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PREFACE

This Seminar was conducted under a contract between the O0ffice of
University Research of the United Jtates Department of Transporta-
tion and the University of North Florida. the conference was
structured to bring together career counselors, curriculum planners,
and students from secondary and comnunity college levels to acquaint
them with the significant role of transportation in our economy as
well as the career opportunities in the field. A dual objective was
to determine the essential knowledge, training, preparation, and
skill requirements which can be obtained in part from secondary and
comnrunity college curricula.

Transportation occupies a major role in our nation's econony. It is
a dynamic and exciting industry--one with enormous growth and
potential. Highly jualified people are needed to meet the transpor-
tation challenges of the future. The continuously increasing demand
for traasportation services will produce a concomitant need for
additional human resources. Compounding the problem is the rapid
rate of tvchnological change, which demands highly prepared and con-
stantly ap-dated persons to manage and operate complex transportation
systems. The need clearly exists to attract people to transportation
and provide educational programs which will prepare and qualify them
for responsible positions.

A vasic part of the Seminar design waS to inform and involve indivi-
duals who assume transportation as a given, or who fail to see its
impact on thelir lives or the lives of their students. Providing
awareness and knosledge about transportation to these people through
information flow und feedback was considered essential. In their
roles as citizens, voters, and members of the work force, these
individuals were better informed and made more aware of transporta-
tion and its challinges through xhis Seminar emphasizing a broad
overview of transportation.

Sinirips e pu?
The University of North Florida is indebted to those who participated
in the Jeminar, and to both the United States Department of Trans- ¥
portation and the Florida Department of Transportation for their
strong support and enthusiasm. As a regional institution, the
Undversity of North Plorida i5 committed to services for Northeast
Florida. 'The conduct of this Seminar is one example of that

T

commi tment.
Thomas G. Carpenter

President
University of North Florida
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INVOLVEMENT IN TRANSPORTATION THROUGH CAREER AND CURRICULUM PLANNING
UNIVERSITY OF NORTH FLORIDA
JACKSONVILLE, FLORIDA
JUNE 18-22, 1973

INTRODUCTION

Transportation is the totality of the vehicles, ways, terminals, .support- .
ing facilities, and personnel required to achieve the movement of people
and goods within and across the borders of the nation. It comprises the
institutional arrangements, the industrial complex, and the public
policies by means of which the physical facilities and the manpower are
brought together into an operating system. , The complexity of this trans=

. port system is staggering. To the national rail, air, highway, water, and
pipeline networks must be added the resources provided for the urban
movement of the pedestrian, automobile, private truck, and public transit
traffic. The present demand upon the transport system can be expected to
inccrease tremendously if current predictions of growth and movement in
populition and output are realized. Demands for transport services will
require- increased efforts to train qualified personnel to meet the
challenges. .

Realization Lf the guals of the future must be founded on clear understand-
inz of the problems of the present. Perhaps the most important under-
standing reached by tho:ze attending the conference was that the ability to
analyze, measure, and project manpower resources into the future is
essential to constructive solution of a wide range of questions and
decisions related to transportation.

The Seminar brought together career counselors, curriculum planners,
students, industry representatives from both the private and public sectors,
and faculty of the University of North Florida. A workshop format was
utilized in Jdeveloping an understanding of transportation career oppor-
tunities and manpower requirements. By-products of this conference were

an insight into the current and future regional manpower requirements for
the private and public sectors, as well as a more complete knowledge of

how the educational counseling process operates.

Tis Seminar wa; one of {ive multi-disciplinary and multi-audience trans-
portation seminars conducted by the Department of Transportation and
Logistics of the University of North Florida. As a part of the contract
between the United Jtates Department of Transportation, Office of
University Research, and the University, the program served as a catalyst
in marshalling present and future manpower resources for the resolution
of transportation problems and stimulated applied research.

The Jeminar was inspired by the fact that many individuals employed in
transportation tended to "drift" into their career positions, rather than
specifically preparing for their occupations. Reccgnizing that secondary
and community college career counselors exercise profount influence upon
the career choices of students, and that these same counselors have only
a slight awareness of the diversity and nature of transportation careers,
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the Seminar planners felt that this opportunity for exposure to industry |
and govermmental personnel would provide an excellent chance to identify |
potential opportunities for students and counselors. The benefits to both 1
industry personnel and conference registrants were evident, as an ;
excellent backdrop of the academic environment provided objective dis- }
cussion. A most significant result was the realization of transportation

potential by the parfticipants. .
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WHAT TS TRANSPORTATION/DISTRIBUTION

Dr, Warren Rose, Chairman, Department of Transportation and Logistics,
University of North Florida. -

Transportation is having your own car. Transportation is driving a
truck. Transportation is getting a taxi, or flying to Miami. These
are the common responses to the question of what is transportation.
They are correct answers, but the view is a limiting one., ILike
consolidated government, the subject area is a broader one.

The formal definition of transportation is a brief one. Transportation #7
is that element of economlc activity which accomplishes the movement

of persons and goods from one place to another. Any movement of people

and things can be considered transportation. The function of transpor-
tation is to bring together productive resources and to provide access

to the markets for 'twese products. Overcoming time and distance barriers

is a task of transportation.

JSome examples can assist us 1n understanding the broad aspects of trans-
portation. Transportation is moving hundreds of thousands of people from
the suburts to the city and back again. Transportation is moving water-
melons from Central Florida to the midwest, Transportation is receiving
Toyotas from Japan through Jacksonville to North Carolinu. Transportation
is building freeways, controlling air traffic, dredging harbors, regulating
rallroads, constructing pipelines, maintaining our nation's defenses,
moving household effects, promoting culture, overcoming geographical
bdundaries, locating Jff'shore Power Jystems, and influencing prices. In
shert, transportation exercises a profound effect on economic, social,
cultural, historical, and political events.

The broad nature of transportation also can be understood by looking at
the total economy of a nation or region. We can examine the manufacturing,
mining, farming, and distributing activities of Florida and see the depend-
ence on transpor.ation, both for inbound and outbound products by shippers
and receivers. We can observe the various transport modes -- rail, motor,
water, pipeline, and ailr -- that perform transport service. We can also
see the auxiliary services of warehouses, REA Express, United Parcel
Jervice, package bus service, and parcel post. Thuls view acquaints us
with carrier management. Finally, we note the significant influence of
government in planning facilitles, regulating the carriers, promoting
transportation, and protecting the nation., Thus, we can approach trans-
portation in terms of the users of transport services, the providers of
this service, and the regulators and planners of transportation. Already,
we have gained an appreciation of the pervasiveness of transpcrtation.

We also 2an galn a feel of transportation by introducing some of the issues
facing the nation. For example, should Jacksonville develop a rapid transit
system? How can we minimize the number of trucks on the highways? Should
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we continue the Cross Florida Barge Canal or the supersonic transport?
How can we overcome the bottleneck of the Atlanta airport? How can we
prepare people to fill the many positions required to meet transporta-
tion's future needs?

By now youn perspective has been expanded. Throughout this seminar you
will see the broadness of transportation. You will observe transporta-
tion carriers at work. You will hear state and local government rep-
resentatives discuss their transportation roles. You will learn about
the activities of industrial traffic people. You will become acquainted
with the thousands of jobs in transportation: You will meet transporta-
tion people. -

One concluding comment on transportation is appropriate. The growth
and success of any nation is related directly to the quality of its
transporcation system. The history of the United States serves as an
exsellent example., Productivity, utilization of resources, product
distribution, geographical expansion, national defense, income, and
employment are all dependent on transportation. Truly, transportation
is all of these things.
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PRICES AND TRANSPORTATION

Dr. Ronald L. Sparling, Associate Professor, Department of Transportation
and Logistics, University of North Florida.

How doe., iransportation relate to the prices of things such as those which
you and I buy in the grocery store and in the department and drug stores
of the nation? For an answer to this question, let's assume that the

cost of transportation i3 somehow made cheaper. (This may be a little
dAifficult in these days when prices seem to continually rise.)

Now, it really doesn't matter whether we are putting ourselves at the
point in time when the wheel was invented so that man's capacity to move
his goods was significantly increased over that which his own two feet
provided, or whether we think in temms of the opening of the Erie Canal,
or in terms of the invention of the motor carrier or the development of
super-capacity aircraft or ocean vessels. All these developments served
to increase the productivity of the resources devoted to providing trans-
portation for people and their trappings, thus lowering. the costs of trans-
portation. Transportation costs are included in all prices of the things
we buy. Thus, if the costs of transportation are reduced, then the prices
of the things we buy should also be reduced. But this is not all. Goods
and products should also become more freely available. Some prices will
become less volatile, and more stable. Other prices w'll tend to become
equalized over (:ographic areas because central markets will have been
encouraged as a result of the lower transportation costs. The price of
wheat 1s a world market price because of good transportation.

While it is easy to say that all prices have some transportation costs
included in them and that through lowering transportation costs, the
price of the commodities in the market place will be reduced, it is
something else to readily see how the reduced transportation costs will
affect commodity prices or prices in the market place. Were I to ask
you to list the ways that reduced transportation costs would lower costs
of products in the market place, you would very likely quickly list two,
and after a few minutes reflection, two or three more that are less
obvious. TLet's look at the ways. '

First, the cost of transportation of the goods from producers to consumers
will be reduced. Secondly, reduced transportation costs will lower the
costs of assembling raw materials needed in the manufacturing processes.
Transportation costs, here, are costs of production, and anything which
tends to reduce this cost will tend to reduce the price of the manufactured
product.

A third, but less obvious way by which ldwered costs of transportation
reduce prices, is by encouraging the development of territorial division
of labor. This simply means that a system of production in which each
geographical area specializes will be encouraied. Such is the foundation
upon. which the world's trade has been carried out through the centuries.

The ancient Athenians traded their olive oil throughout the ancient world
for other necessities of life. Today, the rich Salinas Valley in California

13.




is devoted to the growing of lettuce and other produce, rather than beef
cattle, which thrive on less fertile soil and in different climates.

A fourth way in which lower transportation costs serve to reduce prices
is through encouraging large-scale production. A prime example may be
fotind in automobile manufacturing. Henry Ford!s mass production tech-
niques, which enabled the market to be flooded with cheap model T's,could
not have occurred without the support of long distance transportation,
both for the accumulation of raw materials, and for the delivery of the
finished product.

The fifth way that reduced transportation costs will reduce prices of goods
is through pemmitting more distant suppliers to compete in markets. The
effact of increased competition will tend to reduce prices. An example
might be the price of oranges in New York. Transport carriers have
structured their prices so that California oranges may be delivered in
New York for the same transportation cost as Florida oranges. The effect
of the competition and increased supply of oranges is reduced prices to
the New York orange consumer. Put somewhat differently, the lower trans-
portation costs will reduce the reliance of a given market upon single or
nearby sources of supply, and thus reduce the effects of monopoly in the
market.

The prices of the gbods we buy are therefore influenced by transportation
costs in five ways. the cost of assembling raw materials, of distributing
finished product, of locating various types of productive activity according
to territorial specialization, of large-scale production efficiencies, and
of contributing to competition. These all serve to affect the level of
prices. Additionally, transportation contributes to price stability.

An example may be found from the perishable agricultural markets. Perish-
able commodities grow. L, what were once considered to be extremely remote
areas can now be trai..orted fairly cheaply to major markets. This has the
effect of breaking the reliance of major markets on a limited number of
supply sources. Lettuce, for example, can be grown in ceveral areas which
have growing seasons that occur during different calendar periods. Thus,
with cheap transportation, lettuce can virtually be made available in
produce markets throughout the United States without significant variation
in price.

Let's conclude our discussion of transportatiorn and puices by concentrating
on examples.

First, let's consider lettuce and look at the average share of the price
of a head of lettuce in the local super market that is attributable to
transportation. And, secondly, let's look at some other examples of
commodities and the average- share of their wholesale price which is
accounted for by transportation costs.

In 8 normal year a lettuce farmer {n California will invest neavl, $500

an acre in seed, soil preparation, planting, insecticides, fertilizers,
etc. By the time the lettuce 43 ripe in the field and ready for picking,
he will have $500 per acre invested and expatt 8n average yield per acre of

LRIC 14
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about 500 cases. Each case or carton will contain about 24 to 30 heads
of lettuce, At the time of harvest in the field the average value per
head is therefore about 4. The labor to pick and pack the lettuce-costs
about 50¢ per carton; the carton Ltself costs about 30¢, and trucking to
the railhead adds avout an additional 30¢ per carton. From the railhead,
transportation by rail to the East Coast adds about $1.Gp_per carton.
Final delivery to the super markets on the East Coast adds another 50¢ or
60¢ a carton, thus making a total transportation cost from the West to the
East Coast of about $2.50 per carton, or 10f per head of lettuce. This
is roughly 25% of the delivered price of 39 -that you and I will pay in
the super market. The share is similar for other items of produce, such
as carrots, onlons, etc., that might also be grown in California and
moved to the East Coast. '

There is a wide range of differences among commodities and share of the
price of those commodities accounted for by costs of transportation. The
differences are accounted for by a variety of factors, not the least of

which are differences in the value of "the commodity. FPor example, one would

not expect the share of the delivered price of a comnodity such as an IBM
computer ‘to contain nearly as high an element of transportation cost as the
delivered price on a low value commodity such as gravel, sand, or bituminous
coal. A study done about ten years ago will illustrate: The fligures are
for 1959 and relate railroad freight revenues to the average wholesale
price of the commodities at destination. For gravel and sand the share of
transportation costs to price at destination was over-57%; for bituminous
coal almost 42%; for cabbage 38%; common brick almost 28%; lettuce 27%;
oranges and grapefruit 23%; flour (that is, wheat flour) about 7-1/2%;
automobiles auout 5% (this-was before costs were reduced materially by the
introduction of bi-level and tri-level racked cars and the newer foms of
transporting automobiles to market). Transportation costs in cigarettes
accounted for about 1%; for IBM type business and office machines--.

typewri ters, etc.--roughly 1/2%.

There are at least two conclusions that we may draw from this data. One
is that obviously the transportation costs associated with the transpor-
tation of high value items is not a very significant determinant of the
price that you and I-or business would pay for these goods. Secondly,
the price proportion accounted for by transportation in perishable items
such as the produce that we buy in the stores is a significant portion--
between 20 and 354. Twenty to twenty-five percent of the cost of many
building materials such as plywood, brick, etc., also is accounted for by
transportation costs. Many low value items such as coal and other fuels
for power supply may have much larger transportation ¢osts incorporated
in the delivered prices. .

Thus, we can conclude: all prices have transport costs included, and
transportation promotes price stability, competition, and thus lower
prices.




ECONOMIC DEVELOPMENT AND TRANSPORTATION Y

Mr. Donald K., Graham, Career Advisor, Department of Transportation
and Logistics, University of North Florida.

As a lead into the idea of economic development and transportation, I
would like for you to think about a movie plot which 1is as old as the
movies themselves., It involves a man who always had a thin mustache
and wore a black hat., He usually wore & black, frock coat and a string
tie. Hc seemed to spend most of hls time playlng cards at a saloon.

It always happened, however, that shortly after his arrival, strange
things began occurring at the local ranches -- things which caused the
ranchers to want to sell out quickly (and cheaply) and leave the country.
Soon 1t became known that this stranger was buying up all of the ranches,
-particularly those west of town between Dry Gluch and Slippery Rock. Why
does this man, the townspeople wonder, have an interest in that particular
land, seemingly of little value?

Well, sooner or later, usually in the last reel, someone discovers, and
announces with great excitement, that the railroad is coming through
west of town instdad of over by Broken-Creek. That seems to explain
everything.

Wwhy? Why does "the railroad coming through" make otherwise empty land
-worth "gunning down the heroine's rancher father' or "bushwacking the
Eastern Surveyor"? Why, in 1880, did the land along an eighty-mile strip
of the Union Pacific increase in value by over $152 million =- an increase
attributed solely to the existence of the railroad?

The land of the Just desecribed movie plot and of the Union Pacific of
1880 -- the American West of the last century -- was a developing land.
Development -- economic development -- was something that everyone in
those days wanted and were willing to work hard and spend heavily toward.
It meant good things to the people of those days. To many Americans and
to most other people of the world, development still means good things --
new and better Jobs, more money and more things to spend it on, improved
education, better health care, more and better food.

This development, however, did not and does not come easily. It demands
a_lot -- skilled workers; trailned planners and managers; raw materials;
ideas; energy; physical protection and safety; and people to trade with,
to buy from, and to sell to. ”
But the world'; rescurces -- the workers, materials, ideas, markets, etc.
-- are not evenly distributed; they .are not avallable to everyone in the
same quantities or qualities. For example, Texas has oll, while Oregon
has forests, Minnesota has iron ore, Kansas wheat, Maine lobsters, and
Florida oranges. The Texans, however, cannot eat their oil, nor the
Xansans drive their wheat. And we Floridians cannot bulld homes with
our Oranges. ¥

s 1 (3




We -- mankind -- have overcome this unequal distribution of resources
through something called specialization. We have found that if each
worker, each community, each nation concentrates its talents, erergy,
and resources on doing what 1t can do best, the lot of everyone 1is
improved. We Floridians can devote our: fu11 energles to producing
golden, sun-ripened oranges, knowing full well that our needs for
bread will be mct by the people of Kansas, who know full well that
their needs fc cianges are being cared for. And the total amount of
bread and oranges produced. 1nxthis manner will be greater in quantity
and quality than would be possible 1f each people had to devote their
energles to producing both products. Extending this 1dea of special-
1zation to include 2ll goods and, services which a people need 1s
economlc development. ‘

But what does transportation have to do with economic development? Well,
transportation contributes to economic development in‘ three ways. The
first should be obvious fror the example of the bread and oranges. The
bread is in Kansas and the ,ranges in Florida. In order for the excess
oranges 1n Florlda to be t-aded for the excess bread in Kansas, they
must be sent to Kansas -- ind 1t to Florida. Thus, because of reglonal
specialization, there 1s f)r most products a distance barrler between
their production point and -their consumption point. This barrier must
be overcome 1f speclallzat.on is golng to work. Transportation over--
comes the distance barrier

Think of the hundreds of tho sands of automobiles in Detroit. Most of
those cars are useless 1n Deiv-olt. They do not become worthwhile until
they are in Los Angeles, or ¥.uston, or Jacksonville. Transportation
makes them worthwhile. Or :onsider our Florida sunshine. Of what value
15 1t beyond a nice tan for us Floridians? Can we package it and sell
1t nationally® Of course not! But we can "package" consumers and bring
them to the sunshine. Transporation also does this.

Thus, 2 most basic contributlon of transportation to economic develop-
ment. 15 the movement of resources to their most productive point and the
movement of products to their most useful point,

A second contributlon of transportation to economic development is through
the provision of political unity on a geographlc basis. A transportation
system facilitates the movement and exchange of ideas and feelings as

well as of goods and services. A people sharing ideas and feelings are
more likely to unify politically. This has the following economlc benefits:

1. More economic resources become avallable as the area of political
unity increasps. This 1s because the larger geographic area 1s
more likely to hold more physical resources and because the
political unity itself would probably mean fewer artificial trade
barriers.

2. The extent of pollitical unily would cover the people with greater
personal safety. This would free their concerns from defense to
production.
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3. The larger political area also would mean more markets for
trading, again with fewer trade barriers.

The third contribution of transportation to economic development is in
transportation itself being subject to specialization. As transportation
companies develop, the production companies are freed from much of their
distribution concerns and allowed to place more energy into their produc-
tive specialization. The results are greater economic development.

Historically, transportation has preceded economic development into an
area. Transportation can exist without.economic development, at least
for a time, because governments and individuals are willing to speculate
that an area with available transportation will develop. Economic
development as we know it, however, cannot exist -- indeed, it cannot
come into being -- without adequate transportation. Thus, while trans-
portation alone may not be sufficient for economic development to occur,
it is absolutely necessary for successful development.

While we should not approve of the methods of the movie badman, we can
surely appreciate his motives.
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URBANIZATION AND TRANSPORTATION

Mr. Donald G. Ingram, Executive Director, Downtown Development
Authority

The process of urbanization is the concentration of population in
cities--probably the most remarkable social phenomenon of this century.
While it is a most remarkable phenomenon, urbanization has brought the
most critical prohlem--the urban crisis. Our challenge is there--to
find & solution to the negative aspects of urbanization.

Mobility--both social and spatial--is fundamental for a successful
urbanization process. That is, good transportation is basic; it
provides spatial mobility. But what about the social? What does
each of us want out of 1life? There are two Important goals that most
people are seeking.

First, we want to have self-esteem in doing well that which we can and
want to do. Unlike our parents, most of us want more than Just "steady
work."

Second, we want affluence. Most young people do not bear the scars of
the depression that their parents or grandparents bore. They liave grown
up in affluent families and want to continue to enjoy the comforts they
have .come to take for granted. That is one of their demands, and it
puts a pressure on our society. Inflation and urban problems have

made the pressure painful. Years ago the young family lived in the
inner city in an old neighborhood to get their start--in apartments.
Now, where do they want to live? In luxury accomodations in the sub-
urbs. To live there requires money, because houses, condominiums, and
apartments are expensive. The pressure also includes the Jesire for
‘larger and costlier status symbols--the rewer the house or apartment,
the more powerful (maybe smaller) car, etc.--and creates a materialism
that can be supported only by a rapid rise through the -employment
hierarchy to where the higher incomes are.

Pressure 18 also applied by the many young people who were not raised
within the affluent family but because of education and material values
held before them since childhood, want the "ggod 1ife." The "good 1life,"
Job, status and income are offered in the metropolitan centers.

If the young person Joes not achieve self-esteem irn one Job, he will
move to another, perhaps In another city. Loyalty tc one's employer may
not be as great as grandad's or dad's.

Ladies and gentlemen, we hring about urbanization! 1t is the desires

and aspirations of people just like us, and including us, that have .
created the metropolitan centers, with all theii costly problems--water

supply, waste disposal, goods transport, traffic congestion, air pollution,
crime, racial tension, under-utilization cf land and natural and human
resources.,
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what are the characteristics of our urban centers today that give us
insight to solving problems of the future: Within this system when the
whole is too large for the individual to comprehend, he seeks to min-
imize disorder by living in a neighborhood in which his life is com-
prehensible and social relations predictable. He moves out if he can
no longer predict the consequences of a particular pattermn of behavior.
This is a factor, experts say, which leads to one of the most pervasive
features of urbanization today and that is segregation--of land uses,
activity centers, of income groups, family types, and ethnic and racisl
minorities.

It is the transportation systems which tie all of these elements together
including everything from airports, railways, and waterways, to express-
ways, strvets, and sidewalks. In general, the movement requirements for
people and goods are the requirements of transportation. Atlanta and
Jacksonville, for example, would not exist without the railroad which
permitted the linkage ¢f business, commerce, and people.

Centralization of population, the movement of people from the farm to

the city has bteen going oa for years., We now find that this is being
counterbalanced by a reverse thrust of decentralization. -Yau have seen
this in the growth of suburban shopping centers and office parks and
housing developments. In some of our larger cities, this may extend a
hundred miles from the center of the city. Isn't it ironic that today

in most metropolitan areas the black and poor whites live in the heart
of the city and must daily pass the white businessman going the opposite
direction as each goes to his work. Sometimes I think "how stupid we are
to pay such fantastic costs for such a transport system!"

Downtown revitalization is crucial to the health of the cities and the
suburbs. Part of the success of downtown revitalization involves bringing
middle and upper income people back to live as well as work in-the heart
of the city. Time limits further comment on this subject--one of great
Importance to the future of urban centers.
L™
#hat 15 the future of urbanization? Present trends suggest, according to
some, & super-metropolitan America, That 1is, a few giant megalopolises
of 10-50 million people will ultimately contain most of the population.
This probably means horrendous transportation problems and a change in
our basic social behavior. Jome European cities are successful metro-
pulitan centers. London and Paris are, &nd they have efficient trans-
portation systems. However, they do not suffer from the same pressures-of
affluence as the American metropolitan centers.

et another possible way toaccommodate man's need for urbanization is
through regional growth centers. Experts feel that a concentrated de-
centralization or a growth-centers program would do more and cost less
than letting present trends continue., This may mean a policy for re-
vitalization of rural towns and creation of new towns (some of which are
established), If this system of "growth centers" is to be successful,
major governmental direction will be required.

Whatever the solution, it will not be a Jjob for government only; it will
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require & major joint effort between private free enterprise and
govermment. Today'!s young people will be very much involved in
cresting solutions.

The young person is developing new values and attitudes which offer
hope for solving problems of urbanization because he 1is concerned
about: (1) Quality of life--including purposes as individuals in a
society, (2) regard for the individual, (3} his self-esteem in relation
to his fellow man-and to institutions, (4) exhibited impatience with
economie hardships and social inJustice, (5) acceptance of the idea of
leisure 8s a legitimate activity, {6) the role of authority for
accomplighing society's purposes, and {7) the need -for furtherance of
diversity of choice--from the products he buys to the place he lives.

The challenge is there for us, whether we follow the public or private

route for employment. As students or counselors, you are needed in
developing solutions to the problems of the cities.
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THE POLITICAL CONTRIBUTIONS

Mr. bdward A, Maeller, cxecutive Director, Jacksonville Transportation
Authority.

It's a pleasure to be here with you today, and I hope to tell you some-
thing atout the political cuntrivutions to transportation. Perhaps we
should really understand the reverse, however: what transportation contri-
butes to politlci--2speclally around election time, That seems to be a
rather sensitlive subject in the state of Florida, and hopefully that
sensitivity 4111 ke minimized as more and more people begin to understand
the need for ratisual Jecision-making in transportation and voting., We
shall try to Jliscuss some of the historical dJdevelopments and problems

that are faced by Jdecision-makers in transportation. It is first
necessary for you to understand that transportation is only a part of
man's vasic Jesire to communicate in the involvement of others. There

has always teen, and always will be, a need for mobility and the desire
fur tettement of man. Transportation accomplishes this need for
motllity and peugraphical speclalization that has resulted in the improved
life style of all of us.

Transportation Lo reaully jart ar’l collective action on the part of many
sets wi*hin the wocluty to achicvve the palance of involvement -so.necessary
for putter 1ife styles. Transportation requires a great deal of involve-
ment dnd=-=as yuu have alrealy found ou.--yoy must particiy .te as a part

of 4 group or individual Jecisions that are made will not necessarily be
t0 your pest interest. <Iransportation involves three basic elements:

First, ~e have tue guldeway, the man, and finally the vehicle which moves
along the gulde or travelsay Lo accomplish the purpose of moving the man
from one point to the o, r point. It is those decisions that are
experienced at all 1 1r of government--national, state, and local--
that affect not only ... man and the guldeway, but.also the nature of thp
vehicle and 1ts abiliiy to move along that guldeway and transport that
man to where he wWishes to go. Jince our government is one of parti-
cipation av all levels, it is necessary that you understand that for a
1oglzal and rational decision to be reached, we must interaci with the
best interest of society. There L5 extreme difficulty, however, in
defining and getting everyone to agree as to exactly what is the best
interest of saclety and who should, at what level of government, direct
that pest lnterest.

I nave noticed on your topies to pe covered in this seminar that you have
discussions about lransportation and Government Involvement, Career
Jtportunitles and Juarrlculum flanning--possibly dealing with the economic
and flnaucial conctruints and challenges, environmental constraints, all
coming together in regional transportation planning activities, As we
have noted at the veginaing of this talk, transportation is basically
people getting moved and political considerations or the interests of
people getting moved, whun we are discussing transportation and politios.

Frankly, we aeed to talk a 1little bit more about the personality constraints,
political and otherwise. For those of you who have already worked in
government, you know exactly what I'm talking about--that 1s, the ever=
(}nnqent problem of dealing with people and understanding what their neesds
. Pk d
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are. For thuse of you in academics, and particularly some of the students,
you may not have experienced thut very critical, overriding, political
personality problem. We are beginning to develop in Jacksonville some
pretty good local approaches to transportation problem-solving. We are
even beginning to plan and organize on more than a day-to-day basis,

siving Jue consideration to.many foms of transportation, not only express-
ways. What does it do, however, to have a well-organized approach, and

4 local transportation authority of some type or the other, when political
personulity. constraints exist. What huppens when the visibility, credi-
bility, and integrity of the personalities involved--particularly political--
are possibly not above reproach, and possibly not as pure in their
purposes, directives, personal goals and objectives as all of the other
people who are involved?

Political and personality constraints are the most difficult overriding
problem ir. the accomplishment of local, regional, and state transporta-
tion goals and obJectives. Heep in mind that some of these personality
constraints are not strictly those of politicians or elected officials.
Ae have a nunber of those within the ranks of the local, regional, -and
state staff--people who are su wrupped ap in their own egos or so wrapped
up in their next promotion or their next elevation that they become
obstacles to the accomplishment of any real work toward transportation
goals and objectives. .
There are those in this room who have spent more time in the past few
years on political and .personality conflicts than on any element of
transportation--technical, professional, or otherwise. It 1s a very
serious dilemma. We must emphasize the political contributions and
restraints, since they seriously inhibit any problem solution that arlses
on the transportation scene. We work more hours in resolving political
and personality problems than we do technical and professional problems.

Students parcicularly need to learn about political and personality
problems. Engineering, transportation, public administration, and all
other students need to lcarn how to overcome them. As they define the
«~ind of world they want to live in, and as they take over activitles,
they should see not only the advantages, but the absolute requirements
for a professional, technical, and managerial appréach to the achievement
of goals, as opposed to a political and personality oriented world.

The answer is more professional and technical expertise, involvement,
motivation, and productivity. I advocate professional, not political
expertise. I recommend technical, not personality expertise. Every day
I can see the progress in various local agencies as we begin to move
toward professional and technical expertise. However, there is a parti-
cular carryover from previous days which still haunts us and does not
allow for the professional and technical people to arrive at a solution
that would -be the best transportation sys*em for -the city of Jacksonville.
I Lave seen what a continuous, concentrated, professional, and technical
effort can accomplish, despite the political and personality problems. I
have a strong feeling that the professional and technical side of this
problem is going to win out. The only real problem is the element of time.
The professional and technical people can overcome the political and
personality people, but it is going to take considerable numbers of years
to accomplish the work; 1. e., 1t will take 20 years instead of 10 to
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accomplish 10 years of work.

If we can somehow accelerate the elimination of the political aspects of
problem-solving while accelerating the viability und effectiveness of
professional and technical solutions, we can begin to address ourselves
to the dynamic rate of change that is occurring in Jacksonville and in
Florida. That change is going to happen, and you know it.

Many of you-are involved !in programs that are at the beginning of the
change in the technical and professional world, and in society generally.
How fast we can eliminate one and accelerate the ot.cr in some effective
relationship is & necessary goal that We all must work for. -
The Transportation Authority is trying to set some philosophical goals

and objectives. We are developing deep, abiding personal philosophies

and trying to relate future needs so that we will be able to manage growth

and provide the transportation services so necessary for tne improvement

of quality of life in Jacksonville. Our plan is to be positive, objective,

dependable, and successful. 'We have a professional and technical staff

that is capable of understanding the transportation relationships that

exist in the Jacksonville community, hopefully making presentations and

reports, as well as recommendations, that will improve the quality of

transportation for all of us. .

We have had to spend more time on federal legislation and fundiﬁg than
ever before. Congress may make a law in maybe 30 words, or perhaps two
pages, but it takes a 30-page memorandum to explain Just what those 30....
words mean. Many times it takes not only the 30-page memorandum, a court
case, and other professional interventiod, but the response of state and
regional level authorities to get an int:rpretation of jJust what is meant.
However, this is the kind of price you pay to get the federal funding so
necessary to improve the quality of tra‘isportation in Jacksonville. You
must spend & great deal of your time going throuyh the procedures and
mechanisms so that the funds will be forthcoming.

|
A problem that has risen with understauding of transportation and political ‘
interveri.ion is the laws relating to the funding of projects. Most of you |
do not understand that there is 1little taxation on those who use the i
inland waterways. This is because the work is principally done by the |
federal government, not by state governments. It is, in fact, a sutsida- |
tion where the facility or the waterway, which 15 one element of your ‘
transportation, is provided and "free." There is recent research to start |
charging inland waterway users as taxation; this has been very bitterly

resented and opposed by the inland waterway people, as you might guess.

There are some benefits, however, to taxation, the general notion that

our country has developed of "let those who use it pay for it." In defense

of their position, there is the view that the salvation of a river does

help to control floods and provide recreational benefits to the general

population. We are faced with a political problem of understanding Jjust

whose needs and whose costs and revenues will be affected. Again, if we

have political input, the waters become very muddy. It is a requirement

that & professional and technical aspect be examined so that the facts

relating to taxation and usage can be properly ascertained and presented

to the voters.
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If we examine the railroads we find that at one time they were subsidized,
and any time you opened up a railroad, the state governments granted--
along with the federal government--large blocks of land in order to
develop the territory for the functions of rail. Over many years, these
rail holdings are still beneficial to the railroad carriers; however,
there is some indication that the blocks of land and the resulting oil
and other mineral findings off the land have more thanbeensufficient
reward for the levelopment of rail networks. Most of the initial
investers have been out of the rail system one way or the other, and

the rail industry is characterized by an unbelievable amount of red tape;
it also has some inion problems. In attempting to raise new capital 'to
meet the transportation problems that arise for the need of people to move.
from one point in the Unlted 3tates to the other quickly, on surface, by
rall, is almost a thing of the past. In fact, passenger movement by rail,
until the intervention of Amtrak, was going to be extinct by 1975,

Jerhaps some of the best intervention of transport industries into the
political arena can be seen by trucking and aviation. In the trucking
industry you lave very strong organizations at the state and national
levels that speak very loudly for the trucking interest, You have sn
extremely atrong labor wafon in trucking that makes its voice heard in

thz halls of Jougress aad in the various 3State Capitals, A third segment
in the trucalng industry is the contractors and construction people who
penefit Zrom tue bullliing of highways, as well as the manufacturers-of
equipnant and fu2l oil producers, who also wield a great deal of political
poder in getting their particular point of view across, To under-
estizate the political influence of the trucking industry would -be one

Jf ‘the gravest errors that any politician or individual citizen in this
country could undertake, Aviation presents a subsidized industry that
“as from 1ts beginaing developed as an infant industry. Airlines have
cecn 1 Lisst completely tubsidized as far as their terminal facilities, the
pro.l.l.n of the air space, or that guideway of which I originally spoke,
and %.elr operating deficits: Aviation is still very glamorous and a thrill
for zveryone, Every town wanted, and still does want, an airport, and was
willla: to Jdo about anything they had to, to zet one. This included the
dona.lon of land, provision of the runsays and terminal facilities, as
well as subsildation of the operating expenses of the individual airlines
serving that tomm, Obviously the import of the political decision upon
the transportation placement of those services, and the subsidation of
those services by the airlines tosmall towns upon those of us who are
in larger citles in air zorridors Ls of significant importance to under-
stand the provlsms of alr srangportation and quality of life,

There 15, and nas teen, 4 need for a strong government professional and
vechnical palicey, dlvurced of political input, to understand the need of
transportation air services to the respective communities, In fact, we
find that the cmall towns are not paying their fair share of the cost of
alr service, and the burden is being placed on the rest of us. In fact,
that vurden 1s substantial when you consider the provision of federal
funds to support highly questionable air feeder services into towns that
Jo not generate sufficient volume to warrant an economic free enterprise
carrier making a fair profit., Then you begin to understand the donation
of federal funds to nonproductive sectors of the state.
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In urvdn mass transit, we now have a system that employ very large
government grants, and I will tell you that the paper work is a monster.
It took us three months to get a one-day bus specification approved.

We know of agencies who won't even answer their mail in the federal govern-
ment; we believe that this is a direct influence of soft policies on the
part of the federal goverrment regarding unions. You can't do anything
in running a transit system, for example, in Jacksonville that will hurt
unions, literally. When purchasing a bus company, you mast respect
people over all wion agreements that are in effect at that time. ‘The
federal govermment does rrovide suns of money in capital grants, but does
not provide operating subsidies; that is up to the local agenclies to
provide. The future will hold a direct question of subsidies here in
Jacksonville, and you will hear a lot more agruments as we start to get
our system--including-all the new buses we need, and other types of
transit vehicles--up to standards. The improvement of oar hardware--
not only buses but potential transit rail vehicles--is a funlamental
problem that the Transportation Authority is facing, and you must face
that problem with the federal government in mind.

This is_a very unique system of government we have in this country--unique
in that we have three levels--the federal, state, and local. What one
cannot do, the other does, and by adroitly working through these layers
of government, hiring all the people as you move through the circles,
there are a tremendous nuanber of jobs for many people. In fact, many
people look at these jobs as political "plums.”

Fortunately, there i3 Just no other place as dynamic as Jacksonville. We
have neen through a consolidation; we have a new charter; and we have been
throusgh a governmental reorganization. Ae have acquired a bus company
and revitalized the Transportation Authiority. Included in that revital-
1zation is new people, new prozrams, new leadership, and new direction.

We continue to make progress. We are working with new tools, techniques,
and approaches for decision-making. We're putting them all together

into a system that will provide better transportation and life style for
the' citizens of Duval County. We have conducted studies concerning many
aspects of transportation, -such as senlor citizens programs, the Spirit of
176 buses, and "nooners" and other techniques of improving Jacksonville's
transportation systems. We have stressed the conservation of energy and
have provided an increased {low pattern of cars moving over the bridge,
and have attempted to assist through Regency-and other shopping center
specials to conserve energy by providing direct, special buses to the
.downtown areas.

We are making tremendous progress in providing new and improved urban transit
systems and planning for even greater improvements. There will be a feasible
people mover system in downtown Jacksonville., Some mini-buses are in
operation, and more w.ll be added in the next few years while the system is
being designed and built, It is anticipated to extend for two miles at a
cost of $27 million. This people mover system in downtown Jacksonville

will be interrelated, to the maximym degree possible, with the regional
transportation-system. It can be done!

But we don't have any transportation constituency and, therefore, we don't
have any transportation commitment. We have a lot of divergence, a lot of
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Jispute. There is no comnitment to transportation because there is no
constituency that can be so 1dentified, and without commitment and
constituency you don't have funding. You don't have reason. You don't
have implementation or results. The final basic goal and obJjectives in
the Jacksonville Iransgortation Authority's planning program 1s a basic
cumiltment fo transportation.

T summary, we feel we have a good program ongoing, providing adequate and

improving transport service to the citizenry of Jacksonville. We have
attempted to meet the obJectives of the grants from the Federal Department
of Transportation and HUD, by providing new and improved bus service. We
have interfaced with the Florida Department of Transportation for the
fPuviding of people movers, mini-buses, and a number of programs, including
fare reduction to the elderly, so that we can improve the quality of
transportation and lif'e in Jacksonville. We have attempted to get
participation of different grouys at different levels, including those

of students, educators, so that we can develop a dialogue that will let

as dnderstand your needs and obtain your support in providing a better
transportition system for you.
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INTERMODAL ACTIVITIES

Mr. E.W. Thomas, Director of Intermodal Services,
Seaboard Coast Line Railroad.

In spi.e of the importance of coordinated transportation, progress has
been.slow. We are but at the threshold of the economles to be realized
through unit load systems which exploit the innherent advantages of each
mode and which could advance efficient distribution in the -market. Ship-
pers, receivers, and carriers alike stand to gain. The natlon's economy
and 1ts defense can be tetter served through more coordinated systems.
The compelling forces towards coordination include technical develop-
ments in containers, conveyors, vehicle and warehouse designs, marketing
developments {cspeclally in ihe areu uf physical distribution management),
and rapid increase in handling co.ts since World War II. The hope is
that the formidavle obstacles which exist will erode.

There are many complications involved 1n promoting use of coordinated
systems of transportation. wno stands to gain the most fron. progress in
this area?

It is understandable that the motor fleld does not feel quite as concerned
about ‘this development as some of the other modes of transport because
motor carriers are in a postion to give a complete transportation service,
while otliare generaliy are not. This 1s a matter of economic reality.

No matter how far we go in coordinated transport involving other modes of
transport, we are destined to have a major motor carrler industry that -
is independent to some degree, especially within continental areas.

The economic length of operation of an independent motor carrier has
many variables put they always will constitute a very large segment of
carrier operation. Those of us who are investigating the potentlals of
a cocrdinated system believe that most shippers will have two chulces,l.e.,
coordinated transportation and the motor carrier. No matter how rapldly
progress comae in this cooriinated service, motor carvier service will
not be-1likely to decline. Statistics show that motor carrier service has
increased, despite piggyback. Motor carriers have been growing at a
steady.pace and well ahead of GNP since 1%0. Of Class I, II, and III
Interstate Commerce Commission regulated common carriers, over 5% are
independent motor carriitrs.

Plggyoack 1s creating some new traffic that otherwise would not move at

all., However, much of the piggyback traffic has been taken from rail

box cars. This treffic 1s being carried under different revenue and freight
rate scales. There may be a gain or loss in the end, probably a galn to the
ralls. ‘-

There will be an esonomic impact on GNP if transportation through greater
efficlency reaches.s more favorable balance in the economy, There will
be trade-offs in each form of transportation. We would be more encouraged
to trensport things and we would expect that the historic relations
between transportation and GNP would be continued or improved in favor of
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transportation.

There 13 a substantial contribution to the shopper's thterest in the
form in which goods are moved. The shipper is really the purchaser of
transportation. He wants better service, which containerization will
provide--a syster *mproved in temms of speed, safety, and dependabllity
of delivery, He is the one who will gain most by increaszed efficiency.
More efficient means of transportation may bring traffic back to common
carriers which they have lost to contract and private carriers.
There is-another aspect in the over-all importance of & coordinated 8ys-
tem -- not just to individuals and individual groups, but to the nation
as a whole., Manufacturers are pricing themselves out of markets abroad
and at home. Foreign manufactured goods are capable of being sold com-
petitively witn home goods. This results in an unfavorable balance of
payments. If we can get trunsportation costs down, we can help our own
shippers to get and hold their markets. Those who have studied shipping
are often told that American exporters get in trouble abroad because our
packaging is inferior to that of foreigners. Containerization would help
|
|
|

U.S. shippers to overcome such complaints.

The totul zcost of distribution is too great. Coordinated transportation
offers another point in the shipper's interest, An excellent early example
of control over the whole distribution system is the flow system of distri-
buton which Jears Roebuck set up for their South American stores.

There 15 a stronger trend to greater use of trucks than to piggyback or
anything else, The trucking industry includes, in the broader sense,
private carriers, This is an importAnt force because the private carrier
sees the immediacy of impact of the systems approach. He-can take action
himself, and is therefore a natural leader in‘this.

Common carriers may be able to compete with the private carrier by offering
a mure competitive expedited service. Shipper cooperatives that in effect
become private carriers is a kind of development which is not having much
impact as yet. A private carrier thrives chiefly because he is unregulated.
T™is las an Impact not only on common carrier trucks but also on railroads.

For over thirty years some carriers have experimented with containers
generally in respsct to intracarrier operation. Many experimental inter-
modal operations in barge-truck operation have not been successful. How-
ever, Jea-Train and Jea-Land lervice have proved successful in deep-sea
trailership operation. Following extensive operations research involving
use of computers and modcl bullding, the Matson Steamship Line has develop-
ed an extensive seagoing offshore container ship service. The railroad

TORC service remains the most extensive operation of intermodal coordination.
However, its potentlal is far from being realized.

’ We need a greater recognltion of the inherent advantages of the separate
segments of transportation. Basic in the case for coordination in transe-
portation is the assumption that there are inherent advantages of each
mode of transportation which will never be realized without coordinated
systems. Jystems research should therefore be directed at-determining
where these advantages are,
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Many different agencies have found that developdng coordinated systems
is a necessity. The economic values and military values may separate
at some points--roll-on/roll-off versus containership--but that does not
mean that what is done will not make a contrivution to this area. Barge
roll-on/roll-off may become widely used in river transportation. It is
an obvious d.velopment because of the speed of loading and unloading it
permits. No tie-on is necessary. There will be Some places where roll-
on/roll-of f will be of use, even if lift-on/lift-off prevails for most
nommal commercial seagoing and rail service.

Operations research should be particularly fruitful. the systems are so
complex that they cannot be adequately researched without use of a computer.
Operations research in the broadest sense requires that you look at the
whole system. You cannot just look at the problem and try to adapt the
problem to your researcn technijuc. In making a machine analysis you may
forget to look at what i3 happening to the market. {ne of the problems
we have is the tendency of a reses.vu contractor to adapt the research
progran to same of his particular prucedures of model building. If your
problem does not fit into his procedure, you are in trouble. You are
letting the engineer tell you what you want to do. Computer research is
only a tool, and must be adapted to the job.

There is a shortage‘ of people who can talk to a computer and talk intelli-
gently to management. How should we go about training people for the
establishment and operation of coordinated systems?

Engineering, economics, market analysis and management exzertise must be
Joined in advancing the pctentials of coordination. Marhet and distribution
analysts working with the engineers can explore the need for and potential
of a coordinated service or system. The engineer can formulate the problems
and set plans for the physical execution by making generous use of systems
analysis.aided by computer operations. Then, and only then, can those in
charge of the analysi. nuke valid recommendations to top management.

Is present documentation a handicap to coordination? Container operations
can make a contribution to simplification in documentation, Ihis advantage
i3 not getting the consideration it should have as regards intermodal activ-
Aties, It is Just as important to have a system of documentation that will
cover your goods for A to Z as to have a contalner system that will carry
them,

At the end of the 19th cenfury and beginning of this century, it was common

for rails to use a through bill of lading for shipment through ocean jorts.

The rails had to have men at the ports to see thai the transfer was effected.

The rails then had financial interest in shipping lines. In 1314 the Panama

Canal Act prevented this type of coordination, Congress thought the rail-

water carricr relationship was resulting in rail monopoly. Competition

worked against use of the through bill of lading. Though it is still

cammon on the West Coast, the express company alone uses a through bill

of lading on all coasts. This 15 an Important attraction to the shipper

of express shipments. ‘
\

There are many technical obstacles to coordination. The interface concept
outlines broadly the difficult Job to be done incoordination because it
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has to do with the variations in the flow according to size of units

and methods of operation. FPor example, to fill one ship you have hun-
dreds of trucks and freight cars iriving in freight over a period of

say 10 days, which is to be loaded within one or two days. This presents
an interfase problem of getting gouds from the transit shed platform

into the ship's hold, which in termms of ship capacity is a spoontul-by-
spooriful operatlorn.. We have transpurt interface problems between carrier
and shop and between warehouse and the hold of a ship.

A technical fact of !mportance is the variation of container equipment.
The use of international containers is handicapped by types of equip=-
ment and lack of stanidardization. It is a technical reality that we have
existing facilities. There are market barriers to adaptation of container
service. There are general cargoes not suitable for containerization.

We cannot escape the need of adaptation to new types of facilities.

There are no techriical problems that cannot be solved. But government
regulation presents an institutional problem which for the moment seems
insolvable. ™me obstacle in shipping is the rate structure. We need a
single rate on a container. What difference does it make what is in a
contalner. This is an institutional problem as well as an economic problem.

If rates were based only on per-ton-mile cost, since the commodities
would have different values, some could not move. Different.rates are
established so that they will move. This is not matching cost against
cost but cost against value. If you have a rate below cost to carry a
commodity in your vehicle, then you should not be carrying it. If they
knew their exact costs, carriers would tend to charge according to cost
plus a reasonable profit. A carrier's success would depend on how able
it 1s to devise new techniques. If a carrier is not able to make a
reasonable profit at a reasonable rate it should let someone else do it.
One of the things that Lothers economists has been the assumption that a
ton-mile of service is fundamentally the same regardless of mode. A ton-
mile of service itself is not the same thing in terms of either demand or
supply. The demand side of a ton-mile of service is only a part of the
demand and supply of the market for the commodity.

In rate theory, from the carrier's point of view, he must consider what
his operation is. He had to deal in his rate policy with the fact that
each carrier has its own market, its own demand and supply curve. Trans-
portation economists have come to recognize this fully. There used to

be economists who held that -if we had perfect competition we would have
rates based only on ¢ust. But the many motor carriers operating between
thiladelphia and New York experience terrific competition and yet have

differentials in rates on commodities carried. There is no lack of com~

petition, but the reality is market demand and its operational effect on
commodities, on traffic and its buyer. There is a difference in time and
place utility. What should be considered in container rates is a com-
promise. The rate on a less-carload container would be a compromise be-
tween two realities--shipping costs and value.

We ought also to recognize that there are not only regulatory problems in
rates but size and weight regulations in states which have limited the sise
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of containers. This 1s always going to have an effect. The same thing
applies internationally. There are variations in govemment require-
ments and standards, in carriers and equipment.

How much improvement can we expect? It 1s a fact that regulation was
established primarily to protect shippers and receivers. The emphasis
now 1s to protect individual carriers and mcoes. It 1s in the public
interest that the Commission should be protecting efficlent types of
carrier service but not an aneconomic carrier in any type of service. The
preamble of the Transportation Act implies that 1t is desirable to protect
the inherent advantages of each mode, 1.e., the economic carrier in every
type of service. Protection of a type of service or carrier by protecting
company efficlency 1s a contradiction to inherent advantage principle.

There are other institutional barriers also. Lack of educatlon and
training 1s one--general apathy of top management to train its people in
transportation coordination. This subject has too often been dealt with
by private groups with private axes to grind. These workshops are sig-
nificant and unique because in a university program we can examine the
problems and prospects without blas. We need to establish a basis for
policy. Unless we look ghead future policy will not be any more effec-
tive than ‘past policy has been.

We must recognize that the desirability or broad application of contain-
erisation and coordinated transportation up to now has favored concentra-
tion of cargo traffic in major ports. The shop cannot stop for 400 or 500
tons as before-it may make just one port of call. Small ports will Just
have to remain outports, unless trucks, hydrofolls and deck barges are
used to deliver general cavrgo to and from them. In the recent period of
port development, every port 1s trying to get a place in the sun.

Piggyback.and land transpurt consolidation has brought a more mature
approach to labor problems. If labor 1s induced to take & realistic and
mature approach, agre..ents will have to be worked out with labor to
avoid displacement of present .workers. There 1s a posibility that it can
be done economically by a rapid education, by offering the opportunity to
train man for better types of Jobs.

what degree of standardization is required for coordinated transportation?
Economics and other changes could, in time, determine the standards.

Success of coordinated transportation does not hinge on getting standardi-
sation first. Lines of research and experimentation should be emphasized.

More emphasis is needed on the system concept--the designof a system as

opposed to the design of equipment. A lot of work 1s going into hardware

but little into organization of the system itself. That 1s where the

payoff 1s in the long run. Until recently there have not been research

systems to be studied. That 1s no longer true, but little 1s being done.

However, 1t should be done in both places. There 1s no general solutlon

to the problem. Each carrier has to devise 1ts own best system. It is

difficult to bring about when the national climate 1s not receptive. One

handicap 1s that there 1s no avallable research clearing house for trans-

portation as a whole. There should be a continuing transportation research

forum to discuss coordination problems. A University, by acting as a catalyst
. with government support, might get industries together to do something, . "
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Lines of experimentation must be laid out. Emphasis should be placeu

on developing and testing-out systems. Regulatory obstacles to such
experimentation is reflected in a recent decision of the Interstate
Tammerce “ommisslur ln regard to a proposed experimentation in coordinated
rail and barge operation involving the John I. Hay Co.

‘Shoull we encourage experimentation by all modés? Should government
engage in such experimentation? The armed services have done so. The
government 1s rayirg for model building but not for actual experimentation,
although it is giving support to the development of some of the problems.

fne government agercy may support a shipping line to provide competition
while another am of gcvernment permits a railroad to cut rates to destroy
the competition. There is a need for better coordination in government
departmerts. There is need for a better climate to.advance coordinated
transportation.
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THE WONDERFUL WORLD OF TRANSPORTATION . . . WHAT IT CAN AND WILL DO

Mr. 0. H, Hill, District Sales Manager, National Air Lines

It is one of today's ironies that the more "computerized" the natiou's
airlines become, the more manpower they require.

This is because the airlines are a fast-moving industry -- indeed, one
of the fastest -- and if they didn't take advantage of advances irn tech-
nology, ‘their personnel needs would be overvhelming.

For the past decade, airline "hires" have averaged about 23,000 a year.
In 1968, for example, employment in the U. 5. scheduled airline industry
came to above 300,000, representing a gain of nearly ten per cent over
the 276,000 airline employees the previous year and an lncrease of more
than 100 per cent in o decade.

The airlines offer interesting and rewuarding career opportunities in

many fields. The education, skills and experience requirements vary
widely, since jobs range from one as rnon-technical as a baggage handler
or a file clerk o an occupation as complex as flying a big Jet, tearing
down and reassembling a turbine engine, operating a sophisticated computer
system, or determining budgetary controls for a $500 million company.

Becausa airlines are a progressive and rapidly-expa..ll.g Lu-iress, they

have a sontinuing need for men and women who have speclialized in e:onomics,

accounting, statistics, research, finance -- in short, most phases of
busine#s education.

A Job as lucrative as 1t is highly skilled is that of a pilot. The hours
are sttractive -- 70 to 85 flying hours per month -- and the pay is good;
average annual pilot salary is about $25,000. Airlines hire only pilots
with (at least) u commercial 1license {and) who have logged many hours
of flying on multi-engine alrcraft.

Fram 8,000 to 10,000 new stewardess trainees are needed each year just to
replace those who leave the profession -~ usually because of age or
marriage., All airlines require their stewardesses to have at least a
high school diploma and usually two years of college or equivalent ex-
perience. Monetary benefits can run to $400-8750 a monii.. Most airlines
d0 their own stewardess recruiting and training.

Airliners recelve routine mechanical checks or attention every-day they
fly, and all must undergo periodic maintenance and overhaul. For these
duties, the airlines employ a large corps of mechanics. Certain special-
ized maintenance Jjobs require mechanics with an airframe and powerrlant
licensc issued by the Federal Aviation Administration (FAA). Pay for an
experienced airline mechanic comes to abouf $5.00 an hour.

In sddition to the pilots who fly tue-planes, the cabin crews who take

oare of the passengers! needs, the mechanics, inspectors and ground

servicemen who keep the flight equipment in top operating condition,
[:[{jiij‘ the management specialists in the genersl offices, airlines require
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tens of thousands of other workers.

At the airport, for example, they need ticket agents, station agents,
<ustomer service people, flight dispatchers, weather experts, teletype
and radio operators, ramp agents and many others. Most require at
least a high school diploma and some typing ability.

Agents are nearly always in demand at downtown ticket offices and airline
reservations centers, and these positions offer opportunity for advance-
ment to sales and customer/passenger service positions.

The airlines offer hundreds of thousands of seats for sale each day,

and every unsold seat is flown at a loss. Hence marketing has become

a major airline function. Marketing departments involve specialists

in advertislng and the graphic arts, personnel who handle Joint programs
with other airlines, salesmen who call on major travel accounts and

travel agents, persons who plan and promote tours for sale to the
viuveling public, and numerous other categories of personnel. A person
Aith the right background and motivation can do well in airline sales

or marketing. <losely allied to marketing is public relations. Education
and persotality are Important here, and Juurnalistic or writing experience
are Important attributes.

Those tu whom an alrline career appeals should start early to prepare

for it. The time and effort spent in acquiring the necessary education

or skills will be time well spent. While the educational requirements

for airline careers vary with the job, airline personnel officers state

without exception that a student interested in an airline career should

anderstand how important to his later success is a good high school

education. A student will increase his value to an airline in any job

he may oeek by taking history, geography, economics and political sclence

courses -- all subjects that will help him understand how transportation

systems have Jdeveloped to date and how they might develop in the future,
|
|

Jorrect and furc.lu. expression in writing snd in speaking is important
ir. the alrline vusinecs, because so many Jobs bring one into contact with
the public. Especially is this true in public relations-and in sales

and service Jobs. Those seeking a carcer in these areas would do well

to take courses in English, composition and public 3peaking.

It should be remembered too, that the airplane is a product of science.
wclence spends tireless efforts in the development of aircraft and re-
lated ejuipmeat. 7o understand the tecl:s of the airline industry, ap-
propriate courses in the physical sclences are advisable. Mathematics
13 the language of science. For one aspiring to be an aeronautical
engineer, courses in high school mathematics are mandatory.

Alrilue salarles and benefits are among the most attractive in industry.
For example, the average annual salary was $9,700 in 1968, up more than
X over salaries a decude 8go. Alrlines offer liberal insurance programs
and other fringe benefits, one of the most.attractive of which 1s free

and reduzed-rate transportation privileges for employees, and in some
cases, members of their immediate familles.
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Airline employment is especially attractive because of the training
opportunities and the job security it offers. The U. S. airline
industry 1s one of the major training organizations in the world.
The airlines are spending tens of millions of dollars annually on
pre-employment training, transition training, refresher courses
and upgrading programs -- all aimed at enabling the wiiiing and
capable employee to better himself and do a better Job for his
company.
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UNITED PARCEL SERVICE

Mr. E. Larry Raulerson, Jacksonville PM Sort Manager, United Parcel
Service

United Parcel Service's product for the market is fast, efficient service,
at a fair and reasonable rate, competitive with its chief competitors.

United Parcel Service places itself in the common carrier area of business.
U.P.S. has several features which characterize their operation.
1) A welight 1imit of fifty (50) pounds on each package;
2) The package be less than 108 inches in length and girth;
3) U.P.S. can't ship more than one hundred (100) pounds to each
consfgnee per day; and
4) They service only forty-one (41) complete states and parts
(intrastate service) in seven (7) others.
U.P.S. now has a forty-eight (48) state petition before the I.C.C. which
is still pending. The last expansion that U.P.3. has had was the addition
of a three {(3) state area (1) New Mexico, (2) Wyoming, and (3) Colorado.

I mentioned the I.C.C. and the role it plays in the granting of new
states to the company. This area would be dealing with the "environ-
mental set" of the firm and the interfaces that occur. Besides the
government intervention there is also state regulation that must be met.
Another area would be labor unions. United Parcel Jervice has approximately
43,800 teamster jobs out of an approximate total employment of 55,000.
The only real large competitive firm that the company has to worry abtout
1s the Parcel Post Section of the Post 0ffice; they are the chief com-
petitors. The other area in this section would be the customers them-
selves. Since the customers are the single most important thing to the
company, then a lot of effort, time, money, etc., is put into making

the service to them the very best. The Jacksmville HUB has four full
tine customer service representatives that deal with customer complaints
and tey to smooth out the differences.

A typlcal U.P.S. shipper would give the package driver an average of tuo
packages per day, which would weigh approxinately twelve (12} pounds.
This results in approximately one and a half million Jdelivery stops per
day on a national level and 4,000 per day sn a local level. The company
has approximately 270,000 common carrier sai.pers and 3,900 retail store
shippers in the nation. Out of these 277,000 saippers approximately 203
or.more thousand of these shippers ship five or less packages per day.
Since the individual shipper who may only use their service once or twice
a year makes up a large total of their overall customers theu you can see
the importance of customer service representatives.

Estimates for year ending 1973 have a total national volume of over 730
million packages with 18,500, 000 of it to be delivered and sorted in the
State. These packages move over the road, the rails, and by air to their
destination. On a typical day on the PM Sort which is one of three
shifts in the HUB operation, you will see 85,009 packages being inbounded.
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These packages will arrive by road movement and rail movement. On an
average Jday they wll. .avé seventeen 40 foot drop frames, six 40 foot
fMat beds, twy 45 fout flat beds, and thirty-five T.0.F.C.'s that bring
the yol.me tou them, Jacksonville ls a rarity in that it receives approx-
imately “5% of its volume by rail where as the national average is only
8% bty ratl. The <ompany has a very large ground feeder operation which
Jjes large ..[... employees only. There are approximately 4,300 feeder
drivers who pull these road movements. The average per T.0.F.C. cost

for the compary ls somewhere around $275. In Jacksonville they have

an average co.t of $130 for T.0.F.C.'s in the State and $200 for T.0.F.C.'s
outside of the State.

Of this 35,090 pavkages that Jacksonville recelves for further dellivery
approximately 4,730 stay in Jacksonville for the center operation to
deliver . The rest is sent to the various sections of the State. To
deliver trese %,7Jd packages the center has forty-four (L) package car
drivars whe drive a combinatlon of P-600 and P-BOO delivery vehicles to
Jeilser the pawnages. These come drivers also pick up on a daily basis
t,500 | ickages for lelivery, Over-the-counter operations at the HUB
result .. 15) pa.cages for Jelivery a day. The remaining 80,300 packages,
tv be went tu sarlous parts of the ltate, are processed through 18 unload
posttions, i. cxterdous and 3 nashville unloaders, to 100 outbound load
positionz. of thece LJ0 load positions, 33 are fed directly off of cannon
loaders, the remalining €7 are manual pull positions. The total system
has an wloald area, a primary sort area. twe secondary sort areas, which
ea.h have flve run-oubt belts, and three primary run-out belts. All of
these vositions are filled by part-time students.

Lome of the largest prollems faclng the company are in the area of the
seasor. shatge. L. volume, A.though the average daily volume at present
13 35,)09,at Christmastla. it may reach 130,000 plus. There are certain
tines farirg the year ... the /olume will rise for a short period of
time. This resalts L. aidltional feeder runs and additional package car
runs to Jeliver the r&..2¢e3 on Yime. To give you an idea of the season-
azity of tie sierations take the over-the-counter operation for Jackson-
Alie £or Lrctance.  Onoan aserage they take in 150 packages for delivery.
aoone day laring the ‘hristmas rush period they took in 1,100 packages.

Another tig protlen that faces them is the times that must be met on the
feeder runs. Circe most ull of the feeder rung out of Jacksonville are
oo @ tignt run gchedule 16 ic fmportant that the feeders leave here on
time, -elays, a3 a result Jf late groundings at the rail yard, have been
a bis problen in the past.
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FUNCTIONS OF WAREHOUSING

Mr. Thomas A. Duke, Vice fresident, Laney and Juhe Terainal Warehouse ¢..

------- - 0 e O S D e e PV

There is an old misnomer dabuout warchousing ln generul -- that 13 a Justy,
old, dim-lighted facility with planus, trumhs, and furniture cvllecting
dust and'waiting for someone to reclaim tnem.

Today's warehouses occupy modern, elean, even attractive balldings, with
security-minded management. The lhlee raln categuries of walehidusing are
(1) private warehousing, (2) mini-wareh.using, and (3) jutlic warchousing.
A warehousemay be thought of as a bank or an information center.

P\znc‘tzions of Public Warehousing:

The public warehouse is in position to provide survizes fur un accodnt or
shipper which wculd otherwise require tremend.uz capital outlay in com-
parison. The warchouse service offers an account the flexibility to move
and relocate to meet chauging market conditione. Jsing warehousiiuy ser-
vice provides the account with local Jdelivery cervice and consolidation
of shipments. There is also the advantuge of utilizing the warehouse
computer system, which would be much more expensive Lo the Lrivate user.
Getting his goods to his customers mure quickly, being closer to the
market, is another advantage of using warchousing facilitiec. The account
gets his money more quickly also, since there 1s more turtuover on mer-
chandise.

The large 'warehouse operation I5 better equipped than the private smaller -
account to handle the incidents of strike and other labor uegutlations,
contributing to a more smooth operation.

It is a fact that all warehouses, public and private, have to rely on
common motor carriers and railroads for moving the merchandise. In the
past very few warchouses have had their own truening Jsperations, and eveu
then they were limited as to how far they could go.

Preight forwarding and consolidations play an important role in the ware-
houseman'!s program. Rising costs from carriers, 1lus thelr wanting the
full truckload for long haul shipments brought abouat some changes that
grew into consolidation. There was an interest in public warehousing and
in transporting goods fa.ter and more economically. All Jf this resulted
in the establishment of traffic departments within warehousing operationc.

In California, for example, warechousing 1s really not profitatle in itself,
and Just breaks even.. Their trucking operations dre the only rrofitable
part of their business.

In Jacksonville the trend is that warehouses can muke r'easonable profits
by providing extensive transportation services to thelr customers. There
has been a definite trend toward outside warehousing in the past several
years, and providing transportation and trucking operations beyond the
local zones is an important area, from both the service and economic
points of view, that many warehouses have already done and others are
seeking. But there must be that level of Sophistication and knowledge
o o« transportation in order to do the Job properly.
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GOVERNMENT AS A PROMOTER AND REGULATOR

Hr. nermar. Faass, Jr., listrict Supervisor, Interstate Commerce Commission,
Jacksonville, Florida.

-----------------------------------------------------------------------

he purpose of my.liocussiun tuday is to explain - and answer your questions
about the Interstate Commerce Commission and its functions.

setore we get too far alung 1t might be well - and wise on my part - to tell
you 1 iittle comething o€ the history and present day functions of the ICC.

In the year 182), the President of the United States, Andrew Jackson,
received the £21lowing letter from Martin lar Burcn, who was then Govermn-
or of the 3tate of lew York: . R

"Dear Mr. President:

"The canal system Jf this country is being threatened by the spread of a
rew fom of trarsportation known as raillroads. The Federal Government must
preserve the canals for the following reasons:

1. If the ca.al boats are 3upplanted by railroads, serious unemployment
will resuil. Japtairs, cooks, drivers, hostlers, repalrmen, and lock-
tenders will be left wlthout means of livelihood, not to mention the
numerous farmers now empluyed in growing hay for horses. (2) Boat
cutlders would satffer and towline, whip, and harness-makers would be
‘ef‘ lestitute. (32) 7Tanal boats are absoluiely essential to the defense
»f the Uritel ,ha.eg In the event of expected trouble with England, the
Erle Taial woull te the only means by which we would ever move supplies
50 vital to waging the modern war.

"Fur the abuse mertiue ! reasons, the Jovernment should create an Inter-
~tate Jommerce Jommioslun to protect the American people from the evils of
the railroads and to preserve the canals for posterity.

"Au gou may know, Mr. President, rallroad carriages are pulled at enormous
speeds of fifteer. milou per hoar by englnes, which, in addition to endanger-
Li.g she life and ilmb of passengers, roar and snort their way through the
cow.trysile, settirnyg fire Lo the crops, scaring the livestock, and fright-.
erdn2 womer, anl :children. The Almighty certalnly neyer intended that
people should travel at such breakneck speed."

Jungress finally got the message and in 1887 established i Interstate
Jommerce Jammiccion through passage of the Interstate Commerce Act. The
original statute was brief, of less than ten pages. It was confined
to the regulation uf Interstate commerce by railroad, or partly by
railrvad and partly Ly water. The main objJective wds to remove discyrim-
ination, preference, and prejudice in localities, services, rates, ‘fares,
_arnd charges. Tcday, after over 200 amendments, the 1887 statute and
related laws aJmirdstered by the Interstate Commerce Commission fill more
thar. 425 printed pages. All of these pages relate to regulation of rail
vaxrler,, motor carriers, water carrlers, and freight forwarderl. The
Interstate Commerce Commission does not, in any sense, “control™ the
carriers. Its role 1s to regulate. As an example of "regulation” vs.
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"control" motor carriers are not told how many vehicles to operate nor
are they required to operate on any fixed schedule. Carrier may run as
many vehicles a3 it chooses on as many runs per day as its business
warrants.

Carrier management can hire and fire, enter into contracts with the
unions, and build new terminal facilities.

The ICC does not interfere with those areas which should properly be
left to managerial discretion under our free enterprise system.

The ICC does not regulate all transportation. Jurisdiction over trans-
portation within a single state and not part of-an interstate or foreign
movement is reserved to the State governmerit. While the ICC and the State
Commissions have very clearly defined areas of responsibilities, our offices
work in close harmony and often with coordinated efforts to achieve a

givén goal. ’

The Federal Power Commission regulates pipeline movement of artificial
or natural gas; the Civil Aeronautics Board and the Federal Aviation
Agency have jurisdiction over air transportation, while American ships
in foreign service are under the Federal Maritime Commission and the
Maritime Administration. .

The ICC does not have economic regulatory authority over interstate trucks
carrying certain agricultural products, water carriers transporting certain
bulk commodities, and motor or water carriers which are engaged in private
operstions {not selling transportation to the public).

The ICC's activities are directed by 11 Commissioners, each appointed by
the President of the United States and confimmed by the Senate. The
President now names the Chalrmen. The Commissioners' seven-year tems
are staggered so that no more than two expiré in any one year, thus
assuring continuity. Only six Commissioners may be of the same political
party. ’

The operating policy of the ICC is prescribed by Congress in the Inter-
state Cormerce Act and is defined irn the "Hational Transportation Policy"
enacted by the Congress in 1040. 1 telieve this National Transportation
Policy is worthy of quotation at this time. ~ *

"It 13 hereby declared to be the natlonal transportation policy of the
Congress to provide for fair and impartial regulation of all modes of
trangportation subject to the provisions of this Act, so administered as
to recognize and preserve the inherent advantage of each, tu promote

safe, adequate, economical and efficient service and foster sound economic
conditions in transportation and among the several carricrs, to encourage
the establishment and maintenai.ce of reasonable charges for trausportation
gervicas, without unjust Jdiscriminatior.s, undue preferences or advantages,
or unfair vr destructive competitlve practices, to cooperate with the
several States and the duly authorized officials thereof, and to encour-
age fair wages and equitable worning conditions - all to the end of
developing, coordinating, and preserving a.national transportation
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system by water, highway, and rail, as well as other means, adequate
to meet the needs of the commerce of the United States, of the postal
service, and of the national defense. All of the provisions of this
Act shall be administered and enforced with a2 view to carrying out the
above declaration of policy."

The ICC's role in all of this as promoter, umpire, and policeman, is not
an easy one. There are thousands of carriers and the primary goal of each
is to maximize profits.

Competition amorg carriers for the most lucrative traffic is keen and in
respect of such traffic the activities of the Commission are usually
cunfined to furmal casework. However, ir the case of so-called undesirable
traffic, the Informal, as well as formal, activities of the Commission

are very intense. ’

The Commission, Jesplte a modest budget, seeks to maintain service rep-
resentatives in ev.ry State of the Union. Our field investigators,
totaling »iigntly more than 100, have a staggering workload and it is
their Job to provide assistance to shippers, consignees, carriers or

any member of the Lubli: who needs help in the area of interstate surface
transportation.

If these few employees were not available, what other public official
would seek to relieve the plight of the small shipper? Moreover, if
general merchandise carriers were not required to hold a license obligat-
ing them to serve all shippers, would the tendency of carriers to avoid
"less attractive"” traffic come to an end? By what means would the
carriers be required to take the good with the "bad"? Would service to
small towns and remote communities be continued? Would damage-prone or
light and bulky traffic be transported hundreds of miles? Could a shipper
or consignee still call the ICC for help and, if so, what kind of help
would be available? -

This should gzive you a pretty good picture of what the ICT is and what

it does.

O
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GOVERNMENT AS PROMOTER AND REGULATOR AS IT APPLIES TO AMTRAK

Mr., B, C. Miller, Manager Station Services, Amtrak, Jacksonville,
Florida

-----------------------------------------------------------------------

In order to see the relationship between Government Regulation and the
National Railroad Passenger Corporation, it is necessary to review events
leading up to the legislation that created -it.

The enormous expansion and development -of the railroads of the United
States in the half century following the Civil War, brought into exis-
tence, by its very nature, a vast monopoly. The Iron Horse was so much
more efficient than any means of transportation yet developed that the
location of reilroads determined where towns might be built, and the
service given them determined which ones would prosper. Interior America
moved.pway from the rivers and developed the opeh country. Virtually
every one who travelled had some experience with trains.

It became apparent by 1887 that the power of the railroad over public
welfare was too great to be left to the-unrestrained judgment of rail-
road management, and the Interstate Commerce Act was passed by Congress,
to require uniformity of rates and service - and this was a good thing.
This regulation of railroads, included control of the operation of
passenger trains - the aspect (of the matter) we are considering. The
Act required that railroads must secure consent from regulatory bodies
to curtail or eliminate any passenger train, if a private citizen pre-
tested that his interests would be adversely affected. This restriction~
was no great problem during the years up: to and including the First
World War, because growing America used its best available means of
transportation, the passenger train.

In the 20 years after World War I, the development of -the automobile
assembly line, and the construction of a network of national highways
brought an end to many things, including the need for the local {short
haul) passenger train. In the same two decades commercial aviation
came of age, and while the percentage of intercity travel by air was
very small, it was_ growing significantly.

In the meantime, back at the regulatory authorities, there was a pro-

nounced reluctance to permit the discontinuance of passenger trains that

ceased to be profitable to-their owners. At the State level particularly,

politics was always a factor, as the Railroad Commission member(s)

who was up for re-election was often more sensitive to the wishes of

his constituents than he was to the financial plight of the railroads.

It was very easy to take the position that the railroads were making

enough money on freight to afford their passenger trail losses. Thus,

the philosophy of "Public Interest" was confirmed. Passenger service

that was declared to be in the public interest was subsidized by freight |
revenues without regard for the ultimate result, higher freight rates
that were passed on to the "public," with the basic objective of re-
electing a Commissioner., Obvicusly, tne ability to arrange freight
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rate structures to compensate for passenger losses was extremely
complicated, and frequently unsuccessful, as railroad bankruptcies
indicate.

After World War II, when Detroit got back into private automobile
production, while Lockheed, Boeing, and others adapted military
aviation technology to commercial use, the cry of the railroads for
relief from passenger train losses was heard throughout the land.
Railroads spent many millions of their wartime earnings for the best
engineered equipment that could be produced - diesel powered- stream-
liners, with reclining seat leg rest coaches, sleeping cars with
private facilities in each room, slumber .oaches, dome observation
cars, and the like became the standard for name trains throughout
the Country. These were money makers for a while. Equipment from
these trains is the Amtrak Fleet of today, all of it built between
1947 and 'S51, except for the Metroliners, and few Turbos. Ever
inereasing super highways, c.owdea with the products of Detroit, and
super Jet-ports, reduced revenues of passenger trains to the point
that railroads were not capable of replacing equipment for the few
areas that appeared to have a profit potential.

In October 1770, with very little publicity, Congress passed an Act
creating the hational Railroad Passenger Corporation, as a quasi-public
vrganization, charged with the responsibility -of establishing a national
vassenger traln requirement level, determining what train service could
be expected to become profitable. The service designated by this study
would become the responsibility of the Corporation, soon called Amtrak,
and the railroads that participated in the program as contract carriers,
could discontinue all other passenger trains.

Amtrak purchased from the railroads about 1,500 units of the best equip-
ment. available and began to. take over passenger stations, ticket offices,
reservation functions, and on-train services. The 13 contracting rail-
roads provide the tracks, operational systems, and train crews, billing
Amtrak for those costs that are directly attributable to the operation

of Amtrak trains. Amtrak receives all revenues from passenger fares and
services. The deficit, .etween the cost of the operation and the revenues,
is made up by Congressicnal appropriation. In short, the cost of passenger
trains declared to be in the "Public Intevest" is being gusranteed by *
public money (rather than through freight rates).

Government as the promoter and regulator Is very much in evidence in the
pursuit of Amtrak's objJectives. Obviously, then Amtrak must go back to
Congress every two years with an accounting of expenditures, and a Jus-
tification for fur:her appropriatiuns needed; the personal interests of
individuals will be out. Newspapers have cited the insistence for a
train between Washiagton and Parkersburg, West Virginia, as being more
political than profitable, and there have been some other instances in
which service was requested by Congress with an extremely long range
profit expectation.

The Amtrsk Chartering Act removes it -from the Jurisdiction of the Inter-
state Commerce Commission, for all matters other than (for) safety
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requirements, so rates, schedules, and incldental services are controlled
entirely by Amtrak, subject to review by Congress. This enables Amtrak
mansgement to adjust fares, establish family plan and group fares, and
anything else that might be beneficial. Pormer reglonal differences are
blended into one nationwide network, with uniform advertising, a single
timetable, a computerized reservation system, and a standard working
arrangement with travel agents. Plans are being made for the next
generation of passenger cars. The present equipment 1s, of course,
receiving a thorough refurbishing and renewing, to serve the present
need. Experiments are being conducted wita some- French built Turbo equip-
ment, that has been made avallable this summer, and is being used between
Milwaukee and St. Louls.

Developments that have occurred since the creation of Amtrakh confirm the
wisdom of the Act. Fuel shortages, real or otherwise, pollution, con-
gestion of highways and airports, all point to the need ior the United
States to secure maximum use of 1ts resources, including the existing
railroad network. Technology will never cease to levelop new modes of
transportation, but in the meant?ie, the best use of what we have must be
our national policy. There 1s a market for good passenger train service.
The demand 1s increasing now, under somewhat less than perfect conditions.

The net 10ss for Amtrak's operation for the fiscal year just ending is
quoted as $124,000,000.00, down 18% from the previous 12 month period.
This 1s a substantial sum of money, even by Government standards, but
when you consider that all forms of transportation, whether by express-
way, airport or waterway, cost the tax payer more than he will ever
¥now, do not be surprised i1f the only mode for which a true price is
avallabls 1s the best bargain of all, for the tax payer.

’ &)
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Mr. James A. Brown, Flight Operations Inspector/Accident Preventioﬁ'
Specialist, Federal Aviation Agency.

A Bit of History

Before 1926, the federal government had no special machinery to assist
or promote aviatiun. Except for scattered state or local instances, there
were no safety regulations or navigational aids.

In 1324, cungress passed the air commerce act which placed the responsibility
of fustering and regulating civil aeronautics in the Department of Commerce.
This was Just in time, because in May 1326 Lindbergh's flight awakened this
nation and the entire world to the potential of flight,

In vne year, stulent pilot numbers Jumped from 600 to 10,000. The number
of certificated aircraft went up from 2,700 to 9,800 in three years.

The growth of aviation has besn lynamic ever since, causing growing pains
within commerce arnd in 1934 the Bureau of Air Commerce was formed to take
over this infant giant. By the time four more years had passed, field
activities had become extensive enough to require regional offices and
the growth of commercial aviation had made new legislation necessary.

Realizing the reel for combining the dispersed aeronzutical responsibilities
into one indeperlent agency, congress passed the Civil Aeronautics Act of
1938 which created the Civil Aeronautics Authority.

Responsibilities were grouped into three major components:

1) A five-member board f{.r regulating commercial activities and safety.
2) An administrator -ctablish civil airways and to install and main-
tain navigational alds and to control traffic using these airways

and aids.
3) A three-man ailr safety board to investigate accidents end recommend
preventive measures.

In 1940, the authority was .onverted in the Civil Aeronautics Board (CAB)
and the Civil Aeronautics Administration (CAA).

The CAB as an independent organization was given the accident investigatina
functions and the safety/rule making function. In other words, the CAB
wrote the rules and the CAA enforzed them.

World War IT caused aviation to come of age with as many as 95,000 air-
craft--mostly military--to be manufactured in a single year and as 1945
ended, there were 300,000 c¢ivilian pilots. .
In 1948, a President's air coordinating committee, primarily concermned

with the necessity of a strong and viable aircraft industry (in other words,

38
GOVERNMENT AS PROMOTER AND REGULATOR AS IT APPLIES TO AVIATION
the promutional aspects of the government's responsibilities) saw problems
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ahead and warned that our air transportation system was marginal even
by pre-war standards.

It took another nine years and a2 real crisis dramatized by two mid-air
collisions involving military aircraft and civil air carriers in which
61 1ives were lost, to focus attention on the urgent needs for a common
military and civil aviation control system and a complete reorganization
of federal machinery for the control of aviation.

Congress acted promptly, and in 1958 President Eisenhower signed the Federal
Aviation Act into law, which has endured these last fifteen years and 1s
legal basis for our authority to govern aviation.

This act gave the Federal Aviation Agency (FAA) full authority ever the
certification of aircraft and alrmen, safety rule-making (formerly a
function of the CAB), the operation of navigational alds; the allocatlion
of airspace and the management of civil and military alr traffic.
The Civil Aeronautics Board continued as 2 sistes?agéﬁg;'(Egﬁpleﬁéfy “
separate from the FAA)., It continued to regulate airline rates, routes,

-and airline business in general and to investigate alrcraft accidents and

determine the -probable cause of all accidents, s
It is_interesting to note the CAB continued to hold the accident probable
cause responsibility to eliminate any possible conflict of interest of
involvement that might have arisen i1f FAA were to determine the probable
cause of an accldent, that FAA's own safety regulatlon was deslgned to
prevent.

The most recent change in the administration of aviation occurred in 1967
vhen the Department of Transportation (DOT) was established., The FAA with
its 51,000 employees is the largest of the seven.admlinistrations which
constitute the DOT.

Under the DOT, a national transportation safety board, NTSB, was established,
which absorbed the CAB-accident investigation responsibilities and deter-
mined their probable cause and continued 1ts economic regulations of alr-
line routes and rates.

To make FAA more responsive to the aeronautical needs of communities, the
PAA has decentralized its organizational structure from Washington to nine
regiongl offices within the continental U, S, Four new regions were es-
tablished to conform to government's standard reglonal concept which called
for uniform boundaries and headquarter cities for most of the various federal
agencles,

Mr. Alexander Butterfield, recently appointed as administrator of the FAA--
and who 1s incidentally a native of Pensacola, Florida--in his oath of
office, restated the FAA responsibilitles to promote and regulate aviation
in the public interest as follows: . :

A, The segulation of air commerce in such & manner as to best promobe
its development and safety and fulfill the requirements of national

defense. R 4"7
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The promotion, encouragement, and development of civil aeronautics.
The control of the use of the navigable alrspace and the regulation
of both civil and military operations in such airspace and in the
interest of the safety and efficlency of both.

The condsolidation of research and development with respect to air
navigation facilitles, as well as the installation and operation
thereof.

The development and operation of & common system of alr traffic
control and navigation for both military and civil aircraft.
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FLORIDA PUBLIC SERVICE COMMISSION

Mr. James E. lill, Safety Supervisor, Florida Public Service
Commission

The Florida Railroad Commission was created by the State Legislature in
1887, Since that date, there have been several name changes, the first
being the Florida Railroad and Public Utilities Commission, later, the
Public Service Commission,

When the Commission was originally created, the main direction of its
Jurisdiction dealt with the railroad companies, as this was the major
mode of transportation in the state.

The Legislature provided for three commissioners who would be elected
in a statewide election, and they would serve four-year terms. Two
are elected during the same year and the third is elected iu the next
general election, thus ensuring at least one commissioner not being
involved in an election while the others are so occupied.

The three present commissioners are Chairman Bill Bevis, Commissioner
Billy Mayo, and the newest member, Commissioner Paula Hawkilis who toon
her seat this past January.

The Commission'!s powers are quasi-legislative and quasi-judicial. This
occurs by the nature of the Commission's functions, simply, the commi.sion
makes rules,then enforces the rules that it has made.

The Commission's primary function, as charged by the legislative mandate,
is to insure adequate and safe standards of service, also fair and reason-
able rates for such service to the public.

The Cormission regulates the following privately-owned or privately

invested economic enterprises within the state. Motor Transgyortation
companies, including bus and motor truck carriers, Transportation Brokers,
Taxicabs and Limousine services, Railruads, ircluding express and pullman
companies, including the railroad passenger and freight texminal facilities,
rerries, Toll Bridges and Canal Companies, private Wire Jervices; Natural
Gas utilitles, Electric Power utilities, privately-owner Water and Sewer
companies (in certaln counties), Telephone ar.i Telegraph companies.

The Commission regulates these companies by performing the following
functions:

1) Conducts public hearings and enforces resulting decisions.

2) Makes rules and regulations applicable to economic activity.

3) Polices highways to prevent unlawful motor transportation operations.

It} Conducts safety checks of vehicles operating on highways.

5) Inspects and investigates utility and carrier operations to insure
compliance with Commission rules and regulations.

6) The Commission functions to protect or further the interest of Florida
before Federal regulatory agencies in matters affecting the population
or geography of the state.
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URBAN MOVEMENT OF PEOPLE AND GOODS

Mr. Balraj K. Mehta, llead of the Advanced Planning Division, Jacksonville
Area Planning Board.

----------------------------------------- T T T

e Lnerease in population, personal income, education, technology, and
productivity nave brought about increased interactionand mobility
resulting in increased travel. Concentration of more and.more people
and activities in a relatively small number of (urban) areas has created
transportation problems in these areas.

Approximately 70% of the total population of the United States is loca-
ted within the urban areas of our country. Most of the transportation
racility needs are in theSe urtan areas and as our urban population
sIfows, @ transportation system assurlng smooth movement of people and
svvds Whthdn and between urtan areas becomes increasingly essentlal. In
fua b, hut wnly the future growth and expansion, but the very existence
atwd ~ulvival of many uruan areas depends upon the availabllity of
vifl.lent, convenient and comfortable transportation system helps to
attract Livediment, inerease employment, invigorate economy and thereby
Lioule. the €apanuion and growth of the area. Poor and inadequate trans-
portation facllities, yn the other hand, act as a deterrent to further
crovih and, in fuct, nay become a causal factor for the decline of the
area.

oladles and analyses done for the Jacksonville area have revealed that
vver the last ten years, vehlcular traffic in the clty has increased
a% a much faster rate than any other single element,

shereas the population of the City increased by only 16,2%, from
455,300 in 1963 to 528,800 in 1970, the number of automobiles jJumped
from Just over 139,000 to 248,000 during the same period; 1. e., an
increase of 78.5%! The number of Average Dally Trips (ADT) registered
an increase of 117.5%, from 551,745 4in 1960 to over 1,200,000 in 19/0,
and the Central Business District (CBD) witnessed an increase from
66,235 to almost 150,000 ADT; 1. e., 127% increase!

The num.er of adtomobliles s projected to increase to 425,000 by 1990
and the average 3Jally trips in the city are forecastcd to increase. to
over 2,242,000 by the same year.

As traffic (congestion) Increases, the accessibility and provision -of
vehicular-parking becomes difficult, The people, businesses and commerce
start moving out to new and more convenient locatlions in the suburbs,
resulting in the disintegration of the CBD and creation of slums and
blight at the core., Provision of costly toll roads and pald parking
facilities to improve the situation in the CBD, actually enhances the
trend of suburban sprawl increasing the cost of public services and
reducing the revenue base of the central city.

Whereas private transportation in citles is_ suffering from greater
demand and lack of supply of facilitles, public transportation (mass
transit) 1s suffering from lack of demand and cannot generate enough

ERIC 50




43

revenues to meet the operating expenses. The total number of revenue
transit passengers in Jacksonville has dropped from 15,370,006 in 1961
to 13,630,000 in 1969,

THis is a situation typical of every metropolitan area in the Jnited
Jtates; yet there is an imperative need to maintain and encourage the use
of mass-transit in urban areas to: .

1. relieve traffic congestion on the highways
2. discourage low-density suburban sprawl
3. encourage development of a strong unified and cohesive CBD

4, reduce environmental pollution caused by exhaust fumes, dust
and noise of automobiles

5. reduce the land area under streets, highways and public
parking and put valuable land to better uses, generating
income to the local government, and

6. provide inexpensive and convenient transportation to
*  underage, overage and disadvantaged persons; i. e,,
captive transit users.

To provide suitable and adequate transportation facilities in an urban
area, it is imperative to establish a comprehensive transportation
planning process encompassing all modes of transportation.

Travel demand and need for transportation facilities is a function of
various types of activities, their location intensity and distribution
in the area. To detemine existing as well as future transportation
needs, it therefore becumes imperative that the process include detailed
studies of populatior, its distribution and soclo-economic characteris-
tics, employment, land use and other systems in the urban area.

The process in the form of a flow sheet diagram is shown on the
following page.
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| THE URBAN TRANSPORTATION PLANNING PROCESS I

INVENTORIES

POPULATION

ECONOHMIC

LAND USE

TRANSPORTATION SYSTEM

TERMINAL AND TRANSFER
FACILITIES

TRAVEL

LAWS AND ORDINANCES
PINANCIAL RESCURCES
COYMUNITY VALUES «

ANALYSIS

DEVELOP SUMMARIES

DEVELOP IMMEDIATE ACTION PLAN
MODEL CALIBRATION

. LAND USE

. TRIP GENERATION

TRAFFIC CONTROL FEATURES

. TRIP DISTRIBUTION
. MODAL SPLIT

+  TRAFFIC ASSIGNMENT
GOALS AND OBJECTIVES
FORECAST

POPULATION
ECONOMIC

14ND USE

TRAVEL

TRANSPORTATION SYSTEM DEVELOPMENT

DEVELOP ALTERNATIVES

APPLY MODELS

. LAND USE.

. TRIP GENERATION

. TRIP DISTRIBUTION

« MODAL SPLIT

»  TRAFFIC ASSIGNMENT

PLAN EVALUATION AND SELECTION

PLAN IMPLEMENTATION

DETERMINE COSTS, PRIORITIES AND RESPONSIBILITIES
DEFINE LEGAL AND ADMINISTRATIVE TOOLS FOR IMPLE-
MENTATION

N
CONTINUING
SURVEILLANCE PROCEDURAL
REAPPRAISAL .DEVELOPMENT
SERVICE ANNVAL REPORT

As will be seen, the process includes a detaiied inventory and analysis

of various Systems in an urban area.
manually through various types of surveys.
with sampling and survey techniques.
formulation nf fuilure projections for socio-eccnomic and demographic
factors requires skills of experiences and qualified professionals.
formation of this data into land-use plan again demands professionals
trained in physical planning techniques,

Most of the data is collected
This requires familiarity
Expansion of existing data and

Trans~-

Most of the travel demand analysis

and forecasting of future trips is accomplished with the help of computers.
Personnel with skill in coding data files and computer programming conduct

this aspect of the process.

Knowledge of urban economics, geography, en-

vironmental factor evaluation is helpful in evaluation and selection of
alternative plans, choice of modes and facility location.

Aruitoxt provided by Eic:

52




ERIC

Aruitoxt provided by Eic:

U5

SAFETY CONSIDERATION

Mr. P. J. McCue, Jafety Offieer, Florida Department of Transportation.

Introduetion

Te lLegislative Charter for the ltate of Florida, lepartment of Trans-
portation, assigns the following missiors or goals:

1. Develop, revise, and maintain a eomprehensive master plan
for transportation development.

2. Develop prograns to foster effieient, economieal and safe
systems of:

a, Highways and urban streets

b. Publie transportation (including mass transit and
eomnuter operations), and *

c. Qir routes, airports and allied facilities
3. Lieense and regulate said system to the extent provided by law..

4, Require necessary assistance and data from al) departments,
divisions, boards, authorities and eommiscions of the state.

Zince the adoption of that charter in 1909, the Legislature has further
expanded the wepartment's transportation role to include eertain regulatory
contrul. uver the rallroads operating in the state. The Department now
specifies slguals and control devices at rail-highway crossings, regulates
the opuning and closing of crossings, and establishes speed limits on the
traek.

As transportation safety engineer for the lepartment, my responsibility is
to assare that all transportation facilities are conceived, designed,
constructed, maintained, and operated in a manner which is safe for the
traveling publie.

I urder to meet this broad responsibility and to assure that safety
engineers are afforded full, cooperation and support throughout the
Jepartment, with freedom to express views and take positions whieh may

be in eonflict with those of operating personnel, the State lafaty
knglirneer reports directly to top management. Consequently, the temptation
to make certaln concessions or compromises in transportation systems for
the sake of expedieney or economy is avoided.

The four, subsections which comprise the transportation safety office are
Highway Safety, Rallroad Jafety, Mass Transit Jafety, and Aceident
Records and Research. In this presentation I would like to briefly
describe some of the Department's major aetivities in these areas.
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HIGHWAY SAFETY

The greatest impetus to highway safety in the United States, in my
opinion, Was the passage of the Federal Highway Safety Act of 1966.
“his sweeping legislation established minimum national standards, in
the areas of motor vehicle inspection and registration, driver edu-
cation, driver licensing, traffic engineering services, highway
design, construction and maintenance, pedestrian safety, identifica-
tion and surveillance of accident locations, traffic laws, emergency
medical services, and numerous other areas. Following passage of this
federal legislation, the Florida Department of Transportation
established its first independent highway safety progran.

The highway safety engineer Jirects professional engineers in each of
the Jdistrict offices and a team of 25 engineers and technicians in

the accident records and research office in the analysis of accident
Jata, the fldentification of hazardous locations or conditions on the
highway, and in the Jdevelopment of plans and recommendations for
safety lnprovements. A number of examples will help to illustrate the
safety activities carried on by these people.

A, Irn order to prevent any potential hazards from teing incorporated
into new highways, every set of construction plans is reviewed by
District safety engineers before final approval in Tallahassee.
The Department has adopted the American Association of Jtate
Highway J)fficials' Handbook of Highway lJafety Design and Operating
Practices and Lt is the safety engineerds responsibility to see
that the recommendations sontained therein*are incorporated in
the lesign plans. This handbook includes specifications for clear
roadside recovery area, appropriate location of signing and
breakaway posts f{ur sign support, design and erection of guard-
rail and median Larrier, bridges, culverts, and drainage
facilities, €. ~gy-absorbing barrier systems, and many other
safety featurec now standard on new construction proJjects. ~

3. Jafety ergineers attend pre-construction conferences and act as
advisors to project engineers throughout construction operations
fo assure that barricades and warning signs are properly placed,
Jdetours and temporary roadway facilities are rroperly constructed
and maintalned while they are in use, flashers and lights are
visible and operating properly for nightiime delineation of
construction limits, and generally safe construction procedures are
followed for the protection of the traveling public.

<3

A progran recently implemented uses computer analysis to pinpoint
hazardous locations, to identify factors causing or contribating

to highway accidents, and to allocate funds to insure the great-

est return (in terms of accident reduction) for each dollar

spent on highway safebly improvements.

80 separdte items of information about every accident

occurring on the state road system are stored in the
DOT!s computers.
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“hrough the use of complex but reliavle statistical programs, we
are able to aialyze the acctdent experience on every section of
roadway. and compare it with all similar sections on the 19,000
mile state road system. In effect, the computer asks tre question,
"Is the accident rate on this section norial for this particular
type of locatlon, or is it different from what we would expect?"
The machine th.n prints a "safety -rating"” for each section, spot-
ligntir.; thoze sectlons where the accident rate is abnomally

righ. In this manner, we identify hazardous spots, intersections
and sections of roadway.

e computer aloo provides us with a complete analysis of each
aculdert that occurred at the location as well as a summary and
anelysis of all accidents 2t t'e location by acclident cause,
accident tyse, weather conditions, roadway conditions, driver
viol.tions, and many other variables associated with the accidents.
In add!tion to this, the computer provides complete ana up-to-date
information on the roadway itself at each accident location, fThis
data includes lane width and type, shoulder width and &ype,
aligwment, surface condition, date of last construction, current
traffic volume, type of traffic control devices at the location,
anw ourary of the recommendations made by our review team after
thelr last annual evaluation.

Professional engineers are employed in each of the districts
«22und the st-te to take this information provided by the computer
and to Luvestigate each of the hazardous locations for engineering
Jeficiencies., ‘These district safety engineers determine what
improvenments are necessary to eliminate the chief causes of acci-

_dents at the location as identified by the computer. They re-

desion the section, develop a cost estimate for the improvement,
and submi! the data to the safety office in Tallahassee.

In T™allahassee, we combine the data submitted by all of the
Jdistrict safety engineers and enter it into more computer programs
which do three things:

1. They develop accident forecasts at each location and peedict
the number of accidents (based on projected traffic volumes)
which can be expected to cccur with and without the proposed
safcty improvement.

They translate accldent costs into economic terms by applying
average loss figures established by the llational Safety
Council for various types of accidentg. The total cost of all
accldents to be prevented by the proposed safety improvement is
then taken to be the economic benefit of the project.

o

3. wconomic benefits are compured against right-of-way, engineer-
ing, and construction costs for each project ~nd the computer
generates a 1list of proJects which will maximize economic
savings and the nurber of accidents prevented for the amount
of money to be spent on the program.
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The recommended projects are then rlaced in our construction or
maintenance program to be carried out. Maintenance projects receive
immediate attention. Construction rrojects are placed in our five-
year tadget for the earliest construction date commensurate with

the preparation of plans and acquisition of right-of-way (if re-
quired). £3,000,000 worth of safety projects are budgeted ‘annually
under this program. .

bty

“he Lepartment rresently operates several programs jointly with

the Florida Highway Patrol, We provide all of nur computer and
englreering Jdata on high accident locations to the Patrol fusr their
selective enforcement and accident investigation programs. In

this way, the ;atrol is able to assign its men at the locations
where they are most nesGed and our engineering programs are
supplemented by increased enforcement activity.

ke are also conducting a pilot project in several Wes! Florida
Jountles. A mutual investigation of all fatal accidents is being
mnade by Florida lifghway Patrol homicide investigators and
Lepartment of Transportation safety engineers. All evaluations and
observations are shared by the two departments and joint
recommendations are made for law enforcement and engineering
Inprovements at these accident locations. If the results of this
nilot study support the teum approach to accident investigation,
the program will be expanded to include more state highways.

E. Jur Interstate lafety Irogram, which ircorporates the most
comprehiensive safety specifications ever required on a highway
system, is well underway. Interstate highways can truly be
called the finest roadways ever constructed. Accident and
fatality rates on the system are less than half that experienced
on even the best of primary roads. .
Yet our accident surveillance programs and the improved safely
standards incorporated in the 1956 National Highway Cafely Act
indicate that many nodifications must be made 'n the system ¢
remove existing hazards. Dreak-away 3ign posts, additional
auardrail of a hetter Jdesign, revised drainage siructures, gore
areas free from obstructions, and other features are still
required.

In order Lo conplot~ the safeby improvements on exlsting interstate
to volnelde with the completion of new coustruction in tne late 70's,
we are allocating 12,000,200 of safeby finds annually for this work.
“his will assure a uniformly safe system throughout Florida.

BATLROAD SARETY

of 249,227 highway aceidents in Florida last year, 469 were at
rail-highway srade croasings. 2300 motorists Jdied un Florida highways
while 77 died at rail crossings.

3

i the other Land, ke cotseduunved vl grade crossing accidents are
43ually Jevastating and they are often preventable. Lecognlziug this
fact, the Iepartment strongly supports a program to signalir: all

ERIC . 56

Aruitoxt provided by Eic:



ERIC.

Aruitoxt provided by Eic:

!;9

dangerous crossings. Qver the years, we have signalized 2/3 of the
crossings on our state primary system. An additional 135 were
scheduled for installation during fiscal years 1972, 73, and Th.
Tonsequently, tne accident problem at state primary crossings is now
pretty well in hand. .
This is not the case for the remaining (000 crossings on secondary
roals, city streets, and county roads. Only about one out of five of
these Zrade crossings that were under local governmental control until
Tuly, 1372, have automatic protection devices. .Furthermore, many
hazardous conditions exist at these crossings,. including some that

are signalized. This is one of the reasons the 1972 Florida Legislature
saw fit to assign regulatory authority over all grade crossings

to DOT. The purpose of this legislation was to expand the DOT's

safely program to include all crossings in the state.

Bailroad signal requirements are determined by a formula devised by
the Department called a "safety index." The safety index is based

on a sophisticated computer program that predicts the accident poten-
tial of eack grade crossing. The index was developed after lengthy
comparisons of the many variables found at grade crossings and
correlations with ‘%eir past accident history.

With an accifient rrediction at each crossing, the computer can indi-
cate the type of protective devices which will be most effective in
rreventing the predicted accidents. A safety engineer then inspects
the erossing, reviews the computer analysis, azud determines the devices
to be installed. Funding sources are then deteimined, the improve-
Ments are budgeted and turned over to ithe railroads for signal design
and installation.

In ordexr to calculute the safety index and determine signal require-
ments, a field investigation of each crossing must be made. Since no
lata was available fir the £000 crossings off the state system when
regulatory aathority was transferred tu LOT, the Department immediately
made rlans to conduct an inventory of all grade crossings in Florida,
Jointly with the railroad companies, using their track and riding
high-rail cars.

Florfda 207 and the rallroads began their inven“ory January 29, 1973,
the first state Lu the couniry to start the project. The inventvory was
vonpleted last month. Computer analysis of the data i5 now underway.

We are noW in a position to apply for a "lion's share" of federal
grade crossing Improvement funds and this is how we plan to use them:

3f the 6500 public rail-highway grade crossings in Florida,
approximately 4000 do not have train activated protection., Our
established goal is to reduce accidents at grade crossings from
approxinmately L0J per year to under 200 per year and %o reduce
the number of fatalities by at least 60%. This will be
accomplished by the closing of 400 grade crossings, construction
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of 15 grade separations, an? the installation of automatic
protection devices at 200¢ crossings. The public benefits of this
program will amount to over $300 million over a 20-year period.
Costs are anticipated at $10 million per year for the first five
years {1972 thru 1977), 45 million for signals and $5 million

for grade separations and other improvements, and $5 million
annually fur the following five years (1978 thru 1982) to be applied
to signals only. All of this, of course, is contingent upon
avallability of federal funds, which finance 100% of the cost of
signals and 9% of the cost of grade separations.

In accordance with uT's authority to specify signal requirements

at grade crosaings, all new crossings in Florida will be required to
have automatic protection devices as specified by the Department's
safety index with the cost being borne by the requesting organization
or by the Pepartment. ’

A3 an interim measure, prior to automatic protection being installed,
speclal signing will be installed at certain grade crossings with
signt restrictlons that require the motorist to slow down. Train
speed restrictions may also be imposed. The Department is presently
developlng guldellunes to establish uniform track speeds throughout
the state.

III. ACCIDENT RECORDS AND RESHARCH

In discussing the highway safety and railread safety programs, I

- mentioned the computer programs which provide the basis for our
analyses. Accident studies provide data essential to our engineer-
Ing activities, and computer analysis is a necessary tool for handling
large volumes of information. For example, the Florida Highway
Safety Information Jystem Data Bank, which contains extensive details
concerning traffic accidents, traffic violations, vehicle registra-
tion and inspection, driver licensing and highway design and
environmental features, is one of the largest data banks in existence.
By comparison, this information system dwarfs the better known
Apollo System which made Lossible our astronauts' voyage to the moon.

trofessional analysis of this data not only identifies operational
problems on existing facilities, but also assists greatly in the
Jdeveiopment of improved designs for the futuie. Reports of all
roadway, rail, and air accidents are transmitted by investigating
officials or agencies to the Department for entry into our accident
research file. Properly handled, the accident files not only tell us
what has happened historically, but also reveal probable future
occurrences. It is the accident analyst's Job to determmine the causes
of occurr nces and actions to be taken to prevent or modify those
-predicted occurrences, For this purpose, we employ a staff of pro-
fessional accident research engineers-and technicians, statisticians,
and computer programmers. ResSearch and analysis is a continuing
function of DOT,with results and conclusions being recycled to
planning, design, construction, maintenance and operations personnel
for use in their ongoing activities.

«
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IV, MASS TRANSIT SAFETY

Although there are as ye! no rapid transit systems operating in Florida,
the Jepartment's mass transit Jdivision is actively involved in the
Jevelopment of several futuristic systems for the state's nore populous
areas, amd the safety affice is responstble for evaluation of equipment
and operational practices for these systems. .Wu such projects are the
2ade County Rapid Transtt Jystem and a prugosed high opeed turbo-irain
connection from Tampa airport to Disneyworld,

#e have conducted feasibility studies for the operation of hydrofolls,
monorails, helizapters, and alrcraf§ capable of vertical take-off and
landing, as well as more conventiondl bus and miuni-bus serviees.

Jafely 1s u prime consideration in these and other mass transit develop-
rments, particularly in view of the fact that many of the concepts are
new and relatively untested. Costly aecidents such as the one

recently experienced with the "Bart" system in Jan Francisco remind us
that we nust take unusual precautions to assure the safe arrival of
passengers using these unconventional travel modes.

longeg.ently, we have developed safety guidelines, pollcleo, and
operatiunal practices for alrport inspection, high speed ground and ratl
tranoportatlon public bus systems, and public water conveyances.

he _egartment 15 responsible for licensing airports and heliports and
the safety office 15 responsible for assuring that these facilities are
saltably located and operated, We maintain files of all air accidents
in Florlda and are presently investigating the feasibility of conduct-
iug an alr accident investigation and research program cooperatively
with the Federal Aviation Administration and the Flortda lighway

Patrol.

.Mass transit {5 a rapidly Jdeveloping field and we fully intend
to see that our policles and procedures for safe operation keep pace
with technologlgal developments.

CONCLUSIOH

Transportation safety is a demanding, exciting, and growing f{ield,
Imagination and techndeal competence are prerequisites for those interested
in participating. Thie chief Lenefit of particlpation in the field is the
satlsfaction tha* comes from providing an important public serviee and the
opportunity to te personally involved with a variety of projects that
directly affect and improve the quallty of life of every member of our
society. When soneone asks me what I do for a .iving, I say, "I save
1ives.” Any young perscn interested in a challeuging and rewarding
profession should find that a worthwhile commitment,
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ENVIRONMENTAL AND ECOLOGICAL CONSIDERATIONS

¥r. William E. Kirksey, Envirormental Cpecialist under the .ovirownental
Administrator, Bureau of Planning, Cepartment of Transportation,
Tallahassee, Florida. ' .

It is obvious that in recent years people in this country have become
awvare of the need to more fully consider gnvironmental factors in all
aspects of planning the nation's future. The field of transportation

is certalnly no exception to this and the administrators and planners
of the. Florida Department of Transportation are now and have been

taking steps to insure that these concerns are addressed. In many

ways, Florida has teen a leader among the states in developing environ-
mental awareness. This is due, at least in part, to the fact that
Florida has a unique and sensitive environment and a widespread concern
among the citizens of the state with preserving the quality of that
envirurnent. The Florida .epartment of Transportatiun has responded to
this concern Ly tail.y environmental factors into account in its plan-
ning process and construction and malintenance procedures. The policies
and procedures of the state in this regard are outlined in the DOT's
"Environmental Action llan." This plan was prepared in response to

" Federal guidelines which seek to insure that each state is giving full
sonsideration to the economic, social, and environmental effects of Ligh-
4ay projects. The purpose of this paper will be to discuss the Action
flan as a means of indicating the Florida Lepartment of Transportation's
environmental activities and to provide vehicle for discussion of career
possibilities in transportation related environmental activities.

“he Action Flan grrovides the means for carrying out four fundamentals

of environmental actiorn.. They are: identification, interdisciplinary
approach, involvement, and alternatives. In order to carry out the
fundamental of identification, the Florida Lepartment of Transportation
is Jevelroping compatency in identifying and obJectively studying the
econonic, social, and environmental impacts of a highway project. This
competency will be accomplished by programs to raise the overall level of
environiental awareness within the Lepartment and by the utilization of
cepartmental envirunmental professionals or outside experts or consultants.
Means are now Leing established to insare that the information collected
upon wnich environmental impact determinations are made will he cleap,
concise, and. well organized and that once the identification has been

. completed, the procedure will exist to evaluate the magnitude of the act
so that’'a determination can be made as to the solution of the problem.

To aid in these activities, the Department has established an
Environmental jtatistics Jection whose primary responsibility is the
development of an anvironmental data Lase. The information is being
accumulated in four categories; primarily from several federal, state,
and local agencies. Those categories are: population, socio-economic
information, land use, and miscellaneous information provided by the
Department's Remote Sensing Jection. Monitoring and updating of the

O
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quallty of thias data base is accomplished at pboth regularly scheduled
intervals and when specific information becomes available in the
Environmental Ztatistics lection. The Department it also developing an
tdentification manual which will be used as an aid in carrying out these
activities. It will be employed by personnel involved in the planning
or rreliminary design phases in an attempt to reduce the omission of
important environmental considerations.

The second fundamental is the interdisciplinary approach. The Florida
vepartment of Transportation will solicit perspectives of various
dscirlines in the Jevelopment of highway projects from early systems
planaing to final Jdesign. .incs not all the impacts and problems involved
in a highway plan are ecaclusively of an engineering nature, the Department
of Transportation has over fifty (50) people with various types of
environmental backgrounds. In addition to this expertise. we can use
J4tshle 2cn3altants, other agencies or other arrangements to gain input

£ « problem from any particular specialty We may need. It is the
continuing goul of the Departmenl to insure that the required knowledge
from 41l necessary Jdiscipiines is utilized in decision making us well

as the routine operations of the Department.

The third principle {s involvement. Other agencies and the public

must be Lnvolved In the rlanniug, location, and design of a highway
project. It is.the .epartment's policy to provide optimum opportunity
for Lublic involvement in transportation planning and to insure the
widespread dissemination of information concerning transportation
systems and to inform and -involve the public in the planning and develop-
nment of projects throughout the systems planning, location, and design
phases,,, AS a basis for carrying out this portion of the program, the
lepartment of Transportation has developed & new position to become a
part of the Crrivonmental Jection in each district office. This position
will be the Jommunity Values Analyst. It will be the purpose of this
section to assess the soclo-economic impacts of transportation projects
on the communities involved and to advise the DOT management, the public,
and other interested agencies of the results of the analysis. This
section will actively initiate the public involvement process rather

than merely passively responding to requests for information. This
section will respond to the public need for information by developing
and implementing precedures Lu insure the ample general information
suncerning the DOT operations and projects is communicated to the public
and that specific publi: questlons are answered by appropriate sections
of the J0T. This section will further serve to determine public desires
and opinions and communicate these to the DOT decision makers.

The fourth and final principle is alternatives. Every highway study must
{nvestigate alternative means of obtaining the objective. This pro-
vision guarante:s tha% the DOT will consider possible dlternatives and
evaliate the pros and cons of each and insures the public an opportunity
to Judge the options, rather than being presented with a single solution.
Jonsideration of alternatives allows an agency and public to compare the
203t tenefits of taking a particular action versus the decision not to
tuild. llere are generally four distinct categories based on alternatives
which may be considered on a project.
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A. The’ho project or no facility alternate.

B. The highway facility alternative. This alternative
in turn has several corollary alternatives in that
between any two termini there exist several possible
corridors or alignments. There also are alternative
types and scale highway improvements.

£f. Other mcdes alternative. This alternative includes
consideration of various forms of public trunsporiation
and other means of increasing the capacity of a corrider
without building a new or larger highway.

D. Corridor control alternatives. If the decision is made to
construct a highway ‘in a corridor, there are alternatives
in the design of that facility. These altematives
include such things as general geometric standards,
proposed .zoning, and green belts, which will be important
in influencing the characteristics of the area through
which the highway passes.

In addition to the procedures for carrying out the four fundamentals

of the Action Plan, the Florida Department of Transportation is
implementing several environmental programs to aid in preserving a high
quality environment. They include such things as the enviromental
quality control program which consists of a system of specifications

and special provisions for protecting the environment during construction
and malntenance activities, including inspections of work in progress.

The environmental correction program which consists of a program to
identify and correct completed projects which are or have become
environmentally damaging:

JThe environmental infu..ation program which is designed to maintain
up-to-date information on all recent developments in environmental
control and management and communicate that information to the proper
Department personnel; and

The environmental training program which consists of various forms of
contiruing education, both on and off the Jjob for Florida DOT employees
and training for other agencies and the public so that they Wwill te
better able to interact with the Lepartment on envirommental matters.

This generally is an overview of the lepartment's Action I'lan and the
current status of the Department's activities in environmental marnage-
ment. The question then that we must answer in conclusion is "what does
this type of philosophy and approach mean in relation to careers in the
transportation industry?" As is indicated by the Action FPlan, we need 2
wide variety of disciplines and skills. Opecialties ranging from the
engineer to the biologist to the sociologist are required as well as more
generulized disciplines such a® management and planning. Dut an important
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part of the Action Plan philosophy is that the lepartment's environ-
mental competence does not consist of a small group of reviewing experts
but consists of what the entire lepartment knows. Therefore, we feel
that our professionals of whatever discipline should have at least a
general understanding of envirunmental problems and what the Department
i3 doing about them. Environmental problems will not be solved by an
environmental impact statement tacked on to the end of the project.
These problems must be cousfdered from the beginning and solutions
incorporated in the initial planning.

Keeping this in mind, We woald hope tlat one considering a career

With the wepartment of Transportation whether or not it would be in one
of the environmental Jdisciplines, will consider carefully the relation-
3hips between transportation and the environment. It is important that
Wwe find ways of making them compatible.
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GOVERMMENT POSTURE - STATE TRANSPORTATION

Mr. J. V. Sollohub, Research Engineer, Division of Planning,
Florida Department of Transportation.

Last November, the Florida Department of Transportation learned of the
plan of the University of North Florida to apply for a research grang
from the U. 3. Department of Transportation to pemit the University

to conduct a series of seminars with the objective of Improving trans-
portaticn, education, management, and planning. The Florida Department
of Transportation's interest in this proposal was reflected in a letter
from Mr. Ray G. L'Amoreaux, Director of the Division of Planning and
Programming of the Florida Department of Transportation (DOT) to Dr.
Carpenter, President of the Univer'sity of North Florida as follows:

"our proposal to study Yimproved transpusiation planning through
education, application, and coordination! would serve to motivate an
interdisciplinary approach to the solution of transportation problems
by fgculty and students in your colleges of Business Administration,
Arts and Sciences, and Education and so attract the best talents to
address our national transportation problems. This could provide a
source of competent professionals to the transportation field. Hope fully,
it would lead to research in Improving the relationships between trans-
portation systems and lie social environment to gain increased public
involvement and suppcrt in developing fast, safe, efficlent, and con-
venient transportation at the lowest cost consistent with our national
obJectives including efficient utilization and conservation of the
nation'ﬁ resources and the protection of social and economic community
values.

The presence of DOT representatives at this first of a series of seminars
is a further confirmation of our interest in the program.

It is a great privilege for the Florida Department of Transportation

to be able to aldress this seminar for guidance counselors and curriculum
planners whose objective s “to identify the training, preparation and
skills required in various transportation areas.” Certainly, &his week's
exposure to the variety of transportation interests including carrier
managemert, shipper management, government services and So forth will
reveal ko you the wide scope of the transportation field which is so
vital to our economy as well as to the social structure of our nation.

It will make you aware of what Professor Gilbert, my economics instructor
at the California Institute of Technology described as the difference
between our highly sophisticated and productive way of 1life and the
situation In the more primitive areas of the world -- the massive public
works program of roads, railroads, airports, canals, and pipelines which
are absent in the essentially manually oriented primitive economies.

While the Florida Department of Transportation is oriented pargicularly
to the facilities for transportation Iincluding roads and airporss which
are primarily engineering operations, we hope that our discussion will
reveal some of the skills required which extend beyond the engineering
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discipline only. Mr. McCue's discussion of our safety programs as well

as Mr. Kirksey's explanation of our concern for,the natural environment
and public involvement in our planning and programming both have. told you
a 1little of the many disciplines which must contribute to the solution -of
our trensportation facility problems. Not only must we have the engineers
who represent 1/3 to 1/2 of the 10,000 people in the State Department of
Transportation, but also we must provide the bilologists, geologists, phys-
icists, ard other physical scientists who contribute to the solution of our
problems as well as the urban planners, geographers, and other social
sclentists who insure that human and community needs are recognized as well.
The great varlety of administrative support skills include personnsl, pur=
chasing, contracting, public relations, labor relations, accounting, come
puter zystems operation, law, secretarial and clerical, together with the
Janitorial, equipment operstion and maintenance and manual labor support

30 essential to our operation. Truly, the responsibility for planning,
programming, designing, constructing, operating and maintaining trans-
portation facilitles is a completely interdisciplinary activity requiring
almost all kinds of professional, technical, and manual skills. Admittedly
the majority of DOT's personnel are engineer-related but we do need rep~
resentatives of most professioqgl diséiplines and all administrative
supporting icrvices. In addition, transportation sections of city, county,
and reglonal planning organizations require these specilalists.

In order tc give you a visual presentation of the breadth of activities
encompassed by the State Department of Transportation (DOT), I wish to
present to you now 2 short film prepared for the Florida's DOT entitied
"ine Moving Challenge." I trust 1t will be a fitting introduction to the
remarks to follow on our state transportation activities.

Fifteen minute f1lm "The Moving Challenge",

I believe that the movle you Just saw has impressed upon you that we in

the otate Department of Transportation are really thinking in tems of
providing transportation services in the most effective, efficlent, and
desirable fashlen. We recognize the "love affair” between the American
people und the automoblile which 1s reflected in the fact that 90% of our
travel 15 still on highways with 945 of our fuel consumption in automobiles.
de also reco.mice that we must improve the wasteful "anachronism" of one
rlder ,er large vehiole which is wasteful of fuel and contributes so much
Vo sur jroblen. of congestion, air and noise pollution as well as damages -
to oar covlal aid nataral environment. 3ignificantly, while the trend on
the use of public transit continues to #o down, there is the hope for a
reversal of tnl. trend iu the fact that govermmental contributions to mass
transit witnl. the last three years have more than tripled in recognition
of the neced to provide these transportation services to the community.

el as fgok naw at the cubject of -transportation under the headings of the
subJe:t matter far this seminar. We are to examine the economic, political,
legal, and social aspects of transportation and consider the problems of
the transportation system and present and future employment opportunities
together with the needed educational training requirements for various

Job clagsifications in transportation.

First, let us consider transportation as an economic issue. It has been
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aptly stated that transportation is the life bluod of a nation's economy
with its contribution to movement of raw materials and delivery of finished
products. At the same time, it must be recognized that transportation
facilities are very expensive in first costs and these costs continue in

the operation and maintenance of the roads, rallroads, airports, canals,
pipelines, and conveyors which pruvide pur transportation services.’ Further-
more, the transportatior. equipment - trucks, autos, plares, railcars, ships,
barges, etc. - are major investments. Twenty-five percent of our annual
energy budget {5 for fuel for transportation. If we add the energy require-
ments for construction of tranchortation facilities and manufacture of
transportation equipment, the “energy bill" goes up to ¥1¥.

¥hen we recognize that the amount of fuel used to move a ton of goods one
mile by airplane would move it almcct 16 miles by truck, 51 miles by rail-
road, 67 miles by waterway, and 81 miles by pipeline, we can See that we
must have a balanced system for transportation of goods to avoid fuel
waste. Similarly, a bus can carry nine passengers one mile on the same
fuel which would be reflected also in reduced pollution and congestion
ard would pruvide transportation %o the disadvantaged--the old, the young,
the handicapped, the poor. We must convince a greater number of people
whd move by automotile tnat they must provide transit service and be
served by it. This change-will require not only a changed attitude but
also a great Jeal of money to provide public transit service and improved
technology to assure services which meet the transportation needs.

In examining the relationship between politics and transportation, we must
consider the goals and objectives which are established by elected officials
and the people who elect them. What do we want for our community, state

and nation? I Jo not believe that we would be satisfied with the idyllic
simplicity of Thoreau's Walden Pond, but if we want our central heat and
air conditioning, television, electrical appliances, easy mobility and all
the other convernilenices we take for granted, we must recognize that these
Jdepend on transportation.. Instead of being served by our own manual efforts,
we -are-demanding services which require an energy usage per person which
represents some 700 times one individual's manual work capavility. Do we
want high rise condominiums or sprawling suburbs of small individual homes
or do we want planned integrated towns like Reston, Virginis or Columbia,
Maryland with homes within walking distance of employment sites? These
political decisions influence transportation facilities which must be
tailored to meet them. Suffice to say it is essential that there be

public involvement in making political decisions Just as was stuted by

Mr. Kirksey this morning and we need the help of you educators and guid-
ance councelors to alert the people to this responsibility.

Legal considerations affecting transportation were the third element to
be discussed. Certainly laws passed by the Congress and Legislatures
affect the availability of funds for transportation, the restrictions
under which transportation facilities can be designed and constructed,
the rules and regulations for securing right-of-way for ‘ransportation
facilities and for relocatiny people and businesses that may be displaced.
The administration of dJesign and construction contracts, the handllng of
claims for and ag.inst the govermment, and the legal review of proposed
actions in transportation matters all are questions to be considered by
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lawyers. The National Environmental Policy Act also requires that our
planning design and construction of transportation facilities be con-
ducted in a manner that will safeguard our social and natural environ-
ment for the benefit of all.

The fourth element to be considered in the transportation picture is the
soclal effect of transportation activities. These effects tie in with

the political goals but are broader. Jow can we provide the mobility that
people want, thelr ability to go to work, to play, to school, to shop,

to hospitals, to visit, and all the other destinations by providing roads
and other transportation facilities and at the same time avold damage to
*neighborhoods f{rom noise and air pollution and interference with people's
ability to go to church or school or to your friendly neighbor? Again, .
we find a dire need Con public involvement in providing guldance to the
people who provide transportation facilities. Most people are conservative
and do not want to change the situation in which they are living but they
do want easy convenlent travel and consequently must make their desires
and needs known to the transportation planners.

Considerstion of the economic, political, legal, and soclal significances
of transportation 1s a principal responsibility and activity of the Florida
Department of Transportation. It is reflected in transportation planning
and programming which are needing even greater attention., In simplest
terms, we inventory the transportation facilitics and requirements we

have today and project these to transportation needs for the future. We
strive to maximize community and individual benefits by providing the

most convenient and cheapest transportation.services possible while con-
currently projecting and improving the natural and social environment.

First let us consider the problem of inventorying our transportation
facilities and the populatlon vehicles, industry and resources they
serve. We must then project population trends and land and vehicle ize
which are the principal bases for, estimating future transportatica needs.
The lifference between the transportation facilities we need and what we
have must be programmed for design and construction to meet our community
transportation requirements.

It 1s obvious that this analysis is Just not an englneering study but one
which uses engineers together with sociologists for population projections,
gesgraphers and urban planners for land use forecasts, mathematicians and
computer speciullsts for mathematical models, and a varlety of clerical,
drafting, and administrative support personnel.

In estimating our future requirements for transportation services, we con-
Juct studies of prospective movement of people and goods. These-studies
include intervievws with people in the area to determine where trips origin-
ate and terminate in number and time. This includes the travel to work,

to school, to play, to shop, to visit, to church, to the doctor, and to

as many purposes as we can ldentify as recurring trips. We use origin-
destination questionnaires to explore trlp purposes in order to project
future travel demands based on current and past experience. We record

the number of vehlcles owned in the area being studied, the use to which
the land 1s put for residential, industry, etc. and then try to make.
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projections of what the land use will be with the accompanying population -
and vehicle changes and other influences which will affect our traffic
projections. We conduct counts of traffic into and out of areas to check
the mathematical models which are used to develop estimates of future
travel. We study the accident rates, traffic congestion problems, areas

of natural and social environmental sensitivity, and other factors which
will affect transportation facilities development. We seek public involve-
ment in securing this information and irn identifying what the people of the
community want in the way of transportation facilities support. From this
wealth of information we ther Jevelop alternate means ot meeting the pro-
Jected travel requirements including consideration of mass transit, mod-
ified roads, new roads, or possibly recommendations for modifications of
projected laud use for the area to meet transportation capabilities. All
these planning studies require not only interdisciplinary approaches by
professionals, technicians, and support personnel, but also strorg public
intcrest and involvement which we are constantly seeking.

The design ard construction and later the operation and maintenance of
transportatiorn. facilities require the full support of erglneers, biologists,
geolaogists, atturneys, and other professionals in the procurement of right-
of-way clearlrs and gradirg, the providing of drainage, pavement, bridges,
and all of the structures needed to support private and public trans-
portation.

These englneering operatiors require inspectiovn and administrative support
including communiications, personnel management, public relations, pur-
chasing, accounting, inspecting and supervising to irsure a timely com-
pletion of needed construction.

Cne major responsibility of the Florida DOT which has not been identified
to date is the problem of coordinating the planning, financing, and com-
pletion of transportation facilities with local, county, regional, and
state agencies as well as the federal agencies of the U, S. Department

of Transportation and other United States agencies which become involwved
in transportation activities. These include the Departments of Housing
and Urban Development, Inte.lior, Agriculture, vefense, Health, Education,
and Welfare, and the Fnviromnmental Protection Agency, and especially the
Federal Highway Administration, Federal Aviation Administration, and UYrban
Mass Transit Administration of the U. S. Department of Transportation.

One of the major problems we are facing and in which we seek your assistance
is getting increased public involvement and interest in planning needed
transportation facilities and assuring their timely development. You
guidance counselors, curriculum planners, and career planners can assist
us most by insuring that students not only understand as prospective
employees in transportation the great variety of professional and specialist
skills we need in providing transportation facilities, but even more that

« @11 students as future citizens understand the importance of personal
interest and involvement in the transportation systems and proJects plan-
ning which will be so vital to the development of their community, county,
state, or nation. Only if they become aware of the importance of trans-
portaticn facilities to their personal and community well bcing will they
contribute the direction and support needed to assure that transportation
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needs are provided. Certainly, this 1s the principal contribution that
you leaders of the educationsl system can make.

Another area which requires a great deal of attention 1s the development
of an efficient mass transit or personal rapid transit system vwhich will
convince people to travel by ]uu;ic conveyance and reduce the use of the
"anachronism” shown in the film - "The Large Vehicle with One Passenger"
which contributes so much to congestion and pollution in our downtown
areas. We need an cffective public transit system also to care for the
"transportation disadvtntlged"--the old; the-young, the poor, the handi-
capped who.cannot provide their own trtnsportation. Even _while we observe
the need to replace the excessive number of private vehicles by an effective
public transit system, we see that the transit organizations-are going
broke and their passenger numbers continue to decline.

Mass transit has been likened to space travel in requiring new technology,
in being very expensive and in searching for riders. Only in New York
and Chicago and possibly in Philadelphia and Boston has public transit
obtained a semblance of effective profitable.performance. In.most other
communities, private systems have had to be gubsidized and inmany cases
have become public systems providing transportation as a utility service
with tax support.

A great deal of research 1s'being devoted to prototype mass transit and
personal rapid transit systems with such innovations as tracked air
cushion, magnetic leviation, gas turbine and linear induction motored.
vehicles as well as "dial a ride" "park and ride" separate bus lanes, and
subsidized car pools as possible solutions to the problem of providing
effective public transportation. The problems remain - developing a
proper prototype with-new "technology provlidng for the heavy financial
durden of a transit system and converting travellers to this mode of trans-
portation. The Department of Transportation continues to seek solutions

to these problems which have held back public transit in the past.

Another transportation problem 1s the high rate at which the transportation
facilities use energy and especlally fossil fuels which are becoming in-
creasingly short. It was mentloned previously that we must seek means of
developing a balarced transportation system which uses increasingly the
types of transportation which are less energy-intensive - waterways, rall-
road, pipelines. and conveyors for goods and buses and -rail for passengers
while at the same time looking for new sources-of fuel and energy to con-
tinue providing the needed trﬁnsportation services.

We have attempted to explain to you guldance counselors, curriculum
planners, and career planners that the fascinating trensportation in-
dustry has continuing requirements for a great varlety of professional,
technical, and administrative personnel, In addition to-the-approximately
10,000 employees in the Florida Department of Transportation, the trans-
portltion function also needs public employees in community, city, county,
and regional planning offices who are involved in transportation activicies.
Moreover, the transportation construction industry requires people with-
construction skills as well as the exctutive, management, and support
personnel to provide not only the transportation facilities but also the
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equipment that will operate on the roads, rallroads, canals, plpelines,
ete.

In con: lusion, J.should like to challenge those of you who are guidance
counselors, curriculum planners, and career planners to lnspire in those
with vhom you are associated into a greater interest and understanding
for transportation needs. Not only should you seek to encourage the
most talented individuals to seek employment .n the transportation
industry, but also you should motivate all people to a greater under-
standing of the problems and- importance of transportation so that,

as Knowledgeable citizens, they can contribute to the proper solution
of these transportation problems..to the benefit of the entire community,
county, state, and nation.
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RAILROADS ARE ON THE JOB

Mr. Ralph Harbeson, Special Representative, Personnel and labor Relations
Department; Seaboard Coast Line Railroad.

Introduc tion

Somewhere in the United Jtates this morning a man woke to the ringing of
his alam clock. He stumbled in the darkness until he switched on the
electric 1lights. Perhaps he was cold and turned up the heat. Perhaps he
was warm and turned up the air conditioning. He showered, dressed, then
sat down to a breakfa.t of ham and eggs. He read his morming newspaper
while he ate. Then-he got in his'car and drove to work.

Chances are he never thought about the railroads during all this time--not
even gnce. He didn't need to. There was no reason. But if his lights
hadn't gone on ., .., or if the heat hadn't worked . . , or if he had had
no ham and eggs to eat . , , or if his paper hadn't been at the front door
« « o Or-1f he had had no car , . . he might have thought of the railroads
then--because the absence of these everyday, taken-for-granted. things
would have meant the railroads weren't on the job.

America's railroads arc on the jJob, of course, And they!ll stay on the Job--

now and in the years ahead. More than that, the railroads are doing every-
thing they can to see to it that this greatest of all rail systems in the
world not only survives as a private enterprise but also grows and improves.

There's a lot of nostalgic romance associated with railroading, and raile
roaders.are proud.of their industry!s history.. .But the purpose of this
brochure is to give you some insight into the romance and dynamics of modern
railroadihg--of railroads NOW! )

America's railroads today:

Serve 145,000 communities on 206,000 miles of line,

Have a national fleet of nearly 1,8 million freight cars--enough

to form a solid train that would span the continent five times.

Move their trains with 29,000 locomotives that.generate a total

power capabllity of more than 50 million horsepower.

Employ almost 600,000 persons, with annual w#ages and fringe -

benefits in excess of 36.5 billion.

Make annual purchases totaling more than $4 billion.

Pay yearly taxes--in addition to payroll-related ones--amounting

to about $500 million.

. Maintain a "plant" that represents an investment value--after
allowing. for depreciation--of $28.0illion. But if the present
railroad system had to be rebullt from scratch, it would cost
about three thnes that much.

The '70s: A Transportation Challenge

In the decade of the '70s, all of America's transportation modes--buf
especially the railroads--will face a challenge of fantastic proportions.
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It is estimated the U.3. population will total something like 230 million
by 1980. But that's only part of the story--because our unparalleled
standard of living has, in recent years, produced a freight load that has
grown at three times the rate of the population increase. And the trend is
likely to continue. America's railroads in 1970 hauled 770 billion ton-
miles of freight. That's 3,763 ton-miles for every person and more than
was hauled by all the trucks, airplanes and barge. combined. A ton-mile,
incidentally, is one ton moved one mile.

By 1980, the railroads expect to be called on to move about 1.4 trillion
ton-miles of freight annually. That will be more than 4,700 ton-miles for
every man, woman and child likely to be alive then. This is the big job

of the railroads that is noticed least--the Job of hauling huge volumes of
freight over long distances, quickly and at low cost. But, of course, the
Job of moving people will grow tdo, and the railroads' role in the future of
this is in the process of redefinition.

The railrouds in particular--among the several forms of transportation--

will be challenged by new considerations of growing significance in American
life. They alone have u capacity that is not fully utilized and therefore a
poténtial for grosth that will not add materially to ecological problems.
America's rallruads accept the challenge. Indeed, they are totally committed
to veginnlng MOW to dulld for the "second America" that will be necessary

to accommodate Lts burgeoning population.

Mew Directions in Service

A long freight train--loaded with coal or grain or automobiles--is such a
familiar sight today that most people don't glve it a second thought. Those
that do might--or might not--notice the innuvations in equipment. But far
less appaFent would be the innovations in service that imaginative rail-
roaders have used to win rLuciness--and, not so incidentally, to keep costs
down on many consume: ‘'uii. Few of these innovations show. Most of them
are in the fom of ifdeu.--ideas that-make rail service more efficient and
economical..

Time lost in railroad yards hag been a frequent target of railroad "brain-
stoming" efforts. Modern computerized yard operations help, of course,

but how much better to avoid classification yards altogether. This line

of reasoning has led to "run through" trains and unit trains. "Run through"
service--which often requires the cooperation of two railroads--is an
operation in wnich a train by-passes intermediate yards as it speeds
between two Jlistantly separated points, thus greatly reducing transit

time. Unit¢ trains, while also designed to operate without the need for

a different area. A “run through" train carries a variety of commodities.
A unlt train carries a single produet to.a single destination, then returns
empty for another load. Basically a shuttle service, unit trains are ideal
for 3peciallized Jobs, such as keeping electric generating plants supplied
with coal. Despite traveling empty half the time, unit trains have yielded
great economy because of their efficient utilization of rolling stock.

Piggyback 18 another example of a service concept that has found wide-spread
acceptance among shippers looking for the ucst way of moving things. And it
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has & first cousin worth knowing about--containerization, Plggyback 1s

the movement of truck trallers on speclally designed flatcars., Containeri-
zation 13 similar--but the "trailers" don't have wheels, Although begun
by some reilroads as early as 1926, pilggyback service didn't achieve real
volume until the '50s. Its advantages are obvious. It combines the longe
haul efficlency of rall transport with the door-to-door flexibility of
trucking. Thus, 1t offers economy, security and ease of handling.

-Containerization.boasts the -same ‘advantagzes, plus an extra measure of

flexibility. To a shipper, this extra means that these "trailers-without-
wheels" can travel by sea, in the air, over highways or on ralls--or by-any
combination of these modes. They can be easily and quickly transferred

from one mode to another--and needn't be opened until they reach their
final destination. The popularity of piggybacking and containerization on
the railroads can be seen In their growth--more than 40 percent since 1964,
And they offer & bonus to motorists: It would take 200 trucks to carry the
same amount of freight as one 100-car plggyback or container train. Of
course,. the purpose of plggybacking--or any other new rall service concept--
is not to put trucks out of business. The nation needs all its transpor-
tation modes operating at full efficiency. And that--the need for transport
efficlency--1s the purpose of the new directions ‘in railroad service.

The world We Live In

When America was very young, the American Dream was a simple thing. It
could be summed up in a.few words. ( ;e of ‘hose words was "freedom,"

Another was "plenty," And there was plenty of land, plenty of natural
resources, plenty of everything to be used--and, in some cases, abused.

Now Americans--though -their country 18 still not 0ld, as:nations ‘go--are
glving thought to the fact that even “plenty" 1s not inexhaustible. There
are still abundant natural resources, put the need for products made from
them 1s increasing, So thought must be glven to using resources--such as
fuels~-efficiently. There 1s still plenty of land in America, put the
population is growing fast, too. So wasteful uses of land must be curbed,
Apd overcrowding--or congestion--must be avoided.

Americans are becoming ilacreasingly concerned about their environment--and
the 2nvironment they wlll leave for thelr sons and daughters, They want
thelr children to breaifie good air and drink clean water, But they want
no lessening of the wide.pvead abundance they take for granted in America.
In all of thls, the steel wheul -on the steel rall 1s their ally. Railroads
pollute the ailr less--1n relation to loads carried--than do-most other modes
of transportation., And they conserve fuel better. Rallroads move three
times as much freight traffic per gallon of fuel as big trucks and 125
times as much as cargo alrcraft. A rallropd doesn't need & vast amount of
1and on which to operate, One aouble-track rallread can accommodate the
trafflc of a 20-lane super-highway,

-*
Going shopping? To the supermarket? Or Just about any place, for that
matter? There may be no rallroad track in sight, but 1t!s sti1l a good time
to think about railroads--no matter what you think about the prices you
pay. The prices of retall items--whether food.or manufactured products-«
are based on a number of factors, One of the most important is the cost of
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| transportation. And, for most commodities, rail transportation is the most
economical way to go.

The reason for this is the inherent advantage enjoyed by the rail mode in
- moving large volumes over grvat distances. The more volume carried--that
15, the more tons per freight mile, the more cars per train, the more
trains per day--the lower the cost of hauling each shipment. Lower unit
costs, mean lower charges to railroad users--and, in turn, lower prices for
consumers than they would otherwise have to pay.

Indeed, some commodities used by manufacturers in great volumes would not
be shipped at all were 1t not for the rallroads' ability to carry them at
low cost. Railroads thus are doubly vital to the nation's consumers. They
bring them most of the things they need and want, but they do it as

economically as possible.
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CARRIER HPLOVMENT OPPORTUIITIES

r. darren h. Anderson, Iricing {anager, South Atlantic/ilorih Europe

Jvision, Sca-Land Jervice, Inc,

A laree daily nesspaper ran this ad in Lts classified section:

Manted: Top executive from 22-28, to-sit with feet
on desk from 10:00 to 4:30 to watch other people wWoik.
Hust be willing to play golf .every otner afternoon.
Salary: %1,000 a week. We don't have thiz Job open;
we Jurt wanted to see in print what everybody else is
applying for,

“hat kind of ctruck me, because I wac a little bit n2rvous, since I'm a
1itLd. outside ay r2alm in personnel work. I've been a truixing man and
4 wulpping man for sbout twenty years, but I'm not a personnel man per se.
After we get puople, then I get involved wlth them, but in selecting these
poople the oaly wpportaalty I have had in the past is to interview some

of them und maic a declsion as to whether I think they might go or not.

I went Lo auth for Mr. Allen's company in the earlier years as o manasc-
mab tralfice=-a progran that Greadt Sodathern Irucking and eventually Ryder
had=maud went through the treaining program and worked my wiy up 43 a coil.ge
prafuate,and have followed this program pretty closely throughzut wmy

cdruur Ln the froight buslness. Mnile Jea-land has th. same kiad of Jobs
thit most trunsportation ageneles have, you 4111 ,case m. Lf I give you a
1Litle bit of Jea-Land's management progras twuay. I'm going fo make it

Cchort and sweet and that w21l be an_advantage to you.. , o

Jn Monday, and I sucs. on your trip Tucsday, some of you saw some ships.
sou waW 4 f11m un contuinepization, wiilch no Jdoubt Jdisturbed the imagina-
tion au to who could thing of und proluse the fdea and plan to make such a
compuny $0 sucgessful.  Jau-land Lo in the basiness of moving the goods
angulie e In tie 2orld, and this Ls why we can offer truinees a shole worll
of ,obd=~Jone that ary cdreens and can nake the world a betier plaze to
1ive,

aid braagport tion fivld employs more people than any other industry out-
Qe of aerle Ttare, e growth aad size of Jea-Land makes possible un-
Lhalto b wbvanecr out sppuerwinities for tne people who can tura challenges
Lt wecompdlstanaite,  Lecldes the area of skllled labor and clarical labvop,
Ao st develop peaplt L3 b2 able to maadge oupr conpany. Our most success-
ful source of tanags.r. comes fron oavr Adminlstrative Training Program.

il year We cilect fom: 230 college gradaates for our program. These young
men and somen come fron all wulks of life, huve a variety of backgrounds,
aind yet when glvea the proper tralning and direction work together to
Juvalop the Jynamice towurd leadership that today's business world demands.

The Jea-land Basie Training Prugram 15 organiced in four phases. The .
sghedalc takues dbual oslxtueen weeks and govers operutions, adminilstration,
and sale. tralning. Seing a shirt-slecve company, We believe you have to
knos the fundamentals of transportation to he able to move the world.
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Trainees are assigned to port teminals such as Jaciksonville, ‘lund,

Charleston, Baltimore, Portsmouth, iew Jrleans, .ouston, Lun,, .cach,

Qakifnd, and Jeattle. Ince on the Jot, & tralnee 15 assiqned Lo nariue

operations, where he or She learns to stow & ship, Into the shop fora

week or two of briefs, two weeks in the warehouse handling fielght, tuo

weeks dispatching, in the office to prepare way bills, collect freighe

_charges,. equipnent contrals,interlines,. and the fundusc.dals of Loanspor-. -
tation,

Upon completion of t. .asic program, the trainee goes to our corporate
headquarters in Eliz. .th, New Jersey, for a two-week stuly of stafr
departments, such as .cufflc, accountiig, cluims, insurance, inforua tion
systems, as Jell as belng able to meet corporate cxecutives, learning
apout the organization, the history of Jea-land, and about futurc
prospects. A decision is then malde by the trainee as to his interest
and he is assigned to roccibly advance training in sales or operations.
Jr maybe a staff assignment., “.use demonstrating an aptitude for selling
may go into the advanced su.es training program. In this four-iucek
period proccal, card: 'ates learn the intricacies of traffic, aurikcting,
sales control, cu.toner relations, and sales technique.

dindin, Up L1 4. assignment, the candidate is all on his own. llis career
Jdepends ot [in. Jpportunities become of his own making. Our philosophy
as stated by our President in this trochure which I am going to hope

each one of you will take, is that the pace of progress in tle truns-
portation of goods throughout the wurld is so rapid -that to meel com-
petition a company must have a clear view of the future -- a precise
perception of coming markets -- and to survive a company must have the
people who will take chabye of the company's future. Employees who have
astute, original minds and a high degree of drive, initiative, and celf-
reliance. This is why Jea-land is dedicated to the development of its
employees,

lastly, our salaries compete in all flelds, starting at the 310,000 level
and moving up with the progress and relocation that the trainee goes
through. There are many benefits in the company.

That!s all there is to it. If you have any questions, I'll be happy to
try and answer thenm.

As pricing manayger I am responsitle for the rates and tariffs for the
particular division I am in -- that is moving cargo in trade lanes from
the Jouth Atlantic to )lorth Europe -- to make sure that our divicion puts
all the cargo necessary to i1l the ship and prices it properly to where
we can make a profit. It is a very interesting Job. I have been in it
for only a few months.

O
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- EMPLOYMENT OPPORTUNITIES WITH A SERVICE FIRM

- Godfrey G, Bennett, Jr,, Vice President-Employee Relations, Sav-A-Stop,
Incorporated.
We're sort of proud of what we've got at Sav-A-Stop and what we've done,
"I "think you probably got the impact frdm & transportation and a logisticll
standpoint, what 1t takes to get a 39¢ can of deodorant from the manufasc-
turer to the consumer. Out of that bullding which you saw with 85,000
square feet of-bad housekeeping, safety problems, and lack of adequate
space, you saw about 350 people working in that 85,000 square feet. We'll
do about $52,000,000 this year out of that building and we can consider
that our unit price is something like 39¢ or 59¢ or whatever. That's a
lot of deodorant.

I hope you found your tour interesting, and I hope you got enough exposure
to recognize some of the problems that people like us encounter in moving
merchandise,

Before we talk about some career opportunities--some employment opportuni-
ties--let me make an observation. Profits make things happen, and we need
your- cooperation to tell your students that this is what it's all about--
that's what we're all working for, helping our companies make more profits
S0 we can increase wages.and salaries, so that we.can-increase employee
benefits, so that we can have money for capital expansion.

Sometimes I feel that the high schools and the colleges allow themselves
— to.get out of touch with reality, and I have been _particularly pleased
- with the attitude of the people here at the University of North Florida,
in that they have gone 1nto the Jacksonville community and sought out
people to come to the campus and tell thelr students and talk to their
faculty about what 1s going on in the business world. I belleve most of
you are from the Jacksonville area, and you've got a tremehdous amount of
resources here in Jacksonville, a tremendous number of companies that will
be more willing to.make thelr people available to talk to your students
directly about what 1s going on in business. I hope you will avail your-
selves of this opportunity, because I think we have a message to gel over
to the students--whether they be high school or college--and that is that
the free enterprise system works.

In Transportation and Loglstics there are many career opportunities avail-
able. Let's talk about some that we have at Sav-A-Stop. Warehouse super-
vision. I really don't like to use the word warehouse because I don't
think, with the facilitles we have now, that really-covers the sphere of
activities, To me the term warehouse denotes storage and, 83 you saw the

- other day, we really don't store anything in our warchouse, or our distri-
but.on center. AS you remember, we recelve the merchandise at one end and
1t goes through various processing, and then 1t 1s shipped out the other
end. So we would like to call our activity a distribution center, and I
think that more appropriately describes the activity.

So let's talk about distribution centers as a form of opportunity. We cone
tinue to have an unending need for qualified people to manage people in our
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' distribution center. You know this business of managing--the classic

definition of management, I think, is getting things through other
people--sounds awfully easy,.but 1t's not that wasy, and in these days of
high fault it's the skilled supervisor, the skilled manager, that can
make a grelt Jeal of difference in the success of an enterprise, Jackson-
ville right now has 1.9% unemployment. That's the lowest for a city shis
size in the country. Sure, we're proud of it; we're glad; but 1t makes it

. awfully-aifficult -to get*people, and in-order-to-retain-people we need

qualified management in the distribution centers.

-So in counseling your students I certainly recommend that everybody parti-

cipating in college take some psychologY courses. Some may be facetious
and say they may be ready to take abnormal psychology. I think it!s
important to understand why people react the way they do. How do you
motivate people?

The American Management Association Spends weeks upon weeks every year
tryimg to teach management how to mctivate. This is important, and this

is a real career opportunity, The individual who can motivate another
individual toward carrying out a desired task can be successful in whatever
field he wants to Zo into. So that's one area of employment opportunity--
management in the distribution center,

Another area at Sav-A-Stop is that we have a. need always for management of
our trucking fleet. You probably recall seeing the tractor-trailer units

at Sav-A-3top when you were over there the other day. I think you visited
Ryder, and I know you saw a large trucking operation. But this is a com-

plex business--getting the merchandise to the place where you want it, at

the right time,

Let me explair %o you a 1little bit about what we go through at Sav-A-Stop.
Our units ieave, let's say, tonight at midnight for Miami. When they get
to Miami, the merchandize is dropped at a sub-warehouse, Order books for
the salesmen who work in the Miami area are waiting for that unit to bring
the orders back to Jacksonville. OQur data processing people are keyed to
begin work on those orders the instant they arrive in Jacksonville, If
that unit breaks down or the driver doesn't maintain his schedule, then
that throws data processing opack so the orders.cannot be run on the compu-
ter. If that's late, we may have 100 warehouse employees-waiting to fill
those orders, so you can see it has a domino effect., If one thing doesn't
happen right, then it means that a lot of things don't happen right. A
schedule in our kind of business and in many wholesale/retail operations
is keyed on timing. The schedule has to be there; if the logistics don't
work properly, then our whole work effort is delayed.

Tied in with the supervision of a trucking fleet and. scheduling is also

the supervision of the drivers. Supervising truck drivers is another world
in itself, in that these are unique people. These are very valuable people--
the drivers, the open road drivers. They perform a great service, but they
are unique individuals, and they require a very special type of treatment.
Here again is another opportunity to use the people skills, and I keep ,
coming back to that. In my estimation, this is a very 1mportant part of a
career opporunity of any kind--the skilled people getting things done

throwgh other people.
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Still another opportunity that a company like Sav-A-Stop would have is a
traffic manager. We receive our merchandise--as do many companies--by
common carrier. It might be any one of 35 or 40 trucklines that we receive
merchandise from. The traffic manager keeps up with the shipments that
are coming in, in order to schedule them, so we don't have 5 to 10 units
sitting out in the receiving ares, waiting to be unloaded. If e had a

. .shipment. cming from.Johnson_&.Johnson.in New Brunswick, New Jersey, we

need to know exactly when that shipment will be there 30 that (1) ,we will
have space for the unit to back up to the receiving area, (2) we w111 have
receiving clerks ready to handle that shipment, and (3) we will have Some
space to stack the merchandise, Here again, getting back to the situation
of logistics, everything has to fall in place or we may wind up with a
unit load of bandages that will have to sit in the unit for several days
until we have a space, and that!s expensive storage,

In our kind of business--and in most retall and wholesale businesses--the
profit margin.is very low, so in order to make profit at all we've got to
churmn that merchandise out, It has to be kept moving all the time, and
any time an item sits in our warehouse very long it begins to cost us a
lot more money than we will ever make in profitg.

I think the Job opportunities in a manufacturing concern are much the same
as ours. One of the most important things is the people skilis. How do
you train individusls to skills? -We have a man at Sav-A-Stop on my staff
who 1s responsible for management development. He has developed some
supervisor training programs that we put on. We are using a new type of
testing too that I call a predicted index which gives us a little bit of
insight into: can B work for A if A reacts certain ways to certain situa-
tions? This is a real question for industry. How do_you find people who
have people skills? How do you identify them? How do you develop them,
and then how do you keep them with your company? This is an important
thing. We talk about career opportunities. Every time we hire someone at
Sav-A-Stop, we hope we are hiring an individual for a career, but if we
don't pay the man properly, if we don't motivate him properly, 1f we don't
help him learn so that he can advance his career, he'll go elsewhere,
particularly with the job market as it is now. So every compeany has this
responsibility, I feel, to 1ts people--not to Just take a person and say,
"You're a manager,"” and this 1s i1t. We have-a responsibility to develop
our people so that they can progress and find a sense of achievement.

The area of Traffic Management, in my opinion, is.going to be one of the
fo.emost areas to develop in the years‘to come. We hear about railroads
having trouble, but one of our requirements for a new distribution center
is that we have a rail siding. The reason 1s that we can then receive mer-
chandise in carload lots and get-a break from the manufacturer on quantity

shipments. So I *hink rail transportation is going to become more important,

particularly with companies like us. As the profit margin gets squeezed
tighter and tighter, companies are going to look for more and more ways to
buy in volume, to move in volume., I haven'f seen one (maybe some of you
have), but there 1s a warehousce in New Jersey that 1s totally computerized.
They ship by case lot only, and when they get an order they just mash
buttons and a computerized withdrawal system of some sort goes out, pulls
the merchandise off, and wheels 1t around to the shipping area. A human
doesn't touch 1t,
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As you noticed In our operation, we are what we call a "onesy-twosy" opers-
tion, We will fill an order for one tooth brush from & Mom & Pop cormer
grocery store. People have asked us, "Why don't you stop that, and why
don't you just ship cases of merchandise?” Our answer to this point has
been that these people helped us when we got started--the Mom & Pop storps--
and these are the people we're going to continue to serve. Sure, we like
to get big orders; sure, we like to ship in case lots; but we also recog-
.nize that there 1s a need for a merchandising service to the small
neighborhood grocery store,

Another area that I would recommend you carry back to your students, 1if

they are going tc get into this field of transportation, 1s considerable
involvement in statistics. I was interviewing an industrial engineering
applicant this-morning and we were talking about courses that he just
slaughtered in college, He sald statistics was the one he disliked the
most, and I did toos I'm sorry I did, because I have suffered for 1t

since. But -this is an imporpant thing. The more complex business gets--
and I really don't think business is going to_ get less complex--the more

an ipdivldunl has to have a working knowledge and appreciation of statistics.

Another area 1s some understanding of these things we call computers.
Computers are so hard-headed you can't live with them or without them.

But we might as well face 1t--we are now a computerized society and it!s
going to get a lot worse. Any manager who understands what a computer
will do for him will be far ahead of a managér who does not understand 1it.
I'm not talking about that i1t 1s necessary for an individual to have a
working knowledge of how to program, or that he be able to write a program,
but he needs to know what a computer can do, and he needs to be able to
explain it to-a data processing techniclan so that technician can put the
Jprogram on the air. This is a really important thing, and we see this
more and more at Sav-A-St0p every day. Did you all tour the data processing
area as you came through? We are highly computerized, and we couldn't do
anywhere the volume we're dolng today without this high degree of computer=-
ization. Computers arv here to stay, and there will be more and more
computerization as the years go on.

If I had to summarize what @ student would want to do, to prepare himself
for a career in Transportation and Logistics, I would summarize this way:

Expose himself to-as many industries as possible while he is in high school,
while he 1s in college. 1I. think you would be surprised how many people in
industry would be willing to talk with you, 1f you Just ask--that's all 1t
takes. So, learn what's goingon in the business world, Get an apprecia-
tion of what business 1s. Don't get in a vacuum -- learn what's going on
in the business world., Then work toward developing people skills,

If there 1s any one thing that torpedoes a manager, at Sav-A-Stop or any
other company=--no matter how technically or academically qualified a person
might bes-1t's people skills, and there are some occupations that don't
develop people-skills. Their training 1s not tuned in to people skills.

We recently hired two new graduates in systems science from the University
of West Florida. These are the first new -graduates we have hired that have
majored in a computer-oriented course, and I will be interested to see what
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people skills they have, I have an idea, but we will just have to see,
because their whole training has been aimed at mechanizatlon and we can't
mechanize people, So that's another area of people skills., Statistics
and the understanding of the computer is an important area--what it can
do for you, how you can use Lt to your best advantage.

Ay
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INDUSTRIAL TRAFFIC MANAGEMENT AND
THE INGREDIENTS OF A CAREER

#“r. David E. Hodges, Jorporate Traffic Manager, Hudson Pulp and Paper
Corporation.

These career-ideas are aimed mainly at persons outside the profession of
traffic management: young people, most likely, who have not entered the
business world or who, if they have, do not feel that they have "found"
themaelves--either in a specific field, or perhaps in the business
environment as a whole. But they are also aimed at persons already in
the field, with the thought that they may gain a new and broader per-
spective: u broader view of the opportunities, challenges and rewards
that await the professional, career-minded man or woman.

Let's start bty admitting that young persons regard the business world
with mixed emotions. This i, not too surprlsing, pecause so did many of
their, parents and even soame of thelr grandparents. If contemporary
television and literature have their share of villainous and venal
vusinessmen, the older generations had iinclair Lewis and Ida Tarvell
and Lincoln <teffens and Frank Norris, to name just a few of the “"anti-
establishment” writers of their day. And in real life business itself
is far from perfect-~which in an imperfect world should hardly come as

a surprise.

But the inexorable fact is that progress is macig by people who are dis-
satisfied with something the way it is, ‘and set about to improve it. And

anmmamecNODOAY, . Will argue that the business world couldn't stand improvement...

which-will be-achieved-by those-people who-decide to get involved and do
something about it.

lor should we overlook the common notion held by many young people that
business requires a kind of reprehensible conformity. It's true that
suits-and. ties--and shoes--will rrobably be worn in the business environ-
ment for some time to come, and to this extent there will be a requirement
for conformity, But there is no need for a conformity of ideas;
successful businesses and successful businessmen got that way by
innovating, not by confiming. There's a difference, of course, between
conformity and discipline; and the chances are thu. the nonconformist

who can channel or discipline his energles and ideas will get a lot
further in the business world than he will outside it.

A Galaxy of Jobs

Even to the young person not beset by these doubts there is a good deal
about the business world that is .cor.fusing....There are Jous t;oday that
didn't exist.five years ago, ever indystries that have come into being
and grown to maturity since the present crop of college graduates entered
high school. The young person graduating from high school -today 1ls aware
that he has an almost limitless cholce of careers, many requiring college
but a good many which do not. Jlome of the Job opportunities are more
glamorous than others, naturally. Or at least they seem that way. The
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help-wanted pages of a major metropolitan daily may carry a dozen or more
pages of ads for exotic careers, anil cheek-in-jowl with such ads there are
usually quite a few ads for schools offering training in the exotic
speclalties.

Some of this advertising is factually true, of course, and some clearly
exaggerates toth the glamor and the nature oy -the rewards in a given field.
And the same is truz to some degree ¢ the "recruiters" who-visit both the
high school: and collcge campuses, If nothiag else, it proves that business
1s indecd interested in youny people, and the competition between firms and

Andividual fields of specialization is keen.
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The Ingredients of a Career

What may not occur to the young graduate, however, is that there is a vast
difference between a job--even a glamorous speciality--and a career. A

Job is a prescribed task which the individual performs a-certain number of
hours daily, but a career is the interaction of the individual with the Jjob.

A specialty that might be a.career to one man would always be a Job to another,
and vice versa, for no two persons react in the same way; perhaps the worst
recommendatlon for a glven field is that a friend or acquaintance is "happy

in his work." Fop the friend's career requirements are unique-unto him, ,

Just as hiz tastes in food and clothing and-women and politics are his own.

But there are some measures that can.-be applied to a field of endeavor to
determine whether it will provide the continuing interest, challenges and
rewards that an individual seeks in a career that 1s, after all, going to
occupy- most of his days--and some of his nights--and is going to be the corner-
stone of his whole way of 1ife during his relatively brief stay on earth.

A few such measures are listed below:

I, Importance of the Jjob;
1. As a social or economic contribution.
2. In the immediate business environment, i.e., the firm.
3. 1In the social environment, friends, relatives, etc.

II. Challenge of the Jjob
1. Problems to be solved.
2, Variety of situations to be coped with.
3. Competition.

I1I. Environment of the job:
1. Location.
2. Co-workers.
3. Stature of the Job in the company.

Iv. Rewards of "the Jjob:
1. Economic.
2.- Recognition.
3. Authortty.

V. Incidental or “"fringe" benefits:

1. Travel.
2. Business contacts.
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The 1ist could be lengthened, but 1t contains most of the "ingredients”
that go to make up a career. Each individual will glve these ingredients
a slightly Jdifferent flavor and weight. But at the very least he should
measure every Job or career opportunity against them.

Careers in Traffic Management

How does a career ir traffic managemernt nmeasure up agalnst these standards?
It is up Lo the indiviiual to decide, but some basic information about the
fleld set agalnst the background of these measures may help him decide
whether it s for him...or whether-he should be looking elsewhere.

First of all what is traffic managemeut? The term, sometimes prefaced by
the word industrial " refers broadly to the respousitility for planning
and purchasing the transpovtatLOn services required by -the company. the
raw materials that move into the company from Suppliers,the finished
products that muve from the company's plants to its markets all over the
country and the world. «Quite often 1t also involves responsibility for
arranging all personnel travel-- a sizable item by itself--and control of
thé compary 's alreraft and other transportation equipment. Since transporta-
tion is large.s regulated at both the State and Federal levels, the
industrial traffic mauagement function also involves responsibility for
Jdealing with regulatory bodies in the firm's interest. In the larger U.S.
fims, transportation purchased by the traffic department may exceed $100
nillion a year, even in smaller firms a budget of $2 or $3 million is not
uncommos.. -.For transportation is commor. to all manufacturing and producing
businesses, and- it 1s costly enough thatits efficient management is a
major undertaking in the fim...

..but let!s measure the industrial traffic management function against
the career gitideposts thav have been set up.

Importance of the Job

The sheer magnitude of transportation itself should give some idea of

the importance of the traffic management job. Transportation provides

Jobs for some nine million people. It accounts for oneout of every six
dollars being spent.in this econony. A family of four with an income of
$10,000 spends more on transportation than on anything else but food--

and everythlug that the family has or will have comes to it by some form ¢
of transportation, or a combination of forms of hransportation. Billions
of dollars are invested in the transportation plant, Just to keep pace with
the economic Zrowth of the count.y and the ever-increasing amounts of goods
that are manufactured, the transportation plantwill have to double its
capacity in less than twenty years.

Is transportation lmportant: It's the lifeblood of the unique American
econony, an economy which 1s based oun highly advanced industrialization..

and without the constant flow of raw muterials smd supplies into its plantg,
the average firm could hardly continue to operate more than a few days or
weeks at the most; wilhout the fiow of finished goods to stores and retail
outlets, in a short while shelves would be bare of both the necessities of
life--food and ¢lothing--and the luxuries as well.
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At the heart of this essential flou of ¥oods 13 the man who plans and
zentrols it, the industrial manager. He and nis counterparts form a
z*lect and relatively small group. In all, there are roughly 12,000
Irlasirial traffic managers In the whole country. By contrast, there are
- ’ .. 300,000 doctors, moure .han 120,000 dentists, 275,000 lawyers, and
31o22 to two million teacher.. 1t has been estimated that some 85 to 90
} et of all freleht trancjertation is purchased by professional traffic
nas=and de are talalng ibodl paccnases amounting to some elght billion
Js11ars a year! In soundi figures, this means that the typical traffic
mimaze SpendS an 1y ouge of six million dollars a year for the purchase
of vransportation!
» *
e ureer criteria 11:tul lpportance of the Job as a "soclal or économic
~o trlbation”--a . d there Liould be 1ittle question on efther score about
2 Job that underlies the employment of some nine million people, provides
the goods of 1ife to the entire population...and punps $22 million a day
into the economy!

How Important is the job in the individual company! It!s been pointed

>ut that trancportatior. keeps the wheels of the economy turning, and the
ir1ivilial -ompany is by and large a smaller model of the economy. Without
raw maferials to fved its machines, the company cannot operate, and few
~orparies are located co close to their raw materials- that they can cperate
without trarsportation. Without a means for moving their goods to markets,
the same companies would soon be out of business, bec..ase-1t is the sale

of zoods ir. the marketplace that pumps money back into the company to enable
it to keep operating. And because transportation is often the third

hihezt experditure by the company--coming only after paw materials and labor--
the ckill with which 1t is purchased has an important bearing, just as the
came tkill has an important bearing on the company's competitive success

in the marketplace.

In the scheme of things, then, industrial traffic management is an
Important Job  important as a soclal and economic contribution, important
within the framework of the individual company. i b
H

Challenge of the Job

Yost career-minded yow.g people quite naturally seek a job that will contain
challenges--challenges that will test and enlarge cheir skills, challenges
that will ;rovide an important serse of achievement and reward when they are
overcome. For a Job without challerges can hardly ever be more than a Job,
and certainly not a career.

And Industrial traffi: maiagement provides a multitude of the challenges
that give 1ife and vitality to a career.

Finally, there is the challenge of competition. Other companies have

traffiz managers, too, and they are seeking the best competitive advantage
for their companies. Planning transportation is in effect -planning strategy,
flarring a strategy that is better and more successful than the competition's.
Anl it 15 rv easy task. Zkilled traffic management has enabled many a company
t3 enter and capture an entirely new market before the competition knew

what was going on. Cimilarly, skilled traffic marngement has enabled nany
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a company to compete in both price and sustomar service in remote markets,
‘much to the surprise of competitors alreudy on t.ie scuiz! and of course
there 1s competition for the job itself. Not everybody can de a truffin
manager, but those who thrive on the competition of skills and avility
will rise to this competition--and they will quickly learn that there are
always good jobs ‘in industrial traffic management for the shilled manager
who can meet the competition, whatever form it may takq.

-

Environment of the Job

What kind of environment does the industrial- traffic manager enjoy...

or suffer” Actually, he can pretty much take his choice between regions
of the country, as he can between major cities and smaller towns, for the
fimms that employ traffic managérs--and this includes every major U. S,
manufacturing or producing firm--are located thr%gghout the country.

But environment goes also to the conditions of the Job, the people he
will be working with most closely, and the staturc of the Job in the company.

FiPst, 1t can be said that the physical surroundings for the traffic manager
are comparable to those enjoyed by any other manager. They vary from
company to company, of course...and not every traffic manager's office

has a carpet on the floor, although a good many do! In fact, because
traffic management is frequently.a headquarters function, the top traffic
executive in a company and the members of his staff-may-even fare a

little better than their counterparts in other functions because they

will be located in the firmm's main offices, which are frequently a show-
case of sorts..

Because transportation takes many forms and has a highly complex
s#ructure, the traffic manager usually has an infinite number of choices
open to him in determining the best ways to move his company!ls

products. In comparison t. the “"anatomy" of the transportation system,
the anatomy of the human Wody, complex as it is, often seems quite

simple. Under a regulatory system designed to provide the-American

people with the benefits of competition and transportation services N
equally available to small and large companies, companies in large cities
and compenies in small towns, a vust network of interconnecting and
competitive transportation companies has grown up--and the-man who is
spending two million dollars a year to move his company!s goods through i,
that system has aconstant challenge to find a better and more economical
way of doing tt. .
The management challenge is the challenge of organization of rearranging

the multitude of elements in the system sv that tne vast machine of
transportation will function more efficiently and-more economically. And-
this is really a challenge! Considering the fact that the present
transportation system has taken more than a hundred years to develop, its
capacity now must be doubled in less than twenty years! This is a challenge
underscored by the critical realities that major breakthroughs are going to
have to be achieved Just to keep the transu.rtation plant abreast of the
economy...and it!s certain that they will .be male,by men and women who

are looking for BIG challenges.
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Even with such major challenges facing the industrial traffic manager,

the evetyday question of "Is the job interesting?"' remains to be

answered, and 1t can be answered with a strong Yes. There 1s nothing
hundrum or routine about the traffic manager's Job. Each day contains

its share of surprises, of situations that have to be resolved by decisive
action on the traffic manager's part. Each day brings numerous

personal contacts with all types of persons in the company and other
companles. Jeldom does much time go by without travel to other citles;
sometimes other countries. The challenge 1s-always present to meet each
rew situation and resolve it in the way that will most improve the company's
position--and profits.

Beyond the physical environment, the people the industrial traffic
manager works most closely with are largely professionals like himself.
They speak his language and he speaks theirs. They have a speclalty
that is little understood by others in the company, and they have
ii.tense loyalty. the manager to his employees, and the- employees to

,their manager. Turnover in traffic departments 1s somewhat lower than

1r. other fields, and there 1s considerable stability in the Jjob. The
traffic departmept is a smooth-functioning team whose members are
all aware of the challenges that must be met and resolved daily.

Because of the highly specialized nature of the work, the traffic

Jdepartment enjoys a unique position in the company. Major decislons

in Englneerin;, Purchasing, Manufacturing and Marketing require consultation
with Traffic. Locations for the firm's new plants, distribution centers

and satellite warehouses cannot be determined without the skills of the
‘traffic manager and his staff. In fact, as one traffic manager has

sald, "Traffic management is a-thread which 18 woven through the entire
fabric of the company.'

Rewards of the Job

The rewards of a career are measurable both in the tangible, economic
benefits and in the more intangible benefits associated with recognitlon
by family and friends as well as by other managers in the company...

and of course in the welght and authority of the job 1tself.

Certainly, on an economic basis alone traffic management measures -up
well, even in beginning salarles. Jalarles are comparable with other
mauagement Jobs of similar responsibility and scope, and tenure and
stability of employment are someWhat better. Since the usual benefits
of hospitalization, vacations and retirement are generally the same
throughout industry, 1% follows that these, too, are comparable for
traffic management.

An additional benefit of Industrial traffic management 1s that 1t is

a good route to a vice presidency, either of Traffic 1tself or of the
broad field of distribution management. With more and more companles
adopting the "distribution concept,” In the majority of companies the
top Job has gone to a former traffic manager, because indeed many
traffic managers have teen performing the physical distribution functlon
without calling it that. handling not only transportatlon, but also
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such activities as warchouse management, industrial packaging, and materi-
al handling engineering, to name only a few.

less tangible, but equally important, are the rewards of doing a job that
is vital and important, a Job that gains recognition both within industry
and on the governmental lavel. A number of industrial traffic managers
today are in the Defense Transportation leserve, a special zorps which is
prepared - to swing into action and manage the nation's transportation system
in time of crisis or national emergency. Others have served as special
advisors to the Department of Commerde and the Department of Transporta-
tion, and even to the White ilouse itself.

Important, too, is the recognition of family and friends, and it 1s.a

natural consequence of the authority the tndustrial traffic manager carries
in his own company. '

A Few Incidental Benefits

Of lesser importance, but certainly worth considering, are such incidental
benefits of the traffic manager's career as the opportunity for travel,
which is frequently a basic part of the Jjob, particularly in multi= plant
multi- warehouse companies. And, since the traffic manager who travels by
air is usually a customer of the airline for both freighc and other
passenger travel he 15 responsible for, he is usually accorded "V.I.P."
status and membership in the various airline organlzations lice the
Ambas=udors' Club, the Admirals! Club and others.

And the traffic management carcer is particularly rewarding for the indivi-
dual who enjoys meeting a variety of people through his husiness contacts.
The industrial traffic manuger is in almost daily contact with personnel
of the transportation compinies he uses, ranging from the sales represen-
tative who calls on him (and often takes him to lunch!) a}l the way to the
top management people l.. motor carriers, rallroads, water carriers and
airlines. After all, the traffic manager is a pretty important man to all
these people, and tj°y treat him accordingly--and it is certainly far from
anpleasant to receive tne kind of attention ‘the traffic manager gets from
his carriers! Wwhat is more, he will find themg!;easant people to deal
-with, and he will find that they and their families will he included in
many of his social activities, as he will in theirs. 4

»
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PUBLIC SERVICE OPPORTUNITIES

Mr. James E. Pound, Chief of Jacksonville Air Route Control Center,
FAA-DOT,

-----------------------------------------------------------------------

I feel most pleased and honored to be asked to participate in your
seminar, "Involvement in Transportation through Career and Curriculum
Planning." I am sure you have had some very interesting sessions this
week and heard from & lot of experts in the transportation field. You
know the definition of an expert i1s anyone more than 20 miles from home
with a briefcase. Let me establish dght now that I'm not an expert. I
1ive only about 7 or 8 miles from here and I don't even have & briefcase
with me,

Since almost all of my work experience during the past 30 years has been in
the field of aviation, I do want to give you a few facts about the role
of aviation in our national and international transportation system today.

fast October, our-then PAA Administrator, John Shaffer, addressed the
University Aviation Assoclation meeting in Hollywood, Florida. Mr.
Alexander Butterfield i3 the present FAA Administrator. To quote from

Mr. Shaffer's remarks, "Here we are on the brink of a fantastic new air
age and the general public 1s only faintly aware of 1t. And 1f people

are not thinking about aviation, how are we going to attract them into
aviation .areers? If the publlic 1s not educated with rcgard to the values
of aviation, how are we going to get..their permission to build and expand
those airports we desperately need? We have the money, but we can't spend
1t unless the local communities say they want a new airport or-they want
their current ones expanded. If we are to prepare for the coming air

age, we are going to need the publlc's understanding and its support ' .. »~
we don't need any more misguided restrictions or rebuffs from communities
who do not understand the values of aviation." Mr. Jhaffer concluded his
remarks by saying, "The Secretary of Transportation has been glven a
mandate. President Nixon has wisely determined that this nation 1s to have
an all-pervasive transportation system -- both alr-and surface =-- within
the decade of the seventies. And we must 1f we are to remain a nation

that 1s soclally, culturally, and economically strong. But belleve me if

““we are to build this great system, and this is particularly true of the

National Aviatlon Jystem, American industry and your government are
golng to need all the professional help they can get."

Some af you may have heard the story about the French skeptic who witnessed
history's second balloon launching near Paris in the summer of 1783.
Unimpressed by the demonstratlon, he turned to another spectator, Benjamin
Franklin, and asked in a belligerant tone: '"What'!'s the use of the
balloon’"

Franklin, who wa3 thesn 78 years old, remained unruffled. He peered at the
Frenchman for a moment through his tiny sqaare-rimmed glasses and then
posed a question of his own, '« what use i5 a newborn baby?"

With the benefft of hindsight, we can laugh today at the Frenchman's lack
of foresight. But ask yourself this questfon: "If we had been present
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.
on that swmmer day in 1783, would Wwe have been as wise as Benjamin
Pranklin?"

Fredicting the future is always a risky undertaking. This certainly has
always been true in aviatiun, Iu recent years particularly, the potential
of aviation has consistently been ander-rated. Jkeptics have always far
outnumbered the visionaries.

The Wright Srothers! first four flights on that chilly December day at
Kitty dawk in 1J03 recelved little notice in the press. 1In fact, there is
no indication that the wright Brothers themselves were .aware of the
enormity of their achievement,

Yet in Just 70 years from the Wright Brothers!' first flight . . . with one

man moving Just a few feet off the ground for 120 feet . . . aviation has

exhloded into « glant transportation and communications system. In 70

years e alrpleae =< und the entire aviation environment -- have gone through
w e - a- vumplete Leuaeformation. in size, performance, and capabillty. But the

engines of flight are Just revving up.

Abuut Cifteen years 4o, fewer than twenty-five per cent of all Americans
nad ever traveled by ulr. Today the figure is over 50%. MNow the swing

to air travel 1s uvcurring faster than our population growth. A decade
ago, there-wete fewer than 50 million airline passengers in this country
each year, ihere are now over <J0 million and over 5 billion ton miles .
of freight carried each year. In the decade to come, this figure will
again triple. Air passengers will soon exceed one million each-day of

the year! ' '

-

40w smull the world has tecome becadse of aviation. In May, 1927, Lindberg's
£1ght New York-iaris touk 33} hours. Today requiring 6%-7 hours. Miami-
London about 9 hours.

Today during any given hour there are more than 20,000 persons in the
sky as passengers and crew members., During peak hour periods over
100,000 at a time.
Over 131,000 general aviation aircraft
About 3,000 air carriers -- or alrline fleet alrcraft

N fhousands of military aircraft

liow i3 this vast growing air amada handled or controlled?
Control towers -- almost 40O throughout the U. S.
Centers -- 27 including San Juan P. R, and Balboa C. 2.

Flight service stations -- over 330

Approximately 51,000 FaA employees with about 40,000-assigned to air
traffic control duties.

Center has common bowudaries with Miami, lluaston, aAtlanta, Washington and
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New York oceanic centers. Personnel in center 520 ATC -- 110 AR
electronic engineers and technicians.

. -

'gguiggent

4 long range radar sites

Over 100 air ground radio frequencies

Computer:installation -- Over $20 million in Jax ARTCC

Relleve controllers from routine c¢lerical functions to devote more time to
control. Pilot national enroute automation program at Jacksonville
center.

Why need

2 Jets head on 600 MPH -~ rate closure 1200 MPH or 20 miles in minute
or 1 miles tn 3 3/ seconds or last % mile in 1} seconds.

Control both Civil and Military Traffic
Exception Military in Restricted and Warning Areas

-
I'm sure we are all aware, one of the greatest problems facing our 1973
world and Jaciety today is communications. The same problem exists in
industry, education an¢ government alike.

Pecently the ecologlsts and environmentalist. Lave been more and more
giving aviation a hard time. Please let's coamanicate now and don't get
me wrong. I'm all for protecting our environment and am Just as much
far the broad principle of the ecologlsts as anyone. Jometimes- though,
the environmentalists and ecologists forget that people are a most
important part of the ecology too.

“he economics of the entire coantry is fantastically tied to the aviation
industry.

Examples:

Annually more than 353,000,330 checks are air mailed or air freighted

from New Yorx clearing houses, thus saving of fnterest of over 337,000,000
per year. JWithout this alr service, our prime interest rate, as high as
1t 15, could well be Swice or more higher.

P1111ons of Jollars of inventory in almost any business or organization
that can be named 1s not required as on the shelf replacement stock
because spare rarts and replacements can ve ubtained direct from the
factories or distribution centers in a matter of hours by air freight.
For this reason, the coats of almost all of our goods and services would
be far greater today without air freight.

lHoise Contamination Ecologists

These people have, during recent months, started strong movements to
cloze alrports Letween the hours of 11 pm and € am. kxample -- Los Angeles
ard Atlanta alrroris among many others. If these well meaning people had
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their way, because of the time differential between EST and PST there
would be only 3 hours a day either passengers or frelght could depart
L. A. for Atlanta or Atlanta for L. A. This sort of thing could wreck
not only-our transportation system but our national economy as well.

_The T&T airport in the Evergladés. The snakes and alligators are more
important to the well meaning ecologists than enhancing the safety of
thousands of passengers and air crew members that must daily use the
soon to be over-crowded iami International Alrport.

SST (Super Sonic Transport)

We have all recently read about our foreign trade deficlt and how the
value of our dollar is continually going down on the international money
markets. Many of you have traveled.by air abroad since WW II and flown
on foreign air carriers. The chances are about $ out of 10 that you flew
on an American-J. S. made air carrier. Our U, S. airplane and aviation
manafacturers since WW II have exported many billions of dollars worth

of planes and parts and assoclated aviation equipment. We have long
been the werld leader in aviation products.

The normal next big step forward in aviation 1s the SST. The English/
French and Russians have been flying their versions of the SST for

. some time nowa In spite of the traglc accident by the Russian SST in
Paris recently they are way ahead of us now in SST development.

de had already taken numerous orders for our American-U. S. SST at around
$100,000,000. Actual deposits or earnest money was paid for priority
delivery. A copy from the Germans, Japanese and numerous other foreign
countries. Do you realize one American made and exported SST at $100, 000, 000"
a copy would provide a balance of foreign trade dollars for 50,000
Volkswagens or Toyotas € $2,000 each.

{These are personal opinions and not officilal government policy.)

I personally strongly feel we cianot afford not to bulld.an American SST.
The rest of the world likes to go with the proven leader in any field.

If we are not soon able to resume our research and -construction of the
35T, we will no longer enjoy our international position of aviation
leadership. I hate to think what our balance of foreign trade situation
would be today, as bad as 1t 1s, without the millions upon millions of
American dollars our aviation manufacturers have annually brought back
from foreign countries for us.

These last few thoughts may be a little off the main theme of the seminar
but I do think they are most important to both transportation and our
national econcmy, SO, please think about these things even 1f you don't
completely agree with me.

Thank you. I see I have used up my time, but in case any of you would
1like to dircuss anything I have said in more depth with me I will stay
as long as you want me to after this session.
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EDUCATION AND CAREER OPPORTUNITIES IN TRANSPORTATION

Panel Moderator: Dr. Jay 4. Smith, Jr., Associate Professor, Department
of Transportation and Logistics, University of North Florlda.

Any appraisal of transportation activities, current or future, demands 2

consideration of the personnel who are needed to staff the requirements
, of the system. Throughout this Seminar, the objective was to identify-
the various skill levels necessary to meet the needs of transpor;ation_
activities, Transportation requires individuals with a wide range of
outlooks, capabilities, and backgrounds. The complexity of transportation
activities demands individuals with a high degree. of intellectual and
professional attainment, as well as skill levels which are primarily
vocational/technical in nature.

In considering the career opportunities and the role of career éounselors
in assisting students to attain a better preparation for transportation
opportunities, the group was concermed with the following issues.

. A need to reduce the cost and/or to improve the quality
of transportation to society and the individual, through
better and more sufficient preparation of individuals
seeking careers in transportation;

. The ways and means of informing students about the career
opportunities in transportation/distrioution;

. An identification of specific skill requirements from
industry sources as to their needs for future employees;

. An awareness-of the value of transportation to the society, .
the economy, and the nation by developing a sound basic
unders tanding of the role of transportation; and

S 7 e S TE

. An understanding of the role and problems faced by career
counselors in advising students concernlng cuareer oppor=
tunities in transportation and related fields, thereby
gaining some understanding of how students viewed their
experiences with career advisement and how effective were
counselaors.

The first session was devoted to exploring the particular employment oppor-
tunities and skill levels of the carrier and industrial traffic management
positions. Jpeakers from rail, water, air, and motor discussed the mana-
gerial opportunities as well as requirements for vocdtioﬁul/technlcal 3kill
levels. It was noted that transportation employment did not offer strong .
inducements to any appreciable numter of young people having or desiring
to attain a high degree of professional sophistication. As a result, the
carrier industry has provably obtained less than its ghare of such peopla.
The speakers informed the reglstrants as to specific programs unlerway to
improve that profile. Additionslly, sume transportation activities have
acqaired an unfortunate reputation in the use of professional manpower;
i, e.,, underemployment of professionally trained individaals. Detatled
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Questions and answers pointed out specific needs that speakers felt would
be evidenced in the future. It was pointed out that in certain professions
the slack demand by on¢ mode has been taken up by another mode. For
instance, the need for c¢ivil engineers by railroads is no longer sufficient
to Justify more than.only a few university courses; however, other modes
and the government agencied have enlarged thelir vasic demand for these
professionals,

The demind for some of the newer skills or competence levels is small, but
growing. This is due in part to the carriers not forming groups that can
suc2esifully employ a large numbder of individuals possessing these skills,
However, it was felt that the techniques of operations anilysis and mathe-
matical modvl-bullling show promise for the solution of trunsportation
problems, and that there would be an increasing need for individuals with
these capabllities,

Creaker congsensus #as that the nature of emerging problems of complex and
interrelated systems brought on by carrier mergers would ¢all for:

. Individuals who are prepared to understand the broad
perspective of managerial decision-making in trans-
portation, not only within the vicw of an individual
component, or mode of transport;

. Individuals woull have to vecome aware of the environ-
mental considerations of transportation employment;

. Indiviéual; #111 need a speciallzed ski1ll or base of
understanding to progress up the managerial ranks to
executive decision-making positions; and

. Transportation ¢.rriers neéd to find-better means of
using the talvnt; of existing employees to greater
advantage.

The second session was devoted to a discussion oI employment opportunities
in ‘the service/warchousing industry and manpover requirements of govern-
ment and public service organizations. These groups opined that transpor-
tation would beqefit substantially from the transfusion of competent
personnel from, other fields. This transfusion would uave a multiple effect
in that 1t would provide much needed "newer" skill levels that have already
been learned in the other fields, and that it would sharpen the specialized
capabilities in the various transport organizations. Most of the regis-
‘trants considered this transference a short-lived phenomenon, and that

many industries needed to Jevelop in-house capabilities for career and
educational guidarce. A certailn lack of in-service training or in-house
skill level development on a formal basis was offered by only a small per-
centage of the number of traniportation organlzations tepresented at the
Sem!nar,

“he counselors felt that in-house-education prozrams for transportation
cerzonnel would serve two general purposes, First, these programs could
asslst In developing the specialized skills necessary at all levels for
effective internal control nd direction of the transportation activities.
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Second, short courses, workshops, and seminars Jealing with the newer

3k111 levels and expanded technology; e. g., design and use of data-
processing systems, application of cost accounting theory, and other
mansgement Jeclsion-making touls,. »ould ws3ist the transportation orguni-
zativns in meeting thelir manpower reguirements, Only five of the companies
represented by the speakers had taltion refund plans for fommal education
beyond the high school level,

The last two sessions involved the registrants in an active role. Dis-
cussiun centered around how cereer advisors could better-assist the student
in planaing for the exploration of career goals. The previous four days
allowed the.participants to obtain a vetter insight into Job requirements
and necessary skill levels for a varicty of opportuatties in transporta-
tion/distribution.

The group concluded that there was consideruble need for in-service educa-
tion of advisors. There were at least three broad areas in which carecer
counselors should recelve in-service education:

1. working 4ith industry groups to detemine eurrent and
future Jjob requirements,

2. observing and learning first hand the specifie functions
to a particular set of occupations in transportation/
distribution, and

3. making additional insights into the mutual problems of
career advisement.

soth speakers and registrants agreed that any consideration of education
for transportation must include the nzed for formal training programs at
the vocational, technical levels. Jeveral of the counselors felt that there
was a definite need to address this training requirement at an earlier
educational level, such as the Tth, 8th, 9th grade levels {Jjunior high
school). There was not total agreement of this point, however, raising

the subatantial question of effectiveness of counselors to assist students
in pursuing career goals.

A lively discussion Jdeveloped concerning the basic problems of career
counseling. Most educators recognized that academic advisement and carcer
counseling were important parts of the total educational process. At
several of the secondury schouls represented vy participants at this leminar,
these tasks were conducted by conmplementary "mixed" systems involving
instructing and counseling. Many of the trained counselors, beiny inter-
ested in personal counseling, have neglected academic and career advisement.
Furthermore, In some educational enviromments, the zounseling center has
vecome stignatized as a place where only "siek" or "bad" stulents go. This
situation ~a3 particularly acute with black counselors handliny black
students, As a result of this reputation, the coanselor's effectiveness

was greatly reduced. Ulsciplinary problems rather than career selection
problems were attacked.

Jone of the basic problems in the various systems fduntified in this
session were as follows: ¢
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. Counselors are selected who are not interested or trained
to handle the specific problems of career counseling;

. Counselors do not always have the time or skill levels to
advise or receive training in career counseling;

« School systems that gonsider academic and career advise-
ment as separate functions are far less effective in
career counseling;

. Counselors do not have adequate contact with other instruc-
tors in the areas in which they are advising;

. Counselors are not always available during the summer months
when time could be spent with students to advise about job
opportuni ties;

+ Counselors are not completely informed of the skil. levels
and educational requirements for current and futw e dccupa-~
tional requirements; and

. Counselors attempt to direct rather than counsel students
concerning career choices.

The following. suggestions are based.upon the comments of the participants
in the workshop session: o

+ Career counselors should work actively with the industry
toward the development of skills and knowledge levels re-
quired for employment.opportunities in transportation.

The group expressed that this conference was the first time they had had
the opportunity to see a "total" manpower picture for an industry. They
were impressed with the important role that transportation plays in our
economy and amazed by the fact that few counselors kneuw of the aggregate
manpower requirements. All had previously viewcd employment opportunities
in transportation in temms of a series of independent requirements for
lesser skill levels than actually required. The group acknowledged that
they k.:a acted in a "passive" manner in the development of manpower
requ’.rezents in any field. In addition, they had nc. actively participated
with e transportation industry in the past. Por instance, no counselor
had assisted in the preparation or modification of Job rcquirements. All
saw themselves, prior to this Jeminar, as merely "brokers" and not developers
of career opportunities for their students.

Industry should work more closely with career counselors

The seminar revealed that there was a substantial lack of specific knowledge
concerning transportation employment requirements and opportunities. Indus-
try could benefit-measurably by preparing and distributing items such as

Job notices, Job descriptions, and manpower requirements to career counselors
on a2 regular basis. These actions facilitate the counselors' knowledge

bage and assist them in matching skill levels of students with industry
requirements. Indications are that t.e career advisement techniques do not
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achieve satisfactory levels of perfomance when considering transportation
career opportundties. Regular and frequent communications should be
established between firms and counselors, -

Additional workshops should be established for bot!. career
counselors and students.

Traditional approaches of carcer advisement need to e re-examined and
improved in order to establish effective counseling programs that can
assist in meeting futuce trausportation manpower requirements, Industry
and public agencies are becoming aware that the dynamic character of
transportation requires changes in skills, outlooks, and capabilities of
employees at all levels. There is a definite nced to hring together
industry and governmaut representatives with career cosnselors on a
regular basis to improve communications conzerning this vital xrea of
transportation activity. Model workshops could se established at two
levels. One could adopt the format of this Seminar, and the other could
be directed toward detailing specific career opportunities wita students,
i. e., infomation regarding career opportunlties as well as preparing
applications, interviewlng techniques, and projecting future skill
requirements in Sransportation,
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TRANSPORTATION SUBJECT MATTER FOR CURRICULUM INCLUSION
HISTORICAL CONSIDERATIONS

pr. Ronald L. Sparling, Assoclate Professor, Department of Transportation
and Logistics, University of North Florida.

Transpertation 1s pervasive. In terms of the national economy, one-fifth
of the gross national product annually has been accounted for by trans-
portation. This does not mean that we could eliminate this important
element of our ecornomic life and only be 20% worse off, however, for to
do so would propel us backward instantaneously to the state of first man--
but with much company. The mobility provided by the automobile has tended
to cause Americans to become aS much alike as the new highways we drive
on. The Jet plane has served further to compress our soclety together
and to lead to Increasing contact among peoples of the globe. On the
negative side, increased mobility has contributed to increased insecurity
among our peoples In a manner as described by Allen Tofler in Future
3hock. Kelatlionships and our social anchors tend to become transitory.
But how did we get to this point?

In order to effectively squeeze the history of transportation into a
discussion that would take no more than an hour and fifteen minutes, one
must settle for a few of the highspots. Many, many of the rich detalls
that combine to make up the rich, long, and fasrinating history of trans-
portation simply must be left out. Since our jurpose 1s to consider
transportation history insofar as 1t might contribute to the curricula

of high schools and Junior colleges, 1t seems appropriate to concentrate
on the broad sweep of transportation development, giving passing attention
to contemporaneous economic influences along the way. Secondly, we must
of necessity focus more upon recent developments with a view toward gaining
an appreciation for likely scenes of the future.

As good a place as any for us to focus attention Initlally is upon the
point that Necessity 1s the Mother of Invention. If 1t were not necessary
or somehow desirable to move people and their trappings fiom one place to
ancther, there would 3imply be minimal growth of transportation technology
Transportation technology seems to derive from some social requirement or
oppertunity, and, having derived therefrom, has social consequences. The
aceulturating and agglomerating kinds of impacts that transportation has
upon cultures and upon 3oclety have been well documented through time and
will be covered elsewhere in the conference in more detail. For our present
purposes, we will focus upon the historical development of .ransportatlon
technology.

Historical Pervasiveness of Transportation - a Potpourri

Historians and Anthropologists, examining the development of civilizations,
have identified at least five broad trends and relationships involving
transportation. First, transportation has been a necessary activity of
mankind from the very beginnings of soclety and has played an essential

role in the origins of civilization itself., Second, transportation tech-
nology has been one of the most significant factors in locating civilization

. . .
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by determining man's use of resources. Third, transportation has helped
to determine the centers of power within civilization. Fourth, trans-
portation defines the limits and character of sucleties, both past and
present. Finally, transportation technology develops along with, and
aids and abets, development of other technologies. The following
potpourri will serve to 1llustrate these five asfsertions.

Dr. Raymond Dart, an anthropologist studying the development of civili-
zation in Africa, has claimed that civilization developing during the
5,000 years before Christ depended in large part upon the development

of water vehicles, boats, and floats. .He claims that animal domestication
and-agriculture both arose from fishing. His argument is that early man
needed to take advantage of the unlimited food supply in the water so as
to replace the rather precarious hunting with nutritional security. In
order to do this, man had to follow the fish into the water. This fishing
called boats into existence. and then required the formation of communities
from isolated family -groups. Dart noted that the earliest religious
beliefs had been fashioned by boatmen and by fishermen rather tnan by
farmers or hunters. Coats had not only caused movement but liad molded
mythologies of mankind, thus playing an important part in the development
of civilization.

The first important means of transportation other than "Shani's Mare™
was undoubtedly by water. The first urban and civilized communities
grew up in river valleys and along the edges of waterways. Urbanization

, has been intimately connected with transportatiu. from the beginning, but
urban centers have brcome completely dependent upon transportation. At
minimwa, food has to be transported to urban areas in order for them to
survive. The great cities of the world have usually been ports and
located on waterways. Even in the Midwest and Eastern sections of the
United States, there are very few cities of any significance that are
not on navigable waterways, or on waterways that were navigable during
the age of the city's conception.

Cities in the interior West, however, were dependent upon other develop-
ments in transportation, and relative economics of operations. Before
railroads, stage coaches could stop anywhere without lowering efficiency,
and this consequently led to a development of many small towns in the
Midwest and West United States. The construction of Railroads, however,
consumed large amounts of capital, and efficient operations called for
relatively infrequent stops. Rallroad division points, where the changes
of engines, crews, car inspections, and these kinds of activities were
required, grew into towns, and many of these subsequently grew into
cities. The point here is that the growth of cities and urbanization
wa3 dependent upon transportation. The character of city growth will

be discussed at a later point in this discussion.

Early civilization thus was dependent upon transportation, leading to
city location centering upon rivers and seacoasts. These urban areas
could utilize resources drawn from all over, and permitted a base in
which man 2ould devélor his institutions and culture, .and from which
he could spread h,: influence throughout the entire world. That is,
transportation has helped locate civilization by determining man's use
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of resources. Ecology, then, in the sense of man's relationship with

his total environment, 1s determined in part by transportation technology.
The major function of transportation 1s to move persons and their trappings
from one place to another. This movement necessarily alters the relation
of population to land use and the ecology of Man.

While the foregoing serves to 1llustrate the pervasiveness of transporta-
tion, the following will attempt to focus upon technology and economics
of transportation developmenti

The railroad locomotives, which, d1d so much to revolutionize industry and
which contributed so much to the growth of the industrial revolution,
did not spring up full-blown.; First, the steam engine was developed.
Its original purpose was to pump water from mines. It was almost half
a centruy from the development of the steam engine before anyone thought
to put 1t on a moveable platrénn and make a locomotive.

Even the basic 1dea of the s;eam engine itself can be traced back to
anclent times, but without @ need or other incentive to apply the ldea,
nothing much was done with the original idea of & steam bellows. Attl-
tudes toward economic develépment and actlvity in general were neutrel
to negative before the Industrial Revolution. In the thirteenth century,
Albert the CGreat 1llustratéd the regard for the principle of the steam
bellows, as he:tells us. ". . . to take & strong earthen vessel with
two holes in i1t. P11l it with water, plug the holes tightly and set
1% near a hot fire. Soon the steam will burst the plugged holes and
spray hot water over the surroundings. For-thils reason such a vessel
is cal%ed a sufflator, or blower, and 1t is usually made in the form of
& man.

While it i1s amusing to note what medical man obviously thought of the
nature of Man, as evidenced by the shape ¢f the blowers, the significance
to transportation development stems from the fact that the steam engine
could not be bullt for the lack of the necessary metallurgical and machine-
tool development. ~

The idea of flight had also been concelved at a very early stage in
history. Icarus and Daedalus of Greek mythology are 1llustrative, but
Leonardo and others made contributions to thg.development of the idea
of flight and even to the sclence of aeronautics. Klansburg notes that
Sir George Cayley (1773-1857) made model gliders .o test his ideas of
flight and may be identified as the father of the sclence of aeronautics.
But while Cayley could invent the sclence, he could not invent the air-
plane because that technological step had to walt until progress in
other fields had.been accomplished. The-development of a light weight
engine presented the major hurdle, and plagued the Wright brothers, as
well. They hal to bulld their own engine before succeeding at Kitty
Hawk.

While the ideas of some of today's well-developed technologles are
anclent, the application and growth of transportation technology moved
slowly through time. For example, the world had to walt until the niuth
century for the horse collar, which provided a major power revolution for
\j“‘ age. Prior to the development of the horse collar, a yoke similar to
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that used by oxen had to be hitched to the horse in order to transfer
horse power to the wheels of the wagon or carriage, or chariot. This
meant that much of the pulling force and pressure was placed upon the
horse's neck so that the poor beast couldn't pull a very large load
without choking himself to death. Additionally, the yoke arrangement
placec pressure upon the animal's Jugular veln and cut off the supply
of blood to the brain. Application of the horse collar caused the
load to be pulled to be distributed around the horse's powerful
shoulders rather than the neck. Experiments have shown that the
pulling power of a team of horses was increased five-fold as a result
of the horsecollar.

The horse did much to characterlze society through much of history.
From Roman chariots up to the Iowa plow, the horse has played a, central
role. The invention of the stirrup . . . Joined man and steed into a

fighting orgarnism" by the tenth century and contributed to the strength-

ening of the feudal system. The feudal system was dependent upon the
ability of the knights of the period to defend their holdings and to
serve their Lords. The term “"horsepower" became the standard of power
meagurement. The development of the plow and the horseshoe facilitated
strides in agriculture. This, in turn, provided incentives and produce
for increasing trade, which in turmm called for improved transportation.

There is little evidence to suggest that the compass was known to nav-
igators of the Western World before the 13th century. Consequently,
very little sailing was done out of sight of land. Mariners were not
only afraid of getting lost but of falling off the edge of the earth.
The voyage of Columbus and consequent discovery of America had to wait
for the appropriate navigational aids.

Much of man's movement and the movement of his goods 15 for the purpose
of making use of resources more effectively and efficiently. The growth
of the use of the horse provides an illustration of the extremely im-
portant eccnomic factor associated with transportation technology and
technological development. In Roman times before the horseshoe and
horse collar were used, bulky goods doubled in price about every hundred
miles of carriage overland, but by the 13ih century after the intro-
duction of these devices, the cost of grain -- a bulky product -- was
increased only about 30% for cach hundred miles. Another more recent
example of man!s pursuit of economy is the Erie Canal. Prior to opening
of the Erie Canal in 1927, it cost $100 to move a ton of freight from
Buffalo to New York and required 20 days. After the canal was opened,
the cost was $10 and 8 days. No wonder the Erie was soon Jammed with
traffic!

One major characteristic of the industrial revolution has been in the
development and use of power. At least three power revolutions can be
Jdiscerned during the period of rapid industrial growth since 1800. All
of these soon found application in Transport, thus providing the means
of opening up the west and providing more efficient linkages among
buyers and sellers. There is little question about the development of
the steam englne and its role as a key ingredient in the genesis of the
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industrial revolution. The second power develipment 1S the internal
.combustion engine. The automobile manufacturers became active around
the tum of the century, and the Wright Brothers achleved thelr feat
at Kitty Hawk in 1903, thus kicking off the age of the airplane as well
as of the automobile. Applications of electric power and electricity
began. to supplant steam power around the turn of the twentieth century,
as well. Ignoring many minor deveiopments and refinements brings us
down to date in terms of power, whereas we are now moving into the age
of electronics and nuclear energy. Electronics 1s largely applicable
-to control and guldance devices necessary to minimize the risks of human
error and machine breakdown in an age of precision. For an 1llustration,
simply consider the rather lengthy and highly detailed count-down pro-
cedure for sending a rocket into space.

A recent notable characteristic of the relation of transport technology
and other technologles and developments ray be described as the increasing
dependence of transportation upon scientific developments. While scien-
tific advance seems now to be the primary engine of growth in all tech-
nologies, 1t 1s certainly apparent in the fleld of transportation. For
example, the development of light alloys by metallurgists combined with
an improvement in fuels coming from the research of chemists, the nav-
igational deviges from application ,of electronics and mathematics-have
all led to the advancement of aviation technology. Were it not for these
scientific developments, 1t 1s questlonable whether aviation would be
any further along than 1t was 50 years ago. Looking ahead, a problem
for the immediate future will be the adaptation of nuclear power to
aircraft. Means have already been discovered to harness solar energy
and perhaps the next major technological advancement in air transport-
ation will result from an accommodation of this stride.

Another example of relati..ships among technologles may be found in our
modern system of highw.., transportation, where several technologles have
been combined. .The invention of powerful light-welght engines, intro-
duction of petroleum oS a fuel source, development of pneumatic tires,
use of concrete and bituminous materials for highway construction, and
the development of vehicle suspension systems involving steel springs
rather than leather straps have all contributed to making travel by
road more comfortable and rapid.

‘Newer foms of transportation technology tend to make the older trans-
portation forms. obsolete. In the early part of the nineteenth century,
Great Britain was blessed with a rairly well-developed road system

for the times, and had good highways for the needs of the period. But
with the advent of the rallroad, the road system in Britailn was allowed

to decay. Jimilarly in the Unlted Ctates, transport by water on avallable
navigable rivers abounded. The introduction of railroads led very
quickly to a decline In this traffic. Today, the market share of the
nation's railroads 1s under attack by a revitalized system of inland
water transportation, a powerful motor carrier form of transportation
using the interstate system of highways, and by an Increasingly potent
contender, the air carriers. It would be contrary to the lessons hlstory
offers to suggest that any of today's growing forms will not be challenged
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in the future by an even more efficient contender. One can expect
change to be a notable feature in the future if the past is viewed in
1ight of the contlinuous long, broad sweep of historical developments.

In this context, one would have Jifficulty comprehending the reaction
of the railroads to early motor carrier developments. Early in the
course of motor carrier industry Jevelopment, the railroads were
encouraged to-get involved -- that is, to use the trucks as & way

to become transportation companuies. Rallway management looked.at

the puny little trucks that were then becoming common, the poor -roads
of the period, and the costs of trucking relative to the costs of
transportation by rail, and concluded that the best possible use that
these trucks could .er have would be in pick-up and delivery service
feeding railroads. Jome independent service might be developed in the
short-haul market, as well. (Today, come of the most profitable motor
carriers have average hauls: of over 1000 miles!) In short, the threat
of the motor carrier develipme:t simply was shrugged off by the rail-
roads. Rallwas management is attributed to have expressed the attitude
in the latter part of the 1920's that they did not wish to be in the
transportation business. They were in the railroad business. One
can't help but wonjer what the course of transportation devclopment in
the United Stutes might have been had management’s viewjoint been some-
what more enlightened. -

Development is not a one-way street. Development . one technology
often finds application in others. For example , the development of

the airplane has led to its use in warfare to scout the enemy's position.
It has been used for aerial mapping services, for forest {ire patrol and
for patrol of pipelines. The ubliquitous helicopter is frequently employed
as a traffic control device in urban areas. Crops are sprayed from the
air, OScientific research into the nature of hurricanes and for seeding
clouds ave other examples of the application of air transportation
technology. The construction of the Panama Canal had as an unexpected
spillover the conquest of yellow fever and malaria through the discovery
of the mosquitto as the carrier., Necessity is indeed the mother of
invention!

The development of the internal cambustion engine has not onl led to

the automobile revolution with which we are so familiar, but it also
revolutionized farming technology through its application to tractors.
The tractor has so -revolutionized the faming techniques in the United
States that in a recently compiled list of agricultural commodities

made by the Interstate Commerce Commission, nowhere will you find mention
of the horse. It simply is no longer regarded as a domesticated fam
animal in the United States. Juch technological developments help
explain the tremendous productivity of agriculture today.

Transportation technology can be, and is being used to help open under-
developed areas of the world. Transportation facilities have been long
recognized as a necessary ingredient to economic development and economic
growth. But, for all the available historical perspective, occasionally
the importance and the ability of transportation to raise an under-
developed area out of its apparent squalor has been over-emphasized.
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Large investments have been made unwisely in economically depressed
areas in misgulded efforts to raise the level of economic activity of
those areas. An example may be found in the Appalachian region of the
United States where a billion or more dollars has been allocated to
construction of a highway for the purpose of increasing trade and
commerce in the area. Many who are familiar with the area have concluded
that the most likely result of the investment will be to provide a way
for those residents who are able to out-migrate. The real problem here
illustrated 1s related to definition of relationships of solutions and
problems. If the purpose of investment 1s to increase economic activity
in an under-developed-area, then attention must be glven to all those
factors that stimulate economlic growth -- that 1s, all technologies,

and available-resources for development. In short, while transportation
development is a necessary ingredient, it is not the cause of economic
development, taken alone. This seems to be such an obvious truth,

yet is 5o much overlooked.

Let us generallze, momentarily, upon the requirements for development
of transportation modes. In addition to the willingness to invest
intellectual and physical capital, some sort of pathway is needed for

a mode of transportation. For rallroads, obviously tracks are needed,
for motor carrier-transportation, a highway is.necessary. Secondly,
some sort of spﬁcillized vehicle 1s necessary,..such as the locomotive
and boxcar or the tractor-trailor combination. Finally, if a transport
system 1s to perform optimally, there should be no artificlally imposed
advantages or disadvantages.

During much of the past century and one-half's development of trans-
portation, however, the record 1s replete with examples of artificial
prods and impediments to elther spur or hinder the development of a
particular mode or transportation project. Much 1s characteristic of
man's propensity to resist change, but much of the opposition as well
as promotion was motivated by economic factors. Some examples would
include the -following. The British raillways, in the middle of the
1800%s, opposed the development of the steam automobile, and succeeded
in obtaining a law requiring that someone would walk ahead of the auto
carrying a lantern and waving a flag. Teamsters, wio had developed

a thriving buciness hauling barrels of oil out of the Titusville, Penn-
sylvania oll fields in the early 1860!s, would set fire to tanks of oll
accumulated for shipment by a new experimental piprline. Teamsters
would either break the new pipelines apart with pickaxes or fasten

log chains around the pipes and pull them apart with horses. One week
saw, however, 1500 teamsters pick up and’leave the area, for the pipe-
lines proved to reduce transport costs to less than one-third that of
the teamsters. Other examples 1llustrating this point are discussed
later, in connection with the development of transportation in the
United Jtates. However, 1t may be concluded that even today, some
modes of transportation enjoy virtually no artificilal advantages.

U. S. Transportation Development

Turning attention to the history of transportation development in the
United States, let us summarize first, the period of development of

Q : |

RIC 104 \

. ~

‘ ' .
K



97

transpoptation Just before the railroads, secondly, the coming of the
railroads, thirdly, the construction of the American railway systenm,
looking at governme~t help, promotors, construction companies, and.

results.,

One noteworthy thread that will be amplified in the following

is the point that the United States had a rather unique set of goals

and incentives for transportation development than did other contemporary
nations on the continent or in Britain. The reason was simply that the
United 3tates was an underdeveloped country, representinyg the frontiers
of civilization!s westward march.

"

Before railroads, the horse, or even "Shark's Mare" were primarily forms
of transportation for movement of people. The cost of noving ;oods was

extremely
of twenty
On top. of

high. One estimate of the capital investment in a mule train
wagons, with ten mules to the wagon, was $25,000 i 1870.
this was added the cost of labor. Farmers in Petnsylvatiia

at one time distilled their grain because the value per powid of the

distilled

spirits was considerably greater than the grain itself.

In the early luys of the leselopment of the nation, the original colonies
vad to stick to the Atlantic Coastline because of (1) the mountains, amd
(2) the lack of trans;.rtation. The colonies had to rely uputs water traus-

portation

largely and that was limited to the fall line so that little

overland travel resulted prior to the development of the railroads. How-
ever, there was onsiderable investment in turuplkes during the perlod
of 1800 tu abtout 1840. One British observer cormmented that the tumm-

plikes for

the period were very good and provided a very good start

for the settlers that were beginning to move westward. But the "good"
roads of the age weren't good enough tu provide the most comfortable
ride in the leather-sprung stagecoaclies or in the Conestoga Wagons of
the period.

, It was very clear that the waterway was the important means of trans-
portation, and that uwhoever developed the waterway to the west over the
Appalachians or around the Appalachians would profit immensely. Thus
was an age of canal fever ushered in. The Erie Canal was opened in .
1825 through the Mchawk valley north to Buffalo, and paid off in seven
years. Philadelphians realized that the best way to get goods inland

or to get
using the
prospects
awareness
wanted to

any products of the west or midwest to Philadelphiia was by

Erie Canal, and that the Erie threatened Philadelphia's

for continuing to develop as a major trade center. A similar
developed in Baltimore and Washington. lLone uf thece communities
withess their own decline and watch iew fork develop as the

major gateway to the rest of the world, and looked for ways Lo upen the
West to themselves. Baltimore decided to open the West by building a

railroad.

The Baltimore and Ohio Railroad was founded and construction

began in 1827. Philadelphia promoted a 3ystem of canals, portages,
and railroad in the Pennsylvania Department of Public Works. This
combination system was opened in 183U and is now a part of the Penn-

Central railroad. Washington planned to canallze the Potomac, md

Boston plamned a railroad.

Thus, there was a curious combination of civic pride, economic lncentive,
and public investment that developed in the wake of the Erie Canalls
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success story. Other states seeing that the Erie Caral pald off
its total investment ir sever years, thought that the lesson was
clear. the way to ecunomic and perhaps political well-belny was
through extensive investment in lnternal improvements -- to be trans-
lated as transportatiun. For example, the Ctate of Indiana was caught
up in this kind of dream. By the year 1836 the State had planned an
extensive system of carnals and rallroads for the State's yet-to-be
developed commerce. Part of the plan was a canal from Terre Haute, in
the southwest of Indiarna, near the Chio River to Lake Erie. Part of
the route of the canal would follow the bed of the Wabash Rlver and
other exicting streams in the State. The evidence of the faith of the
State in the proposed system Le to be found in the extent of the commit
ment to the projects, In 133G, the total revenue of the State from all
sources was $33,200. The planned expansion in Indiana was estimated to
ost $2€ millton. $33,000 would hardly pey the interest! Indiana went
broke tuildlngthe Wabash and Erie Canal, and bankrupted some financing
fims aloug the way when the ltate repudiated its debts acquired for
constructlon purposes. The resulis are still in evidence, for the
State of Indiarna 3till has a prohibition of State debt provision in the
state constitutlon. Jeveral other states experienced similar fates wi*l
over-ebulllent Improvement programs during the age of canal fever.

-

ihe cardy rallroads were envisloned to be feeders to canals and rivegs,
tobody rvally envisioned a system of railroads being developed in 13‘1
when work bepan on the Is & v. 3he early construction pa*ium,, .herefore,
dev.loped several short rallwiys which simply cr uwcted towns to river
and witter transportation.

The general attitudes toward tre new ‘echr.ology of the railroads may
perhaps be illustrated by polnting cut some differences in attitudes
prevailing in Dritain and those coucurrent in the Jnited States during
the period of early railroad development. In Great Britain, there was
a preat Jeal of opposition to the ratlway. Britain already had a trans-
port cystem. There was quite an extensive system of roads and c¢anals,
and peovple and commerce were adjusted to these means of transportation,
Thus, for-a new techrnology to be introduced, it would have to be proven
ut, the tasis of its return on ifuvestment and contribuiion to increased
economic efficiency. It would cost a great deal in terms of displace-
ment of existing technology to invest in the new technology of the Iron
Horse 1n an already Jdeveloped country. Consequently, the many vested
}nterests in Britain opposed the coming of the railways.

come of the vested {nterests li.cluded the inkeepers who catered to stage-
coach traffic, and didin't wish to see the business of the coaches diverted
tv the ralls. The utagecoach operators themselves were hreatened, black-
sn.iths who male their living shoeing horses didn't visualize a future of
shoelng Iron Horses. even fox hunters numbered amoug protestors. They
«omp lained that the roise and smoke of the railroads would cause foxes

not vo whelp.

By contrast, in the united Clates, there was eager acceptance of the
railroad. Shere was a great need for transportation ir the United States.
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Rallroads appeared to be a relatively low cost and flexible means of
transportation. e had magnificent listances to overcome. The United
States had vast uep.hs of unsettled lands to open up, aud had a relatively
poor river system. That is, the rivers simply were uut suited for east-
west Jevelopment. Thus, the need was tremendous, and there was no stroug
vested interest group against the construction of railroads in the United
States. Construction was begun in earnest In the mid-1)th century.

But there were growlig pains. Tremendous amount of capital for constructiion

was neeessary. lNecessity again proved to be the mother of invention and

applieation of the corpurate form of organization to railroad organization

provided an Important ald to railway construction. Hailway consiruction

has a voraelous appetite for funds. Consequently, it was difficult ror

individuals to amass enough eapital to build a railroad. The corporate

form permitted distribution of shares of ownership awd alded materlally

in the necessary amalgamation of capital for railroad construction. |
Another comparison with Great oritain in the lignt of the needs of the

twocountrie.s « 111 11lustrate the relative standards of construction of |
the tlmes. In Brital,, sinee the necessity was not so preat, there was

presdure for buillin.; to the highest available standards of the Lime.

As subsequent Lislory has evolved, the Dritish bullt to the highest

standards of the times and geot stuek with them. Uy contrast, we needed

the railroads built in America in a hurry, and consequently built the

best we could the quiekest way possible. The fuitial result was to open

up the land, improvements irn the rallways had to suit. The major purpose

of construction in the United States was tu open i country, to develop

it, to tie it together, to promote economic development rather than Lo

provide an economic return to the nation and ii{s investors.

. 99
d2 were simply crying for a system, which the .allroads seemed to offer.

The United Jtates Government aided iu the coustruction of thu rallways
in several ways. Perhaps most notable were the land grants, wailch have
been variously hailed and corudemned. A typical land grant Lisolved the
deeding of alternate sectlions of land for u distance of five or Len
nlles either side of the centerline of the proposed railroud. The rail-
road would then sell mueh of the grant pruperty, thereby raisliy caplial
for construction purposes. Of course, the land would Lmmedialely Jump
in value when the grant was malde because of the speculative and develop-
mental impact of the coming of the railroad. Whereas, much of Lhe land
was priced for $1.25 per aere before the crant, it jumped to $2.50 per
acre after the grant. Thus, in effect, the federal lands were given
away at no cost, since the public retained every other section of land
_having a 1007 higher value.

In addition to the retained government lands doubling in value, the
government alco recelved free transportation for government gaods. JSince
the right-of-way was given to the railruads together with all the exira
land for development purposes, that ire goverraent shuuld et reimburse-
ment., This was to be accomplished through requiring government traffic
to move at half the eost of other traffic,

Promotors and construction companies rnot only Jdid much to aid and abet the
growth of the railways in America, but 4id muct. to develop them badly.
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Promotors practiced the gentle art of playing communities off one against
another, so that railroad lines were laid out more like snakes than like
arrows. This was done by convincing the townspeople of every Small town
that the railroad would be built to another town nearby unless the towns
contribute generously to the railroad. As a result, towns kicked in tax
concessions, bought bonds and stocks, and aided in other ways in order not
to be bypassed by the railroads.

The construction company device also helped the railways to be built faster.
These were of two kinds. "inside" and legitimate. Basically, the construc-
tion company device was a means of reducing the risk attendant to purchase
common stock at initial issue. For example, if a railroad issued stock
of $100 par value to & buyer for $70 per share, the buyer as first holder
could be held liable in case of the company's defnult so long as he owned
the stock. His limit of liability, however, was only to the extent of the
difference between par and the price he paid, or $30 in this example. How-
ever, holders, in due course, are not subject to liability for the default
of the corpuration, regardless of the price paid for the stock. A holder,
in due course, is any buyer of the shares other than the first buyer. Even
though the railways were sorely needed, they were a high-risk investment.
Consequently, few investors were willing to:pay par value for a share of
railway stock. The rallroad companies turned to the construction company
device as a way of making railway shares more attractive to investors.
Railway stock would be issued at par value to‘:the construction company in
exchange for the contractual obligation to buiild railroad. The construction
company would then sell the stock for whatever the market would bear, which
usually was significantly less than par value. The purchasers of railroad
stock, who bought from the construction companies, then became holders in
due course. The most at risk to such purchasers was their criginal invest-
ment. In effect, the construction companies stood between the railroad

and holders of railroad stock in due course. 'tc funds received by the
construction companies from the sale of railroad stock were then used to
build the railroad, and any funds not so spent vecame the construction
company!'s profits.

The "inside" constiuction company, however, offered too rich an opportunity
for men-of avarice to pass up. This type of construction company was
founded by the men who were incorporators and board members of the rail-
road company. Thus, the men responsible for developing and operating the
railroad as an enterprise were the same men who cou.d reap the profits
from construction. It was natural that the cheapest construction methods
were followed so as to naximize the residual profits to be divided among
the '‘promotors,

it

The results of the nineteenth century railroad building binge in the
United Ctates include. the nation was unified with transcontinental
railroad routes, economic and social development was alded and hastened;
however, the railroad system was overbuilt and overcapitalized. The
western lands were thus opened for settlement, and National mobility was
gained.,
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The Pevelopment of Citiec3 and Relation to Transportation

As previously indicated, the location uf cities was detemined by external
transportation availability, At the intersection of waterways and the sea-
coast, one cuuld expect to find the largest city of an area. As one moved

v the river, citie. would btecome successively smaller, because the size of
. ty was relatel to the size of hinterland which it could tap for its support.
wie cities on the seacoast tended to be largest simply because they colild
.fap two hinterlands for their needs. All the resources upriver were
readily available, arnd the trade of forelgn lands provided the second
"hinterland" available to the seacoast city. Cities located where trib-
utaries ran into rivers and were also conceived where rivers were crossed
,by caravan or other inland trade routes. Economic exchauge tended to take
place where transportation routes intersected. 3Such activity tended to
provide opportunity for trade and services to develop and for growth of
social and political intercourse.

Internal mobility has always been important in city growth. Without a means
of transportation, virtually everything must be within walking distance.
Analysis of the Uity of London reveals that the city is a conglomerate of
formerly fairly self-sufficient central places, all small with minimal
sepayation of activity centers. A means to move about in the central city
13 necessary, and the better this means, the larger the city tends to
become.

The medieval city existed in a fragmented, feu'al society devoted to pro-
tection, self-sufficiency, and little social and economic intercourse.
Life centered upon the feudal Manor, and the "city" may have been walled.
Perhaps a series of parallel walls.may be observed as the "city" grew and
expanded, up to the point in time when gunpowder and artillery became
available. The notable point which may be observed is that little planning
for city growth is evident in the medieval city. In a later stage of
development, however, the city tended to become more planned. The medieval
king, may have planned two characteristics into his city. First, he wanted
R to be in the center of activities. OSecondly, he wanted to be able to show
his power in a manner similar to the Russian Military Display in the Kremlin.
The result is the city with straight boulevards leading to and from the
center of power.

The modern industrial city, however, was largely dependent upon public
transportatisn during its developmental stages. MHence, it was shaped
largely by industry and transportation. The streetcar has been regarded
as the shaper of modern American cities. Early in the development of the
industrial revolution, housing tended to be Jammed near factories, so the
workers could easily walk to work. Until a form of public trancportation
was developed, man was forced to live near his work. The first fom of
public transportation was the omnibus. The first of these vehicles was
developed and operated by Pascal in about 1660. Originally, rides were
free, but when costs became inescapable and Pascal began to charge, riders
protested strenuously -- in a fashion similar to any proposed rate or toll
increase made today. The horsecar wa. put on tracks shortly after its
development, and the-horse-drawn streetcar began commuter Service roughly
coincident to construction of Steam Railways during the 1830's. Some .
rather unique problems occurred with the horsecar that were not shared by
successor electric streetcars. Occasionally, various and sundry diseases
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would attack the livery as an epidemic and simply wipe out much of the
motive power. Horses were also in need of rest and rather frequent
"maintenance"” periods. A noteworthy effort to mechanize public trans-
portation in urban areas was made by Andrew lallidie, in San Francisco
after the War Between the States, and resulted in the cable car. Hallidie
was & manufacturer of wire rope, or cable, and saw & new market for his
product if a grip of some sort could be developad to engage a cable buried
in a channel under the street surface. The cable could be guided over a
set of pulleys, and powered by a stationary steam engine. The cable car
was relatively expensive to build, and consequently required rather dense
traffic to Justify its construction.

The Electric Streetcar was developed around 1800-1890, and has been iden-
tifted as a major cause of city development. The streetcar, with its
higher average speeds, pushed the limits of the city out to a new dimen-
sion. Clty size and transportation may be related through man's use of
time. It may be generalized that man does not wish to live more than
thirty minutes! transportation time away from his work. Thus, the dis-
tance a man would be willing to live from his Job if limited to walking
at three miles per hour would be about one and one-half miles. Hence,
i1f all Jobs are located near the center of the city, the effective city
radius will be one and cne-half miles. The horse might have pushed this
limit to three,miles or so, the cable car to four or five miles. The
streetcar, with its average speeds of fifteen to twenty miles per hour,
or more, effectively pushed the radius to eight or ten miles. This
resulted in cities taking on a starfish shape, with population moving out
to and settling along the car lines. JSuperimposing the railroads, which
began to offer commuter service in the latter half of the century as a
means of gaining extra revenue, amplified the growth of the starfish
pattern, led to nodal developments even further out from the center
city. This nodal Jdevelopment stemmed from the economies of railway
operations, which tends to call for less frequent stops than smaller
vehicles such as the streetcar.

3ome developments also attributable to the streetcar occurred in the
character of the city. As streetcars became electrified, strip shopping
streets Jdeveloped along the routes. More affluent residents along the
streetcar routes didn't like the noise and flashings of the streetcars,
and Simply moved away -- elther out near the end of the line, or at least
to a.street two or three blocks away. As a conseluence, land values
immediately on the car line decreased for residential purposes, and the
former homes became used as stores .catering to the car riders. City
sub-centers tended to develop where car lines intersected. Slums tended
to develop in these areas and along the cross-town lines, as well. Poor
people needed to live where they had one-line access between thelir homes
and Jobd, for the early streetcar lines developed under several indepen-
dent ownerships, and did not provide for transfers. As cities expandgd,
streetcar companies consolidated and began to establish cross-town lines
and to offer transfers. Affluent persons tended to move out. leaving the
areas around the car lines to beglin the process of deca; and deterioration
into slums.
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The sudden, unexpected arrival of the autmobile concluded the develop-
ment of cities to date. The automobile, completely versatile as to time
and route, superimposed upon prior developments, filled in the areas
petween the points in the old starfish pattern, and pushed the city
boundaries out seemingly limitlessly. The suburbs have been & notable
result. Located almost indiscriminately, the suburbs have caused the.
modern city to take on a physical shape which may be appropriately
characterized as formless. City character and meaning tend to be wrapped
up in the term "3lurbs" which has been used to descrive the homogeneous
suburban developments of the 20th century. )

The problem of the day is the automobile insofar as urban mobility is
concerned. Not only can the automobile, which the American has elevated

to a pedestal among gods to love and worship, g£et us there, but it leads
to the demise of over 50,000 of us every year. In short, the automobile
#hich has been a decided boon in our search for mobility, has led us to

a problem of immobility in our cities. What will we do with the automobile
in the city of tomorrow?

By way of conclusion. in this potpourri of transportation history, perhaps
this' concise capsule is appropriate. A student wrote on an examination
that the nistory of transportation has developed from the point when man
moved all hls trappings on foot up to the point where & Boy Scout receives
a Merit Badge for walking a mile.
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TRANSPORTATION AND ECONOMIC DEVELOPMENT

An exchange session with Secondary Curriculum planners. Donald K. Graham,
Instructor, Department of Transportation and Logistics, University of
North Florida.

We are to spend a short while this morning talking about transportation

and economic development. But before we get into the discussion itself,

I would like to make two suggestions. First, this morning, and throughout
the seminar, continue to ask yourself, "So what?" And second, wonder
"Why?" Here I am talking with you about ¢conomic development--and other
people talking with you about transportation in other areas. We're telling
you something about transportation, but you must wonder "Why?" Take this
back to your classroom. "What does this (transportation) mean to me, to
my class, and why is it that way?"

Now, to cur discussion. One thing that has impressed me about our society
is the extent of our dependence upon this thing we call transportation. I
was glad to hear that some of you are English teachers. As an_ex-English
major I was doubly interested in a passage I lound in one of our texts--
partly interested because of the 0ld English phrasing in which 1t was
written, and payptly because of what it says about a soclety's dependence
on transportation. The passage is from an old English law about paying
debts to transportation people. I'm not going to read the entire passage
for you, but it says in effect that a person who is ". . . entrusted to
carry goods is charged against all events but acts of God and enemies of
the King, for though the force be ever so great, as if an irresistible
multitude of people should rob him, nevertheless he is chargeable." Now,
why should somebody be chargeable if ". . ., an irresistible multitude of
people should rob him . . ."?

The idea I am after heiv is found in the words "entrusted to carry." We
people--whether as manufacturers or consumers--entrust our goods to some-
one else for transportation. We give our goods to this someone and they
have complete control over those goods. Then, 1f something happens to
the goods, we are lost-- in some cases, utterly and completely. So
regardless, except in war or acts of God, the carrier, or teamster, of
old England wa: responsible. This, I think, is a vivid example of one
people's recognition of their extreme dependence on transportation.

EA)
Monday I talked to you a few minutes about transportation and economic
development. An economy, especially a young economy, has two basic ways .
in which it may develop.. It can be self-sufficient by making or producing
everything that its people need, or it can go into the thing I mentioned
Monday--specialization. And what about our economy? As a people, are
we self-sufficient?--or are we specializing? Well, we're specializing,
%nd this has an effect upon our relationship with the other peoples of
the world. We become more and more dependent on other people. And since
two people--we and those we're dependent.upon--cannot be in the same place
at the same time, we're more and more dependent upon something to reach
between ourselves and the rest of the world. That is where transportation
comes in.
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You'll recall from our discussion on Monday that there are two reasons

for specialization developing. First, there is the unequal distribution of
the earth's riches; different parts of the earth have different quantities
(including zero) of what people want. Second, specialization appears to

be the best way for the most people to share {n what the earth offers; to
overcome this unequal distribution.

But where does transportation come in? Well, transportation is the "thing"
that allows specialization to happen. People's desire ‘for the better 1ife
is what makes specialization develop; but it is transportation that allows
the specialized functions to operate,

Produc tion is one-of these specialized functions of -which I'm speaking.
What is production: "It's turning or making natural resources--turning
N them into consumable goods,"

(A1l following quotations are responses from seminar registrants:

0K, conversion, or transfomation, or something 1like that? This conversion
is often reféerred to as making something useful out of something unuseful.
Iron ore is not useful as a hunk of rock. But converted into iron, it
becomes something with great usefulness. It has had its degree of yse~

fulness increased by having its form transformed, It has been given fom
utility.

But our discussion is on transportation. What does form utility have to
¢ do with transportation?

"It has everything to do with it! The natural resources have to be gathered
into the places of production . . . and then you have to get them to a dis-
tribution point and ultimately to the consumer."

"Yes, and you also have to get labor in." "And getting the people to the
place where they're going to buy L1t!" Very good, Transportation, as you
quickly pointed out, gets "it" where 1t's supposed to be, whigh is quite
true. But there-is another dimension here which also is important in
production and is dependent upon transportation. Productive utilities

not only have to be gotten where they are needed, they also must be gotten
there at the right time. Thus, transportation might be said $o provide

the time and place utilities which allow the productive facilities to perfom
their form creation,

I happen to have read in Time this morning about a production experiment
which is planned for Skylab --making ball bearings in space. It seems

that bearings made on earth are never perfectly round because of the
influence of gravity. The N.A.S.A. sclentists feel that the nero gravity
environment of Skylab will allow the production of perfect ball bearings,
Now, suppose production in space becomes realistic. What is the real préblem
to be faced? "Getting the natural resourses there." That's right, 1It's -
not so much the production process up there as the transportation process
between here and there, This is something that should excite students,
possibly in two ways: what will I, as a student, be able to do with this

new productive idea; and, particularily for the social science people, how

is this process going to affect me . . . what effect is it going to have on
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me as a participanf: in society?

Let's take a slightly different tact now. We've falked a little about
labor specialization -- people doing what they do best so that all of us
can enjoy more of life's riches. There is another kind of specialization,
1t's called territorial div sion of labor, which is related to the variances
in the location of land resourses. We allow the land to specialize also,
which contributes additionally to the riches we all enjoy. And again,
transportation is what makes it, allows it, to work.

Now, you recognied very quickly and Jumped right on to the idea of trans-
portation and production being so important in getting materials in., But
is this the end of this process? "Gotta' get them back to the consumers!"
“There would be-no economic value whatsoever to producti 1if you couldn't
get back to the consumers!"

0.K. So what you're telling me then is that transportation makes jun, if
you will, rocks, valuable by taking them-someplace to be processed into
something useful. And you are further telling me that this in itself is
not enough -- that even the processed rock would still pe jJunk unless it
could transported to where it is available to consumers.

what would happen.to some thousands of automobiles, for example, if there
were no railroad between Detroit and Los Angeles? Without that type of
transportation between these two cities Los Angeles could not be considered
a market to the-auto-makers in Detroit. As far as the people in Detroit
would be concerned the eight or nine million folks in Los Angeles would
not exist, Now this is a somewhat far fetched example of the idea that
transportation can create a market. But the people of Los Angeles want
automoblles, and without transportation they .are no real market -- it's
Just as if they did not exist at all. Transportation ma; not be the sole
creator of the Los Angeles market, but that market could not exist without
transportation.

Or. Sparling mentioned to you last Monday, and again this morming, something
about transportation costs and the extent, or size, of a market. When we
buy something the price includes not only the production costs, but also

the costs of transporting the item. A broad generalization is that the
further something travels to reach the consumer, the more it is going to
coat. An automobile might be made in Detroit for $.000 and sold in Memphis
for $2300, in Jacksonville for $2500, and in Puerto Rico for $3000. So
what happens to the manufacturers in Detroit if we folks in Jacksonville
decide we'd rather pump a bicycle than pay $2500 for a car?

"I think somebody is going to figure out how Lc make that transportation
cost less.”

Exactly. The first thing we're facing is that Detroit has a smaller
market that they would like to have pecuuse all the wealthy people in
Jacksoaville are too tight to spend that extra money. So if the car makers
can cut the transportation bill in half, well, we'd all he glad to spend
32400 for a brand néw, big Chevrolet.

Now 1f you'll think about it for a minute, we've been talking about market
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creation and transportation from the manufacturer's point-of view. But
few people in here, or in your classes back a school, are manufacturers.
From our point-of view, the effect of transportation on market creation
is the other side of the coin which is the market which we are able to
enter and make our purchases. Again, something which should be very
important to the modern student, especially as a consumer. But do you
talk about the effect of transportation on costs and the effect of those
costs on our lifes?

'Well, I think today the people who get in such an uproar about the price

of food -~ and I think that anybody who goes to the supermarket does --

I don't think they take into consideration how much transportation cost is

bullt into a loaf of bread, or a head of lettuce. And I've had numerous |
people say to me, 'I don't understand, if the farmer only gets that for a
pound of beef, why am I paying . . .?!' And they forget the labor along
the 1line, the transportation that is a tremendously costly product."

And this another example of why a consideration at least of transportation
or distributlion -- storage, handling, packaging, inventory, movement, 211
of these things -~ that they do effect everyone very directly. It is very
1mpox‘tant for the non-business interested, for a future liberal arts major
or a future mathematician to be aware, if nothing else, as a consumer. You
mentioned the tremendous impact of transportation on consumer goods -- our
food, the very things that we live on. 1Is this a reasonable impact from
soclety's point-of-view? Isn't this something that a social science course
should be willing to look at?

"Well, I think beyuud that, one of the things 1 see that we ought to do

in education is develop intelligent decision makers, in voting, for instance.
And I think where you have people planning to run for office--- and this is
important to our new eighteen year old voters =-- and they say '1'11 settle
inflation' and they don't realize how complicated this is and they don't
realize how complicated this is and that one man isn't going to do all of
these things. And they cannot vote intelligently until they understand how
our system works, which includes this distribution system."

You have Just led back, I think, to the word which I mentioned earlier as ]
representing transportation's position in our society -- dependence. Some |
of us talked a 1little about this Monday morning during the break. Think

for a short period of time, especially about the big cities of the Northeast ~-
picture yourself up there. You live in New York and you wake up one morning

and the radio announcer on the news broadcast says that all trucks have ‘
stopped running; there will be no more trucks into or out of New York. It

is my feeling that within three or four days that city would be dead.

'I don't know that you can confine that to New York. How about Jacksonville?
We might be dead tool!" Do you suppose Congress will ever allow a national
rail strike? "I rather doubt it, unless they are detemined to destroy the
whole thing. I think they someday may nationalize the railroads."

Do you ever talk about. this in class?

"Not really."
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GOVERNMENT AMD TRANSPORTATION

or. Jay A. Smith, Jr., Associate Professor, Department of Transportation
and Logistics, University of North Florida

Introduction

dur discussion for this hour shall deal with the agencies of regulation
that government in the United States uses to deal with the complex pro-
blems arising in connection with the control of activities of transporta-
tion undertakings under private enterprise. We shall not discuss other
aspects of public policy, suchk as .promotion of transportation, public
ald, government construction of transportation facilities, and many
technical matters of supervision that may be necessary. These issues
have been or will be dealt with in other sections of our seminar.

Law and Economic Life

1t is a task of law, as it is concerned with-economic policy for private
business, to develop formal controls or rules that will set the limits
within which private enterprise can be left free to use its own discretion.
Law is said to be that body of rules of conduct which is backed up by the
coercive power of the state or the body politic. It consists of those
rules which are recognized, interpreted, and applied to particular situa-

. tions-by the courts of the land. In the final analysis, law at any given
time is what the courts say it is, but to have effect it must be supported
by the power of the state to require compliance with the decrees of the
courts. Thus law, particularly law regulating transportation endeavors,
constitutes. those rules of behavior prescribed by the courts and en-
forced or supported by the agencies established for that purpose. Finally
law or government is coercive; obedience is required, or penalties are
suffered accordingly. .

Although the law ultimately is coercive and implies compulsion, it is not

a purely negative arrangement. It not only prescribes rules of conduct

by saying what must not be done, but it also may be sget forth as to what

may be done. It is both prohibitive and permissive, and although it
embodies rules of behavior, it does not encompass all of them. Although
from a strictly legalistic point of view the state is a supreme authority,
the law through which it acts is faced with definite limitations. It
cannot persistently flount customary patterns of behavior because, to
maintain the continuity which ischaracteristic of the law, it must be
deeply rooted in those customs.

shenever the ruse of law characterizes political institution, the courts
play a major role in the Jdevelopment of public policy. They not only
interpret the constitution and legislative acts, but also legalize custom.
The very nature of the Jjudicial process, however, makes for a somewhat
gradual development of the law. Legislative action may speed it up, but
even this is likely to be a more or less 5radua1 procedure.
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Nature of the Common Law

*

The origin and basis of regulation in this country are to be found in the
common law under .hich certain rules governing the conduct of business in
general, and the otligations of cummon carriers, gred up. The common law
is the foundation of the legal system of the United Ctates. 1t is one of
the two great legal systems of the Western World and prevails in England
and most English-speaking countries.

There are two aspects of the common law which are important in regulation.
The first of these is the common law as 2 body of rules. Common law
refers to that part of the law of the land which has grown up without
benefit of legislation and which can be found only in court decisions.

As a body of rules, it designates that part of the law, in countries
having the common-law system, which is traditional In form. Substantively,
it embraces those rules of the law which developed out of the customs that
have been incorporated into court precedents. In this respect, common

law is distinct from Statute law and may be referred to as the traditional
part of the law of the land. When one wishes to ascertain what the law

i3 on a particular topic, he must search through court decisions to
deteymine what the court has said the law is. Their interpretation
depends apon the Lssues in a particular case or the customs which have
prevailed under certain circumstances in the past.

The second aspect of common law is that which relates to the way the law
takes form. The common-law system involves a distinct method of procedure
in developing the law of the land. This is accompll.shed by the continuous
process of court interpretation in specific cases uf the legal issues
which arise, the accumulation of decisions giving meaning to the law.

It is the function of the courts to give the authoritative interpretation
of the law. When this is done for a particular legal issue, the ruling
becomes a precedent for subsequent court rulings. It is by adherence to
precedent that the law gains its continuity and stability. This method

of -developing the law is so deeply ingrained in our political and legal
structure that it will probably persist in the United States for an
indefinite future. Two things are likely to make the common law, as a
system, an enduring basis for American law: its technique of finding the
law through judicial experience and its conception of rights amd duties

as involved in or incident to relations.

Emergence of Common Law Control

Until comparatively recent times, the regulation of private business
practices was a matter of common law. Indeed, down to the latter part of
the 19th century, the use of statute law for this purpose was compara-
tively rare. Although the common law antedates the development of private
business by many centuries, the development of common-law principles
relating to the regulation of business came with the breakdown of the
medieval system. .

In- the evolution of common-law basis for control of business, four

principles or doctrines emerged. These were: (1) Restraint of trade,

(2) Consplracy to monopolize, (3) Unfair competiton, and (4) The right to
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regulate. The first three furnished the legal rules of conduct for
competitive business. The fourth provided the legal basis in the United
States for the regulation of prices, as well as other aspects of what
came to be known as industries affecting the public interest.

Control of business through the common law was totally inadequate for the
structure that grew up in this country during the period following

Civil war. Although it provided the basis upon which foundations of
regulation were erected, the common law was too simple in structure and
lacked adequate means of application to meet the new situations which
arose. Apart from other limitations, the common law was confined to
states. Regulation by the federal government of practices that might be
dealt with at the state level through the common law could be carried

out only by means of federal statutes.

The Right to Regulate

The fourth common doctrine which was to become of prime importance in the
regulation of business was the right of the states to regulate. Regula-
tion in this setting referred to the idea of restricted .price and profit
controls and accompanying limitations on the scope of private discretion.
Since the Civil War, this has become one of the most significant con-
troversies in Fhe constitutional history of the United States.

The Meaning of Regulation .

The term "Regulation of Business" has three different meanings. In the
broadest sense, it covers all the laws which govern the activities of
business. From this point of view, all business is regulated, since it
is cubject t3 rules of conduct prescribed by the state. The second meaning
arises from the imposition .f rules of conduct by legislative action
described to limit the fro.dom of activity of business enterprise. These
regalations arise bec . tsv competition is not perfect and because economic
forees, working without legislative guidance or restriction, are inde~
pendent means of achlieving social objectives. Such regulations are
leulgned to channel economic.motivation by. establishing conditions de-
signed to maintain competition and to eliminate monopoly power as far as
it 15 feasible. The third and narrowest meaning is used to describe the
controls which have been developed to deal with industries such as
transportation, public utilities, and-communicaticns. Regulation in

thi. sense means the positive direction of business practices through
control of the-prices which are charged for services, possible limita-,
tions of profit, restriction of the right of entry and withdrawal, or
osther devices considered necessary to implement the primary objectives of
public policy. It is this restrictive definition of regulation which
gives rise to the distinction commonly made between transportation which
is regulated and that which is not.

Regulation presapposes private business and economic activity independent
of the government. It also assumes the decentralization of responsi-
bility for guidance of economic 1life and the allocation of economic
resources to various uses. It prescribes rules of conduct under which,
however, enforcemtnt agencies are allowed considerable discretion.

Q
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Regulation also frequently involves an element of deliberate direction
which, at times, creates the problem of distinguishinyg between regulation
and management. Ithis is particularly true in the case of trausportation
industries. The laws governing the regulation of transportation impose
many more duties on the commissions than are encompussed by the control

of competition, the pricing process, regulation of securities, and Services,
all of which may be considered as an essential part of public policy that
provides a substitute for competition or limits it. Public service
commissions are also charged with the duty of setting technical standards
of performance and of Supervising innumerable technical aspects of opera-
tion. Thus, for example, the Interstate Commerce Comnission is required
to supervise railroad car service and formerly safety activities; it was
also authorized to prescribe rules and regulations on matters of operating
safety of common, contragt, and private carriers engaged in interstate
commerce, including qualifications and maximum hours of service of
employees of the carriers. These and other administrative functions have
been transferreui to the new dupartment of federal transportation.

Regulation Under Federal Government

As we all know, the United States is governed under what has been
traditionally called the federal form of government. It is the result of
uniting « number of mure or less ludependent states into a union in which
each member retains a large degree of sovereignty. Because of its
origin, this form of government requires a writtun constitution, which is
the basic framework of govermment for the federal anion. It sets forth
the restrictive powers of a central and local government, and provides
means whereby the general framework may be modified to meet the need
arising from changing conditions.

The Constitution and Regulation

There are two distinct features of the Constitution of the United Ctates
which are important to the regulation of industry. The first of these
relates to the location of the authority for regulation, the Constitution
setting forth the respective powers of state and federal governments.

Under this provisicn, the baslc responsibilities of the executive, Judicial,
and legislative branches of government are distinctly spelled out, with
their responsibilities and corresponding authorifes denoted. Governmental
action, therefore, requires the sanction and cooperation of all three
branches of government. This means that in the matter of regulation of
industry, the legislative, executive, and Judicial viewpoints must function
together, but that each division must act strictly within its own sphere

of competence. Because of constantly changing conditions, adjustments
among these three divisions is a continuous process, oftfen very delicately
balanced. As we all recognize in the contemporary press, we see in
Watergate that delicate balance somewhat disturbed.

The second distinct and unique feature of the Constitution which is
important from the standpoint of regulation is the Bill of Rights. The
Constitution places special emphasis on the importance of pruperty and
individual freedom on economic matters as the basis of literty. It contains
guarantees for the protection of 1if:, liberty, and property. These

119




112

guarantees are not necessarily an inherent part of a written Constitution
or of the federal form of government; however, they have become so
interwoven with other aspects of our constitutional development that

to separate the Bill of Rights and 1ts direction would be infeasible.

The Independent Regulatory Commission

“he Independent Pegulatory Commission is literally an "invention" of the
‘Inited States and one of this country's "unique" contributions to the
regulation of private industry. It may be said to have begun with the
lawz enacted in the late 1800's by the states of I1linois, Iowa, Wisconsin,
and “lnnesota to control the rates charged by railroads and ancilliary
agencles. The Interstate Commerce Commission was the first one to be
established by the federal government in 1887. Initially the Commission
was only given limited powers over rates and services, but during the
present century its scope and authority have been extended, so that

today it stands as one of the most powerful commissions in the country.
The commission form of regulation has been extended into other spheres

of federal control Juring the last half century with the establishment of
the Federal Trade “ommission, the Federal Power Commission, the Federal
Communications Commission, the Securities and Exchange Commission, and
the ¢lvil Acronautics Board.

‘The Nature of Regulatory Commissions

The theory underlying the function and organization of an Independent
Regulatory Cummission 1s that it is an expert body, composed of individuals
aprointed for the purpose of providing a continulty of business regulation
‘hut neither the courts nor the legislatures can supply. The courts were
unable to 1o thi: becaudse they act only on the basis of litigation and only

_on the f:x3ues brought Lef..e them. They cannot act on their own initiative.
Tegizlatures, by their very nature, are unable to act in an administrative
21pacity and are unatl. to supply the day-to-day and individualized
regulation that modern business requires.

The Pegulatory Commission is supposed to be a non-political agency
alinistering the law, within the framework of the Constitution, according
23 the Intent of Congress, as expressed in the governing statutes., It is
for this reason that it is considered essential that such a commission
enjoy independent status. Again, outside of the bailiwick of transporta-
tion. we all recognize the problem of political intervention into
independent regulatory comnissions.as we have witnessed in the scandal
within She S5.E.C.

The Pegulatsry Comaission is regarded as an amm of the legislature and
Judleial tranches of the government and is free from control of the
execitive. In other words, it occupies a dual position, which has been
charucterized as quasi-legislative and quasi-judicial, This means thai
i1t aetr in a2 leglslative capacity when it £111s out legislation by promul-
gating rules or enumerating detalls envisaged in the legislation.

Congress may preseribe broad standards to carry out i.s purposes, such

as requiring that rates be Just and reasonable or prohibiting unfair
methods of competition. (ongress, however, can seldom lay down detailed
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rules- to carry out these standards, because this would be too rigld for
effective regulation. The Commission does this task. When it interprets
the law or issues .rders for compliance-with the rules it has established,
it then acts in a Jadicial capacity. In this capacity it is predominant-
ly a fact-finding body, by which activity it provides the basis upon hich
detailed regulations may be issued and public policy developed. Most of
the statutes under which the commission operates specify that commission
findings as to fact shall be conclusive Lf supported by adequate evidence.

In aduition to performing their functions as regulatory agencies,
commissions may also act as fact-finding-bodies for the purpose of
securing information that may be used as a basis for formulation of
public policy toward business and for recommendations to Congress for
legislative action. The investigations may be made by staff under
commission direction, or they may be made by members of the commission
holding hearings like a congressional committee. InvesH gations are
usually confined to the field over which the commission has regulatory

_authority,.

" The Interstate Commerce Commission -

ERIC

Aruitoxt provided by Eic:

The Interstate Commerce Commission consists of eleven members appointed
by the President of the United States by the advice and consent of the
Senate. These members are appointed for a period of seven years and may

‘be reappointed.

Scope of Authority

The Commission has been vested with the authority to regulate various
types of surface transportation in interstate and foreign commerce.
The scope of this authority is briefly as follows:

1. 1Issue certificates of public convenience and necessity
for construction, extension, and abandonment of lines
of railroads.,

2. Certificates of public convenience and necessity for
establishment or extension of motor common carrier
operations.

3. Issuance of permmits for institution and extension of
motor contract carrier cperations, water contract
carrier operations, and freight forwarders.

4. Require that rates and practices of all common carriers
subject to this act be Jjust, reasonable, and non-
discriminatory, and that such rates be published and
on file,

5. To pass upon the unification, mergers. and common

control of two or more carriers under the commission!s
direction.
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6. To regulate the issuance of securities by railroads and
motor carriers and other financial matters pertaining
to these carriers.

7. To investigate alleged violations, prosecule in court,
and assist the Department of Justice in pursuing civil
and eriminal proceedings arising under all parts of
the act and related acts.

Civil Aeronautics Board

The Civil Aeronautics Boa:d is an independent regulatory commission
patterned after the Interstate Commerce Commission, #lthough it possesses
much less comprehensive responsibility, its activities being confined to
air traasportation. It consists of five members, appointed to six years
by the President. The scope of the Board's statutory authority is
suwmarized as follows:

1. Regulation of economic aspects of domestic and inter-
national United States air carrier operations and of
common carrier operations of foreign air carriers to
and from the United States.

2. Investfgation and analysis of civil aircraft accidents.

3. Adjudication of refusals of the administrator of the
federal aviation agency to issue airman certificates
and of appeals from orders of the administrators affect-
ing air safety certificates and participation in the ’
administration!s safety rule making proceedings.

Government Objectives in Transportation

sransportation presents a unique problem for the nation because of its
intimate relation to community life. In fact, the idea of a unified
comnunity or body politic is impossible in the absence of adequate

.wans of transportation. In other words, without an adequate trans-
portation system, this would not be these United States. Throughout the
nistory of the world, it has been found necessary for national sovereignty
to have ati adequate supply of transportation facil!ties. Even in a coun-
try where the utmost possible development of private enterprise prevails,
pablic participation has been necessary, especially under modern
conditions. 1t has never-been feasible to divorce transportation from
corzmunity zoncerns or interests, because it literally fomms the basic

fra weworkx of & community, and it constitutes the arteries by which the
comnadnity 's 1ife blood flows. Transportation routes are decisive factors
in the lou.Sion of economic activities. All we have to do, sitting in
our classroum, 1s to look at Jacksonville and its location and the

reason for its growing importance, ever the inclusion of a new industry
such as Offshore Fower Systems.

sansportation companies are obligated to use public facilities. Water
transy ort mast utilize the inland waterways, coastal waters, and harbors
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of the country, and these cannot be left solely to private exploitation

or cevelopment, Navigational aids cannot satisfactorily be provided by
private snterprise aione, nor left to complete reliance on competitive
forces, or our alrw.,s would be.a horror. Rallroads musi be permitted to
exercise rower of eminent domain, a procedure which directly or indirectly
requires use of governmental powers. Motor transport must be able to use
the highways, the provision of which-also entails resort to powers of
eninent domain. In other words, transportation, unlike most other economic
activity, needs the aid of the government in securing the neces.ary route
facilities, wnether the services can be supplied by public or private
enterprise,

But the partidpation by govermment does not stop at this point. rublic
investment is unavoidable. No feasible means for supplying streets and
highways -- to say nothisg of water and air navigational aids -- by
which complete reliance :an be placed on private enterprise, has yet
been developed in any nation of tue world over any time period. Public

‘investment in the routes over which most of our transpart takes place is

inescapable, Thus tran.portation, even in a private enterprise economy
such as ours, constitutes a mixed system of ownership and investment.,

It is necessary to your understanding of the transportation industry that
this {s the way our system and most systems of transportation amd communi-
cation have been developed. It is also tne unavoidability of this mixed
system that is onc of the reasons why economic allocation and utilization
of resources- in transportation constitute such a conplex problem.. Truns-
portation presents the un;due problen in that the suijpers also constitute
a group of industry, some of whose services are readily substitutable for
each other, while some are not readily substitutable gr are even specific
to that particular mode. This'would not present any particular diffi-
culties if the modes had similar economic characteristics and therefore
were amenable to the same- type of regulation or control. Obviously. this

is not the case, as railroads and pipelines are somewhat natural o . polies,
while motor, air, and water carriers are comparatively competitive
nature. Furthermore, a large amount of transport service is not ... hire;
it is supplied by the owmers of the facilities for themselves, Much of
this transportation is readily -substitutable for services which are sold
by public transportation, and much of the for-hire traffic can move into
the private category if for any reason for-hire service is unsatisfactory.
In other words, Winn-Dixie can move 1ts own goods in its own trucks if
service offered by the public r.rrier, such as Ryder or Jea-Land or hational
Airlines, is not satisfactory to Winn-Dixie. OCovernment must give
recognition to this diversity and cannot proczed successfully on the theory
that a single type of regulation is applicable to all nodes and to all

-users in any given mode.

Another unique problem in transportation arises in connection with the
role of the common carrier. Although this concept has been with us from
earliest days, present law relating to commen carriers and the responsi-
bilities they must discharge is largely the product of railroad regulation.
As a consequence, the idea has developed that transportation for hire

is presumed to fall into the common carrier category, unless there are
compelling reasons to the contrary, and that those engaging in the
business of a common carrier should be restricted to this type of under-
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taking. So far there has been no basic departure from this theory, despite
the impact of new technology. In other words, it is the problem of govern- '
ment and tts reguiation of the modes that government be receptive enough

to recognize and DPromulgate rules such as intermodal activities that

would allow the common carriers to take unimpeded advantage of improved
transportation technologles and techniques.

The need for common carriage and public imposition are the obligations
that-arise from the nature of much of the transportation for hire. Shippers
transfer physical possession of goods they ship to the enterprise
(carriers) that transport them, with the expectation that they will be
delivered at destination in the condition in which -they were received.
Shippers and recelivers may be different people and, in addition, more

than one transport firm way be involved. The practical impossibllity of
every shipper entering into a specific contract for every shipment he
makes and then belng forced to undertake individual suit for redress 1f

the conditions of the contract are not fulfilled, makes & general law for
common carriage with the stipulated obligations and, over a wide range,
almost automatic enforcement, a necessity for an effective transport
system. At the federal level, at least, the law must be a matter of legls-

lation, and even at the state level the common law itself 1s inadequate.

The type of regulation which 1s necessary to insure the continuance of
common carrier service and obligations 1s a matter of marked difference

of opinion at the Present time, Some even doubt the relevance of the
aommon carrier concept to modern conditions. Analysis of the considerations
which must be weighed in the development of public policy requires
evaluation of the role of competition in transportation today.

The Changing Nature of thé Problem

Government intervention through transportation pollcy has been developed
within the framework of monopoly theory, AS a result, restrictions have
been placed on freedom of decision by management, prices have been
regulated in a comprehensive manner, and competition has been 1limited by
severe control over conditions of entry. Limitations on competition have
been imposed on the premise that competition in transportation can be
rulnous, with harmmful results to the carriers as well as the consumers.
Moreover, the common carriers have supported restricted entry, once they
have obtained permission io operate, although all of them seek authoriza-
tion to compete effectively against rival modes at the very time that they
endeavor to limit the rival's privilege of doing the same thing.

The complexities surrounding the competition among the various carriers
arise primarily from the totally dif ferent economic structures among

them. Purely competitive or purely monopoly theory 1s inadequate for
transportation as a whole, and so is ofigopoly. Public pollicy, as well

as the behavior of carriers, must accommodate themselves to both competition
and monopoly, because nelther can be eliminated.

The problem is further complicated by the inescapability of public owners
ship. Whereas, in the perlod of rallroad supremacy, regulation was a
definite alternative to public ownership, today the latter 1s inescapable
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for a large ;jart of the in.estment in transport. This poscs the new issue
of criteria “ur publlc irnvestment and criteria for user charges. He, in
*he city of Jack:o ville, may see this dilemma within the expressway and
rapid transit sysrw.s serving our city. This is distinct fro. tlie problem
of regulation and Lidere:ndent of ft, Furthermure, puabtlic ownershii cun

no longer conprehend the entire inland transgport system and would not
resolve the basic problem: uf economic allocati.a and utiliation of
resources.

Prublens of transportation have occapied the attention of the legislative
and executive branches of the federal government from the very begi..lng
of this country as a nation. They have been concerned with the promotion
and Jevelopment of different elements of the transport system from timc
to time, and with the regulation of various modes. Lown to 1910, the
focal peint of regulation was the railroad; since then the other carricrs
and the relationship of those modes to the railrouds lLias become iucreus-
ingly importai.t. Over the year., the center of attention of nationul policy
has been or. regalation and public control. At the same time, there has
been a greatl deal of aclivity in the promotion of transport, other thun
railrvad, but until recently 1little consideration has been given to the
coordination of rromotional activities with policy; and tu date scaut
recognition of the-need of this and the implications of it have beea
afforded by governmen! authorities,

The enormous investment -~ both public and private -- in transport toduy

and the prospective requirements for the immediately ensuing decades, call

for an enunciation of general objectives of public policy and jovernmeun'
involvement in transportation. In strictly economic terms, this cau Le ”
set forth rather simply by saying that public policy requires the ecououic
allocation and utilization of economic resources for the transgort

system as a whole, and among the modes which make up that syctem, that

this means is that the transport thatis considered necessary for the

country should be obtained at the lowest economic cost and utilized in

the most efficient manner.

To meet the economic objectives of an efficient transport system, public
policy must see to it that tax burdens, user charges, public aid, and labor
legislation are administered so as to eliminate, as far as possible,
handicaps on any of the carriers. Public investment in transportatiou
should be scrutinized in the light of the public need as measured by the
best economic gauges possible. Even if an economic transport systom

were obtained by applying the foregoing criteria, there would remain the
problem of rational defense. The transport problems of national defcnse
will enlarge in any country. These cannot be gauged in the marketplace,
and what 1s necessary to develor an adequate inland system for this purpose
must be the result of the appraisal of military as well as other needs.
Nevertheless, it 1s still incumbent upon these governmental policies to
obtain in the most economical way what is deemed necessary for the

defense of t"e nation.

The monopoly position of railroad transportation led to the growth of
cumprehensive control over rates and the rate level that today characterizesg
our regulatory policy. Aun effective program for limiting profits to those
which are fair also requires control of the costs which enter into the
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calcalation of these profits. The costs which are competitively deter-
mined can be accepted as reasonable or fair. What is a fair wage for a
strategically organized lator, however, is another matter; and so far,
we have lacked adequate criteria by which to measure this. The impact of
changing technology on labor relations remains to be seen. Technology has
re.olutionized trorsportation in the last few years; competition has now
become the order of the day, and even though labor organizations have
been able to maintain moropolistic positions in some segments, they no
longer deal with management that enjoys the same powers to any signifi-
cant degree. Consequently, if transportation remains in private hands
and if it cannot depend upon the government for subsidy, labor costs in
tranoportation will have to conform to general competitive conditions.
This may make it possible for labor problems to be settled through the
_medium of collective bargaining, and it.may also make 1t possible to
develsy means of adjusting labor disputes other than by strikes. Radical
revision of existing labor legislation for transportation is necessary,
however, if this is to tane place.

sunmary otatement. A talanced and efficiently functioning system of trans-
portation 13 esw.ential to the public welfare. Adequate transportation
enhances the pulitical, social, and cultural unity of a country, state,
county, or city, and is an integral part of the production and distri-
tution of goods and services. Government has a responsibility to promote
or®provide for the development and maintenance of systems of transporta-
tion to meet the demands of i1ts people. Transportation goals are
subordinate to other public and grivate goals, and should ot be considered
as ends in themselves. But because of the great power of transport to
shupe human activities, it requires special attention. The goal of govem-
ment in transportation should be:

To facilitate sociul, economlc, cultural, and recreation interaction.
Overall Goal: Optimize the Movement of People and Goods
How to achlieve this goal through statement of objectives:

1. Provide transportation that satisfies transport requirements:
: a. Convenience

b. Safety for the user

¢. Promote economy -
2. Promote efficliency -

a, Provide an economical system

b, Provide coordination between modes

¢. Provide coordination between transportation and other acti ‘ities
3. Promote sc¢:ial well-being

a. Provide accessibility to all educational, religious, cultural,

recreational, medical, and other needed facilities

b, Maintain a healtly business climate

¢c. Promote desirable distribution activity . =
L. Protect people and their environment

2., Provide maximum safety

b. Achieve maximum environmental sensitivity

¢. Minimize disruption of communities
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SOCIAL AND ENVIROWMAENTAL CONSIDERATIONS IN TRANSPORTATION

Dr. Wavren Rose, Cha‘rman, lepartment of Transportation and Lugistics,
College of Business ..uainistration, University of lNorth »lorlda.

How does transportation impact upun ..iclal «nd eavironmental consideru-
tions? What are the benefils and coots of transpurtation as lhey relale
to these factors? How cun we incorporate some subject matter coveringy
these areas into our curriculun™ These are some of the jueotions ue wunt
to explore in this session.

Our obJectives during this period are two-fold., First, we want, tougxam‘ne
the impact of transportation upon social and environmental issues. Sccond,
we would like to offer sume sabject matter for poscible u.e by students at
the senior high and community college levels. :

The social significance of transpurtation i35 best wnderstoud Ly identify-
ing the attendant benefits and costs, un the plus sidc, the unification of
people is an important :sucial factor. One nation, one people, onc ,ual.

We are not divisible. The exhibit at Disneylund, "It's a .mall dorld ..fter
All," exemplifies the unity concept.

7he rise and growth of cities, made rossible by improved transportution,
carry sscial benefits. These include. cultural interchange, like meeting
like, modern city living, and eXchange of ideas. Foi ~xample, a person
interested in a symphony in the 19th century would h.. been able ‘to

realize this dream. Today, symjhonles nre o way of life availabie vo ulmost
everyone. The cultural traditions of religion, food, behavior, and beliefs
today are available to use. dithouat transportation, we would be unuwarc of
them or unable to practice then.

The factor of mobility also uczerves notice. The ability to travel, to see,
to visit, and %o touch is a reallity because of transportation. We cun
travel almost anywhere in the world for special events, cultural observa-
tions, or relaxation. ilo distance barriers retard our mobility.

Finally, transportation .an be thought of as a status symbol, important to
some of us. Whether L. be a Mercedes Benz, Chris Craft, or a small Cessna,
possession of it immediately stamps us as having risen above the group.
Like it or not, ownership of these goods clearly gives us status.

The social considerations of transrortation also piese some critical problems
to us. Jver 55,000 people annually are killed on the highways =-- a serious
loss of our population, and also the suffering and anguish of relatives

and friends L5 highly disturbing. The occasional air crash and rail catas-
troptie further add to the total. A very serious problem, and one in which
we have not made notable progress.

The decay of clties and highways also is a social evil, Trancportation has
altered communities, and literally destroyed some of them. The new itter-
state highway may be the last word in highway engineering, but the .oclal
Impact of older highways and streets 13 often dehabilitating to residents.
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Simllarly, abandoned ruil terminals, warehouses, and freight yards do not
add mach to the social progress of people. Indeed, these infrastructures
often contribute to the moral decay of people.

The act of hijJacking -- elther aircraf't or trailer -- does little for our
Loulsl pusture. Gt cuncern, feur, and danger uf these events have affected
all 5f 43, and e are unclear as t. how to cope with them. Why transportation
fucilities, for these hijackings? Obviously, the quick get-away, the big
jwyback, the limited risk of capture, and the dramatics of the attempts
make transportation a likely target. After all, who could get excited
4buut o warehouse robbery, and how would you stop a football game? At any
rate, the social consequences of hijackings are mot undesirable.

Thus, we can sev the positive and negative social values attached to trans-
portation. We are not asked to make Judgments but, rather, to note the
significance of transportation in the social environment. Transportation
clearly is widely encompassing -- economicully, socially, and politically.

-

In recent yuvaros, the environmental aspects of transportation have appeared
front and center stage. The economists refer tu them as social costs.
These custs affect muny persons in indirect ways, and total socliety must
bear the burden o{ tne activities. Because transportation is so broad,
there are severul sociul costs arising from the providing cof movement
services.

Alr pollution is clearly a social cost. Most vehicles are powered Ly an
intermal cumbusticn engine, resulting in some serious discharge problems
of air pollation. Carbon monoxide, gaseous hydrocarbons, and nilrogen
oxide conpounds are illustrative of the wastes.

Water pollution also resulis from transportation. 01l spills and land

spllls occasionally occar, zausing extensive damage to wildlife, fish, and

waterways. You protily can remember the destruction in the Janta Barbara

Channell off Californ.. #hien an oil tarker exploded, destroying life in its
- wake. Similarly, pipeline breaks can contaminate waterways.

Noise pollution also is evident to those of us who live near airports or
highways. The din of the clty, the Jarring incessancy of aarporv activity,
and the ceaseless traffic of the Liceway all affect the quality of life.
Although cilencers have buen placed on aireraft and zoning restrictions
have been applied near airports, the noise aspect is still with us.

Ahat L. Lolig, donl?  Until recently, nothing would be the correct answer.
Or, actions taken have been a local basis. The 1970's, however, have wik-
nessed a namter of changes. imission control devices on vehicles will be
required ‘on new models by 1975 on a national level. Lead-free gasoline is
now avallable. .ighter legislation of safety factors has passed regarding
refinlng, extracting, and distributing of fuels. Billboard prohibitions on
interstate highways are impoced. Each day legislators are closely examin-
ing transportation activities in terms of pollution.

The big issue, though, is cost. Controversy exists over who will pay the
cvst of .decreasing the noise level or reducing air pollution. Do the
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benefits of the transportation system outstrip 1ts costs?
questions we must face in the future, Can we afford progress at the

expense of the eavironment? Are you personally willing to pay higher
prices and taxes for this protection?

0

These are hard

.
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TRAMSPORTATION EDUCATION: THE RACINE EXPERIENCE

~

Mr. Peter E. Mugensen, Poxmgr Mational Director of Education, Delta Nu
Alpha Transportavion Fraternity.

As a concept, Transportation 1s a natura’ theme around which specific
curricular activities can be gencrated to stimulate the student's increas-
ing development of his thinking skills ang processes. Students of any
sehool age, including teachers, counselors, administrators, have personally
-experienced various means, methods and lirkages of transportation systems.
These experiences are tangible and have been encountered_in personally
meaningful ways. Many locally available materials and resources are
accessible for the teacher to help focus upon this critical concept of
human Social living. As transportation is a critical reality in both the
individual's own 1life, and to others in his community, it truly lends
itself to relevant, direct involvement acquiring an awareness of the
influence of transportation on soclety.

Baeine Jnified recognized that emphasis upon transportation could be
attempted by identifying some of the basic concepts and generalizations
from the social science disciplines. The material dcvcloped was supple-
mental to complement the social science curriculum in the elementary
grades known As "The World in Which we Work."

The original obJjective of Racine Unified social science depariment was
develupnent of materials for grades one through twelve, sequenced and
becoming more sophisticated. This would be aceomplished by developing new
materials such as transportation teaching manuals for elementary grades.
The secondary grades would include a transportation "readings book,"
bibliography of transportation materials such as audio-visual, pamphlets,
books and trade maguzines. Racine Unified is currently using manuals
written for grade three and four. The focus of these manuals is toward
specific thinking skills for the student through particular activities.
These activities involve teacher and student, stressing participation of
the student as an individual who raises questions, synthesizes new knowledge
with existing personal knowledge and discovers new insights. The teacher
role is predominately one of supporting and contributing to the student
processes.

General Objectives:

1. Proyide learning experiences that will aid in building
attitudes, skills and uaderstanding esSential to personal
growtn; .

2. Help each student to function as a responsible member of
a group and to galn a sense of civic responsibility;

3. Aid each student to become independent in problem solving;

4, Provide activities that will enable the student to achieve
definite goals and to express himself through creative work;

5. Help the student to recognize the diversity of Jobs in
transportation as well as the relationships among the various
modes of transportation;

6. Stimulate esthetic expression through muszic, art and

language arts.




123

-

7. Develop an awareness of how transportation affects the
student, his community and nation.

8. Offer continuous learning experience {planning by
irorovisation by teacher/counselor).

|
|
|
The Racine Unified Fourth irade social studivs curriculun centers around l
the study of the City of Racine aad the Jtate 4ith some comparisons made
bet4een other regions of the worldd, The second part of this manual con- ‘
tains specific teaching uctivlties which teachers use to develop the
concepts and genaralizations identified. A blography of traasportation
300k3 13 included with 1 listing of transportation muscums, exhibits and
transportation markers within the State. |
|
|
|

The third and fouarth grade manuels are included in a social studies kit
avallableé ¢5 a1l teachers upon their request from the Instructional
Materials Zenter. Cufflcient reprodactions of these transportation materi-
als was malz ty Hucine Unificd. The Third Grade manual {ncludes 35mm filn
steips and tupe, titlet "Let's Visit a Trucking Conpany”, and "Let's Visit
a Railroad."”

L4
The Fourth lJrad. material includes transpavencles of the City, State,
Feglon, and Zsuntry for tracing expansion of the transportation concept.
Alsay Inzlad:d are 3%mn color slides shawing familiar local streects, high-
ways, automobiles, trucks by comparison--titled "Then and Now." A
transparency for vehicle registration {various) Is also included.

Seven 1ctivities are included in the Fourth Grade manual. ‘The Third Grade
maaal includes five astivities with additional activities such as field
trips, classroom Juests and displays. Matching cusriculav experiences in
transportation ~ith other learnings inclide Language Arts, Mathematics,
Physical Eduzation, Playground, Reading, Science and 3pelling.

It shoull be noted, this is one approach to "transpartation education"

Y through 1+, With approaches and methods to education beiny challenged,

aad in miny area: changed by today's estavlished values tumbling about,

a balance betwoun avocational and vocational transportatlon sducation

should be considered for the student. |

P
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TRANSPORTATION SURJECT MATTER AND CURRICULUM PLANNING SECTION

sancl Moderator. ur, Warren Rose, Chairman, Jepartment of Transportation
and Logistics, University of North Florida.

The first part of thne Jumlnar was Jdevoted to acquainting the registrants
with the significance and pervasiveness of transportation. Following
tnis truad orlentation, the attendees were divided into two groups. One
group learned atout carecr opportunities, while the second group examined
teanvpurtation subjeet matter for possible inclusion in secondary school
curricula.

hio seclion oumnari.es the findings and recommendations of the curriculum
group.

The ovjectives of the session were as follows.

. suggest and present transportation subject matter for
inzlusion in high school curricula in terms of historical,
economic, political, and social considerations;

. identify Pransportation information sources for use by
teachers,

. review the experiences of other school districts in tems
of teaching transportation, in order to discover liow to
incorporate transportation material in high school curricula
and to identify the inherent curricula restraints.

The Sesaion was balanced in the sease of giving and receiving information.
Speaker-resources from the University presented subject matter relation-
ships, while the registrants suggested ways for including transportation
materinl in the curricula. .

The first session was designed for the pucpose of presenting subject matter
in transportatlion which could be used in the classroom. Four professors
from the vepartment of Transportation from UNF attempted to expand the
knowledge base of the registrants regarding transportation. '

The second oeosion examined and tdentified infomnatlon resources in trans-
portation. Texts, puslications, periodicals, audio-visual aids, associa-
tions, govermuent agencies, firms, and individuals were ineluded in the
presentation. In adiition to *he original infommation packet given to all
registrants at the veglnaing of the seminar, two additional 1lists were pre=
pared and distrivuted to the curriculum persons.

The experiences of othier school districts in the nation regarding transpor-
tation were resicwad. Although these ploneering effonts were confined
largely to the losur grades, the work of Racine (Wisconsin), the State of
New Jersey, Mlami-uade (Florida), and Minneapolis (Minnesota) were cited,
The thrust of all of these programs was the creation of an awareness of
transportation, with employment opportunities recelvlng only limited

f
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attention. Unfortunately, curriculun developnaut at the seccondary level
was viewed as minimal or even non-existent.

The third session invuived the registrants in an active role. They cited
the comnunications program packige of the DBell Telephone lystem and the
health services project by J. J. Putlie Health Cervice as examples of "hoW
special project programs can be Jdeveloped. The group further opined that
transportation had to pe Jdeveloped as an interdisciplinary subject, ruther
than as an independent or .peciul interest subject. Curriculum time
restraints Jere noted, along 4iik the .a2ed for involvement with traaspor-
tation through employment. In swmiiry, the asademic environment of the
high school was reviewed, dand recommendation. for satject autter Jdevelopment
were made. )

The fourth session wus devoted to the developmeat of a unit of instruction
in transportation. Directed by a faculty person in secondury education,
the group proceeded Lo construct 2 small instructional packige for urvan
trangit. The prozedures flowed as follows:

1. Perception of major ideas and concepts presented during
tha Seminar;

2. Selection of one idea or concept and development of
sub-concepts;

3. 1Identification of unit objectives;

4, Development of activities to teach the concept of urban
transit;

5. Selection and utilization of teaching aids aui resources;
and

6. Presentation of the topic of urban transit.

The group decided that urban transportation would be the best topic to
interest and infom Jacksonville high school students aboat transportation.
The congestion of the city, the development of additional bridges across
the 5t. Johns River, the experiences and knowledge of the students, and

the need for transport planning all contributed to topic selection. View-
ing transportation as a contemporary issue or problem was ieen to bs the
most effective method of subject introduction and discussion.

A summary of the-curriculum secti.n program of the Jeminar Indicated two
major divisions. The initial part consisted of expanding the knowledge base
of the registrants through possiple subject matter inclusion, infonmation
sources, and the experiences of ,t.:r school districts. The flnal phase of
the program combined tie naw traasportation knowledge base of the partici-
pants with their eaperience in student and curriculum development in order
to develop a viaple transportation anit for use in the secondary schools.

This section of the Jeminar produced significant dialogue and knowledge
exchange. Based on the comments of the participants, the following
reconmendations for involving people in transportation are made:

Transportation needs greater public relations and information
dissemination. T

Yo

The group +as amazed to discover how significant transportation is in an
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economy as well as the nunber of organizations and activities related to
transportatior, The Jeminar reconfimmed the thoughis of many of us relat-
ing to the ..eed for infoming more people adbout transportation. We talk
among ourselves without recognizing the need for sharing our information
with others. Whether 1t be for purposes of employment, an enlightened
citizenry, or for resolving transport issues, the neced to involve more
people is critical.

Instructional units-about transportation are needed for secondary

school curricula. -

Other than historical developments of transport modes and facilities,.
there are no avallable curriculum modules about transportation. The
reglistrants indicated a willingness to use material 1f it was avallable.
Research on infomation sources revealed valuable information on a seg-
mented basis, but no package or unit of instruction was identified.

The group wxpres.ed a strong preference for approaching transportation on
4 locul envirorment and contemporary issue basis. By having the students
bedng able to rclate to something they have seen or experienced, the topic
immediately hus relevance. The-development of a written module on elther
of these toplcs, combined with a list of hwnan resources and possibl2
student projects, would be welcomed and utilized. .

An additiona. recommendation for this project included a Joint effort be-
tween the transportation speclalist and a high school text writer. The
need for professional and technical information «ritten in a secondary
school style was recognlzed.in order to galn student acceptance.

Career opportunities 'ind requirements in transportation are
needed by vocational-'echnical teachers and occupational

specialists.

These individuals are .111ing and happy to incorporate transportation
careers In Stielr kit bug 1f someone would identify the career possibili-
ties ani rejulrements. For example, they would like to see job descrip-
tions written on rating and billing clarks, dispatehers, truck and engine
maintenunce people, ete. Although many of the positions are identificd in
other categorles, these teachers feel that there are some unique trans-
portution positions which should be categorized separately in addition to
driving a truck.

Te role of women in transportation needs to be identified.

Most of the attenldees were females who inevitably asked the speakers about
carzer opportunities. GSimilarly, the matter of creating interest in trans-
portation lsoucs among women was a compelling one. The responses by speakers
were polite, but the fallure to identify specific careers was evident. It
wus equally Jifficult to elicit female interest in general transportation
matters.

Joth the private and public sectors of the economy must develop employment

positions as well as information about these positions. Other than the
traditional office skills, computer programming, or customer service
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representative, the place of wcmen in transportation i3 uiclear. The

Seminar clearly has indicated that manpower needs regarding women have not

been establishad.

Additional seminars are needed to assess the results of 4 proposed
transportation unit in high school currizula.

A most rewarding task wwuld be to develop an instructional unit about
transportation for secondury sc ool curricula, to experiment with the unit
at selected high schools, and !5 cvaluate the learning experiences., The
group attending this Jeminar e.prcssed a desire to use transportation
materia} and, in fact, suggestad some of the instructional techniques to
be employed. They also expressed a willingness to have a UNF faculty
member present the material ovcr a one- or two-hour time frame.
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