroads,
their pay was boosted by siza-
ble bonuses. For example, UP

President John Kenefick had
a salary of §110,000, the same
base pay as that of G. W.
Maxweli, president of the
bankrupt Erie-Lackawanna.
Bul Kennefick had additional
compensation last year of
$10,904

It is, in fact, in the area of
additional compensation that
executives of prosperous rail-
roads have the opportunily to
earn far more than their col-
leagues at bankrupt lines.

The Washington-based
Southern Railway, for exam-
ple — one of Lhe nation's most
prousperous lines — paid its
executives last year a bonus
of 225 percent. They could,
however, have earned more
had the company's profits
been greater.

SOUTHERN'S PLAN —
similar to that of other rail-
roads — provides a 25 percent
bonus if the railroad's profit
reaches a predicted targel.
The bonus could be as much
as 50 percent if it goes 15 per-
cenl above target, or it could

shrink to nothing if perform-
ance falls 15 percent below
target.

Largely as a result of the
bonus, compensation for
Southern President W. Gra-
ham Claytor Jr. soared
§16.814 above his $150.000
base salary. Southern's four
executive vice presidents, all
with a base salary of §90.000,
earned an additional $22,000
on average from bonuses and
other fees, such as serving as
directars of Southern subsidi-
aries,

COMPARISONS of base
salaries are difficult, because
job titles and actual work
may differ from one railroad
to another, but here are some
comparisons of executive sal-
aries:

Basil Cole, Penn Central
vice president for legal ad-
ministration, earns §70,00 a
year; Owen Clarke, vice pres-
ident, law, C&O, $82,400;
John S. Shannen, vice presi-
dent, Jaw, N&W, §77,000; W,
J. McDonald Jr., vice presi-
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dent and general counsel, UP,
$90,000.

W. R. Divine, vice presi-
dent, finance, Penn Central,
$89,250; John T. Ford, vice
president, finance, C&0,
$68,400; W. S. Cook, vice pres-
ident, finance, UP, $112,500;
Hamilton M. Redman, vice
president, finance, N&W,
$105,000.

J. B. Addington, vice presi-
dent, operations, Penn Cen-
Lral, $89,250; K. T. Reed, vice
president, operations and
maintenance, C&O-B&O,
$78,600; W. J. Fox, vice presi-
dent operations, UP, $70,008;
R. D. Spence, vice president,
operations, Seuthern Pacifie,
$80,000; Richard E. Dunlap,
vice president operations,
N&W, §90,000

PRECISELY why railroad
salaries — exclusive of bonus-
es — are roughly comparable,
could be that many larger
railroads actively examine
the salary structure of the
compelition. Penn Central of-
ficials, for example, can cite

Pay Executives Less. Right?

lengthy statistical compari-
sons of their salary

as compared with other like-
sized railroads.

Another reason is that for
several years 13 major rail
systems have been paying a
management consulting firm
thal specializes in compensa-
tion — Edward N. Hay & As-
sociates — Lo do a continuing
study of jobs and salari

Dr. Frank Martin, a manag-
ing partner of the firm, said
the system — by more
than 1,000 companies in var-
ious businesses — assigns
points to various types of jobs
and eventually calculates the
nature of a job and the range
of salaries paid for such work.

The railroads cooperating

*in the study are Bessemer &

Lake Erie; C&0-B&O system;
Chicago & North Western;
Grand Trunk; lllinois Cen-
tral, Chicago, Milwaukee, St.
Paul & Pacifi issouri Pa-
cific; N&W; Frisco; SoPac,
Southern and UP.

|
i
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Greater Use of Railroads
Means Big Fuel Savings

Current and prospective fuel shortages make it more vital
than ever for America to use its railroads better, instead of
promoting the use of autos, trucks and planes. We hope the
government wakes up to this—and acts on it.

Transportation as a whole accounts for one quarter of all the
nation’s energy consumption. And trains consume far less fuel per
unit of transportation than their chief rivals.

This fact has been brought out recently by G. A. Lincoln, former
chief of the U.S. Office of Emergency Preparedness. ‘Writing on “En-
ergy Conservation” in Science magazine, Lincoln cited the following
figures on average passenger-miles per gallon of fuel: Jet plane, 21-22;
auto, sedan, 32; cross-country passenger train, 80; suburban train,
two;deck, 200.

For freight, Lincoln cited these figures on average cargo ton-miles
per gallon of fuel:. Boeing 707, semi-freight, 8.3; 40-ton truck, 60;
40-car fast freight train, 97; 100-car freight train, 250. Other modes
comparing favorably with the .train were big inland barge tows,
large pipelines, and supertankers. But these last modes are limited
as to cargo and/or destinations.

e

Clearly both on freight and passenger transportation, the railroads
are great fuel savers. Lincoln stressed especially the need for mass
transit. Commuting by auto involves a drastic waste of energy, he
warned. In 1971, he noted, over half the nation’s auto energy con-
sumption “went for urban trips of 10 miles or less, and 56 per cent
of all commuting was by autos containing only one occupant.”

Another recent study by scientists at Oak Ridge National Labora-
tory, summarized in the Transportation Engineering Journal, gave
similar facts and conclusions. Those scientists cited also the pollution
aspect. In 1969, they reported, transportation accounted for 62 per
cent by weight of total U.S..air pollution with the great bulk of that
coming from cars and trucks.

In addition to fuel shortages and air pollution, the problems of
urban congestion, safety and noise pollution also “may provide addi-
tional incentives” to turn more to trains and barges, the Oak Ridge
scientists concluded.

Similarly, in a statement presented to the House subcommittee
which is considering the Northeast rail crisis, Gov. Thomas Meskill
of Connecticut cited findings which show that “moving freight by
truck requires approximately 3,460 British thermal units (BTUs) per
ton mile, versus 624 BTUs per ton mile by rail.” In other words,
trains consume only one-fifth the energy of trucks in hauling identical
amounts of freight.

In view of all these facts, it seems almost incredible that the U.S.
Secretary of Transportation—speaking for the Nixon Administration—
should be willing to see thousands of miles of railraad line ehendanad

in the Northeast, and willing to see limping inadequate service ovel
many of the remaining lines.

But this is what Secretary Brinegar has indicated, in congressional
testimony about the DOT’s plans for the Penn Central and other
bankrupt roads. Public spirited members of Congress have sought &
more positive program. So have rail unions and civic groups. To save
fuel, to cut pollution, to aid lers and shi] it'’s long past time
the U.8. gavernment developed a truly positive policy for the railroads.

Amtrak Plans to Offer
New Express Service
FFor Shipping Packages
Priority, Iconomy and Custom

Service Slated, Often Priced
Below Rival Modes of Transit

Jiy a WALL STREET JOURNAL Staff Reporter
WASHINGTON—Amtrak said it will begin a
new rail express service for packages.

The semipublic passenger-train corporalion,
formally known as the Nalional.Railroad Pas-
senger Corp., will offer three types of service
—“priority, cconomy and custom'—in many
cases priced lo ofter savings over air, bus,
truck or rail-freight transportation for express
shipments. 2

Currently, Amtrak offers express service

only in an experimental program for points be-
tween Richmond, Va., and New Haven, Conn.
The new program will cover 32 cities for the
priority service and 110 cities for the other two
classes.
- The express service will be Amtrak's sec-
ond venture outside its primary task of carry-
ing passengers, and is similarly designed lo
help reduce the corporation’s’sizable deficit.
Amtrak has been offering an expanded mail
service, w 1 has grown to about §4 million in
annual Tevenue, much of that winding up as
profit. It was authorized to seek revenue from
mail and express service in legislation Con-
gress passed last year.

The priority express service will be offered
far shipments under 25 pounds moving on
high-speed trains like the Metroliner and Tur-
hotrain. It will be offered for 32 cities on 10
rout including  Boston-Washington, New
York-Chicugo, Chicage-Kansas City, and Seat-
tle-Los Angeles.,

Amtrak will charge a tlat §7.50 for priority
shipnients. An official said this would be well
below a $15-830 range for the air express ser-
vice this Amtrak service is designed lo com-
peie with.

The economy service will cover regular
traffic botween 110 cilies served by trains
carrying through baggage-express cars, Am-
trak said. The corporation will fmpose & §5
minimum charge, with rates per hundred
pounds ranging upward from §3. The service
will be limited to picces up to 50 pounds and
shipments up to 260 pounds, except when ad-
vance arrangements are made.

The Amlrak official said he expects rates in
this scrvice to be higher than bus and truck
Tates on shipments up to about 25 pounds, to be
competitive in the 253-to-50-pound range and to
undercut bus and truck express on shipments
Gver 50 pounds.

Amtrak's custom service will cover the
same 110 cities, Operation and rates will be tai-
lored to the customer's service needs and re-
quired traffic characteristics, Amtrak sald.
Space will be reserved in express cars for such
items as publications, drugs and auto parts.

Amtrak officials

seeking interest

of 'lost generation'

Amtrak, the guasi-govern-
mental railroad passenger
operation, is riding the rails
in search of its own lost gen-
eration.

“We have a serious gener-
wtion gap of 20 to 25 years,”
says Harold L. Graham, Am-
trak's vice president of mar-
keting. * @' are people
under 45 who have never rid-
den a train in their lives.”

_Rail passenger _service.
g ave been de-
clinfing for over 20 years,
Graham says. '‘The -
Tum went all the way in one
direction but now it's swing-
ing back.”

The decline in traffic was
teversed last year, he says,
when Amtrak cartied 16.6
million passengers. Volume
for this year is estimated at
19.2 million passengers.

Of course, Amtrak (for-
mally, the National Railroad
“Passenger Corp.) is still los-
ing money. Now two years
old, the government-subsi-
dized operation lost $152 mil-
lion in its first year, Graham
says, and $124 million in its
second, He projects a fiscal
1974 loss of $95 million, in-
cluding $20 million in in-
creased labor and material
costs.

A new business

_ This, he says, compares
with $460 million U.S. rail-
roads were losing on passen-
ger service pre-Amtrak—
when they were operating
gbout twice as many trains.
(Amtrak currentiy is averag-
ing 215 trains a day, over
27,000 miles of track and
services 450 cities.)
* How do you go about mar-
keting a dinosaurish concept
ke rail traffic?
» 1t's_an interesting prob-
lem, Graham admits, but he
-denles he's trying to sell a
‘tired, old business. “In es-
“sence,” he says, "‘there is no
“past; il's a new business.”
< The key, he says, is to con-
sider rail transportation at
speeds being used in other
countries.
.. -"Speed becomes the key-
ote to how much impact
“you can make. In Europe,
¢

for instance, rail speeds of
125 M.P.H, are common and
that makes speed-and
time-competitive up to a dis-
tance of 500 miles.”

There is a iimit, Graham
says, to how many highways
and " ai can be built.
“The only unused (about 10
per cent of the time) ‘high-
way' in the United States is
the rail line.

“Once you get oOver 100
M.P.H.—and that is perfect-
ly feasible—the most eco-
nomical mode of carrying

le is by rail. Al you
ve to do is add cars.”

And cost, in coach, is just
slightly above bus, he edded,
and considerably cheaper
than air.

The trouble, he says, is
that U.S. railroading is just
begimming to break that 100
M.P.H. barrier.

“This is a business in
which the technology of the
last 20-25 years—aerospace,
computer, -new materials—
has not been applied, Most of
the cars were designed 30

As a consequence, it’s
been a matter of refurnish-
ing old equipment although
new rolling stock is on order.
For instance, jet-powered
turbo train service will start
this summer.

“It's a very broad-scale
campaign, Graham says of
the advertising and market-
ln‘g program, “Built around
why people travel by train;
things like comfort, sightsee-
ing, the ability to get up and
move around, a great sense
of safety.”

Surprisingly, he says, it
was necessary to start with
basics: The trains rum;
here's where the station is;'
here’s how much it costs.

“No one likes to get in a
situation where he feels fool-
ish,”” Graham says, “so we
e him the basic abe's.

“Many, for instance, wer-
en't eating on the train. They
either didn’t know they could
or couldn't find the diner or
thought it 100 expensive.

“What pleased so many —
the white linen, sparkling sil-
ver, attentive service—terri-
fied others. So we explain
what the diner is and what to
do when they %et there, Get-
ting rid of the fear increased
diner usage in some areas by
50 per cent.
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Youth Discovers Amtrak - And Loves It

Archie Bunker is all wet about these here meat-
heads. The youth are standing up for America — rid-

ing crowded Amtrak trains,

In San Francisco the other day Gay Anderson, a
California-based hostess, said in the past 18 months
the type of Amtrak passengers has changed from
quief retirees to lively younger people seeing their
country for the first time from the observation roof
of the dome car or through the windows of a tran-

scontinental train.

Miss Anderson says most of the youth travelers
are first-timers on trains. She told a reporter: “They
love the informality and comfort of rail travel, mak-
ing new friends as they cross the country.”

Of course it is a new kind of rail travel these first-

as possible.

DALLAS TIMES HERALD/JUNE 21, 1973

Corsicana throws switch in Southern

timers are experiencing — trains with movies, televi-
sion and pianos aboard.

The young people do not have the trains to them-
selves. Because of the fuel shortage, many travelers,
old and young, afraid of not being able to get enough
gasoline to vacation by automobile, are packing the
trains. Reservations are double those of a year ago.
To meet the demand Amtrak is adding as many cars

With the youth getting so smart so fast, one smart
aleck kid may even come up with the idea of putting
up billboards along the highways telling the tired, be-
leaguered motorist:

“Next time try the train.”

Pacific-Amtrak railway dispute

By KIT BAUMAN
Staff Writer

Southern Pacific Railroad could win
its bitter fight lo keep Amirak passen-
ger trains off its presently freight-lu-
crative Dallas-to-Houston line, but a
new clement has been added which
might {urn SP victory into prolonged
agony for the railroad.

That possibility arose three weeks
ago when the cily of Corsicana's
Chamber of Commerce promised (o
seck a city ordinance limiling trains
passing through that cily to 20 cars
and posting a maximum speed limit of
five miles per hour.

Admittedly, says Corsicana Cham-
ber president Don Bowen who original-
ly levelled the threat during a meeting
with SP and Amirak spokesmen, it's
merely another move in the “chess”
game o get the passenger service into
operation,

More to the point, though, It's also
legal.

“Any slate law could preempt such

a local law,” Dallas assistant city al-
torney Ken Dippel said Wednesday.
“But until that happens, a city has the
right to sel those limits."”

Dallas’ ordinance sels a 20 miles
per hour speed limit for trains through
residential areas and at grade cross-
ings. i
Such an ordinance as the onc pro-
posed by Bowen and the Corsicana
Chamber likely would be challenged in
court, Dippel added, on the question of
reasonableness,

Corsicana, a city of 20,000 about 50
miles south of Dallas, is cross-hatched
with railroad lines used daily by the
Southern Pacilic, Burlington Northern,
Foit Worth & Denver and St. Louis-
Southwestern railroads. All of those
lines intersect major {raffic arteries in
the town. Complaints from cilizens held
up by passing trains for as long as 15
minutes have become commonplace.

Yet the city, like many of Texas'
small municipalities, is also hungry for
business. The 26 trains that -pass

through the city limils each day pro-
vide this, so community leaders have
been reluctant to deal with the com-
plaints.

Amtrak also would mean business
1o the town, Bowen said this week,
“even il it meant only 10 jobs.” It was
with this thought in mind that he wrote
1o the SP's Dallas office in early May
urging rail officials to cooperate in
bringing Amtrak service 1o the town.

The SP replied, he said, requesting
a meeling with Bowen and other inter-
ested individuals in Corsicana so they
might present their point-of-view. A
meeting was arranged for May 24. Dal-
las City-County Amtrak Committee
member Dr. M. D. (Dan) Monaghan of
Garland—who is Bowen's cousin—also
was invited to altend.

Southern Pacific Public Relalions
manager Joseph L. Bart Jr., handled
his organization's presentation before
the group and countered Monaghan's
arguments in slating that “there is no
‘public be damned’ attitude in our rail-
road."”

Near the end of the hour and a hall
meeting, Bowen leveled his threat.

“All 1 hear from you,” he told Barl,
“is negativism. You've dragged your
feel.

“But after a reasonable time I'm
going 1o do evervihing in my ability 1n
gel a cily ordinance of 20 cars and no
more than live miles per hour through
Corsicana for trains."

The meeting broke up on thal nole.
In a meeting of the Chamber’s board
of dircetors a few days later a resolu-
tion was passed staling that the group
would go before Corsicana's city com-
mission seeking such an ordinance "'at
some future date.!’

Since that, time, Amtrak and South-
ern Pacific representalives have ap-
peaved before a three-judge National
Arbitration Panel in Washington seek-
ing an end 1o the lengthy fight. That
panel, meeting on June 7, was unable
to reach any decision after a day-long
hearing. It adjourned, promising to re-
convene at some fulure date to hear
more testimony from both sides.

‘That second meeting has nol yet
been announced. The Corsicana Cham-
ber people are anxiously awailing il.
Whatever action they may lake de-
pends on that panel’s decision.

Should the ruling o in Amirak’s [a-
vor, Dr. Donaghan said Wednesday,
the Southern Pacific likely would file
suit lo overturn il. That is where the
pressure could be applied to the rail-
road by the type of action the Corsi-
canans have promised, he said.

“I'm reluctant to call it *blackmail,”
said Bowen. “IU's really more like a
chess game. We've made a move. Now
it's up to the railroad to make the pext
one.”

There’s been no discussion on what
steps might be taken should the arbi-
tration panel's decision go in the rail-
road's favor, Bowen and Monaghan
agreed.

But the fight has been so bitter both
{foresee the possibility of a “'sore loser”
altitude and accompanying action like
the Chamber's search for new laws
regulating railroad traffic.

Bryan, which joins Corsicana as a
“flag stop” on the proposed Amffak
route, wanls no part of such “vindictiv-
eness.”” according fo that city's Cham.
ber of Commerce executive vice-presi-
dent Pat Mann.

But he added a cautioning note
when contacted Wednesday:

“Il it gets much tougher here, -we
might get in that situation,” he admit-
ted when told of the Corsicana Cham-
ber's action, -y

The Bryan and College Slaﬁaméity
councils and Chamber offices alregdy
are on record as supporting Amtrak
service, he said. The atmosphere is
different in his area, he added, she-
cause there have been no meetings
with railroad and Amtrak vepresenta-
tives. N

There's a wait-and-see altitude hing-
ing on the arbilration panel's decisjon,
Mann said. The outcome will deter-
mine whether any sleps similar to
lho;e proposed in Corsicana are consid-
ered.
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IFAST METROLINER |
| LURES AIR RIDERS

IF.A.A. Study Shows Trains
| Gaining Ground on Jets
1

Washington.

tion  Administration

Metroliner.

Increas:
to3

By ROBERT LINDSEY
‘Trains are gaining ground on
jetliners in the competition for
travelers along the 226-mile
route between New York and

According to a Federal Avia-
’ study it available to newsmen.
made available yesterday, rail X
ridership between the cities|
jumped 18.6 per cent last year,
while airline patronage’
creased only 3 per cent.

The F.A.A. analysis showed
that 2.2 million people made
the Lrip by air in 1972 and
834,000 by rail. Almost two-
thirds of the train passengers
traveled on the high-speed

Passenger volume on the
route by both modes of travel
6.8 per cent last year
illion, the F.A.A, found.

While the analysis showed| | The New York-Washington/
that the majority of travelers
still preferred jet ImemI to
trains, it provided the first clear ional train 5 |
indication that the Metroliner,| fioroinsaite S1.25 and "3‘;
which began service early in|

1969, was cutting into the air-
lines’ market.

Downward Trend Reversed

Trains increased their share
of the combined air-rail pas-|
senger market from 25 per cent;
to 27 per cent between 1971
and 1972, reversing a long trend
in the opposite direction.

The analysis of New York-
'Washington travel patterns re-
sulted from an F.A.A. study of
the impact of the Metroliner
and conventional trains on air
travel. 1t was given to Amtrak,
the quasi-governmental corpo-
ration that runs most intercity
trains, including the Metroliner
and Amtrak officials then made,

3 No effort was made to meas-
in- ure the impact of the Metroliner,
ron travel by private cars or
| buses. Previous studies have in-|
dicated more than 80 per cent
of the trips on the route are in).
rivate autos. Spokesmen for
Eus operators — which have|
been expressing growing bitter-|
ness over Amtrak’s Federal sub-
sidies—said they did not keep
figures breaking down New
York-Washington passenger|
; volume,

rone-way coach fare by air is
1$26; by bus, $11; by coﬂven—|

‘Metroliner, $19.

SALEM OREGON STATESMAN/MAY 19, 1973

Tortoise Gains
On the Hare

For once, mass transit is
going in the right direction.
Amtrak's increase to a daily
norfh-soufh schedule through
Salem, starting June 10, will
make it much more likely that
people will think of using the
train. Additional service breeds
its use, just as the reduction of
railroad passenger service was
a primary cause of further
rejection by the public. !

With United Air Lines aban-
doning its early morning service
to San Francisco from Salem
earlier this year, Amtrak looks
even more competitive with air
travel headed south from the
state capital.

. The San Francisco-bound
UAL flight from Salem leaves
at 4:45 p.m., arriving at 7:04.
The flight back starts at 9:30
a.m., arriving in Salem at 11:36.

~ For anyone using these
flights (instead of flying from
Portland) to do a full day’s busi-

The Amtrak schedule leaves
Salem for San Francisco at 5:15
p.m., about the same time the
UAL flight departs. It arrives
in San Francisco at 8:45 a.m.
the next day, in time for a day's
business. The daily departure
will be 8:40 p.m., arriving in
Salem at 11:47 the following
morning, within minutes of the
UAL flight. The major differ-
ence is two nights on the train
instead of a San Francisco ho-
tel.

As 10 costs, they are compar-
ative, A midweel: trip by hus-
band and wife on UAL (using
June’s fares) to San Francisco
is §174.98. The same thing on
Amtrak, including two nights in
a bedroom, is $186.92. The air
traveller would have more time
In the big city and free meals
on the plane but also the ex-
pense of two nights in a hotel
and limousine or bus costs to
and from the airport.

Amtrak isn’t about to drive
the airlines out of business, but
with the increase in service, the

ness in the Bay Area, it means

i 3 tortoise makes a big move for-
two nights in a hotel,

ward in his race with the hare.
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Warns Against Ripping Up Rails

Preservation rather than decimation should be the appioach to
saving railroad operations in the Northeast, according to President
Harold C, Crotty of the Maintenance of Way Employes.

Following up on previous comments (carried in LABOR) relative
to the Northeast rail situation, Crotty urged that the federal govern-
ment “honestly develop a plan to realign or restructure the bankrupt
railroads in the Northeast to preserve them for the citizens, communi-
ties and industries that need them.”

“Only the federal government can preserve those lines that are
needed today and will be needed tomorrow,” he continued. “It must not
embark on programs that will result in those lines being ripped up,
sold, destroyed or discarded,

“For !_l!len those lines are gone, no one, not even the federal govern-
ment, will be able to buy back the land and rebuild the railroads that
are needed now and will be required perhaps to a greater degree to
meet the transportation needs of future generations.”

Crotty added that “a subsidy from the federal government will be
needed to put these bankrupt carriers back on their feet.” He said
"t|_1is would be far less costly than any plan to eliminate half the
railroad plant, or any plan to nationalize the right of way.”
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New Yorik-Washingdon

Trains gain on planes

By Michael F. Conlan
Newhouse News Service

WASHINGTON — For the
first time in years, a passen-
ger train is back on the track
and competing with an air-

plane.

passenges finally turned up
dramatically,” he noted.

PASSENGERS riding the
high-speed Metroliner rose by
21 per cent, and 15 per cent
more were using conventional
trains along the 226-mile route.
Total riders climbed from 720,-

The number of rail passen- | 000 in 1971 to 854,000 Jast year.

gers traveling between Wash-

Airline figures showed an in-

ington and New York jumped | crease of 63,000, from 2,215,000
by 19 per cent last year, ac- | to 2,283,000

cording to a report prepared
by the Federal Aviation Ad-
ministration. Airline ridership
in the same heavily ubanized
corridor rose by 3 per cent,

said the report.

Despite the gains made by
the railroad, airlines continued
to dominate the market be-
tween the two modes, carrying
75 per cent of the passengers.
1t is estimated that about 88

A spokesman for M per cent of intercity passen-
said the semipublic;~Bovern- | gers travel by private auto, 9
m e n t-supported corporation | per cent by air and 3 per cent
was ‘‘completely surprised” | by bus and rail. Bus com-
by the report. “'After 25 years panies have no breakdowns on
of declines, the number of rail | the number of passengers they

carry along the New York:
Washington route.

The FAA report attributed
Amtrak's gains to positive
marketing programs, fare cuts
on conventional trains (re-
duced from $13 to $11.25 one-
way) and increases in the
number of both Metroliners
and conventional trains. One-
way Metroliner and air fares
are §19 and $26 respectively.

AMONG THE marketing im-
provements noted by the FAA.
in addition to lower fares,
were belter scheduling, more
through service, some frequen-
cy increases to allow uniform
departure patterns and im-
proved on-board food service.

The air market continued to
be dominated by the air
shuttle — the no reservation
service that guarantees every-

one a seat — said the report. 1t
found that about 1.3 million of
the 2.2 million air passengers
traveled by shuttle.

Over-all in 1972, Amtrak ri-
dership rose by 11 per cent,
said its annual report. On 8 of
its 21 routes the increases
ranged from 33 to 99 per cent.
The New York to Washington
and Chicago to Quincy corri-
dor trains were the only Am-
{rak routes to show a profit.
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'Reno Fun Trip’ Planned

By Northern

The Northern  California
chapter of ASTA will make
a “Reno Fun Trip” June 22—
23 to attend the opening fes-
tivities for El Dorado Hotel
The trip, sponsored by the
Reno Chamber of Commerce,
will include Amtrak trans-
portation from Oakland and
back.

A Western Quting on July
28 will take chapter members
to the ranch of Earl Ising
(Travel Universal) at Liver-
more, Calif., where they will
hald a barbecue and visit a
nearby winery.

Trip to Guatemala

August’s chapter event is
a familiarization trip to Gua-
temala, from the 22nd to the
26th of the month. There
they will stay at three Gua-
temala City hotels—the Ca-
mino Real, Guatemala Bilt-
more and Ritz Continental
—and make excursions to An-
tigua and Chichicastenango

Rates for the G I

California

The cost of $95 double in-
cludes accommodations  at
the Taipei Hilton. Carriers
being used are TWA, North-
west Orient, JAP, Philippines
and China Airlines.

Chred 6. Timms

a veteran railway sales execu-
tive who has served as Am-
trak’s manager — passenger
service, has been appointed
manager—national programs,
a new position. Among his
main assignments are devel-

opment of tour ams
and liaison with com-
ponents of the travel indus-
try. Timms is career

began his
with Canadian Pacific and
in 1951 joined the Santa Fe
railway system. V the
National Railroad Passenger
Corp. took over most US.

passen; service, including
that ﬁrm Santa Fe line, he
acting Amtrak

was named
sales manay for Chicago
and later or—sales. He

came to Washington in July,
1972, as the systgn's manager

trip are $69 per
double, and $79 single.
Hawaii Seminar

The chapter will hold its
annual Hawaii product sem-
inar Sept. 20-23 and in No-
vember will meet in Taiwan.
The meeting will be held in
Taipei from Nov. 25 to 27,
following which members
have a choice of four aptional
excursions.

)

°

Amtrak has announced a
new policy allowing cyclists
to take along bikes on bag-
gage cars for as far as they
are ticketed for one $2 han-
dling charge. The price is the
same for 20 miles or 2,000,
Amtrak accepts the bike in
liew of one of the three pieces
of baggage totaling 150
pounds it allows each pas-
w“gl’.
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opnion

Return to the Rails

Since World War II, the percentage
of railway passengers in America has de-
clined from some thirty percent of the
nation’s travelers to less than five per-
cent. And as the train lost its popularity
in America, people quickly focused on
the bus, truck, plane and automobile as
more desirable modes of transport-
ation. Today we're beginning to recog-
nize the appalling results.

As Lewis Mumford aptly states, "' By
shifting the main burden of transport-
ation to cars and trucks, we have extra-
vagantly multiplied the number of ve-
hicles in constant operation, decreased
their speed, wasted timg, money and
petroleum, slowed freight and mail de-
liveries, and increased human tensions.
Meantime, we have nullified the shorter
work week, and the promised gain in
leisure, by spending more hours in mo-
notonous daily travel, under conditions
highly inimical to health.”

Yet there’s an alternative to the fren-
zied highway and airport expansion
which continues to contribute to our
deteriorating environment: A return to
the rails. Railroads are the nation's saf-
est, most efficient and economical
means of transportation today.

But first some facts. The highway
use of motor fuel exceeded 103 billion
gallons in 1972. This is 877 gallons of
fuel for every registered motor vehicle
in America, exclusive of motoreycles.
The EPA has suggested gasoline ration-
ing for the notoriously toxic Los Ang-
eles basin. This past winter thousands of
cities experienced shortages of fuel,
with no promised easing of the crisis in
the near future.

“~“More facts. The automobile uses 2%...
times the energy per passenger-mile
than a train in cross country travel. An
Girplane — six times the energy. A per-
son who flies coast Lo coast is personally
using as much fuel for that one trip as

his automobile will consume in sixX
months. If he takes the train, he will use
one-sixth as much energy asinacar.

So let’s consider the advantages of
returning to the rails, from a purely en-
vironmental viewpoint. Trains have the
unique potential for using energy from
just about any source — oil, or
electricity from coal, gas or atomic
energy. Thus, as our crisis for oil further
develops, trains could potentially make
use of other fuel resources in greater
supply.

Trains also require far less land than
either airports or highways. Man-
hattan's two railroad stations handle
105 million passengers a year, on just
124 acres. New York’s three airports
handle less than a third as many pass-
engers on more than 60 times as much
land. The new Dallas-Ft. Worth air-
port is as large as Manhattan Island,
but its capacity is less than Manhattan’s
9-acre Penn Station.

Infinitely less air pollution is created
per passenger by the most heavily tra-
veled diesel or electric railroad as com-
pared to cars or planes. While railroads
are currently responsible for only about
| percent of the total national air poll-
utant emissions, the automobile is re-
sponsible for “over half of the two mill-
jon tons of pollution which we pump
into our air yearly,” according to John
P. Olsson, Deputy Under Secretary of
Transportation. And the airplane? A
study released by the EPA last Decem-
ber said that although 90 percent of the
nation’s jet airlines now have engines
producing a reduced level of emission
fumes, aircraft will continue to be a
major source of air pollution until at
least 1980,

Yet despite the environmental ad-
vantages of rail passenger service, the
future of Amtrak, our only rail passen-
ger commodity, is in doubt. When

Amtrak began operating on May I,
1971, it inherited a passenger network
that had suffered seriously from mis-
management and neglect. With some
Government *“seed” money, Amtrak
cleaned up the trains, reduced the fares,
got them on schedule and began an ex-
tensive adverlising campaign to get tra-
velers “*back on the rails.”

Come this June 30, 1973, Congress
must review Amtrak’s operation, and
pass new legislation to keep the pass-
enger rails open. But several of Pres-
ident Nixon's top advisors are opposed
to Amtrak, believing there’s no place or
need for rail passenger service. Most
notable are Domestic Advisor John
Ehrlichman, Treasury Secretary George
Schultz, and newly appointed Secretary
of Health, Education and Welfare, Cas-
per Weinberger. There is even
speculation that Weinberger, former
Director of the Office of Management
and Budget, will recommend to his
successor that Amtrak be dismembered,
under the guise of wanting to hold the
line against wasteful government spend-
ing. Perhaps these “‘advisors” also wish
to keep the support of railroad pres-
idents who do not want passenger trains
terfering with their profitable freight
trains.

Proponents of Amtrak include vir-
tually every member of the Senate and a
large percentage of the House, as well as
consumers, environmentalists and rail
labor unions. Yet the pro-train forces
are not nearly as powerful as the high-
way o aviation interests. Fortune mag-
azine has estimated that the combined
forces of the highway lobby spend $100
million a year on their Washington
offices alone. Thus the fate of rail pass-
enger travel in this country is indeed
tenuous.

The solution is clear. With fuel
running out, land becoming scarce, and
our air quality reaching the point of no
return, it's time we had a choice in our
modes of travel. Amtrak’s survival
could help shape the course of passeng-
er transportation in America for years
to come, but only if we let our legis-
lature know how we feel. Write and tell
them to support passenger trains. Also,
you yourselves should try a retum to
the rails — you'll love it.
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Traffic
Report

TurboTrain Back
In Service on CN
After Upgrading

Canadian National Railways is back in turbotrain
business again after an operational lapse of two years
and four months and about 120 engineering changes. The
turbos re-entered service on the Montreal-Toronto run
June 22 in the form of nine-car, instead of seven-car
trains in both directions. to replace the present after-

noon Rapido service be-
tween Canada’s two largest
cities.

Time for the trip is four
hours 10 minutes at an aver-
age speed slightly over 80
milkes an hour compared with
67 mph for the conventional
diesel-hauted Rapido. Max-
imum speed is 95 mph on
present tracks but roadbed
and ties are to undergo fur-
ther repairs.

CN has three nine-car trains
acquired from United Aircraft
of Canada L#., of suburban
Longueuil, Que., and non-mod-
ified to meet its special re-
quirements.

Essential ochanges in the
new trains are more powerful
engines and the installation of
interchangeable units.

‘The engines employed are
the STBK-T71 pas turbine, a
derivative of the PT6 gas tur-
bine. It is rated at 520 shaft
horsepower, compared with
400 SHP in the earlier model.

Five ST6K-T71 engines are
aboard each of the three tur-
botrains. Four are used for
traction, the [ifth supplying
power for services such as
electricity, heating and air
conditioning. One of the four
power units can be switched
over to drive a standby gener-
alor for electricity.

‘The cogine is considered in
the new generation of power

JUNE 20, 1973

Amtrak Gets

Locomotives

The National Railroad Pes-
senger Corp. (Amtrak) will
begin operating its first com-
pletely new locomatives this
week.

The first of 40 coming off
General Motors  production
lines wil pull the Super Chief
‘between Chicago and Los An-
geles and other trains botween
Chicago-Houslon, Los Angeles-
San Diego and Los Angeles-
Seattle.

The new 3,000 horsepower,
100 mileper-hour umits we-
place the 1,500-horsepower Jo-
comotives, averaging 20 years
oid, that have been hauling

begin service.
Amirak proposes a capital
i for fiscak

plants d at United
Aircraft and is said to have
Much in common with the en-
gine that powers the environ-
mental control system aboard
dhe L1011 TriStar.

CN will seat 110 club and 262
coach passengers in the new
train compared with 300 pas-
sengers in all in the old ver-
sion. Coach passengers have a
24seat lounge area in one
dome unit, club passengers
have access to the other dome
unit on the train.

1974 including §15 maltion for
conventional cars, §27 mdlion
for more locomatives and 325
‘mibion for self-propelled, high
cars for
east Corridor service.
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N.Y. Bar Study Hiils Profit Emphasis

U.S. Aid Seen Needed for Railroads

By William H. Jones
Washington Post Btatt Writsr
A New York City bar asso-
ciation committee believes
that “common Ssense re-
quires” financial assistance
from the federal goverm-
ment to support the railroad
industry in the northeastern
states for the next several

a study of
rtheastern Railroad Cri-
sis,” a special transportation
committee of the Associa-
tion of the Bar of New York
City concluded that the
hasic approach of the Nixon
administration — emphasiz-
ing the profitability of rail
segments when drawing up

a nmew “core” system—is
“unsound.
Because a northeastern

rail transport system “is in
the national interest, profit-
ability cannot be the sole
determinant of the system,”
sald the bar association re-

Moreover, the Department
of Transportation's concept
of “exclusive financing of
the new operating entities
from private capital is
wholly unrealistie if the na-
tional interest should wulti-
mately require that rail op-
eralions continue to serve
any substantial number of
communities from which lit-
tle or no profit is derived,”
the report stated.

DOT's proposal of distrib-
uting stock in newly char-
tered carriers to Lhe estates
of bankrupt railroads, said
the lawyers, appears lo be
unjust and constitutionally
defective while the adminis-
tration’s assumplions that
courts overseeing railway
reorganizations will permit
exisling services to continue
during an interim period
“seems unduly optimistic.”

The bar association com-
mitlee said the best pro-
posal made to date on the
Northeast crisis is that of

the Interstaie Commerce
Commission, although the
lawyers expressed a number
of objections to parts of the
agency’s plan.

A major attraction of the
ICC proposal is a provision
for “the substantial interim
government funding which
we believe is needed if the
northeastern railroads are
to achieve a rational and
longterm solution . .."”

For example, the law-
yers questioned the validity
of the 1CC plan for subsidiz-
ing money-losing branch
lines only for an initial
{hree-year period, after
which states and local gov-
ernments would have lo
take over all subsidies if
service is found to be neces-
sary.

The bar associalion com-
mittee also called for new
freedom in rate-making by
railroads, more efficient
procedures for abandoning
non-compensatory services,

and prohibiting inequitablr
taxation of rail property by
any government.

To help reduce unneces
sary work forces, said the
committee, the federal gov-
ernment should consider un-
derwriting labor protective
agreements of the bankrup:
lines.
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In Reviewing New Highway Plans

DOT Urged to Consider Energy

By MURIEL ALLEN

sume July 10, were scheduled
b; b i of the gov-

Journal of Cx Staft

WASHINGTON, June 19 —
Rep. Henry Reuss, D-Wis.,
urged the Department of
Transportation (DOT) today
to consider the effect of ener-
gy shortages when it reviews
proposals for new urban high-
ways, and DOT cfficials
agreed lo study the sugges-
tion.

“We keep building highways
as though there was no limit
to cheap gasoline,”” Rep.
Reuss said on the opening day
of joint energy conservation
hearings in the House. The
country faces the possibility of
a serious gasoline shortage
this summer.

‘The hearings, which will re-

ernment operations and sci-
ence and astronautics com-
mittees. Today the legislators
quizzed key government ener-
gy policy makers who outlined
a number of purely vohmtary
measures under way to con-
serve energy in the current
peniod of fuel shortages.
Cooperation Unlikely

Rep. Joel Prilchard, R-
Wash., suggested to the gov-
emnmert panel that the public
is not hkely to cooperate in
voluntarily reducing its use of
energy since many pecple be-
lieve that gasoline shortages
are the result of a conspiracy
by the major oil companies (o
drive up prices.

In his opening statement,
Rep. Reuss, chairman of the
conservation and natural re-
sources subcommittee of the
House Government Operations
Committee, expressed concem
that “'federal agencies are not
fully excrcising their powers
10 encourage the conservation®
of enengy end prevent its
waste."

wel, they are relying
on a lew forms of
voluntary cfforts to conserve
fuels, such s reduction in
duiving speeds:” Rep. Reuss
waid.

“DOT should start tomor-
vow requiring in all environ-
mental impact statements for
urban highways a stalement
af the effect of ene short-
ages on the econom isdom
of building highway and
weigh this against the environ-
‘mental deficits,” the Wiscon-
sin Demoorat said. Dr. Inwin
Halpern of DOT agreed.

Rep. Reuss' questioning of

port.
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Bob Barnet

‘l Rode All the Lines
—All the Big Trains’

It is the evening of June 17, 1973,
and it is Father's Day and the good-
byes have been spoken and it is time to
go home to Indiana.

The red-and-white
diesel units round a
curve and roll toward
the Clearwater station
and the waddling cars
are strung out behind
and.a liitle blond boy
clutches his mother’s
hand and his eyes are
large and bright. Sud-

clanging, monster and

the boy scampers for the station door.
His mother pursues him and brings him
back and dries his tears and he boards
the train with his mother and his
brother.

This is Amtrak's Floridian, north-
bound, and it will run {he 266 miles to
Jacksonville, stopping at Tampa, Orian-
do, Winter Park, Sanford and Deland.
At Jacksonville, cars will be added and

bling of equipment and sleeping passen-
gers from Florida's West Coast and
Miami's golden beaches will not know
when their cars became parts of trains |
that will roll on northward through the
summer darkness 1o Chicago and New -
York.

The newsman and his lady are set-
led in their bedroom in the handsome
Pullman car Altamaba River by sleep-
Ing car attendant EW. (“The E's for
Eula") Brooks, a veteran of 3313 years
on the nation’s railroads. Mr. Brooks is
proud of his job and isn't quite sure
that he wants his last one and one-half
years before retirement to pass swiftly.
He is a duck hunter who plans to go
back some time to his mative Stuttgart,
Ark., where the mallards darken the
evening sky above the rice fields.
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people pulling against that. The big
trains just have to come back, some-
how or other, Maybe my grandchildren
will Tide them. I hope so. I know how
wonderful they can be."

It is night when the train reaches
Orlando and suddenly, magically, the
coaches bloom with the bright orange
shopping bags with the insigna of Walt
Disney World. The young folks are sun-
burned and happy, the old foiks sun-
‘burned and weary.

The train Tolls on through the dark-
ness, and the liltle towns raltle past
and passengers press their faces
against the windows as they strive to
see the names.

Finally, there is Jacksonville and its
huge station and the newsman is re-
minded that the old railroad stations,
forlorn in their faded splendor despite
obvious cleanup campaigns, are among
the few depressing sights along the

way.

THE TRAIN STOPS next day at the
big while station in Monlgomery, Ala.,
and a graying slation agent tells the
newsman of changes that are to come.

“This is all going to be parl of a

convention center complex. This is a
three-story building and the city plans
to use it all for offices and meeting
T00mS.
“I was hoping they wouldn't change
it or tear it down until I got my time
in. It has been a wonderful place. It
was built in 1898 of solid natural brick.
You can see that the joints in the brick-
work don't vary a quarter of an inch,
They painted the red brick while a cou-
ple of years ago. Maybe they’ll lease
part of it to Amtrak for a passenger
station. I have to keep on believing that
we'll be needing a passenger station,
This was a busy statlon once, open
night and day, with a rcestaurant and
news sland and all the other things.
Trains came and went away and there
were always people here."

“How many f{rains come through
now?"” the newsman asks, and the sta-
tion agent says, “Just that one. North-
bourd and southbound each day, Just
the Floridian, Just No. 53."

AND S0 ON homeward.

The passenger frain opens new
vistas to the young traveler and la-
vishes long-forgotten wonders upon the
old. Once again, he sees the little towns
that are bypassed by the great Inter-
state highways. He glories in the real
prids of mid-America, the hills and
lakes and rivers, the land and its peo-
Me and thelr homes.

The Floridian is a composite of all
the great trains that once bore Ameri-
cans from the Great Lakes to the Guif
of Mexico, the Hummingbird, the South
Wind, so many others, As it carries a
Hoosier northward it is perhaps the
Orange Blossom Speclal, beloved of
country fiddlers, but as it moves care-
fully across the mile-long trestle at
Louisville it becomes the fabled Wabash
Cannon-Ball, because the traveler Is
home again in Indiana.

Perhaps the Floridian is not as good
as any of these crack trains of yes-
teryear, Perhaps it is greater than any
because it lives and breathes and each
day surges majestically northward and
southward, and they are dead.

THE NEWSMAN wonders 1If the
Floridian is a lonely Flylng Dutchman
whose whistle sounds a mournful dirge
as it moves in ghostly splendor though
the darkness of the Alabama pine-lands.
Perhaps it is instead a sturdy link that
will join a glorious past with a com-
mon-sense future in which the great
trains of legend will live again and res-
cue a nation from smog and congestion
and highway slaughter.

It may be that the dedication of the
men and women of Amtrak will con-
vince a nation that searches frantically
for some sophisticated miracle of mass
{ransportation that the answer is “down
by the station, early in the morning,"
and has been there a long, long time.

an Interior official revealed
that Interior Secretary Rogers
C. B. Morton has given up his
air conditioned, chauffeur-
driven limousine in favor of a
more economical Plymouth,
But Dr. Halpern said Trans-
portation  Secretary  Claude
Brinegar still has a Cadillac,
‘“‘an older one,
Steph 1 Wakefield. assistant
secretary for energy and min-
erals at Interior, said many
automakers lease limosines to
the government for less than
t of smaller compact

¢ consider it an ad-

Inergy Conservation
give more attention o govern-
ment purchases of compacts.”

John Court of the Environ-
mental  Profection  Apency
(EPA) said his agency is
“'eyaluating the desirability of
an increased gasoline tax and-
ur a fuel economy tax on new
automodiles” to reduce
growth in demand for gas.
EPA socn will propose a vol-
untary program of labeling
«cars with energy-consumption
characleristics, he added.

Rep. Pritchard said if a gas
{ax is cnacted, “the money
should go to research and de-
velopment 1o solve cnergy
problems, not into highway.

The sovernment spokesmen,
including officials from the
Department of Housing and
Urban Development and the
Nationu! Bureau of Standards,
warned that many ex-
perimental projects, such as
buttery-powered cars and ¢oal
gasification, are long-range
answers that will raise energy
costs {5 consumers in the
1980s.
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A Successful Train

AMIBAK IS an orgamication with feder-
al funds to spend on passenger rail
traffic in this country.

It is meeting with varying degrees
of success on different runs in differen
areas.

But it is being quite successful in its
experiments with fast new equipment
on the Washington-New York run. These
trains are called Metroliners and ac-
cording to a recent study, ridership of
the rails increased 18.6 per cent last

year, whereas airline patronage in-
creased only 3 per cent between the two
cities, The trains increased their share
of the combined plane-train passenger
market from 25 per cent to 27 per cent,
which is an encouraging note to rail fans
who have been accustomed to declining
slatistics.

Trains then still can be competitive
in some circumstances, and these cir-
cumstances would seem fo include
speed, comfort, econemy and a high-
population density.
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Amtrak cashing in

The luck in timing that enables some-
thing to ride the flood crest is often a key
factor in a success story, whether it be the
success of an individual or of a venture.
And a unique corporate entity familiarly
known as Amtrak appears lo be in the
right place at the right time with the right
goods.

Congress created the National Railroad
Passenger Corporation in 1970 ‘with the
specific goal of saving the nation’s passen-
ger train system from extinction. It was a
controversial action, with erities convinced
it wouldn't work and was a waste of lots
of money.

Amtrak probably is not yet out of the
woods — but what could be sweeter than
an encvgy crisis hitting automobiles. buses
and maybe even aircraft? Just when Am-
\rak is halfway through an ambitious pro-
gram of refurbishing its equipment and
expanding its service, L0o.

Things like the suggested Vancouver-
Portland commuter train make a lot more
sense now than they did when the thought
that one might not be able to keep the gas
tank filled hadn’t occurred to anyone.
Amtrak says confidently that it can haul
a lot more people than cars are hauling
for a given amount of fuel.

Besides. Amtrak appears to have been
getling the smarts, energy crisis or no. It
looked at its competition, and borrowed
things that worked there. Some are still
experimental with Amtrak; some are adopt-
ed. Viz:

Airline hostesses serve passengers at
their seats. To railroading in the old days.
that might be heresy. Not to Amtrak. Trains
on some of its runs now have hostesses

Low road

I read with surprise James Kerrigan's
comments about rail competition in
“"Greyhound bares its teeth at Amtrak”
(Transportation, Jun. 9).

Mr, Kerrigan may be having some of
his problems because he has failed to
tell his Greyhound employees about
competition. I travel to New York from
Harrisburg by Amtrak because I can
never reach Greyhound on the phone
for information, because they take 4(
minutes longer to make the trip, anc
because their people are indifferent, ar-
rogant, and seem to be annoyed by the
intrusion of a customer into their daily
routine.

John A. Schmidt

who do serve passengers al their seals,
and the customers are said to love it.

Airlines have been known to show mov-
ies also. Any reason why that wouldn't
work in trains? None. said Amtrak. Or,
speaking of heresies, how about a club car
with live entertainment? It's on the run
between Washington, D.C., and Montreal:
and it's claimed to be such a hit that simi-
lar lounge cars are being added to other
long runs with heavy passenger potential.

Somebody in Amtrak recalled that in the
Gay Nineties or thereabouts, bicycles were
popular in towns but not for trips be-
tween towns. Item: Amtrak now lets pas-
sengers take their bikes with them any-
where in the country — and provides free
cartons to transport them safely.

Amtrak also got in step with the rest of
the tourist industry and dropped baggage
charges. Riders now can put up to 150
pounds in baggage cars for free.

Not to be outdone by airlines, Amtrak is
also selling package tours, sometimes even
including a car for a week in resort areas.

Whether all this is being done profitably
is vet to appear. But when Amtrak sprang
full-blown into action in 1970, the 20,000
passenger trains carrying 77 per cent of
the traveling public in the heydey of rail
travel were down to fewer than 450 carry-
ing less than 7 per cent of the public, a
research report says. Amtrak is back up to
1.600 trains, and reports soaring ticket
sales.

If the energy crunch continues—or even
if it doesn't—we may all be glad for the
presence of the Diesel Horse, The full re-
port isn't in yet, but what's available looks
promising.

BUSINESS WEEK/June 30

How interesting that Greyhound com-
plains about someone else getting gov-
ernment assistance. Perhaps
Greyhound should build its own high-
ways and pay taxes on them. Assist-
ance by the federal government to Am-
trak is so minor when compared to the
highway money as to be almost pitiful.

Donald L. Wilson
Utica, Mich.
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Rails vs runways

There was a line in the lead of a
news story recently that may have
raised some eyebrows, and some
hopes: . . . a passenger train is com-
peting with an airplane.”

The passenger train—ar, actually,
the passenger service—referred to is
that scheduled by Amirak between
Washington and New York City and
the reason for the conclusion that
train and plane are now in real com-
petition is that the number of people
who rode the trains between Washing-
ton and New York in 1972 was up 19

percent, while those who flew the
route increased only 3 percent.

As a matter of fact, Amtrak rider-
ship was up 11 percent on all of its
runs in 1972, with eight of the 21
routes showing increases that ran
from 33 to 99 percent, which is a
rather dramatic improvement after
25 years of nothing but declining
patronage. -

But it's the Washington-New York
figures that are really encouraging for
Amtrak, because the trains on that
run are up against some very strongly
entrenched aerial competition that,
with its shuttle runs (no reservations
required, a seat guaranteed) and the
many flights available, makes com-
mercial flying about as convenient as
it can get.

According to the Federal Aviation
Administration, which made the re-
port on Amtrak and the airlines, the
reasons for the improved position of
Amtrak are that more trains are avail-
able, the scheduling is better, the rail
fare is cheaper than the air fare and
the food service on the trains has im-
proved.

Incidentally, "the Amirak
Washington-New York service also
showed a profit, which should cause
those who have maintained that the
day of the passenger train‘awas past
because it wouldn’t pay to consider
updating their history.
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PENN CENTRAL SAYS
U.S. SUIT IS WEIGHED

PHILADELPHIA, June 25 (AP)]
—The Penn Central Company,
parent company of America's,
biggest railroad that threatens
to shut down this summer if
it does not get massive financial
help, wants to sue the United
Stales for taking private prop-
erly for public use. .

David Berger, attorney for
the parent company, said in a
Jetter, contents of which were
released yesterday, to the three
court-appointed lrustees run-
ning the trains that “a sub-
stantial part of the rail services
now being offered , . . are be-
ing performed in the public
interest and for the public use
at great losses to the debtors’
eslate. ¢

Mr, Berger told the trustees
it is in violation of the Fifth
Amendment of the United
States Constitution to take
private property for public use
—as has been done with Penn
Central—and fail to pay just
compensation,

Mr. Berger said if the trustees
fail “to institute an appropriate
legal action as promptly as
possible for just compensation”
the Penn Central Company will

do it.
The trustees had no immedi-
ate comment,

There is no ‘“‘anti-Amtrak” attitude at American Ex-
press. In fac@, we are all rooting for Amtrak’s success. Per-
sonally, | enjoy the Metroliner as a softer and steadier way

to get to Washington.

.

Camp Hill, Pa, Stephen S. Halsey, Senior Vice President, American Express
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