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ABSTRACT
AN INTEBCITY RAIL PASSENGER PLAN
FOR THE STATE OF MICHIGAN
By

James Paul Warnke

The railroad system in the United States 1s currently
in a state of flux. From a historical perspective it may be
sald that deterioration and lack of emphasis have character-
i1zed the industry, especiall& the passenger system, while
freight traffic has also experienced problems. For a signif-
icant period of time these events were allowed to go un-
checked, but the recent energy crisis has brought the real-
ization that a balanced transportation system 1s necessary if
Wwe are to most efficiently utilize our resources. In this
same vein, i1t was determined that the raillroads would play a
significant role in the restructuring of transportation prior-
ities and legislative actions taken in this decade have re-
flected these feelings.,

Rall passenger services have been greatly affected by
this process. Amtrak, which was created in 1970, was a huge
step forward in the rehabilitation of the nation's rail pas-
senger network. Further legislative action, however, placed
a sreater initlative on individual states in determining thelr
role in the upcoming revitalization. The 403-B Amtrak pro-
vision, in which the states could contract with Amtrak for

desired rall passenger service by agreeing to pay two-thirds
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of the yearly operatine loss, helped increase the nationwlde
service. Recently, rail continuation subsidies (aid to en-
able states to operate needed lines which were recommended
for abandonment) were designated as being available only to
those states who prepared a comprehensive state rall plan.

The State of Michlgan has been integrally involved in
the process. They currently ald in the operation of three
routes under the 403-B provision and have reacted to legils-
lation by designating some 360,000 for the creation of a
statewide rail plan., It is from these developments that this
paper has arisen. Given the fact that there i1s a need to dev-
elop a state rail'passenger plan, this paper will attempt to
devise such a system.

The report will inventory existing passenger operations
within Michigan and point out possible areas of strengths and
deficlencies in the present system. From the inventory of
such variables as property, social, economic and political
factors, areas deserving future service shall become evident.
Current legislation shall also be considered, including anal-
ysis of the United States Rallway Assoclation's Preliminary
System Plan and the recently released State Rall Planning

Needs Study issued by the Michigan Department of Highways and

Transportation.

The USRA Plan, although belng prepared as basically a
frelght-oriented report, has definite connotations for passen-
ger operations in terms of lines being : analyzed for possible

abandonment, recommendations for passenger route extensions
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and, implications for funding procedures. The State of Mich-
igan Report 18 a conceptual document which is also freight-
oriented, but anglysis of passenger sections allows one to
decipher the scope and direction in which the State views the
future of passenger services.

Through a combination of the results of analysis on the
previous data, plus various limitations given in the forms of
policy objectives, derived by the author, a final Michigan
State rall passenger plan is proposed in this report.

Despite the fact that the State of lMichigan has a moder-
ately extensive passenger rail system in existence, the plan
recommends an extended network, replete with long-range alter-
natives for implementation. It 1s held that this plan provides
the optimum passenger service for the State and necessitates
political and economic commitment from both the state and fed-
eral levels., Although the findings presented by the final
plan of this report differ with those reported by the State of
Michigan Department of Highways and Transportation, in their
conceptual report, it is hoped that data presented in final
Plan form within this document will be helpful in the final

determined State Plan.
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ntroduction

A oentury ago the American rallroad system was the most
viable and profitable transportation form nationwide, in
terms of both passenger and freight movements. In a rela-
tively short period of time, however, our rail system has de-
clined to the point where its very existence as a transport-
ation mode is threatened. The competing modes of highway
and alr travel had developed such comprehensive, low cost
networks that utilization of a mode characterized by unat-
tractive fares, poor rolling stock quality, little or no track
maintenance, poor on-time performance rates and a rising
accident rate seemed absurd.

A recent turn of events, however, has made even several
of the railroad's severest critics turn back to the rail sys-
tem in an attempt to find an answer to the transportation
crisis facing our country today. As this crisis developed,
and the severity of the situation became clear, it also be-
came apparent that this country could not allow its railroads
to fade into oblivion. Since this awakening, steps have been
taken to revitalize our rall system to the point where it may
once again contribute significantly to a nationwide trans-
portation system.

The first steps in the awakening process came about
close to the time when the Pennsylvania Railroad, the largest
in the country, let it be known that because of the cumula-
tive effects of the 1lls previously described, it was in

perilous financial straits. This paralleled a similar situ-



ation in the New York Central Railroad and a merger between
the two endangered companies was approved after much debate.
As a result of this situation, which was by no means an iso-
lated instance, especially for railroads in the Northeast,
a group of Senators led by Vance Hartke (Democrat from Indiana)
and Lowell Welcker (Republican from Connecticut) introduced
a bill to the Committee on Commerce termed the Essential Rail
Services Act of 1973. The purposes of the Act were to desig-
nate a national network of essential rail lines, to require
minimum standards of maintenance on such lines, to create a
corporation to acquire and maintain rail lines in the North-
east, and provide financial assistance for rehabllitation of
rall lines and other purposes.1 Congressional hearings were
held on February 28 and March 2, 1973, regarding this approach
to the problem, and a large and diverse number of oral and
written statements were submitted at this time.

By the time the hearings resumed in late May and early
June of 1973, the members of the Committee were aware thét
the situation was far more widespread than previously antici-
pated. Many different plans and proposals had been offered
by.numerous groups and individuals, and it was clear that

other legislation on matters such as the Freicht Car Bill and

1l
United States Senate, Committee on Commerce, Northeast
Railroad Transportation Crlsis. Hearlnps before ggg Subcom=-
mittee, Serial Number 93-8, Part (Washington: U.S. Govern-
ment Printing Office, February 28 and March 2, 1973), p. 3.




the Surface Transportation Act of 1973 would be closely re-
lated to any Northeast Rall 3111.2 Therefore, it was de-
cided to postpone further hearings in order to concentrate
on studying the various plans and proposals being offered to
the Committee,

As a result of these developments, the Regional Rail
Reorganization Act of 1973 came into being. Originally Public
Law 93-236 of the Ninety-Third Congress, enacted January 2,
1974, the Act attempted to "authorize and direct the main-
tenance of adequate and efficient rail services in the Mid-
west and Northeast region of the United States and for other
purposes".3 It enunciated seven basic 1deaszu
1) Identification of an adequate rail service system in the
Midwest and Northeast Region (twenty states and the District
of Columbia);

2) Reorganization of railroads in the Region into an econom-
ically viable system:
3) Creation of an Interstate Commerce Commission Rail Ser-

vices Planning Office (RSPO);

2
. United States Senate, Committee on Commerce, Northeast
Rallroad Transportation Crisis; Hearings before the Subcom=-
mittee, Serial Number 93-8, Part 11 (Washington: U.S. Govern-
men; Printing Office, May 30, 31, June 4, 15, 21, 22, 1973),
pP. 255.

3Un1ted States Congress, House, Regional Rail Reorzan-
ization Act of 1973, Public Law 93-236, 93rd Congress, H.R.
9INZ,” (197%), p. 1. .

“Southeastern Michiran Transportation Authority, "SEMTA
Fact Sheet", SEMTA Publication, (November), 1973, p. 4.




4) Establishment of the United States Rallway Assocliation
USRA);

5) Inception of the Consolidated Rall Corporation (Conrail);
6) Assistance to the States and local and regional transport-
ation authorities for the continuation of local rail services
threatened with cessation;

7) Provisions of necessary Federal financial assistance at
the lowest possible cost to the general taxpayer.

Thus, the ground was laild to attempt an overall financial
and physical rehabilitation of rail carriers in the resgion.
Of particular concern were those companies considered bank-
rupt (8 companies, 27,181 miles operated). Step five within
the Act created Conrail.'a unified profit-seeking corporation
consisting of all bankrupt railroads in the Region. It was
envisioned that Conrail would merge and then rehablilitate the
carriers, and by eliminating redundant service, establish it-
self as an economically viable company. Conrall was respons-
idble for: 1) the operation and modernization of properties
transferred from bankrupt railroads, 2) negotiating agreements
with Amtrak covering passenger properties, and 3) offering
employment to workers of the bankrupt railroads, as well as
negotiating new working agreements with unions,

The next, and possibly most controversial, step in this
ongoing process came in February of 1974, when the U.S. De-

partment of Transportation, executing one of its prime respons-

ibilities under the Act, issued a two-volume Northeast and



Midwest regional rail report. The report was a comprehensive
attempt to demonstrate the various problems concerning the
rallroads, as well as to give a basic description of the exist-
ing system and to identify/recommend areas where service should
be retained. Within the recommedations for future service,
however; was a section enumerating "potentially excess" rail
lines, which either were not used currently or duplicated other
existing services. In all, 61,184 total miles were studied,
with about twenty-five percent (15,575) identified as "potent-
ially excess".5 The report was misunderstood by many companies
and individuals, who interpreted these as lines doomed for
abandonment. A great furor arose concerning what was consid-
ered to be an excessive reduction of services.

The greatest benefit of the D.0.T. Report--indeed of the
entire Rail Reorzanization process--was the public awakening
aroused by the proposals. The idea that the Federal Govern-
ment, through its various agencieé, was attempting definitive
action to solve the rail crisis caused the states and other
vested interest groups to realize that prompt action was re-
quired if they were to have a meaningful input 1n£o this pro-
oéss. Statewide interest groups, such as farming concerns and
other industrial elements, exerted pressure on the various
state legislative and transportation-related bodies to react
to these reports and attempt to alter plans which mlgh§ ser-

iously curtail rail services. Many smaller areas, which were

5Un1ted States Railway Assoclation, Preliminary System
Plan for Restructurinz Rallroads in the Northeast and Midwest

Rezion, (February, 1975), DP. 3.




experiencing a slowdown in existing rail services or volumes
handled by rail, nonetheless had a valid need for such services
and could demonstrate the extent to which rail services af-
fected them. In other cases, possible rail abandonments would
have serious nezative impacts upon many social and economic
variables, which were no: readily apparent in the cursory
D.0.T. Report.

The legislative framework of the Act itself also provided
stipulations for state involvement and participation in the
reorganization. Title IV of the Act provides for Federal-aid
assistance to be matched by the States for the continuation of
local rall services. Accordinzg to the Act:

Each State in the region is entitled to an amount

for rall service continuation subsidies from fifty

per centum of the sums appropriated each fiscal

year for such purpose in the ratio which the total

rall mileage in such State, as determined by the

Secretary and measured in point to point length

(excludinz yard tracks and sidings), bears to the

total rail mileaze in all the States in the region.

This was particularly important in recard to the potentially
excess lines as desiznated in the final reorganization plan.,
In lieu of having these lines abandoned, there were several
available options open to the States. The States, individual
rallroad companies, or Amtrak would all be given options to
purchase rights to segments designated for abandonment. The
States would also be allowed to purchase these segments and,

could retain them as public open space areas for recreational

6Un1ted States Congress, House, Recional Rail Reorzaniz-
atlon Act g% _221 Public Law 93-236, 93rd Congress, H.R.
9142, 1197 p. 26,




purposes or as possible future rall connections.

In order to qualify for these Federal grants, however, the
State had to establish a plan for rail transportation and local
rail services, administered and coordinated by a designated
State agency. Thus, through the utilization of its most desir-
able element, monetary assistance policy, the Federal govern-
ment insured State participation in the reorgalzation process
and enhanced the possibility of creating a truly unified, com-
prehensive national rail network.

The relationship of this process to passenger service in
the State of Michigan is multi-faceted. An extensive network
of rail lines traverses the entire State; Upper and Lower
Peninsulas, with a variety of ownerships. Throughout the last
century, various routes of inter and intrastate passenger routes
have extended throughout the State, connecting numerous cities.
By 1970, however, this statewide passenger system had been
cut to a bare minimum, partly by those conditions of neglect
referred to earlier and also because the rail companies réal-
ized that there was little profit to be zained by passenger
service, especially in light of the dilapidated condition of
the%r rolling stock. Thus, .they were unwilling to invest fur-
ther expenditures to increase the attractiveness of their
passenger lines and began an acti%e campaicn of discouraging
rall travel.

The coming of the enerszy crisis combined with congestion
and high costs in other modes zave rise to the renewed inter-

est in a national rall passenger system of which the State of



Michigan would be a most viable part. The past two years have
witnessed the beginmnings of a statewide system in rail passenger
service, the scope and extent of which will be determined by

the actions of three agencies: the National Rail Passenger
Corporation (Amtrak), the State of Michigcan Department of Trans-
portation (under the leadership of the Passenger Rall Division),
and the Southeastern Michigan Transportation Authority (Semta:

& 8ix county rezional planning agency based in Detroit).

Amtrak was conceived under the Rall Passenger Service Act
of 1970 which charged the Corporation with the twofold respons-
ibility of organizing and managing the national rail passenger
network of intercity trains under contracts with the various
railroads. The legislation defined three basic purposes as the
stated objectives and philosophy of this new gquasi-public cor-
porationz7
l) Provide modern, efficient intercity rall passenger service
within the basic rall system of the nation.

2) Employ innovative operating and marketing concepts to dev-
elop fully the potential of modern rall service in meeting
intercity transportation needs. |

3) Strive for operation on a "for profit" basis.

7National Railroad Passenger Corporation, Backzround on
Amtrak, (September, 1974), p. 5.



The rallroads were given an option to Jjoin
Amtrak upon payment of the equivalent of one year's
avoidable loss on passencer service, payments to be
made over a three-year period. Rallroads that did
not join were required to continue all of their
passenger service without charge until 1975. The
incentive was sufficient to persuade all but three
intercity passenzer rallroads to join. In return
for their payments, the joining railroads receive
elther common stock in the corporatiog or an immediate
tax deduction for their amounts paid.

The Act also required the Secretary of Transportation to desig-

nate a basic system'of intercity passenger trains subject to

the following criteriaz9

1) Market size - measured by total population of cities along
route and total ailr and rall passenger traffic between
major cities on route.

2) Physical characteristics of route and track; measured by
route miles, average authorized train speed, scheduled run-
ning time and freight traffic.

3) Current trailn ridership measured by passensger miles per
year, passenger miles per train mile and number of trains
per week,

Other factors evaluated included: current operating costs on

route, relationships of route to other city pair route segments,

mail revenue, adequacy of other travel modes on routes to be

eliminated and service considerations.

8Anthony Haswell, Amtrak: A Critical Appraisal from the
Consumer's Viewpoint, Transportation Research Forum Thirteenth
Annual Meeting, (T9?2) p. 114,

9Nationa1 Railroad Passenger Corporation, Backzround on
Amtrak, (September, 1974), p. 8.
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On May 1, 1971, the Corporation began management of a sys-
tem operating between twenty-one city end-points designated by
the Department of Transportation. Thirteen railroads had
slsned contracts with Amtrak, while three others: the Denver
and Rio Grande Western, the Rock Island and the Southern Rail-
way, all declined to participate. Services were to be ex-
tgnded in the following months under three provisions, inher-
ent in the Act, which could be initiated by one of several
parties having a vested interest in that particular service
extension.

Under the Act, the Corporation must designate one eiperi;
mental route per year which must be continued for at least two
years, after which time it may be discontinued if operating
losses or lack of passenger support demand such action. Pro-
visions were also made for participation by states or regional
agencies in service not included in the basic Amtrak network.
Under section 403-B of the Act, such extensions of service
over various routes desired by the state or regional agency
will be instituted if that acency asrees to pay two-thirds of
the annual operating deficit. A final extension possibllity
came into existence when, on June 22, 1972, Amtrak negotiated
agfeements with the governments of Canada and Mexico for in-
ternational connecting passenger rall service.

After a rather stormy beginning, characterized by poor
availlable rolling stock, hesitant patronage, freight conflicts,
poor on-time performances, poor route selection aﬁd dilapi-

dated right-of-way, Amtrak has come a long way in improving
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each of these components and 18 an improvement over the pas-

senger system in pre-Amtrak years, when the railroads were
actively attempting to discourage public usage. However, des-
pite gains in these individual areas, there 1s much to be
accomplished in every aspect involved in the overall system;
particularly if the final product 18 to be a rational compre-
hensive nationwide network.

The second party involved in the state's rall passenger
system is the Southeastern Michican Transportation Authority.

SEMTA was created by the Michigan Legislature in

1967 to provide a comprehensive and coordinated

system of public transportation for the people of

the six counties of Macomb, Monroe, Oakland, Saint

Clair, Washtenaw, and Wayne. The area comprises

nearly 4,000 square miles, with more than 4.6 million

residents and includes more than 200 other citles,

villages and townships. SEMTA 1s broadly empowered

to plan, acquire, construct, operate and contract

for p¥811c transportation facilities within its

area.

Although the Authority was basically orzanized to manage
the metropolitan bus system, it has recently become important
in statewide rall passenzer service because it has created a
division within the agency which is involved with intercity
and commuter rail lines radlating from the Detroit region.
SEMTA 18 a state funded agency and thus responsidble to the
state, but in a statewide rail system the regional agency 1is
an important element in its ablility to present regional inter-

ests and concerns, especially since the state's largest traffic

1080utheastern Michigan Transportation Authority, "SEMTA
Fact Sheet'", SEMTA Publication, (November, 1973), p. l.
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generation lies at the focal point of this region.

The final agency involved is the State Department of
Highways and Transportation in Lansing, in particular, the
Rall Passenger section. This 18 perhaps the most important
of the parties involved because it carries the main respons-
1bility to insure that adequate statewlde service 1s provided.
Given the limited incentives of Amtrak to provide an intra-
state route totally supported by the Corporation, combined with
such measures as the section 403-B subsidies and the state plan
requirements for federal aid; it 1s clear that if comprehen-
sive statewide rall passenger networks are to be created, then
it 18 up to the state agency to assume responsibilities for
the formulation and implementation of such a plan. It is from
these general concepts that this thesis originates.

The objective is to propose an optimum state intercity
rall passenger plan for rall passenger service in the state of
Michigan. The fact that the state is currently attempting to
derive a systems plan for freight and passenger rall travel,
clearly demonstrates the need and vaiidity of such a plan and
the State effort shall be utilized as a supportive element to
the final plan derived by this thesis, but is in no way dir-
ectly related to the findings and recommendations of my final
plan.

The paper will utilize an inventory, analysis, final
plan with alternatives type formula in derivinz the final pro-
duct. All three related parties: Amtrak, SEMTA and the Mich-

igan State D.H.A.T., Will be consulted and their inputs and
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responsibilities defined in relation to all aspects of the
final hypothesis. The hypothesis is that: gliven the demon-
strated need for a statewide passenger rall paln, such a plan,
with alternatives and a developmental program may be con-
structed relative to the needs and constraints of involved
agencles.,

It is acknowledged that there are a number of limitations
in the evolution of a study of this nature. Because of the
scope and extent of the topic involved in this study, the plan
shall concern itself with Michigan's Lower Peninsula only, al-
though references will be included rezarding the Upper Penin-
sula in overall statewide figures and statistics. Another
limitation involves the changing and current nature of the sub-
Ject itself. Rall reorzanization and rehabilitation policy is
8still in the formulation stage at the federal level; thus, this
Plan may be subject to various legislative decisions presently
not determined. A final and perhaps most important limitation
involves the quality and availablility of rall passenger dafa
within the state. Although this problem is not limited to
Michigan alone, the fact remains that data concerning track
oon@}tions. operating agreements, previous rail ridership stat-
istics and numerous other items have been poorly documented,
if indeed, documented at all. Given the previous historical
dropback it is apparent that since the raillroads had been down-
graded in the eyes of the public and the government, there was
little or no effort to keep reliable records. Such documenta-

tion was in the hands of the indivdual rail companies and,
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given their ambivalent attitude towards passenger service,
especially in the last decade, it 18 not surprising that this
data problem exists.

The study will be organized in terms of the typical plan-
ning process, dividing the development of the final plan into
three major sections. The first step involves an inventory of
existing rall passenzer systems and facllities within the state
concerning an analysis of the following variables: property,
economic, social-recreational and political. Methodologles
and criteria for various plan decisions will be made apparent
during this discussion. The second section will attempt to
relate the plan formulation process to the various avalilable
documents developed by the United States Rallway Association
and the State of Michigan Department of Highways and Transport-
ation. Discussed will be the USRA Preliminary System Plan,
Michigan section and the Michigan Rallroad Needs Study, a plan-
ning report utilized as a primary step in the development of
a state rail plan. The final section'will present the final
plan with alternatives and an outline of the anticipated imple-
mentation process., In this section re3ponslb111ties will be
assigned to the various federal, state and regional azencies

concerned in the actual plan layout.
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Chapter I Inventory

A) Property
The State of Michigan has 6,614 miles of railroad

trackage which may be broken down in the following form:#*
TABLE 1
Upper Peninsula Main Track Miles

1) Chciago and North Western Rallway 467.96
2) Chicago, Milwaukee, St. Paul and 183.68
Pacific Rallroad
3) Copper Range Railroad 70.96
4) Escanaba and Lake Superior Railroad 66.72
5) Lake Superior and Ishpeming Railroad 134.53
6) Manistique and Lake Superior Railroad 38.47
7) Marquette and Huron Mountain Railroad 23.57
8) Soo Line Railroad 655.58
Lower Peninsula
1) Ann Arbor Railroad 287.54
2) Boyne City Railroad 7.24
3) Cadillac and Lake City Railroad 21.17
4) Chesapeake and Ohio Railroad 1,463.68
5) Detroit and Mackinac Railway 232,05
6) Detroit & Toledo Shore Line Railroad 46 .67
7) Detroit, Toledo and Ironton Rallroad 117.14
8) Grand Trunk Western Railroad 834.88
9) Ludington and Northern Railway 4,76
10) Penn Central Railroad 1,890.19

*from Official Rallway Map of Michizan, Michigan Public Service
Commission.
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TABLE 1 (Cont'd.)

11) Norfolk and Western Railway 119.82
12) Port Huron and Detroit Rallroad 19,08
13) Delray Connecting Railroad# 3.16
14) Detroit Terminal Railroad# 16.29
15) Wyandotte Southern Railroad# 4,08
16) Wyandotte Terminal Railroad# 4,07

As might be expected, a zgreat proportion of the total
trackage lies in the lower section of the Lower Peninsula.
Lines do traverse the entire width and length of the state
with a certain amount of parallel service being offered. The
Detroit Metropolitan area is heavily congested with lines which
also include a number of railroad companies which are regional-
ly oriented, that is, restricted to within the Detroit area
alone., As from the introduction, Michigan once had a rather
viable passenger system which, given the high profit revenues
from freight, suffered from an increasing neglect by the vari-
ous railroads. As the recent financial crises began to ad?
versely affect the state's railroads, what little revenues that
were avallable had to be utilized for necessities such as pri-
mary operating expenses and fuel. The result of these proced-
ures was the rapid decline of operating equipment, particularly,
trackage and roadbed. The following list demonstrates the max-
imum allowable operating speeds over the various classeg of
track as prescribed by the Department of Transportation:l

# Detroit Metropolitan Area Rallroads

1Pederal Raillroad Admlnistratién. "Continuation of Local

Bai%éServlces". U.S. Department of Transportation, (April, 1974),
P. 26757.
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TABLE 2.
Maximum Freight Maximum Passenger
_Speed Speed
Class 1 Track 10 mph 15 mph
Class 2 Track 25 " 30 v
Class 3 Track ko v 60
Class 4 Track 60 " 80
Class 5 Track 80 " 90 "
Class 6 Track 110 110 *

The amount of deterioration that has resulted from the
previous years' neglect may be demonstrated by the fact that
over fifty percent of the total trackage in the Lower Penin-
sula is considered to be lower than Class 1. This total also
includes some lines that are generally considered to be main-
lines for freight service.

The Department of Transportation, viewing such conditions
as poor trackage, decreasing service and certaln amounts of
parallel routes was compelled in their January, 1974 Report,
to designate some 2,275 miles of Michigan trackage as "poten-
tially excess". This was 37 percent of the total Michigan
trackage, the highest percentage of any state examined within
the report. The report suggested that all rail lines in the
northern section of the Lower Peninsula were excess, with the
exception of the C and O line as far north as Manistee; and
the entire Detroit and Mackinac Rallroad between Bay City and
Cheboygan. Proposed abandonments in Southern Michigan were
selectively chosen in the hopes of ending duplicative routes

‘and multiple railroad pickup and delivery services that weré
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FIGURE 2
Detroit Metropolitan Area Rail Lines
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FIGURE 3
U.S. D.O.T. State Rall Lines Not Potentially Excess
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essentially local in nature. Citing the heavy overall freight
density within the Detroit area,* most of the metropolitan
rall lines would be retained.

The oeverall reaction to the D.0.T. Report was one of
general concern, due particularly to the high percentage of
tr@ckage proposed to be excess. There was little opposition
from the passenger point of view which was quite understand-
able given the fact that there was only one passenger line cur-
rently in existence and there were no specific plans for ex-
pansion within the state at that time. Thus, the Report was
concerned mainly with freight ton-mile traffic and total line
revenues and practically all of the concerns created by the
report were in terms of freight oriented concerns. Despite
this lack of real concern towards passenger movements, passen-
ger lines were later to receive a greater emphasis due to the
1ncroaéing effects of the energy crisis combined with an in-
creased awareness within the rail reorganization process of the
need for a comprehensive rail passenger system. Relatively
speaking however, it would be safe to state that the D.0.T.
Report had no adverse effect upon existing passenger service
within Michigan, although the magnitude of their recommenda-
tions would certainly affect future concerns in terms of pass-
enger route expansion.

Besides those abandonments suggested by the D.0.T. Re-
port, there have also been a number of line abandonments which
have been requested by the various rallroads through regular

*The D.O0.T. Report cited Detroit as the third largest freight
traffic generator in the Midwest-Northeast Regilon.
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Interstate Commerce Commission procedures. In several in-
stances, these abandonments are identical to segments which
are designated potentially excess by the Report and in the
vast ﬁajority of cases, these abandonments are in the primary
status of beinz applied for and not yet approved. The fact
remains however. that these abandonments have a good chance

of approval and must be examined in terms of theilr potential
value regarding any future passenger rail network. Once an
abandonment has been approved, options are readily available
to remove trackage and roadbed, as well as selling the rail
right-of -=way for another use. Naturally, once this process
takes place, costs of restoring service to the area, either by
negotiating to reacquire the property rights or by establishing
& new line in a parallel area, have risen immeasurably.

There 1s a listing of abandorment applications and/or
approvals within the state of Michigan during the last few
years in the appendix, while the following map graphically
1llustrates these areas.

The majority of these abandonments occur on lines which
have freight related service only, but the magnitude of these
abandonments, in terms of total miles and geographical dis-
tribution, will certainly have far-reaching effects upon pos-
sible future passenger services, These abandoned lines must
be given low priority in determining new network routes, given
the increased investment necessary to restore these lines to
viable service levels,

Present passenger service within the state may be divided
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into two sections: intercity and commuter. The first attempt
at restoring service was initiated by Amtrak when Detroit was
named among the twenty-one major cities designated by the
Secretary of Transportation for rall passenger service. On
May 1, 1971 service began on the short-run route between Chi-
cago and Detroit. The service entails two trains per day each
way running along some 283 miles of Penn Central trackage, 217
of which lies within the state of Michigan. After leaving
Detroit other station stops along the route are: Ann Arbor,
Jackson, Battle Creek, Kalamazoo and Niles. The route 1is en-
tirely financed by Amtrak and, although it still runs at a def-
icit has shrunken in recent years, as was anticipated by Amtrak
in their first annual repdrt.2
TABLE 3.

Actual Fiscal Year 1973

Revenue - $ 1.2

Expense - §$ 2,2

Deficit - $ 1.0

Planned Fiscal Year 1974

Revenue - 3 1.4
Expense - $ 2.9
Deficit - 3 1.5
Planned Fiscal Year 1975
Revenue - $ 2.7
Expense - $ 3.6
Deficit - $ 0.9

: 2National Rallroad Passenger Corporation, Amtrak Annual
Report: 1973, (February, 1974), p. 5.
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FIGURE 5
Existing Michigan Passenger Routes
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Amtrak on-time performance for the Detroit-Chicago route
fell from 91.1 percent in 1972 to 74.4 percent in 19?3.3 A
variety of factors may be the cause of this problem. Poor
equipment and track maintenance were primary reasons for de-
lays bdbut other items, such as competition with high density
freight movements, signal fallures and passenger or employee
related delays also contributed. However, in the latest year,
on-time performance has improved and stabllized near the 80
percent level.

Ridership, another important factor in the evaluation of

a passenger line, has been on the rise ever since the inception

of service.

TABLE 4. ‘ CHICAGO-DETROIT
5000

CHECKPOINT CHICAGO LEGEND: 1971

~ >» - O —
1,

oD MoOoO EEMO A DO

o e [ omar [ oapr ] mav [ oun | oue | e | sep Joct | mov | bec
PONTHS OF YEAR
+PENN CENTRAL STRIKE (FEBRUARY 8, 1973).

Besides these statistics, ridership for 1974 and the first

months of 1975 have been such that there has been a request

31b1d., p. 11.
b1pv14., p. 55.
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for more cars on each trip and an overall increase of trips
from two to four per day each direction.

The Detroit-Chicago run has also benefited from an in-
tegral commitment from the state of Michigan in terms of sta-
tions and marketing. Stations along the line have been up-
graded and refurbished so as to provide a reasonable amount of
passenger comfort and convenience., Road signs designating
location and directions to the various rall stations have been
constructed by the Michigan State Department of Highways on all
major arterials leadinz to the rail terminal facilities.

Another indication of the current status of the Detrolit-
Chicago run may be demonstrated by the fact that it 18 current-
ly being seriously considered for Turboliner service. The
Turboliner is a French-built, high-speed passenger train which
has been currently operating in the Chicago-Saint Louis corri-
dor.

In October of 1974, the Turbo replaced the daily runs

of the Wolverine and the Saint Clair, Amtrak's con-

ventional passenger service from Chicazo to Detroit.

The five-car Turbo, which daily operates between

Chicago and Saint Louls, was on a test run to deter-

mine if Amtrak's turbine service should be extended

there in the spring of 1975. Next sprinz Amtrak

will receive four more Turbos, boosting its Chicago-

based fleet to six. Some time prior to the time Am~ 5

trak officlals must choose a route for the new service.
From all indications from Amtrak thus far, it 3eéms relatively
certain that the Detroit-Chicago corridor will be chosen for
the Turbo service, a welcome addition indicating a healthy

line.

5David Gilbert, "Fast Turbo Tests Detroit Run", The Chi-
cazo Tribune, (October 24, 1974), p. 7.
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The second intercity passenger route run in the state of
Michigan 18 the Blue Water between Chicago and Port Huron.

The Blue Water Limited, Amtrak's new Chicago/Port

Huron train, started recular revenue service on

Sunday, September 15, 1974. The train follows the

present Penn Central route of Amtrak's Chicago/

Detrolit run to Battle Creek where it takes to the

ralls of the Grand Trunk Railroad to Port Huron.

The train is being run as a result of an agreement

between Amtrak and the Michigan State Department of

Highways and Transportation under the now famous

403-B provision of the Amtrak law, As is required

by the agreement, the State of Michigan has aggeed

to pay 2/3 of the cost of operating the train.

The Blue Water Limited travels some 325 total miles, 259
of which is within the State of Michigan. After leaving Port
Huron, other Michigan stops include Lapeer, Flint, Durand,
Lansing/East Lansing, Battle Creek, Kalamazoo and Niles.*

The establishment of this service was an lmportant step
forward in the movement towards an overall statewide passenger
system in that it demonstrated the willingness of the State
Department of Highways and Transportation to commit itself
financially to rail passenger transportation.

Since this system has been in existence for such a short
time there are no statistical data present on its operational
status. Through examination of Amtrak press releases and the
varlous testimony presented at the recent Interstate Commerce
Commission Hearings on Amtrak service, in early March of this

year, the general view on the state of this line i1s one of

6William Fahrenwald, "The Blue Water Limited", The Fast
Mail, 4 (September, 1974), p. 4.

*The Lapeer and Durand stops are minor stops with limited
facilities. '
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optimism., Although there i1s currently an operating deficit,

it 18 not as great as was anticipated at service inception.
On~-time performance has been as reliable as the other Amtrak
routes (approximately 75 to 80 percent). Ridership has also
been greater than was originally hoped for, particularly in the
Lansing/East Lansing area. A great deal of credit regarding
these achievements was credited to good station location. This
18 particularly interesting considering the fact that station
location was a very controversial issue, so much so, that it
oaused a lengthy delay in service inception.

It was originally hoped that the Blue Water Limited would
begin service sometime in early May of 1974, As was previously
noted, service actually beéan in mid-September of the same year.
The problem was the location and creation of a stop in the Lan-
sing/East Lansing area. The controversy centered over the
choice between two locations: one, an original rail station,
now converted into public use (a restaurant) which was located
in the heart of the Lansing business district. The second
choice was on a section of the Michigan State University campus,
which, although located in an area of less intensive land use,
was readily accessible to the large student population and the
adjacent highway system. Despite the fact that arrangements
had been made to locate in the downtown site, a number of dif-
ficulties over the purchase price of the building, plus the in-
creasing awareness of the benefits entailed in the East Lansing
IOcatloﬁ resulted in a reversal of the original decision. A

second problem arose when it was realized that the new conceptual
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plan for the facility had its direct access channeling pass-
engers over a set of rail lines. The end result of this pro-
cess however, produced the location that seems best under the
limited amount of experience since the run has begun.

A more important point was that the actual commencement
of the route was delayed close to five months simply because
of problems which could have been more than adequately solved
by a reasonable amount of planning. This particular situation
is8 by no means unique in the current restoration of passenger
service throughout the country. Stations which are virtually
dilaplidated, having fallen into disuse many years hence, have
been pressed into service in order to care for the needs of
rall passenger travel. Although the great proportion of term-
inals in Michigan are in relatively good shape, the station at
Niles 18 a problem area, Although Niles is not one of the more
important stops along the Blue Water route, in terms of passen-
ger volumes, & need exists to provide adequate facilities for
raill passengers' needs. At present the station, which waé
built in the mid-1900's is shuttered and closed, but improve-
ments must be made if Amtrak service in Michigan is to become
a viable entity. It would seem that these problems would be
corrected in the near future given the overall positive trends
of facilities within the state.

Ground was broken for a new terminal at Port Huron in
August of 1974. Total project cost, with two-thirds being paid
by the State of Michigan Department of Highways, 1s $223,500.

Completion is expected in early 1975. Four other stations on
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the Grand Trunk's portion of the Port Huron-Chicago route
were upgraded by painting, remodeling, dbuilding new platforms

and installing train-serving faclilities, also with state sup-

port.7

On October 30, 1974, at the joint request of the states
of Michigan and New York and made possible through an agree-
ment with the Canadian government, Buffalo-Detroit (the Empire
State Express) service was inaugurated. The Empire State Ex-
press was an extension of existing New York-Buffalo service,
connecting Detroit with New York via southern Ontario. Be-
cause of the advantages this service provided for both states,
a unique agreement was reached for funding. The route was to
be state subsidized under the 403-B provision with New York,
Michigan and Amtrak each paying one-third of the yearly oper-
ating deficit. The service was instigated partially because
New York connecting service to the west had been previously
run through Cleveland and Buffalo. General lack of interest
in terms of patronage caused abandonment of the route, but a
general desire remalned to provide the east-west connection.
Thus, the Detroit-Buffalo service 1s hoped to be the means of
fulfilling this desire while also stimulatinz the necessary
level of passengers to insure continuation.

A final proposal should be mentioned, which 18 a definite
planned addition to the Michigan system, to the point where

a formal request has been made to Amtrak. The request is for

7Nat10nal Rallroad Passenger Corporation, Amtrak Annual
.Report: 1974, (February, 1975), p. 19.
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connecting service from Port Huron to Toronto, extending the
opportunity of establishinz a direct Chicago-Toronto route
through transferring with the Blue Water. Although little 1is
known on the present status of this request, one might expect
upbroval. Judging on decisions on previous requests. There

is also the added incentive of expanding international ser-
vice routes, a point which Amtrak feels 18 a desirable market-
ing component. Service will be provided, if approved, through
the 403-B subsidy program.

The remaining existing passenger service within Michigan
may be considered commuter service operated through'the South-
eastern Michigan Transportation Authority (SEMTA). In mid
1973 SEMTA entered into a purchase of service agreement with
the Grand Trunk Railroad for continued and improved commuter
service between Pontiac and Detroit. "Service operates along
the Woodward corridor which is one of the most historical cor-
ridors in the Southeast Michigan region. It is centered on
Woodward Avenue which has long served as the primary access
to the hinterland of early Detroit."8 The commuter service
presently operates at the following stations:

Pontiac (Huron Street)

Bloomfield Hills Station (Long Lake Road)

Charing Cross Station (Charing Cross Road)

Birmingham Station (Maple Road)

Oakwood Blvd. Station (12 mile road)

880utheastern Michican Transportation Authority, SEMTA's

Current Projects, (November, 1973), p. III-B-1l,
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Royal Oak Station (1l mile road)

Pleasant Ridge Station (10 mile road)

Perndale Station (9 mile road)

Chrysler Center (Highland Park)

Milwaukee Junction (Grand Blvd.)

Detroit (Saint Antoine)

There are three trains operated inbound during the

morning peak period and three outbound during the

evening peak, Monday throuzh Friday, as well as

one post peak inbound morning train from Birmingham.

Despite heavy competition from surrounding freeway

systems, the line currently carries over a thousand

passenzers per day. The exact numbers vary from

day to day dependinzg on the season, day of the week,

weather conditions, and special events held within

the downtown area. The recent energy crisis has

added to ridership, as well as the parallel in-

creased congestion on Interstate 75, the route's

main highway competitor.?

Trip length between Pontiac and Detroit is 26 miles and
the average travel time is 58 to 60 minutes including stops.
This gives an average speed of only 26 miles per hour and it
is clear that if travel times could be improved, ridership
would increase at a significant rate.

SEMTA 1s currently evaluating projects which will deter-
mine to what extent the Grand Trunk commuter line will be
improved. With the amount of existing dally work trips within
the area (see Tables), it is clear that some method of allev-
jating the massive congestion involved must be found. In ap-

proaching this problem SEMTA states:

91vid., p. III-B-1.
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The ultimate objective is to provide a sector of
the region's population with a satisfactory choice
in the management of their work trips. Additional-
ly, if a significant percentage of the population
which travels the Woodfield Corridor by auto switch
into transit vehicles, positive changes would take
place throughout the urban structure, such as
greater transit ridership and consequently a reduc-
tion in operating deficits. Increased patronage
will have a favorable impact upon traffic congestion
and 1ts many ramifications. Loss of time, air and
noise pollution, accident probability, stress and
strain upon the commuter as well as on the vehicle,
and other products of congestion should be reduced
if the experiment succeeds and more people adopt
public transportation.

Increased patronage will finally strengthen service,

and may ensure its continuation or even enhance

schedule frequency and/or quality of service. In-

creased avallable transit services will expand the

opportunities for mobility and increase the sense

of satisfaction within the community on the paIB

of persons who may have access to the service.

The second commuter run is Amtrak's dailly Detroit to
Jackson service, begun on January 20, 1975. Service is on
the heavily traveled Penn Central route, a distance of some
7% miles. This service is also run under the 403-B two-thirds
state subsidy program. Perhaps the most interesting and en-
couragzing aspect about the service is that Amtrak has con-
sented to participate in what must be considered a commuter
route, despite the intercity connections. The official pol-
icy of Amtrak had been to shy away from such short-run com-
muter type operations, but the advent of Jackson-Detroit
service indicates a change in viewpoint and opens new avenues

for other types of in-state short-run routes.

101b3d., pp. III-B=3, III-B-4.
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The route runs three trains to Detroit in the morning
and evening peak perlods with offpeak service throughout the
day at regular intervals, Stops are made at Jackson, Ann
Arbor, Yipsilanti, Dearborn and several Detroit stations.
Present ridership status 1s reported as satisfactory, at
slightl} higher levels than when the Penn Central controlled
operations.

This service originated from a Penn Central daily oper-
ation between Ann Arbor and Detrolt. Operations were then
limited to a single Budd car which was based in Jackson.
Daily service was subsidized partially through a purchase of
service agreement with SEMTA, acting under the auspices of
the Michigan Department of Transportation. In early 1973,
when it became evident that the Penn Central was indeed going
bankrupt and that service on this line would eventually be
discontinued, SEMTA organized a feasibility study regarding
the possibllitlies of taking control of operations. Prlo: to
the completion of this study, however, it became evident that
there were distinct opportunities avallable in terms of oper-
ating service through Amtrak's 403-B option. Negotlations
were made with the state in terms of arranging such service
and the route was officlally absorbed into the Amtrak frame-
work in January of 1975,

Althougzh there are no clear statements as to the conclu-
sions, if any, that were reached by the original feasibility
study, it would seem safe to conjecture that route status in

terms of levels of operation and patronage was such that
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continuing service was deemed desirable. Furthermore, it was
quite evident that an Amtrak takeover, although by no means

a cure-all, would represent a substantial increase in the
overall level of service and act as a stimulus to ridership
growth, The deteriorated condition of the Penn Central roll-
ing stock, plus their antagonistic attitude presented towards
passenger service in general presented distinct opportunities
for service improvement.

One improvement was made immediately--the designation of
Jackson as a terminal, Previous service had at one time
limited passenger travel to the Ann Arbor corridor, despite
the fact that the train was stationed in Jackson and had to
make this daily trip in ahy case, Other future plans for this
route include "the increase in the frequency of trips made
daily, refurbishment of on line station facilities, obtaining
new rolling stock as soon as possible and negotiating an agree-~
ment with the soon to be created Conrall system regarding

thelr ownership of the right-of—way."ll

11l 5ames Wiljanen, Interview, (October 16, 1973).
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B) Social

A second important area to be considered in any state-
wide passenger rail plan, as well as in an overall national
system, consists of the soclal aspects or benefits afforded
by the provision of this service. Public opinion towards the
recommended mode also plays a most important role in that
ridership is determined by such attitudes.

Amtrak has been constantly criticized most severely for
its inabllity to show a profit at the end of each fiscal year.
The problem is not Amtrak's continuing non-profitabllity in
terms of dollars and cents, but rather the inability of 1its
critics to realize the social benefits 1ﬁvolved. social bene-
fits that may more than balance a certain amount of economic
loss. The basic problem in this however, 1s that there are
no quantifiable methods presently avallable to measure social
benefits in order to gauge the percentage of economic loss
for which they compensate. The fact remains that such social
benefits exist and, in many cases, adequately counter the ef-
fects of yearly operating deficits.

A case in point i1s the position taken by noted soclal
ocritic Lewls Mumford who claims that if the nation is to have
a éruly humane, efficient and balanced transportation systenm,
then the raillroads must play a vital role in the overall
framework. Mumford points out that "Between 1920 and 1940
the United States still had one of the most efficient passen-
ger-train services on the planet. As long as the transporta-

tion system was in balance, the raillroad, as the central
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element in a national system, enabled all the subordinate
parts to function effectively. When the railroads respons-
ibility for passenger service slackened, the entire system

12 The early economic attractiveness of

became unbalanced."”

the developing highway and air systems, encouraged a massive

oferemphasls towards these systems to the point where we have

overdeveloped them today. Such policies as the Highway Rev-

enue Act of 1956 which enabled a great expansion of the Inter-

state Highway network, virtually duplicating the existing

rallroad system, was a great boon to the trucking industry;

a more effective method of killing off the railroads could not

have been invented.

Mumford recommends three main points for reorganizing

the syatem:13

1) Halt further highway construction before any more urban
neighborhoods are depopulated or spoiled for family resi-
dence by high-rise buildings, and before any more agricul-
tural land is covered with wall to wall concrete. Tufn
over the federal funds which are currently allotted to
highways to the rebullding of the entire rail network,

2) As a minimum immediate goal, restore as many passenger
‘trains as were avallable in 1950, by providing at least
minimal trains of two or three cars, newly designed, with

full provision of baggage, manned By skeleton crews. Allo-

cate public funds not only for redesigning and manufacturing

121 ewis Mumford, "We've Got to Get Working on The Bail-
roads", Harper's Magazine, (August, 1972), p. 2.

131v1d., p. 4.
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rolling stock, as well as repairing neglected equipment,
but for assembling and training a new generation of rail-
road workers. Restoration of adequate service i1s the prime
condition for making the railroad popular again.

3) Reduce the disgraceful body count from auto accidents by
lessening needless motor travel--such as long distance com-
mutation and cross-country haulage. This can be achieved
largely by restorincg all the railroad's attractions of com-
fort, safety and diminishment of fatigue over long distances.

Mumford acknowleges that the turnaround will not occur
overnight and that a certain amount of financial loss must be
expected, especially in the early time period. These financial
sacrifices must be made in order to regain the balance in our
national transportation system and we must not ignore the
social benefits, which, although not numerically quantifiable,
do represent an important element in the system. It should be
remembered that it was an over-emphasis on economic variables
that resulted in our present situation and such a mistake
should not be repreated.

Thus, in the preparation of a statewide raii passenger
system for Michigan, these soclal aspects will exist and should
be recognized as compensatory for financial losses which might
occur during the various staces of plan preparation. In deal-
ing with an intrastate system such as the Lower Peninspla of
Michigan, it should be realized that we are concerned with a
route structure that must be considered short-range in scope.

This is8 an important factor in that Amtrak's long and medium
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range routes are responsible for a great percentage of yearly
financial deficits. Yearly deficits on the Michigan state
system could therefore be considerably smaller than might be
expected from Amtrak averages and projections. The energy
efficiency of rall travel, particularly when compared to air
and auto travel is an advantage; besides this fact, paésengera
utilizing rail travel will actually save money, given compet-
itively priced raill fares in contrast to the increasing costs
of auto travel. The competinz highway network will also bene-
fit from a viable rail network, in that the greater the number
of riders on the rall system, the fewer are left to the high-
way system. This i1s especlally important in the State of
Michigan which has a mosé complete hizhway network, but is
often plagued by overuse and congestion. Many people have
arzued that the average American traveler will not leave his
car to travel by rall, but a number of studies have proven
that this i1s not the case. The necessity is that rail ser-
vice must be reliable and attractive in order to stimulate
ridership necessary for success. As was pointed out, Amtrak
has generally been lacking in the provision of these amenities,
but this criticism must be qualified in terms of the recent
advances made in these directions, and the state of the indus-
try at the time of its recent turnover. These optimistic
views notwithstanding, Michigan service must be attractive and
reliable in order to be competitive.

As examples of the variables which patrons consider to

~be important in their choice of travel mode, the following
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studies are offered:

Alexis N. Sommers in a traveler mode choilce survey in
North Carolina ranked the following factors in terms of pas-
senger's 1mportances1u

1) Door to door travel time

2) Convenience

3) Scheduling

4) Comfort-Cleanliness-Noise

5) Terminal access and egress

6) Necessity for transportation at endpoints

7) Reliability-On-Time performance

8) Cost

9) Safety

Allan N, Nash and Stanley J. Hille also studied public
attitudes towards transport modes in Baltimore, Maryland and
Philadelphia, Pennsylvania and returned definitive results
regarding what would be considered important attributes to an
overall 1deal transportation system. Although their study
divided trip purposes into work vs non-work, there were no
dramatic differences between the two, thus leading them to
believe that it was feasible to determine overall categorical
preferences. Another drawback was the fact that the sample
was taken from college freshmen, hardly an ideal universe,
but study reliabllity and validity is still thought to be

high after an examination of the results. The followihg list

1“M1ch1gan State Department of Highways and Transporta-
tion, Report #223: 1971 Average Twenty-Four Hour Traffic Flow,
(1972), p. 64,




of factors, arrayed in order of importance suggests basic

attributes necessary for a successful transport system (e;g..

passenger rail).15

1) Reliability of destination achievement (including elements
of safety and confidence in the vehicle);

2) Convenience and comfort;

3) Travel time (but with large trip purpose differences);

4) Cost;

5) State of vehicle (with cleanliness overshadowing newness):

6) Self esteem and autonomy (with emphsis on independence
rather than pride);

7) Traffic and congestion (both in and out of the vehicle); and

8) Diyersions (including nature of travel companions, avail-
ability of radio and scenery).

What these studies show 1s reliabllity and travel times
are generally considered to be more important than cost. This
18 especially true in work trips, which 18 important in the
Michigan rall passenger system in that the great majorlty of
the Amtrak clientel are students and businessmen traveling in
work or work-related functions. Lansing, the state capital,
and Detroit, the chief economic and business generator, are
vital nodes in the system., The extensive state system of edu-
cational institutions throuchout the southern Lower Peninsula

should be considered in route selections.

15Allan N. Nash and Stanley J. Hille, Public Attitudes
Towards Transportation Modes: A Summary of Two Pilot Studies,
A Paper Trom the 47th Annual Meetins of the Committee on Soclo-
‘Eoonomic Aspects of Highways, p. 43.
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In order for the Michigan passenger raill system to be
competitive, it seems that good travel speed, coordinated and
frequent scheduling are most important in the abllity of the
system to attract patronage. These ideas, in turn, point out
where general improvements must occur. Massive trackage and
roadbed improvements must occur before a reasonable increase
in travel speeds may be reached. As an example of a positive-
thinking attitude towards track rehabilitation within the
state, a Michigan-based rallroad passenger group, the Michi-
gan Assoclation of Rallroad Passengers, has proposed a five-
step program for the wpgradins of trackage for the nation's
passenger trains, '

The proposal was made in a reply statement dated November
15, 1974, to the Interstate Commerce Commission's Adequacy of
Intercity Rall Passenzer Service - Track Standards. The case
is an attempt by the Commission to design track standards for
the nation's raill passenzer system.

The recommendations of the Association were concernéd
with high-speed service (e.g., Detroit-Chicago corridor).
However, it might be applied on a nationwide basis. The pro-
posals include the following:16
1) Begin immediate removal of slow orders to bring track

standards to the level of May 1, 1971, the date of Amtrak's
takeover.,
2) Install centralized traffic control signaling along the

entire length of the passenger routes. MARP estimated that

16Joseph C. Schleen (ed.), "Michigan Rall Passenger Group
Proposes Track Upgrading Plan to the Interstate Commerce Com-
mission", Traffic World, (November, 1974), p. 54.
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this would raise trafflc capacity by fifty percent for a
single track, and three percent for a double track.

3) Double track for both routes.

4) Eliminate grade crossinzs. The passenger group says that
this 1s essential for safe operation at high speeds.

5) Upgrade one track to class six, leaving the other at the
May 1, 1971, level. The slower tracks would be used by
freights; the faster track would be used by Amtrak, thus
eliminating the problems incurred by dual usage.

The MARP proposal calls for payment for the first phase
by the railroads, with upgrading being cared for by a two per-
cent freight rate surcharge. These surcharges would remain
in effect for phases two through four, when Amtrak and the
railroads would split the cost. Phase five would be funded
entirely by Amtrak since only they would stand to gain from
the improvement.

Another basic problem in regard to speed improvements
of passenger trains is the relative amount of passenger-
freight conflict on line. In many cases it has been pointed
out that passenger trains have been sidetracked in order to
permit freight traffic to pass. This was basically because
néither the federal government nor Amtrak had control of such
procedures. The individual rallroads on which these passen-
ger trains operated would naturally sgive precedence to their
own revenue-producinz trains. In this process hqwever. they
were doinzg serious damage to the Amtrak process, which was

manifested by horrendous on-time percentages. These procedures
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have improved to a certain extent, but the conflict still is
very much in existence and, with ambitious plans for passenger
route expansion, there must be a solution to this problem.

The Interstate Commerce Commission hearings regarding
intercity rall passenger service under Ex Parte 277, Sub 2 also
addressed this issue. The case is investigating the feasib-
111ty of upgrading passenger trackage to enable train speeds
up to 110 miles per hour and their effects on freight traffic.
Three major freight haulers: the Burlington Northern (B.N.),

the Chessie System and the Missouri Pacific (MoPac), testified

in regard to the problem.17

The Burlinzgton Northern said that increased
passenzer train speeds over upgraded existing
rall lines would greatly increase delay to
freight trains. Reasons for the delay included
signal spacing requirements and additional
necessary clearance time for the high speed
passenger trains. The resultant congestion
would be intoleradble, reported the B.N., not to
mention interruptions and delays to local
freight switching movements.

In its October 22, 1974 statement, the Chessie
System stated that high-speed passenger train
service 1s not compatible with heavy tonnage
and heavy capacity freight cars on the same
track. The road stated that super elevation
requirements and stress increases on rall and
track structure necessary for the high-speed
operations create serious difficulties for run-
ning freight traffic over the identical tracks.

The Missouri Pacific cited past experience in
noting that it is much more efficient to main-
tain a more nearly uniform speed for passenger
and freight trains instead of high speeds on
certain segments and lower levels on others.

17Joseph C. Scheleen (ed.), "Rallroads Fear that High-
Speed Passencer Trains Could Interfere with Freight Movements",
Traffic World, (November, 1974), p. 45.
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MoPac also noted that most frelght carriers would

be quite reluctant to increase freight trailn speeds

even if they were given the opportunity. It told

the I.C.C. that when freight train speed was over

60 miles per hour, the possibility of equipment

fallure was much greater. Greater operating speeds

also mean greater fuel consumption, which causes

higher operating expenses.

Most lines recommended that for passenger speeds of 110
miles per hour, separate rights-of-=way would be necessary.
Most carriers also admitted that this process would take at
least ten years and overall costs would be quite prohibitive.

The considerations presently being given to the Detroit-
Chicago corridor in terms of high-speed service make this last
point most important, particularly when one considers that
the entire state is well traversed with moderate and large
volume freight lines (See Map). The Detroit-Chicago corridor
has a very high density in terms of freight traffic, especially
east of Kalamazoo. With possible turbine service at speeds
of 110 miles per hour, there are some very apparent problems.
Given the volumes on the remaining lines and considering var-
ious options for a statewide passenger, it 1s clear that trade-
offs and concessions are necessary on both sides of the freight-
passenger arguments.

A final soclially-oriented variable concerning the formu-
lation of a statewide passencer rall plan involves the types
of geographical area served. Previous sections have estab-
lished that the plan limit itself to the Lower Peninsula, but
this still leaves a vast area to be patterned into a final

system. From examples and patterns in similar attempts at
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such plan formation the rather idealistic goal of serving

all "major" population and recreational centers has emerged.
Holding to this rather general statement, the following Table
18 offered as a preliminary conceptual outline, which is by
no means a final plan, but rather a method of limiting to a
workable size, the number of areas to be finalized in later
sections. These areas defined in the following Table are
chosen not only for their sufficient population base (10, 000+
in most cases), but also their geographical relationship in
terms of the existing rall pattern and their proximity to

recreational areas.

United States Bureau of the Census, Population of Places:
Table #6, Michigan, 1960 and 1970, (1970), p. 2%,




TABLE §.
City

Albion
Alpena

Ann Arbdbor
Battle Creek
Bay Ciéy
Benton Harbor
Cadillac
Cheboygan
Detroit

East Lansing
Flint

Grand Haven
Grand Rapids
Holland
Jackson
Kalamazoo
lLansing
Manistee
Midland

Muskegon

Muskegon Helghts

Niles
Pontlac
Port Huron

~ Saglinaw
Traverse City
Yipsilanti
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1970

Population

12,112
13, 805
99,797
38,931
19,449
16,481
10,000
5,553
1,511,482
47,540
193,317
11, 844
197,649
26,337
45, 48l
85,555
131, 546
7.723
35,176
bk, 631
17,304
12,988
85,279
35,794

91, 849
18,048
29,538

£ change
from 1960

Presently
Served by Amtrak

- 5.0
- 6.0
+48.2
-11.9

>-708

-13.9
- 1.2
- 5.2
- 9.5
+57 4
- 1.8
+ 7.0
+11.5
+ 6.5
-10.3
- 4.5
+22.2
- 7.2
+26.6
- 4.0
«11.5
- 6.2
+ 3.7
- 0.8

- 605
- 201
+40.9

Yes
No
Yes
Yes
No
Yes
No
No
Yes
Yes
Yes
No
No
No
Yes
No
Yes
No
Yes
No
No
Yes
Yes
Yes

No
No
Yes
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Statewide Major City Designations

NuSt. Ignace

{ sTeAMEn
COANLLTION

~
A G
Ra¥N
Ud aire
e feared. =
l;/ ’ /Mmcelona
)
.
Wuliamerirs ?
(@)
Ay
incoln Je L
scoda
t Tawas
was City

ster Jeo

\rort HoPe

d

‘—"o .\'ewlyg; o llur r

ity
Cs'dn :
m"h\h“"b

I ocL!urd ©
Comstoc Lelding

Fark

©
G.7
lnmtﬂ‘

I‘[:nrl4 «

%
Larsing
Witliamston #\”

=
stittord T °“""

&
Huwell \ A N7
AN W RN

S\ D Royal Ok A
[osier Labeland M- b Northviie
BT S 10 ighlund Puck

e >, ll nulr:uncl

1vehland Je
I")rm ul!

.\‘p I'I.in.n!‘.\

T e

" < "o MY
\ B:nv--r Sl
1h KALAMAZ
Watevlict A
I Paw Paw e
Homer
Decatur é‘m‘ s 3 -rnhnrx Litehfinld .-ut Cu
\\ B era °,
Marcellus TN Ualon Lnly
S nr-vllu Y
V. ae l" Parrfus Q x’
. uine
IL‘\GO ) Coldwater :é ) Hilladale
/\. Ivers O “ dnn
L Cunstantioe = /'"‘/’ Hruason ,“""'" ual-on

~ ' o .
£ “.“,,;‘,u, > Vurgle wWom hing t’ " 2
puranyer L/‘, b g ol e ". .
- ax, n"y 4 a L aaee—

*3fartor Beach




53

The state 1s well known for its social and recreational
attractions, particularly in terms of winter sports in the
upper areas of the Lower Peninsula. There are three main
rall lines that spread northward into these areas, one of
which 18 presently involved in abandonment procedures. In
examining these upper areas in terms of patterns or particu-
lar sub-regions of recreational concentrations, it was found
that these locations were spread rather evenly throughout.
It might also be noted that immediate suburban-type areas in
the metropolitan areas around Detrolt were not considered in
the major cities designations. The lower half of the Lower
Peninsula, besides having major population areas grouped in
close, proximate route patterns, also had other attractive
components such as educational centers, recreational areas,
historic attractions and various other cultural focal points.

A final, but most important aspect in the consideration
of the rall plan is the marketing or public relations pro-
gram. Although it 18 more than evident from the examples
presented previously that Amtrak, the State of Michigan and
various public groups are all actively involved in promotion
of passenger rall service, it 1s most important that these
efforts continue. It is through such marketing procedures
that public support is encouraged both in the form of rider-
ship and in terms of legislation favoring rall passenger

service.
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C) Economic

Ever since the inception of Amtrak in 1971, vast amounts
of government monies have been poured into the tills of the
quagi<-public corporation in order to insure its survival.
Because of this large input of funds, the economic phase of
rall paésenger service has been the source of the greatest
amount of criticism and public concern regarding the future of
Amtrak. "Amtrak revenues have grown moderately (e.g., 52.6
million in '71 to 60.2 million in '72), but losses have con-
tinued (e.gz., 37.8 million in '71 to 36.5 million in '72)."19
Thus, economic conditions must be of prime importance in any
attempts to evolve a statewide system. Although 1t has been
recently demonstrated that social benefits may make up eonomic
deficits where they exist in a limited sphere, it must be
demonstrated that projected routes will incur deficits that
are not of an unreasonable nature and that there are sufficient
state and federal programs availadble to fund the final system.

Recently Amtrak published a series of projected profit
and loss by route statements which gave future anticlpated
figures for the three existing Michigan routes. Figures given

in millionszzo

19Dav1d Lawrence, "Progress in Amtrak", Illustrated U.S.
News, (May, 1972), p. 52, —

20
National Railroad Passenger Corporation, Amtrak Annual

Report: 1974, (February, 1975), p. AI-5.
|
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TABLE 6. Rail
Load Passenger
1) Detroit-Chicago Rev;nue Cgst N;t Factor Miles

Fiscal year 7’+ l.9 bos -206 63.7 37.6

Fiscal year 75 - 2,5 3.5 «=1.0 57.5 4o.8
Fiscal year 76 - 3.3 3.8 <=0.5 57.6 50.5
Fiscal year 77 - 6.7 4.3 +2.4 50.0 83.0
Fiscal year 78 - 6.9 4,7 +2.2 50.0 85.0
2) Port Huron-Chicago Rev. Cost Net L.Factor Rall Pass.
3 3 $ Miles
Fiscal year 75 - M 7 =0.3 33.5 S5¢7
Fiscal year 76 - o5 9 =0.4 33.5 7.2
Fiscal year 77 - 5 9 =04 33.5 7.2
Fiscal year 78 - 5 .9 =0.4 33.5 7.2
3) Jackson-Detroit Revenue Cost Net L.Factor Rall Pass.
$ $ Miles
Piscal year 75 - .1 3 =0.2 40,0 1.1
Fiscal year 76 - o1 A4  =0.3 40.0 2.2
Fiscal year 77 - ol A4 =0.3 40.0 2.2
Fiscal year 78 - .1 4 -0.3 40,0 2.2

From these figures it can be noted that although operat-
ing deficits will shrink and patronage should rise, financial
losses will continue. Thus, there must exist sufficient
finances to compensate for this.

On the federal level all indications point towards a con-
tinuing policy of expanding monies avallable to Amtrak: The
federal government has poured vast amounts of funds into Am-
trak and late last year the "Interstate Commerce Commission

granted Amtrak the ability to issue some $500 million in bank
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notes which may be issued to the Federal National Mortgage
Assoclation, the United States Rallway Assoclation, a Fed-
eral Financing Bank, or any other similar federal agency.
The Commission also noted that any notes given to cover de-
faults in principal or interest will be guaranteed by the

Secretary of Transportation."21

President Ford mentioned that
since the Corporation (Amtrak) was charged with thé respons-
ibility of providing modern and efficlent service, funds
should be provided as necessary to allow Amtrak to expand and
modernize equipment and make various other improvements.
Recently, as of the beginning of 1974, the trend in Wash-
ington was towards a realization that Amtrak will not assume
profitability for a fairly long period of time, as evidenced
by the fact that even several Amtrak executives have admitted
this fact. As this realization develops, it is seen that
since Amtrak 18 currently in debt to an ever-mounting degree,
it 1s quite ridiculous to expect the Corporation to extract
itself from the federal-owed indebtedness and still maintain
a course towards reaching financial viability. Thus, a move-
ment 1s currently afoot to absolve the Amtrak debt by chang-
ing loans to grants and continuing this practice until Amtrak
is.closer to self-sufficiency. If this procedure is put into
practice 1t would greatly extend the opportunity for route

expansion.

21Joseph C.Scheleen, (ed.), President Ford asks addition-
al Amtrak Appropriation", Traffic World, (October, 1974),

p. 45.
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Another method by which federal funding is available to
Amtrak, and thus, also to the state of Michigan 18 under the
Rail Continuation Subsidies issued by the Federal Railroad
Administration under the Regional Rail Reorganization Act of
1973. Detalls of the Act say that: "A state may receive the
transitional funding if raill services within its boundaries
are discontinued under the provisions of the Reorganization
Aot. Eligible states must (1) develop a comprehensive state
rall plan; (2) have the jurisdiction to develop and maintain
efficient rail services; (3) assure fiscal responsibility; and

(&%) comply with the regulations. The legislation authorized

up to 3180 million over a two-year period."22

Under section 255.7 regarding Rall Service
Continuation Assistance: The federal share of the
cost of providing rail service continuation sub-
8idy under section 402 (b) (1) of the Act shall
equal seventy per-centum of such costs and shall
not exceed a term of two years. The state share
shall be 30 per-centum. In no event, however,
may the non-federal share be augmented by any
federal funds directly or indirectly unless the
funds are provided throush a federal program
which specifically authorizes the augmentation
of a non-federal share of a federally subsidized
program with such funds. Also, the basic appor-
tionment for each state in the region is deter-
mined by the Administrator in accordance with the
provisions of section 402 (b) (1) of the Act.
Persuant to such provisions the Administrators
have determined that the total mileage of all
states in the region is 61,184 miles; that the
total mileage in each state in the region and their
ratio to Bhe total mileage in the region is as
follows:2

22Federal Rallroad Administration, "Continuation of Local
Rail Services", U.S. Department of Transportation Federal
Register, 39 (April, 197L),.p. 12528,

231b1d., p. 12530.
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The state of Michigan was determined to have total state
rall mileage of some 6,159 miles, which was 10.1% of the total
rall mileage within the region. Thus, under the terms stated
within the rules, Michigan is entitled to 10% of the basis
apportionment of 3180 million over the two year period. This
means that the state is guaranteed up to $9 million each year
for the two years in federal funding. To obtain this aid,
Michigan's share would come to approximately $2.7 million each
year, if the maximum amount of federal funds were to be util-
ized.

Viewing these legislative actions it seems that federal
funding will be more than adequate in the coming years and,
especlally under Amtrak'é 403-B state subsidy program, it would
appear that the time is ripe for the development of compre-
hensive state rall networks. The federal government has dem-
onstrated both its willingness for the development of such
plans and the continuing financial aid to make the plans work,
in its planning requirements prior to assistance eligibiiity.
The state of Michigan has, through past funding experiences
and present planning directions, been more than eager to com=-
Ply with their own necessary expenditures to involve federal
participation. As early as May of 1974 the state was volcing
reassuring attitudes towards the eventual result of the Rail
Reorganization Act. Edgerton T. Balley, head of the freight
section of the Michigan State Department of Highways and Trans-
portation, stated that: "Combined federal-state subsidies of
$13 million a year will bolster shaky Michigan railroad lines
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starting in mid-1975. Michigan's share of federal rail sub-

sidy under terms of the Reorganization Act would amount to

about $9 million. The state share is an additional 34 mil-

lion per year to appropriated by the Legislature. The sub-

s8ldy runs for two years, but could well be extended. Lines
woﬁld receive enough money to offset losses, plus a reasonable
rate of return."zu

The state has had a history of supporting rall passenger
measures in both intercity service under Amtrak and commuter
lines under SENMTA. In the 1973-74 General Transportation Fund,
in the Capital and Demonstration Grants section the following
measures were approvedx25

1) $500,000 to SEMTA for the development of 500 parking spaces
to serve the Grand Trunk and Penn Central rail facilities.

2) $60,000 for the statewide rail needs study, towards the
formation of a state raill plan.

3) $136,350 towards the assumption of the state share in pro-
viding Amtrak service in the Port Huron-Chicago corrldor.
Remaining defilclts were to be assumed by Amtrak and inter-
ested regional governments.

The 1974-75 General Transportation Fund, in its Capital

and Demonstration Grants program, designated approval for the

24
Associated Press, "Shaky Rall Lines Bolstered by Sub-

sidies", The lansine State Journal, (May 1974), p. B=7.

25M1chigan State Department of Highways and Transporta-
tioné The General Transportation Fund: 1973-74, (July, 1973),
PPe. ‘90
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following rall-related proJectst6
1) $950,000 towards the current Port Huron-Chicago Amtrak
service.
= To provide one daily round trip
= To make physical plant improvements at Battle Creek
- Td make track capacity improvements at Lansing and Flint
2) $435,000 towards establishing a Toronto connection off the
Port Huron-Chicago Amtrak service.
= To provide one daily round trip durilng the last half of
the 1974-75 fiscal year.
- To make improvements at Port Huron, including U.S. Customs
and Immigratioh Faclilities.
3) $307,400 to SEMTA for the Grand Trunk Western Commuter Rail
Demonstration Project.
- For the purchase, renovation and modernization of exist-
ing equipment.
= Purchase and upgrading of twelve used coaches and two used
locomotives. |
- Revision of downtown terminal trackage.
k) $367,600 for Amtrak line capacity and reliability improve-
ments.,
= To provide a passing track at Lawton with necessary signal
and interlocking work.
There 1s no indication that this cooperation will be dis-

continued, particularly since the state 1s currently in the

26M1chigan State Department of Highways and Transporta-
tion, The Ceneral Transportation Funds 1974-75, (July, 1974),
Pp. 111"1V0
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process of completing theilr statewide raill plan, which will
make them eligible for federal aid.

Another encouraging prospect concerning the establishment
of the Michigan passenger plan relates to the recent change
in command of the Amtrak organization. On January 29, 1975,
Paul H. Reistrup, a former vice-president of the Illinois
Central Gulf Railroad, was named as the new president and
chlef executive officer of Amtrak. He replaced Roger Lewis,
original president who incurred a great deal of opposition
over several of his operating theories and procedures which
were implemented during his reign.

Upon assuming control of the operation, Reistrup stated
that: "I have no illusions about phis new job, We are look-
ing at a situation where expenses are twice as high as reven-
ues, I do not see how it is possible for Amtrak to make a
profit in the corporate sense of the word, but something has
to be done to reverse the expense trend. As an interim goal,
Reistrup seeks to reverse the trend towards rising costs per
passenzer mile, even if the total deficit grows as traffic
expands. The maln weapon to be utilized in Reistrup's arsenal
will be a growing emphasis on short-haul service in corridor
ar;as."27

This is most important in that the state of Michigan in
its development of a state passenger plan will be emphasizing

short-haul corridor type movements. The recent inclusion of

27Louis M. Phelps, "Amtrak Seen Stressing Short-Haul Runs
Undeg its New President", The Wall Street Journal, (January,
1975 ] p' 2'
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the Jackson-Detroit corridor is a prime example of this type

of route. Relstrup also noted that a good way to improve cost
performance 1s to obtain greater seating density and more
passenzers per train. Since the greatest percentage of the
Amtrak market consists of older people and college students,
who would drive 1f they did not take the train and would be
unlikely to fly, you may attract them in large numbers only

in corridor markets where there is a sufficient amount of traf-
fic between two cities. He noted that up to this point in
time, Amtrak has not done a thorough job in developing these
market areas, especially in the Great lLakes rezion. Track re-
peirs will be the prime priority, as opposed to recent emphasis
on the more dramatic and eiotic high-speed equipment and meth-
odologies.

It seems that the current re-emphasis within the Amtrak
organization, indeed, within the entire federal rall structure,
will assume a profile that will be easily adoptable to the
type of procedures necessary in the formulation of a Michigan
state rall passenger plan.

A final consideration given in the economic outlook for
passenger rall system, regards the ridership potential or de-
mand for such service, It was mentioned in previous sections
that one of the greatest problems in drawing up a plan of this
sort was in terms of the lack of avallable data regarding pre-
vious routes. As might be expected, there are no available
figures on passenger demand from those raillroads which oper-

ated passenzer lines years ago. That data which 18 available



63

consists of relatively new and unstructured figures related
to ridership on existing Amtrak routes. In the case of the
state of Michigan, two of the three existing routes are so
recent that any type of meaningful ridership figures from
which trends may be derived are non-existent.

As was shown in the revenue/expense table, Amtrak has
predicted rising ridership figures for all Michigan passenger
routes within the next few fiscal years. It is true that in
some instances a peaking period is predicted in a relatively
recent time, but the ridership rate will be such as to re-
taln economic stability. This, of course, relies on the val-
1dity of the Amtrak projections which may be a blit optimistic.
When viewing the existing changes that have occurred in those
present Michigan routes, plus the attitudes that Amtrak and
the federal government have manifested, one has to be encour-
aged about the possibility of stimulating future ridership
figures.

A study which lends some idea as to the possible paésen—
ger volumes on intrastate routes 1h Michigan is one performed
by the Stanford Research Institute in July, 1971. They were
contracted by the state of Michigan to examine three alter-
nate routes in the Detroit-Chicazo corridor:

&) Route 1 = Detroit-Durand-Lansing-Battle Creek-Kalamazoo-
Chicago

b) Route 2 = Detroit-Lansing-Battle Creek-Kalamazoo-Chicago

¢) Route 3 = Detroit-Ann Arbor-Jackson-Battle Creek-Kalamazoo-
Chicago

28John W. Billheimer, Analysis of Alternative Rail Pags-
enger Routinzs in the Detroit-Chicazo Corridor, (July, 1971),
p. 3.
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Using variables of total travel time, total out of
pocket per capita cost (dollars), frequency of service, and
the number of families within the SMSA or city palir having
annual incomes of $10,000 or more, a demand model was de-
fined‘gnd results were calibrated for each route and by shift-
ing variables within each route. The resulting annual passen-
ger levels and losses per route were enough to indicate that
route 3, the present route utilized within the corridor, was
best sulted to handle the operation. The conclusion of this
study indicated that even the best sulted of the three routes
was quite unlikely ;o make a préfit and that passenger service
within the state would be a risky operation.

Despite the negative attitudes expressed within this
particular report, there are a number of factors inherent in
the makeup of the study which lend more positive outlooks to-
wards passenger ridership on interstate routes. First of all
& number of figures within the study are totally irrelevant
to future passenger routes in the state because they examined
anticipated train speeds of 80, 150 and 250 miles per hour.
These expected speeds are totally absurd in relationship to
an overall intrastate system and it was routes that anticipated
such speeds which were the cause of the greatest percentace
of anticipated revenue losses.

This study was completed prior to the recent energy
orisis and the turnaround of attitudes favoring passenger
route extensions. Thus, this particular study had a prime

emphasis on the route's obtaining a profit in strict monetary
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FIGURE 10

Alternative Detroit-Chicago Passenger Routes
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terms. Recent trends have fostered the idea that any type of
structure such as a passenger rall system which offers a neces-
sary travel function to the public, need not be overly con-
cerned with the ideal of realizing profits. The government
hags shown an ability to ald in the funding of the passenger
rall system and, with this help, there is no valid reason why
a reasonable national system could not be created. The feder-
al government expends an enormous amount of funds towards pro-
Jects that are certainly much less beneficial than rail pas-
senger service and it would seem quite logical that these
expenditures could continue until such time as a national sys-
tem was created that was viable and comprehensive in nature
and organized to such a point that profit-making, or at least
& break-even point was reached. With the energy crisis very
much a part of everyday life and our public highways becoming
ever more congested, the time has certainly arrived when rail
passenger service must be revitalized to assume 1ts necessary
share of the national travelinz public. .

Two other studies seem to have theories on possible pas-
senger train ridership which are much more compatible to the
Michigan intrastate situation. The basic problem, as was ex-
plained previously, i1s that given the current crises and trends
in government involvement, most existing passenger demand mod-
els are too profit-oriented and tend to dismiss changes or ex-
tensions that could be very necessary.

The first study 1s a Passenger Preference for Travel Mode,

done by Pennsylvania State University on train travelers between
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Philadelphia and Harrisburg in 1970. The study compared trip
modes of auto, raill, air and bus and purposes of business,
commuter, personal and student, as well as a combination of
all purposes. Results were reported and utilized in the state
of Pennsylvania's response to the D.0.T. Report which stated
that:

Rall passenger service 1s justified in corridors

of 150 to 180 miles in lenzth because it is the

preferred mode., Usually, it will be the fastest,

safest, least costly mode (including value of time)
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