





senger safety records than air or, especially, auto-
mobile transport. It is not clear, however, whether
travelers’ decisions between competing forms of
transportation are affected by this safety record.

All-weather reliability is another noteworthy ad-
vantage of high-speed rail. With proper signalling
and control systems, railroad operations can run ef-
ficiently despite all but the most severe weather con-
dirions. During much of the day, JNR operates ten
16-car Shinkansen trains per hour in each direction
between Tokyo and Osaka, and an astonishing 95
percent of them are on time.

Experience in fapan and France shows that on a
per-passenger basis high-speed rail affects the envi-
ronment much less than competing modcs of travel.
Though railroad noise has brought complaints in
urban areas, most people acknowledge that high-
speed rail pollutes the air less than do automobiles
and causes less visual intrusion. In Florida, environ-
mentalists advocate high-speed rail service berween
the major centers of Tampa, Orlando, and Miami
as a tool to guide future development away from
ecologically fragile coastal areas.

Rail systems stimulate intensive economic devel-
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Trains that use mag-
netic levitatlon to lift
themselves off specisai
guideways are now
being tested in Japan
and Germany {inset).
But the 200-to-250-mph
service that the spon-
sors of such trains
promise will not be com-
mercially available for
at least a decade.

opment around stations, and thus can help revitalize
the centers of ciries in which the stations are situated.
The Shinkansen has already done so in Japan, as
almost any traveler can rtestify, but we in the United
States have been comparatively slow to realize the
economic potential of railroad srtations. We are
catching up, however. Recent visitors to Providence,
Wilmington, New Haven, Newark, or Baltimore can
testify to the role that the rail station is expected to
play in these urban centers.

Supporters of Amtrak and the TGV have argued
that efficient, low-cost passenger service assures mo-
bility to people who otherwise could not travel. My
experience on the Shinkansen indicates that all in-
come levels do make intensive use of the train. Thus
wider distribution of travel opportunities may in-
deed be an intangible benefit of high-speed rail. On
the other hand, rhe proposition that construction
and operation of a high-speed rail system will crearte
new jobs deserves careful examination: some other
project might create just as many.

Finally, high-speed rail systems are often advo-
cated for their “image” value. Promoters in both
Florida and Las Vegas have argued that high-speed
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states, and virtually all of their benefits would be
tealized at the local or state level. There is, therefore,
no case to be made for federal financing. In fact,
there is a clear advantage to keeping the decision
making in local and state hands: groups at these
levels are best equipped to evaluate the needs that a
high-speed rail system could satisfy.

The federal role appears best confined to advice,
facilication, and clearance. For example, the Federal
Railroad Administration has, or has access to, more
information on high-speed rail than any other public
or private group. The FRA has the experience of
carrying out the Northeast Corridor Project and has
financed most of the preliminary studies of high-
speed rail in the United States. The agency is ideally
suited to provide advice to those involved in high-
speed rail issues and can readily bring interested par-
ties together.

As with other major construction projects requit-
ing federal clearance, environmental impacts will be
weighed at the state and federal levels, and the cost
of meeting environmental regulatory standards will
be included in the capital requirements for any high-
speed rail project. The private owner-operator will
also be responsible for meeting federal safety regu-
lations. And finally, the economic development that
results from the new rail system will be regulated at
the local and state levels.

The major public participants in any new high-
speed rail project will probably be the states within
which the line is to operate. States might contribute
toward construction costs, but indirect assistance is
more likely—low-interest financing, free use of ex-
isting rights-of-way, aids to property acquisition,
and tax abatements.

Local governments may finance and operate some
parts of any new high-spced rail system. In New
Jersey, the Atlantic County Improvement Authority
will contribute funds toward a $15 million Atlantic
City terminal for the proposed Philadelphia-to-At-
lantic City Amtrak extension. The American High-
Speed Rail Corp. requested similar commitments
from local governments in the Los Angeles-to-San
Diego corridor.

High-speed rail will become viable only when the
public sector and private investors find a way to
value indirect benefits highly enough to make the
sum of all benefits, public and private, direct and
indirect, equal the costs, which will certainly exceed
$5 million per mile and may be more than twice
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that. The returns from operating income alone are
not likely to justify such a large cost to any private
investor. Indeed, no high-speed rail project has been
undertaken wholly by the private sector anywhere
in the world. The Northeast Corridor Project, for
example, was largely funded and managed by the
FRA. Much of the construction was carried out by
Amtrak. Significant financial contributions, in the
form of cost-sharing agreements, came from state
and local governments and private companies.

Finally, one problem will remain to be solved be-
fore appropriate financing can be obtained: some
public agency must assure long-term continuity in
the environment where any entrepreneur will build
and operate a high-speed rail system. High-speed rail
involves billions of dollars invested. over hundreds
of miles and affects millions of people. Such a system
and its ancillary development will require upwards
of a decade to build, and its investors may not receive
adequate financial returns in less than a quarter of
a century of operations. Many political jurisdictions
will be involved throughout both periods, and the
investors in the system must be protected from capri-
cious changes in public actitudes and public-sector
regulation.

Of all the states in which high-speed rail projects
have been proposed, Florida is perhaps the farthest
along in taking a truly creative approach o this
problem. The Florida High-Speed Rail Commission
has established close relations with other state agen-
cies and with city and county agencies affected by
the high-speed rail proposal. Hearings have been
held throughout Florida, and by this summer the
Commission expects to tnvite prlvate Sector propos-
als for construction and operation of a system link-
ing Miami, Orlando, and Tampa. Indeed, Florida
will be this country’s first good test of whether high-
speed rail systems can acceptably balance tangible
and intangible benefits and costs.

There are encouraging precedents, notably the
original Tokyo-to-Osaka line in Japan and the TGV
berween Paris and Lyon: the economic result of both
appears to be very positive. In addition, government-
sponsored studies evaluating the U.S. Northeast Cor-
ridor and the high-speed trairr in Britain conclude
that the overall benefits of high-speed rail should
exceed the costs.

But the new proposals are difficult to judge be-
cause the tangible and intangible factors involved
arc so numerous. The juries are still out.



The Japanese National
Railroads' Shinkansen
bhetween Tokyo and
Hakata carries far
more passengers than
any other high-speed
train in the worid. Only
it and the French Train
& Grande Vitesse
{TGV} are generating
enough income to op-
erate without subsidy.
Most other existing
and proposed high-
speed lines can be op-
erated profitably only if
a high value is as-
signed to such indirect
benefits as cleaner air,
lessened environmen-
tal impact, safer and
more reliable transpor-
tation, and greater
midtown prosperity.
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Mifes Average Total Investment Annual Qperating Revenue
of end-lo-end invesiment permile passenger- cost{cents perdoliar
line speed lions millions  miles per passen- invested
{mph) of 1985 of 1985 {miffions) ger-mile (cents)
dolilars) doflars)
OPEHATING HIGH-SPEED SYSTEMS
Jap National Railways Shi
Tokyo-Osaka-Hakata  Electric power, 668 100 $18.3 $27.5 26.155 7.50 19.4¢
dedicated track
Tokyo-Morioka Electric power, 290 94 10.7 36.7 3.713 8.3 53
dedicated track
Tokyo-Nogata Electric power, 169 97 53 39.0 1.404 91 g
dedicaled track
French National Railways TGV
Paris-Lyon Eleciric power. 265 130 1.7 6.8 4,900 2.7 20.3
dedicated and
shared track
Amtrak (U.S.) Metroliner
Boston-Washington  Electric and 456 80" 28 6.2 1.207 i28 7.2
diesel power, 56#
shared track
PROPOSED U.S. HIGH-SPEED SYSTEMS
New York-Vermont. Quebec
New York-Montreal Electric power. 362 116 2.4 6.7 466 108 3.5
dedicated and
shared track
Chio
Cleveland-Columbus- Electric power. 330 100 2.1 6.3 670 6.8 72
Cincinnati dedicaled track
Florida
Tampa-Orlando- Electric power, 314 123 2.8 8.8 415 15.0 3.2
Miami HSR dedicated track
Tampa-QOrlando- Electric power, 314 196 5.0 15.9 465 17.5 2.0
Miami MAGLEV dedicated guideway
Pennsylvamia
Philadeliphia- Electric power, 314 96 9.3 29.6 985 13.5 1.7
Pittsburgh HSR dedicated track
Philadelphia- Electric power, 314 120 13.0 41.3 1.216 14.6 16
Pittsburgh MAGLEV  dedicated guideway
Caiifornia
Los Angeies- Electric power, 132 127 3.0 25.3 1.793 54 15.4
San Diego HSA dedicated track .
liinois Michigan
Chicago-Detroit HSR  Diesel power. 280 79 0.7 2.6 498 9.0 10.5
shared track
Chicago-Detroit HSR  Electric 4 280 104 18 6.4 607 7.7 55
dedicated track
Chicago-Detroi Electric power, 280 166 29 10.3 881 16.& 52
MAGLEY dedicated guideway

*Washington-New York

#New York-Boston




