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SUMMARY OF MAJOR FINDINGS 

I. THE PROCESS OF MODE SELECTION 

Mo$t mode choices are the results of routines, not 
actual decisions. 

When decisions ~made, they usually involve choices 
between only two modes, or three at most. 

From the individual traveler's point of view, the mode 
to use appears to be given by the nature of the trip, 
since he seldom subje~is needs and desires to 
conscious examination. 

For all these reasons, conceptualizing a simple four­
way decision process, with the pluses and minuses of 
using each of the four modes weighed against one another 
simultaneously,is inaccurate. 

Mode selection~are usually better conceptualized as 
routines thay·form around different kinds of trips,. 
codifying tne traveler's value considerations. and mode 
evaluations. 

II. THE INFLUENCE OF THE NATURE OF THE TRIP 

A. Business versus Non-business Trips 

1. Business trips 

Business travel involves an employer's time and 
money, in part, so that business travelers are 
not entirely free to choose their own modes. 
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Company travel mode policies function more as 
a set of customs and precedents than as rigid 
rules. 

Travel mode selections for many trips. are influ­
enced by secretaries or other persons apart from 
the actual traveler. 

Most business travelers are satisfied with their 
company policies, since they are usually consistent 
. with the travelers' own preferences and needs. 

In fact, the accumulated practice of employees 
may. be what defines company policy, so such 
policies will almost necessarily serve the needs 
of employees. 

Most company policies seem weighted toward quick­
ness in travel, even at considerable expense, 

Quickness in travel may serve the employer by 
"wasti~g" less p~-rsonnel time. 

~ 
Quickness in travel serves the employee by: 

- Minimizing the ti;me he is away from home. 

Bolstering his sense of status and importance, 

The result of this concern with quickness is to 
make flying the normal routine for business travel, 

2. Non-business trips 

Since non-business travelers pay their own way, 
cost is much more important than with business travel. 
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One result of the greclt concern with cost is 
heavy reliance on the private automobile. 

B. The Distance ~ the Trip 

c. 

For business travel, the longer the trip the greater 
the inclination to fly, ev•en wi·thin the Northeast 
Corridor • 

Varying distance has much less affect on mode choice 
for non-business trips within the Corridor than on 
business trips. 

The Duration of the Trip 

When there is any possibility of completing a business 
trip in one day, returning home before night, there 
is particular interest in •quick travel. 

Time spent in transit is r•egarded not only in absolute 
terms but also in terms relative to total duration of 
the trip. The longer a tr.aveler is away from home, 
the less important it is to him to save time in transit. 

- The time advantage of :flying becomes less compel­
ling, so that other fa•~ tors can work upon mode 
choice. 

- The benefits of having an automobile become more 
important: carrying mC)re luggage, and providing 
~ transportation during the stay. 
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D. Specific Origi.ns, Destinations, and Terminal Locations 

The greatest source of overt complaint among business travelers concerned access to terminals, especially airports. 

The interaction between specific origin and destina­tion and the location of various terminals can be critical in choosing a mode. 

Terminal locations serving center cities is one of the factors that can make public transportation more suit­able for business travel than non-business travel. 

E. Specific Destination 

New York is a special case, different in many ways from the other major cities in the Northeast Corridor: 

-Airport access and de~ayproblems are of more concern here than else~here. 

- Many who go everywhere else by automobile will not drive to New York, especially Manhattan. 

- There appears to be much more non-business travel to Manhattan than any other center city, and more willingness to use public transportation. 

F. Single Travelers versus Parties 

Large parties in business travel seem to be rare. Wlten they do occur, there may be a greater tendency to use 
an automobile: 
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- When the J::>usiness traveler is not alone, seeking pleasure after work seems even more irnportant, and is facilitated l::>y automol::>ile availal::>ility. 

- Conviviality in transit may be fosterE~d and enjoyed by automobile travel. 

;'!f. 

For non-business travel, as the size of the party in­creases, as with families, the economic advantage of the automobile over paying multiple fares becomes critical, tending to overwhelm all other considerations. 

COmbining Business with Pleasure 

Many business trips have an element of pleasure added. 

- There may be visiting or sightseeing at the desti­nation, or at points along the way· to the destina-tion. · 

- His wife may accompany the traveler. 

These factors tend to suggest automobile Ul>e, for reasons of ease in making intermediate stops and in local transportatio~and cost. 

H. · :The Number of Destinations 

Trips with multiple destinations are almost: invari­abJ;zr made by automobile. 

The salesman's swing through his area, the man­ager's visit to installations. 

- Sightseeing tours, visits along the way. 
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Even when a business traveler goes directly to another 
city and then has multiple calls to make, he will often 
drive all~ way, for the convenience, instead of 
flying and then renting a car. 

I. Bulky Luggage 

When bulky luggage is requirea, whether a salesman's 
samples or a family's vacation gear, the automobile 
is indicated. The luggage can be handled less, more 
can be taken, and packing need not be as careful, 

J. The Special Purpose Trip 

Non-business trips for special purposes include such 
things as weddings and funerals. There is a tendency 
to think of modes other than driving for these trips. 

- The timing is not of the traveler's choosing, so 
there is less t~e available. 

The tra:valet.may go a:ione, or only with his spouse, 
so multiple fares l'llay not be ne_cessary. 

~L 

Flying, especially1 helps to solemnize the occasion 
in the travelH1 s milld-. 

lii. V~UE CONSIDERATIONS. Of. . ~RAV!:~ 

A. Rational Value consi4erat&~m!l · 

l. Speed and time 

Speed and time are the most salient aspects of 
travel to travelers. 
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Time and quickness are the dominant outward con­
cerns of mos't business travelE!rs, for reasons of 
efficiency, minimizing time, <!specially overnight, 
away from home, and affirming the traveler's sense 
of his own importance. 

But the "goodness • of speed hcls been so thoroughly 
internalized that .it stands or.l its own, with no 
need for justification. Quickness is valued for 
its own sake even when it has no functional value. 
Travelers even phrase other is1sues J.n terms of 
time, objecting to the time something takes when 
their annoyance really stems :!:rom inconvenience or 
aggravation, instead of time per se. 

.2. ~ 

Cost of a travel mode is a minor concern of the 
business traveler. Neither he• nor his employer is 
cost-oriented in this regar~. 

~~st ~s a fjo7 concern of noD:-businelils trave~ers ~ 
es.pecJ.il.lly auu.ly ·tJ;"avelers. -And the' automobJ.l'e J.S 
seen as much the cheapest, within the Northeast 
Corridor, because fixed costs are not included in 
their thinking. 

3. Convenience 

The more work it is to use a t.ravel system -- spe­
cial plans, preparations, accommodations to the 
system -- the less convenient it is. 

Convenience, in this sense, is a major travel con­
cern and mode· determinant. 
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The automobile is seen as especially convenient, 
since it avoids schedules, reservations, ter­
minals, much baggage handling, etc. Convenien'ce 
ranks with cost as a major reason for the auto­
mobile's established position for non-business travel. 

4. Physical comfort 

Such things as seating comfort, leg room, tempera­
ture, and freedom from jouncing are important con­
cerns. 

~ of physical comfort can serve as a negative 
determinant, ruling out one or another mode, but 
less often as a positive basis ~f choice between 
modes being considered. 

5. Securitf from a~t~~ or affront 

J;luses or train!! .ne ~~!::ime~:; ~y;Led out bec:;;~.use of "Q,M.ger01,1S n te~.ml~ li:>Qi;!.tioAS iUjd the incidence of "undesirable clifi.r~i;:ters". · · ·, 

6. Safety from accid~nts 

Fear of air trAve+ ii not uncommon. rt is an emo-. 
tional feelinl.fh~t c~ persist despite accurate 
knowledge ol Ol!f ~.;\!lit, 

Conversely, few people ~afraid of automobile 
travel, although they know of its risk. 
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7. Reliability of pchedules 

8. 

Schedule reliability is an important issue, but 
since no one mode has any great superiority, it 
does not now function as a ch~Jice determinant. 

Airline schedule unreliability is deplored with­out resentment, while railroad unreliability 
arouses ~ complaint. 

- Air delays are ascribed to factors outside 
the airlines' control: weather and conges­
tion. There seems less re!ason for rail 
delays. ---

- Airlines explain and apologize for their 
delays. 

- Air travel offers more comfortable settings 
in which to endure a delay. 

However, many travelers seelti ':t:tow at the point of 
re-examining .air travel routines, in view of in­
creasing unreliability, 

Using the travel time usefullY. 

Planning to work,while riding is important to some 
business travelers, and can affect the mode usage 
patterns of a few. 

B. Non-rational, Attitudinal Value Con·s±!ierations 

1. The "aggravation" factor 

The aggravation factor, which is the attitudinal 
aspect of the convenience fact,or discussed earlier, 
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is very i~portant: mode routines are satisfying 
to the extent that they reduce aggravation and 
hassle, although travelers may never consciously 
consider this factor. 

The aggravation and hassle comes from the impact 
of many tasks, choices, decisions, and things to 
worry about, involving reservations, planning, 
meeting schedules, and making arrangements. 

When these "simple" tasks all impinge at once, they 
are likely to be experienced as a burden that 
produces harassment or anxiety. ------

Avoiding hassle is a major attraction of the auto­
mobile. 

This factor also helps to explain the great im­
portance of terminal locations, access, and 
facilities. 

Travelers talk in te~ et ~ when they really 
mean aggravation and hassle-.---· · 

2. Waits and delays 

waits and delays can be f\lnc:Honally disadvantageous, 
if an appointment is missed or transit time is ~­
nificantly increased> 

But waits and delays arous·e much more feeling than 
their functional aspects would indicate. 

Even waiting for a vehicl·e that is on time is 
distressing. 
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- Even very short dela,ys can arouse intense 
impatience. 

- Even scheduled interruptions of the trip, 
such as intermediate station stops, are felt 
as impositions on the traveler. 

Waiting and being delayed are especially distres­
sing to a traveler, who has adopted a view of 
himself and a way of thinking":that stresses move­ment and progress. 

3. Status and prestige 

Feelings of status and p:l:'estige seem especially 
important for soiile busin4~Ss travelers, who value 
any confirmation that their role is important. 

Non-business travelers WC)Uld like prestige, but 
most of them are unwilling to pay for it, very often. 

4. SociabiUty and privacy 

Different people, or the same people at different 
times, value: 

Chatting with strangers 

Solitary privacy 

- Being sealed off with family from the rest of 
the world. 
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Travelers ·also differ on the extent to which various modes can satisfy these different objec­
tives. 

Some generalizations are possible: 

- Bus travel is viewed as the mode where there is more socializing among strangers, and is 
preferred by some for this reason. 

- Women seem to value chatting and socializing 
on vehicles more than men. 

- The automobile's preservation of the family's privacy while fostering intimacy within the family is yet another important advantage. 

5. Cleanliness 

This factor exists. pr.i$a:r:.ily al!l a complaint about trains. Buses are also regarded by some as dirty, but it is not such an important part of their 
associations. 

6. Food, drink, and.oth~r a~iliaries 

Food and drink, as a functiqnal matter of hunger and thirst, is not highly important for travel in the Northeast Corridor. Because of the relative shortness of most trips., this is one area where many travelers are willing to compromise. 

As a symbol of hospitality, food and drink are more 
important. 
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7. Service, courtesy, and "feeling welcome" 

Service and courtesy are valued for their own sake. In addition, they create a feeling of welcome that is highly appreciated. 

The provision of food and drir~ is also seen by travelers as indicating welcome. 

An advertising program which solicits passenger business is another factor that helps travelers feel welcome. 

8. Freedom and flexibility 

Moving by timetable, at someon·e else's discretion, is fundamentally disliked. It is felt as a lack of freedom. ----

The automobile traveler's lack of reliance on 
other people is widely appreciiited, both for its actuality and for the feeling it permits. 

The air shuttle partakes of some of these areas of freedom. 

9. "Fun" 

Riding in an airplane is "fun" for many people. 

Driving is probably fun for most people some of the time, but not everyone sees all of its aspects as "fun•, on balance. 
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10. Modernity 

"Newness" is its own attraction. People enjoy 
feeling modern and up-to-date, a part of the 
Twentieth Century. 

11. Information, familiarity, and knowledgeability 

Knowing what to do and how to act, feeling that 
no surprises are in store, can be pleasant, and 
helps to explain the existence of travel routines, 
and the importance of providing easy information. 
Advertising can help to create a feeling of 
knowledgeability and familiarity with a mode. 

IV. EVALUATIONS AND IMAGES OF THE MODES 

A. The Automobile 

Advantages 

- Economy 

- For any destination 

- FOr multiple destinations 

Convenience of no •transfers" 

- Freedom 

- Combining intercity with local transportation 

- Luggage capacity 

- companionability 

_ "Fun" 

-~ ~i 

'--.·--"-"'< ;- .) -~ ,> 

·""\,;~ .. ··I'"·J;.>· 

'"' 
.:..; 

Disadvantages 

Lack of speed 

- Fatigue 

- Traffic and p~rking 

- Boredom 

- ·:·;.:.::;.;:;:·~ . 

- Inability to work while driving 

- Not high status 

Summary position 

- More different from all other modes than they are 
from one 'another. 

- Offers compelling advantages on family travel. 

B. The Bus 

Advantages 

- Convenience 

- Service to points not se~'ed by other modes 

- Economy 

- Comfort and cleanliness 

Sociability 

- Casualness 

Familiarity 
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Disadvantages. 

- Low status 

- Danger of assault or affront 

- Discomfort 

- Dirtiness 

- Fewest amenities 

Sociability 

- casualness and familiarity 

Summary position 

-Most ignored and overlooked mode. 
- Few, if any, ways in which it surpasses all 

other modes. But its users seldom compare-it 
with all other modes. In the more limited com­
parisons they make, it often seems to them to 
be superior to the realistic alternatives. 

- Sharper cleavage of opinion between users and non­
users than other modes. To non-users, the bus is 
the worst way, a last resort. Users, who relate it 
most often to rail travel, feel it compares favor­
ably to trains. 

- .Ignored because of ~ rather than actual 
knowledge. · 

Most completely ignored by business travelers. 
The features of sociability, casualness, and . 
familiarity, which are advantages for the user, 
are disadvantages for the business man's role. 
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c. The Airplane 

Advantages 

- Speed 

- Service and courtesy 

- Cleanliness and appearance 

- Feeling welcome 

- Status 

Comfort 

Modernity 

_ "Funn 

- Lack of boredom 

cost 

- Airport access 

Delays 

- Fear 

- Discomfort 

- Status 

Summary position 

- The "blue ribbon" travel mode. 
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- The standard for business travel 

- ~ high in status for some people 

- Airport access and delays are a major problem. Some travelers may be ready to change their rou­tines for some trips,on these accounts. 

D. The Train 

Advantages 

- convenience 

Time 

"An old favorite" 

Spaciousness 

I>i~;~adirantages 

- Dirty 

- Discomfort 

- Delays 

slow 

- Discourtesy and lack of service 

- Feelings of unwelcome 

Summary position 

- Distinctly unpleasant image to most users and non-users. 

~. 
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- Some negative image due t!il generalization from local commuter lines. 

- Turning out to be the most convenient for a given trip, in terms of schedule or time, is the basis of most usage, rather than any ~~ attractions. 

Feelings about poor service are bitte:~. 

.E. The Metroliner and Turbotrain 

Ad~~tages seen by users 

- S~d 

- Comfort 

- "Niceness" 

- Service 

Convenience 
·.~::: 

Disadvantages seen by users 

Not different enough 

Still being run by railroads 

Image to non-users· 

- Speed 

Secondarily, "niceness• 

- Some cynicism about the project 
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Summaty position 

- Speed appears to have been the primary reason for using the Metroliner the first time. 

-However, comfort and "niceness", rather than time saving, are the basis of.most favorable reactions 
to it once it has been tried. 

- Negative reactions to the Metroliner seem to in­
volve disappointment that it was not more different. 
Some users seemed to have hoped it would feel as different from riding in a train as riding-aK air­plane is, and were let down. 

- Negative reaction was usually not directed at actual characteristics. 

- Negative feelings about railroads in general do predispose some who have used it to criticize it for being "just a train". 

The consensus of users was generally favorable, 
varyiJl9 up to the very enthusiastic. 

V. REACTIONS TO THE FUTURE 

Within the public's mind, travel in the Northeast Corridor has the status of a groblem. 

Travelers are resigned to many of the problems resulting from congestion. 

Despite some resignation, they are ready for action on the problem. 

A Federal Government role in this area is expected and 
appreciated. 
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The immediate problem that travelers see involves con­gestl.on and the intracity stages of trips;, rather than the modes of covering distance between cities. 

Still, they recognize that new mode development could, 
by changing demand and usage patterns, affect a solution of their problem. 

National pride also demands progress in travel technology 'fo.keep up Wl. th other countries. 

The public believes that high speed ground transportation is the best development for the future. Implicit in this belief are some assumptions: 

- That our traffic congestion can only worsen. 

That air travel is inherently more eal5ily saturated than ground travel. 

- That convenient and numerous terminal!! are inherently easier for ground travel modes, 

Most people envision a three-tier travel system for the future: 

~ Air travel for longer trips. 

- High speed ground travel for the Northeast Corridor 
for trips when time is important. 

-·Automobiles for family travel, pleasuz·e travel, and 
trips when economy is important. 
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IMPLICATIONS 

This section of the report will present some of the. implica­tions of the findings for future development within the Northeast Corridor. 

It should first be understood that not all research findings necessarily have any implications for future practice. Some things that are uncovered may not be amenable to change, or may not require change. Some ·findings only confirm what was already believed, and has already been acted upon. 

It should also be pointed out that action implications of the research data require a creative leap, and therefore necessarily reflect the judsment of the research analyst. 

1. The time is right for prrlrams of change in travel 
wlthin .t&; Northe•st C01'r dor. 

2. 

Travel in the C.orridor is viewed as a pervasive prob­lem. While travelers are generally resigned to the · difficulty they encounter, most assume that travel conditions will progressively deteriorate. Highways and airplanes will became more crowded, with conse­
quent delays and their ·attendant discomfort for'the 
traveler. 

ems 

No other private or governmental o~ganization is per­ceived as being as capable of taking the initiative. In addition, segments of the public are offended that High Speed Ground Transportation-developments in other countries are usurping this nation's leadership role 
~n transportation technology. 
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3. It would be very difficult to reconcile the desires of business travelers and non-business travelers 
with a single mode of travel • 

~cause of great differences in trip s.i tuations ·and value considerations, business and non-busi-
. • .1 ness travel make very different demands. 

">~'~: 
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4. In view of anticipated future difficulties, business ·travelers are most re~tive to the not1on of ~­
tive modes that alprox1mate the portal-to-portal • .time of air trave , but avo1d the 1nconven~ence asso­giated with airport facilities and locations. 

To best satisfy the business traveler, these vehicles should include the following features: 

Proceed just above (e.g., monorail), on (e.g., tracked air cushion), or just below (e.g., 
pneumatic tube) the ground. 

Provide origin to ultimate destin~tion elapsed 
times substantially faster tha.n current ground 
modes, though not necessarily as 1fast as air­
crafts. 

On board comfort at least on a par with air 
travel, which is readily accepted as the over-all 
standard. 

Amenities and status implications consistent 
with the importance that the business traveler 
assigns to his role. 

Provide sufficient spaciousness tc> allow the 
.passenger to stroll around. 

Provide activities to absorb the traveler so 
tha't perceived elapsed time is shc•rtened. . 

fare schedule commensurate with these criteria 
be li~tle, if any,deterrent. 

;t·; 



5. Diverting even a small amount of non-business travel away from the automob1le w1ii be extremely d1lf1cu!t, 

6. 

The advantages of automobile, especially for family travel, are compelling. 

To best meet the needs of the non-business traveler, these vehicles should include the following features: 

- Low fare schedule 

- Relatively small capacity permitting very fre­quent departures, especially during peak demand hours·, JmWiding the traveler a sense of flex­ibility 

- More ~onveniently Ioaated urban and suburban terminals or ,.pick-up" stations 

- Commensurate with low cost, a relatively low standard o-f amenities ;rnd service would be 
accepted. 

While this con·cept seeT!t& to offer the best opportunity to switch automobile travelers, it is unlikely to move the committed automobile users. 
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7. A ma~or u~grading of t4e present rail system, say to the Toka1do" level rather than to the Metrol1ner or Turbotra1n level, would be considerably less attrac­tive than an "1nnovative 11 system. 

8. 

9. 

It appears that present intensely negative attitudes toward trains and railroads would result in a pre­disposition to view negatively any "steel wheel on steel rail" system. 

If present rail service is imfroved as a temporary measure, the most important hrst step would be to prov1de clean, attract1ve trains. 

The image of rail travel was dominated by associations of dirtiness. 

Air, rail and bus are all handicapped by slow, incon­venient terminal access, with rail and bus particularly suffering from dingy and "unsafe" terminals, and poor parking facilities. 

10. A preoccupation with time and speed to the exclusion of other factors would be a mistake. 

Even business travelers are not solely concerned with time and speed. Freedom from aggravation, comfort, luxury, and status would all be very important in affecting their travel mode usage. 



11. Reducing the amount of a~gravation and hassle involved in a travel mode should ~ncrease its usage. 

The numerous tasks of travel add up to become burden­some, worrisome;ianxiety. arousing, and aggravating. Adopting the point of view of reducing aggravation would be an important strategy. 
12. 

~s a 

Although other factors may be important determinants of repeat usage, business travelers can be expected to respond favorably to the promise of quick travel and saving time. 

13. Changes in travel modes must be. heavily publicized and merchandised to have a ma~or effectS and infor­mation must be freely ana eesJ.!y availa le. 

In the view of the traveler it is the responsibility of a travel mode to inform them. They will not seek out information themselves, and so unpublicized changes in travel modes dould be overlooked. 

14. Ail att;!t to modif;y travel ll,atterns by ll,roviding new mo~ or alterin~ current ones must ant~clpate relatively slow adoption Sy the traveler, s·~ce these travel patterns ten~to be very well estab­lished. 

The mode choices of most travelers take place within a set of routines. 

er 

' ' ";':~(i.~':"'. 

15. The value of time saved 
exJ2!:eJ3sed ~n a simple, 

travel cannot be 
IOil"iS mon·ey saved. 

The situation is much more complex than .a simple equating of units of time with units of money across all situations a traveler, evan a busine:ss traveler, encounters. 

16. Because of travelers' extreme imBatience with delays, ·almost any effort to mainta~n sc edules is warranted. 

The importance of delays goes far beyond the actual time lost. They are very distressing to travelers who would be unconcerned with the same an10unt of additional time if it were spent "normally". 

17. However r where delays ar7 unavoidable, e1:forts made to amel~orate the traveler's anno ance and placate e more ~rate passengers would reduce the over-all level of passenger distress. 

'This may be done by : 

Providing the passengers with accura.te and fre­quent information about the cause of delay and its likely duration. 

Reflect the concern of mode manageme:nt and per­sonnel by accepting responsibility, expressing apologies, and, where possible, giving the pas­senger something concrete, though modest, by the way of apology. · 
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18. Attempts to deal with family-size groups in publte transportation may not be worth the li!f.fort. 

The economy and freedom of the automobile are very important for non-business travel in larqe groups. 

19. Increasing the amount of felt freedom in public travel modes should affect usage. 

Making public travel less depende~t upon a rig~d.ti~­table, as with the air shut-t:l.e, C01;l,lli ~erve to atiti;"-4Ct many users, since freedom or flexibi-l-ity in traV!i!l is highly valued. 

- !C,X'Ii'J..Lj. ... 
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I. INTRODUCTION 

Persons traveling within that section of the United States that lies along the coast between Boston and Washington can choose among four major modes of transportation: airplane, train, bus and automobile. Large numbers of people use each of these modes, and the resulting flow of travel is so great that this portion of the country has been singled out for special attention and designated as the Northeast Corridor. 

The movement of so many people within such a confined area is not without problems. Some streets and highways are clogged with automobiles. Airport entrances may be jammed and air­planes may arrive at a faster rate than they can be safely landed. Meanwhile, the railroads complain that their pas­senger service operates at a deficit, and the passengers complain that the service is poor and inadequate. 

Such problems, if left unchecked, could well increase in the future, as an expanding population increases the amount of its travel. Thus, there is ample reason for a serious consider­ation of the travel system in the Northeast Corridor. 

Changes in the travel system would appear to be indicated if the future is to see the continuing movement of great numbers of people without waste of resources and without undue loss of time through delays and congestion. 

Careful planning can be a major contributor to the process of beneficial change. If the needs and desires of travelers, the determinants of mode selection, and the satisfactions and ~rat~f~cat~ons of travel by various modes can be taken fully ~nto account, it should be possible to attract travelers into efficient patterns of mode usage that do not waste human and 
mater~al resources. 
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It was to provide information on the needs, desires, motiva­
tions, satisfactions, and dissatisfactions of travelers in 
the Northeast Corridor that the research to be reported was 
conducted. The goal was to make available to travel planners 
some information about the psychology of travelers, so that 
their plans and programs could be based upon an appreciation 
of the relevant human concerns. 

This project could be called an exploratory study in depth. 
It was exploratory in that the first task was to identify 
the relevant areas of concern, rather than relying upon 
prior lists that could too easily omit important considera­
tions. Consequently, an important part of the research 
strategy consisted of free-ranging interviews with travelers, 
conducted without a highly structured questionnaire. The 
goal was not to cover some previously established list of 
factors assumed to be important, but rather to let the 
respondents themselves reveal what is important, by what 
they chose to talk about. 

The need for depth resulted from the assumption that travel 
mode selection and satisfaction is highly complex, involving 
large numbers of interacting considerat~ons, some of which 
may not even be apparent to the individuals they influence. 
With such complexity of vague or even unconscious influences 
interacting with one another and with more observable con­
siderations, superficiality is a clear danger. Respondents 
may, knowingiy or unknowingly, give answers that are too 
easy when the questions are too difficult, and the format of 
a highly structured questionnaire, which permits those easy 
answers, could provide misleading and even incorrect infor-
mation. , 

Because the research was defined as an exploratory study in 
depth, its major emphasis was upon probing questioning by 
skilled interviewers with qualifications as psychologists, 
leading respondents to look deeply into their motives. The 
corresponding analysis of this interview material was equally 
probing and unstructured, laced with judgments and inferences 
about the sources of behavior and attitudes. 
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This research strategy can yield insights of a sensitivity and 
depth that are difficult to achieve by means of structured 
questionnaires and numerical analyses. 

The major disadvantage of this strategy, of course, is that 
concrete proof of its findings cannot be advanced; there are 
no scores or percenta~es to be quoted. As a result, the out­
come of such stud~es ~s better considered as a set of 
hypotheses than as a list of firmly established facts. 

The present study did include a stage of structured inter­
viewing and numerical analysis. Even here, however, the 
procedures were not those of a rigorous suJ~vey. The aim was 
to examine the interaction of a large number of travel desires 
with one another and w~th some characteris1:ics of travelers, 
not to document the extent of some previously defined char­
acteristics. Although the analysis used mathematical pro­
cedures, it was intended to produce depth of insight, rather 
than certainty of documentation. Because of the nature of 
this goal and analysis, the expense of sta1:istically meaning­
ful sampling procedures was not necessary or included. In 
short, even the structured interviewing that was conducted was 
intended to produce hypotheses rather than facts. 

Hypotheses are not the same as raw speculation, of course. 
The findings in this report are firmly grounded in the inter­
views that were conducted, and every attempt has been made to 
establish valid conclusions. But the research strategy that 
was deliberately chosen because of its potential for depth 
and richness in its findings has the disadvantage of not offer­
ing incontrovertible proof of those findin9s. 

In summary, the research strategy that was employed is the 
best available for exploratory studies in areas of great 
complexity. To convert its hypotheses into facts of known 
validity, and to document the extent of various tendencies of 
travelers, a different kind of study would have to follow it, 
consisting of a survey of a large, scientifically and statis­
tically sound sample of travelers. 
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II. RESEARCH PROCEDURES 

The study was conducted in three phases, somewhat overlap­ping but with provisions for the trend of results in earlier phases to influence the operations in the later ones. 

A. Group Depth Interviews 

A series of twenty group depth interviews were con­ducted with equal numbers in the cities of washington, Philadelphia, New York and Boston. 

Each group depth interview was an approximately two­hour session, usually with about eight participants, all of whom had made recent trips within the Northeast Corridor. Separate sessions were held for business 
travelers and non-business travelers (although many 
participants were both, of course) • 

The group depth interviews were conducted by psycholo­gist members of National Analysts' staff, skilled and experienced at provoking free discussion of the issues among the participants. 

The sessions were tape recorded, and the tapes were the material for an intensive qualitative analysis. 
They were studied not only for the manifest content of participants' remarks, but also for clues about feelings that could be inferred from the tone of the remarks, their sequence, and even the absence of 
remarks when that seemed relevant. The moderators of the sessions contributed their own impressions about the needs, desires, and motivations of travelers. 
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B. 

The great strength of the group depth interview 
technique is that participants can often more easily 
"involve themselves" in a group discussion with pu:ors than in a dialogue with an interviewer, and may be franker and more candid. 

Individual Depth Interviews 

Among residents of Boston, New York, Philadelphia, Washington, and their suburbs, 150 individual depth interviews were conducted with ·travelers in the 
Northeast Corridor. 

The interviews were conducted by psychologists, half of them by members of National Analysts' staff, and the remainder by qualified psychologists recruited 
for this task. 

The interviewers worked from a more detailed outline of areas to be covered than was the case for the group depth interviews, but still they conducted unstructured, probing interviews. These interviews ranged widely in length, but most of them were on the order of one hour to one and one-half hours. 

The interviews were recorded on tape, but the inter­
viewers also took notes that were used to write up each interview, summarizing not only the respondent's re­marks, but also the interviewer's interpretation of the meaning and significance of those remarks. Since these interviewer report forms were prepared by psy­chologists experienced in interpreting interview 
material, the insights they contained were of partic­
ular interest. 

- 5 -



c. 
Interviewing for Multivariate Statistical Analysis 

As a last stage, a questionnaire was constructed con­

taining a series of 75 statements about travel needs 

and desires, intended to reflect all of the potential 

influences upon travel mode selection and satisfac­

tion that the depth interviewing had uncovered. 

The questionnaire was administered to 256 respondents 

who were selected to include some travelers by all 

four modes, plus the Metroliner. They came from the 

same four cities and suburban areas previously listed. 

The respondents stated the relative importance to them 

of each of the 75 statements, with regard to business 

travel, non-business travel, or both, according to 
their own travel situations. 

These data were subjected to a Q-factor analysis which 

is a mathematical procedure that resulted in forming 

groups of respondents, each group consisting of persons 

who tended to be alike in their travel desires, and 

having different desires from the members of other 

groups. In other words, this procedure defined a set 

of orientations toward travel that accounted for the 

major similarities and differences among people. It 

segmented or grouped travelers according to the orienta­

t1ons tnat were established as being most important. 

The questionnaire also included information about the 

respondents' evaluation of the travel modes, their 

travel behavior, and their demographic characteristics. 
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III. OVERVIEW AND PLAN OF THE REPORT 

The goal of this study was to explain travel mode choice 

in the Northeast Corridor. The potential determinants of, 

or influences upon, the mode choice of travelers fall into 

three classes: (l) the nature and circumstances of the 

trip; (2) the traveler's needs and desires, the things he 

values, the attributes that are important to him; (3) the 

characteristices of the available travel modes, as perceiv­

ed by the traveler. Travel mode choice should be explain­

able in terms of these three sets of considerations. 

The three sets of considerations are completely interlocked. 

Travelers' needs and desires vary according to the nature of 

a particular trip; many respondents indicated that they could 

not specify the things that were important to them wi·thout 

also specifying the kind of trip that was being considered. 

And the characteristics of travel modes that are important 

depend, in turn, upon the needs and desires of the traveler, 

given a particular kind of trip. 

In other words, travel mode choice is, as might have been 

expected, a most complex subject. It can be viewed as re­

sulting from a very large number of different kinds of con­

siderations, all interacting with one another. Individual 

travelers may be scarcely aware of some of these consiJer­

ations, or of the way they interact. 

The interacting nature of the considerations affecting mode 

choice makes it difficult to discuss them one at a time. 

For example, the influence of the nature of the trip can 

hardly be discussed in detail without at least implying 

something about the traveler's needs and desires. But 

the three considerations must be separated if this is to 

be a coherent report, dealing with one topic at a time. 
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The plan of the report is to discuss first, in the next major section, the nature of the mode selection process itself, showing how the three kinds of considerations -­the nature of the trip, the traveler's needs and desires, and his evaluations of the various modes -- combine to produce a selected mode for a given trip. In the three following sections of the report, the three kinds of con­siderations will be taken up in turn, and their content specified in detail. However, because of the interaction that has been noted, these sections will necessarily over­lap with one another: all three kinds of considerations do enter into mode choice, and it is impossible to discuss one kind entirely by itself with no reference at all to the others. 

The complexity of the issue does not end with the inter­action among the kinds of considerations. A distinction between current and potential mode choice determinants is also necessary. 

During the course of the interviews, it became apparent that many travelers may have strong needs and desires that are not necessarily influential on their current mode choices. For example, there were many respondents who were very concerned with physical comfort, yet were not selecting travel modes on that basis now. A business traveler might be highly preoccupied with the relative comfort of the different features of the different modes, while the actual reason for choosing to fly between New York and Wash~ngton ~s the time it saves. 

In the example above, comfort is not a very important de­terminant of current mode usage. But it is readily seen as a rotential determinant; all that is necessary is for the s~tuation to change. Suppose a new travel mode is 
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introduced, one that ~o~petes more closely with the airlines on time between his bases of operat:ion in Washington and New York. If he now has two modes available with times roughly equivalent, he is in a position to make comfort his basis for choosing a mode. 

Since one purpose of this study is to provide useful informa­tion to travel planners who are concerned with the future, it seems obvious that this report cannot restrict its focus merely to those things that are ~rently affecting mode choice. As situations change, potential determinants can become actual determinants, and so they must be included in this report. 

The material on mode choice selection that is presented in the immediately following chapters depends heavily upon the non-structured depth interviewing, since those phases of the study were most sensitive to the complexity of the issue. 

The focus in the depth interviewing and associated analysis was upon finding areas of consensus among travelers, and general tendencies amonq them, or ~nang very broad group­ings of travelers. The structured interviewrng"Was used in an attempt to examine differences among travelers in their needs and desires, as well. -

Given the somewhat different strate9ies of the non-structured and structured phases, they are reported in separate chapters. The structured interviewing and mathematical analyses are con­sidered following the report on the depth interviewing. 

- 9 -



IV. THE PROCESS OF MODE SELECTION 

Virtually all travel in the Northeast Corridor is encompassed 
by four travel modes: automobile, airplane, train and bus. The 
most obvious and straightforward conceptualization of mode 
selection, then, would postulate a four-way decision process, 
with the pluses and minuses of using each of the four modes 
weighed against one another simultaneously. However, such a 
conceptualization is not descriptive of the actual choice 
processes of the great majority of travelers. 

In the first place, many trips are made without an actual 
mode decision, in the purest sense of that word, ever being 
made. Alternatives are never considered in any conscious, 
deliberate manner. Rather, it seems to the traveler as if 
the mode to use is given to him simultaneously with the de­
cision to make the trip. 

For a great many trips, alternative modes truly do not exist. 
Given the fact that a1rl1nes are available, a businessman in 
Boston whose attendance is required at a three hour meeting 
in Washington almost literally has no option but to fly. To 
do otherwise would consume so much time for the sake of only 
three hours of work that it could only be against the in­
terests of his firm, his job and himself. In fact, if air­
lines or something nearly as fast did not exist, his firm 
would probably never have evolved ways of doing business that 
suggested his attendance at the Washington meeting. 

Similarly, a family in Philadelphia leaving on a tour of the 
New England seashore and mountains will load the family car 
without ever having deliberately "chosen" that mode. There 
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is no other way to make such a trip that is at all feasible, 
and if automobiles did not exist, the idea of such a tour 
would probably not even have occurred. 

In these two examples, the availability of a particular 
travel mode determined the trip, rather than the need for 
the trip's leading to the selection of a mode. There are 
many other instances where alternatives may be reasonable 
in theory, but do not exist in the minds of tl1e 1:ravelers. 
And since our task is to explain the actual mode selection 
process, alternatives that do not exist in the mind of a 
traveler are not really alternatives, and, in a very real 
sense, they do not exist at all. 

For example, a Washington couple who regularly visit rela­
tives in Philadelphia could, in theory, use any of the four 
travel modes, and examples could be found of people who do 
fly, or take the train or the bus, in similar circumstances. 
But there are many couples who never consider anything but 
driving; indeed, who cannot consider anything but driving, 
given their needs and life style. Should their car be un­
available to them, perhaps in need of repair, they would 
never consider anything but post~oning the trip. 

There are, of course, times when real mode decisions are 
made at the point of planning a trip. Even then, however, 
decisions involving all four modes would be very rare. 
Two, or at most three, mode-s may compete in a traveler's 
mind, but one or two will almost always be so inappropriate 
for him that they are ignored almost as thoroughly as going 
by bicycle or horseback. 

Many travel mode decisions are more properly seen as taking 
place in two stages than as a weighing of several modes 
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simultaneously. The first decision is whether to drive or to use public transportation. Then, a second decision may be necessary as to which form of public transportation. 

For the reasons that have been discussed above, a simple four-way decision model of mode choice is not wholly accurate. Instead of decisions, mode selections for particular trips are more often the result of habits, routines that travelers follow so that decisions are not really necessary for every trip taken, as demonstrated in some remarks by respondents. 

"I wouldn't travel any other way than driving." (For 
family trips.) 

"I fly when it's business; the arrangements are made 
for me." 

"We would never think of taking the train. It's the 
car." 

"With one, it's routine. My choice is made. My com­pany feels flying is the only thing." 

"For pleasure, it's the car. For business, it's the 
plane." 

"I wouldn't think of going to New York any way but 
driving." 

When respondents were asked directly whether their mode se­lections involved decisions or routines, the almost unan­imous answer was "routine". But the evidenc;:e that mode 
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;elections are usually more like rouctines than decisions JOes beyond the direct, literal testimony of the respon­lents. It was evident in the matter-of-fact manner in 1hich they categorized kinds of trips and assigned each :ind to a mode. When they were asked hypothetical questions tbout how they would make a given trip, there was usually to hesitation, no pondering of alternatives, in their se­_ection of a mode. 

?o report that most mode selections are the result of :outines is not to say that they are unchangeable, of :ourse. For the most part, the routines are not blind tabit, followed unthinkingly. They are merely an ex­>ression of each traveler's experience and beliefs about rhat best meets- his needs and desires. By codifying his •xperiences and beliefs into routines, he saves himself rom having to make an evaluation and decision each time e makes a trip. 

:n other words, travel routines are subject to exceptions, end to change. Changes in the travel modes available may ·ive rise to departures from what had been routine, as •hen confirmed flyers "give the Metroliner a try", or 
:rivers react to increasing traffic congestion and •arking problems by looking for another mode for trips ·here these problems are greatest. The traveler himself 1ay change, as is the case when a man decides he is now .oo old to drive longer distances. Such factors as the ·eather can dictate exceptions to routine: some respon­.ents reported that they were less likely to drive on ·ertain trips in the winter, when road conditions were ess certain; conversely, one respondent who goes back nd forth to Atlantic City uses the bus only during the attest weather, because of the air conditioning. Finally, othing more than the desire for novelty and change can ead to breaks in travel mode routines. 

- 13 -



Despite some exceptions, as noted above, travel mode choices are based upon routines, and the routines are formed around the travel situations the traveler faces. When a particular kind of trip ~s upcoming, he will automatically select the travel mode that has become routine for that kind of trip. Thus, from the individual's point of view, the mode is 
determined by the nature of the trip. To be sure, the routines must have their source in his needs and desires, his life style, and his perception of the characteristics of the available modes. But he experiences these factors as background, if he experiences them at all, and his rou­tines make the choice of a mode so quick and certain beyond doubt that it seems to him as if the circumstances of the trip dictated the mode. 

The finding that most travel mode selections follow from highly developed routines, so that the full range of alter­natives is seldom consciously or deliberately reviewed, has a number of implications that are worthy of consideration. 

First, conceptualizing mode selection as a pure decision process in which the characteristics of all available modes are weighed against one another simultaneously is not truly descriptive of the actual psychological process that travel­ers go through. Perhaps this conceptualization is still useful for such purposes as mathematical modeling, in that it may represent an abstraction from reality that is a use­ful fiction. After all, the actual process, as describea­above, does depend ultimately upon the traveler's needs and desires, and his evaluations of the travel modes, and it may be a useful abstraction or simplification to assume that he examines his needs and desires and the characteristics of the modes each time he makes a trip. But this conceptu­alization does not adequately describe the selection process, and it could lead to a misunderstand~ng of the psychology of mode selection if it were taken literally. 
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ince travelers streamline the selection process, relying eavily upon codifications of their experience and beliefs, nd even upon routines, mode preferences must be m~rkcd by certain amount of inertia. It was pointed out abov<· 
hat routines are not unchangeable, but neither are they ikely to change as fast as the characteristics of thu modes hemselves might change. If people are comfortable in their outines,they will not seek out the latest information on ode characteristics, and even when they do become aw;u·e cr hanges in mode characteristics, either planned or unplan­ed changes, there is probably some reluctance to change satisfactory routine merely to accommodate a small ct>ange n the modes. Therefore, while even a modest change in a ravel mode will immediately change the equations in a athematical model based upon pure decision theory, it ma.y Lc hat actual travel behavior will change less quickly, or may ot change at all. On the other hand, when travel behavior change oes not follow immediately after a change in a mode, it oes not necessarily mean that the mode change was ineffec-ive. Because of the inertia of routines, it may tako time :'r the impact of changes t9 occur. 

ne reason to suspect that routines do have some inertia or 2sistance to change is the unwillingness of travelers to 2ek out for themselves information about travel modes. nd until they have such information, little effect from :>de changes can reasonably be expected. The respondeats n this study made it quite clear that they regard it as 
he responsibility of the mode to inform them; they snould ::>t have to seek out information themselves. This viewpoint nerged consistently on the subject of the Metroliner and urbotrain, and railroads in general. 

"They don't publicize it." 

11 I didn't even know it was running ... 

"They never inform the public." 
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"Why spend money and not publicize it? Does it work or 
doesn't it work?" 

"You're not going to buy something when you don't know 
what you're buying." 

"When was the last time you saw a train ad?" 

"You never see advertisements for trains." 

(In answer to a question about the likely success of im­
proved rail service:) "Only if the advertising agencies 
work for the railroads, to make the public realize." 

"You still have to have mass advertising." 

"I haven't seen any ads about the Metroliner." 

"They should advertise it (the Metroliner) on television, 
like the airlines." 

Much more is involved here than a simple lack of factual 
information. These respondents were also asking to be con­
vinced, to be reassured, to be supplied with reasons for using 
a train, and this point will be touched upon later in this 
report. But their comments also reveal that there is a real 
"information gap", involving the railroads in particular. 

The great majority of respondents were aware, at least in 
some vague manner, that something was going on involving 
new high speed trains. But for the most part, they did not 
know how fast the trains were, what the schedules were like, 
and how much travel on the new trains cost. In Philadelphia, 
for example, there was some controversy at the time a new 
Metroliner was added that ran from New York to Washington 
without stopping in Philadelphia, and this seemed to be among 
the most widely known information in Philadelphia about 
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the Metroliner. A great many Philadelphia respondents 
reacted to a discussion of the Metroliner with the question: 
"But they don't stop here, do they?", 

Th~ point is that most travelers who do not now use the 
train who become aware that some new high speed train is 
beginning to operate do not regard it as their responsi­
bility to call the railroad about schedules, fares, and 
accommodations. Rather, it is the railroad's responsibil­
ity to take the initiative and inform them. The travelers 
have routines that are more or less adequate, and if some­
one wants to change those routines they have to make the 
necessary information easily available. We live in an age 
of advertising; people have become accustomed to being 
wooed and persuaded by marketers of goods and services, and 
travel modes are no exception. The initiative to make facts 
known belongs to the seller, not to the buyer. 

- 17-



V. THE NATURE OF THE TRIP 

From the point of view of an individual traveler, the travel mode to use for any given trip is usually deter­mLned by the situation surrounding that trip. In the respondents' words, the selection of a mode "depends upon the kind of trip it is". (Obviously, the nature of the trip determines the mode only because the in­dividual can take his own needs, desires and beliefs for granted; from the researcher's point of view these factors must be explored.) 

It is impossible to create a set of trip categories that are mutually exclusive but contain all of the trips that can be made. There is virtually an infinite number of kinds of trips; and trip circumstances that are extremely rare over-all may be of overwhelming importance to at least one traveler. 

For example, one of the respondents in this study was a gem salesman, who frequently traveled with very expensive dia­monds and other stones. To this man, nothing was more im­portant than the arrangements for handling his luggage. When he flew, he had special arrangements with the airlines that permitted him to carry his luggage to the plane him­self and watch it being loaded, and the luggage was marked so that it could not be removed from the plane without his being there to order it. For shorter trips his choice was between the train and the bus, and he generally used the latter, because he could watch his luggage being locked away in the storage compartment, and he could stand outside the bus and watch every time the luggage compartment was open. On the train, however, the luggage stayed with him, which meant he was restricted in moving around on the train, and was afraid to sleep. 
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But despite the existence of many such idiosyncratic situa­tions, there are some regularities in the kinds of trips that occur, and in the relationships between trip charac­teristics and preferred modes. 

In this section of the report, the relationship between some of the more salient characteristics of trips themselves and mode choice will be examined. Some of these relationships seem so entirely straightforward and obvious that they may hardly be regarded as "discoveries" of this study. But they must be included in this report because (1) they are important in understanding mode choice; (2) this studylhas contributed to understanding their relative strengths and the nature of their place in the total process of mode choice; (3) the more profound, less obvious-Influences on mode choice are mediated by or filtered through these more superficial trip characteristics, so they are essential to an understanding of the whole process. 

As was pointed out earlier, trip characteristics can be re­lated to mode choice because travelers tend to codify their needs and preferences around the types of trips they take. Therefore, it is impossible to discuss trip characteristics and mode choice in this section of the report without at least implying something about traveler needs and desires. A detailed consideration of those needs and desires, however, will be presented in the next section of the report. 

A. Business versus Non-Business Trips 

The distinction between business trips and non-business trips is immediately apparent and very important. The two kinds of travel have very different considerations that are related to mode choice. 
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Business trips 

At least two factors distinguish the business trip. 
First, the traveler's time is not entirely his own 
to do with as he pleases, and second is the fact 
that he is reimbursed for his expenses. These two 
factors serve to create a pattern of mode choice 
determinants that is_quite different from that re­
lating to non-business trips. 

The fact that business travel takes place with the 
employer's time and money means that business trav­
elers are usually not entirely free to choose their 
own travel modes. For the most part, the respondents 
in this study did not appear to be bound by rigidly 
stated company rules on travel modes. An employer 
who formally required the use of particular modes for 
certain trips would be an exception. In one sense, 
then, the travelers themselves do select the travel 
modes. But they do so in a context that stresses 
making efficient use of the employer's time and 
money. They know how other employees travel to the 
same or similar destinations. Even though formal 
rules seem usually to be absent, most business 
travelers live with a set of customs or precedents 
that have a great deal to do with their mode choices. 

Sometimes the pressure to conform to an implicit 
company policy is even stronger than custom or prec­
edent: secretaries, or in larger organizations, 
"reservations personnel" may make travel arrangements, 
and these persons follow routines. The individual 
traveler may well have the authority to decide for him­
self what travel mode he wishes to use, but to change 
the routines would require some effort -- special 
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instructions to the secretary, additional work by the 
reservations personnel who would have to depart from 
their routines -- and it is usually easier simply to 
go along with the functioning system. 

In a very real sense, then, "company policy" does 
exist even if formal rules are absent, and it does 
influence if not determine the mode usage of business 
travelers. 

Most business travelers are not chafing under the re­
strictions of company policy. For the most part, com­
pany practices seem to be consistent with the travelers' 
own preferences and needs, as an examinatJ.on of those 
practices will show. 

In balancing time spent in travel against actual ex­
pense, most com~an~ practices seem weighted toward 
saving tJ.me. WJ.thJ.n perhaps surprl.SJ.ng lJ.mJ.ts, cost 
is of little concern as long as time is saved. An 
employee who proposed an alternate traveol mode from 
that generally used would encounter little difficulty 
if the departure was based upon potential time 
saving, but saving money on the fare would seem a 
much less appropriate reason for a change. 

As will be seen, the situation is much more complex 
than a simple equating of time with monE~y, and rela­
tively few business travelers would include a simple 
calculation of hours of salary in determining the 
cost of a trip. While the business traveler does not 
equate time spent traveling directly to salary, he 
does value quick travel for its help in doing more 
work efficiently, however. 

"My company made the decision on the mode -­
the airlines." 

"The company thinks flying is faster." 
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"My company feels flying is the only thing." 

"It's invariably assumed I'm going to fly." 

"We have a travel desk in my firm. All arrange­
ments are made for me-- I fly." 

In many cases, there are sound business reasons for 
favoring time over money. One way or another, the 
direct costs of travel are frequently passed on to 
customers or clients. Money is more easily recovered 
than personnel time; it is easier to increase a travel 
budget than it is to increase the size of the staff. 

The emphasis on saving time also works to the advantage 
of the individual traveler: 

The amount of time he is away from home is mini­
mized, usually to his satisfaction. 

The great emphasis on saving his time bolsters 
his sense of his own status and importance. There 
was an element of pride in the way many respon­
dents spoke of the necessity for conserving their 
time. 

The emphasis on time results in much air travel, 
which many people feel offers the greatest comfort 
(in addition to the status feelings it confers). 

It may even be that some aspects of "company policy" have 
come into being precisely because they do serve the in­
dividual desires of the traveling employees. After all, 
many company practices have their basis in precedent and 
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custom rather than in formal rules, and so employees as 
a group may sometimes determine "company policy". If 
enough employees follow a given routine, that routine 
becomes "company practice". 

It is difficult to believe that all of the emphasis on 
saving time that the respondents-reported directly serves 
their employers. It seems probable that not all of the 
time saved by using expensive travel procedures is put 
to productive use for the organization. 

There is probably a tacit understanding at many orga­
nizations, one that remains implicit even in the minds 
of the employees, that travel is an imposition, since 
it almost inevitably cuts into the employe,e's own time, 
so he is entitled to more comfortable arrangements. 
Instead of making this understanding explicit, however, 
it may be rationalized into a benefit for the company, 
on the grounds that "time is money", or "A rested, re­
laxed employee is a more efficient and sharper worker". 

Whatever the source, there are forces within the busi­
ness travel situation that lead to the use of faster 
travel procedures. The result is that business travel 
is epitomized by the airplane. In most situations where 
the distance is sufficiently great to make the time dif­
ference meaningful, business travelers' normal routine 
is to fly. There are many exceptions to this general­
ization, of course, which are considered elsewhere in 
this report. 

Non-business trips 

The major outward difference between business and non­
business travel is tha~ in the latter case, the trav­
eler is entirely on his own time and pays his own way, 
a consideration that is even more significant when it 
is realized that much non-business travel is family 
travel, with multiple fares to be paid. ------

- 23 -



It js not true, of course, that time is of no concern 
to the non-business traveler. But it is true that 
his routines, relative to those of the business trav­
eler, are heavily influenced by considerations of 
monetary expense. Even relatively affluent persons, 
when traveling on their own money, are not so eager 
to spend money to save time. 

One major result of the importance of cost in de­
termining non-business travel mode usage is heavy re­
liance on the private automobile. If the airplane 
epitomizes business travel, non-business travel in 
the Northeast Corridor is epitomized by the automobile. 

Probably the most important issue in understanding non­
business travel mode choices is to explain the use of 
the automobile. It appears to be by far the most wide­
ly used mode, and the one that is least interchangeable 
with other modes. Trains and buses can substitute for 
one another, and in some ways either is a substitute for 
the airplane, but automobile travel is a thing apart, 
with a great many unique attributes. Much non-business 
travel comes down to the issue of public transportation 
versus automobile, and the often compelling advantages 
of the automobile will be developed later in this report. 

B. The Distance of the Trip 

The total distance of a trip has a great deal to do with 
mode usage, but it has a rather different impact on busi­
ness t~ips and non-business trips. 
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Business trips 

The longer the trip the greater the inclination to fly, 
simply because of the time saved. Business trips from 
the East Coast to points as far away as Chicago will 
almost always be by plane, and even within the North­
east Corridor the "normal" mode for trips between 
Washington and Boston appears to be 1;he airlines. 

For shorter distances, the amount of time that flying 
can save becomes less and less significant, and so 
other factors have their chance to become more impor-
tant. 

Many respondents in this study talked as if they had 
a very definite cut-off point to determine whether or 
not to fly. Statements such as "beyond 200 miles I 
fly", were common, but the estimate of what the cut­
off point is ranged at least from 100 to 500 miles. 
Further, it was apparent that the individual respon­
dents do not really follow such a rigid determination. 
Many business trips in the Northeast corridor fall 
into a range where distance alone does not determine 
the mode. Factors other than sheer distance, such as 
terminal locations, may even affect the time that 
trips will require by various modes, and they certain­
ly can affect the satisfaction of the traveler's other 
needs. Nevertheless, it is true that the greater the 
distance the greater the tendency to fly. 

Non-business trips 

Within the bounds of the Northeast Corridor the distance 
of a trip is a less important deterntinant of mode choice 
for non-business travel than for business travel. The 
distance beyond which flying becomes the only alternative 
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is greater for the non-business traveler, so that only the longest distances within the Corridor incline many to fly who were not already disposed to do so on other grounds, such as comfort or prestige. 
For the majority of non-business trips within the Northeast Corridor, the distance of the trip seems to have much less influence on mode choice than other factors. 

c. The Duration of the Trip 

The amount of time the traveler is away from home in­fluences travel mode usage in some interesting ways. 

Business trips 

First, many business trips within the Northeast Corridor can be accomplished comfortably in one day by flying. To use another mode in some instances would require leaving home uncomfortably early and/or arriving back very late if an overnight stay is to be avoided. When the timing of a trip is such that the alternative ~ flying is either staying overnight or travel1ng very ~ate, virtually all bus1ness travelers w1ll usually fly, for both personal reasons and to reduce the number of working days that are disrupted by travel. 

The effect of increased duration of a trip is to reduce the significance of travel time. Travelers seem to re­gard the time the s end in transit not onl 1n absolute terms, ut also 1n terms relat1ve to the1r total t1me away from home. The d1fference between three and four 
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hours in transit may not seem very meaningful to a man planning a four-day trip, but on a 24-hour trip that difference can seem very important to him. 

Thus, with the significance of travel time reduced for trips of longer duration, the advantages of flying may become less compelling. If the traveler has any reason to l1ke travel by other modes, he·may use them instead of the airplane for trips of this kind. 

Not only does increased trip duration reduce the signif­icance of time in transit, which is a major advantage of flying, it also increases the benefits of having an auto­mobile ava1lable. Dur1ng a stay of several days, the traveler w1ll ordinarily have some free time, if only in the evenings, in which to sightsee or otherwise amuse :·limself, and having an automobile can facili ta·te his pleasure. He could rent a car at his destination, and many business travelers do so under these circumstances, but the question may then arise of whether the cost is appropriate for his employer, and whether he is willing to pay it himself. In many instances these considerations lead the traveler to use the automobile as the mode for the entire trip. 

Thus, with trips of longer duratio~ transit time is felt as less important, and the benefits of the automobile are greater, so there seems to be some tendency to make such trips, even some that are relat!.vely long in dis­tance, by car. 

Non-business trips 

As with business travel, it appears that non-business 
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trips of longer duration are particularly likely to be 
undertaken by car. 

- The longer the time spent away from home, the 
greater the requirements for local transportation. 
These requirements are sometimes met by friends 
or relatives with whom the traveler stays, but 
even then he could probably find his own car 
helpful if the trip is really extended. 

- The longer the duration of a trip, the more clothing it is necessary to take, and the respondents were 
quite appreciative of the advantages of loading 
one's own car over managing large amounts of baggage 
through public transportation. Also, the question 
of what to take can be resolved by bringing every­
thing one might want. 

D. Specific Origins, Destinations and Terminal Locations 

The interaction between the specific origin of the trip, 
the location and access of terminals, and the specific 
destinatio~has a great deal to do with travel mode 
usage. 

Business trips 

One of the most significant findings of this study con­
cerns the importance of terminal access. By far~he 
most common complaint of business travelers was "the 
time it takes to get to and from the airport". And 
although the complaint was usually directed specifical­
ly at airports, persons who use other modes of public 
transportation would agree. 
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The complaint, as quoted above, was about the time it 
takes to get to and from terminals. Actually,~ap­
pears that stating it in this way is merely a reflec­
tion of a process that has made travel nearly synony­
mous with a concern with time, so that some people lack 
any other vocabulary with which to talk about travel 
problems. The real source of dissatisfac1:ion is prob­
ably not so much with the time spent getti.ng to and 
from terminals as with the aggravation, nuisance and 
even anxiety involved. This issue, which represents 
one of the most important conclusions reached in this 
study, will be developed at length elsewhere in this 
report. 

In the present context, it is important to note that 
terminal access and egress situations are almost 
certainly the greatest source of overt dissatisfaction 
and complain·t among travelers, particularly business 
travelers. Presented below are some examples of the 
way ~n which minimizing this dissatisfaction affects mode choices: 

- One respondent who used the bus for many business 
trips, which was fairly unusual, was at a loss to 
explain why he used the bus instead of the train. 
He finally realized, during the interview, the 
significance of his being able to walk from his 
office to the bus station. 

- Respondents living on Long Island stressed this 
convenience to the airports in explaining their 
liking for air travel. To use the train would 
mean getting in to Manhattan. 

- A Philadelphia area resident traveled extensively 
on business. He almost invariably drove his auto­
mobile when his destination was Washington, but used 
other modes for his trips to other locations. This 
pattern had become such a routine that he was scarce­ly aware of it, and only after probing in the inter­
view did the significance of his living south of 
Philadelphia near the highway to Washington emerge. 
He had literally never thought of getting in the car 
and driving north, away from washington, which he 
would have to do to get to a public transportation 
terminal. 
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- Persons living or working near a terminal for a 
given mode, such as an airport, are definitely 
more likely to use that mode. 

- When the traveler's business is in the center of a 
city there is a real advantage to using public 
transportation with center city terminals; when 
the business is in an outlying area, the advantages 
of using the automobile and avoiding some local 
transportation problems may become significant. 

Non-business trips 

One of the reasons why the automobile is so appropriate 
for non-business trips is that, unlike business trips, 
the center of a large city is seldom the actual desti­
nation. When it is, such as with shopping, sightseeing, 
or theater trips to Manhattan, public transportation 
very often is used. But it appears that a much larger 
number of non-business trips are made to visit friends 
and relatives who seldom live near the center of a 
major city. As the respondents put it, "When we go 
by car, we can go right to their door". 

It is probably also true that the fact that non-business 
trips are almost invariably begun from the traveler's 
horne, unlike some business trips which originate from 
center city offices, has something to do with the routine 
of automobile use, because of the locations of public 
transportation terminals and local transportation systems 
serving them. 

Many non-business trips have aresortarea as the desti­
nation. Direct public transportation to areas at the 
seashore or in the mountains is often scanty. Even when 
it does exist, there are compelling advantages to making 
the trip by car: being able to carry all the clothes 
and gear that go with a resort vacation, and having a 
car available for local transportation and side trips. 
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E. Specific Destination 

No two cities or towns are exactly alike with regard to 
the mix of size, layout, terminal locations, local 
transportation systems, etc. These differences seem 
bound to be related to the efficiency of using differ2nt 
modes to travel to these places, but this study has 
naturally focussed upon generalities instead of such special situations. 

It should be mentioned in passing, of course, that a 
great many trips, both business and non-business, are 
made to points that are not served by all travel modes. 
Travel to small towns removed from larger cities is 
almost necessarily by automobile, in many cases. While 
bus and/or train service may be available, infrequent 
schedules and the necessity of transferring from express 
to local vehicles practically remove them from consider­
ation for an automobile owner. 

Business trips 

There is one instance in which the special characteristics 
of a particular city are so important they should not be 
passed over: New York is a special case. Even business 
travelers going to New York may find their mode choice 
influenced by such factors as their specific destination. 

If their business is anywhere on Long Island, they may 
fly, while some travelers who never even consider the 
train for any other trips use it when they have business 
in Manhattan. 

Non-business trips 

There is probably more non-business travel t:o !~anhattan 
than to any other center city in the Northeast Corridor, 
because of its theaters, restaurants, galleries, museums, 
shops and night life. Many people who "spend the week­
end in New York" probably seldom go to any other center 
city away from horne. This is especially true of persons, 
such as those in Philadelphia, who live relatively near 
New York. 
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For many of these visitors, driving to New York seems 
out of the question, because of traffic and parking 
problems. Even people who drive on all their other 
non-business travels in the Northeas~orridor may 
use public transportation to go to New York. 

Of course, some people do drive to Manhattan, and many 
more will drive if their destination is outside Man­
hattan. 

F. Single Travelers versus Parties 

The great majority of business trips seem to involve 
one person, or two at most. However, some trips do 
involve larger parties, and this sometimes has im­
plications for mode choice. 

Business trips 

Specifically, it may be that the automobile becomes 
a more appropriate mode for business travel as the 
number ~n the party increases. Instances of large 
parties in business travel seemed to be rare, so that 
it is necessary to generalize from only a few cases, 
but it does appear that a large group of men travel­
ing together on business may consider driving. 

Saving money may be offered as a justification for 
driving, since multiple fares would be required 
otherwise, but that is probably only a rationaliza­
tion, rather than a truly important determinant. A 
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more powerful reason is probably the automobile's po­
tential to facilitate some kinds of travel pleasure. 

- A group of friends, or even just acquaintances, 
traveling together are probably more inclined 
than a lone traveler to turn the ·trip into an 
occasion for fun. Having company, the idea of 
going out at night, after work is done, is even 
more attractive, and is facilitated by an 
automobile. 

- The time in transit itself can be pleasantly 
passed in conviviality with friends in the same 
car. 

Non-business trips 

Unlike business travel, non-business travel very often 
involves two or more people. Practically all married 
people are accompanied by their families on the great 
majority of their non-business trips.. It is in this 
context that the economics of travel become very impor­
tant 

For persons traveling alone, the cos1: of transportation 
fares may not be great, perhaps not much greater than 
the cost of fuel anti tolls. But for the family traveling, 
where several fares would be required, the cost factor is 
compelling. In the final analysis, whatever visionary 
changes in travel modes were proposed to the respondents 
in th~s study, the pr~vate automobile was seen as having 
no equal for family travel, in large part because of its 
economy. 
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Saving money is not the only reason why the automobile is so strongly preferred for family travel. A great many aspects of convenience are also important, as are some feelings and emotional consequences of family trav­el. These 2ssues will be taken up later in this report. 

Many of the attributes of automobile travel to lone travelers and not just to families. some circumstances, persons traveling alone modes, while such is more rare for families within the Northeast Corridor. 

commend it 
But under 

do use other 
traveling 

In the first place, of course, public transportation simply costs less for an individual than for a family, and the savings if the trip is made by car is much smaller. Thus, other factors, such as comfort or time, can enter into the mode selection more easily. 

Also, it appears that people without immediate families are less likely to take those kinds of trips that almost require an automobile: tours to see the countryside. Much of the pleasure of such a trip would probably be absent if it were undertaken alone. 

On the other hand, the person who travels alone because he is below the age to have acquired a family, may be more likely to travel to areas near center cities, where the terminal locations of public transportation are relatively convenient. The cultural attractions and night life of the big cities are probably more likely to be sought out by the young unmarried, and they may even have friends living in apartments near center city. 
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Women, whether married or not, often avoid driving when traveling alone, because of their feelings of insecurity or even personal danger. Even groups of women traveling together will often use the bus or train instead of a car, although in this case it may be as much a matter of their destination as of feelings of insecurity: many such trips are sightseeing, shopping or theater expe­ditions to center cities. 

G. Combining Business with Pleasure 

Many business travelers arrange some of their trips to achieve some personal ends as well. They may have friends or relatives to visit in the destination cities, or some­where along the way, especially since points in the North­east Corridor are relatively close to their homes. Or perhaps they just want to sightsee. Whether visiting or sightseeing, they may be accompanied by some or all of their families. 

The impact of these considerations upon mode choice is to increase the number of "business trips" that are made by automobile. Having the car facilitates the pleasure aspects of the trip; indeed, if the visiting or sightseeing is to be done at points along the way to the final destination it is the only way to make that trip. And if his wife accompanies the traveler, her transportation is free if the trip is made by car. 

H. The Number of Destinations 

Business Trips 

Business trips that involve multiple destinations almost invariably and inevitably are made by car. '!'here is almost literally no other way for the salesman to make his periodic swing through the stores in his area, or for the manager to visit all the operations under his 
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control if they are numerous and close together, or 
for the construction supervisor to monitor progress 
at all the building sites. 

Further, even when a trip from the traveler's home 
base to a distant city is involved, there are many 
instances of multiple calls to make in and around 
that city. For example, sales personnel may go from 
New York to Boston and then call on a dozen accounts 
in the Boston area. Under such conditions many might 
fly to Boston and rent a car, but others prefer to 
make the whole trip by automobile, perhaps because 
the difference in time and convenience amounts to 
less than the cost of renting a car. 

A related consideration is the way in which many 
businessmen who have regular calls to make optimize 
their use of travel time: "I could fly to Boston and 
rent a car to visit the dealers in Boston, Cambridge, and Brookline, but if I drive, I can get the calls in 
New Haven and Hartford out of the way on the same trip." 

Finally, some business travelers of this type can profit from the flexibility of automobile travel. Perhaps they 
learn something while in Boston that indicates a trip to 
Springfield would be valuable; if they are traveling by 
car they can reschedule themselves with relative ease. 

Non-business trips 

A relatively common type of non-business trip is the tour. If the goal of a trip is to see the countryside 
and visit many points of interest, using scheduled 
public transportation is obviously nearly impossible. 
And even some trips that have as their ultimate goal 
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the home of relatives or friends may also include some 
sightseeing along the way. 

I. Bulky Luggage 

Business trips 

Business travelers who must take along large or large 
amounts of samples, goods, instruments, gear, etc., 
may use automobiles for this reason. In extreme cases of weight or bulk, there may be no real alternative. 

Non-business trips 

Considerable luggage is almost always involved in 
family travel if it is to be overnight, because of the 
number of persons involved. Even single non-business 
travelers may have more luggage than a business travel­
er, because of the necessity for casual as well as 
dressy clothes, sports equipment, cameras, etc. 

Large amounts of luggage are yet another reason for the 
automobile's wide usage for non-business travel. 

- Larger amounts of luggage can be taken, including 
all the kinds of clothes and equipment one might 
need. 

- Packing need not be so careful. 

- Much of the luggage need be handled only upon 
loading and unloading; no "transfers" within 
terminals, at taxicabs, etc. 
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J. The Special-Purpose Trip 

A tendency was noted among the respondents to think in terms other than the automobile when non-business trips undertaken for some specific occasion were being discussed. Specifically, flying often emerged as an appropriate way to travel to attend such occasions as weddings or funerals. 

There are some plausible reasons why this association should emerge. Trips such as these are often under­taken at times not of the traveler's choosing, when he may want to accomplish the trip as quickly as possible. For the longest distances within the Northeast Corridor flying may save sufficient time to be significant, if the entire trip must be accomplished within a weekend, or during time taken off from work. 

Also, at least some trips of this nature, the children, and perhaps even the spouse, do not go, which make the economics of flying more feasible. 

It appears, however, that the association between fly­ing and special occasions may be based upon more than these factual matters. A plane trip, with i·ts associa­tions of importance or even urgency, may make an occa­sion more of an occasion. Some travelers may uncon­sciously-lean toward plane travel in the situations specified for this reason. It may help to solemnize or distinguish the event being attended. A person attending such an event is on a mission, and people who are on a mission are not thought of as driving along in the family car, perhaps over the same roads that they have traveled so often and so casually before. 
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VI. VALUE CONSIDERATIONS OF TRAVEL 

The preceding section of this report discussed the situational characteristics of trips that, to the res~ondents, determined their mode choices. Implicit in much of that discussion was the existence of a set of value characteristics of travel. That is, to take a ludicrously obvious example, to report that one reason for using the automobile for family travel is to save money,is to imply that saving money is valued. 

In this section of the report, tne value considerations of travel will be examined explicitly. 

To some extent, t.he value considerations that were uncovered in this study can be separated into two classes. In one class is a set of considerations that are obvious and straightforward, such as speed, cost and comfort. These are "real" character­istics of travel, the characteristics that an economist or engineer would probably find most compatible with a "hard-nosed" analysis of travel. In the other class is a set of considera­tions that are defined as much as by the attitudes and beliefs of the traveler as by the manifest characteristics of travel modes, things such as status and prestige, fun, and familiarity. In a sense, thes·e are psychological value considerations. 

One way of summarizing the dichotomy is to distinguish between rational and non-rational value considerations, but it must be understood that non-rat1onal does not mean irrational. These values are non-rational only in the-5ense that they are more attitudinal than cognitive, functioning as more subtle in-fluences than the rational values. -------
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A. Rational Value Considerations 

1. Speed and time 

The most salient, obvious, and talked about value 
aspect of travel is time and speed. It was the 
first thing that most respondents talked about 
and, in many ways, was the easiest thing for them 
to talk about. It, more than any other considera­
tion, could sometimes sum up a whole trip all by 
itself. 

"I enjoyed it because it was quick." 

"Time is very much important to me." 

"I just flew to New York. It was nice. By 
the time we were offered a cold drink, we 
were there." 

"It would be pretty rough to compete with 
the airplane. You'd have to get a train 
that goes 600 miles an hour.• 

"I wouldn't take the train to New York be­
cause of the time it takes to drive to the 
train station." 

"It only took two. and one-half hours. That 
was great.• 

"I don't mind it, because it's only about 
three hours." 

- 40 -

"I take a plane if the trip is over 200 miles. 
Less than that, you can drive as fast." 

"My favorite way is to fly. It t.ook 35 minutes 
to get to Syracuse. There' s no·t.hing like it. " 

Time is important to both business travelers and non­
business travelers. The major difference is that 
time more often comes first with the business trav­
eler. The non-business-traveler may place other 
things before time in importance, things such as 
cost and ease, but these are things he takes for 
granted; things he does not find it necessary to talk 
about. Within their context, he is often just as 
concernea-as-the business traveler with accomplish­
ing the trip quickly. 

As discussed earlier, many non-business trips are 
of the nature of tours, where the travel itself is 
an integral part of the total pleasurable experi­
ence. In such circumstances, of course, travel 
time is an irrelevant consideration. 

But with this exception, the equation that a good 
trip equals a fast trip, seems to have ~een thorough­
ly internalized by travelers. Ask a person why he 
described a certain trip as a "good trip" and his 
first answer is very likely to be, "Well, it only 
took two hours". In his mind, "quickness" is fre­
quently interchangeable with "goodness". 
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It is true, of course, that felt time is different 
from actual time. Time does "pass more slowly" when 
the traveler is uncomfortable, or when he is annoyed 
by waits or int~rruptions in his movement. Thus, 
a trip that is comfortable and free from delay will 
be experienced as quicker, which can help to explain 
the tendency of respondents to describe a "good" 
trip in terms of time. 

Time is important, on the most realistic, logical, 
reasonable grounds. For business travelers, extra 
time spent in transit is either time away from their 
homes and personal life, or time that could have been 
used more directly on their jobs. Th~ non-business 
traveler naturally wants to arrive at his destination, 
which must have some positive value for him, as quick­
ly as possible. 

A few business travelers may literally equate time 
spent in travel with a money loss. This is especial­
ly likely to be true for salesmen working on commis­
sion, who can see more customers if they can reduce 
the time spent in transit. Some self-employed busi­
nessmen and professionals are in the same position, 
and may, with good reason, figure in the cost of 
their time when planning a trip. 

For most business travelers, however, the situation 
is much more complex. In the first place, much of 
their travel may occur outside normal working hours. 
And even when they do travel during working hours, 
most of them do not explicitly feel that a given 
amount of time on a vehicle has-waBted for their 
employer the corresponding amount of money in salary. 
In their thinking, travel is a necessary part of 
their work, and the hours spent traveling are pro­
ductive work. 
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It is still true, of course, that most business 
travelers feel that the situation can warrant the 
expenditure of considerable money in order to save 
time, which is frequently the justification for 
flying. But in their minds, the issue is more 
likely to be cost in terms of the additional work 
they can perform by saving time, rather tha.n in 
terms of· their hourly cost to their employer. 

When the transit time consumes only a few hours, as 
is true of most trips in the Northeast Corridor, 
equating time directly with a money loss is even 
less likely. In a trip from Philadelphia to Washing­
ton and back in the same day, for example, the only 
"work" that will be performed will take place in 
Washington, whether the traveler flies or goes by 
train. If he chooses to fly, it must be for other 
reasons. Perhaps he needs the extra time to spend 
at his duties in Wash~ngton. Perhaps, for personal 
reasons, he wants to be home early rather than late. 
Perhaps he simply enjoys air travel. Only if he 
sees his choice as between flying down and back tne 
same day or taking the train and staying overnight 
does he begin to balance the cost of fares against 
other costs to his employer, and then it is over­
night accommodations rather than his salary that 
most concerns him. 

Thus, it appears that, while business travelers may 
deliberately oversimplify the issue by asserting that 
there is a highly direct relationship between the 
time they spend in travel and the time their em­
ployer is paying for, the influence upon their travel 
mode selection is, in reality, much more complex. 
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To fully understand the implications of the concern 
with time, a distinction must be made between a con­
cern with time pbr se, and a concern with being late. No one likes to e delayed beyond the time of ---­
scheduled or anticipated arrival, for a number of 
quite sound reasons. But there is more to the con­
cern with time than merely wanting to arrive on 
schedule, or even to be at the destination as soon 
as possible. 

Speed in travel has become a value in itself, needing 
no justification beyond its own existence. It exLsts 
as a "given factor", a factor so basic that it seemed almost nonsensical to many respondents to ask, "~ 
is time so important?". 

Some examples will demonstrate the way in which speedy 
travel has become a goal in itself. 

- Many businessmen with a full day's work in 
another city will travel there the evening 
before. On arrival, they plan to do nothing 
but while away a few hours and then go to 
bed. If they are comfortable during the trip, 
there would appear to be no real reason why 
the time spent in transit should matter very 
much, within rather broad limits. But it does 
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matter, and these men are often concerned with 
finding the fastest way to make such trips. 

- When traveling by automobile, it seems to be 
common to keep a quite accurate account of the 
time a trip takes, and many drivers seem to 
feel a great sense of accomplishment when 
they reduce the time it takes them to drive 
between two points. This concern is present 
even when any obvious reasons for it are not; 
when there is nothing in particular to do 
upon arrival, when there is no one waiting 
for the travelers, when they are not tired or 
hungry; when driving conditions are good and 
\~ill remain so. In short, given the kinds of 
conditions under which they may sometimes 

·deliberately "take a ride", just for the sake 
of riding, if they are on a trip there is a 
desire to make it quickly. 

- !1any respondents, particularly those for '"hom 
air travel was new, described their first 
flights in terms suggesting great pleasure, 
even exhilaration. When asked to explain why 
it was such fun, a common answer was, "I \~as 
there before I knew it. It seemed we had 
barely gotten started and we were landing." 
There is a paradox here: an experience that 
is fun is usually valued for a long, rather 
than short, duration. 
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- Many respondents phrased certain issues in terms 
of speed and time when they really intended some­
thing else. For example, a very common complaint 
from the respondents was, "It takes too long to 
get in from the airport". On probing, it became 
clear even to many of the respondents themselves 
that it was not the time lost that was truly 
significant -- after-arT, what does 45 minutes 
in an airport bus matter after a 2,500 mile trip 
accomplished in five hours? The real source of 
their concern was in such things as aggravation, 
uncertainty, or expense. But they are so ac­
customed to thinking and talking in terms of 
speed and time that they adopted this usage to 
talk about their problems. 

A few respondents seemed to recognize that the extent 
of the concern with time and speed was not wholly 
justifiable on logical grounds. 

"There's something about man; you want to get 
where you're going as fast as you can. Speed 
is something that man is always after. Knowing 
that I'm going 600 miles an hour •••• " 

"I went to Brooklyn on business, and took my wife 
and kids with me. I rushed all the way up there, 
and then I was in the man's office exactly three 
minutes and I was done for the day. I don't know 
why, but I rushed." 

"I'm not sure I have any motivation for getting 
there quickly, but when I'm in the car I just 
want to get there quickly; I don't· like to stop 
on the way but get there as fast as I can, even 
if I'm not in a hurry." 
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Reasons for speed's becoming so central to the think­
L,g o,f. travelers are not hard to f in<l: 

- In the first place, there can be no question­
ing the fact that it often is ver:1 irr.portant, 
on the most logical and rational grounds, 
some of which have been spelled out above. 

The history of travel is, itself, a record of 
increasing speed. While a good case could be 
made that the progression from the stagecoach 
to the train to the airplane has l.Jeen rnarked 
by steady increases in comfort, it is the in­
crease in speed that is paramount and is the 
yardstick of progress. So it is natural that 
many individual travelers have adopted speed 
and time as their own yardstick with which to 
assess travel. 

- Further, speed and time make an easily used 
yardstick. They are measurable in certain 
terms. Whether one trip or another was more 
comfortable may be arguable, subject to indi­
vidual and, perhaps, idiosyncratic preferences, 
and there is no guarantee that one comfortable 
trip on a particular mode will be follo>·Jed by 
others equally comfortable. But times of 
departure and arrival are beyond argument, and 
time is,therefore, a criterion of value that 
is easy to use. 

- To a considerable extent, the faster the travel 
system, the more it costs to use it.. Ti>ere is, 
therefore, an inevitable association in the r.lind" 
of travelers between value and s1-eed, w!1icil 
insures that speed will be important in their 
think1ng. 
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2. 

- Western culture, particularly American 
culture, has been characterized as being obsessed with time, relative to some other 
c~v~l~zations which have a lower level of concern with measuring, allocating, and con­serving time. Certainly the tendency for respondents in this study to focus upon this one issue, sometimes to the exclusion of nearly anything else, is not inconsistent with that characterization. 

In summary, without denying the existence of many good and soundly logical reasons for valuing time saved in travel, it appears to satisfy travelers in additional ways that are not always so practic­ally functional. For business travelers, it is very often the primary basis for their travel mode routines. Non-bus~ness travelers very often have given precedence to other considerations, but within the limits thus marked off for themselves, time remains a major preoccupation. 

cost 

There is no single concern of the non-business traveler that is as dominant as the business traveler's preoccupation with time. It may be that cost is the closest parallel, however. 

For the most part, cost has very little to do with the travel mode routines of business travelers. That is not to say that there are no limits on their travel expenses, of course, in such areas as meals, lodgings, whether they use first class airline accommodations, and what local transportation facilities they use. But .it would be a rare business traveler who used a 
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particular mode primarily because it was less ex­pensive. As long as a business traveler believes his mode choices conserve time, cost is of little consequence. 

The same persons, traveling for other than busi­ness reasons, when it is their owH monc=y tl1cy art.; spending, often make cost the major consideration. 

In fact, the importance of cost was so taken for granted by many respondents that they sometimes saw no need even to bring it up for consi~eration during the interviews. Th8y simply assumed that the ir,terviewer was fully aware of its impact. Sometimes probing was necessary to elicit com­ment on the subject. 

"Economics is first on pleasure, last 011 
business." 

"The ::ar is cheaper." 

"I use the car for travel with the family, 
because of the expense factor." 

"It only costs $20 for the four of us to go by car." (New York to Washington) 

"Financially, the car wins out." 

"Let's don't kid ourselves, the reason I don't fly with my family is the cost." 
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"For short distances, the average man will 
probably take his car. It's much cheaper for me." 

"For personal travel we go the cheapest way, not the \~ay we want to go." 

"I drive to New York to visit my family. I 
have a wife and three kids. If I flew them all, I'd be broke." 

"It's very expensive to travel with a family." 

In the thinking of travelers, the cost of a trip by auto­mobile includes, primarily, gasoline and tolls. They may pay lip service to including wear and tear, but even if they do, it is considered to be very slight for any one trip. Costs such as depreciation, in­surance and licensing are almost never included, on the grounds that they continue whether or not the car is driven. Implicit in the reasoning of most people is an assumption that owning a car is necessary for reasons of local transportation, and so the fixed costs of ownership are not properly part of the cost of an intercity trip. If this reasoning is sound, and it appears to be, family automobile travel is, indeed, very inexpensive 
compared to the cost of three, four, or five fares on public transportation. 

Given this background, the conclusion is that cost is very important, perhaps the most important con­§ideration for family travel within the bounds of the Northeast Corridor. And the automobile is seen as the cheapest way, by far, for a family to travel distances of up to a few hundred miles. 
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3. 

For a single traveler, of course, the difference in cost between the automobile and other modes is smaller, and other factors can become more im­portant: time, ease, security (especially important for women traveling alone). Even then, however, it is not that cost is unimportant, but simply that the comparison does not favor the automo0ile so markedly. 

Convenience 

"convenience" is a word that respondents used very freely and very loosely. They all valued convenience and they very often offered as an explanation of their mode choices, "It's convenient". But they themselves often seemed unsure of just what con-
venience means. · 

The core meaning of the word seems to imply a travel routine that can be followed with a minimum of fuss, special plans, preparations, and accommodations to demands imposed by the system. In other words, the more work it is to use a travel system, the less con­
venient it is. 

Thus, a system is not convenient if: 

- It takes a long time to get to the ter­minals, or a lot of effort in heavy traffic. 

- Parking at the terminals is hard to find, 
or non-existent. 

- Baggage must be carried a considerable dis­tance into or away from terminals, and inside 
the terminals. 
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- Buying tickets, checking or claiming baggage and boarding vehicles requires waiting or stand­ing in line. 

- Obtaining necessary food and drink while travel­ing requires special effort. 

- One has to compromise his desired times of de­parture to adjust to the availability of schedules. 

Factors such as these are very important in determining mode choices. In the first place, it can readily be seen that, in many res1eects, driving one's owr• automobile is the most convenient mode of all, since it avoids entirely most of the problems listed above. 

"I loaded my car with all kinds of things I couldn't take on the train or plane, Plus, I had the con­venience of going and stopping when I want." 

"One reason for driving is to get right to the des­tination. You don't have to take two or three means of transportation to get there." 

"I drive to New York. It's a matter of convenience; no connections to make. If you fly, have to worry about ground transportation." 

"You can't beat the convenience of a car." 
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"The problem is getting to the bus. 
nothing as convenient as-driving. 
yourself to contend with." 

There is 
You only have 

"There is nothing more convenient than loading u.., 
at your front door and unloading at the front 
door of the motel." 

"Until mass transportation is as convenient as 
your own car ••• it doesn't equal." 

"With the family, you put the luggage in the 
trunk of the car and you don't have to keep 
shuffling it around." 

It appears that convenience is second only to consider­ations of cost in ex la~n~ng automob~le usage, and, ~n many ~nstances, ~t may even be more ~mportant t an cost. 

When the choice is among the public transportation modes, the ease of access to terminals is very im..,ortant. If it is easier (less work, fewer "arrangements") to get to one terminal than to another, that is an important positive factor for use of that mode. 

Many factors enter into the idea of convenience, and sometimes one single factor is sufficient to determine mode usage. 

- In Washington, many respondents reported they 
could not use the train because there was no 
parking at Union Station. 
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- New York area residents who live on Long Island are more likely than those who live elsewhere to fly, because of the relative ease of getting to the airport. 

- Earlier in this report, it was pointed out that whether or not one's ultimate destination is in the center of a city has a lot to do with choos­ing between driving and other modes. 

During the course of the interviews, it was sometimes difficult to be sure a respondent was talking about convenience, because they often phrased their remarks ln terms of time. The time it takes to get to the airport, the time spent standing in line to board, the time spent waiting for luggage, the time it takes to find a parking place. 

In fact, i~conveniences do consume time, and thus con­tribute to a longer trip. But probing during the inter­views, and careful consideration of the latent content of what was said, demonstrated that the real source of the negative feelings was not lost time, itself, but the effort or even anxiety involved. 

To illustrate this point, it appears likely that if access to airports and on to the airplanes could be made more effortless, satisfaction would be considerably increased even if no reduction in the time required took place. 

The factor of convenience is so important, and so easily misunderstood because of the way travelers talk about it, that it will be examined with a different focus in the next section of this report, under the heading "Non-Rational Value Considerations". 
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4. Physical comfort 

Physical comfort, in the pure sense of making the body comfortable, is probably not now a major determinant of travel mode choice.. There are probably only a few instances when the prox­imate cause for choosing one mode over another rs-a-more comfortable seat, a smoother ride, or better air conditioning. 

Physical comfort serves more often as a negative factor in mode choice. An individual traveler may avoid one or another mode because he finds it uncomfortable, but his choice among those re­maining is largely made on other grounds. 

- The bus was the travel mode that was ignored by more respondents than any other, in part, because of its reputed discomfort. 

- A lack of comfort was prominent among the reasons given for not using the train: too hot or too cold, jouncing, uncomfort­able seats. 

- Many travelers find long automobile trips tiring and uncomfortable. This consideration may not induce them to use something else for family travel, because of cost considerations, but it undoubtedly is a reason why auto­mobiles are not used more widely than they are for business travel. 
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Although physical comfort seems now to func­tion more in a negative than positive fashion as a determinant of mode usage, it is poten­tially a positive influence. Given a changed situation, one in which no one mode was judged both fastest and most comfortable, as air 
travel now is by many people, or one in which the differences in physical comfort among the the modes were greater, many travelers might well choose a mode for some of their trips primarily because of its greater comfort. But for now, comfort appears to have a great deal to do with the satisfaction with modes that are chosen for other reasons. 

What, then, are the aspects of physical com­
fort that are important? Most often mentioned or implied by respondents were: 

A seating position that is not cramped. 
Sufficient room to change position, par­
ticularly of the legs. 

- A temperature that is not too cold or 
hot. 

- Less often mentioned was a ride free 
of jostling and harsh bumps. 

- Being able to leave the seat and walk around 
to avoid becoming cramped. 
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s. Security from attack or affront 

Some travelers are frightened or distressed by the possibilities for assaults on one'~ person or sensibilities during travel. The potentiality for such problems seems great enough at some travel terminals so that it can be called a de­terminant of mode usage. 

Complaints about dark and deserted ~arking lots and unsavory people were directed at train and bus terminals, and almost always concerned women. 

- Many Philadelphia women would not use the train because the station most appropriate for them, North Philadelphia Station, is "in a bad neighborhood, I'd be afraid to go into ·that parking lot at night." 

"I could never have my wife pick me up at that train station and feel comfortable. 
It's the same with the down-town bus sta­tion. Undesirable people hang around 
these places." 

Young women may be forbidden by parents to 
use the bus or perhaps trains beeause of fears concerning attacks or affronts in the 
terminals. 

Thus, in some instances, such concerns are strong enough to rule out tile use of som8 particulur mode. 
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6. Safety from accidents 

Safety is undeniably a concern of travelers, but there is probably only one way in which it is a determinant of mode choice: many people are still afraid to fly. ----

This fear is not so much a mistaken belief about actual risk as an emotional feeling of danger that comes from being off the ground. 

Even many people who do fly often have a sense of fear during at least part of the experi­ence. Most people who have occasion to fly probably succeed in rationalizing away the fear, but some persons do avoid air travel on this account. 

It may· be that women are more likely than men to fear flying, but the evidence is inconclusive. It may simply be that the demands of business travel force more men to overcome their fears. 

It also appears that flying may seem more natural to younger people, who have grown up in a time of mass air travel. Fears of flying were more often voiced by older respondents. 

A different situation applies to automobile travel. Most people are aware of its relatively high risk, but few are dissuaded from using it on that account. They know of the danger, but they do not feel afraid. They know they are "fooling themselves", but they feel confident in their own or their spouse's driv­ing ability. 
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Thus, it appears that the effect of travel safety upon mode choice is emotional, rather than being based on a dispassionate consider­ation of facts. 

7. Reliability of schedules 

The reliability of keeping to schedules is very important to travelers, and it woula probably be a greater determinant of mode choice if the dif­ferences among modes were greater, or if one mode achieved near-perfect reliability. As it is, de-. lays can occur with all modes, so it is more diffi­cult to use this as a basis for choosing among them. 

There were some respondents who said they would not use the train, or the bus, because they were too often late, but it appears that these people probably have other reasons for not using the modes that are more important than schedule re­liability. In fact, some of them probably based the~r comments about being late upon a general negative image of the mode rather than any knowledge of a high incidence of lateness. 

It was interesting that many respondents talked about schedule unreliability of the airlines without much real resentment, w:1ile the subject of late trains often provoked heated complaints. 

In the case of the airlines, the travelers have been supplied with reasons to account for de­lays: weather conditions and air traffic con­gestion, coupled with air traffic controller slowdowns. They tend to accept the delays. They are upset by them, but they do not blame the airlines. -----
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With the railroads, however, delays are seldom 
explained to the satisfaction of the travelers, 
and they do blame the railroads. It may be that 
travelers believe that there can be no excuse for 
late trains, since they are in a position to con­
trol their traffic perfectly, and only the most 
extreme weather should affect their operations. 
Or, perhaps, their dissatisfaction simply comes 
from the railroads' practice of not bothering to 
explain the reasons for a delay. 

It is probably also true that the conditions under 
which one waits during delays affect the feelings 
about schedule unreliability. If the temperature 
is pleasant and there is a comfortable seat, per­
haps with the opportunity to read, and the person­
nel are sympathetic and courteous, the traveler 
may find himself tolerating the delay in relatively 
good spirits. Since air travel seems to offer a 
higher standard of such amenities, that could help 
to explain the tendency of travelers to dislike the 
railroads more than the airlines for delays. 

However, despite the airlines' success up to now in 
having their delays accepted with good grace, there 
are signs that some travelers may cut back on their 
air travel because of too many delays. While trav­
elers are not yet angry about being put in holding 
patterns over airports and having flights delayed 
or even cancelled, they are beginning to ask, real­
istically, whether air travel can be counted upon to 
save them the time that has been a major reason for 
using it. If air schedule reliability continues to 
deteriorate, many air travelers wLll probably change 
modes for some of theLr shorter trips. 

8. Using the travel time usefully 

Many business travelers place some value on being 
able to work while riding, and for a few of them 
it is very important. Even though some respondents 
claimed that it was a reason for using the train 
instead of the bus, it appeared likely that these 
men would not use the bus even if it were much 
better for working, so this factor doeslnot appear 
to be a major mode choice determinant in many cases. 
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It can be a reason for using the train or airplane 
instead of driving, however. And it can even help 
to equalize the efficiency of rail and ai:r travel, 
according to a respondent who reported that air trav­
el really did not save productive time since he could 
use the extra time on the train to preparP:. for 11is 
meeting, and sometimes chose th~ train for this 
reason. 

A related issue is the scenery that is available 
while traveling. There are some non-business trav­
elers who choose the bus over the train becausi" they 
believe it offers superior views of the passing scene, 
a belief that is widespread. Even outside th2 towns 
and cities, trains are believed to offer less attrac­
tive scenery, at least in the Northeast Corridor. 

Although it is seldom a strong determinant ot using 
air travel, many persons greatly enjoy the view when 
flying. Especially to those who fly seldom, seeing 
the ground from such a vantage point is exciting and 
even clouds offer a unique viewL1g experience. 

One of air travel's more important satisfa1ctions, in 
fact, is that time does not drag on so boringly. In 
the first place, of course, it is quicker so there is 
less time to occupy. But even beyona that, the time 
that is to be spent is "used up". Takeoffs anil land­
ings offer their own excitement (not necessarily 
pleasant) and especially interesting views. Refresh­
ments or meals are served, the pilot makes announce­
ments. Stewardesses may stop to chat. In other words, 
something is happening during most of the trip; travel­
ers are distracted by the activity, and there is less 
of a sense of waiting or sheer boredom than on a train, 
bus, or even, perhaps, automobile trip. 
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B. Non-Rational Value ConsiC:erations 

l. The "aggravation" factor 

Perhaps the most important finding of this study 
concerns the "aggravation" factor. It is important 
because it was not anticipated, and because the 
respondents themselves were scarcely aware of its 
influence, so that i·t had to be inferred from the 
contents of the interviews. 

Travel itself is basically a source of aggravation for 
most people. Many of its aspects have a high nuisance 
value. The procP.ss of travel consists of a number of 
tasks. 

- Looking up schedules, choosing a time, 
making reservations, buying tickets. 

- Deciding what clothes to take, packing, 
carrying luggage (perhaps many times), 
checking luggage, claiming luggage. 

- Deciding how to get to the terminal, 
deciding how much time is necessary, 
worrying about making it on time, getting 
transportation to the terminal if not 
driving, worrying about parking if driving, 
finding a place to park. 

- Finding the right vehicle, waiting to board 
the vehicle, worry.in~ about arrival time if 
an appointment is waiting. 

- 62 -

- Planning how to get in from the destination 
terminal, looking for transportation and com­
paring times and costs, worrying about missing 
a connection. 

None of these tasks, by itself, would be very disturb­
ing, but taken together, they do call for a considerabl~ 
amount of planning and effort. Not everyone is actual­
ly irritated by all these tasks, and a few people may 
even enjoy those connected with planning a trip. But 
most travelers dislike them, and considerable anxiety 
can be involved in worrying about them. 

In short, many travelers can feel harassed, beseiged 
by details to attend to, anxious about making tne 
proper choices, and worried lest things go wrong. 

A word that describes the situation even bette:r than 
aggravation is "hassle". Travel can be a hassle. 

The respondents in the study often did not talk direct­
ly about this issue. Many of the factors contributing 
to it, as listed above, are not issues that anyone could 
do anything to change, so travelers accept them without 
complaint. Schedules do have to be consulted, luggage 
does have to be packed and carried, local transportation 
does have to be arranged, and so on, and it is no one's 
fault that these details must be attended to, and nothing 
could resonably be done to change them, so why complain? 

When respondents did complain, they tended to phrase 
their comments in terms of time. It was the time it 
takes to get to the airport, the time spent waiting, 
etc. But it was clear even to them, after probing, 
that it was the aggravation and hassle that really was 
the issue. After all, if it were just the time ti-1at 
was at issue, why should 45 minutes to get to the air­
port bother a man who spends that long commuting to his 
office every morning? Yet the evidence is tha·t such a 
man would resent the trip to the airport. 
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The earlier discussion of convenience as a value con­
sideration is relevant here. Ult~mately, such factors 
as convenient terminal location and access are valued 
because they reduce hassle. They help to reduce the 
total amount of aggravation involved in making a trip. 

Hassle is more an emotional than a rational factor, 
which is one reason why the respondents talked about 
it relatively little. On rational grounds, the tasks 
listed above are not so difficult, but they combine 
to produce a va~ue, unpleasant feeling, sometimes a 
kind of general~zed, seemingly sourceless, anxiety. 

The impact of the aggravation factor upon mode choice 
is very great. It, redefined as "convenience", is a 
major advantage of automobile travel. When the respon­
dents talked about be~ng able to pack and load their 
automobiles casually, being able to take everything they 
needed, leaving when they wanted to, not having to make 
connections, not having to wait for things, they were 
often really saying that automobile travel is the least 
aggravation and hassle, especially when a family is 
traveling. 

It is this factor that seemed to account for so many 
respondents' feelings that, whatever changes in time, 
luxury, or even cost might occur, "there is nothing 
like your own automobile". 

The automobile has its own potential sources of ag­
gravation, of course: driving, finding the way, traffic 
jams, paying tolls, stopping for fuel, parking. But 
for a great many travelers, these tasks are somehow less 
worrisome than those connected with public transportation. 
Perhaps it is because the automobile traveler can always 
hope that he will find the way easily, find easy parking, 
and not encounter traffic jams, while some of the nuisances 
of public transportation can be counted upon to occur. 
Perhaps it is because with automobile travel he does not 
have to solve these problems according to a timetable, but 
at a more leisurely pace. Whatever the explanation, the 
automobile is experienced as involving less hassle. 
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Other mode choices are also explainable in these terms. 
In fact, any time a traveler talks about doing something 
for the sake of convenience, he is probably saying that 
reducing hassle or aggravation is important to him. 

Another aspect of this issue is probably reflected 
in the tendency of many respondents to say they 
wanted to "try the !'1etroliner". There is no need 
to try it to see how fast it. is; that is printed 
in the schedule. Cost ~s also a matter of record, 
as is terminal locatiOn and times of departure and 
arrival. The fac~lities for comfort were known to 
many of them, and were described during the inter­
views. Still, a common response to questioning 
about it was, "I'd like to try it to see if it's 
good". 

It appears that ~y tryinf the Metroliner, using it 
once, a traveler can fee for himself how much of 
a hassle it is to travel that \vay. And since 
hassle is a vague feeling, made up of a multitude 
of individual considerations, it may be that there 
is no other way to evaluate it than by direct ex­
perience. 

Generalizations about which public transportation 
mode has the least amount of associated hassle are 
difficult. Much depends upon where the respondent 
is relative to the terminal, whether he will be 
met and picked up at the destination terminal, 
whether he is familiar with the arrangements that 
must be made, how much luggage he must take, etc. 

Individual respondents, in developing a routine for 
their trips, implicitly put a great emphasis on re­
ducing hassle, but the comparison does not often 
favor a single mode over-all, even for an individual 
traveler. As noted before, much "depends upon 
the kind of trip it is". 
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Except for problems of airport access and egress, 
it may be that air travel involves less hassle 
than the other public modes. The airlines are 
in no better position than the railroads in­
herently, but they seem to work at reducing 
hassle. ---- · 

Plentiful parking is usually available. 

- Ther~ is no shortage of information; 
flight arrival and departure times and 
gate numbers are widely displayed. 

- Assistance in handling luggage is avail­
able, and there is no problem finding 
how to check and claim luggage. 

- Ticketing arrangements are often stream­
lined. 

- Special airlines personnel are on duty at 
counters to assist with problems. 

The potential impact of the aggravation factor upon 
mode choice is even greater than the current impact. 
All travel modes now involve considerable hassle 
(although that of the automobile is a special case), 
but to the extent that systems could be developed or 
modified in ways that sharply reduced aggravation, 
the directly resulting usage should be considerable. 
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2. Waits and delays 

;~aiting and being delayed are )Jart of the "ag­
gravation factor", of course, but are sufficiently 
important and interesting to warrant separate con­
sideration. 

Obviously, there are many rational reasons for dis­
liking waiting and delays. Waiting often means 
standing, which is simply uncomfortable. Delays 
can make a traveler late for an appointment, or 
otherwise upset his plans, and really lengthy de­
lays can increase the travel time significantly. 

·But the dislike of waiting and delays goes beyond 
such rational considerations. 

There is no "rational" reason \·Jhy waiting 
for a train or plane to arrive should seem 
unpleasant, if the vehicle is on schedule 
and the traveler is a few minutes early. 
But it seems clear that many travelers do 
experience this period as unpleasant. 

- A two-minute wait in line to buy a ticket 
is hardly a meaningful loss of time, but 
travelers react negatively to it. 

- Five minutes waiting for a cab seems to be 
a greater irritant than rational consider­
ations of time conservation would warrant. 

- 67 -



- The respondents quite often objected to frequent stops at stations that buses and trains make. 
Their objection implied more than simply a longer time in transit. The stops were interruptions in progress, and were experienced with great im­
~atience and irritation. It is as if a voice-­
~nside each traveler's head were saying, while the vehicle was standing still, "Let's get moving, let's get moving". 

- One further example almost perfectly exemplifies 
the issue. Stopping to pay tolls on a highway greatly annoys automobile travelers. They may not like spending the money, and frequent tolls rather than a larger single toll may emphasize 
the expense. But even more important is the sense of interruption in progress. 

It is certainly true that no one likes waiting, in any situation. Almost by definition, having a period of time with nothing to do but wait for something is unpleasant, whether it is waiting in a doctor's office, a supermarket check-out line, or in one's own home, waiting for his wife to get ready to go out. But waiting seems particularly resented in the travel sit­uation. 

The person on a trip has a has his mind set for movement and progress. He has defined himself as a person on the move. With this orientation, it is not surpris­ing that interruptions in his progress strike with such force. He literally feels held back, even when rational considerations tell him he ~s actually being delayed insignificantly, if at all. 

"I'm not in such a hurry. I just want a steady gait, and not get bogged down." 
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"I would rather keep moving even if I fly 200 
miles out of the way than to land at an air­
port, wait an hour, then catch another flight. Constant movement is more appealing than paus­ing." 

"The constant stopping and starting for pas­
sengers is annoying to me." 

Resentment of interruptions in one's sense of prog­ress probably plays a minor role when actual mode decisions are made, since travelers will probably often disregard such a clearly non-rational consid­eration. But this consideration can contribute to feelings of satisfaction or dissatisfaction, and like all feelings, it can influence travel behavior in more subtle ways, through a generally negative image of a mode that leads to its being ~rapped from consideration. 
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3. Status and prestige 

There are very sharp differences among the public 
travel modes in the status or prestige that is seen 
as accompanying them. Air travel ranks highest, 
bus travel lowest, and rail travel is in between. 
Automobile travel comes closest to being "status­less••. 

The evidence for the high ranking of air travel is clear. All respondents agreed that "higher class" 
persons were more likely to use air travel. 

"People who take the plane are usually 
dressed better." 

"When I was young, I had the image of 
wanting to be the harried executive 
running all over the place. When I get 
on the plane, I feel I've made it. The 
bus or the train sort of lowers you." 

"It's class. 
class-.-.. --

The train is going second 

"Some people just like to say, 'I travel 
by plane'." 

On the other hand, the difference between the train 
and the bus is less clear. It appears that in the past, the bus has been a lower-status travel mode, 
but that that situation may now be changing, as rail service "deteriorates" and the bus lines deliberately 
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upgrade their service. The respondents differed 
as to which was actually the lowest class way to travel now, but their comments reflected actual 
standards of service as much as status im;~ge; on 
this latter ground the bus is probably stfii per­
ceived as a travel mode for "poor people, kids 
with little money, and servicemen", as many re­spondents said or implied. 

The status difference between flying and t:he other modes results from, or is associated with: 

Higher fares for air travel 

- The solicitude and "pampering" that air 
travelers receive from the airlines. 

- Heavy air travel use by businessmen. 

A feeling that air travel implies people 
in a hurry, and thus, important people. 

There is little doubt that status and presti~e func­t2on as mode determ2nants 2n the case of bus2ness 
travel. The businessman's sense of his own personal importance and that of his work is bolstered by air travel, and this factor must influence him in those cases when he has a choice to make. His very 
rationalization for using air travel, that it saves 
him time, feeds back into his sense of status and 
self-importance. 
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The influence of status and prestige upon non­
business travel mode choice is more doubtful. 
Non-business travelers would like the prestige 
of air travel, of course, but-rr-appears that 
many, if not most, of them are unwilling to pay 
the cost in money and inconvenience, especially 
when family travel is involved. Persons travel­
ing alone for non-business reasons probably are 
moved by status considerations, however, to fly 
"if they can afford it". 

However, sometimes the status considerations work 
in reverse, actually deterring its use for family 
travel. As one respondent put it, "The atmos­
phere on an airplane full of businessmen who don't 
want kids running ••• the atmosphere is one of being 
on your best behavior, with strangers". 

There is a suspicion, difficult to verify, that 
travelers of "lower class" background can feel un­
comfortably out of place in airports and airplanes, 
unsure of themselves and afraid of behaving in­
appropriately, almost embarrassed. Since such 
persons probably only fly when time is rhall~ im­
portant, however, because of the cost, t ~s ~s 
unlikely to be an important mode determinant for 
them in actuality. 

At any rate, the formality of air travel -- dres­
sing up and"being on your best behavior" -- makes 
it suffer in comparison to the automobile for 
family travel. Keeping the children quiet and 
clean while traveling certainly can be a major 
part of the "hassle factor" that has been dis­
cussed. 
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4. Sociability and privacy 

The question of sociability and privacy divided 
the respondents. 

- Some travelers especially value automobile 
travel with their families because it main­
tains the family as a unit, fostering intimacy 
within the unit and privacy against other 
people. One respondent told the story of 
his drive to canada, when his wife said, 
"This is the longest discussion we've had 
all year". Other respondents also suggested 
that travel, and automobile travel particu­
larly, often turns out to be an especially 
good time for families "to be together", 
with no intrusions from their normally busy 
schedules. 

- some respondents objected specifically to 
the loneliness of driving with no companions, 
while others specifically valued this time 
to themselves. The former may even pick up 
hitchhikers for company, while those in latter 
groups would sympathize with the clergyman who 
reported of a recent automobile trip, "I could 
have had company but I preferred to be alone", 
and with the respondents who reported that a 
drive alone offered them a pleasant opFortun­
ity for meditating and communing with them­
selves. 
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Hany travelers enjoy a free and easy travel situation that encourages chats between 
strangers, while others find the lack of privacy associated with public transporta­tion mild~y distressing. 

- There was little agreement on the extent to which the various travel modes foster or discourage sociability. To many, talking to fellow passengers was something to do on buses, to others, it was trains; many felt that it was less common and less appropriate on airplanes, but there were those who said they found it as easy on a plane as any­
where, and others who pointed out that on airplanes the stewardesses are available for chatting.· 

Despite such great differences, a few generalizations are possible: 

- Bus travel is, on balance, by most regarded as the occasion for more socializing among strangers than the other modes; and bus travel is preferred by some of its users for just this reason. 

- Women seem to value socializing while travel­
ing more than men. 

- The automobile's preservation of the family unit with privacy is an important reason for its solid position as a preferred family travel mode. 
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5. Cleanliness 

This factor emerged almost exclusively as a com­plaint about the railroads. A few respondents also criticized bus travel on this score, but it was the railroads that bore the brunt of the dis­!Jleasure. The number of respondents who used the word "dirty" or even "filthy" in talking about train travel was so large that no list of selected quotes could express the extent. 

In the group depth interviews particularly, any mention of dirty trains often called forth a chorus of agreement. Dirty accommodations -­floors, seats, windows, etc.,-- are a definite part of the image of train travel. 

In the sense that people are thereby discouraged from using trains, cleanliness is a factor in mode choice determination. A mode may not be deliberately chosen for this reason, but it ap­pears that this is one of the factors that has led many travelers to omit the train from their list of psychologically-available alternatives. 

That trains are perceived as dirty probably comes as no surprise to any observer of the travel situation; what does seem important to underline is the extent to which this perception comes close to dominating the image of rail travel. It was the f~rst association of many respondents. Further, the reaction of some respondents was very-intense. They "joked" about not caring if they had to stand for lack of seats, because the seats we:re too dirty to sit on anyhow. Some said that riding on a train made them feel like they needed a bath. Some of 
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them obviously suffered from feelings of deares­
sion when put down in the dingy and tattere 
atmosphere of some trains; their emotions were 
thereby affected. 

In large part, the issue is one of simple cleanli­
ness, but other things were also involved, some­
times inextricably. Faded, dull paint and tattered 
upholstery are not necessarily dirty, but such 
things combine with smeary w1ndows and unswept 
floors to create the over-all impression. A simple 
sweeping and washing would probably help consider­
ably, but not be sufficient by itself to reverse 
the image of dirtiness. 

An attempt was made in some of the interviews to 
distinguish dirty trains themselves from dirty 
terminal facilities. It appears that travelers 
are more willing to tolerate dingy stations than 
dingy vehicles. Unlike airports, with their more 
elaborate check-in procedures, a train station is 
viewed as a place where little time is spent, and 
it seems somewhat less important for that reason. 

However, railroad stations are perceived as being 
dirty or dingy, and while t~dirtiness of the trains 
themselves may be more important, it is certainly 
true that dirty stations are resented, and contribute 
to negative feelings about railroads and rail travel. 

6. Food, drink, and other auxiliaries 

This study did pick up some complaint about the cost 
and quality of food and drink in terminals and on 
vehicles. However, the shortness of most trips in 
the Northeast Corridor probably prevents this factor 
from being more important in the travel situation. 
Only on the very longest trips in the corridor would 
more than one meal be necessary, and even one is usual­
ly not essential during most trips. Travelers seem 
willing to accept compromises in this area of service. 
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The issue is not totally unimportant, however. The 
airlines' practice of serving "free" snacks and bev­
erages even on short flights is much appreciated, 
even though it is often realized that this service 
may be indirectly affecting fares. As ~Till be seen, 
its influence is probably due more to the impression 
it creates of caring for the passengers than for its 
functional value in relieving hunger or thirst. 

The easy access to snack foods and beverages and to 
alcoholic beverages on the Metroliners was a point 
of satisfaction among many of its users. For trips 
within the Northeast Corridor, it does atppear that 
this type of service is satisfactory. 

There is, however, one detail that may be important, 
even though only a few respondents specifically men­
tioned it. It appears that the cost of drinks on the 
train, including the Metroliner, is higher than that 
charged on the airplane, and air passengers get free 
soft drinks. This provides such an easy and explicit· 
value comparison that it may contribute to a feeling 
that the railroads are still not serious about com­
peting with the airlines in the area of passenger 
services. 

7. Service, courtesy, and "feeling welcome" 

When the respondents talked about "service", they 
often seemed to be talking about how well they 
were treated, rather than about specific services 
offered. Thus, service and courtesy go together. 
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It comes as no surprise that travelers want to be 
treated with courtesy, to have their role as pay­
ing customers acknowledged with some respect. 
Every service industry, not just travel, knows the 
importance of treating its customers as important 
people. 

This issue emerged most often in the interviews 
in the form of complaints about the railroads and 
praise for the airlines. First, the railroads: 

"On a train you're on your own." 

(About the Metroliner) "Do they smile when they 
punch your ticket? In the matter of courtesy, 
trains don't treat you well." 

"On the bus or train, if you get hung up, they 
don't even want to talk to you or give you a 
civil answer. That's one reason I prefer to 
fly. Around the railroads, normal services 
bring the grasping hand out. Feel raped or 
robbed." 

(If the high speed trains are to be successful, 
the railroads must not continue to) "Handle 
people like cattle." 

"I used to like the train so much because of the 
element of personal attention. Now you have to 
fight to find redcaps •.• conductors just put up 
with your being there, like they're doing you 
a favor. 11 

"'Please' is gone from their terminology alto­
gether." 
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About the airlines: 

"They sort of cater to you." 

"I have always been treated with the utmost 
respect. They want me to be comfortable, 
want me to have good food and drinks." 

"They're more courteous, they care about you." 

And some comments comparing the two: 

"Railroad employees are inconsiderate, arro­
gant, sometimes even dirty. It's the exact 
opposite of the airlines, where people are 
helpful and you can get information." 

"The airlines are the ones that are catering 
to the people. The Metroliner is trying to 
get this back. But call Union Station and 
try to get information about the trains, you 
get spotty information, even gruff treatment. 
Train and bus people aren't nice and helpful. 
You're just an annoyance to them." 

One aspect of service, then, is the courtesy shown 
by personnel in dealing with the passengers and 
meeting their requests, The importance of this 
issue can be very great, because in addition to 
being valued for its own sake, courtesy combines 
with such things as the provision of clean, well­
kept vehicles and facilities and the amenities of 
food and drink to let travelers know the* are im­
portant to the travel company, to make t em feel 
welcome. 
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Advertising also serves to make travelers feel 
welcome. The feeling that the airlines advertise 
their passenger service while railroads do not was 
cited by the respondents as a clear indication that 
the airlines value their patronage much more. Thus, 
advertising not only can supply needed information 
on such things as schedules and fares, it also func­
tions as a sign of welcome. 

Many respondents made it clear that they phcfer to 
use a mode that values their patronage. T ey en­
joy their role as a valued customer of the airlines, 
and are uncomfortable in what they interpret as the 
railroad's lack of concern about them. It may be 
going too far to say that the railroad makes them 
feel like intruders or unwelcome guests, but there 
is an impl1cat1on that something of that nature 
occurs. 

The belief that the railroads do not want passenger 
traffic, that they would prefer to get completely 
out of the passenger business, is widespread. Many 
respondents mentioned newspaper or magazine articles 
quoting railroad officials to this effect. Some 
respondentn even felt that the railroads deliberately 
provided poor service, to force passengers away, so 
they could justify dropping their passenger operations. 

It is not surprising that many travelers are taking 
the position that, "I won't go where I'm not wanted". 

In contrast, the airlines' deliberate catering to pas­
sengers, through courteous, deferential personnel, wi til 
the provision of personal service of food and drink, 
which is a traditional sign of welcome to friends or 
strangers, with facilities planned to look "nice" and 
be comfortable, with stewardesses to perform such minor 
services as hanging up coats, are valued not only 
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for their own sake, but as a sign that the traveler 
is an important person to the-airline. Many trav­
elers are fully aware that such service is merely 
a strategy to obtain their patronage and money, but 
they feel that their purchase of a fare does make 
them important, and that they are entitled to feel 
that way. 

In short, "service", courtesy, and amenities are 
important, not only in their own right, but because 
they signify something about the attitudes of the 
travel mode; and a vigorous advert1s1ng program 
enters into the same factor. 

8. Freedom and flexibility 

Earlier in this report, there was a discussion of 
the "aggravation factor" in travel, pointing out 
that travel seems almost inevitably to involve some 
"hassle". The imposition of schedules and time­
tables is a major contributor to that hassle. 

The dislike for living by a schedule seems to be 
such a fundamental human trait that its sources 
need not be examined here. It removes from an in­
dividual his sense of being in control of his own 
life; it restricts his freedom. 

At any rate, a major disadvanta9e of almost any 
public transportation system is that the individual 
is told by a schedule when he leaves on his trip, 
and-a!ter he does leave, the progress he makes is 
out of his hands. 
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Like so many of the issues that have been discussed, this one has both a rational and an attitudinal, non-rational aspect. Obviously, there are situations in which the dislike of traveling by someone else's schedule is entirely rational. If an individual wants to be in another city for a 1:00 P.M. appoint­ment, and the only available transportation will put him there at either 10:30 A.M. or 2:30P.M., his dislike of that schedule is entirely understand­
able. 

But the dislike of schedules goes beyond such "rational" considerations. Even if there is a train, plane, or bus that will arrive at just the right time, the process of consulting the schedules to find it, and being forced to follow the schedule, is somehow distasteful. Ancl if the best available departure and arrival time is not quite what the traveler hoped for, so that he must adapt himself to the schedule, the 
distaste is much greater. 

A related factor is not being able to interrupt 
the trip on the traveler's own desire or whim. Even after he boards the vehicle, the schedule still has its own way. Stops are made, not at his desire, but according to the schedule. 

This factor might be of less consequence, since practically all public transportation shares the problem, except for the fact that the automobile offers such a clear advantage. 

"We can go at our leisure, stop and 
do some sightseeing." 

"With the kids, we can stop when we 
want." 
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"I like to drive; start any time I 
want, and return when I want." 

"For pleasure, there is nothing like 
the autowobile. Stop where you Wctnt •••• 

"You always have the feeling you can 
go when you want, stop when you want." 

"I can stop any time I want." 

"Yo'u make your own schedule with 
a car; 11 

"The car is still the best -- you 
have freedom." 

"The convenience of going and stop­
ping when I wanted." 

"People won't give up their cars, with 
the freedom to leave at ten minutes 
after five if that's when they want to 
leave .. " 

"I have a lot of freedom. I'm not 
tied to a routine. I stop when I 
want to, do what I like." 
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(Declined to use a bus tour because:) 
"We didn't want to be pushed around, 
told when, where, and how to go. 
With a car, we went to the same places, 
but on our own time. You go to the 
airport, somebody tells you gate 
number so and so, you become a member 
of a mass, you're no longer an indi­
vidual." 

A critical point to be understood is that the 
feeling of freedom and control is at least as im­
portant as the actuality. To be sure, the actual­
ity is sometimes important. Sometimes there is 
no public transportation leaving at anything approx­
imating the right time. Automobile travelers often 
do make unplanned stops when they come upon a place 
of interest. If there are children, the ability to 
stop frequently, for toilet facilities or to work off 
some energy, can be a very real advantage. 

But the sense or feeling of freedom is prized 
beyond its actual usage. The traveler who 
does not really make any unplanned stops values 
the knowledge that he could do so. And even 
if he leaves in his ca~the exact same time 
a public vehicle left its terminal, he would 
enjoy the knowledge that no one told him when 
to leave. Automobile travel lets a man feel 
that he himself is in control of his own life. 

In some ways, the sense of 'freedom that is 
being discussed is the reverse side of the 
"aggravation factor" discussed earlier. 
The aggravation results from feeling weighed 
down by a mass of details to attend to; the 
absence of those details can contribute to 
feelings of freedom. 
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The tasks that contribute to the aggravation 
factor are felt as impositions, and it is 
precisely the absence of 1mposition that de­fines freedom. 

Thus, being able to stop and start when the 
individual wants to are not the only contri­
butors to the sense of freedom that automobile 
travel brings. Not having to make so many 
hard decisions on what clothing and gear to 
take, since the automobile can carry more, 
not having to worry or plan how one gets from 
the destination terminal to the ac·tual destina­
tion, and many other things can make an auto­
mobile traveler feel more free, less imposed 
upon by things and circumstances, less weigh­ed down. 

The tasks that are involved in autclmobile travel, 
such as driving-rll congestion, finding the way, and 
parking, are somehow felt by many people as less an­
noying than public ~ransportation. It appears that 
the sense of freedom of automobile travel may offer 
some explanation: the problems of automobile travel 
are faced and solved at the traveler's own pace, he 
is not simultaneously worried that delay will make 
him miss a connection, get behind the timetable that 
dictates to the user of other modes. 

One public transportation mode that does offer some 
aspects of freedom is the air shuttle, and it appears 
likely that some of its usage results from this factor. 
Many respondents who used the shuttle regularly seemed, 
in describing its advantages, to imply more than mere practical convenience; they seemed ·to feel freer on the shuttle: 

"The shuttle is good because there are no 
reservations, no advance tickets, every 
hour on the hour." 

"Go when you want to go." 
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Many respondents talked about the shuttle 
policy of putting on another plane if the 
first one filled up, and some of them said 
that at times they could not tell if they 
were taking the second or third stage of 
the eight o'clock flight or the first stage of the nine o'clock flight, it was just a 
continuing flow of departing airplanes. 
And they seemed to find some satisfaction 
in this evidence that things were not pro­
ceeding according to a rigid schedule. 

By freeing travelers from the necessity to 
consult schedules, to make advance reserva­
tions, and to catch a certain flight, the 
shuttle increases their freedom. 

But the automobile is still the last word in free­dom to many travelers. Something about the way respondents said "!!!Y car" or "~ car" revealed the importance of freedom from imposition by other people that comes with automobile travel. 

It could be argued that th8re are actually 
severe limits on the freedom of automobile 
lravel, but very few of the respondents would be impressed by such an argument. True, 
traffic regulations direct speed and driving procedures -- but much less directly and cer­tainly than the hand or foot of an airplane 
pilot, a bus driver, or a railroad engineer. 
True, when in a traffic jam one's trip is 
being affected by other people -- but at 
least the individual drove into that traffic 
jam himself, and he will get himself out of 
it. 
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9. "Funn 

Travel itself, apart from the pleasure of being at a destination, can be fun. People will pay money to ride on various vehicles in ·amusement 
parks. Before the days of air transportation, people paid money for an airplane ride. Today, the motivation to "take a ride in the car" is not entirely to look at the scenery. There is sometimes pleasure in being in a moving vehicle. 

For many of the respondents, riding in an air­plane is fun, in just this way: 

"The plane is very exhilarating." 

"I enjoy flying. I like airports, 
I go to watch the planes take off." 

"I am like a child when it comes to 
travel by plane. All excited about 
it. I would rather fly than anything 
else. 11 

"I enjoy the excitement, rather than 
just sitting down in a train." 

"It was a thrill to be up there. It 
was my first time. I really enjoyed 
it, up there in the clouds." 
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"I am looking forward to riding in 
an airplane." 

"I had a treat last summer. I always 
wanted to fly, and I got to go on two 
field trips." 

"More people enjoy traveling by air, 
even if it does take the same time. 
I enjoy the excitement, rather than 
just sitting down in a train." 

"I enjoy looking at the clouds. I· 
don't get up there too often." 

The experience of flying as being so pleasant 
it is "fun", is probably related to some of the 
issues discussed above, such as status and ser­
vice. But there does appear also to be an 
element of sheer pleasure in the mere knowledge 
that one is doing an exciting thing: going 600 
miles an hour, miles above the ground. 

The fun of flying itself seems to wear off 
with continued experience. Those respondents 
who talked of it as fun seemed to be, for the 
most part, those who had flown relatively 
little. Some respondents with more experience 
alluded to this process: 

"As I listen (to other participants 
in a group depth interview), I wonder 
how many airline trips you have to 
make before the honeymoon is over? 
After a while, it's just another mode 
of transportation." 
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"I don't like to fly much anymore. 
After awhile it's the same as driv­
ing: you feel the law of averages 
will catch up with you." 

"I feel excited, like a kid. Maybe 
when I get these gentlemen's ages 
(other group depth interview partie­
pants), I'll feel it's just another 
way of transportation." 

While the excitement of flying means fun to 
some people, it simply makes other fearful. 

"I don't like airplanes. I've never 
flown .•. I'm afraid of it." 

"I've never flown. I have a fear of 
planes." 

"I'm always glad to get down e>nce I 
get up." 

"But it's nice to be on the ground 
again." 

So while the unique attributes of flying itself 
seem to attract some people to use it, others 
are discouraged from usage by what appe.ars to 
be the same thing. And many heavy air travelers 
seem to become indifferent to the "fun factor". 
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Another travel mode that has some elements of fun involved is the automobile. For many people, driving a car is pleasurable, although presumably not in the same way as riding in an airplane. In the case of the automobile, the pleasure seems to come f.rom the experience of controlling a powerful and speedy vehicle. 

"I enjoy a good open road. • • . !' ly right along." 

"I leave early, and the road is mine." 

"I just enjoy driving." 

"I really enjoy driving, barreling around just for the ride, an emotion­al kick." 

"I like to drive." 

The statement, "I like to drive", can refer to a number of diffe.rent factors, of course. But most drivers seem to enjoy, sometimes, the con­trolling of the car, and some drivers seem ~ enjoy this almost all th~ time. 

Other drivers react negatively to the same situation. 

- 90 -

"I don't like to drive." 

"I find driving fatiguing. When you qet there, you're exhausted." 

"I don't like driving at all." 

"Driving is not relaxing, because of the traffic." 

"I just don't like driving. It's a chore." 

Even those who do find pleasure in driving a car probably do not enjoy driving under all conditions. "The open road", and "speeding along" are important parts of the imagery of ple>sure associated with driving; traffic con­gestion can depress the pleasure. It appears likely that most drivers can find it enjoyable under the right conditions, but that almost no .one finds it pleasurable to drive extensively in city traffic. Some people, weighing these factors, enjoy the "open road" so much they end up characterizing driving as a whole as being fun, while for others it is summaril:ed as a chore. 

In summary, "fun", in the sense that it is being discussed here, is a positive factor for airplanes and automobiles for some, but not all, ·travelers, while it seems to have little implication one way or the other for rail and bus travel. 
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10. Modernity 

The comments of some respondents comparing rail and air travel seemed to suggest that "newness" is a value in its own right, independent of the 
material benefits it brings. That is, an older vehicle will almost necessarily present a less attractive appearance, be more prone to malfunc­tion, offer fewer "modern conveniences", etc. 
But the preference for the new has some addition­al implications of valuing modernity for its own 
sake. 

Things that are new make their users feel up-to­date, "with it", a part of the happening world. There is· glamor in "the latest thing", as a great many.people are well aware, including 
clothing purveyors, Detroit automobile designers, and hobby or amusement equipment manufacturers. Not surprisingly, then, air travel, as the new­est mode around,can impart to a user the feel­
ing that he is "Twentieth Century Man", pro­
gressive and forward looking. 

"The train doesn't have the glamorous 
image of the planes." 

"I don't know why we want to go back­
ward to trains, when we just got rid 
of them. Go forward." 

"About trains, we should have some­
thing new-- faster and better." 

"My opinion of a train is an old thing, 
that takes a lot of time." 
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11. 

"Trains are old -- wear and tear. 
Planes are new." 

Comments such as these, and many other remarks that also were related to such factors as time, and fun, and status, suggest that one reason 
for flying is the feeling of being up-to-date, using the "last word" in transportation. 

The opposite of modernity is not entire~ 
negative, however. A few respondents valued trains because they constitute a link with 
the past. On a personal level, rail travel seems to be an occasion for nostalgia for 
some travelers who remember with pleasure 
childhood train excursions. And a few re­
spondents struck a more impersonal note when they remarked on the importance of the rail­
roads in our nation's past: "I like train travel because of the romance of the rail­
roads-- they developed this country". But 
this factor must be a very minor over-all 
influence on mode choice. 

Information, familiarity, and knowledgeability 

"Knowing what to do" when traveling can be a very important consideration. It is related to the convenience and aggravation factors previously discussed, since it can be inconvenient and aggravating to find one's way, to seek informa­tion. 
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There are many things which can contribute to 
familiarity with a mode, ranging from the spe­
cific to the general: where the terminals are, 
the best way to get to the terminals, how much 
it costs, how long it takes, the schedule, how 
much of a nuisance luggage is, how to dress, 
how to act, etc. 

When a traveler knows the answers to such ques­
tions as these for a given mode, it can be a 
powerful inducement to continue using that mode. 
It is an aggravation to have to seek such in­
formation, and it can be unpleasant or upsetting 
to find one's self dressed inappropriately, dif­
ferent from the other passengers, and wondering 
how to act, anxious not to look "out of place", 
embarrassed at being ignorant, envying those 
who are sure of themselves. 

One of the respondents provides a prize example 
of the importance of familiarity. This woman's 
preference in travel was for the bus. She en­
joyed bus travel over the other modes she used, 
and accomplished most of her trips by bus. 
Almost the only exceptions were her trips to 
visit relatives in the suburban New York City 
area. There, she took the train to Manhattan, 
made her way to the Port Authority Bus Terminal, 
and took a local bus out to her relatives' com­
munity. She was unable to explain why she did 
not take the entire trip by bus, since it would 
have eliminated considerable trouble -- getting 
from the Manhattan train station to the bus sta­
tion -- and she did generally prefer the bus to 
the train. It seemed she had never eveh con­
sidered this alternative, and was at a loss to 
explain why. After considerable probing and 
discussion in the interview, it appeared that 
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the only reason was that she already knew how 
to take the train to New York. She was com­
fortable with her routine, bocause it heid no 
surprises for her, and she never had to seok 
information. 

Routines are comfortable, in travel and else-
wlw re, andfamiliari ty is thus a value considera­
tion for the individual traveler. 

A related consideration is the availability of 
information and the ease of obtaining it. There 
are some things that travelers must know, such 
as times and points of departur~nd there are 
other things they want to know, such as the rea­
son for a delay and its likely duration. In 
either case, when information is scanty or hard 
to obtain,dissatisfaction results. 

The case of non-essential ~nforma tion is partic­
ularly interesting. Knowing the reason for a 
delay is of no functional value for a traveler: 
there is nothing he himself can do to correct 
the trouble. But "not knowing what's going on" 
clearly added to the negative feelings of the 
respondents about delays. A common complaint 
about the railroads was "you can be stuck some­
where and they never tell you anything". It 
would not get them started any faster, but 
these travelers feel better when they have an 
explanation and an apolog~. If there is no ex­
planation, no announcement of the cause of a 
delay, the traveler is left to wonder if anyone 
knows the cause, and if anything is being done 
to get things moving. 
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At any rate, information is important to 
travelers: 

"I couldn't get any information in 
the train station." 

"All those delays for no reason (on 
trains), nobody can tell you why you're 
sitting there." 

Advertising is another aspect of the familiarity. 
information factor. As mentioned previously, many 
respondents brought up the fact that airlines 
advertise their passenger service much more than 
railroads. Advertising is one means of providing 
information. Beyond that, as discussed earlier, 
its presence is interpreted as a sign that an 
individual can feel welcome. The wooing and per­
suasion of advertising seem to contribute to 
those feelings of being at ease that are related 
to familiarity. 

Advertising may even create a kind of familiarity. 
A person using a heavily advertised service may 
feel he knows that service, and can relax his 
guard against the unexpected. Much airlines' 
advertising on television seems to provide view­
ers with the vicarious experience of air travel, 
which can be a source of reassurance to the 
traveler. 

There is one more finding of this study that 
seems explainable in terms of familiarity. A 
good many bus travelers cited the fact that 
they can see the driver as an advantage of this 
mode. The respondents themselves found it dif­
ficult to explain ~ this should make much 
difference. Viewecr-as an instance of the appeal 
of familiarity, it may be meaningful. 
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It appears that being in the same compartment 
Y.ith the driver, seeing and dealing with him 
t.pon boarding the bus, perhaps even watching 
bim at work, make it easier for the bus travel­
er to relax in the knowledge that he knows 
"what's going on". His fate is being control­
led, not by persons and things unknown, but by a 
person who is seeing the same things as the 
traveler, and doing something -- driving a motor 
vehicle -- that travelers either do themselves 
or see being done every day. 

Bus travel does exist in the minds of many 
travelers as being somehow similar to auto­
mobile travel, and being able to see the driver 
has something to do with it. Some people find 
a kind of comfort in the resulting familiarity, 
and like bus travel for this reason. 
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VII. EVALUATIONS AND IMAGES OF THE MODES 

The first two sets of factors in the mode choice situation, 
the nature of the trip and the value considerations of the 
traveler, have been covered in the two preceding sections 
of this report. In this section, the way in which the modes 
are viewed, and in particular, the way in which they meet 
the various value considerations, will be discussed. 

As has been pointed out, the three sets of factors inter­
act, so that now upon reaching the third set, a great deal 
has already been said about it. In part, then, this sec­
tion of the report will simply bring together, in a new 
context, some of the material that has already been pre~ 
sen ted. 

A. The Automobile 

1. Perceived advantages and positive factors 

When all the advantages of the automobile 
for different circumstances and kinds of 
trips are considered, the list is extensive: 

- Economy 

- For any destination 

- For multiple destinations 

- Convenience of no "transfers" 
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- Freedom 

- Combining intercity with local transportation 

- Luggage capacity 

- Companionability 

- "Fun" 

a. Economy 

Since most travelers feel they have good 
reason for not including the fixed costs 
of automobile ownership in their expenses 
for a trip, travel by car is viewed as by 
far the least expensive mode, especially 
for trips within the Northeast Corridor, 
where distances are often short enough so 
that overnight accommodations are unnec­
essary. 

This factor is of particular importance 
for family travel, where multiple fares 
would be involved in travel by other 
modes. In fact, cost alone is such a 
powerful consideration that the auto­
mobile will almost inevitably be pre­
ferred for family travel, in most cases, 
even by the relatively affluent, almost 
regardless of what changes in the fea­
tures and convenience of other modes 
could be invoked. 
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For single non-business travelers, who 
would have only one fare to pay, and 
sometimes for couples, the cost advan­
tages of the automobile over other modes 
is less compelling. 

For the business traveler the economy 
of the automobile is almost irrelevant. 
He usually travels alone, of course, 
but more important than that is the fact 
that in most cases his travel expenses 
are paid by his employer, and the poli­
cies supported by most employers permit 
or even encourage the use of more expen­
sive modes if time is saved. 

The majo.r exception to the rule that 
business travelers do not use the auto­
mobile for reasons of economy occurs 
when business is combined with pleasure. 
The businessman who takes his wife along 
would have to pay her fare, but her trans­
portation is free if he drives and collects 
automobile expenses from his employer. 

b. For any destination 

Some small towns and resort areas may be 
unreachable by some or all of the other 
modes, leaving them to automobile travel 
by default, whether the travel is for 
business or personal reasons. 
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c. For multiple destinations 

A large number of trips that aru "'"de hc~ve 
more than one single destinatioJ.: 

- Tours of an area for siqht:~c:c~.ing dnd 
visiting points of inten),;t. 

- Visits to several different friends 
or relatives, all living in one 
direction from the traveler's home. 

- Some kinds of business trips, such as 
the.salesman's swing through his terri­
tory or the manager's visit to all 
branch installations in an area. 

For trips such as these, the automobile 
offers flexibility and relative ease. 
To make such trips by other modes would 
require complex scheduling and many 
trips to terminals. 

d. Convenience of no "transfers" 

With the automobile the traveler moves 
from his actual origin, whether home 
or office, to his actual destination, 
whether friend's home, hotel, or offic~. 
in one stage. He does not use one vehicle 
to go to the terminal, another to get to 
the destination city, and another to get 
from that terminal. The ease of not hav­
ing to transfer himself and his luggage 
.is highly "<~preciated. 
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e. Freedom 

The automobile traveler does not move according to someone else's timetable. He leaves when he wants, and stops ~hen and where he wants. 

This factor is often not of great impor­tance to the business traveler, who is more interested in conserving time than in stopping along the way. And since the travel is part of his work, and work it-· self implies schedules, he is less resent­ful than the non-business traveler of the necessity for adapting his departure to a timetable. 

The non-business traveler highly values the freedom, both actual and potential, of automobile travel. He enjoys having the trip under his control, and not in the hands of a schedule planner. Leav­ing when he wants is a symbol of his freedom, as is the knowledge that he can stop any time he wants, even if he seldom does actually make unplanned stops, as is often the case. A trip can be extended or cut short, schedules and itineraries can be revised, all according to the traveler's enjoyment. Even when he makes no use of these opportunities, the feel-~ of freedom is pleasurable. ----

The flexibility and freedom of automobile travel means that its users can make what­ever they want out of it. It can be as "nice" as they desire, starting with their selection of a car. If they want status and prestige, courtesy and service, they can find it by selecting the right restau­rants and accommodations en route. 
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f. Combining intercity with local transportation 

When a trip is made by automobile, the traveler has solved the problem of local transportation at his destination. As mentioned above, he can go directly to his actual destination. Beyond that, he can continue to move around relatively freely during his stay. 

For business travelers, this is important in two different ways. First, many busi­ness travelers have several locations to visit at their destination, such as all their stores or branches in a metropolitan area. To depend upon cabs or local transit systems .can be frustrating and time consum­ing, especially for the visitor. 

Second, the business traveler may have some occasion for seeking his own plea­sure, especially if his stay is over­night or even longer. He may have some time he could spend in sightseeing, or going out at night. Having his auto­mobile facilitates these activities without adding significantly to his expenses or his employer's. 

The non-business traveler, too, will often require local transportation, and for him the expense of cabs or rental cars is much more important. Even if he stays with friends or relatives who have a car, as is sometimes the case, he may well find occa­sion to use his own. 

- 103 -



g. Luggage capacity 

The automobile offers what is, in many ways, 
the best way of all to manage luggage: 

- It is handled fewer times. It is load­
ed once at the origin, and some of it 
may not even be taken out of the car· 
until the return home. 

-Packing can be casual, everything need 
not be containerized. 

- Doubts about what to take can be re­
solveq by taking everything: dressy 
and casual clothes, light and heavy 
coats, etc. 

- Travelers probably feel more secure 
knowing their luggage is in the car 
with them than having it checked 
when traveling by other modes. 

- More can be taken. This is especially 
important in the ca·se of family travel, 
but some business travelers have such 
heavy or bulky samples, goods, or gear 
to transport that there is no practical 
alternative to using a car. 
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h. Companionability 

The automobile preserves the family as 
a unit, psychologically "cut off from 
the outside world". Privacy against 
others is maintained, while intimacy 
among the travelers is permitted.. In 
fact, it appears that the situation 
may encourage intimacy and feelings of 
family togetherness. And the privacy 
means that the family can relax; the 
children need not be neat and on their 
best behavior at all times, which is a 
problem for parents when traveling on 
public transportation. 

This factor may be of some importance 
when large parties make business trips, 
offering an opportunity for conviviality 
among co-workers. But large groups of 
business travelers are relatively rare, 
and when such groups do travel by auto­
mobile there are other reasons that may 
be more important: having an automobile 
to go out together in the evening. 

i. "Fun 11 

For some persons, the act of driving an 
automobile is "fun". If automobiles did 
not exist as practical transporta·tion 
they would probably still be a leisure 
activity, as boating and horseback riding 
are now. 
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2. Perceived disadvantages and negative fa~tors 

The disadvantages of the automobile, relative to some or all of the other modes, incude the factors: 

- Lack of speed 

- Fatigue 

- Traffic and parking 

- Boredom 

- Inability to work 

- Low status. 

a. Lack of speed 

The automobile may be the slowest of all modes, especially if any distance is in­volved, so that many stops are required. For very short trips, of course, the trans­fers to and from local transportation that are required for other modes may give the automobile an advantage in time. 

The non-business traveler usually finds the time disadvantage of the automobile to be unimportant, given the relatively 
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short distances of most trips in the Northeast Corridor. Its advantages of economy, convenience, and freedom far outweigh the saving of a few minutes or even hours. 

The business traveler, however, values time more highly. His employer usually wants travel time minimized, which also serves his own personal needs: it minimizes his time away from home, and it bolsters his sense of importance. 

b. Fatigue 

In no other mode does the traveler "work" during the entire trip in the way the automobile driver does. The driver of an automobile is more likely to arrive at his destination tired than is the user of any other mode. 

Once again, the non-business traveler is likely to find the advantages of the auto­mobile more important than this disadvan­tage. But the business traveler may have work to do when he arrives, so being rest­ed is important. 

c. Traffic and parking 

Driving an automobile even on an open road is work, in a sense, as suggested above. Driving in traffic imposes even greater mental and physical stress, especially if 
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the driver is unfamiliar with his route 
and has to find his way. Finding a place 
to park a car can be a trying experience. 

These factors can be an important disadvan­
tage to automobile travel when the destina­
tion is the center of a large city. In such 
circumstances an automobile can be felt as a 
burden, when compared to the center city loca­
tions of public transportation modes and the 
convenience of local transit systems (includ­
ing cabs). 

Manhattan, especially, is seen as such a 
difficult place in which to drive and park 
that many travelers who use automobiles for 
practically all their trips do not drive 
there. 

d. Boredom 

Traveling alone by automobile can be boring. 
Even the presence of strangers, as in a train 
or airplane, can make a traveler feel less 
bored and lonely than driving alone. Addi­
tionally, these modes may be faster, which in 
itself reduces the occasion for boredom, and 
the time can be spent reading. 

e. Inability to work 

Business travelers on airplanes, trains, and 
even buses to some extent, can read and write, 
or at least rehearse and prepare for meetings 
or presentations. The inability to work while 
driving is a disadvantage, and an important 
one to some business travelers. 
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3. 

f. Low status 

Automobile travel has low status only for 
business travelers. For non--business trips 
it is nearly "statusless", being preferred, 
perhaps not for exactly the same reasons, 
by the affluent and the poor. It cal)i be. 
as "nice" as its users care t:o make .:i:t·;. :· 
starting with the;i.r purchase of an auto~·· 
mobile. 

For business travel, it suffers by compari­
son with air travel. The cost and speed 
of air travel are announcements that the 
businessman using them is important. 

There is an interesting exception, how­
ever. A few business travelers who pre­
fer to drive and combine business with 
pleasure, doing some sightseeing and 
visiting along the way, seem to feel 
some pride in this demonstration that 
they are sufficiently important that 
they are not required to account to 
their employer for all their time. 

Summary position 

The automobile is a thing apart, more different 
in many ways from the other modes than they are 
different from one another, since they all charge 
fares, operate between terminals, and run accord­
ing to fixed schedules, and mix strangers toget­
her. 
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The advantages of the automobile are very 
often of compelling importance for the family 
traveling together. 

For the single non-business traveler these 
advantages are less compelling. His cost 
of travel by another mode is only one fare. 
What was intimacy for the family can be 
boredom if the driver is alone. If he only 
has himself to look after, the aggravation 
of meeting schedules, handling luggage, and 
arranging local transportation is less than 
with a family. 

The business traveler finds the advantages 
of automobile travel still less important, 
and its disadvantages more so. Especially 
if he is traveling to a single destination 
in a major city without much luggage, he is 
unlikely to go by car. 
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B. The Bus 

l. Perceived advantages and positive factors 

The bus has few advantages over all other modes. 
That is, one or another of the modes surpasses 
it in almost every respect. Those who use it, 
however, are not comparing it to all other modes. 
In some situations the alternative-Ts the train, 
and in others it is driving. 

As bus users see them, the advantages of the 
bus include: 

- Convenience 

- Service to points not served by other modes 

- Economy 

- Comfort and cleanliness 

- Sociability 

- casualness 

- Familiarity 
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a. Convenience 

When compared to the automobile the bus 
may be seen as more convenient for trips 
into large cities, where driving and 
parking can be a chore. 

When compared to the train, the bus may 
be more convenient if its schedule happens 
to suit the traveler better, or if he 
happens to live closer to a bus station, 
or if his destination. happens to be closer 
to a bus station. For some trips the choice 
is entirely between the bus and the train, 
the other modes being ruled out, and many 
travelers make the choice on the factors 
of convenience in the specific situation. 

b. Service to points not served by other modes 

When the automobile is ruled out, the bus 
is sometimes all that is left for travel 
to small towns and resort areas. 

c. Economy 

Bus fares are believed to be the least ex­
pensive. 

d. Comfort and cleanliness 

People who use the bus as an alternative to 
driving often value sitting back and relax­
ing instead of working behind the wheel of 
a car. 

Many bus users feel that buses are more com­
fortable than trains, with better seats and 
better temperature control. They also believe 
that buses are cleaner, on the average, than 
trains. · 
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e. Sociability 

The bus is valued by many of its users as 
being the most sociable travel mode. Con­
versations among strangers are relatively 
common. It appears that something about 
the bus facilitates the development of a 
feeling of shared experience among its 
passengers. Perhaps it is because the 
number of people in the bus is smaller, 
and they are in closer proximity to one 
another, than with other modes. Perhaps 
it is because the bus is experienced as 
just an overgrown automobile, and people 
traveling by automobile socialize (because 
they know one another, of course). Per­
haps it is because the low cost of bus 
fares makes each passenger feel that his 
fellow riders must all be "just plain 
folks", with no pretensions to status. 
Pehaps it is because there is some carry­
over feeling from school buses and charter 
bus trips by clubs, when all the passengers 
did know one another. 

Whatever the explanation, it appears that 
passengers on a bus are more likely than 
those on other vehicles to feel themselves 
as part of a group. Because the driver 
is in the same compartment. sharing the same 
experience, he can be included in the feel­
ing. In fact, it may be that the driver 
provides the focus that helps the group 
feeling develop. 

The feelings of cameraderie may remain just 
feelings, or they may cause actual interaction 
among the passengers, in the form of chatting 
and conversing. 
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f. Casualness 

The bus is valued by many of its users for 
what they experience as an aura of casual­
ness, in which it is second only to auto­
mobile travel. Dressing up is unnecessary, 
and passengers may feel less pressure to be 
"on their best behavior". Many bus users 
do seem to think of themselves as simple or 
plain people who are more comfortable in a 
setting without high status implications. 

g. Familiarity 

Bus travel is less a "mystery" than any 
other public mode. The passenger sees 
the entire vehicle at one glance, there 
are no cars or compartments that he does 
not enter. He knows exactly where his 
luggage is. He deals directly with the 
driver, and can watch the driver at work, 
so that he always knows "what's going on". 
If he understands the operations of the 
automobile, he is equally familiar with 
the bus. 

To some people, the feeling that every­
thing that takes place is visible to 
them and falls within the bounds of 
their own experience is reassuring. 
Being familiar with situations that 
occur is comforting, and some bus 
travelers value it for this reason. 
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2. Perceived disadvantages and negative factors 

If ., 

Bus users would agree that there are many ways 
in which it does not compare favorably to all 
other modes, but, as pointed out above,. they 
seldom compare it to all other modes. In the 
more limited comparisons they make, it often 
seems to them to be superior to the realistic 
alternatives. 

Those who avoid the bus, however, are inclined 
to rate it as the lowest of all the modes on 
many factors, and to dislike it for some of 
the same reasons that its users like it: 

- Low status 

- Danger of assault or affront 

Slowness 

- Discomfort 

- Dirtiness 

- Fewest amenities 

- Sociability 

- Casualness and familiarity 
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a. Low status 

Those who do not use the bus often think of 
it as the travel mode for people who lack 
importance and power: the poor, the old, 
the very young, those in military service, 
etc. 

Those who enjoy feelings of prestige, which 
certainly includes a great many people, 
would feel "lowered" by bus travel. 

b. Danger of assault or affront 

Bus travel is seen as being so low in status 
that passengers and persons encountered in 
terminals may include a high proportion of 
"undesirable characters" whose presence can 
be offensive or even dangerous. Obviously, 
anyone with these feelings will tend to 
avoid bus travel. 

c. Slowness 

Bus travel is perceived by many non-users 
as being the slowest way to travel, "stopping 
at every crossroads", leading to feelings of 
extreme impatience. 

d. Discomfort 

The non-user often thinks of buses as the 
least comfortable mode, jostling and bounc­
ing its passengers and confining them to a 
very cramped seat. 
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e. Dirtiness 

The non-user often sees the bus as dirty, 
with so many tightly packed people, litter­
ing and cluttering. 

f. Fewest amenities 

g. 

Food and drink involved in bus travel are 
often believed to be the poorest possible. 

Sociability 

The sociability of the bus, which is a virtue 
for many of its users, can be a negative 
factor for those who view its passengers as 
lower status. 

h. Casualness and familiarity 

The business traveler, especially, feels a 
sense of importance about what he is doing, 
and the easy, casual, :Eamiliar atmosphere 
of the bus is inconsis·tent with his feel­
ings about himself and his role while travel­
ing. 

3. Summary position 

Bus travel was the subject of less comment .and 
discussion by the respondents than any of the 
other modes. Many respondents overlooked it 
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entirely, and had to be reminded that it did 
exist as a travel mode. 

Why the bus should be so nearly ignored by 
many people is interesting, in view of the 
harsh criticism of the train, which is in 
many ways its most similar competitor. On 
objective grounds, and according to the 
testimony of many bus users, bus travel is 
probably not greatly inferior, if it all, 
to rail travel fOr the shorter trips with­
in the Northeast Corridor. 

If the bus is not so bad in reality, its 
image must be especially poor. Non-users 
are reacting to a stereotype of the bus, 
and it may be that that stereotype is 
based more in the past than in the present. 
If so, that could account for the sharp dis­
agreement between users and non-users re­
garding such "objective" features as com­
fort and cleanliness, if buses have steadi­
ly improved their facilities and service, 
as many users maintain. The person who 
never uses the bus has no opportunity to 
correct what the user says is an outmoded 
image. 

The sociability, casualness, and low status 
aura of the bus are positive factors for 
people who think of themselves as "just 
plain folks" and are comfortable with that 
perception. To those who think of themselves 
otherwise, these are negative factors. Busi­
ness travelers especially are likely to object 
to this atmosphere, since it removes some of the 
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dignitiy and seriousness they fell is due their 
role and which the train helps to preserve. 

All these factors combine to produce a view 
of ths bus by those who avoid it as the 
worst way to travel, a "last resort". This 
vrew-is consistent, of course, with the per­
ception of bus travel as the least expensive 
mode, except for the automobile, where the 
ownership of the car itself requires some 
amount of money. 

Given this perception and image, it is hardly 
surprising that so many travelers ignore the 
bus entirely, and that so many respondents 
failed to consider it without prompting. 
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c. The Airplane 

Unlike the bus, both users and non-users tend to agree 
on the characteristics of air travel. And few people 
avoid using it because of distinctly negative feelings 
about it. 

1. Perceived advantages and positive factors 

The advantages and favorable aspects of air travel 
include: 

Speed 

Service and courtesy 

Cleanliness and appearance 

Feeling welcome 

Status 

Comfort 

Modernity 

11 Fun" 

Lack of boredom 

a. Speed 

Air travel, of course, epitomizes speed. Even 
for the shorter trips within the Northeast 
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Corridor, where air travel is not always sig­
nificantly faster portal-to-portal, it retains 
the image of speed. For this reason, it ap­
peals not only to those who have a functional 
reason for valuing speed, but also those who 
value it for the statement it makes about the 
value of one's time, and those who have simply 
internalized the equation that speed equals 
value, and those who just like to go fast. 

Business travelers are especially likely to 
be influenced by air travel's potential for 
saving time. 

b. Service and courtesy 

The service and courtesy provided by the air­
lines and their personnel are generally felt 
to be far above the standards of any other 
mode. In fact, some respondents described 
the treatment they receive -- and usually 
value highly -- as pampering. Passengers are 
waited upon, and treated like important per­
sons. 

·. Part of the service and courtesy is the easy 
·access of information. Information displays 
:in airports seem to be sufficiently numerous 
and prominent, and they may somehow be trusted 
more, perhaps because their use of "modern" 
displays, such as television screens, suggests 
the possibility of easy revision and updating. 
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The provision of personally served food and 
drink that is included in the price of the 
fare is highly prized, in part for its symbolic 
value as a traditional gesture of hospitality. 

c. Cleanliness and appearance 

Certainly the airlines rated very high for the 
cleanliness of their facilities, and the "nice­
ness" of terminal and vehicle surroundings and 
furnishings. 

d. Feeling welcome 

e. 

Airplane passengers seem to feel welcome and 
appreciated. The impression comes from the 
high standards of courtesy of airlines'per­
sonnel, the existence of stewardesses whose 
sole function is to offer personal service 
to the passengers, the serving of food and 
drink without asking for payment, the con­
spicuous effort to provide clean and nice 
surroundings in terminals and airplanes, num­
erous and prominent information displays for 
the travelers, and a vigorous advertising pro­
gram that is accepted as evidence that passengers 
are truly wanted. 

Comfort 

Many respondents described air travel as "com­
fortable", although they often were referring 
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to "niceness" rather than sheer physical 
comfort. Too, the time in the air during 
trips in the Northeast Corridor is so short 
that there is little opportunity for real 
discomfort. The inherent comfort features 
of air travel probably include the seats 
themselves, temperature control, and a ride 
that is usually smooth. 

f. Status 

Almost everyone would put the airlines first 
in a ranking based on status or prestige. 
Its passengers are seen as being more impor­
tant, affluent, and of higher social class 
standing, and the airlines reinforce this im­
pression by treating the passengers like im­
portant people, in the service and courtesy 
they provide. Also, the cost of air fare 
and the speed that money buys provide, in 
themselves, a statement that the air passenger 
is an important person. 

Undoubtedly, one of the major satisfactions 
in flying, for many people, is feelings of 
prestige and importance that it can provide. 

g. Modernity 

Since air travel is the newest mode, the air­
plane passenger can enjoy the feeling that he 
is right in step with the Twentieth Century, 
living fully in the Jet Age, truly a modern 
man. 
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h. 11 Fun" 

For many people, flying is fun. They enjoy 
the excitement, the knowledge that they are 
speeding along miles above the ground. 

i. Lack of boredom 

Flying may be the least boring way to travel. 
for many people. In addition to its speed, 
which itself reduces the potential for boredom, 
something is usually happening: takeoffs and 
landings fill time and offer interesting sen­
sations and views, the view while cruising may 
offer some unique perspectives, and stewardesses 
bustle about bringing drinks and sometimes food. 
With so much activity, there may be less feeling 
of monotony than with other modes. 

2. Perceived disadvantages and negative factors 

The major disadvantages of air travel affecting some 
or all people are: 

Cost 

Airport access 

Delays 

Fear 

Discomfort 

Status 
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a. Cost 

The high cost of air fare is a major deterrent 
to wider use by non-business travelers. 

b. Airport access 

The major complaint about air travel has little 
to do with the airlines themselves. Access to 
airports is a very important disadvantage for 
this travel mode. Respondent after respondent 
complained about "the time it takes to get to 
and from the airports". It appears that the 
aggravation, however, is at least as important 
as the time. In fact, it appeared that many 
respondents were exaggerating the amount of 
time expended, possibly as an unconscious method 
of sufficiently stressing the amount of aggrava­
tion. At any rate, this factor stands as the 
major dissatisfaction with air t.ravel. 

c. Delays 

The unreliability of air travel, with flights 
subject to delay or cancellation because of 
weather or air traffic congestion, is a dis­
advantage of this mode. As yet, it seems to 
have had relatively little effect on reducing 
usage, but the concern is serious, and if air 
traffic delays continue to increase in frequency 
and duration they may become a real deterrent 
to flying. 
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d. Fear 

Many persons are afraid of flying. Most of them probably know that the comparative risks are not so gre~but they still feel fear. This emotional reaction is sufficiently strong to cause many people to avoid use of this mode. It does appear, however, that younger people who have grown up in a time of mass air travel have less fear, so that this factor should pre­sumably diminish in importance in the future. 

e. Discomfort 

While some respondents described flying as comfortable, many others feel cramped by the lack of more space between seats to the sides and in front. And some respondents complained about confined to a seat, with little oppor­tunity or occasion to "stretch their legs" by taking a walk. 

f. Status 

A few people who think of themselves as "just plain folks" may not enjoy the status and pres­tige of air travel, as if they are uncomfortable at being somewhere they do not belong,being out of place, unsure of themselves and afraid of embarrassment. 
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3. Summary position 

Air travel certainly ranks at the top of the pub­lic modes in a number of very important character­istics. It is probably only cost that stops it from being even more widely used than it is for non-business travel. And cost is seldom a deter­rent in itself in the case of business travel. 

However, there is mounting concern with air traffic delays, and it appears that many travelers are right now at the point of re-examining some of their routines, questioning whether some of their trips might be better accomplished by some other mode. If delays increase still further, there may be some switching by heavy business travelers, especially those for whom the romance of flying may have worn off, and who tend to value efficient use of time. 
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D. The Train 

1. Perceived advantages and positive factors 

The perceived advantages and positive associations of rail travel include: 

Convenience 

Time 

"An old favorite" 

Spaciousness 

a. Convenience 

A train is often used for no other reason than that it happens to have a convenient time of departure and arrival or a conveniently located terminal or easy access to the terminal. 

b. Time 

For trips of certain lengths, the train may have a lower portal-to-portal travel time than other modes, which accounts for a great deal of its usage. 
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c. "An old favorite 11 

For some people,trains have pleasant associa­tions stemming from happy childhood trips, and for others the railroads' past itself, romantic and deeply rooted in the nation's history, is pleasant to contemplate. 

d. Spaciousness 

Trains have a potentially great advantage over any other mode for comfort and passing the time pleasantly. Passengers can walk around on a train, "stretching their legs" instead of being cramped in a seat, and moving to different parts of the train. 

2. Perceived disadvantages and negative factors 

Dirty 

Discomfort 

Delays 

Slow 

Discourtesy and lack of service 

Feelings of unwelcome 
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a. Dirty 

The most salient association to rail travel 
involves dirtiness. Respondent after respon­
dent criticized trains bitterly on this account, using words such as "filthy" and "terrible" 
to refer to floors, seats, and windows. 

b. Discomfort 

The seats in trains, grossly inadequate tempera­
ture control, and jouncing and bumping were all harshly criticized. 

c. Delays 

Trains are alleged by many to suffer from very poor schedule reliability. 

d. Slow 

Trains were frequently characterized as slow, 
in part because of their reputation for delays. 

e. Discourtesy and lack of service 

Railroad personnel, in terminals and on the 
trains, are alleged to be discourteous, surly, 
unhelpful, and uninformative. Getting service or information struck some respondents as nearly 
hopeless. Delays were said to bring no apologies or explanations. 
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f. Feelings of unwelcome 

Many travelers feel unwelcome when traveling 
by rail. The poor service and facilities 
make it appear to them that the railroads 
do not even ~ to please them. 

Two other factors enter into these feelings. 
First, the absence of advertising for rail 
passenger service is taken as a sign that 
passengers are not really welcome. Second, it is widely believed that railroads,in fact, 
would like to close down their passenger trains, 
and may even be deliberately providing poor 
service to depress ~sage low enough to justify 
such a step. 

3. Summary position 

The image of rail travel is distinctly unpleasant 
for the majority of travelers, both users and non-
users. 

"I think of trains as being slow and dirty." 

"The railroad industry generally has built a 
bad public image; that's why you never think 
about it." 

"The first word I think of is 'smeary'." 
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"You always have the idea with trains that 
you'll be late, you'll get stuck, the schedules 
won't work out." 

"I associate it with something run down and 
uncomfortable." 

"I think trains are on their way out and nobody 
should step in their way." 

Much of this negative reaction was traced by respon­
dents directly to their experiences on intercity 
trains. But another major part of it is a generali­
zation from poor service on local commuter lines to 
intercit~ rail travel. Many respondents admitted 
that the~r expectations about poor treatment, schedule 
unreliability, and dirty, uncomfortable trains came 
in large part from their experience with commuter 
train conditions. 

Not all respondents took such an extremely negative 
view, of course. There were many who said they en­
joyed riding the train, but even these travelers were 
more often re ortin the absence of ne atives rather 
than the presence o any pos~t~ves. In ot er words, 
their experience was that trains were reasonably re­
liable as to schedule, not very often too dirty, and 
did not necessarily carry impolite personnel. For 
these people, then, a train trip did not necessarily 
imply unpleasantness, but neither was it anything 
more than a strictly utilitarian way of getting from 
one point to another. 
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In fact, given the list of value considerations that 
this report has discussed, it is difficult to find a 
single one, with the exception of convenience, on 
which trains rate high, while substantial numbers of 
travelers would rate them very low oh many of those 
considerations. 

It is interesting that criticisms of rail travel were 
more often offered with a note of bitterness than was 
the case for any other mode. The ra~~roads, as orga­
nizations, are blamed for the drawbacks to rail travel. 

Many respondents talked about deteriorating rail 
travel, implicitly or explicitly comparing today's 
service with the way things used to be. It is in 
this context that the bitterness of their complaints 
seems understandable: they believe that rail service 
used to be better, and it is deteriorating because 
of poor management, complacency, or lack of caring. 
Those who use the trains feel they have been taken 
for granted, and they resent it. 

In fact, the few truly positive comments about rail 
travel often referred, one way or another, to the 
past: trips pleasantly remembered from childhood, 
for example. Or, the railroads' romantic past: 
"When I hear a train whistle I'd like to be on 
that train, just because it sounds nice". 

The anger that many travelers feel about railroad 
passenger. service can be given a positive interpreta­
tion. It is, in many ways, a demonstration that they 
believe that better things are possible. To blame 
the railroads for inadequacies is to imply that things 
could be improved, and that they should be improved. 
In other words, it appears that even-sDme of the most 
critical travelers have not yet given up on the rail-
roads. · 
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For the present, however, it appears that the rail 
mode is chosen for trips within the Northeast Corri­
dor primarily for such utilitarian reasons as a con­venient time of departure, a conveniently located terminal or easy access to the terminal, or a lower 
portal-to-portal travel time than other modes. In 
the case of the non-business traveler, cost can play a part: if cost were no object he might prefer to fly, partly to save time, but the expense eliminates this mode, and then his choice among the other modes is likely to be based upon such considerations as 
those above. 

Conversely, any time the train does not offer these convenience advantages, the incentive to use it is 
small. If getting to the railroad station is fairly difficult, or parking is expensive or absent, for example, those are powerful reasons for finding a 
different mode. In Washington,· the absence of long­term parking at Union Station seems to be a main deterrent to rail travel. 

The point is that travelers seem willing to live with considerable inconvenience in the case of air travel, because there are com~ensating advantages: speed, comfort, status, serv~ce, 11 fun", feelings of modernity, etc. These factors can prevent inconvenient access to 
airports, a poor scheduling situation, and other nega­tive factors from acting unchecked. In the case of rail travel, most of the "compensating" advantages 
are not present, so that the more "mundane" considera­tions have nothing to balance them, and only if these convenience factors happen to clearly favor a given person on a given trip is he likely to value the train very highly. 
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E. The Metroliner and Turbotrain 

1. Perceived advantages and positive factors 

Among those respondents who had used the Metroliner, a number of reasons for liking it were advanced or can be inferred: 

- Speed 

- Comfort 

- "Niceness" 

- Service 

- Convenience 

a. Speed 

Speed appears to have been the primary reason 
for seeking out the Metroliner originally, in most cases. It was the promise of a faster trip 
than by regular train, one that would come closer to air travel in portal-to-portal time, that par­ticularly attracted many of the respondents. 

The prospect and reality of reduced travel time is certainly a major attraction, sornething that 
arouses real enthusiasm among travelers. 

b. Comfort 

After using the Metroliner once or a few times, 
the positive reactions often seem to stress co~­
fort and amenities more than time. It is not that time became in any way less important, but rather that the travelers became aware of how pleasant 

- 135 -



a comfortable train could be, with good seats, 
plenty of room, good temperature control, and a relatively smooth ride. 

It appears that those Metroliner users who were 
highly pleased, and plan to continue using this 
mode, are basing their enthusiasm more upon the 
comfort they experienced than the value of the 
time they saved. 

c. "Niceness" 

This factor refers to the pleasant appearance of 
the Metroliner, and to the feeling of being on 
something more than a strictly utilitarian vehicle, which results from the appearance and from such things as music. 

Like comfort, "niceness" must be experienced to 
be appreciated, and it is an important reason for 
planning to continue using the Metroliner, perhaps even more important than the actual value of the time saved. 

d. Service 

There is some tendency to believe that the per­
sonnel on the Metrdliners are more courteous and 
more interested in the passenger than is the case 
for other railroad personnel. Given the very few exposures to Metroliner personnel, the feeling· 
remains vague, of course. 
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e. Convenience 

Convenience was offered as an advantage of the 
Metroliner by some of its users. Obviously, they were comparing it to air ;travel, since it could 
scarcely be more convenient than other trains, 
operating between the same terminals. 

2. Perceived disadvantages and negative ~actors 

Those respondents who had tried the Metroliner and 
found it lacking seldom mentioned any inherently bad features, but instead felt that: 

- It was not different enough 

- It was still being run by the railroads. 

a. The desire for more difference 

Much· of the negative reaction refl,ected disappoint­
ment, a failure to live up to expectations. These 
respondents seemed to feel that the Metroliner was 
goo~, but somehow not as good as they had thought 

oped it would be. 

Some of these people seemed to have built a prior image of the Metroliner as something brand new, 
unique, as different from regular ·trains as regu­
lar trains are from airplanes. This feeling, if it existed, was vague, and they certainly could not have said just what it was they thought would be 
so different. But they were somehow looking for­
ward to a novel experience. 
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Then, they found the actuality of the Metroliner to be a very nice train. Faster (but seemingly not felt directly as faster, since no one men­tioned a sensation of speed), more comfortable, with much more attractive and pleasant furnish­ings, but still, after all, recognizably a train. The novel experience turned out to be a good train ride. They felt "let down". 

The Metroliner publicity may have contributed to this feeling, communicating a message that a revolutionary change was in prospect, even though 
~t was known that the Metroliner is, in fact, a series of linked cars containing rows of seats, riding on steel wheels along a steel track -- in other words, a train. The fanfare connected with the project may have led travelers unconsciously to expect to feel Metroliner travel as unique. 

b. Fault with the railroad management 

Some who had used the Metroliner and felt disap­apointed could offer no other reason than that it was still under the management of the railroads. It appears that the discovery that the Metroliner was simply a good train reminded them about bad trains, and conditioned their response negatiVely. 

Some users were predisposed to dislike the Metro­liner, such as the respondent who described his difficulty getting to the railroad station and getting on the Metroliner, and added, "Hopefully, the thing will get off on schedule". To the inter­viewer's question he replied that it did, in fact, run on schedule, and when the interviewer observed that it seemed he wanted to condemn the Metroliner even in advance of\i'Siilg" it, he agreed: "I have a prejudice against trains. I use them locally, and find them filthy ••• rarely on schedule. Some­times the lights aren't working, or there's no heat on the train. The Metroliner was better, but not that much better". 
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3. The image to non-users 

Since the Metroliner is a new development, it is relevant to inquire into the message that the public is receiving concerning it, through the media and hearsay. 

Most persons interviewed seemed to be aware, on some level, that something involving new high speed trains was taking place in the Northeast Corridor. In many cases little more than that was known, while many other respondents knew quite a bit about these trains. 

Non-users of the Metroliner who are relatively in­formed about it have an image that stresses speed, with a less salient "niceness" and comfort component, and sometimes a bit of cynicism about the project. 

Thus, the primary content of the message the public has received concerns speed. As might be expected, not many respondents were very certain of just how fast the trains would go, and what those speeds would do for elapsed travel time. The general impression seemed to be that a meaningful amount of time, what­ever that might be, is saved. 

More than just a few respondents also reported that the train was supposed to be "nice" and comfortable, and many of them simply assumed that this must be true since the trains are new. This image component was less often mentioned, and with less certainty, than speed. 

The cynicism about the project was evidenced in the extent to which the qualifier was used, ''supposed to be faster, supposed to be better". This qualifier 
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sometimes was used to indicate that the Metroliner and Turbotrain have not yet come up to their intended speed, a belief that comes from the news media. It also reflects a general cynicism about "projects", especially if the railroads, which are generally held in low esteem, are involved. 

4. Summary position 

While the image of the Metroliner and Turbotrain to non-users is not outstandingly favorable, many of these respondents expressed a desire to try the new trains. Undoubtedly, some of them were not serious about this,desire, and probably would not make much effort to change their routines. Others are simply reacting to a tendency to want to try anything new, simply because it is new. However, many respondents do appear genuinely desirous of trying the Metroliner to see if it satisfies them. A number of them said they had tried to use the Metroliner, but could not get tiCkets, and still more said they had planned to use it, but then heard that tickets were very diffi­cult to get. 

Most of those who have used the Metroliner are de­cidedly enthusiastic about it: 

"It,was quite convenient, a real nice train. Much different from what they used to have." 

"I wanted to see what it was all about, how much time it saved, the cost, is it worth it? On the New York run the difference is only 12 minutes, which is nothing. It's about 20 minutes, to Washington. It's a lot nicer, they tri,ed to make it like the inside of an airplane.• 
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"Having sour memories of train trips when I was a serviceman, the Metroliner made a heck of a dif­ference. First class-''airliner style, piped in music, comfortable seats." 

"I enjoyed it because it was quick •••• On the way back, the air conditioning was too high •••• A great trip, as far as convenience goes •••• The Metroliner lets you off right in 1:he city ••• but the Metroliner was great. A great trip the whole way. There is a bar and food in each car --very convenient." 

"My dad used it. He liked it very much. It was booked up when I tried to use it. It's great, it takes you right into the city." 

•on the Metroliner, it's just like being on the plane. (He cites the comfort and cleanliness.) I talked to the conductor." 

"It only took two and one-half hours. That was great. I was very refreshed on th•' train. The bar was right there. The service 1~as fantastic on there. r' had a delicious hot roasi: beef sandwich. The man was friendly, not cold, he asked me how I was enjoying the trip. They did seem concerned about my complaint about the air conditioner. There was nothing they could do, they said they would change it in the station.• 

These comments reveal a tendency to st.ress comfort, "nicenes,s ", and service at least as much as speed, although speed is central in the image of the non-user. 

Some who used the Metroliner were disappointed: 
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"I found it less than satisfactory. 
was not much different from walking 
aircraft. The meals were terrible, 
facilities were terrible. I didn't 
all, and I thought I would." 

Walking about 
about in an 
the sanitary 
enjoy it at 

"I've been on the new train once. It left me 
doubtful. It's a stop-gap thing. Thirty years 
ago the Congressional and the Senator were better 
trains than the Metroliner today." 

"I was looking forward to the Metroliner as my 
salvation, but it hasn't lived up to my expecta­
tions." 

"We tried that new high speed train, the Turbotrain. 
You save about one hour, but there's no club car, 
no dining car. A little snack bar, cafeteria 
style, It was clean, compared to other trains. 
I wouldn't go back on it." 

Many of the negative reactions seemed to stem in part 
from a feeling that the Metroliner and Turbotrain are 
simply not different enough or new enough. 

It seems almost certain that the Metroliner is most 
appealing to those persons who are already using the 
train. Next, when respondents compared it, either im­plicitly or explicitly, with other modes, it was usually 
with air travel. In other words, it appears to have 
been conceptualized by travelers as a potential alter­
native to flying, but not as a realistic alternative 
to the private automobile, in most cases. 
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VIII. REACTIONS TO THE FUTURE 

In some of the interviews that were conducted, several alter­nate potential developments in travel technology were intro­
duced to the respondents for discussion: faster "convention­al" trains, tracked air cushion vehicles, tube vehicles, ver­tical take off and landing airplanes and attendant airport dispersion, and automated highways. Other respondents were 
not exposed to these proposals in such a deliberate way, but were prompted to discuss what they believed and hoped the 
future would bring in the way of development of various 
travel modes. So in one way or another, most of the respon­dents were asked to consider the future of travel. 

This study has demonstrated the complexity of travel needs, desires, and attitudes. Some desires are powerful, yet 
vague and hazy, rather far removed from the area of logical decision making. The interactions among the factors affect­ing decisions are sometimes so taken for granted by travel­ers that they are scarcely aware of their existence. 

Given this complexity, it is hardly surprising that the re­
spondents in this study were seldom able to specify with any real conviction the travel system of the future that would best please them. Since they have never thought through their needs and desires, they found it difficult to judge how well some hypothetical development would meet 
those needs and desires. They take for granted the complex­ity of the current system, letting their routines and prior 
experience of satisfaction guide them through the interaction of cost and comfort and speed and fun and convenience, etc. An assessment of the total value of a travel development necessitates taking such complex interactions consciously 
into account, and most respondents simply found it too dif­ficult to do so when radical change's in some of the factors were proposed. Their reaction, often unspoken, to specific proposals that were presented seemed to be, "I'd have to 
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try it and see"; see for example, whether a 50 percent re­duction in travel time was worth facing a particular prob­lem of terminal access. 

So this study did not provide a very useful "vote" among the respondents on the specific travel developments they would most like to see occur. 

It did, however, in a more general way reveal their expec­tations and hopes regarding travel. The conclusions that seem justified are stated below. 

A. Awareness of the Problem 

In the public mind, travel within the Northeast 
Corridor has the status of a problem; that is, 
changes and improvements are seen as necessary. It is not a crisis, in the way that many people view environmental pollution or the crime rate 
as crises. Neither, however, is it an area of 
contentment with the current state of affairs. 

The residents of the Northeast Corridor who were 
interviewed seem to be very aware that they live 
in a megalopolis where problems due to congestion 
are serious and increasing. They relate many of the problems of travel to this congestion: 

- Traffic congestion on the highways. 

- Crowded terminals. 

- Traffic congestion on access routes to 
terminals. 

- Airplane delays due to congested air traffic. 
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How ever they may define their own particular 
difficulties, there is little doubt that the 
majority of the traveling public in the Northeast 
Corridor sees the travel system as being a prob­lem, and anticipates that the trouble will only 
increase if present trends are allowed to con­
tinue. The feeling is widespread that "something 
has to be done" • 

Some of the concern with travel as a problem area 
probably stems from feelings of national pride. 
Significant numbers of respondents spoke o.f the 
Japanese high speed trains, the attempts in 
Canada to upgrade rail passenger service, or the 
experiments by the French or other Europeans in 
such things as rubber wheels for trains. For the 
most part, these respondents spoke only of the success of these developments in other countries. 

Many seem to fear that the United States is fall­
ing behind in travel technology and systems, and 
are offended by this development. Even if the 
present travel system were seen as wholly satis­
factory, there would be support for programs of 
research and development, on the grounds of na­
tional pride. The feeling is that Americans 
should have a travel technology at least as advanced as anywhere else in the world. 

The feeling may result from an appreciation of 
this country's leading role in the history of 
travel technology. Americans are probably proud that the steamboat and airplane were invented 
here and that the automobile was more highly 
developed as an instrument of mass tra.nsporta­
tion here than anywhere else. While in other 
areas, such as medicine and the arts, America 
has not necessarily been foremost, it probably 
is viewed as the leader in transportation 
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B. 

c. 

technology. To lose this position would be a blow to the pride of some Americans, and part of their eagerness for new developments could result from this consideration. 

The Federal Government's Role 

Involvement by the Federal Government in the travel problems of the Northeast Corridor is welcome. It seems to be an entirely appropriate area for govern­ment effort and funds, and most of the respondents seemed pleased at the prospect of government involve­ment. 

Virtually no one raised any objection to government involvement. There was little, if any, feeling that the problems would better be left to "private enter­prise", or that government efforts would be ineffi­cient or wasteful, or that government funds would better be spent on other things. 

Action on Problems 

Aside from the matter of national pride, there is considerable belief that present travel modes are good enough, if we could just make them function better. That is, the solution of the problem of travel is seen as making the systef work better, rather that developing new forms o vehicles. 

In the view of many respondents, the problem of travel would be solved or greatly alleviated by accomplishing some or all of the following: 

- Eliminating traffic jams and parking shortages. 
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- Cleaning up trains, installing comfortable facilities, and making them run on schedule. 

Solving the problem of air traffic congestion, to bring air travel back to a reliable schedule. 

Making access to terminals easier, eliminating the uncertainty of timely access to terminals. 

As travelers define the problem, it is not an inadequacy in vehicle technology. Airplanes now offer all the speed that is necessary within the Northeast Corridor, and trains and buses could be entirely adequate for occasions when speed is less important or distance is shorter. All that is necessary is that these vehicles operate out of easily reached terminals, and always run on schedule, and are always clean and comfortable. Present automobiles are a good way to travel, if traffic congestion and park­ing problems could be reduced. 

Even on intercity trips, many travelers see the problems as occurring within cities: access to terminals and ter~ minal parking~ys at airports from local air traffic congestion, traffic jams within cities. The ~reatest concern is not with the methods of covering d~stance between cities, where travelers are relatively satisfied with the ran~e of alternatives they have, but with the stages of tr~ps that involve intracity movement and ter­minal arrivals and departures. 

Coupled with the view that present vehicle "hardware" is adequate is some disinclination to believe that vehicle technology by itself can solve the problems of travel. Many respondents seemed to believe that the development of new ways of moving between cities will simply bring new areas to be affected by congestion, 

- 147 -



D. 

poor management, and schedule unreliability. Some 
persons seem almost resigned to a view that travel 
will always be adversely affected by congestion, 
since new facilities will simply create new demand. 
Others are less resigned, but still feel that develop­
ing new vehicle technology is not the most direct 
attack on their problems, which most often occur 
within cities or around terminals. 

Many persons find it somewhat difficult to believe 
that the solution to their problems may be bound 
up with developing new modes and switching some 
patterns of mode usage. Their preference is for 
a direct attack on the problems of moving into, out 
of, and within the cities. 

Many respondents did appreciate that changing the 
patterns of mode usage, such as increased use of 
mass ground transportation, could alleviate some 
of their problems. And, of course, new travel 
modes are appreciated as improvements in their 
own right, offering greater quickness or comfort 
or convenience, which are welcomed. 

New Modes in the Future 

While new travel modes are not seen as the most 
direct attack on the eroblems of travel, their 
prospect is greeted w~th considerable enthusiasm. 
Even for people who believe new ways of moving be­
tween cities are not necessaX¥, improvements are 
exciting and always to be des~red. 

The discussion above pointed out that present prob­
lems are not seen as resulting from inadequacies 
in vehicle technology. At the same time, however, 
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when respondents visualized the future, they antici­
pated changes in some travel mo'des, in addition to 
the alleviation of present problems of intE~rci ty 
movement as part of a trip. 

In the first place, advanced vehicles that were 
faster or more comfortable would be desirable in 
their own right, even if the ptoblems of delays 
and access to terminals persisted. 

Second, some respondents readily believed that 
developing new travel modes could be related to 
solving present problems. For example, it seemed 
natural to respondents that new terminals would 
be part of a new form of high speed ground trans­
portation, and that terminal access could be built 
into the system since it would be all new and, by 
definition, a working system of ground transporta­
tion would solve some problems of air traffic and 
airports being so far from center cities. 

Third, national pride may demand advances in vehicle 
technology. Many Americans feel that, even apart 
from actual need, we should not allow ourselves to 
fall behind any other country in this area where we 
have been such great innovators. 

1. High speed ground transportation 

The feeling was widespread among respondents 
that the future of Northeast Corridor travel 
lies with the development of high speed ground 
modes. In their view, "This is the way it has 
to go". 
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It is impossible to say how much of this belief originated spontaneously with the public, and how much of it results from exposure to the opinions, widely reported, of travel experts. 

A.t any rate, many persons are convinced that, given the distances involved and the great demand resulting from the population concen­tration within the Corridor, no other mode could be as efficient as the High Speed Ground Transportation system: large vehicles carrying many people along guideways, rails, or tubes of some sort. 

The travelers' desire for development in this area was demonstrated in the frequent questions from respondents about the mono­rail. The publicity given monorails has had a great effect, and many people seem to be wondering why this mode has never been put into full-scale operation. A number of respondents remarked upon the absence of the monorail from the list of travel development that was presented to them, which included conventional steel tracked trains, tracked air cushion vehicles, and trains running in tubes. An overhead monorail seemed to strike some respondents as superior to these other systems. 

Interestingly, some respondents used the word "monorail", not to refer to a specific kind of track arrangement, but as a synonym for a fast, modernistic form of ground transporta­tion. Some of them seemed not to know that the word simply meant a vehicle using one rail instead of two. 
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There was little differential reaction to the specific alternatives that were presented to the respondents. Questions about safety were raised as respondents were asked to consider higher and higher speeds, and ques­tions relating to claustrophobic feelings in a tube vehicle did emerge. But these questions were clearly seen, for the most part, as rather small issues that would easily be re­solved; very few respondents felt that such things were serious arguments against these developments. 

In short, most respondents were unable to ex­press a preference for one or another of these alternate forms, but there was a tendency to believe that something along these lines offer­ed the greatest promise for the Northeast Corridor. 

In effect, the respondents were saying that 
comfortable High Speed Ground Transportation struck them as the best future development. 

If such a transportation system existed, would it be heavily utilized? The respondents tended to answer "yes", but such an easy answer should not be uncritically accepted. The discussion that took place in the interviews does seem to support the viability of the High Speed Ground Transpor-· tation concept, however. 

Sometimes explicitly, but more often implicitly throughout the interview, the respondents re­vealed the conditions that would further the acceptance of public ground transportation be­tween cities: 
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- The vehicles should be considerably faster 
than the present train concept. Switching 
from air travel will certainly be facilitated 
if total travel times are "comparable". 
Travelers readily accept the proposition that, 
because of terminal locations, vehicles need 
not move as fast as airplanes to offer com­
parable times from actual origin to actual 
destination. In fact, given the relatively 
short distances in the Northeast Corridor, 
even if the total travel time by High Speed 
Ground Transportation is longer, perhaps by 
as much as 50 or 100 percent, that may only 
represent an hour or two, and such times may 
be "comparable", so that a mode choice would 
be made on a basis other than time. It ap­
pears that speeds over 300 mph are not abso­
lutely necessary to make ground transportation 
competitive. 

- The High Speed Ground Transportation should 
offer seating comfort, temperature control, 
and ride-smoothness that are approximately 
equal to that of air travel. The ground 
system can offer a major advantage over air 
travel rn-this area: passengers can walk 
around, and not be so confined to a seat. 
Appreciation of this factor would be facili­
tated by giving them somewhere to walk to, 
such as lounges or observation platforms. 

- In addition to physical comfort, the pas­
sengers should feel welcome, from the 
service and courtesy provided by personnel, 
both in the terminals or on the vehicles. 
Outstanding personal attention is probably 
not a necessary requirement, but the absence 

- 152 -

of discourtesy and gruff trea tmeni: is. In 
other words, perhaps all that is !1ecessary 
is that travelers not feel unwelcome. 

- Something should be done to make i:he 
management of luggage easier than it now 
is on trains. Perhaps a "luggage room" 
on each car, where passengers placed 
their suitcases themselves, would suffice 
if some way of eliminating theft could be 
devised. 

- Schedules must be reliable. Late departures 
and arrivals must be minimized. 

- By distinguishing the High Speed Ground Trans­
portation system from present-day trains in every 
way possible-- system concept (e.g., Tracked 
Air Cushion, monorail, or tubed vehicle systems), 
management organization, personnel titles, per­
sonnel uniforms, etc. -- early acc:eptance should 
be advanced. In this way, negative attitudes 
toward present trains, especially commuter trains, 
should not transfer over so easily. 

- The respondents assumed that in such a new 
development the problems of terminal access 
would be taken into account. Cer1:ainly 
usage of the mode would suffer if streets 
leading to it were blocked b~ traffic, and 
parking was inadequate, and no efficient 
local transportation system served it. 

One other characteristic of high speed ground 
transportation would undoubtedly be very impor­
tant, but cannot be settled as easily as the 
factors above: ~· 
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To increase non-business usage, the price of fares should be kept as low as possible, even if some reduction in comfort and luxury is necessary. However, the cost would probably never be brought low enough to compete with the private automobile for family travel (to say nothing of the other advantages of family travel by car) • 

For business travel, decreasing comfort, luxury, or service to keep costs down would deter usage. Business travelers will prob­ably continue to fly, as long as they could use ~ time saving as a rationalization for it, if flying continues to be the "nic­est" way to travel. 

To complicate the issue, creating two sharply different classes of service on the high speed system is probably not a complete answer. Many business travelers who now fly do so in large part for the luxury, status, and feelings of self-importance that it brings, but they need the time saving as a rational­ization. The relatively high extent of tourist class air travel usage is a major bit of evidence that many business travelers would not pay a great deal more for increased luxury as long as the time is exactly the same, how ever they may value luxury and ser­vice. One attempt to resolve this issue would be to provide and charge for a moderate amount of comfort and personal service, per­haps comparable to the present Metroliners, but offering high speed. To do so would be to concentrate the appeal toward the more utilitarian-minded business travelers, non­business travelers alone or without children, and those taking shorter trips, perhaps up to 300 or 400 miles, where the presumably superior 
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"niceness" of air travel was less consequential because of the short duration. The goal would be to strike a "happy medium", and switch some travelers from airplanes and some from automobiles. 

Another strategy would be to provide two modes, one aimed at business travelers and the least cost-conscious of the non-business travelers, and the other aimed at cost-conscious non-busi­ness travelers. The former would be competing primarily with air travel, and should be luxu­rious, elegant, with a high standard of personal service, and should be comparably expensive. Some form of High Speed Ground Transportation could meet these goals. In fact, given the possible spacious­ness of the vehicles, with lounges, television, observation platforms, etc., so that travelers can walk about and have somewhere to go, the system could surpass airplanes by a great margin in the areas of luxury and status. If portal~to~ portal travel times were comparable, such a mode could attract a great deal of business usage away from air travel in the Northeast Corridor. 

The second mode would be an attempt to switch some automobile users. It should be kept in­expensive, and should provide as much "free­dom" as possible. Bus-like vehicles leaving from many terminals, not on a strict timetable but rather as the air shuttle now operates, might be the most promising approach. Reasonable comfort could be provided at relatively low cost, and with smaller vehicles, very frequent departures might be possible. It should be clear, however, that switching large numbers of automobile users will be very difficult. 
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2. 

How ever specific issues are resolved, the 
feeling of most respondents was that high 
speed ground transportation is the way of 
the future, and a careful consideration of 
their travel needs and desires seems to bear 
them out. 

Vertical takeoff and landing airplanes 

Few respondents were convinced that vertical 
takeoff and landing airplanes offered any 
real solution to the travel problem in the 
Northeast Corridor. The proposition that this 
development would make possible airports closer 
to center city and multiple airports serving 
a city, and that this would eliminate air 
traffic problems and problems of airport access, 
aroused reactions ranging primarily from indif­
ference to disbelief. Only a very few respond­
ents saw this as a truly worthwhile development 
for the Northeast Corridor. 

The position assumed by many respondents was 
that the alleviation of air and ground traffic 
that would come from airport dispersion would 
be temporary at best, that with these new 
facilities would come increased demand, bring­
ing the traffic problem back again. Implicit 
in their thinking seemed to be a feeling that 
air travel is inherently more easily saturated 
than ground travel. 

Few raised any problems concerning riding on a 
vertical takeoff airplane, but the idea of air­
ports in densely populated areas led to predic­
tions that the concept was unworkable because of 
noise and safety considerations. 
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E. 

3. The automated highway 

The automated highway was viewed, in a sense, as 
something apart from the problehs of travel, which 
have to do w1th terminals and t ings that occur 
within cities, rather than between cities. The 
automated highway would perhaps be an improvement 
most, but not all, respondents approved of the 
idea -- but it would not solve currently pressing 
difficulties. 

Many respondents simply found it hard to believe 
that an automated highway could be brought about 
in anything but a remote future. · 

The Travel System of the Future 

Despite great differences among the respondents and the 
vagueness and uncertainty of many of them, it is possi­
ble to state a "consensus" of their desires and expect­
ations, for the future of travel. Most of them seemed 
to believe in a three-part system, consisting of air 
travel, high speed ground travel, and private automobiles. 

Air Travel 

For business travel and non-family travel where public 
transportation is indicated, air travel will remain 
predominant when the distances are such that ground 
transportation would require "a long time". Certainly, 
what constitutes a long time varies from one individual 
to another, but it is probably on the order of no more 
than three to four hours for the majority. 
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High Speed Ground Transportation 

High speed ground transportation, of the type dis­
cussed above, would probably be preferred over air 
travel for trips of up to three or four hours, portal­
to-portal. Obviously, the faster the ground travel, 
the greater the distance at which it would compete 
with air travel. Whatever the speed, whether 200 or 
500 mph, travelers see a place for it in their travel 
system of the future. 

The Private Automobile 

Whatever other changes are invoked, most persons would 
find it difficult to visualize a future system that 
had no private automobiles. Its economy for large 
family travel, its ability to go anywhere at any time 
and its combination of intercity with local transpor­
tation so no "transfers" are required, mean that most 
people believe there will always be an important place 
for it. 
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IX. THE STATISTICAL ANALYSES 

This chapter presents the results of the statistical analy­
ses of the structured interview data collected from 256 
respondents. It was not planned as a sample survey, which 
would have required a-rarger number of respondents and a 
probability sampling met~od, instead of the quota sampling 
technique that was used. 

This stage was planned as a supplement to the depth interviews 
that preceded it. Specifically, it provided an additional 
means for examining the interactions among the variables that 
seemed to affect travel, and the d1fferences among travelers. 
It was exploratory, in the same way that the depth interviews 
were: attempting to locate meaningful dimensions and hypoth­
eses, rather than to document and quantify them i.n absolute 
terms. 

The questionnaire and the analyses were designed to serve 
these exploratory goals. The results to be reported are not 
regarded as tests of the hypotheses and findings reported in 
previous chapters; the statistical data do not supersede the 
depth interview material. 

Because of the nature of the sample and questionnaire, the 
mere tabulations of single items are of little concern, and 
are not presented. Rather, it is the relationship among vari­
ables that is under examination. 
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A. Trip Type and Mode 

The respondents reported the total number of business trips and non-business trips they had made within the 
Northeast Corridor during the past 12 months, and some 
aspects of the circumstances of each trip. In Tables 1 and 2, are shown the total number of trips of each "type" and the percentage, within each type, made by each of the four modes. 

The numbers of trips of each type that are shown in the tables are of no value in themselves, since they do not come from a sample that is truly representative of all travelers. They were reported simply as a basis on 
which to judge the reliability of the percentages re­ported. 
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Table 1 

Business Trips, by Type of Trip 

One-Way Distance 

80-149 miles 
150-249 miles 
:;.:so or more miles 

Number of Nights 
Away 

None 
One 
Two or more 

Number of Places 
with Business 

One 
Two or three 
Four or more 

Number of Companions 

None 
One 
Two or more 

Destination 

Major center city 
Suburb 
Other 

Number 
of 

Trips 

770 
504 
262 

427 
324 
785 

756 
274 
506 

1,153 
260 
123 

1,267 
66 

203 
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Auto 

52.7 
38.9 
18.3 

39.1 
53.7 
39.4 

35.2 
48.5 
49.6 

40.0 
59.6 
27.6 

36.7 
77.3 
66.0 

Percent Made by: 
Bus Train 

5.2 38.4 
4.8 12.5 
2.3 17.9 

6.6 
1.5 
4.7 

6.3 
3.6 
2.4 

5.1 
4.2 

4.6 
6.1 
3.9 

31.4 
27.5 
23.3 

29.2 
13.1 
29.4 

31.3 
9.6 

16.3 

31.6 
4.5 
1.0 

Plane 

3.6 
43.8 
61.5 

23.0 
17.3 
32.6 

29.2 
34.7 
18.6 

23.6 
26.5 
56.1 

27.1 
12.1 
29.1 



Table 2 

Non-Business Trips, by Type of Trip 

One-Way Distance 

80-149 miles 
150-249 miles 
250 or more miles 

Number of Nights 
Away 

None 
One 
Two or more 

Number of Overnight 
Sites 

One 
•rwo or more 

Number of Companions 

None 
One 
Two or more 

Destination 

Major city 
Suburb 
Other 

Number 
of 

Trips 

503 
364 
216 

178 
162 
743 

728 
174 

183 
440 
460 

787 
180 
116 
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~ 

74.4 
56.0 
57.9 

70.2 
63.6 
63.9 

59.8 
84.5 

25.7 
67.5 
78.0 

63.3 
73.9 
62.1 

Percent Made by: 

~ Train 

8.5 
13.7 
10.1 

7.9 
8.6 

11.7 

12.4 
6.9 

25.7 
8.4 
6.7 

10.3 
5.0 

21.6 

16.1 
15.7 
14.4 

19.7 
21.0 
13.5 

17.7 
3.4 

35.0 
12.5 
10.9 

16.5 
18.3 
5.2 

~ 

1.0 
14.6 
17.6 

2.2 
6.8 

10.9 

10.2 
5.2 

13.7 
11.6 

4.3 

9.9 
2.8 

11.2 

Business Trips 

Table 1 shows that business trips were: 

Less often made by automobile as distance in­creases. 

More often made by airplane as distance in­creases. 

More likely to be made by train when they are short in distance. 

More likely to be made by automobile when one night is to be spent away from home than when no nights, on the one hand, and several nights, on the other hand, are involved. (The falling­off with longer duration may be due to these 
trips tending to have longer distance, as well.) 

More likely to be made by air when several nights away are involved. (See parenthetical note just above.) 

More likely to be made by bus or train if they are one-day trips. 

More likely to be made by automobile when 1:here is more than one place at which to conduct business. 
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Most likely to be made by air when 3 or more peo­
ple traveled together, on which circumstances 
they were least likely to be made by automobile. 
('rhe latter result could have come about because 
so much automobile business travel is done by 
salesmen, who certainly tend to travel alone, but 
who select the automobile for reasons other than 
their solitary travel.) 

Less likely to be made by automobile when the 
destination is a large center city. 

More likely to be made by train when the destina­
tion is a large center city 

Non-Business Trips 

Table 2 shows that non-business trips were: 

Less often made by automobile as distance increases. 

More often made by airplane as distance increases. 

More often made by plane as duration increases. 
(This result could occur because trips of longer 
duration may have also tended to be of longer 
distance.) 

- 164 -

Less often made by public transportation when 
nights were spent in different places. 

More likely to be made by automobile when several 
people traveled together. 

Less often made by air when several people traveled 
together. 

Less often made by air when the destination was 
a suburb rather than center city. 

Conclusions 

In most important respects, these findings agree with 
those reported elsewhere that derived from the depth 
interviewing. Where they do not, which is primarily 
in the area of trip duration, it seems likely that the 
result comes about because trips of longer duration may 
also be of longer distance, thus confounding two poten­
tially important variables. With more respondents, a 
full-scale survey could isolate the factors of trip char­
acteristics, making comparisons about one characteristic 
while controlling the others. 
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B. Trip Type and Features Desired 

The major part of the questionnaire was concerned with the travel desires of respondents. Seventy-five state­ments were written, each one expressing a travel desire or attitude that was suggested from the earlier depth interviewing. Each statement was reproduced on a card, and the respondents were given the 75 cards and asked to sort them into nine groups. One extreme group in­cluded those things that were most important to the respon­dent, the other extreme group included those things that were least important, and the other seven groups covered the range in between. The number of statements in each group approximated the normal distribution, with the lar­gest number of statements in the middle group and the smallest numbers in the extreme groups. 

The depth interviewing had demonstrated that business travel often involved different considerations from non­business travel, so separate sorts of the 75 statements were made for these two kinds of trips, which meant that some respondents sorted the cards twice. 

Scores ranging from one to nine were assigned to the groups, so that each statement received a score for each respondent. The mean scores for the business travel sort are presented in Table 3, and the means for the non­business travel sort are shown in Table 4. Since the statements sorted as most important were scored "one" and the statements judged least important were scored "nine", the lower the mean the more important the state­ment was judged to be. 

- 166 -

Tables 3 and 4 are not highly useful for comparing statements with one another. The statements were pro­duced to study differences among respondents, not gen­eral tendencies across respondents to desire one char­acteristic more than another. Consequently, the state­ments were intended to reflect very small differences in emphasis and focus; many different statements are concerned with the same basic desire. In this context, any given statement could be ranked low, not because the basic desire was unimportant, but because respon­dents chose a different version of the basic desire to rank high. 

The statements were intended to study differences among travelers, and the very characteristics that make them suitable for that goal reduce their usefulness for gen­eralizing about the relative strength of different de­sires across travelers. Tables 1 and 2 show that the range of means is rather narrow, with most statements having means very near the mid-point of the scale, which is five. 

The absence of statements with means near one or nine indicates that there was little agreement among the respondents as to which statements were very important or very unimportant. Further, the standard devia1:ion (not shown) of each statement's assignments tended to be large, usually between one and one-half and two scale points, which also indicates that the statements were placed in quite different groups by different respondents. 
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Such a pattern of responses leaves open the possibility 
that there exist groups of respondents who did sort 
the statements similarly, with differences existing 
betwe'en groups. It was precisely to examine this pos­
sibility, that travelers are segmented according to 
their desires, that the statements were produced and 
included in the questionnaire, and the Q-factor analy­
ses that are reported in a later section were under­
taken. 

In short, while differences among the statements are 
not highly.meaningful, differences among groups of re­
spondents may be. Tables 3 and 4 permit a comparison 
of business travel with non-business travel, and within 
that division, a comparison of travelers whose trips 
have different characteristics. 

The difference between business and non-business travel 
was studied by requiring separate sorts of the 75 state­
ments. Sorting the cards even twice was a large task 
for the respondents, so the other factors presented were 
studied in a less direct manner. Respondents reported 
all their business trips and non-business trips within 
the Northeast Corridor in the past 12 months, and described 
each trip according to certain characteristics. For each trip characteristic, then, those respondents for whom half or more of all trips were of that particular type were 
grouped. Thus,within Tables 1 and 2, the travel desires 
of respondents who tend to make different kinds of trips 
are compared. 
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Total 

8. Having a comfortable tem­
perature in the vehicle 4.2 

9. Feeling I was safe .from 
accl.dents 3. 8 

10. Feeling I was safe from 
personal assault 4.7 

ll. Being able to leave 
later or get back sooner 
because of the speed of 
the travel 4. 3 

12. Being able to get the 
travel over with sooner, 
because of the speed of 
the travel 4.2 

13. Being able to spend more 
time at my destination 
because of the speed of 
the travel 4. 2 

14. Being able to take more 
one or two-day trips, be­
cause the speed of the 
travel itself doesn't use 
up so much time 4.7 

15. Spending as little money 
as possible 5.4 

16. Knowing I was getting 
the best bargain in 
travel, considering cost 

Total 

and what you get for it 4.8 
17. Having everything clean 

around me on the vehicle 4.4 
18. Being offered things to 

entertain me or help pass 
the time 6. 0 

19. Having luxurious or 
"rich" surroundings on 
the vehicle that would 
make me feel I was in 
something "special" 6.8 

20. Knowing everything about 
the vehicle \vas moC:ern 
and up-to-date 4.7 

21. Having a good view of 
interesting things out 
the ~Iindow 

22. Being able to meet and 
talk to people 

23. Being sure of sitting 
with the people travel­
ing with me 

6. 0 

5.5 

5.2 

Table 3 (Continued) 
Business Travelers for Whom 

Half or More of Business Trils 
Places No. o 

No. Nights with Busi- Com-

Were: 
One-Way 
Distance 

250 
Away nesses panions Destination 2 4 1 80- or or or or Major Sub-149 More 0 More 1 More _0_ More City urb Other 

3.7 4.7 3.8 4.5 4.1 4.3 4.1 4.3 4.3 4.5 3.2 

3.7 3.9 3.7 4.0 3.8 3.8 3.8 3.9 3.8 4.2 3.6 

4.2 5.4 4.8 4.7 4.7 4.6 4.7 4.5 4.8 4.3 3.6 

4.4 4.3 4.1 4.4 4.1 4.2 4.3 4.4 4.3 3.7 4.2 

4.2 4.1 3.9 4.3 4.3 4.3 4.3 4.l 4.2 5.2 3.6 

4.7 4.1 4.4 4.3 4.2 4.1 4.1 4.4 4.0 4.8 5.4 

4.9 4.5 4.7 4.8 4.7 4.8 4.7 4.4 4.7 4.0 5.0 

5.4 5.5 5.5 5.2 5.5 5.2 5.2 6.0 5.5 4.9 5. 8 

(Continued) 

Table 3 (Continued) 

Business Travelers for Whom 
Half or More of Business Trips Were: 

Places No. of 
No.Nights with Busi- Com-One-way 

Distance 
250 

Away panions Destination 
1 80- or or or or Major Sub-149 More 0 More _1_ ~ore _o_ More City urb Other 

4.5 5.0 4.4 4.8 4.7 4.8 4.8 4.8 4.9 4.0 5.2 

4.0 4.2 4.3 4.5 4.2 4.8 4.5 4.1 4.4 4.6 4.1 

6.5 5.5 6.7 5.8 6.2 5.8 6.1 6.0 5.9 7.0 6.2 

6.5 6.6 6.9 6.8 6.8 6.9 6.9 6.7 6.9 6.6 6.7 

4.7 4.5 4.6 4.7 4.5 5.1 4.8 4.5 4.7 4.3 3.8 

6.1 5.9 6.6 5.7 5.7 6.2 6.0 5.8 6.0 6.8 6.0 

5.3 5.1 5.4 5.3 5.6 5.7 5.6 5.3 5.5 5.0 5.8 

5.2 5.3 5.1 5.3 5.4 5.1 5.4 4.9 5.2 5.0 5.6 

(Continued) 



Table 3 (Continued) 

Business Travelers for Whom 
-Half or More of Business TriEs Were: 

Places No. of 
One-Way No.Nights with Busi- com-
Distance Awa~ nesses Eanions Destination 250 4 1 

80- or or or or Major Sub-Total 149 ~ _o_ More 1 More 0 More city urb Other ----- -----
24. Having privacy with my 

traveling companions s.8 6.0 5.8 6.4 5.6 5.8 5.8 6.1 5.2 5.9 5.3 6.3 
25. Having privacy to 

be alone 5.9 6.0 r ' " ... 6.5 5.7 5.9 5.9 5.7 6.2 6.0 4.9 6.0 
.... 26. Not havin9 to .... "dress up" or N 

worry about 
appearances 6.2 6.2 6.2 6.1 6.1 6.1 6.3 6.1 6.6 6.4 6.0 5.6 

27. Not feeling "out of 
place" 6.2 6.0 6.2 6.5 6.1 6.3 6.1 6.1 6.2 6.2 6.0 6.3 

28. Using a travel 
method that more 
respectable people 
use 6.4 6.3 6.4 6.7 6.2 6.4 6.5 6.4 6.4 6.4 5.5 6.9 

29. Using a travel 
method that more 
important or wealth-
ier people use 6.9 6.9 6.9 7.2 6.8 7.0 7.0 7.2 6.4 7.0 6.6 6.5 

30. Being treated with 
courtesy 4.1 4.1 4.3 3.9 4.3 4.2 3.8 4.0 4.6 4.2 4.0 3.6 

(Continued) 

Table 3 (Continued) 

Business Travelers for Whom 
Half or More of Business TriEs Were: 

Places No. of One-Way No.Nights with Busi- Com-Distance AWaY. Destination 250 2 
80- or or or or Major Sub-Total 149 More 0 More 1 More 0 More City urb Other ---- -----

31. Being treated with 
respect 4.5 4.4 4.8 4.2 4.7 4.6 4.9 4.5 4.7 4.6 4.5 3.7 

32. Being made to feel 
welcome 5.1 5.0 5.0 5.0 5.1 5.2 5.0 5.1 5.1 5.0 5.5 5.3 

.... 33. Being made to feel .... like someone .... 
important 6.4 5.9 6.4 6.5 6.2 6.5 6.6 6.5 6.3 6.4 6.1 6.5 

34. Getting 11 extra ser-
vicen, catering to 
my needs and wants 5.6 5.7 5.4 5,7 5.6 5.8 5.4 5.7 5.5 5.5 6.0 5.7 

35. Having good food 
and drink avail-
able 4.7 4.4 4.8 4.8 4.6 4.7 4.5 4.7 4. 4 4.6 4.9 4.8 

36. Not having to 
make any stops 
once I get going 4.6 4.8 4.3 4.4 4.6 4.5 4.6 4.6 4.5 4.5 4.6 4.8 

37. Never having any 
unanticipated delays 4.1 3.6 4.1 3,6 4.2 4.0 4 .1 4.2 3.8 4. 0 4.2 4.2 

(Continued) 



Table 3 (Continued) 

Business Travelers for Whom 
Half or More of Business Tries Were: 

Places No. of One-Way No.Nights with Busi- Com-Distance Away nesses panions Destination 250 2 4 
80- or or or or Major Sub-~ 149 ~-0-~ 1 More 0 More City ~~ 38. Never having to wait 

for anything 4.7 4.9 4.9 4.7 4.7 4.5 4.7 4.7 A ~ 4.7 'io/ 3.7 5.3 39. Being able to interrupt 
the trip anytime I 
want to 5.7 5.4 5.4 5.7 5.4 5.6 .... 5.7 5.7 5.7 5.8 5.2 4.6 -.1 40. Not having to move .... 
by a time table 4.9 5.9 5.6 5.4 4.8 4.9 4.8 4.9 4.9 5.0 4.4 4.9 41. Having some way to 
move around locally 
once I get to my 
destination 4.2 4.1 4.3 3.9 4.4 4.0 4 .6 4.2 4.2 4.1 4.7 3.9 42. Being able to bring 
as much luggage or 
gear as I want 5.3 5.3 5.5 5.5 5.1 5.2 5.2 5.2 5.8 5.4 5.9 4.7 43. Being able to go 
right to the door 
of my ultimate 
destination without 
changing vehicles 
or making connec-
tions 4.6 4.8 4.5 4.7 4.6 4.6 4.6 4.5 4.9 4.6 4.9 4.5 

(Continued) 

Table 3 (continued) 

Business Travelers for Whom 
Half or More of Business Trips Were: 

Places No. 0 
One-Way No.Nights with Busi- Com-
Distance Away nesses panions Destination 

250 2 4 1 
80- or or or or Major Sub-

Total 149 More 0 More 1 More 0 More City urb Other ------- -----
44. Not having to pack 

my luggage very 
carefully 6.1 6.0 6.0 6.2 6.0 5.9 6.0 6.0 6.1 6.2 5.8 5.6 

45. Not having to make 
any ticket reserva-

.... tions in advance 4.6 5.0 5.1 5.0 4.7 4.7 4.4 4.5 5.1 4.7 4.9 4.6 -.1 
U1 

46. Not having to to go 
any kind of station 
or terminal 6.0 6.0 6.3 5.9 6.0 6.0 6.0 5.9 6.2 6.0 5.8 6.5 

47. Having a terminal 
very near my home 
or place of business 4.9 5.0 4.8 4.3 5.2 5.0 5.1 4.7 5.3 4.7 4.9 5.7 

48. Having a terminal 
very near my 
ultimate destination 4.4 4.8 4.5 4.1 4.5 4.4 4.3 4.2 4.6 4.2 4.9 4.9 

49. Having a terminal with 
good parking facilities 5.1 4.9 5.2 4.9 5.3 4.9 5.5 5. 3 4.7 5.0 5.2 4.5 

50. Having everything clean 
around me in t:he 
terminal 4.8 4 ._8 4.8 4.7 4.8 4.6 5.2 5.0 4.4 4.8 5,5 4.6 



Table 3 (Continued) 

Business Travelers for Whom 
Half or More of Business TriEs were: 

Places No. of 
One-Way No.Nights with Busi- Com-
Distance Awai2 nesses panions Destination 

250 4 
80- or or or or Major Sub-

Total 149 More 0 More 1 More 0 More city urb Other ------- ----- -----
51. Having luxurious or 

"rich" surroundings 
in the terminal that 
would make me feel 
I was some place 
"special" 6.8 6.8 6.3 6.9 6.7 6.8 6.9 7.0 6.3 6.8 6.9 6.4 ... 

...a 52. Being completely "' familiar with the 
system so I don't 
have to find out 
about such things 
as schedules, loca-
tions, luggage han-
dling, etc. 4.6 4.8 4.4 4.6 4.6 4.5 4.7 4.7 4.4 4.6 4.8 4.7 

53. Not having to ask 
anybody for direc-
tions or information 5.7 5.6 5.3 5.5 5.8 5.7 5.8 5.7 5.6 5.8 5.2 5.6 

54. Being able to get 
information easily 4.3 4.3 4.2 4.1 4.3 4.5 3.9 4.4 4.2 4.3 4.4 4.2 

55. Being able to relax 3.8 3.6 3.7 3.7 3.8 3.8 3.7 3.7 4.0 3.7 3.6 4.2 

56. Being able to nap or 
doze 5.1 5.5 5.0 5.9 5.1 5.2 4.6 5.2 5.1 5.0 5.8 5.8 

(Continued) 

Table 3 (continued) 

Business Travelers for Whom 
Half or More of Business TriEs Were: 

Places No. of 
One-Way No.Nights with Busi- Com-Distance Away nesses Eanions Destination 250 2 1 80- or or or or Major Sub-Total 149 More 0 More 1 More 0 More City urb Other ---- -----

57. Being able to write 
or work 4.8 5.5 4.5 5.3 4.7 4.8 4.7 4. 9 4.5 4.6 5.9 5.9 

58. Having a change from 
my normal means of 
local transportation ... at home 

-.J 6.2 6.2 6.0 6.5 6.1 6.3 6.2 6.1 6.3 6.2 5.9 7.7 -.J 
59. Not feeling closed in 5.3 5.1 5.3 5.4 5.4 5.3 5.4 5.2 5.4 5.3 4.8 5.4 
60. Being able to see the 

person controlling the 
vehicle 7.2 7.2 7.1 7.2 7.0 7.1 7.2 7.2 7.1 7.2 7.0 6.7 

61. Having the enjoyment 
of driving the vehicle 
myself 6.5 6.3 6.4 6.9 6.1 6.3 6.3 6.5 6.5 6.7 6.3 4.9 

62. Never having any prob-
lem with parking 4.7 4.5 4.3 4.2 4.8 4.9 4.3 4.7 4.7 4.6 s.o 5.4 

63. Knowing, before I 
start the trip, 
exactly how I will 
accomplish each 
stage of it 4.5 4. 3 4. 9 3.9 4.4 4.6 4.1 4.4 4.6 4. 5 4. 7 3.7 

(Continued) 



Table 3 (continued) 

Business Travelers for Whom 
Half or More of Business TriEs Were: 

Places No. of One-Way No.Nights with BUsi- Com-Distance Awal nesses 12anions Destination 250 2 4 1 80- or or or or Major Sub-Total 149 More 0 More 1 More 0 More Cit:L urb Other ----- -----64. Having the trip under 
!!!Z control 5.3 5.4 5.3 5.8 5.1 5.5 5.1 5.3 5.3 5.5 4.1 4.4 

65. Not having to load 
and unload my own 
luggage 4.6 4.8 4.7 4.5 4.6 4.7 4.7 4.7 4.4 4.6 4.3 5.1 ..... ... 66. Enjo;Ling the experi-Cl) 

ence of the travel 
itself 5.2 5.0 4.7 5.2 5.2 5.2 5.3 5.3 5.0 5.3 5.4 4.8 

67. Not having to worry 
about any details 4.6 4.7 4.8 4.5 4.6 4.8 4.3 4.6 4.6 4.6 4.2 4.9 

68. Being able to get to 
terminals quickly 4.0 4.1 4.1 3.8 4.2 3.7 4.3 3.9 4.2 3.9 4.0 4.1 

69. Having a quiet, noise-
free ride 4.4 4.4 4.6 4.5 4.4 4.5 4.1 4.3 4.5 4.3 4.7 4.9 

70. Not having to wait in 
line to buy tickets or 
check in 4.0 4.2 4.3 3.4 4.2 3.9 3.9 4.0 4.2 4.1 3.8 4.0 

71. Having very reasonably 
priced or free food and 
drink availa~le 5.3 5.1 5.7 4.9 5.4 5.3 5.3 5.3 5.6 5.3 5.9 5.6 

(Continued) 
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Table 3 (continued) 

Business Travelers for Whom 
Half or More of Business TriEs Were: 

Places No. of One-Way No.Nights with Busi- Com-Distance Away 12anions Destination 250 1 
80- or or or or Major Sub-Total 149 More 0 More 1 More 0 More City urb Other ----- -----

72. Knowing everything 
about the terminal 
was modern and up-
to-date 5.6 5.8 5.1 5.7 5.6 5.9 5.4 5.7 5.4 5.6 6.4 4.8 

73. Not having to walk ,_. great distances to .... get to vehicles, "' boarding areas, 
parking areas, etc. 4.1 5.1 4.2 3.9 4.3 4.0 4.5 4. 0 4.6 4.2 4.4 3.3 

74. Being able to get 
to terminals with 

4.1 4.3 
no inconvenience 4.1 4.4 4.1 4.1 4.2 4.0 4.5 4.1 4.2 4.0 

75. Feeling very much 
"at horne 11 and 
relaxed 4.7 4.8 4.5 4.9 4.4 4.6 4. 8 4.7 4.6 4.6 5.1 4.4 
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Table 4 
Mean Assignments of the 75 Statements for Non-Business Travel, 

by Propensity to Take Different Kinds of Trips 

Number of respondents 

Total 

194 

1. Being able to leave and 
come back almost exact­
ly when I wanted to 

2. Being confident that I 
would not be later than 
my planned;'.time of 

3.2 

arrival 4.7 
3. Having a comfortable 

seat 3.4 
4. Having plenty of leg 

room 4.2 
5. Being able to "stretch 

my legs" when I want to 4.2 
6. Having a smooth ride 

with no bumping or 
vibration 4.6 

7. Not sitting shoulder­
to-shoulder with some-
one else 5.1 

B. Having a comfortable 
temperature in the 
vehicle 

9. Feeling I was safe 
from accidents 

10. Feeling I was safe 

4.1 

3.8 

from personal assault 4.6 
11. Being able to leave 

later or get back sooner, 
because of the speed of 
travel 4.6 

12. Being able to get the 
travel over with sooner, 
because of the speed of 
travel 5.0 

13. Being able to spend more 
time at my destination, 
because of the speed of 
travel 4.2 

14. Being able to take more 
one or two day trips, 
because the speed of the 
travel itself doesn't 
use up so much time 5.0 

~s. Spending as ~ittLe 
manGy as posrlo~e 4.7 

Non-Business Travelers for Whom 
Half or More Non-Business Trips Were: 

One-way 
Distance 

25o 

No. Nights 
Away 

80-
.!..12.. 

or 
More 0 

2 
or 
~ 

Overnight No. of 
Sites Companions 

2 

1 
or 

More 0 
or 

More 

Destination 

Major Sub­
City urb 

80 48 32 148 176 21 30 165 '146 34 

3.1 3.6 3.1 3.2 3.3 3.9 3.0 3.3 3.4 3.0 

4.7 5.0 4.7 4.8 4.8 3.8 4.1 4.8 4.8 4.7 

3.4 3.4 3.3 3.4 3.4 3.4 3.3 3.4 3.4 3.5 

4.3 4.3 4.1 4.3 4.2 4.1 4.1 4.3 4.2 4.4 

4.2 4.3 4.2 4.2 4.2 4.4 4.1 4.2 4.2 4.1 

4.6 4.7 4.8 4.6 4.5 5.1 4.0 4.7 4.5 4.9 

5.4 5.3 5.3 5.1 5.1 5.6 4.6 5.2 5.1 5.0 

(Continued) 

Table 4 (Continued) 

Non-Business Travelers for Whom 
Half or More Non-Business Trips Were: 

No. Nights overnight 

19 

3.3 

4.6 

2.8 

4.5 

4.3 

4.4 

5.4 

One-way 
Distance 

250 
Away Sites 

No. of 
Companions 

1 
Destination 2 2 

80-
149 

or 
~_o_ 

or 
More 

4.0 4.3 4.0 4.1 

3.9 3.4 3.8 3.8 

4.6 4.3 4.2 4.6 

4.5 4.8 4.8 4.6 

5.0 5.2 5.0 5.0 

4.4 4.0 4.4 4.2 

5.0 4.9 4.9 5.1 

s.o 4 7 4.8 4.7 

or 
1 More 

4.1 4.1 

3.8 4.5 

4.5 5.4 

4.6 4.5 

5.0 5.5 

4.2 4.4 

5.0 4.9 

4. 6 5. 6 

0 

3.9 

4.0 

4.7 

4.2 

4.9 

4.3 

5.0 

4.2 

Major Sub-or 
More City urb Other 

4.2 4.1 4.7 3.5 

3.8 . 3.9 4.0 2.7 

4.6 4.5 5.2 3.9 

4.6 4.6 4.9 4.2 

5.0 5.1 4.9 4.3 

4.2 4.3 4.2 4.3 

5.0 5.1 5.0 4. 5 

Lf q 4.C.. 

(Continued) 
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16. Knowing I was getting 
the best bargain in 
travel, considering 
cost and what you get 
for it 4.3 

17. Having everything clean 
around me on the vehicle 4.1 

18. Being offered things to 
entertain me or help 
pass the time 6.1 

19. Having luxurious or 
"rich" surroundings 
on the vehicle that 
would make me feel I 
was in something 
••special" 6.4 

20. Knowing everything about 
the vehicle was modern 
and up-to-date 4.4 

21. Having a good view of 
interesting things out 
the window 5.0 

22. Being able to meet and 
talk to people 5.6 

23. Being sure of sitting 
with the people travel-

Total 

ing with me 4.5 
24. Having privacy with my 

traveling companions 
25. Having privacy to be 

alone 

26. Not having to "dress 
up" or worry about ap­
pearances 

27. Not feeling "out of 
place" 

28. Using a travel method 
that more respectable 
people use 

29. Using a travel method 
that more important or 
wealthier people use 

30. Being treated with 
courtesy 

31. Being treated with 
respect 

32. Being made to feel 
welcome 

5.0 

6.0 

5.1 

6.1 

6.6 

7.0 

4.2 

4.6 

5.0 

Table 4 (Continued) 

Non-Business Travelers for Whom 
Half or More Non-Business Trips Were: 

No. Nights Over~ight one-way 
Distance 

250 
Away S1tes 

No. of 
Companions 

1 
Destination 

2 2 
80-
149 

or 
More 0 

or 
More 

4.6 4.3 4.5 4.4 

4.1 4.2 4.2 4.1 

6.1 6.1 6.3 6.0 

6.3 6.2 6.9 6.3 

4.8 4.0 4.6 4.3 

4.8 4.8 4.8 4.9 

5.9 5.4 5.8 5.6 

1 
or 

More 

4.2 5.0 

4.1 4.2 

6.0 6.3 

6. 4 5. 9 

4.4 4.7 

4.9 5.3 

5.6 5.5 

Table 4 (Continued) 

or 
0 More 

Major Sub­
City urb 

4.3 4.3 . 4.4 4.3 

4.2 4.1 4.1 4.1 

6.2 6.0 6.0 6.0 

6.5 6.4 6.3 6.6 

4.2 4.5 4.5 4.3 

4.7 5.0 5.1 4.5 

5.3 5.7 5. 7 5. 4 

(Continued) 

Non-Business Travelers for Whom 
Half or More Non-Business Trips Were: 

No. Nights Overnight No. of 

other 

3.7 

4.7 

6.7 

7.1 

4.0 

4. 7 

5.0 

One-way 
Distance 

250 
Away Sites Companions Destination 

2 2 1 
80-
149 

or 
More _0_ 

or 
More 

4.5 4.0 4.6 4.4 

5.0 4.8 4.9 5.0 

6.2 5.8 6.1 5.9 

5.2 4.9 5.0 5.1 

5.9 5.9 6.2 6.0 

6.9 6.4 6.9 6.6 

6.9 6.9 6.7 7.1 

4.0 4.3 4.1 4.1 

4.6 4.7 5.1 4.5 

5.1 4.8 5.1 5.0 

1 
or 

More 

4.5 4.8 

5.0 5.2 

5.9 6.3 

5.1 5.8 

6.1 5.8 

6. 7 6.0 

7.1 6.0 

4.2 3.8 

4.6 4.7 

5.0 5.1 

0 

4.9 

5.6 

5.7 

5.5 

6.3 

6.5 

7.5 

4.1 

4. 5 

4. 9 

or 
More 

4.5 

5.0 

6.0 

5.1 

6.0 

6.6 

6.9 

4.2 

4.6 

5.0 

Major Sub­
City urb 

4.5 4.3 

5.1 4.9 

5.8 6.4 

5.4 4.5 

6.1 5.9 

6. 4 6. 9 

6.9 7.2 

4.2 3.9 

4.6 4.8 

5. 0 4. 8 

(Continued) 

Other 

5.2 

4.5 

5.8 

4.1 

5.7 

7. 2 

7.7 

4.5 

4. 3 

4.6 



33. 

34. 

Being made to feel like 
someone important 6.7 
Getting "extra service", 
catering to my needs 
and wants 5.6 

..... 35. .., Having good food and 
drink available 4.4 ... 

..... .., 
U1 

36. Not having to make any 
stops once I get going 4.8 

37. Never having any un-
anticipated. delays 4. 8 

38. Never having to wait 
for anything ---- 4.9 

39. Being able to interrupt 
the trip anytime I want 
to 

40. Not having to move by a 

5.1 

time table 4.5 

41. Having some way to move 
around once I get to my 
destination 4.2 

42. Being able to bring as 
much luggage or gear as 
I want 4.5 

43. Being able to go right 
to the door of my ulti­
mate destination without 
changing vehicles or 

Total 

making connections 4.3 
44. Not having to pack my 

luggage very carefully 5.7 
45. Not having to make any 

ticket reservations in 
advance 4. 7 

46. Not having to go to any 
kind of station or ter-
minal 5.6 

47. Having a terminal very 
near my horne or place 
of business 5.6 

48. Having a terminal very 
near my ultimate des-
tination 5.2 

49. Having a terminal with 
good parking facilities 5.2 

50. Having everything clean 
around me in the ter-
minal 5. 0 

Table 4 (Continued) 

Non-Business Travelers for Whom 
Half or More Non-Business Trips Were: 

No. Nights Overnight One-way 
Distance 

250 
Away Sites 

No. of 
Companions 

1 
Destination 

2 2 
80-
149 

6.4 

5.2 

4.5 

4.6 

4.5 

4.5 

or 
More 0 -----

6.7 6.4 

5.6 6.1 

4.4 4.8 

5.2 4.3 

5.4 4.4 

5.3 4.5 

or 
More 

6.7 

5.5 

4.5 

4.9 

4.8 

4.8 

4.7 5.0 4.4 5.1 

4.2 4.6 4.0 4.6 

4.2 4.4 4.4 4.2 

4.3 4.8 4.7 4.5 

1 

6.7 

5.6 

4.4 

4.8 

4.7 

4.9 

or 
More 

6.3 

5.5 

4.2 

5.1 

4.3 

4.9 

5.1 4.9 

4.4 4.5 

4.2 4.5 

4.5 4.5 

or 
0 More 

6.8 6.6 

5.8 5.5 

4.8 4.3 

4.4 4.8 

4.6 4.8 

5.1 4.8 

6.0 4.9 

5.3 4.3 

4.5 4.2 

4.6 4.5 

Major Sub­
City urb 

6.6 6.9 

5.5 5.4 

4.3 4.5 

4.8 4.7 

4.7 4.5 

4.8 5.0 

5.2 4.3 

4.6 4.1 

4.3 4.1 

4.6 3.9 

(Continued) 

Other 

6.6 

6.7 

5.4 

4.7 

5.5 

5.4 

5.1 

4.5 

4.5 

4.3 

Hait or More Non-Business Trips Were: 

One-way 
Distance 

No. Nights Overnight 
Away Sites 

250 2 2 
80-
149 

or 
More 0 

or 
More 

4.0 4.6 3.5 4.4 

5.6 5.9 5.7 5.7 

4.8 4.9 4.5 4.7 

5.3 5.8 5.1 5.7 

5.7 5.8 5.7 5.6 

5.5 5.3 5.7 5.2 

5.3 5.0 5.5 5.2 

4.9 5.3 4.9 5.0 

1 
or 

More 

4.3 4.4 

5.7 5.7 

4.8 4.6 

5.6 5.2 

5.6 5.3 

5.1 5.8 

5.2 6.0 

5.0 5.8 

No. of 
Companions 

1 
Destination 

0 

4.8 

5.7 

4.5 

5.7 

5.1 

4.4 

5.3 

4.6 

or 
More 

Major Sub­
City urb 

4.2 .4.4 3.7 

5.8 6.0 4.9 

4.7 4.7 4.4 

5.6 5 .. 7 5. 2 

5.7 5.4 5.9 

5.3 5.1 5.6 

5.2 5.2 5.3 

5.1 5.0 5.1 

(C.:..nlinut...;v., 

Other 

4.5 

5.0 

5.2 

5.6 

6.4 

5.1 

5.2 

5.0 



.... 
CD 
0\ 

Table 4 (Continued) 

Non-Business Travelers for Whom 
Half or More Non-Business Trips Were: 

One-way 
Distance 

250 

No. Nights Overnight 
Away Sites 

2 2 
80- or 

Total 149 More 0 
or 

More 1 
or 

More 
51. 

52 . 

Having luxurious or 
"rich" surroundings in 
the terminal that would 
make me feel I was some 
place "special" 6.6 
Being completely familiar 
with the system so I 
don't have to find out 
about such things as 
schedules, locations, 
luggage handling, etc. 5.1 

53. Not having to ask any­
body for directions or 
information 5.4 

54. Being able to get in-
formation easily 4.7 

55. Being able to relax 3.6 
56. Being able to nap or 

doze 5.4 
57. Being able to write or 

work 6.4 
58. Having a change from my 

normal means of local 
transportation at home 6.1 

59. Not feeling closed in 5.1 

6.4 6.6 6.6 6.6 

5.1 5.0 5.0 5.1 

5.6 4.8 5.3 5.3 

4.8 4.2 4.8 4.7 
3.8 3.3 3.9 3.5 

5.7 5.2 5 6 5.4 

6.6 6.3 6.9 6.3 

6.1 5.9 5.9 6.1 

5.0 4.9 5.0 5.1 

6.6 6.4 

5.1 5.0 

5.5 4.9 

4.8 4.1 

3.6 3.6 

5.4 5.9 

6.4 6.0 

6.1 5.9 

5.1 5.2 

Table 4 (Continued) 

No. of 
Companions --~D~e~s~t~1~·n~a~t=i~o~n~-­

l 

0 

6.5 

4.7 

5.3 

4.4 

3.8 

4.4 

6.0 

6.3 

5.3 

or Major Sub-
More City urb Other' 

6.5 

5.2 

5.4 

4.8 

3.6 

5.6 

6.5 

6.1 

5.0 

-6.4 7.1 

5.0 5.4 

5.4 5.4 

4.7 4.7 

3.8 3.2 

5.4 5.7 

6.3 7.0 

6.0 6.1 

5.0 5.0 

(Continued) 

7.1 

5.6 

5.3 

5.3 

3.1 

4.5 

5 .8 

6.3 

4.8 

Non-Business Travelers for Whom 
Half or More Non-Business Trips Were: 

One-way 
Distance 

250 

No. Nights Overnight 
Away Sites 

2 2 
80- or 

Total 149 More 0 
or 

More 1 
or 

More 
60. Being able to see the 

person controlling the 
vehicle 

61. Having the enjoyment of 
driving the vehicle 

6.9 

myself 6.3 

62. Never having any prob-
lem with parking 4.8 

63. Knowing, before I start 
the trip, exactly how I 
will accomplish each 
stage of it 4. 7 

64. Having the trip under 
my control 5 . 5 

65. Not having to load and 
unload my own luggage 5.0 

66. Enjoying the experience 
of travel itself 4.1 

67. Not having to worry 
about any details 4.7 

7.0 6.8 7.0 6.8 6.9 6.8 

5.8 6.4 5.8 6.4 6.2 6.1 

4.7 4.8 4.7 4.8 4.8 5.0 

4.6 5.0 4.5 4.8 4.7 4.8 

5.2 5.9 5.1 5.7 5.6 5.2 

5.2 5.0 5.3 5.0 5.0 4.9 

4.0 4.0 4.1 4.2 4.1 3.7 

4.9 4.9 4.9 4.7 4.7 4.7 

No. of 
Companions 

1 
Destination 

or Major Sub-
0 More City urb Other 

7.0 6.8 7.0 6.6 6.2 

7.1 6.2 6.5 5.7 6.1 

5.3 4.7 4.8 4.9 4.6 

4.4 4.8 4.8 4.5 4.8 

6.0 5.4 5.6 5.8 5.3 

5.3 5.0 4.9 5.4 5.4 

4.0 4.1 4.2 3.8 4.2 

5.0 4.7 4.6 4.7 5.6 

(Continu.od) 
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No attempt will be made to discuss all of the differ­
ences that appear in Tables 3 and 4. Such a discussion 
would run on for many pages, and would do little more 
than list the differences that an interested reader 
can locate for himself in the tables. 

At least two factors complicate the interpretation 
of Tables 3 and 4. First, as was the case for Tables 
1 and 2 also, the trip characteristics in the table 
are probably not independent of one another. When 
we compare trips of different duration, for example, 
we are probably also comparing trips of different 
distance, with a different number of overnight sites. 
Second, Tables 1 and 2 verified a relationship between 
trip characteristics and mode usage. A traveler who 
used a given mode to a great extent probably used the 
card sort to describe his most used mode, so that com­
paring "short-tr~p travelers" with "long-trip travelers" 
is also partly a comparison between automobile users 
and airplane users. For example, sclme of the differ­
ences that emerged seemed to describe differences be­
tween automobile and air travel that; were not inherently 
related to trip distance. 

Despite these difficulties, some conclusions from Tables 
3 and 4 do seem indicated. The list: below is selective: 
it incorporates those things that seem meaningful, and 
omits those differences that seem trivial or possibly 
du.e to artifactual relationships. 
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The comparison between business and non-business trips reveals, for the former, a relatively great­er concern with schedule reliability, terminal access and speed; for the latter, a relatively greater concern with cost, traveling companions, luggage quantity, being able to interrupt the trip at will, having a good view, not having to "dress up", and enjoying the experience of the travel itself. 

Fur non-business travel, the difference in desires for those who tend to take short trips and those who tend to take long trips reflects the great ad­vantage of the automobile for short trips. The "short-trip travelers" judged as more important than the "long-trip travelers" leaving and coming back exactly when they want, going directly to the ultimate destination, not having t·o go to stations or terminals, having no stops, delays, or waits, bringing as much luggage as desired, having the trip under their control, and having the enjoyment of driving the vehicle themselves. It seems unlikely that these factors are intrinsi­cally more important for short than long trips; more likely, the short trip travelers were simply describing, after the fact, the advantages of auto­mobile travel, in the recognition that they do, in fact, tend to use the automobile heavily. 

For business travel, the difference between those who tend to take one-day trips and those who tend to spend several nights away from home seems to re­flect a greater concern with efficient time utiliza­tion for the former, probably because they have, in fact, scheduled themselves more tightly, so that such things as schedule reliability, no waiting or pauses to get information, terminal access, and good local transportation facilities are more important to them. Those who spend nights away from home seem relatively more concerned with enjoying the trip, being enter­tained and relaxed. 

- 190 -

l 

For non-business travel, the statements judged relatively higher by those who usually spend no nights away from home simply described the advan­tages of automobile travel; while those who tend to take trips of longer duration were more con­cerned with luxurious or rich surroundings and service. These differences probably reflect ac­tual differences in mode usage (automobile versus airplane) as much as differences in travel desires that are intrinsically related to trip duration. 

Comparing business travelers who have only one place at which to conduct business with those who have four or more places, the latter seem more con­cerned with matters of obtaining or not needing information, and not having to worry about details or limited schedules. The former are in a position to rate more highly, such things cts cleanliness and terminal convenience. Differences here might have been sharper had there been sufficient cases so that trip duration could have been controlled. 

Comparing non-business travelers who have one over­night site with those who have several overnight sites, the latter rate more highly schedule reliability, ease of having or obtaining information, and luxurious, high status travel. It appears that for these people, who tend to take more "elaborate" trips, travel is more of an occasion to be "savored". Those with only one overnight site seem more matter-of-fact, stress­ing more cost, speed, safety, terminal convenience, being able to leave and come back when they want, clean terminals, not having to "dress up", and some aspects of physical comfort. 

Comparing business travelers who travel alone with those who usually have companions show an interest­ing contrast. In addition to the obvious concern 
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of sitting with companions and having privacy 
with them, the latter were more likely to say 
they valued using a travel system patronized 
by important, wealthy people, with clean term-
inals and even luxurious terminals. The solitary 
travelers were more concerned with cost, bringing 
all their luggage, not having to "dress up", term­
inal convenience, and having no advance reserva­
tions to make. This pattern of differences could 
result from a concentration of salesmen, who prob­
ably tend to drive and may pay their own way, among 
the solitary travelers. However, there may also be 
a tendency for those who travel with companions be­
ing more interested in affirming their status, since 
they have an "audience" of companions and a role to 
live up to. 

For non-business, the traveler who usually has com­
panions,revealed in the comparison with the soli­
tary non-business traveler, the great difference 
in automobile usage between these two groups. The 
statements they judged higher,provide a description 
of the automobile, while those judged higher by 
the solitary travelers were often concerned with 
terminals. 

C. Mode Decisions versus Mode Routines 

The respondents were asked to express degrees of agree­
ment or disagreement with four statements concerned with 
the amount of decision-making that is involved in travel 
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mode selection. The results are shown in Table 5. 
The scale that was used designed a score of "7" to 
the highest level of agreement and "l" to the highest 
level of disagreement, so the higher the means reported 
in the table, the more agreement with the statement. 

Table 5 

Mean Agreement with Decision versus 
Routine Statements for Business Travelers 

and Non-Business Travelers 

l. I already know the best method 
of travel ror-my kinds of trips, 
so I don't have to make actual 
decisions about it. 

2. It is sometimes difficult to 
know which method would be 
best for some of my trips. 

3. After I know I am making a 
trip somewhere, the decision 
on how to make the trip is 
usually automatic. 

4. For some of my trips, I con­
sider more than one method 
of travel before I decide. 
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Business 

5.9 

2.6 

6.1 

4.3 

Non-Business 

5.6 

2.8 

5.7 

4.4 



The mean responses reveal a tendency for travelers to proceed more upon routines than to make mode decisions every time they plan a trip. 

Further, it appears that routines may be slightly more common in the case of business travelers. Actually, many respondents met the criteria of both business and non-business travelers, so that they are included in both groups in Table 5, which should have tended to re­duce the difference between the groups. It seems that had this question been asked twice, once for business travel and once for non-business travel, the tendency for greater routines for business travel would have been more marked. 

Table 6 is an examination of the extent to which business travelers are influenced in their mode choice by employer policy. 

Nearly half of the business travelers claimed complete freedom to use the travel method they wanted. This finding is in contradiction to the conclusion from the depth interviewing reported earlier, that business travelers are influenced by company policy or routines. A con­sidered judgment is that the respondents in Table 6 overstated their actual operational freedom. They 
were probably concerned with denying that they were bound by rigid formal rules, and went too far in the other direction. The most likely conclusion is still that company precedent and routine are important, even though formal rules are absent. 
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There is some indirect evidence to support the sus­picion that business travelers, seeking to underline their status, claim complete freedom in travel mode selection. This question was examined according to respondent's education, and it was found that 66 per­cent of those with less than college completion put themselves in the category of greatest freedom, while only 43 percent of those who completed college did so. It seems reasonable to expect that those with more education would, in fact, have more freedom, by virtue of 9ccupying more responsible positions. It also seems reasonable that those with less education might have more status anxiety, and be more inclined to "boast" of their freedom. Thus, this finding with regard to education suggests a strong possibility that affirming travel freedom is a way of affirming status, and Table 6 may well reflect such a tendency. 

D. Mode Evaluations 

The card sorts that have been reported were used in an attempt to study the desires of travelers. The same factors could be used as the basis on 1•hich to judge and evaluate travel modes, and the 75 statements were paraphrased for this purpose. 

In paraphrasing them in this way, the number was reduced to 63, since a few were inappropriate for this purpose, and some were so closely related to one another that one statement could take the place of several when they were paraphrased to refer to modes. In addition, the automobile was not rated on some of the statements, where it was inappropriate. 
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Table 6 

Self-Classification of Business Travelers 
with Regard to Influence of Company Policy 

I have to follow my employer's 
requirements as to travel 
methods. 

My employer has customs or 
routines that I usually follow 
for travel methods. 

I usually go along with what­
ever arrangements the secre­
taries (or other people) make 
for me. 

I have quite a bit of freedom 
to use the travel method I 
want. 

I have complete freedom to use 
the travel method I want. 
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9.9% 

12.2% 

3.1% 

26.0% 

48.9% 

I 

The 63 statements were presented to the respond<:nl.s 
and they were asked to rate all four modes on e .. d1 
statement, on a scale ranging from "1" for yery _n:_~_!_c..!:!_ 
~ of the mode to "7" for very much true of t·J-,e mode. In addition, those respOi'idents who had us· ·d 
the Metroliner or Turbotrain were asked to rate l.htcse modes. 

The mean ratings for the four modes are shown in '!'able 7. The higher the mean, the more true the statc:·,l, nt was judged to be for the mode. The mid-point of the scale is 4.0 

On most of the items there is lit1:le difference Letween 
the ratings of business travelers and non-business 
travelers. It is true, of course,. that those groups overlap considerably, with many pe~rsons belonging to 
both groups. However, when there is reason to expect that the ratings should be different, differences do tend to emerge: for example, business travelers gen­
erally rated terminal locations more convenient than did non-business travelers (statements 53, 54, 5(,), which is probably consistent with the business travelers' greater tendency to travel to or from center city loca­
tions. 
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Table 7 

Mean Ratings of the Modes 

Business Travelers Non-Business Travelers 

Bus Auto Air Train Bus Auto Air Train 
1. I could leave and come back 

almost exactly when I wanted 
to 4.0 6.5 4.7 4.1 4.0 6.5 4.4 4.1 

2. I would have a comfortable 
seat 4.8 6.1 6.0 5.4 5.0 6.1 6,0 5.4 

3. I would feel safe from ..... accidents 4.9 4.6 4.9 5.5 4.9 4.7 4.6 5.3 
ID 
CX> 

4. I would get to my ultimate 
destination quickly 3,7 4.4 6.2 4.9 3.9 4.6 6.1 5.0 

5. I would be spending as 
little money as possible 5,8 5.5 3.0 4.3 5.7 5.7 2.9 4.1 

6. Everything around me on the 
vehicle would be clean 4.6 6.0 6.4 4.7 4.7 6.1 6.3 4.8 

7. I could meet and talk to 
people 5.2 2.9 5.5 5.4 5.5 2.8 5.6 5.6 

8. I would not have to "dress 
up" 4.4 5.7 3.4 3.7 4.6 5.9 3.4 3.9 

9. I would be able to proceed 
without stopping once I got 
going 4.1 4.8 5.7 4.8 3. 9 4.8 5.6 4.8 

(continued) 

Table 7 (continued) 

Mean Ratin9:s of the Modes 

Business Travelers Non-Business Travelers 

Bus Auto Air Train Bus Auto Air Train 

10. I would not have to pack 
my luggage very carefully 2.8 5.2 2.6 2.7 2.6 5.0 2.4 2.6 

11. I would be so familiar with 
traveling this way I wouldn't 
have to find out about such 
things as schedules, loca-
tions, etc. 2.7 5.7 4.0 3.4 2.7 5.5 3.2 3.0 

..... 
It would be a change from ID 12. 

"' my normal means of trans-
portation at home 5.0 2.0 5.7 5.4 4.9 2.1 5.8 5.1 

13. The trip would be under my 
control 1.9 6.1 2.0 2.0 1.9 6.0 1.9 1.9 

14. I could be confident that 
I would not be later than 
my planned time of arrival 3.9 4.3 4.4 4.4 3.8 4.2 4.2 4.3 

15. I would have plenty of leg 
room 4.1 5.2 5.0 5.1 4.0 5.1 4. 9 5.0 

16. I would feel safe from 
personal assault 5.3 6.0 5.7 5.5 5.1 5.9 5.6 5.4 

(continued) 



Table 7 (continued) 

Mean Ratings of the Modes 

Business Travelers Non-Business Travelers 

Bus Auto Air Train Bus Auto Air Train 
17. I would be getting the best 

bargain in travel, consider-
ing cost and what you get 
for it 4.7 5.3 5.0 4.5 4.8 5.7 4.4 4.4 

18. I would have a good view 
of interesting things out 
the window 5.6 5.9 3.9 5.5 5.6 5.9 4.0 .5.0 

"' 0 19. I could sit with the people 0 
traveling with me 5.6 6.4 5.8 5.9 5.4 6.5 5.5 5.7 

20. !'·'WOuld feel like someone 
important 3.0 3.8 4.7 3.8 2.9 3.9 4.7 3.6 

21. I would have good food and 
drink available 2.1 4.0 5.6 4.4 2.3 4.2 5.6 4. 3 

22. I would not have to wait 
for anything 2.6 4.1 3.3 3.2 2.6 4.2 3.3 3.2 

23. I would not have to ask 
anybody for directions or 
information 3.9 4.1 4.7 4.3 4.0 4.0 4.4 4.3 

24. I would have no problems 
with parking 5.4 3.0 5.5 5.4 5.4 3.0 5.5 5.4 

(continued) 



Table 7 (continued) 

Mean Ratings of the Modes 

Business Travelers Non-Business Travelers 

Bus Auto Air Train Bus Auto Air Train 
25. I could nstretch my legs" 

when I wanted to 3.4 4.9 5.1 5.6 3.5 5.1 4.7 5.2 
26. There would be a comfortable 

temperature in the vehicle 5.2 6.0 6.0 5.4 5.1 5.8 5.9 5.3 
27. I would have luxurious or 

"' 
nrich" surroundings on the 

0 vehicle that would make me .... feel I was in something 
"special" 2.7 3.9 4.9 3.6 2.8 4.0 5.0 3.7 

28. I would feel privacy with 
any traveling companions 
I had 3.1 6.4 4.2 4.1 3.0 6.5 4.0 3.9 

29. I would be using a travel 
mode that more respectable 
people use 3.7 5.0 5.5 4.7 3.5 4.9 5.4 4.5 

30. There would be no unantic-
ipated delays 3.6 4.2 3.9 4.0 3.4 4.1 3.6 3.7 

31. I could get information 
easily 5.2 5.4 5.7 5.3 5.2 5.4 5.6 5.3 

(continued) 



Table 7 (continued) 

Mean Ratings of the Modes 

Business Travelers Non-Business Travelers 

Bus Auto Air Train Bus Auto Air Train 
32. I would have a smooth ride, 

with no bumping or vibration 3.6 4.4 4.8 4.3 3.5 4.3 4.7 4.2 
33. There would be things to 

entertain me or help pass 
the time 2.6 3.3 5.0 3.5 2.5 3.5 4.9 3.4 

34. I would feel privacy to .., be alone 2.4 5.7 3.2 3.1 2.4 5.7 3.2 3.0 0 .., 
35. I would be using a travel 

method that more important 
or wealthier people use 2.2 4.5 5.7 4.0 2.1 4.4 5.7 3.8 

36. I would feel welcome as I 
travel 4.9 5.3 5.8 5.1 4.6 5.4 5.7 4.9 

37. I would not have to make 
any ticket reservations 
in advance 4.2 6.3 2.5 3.7 4.1 6.6 2.6 3.7 

38. I could relax 5.2 4.3 6.0 5.8 5.3 4.7 5.9 5.7 
39. Everything about the 

vehicle would be modern 
and up-to-date 4.6 5.7 6.3 4.3 4.4 5.6 6.2 4.4 

40. I would not have to worry 
about any details 4.9 3.7 5.3 5.1 4.5 3.7 4.8 4.7 

·(continued) 

Table 7 (continued) 

Mean Ratings of the Modes 

Business Travelers Non-Business Travelers 

Bus Auto Air Train Bus Auto Air Train 
41. I would know, before I 

started, exactly how I 
would accomplish each 
stage of the trip 5.3 5.8 5.6 5.6 5.2 5.6 5.5 5.5 

42. I would not feel closed in 4.1 5.2 4.7 5.0 3.9 5.3 4.5 4.8 
43. I would not feel "out of 

"' place" 5.6 6.5 6.3 0 5.9 5.7 6.4 6.1 6.0 w 
44. I would not be sitting 

shoulder-to-shoulder 
with someone else 2.6 5.2 3.2 3.2 2.6 5.1 3.2 3.3 

45. I would get "extra ser-
vice", catering to my 
needs and wants 2.4 3.3 5.7 3.3 2.4 3.5 5.6 3.5 

46. I would enjoy the experi-
ence of the travel itself 3.8 4.8 5.6 4.8 4.1 5. 3 5.6 4.8 

47. I would have a quiet, 
noise-free ride 3.6 4.6 4.6 3.9 3.5 4.4 4.6 3.8 

48. I would not have to walk 
great distances to get 
to vehicles, boarding 
areas, parking areas, etc. 4.0 5.7 3.2 3.4 3.9 5.9 3.2 3.2 

(continued) 



Table 7 (continued) 

Mean Ratings of the Modes 

Business Travelers Non-Business Travelers 

Bus Auto Air Train Bus Auto Air Train 

49. Everything about the terminal 
would seem modern and up-to-
date 3.7 4.0 5.9 3.8 3.6 4.5 5.8 3.9 

so. I would have very reasonably 
priced or free food and 
drink available 3.0 3.7 5.1 3.6 2. 9 3.8 5.2 3.5 

"' 51. I would feel very much "at 0 ... home" and relaxed 4.0 5.7 5.5 5.0 4.2 6.0 5.4 5.2 

52. I would be treated with 
courtesy 5.3 6.4 5.4 5.1 6.3 5.4 

53. I would have a terminal 
very near my home or place 
of business 3.9 3.2 3.9 3.6 3.0 3.5 

54. I could get to terminals 
with no inconvenience 4 .3 3.8 4.3 3.9 3.5 3.9 

55. I would be treated with 
respect 5.3 6.3 5.4 5.3 6.2 5.4 

56. I would have a terminal 
very near my ultimate 
destination 4.5 3.5 4.4 3.9 3.2 3.8 

(continued) 

Table 7 (continued) 

Mean Ratings of the Modes 

Business Travelers Non-Business Travelers 

Bus Auto Air Train Bus Auto Air Train 
57. I could write or work 4.1 5.7 5.3 4.0 5.4 5.1 
58. There would be good park-

ing facilities at the 
terminal 3.0 4.6 3.5 2.8 4.4 3.2 

59. I would have luxurious or 
"rich 11 surroundings in the 

"' terminal that would make 
0 me feel I was someplace U1 

special 2.5 4.9 3.1 2.5 4. 7 3.1 
60. I would not have to wait 

in line to buy tickets or 
check in 3.1 3.2 3.1 2. 9 2.9 3.0 

61. I could get to terminals 
quickly 3.9 3.3 3.8 3.6 3.1 3.5 

62. I could nap or doze 5.1 5. 6 5.3 5.3 5.5 5.4 
63. Everything around me in 

the terminal would be 
clean 3.6 5.5 4.0 3.4 5.3 4.0 



In absqlute terms, the ratings of all the modes tended 
to be more positive than in the earlier characteriza­
tions that were derived from the depth interviewing 
and presented in earlier chapters of this report. 
For example, the mean rating for trains on the state­
ment, "I would be treated with courtesy", was 5. 4 
which falls between the points a little true and 
somewhat true on the rating scale. Yet,the conclusions 
from the depth interviewing stressed the feelings of 
travelers that they were not treated courteously by 
railroad personnel. ---

This finding points up a difference between depth 
interviewing and structured interviewing. Most people 
like to be agreeable and to avoid appearing "grouchy" 
and this tendency may cause them to rate things more 
favorably than their real feelings would indicate. It 
is precisely because of such tendencies that a great 
reliance upon depth interviewing was planned from the 
outset for this project, to enable the analysis to pene­
trate below superficialities to the area of feeling. 

The depth interview is probably the best indication 
of the absolute magnitude of feelings and attitudes, 
so the conclusion is that the ratings in Table 7 are 
overstatements of the amount of satisfaction that is 
truly felt. 

However, the ratings probably cover the relative dif­
ferences among the modes with somewhat more precision 
~L ~L- depth interviewing, and ·are valuable for that 
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purpose. They permit an ordering of the modes from 
highest to lowest, on a given characteristic, and 
may even indicate how far apart the modes are. 

In this case, the orderings that the ratings produced 
are generally quite consistent with the characteriza­
tions from the depth interviewing that have been pre­
sented. In fact, the agreement is so close that there 
is little need to discuss the contents of Table 7, and 
it can stand for itself as a source of information. 

Table 7 does not include the ratings of the Metroliner. 
The Metroliner was rated only by those respondents who 
had used it, who may be a special group with special 
att~tudes, so comparisons between .its ratings and 
those in Table 7 could be misleading if made too direc­
tly. 

Table 8 shows the ratings of the M•~troliner, and also 
the ratings by the same persons of the train. 

Table 8 certainly indicates that the users of the Metro­
liner find it to be a marked improvement over the regular 
trains. There are substantial differences in favor of 
the Metroliner on many of the items, including those 
characteristics where a factual difference could per­
haps be documented, such as speed, newness, cleanliness, 
seating comfort, schedule reliability, etc. The perceived 
differences also extend into the area of service; cour­
tesy, "extra service" and a feeling of welcome. The 
Metroliner is seen more as patronized by more respect­
able people, and more important, wealthier people, lead­
ing its users to feel more important themselves. They 
say they enjoy travel more on the l'letroliner, and feel 
more relaxed. 
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Table 8 

Mean Ratings of the Metroliner and the Train 
by Metroliner users 

Metroliner Train 

1. I could leave and come back almost 
exactly when I wanted to 4.2 4.2 

2. I would have a comfortable seat· 6.2 5.3 

3. I would feel safe from accidents 5.4 5.3 

4. I would get to my ultimate destination 
quickly 5. 7 

5. I would be spending as little money as 
possible 3. 5 

6. Everything around me on the vehicle would 
be clean 6.2 

7. I could meet and talk to people 5.4 

8. I would not have to "dress up" 3.4 

9. I would be able to proceed without stop-
ping once I got going 5.3 

10. I would not have to pack my luggage very 
carefully 2. 7 

11. I would be so familiar with traveling this 
way I wouldn't have to find out about such 
things as schedules, locations, etc. 3.7 

12. It would be a change from my normal means 
of transportation at home 5.5 

13. The trip would be under my control 

14. I could be confident that I would not be 
later than my planned time of arrival 

15. I would have plenty of leg room 

16. I would feel safe from personal assault 

17. I would be getting the best bargain in 
travel, considering cost and what you 
get for it 

1.6 

4.8 

5.8 

5.7 

5.1 

4.9 

4.3 

4.7 

5.4 

3.6 

4.8 

2.5 

3.6 

5.1 

1.7 

4.5 

5.1 

5.7 

4.8 
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(Continued) 

Table 8 (Continued) 

Metroliner Train 

18. I would have a good view of interesting 
things out the window 5.1 4.9 

19. I could sit with the people traveling 
with me 

20. I would feel like someone important 

21. I would have good food and drink avail­
able 

22. I would not have to wait for anything 

23. I would not have to ask anybody for 
directions or information 

24. I would have no problems with parking 

25. I could "stretch my legs" when I wanted 
to 

26. There would be a comfortable temperature 
in the vehicle 

27. I would have luxurious or "rich" sur­
roundings on the vehicle that would make 
me feel I was in something "special" 

28. I would feel privacy with any traveling 
companions I had 

29. I would be using a travel mode that more 
respectable people use 

30. There would be no unanticipated delays 

31. I would get information easily 

32. I would have a smooth ride, with no 

6.1 

4.3 

4.9 

3.4 

4.6 

5.8 

5.7 

5.8 

5.0 

4.7 

5.1 

4.4 

5.5 

bumping or vibration 4.4 

33. There would be things to entertain me or 
help pass the ti~e 3.7 

34. I would feel privacy to be alone 3.8 

35. I would be using a travel method that more 
important or wealthier people use 5.1 

36. I would feel welcome as I travel 5.3 

6.0 

3.8 

4.0 

3.1 

4.6 

5.8 

5.6 

5.3 

3.7 

4.1 

4.6 

4.0 

5.4 

4.1 

3.2 

3.2 

4.1 

4.9 

(Continued) 
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Table 8 (Continued) 

Metroliner Train 

37. I would not have to make any ticket 
reservations in advance 

38. I could relax 
39. Everything about the vehicle would be 

modern and up-to-date 
40. I would not have to worry about any 

details 

41. I would know, before I started, exactly how I would accomplish each stage of 
the trip 

42. I would not feel closed in 
43. I would not feel "out of place" 
44. I would not be sitting shoulder-to­

shoulder with someone else 
45. I would get "extra service", catering to 

my needs and wants 
46. I would enjoy the experience of the 

travel itself 
47. I would have a quiet, noise-free ride 
48. I would not have to walk great distances 

to get to vehicles, boarding areas, 
parking areas, etc. 

49. Everything about the terminal would seem 
modern and up-to-date 

50. I would have very reasonably priced or 
free food and drink available 

51. I would feel very much "at home" and 
relaxed 

52. I would be treated with courtesy 

3.1 

6.2 

6.3 

5.1 

6.0 

4.6 

6.2 

4.3 

4.7 

5.7 

4.4 

3.5 

4.4 

4.4 

5.9 

5.8 

4.2 
5.7 

4.6 

5.1 

5.8 

5.4 

5.9 

3.3 

3.4 

4.9 

3.9 

3.4 

4.2 

4.1 

5.4 

5.3 
53. I would have a terminal very near my home 

or place of business 3.8 3.8 
54. I could get to terminals with no incon-

venience 3.9 3.9 

(Continued) 
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Table 8 (Continued) 

·[ 
Metro liner Train 

55. I would. be treated with respect 5.7 5.4 
56. I would have a terminal very near my 

ultimate destination 4.2 4.2 
57. I could write or work 5.5 5.4 
58. There would be good parking facilities 

at the terminal 3.3 3.3 
59. I would have luxurious or "rich" sur-

roundings in the terminal that would 
make me feel I was someplace spe<~ial 3.3 3.1 

60. I would not have to wait in line to buy 
tickets or check in 3.4 3.6 

61. I could get to terminais quickly 3.5 3.6 
62. I could nap or doze 5.3 5.2 
63. Everything around me in the terminal 

would be clean 4.1 3.9 

-I 
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Interestingly, the differences carry over into areas 
where real, factual differences would be harder to 
document, although in this case the differences in 
ratings are sometimes smaller: feelings of privacy, 
having a good view out the window, not having to wait 
for anything, not feeling closed in, having a modern, 
up-to-date, luxurious, clean terminal, etc. 

Table 8 shows even more difference than those mentioned 
above that favor the Metroliner. 

Using Tables 7 and 8, a comparison between the evalua­
tions of the train by all respondents and the evaluation 
of the regular train by Metroliner users is possible, 
and might reveal whether or not Metroliner users tended 
to come from among persons with better-than-average 
opinions of the regular train. In fact, it does appear 
that there may be some tendency for Metroliner users to 
be more favorable than the average respondent toward the 
regular trains, but the tendency, if it exists, is not 
very great. 

E. The R-Factor Analyses 

The card sorts of the 75 statements were described ear­
lier. Any time these many items are used in a single 
context there is a possibility, or even an assumption, 
that they are not all truly independent of one another. 
That is, nearly everyone who judges statement A as im­
portant may also judge statement B as important, and 
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nearly everyone who judges A as unimporta.nt may also 
judge B as unimportant. If so, A and B are highly 
related, and either one of them alone would do almost 
as good a job of separating respondents as using both 
of them. 

It was to study such relationships among the 75 state­
ments that R-factor analysis was used. This multi­
variate statistical procedure begins with the complete 
matrix of correlations between all pairs of items, and 
proceeds mathematically to attempt to group the items. 
The analysis typically produces several groups of items. 
The items within a particular group are related to one 
another, so that knowing how a person answered one of 
the items would enable us to predict fairly well how 
he answered the other items in the group. But across 
the groups there should be no relationship: knowing 
how a person answered the items in one group tells us 
nothing about how he answered the items in other groups. 

In short, the R-factor analysis tells us which items 
"go together", in that those persons who rated one 
i tern high te.nded to rate the others high, and those 
who rated one item low tended to rate the others low. 

The mathematics of factor analysis are relatively com­
plex, and almost invariably are performed with electronic 
computers. The mathematical procedures are, in effect, 
a search for the set of item-groups that will simultan­
eously put together those items that have the highest 
relationships with one another and keep apart those 
items that have the lowest relationships with one 
another. 
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Many psychologists believe that the structure of items 
that a factor analysis reveals tells them something 
about the structure of concepts or at.ti tudes within 
the human mind. That is, if 75 statements about atti­
tudes can be reduced to five groups of statements, or 
factors, the psychologist may assume that he has de­
fined the five most important dimensions of attitude 
toward the given topic on which people differ. 

In the present case, it was assumed that there are not 
really 75 ways in which people differ in their travel 
desires. By obtaining measures on 75 items and study­
ing, through factor analysis, relationships among the 
items, it was hoped that a smaller number of desire­
dimensions that were most important could be located 
and defined with some precision. 

The first factor analysis was concerned with the business 
travel sort of the 75 statements. 

The first finding of this analysis to be noted is the 
statements were not highly related to one another. 
Correlations between pairs of statements tended to be 
low, meaning that the way in which respondents "lined 
up" on any one statement tended to be rather different 
from the way in which they lined up on another state­
ment. In statistical terms, only about one-third of 
the total theoretical variance among the statements is 
reflected in correlations between statements (using as 
estimates of commonality the largest correlation be­
tween a given statement and each of the other 74 state­
ments). About two-thirds of the theoretical variance, 
then, is unique to individual statements. 
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There are two ways to interpret this finding. First, 
it could be argued that the low correlations among 
statements indicate that travel desires constitute 
a very complex do~ain, with a great many unique as­
pects involved that are relatively unrelated to one 
another. In fact, the research project began with 
the assumption that the subject was very complex, and 
the depth interviewing tended to confirm this assumption. 

Second, it could be argued that the reason the state­
ments did not correlate highly with one another is that 
respondents tended to "guess" a great deal when they 
sorted the cards, to place the statements randomly. In 
statistical terms, this argument would say that much of 
the variance that is unique to individual statements is 
"error variance". This argument, too, has much to com­
mend it. It is probably true that the measures produced 
in the card sort were not highly reliable. That is, if 
the interviewers had returned to the same respondents 
a few days later and asked them to sort the same state­
ments again, many respondents might not agree very highly 
with themselves. If so, then much of the statement-spe­
cific variance is error variance. 

The factor analysis that was conducted could deal only 
with that approximately one-third of the variance that 
was reflected in correlations between statements. How­
ever, if much of the remaining variance is error var­
iance, and that does seem possible, then the factor 
analysis can account for more than one-third of the 
total true, systematic varianc,e. 
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The results of the R-factor analysis of the statement 
sort for business travel are shown in Table 9. 

The factor analysis proceeded by using the correlations 
between statements to combine statements into groups 
or factors, in such a way that the factors, which num­
ber less than 75, cover all the ways in which people 
differ (except, as explained above, those differences 
among people that are unique to individual statements, 
which probably result partly from "error"). 

It is noteworthy that 10 factors were necessary to cover 
all the accountable variance, and that no factor explained 
more than 13 percent of the accountable variance. If the 
travel desire domain were a less complex matter, three or 
four factors might have been located that explained the 
great majority of the accountable variance. Such a re­
sult is not at all uncommon when a factor analysis is 
performed. The fact that it did not occur in this case 
is another indication of the complex nature of travel de­
sires, since ten dimensions, of relatively equal impor­
tance, are involved. 

The table shows the statements that have "loadings", 
positive or negative, of over ~0. The loading indicates 
the extent to which a given statement "belongs" to a 
given factor. The higher the loading, the more highly 
that statement is related to that factor. The meaning 
of the factor is determined by the statements that have 
high loadings on it. 
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Positive Loadings 

.63 

.59 

.30 

Negative Loadings 

.40 

.33 

.32 

Table 9a 

Business Travel R-Factor I 

8.7% of Correlation Matrix Variance 

Having privacy with traveling companions 
Being sure of sitting wi·th the people 
traveling with me 

Having plenty of leg room 

Not having to make ticket reservations in 
advance 

Not having to wait in line to buy tickets 
or check in 

Knowing ••. how I will accomplish each stage 
of the trip 

Table 9b 

Business Travel R-Factor II 

12.3% of Correlation Matrix Variance 

Positive Loadings 

.64 

.61 

.42 
• 38 
.33 

.30 

Having the trip under ~ control 
Having the enjoyment of driving the vehicle 
myself 

Being able to interrupt i:he trip anytime 
I want to 

Not having to move by a time table 
Being able to meet and talk to people 
Not having to "dress up" or worry about 

appearances 
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Negative Loadings 

.55 

.52 

.42 

.35 

.31 
.• 31 

Being able to get to terminals with no 
inconvenience 

Having a terminal very near my ultimate 
destination· 

Having a terminal very near my home or 
place of business 

Having everyting clean around me on the 
vehicle 

Being confident that I would not be later 
than planned time 

Being able to get to terminals quickly 

Table 9c 

Business Travel R-Factor III 

11.0% of Correlation Matrix Variance 

Positive Loadings 

.64 

.63 

.61 

.51 

Negative Loadings 

.41 

Being able to leave later or get back 
sooner because of speed 

Being able to get travel over with sooner, 
because of speed 

Being able to spend more time at my 
destination, because of speed 

Being able to take more one or two-day 
trips, because of speed 

Not having to move by a time table 
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Table 9d 

Business Travel R-Factor IV 

13.2% of Correlation Matrix Variance 

Positive Loadin~s 

.39 

Negative Loadings 

.68 

.62 

.61 

.58 

.45 

.41 

.36 

.31 

Being able to "stretch my legs" when I 
want to 

Being made to feel like someone important 
Using a travel method that more important 
or wealthier people use 

Having luxurious or "rich" surroundings 
on the vehicle 

Having luxurious or "rich" surroundings 
in the terminal 

Using a travel method that more respect­
able people use 

Not feeling "ou1: of place" 
Getting "extra service", catering to my 

needs 
Enjoying the experience of the travel 
itself 

Table 9e 

Business Travel R-Factor V 

8.1% of Correlation Matrix Variance 

Positive Loadings 

.48 

.48 

.32 

Never having any problem with parking 
Having a terminal with good parking facilities 
Having some way to move around locally at 
destination 
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Negative Loadings 

.49 

.38 

.30 

Being able to write or work 
Using a travel method that more respect­
able people use 

Being treated with respect 

Table 9f 

Business Travel .R-Factor VI 

10.6% of Correlation Matrix Variance 

Positive Loadings 

.59 

.55 

.40 

.36 

.34 

Negative Loadings 

.45 

.39 

.36 

.33 

Feeling I was safe from accidents 
Feeling I was safe from personal assault 
Having a comfortable temperature in the 
vehicle 

Knowing everything about the vehicle was 
modern and up-to-date 

Being treated with courtesy 

Being able to nap or doze 
Getting "extra service", catering to my needs 
Having a terminal very near my hon•e or 
place of business 

Being confident that I will not be later 
than planned time 
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Po~itive Loadings 

.62 

.53 

.32 
.44 

.33 

Negative Loadings 

.48 

Positive Loadings 

.43 

.42 

.41 

Table 9g 

Business Travel R-Factor VII 

8.7% of Correlation Matrix Variance 

Being able to relax 
Feeling very much "at home" and relaxed 
Being made to feel welcome 
Having a comfortable seat 
Enjoying the experience of the travel 
itself 

Having privacy to be alone 

Table 9h 

Business Travel R-Factor VIII 

8.4% of Correlation Matrix Variance 

Having good food and drink available 
Being offered things to entertain me 
or help pass the time 

Having very reasonably priced or free 
food and drink available 
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Negative Loadings 

. 55 

.49 

.35 

.31 

.31 

Being completely familiar with the system ... 
Never having to wait for anything 
Being able to leave-and.come back almost 
exactly when I want to 

Not having to make any stops once I .get 
going 

Not having to worry about any details 

Table 9i 

Business Travel R-Factor IX 

10.1% of Correlation Matrix Variance 

Positive Loadings 

.49 

.42 

.44 

.33 

Negative Loadings 

.60 

• 59 

.38 

.36 

Having a terminal very near my home or 
place of business 

Having a terminal very near my ultimate 
destination 

Being able to get to terminals quickly 
Not having to go to any kind of station 
of terminals 

Spending as little money as possible 
Knowing I was getting the best bargain 
in travel •.• 

Not having to "dress up" or worry about 
appearances 

Having a good view of interesting things 
out the window 
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Positive Loadings 

.49 

.44 

.41 

.41 

.39 

.36 

Negative Loadings 

.35 

.30 

Table 9j 

Business Travel R-Factor X 

8.9% of Correlation Matrix variance 

Having everything clean around me in the 
terminal 

Having everything clean around me in the 
vehicle 

Knowing everythin9 about the terminal was 
modern and up-to··date 

Being able to get information easily 
Never having any unanticipated delays 
Having good food and drink available 

Feeling very much "at home" and relaxed 
Having a good view· of interesting things 
out the window 
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Each factor is a dimension of travel desires. Whatever 
the statements with high positive loadings have in com­
mon defines one end of the dimension, and the statements 
with high negative loadings define the other end of the 
dimension. In this analysis, ten such dimensions were 
necessary to explain all the "accountable" differences 
among respondents. 

Interpreting the meaning of a factor is an exercise in 
judgment. The mathematical procedures end with the cal­
culation of the loadings; deciding what the statements 
with high loadings have in common requires hypothesizing 
and theorizing. 

Business R-Factor I 

One end of factor I seems to be defined by a desire to 
feel close to traveling companions and separated from 
others. The other end of the dimension is a willingness 
to "make arrangements": reservations, special check-in 
procedures, and "improvised arrangements" necessary because 
the trip is not planned in every stage from the beginning. 

In a sense, the designation of one end as "positive" and 
the other as "negative" is arbitrary. People who are 
at one end of this dimension value privacy with traveling 
companions; people at the other end value not having to 
make arrangements. The two ends do not appear opposite, 
psychologically. Rather, for the persons at one end, 
the values at the other end are those things they are 
most willing to give up to obtain the things they want. 
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Business R-Factor II 

At one end of this dimension is a concern with self­
reliance and individual freedom. The other end/includes 
mostly statements concerned with terminal convenience. 
The inclusion of the statement about confidence of be­
ing on time adds a note of efficiency that helps to 
supply an understanding of the sources of the concern 
with terminal convenience. In a sense, this dimension 
seems to contrast the "free spirits" with those who are 
schedule-efficiency oriented. 

Business R-Factor III 

It could not be clearer that a concern with speed de­
fines one end of this dimension. The other end, which 
includes only one statement with a moderately high load­
ing, is not well-defined. In fact, this dimension is 
probably not bipolar, which would suggest that those peo­
ple who value speed and quickness very highly do not agree 
on what they are most willing to give up to achieve it. 
As a group, they are willing to give up everything to 
achieve it. 

Business R-Factor IV 

This factor,too, is not bipolar. It is a status, fac­
tor, a concern with feelings of importance~is the 
largest factor, in the amount of variance accounted for. 
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Business R-Factor V 

This factor contrasts a concern with local transportation 
problems with a business-like concern with the time spent 
in transit. The inclusion of the statement about being 
able to write or work may mean that the statement about 
"more respectable people", means, in this context, busi­
ness travelers, and the statement. about "being treated 
with respect" means having the seriousness of one's role 
as a business traveler acknowledged. 

Business R-Factor VI 

One end of this factor could be called "security". The 
two highest loadings deal directly with safety, the desire 
to be treated with courtesy is rather like a concern with 
social security, and the desire for a modern, up-to-date 
vehicle could imply both physical safety and social security 
or respectability. The other end of the dimension seems 
uninterpretable, as the statements seem to have little in 
common. 

Business R-Factor VII 

This factor, which does not seem truly bipolar, stresses 
feeling relaxed, psychologically at ease, and enjoying 
the trip itself. 

Business R-Factor VIII 

One end of this factor is a desire to have the trip go very 
smoothly, so smoothly that it is as if there is no trip at 
all, since there is .no disruption. The statement at the 
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other end requesting entertainment and something to pass 
the time may suggest a tendency to see ·the time in tran­
sit as more of an occasion in itself. The concern with 
food and drink would fit this interpretation, as obtain­
ing and consuming food and drink is a way of passing the 
time. 

Business R-Ractor IX 

The end of this dimension that stresses terminal conven­
ience seems very close to one end of factor II. But in 
that case, the factor was interpreted as "free spirits" 
versus schedule-efficiency. In this case, it is schedule­
efficiency versus economy. It is intereosting that the 
two statements about "dressing up" and having a good view 
out the window fit into the economy notion, since these 
are characteristics of bus travel (see l'able 7), which 
is seen as the economical way to travel. 

Business R-Factor X 

This factor is marked at one end by a ra.ther straight­
forward concern with the quality of travel: nothing 
fancy, but simple cleanliness, easily obtained informa­
tion, no delays, and adequate food and drink. The other 
end is less well-defined, but does seem to suggest a 
kind of psychological comfort-enjoyment orientation. 
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Discussion 

The R-factor analysis could not be said to be wholly 
satisfactory in the information it produced. In 
the first place, the understanding of travel desires 
would have been enhanced had a fewer number of factors 
proved sufficient to cover them. The factors them­
selves would be more useful in understanding if the 
ends of the dimensions were more ·truly opposite to one 
another, psychologically. Had that been the case, the 
meaning of the dimension that the factor represents 
would be more easily seen. Finally, it was sometimes 
difficult to see what those statements at the same 
end of a factor had in common. ----

Nevertheless, the R-factor analysis does contribute 
something to our understanding. First, the difficulties 
described above can be regarded as one more bit of evi­
dence that travel desires constitute a highly complex 
issue, one that does not yield readily to attempts at 
simplification. Second, the meaning of some of the 
factors does seem relatively clear; there is much in 
Table 9 that should be valuable to anyone trying to 
conceptualize the relevant dimensions of travel desires, 
either for purposes of additional research or for con­
structing models of passenger satisfaction. 

In retrospect, it appears that one reason why the fac­
tor analysis turned out to be so complex is that respon­
dents did not merely describe, in abstract terms, their 
travel desires when they sorted the cards. Rather, some 
of them appear to have used the card sort, in part, to 
describe the travel mode they use most often. It does 
appear that travel desires and mode descriptions have 
been confounded, to some extent. 
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The card sort for non-business travel was subjected to 
the same mathematical analysis as described above for 
business travel, and the results are shown in Table 10. 

As was the case for business travel, the correlations 
among the statements for non-business travel tended to 
be low, so that only about one-third of the total. theo­
retical variance is available to be explained with a 
factor analysis. The implications of this situation 
were discussed above. 

In this case, twelve factors were necessary to account 
for the explainable variance. 

Non-Business R-Factor I 

One end of this factor stresses self-reliance and indi­
vidual freedom, and seems quite similar to one end of 
business factor II. The other end is not readily inter­
pretable, but it may involve some feelings of dependence: 
getting information easily, being treated courteously, 
having companions, all of which let the traveler relax and 
not have to assert himself. This interpretation, which 
is rather speculative, would make this factor a freedom 
versus dependence dimension. 

Non-Business R-Factor II 

This factor, which is not bipolar, is marked by a concern 
with speed, and appears nearly identical to business fac­
tor III. 
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Table lOa 

Non-Business Travel R-Factor I 

9.8% of Correlation Matrix Variance 

Positive Loadings 

.54 

.46 

.46 

. 31 

.31 

Negative Loadings 

.40 

.38 

.35 

.32 

Having the trip under ~ control 
Having the enjoyment of driving the 
vehicle myself 

Having some way.to move around locally 
at destination 

Having privacy to be alone 
Not having to "dress up" or worry about 

appearances 

Being able to relax 
Being able to get information easily 
Being treated with courtesy 
Being sure of sitting with people traveling 
with me 

Table lOb 

Non Business Travel R-Factor II 

8.8% of Correlation Matrix Variance 

Negative Loadings 

.68 

.59 

.58 

.57 

Being able to spend more time at my 
destination, because of speed 

Being able to take more, one or two-day 
trips, because of speed 

Being able to leave later or get back 
sooner, because of speed 

Being able to get travel over with sooner, 
because of speed 
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Table lOc 

Non-Business Travel R-Factor III 

9.8% of Correlation Matrix Variance 

Positive Loadings 

.62 

.57 

.56 

.49 

.48 

.38 

Negative Loadings 

.35 

.34 

Using a travel method that more important 
and wealthier people use 

Using a travel method that more respect­
able people use 

Havil1.g luxurious or "rich" surroundings 
on the vehicle 

Having luxurious or "rich" surroundings in 
the terminal 

Being made to feel like someone important . 
Getting "extra service", catering to my 
needs 

Being able to "st:retch my legs" when I 
want to 

Having plenty of leg room 

Table lOd 

Non-Business Travel R-Factor IV 

8.5% of Correlation Matrix Variance 

Positive Loadings 

.66 

.61 

.33 

.31 

Negative Loadings 

.34 

Feeling I was safe from accidents 
Feeling I was safe from personal assault 
Knowing everything about the vehicle was 

modern and up-to-date 
Not having to load and unload my own luggage 

Being able to leave and come back almost 
exactly when I wanted to 
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Table lOe 

Non-Business Travel R-Factor v 

9.3% of Correlation Matrix Variance 

Positive Loadings 

.43 

.41 

.37 

.30 

Negative Loadings 

.53 

.47 

.36 

.36 

Being able to go right to the door of my 
ultimate destination ..• 

Not having to make ticket reservations in 
advance 

Never having any problem with parking 
Not having to go to any kind of terminal 
or station 

Being able to nap or doze 
Being able to write or work 
Having privacy to be alone 
Having a smooth ride, with no bumping 
or vibration 

Table lOf 

Non-Business Travel R-Factor VI 

13.1% of Correlation Matrix Variance 

Positive Loadings 

.45 

.39 

.35 

.34 

Negative Loadings 

.65 

.64 

.57 

. 53 

.35 

.32 

Being able to interrupt the trip any 
time I want to 

Not having to pack my luggage very care­
fully 

Not having to move by a time table 
Not having to "dress up" or worry about 

appearances 

Being able to get to terminals quickly 
Having a terminal very near my ultimate 
destination 

Having a terminal very near my home or 
place of business 

Not having to walk great distances •.. 
Having a terminal with good parking 
facilities 

Being able to write or work 
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Table lOg 

Non-Business Travel R-Factor VII 

5.8% of Correlation Matrix Variance 

Positive Loadings 

.39 

.35 

.33 

Negative Loadings 

.31 

Not feeling closed in 
Feeling very much "at home" and relaxed 
Not having to worry about details 

Never having any unanticipated delays 

Table lOh 

Non-Business Travel R-Factor VIII 

6.9% of Correlation Matrix Variance 

Positive Loadings 

.46 

.40 

Negative Loadings 

.46 

.33 

.32 

Having a comfortable seat 
Having a smooth ride, with no bumping 
or vibration 

Being able to bring as much luggage 
as I want 

Not having to pack my luggage very 
carefully 

Being able to interrupt the trip any 
time I want to 
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Table lOi 

Non-Business Travel R-Factor IX 

7.1% of Correlation Matrix Variance 

Negative Loadings 

.65 

.62 

.38 

Spending as little money as possible 
Knowing I was getting the best bargain 
in travel .•• 

Having very reasonably priced or free 
food and drink available 

Table lOj 

Non-Business Travel R-Factor X 

B.l% of Correlation Matrix Variance 

Positive Loadings 

.56 

.46 

.46 

.43 

.36 

Negative Loadings 

.33 

.31 

Being made to feel welcome 
Being able to meet and talk to people 
Being treated with respect 
Not feeling "out of place" 
Being treated with courtesy 

Not having to move by a time table 
Never having to wait for anything 
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Table lOk 

Non-Busine·;;;s Travel R-Factor XI 

6.7% of Correlation Matrix Variance 

Positive Loadings 

.54 

.41 

.32 

Negative Loadings 

.35 

.32 

Having good food and drink available 
Having very reasonably priced or free 

food and drink ctvailable 
Having everything clean around me in 
the terminal 

Being able to see! the person controlling 
the vehicle 

Not having to as~: anybody for directions 
or information 

Table 101 

Non-Business Travel R-F'actor XII 

6.1% of Correlation Matrix Variance 

Positive Loadings 

.42 

.35 

.31 

Negative Loadings 

.41 

Being completely familiar with the 
system ••. 

Not having to make any stops once I 
get going 

Knowing ••• how I ~~ill accomplish each 
stage of the trip 

Having privacy wi.th traveling companions 
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Non-Business R-Factor III 

One end of this factor seems clearly to be a concern 
with high status and self-esteem, and is like business 
factor IV. Its opposite is a concern with leg room. 
It may be that the contrast here is between a concern 
with psychological status comfort·, on the one hand, 
and the most literal kind of physical comfort, on the 
other. 

Non-Business R-Factor IV 

One end of the factor is primarily concerned with safety 
and security, and is somewhat similar to one end of busi­
ness factor VI. The other end has only one statement with 
a moderately high loading, so the factor does not seem 
truly bipolar. 

Non-Business R-Factor V 

One end of this factor suggests a concern with the ab­
sence of the necessity for arrangements, transfers, and 
special procedures. The other end is more concerned 
with the time in transjt, and having that time pass 
without disrupting influences. 

Non-Business R-Factor VI 

One end of this factor suggests primarily freedom, while 
the other end is a concern with terminal convenience. 
This factor is quite similar to business factor II. 
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:\Jon-Business R-Factor VII 

This factor is quite small, and seems to be concerned 
with feeling relaxed, without feeling confined and 
without having details to worry about. Those who value 
this feeling seent to be saying that if they have it, 
delays are not particularly upsetting. 

Non-Business R-Factor VIII 

This factor contrasts a concern with straightforward 
physical comfort with a tendency to value traveling 
freely, especially with regard to the burdens of lug­
gage. 

Non-Business R-Factor IX 

This factor, which is not bipolar, reflects a concern 
with cost and economy. It is similar to business fac­
tor IX, especially when it is noted that the highest 
positive loading (.27) deals with terminal convenience. 

Non-Business R-Factor X 

One end is a concern with the social, interpersonal 
aspects of travel, while the other end, which is less 
well-defined, seems to be a concern that travel 
not disrupt one's preferred individual pace. 
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Non-Business R-Factor XI 

One end is marked by a concern with food and drink, 
while the other end seems to stress the psychological 
comfort of familiarity. In a sense, this factor con­
trasts amenities with psychological ease. 

Non-Business R-Factor XII 

This factor, which also involves familiarity, puts 
the emphasis on the efficiency that familiarity can 
permit, rather than psychological ease. 

Discussion 

The comments that were made about the business travel 
analysis apply here also. It is noteworthy that two 
or three factors did not appear that account for most 
of the variance. The complex, hard to understand struc­
ture that did emerge points up the complexity of travel 
desires. It appears that travelers do, indeed, have 
a great many different desires and values. 

Now that both R-factor analyses have been presented, a 
few conclusions may be possible: 

Separate terminal and vehicle factors did not appear. 
It seems that vehicles and terminals "go together" 
in the minds of travelers. 
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No real "physical comfort factor" emerged. It 
might have been expected that such things as 
seating comfort, leg room, ride smoothness and 
temperature control would have crnnbined to form 
a ~ingle dimension involving physical comfort. 
That this did not occur could suggest that the 
various aspects of comfort are somewhat indepen­
dent, that the person who is very concerned with 
temperature control, for example, may not be 
highly concerned with ride smoothness. 

Although the exact details are difficult to grasp, 
it does appear that "psychological comfort", in 
various aspects including familiarity, a sense of 
being relaxed and at ease, and not being annoyed 
by tasks and details, is important. 

There is evidence that ·the "aggravation factor", 
which involves tasks, that are required while 
traveling, is important, although :Lt may not be a 
single factor but may have some relatively inde­
pendent aspects. 

The concern with cost and economy ~;as apparent. 
Interestingly, it did not necessarily appear op­
posite a concern with status and luxury, but may 
have been contrasted more with terminal convenience. 
This could indicate that the economy-minded travelers 
used the card sort to describe automobile travel, 
which would mean they ranked terminal considerations 
low. 
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F. The Q-Factor Analyses 

The R-factor analyses just reported produced groups 
of statements that tended to be ranked similarly. 
Q-factor analyses were also performed, and this pro­
cedure produces groups of persons who tended to rank 
the statements similarly. In a sense, the Q-factor 
analysis segmented the travelers ·according to the pat­
tern of travel desires. 

The results of the Q-factor analysis for the business 
travel card sort are shown in Table 11. The table· shows 
the proportion of explainable variance each factor ac­
counts for. It also shows the number of respondents 
with significant loadings on the factor. "Significance" is arbitrary, of course, but the relative size of these 
numbers of respondents is an indication of the relative 
sizes of the segments. 

To make the statements interpretable, the ten highest 
positive and the ten lowest negative statements asso­
ciated with each is shown in the table. The factor 
scores shown have not been normalized or indexed either 
within or across factors. They reflect the relative 
importance of the statements in describing the orien­
tations that define the segments. The members of each 
segment tended to agree that the statements labelled 
"positive" were more important to them than the state­
ments labelled "negative". 
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The Q-factor segments are not 
that there are pjoplh at both 
Rather, the peep e w o have a 
to a factor all tend to be at 
in the table. 

bipolar, in the sense 
ends of the factors. 
significant relationship 
the end labelled "positive" 

Six Q-factors each are reported for the business and 
non-business analyses. These fac"tors do not explain 
all the accountable variance, but in each case about 
three-fourths of it. The remaining variance was spread 
across a large number of relatively small factors, too 
small to interpret and report. 

Business Q-Factor I 

Persons high on this factor,which is the largest, clearly are saying they value speed more than status, luxury, 
or prestige. 

Business Q-Factor II 

People in this segment, which is second largest, seem 
to want travel to disrupt their work as little as pos­
sible. They want to work while traveling, and not to 
lose any time waiting in line, obtaining information or making reservations. They profess to be concerned with 
cost, which is another indication that they are effi-
ciency-oriented. ----
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Table lla 

Business Q-Factor I 

57 Respondents with Significant Loading 
26.4% of Correlation Matrix Variance 

Positive Statements 

Factor 
No. Score 

13 2.55 
11 2.48 
12 2.08 

2 1.99 
14 1.96 

1 1.55 
68 1.52 
47 1.45 
49 1.24 
36 1.08 

More time at destination, because of speed of travel 
Leave later or get back sooner, because of speed of travel 
Get travel over with sooner, because of speed of travel 
Would not be later than planned time of arrival 
Take more one or two day trips because of speed 
of travel 

Leave and come back exactly when wanted to 
Get to terminals quickly 
Terminal very near home or place of business 
Terminal with good parking facilities 
Not having to make any stops once I get going 

Negative Statements 

Factor 
No. Score 

29 

28 
19 
33 
10 
27 
60 
51 
26 
72 

-2.00 

-1.71 
-1.57 
-1.52 
-1.43 
-1.36 
-1.32 
-1.23 
-1.17 
-1.11 

Travel method that more important or wealthier 
people use 

Travel method that more respectable people use 
Luxurious or "rich" surroundings on the vehicle 
Being made to feel like someone important 
Feeling safe from personal assault 
Not feeling "out of place" 
Able to see the person controlling the vehicle 
Luxurious or "rich" surroundings in the terminal 
Not having to "dress up" or worry about appearances 
Knowing everything about the terminal was modern 

and up-to-date 
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Table llb 

Busiriliss Q-Factor II 

29 Respondents with Significant Loading 

15.6% of Correlation Matrix Variance 

Positive S ta temen ts 

No. -
57 
70 
16 
63 
38 
1 

54 
45 
30 
15 

Factor 
Score -
2.31 
1.64 
1.31 
1. 30 
1.26 
1.18 
1.11 
1.10 
1. 03 
1.01 

Being able to write or work 

Not having to wait in lin.e to buy tickets or check in 
Getting the best bargain in travel 
Knowing exactly how I will accomplish each stage of trip 
Never having to wait for anything 
Leave and come back exactly when wanted to 
Being able to get information easily 
Not having to make any ticket reservations in advance Being treated with courtesy 
Spending as little money as possible 

Negative Statements 

No. --
61 
49 
64 
62 
51 
12 
23 
22 
18 

19 

Factor 
Score -
-2.20 
-2.19 
-2.].4 
-1.76 
-1.71 
-1.62 
-1.58 
-1.46 
-1.36 

-1.32 

Enjoyment of driving the vehicle myself 
Terminal with good parking facilities 
Having the trip under ~ control 
Never having any problem with parking 
Luxurious or "rich" surroundings in the terminal 
Get travel over with sooner, because of speed of travel 
Sure of sitting with the people traveling with me 
Being able to meet and talk to people 
Being offered things to entertain me or help pass the time 

Having luxurious or "rich" s:uz:roundings on the vehicle 
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Table llc 

Business Q-Factor III 
17 Respondents with Significant Loading 

9.1% of Correlation Matrix Variance 

Positive Statements 

No. 

64 
1 

61 
40 
63 
39 
38 
43 
46 
41 

Factor 
Score 

3.44 
2.25 

2.11 
1. 98 
1. 95 
1.36 
1.27 
0.98 
0.97 
0.92 

Having the trip under !!!Y_ control 
Able to leave and come back almost exactly when I wanted to 
Enjoyment of driving the vehicle myself Not having to move by a timetable 
Knowing exactly how I will accomplish each stage of trip Being able to interrupt the trip any time I want to Never having to wait for anything 
Able to go right~the door of my ultimate destination Not having to go to any kind of station or terminal Having some way to move around locally at my destination 

Negative Statements 

Factor 
No. Score 

51 -1.51 
18 -1.50 

28 -1.44 
29 -1.40 
57 -1.28 
19 -1.27 
72 -1.20 

74 -1.19 
33 -1.14 
48 -1.13 
34 -1.13 

Having luxurious or "rich" surroundings in the terminal Being offered things to entertain me or help pass the time 
Travel method that more respectable people use Travel method that more important or wealthier people use Being able to write or work 
Having luxurious or "rich" surroundings on the vehicle Knowing everything about the terminal was modern and up-to-date 
Able to get to terminals with no inconvenience Being able to feel like someone important Terminal very near my ultimate destination Getting "extra service", catering to my needs and wants 
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Table lld 

Business Q-Factor IV 
9 Respondents with Significant Loading 

7.7% of Correlation Matrix Variance 

Positive Statements 

No. 

23 
15 

3 
55 
75 
16 
57 

9 
65 
24 

Factor 
Score 

1.88 
1. 85 
1.59 
1.58 
1.54 
1.46 
1.45 
1. 38 
1.30 
1. 25 

Sure of sitting with the people traveling with me Spending as little money as possible 
Having a comfortable seat 
Being able to relax 
Feeling very much "at home" and relaxed Knowing I was getting the best bargain in travel Being able to write or work 
Feeling safe from accidents 
Not having to load and unload my own luggage Having privacy with my traveling companions 

Negative Statements 

Factor 
No. Score 

47 -2.02 
43 -1.89 
45 -1.66 
38 _-1. 63 
46 -1.54 
72 -1.48 

53 -1.41 
48 -1.40 
52 -1.23 
29 -1.13 

Terminal very near home. or place of business Able to go right to the door of my ultimate destination Not having to make any ticket reservations in advance Never having to wait for anything Not having to go-ro-any kind of station or terminal Knowing everyting about the terminal was modern and up-to-date 
Not having to ask anybody for directions or information Terminal very near ultimate destination Being completely familiar with the system Travel method that more important or wealthier people use 
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Table lle 

Business Q-Factor V 

21 Respondents with Significant Loadings 
11.0% of Correlation Matrix Variance 

Positive Statements 

Factor 
No. Score 

9 
8 

41 
62 
73 
49 
10 
54 
20 

35 

2.55 
2.13 
l. 96 
l. 69 
l. 51 
l. 45 
l. 45 
l. 42 
l. 34 

l. 28 

Feeling safe from accidents 
Comfortable temperature in the vehicle 
Having some way to move around locally at destination 
Never having any problem with parking 
Not having to walk great distances 
Terminal with good parking facilities 
Feeling safe from personal assault 
Being able to get information easily 
Knowing everything about the vehicle was modern and 
up-to-date 

Having good food and drink available 

Negative Statements 

Factor 
~ 

56 
57 
21 
29 

75 
38 
19 
36 
34 

67 
24 

Score 

-2.40 
-1.78 
-1.62 
-1.42 

-1.33 
-1.22 
-1.17 
-1.11 
-1.06 

-1.06 
-1.06 

Being able to nap or doze 
Being able to write or work 
Good view of interesting things out the window 
Travel method that more important or wealthier 
people use 

Feeling very much "at home" and relaxed 
Never having to wait for anything 
Luxurious or "ricli"'"""surroundings on the vehicle 
Not having to make any stops once I get going 
Getting "extra service", speci,al catering to my 
wants and needs 

Not having to worry about any details 
Having privacy with my traveling companions 
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Table llf 

Business Q-Factor VI 
~ 

16 Respondents with Significant Loadings 

8.1% of Correlation Matrix Variance 

Positive Statements 

Factor 
No. Score 

75 
3 

66 
52 
55 
19 
12 
31 
30 

9 

l. 95 
l. 80 
l. 74 
1.72 
l. 63 
l. 59 
l. 45 
1.23 
1.14 
1.08 

Feeling very much "at home" and relaxed 
Having a comfortable seat 
Enjoying the experience of the travel itself 
Being completely familiar with the system 
Being able to relax 
Luxurious or "rich" surroundings on the vehicle 
Get travel over with sooner, because of speed of travel 
Being treated with respect 
Being treated with courtesy 
Feeling safe from accidents 

Negative Statements 

Factor 
No. Score 

60 
57 
25 
42 
26 
71 
15 
61 
45 
44 

-2.10 
-1.85 
-1.81 
-1.71 
-1.60 
-1.57 
-1.56 
-1.44 
-1.24 
-1.17 

Being able to see the person controlling the vehicle 
Being able to write or work 
Having privacy to be alone 
Being able to bring as much luggage or gear as I want 
Not having to "dress up" or wcorry about appearances 
Very reasonably priced or free food and drink available 
Spending as little money as possible 
Enjoyment of driving the vehicle myself 
Not having to make any ticket reservations in advance 
Not having to pack my luggage very carefully 
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They repudiate any pleasure in controlling the trip 
themselves, being entertained, or distracted by luxury, 
and socializing while traveling, all of which would 
interfere, realistically or psychologically, with 
their work-efficiency orientation. 

Business Q-Factor III 

These travelers stress the importance to them of per­
sonal control and freedom to run the trip themselves. 
They reject luxury, status, and prestige, presumably 
because these things could only be accomplished at the 
expense of their self-reliance. It may also be that 
they feel these things might distract them from their direct 
responsibility for the travel, which is consistent with 
their rejection of writing or working while traveling. 
The negative scores for terminal convenience are prob-
ably not so much a rejection of terminal convenience 
as a rejection of going to terminals at all. 

Business Q-Factor IV 

This segment, which is quite small, is difficult to 
interpret. It is relatively clear what these travelers 
are saying they can do without, which is primarily con­
venience. What it is that they want to achieve is more 
doubtful. Economy is part of it, they say, as is feel­
ing at ease, perhaps with companions. These people 
seem to be saying that if they can be psychologically 
comfortable at low cost, they will give up convenience. 
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Business Q-Factor V 

The people in this segment seem concerned with security, 
both physical and psychological. The physical safety 
aspect is obvious. The psychological security may be 
implied by the concern with information, having a new 
vehicle, and having some way to move around locally 
at their destination. Knowing they will not have trouble 
parking is part of this orientation, but may also be re­
lated to physical safety: avoiding dark, lonely parking 
lots. 

This interpretation seems to be borne out by the high 
negative score for napping or dozing. People concerned 
with security are probably watchful, and do not want 
to go to sleep, or be distracted by the other diversions 
reflected in the statements with negative scores. 

Business Q-Factor VI 

This segment is marked by a desire to relax in nice 
surroundings with good service and enjoy the travel 
experience itself. To achieve this goal, they will 
give up economy and are willing to make reservations 
and be somewhat restricted in regard to luggage. Pri­
vacy is not a concern, nor is writing or working while 
traveling. 
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Discussion 

Conspicuously absent from the Q-factors, given the 
trend of the depth interviewing reported, is any very 
direct manifestation of a desire for status and pres­
tige. In fact, these things often appeared as nega­
tive, concerns that various segments rejected. 

Business factor VI does seem to have overtones of 
status and luxury, but i·t is not a clear-cut state­
ment of this concern. 

It is possible, and perhaps even likely, that status 
and prestige did not emerge as a Q-factor because they 
are of moderately high concern to some people, but of 
very great concern to almost no one. 

Table 12 presents the same results for the Q-factor 
analysis of the non-business travel card sort as Table 
ll did for business travel. 
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Table l2a 

Non-Business Q-Factor I 
39 Respondents with Significant Loadings 

14.4% of Correlation Matrix Variance 

Positive Statement·s 
Factor 

No.~ 

12 
ll 

l3 

68 
74 
48 

l 
14 
47 

3 

2.37 
2.27 

2.19 

l. 81 
l. 76 
1.71 
1.56 
l. 39 
1.30 
1.08 

Get travel over with sooner, because of speed of travel 
Leave later or get back sooner, because of speed of 
travel 

Spend more time at destination, because of speed of 
travel 

Being· able to get to terminals quickly 
Being able to get to terminals with no inconvenience 
Terminal very near ultimate destination 
Ableto leave and come back almost exactly when I wanted 
More one or two day trips, because of the speed of trave 
Terminal very near home or place of business 
Having a comfortable seat 

Negative Statements 
Factor 

No. Score 

60 
33 
29 
28 
51 
61 
19 
39 
32 
10 

-1. 7l 
-1.63 
-1.61 
-1.57 
-1.54 
-1.32 
...,1.18 
-1.16 
-1.11 
-1.05 

Being able to see the peJcson controlling the vehicle 
Being made to feel like someone important 
Travel method that more important or wealthier people us< 
Travel method that more respectable people use 
Luxurious or "rich" surrc>Undings in the terminal 
Enjoyment of driving the vehicle myself 
Luxurious or "rich" surroundings on the vehicle 
Being able to interrupt t:he trip any time I want to 
Being made to feel welcome 
Feeling safe from persomLl assault 
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Table 12b 

Non-Business Q-Factor II 

52 Res~ondents with Significant Loadings 
17.9% of Correiation Matrix Variance 

Positive Statements 

Factor 
No. Score 

1 2.24 

40 1.97 
64 1.85 
61 1. 77 
39 1. 72 
43 1. 61 

63 1. 43 

26 1. 39 
41 1.27 
66 1.15 

Being able to leave and come back almost exactly 
when I wanted to 

Not having to move by.a timetable 
Having the trip under ~ control 
Enjoyment of driving tne vehicle myself 
Being able to interrupt the trip any time I want to 
Being able to go right to the door of ultimate 
destination 

Knowing exactly how I will accomplish each stage 
of trip 

Not having to "dress up" or worry about appearances 
Having some way to move around locally at destination 
Enjoying the experience of the travel itself 

Negative Statements 

Factor 
No. Score 

57 -1.85 
65 -1.57 
56 -1.57 
74 -1.53 
18 -1.52 

68 -1.45 
72 -1.41 

51 -1.39 
48 -1.35 
47 -1.34 

Being able to write or work 
Not having to load and unload my own luggage 
Being able to nap or doze 
Being able to get to terminals with no inconvenience 
Being offered things to entertain me or help pass 
the time 

Being able to get to terminals quickly 
Knowing everything about the terminal was modern 

and up-to-date 
Luxurious or "rich" surroundings in the terminal 
Terminal very near ultimate destination 
Terminal very near home or place of business 
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Table l2c 

Non-Business Q-Factor III 

24 Respondents with Significant Loadings 

10.0% of Correlation Matrix Variance 

Positive Statements 

Factor 
No. Score 

15 2.83 
16 2.68 
7l 1.96 

35 1. 86 
24 1.84 
l3 1.54 

23 1. 47 
32 1. 46 
22 1.44 
55 1.12 

Spending as little money as possible 
Knowing I was getting the best bargain in travel 
Having very reasonably priced or free food and 
drink available 

Having good food and drink available 
Having privacy with my traveling companions 
Spend more time at destination, because of speed 
of travel 

Sure of sitting with the people traveling with me 
Being made to feel welcome 
Being able to meet and talk to people 
Being able to relax 

Negative Statements 

Factor 
No. Score 

61 -1.98 
60 -1.89 

65 -1.70 
70 -1.35 

6 -1.35 
64 -1.33 
46 -1.20 

53 -1.19 

57 -1.14 
29 -1.01 

Enjoyment of driving the vehicle myself 
Being able to see the person controlling the 
vehicle 

Not having to load and unload my own luggage 
Not having to wait in line to buy 1oickets or 

check in 
Having a smooth ride, with no bumping or vibration 
Having the trip under ~ control 
Not having to go to any kind of station or 

terminal 
Not having to ask anybody for directions or 

information 
Being able to write or work 
A· travel method that more importanio or wealthier 
people use 
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Table 12d 

Non-Business Q-Factor IV 

26 Respondents with Significant Loadings 
10.7% of Correlation Matrix Variance 

Positive Statements 

Factor 
NO. Score 

17 1. 85 Having everything clean around me on the vehicle 
20 1.30 Knowing everything abqut the vehicle was modern 

and up-to-date 
30 1.22 Being treated with courtesy 
31 1.19 Being treated with respect 
65 1.18 Not having to load and unload my own luggage 

3 1.11 Having a comfortable seat 
73 1.10 Not having to walk great distances 

9 1.03 Feeling safe from accidents 
19 1.00 Having luxurious or "rich" surroundings on the 

vehicle 
70 0.98 Not having to wait in line to buy tickets or 

check in 

Negative Statements 
Factor 

~ Score 

57 -2.74 
56 -2.67 
25 -2.23 
15 -2.05 
71 -1.93 

26 -1.30 
18 -1.28 
61 -1.20 
64 -1.18 

7 -1.17 

Being able to write or work 
Being able to nap or doze 
Having privacy to be alone 
Spending as little money as possible 
Having very reasonably priced or free food and 
drink available 

Not having to "dress up" or worry about appearances 
Offered things to entertain me or help pass the time 
Enjoyment of driving the vehicle myself 
Having the trip under ~ control 
Not sitting shoulder-to-shoulder with someone else 
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Table 12e 

Non-Business Q-Factor V 

41 Respondents with ~ignificant Loadings 
13.1% of Correlation Matrix Variance 

Positive Statements 

No. 

9 
6 
4 

10 
8 

65 
3 

30 
5 

55 

Factor 
Score 

2.58 
2.21 
1.91 
1. 76 
1. 52 
1.45 
1.43 
1. 39 
1.28 
1. 08 

Feeling safe from acciden1:s 
Having a smooth ride, with no bumping or vibration 
Having plenty of leg room 
Feeling safe from personal assault 
Having a comfortable temperature in the vehicle 
Not having to load and unload my own luggage 
Having a comfortable seat 
Being treated ~lith courtesy 
Being able to "stretch my legs" when I want to 
Being able to relax 

Negative Statements 

No. 

19 
13 
29 
51 
61 
34 
43 
11 
45 
28 

Factor 
Score 

-2.16 
-1.79 
-1.62 
-1.44 
-1.33 
-1.32 
-1.30 
-1.29 
-1.26 
-1.19 

Having luxurious or "rich" surroundings on the vehicle 
Spend more time at destination,because of speed of travel 
Travel method that more important or wealthier people use 
Having luxurious or "rich" surroundings in the terminal 
Enjoyment of driving the vc~hicle myself 
Getting "extra service", catering to my needs and wants 
Able to go right to the docJr of my ultimate destination 
Leave later or get back sooner,because of speed of travel 
Not having to make any ticket reservations in advance 
Travel method that more rel>pectable people use 
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Table 12f 

Non-Business Q-Factor VI 

9 Respondents with Significant Loadings 

5.9% of Correlation Matrix Variance 

Positive Statements 

Factor 
No. 

42 
45 
39 
40 
62 
56 
23 
74 
35 
38 

Score 

2.40 
1. 86 
1.67 
1. 42 
1.27 
1. 25 
1. 23 
1.19 
1.18 
1.17 

Being able to bring as much luggage or gear as I want 
Not having to make any ticket reservations in advance 
Able to interrupt the trip any time I want to 
Not having to move by a timetable 
Never having any problem with parking 
Being able to nap or doze 
Sure of sitting with the people traveling with me 
Able to get to terminals with no inconvenience 
Having good food and drink available 
Never having to w~it for anything 

Negative Statements 

Factor 
No. Score 

14 -1.92 
11 -1.89 
33 -1.73 
10 -1.42 
13 -1.42 
27 -1.32 
52 -1.25 
12 -1.20 
63 -1.11 

9 -1.07 

More one or two day trips, because of speed of travel 
Leave later or get back sooner,because of speed of travel 
Being made to feel like someone important 
Feeling safe from personal assault 
Spend more time at destination,because of speed of travel 
Not feeling "out of place" 
Being completely familiar with the system 
Get travel over with sooner, because of speed of travel 
Knowing exactly how I will accomplish each stage of trip 
Feeling safe from accidents 
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Non-Business Q-Factor I 

This factor is almost identical with business factor 
I, stressing speed at the expense of status, luxury 
or prestige. The segment is smaller for non-business 
travel, however. 

Non-Business Q-Factor II 

This factor seems closely related to business factor 
III. It stresses personal control and freedom over 
luxury and diversion and rejects going to terminals. 

Non-Business Q-Factor III 

This segment is primarily cost conscious, and is will­
ing to give up personal control and convenience to 
achieve low cost. 

Non-Business Q-Factor IV 

This segment seems to involve a concern with "social 
security": cleanliness, courtesy, and respect, with 
some desire for luxury. These persons are willing 
to give up economy and personal control. 
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Non-Business Q-Factor V 

This is a "physical" segment: they value safety 
and physical comfort more highly than luxury, status, 
speed, or convenience. 

Non-Business Q-Factor VI 

This segment involves a rejection of speed, concern 
with safety, concern with familiarity, and feelings 
of self-importance in favor of flexibility and freedom. 

Discussion 

One other aspect of the Q-factor analyses is worthy of dis­
cussion. The non-business travel analysis produced two 
factors that were concerned with "freedom" (II and VI). 
In one case, the pattern of statements suggested that free­
dom was valued for its implications for personal control 
by the traveler, while in the other case the factor appeared 
to be more of a freedom and flexibility concern: not being 
restricted in travel. 

Summary of the Q-Factor Analyses 

The Q-factor analyses produced much more interpretable 
results than did the R-factor analyses. That, in itself, 
is probably evidence that travelers are different from 
one another in their desires and orientat~ons. That is, 
it was easier to find meaningful differences among trav­
elers than it was to find differences among the state­
ments as they were ranked by all travelers. 
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The interpretation of the factors that was 
above suggests that the important segments 
travelers are defined by a concern with: 

presented 
of business 

Speed (I) 

Work-efficiency while traveling (II) 

Physical and psychological security (V) 

Personal control and freedom (III) 

Enjoyment of surroundings and service (VI) 

Economy? (IV) 

The important segments of non-business travelers are 
defined by: 

Personal control and freedom (II) 

Speed (I) 

Physical comfort and safety (V) 

"Social security" (IV) 

Economy (III) 

Flexibility and freedom (VI) 
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G. Characteristics of the Q-Factor Segments 

The Q-factor analyses segmented the respondents accord­ing to travel desires. In this section, the demographic characteristics and travel behavior of the segments will be examined. 

Business Q-Segments 

Table 13 shows some selected demographic characteristics of the business travel Q-segments. 

It should be realized, of course, that the numbers of respondents are not very large, so that the percentages in Table 13 are probably not highly stable. A shift of even one person could sometimes change a percentage dis­tribution markedly, when the total is so small. 

The segment that perhaps stands out as most different from the others is III, which was characterized as being concerned with personal control and freedom when travel­ing. It has a higher proportion of men, a higher propor­tion of persons aged 35-49, a higher proportion of blue­collar occupations, a much lower proportion of college graduates, a much lower proportion of very high incomes, and a high degree of automobile ownership. The relat~vely low occupational, educational, and income status, in par­ticular, seem consistent with what is known about social class attitudes and ideologies: the tendency for those occupying social class strata below the top to value self-reliance and autonomy. Personal control when traveling also enables one to avoid situations where one's lack of sophistication is a potential embarrassment, and may be valued by lower social class persons for this reason. 
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Table 13 

Demographic Characteristics of the 
Business Travel Q-Factor Segments 

BUI>iness Q-Factor Segment Total I II III IV V 
Respondents 

Sex 

133 
% 

57 
% 

29 
% 

Men 
Women 

82.7 86.0 72.4 
17.3 14.0 27.6 

~ 
Under 35 
35-49 
50 and over 

Respondent's occupation 

White collar 
Blue collar 
Not in labor force 

Education 

27.8 
43.6 
28.6 

91.5 
5.4 
3.1 

Not past high school 24.0 
Some college 27.8 
College graduate or 

more 

Income 

Under $15,000 
$15,000-$19,999 
$20,000-$24,999 
$25,000 and over 

Having children at 
home 

Place of growing up 
Country or small 

town 
Small or medium­
sized city 

Large city 
Large city suburb 

48.1 

31.3 
24.2 
25.0 
19.5 

54.9 

12.8 

14.3 
66.9 
6.0 

29.8 
43.9 
26.3 

92.7 
1.8 
5.5 

21.1 
15.8 

63.1 

23.2 
21.4 
30.4 
25.0 

59.6 

7.0 

15.8 
68.4 
8.8 

Owning no car 9.8 10.5 
Owning 2 or more cars 49.6 52.7 
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27.6 
31.0 
41.4 

89.3 
7.1 
3.6 

24.1 
34.5 

41.3 

42.3 
19.2 
23.1 
15.4 

44.8 

17.2 

17.2 
62.1 
3.4 

24.1 
31.0 

17 
% 

9 
% 

94.1 77.8 
5.9 22.2 

17.6 
58.8 
23.5 

33.3 
44.4 
22.2 

88.2 100.0 
11.8 

41.1 
41.2 

17.6 

35.3 
35.3 
23.5 
5.9 

64.6 

ll.8 

11.8 

22.2 
44.4 

33.3 

11.1 
33.3 
33.3 
22.2 

33.3 

64.7 100.0 
11.8 

47.1 
22.2 
44.4 

21 
% 

85.7 
14.3 

33.3 
38.1 
28.6 

95.2 

4.8 

28.6 
42.9 

28.6 

23.5 
47.1 
17.6 
11.8 

51.1 

28.6 

19.0 
52.4 

61.9 

....Y!_ 

16 
% 

75.0 
25.0 

31.3 
50.0 
18.8 

81.3 
12.5 

6.3 

31.2 
18.8 

50.0 

50.0 
18.8 
18.8 
12.5 

50.1 

12.5 

6.3 
75.0 
6.3 

43.8 



Segment VI, which seemed concerned with travel enjoyment, 
includes a relatively large proportion of women, a low 
proportion of persons over age 49, and a somewhat lower 
than average proportion of persons under 35, a high 
proportion of blue collar occupations, and a high propor­
tion of lower incomes. Their educational level is not 
very different from the average of all business travel 
respondents, however. 

It almost appears that this segment includes people whose jobs are less important, but who have the background to 
enjoy "the finer things" (education is the clue here). 
Lacking the satisfactions that come from knowing their 
business travel is highly important, they seek satisfac­
tion from the travel situation itself. 

A clue to the meaning of segment V, which is concerned 
with safety and security, may lie in their somewhat lower 
tendency to have grown up living in a larger city. Crowds of people, potentially including some "undesirable char­
acters", may make persons who grew up in more "relaxed" 
surroundings anxious, while the person who grew up in a 
large city may be better adapted to crowds and confusion. 
Segment IV was somewhat hard to interpret from the Q-factor 
analysis, but it did include some concern with economy. 
Table 13 does little to expand the understanding of this segment, since there is no evidence that these people are 
in lower level jobs where they might be held more account­
able for business travel economy. 

Segment II, which includes persons who are concerned that 
travel should not disrupt their work-efficiency, includes 
a relatively large proportion of women, a large number of 
older persons, and a low degree of automobile ownership. 
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Segment I, the speed-oriented, probably occupy higher 
level, more important jobs: they have a high level 
of education and relatively high incomes, although 
their age is not greater. 

Table 14 shows the trip circumstances of the business 
se<;~ments. 

Segment I, the speed-oriented, have a somewhat greater 
than average tendency to have business in more than one place when they travel, and are somewhat more likely to 
be traveling to a major center city. 

Segment II, those concerned with not disrupting their 
work-efficiency, may have some reason for this concern: their trips tend to be of longer distance and duration than average. 

Segment III, persons concerned with personal control 
and freedom, tend to take few long-distance trips in 
the Northeast Corridor, but their trips are quite often 
of long duration. They frequently have several places 
at which to conduct business, they seldom have any travel­
ing companions, and their destinati,on is very often some­
thing other ·than a major center city. It is interesting 
that the depth interview material suggested that all these 
factors favored the use of the automobile, and that the 
automobile was also a maier source of personal control and freedom. 
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Table 14 

Percentage of Business Trips According to Type, within Bus1ness Q-Factor Segments 

Total 

Respondents 133 

Trips 1,536 

One-way distance 
80-149 miles 
150-449 miles 
250 or more miles 

No. nights away 

No nights away 
1 night away 
2 or more nights 

away 

Places with business 
l place with busi­
ness 

2-3 places with 
business 

4 or more places 
with business 

No. of companions 

Alone 
l companion 
2 or more companions 

Destination 

Major center city 
Suburb 
Other 

50.1% 
32.8 
17.1 

27.8 
21.1 

51.1 

49.2 

17.8 

32.9 

75.1 
16.9 
8.0 

82.5 
4.3 

13.2 

I 

57 

584 

43.8% 
34.3 
21.9 

19.9 
23.8 

56.3 

42.3 

17.0 

40.7 

77.1 
12.3 
10.6 

93.0 
3.1 
3.9 
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Business Q-Factor Segment 
II __!.!!___ IV V 

29 

195 

25.1% 
53.3 
21.5 

12.8 
26.7 

60.5 

61.0 

19.5 

19.5 

75.9 
11.3 
12.8 

90.8 
3.1 
6.1 

17 

182 

53.8% 
39.6 

6.6 

16.5 
7.1 

76.4 

47.2 

6.6 

46.2 

90.7 
7.7 
1.6 

47.2 
14.8 
37.9 

9 

120 

59.2% 
15.8 
25.0 

6.7 
55.0 

38.3 

55.0 

23.3 

21.7 

88.3 
8.3 
3.3 

85.0 

15.0 

21 

280 

50.0% 
29.6 
20.4 

34.6 
21.4 

43.9 

30.7 

30.7 

38.6 

66.1 
21.1 
12.8 

64.3 
6.8 

28.9 

VI 

16 

286 

80.1% 
14.3 

5.6 

65.0 
16.4 

18.5 

74.5 

14.7 

10.8 

56.6 
32.9 
10.5 

95.8 
1.4 
2.8 

Segment IV, which is very small, has been the most diffi­cult to describe. The major special characteristic of their trips, according to Table 14, is their very low tendency to take single-day trips, and the high propor­tion of the time they spend one night away from home. However, the very small number of persons involved reduces the trustworthiness of all statistics for this segment. 

Segment V, concerned with safety and security, does not appear to stand out in any ve.ry meaningful way, in Table 14. 

Segment VI, those who want to enjoy the travel experience, take many short trips, both in distance and duration; they usually have only one place at which to conduct busi­ness, they often have companions, and their destination is almost always a major center city. These people seem to face a less demanding travel schedule. 

Table 15 shows the travel modes used by members of the business travel segments. 

The great extent of automobile use by segment III, the people concerned with freedom and control, is apparent. On the other hand, those in segment II, who wish to avoid disruption of their work routines are especially unlikely to use the automobile and are most likely to fly. 

Segment I, the speed-oriented, are next in airplane usage, and they also use the train more than average. 

- 265 -



Table 15 

Percentage of Business Trips Made by Each Mode, within Business Q-Factor Segments · 

Business Q-Factor Segment 
~ I __!_!_.___ .....!!..!..... _!.Y._ _v _ 

Respondents 133 57 29 17 9 21 

Trips 1,536 584 195 182 120 280 

Automobile 42.3% 31.7% 20.5% 88.5% 30.8% 70.5% 

Bus 4.6 2.2 10.8 2.7 2.5 0.4 

Train 26.4 31.0 23.1 5.5 39.2 9.6 

Airplane 26.7 35.1 45.6 3.3 27.5 19.6 
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_Y!_ 

16 

286 

33.6% 

7.7 

43.0 

15.7 

It is interesting that segment VI, which was char­acterized as being concerned with enjoyment of the trip, shows the greatest degree of train use, since the depth interview material showed that. train travel was often criticized as being unpleasant .• 

Table 14 showed that those in this segment are par­ticularly likely to be taking short single-day trips to major center cities where they have only one place at which to conduct business. It may be that it is the existence of such an "easy" trip pattern that enables them to put relaxation and enjoyment above other consider a tons. But it is also tru'e that their trip pattern seems "made to order" for the train. So it may be that they are using the train for its convenience, while wishing it were nicer and more com­fortable. In fact,.this suggestion is quite consis­tent with the findings from ti1e depth interviews sug­gesting that even habitual users of trains dislike them for almost everything except convenience .. 

Segment V, those concerned with safety and security, are heavy automobile users.The suggestion was made in the depth interview material that automobile travel feels safe to many people, even though they may kno~ of its relative danger. 

Segment IV remains a question mark, since it does not show any unique pattern of mode usage. 

Non-Business Travel Segments 

Table ~6 shows demographic characteristics of the non­business travel segments. 
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Table 16 

Demographic Characteristics of the Non-Business 
Travel Q-Factor Segments 

Non-Business Q-Factor Se2ment 
~ I II III IV v VI ----

Respondents 194* 39 52 24 26 41 9 
% % % % % % % 

Sex 

Men 57.2 64.1 75.0 58.3 42.3 48.8 55.6 
Women 42.8 35.9 25.0 41.7 57.7 51.2 44.4 

~ 
Under 35 39.4 46.2 40.4 41.7 26.9 40.0 33.3 
35-49 34.7 25.6 42.3 29.2 42.3 27.5 66.7 
50 and over 25.9 28.2 17.3 29.2 30.8 32.5 

Breadwinner's occuEation 

White collar 72.1 67.6 80.8 65.2 84.0 73.2 100.0 
Blue collar 16.8 18.9 15.4 21.7 4.0 12.2 
Not in labor force ll.l 13.5 3.8 13.0 12.0 14.6 

Education 

Not past high school 32.0 17.9 26.9 50.0 46.2 31.7 ll.l 
Some college 27.8 33.3 25.0 25.0 23.1 26.8 22.2 
College graduate 
or more 40.2 48.7 48.1 25.0 30.8 41.5 66.7 

~ 
Under $15,000 41.8 38.5 33.3 68.4 36.0 37.8 33.3 
$15,000-$19,999 19.8 15.4 27.5 15.8 20.0 24.3 22.2 
$20,000-$24,999 18.7 23.1 19.6 - 12.0 21.6 33.3 
$25,000 and over 19.8 23.1 19.6 15.8 32.0 16.2 ll.l 

Having children at 
home 50.0 46.2 53.8 50.0 69.2 46.3 66.7 

Place of ~rowin~ UE 
country or small 

town 16.0 2.6 15.4 16.7 19.2 17.1 
Small or medium-
sized city 13.4 20.5 13.5 12.5 7.7 17.1 ll.l 

Large city 59.3 51.3 61.5 58.3 69.2 56.1 88.9 
Large city suburb ll. 3 25.6 9.6 12.5 3.8 9.8 

Owning no car 12.9 15.4 7.7 29.2 3.8 9.8 ll.l 
Owning 2 or more cars 47.4 51.3 48.1 33.3 57.7 53.7 55.6 

*Computer capacity allowed only 180 non-business travelers to 
participate in the Q-factor analysis. 
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c) 

Segment II, the largest segment, with its emphasis on 
personal control and freedom, shows a high concentra­
tion of men, and few other distinguishing characteris­tics. 

Segment !,those concerned with speed, are younger people, relatively highly educated, with somewhat better than average incomes. Segment VI, which stresses more the 
flexibility aspect of freedom, is even younger, even 
more highly educated, and is quite likely to have chil­
dren living at home and presumably traveling with the family. 

Segment III, those especially concerned with economy, 
do, in fact, tend to have considerably lower incomes, 
and also less education and somewhat lower s·tatus jobs. 

Segment V, those concerned with physical comfort and 
safety, include many women and a somewhat greater than 
average number of older people. 

Segment IV, those concerned with "social security", 
include the largest proportion of women, and the fewest 
young people. Their educational level is rather low, but incomes tend to be high. A great many of them 
probably travel with children. These attributes do seem to describe persons who might tend to be preoccupied 
with social security. 

Table 17 shows the types of trips taken by the non-
business segments. · 
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Table 17 

Percentase of Non-Business TriEs According to T~Ee, 
within Non-Business Q-Factor Se~ents 

Non-Business Q-Factor Sesment 
Total I II III IV v 

Respondents 194* 39 52 24 26 41 

Trips 1,083 228 420 123 137 162 

One-wa~ distance 

80-149 miles 46.4% 48.7% 60.0% 40.7% 51.8% 50.0% 
150-249 miles 33.6 44.7 22.1 39.8 30.7 32.7 
250 or more miles 19.9 6.6 17.9 19.5 17.5 17.3 

No. nights awa:t: 
No nights away 16.4 16.7 22.6 8.9 21.2 18.5 
1 night away 15.0 22.8 10.7 17.9 10.2 29.0 
2 or more nights 

away 68.6 60.5 66.6 73.2 68.6 52.5 

Overnight sites 

1 overnight site 67.2 70.2 61.4 82.9 70.1 70.4 
2 or more overnight 
sites 16.1 7.0 21.2 7.3 11.7 11.1 

No. of comEanions 

Alone 16.9 30.7 9.3 29.3 10.2 14.2 
1 companion 40.6 44.3 32.1 34.1 52.6 38.3 
2 or more companions 42.5 25.0 58.6 36.6 37.2 47.5 

Destination 

Major center city 72.7 71.5 72.4 82.1 68.6 78.4 
Suburb 16.6 8.3 18.3 13.8 27.7 11.7 
Other 10.7 20.2 9.3 4.1 3.6 9.9 

*computer capac1ty allowed only 180 non-business travelers to 
participate in the Q-factor analyses. 
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Those in segment II, concerned with personal control 
and freedom, have the highest proportion of short 
trips, and one-day trips. They are also least likely 
to be traveling alone. 

Segment VI, the freedom and flexibility segment, makes 
a relatively large number of middle-distance trips, 
frequently overnight. It is surprising that more of 
their trips do not include two or. more companions, 
since Table 16 showed that they often have children 
living at home. 

Segment I, those concerned with speed, make few long 
trips. They tend to make more middle-distance trips. 
They are more likely to be traveling alone than those 
in the other segments which seems quite significant. 
With no companions, perhaps boredom is a greater con­
cern. 

Segment III, those concerned with economy, tend to 
make trips of longer duration, and more often travel 
alone. In fact, only half of them are currently mar­
ried, which is the lowest proportion of any of the seg­
ments. 

Segment IV, those concerned with "social security", 
are distinguished only by their r,elative infrequency 
of traveling alone. 

Segment v, those concerned with physical comfort and 
safety, do not stand out in any of the respects in 
Table 17. 

Table 18 shows the travel modes used by the non-business 
travel segments. 
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Table 18 

Percenta~e of Non-Business Trips Made by Each Mode, 
w~thin Non-Business Q-Factor Segments 

Non-Business Q-Factor Segment 
Total I li III IV V ----

Respondents 194* 39 52 24 26 41 

Trips 1,083 228 420 123 137 162 

Automobile 64.9% 51.7% 86.9% 46.3% 51.8% 50.6% 

Bus 10.6 13.2 5.7 7.3 9.5 17.3 

Train 15.6 22.4 4.8 34.2 24.1 23.5 

Airplane 8.9 12.7 2.6 12.2 14.6 8.6 

*Computer~apacity allowed only 180 non-business travelers to 
participate in the Q-factor analyses. 
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H. 

Automobile usage is highest for the personal control 
and freedom segment (II) and the freedom and flex­
ibility segment (VI) is next. 

The economy segment (III) has the lowest incidence 
of automobile travel, and the highest incidence of rail 
travel, which may seem surprising until it is remembered how many of these people are unmarried and travel alone. 
Also, Table 16 showed that a relatively high proportion of them do not own an automobile. 

Those concerned with speed are not among the heavy 
airplane users, which is probably due to the infre­
quency with which they take longer trips. 

In general, the non-business Q-segmentation is not high­ly related to mode usage. Once again, the explanation 
probably lies in the complexity of travel desires and 
situations. Questions of convenience probably sometimes 
override other desires, and the realities of time and 
money may prevent travelers from doing what they might 
~ to do. 

Discussion of the Statistical Analyses 

The statistical analyses have confirmed the complexity 
of travel desires and mode choices. Many independent 
travel desires exist, and it is difficult to simplify 
them. 
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The extensive tables 'that have been presented should be of particular interest to those concerned with the details of travel behavior and opinions. The inter­relationships of travel desires, trip circumstances, mode evaluations and mode usage have been examined in too much detail to summarize here. 

The complexity revealed by the statistical analyses, and by the entire research project, indicates the desirability of a carefully executed quantitative 
~~ to verify, expand and quantify the findings • lll£'fi'Is report. The qualitative and statistical , ·-analyses in this report demonstrate that such an· undertaking should prove fruitful, and provide an orientation and background that should be very help-ful in planning and conducting a maximally useful survey. 
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