






































U. S . DEPARTMENT OF TRANSPORTATION 

FEDERAL RAILROAD ADMINISTRATION 

TESTIMONY OF REGINALD N. WHITMAN 
FEDERAL RAILROAD ADMINISTRATOR 

ON S . 3223 ANDS . 3334 
BEFORE THE SPECIAL SUBCOMMITTEE OF 

THE SENATE COMMITTEE ON COMMERCE 
MARCH 25 , 1970 

Mr Chairman , I appreciate the opp ortunity of 

appearing before y ou t oday t o present the Department ' s 

views on two bills, S . 3223 and S . 3334, which deal with 

the problems of freight car per diem charges and penalty 

per diem charges on cars used f or agricultural commodities . 

I kn ow it is an understatement to label the issues of 

freight car sh ortages and per diem disputes old problems . 

However, the history of these issues indicates that the 

industry itself dealt with them with some success from 

1902 to 1953 , when the present dispute was submitted t o 

the Interstate Commerce Commission for adjudicati on . I 

am impressed that the real answer to the longstanding and 

complex dispute lies within the willingness and ability 

of the railr oad industry t o settle its own pr oblem without 

regulatory or legislative action . 

A c omplete analysis of S . 3223 and S . 3334 is already 

a part of the rec ord . Therefore my statement will n ot 

re peat a similar analysis . Instead I would like t o present 

my views on three basic principles which must be considered , 

if indeed, the per diem issue is t o be effectively resolved . 
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These three principles are : 

1 . Compensation : Per diem rates sh ould be at a high 

enough level to provide an incentive for railroads t o build 

fre ight cars. This incentive is necessary if we are t o 

expect c ontinuous commitment of railroad capital will be 

made t o re p lenish and expand the freight car fleet . This 

is particularly true t oday when n on-railr oad, high yield 

investments are attracting more attenti on fr om railroad 

c ompanies . 

2 . Stability : It is important that a stable policy 

regarding tax credits, depreciati on and per diem charges 

be maintained if we are t o avoid and h opefully eliminate 

the peak and valley production of freight cars . A stable 

investment environment will support car building programs 

by making capital f or equipment acquisiti on more available 

from the financial c ommunity . 

3 . Utilization : Per diem rates which provide adequate 

c ompensati on will also persuade the cost-c onsci ous railroad 

industry to move empty cars more expediti ously back int o 

the pipeline f or revenue service . An unreas onably l ow 

per diem rate will retard utilization of the present fleet. 

An unreas onably high rate, such as provided for in S. 3334, 

would be destructive t o traditional and necessary inter­

change practices . 
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Admittedly, these principles are stated in their 

broa dest t e rms . There are many variables in each of the 

three areas that f orm the basis o f the c ontr oversy which 

led t o the introduction of the two bills . Critical 

fact ors inv olved include car reproducti on costs , interest 

r a te or r e turn on investment and whether per diem charges 

a re t o be assessed on a time or time -mileage basis . These 

fact ors are als o the reas on we are here t oday t o discuss 

S . 3223 , The bill would pr ovide a settlement , thr ough 

l e gislati on, of the l ong term differences that have 

divided the railr oad industry . 

I believe it is clear fr om the rec ord in these hearings 

and Senator Magnus on's views as expressed when he intr oduced 

S . 3223, that the ICC's decision on these disputed factors 

has n o t won wide acceptance within the industry . If I can 

relate back t o my view on the need f or a stable investment 

e nvironment, it would a ppear that any p olicy , must have a 

br oa d base of industry supp ort . With out it , we can l ogically 

expect c ontinual c ontr oversy and pressure for change either 

t hr ough regulati on or legislation . 

Frankly , neither I n or my staff in the Federal Railr oad 

Administrati on can provide the Committee with the type of 

s oluti on that will settle the 19-year-old per diem issue . 

I have my personal views , but these may be as c ontr oversial 

as th ose n ow before y ou and perhaps equally unacceptable t o 

one or more segments of the industry . 
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If change is deemed t o be necessary I str ongly 

suggest that the change be developed and accepted within 

the railroad industry itself. I believe the industry 

must c ome t o grips with the issues and create the pr o ­

cedures t o reach a final and binding settlement. While 

I am sure the Congress is anxi ous t o do all tha t it can. 

to promo te an adequate and efficiently used freight c a r 

fleet, a legislated s oluti on would set in c oncrete the 

varying c ost fact ors involved . Any subsequent change 

would n ormally c ome through legislative amendments and 

Congress would find itself the final arbitrat or whenever 

new or reargued fact ors caused the intr oducti on of 

legislati on. 

The Secretary of Transportati on has prop osed t o 

the railr oad industry, that binding arbitrati on, within 

the railr oad industry, be adopted f or settling the per 

diem rate issue. This would include the c omputati on, 

establishment, and applicati on of per diem rates as well 

as other related items. We have pr op osed that the per 

diem controversy be settled within the railroad industry 

by the carriers themselves. 

I have f or the rec ord, the Secretary's letter t o Mr. 

Th omas M. Goodfellow, President of the Association of 

American Railr oads. We are hopeful that the industry 

will give careful and fav orable c onsiderati on to the 

Secretary's arbitration proposal . 
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Before concluding, Mr. Chairman , I would like to 

discuss the impact which we believe S. 3334 would have 

on the present system. As I stated earlier I believe 

S . 3334 would have a destructive effect . 

In 1968 average revenue generated per carload was 

about $350 . Using standard demurrage agreements, shippers 

and consignees would control a car four free days per l oad , 

while the serving railroad paid out $400 in per diem . The 

effect of these economics on cars used for agricultural 

commodities would mean : 

1 . No foreign cars would be accepted by home r oads; 

2. Originating carriers would not have access to 

foreign cars; 

3 , Foreign carloads would be unloaded at interchange 

points. 

We therefore, do not believe S . 3334 would have its 

intended effect of improving the supply of cars used for 

agricultural commodities. 

Mr. Chairman, in summary, freight car sh ortages and 

per diem are old problems in the railroad industry . Because 

this is s o , a legislative solution may be appealing in that 

it resolves the issues with some finality . In my op ini on, 

however, the s olution would be short term . In decisions 

involving b oth parts of this regulated industry, an 

effective soluti on must have a high degree of acceptance 

within the industry. Thus , to gain industry acceptance, 

I propose the railroad industry take back the per diem 
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problem and resolve it internally. While I believe 

Congressi onal interest in finding a solution is 

commendable and that the thrust of S . 3223 is c on­

sistent with Congress' c oncern , the Department of 

Transportati on would fav or voluntary arbitrati on by 

the indu stry rather than legislation . 

In c onclusi on, Mr . Chairman, I would like t o 

assure the Special Subcommittee that the Department 

of Trans portati on is vitally c oncerned ab out the 

problem of freight car shortages. We believe per 

diem is only one element. I have attached t o my 

statement a list of DOT program activities in the 

car service area. 

This concludes my prepared statement and I 

shall be happy to answer any questions you may 

have. 



DOT' s RAIL SERVICE A.i.'TD CAR SERVICE ACTIVITIES 

This outlines the Department's past, present, and planned activities in 
rail service and car service activities. 

DOT's Past Activities: 

Past activities have included: 

(1) Worked with the Treasury to obtain the five-year fast 
amortization provision, in the 1969 Tax Reform Act, 
which applie.,; to raih·oad rolling stock. After 1972, 
this Act provides tliat the Secretaries of Treasury and 
Transportation shall determine which type s of rolling 
stock are not in short supply, to which the fast 
amortization provision will no longer apply. We believe 
this tax incentive will stimulate continued investment 
in rolling stock despite loss of the seven percent 

investment cre<lit. 

(2) Supported Illinois CentraJ 's "Rent-A-Train" proposal 
before the Commission. Not only does this pricing 
proposal zive tremendous incenUve for better car 
utilization to both n:1:ipper anc1 u:irL;_er, :it al.so lcvcJ s 
out one peak demand for freight cars, thereby reducing 
car shortages. As we see it, these peak demands must 
be levelled if car shortages are to be avoided. IC's 
"Rent-A-Train" proposal contributes toward accomplish­
ment of this goal. 

(3) Proposed a joint DOT·-AAR demonstration of a railroad 
service quality control system in September, 1969. 
The proposed ~ystem, to operate over three demonstration 
roads, was to schedule each car from origin-dock to 
destination-dock, monitor each car movement to insure it 
was on schedule, and provide data to evaluate service 
performance by railroad, route and facility. In its 
eight point program to improve service as announced in 
October, the AAR included its own pilot demonstration 
project to measure service for traffic moving on more 
than one railroad. While our proposal was not accepted 
it may have had some effect in promoting the MR demon­
stration. 



DOT ' s Present Activities: 

Present projects include: 

( 1) A research study which will obtain an estimate of the 
economic effects of freight car shortages in 1968 for 
the grain, lumber, and plywood industries. This 
$157,000 contract, now being performed by 
Arthur D. Little, Inc., has a scheduled completion date 
of late September, 1970. As we see it, this effort 
complements the Commi ss ion's Ex l'arte 252 work.- If a 
rational economic decision to el.iminate car shortages 
in these industries is to be made, estimated savings 
must be compared with the associated costs . 

Of greatest interest to the Commission, we are also 
attempting from this contract to derive a method of 
forecasting weekly freight car demand in important 
regions for th es e three industries. If we are successful , 
this should prove a valuable tool to better plan car 
allocation be tween regions. We are also determining the 
feasibility of expanding this study to see if other informa­
tion of value can be obtained at the same time. 

To date, persons from both the Commission ' s Bureaus of 
Operations and Economics have advise<l us on this contract. 
TI1eir continued help is needed . 

( 2) A Secretarial Conference is being proposed for early 
summer, whtch we hope will lead to some agreement on ways 
to improve car service . Such a three-day conference with 
shipper, carrier, academic, and Commission participation 
will also focus on our emphasis that improved freight car 
utilization is the key to improved car supply. 

( 3) We are considering proposing to the railroads that binding 
arbitration within the railroad industry be adopted for 
settling per diem rate issues. The time and money spent 
on these issues is far out of proportion to any results 
which have been achieved . Had the same effort been made 
to improve car service, substantial benefits could have 
accrued to all, including the public . 

DOT ' s Planned Activities: 

Planned activities include: 

( 1) Put railroad per diem charges on an hourly rate basis. As 
MR's Per Diem Task Force Report showed, an uneconomic 
operational peak near midnight now results because per 
diem charges are settled on a daily basis . Not only will 
reduced car delays result from using an hourly charge, 
but also reduced operational expenses . 
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(2) Encourage increased implementation of railroad 
operations accounting systems which consider car 
costs in addition to labor, power, and fuel costs. 
Too few railroad operational decisions are now 
made which include the costs of leaving cars idle . 
Implementation of new cost accounting systems will, 
we believe, substantially improve freight car 
utilization while minimizing total railroad costs. 

(3) Encourage implementation of computerized car control 
systems, (such as Southern Pacific's "TOPS" system) 
which will, when coupled with good forecasts of 
loading demand, permit en;pt:ies to be dispatched 
across entire railroad systems at a minimum total 
operational cost. 

(4) Support and promote implementation of a uniform, 
industry-wide system for grading the condition of 
empty frelght cars. One movement across a cleaning 
track on any railroad should provide a grade for any 
car. Repetitive trips across cleaning tracks on 
different railr0ads should thus be eliminated to 
improve car utilization. 

(5) Reduce the number of railroad interchange points. 
Many low traffic interchanges have infrequent tr~in 
service. Significant car delays result from their 
use . Thus, many such points are uneconomical to 
operate if car costs are considered . Eliminating these 
interchanges will improve car utilization and car 
supply. 

(6) Evaluate higher dernurrage charges and/or reduced free 
time as methods of improving car utilization. Use of 
actual spot t~me instead of 7:00 a.m. as the starting 
time for demurrage charges will be explored. Other 
penalty measures against shippers causing damage, dirty, 
or unnecessary delay to cars in short supply will also 
be considered. 

(7) Consider the feasibility of assessing penalties(by 
some automatic system rather than through litiga­
tion) against railroads when cars are not moved 
according to schedul.e. This requires origin-to­
destination (dock-to-dock) schedules and some method 
of measuring actual car movement against these 
schedules for each railroad. 

(8) Support and encourage pricing proposals (such as 
"Rent-A-Train") which level peak demand for can: 
and/or improve car utilization . 
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(9) Evaluate the feasibility of a Government owned 
auxiliary car fleet as an alternative means of handling 
peak car demand. We anticipate car costs would be 
covered by user charges. Distribution of t he fleet 
would be under governmental control . 

( 10) Investigate the economics of levelling car purchases. 
Current and past cyclical ordering of new cars is 
reported as much more costly than level purchases would 
be . If true, incentives to level car purchases might 
be instituted. 

( 11) Establish car service goals to be attained by both 
sl1ippers and railroads. Goals should be set for 
such items as bad orJer ratios, order lead times, car 
miles per car day, load per car , and time loading and 
unloading. 
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STATEMENT OF REGINALD N. WHITMAN, 
ADMINISTRATOR, FEDERAL RAILROAD ADMINISTRATION, 

DEPARTMENT OF TRANSPORTATION, BEFORE THE 
SUBCOMMITTEE ON SURFACE TRANSPORTATION 

OF THE SENATE COMMERCE COMMITTEE 
ON S. 3730, JUNE 4, 1970 

Mr. Chairman and members of the Committee: 

I appreciate this opportunity to appear before you 

today in support of s. 3730, the Department's bill extending 

for an additional year the statute establishing the High­

Speed Ground Transportation Program. 

S. 3730 contains two amendments to the existing law. 

One changes the expiration date of the statute to June 30, 

1972. The other authorizes appropriations in the amount 

of $21.7 million for fiscal year 1971. We have prepared 

a breakdown of how we propose to utilize these funds which 

we would like to submit for the record at this time. No 

other · amendments, of substance or procedure, are proposed. 

If funds are appropriated to the full extent of this 

additional spending request for the fiscal 1971 budget, we 

shall have had a total appropriation of $98.7 million for 

the six years of the program compared to the $90 million 

initially authorized in 1965 for just the first three years. 

I am sure you are very interested in why we are 

asking for only a one year extension of the Act instead of 

one for a longer period. We are in the process of relating 
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all Department R&D into a well coordinated effort that will 

be responsive to the demands for technical revolution in 

our transportation systems. Many of the research projects 

initiated early in the OHSGT R&D Program are reaching the 

advanced stages of development and can have great impact 

on the planning of similar advanced projects in other 

modes of transportation. Also, new research projects which 

we are about to initiate in High Speed Ground, must be 

coordinated with other programs affecting urban mass 

transportation, highways, and such aviation programs as 

the implementation of VTOL and STOL service. It is 

necessary, therefore, to have all of these programs in 

the proper sequence of planning and this one-year 

extension request for High Speed Ground R&D will give 

us the opportunity to fully integrate the next year's 

planning into the total Departmental picture. 

Proper integration and utilization of the total 

Departmental R&D facilities is also another consideration 

in our extension request. The _Department will acquire on 

July 1, NASA's Electronic Research Center at Cambridge, 

Massachusetts. We will use this new capability for R&D 

on advanced systems and technological development. Also, 

the development of the high speed ground test site in 
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Colorado will give us new testing and development capabilitie~. 

The research and testing programs of these two facilities must 

be closely coordinated and this one-year extension will enable 

us to accomplish this. Another factor not clearly definable 

at this time is the final Congressional action on the proposal 

to establish a public-private corporation to run intercity 

rail passenger service. If the plan wins Congressional 

approval, we will want to relate the demonstration projects 

of the High Speed Ground Program to the role of the newly 

established passenger train corporation. 

Support for the High Speed Ground Transportation Act 

of 1965, both within the Congress and elsewhere, reflected 

a concern about the future of transportation in developing 

urbanized regions in the United States, particularly the 

densely populated Northeast Corridor between Washington, D. c., 

and Boston, Massachusetts. Sharply increasing demands for 

transportation in the Northeast Corridor and the decreasing 

capability of existing transportation facilities to meet 

these demands was the major theme of two key reports - one 

in 1962 and one in 1964 - which led to the High Speed Ground 

Transportation Act. 

Both reports suggested that improved rail service might 

offer a short-term solution to the problem of increasing 

demand for transportation in the region. But they also 

recognized the clear needs for longer-range analysis to 
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ascertain future growth, exploration of possible new 

technologies and identification of the transportation 

systems which would be the most effective in serving 

this growth. On the latter point, the Department has 

submitted the "Northeast Corridor Transportation Project 

Report of April 1970." This report provides a substantial 

amount of information about the prospects of intercity 

passenger service in the Northeast Corridor. 

The report indicates that the auto will continue to 

serve the vast majority of travelers, regardless of 

technological or service improvements in other modes. 

The report however suggests that in considering future 

transportation investment policies, attention should be 

given to various alternatives including more effective 

use of the existing rail capability, short-haul air 

technology, and more adequate supporting urban transit. 

High speed ground systems were found to have the potential 

of attracting a significant number of passengers, but 

the investment costs are high. If the advantages of 

ground systems, such as relief of highway and airport 

congestion and greater safety are to be realized, then 

more R&D to lower the cost is a solid investment for the 

future. 

The improvement in predictive and analytical capabili­

ties achieved by the Northeast Corridor Transportation 

Project methods may, with additional refinement, improve 
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our decisions with respect to large magnitude investments 

which in some cases could be as high as $1 to $2 billion 

over the next 10 to 20 years. In addition, those expendi­

tures that are made might thus be more efficiently planned 

and managed. I suggest that the "Executive Summary" 

contained in the Northeast Corridor Report be included in 

the record of this hearing. 

In 1968, at the time of the first request for an 

extension of the high speed program, the Administration 

introduced to this Committee an explanatory statement which 

helped to bring the program into focus, reviewed background 

development, summarized accomplishments, discussed current 

status of work in progress, and outlined proposed continuing 

activity. In effect, this statement served also as a report 

on the third year of activity under the program in accordance 

with the statute. Subsequently a "Third Report" in July of 

1969 carried the story through the fourth fiscal year of 

the high speed program. The Fourth Report is now in 

preparation. 

Let me briefly provide a current status report on some 

aspects of both the R&D and demonstration programs. 

The High Speed Ground Transportation Act authorized 

the Secretary of Transportation to "undertake research and 

development in high-speed ground transportation." Major 

objectives of the program are: 
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1. To advance the technology of ground transportation 

including railroads as well as more advanced systems; 

2. To conduct research and development to make possible 

the design and demonstration of advanced ground 

transportation equipment, systems, and services; 

and 

3. To develop cost and performance data on potential 

systems for intercity transportation. 

The HSGT R&D program is structured to explore technology 

in several speed ranges. The higher the speed the longer the 

technology will require for development. 

High speed rail is considered satisfactory for speeds 

of at least 150 mph; tracked air cushion vehicles (TACV's) 

for speeds up to 300 mph; and tube vehicles are looked to 

for speeds up to 500 mph. 

High speeds are desired to lower travel time, but as 

the Corridor report points out, door to door average speed 

is far below terminal to terminal average speed due to 

difficulty in traveling to and _from terminals and delays 

in terminals. Therefore, the HSGT R&D program includes an 

alternate approach to achieving lower door to door time -

systems which combine the flexibility of the private 

automobile .with a high speed mode. 

In the high speed rail R&D program the four DOT rail 

research cars will continue to gather information on track, 
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suspension and ride quality and improvement of components; 

the program to develop lower maintenance track will reach 

field test; and under a joint program with UMTA construction 

of a wheel rail laboratory will start for the testing of 

rail vehicle suspensions and running gear to assure safer 

and better riding equipment and realization of the full 

potential of steel wheel on steel rail technology. 

With respect to TACV's an experimental vehicle is being 

designed now and construction will start early in 1971. 

Information gained from tests of this vehicle will advance 

technology from the present prototypes 150-180 mph to 

300 mph. Data are needed on air cushions, secondary 

suspensions, aerodynamics and propulsion. 

Propulsion of the experimental vehicle will be through 

a linear electric motor. Electric propulsion has been 

chosen because of low noise and pollution; a linear motor 

is necessary for a vehicle without wheels. Meanwhile, we 

already have a 2,500 horsepower linear motor in a wheeled 

vehicle undergoing low speed tests and design of an 8,000 

horsepower motor for the TACRV has been started. Fabrication 

of this motor and the associated power conditioning equipment 

is expected to start in nine months. 

Duri~g the corning year, work will begin on systems 

where the vehicle is pUspended below the guideway. The 

vehicles may be wheeled or air cushion and the required 
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elevated guideway may be cable supported or of more con­

ventional rigid construction. Cable supported guideways 

hold promise of low cost. These systems are interesting 

because of an ability to take sharp curves at higher 

speeds combining with the prospect of improved aesthetics 

over elevated systems with overriding vehicles. 

In January 1970, Secretary Volpe announced selection 

of a site near Pueblo, Colorado for construction of HSGT 

testing facilities. The wheel rail laboratory is to be 

constructed there in 1972. The linear motor vehicle will 

be moved to Pueblo as soon as a test track for high speed 

testing can be constructed and will be the first test 

program to be conducted at the site, starting in early 

1971. The TACV experimental vehicle is expected to 

follow in 1972, and automobile related systems, suspended 

vehicle systems and tube vehicle systems in subsequent 

years. 

While it may be that the ideal ground transportation 

system for the future will be under the surface, we fully 

realize that both the technology for a tube system and a 

major reduction in tunneling costs are still a long way 

off. At this time tube vehicle systems appear to be 

feasible; however, final conclusions cannot be drawn 

until further studies and research are completed in the 

fields of gas dynamics, high-speed wheel-rail interaction 
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and tunneling. We intend, therefore, to continue research 

in the tube vehicle program, which potentially could offer 

speeds up to 500 mph with the use of evacuated tubes and 

a magnetic suspension system. The magnetic suspension 

research is one of the projects to be undertaken at the 

DOT transportation system center (the NASA Electronics 

Research Center to be transferred July 1, 1970). 

Our tunneling research, which leads the field in this 

country, offers continuing encouragement that the cost 

barrier will eventually be broken. Studies to date indicate 

that, if the cost of tunneling can be reduced, tube vehicle 

systems will be cost competitive with other modal forms, 

and at the same time, will offer the advantage of increased 

safety, high speed, and all weather operation . 

. The automobile-related systems program is to be con­

ducted in cooperation with the Federal Highway Administration 

and is geared toward the development of control systems and 

other hardware that can in~orporate the privacy and flexibility 

of an automobile with the comparable safety, high-speed and 

pollution levels of rail systems. The control concepts 

for reservations, merging and headway are to be tested with 

small electrically powered vehicles as a first step towards 

prototype demonstrations. 

With additional research, prospects appear excellent 

for development of the obstacle detection and communications 
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systems that are essential to the safety of high speed 

ground operationsf whatever the mode. 

As an example of the wide range of technical effort 

in the High Speed Ground Program and the Northeast Corridor 

Transportation Project, 120 technical reports have been sent 

to the Clearinghouse for Federal Scientific and Technical · 

Information during the last two years. Many of these 

reports serve as the basis of designs of experimental 

and prototype equipment. 

As you know, two rail demonstration programs have 

been funded, a rail airport access demonstration is in 

planning and the possibility of a TACV airport access 

demonstration as a joint program with UMTA is being 

explored for early implementation. 

Despite the fact that the formal Metroliner demonstra­

tion has not begun, the level of operation conducted by the 

carrier itself has exposed significant service features to 

public reaction. These include the country's first two-

way, continuous-route, commercial, on-train telephones; 

experimental passenger-and-luggage speedramp at Baltimore; 

Metroclub meals served at seat; and the first computerized 

reservations-and-ticketing system for rail passenger 

transportation service. Telephone inquiry and ticket­

selling procedures are not yet completely satisfactory, 

but have been progressively improved since Metroliner 

service started. 
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In April, the latest month for which figures are 

available, the load factor on Metroliners average more 

than 70 percent. On time performance is 86 percent. 

A word about passenger response to Metroliner service: 

1. About half of Metroliner passengers switched from 

private auto, plane or bus used on their latest prior trip. 

2. More than 85 percent of Metroliner passengers said 

they expect to use train service again the next time they 

make a trip on the route. 

3. Despite a long-term decline in train travel, there 

was an increase in non-commuter patronage on the Washington­

New York route (including trips between intermediate cities) 

in 1969, of 7 percent over 1968 for a total of 7,483,000 -~ 

605,000 on Metroliners. On April 20, 1970, the Metroliners 

carried their one-millionth passenger. 

4. Metroliners have been especially effective in 

recapturing longer haul patronage as evidenced by an increase 

in 44 percent in the through Washington-New York traffic. 

Approximately a third of these passengers went by Metroliner. 

At this point, I do not know when actual contract 

demonstration service with the Penn Central will begin, 

but hopefully it will be soon. We have been in continued 

contact with the railroad and are considering contract 

modifications as to frequency of service and ride quality. 
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In the last extension legislation, you authorized the 

building of suburban intermodal stations at Lanham, Maryland, 

and Woodbridge, New Jersey. The Lanham Capital Beltway 

Station has been operating now for more than two months 

and appears already to have justified the public investment, 

both as a contribution to the relief of highway and air 

congestion and as an example of bi-modal cooperation where 

buses and trains operate intercity service out of the same 

facility. It represents the combined efforts of Federal, 

state, and county governments. Approximately 80 rail 

passengers a day board at this new station, which is more 

than we estimated for the early stage of the project based 

on seven trains which stopped only on weekdays. Recently, 

the number of trains stopping was increased to 13, with 

weekend service - as- well. 

To maximize utilization of the station, we are conducting 

demonstration feeder bus service to Rockville, Maryland via 

D. C. Transit and to Annapolis via Greyhound. The Greyhound 

Bus Company is doing equally as well in providing express 

bus service from Lanham to New York in less than 4 hours 

and serving other North-South traffic. 

Ground has been broken for the Woodbridge station in 

New Jersey_ and it will be in operation before the end of 

the next fiscal year. It is located off the Garden State 

Parkway and will serve as a "Beltway" type station for 

the New York-Newark Metropolitan area. 
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The prototype TurboTrain has been in demonstration 

service for more than a year now between Boston and New 

York. The service is operated by Penn Central, utilizing 

two three-car trainsets built and maintained by the United 

Aircraft Corporation, and leased for a two-year period 

by DOT. With only one round-trip daily, the demonstration 

has not been so much a test of public response to service 

but a test of experimental equipment incorporating significant 

new design features. The train is providing important economic 

and technical data and operating cost information which re­

flect use and replacement of aircraft-type components and 

preventive maintenance techniques. 

From April 8, 1969, through April 30, 1970, Turbos, 

operating one round-trip daily, with "Weekend Specials" 

added in August and September, carried 90,000 passengers. 

The average load factor is 65.1 percent, which is high for 

a run involving four or five intermediate stops. The 

average number of passengers per train is 121 (seating 

capacity, 144). On-time performance rate is 88 percent. 

We have been unable to utilize the full high-speed 

capacity of the train to achieve the planned reduction in 

running time to three hours and fifteen minutes because 

of the condition of the roadbed and the existence of many 

highway crossings at grade. 

In summ~ry, Mr. Chairman, I can assure you that the 

Department's interest in high speed ground research, 
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development and demonstrations ranges far beyond the one­

year extension in authority and appropriations now before 

you. Once we have answered some of the questions we have 

asked ourselves about the future, we will be better able 

to advise you on what we believe to be the appropriate 

role for the High Speed Ground Program in the full scope · 

of transportation systems research. 

I strongly urge your continuing support of the High 

Speed Ground Transportation Program which has had and will 

continue to have a significant role in solving the crises 

of urban and inter-urban transportation. Mr. Chairman, that 

concludes my prepared remarks. Now we will be pleased to 

answer any questions the Committee may have. 
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