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Resolve providing for an in IGATION AND STUDY BY A SPECIAL

ISSION RELATIVE TO THE CONTINUATION OF THE Tp.ANS-
Vheportation Service in the Areas served by the Old Colony

Division of the NewYork, New Haven & Hartford Rail-i
road Company, and in Martha’s Vineyard and Na

Rcsoli
members cf the senate to be designated by the president thereof, the
senator who is first named to be chairman of the commission, seven
members of the house of representatives to be designated by the
speaker thereof, the representative first named to be vice-chair
the commission, the attorney general or his designee, the chairman ofl€

the commission of the department of public utilities or his di
appointed by the governor, is hereby

shed to investigate and study relative to the continuation of ser
both freight and passenger, on the Old Colony Division, the Boston
and Providence Division and the Providence and Worcester I

the Tsev York, New Haven & Hartford Railroad Companv, includ-

Railrv

transportation service in the area south
the islands of Martha’s Vineyard and

pre

Said
pon the department of public utilities and

ther def
v

•estimation. Said commission shall investigate the application and
effect of the segregation formula and allocation of expenses on profit
or loss of the Old Colony Division of the New York, New Haven &

Hartford Railroad Company and include in its report its finding con-
:erning the same. Said commission shall be provided with quarters

in the state house or elsewhere, shall hold public hearings shall have

Cbe Commontoealt!) of Massachusetts

RESOLVE CREATING THE COMMISSION.
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the power to summon witnesses and to require the production of books,
records, contracts and papers and the giving of testimony under oath,
may travel within and without the commonwealth and may expend
such sums as may be appropriated therefor for expert, clerical and other
services and expenses.. Said experts shall be appointed by the com-
mission.

The commission shall make its report and recommendations to the
general court by filing the same with the clerk of the senate not later
than the first Wednesday in December, nineteen hundred and forty-
nine, accompanied by such plans, statistics and drafts of legislation
as it may deem necessary or appropriate. Approved Jure 14, 1940.
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Decembee 7. 194S

House of RiTo the Hi i

The Special Commission relative to the continuation
of transportation service in the areas served by the Old
Colony Division of the New York, New Haven & Hart-
ford Railroad Company, and in Martha’s Vineyard and
Nantucket, herewith submits its report in accordance
with chapter 21 of the Resolves of 1949.

EDWARD C. PEIRCE

Cbe Commontoealt!) of seassactnisetts

Chairmah
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REPORT OF THE SPECIAL COMMISSION RELA-
TIVE TO THE CONTINUATION OF TRANS-
PORTATION SERVICE IN THE AREAS
SERVED BY THE OLD COLONY DIVISION
OF THE NEW YORK, NEW HAVEN & HART
FORD RAILROAD COMPANY AND IN MAR
THA’S VINEYARD AND NANTUCKET.

Historical.
The New York, New Haven & Hartford Railroad

(New Haven) became the lessee of the Old Colony Rail-
road Company (Old Colony) in 1893, under a 99-year
lease. The Old Colony then was itself the lessee of the
Boston & Providence Railroad Company (B. & P.). The
New Haven went into bankruptcy in 1935. The bank-
ruptcy of the Old Colony and the B. & P. followed.
Studies were made to determine the apportioned results
of Old Colony lines and B. & P. lines which had been
run for nearly half a century integrally with the New
Haven. On the basis of these studies the court (U. S.
District Court for the District of Connecticut) authorized
the disaffirmance of each lease, under the provisions of
the bankruptcy act, on the ground that it was burden-
some. The federal courts have held that this left the
New Haven with no obligation to operate service on Old
Colony or B. &P. lines. The Old Colony and B. &P.
remained obligated to the Commonwealth under their
respective charters.

As a result, however, of the long period of unified
operation the Old Colony had none of the attributes of

Cfre Commontoealtb of o@assacJ)usetts
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a railroad except roadbed and debts; it was unable to
operate independently, and its charter obligation was
valueless to the Commonwealth unless another carrier
could be found to assume it. Strenuous efforts were made
to get another carrier than the New Haven interested in
buying the Old Colony, or free to become interested in
buying it in the belief that competition would be nece:
sary to develop a price and terms commensurate with the
direct and indirect worth of the Old Colony to a con-
necting carrier. None such was found, and eventually a
New Haven-Old Colony reorganization plan was approved
which had been developed on the assumption that the
New Haven was the only available operator of the Old
Colony. The plan sold the Old Colony to the New Haven
and limited the charter obligation to give service which
otherwise would have passed unimpaired with the own-
ership of the road. Thus, because the Newr Haven had
been a lessee of the Old Colony lines rather than the
owner of them, it could and did come out of bankruptcy
as the owner for the first time of the Old Colony proper-
ties, but with only those obligations with respect to
those properties and the Old Colony charter which the
I. C. C. and the courts found to be fair, and in the over-
all public interest to have the New Haven assume on a
new purchase made currently.

The reorganized New Haven came out of the bank-
ruptcy court in September, 1947, under a plan which had
been fought by the Commonwealth before the I. C. C
and the district court and on two appeals of the United
States Circuit Court of Appeals for the Second Circuit.
On each occasion the L nited States Supreme Court had
refused review. The Commonwealth, Old Colony bond-
holders and Boston Terrain
been the principal contestant;
The plan had been opposed

1 Company interests had
and opponents of the plan.
as contrary to the federal
nd unfair, and the formulatatute, and unconstitutional

by which the continuance of service is measured had been
attacked. The Attorney General has recently given air
opinion that there is now no further legal basis for con-
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testing the plan as such. The Commission knows of
nothing to suggest that that opinion is not correct. The
federal courts have reviewed the plan, and it has become
operative and securities are now traded in which are
based on it.

The Old Colony Railroad Company has disappeared a
a carrier. The New Haven is the full owner of its pro}
erties.

The bankruptcy of the New Haven and its subsidiaries
interrupted payments to the Boston Terminal Company,
and in 1939 the Terminal Company also went into bank-
ruptcy. That case is in the district court of Massachu-
setts, in which court the B. & P. proceedings also are pend-
ing.

The Boston Terminal Company has bonds outstanding
in.the total amount of $15,155,000. By act of the Legis-
lature of 1896 (chapter 516) the railroads entering Boston
from the south and west are required to use the South
Station, to pay the costs of operating it and the bond in-
terest, and to guarantee any deficiency in the payment
on the bonds in the event of foreclosure.

The New Haven and Old Colony reorganization plans
have relieved the New Haven of the obligation to use
the South Station and to pay operating costs. If the
New Haven does use the South Station it is required to
pay much less on account of bond interest, viz., only its
proportionate part of $275,000 per year rather than its

6,140 per yearproportionate part of over $6
The Boston Terminal Com}

not accepted the provisions of
the bondholders has petitionc

any (in reorganization) has

this plan. The trustee for
I the I. C. C. for permis-
sce. An examiner for thesion to foreclose the mortga

Commission has recommendec
an upset price of $9,000,000.

hat foreclosin'
The I. C. C. may or may

not act in accordance with its examiner’s report
The B. & P. has not accepted the provisions of the

New Haven reorganization applicable to it. There is
pending a petition to “abandon” B. & P. operation.
This is a technical procedure designed to free the B. & P.
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from operation by the New Haven under the segregation
formula, and to permit those at interest to evolve an
alternative plan for its reorganization. It is impossible
at this time to predict developments as to the B. & P.

In the late summer of 1948 there was a change in the
management of the New Haven. The new management
has been willing to experiment with the formula worked
out by Albert W. Kimber, and the previous commission.
It has therefore been unnecessary for this commission to
consider the segregation formula.

The 1948 Commission recommended a bill for the pur-
chase by the Commonwealth of South Station under
which the railroads would contract to give adequate serv-
ice and maintain the South Station as their principal
terminal in Boston. This bill, which it was hoped would
stabilize railroad relations and insure adequate passenger
service, was defeated in the closing days of the 1949
Legislature. This, again, brought about a crisis in the
affairs of the Old Colony area and again raised the possible
threat of complete abandonment which was the situa-
tion existing when the present Commission was organized.

The Recess Commission was organized October 14,
1949, to continue investigation made by former commis-
sions in an effort to maintain passenger service in the
Old Colony area. It is apparent that the Boston Terminal
Company settlement is the principal key to the solution
of passenger service, not only of the Old Colony, but of
all the railroads entering South Station. Until some solu-
tion to this problem is worked out, these railroads are
unable to make plans for the future and face the possi-
bility of litigation which might affect not only passenger
service but, also, the solvency of the New York Central
and possibly the New Haven.

The previous Legislature had refused to accept the
recommendations of the former commission to purchase
South Station, and when this commission took up its
work, it was faced with certain definite conditions which
made the outlook at that time rather dark. While liti-
gation was still pending, for all practical purposes, the
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right of the New Haven to discontinue the Old Colony
service had been confirmed, and, following the defeat of
the Boston Terminal Bill in the Legislature, the railroad
did announce further curtailment, with the statement that
they were working on a four-point plan (1) that they
would ask for co-operation in regard to operating rules of
the railroad employees to reduce costs; (2) discontinue
trains which they felt gave no hope at that time of profit-
able operation; (3) increase fares; (4) and ask that local
committees take an active interest in promoting further
use of the railroads for passenger service. Following this
four-point plan, service was adjusted according to the
desires of the railroad; petition for fare increases is pend-
ing before the Department of Public Utilities; while
commuter committees may not have been as active as
might be desired, some work has been done along these
lines; nothing of a definite nature has yet come out of
the negotiations with the railroad worker

The question of tax exemptions, the extension of fiv
rod exemptions, a subsidy by the state, cities or town
served or by citizens’ groups were among matters con
sidered and are still being studied, but they have not ye
developed to a point where the Commission feels tha
definite recommendations should be made. The Com
mission has never lost sight of the fact that under some
conditions operation, either by an authority or by the
State, might become necessary, but the present co-oper,
tive attitude of the railroad gives promise that as mud

detaining operation as couk
iditions with state operation
nvever, might make informa

can be accomplished in m
be done under present coi

A change in conditions, h
tion gathered by the Commission along these lines valu
able should the necessity arise to consider this contingency

It might be borne in mind that as far as the Commis
ion has been able to determine, the present railroad

management is desirous of maintaining passenger service
whereas, the previous management definitely desired t
discontinue, as far as possible, all passenger service in the
Old Colony area and possibly in other sections, which
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made consideration of state
tant at the time that notice

Operation extremely impor-
was originally given of dis-

continuance

The threat of complete abandonment, which had been
hanging over the community since the first announce-
ment of the railroad on February 20, 1948, seemed pos-
sible, and it was apparent that there were no means
within the scope of the Commission or of the Legislature
to do anything to stop abandonment if the railroad con-
sidered it advisable. The Commission decided that rec-
ords available from previous commissions made further
investigation along these lines unnecessary, and con-

an attempt to bring about
Commission and the railroad
ad users of the community.
Commission clearlv showed

centrated their efforts on
co-operation between the (

for the benefit of the railrc
The information before the
that not only would those who normally use the trains
be affected, but that the entire economy of the district
would be jeopardized by abandonment of the trains, and
the Commission has been in consultation with the rail-
road officials in an effort to maintain as much service as
possible.

ft has been very pleasing to have the complete co-
operation of the New Haven, and the relations between
the Commission and the New Haven at all times have
been of the friendliest nature, and give hope, not only of
maintaining the present service, but of the possibility of
a decided improvement in the future if plans now under
contemplation by the railroad and the Commission can
be consummated. These include further study of light
equipment, such as the Budd car, on which further dis-
cussion will be made in this report.

A solution of the Boston Terminal problem and efforts
to correct faults in schedules which still exist, are details
in which the New Haven is giving full co-operation. As
a direct result of these improved relations between the
railroad and the Commission, trains have been restored
to Woods Hole and special trains have been run to Cape
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Cod. The train which has been important to New Bed-
ford and Taunton, coining from Boston in the morning,
bringing express and mail as well as passengers, and re-
turning to Boston at night, was restored, and the railroad
has indicated that in any community where the civic and
business leaders feel that service can be maintained and
give any assurance of profitable operation, the railroad
will gladly try out such service.

The Commission has issued notices of hearings, and
up to the present date, has found no community that is
dissatisfied with the present arrangements to an extent
where further hearings seem either useful or practical.

It seems to be generally conceded that the present
service, while inadequate and subject to improvement

was as much as the riding revenue justified under exist
ing conditions. Unfortunately, Fall River was entirely
eliminated from the railroad time-table, and while the
lack of riders may have justified this from a revenue
tandpoint, the Commission is hopeful that plans now

under consideration may make possible the restoration of
service on a more economical basis and with equipment

better fitted for the area. The effect of a major city h
ing no direct railroad passen :er connections to the rest ol

the country is bound to have detrimental results, and it
is the hope of the Commission that within the comi
vear this situation can be corrected, which hope is sharec
bv the railroad management

When the recent pe rease i

fares was granted, the railroad again si
tive attitude, and, at the suggestion of the Commission
reviewed the entire matter with results helpful not only
to those who use the trains, but to the communities served
Instead of increasing all rates, they took the 12U> per
cent for one-way tickets, as this was a matter which w;

to some extent controlled by connecting lines, but foi
the majority of riders, not only was there no increase
but in many cases a substantial decrease in the rate
although there was no legal reason why the New Haven
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and incidentally, the Boston & Maine, should not have
taken the full-rate increase if they desired to do so. These
rates work out as follows:

A per cent increase in railroad fares in coaches
and sleeping cars on New England railroads went into
effect December 1, 1949, following a meeting of the New
England Passenger Committee. The Interstate Com-
merce Commission authorized eastern railroads to in-
crease their passenger fares by per cent. The boosts
did not affect commutation tickets on any of the New
England railroads.

Railroads making the fare hike include the Boston &

Maine, New Haven, Maine Central, Central Vermont
and Rutland. The price of tickets for parlor cars was
not raised. Instead, the railroads offered a 10 per cent
reduction from present parlor car fares for round trips,
with a thirty-day limit. From the increased fare, an
11.2 per cent reduction was made in coach rates for thirty-
day round-trip tickets, in order to make the December 1
price of thirty-day round-trip tickets the same as the
former cost of two one-way tickets.

The Boston & Maine, the Maine Central and the New
Haven also made a 25 per cent reduction from the new
ne-way coach fares for local round trips made in the

San e calendar day. (Commenting on the changes in
fares following the announcement by the committee,
Laurence E. Whittemore, president of the New Haven
said on November 21: “The action of the New England
Passenger Committee recognizes the present costs to the
railroads in their efforts to provide sufficient seats for
casual riders who demand transportation without notice.”)
President Whittemore further said that railroad officials
had conferred with Thomas A. Flaherty, chairman of the
Massachusetts Public Utilities Commission, and with
Senator Edward C. Peirce, chairman of the Old Colony
Special Commission, on the effect which the new rates,
including the special round-trip reductions, would have
on the intrastate fares. Typical examples of changes in
New Haven Railroad fares from Boston are the following
fares, which include federal tax;
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>t include PullmanSloe
NewOld.
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New Y
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Washington 24 519(
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New Y

Coaches:

Round Trip. 30 Days
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815145Weymouth
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20Midi
4 204 9'WOi

H

It is becoming increasingly evident that railroad serv-
longer a monopoly and that competitive condi-

rt more influence on rates than any of the
regulatory bodies, either state or national. This opinion
was confirmed by Hon. Charles D. Mahaffie, chairman of
the Interstate Commerce Commission, at a conference in
Washington with members of the Commission.

It appears to be the policy of the New Haven manage-
ment to maintain passenger as well as freight service
throughout their entire system, and have encouraged
efforts of the Commission to make constructive suggestions
and criticisms.

At the present time much consideration is being given
to the new Budd car; not so much to change any present
service, but to supplement and increase the service now
being rendered. To the South Shore large trains can and
are being used to advantage for the heavy traffic, and the
use of the Budd car would be to maintain more frequent
service at hours when service is not now provided, and
which would tend to increase service on the lines in opera-
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tion by making round trips possible for those whose time
of lea\ ing or arriving is not the same as the average
commuter. The possibility of using these units to make
up a train for a section like the New Bedford, Taunton
and Fall River run is under consideration. Tentative
plans would include a train leaving Boston for New Bed-
ford, breaking at Taunton, and separate units going to
Fall River and New Bedford, and possibly serving at
least part of the Cape with this same train. The advan-
tages which might accrue from this would be more fre-
quent service and much greater speed than is now prac-
tical with a heavy train.

A very interesting and informative survey of light-
weight equipment used in passenger service in the United
States and in foreign countries has been prepared by
Professors Beige and Loftus of Northwestern University,
School of Commerce. This book, entitled “Diesel Motor
Trains’’, is of such importance that it is hereby referred
to and made a part of this report.

The Commission was in conference in New York with
officials of the Budd Company who have a great deal of
confidence in the future of this car, having invested ap-
proximately half a million dollars in experimental work
on the car which is now touring the country. This car,
called the RDC-1 by the Budd Company, is an 85-foot
car. It seats 90 passengers (36-inch spacing). It is light-
weight 107,900 pounds (dry). It meets all A. A. R.
strength specifications for main line equipment for unre-
stricted service. It can operate independently, or as many
units as desired can be combined into a train. It has a
high power-weight ratio which provides excellent accelera-
tion and high-speed performance, and this ratio remains
constant regardless of how many cars are coupled together.

Power is provided by two 275-horsepower (213 con-
tinuous rating) General Motors diesel engines, each driv-
ing one axle of each truck. They are six-cylinder, in-line
engines and are mounted under the car floor. All clear-
ance requirements are met, and at the same time there is
no intrusion on revenue space. Moreover, this place-
ment contributes to a low center of gravity in RDC-1
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only 52.6 inches. The installation has been designed
with special consideration for simplifying normal mainte-
nance, preventive maintenance, and ready replacement
when overhaul schedules require.

The principle of the torque converter, so widely em-
ployed in automotive transportation, has been applied to
power transmission in RDC-1. It operates during ac-
celeration up to a designated speed, at which point the
transmission automatically locks into direct drive. In
addition to providing high efficiency and reliability, the
torque converter saves tons of weight, is appreciably
lower in price than other drives, and gives unsurpassed
flexibility and smoothness in operation. It was designed
to be combined with the engine as an integral unit and
is likewise built by General Motors.

Brakes are the Budd Railway Disc Brake, Model CF.
Operating in conjunction with the Budd Rolokron anti-
wheel-slide device, they have stopped a fully loaded car,
under service application, from 85 miles-per-hour in 2,330
feet, giving a deceleration of 2.8 miles-per-hour-per-
second. Under emergency application, employing sand,
they have stopped RDCM with a retardation of a 3.5
miles-per-hour-per-second. To increase rail adhesion the
car is equipped with both automatic and manual sanding
devices.

The following characteristics and performance data were
obtained during test runs:

Weight, light (pounds) 107,900
Weight ready to run (pounds) 112,800
Normal maximum weight (including 90 passengers)

(pounds) . . • 126,600
Maximum engine horse power 500
Horsepower per ton (normal maximum loaded weight) 8.68
Maximum continuous horse power available lor traction . 360
Maximum speed (miles per horn) S3
Normal operating speed utilizing 70 per cent available

horse powrer (miles per hour) 70
Maximum speed on grades, based on maximum weight of

cars with passengers (miles per hour):

1 per cent 62
2 per cent 42
3 per cent 28
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- only 52.6 inches. The installation has been designed
with special consideration for simplifying normal mainte-
nance, preventive maintenance, and ready replacement
when overhaul schedules require.

The principle of the torque converter, so widely em-
ployed in automotive transportation, has been applied to
power transmission in RDC-1. It operates during ac-
celeration up to a designated speed, at which point the
transmission automatically locks into direct drive. In
addition to providing high efficiency and reliability, the
torque converter saves tons of weight, is appreciably
lower in price than other drives, and gives unsurpassed
flexibility and smoothness in operation. It was designed
to be combined with the engine as an integral unit and
is likewise built by General Motors.

Brakes are the Budd Railway Disc Brake, Model CF.
Operating in conjunction with the Budd Rolokron anti-
wheel-slide device, they have stopped a fully loaded car,

under service application, from 85 miles-per-hour in 2,330
feet, giving a deceleration of 2.8 miles-per-hour-per-
second. Under emergency application, employing sand,
they have stopped RDC-1 with a retardation of a 3.5
miles-per-hour-per-second. To increase rail adhesion the
car is equipped with both automatic and manual sanding
devices.

The following characteristics and performance data were
obtained during test runs:

Weight, light (pounds) 107,900
Weight ready to run (pounds) 112,800
Normal maximum weight (including 90 passengers)

(pounds) . 126,600
Maximum engine horse power 550
Horsepower per ton (normal maximum loaded weight) 8.68
Maximum continuous horse power available for traction . 360
Maximum speed (miles per horn) 83
Normal operating speed utilizing 70 per cent available

horse power (miles per hour) 70
Maximum speed on grades, based on maximum weight of

cars with passengers (miles per hour):

1 per cent 62
2 per cent 42
3 per cent 28
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Average of 4 runs, 2 in each direction:
Miles per Hour. Second*.

To 44 60
To 54 90
To 62 .120
To 73 180
To SO 240

Average of 4 runs, 2 in each direction gave:
End of - Speed (Miles per Ho
First mile 57
Second mile 69
Third mile 76
Fourth mile 80

Air-Conditioning. If DC ] is air-conditioned by 7-ton,
electro-mechanical equipment especially designed for rail-
way car use by the Frigidaire Division of General Motors.

Heating. During operation RDC-1 is heated by
utilizing waste heat from the power plant. For stand-by
periods the car is equipped for coupling with yard steam-
line connections; or, when these are not available, small
oil-fired heaters can be provided for connection with the
engine water system.

Electrical Equipment. Sixty-four DC voltage is used
for all equipment. There are two generators, each having
a rated output of 10 kw at 1,800 rpm connected to the
two diesel engines. Batteries are carried in a stainless
steel battery box located under the car floor to provide
necessary current for starting the engines and for lighting.

It provides a standardized unit. Costly custom build-
ing is eliminated. Its new power and transmission units
give it flexibility and a reliability in operation which
makes for high availability. Its ability to build traffic
by enabling railroads to provide a greater frequency of
service, together with its comfort, good looks and speed,
make it a source of increased earnings. And its great
strength, combined with its light weight, makes it suited
to every type of railroad passenger runs (with the single
exception of overnight express service) suburban, com-
muter, branch lines, inter-urban and supplementary serv-
ice on main line.
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In addition to RDC-T which is all passenger, there is
also an RDC-2 which has a baggage section and will
seat 71 passengers, and an RDC-3, with a baggage sec-
tion which contains a mail section and passenger section
and seats 49 passengers. All of these are intended as
standaid equipment.

The estimated cost at the present time is 8128,750 for
RDC-1, 1127,800 for RDC-2, and $129,220 for RDC-3.
While these prices are quoted for any number of units, it
seems very probable that if purchased in larger amounts,
or if production increases, prices can be reduced from
110,000 to $20,000. Incidentally, these costs are very little
different from the cost of a first-grade passenger coach
without motors or independent power units similar to the
type now being used in regular steam or diesel-drawn
service.

The car has not yet had an opportunity to be worked
out in actual railroad service, and for that reason there
are no costs based on actual operations on a railroad, but
indicated costs worked out by the Budd Company offer
interesting possibilities, and the Commission and the New
Haven Railroad are giving serious consideration to a trial
of this equipment in commuter service. Costs as wr orked
out for the Budd Company by Coverdale & Colpitts,
Consulting Engineers of New' York, as mentioned previ-
ously, are merely estimates given in the report to the Budd
Company:

In accordance with your instructions we have made a study of tl

probable operating costs of the Diesel Rail Car developed by yoi

company. It must be recognized that the several items making u
such costs depend on many factors that vary between different rai
roads and between different divisions of the same railroad. Durii
the course of our study we talked with railroad officials and obtainc
operating data for existing gas and diesel-driven unit cars. Wc studk
maintenance costs of modern lightweight coaches, trucks and ai
conditioning equipment. We also studied operating and maintenam
costs of diesel engines of various capacities in railroad service and fi
both electric and mechanical drives, and have attempted to interpr
these costs as they apply to the Budd Diesel Rail Car, taking im
consideration the differences in horsepower, number of engines, access
bility of engine and drive, improvement in design, and such oth
factors that would affect the operating costs.
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In all cases where data, were obtained covering a period of years, we
have restated these costs to the mid-1949 basis of labor rates and
prices of materials for purposes of comparison.

Although we have examined and ridden the car, we assume that the
best of modern developments in engine, drive, truck and other equip-
ment have been incorporated in it, and do not attempt to judge and
pass on the adequacy of the design for its intended service.

The following assumptions have been made to establish the basis of
determining costs: 100,000 miles per year; approximately 50 per cent
average load factor on power plant and drive; fuel consumption at the
rate of 3 miles per gallon (established by a 430-mile test run); base
price of the car $128,000 in determining depreciation, insurance,
interest and taxes, excluding federal taxes; and car body and truck
maintenance costs similar to other modern light-weight cars.

The estimated operating costs for the Budd Diesel Rail Car, derived
from these studies, are shown in the following tabulation;

Operating Expenses Budd Diesel Rail Car Trains
[Per train-mile and per iar-mite .]

1 Car. 2 Cars. 3 Cars. 5 Cars.

2-Man 3-Man 3-Man 3-Man 4-Man
Crew. Crew. Crew. Crew. Crew.

I.C.C.
Account.

317 Repairs (5-year average) $0.1259 $0.1259 $0.2518 $0.3777 $0.6295
393, 401 Crew expense . . .1 .2049 .2748 .2748 .2748 .3447

394 Fuel ' .0333 .0333 .0599 .0849 .1299
398 Lubricants . . . .0030 .0030 .0054 0077 .0015
399 Other transportation expenses .0020 .0020 .0040 .0060 .0100
400 Enginehouse expenses . .0058 ,0058 .0016 .0174 .0290
402 Train suppliesand expenses . 0364 .0364 .0728 .1092 .1820

Pay-roll taxes . .0167 .0172 .0250 .0321 .0412
Vacation pay .0107 .0110 .0160 .0205 .0264

Subtotal ....
$04387 $0.5094 $0.7213 $0.9303 $1.4042

331 Depreciation! . . . $0.0512 $0.0512 $0.1024 $0.1536 $0.2560
Insurance 2

... .0026 .0026 .0051 .0077 .0128
Interest 2 0448 .0448 .0896 .1344 .2240
Taxes2. 3 0320 .0320 .0640 .0960 .1600

Subtotal 4 .... $0 1306 $0.1306 $0.2611 50.3917 $0.6528

Total operating costs:
Per train-mile 4 . $0 5693 $0.6400 $0.9824 $1.3220 $2.0570
Per car-mile 4 5693 6400 .4912 .4407 .4114

1 Without allowance for scrap value.
2 Will decline as depreciation reserve increases.
3 Excluding federal taxes.
4 First year of operation.
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We have also made a study of operating costs of intercity buses and
of two-car trains powered bv steam locomotives, and have compared
these costs with the estimated operating costs of the Budd Diesel Rail
Car, The results of these comparisons are shown in tabular form as
Exhibits A and B at the end of this report.

Repa ir

Based on our studies, we have developed an average cost for repair
if $0.1259 per car-mile over a fiv
;ated on the assumption that the

year period. This figure

ies the best principles of
modern design based on experie' re latest mechanical de
velopments. It is also assumed tl
or as a train of two or more sin;

-r will be operated as a ma
ipecified by the Bud

Company, and will not he used t
As a basis for

data were obtair
roads. I

nder advers

,nd dnv

Thebe perl or
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itv and
Diesel R

arriving at the estimated mam
for the engines in the Budd Diesel Rail (

Informal!
operation is rr

I excessive repair costs. However, these costs appliec
tions under extremely sever conditions. We have, therefore, modi!

lerares after giving due cons the new and improvt
accessibility, normal load fa .1 total horsepower, and
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have derived an estimate which appears to us reasonable and proper
for the repair costs of the mechanical drive of the Budd Diesel Rail
Car.

The total of these estimated repair costs of engine and drive amounts
to $0.0814 per car-mile.

Car body, truck, air conditioning and other equipment repairs are
assumed to be approximately the same as for other Budd-built light-
weight cars. Records covering maintenance expenditures for over 60
Budd-built cars, covering a period of seven years’ operation, were
studied and converted to the mid-1949 basis of labor rates and material
costs. From these records and conversions we have arrived at an
estimated maintenance cost for car body, trucks, air conditioning and
other equipment, of $0,445 per car-mile.

RUNNING COSTS.

Our estimate of single-unit operation costs, such as crew expense,
fuel, supplies and expenses along with such other costs as depreci-
ation, insurance, interest and taxes (exclusive of federal taxes)
amount to 10.4434 per car-mile. This total is based on a two-man
crew, which is at present in effect under certain conditions. When a

three-man crew is required, this amount will be increased to $0.5141
per car-mile.

Crew expense is based on mid-1949 labor rates.
Cost of fuel and lubricants is based on the results of a 430-mile test

run, where the consumption was one third gallon per mile. While
this test run was not made under as severe conditions as will prevail
under normal operation, it included over \}/2 hours when the motors
were idling, which should compensate for the difference between the
test run and normal operation.

Depreciation is based on a first cost of $128,000 and a 25-year life,
without salvage allowance. Other costs, such as supplies and expense,
insurance, etc., are based on data obtained for operations similar to
those assumed for the normal operation of this car.

Our cost figures are, in the main, the results of judgment and ex-
perience applied to mathematical calculations. A variation in cost
per mile of 15 per cent may be expected, due to deviation in operating
conditions from those assumed in this study.

We wish to acknowledge and express our appreciation of the co-
operation and assistance rendered us by the officers and staff of theoperation and assistance rendered us by the officers and s
Budd Company.
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EXHI li I T A

Comparison of Operating Costs per Mile Intercity Buses v. Bt
Diesel Rail (

[Source of bus data: I.C.C. Statement Q-750, year 1948, American Transit Association and

s Based on four-man crew for steam train and on th
pay-roll taxes and vacation pay.
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The 15 per cent tax on passenger fares is a serious
matter to the railroads because it has become apparent
that competitive conditions make rate increases impracti-
cal, and other conditions make it impossible to operate
without adequate revenue. This tax was imposed during
the war, primarily to curtail travel, but now seems un-
necessary and a serious handicap to New England rail-
roads. While it affects all railroads, those operating in
New England are more seriously affected because passen-
ger revenue constitutes such a large part of the total
revenue as compared with other railroad lines, and there-
fore losses cannot be absorbed as they are in some sections
of the country where passenger revenue is a smaller pro-
portion of the total income of the railroad.

The commission was very courteously received by Hon.
Robert Grosser, chairman of the House Interstate and
Foreign Commerce Committee, which controls, to a large
extent, legislation affecting railroads. While he was sym-
pathetic with the Commission in its requests that the tax
be repealed, he would make no definite statement as he
mentioned the need for revenue. He- did tell the Com-
mission that he would keep it informed as to develop-
ments, and would be glad to hear further from it regarding
local conditions. The Commission informed Congressman
Grosser that it would send him its report, and he promised
to give consideration to the matters involved, and assured
it of his full co-operation in anything he could do to be
helpful in the matter. Because of its importance, the
Commission recommends that Congress be memorialized
to remove this tax, and such a memorial is filed as Ap-
pendix C.

The Commission had conferences with Secretary of
Labor Maurice J. Tobin, who was very helpful in arrang-
ing appointments with various officials. The questions
which might arise in regard to labor relations due to
changed equipment were mentioned, but there was noth-
ing of an official nature that the Commission could put
before the Secretary in this visit. He offered his co-
operation in all possible ways to assist the Commission
in their work.
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By law, at the present time, 12-trip ticket books are
mited to 15 miles from a railroad’s terminal station in

Boston (chap. 160, sec. 190, Gen. Laws, Ter. Ed.), and it
is the opinion of the Commission that the advantages of
this type of ticket should be extended throughout the
Commonwealth at the discretion of the Massachusetts
Department of Public Utilities, and this matter is covered
by a bill filed as Appendix B to this report.

While, on the whole, there appears to be no serious
complaint regarding present passenger service from the
communities served, the railroad has stated that this is
still on an experimental basis and subject to discontinu-
ance in full or in part at any time. This presents a serious
problem, and one which the Commission hopes to be able
to clear up, based either on the four-point plan of the
railroad as previously mentioned, or some other solution
which may be worked out by the railroad and the Com-
mission

It has been very pleasing to have the co-operation of
the railroad workers as well as the management of the
railroad, and their willingness to consider all matters, as
well as their desire to work out a solution, makes a situa-
tion which appeared hopeless a short time ago much
brighter than at any time in many years.

On practically all New Haven lines, equipment has been
greatly improved, economies have been effected, and the
results of these improvements should be reflected in fur-
ther improved service and greater use of the railroads.
On its trip to Washington, the Commission traveled as
much as possible by railroad, and as an indication of
what can be done, the ride from New York to Boston on
the New Haven train, “Puritan,” out of New York at
three o’clock, was a revelation in riding comfort and con-
venience. It was a credit to the employees as well as the
management, and the ride in this luxurious train was one
which no other type of service is able to give, and indicates
what can be done with modern equipment and the pride
which apparently the workers take in working under the
best of conditions. The conductors, porters, dining-room
stewards and waiters all reflected a feeling of interest in
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the patrons which contributed to the comfort of those who
use the train.

The major question, however, is the need for sufficient
revenue from operations to maintain satisfactory service
and modern equipment. The tax on fares, a cheaper
method to operate, and other adjustments, are all impor-
tant and have been discussed in this report. The key to
the solution of the passenger situation, and possibly
freight, is still largely tied in to the Boston Terminal
Company. All roads entering Boston, with the exception
of the Boston & Maine, are involved in this matter, not
only to the extent of present operations, but also on pos-
sible amounts due for past operation and other contingent
liabilities. Until a settlement of the terminal problem is
worked out, the cost of operation on the New York Cen-
tral and New Haven, which includes the Boston and
Providence Railroad and Old Colony Division, can never
be completely figured or stabilized. Having this matter
in mind, the Commission obtained an appointment with
Hon. Charles D. Mahaffie, chairman of the Interstate
Commerce Commission. The co-operative attitude shown
by Mr. Mahaffie was extremely pleasing to the Commis-
sion, and he gave the impression that the terminal matter
might be worked out on a basis satisfactory to all persons
concerned.

At this time this Commission had no knowledge of any
private plan to finance the Boston Terminal Company,
except the general information given by Mr. Robert H.
Davison, counsel for the Rockland-Atlas Bank, trustees
for terminal mortgage, at a hearing on October 23, 1949.

3 position, having had only
Davison advised him along
ised the Commission of an
Nothing of a more definite

Mr. Mahaffie was in the san
one conference, at which Mr
the same lines as he had ad
attempt to work out a plan,
nature had been before eithe
mission up to that time.

r the I. C. C. or this Com-

In our discussions the que tion of a lower upset price
for the terminal was mentioned, and Mr. Mahaffie made
the direct statement that in his opinion it would be neces-



SENATE No. 485.1950.] 27

Sary in any case to have a new review before any decision
as to the upset price could be made, and that changed
conditions might make a different price possible, from
the former price of 89,000,000 set by the I. C. C. It was
in the mind of this Commission at that time that a new
purchase bill might be filed which would work out satis-
factorily to the Commonwealth, the railroads, the Ter-
minal Company and the districts served. This proposal
and the plans are still available if the plan proposed by
Mr. Davison is not accepted. Up to the present time,
the Commission has not been informed as to the actual
ownership of a large proportion of these bonds, and, other
than being the legal trustee, as to what authority the
Rockland-Atlas had to speak for the bondholders. With-
out this information and with the knowledge which the
Commission has in regard to the location of many of the
bonds and the attitude of these holders, it is impossible
not to be fearful of the results on transportation and
financial welfare of the New York Central and the New
Haven if litigation should be started which might involve
the credit of the two railroads in question, as well as the
Boston & Providence which is still under control of the
bankruptcy trustee. The Boston & Providence bank-
ruptcy settlement is held up pending establishment of
their terminal liability.

An editorial in the New Bedford Standard-Times of
December 5, 1949, clearly outlines the situation and re-
flects the attitude of a responsible editorial writer who
has no direct interest in the financial set-up. Because of
the interest taken in this section in the New Haven
problem, the full coverage given by the newspaper over
a period of time, this editorial carries considerable weight
as an expression of the possible outcome of pending
negotiations:

I

-Times, December 5. 1049.(Reprint, Editorial St
The refusal of the Legislature tc

to the South Station in Boston has
to make a proposal for its pure!

authorize the State to acquire title
led the railroads using the terminal

Owners of the bonds of the
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bankrupt Terminal Company, under the terms of the offer, would
receive, for every $l,OOO the sum of 1444 in cash, $450 in stock andof $444 in cash, 1450 in stock and

ids of the new Terminal Compar ive shares of New Haver
stock quoted last Saturday at $7 a share. In terms of cast

the plan is less attractive to the bondholders than the proposed State
It is entirely up to them to decidepurchase plan would have been

whether to accept the proposal
From the point of view of th

or to reject it
public, however, this latest solution

. serious defect. It lacks the essentialthe South Station problem has
State ownership of the proper!rent which was held to just

The bill that failed in the Le ature provided that purchase by the
te was conditioned on the ptance by the New Haven, of a

firm undertaking” to contim to provide service on its Old
iubject to such order the State Depar

Utilities may make from time t
The Federal Court has held at the New Haven, under tl

re Old Colonv if losses incurrorganization pi:
its operation exceed a certai It also has ruled that the railroad

ate Department of Public Utilities,
afted, made the railroad subject to

is not subject to control by t
The State purchase measure, as
the Department of Public Utilitie and stipulated that in return f

the New Haven, a pledge of cothe benefits that would accrue rie

The new suggested arrangement likewise provides or
suggests nothing as to the amount of the expenses ac-
cruing under the operation of the South Station which
are to be saddled upon the Old Colony Division, nor is
there any provision, as there was in the bill defeated in
the House, specifically setting forth what shall be paid to
the city of Boston for or in lieu of taxes.

Until such time as the situation is cleared up, the
Commission feels that it should advance no other plan,
but that it should be in a position to take immediate
action at any time it might seem necessary and desirable.
In the course of the investigation, it has become apparent
that commuter service cannot be divorced from railroad
transportation as a whole, and the Old Colony service
cannot be considered entirely apart from that of the other
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railroads operating in New England. There are too many
matters involved to consider any one part of the problem
alone, and even the question of the handling of freight
and freight revenue becomes a factor in consideration of
any passenger service, particularly on a road such as the
New Haven, where nearly 50 per cent of the revenue is
derived from passenger service.

The importance of this was brought out during our
conference with Chairman Mahaffie, where discussion of
freight absorbing passenger losses was considered. On
many lines passenger service is such a small percentage
of the total business that even a comparatively large loss
can easily be absorbed by the freight revenue. The situa-
tion on the New Haven, with the large percentage of
passenger traffic as compared with freight, is one which
does not allow the shifting of this burden without serious
effect on freight rates. Under conditions where both
freight and passenger rates are on a competitive basis,
allocation of passenger losses are impossible at the present
time on the New Haven system without seriously dis-
locating all service on the railroad.

The entire welfare of the community is tied into the
problem, and the industrial development and economic
future of Massachusetts is really the problem which we

face, growing out of the immediate problem of passenger
transportation in the Old Colony district.

Already the New Haven, in their various requests for
relief, have included other parts of their system, and the
Old Colony, as a railroad, has disappeared and is merely
a division of the New Haven, although still under certain
court restrictions which do not apply to the rest of the
railroad.

Because of this, the Commission feels that although
much has been accomplished in the past months through
co-operation, the situation is still extremely critical, and
a well-informed group should be in a position to take im-
mediate action whenever it seems necessary. The Com-
mission feels that an extension of a year should lie granted,
and that the power of the Commission be broadened to
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cover all railroad transportation within the Common-
wealth.

The information now available to the Commission
through previous reports and recent contacts brings the
matter up to date, but conditions are changing almost
daily with perhaps the most hopeful possibilities, because
of the co-operation of the railroad, which we have faced
in nearly forty years. It cannot be overlooked, however,
that unless the railroad is able to operate on a profitable
basis, service is bound to suffer, with bad results to the
communities served and the economy of the Common-
wealth. A resolve to continue the study is made a part
of this report as Appendix A.

The Commission respectfully suggests, pending revival
of the Commission, that the State be represented in any
proceedings before the I. C. C. or the courts relative to
the Terminal Company or the Old Colony or any pro-
ceedings or litigations which may arise out of the plan.

Respectfully submitted,

EDWARD C. PEIRCE
(.'hairma

CHARLES J. ARTESANI,
Vice Chairmar

harry p. McAllister.
EDWARD C. STONE.
EDMUND DINIS.
PETER B. GAY.
JOSEPH A. SYLVIA, Jr.
CHARLES W. HEDGES.
RICHARD J. ALLEN.
RAYMOND P. PALMER.
WALTER F. HENNEBERRY.
PATRICK A. MILANO.
JOHN J. LANG.
FRANCIS J. ROCHE.
THOMAS A. FLAHERTY.
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While agreeing with the majority report and compli-
menting the Commission on the manner in which it sought
to solve this complex problem, I must reserve my rights
regarding state participation in the purchase of the South
Station Terminal, particularly with regard to certain
editorial comments made relative to the defeat of the
Terminal legislation this year.

JOHN E. POWERS.

MINORITY REPORT OF SENATOR JOHN E.
POWERS.



SENATE No. 485. [Jan.32

In the Year One Thousand Nine Hundred and Fifty.

Resolve reviving and continuing the special com-
mission ESTABLISHED TO MAKE AN INVESTIGATION AND

STUDY RELATIVE TO THE CONTINUATION OF THE TRANS-

PORTATION SERVICE IN THE AREAS SERVED BY THE OLD

COLONY DIVISION OF THE NEW YORK, NEW HAVEN &

HARTFORD RAILROAD COMPANY, AND IN MARTHA’S
VINEYARD AND NANTUCKET.

1 Resolved, That the unpaid special commission
2 established by chapter twenty-one of the resolves of
3 nineteen hundred and forty-nine is hereby revived
4 and continued for the purpose of continuing its in-
-5 vestigation relative to the continuation of the trans-
-6 portation service in the areas served by the Old Colony
7 Division of the New York, New Haven & Hartford
8 Railroad Company, and in Martha’s Vineyard and
9 Nantucket. Said commission shall have all the

1 and duties set forth in said chapter twenty-
-1 Wme. Said commission shall be provided with quarters
12 Jn the state house or elsewhere, may require by sum-
-13 jnons the attendance and testimony of witnesses and
14 the production of books and papers, and may expend

PROPOSED LEGISLATION.

Appendix A.

Cfte Commontuealtf) of Q^aooacfjusetts
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15 any amounts heretofore appropriated therefor
16 such sums as may hereafter be appropriated th
17 for. Said commission may report from time to t
18 and shall make a supplementary report to the gen
19 court of the results of its investigation and its rec

20 mentations, if any, together with drafts of legisla
21 necessary to carry its recommendations into effect
22 filing the same with the clerk of the house of re

23 sentati\'es as soon as may be, but in no event 1:
24 than the first Wednesday of December in the ?
25 nineteen hundred and lift}'.

26 That the powers of the commission be extender
27 cover all railroad transportation within the comn

28 wealth or which would affect transportation in
29 commonwealth.
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In the Year One Thousand Nine Hundred and Fifty.

Resolve reviving and continuing the special com-
mission ESTABLISHED TO MAKE AN INVESTIGATION AND

STUDY RELATIVE TO THE CONTINUATION OF THE TRANS-

PORTATION SERVICE IN THE AREAS SERVED BY THE OLD

COLONY DIVISION OF THE NEW YORK, NEW HAVEN &

HARTFORD RAILROAD COMPANY, AND IN MARTHA’S
VINEYARD AND NANTUCKET.

1 Resolved, That the unpaid special commission
2 established by chapter twenty-one of the resolves of
3 nineteen hundred and forty-nine is hereby revived
4 and continued for the purpose of continuing its in-
-5 vestigation relative to the continuation of the trails-
-6 portation service in the areas served by the Old Colony
7 Division of the New York, New Haven & Hartford
8 Railroad Company, and in Martha’s Vineyard and
9 Nantucket. Said commission shall have all the

10 powers and duties set forth in said chapter twenty-
Said commission shall be provided with quarters

the state house or elsewhere, may require by sum-
-1 Simons the attendance and testimony of witnesses and
14 the production of books and papers, and may expend

PROPOSED LEGISLATION.

Appendix A .

Cl)e Commontuealtf) of Qiasoacfjusetts
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15 any amounts heretofore appropriated therefor and
16 such sums as may hereafter be appropriated there-
-17 for. Said commission may report from time to time
18 and shall make a supplementary report to the general
19 court of the results of its investigation and its recom-

-20 mendations, if any, together with drafts of legislation
21 necessary to carry its recommendations into effect, by
22 filing the same with the clerk of the house of repre-
-23 sentatives as soon as may be, but in no event later
24 than the first Wednesday of December in the year
25 nineteen hundred and fifty.
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In the Year One Thousand Nine Hundred and Fifty

Vn Act to provide for the issuance of commutation

TICKETS WITHIN THE COMMONWEALTH.

Be it enacted by the Senate and House of Representatives
in General Court assembled, and by the authority of the

me, as follows

1 Section 190 of chapter 160 of the General Laws is
2 hereby amended by striking out the entire section and

inserting in place thereof the followir
4 Section 190. Every railroad corporation having a
5 terminus in Boston shall sell a commutation ticket
6 good for not more than twelve rides between each
7 station on its lines within the commonwealth and its
8 terminal station in Boston. The said tickets, before
9 issuance, shall be subject to approval by the depart-

-10 ment both as to rate of fare and conditions named
11 therein. So far as is practicable, the rates of fare on
12 all roads for like distances from their terminal stations
13 shall be equal.

Appendix B.

Cf)e Commontocalt!) of e@asoacf)usctts



- No. 485.1950.] SENATE 35

In the Year One Thousand Nine Hundred and Fifty.

Resolve memorializing congress to repeal the law

ON RAILROAD PASSBNGEIESTABLISHING THE TAX

TICKETS

1 Whereas, The present federal tax of fifteen per cent
2 on passenger tickets is having a detrimental effect
3 upon the entire economy of the commonwealth, due
4 to curtailment of passenger service resulting from the

5 impossibility of railroads maintaining service on the
6 basis of existing rates, and inability to further raise
7 rates without reducing use of passenger trains; be it
8 Resolved, That the general court memorialize Con-
9 gress to repeal the law establishing the tax on railroad

10 passenger tickets.

Appendix C.

Cl)c Commontucaltf) of CpasstKlniscng




