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PREFACE

This volume reproduces exactly three reports prepared by the staff
of the Survey Research Center for submission to sponsors of its series
of National Travel Market Surveys, These reports are as follows:

The Travel Market 1955
The Travel Market 1956
The Travel Market 1957

Three subsequent reports for the years 1958, 1959-60, and 1961-62
have also been reprinted and are available in a companion volume, A
‘third volume which summarizes the principal findings of the series of
studies i8 schéduled for publication in 1964, It will contain a detailed
combined index to the series of three volumes.
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INTRODUCTION

With continuing prosperity, more people have come to share in a
variety of goods and services not previously accessible to them.,
‘When earnings no longer need to be used entirely for the necessities
of life, it is incumbent upon those who would forecast economic
activity to take the mass of income-earners into account. The travel
market, especially, because it is so largely dependent upon surplus
funds, may be expected to reflect the changed spending habits of
participants in an economy of abundance,

Members of the travel industry and social scientists are equally
interested in studying the development of the travel market.' Infor-
mation gained can be used (1) to aid in forecasting the amount and
kinds of travel for which there is likely to be an effective demand,
(2) to contrast the actual with the potential travel-market, and «(3) to
determine the circumstances under which the potential market can
be turned into actual travel,

In 1955 the Port of New York Authority and the New York: Central
Railroad sponsored the first comprehensive National Travel Market
Survey. It was carried out by the Survey Research Center of the
University of Michigan, and bore on three broad topics:

Who travels and why? .

Who does not travel and why?

Why do travelers use one mode of transportation rather than
another? Data collection and analysis proceeded in terms of 'three
major areas:

1. Economic: What are the incomes and occupations of those
who do travel and’ those who do not travel? .

2. Demographzc, How can travelers and nontravelers be de-
scribed with reference to such variables as age, education,
and place of residence?

" 3. Psychological: How do travelers and nontravelers perceive
' traveling; what do they regard as the ‘major advantages and
disadvantages of each mode of transportation?

The travel market is arelatively newresearch area. Comparable
survey data have not” heretofore been collected for the nation as a
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whole. The findings reported here should be regarded, therefore, as
preliminary. Moreover, the perspective is that of the consumer.
No attempt is made to arrive at the determinants of the availability
.of travel facilities. For this reason the economist, who conceives of
a “market” in terms of the supply of services as well as.the demand
for them, will regard the present study as emphasizing only one
aspect of the travel market. Finally, evén the demand side is not.
exhausted by these findings. Household expenditures for travel, the
manner in which individual and family decisions to travel are ar-
rived at, and the budgeting of travel expenditures are not treated
here. And because only trips.of 100 miles or more away have been
studied, no statements can be made concerning differences between
long-distance and.short-distance travel.

Methods.

The methods used in this survey were the techniques which have
become standard practice at the Survey Research Center based on
ten years of experience at the University of Michigan and the earlier
experience of its key personnel. These techniques emphasize the
importance .of high quality both in sampling and in interviewing.

Sompling

The sample used in this study is a probability sample; that is, .
every member of the population had.a known chance of being included.
The population sampled is the adult population of the United States
exclusive of what is called the “institutiondl population.” By institu-
tional population is meant persons living on military reservations,
in hospitals, -prisons, college dormitories, and the like, A more
detailed discussion of the sample appears in Appendix-A. -

Interviews were taken in two waves. Half of the sample were
interviewed in the latter half ‘of May and.in June, while the other half
were interviewed in October and early November. In both the spring
and fail halves of the survey, two:questionnaires were used, making
four questionnaires in all, The four were identical for the most part.
Some questions were asked only of part of the sample.



Interviewing

‘Interviews lasted about oneliour and covered three topics—current
economic attitudes, life insurance ownership, and travel.' The type
of interview was similar to that used in other economic studiey of
the Survey Research Center, involving a mixture of open-ended or
discussion-type-questions and factual questions.

In addition to their genera! instructions and specific instructions
about sampling and interviewing on this study, the interviewers' were
given a statement of the objectives of each question about travel. In
each interview questions were asked about trips taken by the re-
spondent and also trips by other members of the respondent’s family.

The over-all response rate was 87 per cent, That is, the inter-
viewers obtained usable interviews from 87 per cent of all designated
respondents. ‘

Definition of a Trip

A trip, for the purposes. of this study, is defined as a round trip
to a point over 100 miles away. A trip may be made by any method
or methods of travel, and may cover any length of time. Moving to
a new home 100 or more miles away is also considered a trip, '

To make certain that the interviewers had a fairly definite idea of
how far 100 miles might be, a road map marked with a circle with a
radius of 100 miles was mailed to each county. Of course, it would
have been possible:to draw different clrcles with centers at different
points in the county. But no attempt was made to achieve absolute
precision about the distance of 100 -miles. The purpose of the maps
with the circles was to make sure that if a respondent said, “We .
‘went to Albany,” the interviewer would be able to- estimate with
‘reasonable accuracy whether Albany was more or less than 100 miles
from the point of interview.

Trips taken'by employees-of common carrters in connection with
their work, such as trips made.by a railroad.conductor or an airline
hostess, have been excluded. Trips taken by members of the Armed
Forces using military planes or other military vehicles also have
been excluded. Finally, trips using company-owned aircraft have
been excluded whenever possible. It should be stated, however, that
the decision to exclude the types of trips mentioned inthis paragraph

The material on current economic attitudes has been published in Con-
sumer Expectalions: 1953-1956, by George Katona and Eva Mueller, June
1956, Survey Research Center Monograph #16. The material on life insurance
appears in The Life Insurance Public, published by the Institute of Life I.n-, 4
surance,



was made explicit too late for inclusion in the instructions to inter-
viewers. Trips of these types were deleted in the office on the ba=sis
of information about the person’s occupation plus the interviewer’s
comments. (Interviewers have a general instruction to comment on
any peculiarities of a respondent’s situation). Past experience in
similar situations suggests that this procedure was adequate for
most but not all interviews.

Outline of This Report

Chapter II cohtains a short summary of major findings. There
follows a general discussion of the- frequency with which people
travel, the factors that determine how many trips they take, and
whether they are likely to travel for business or nonbusiness rea-
sons. In this discussion the number of trips people take is analyzed
with no distinction according to the means of travel used. The sta-
tistics discussed refer, for example, to the total number of trips
by all modes or the total number of business trips by all modes.
This sectionis intended as a frame- of referencefor the more specific
analysis to follow.

Each of the next four chapters. is devotedto a different mode of
travel. The modeg treated are air,.rall, bus;.and auto. In each case
we distinguish between nonbusiness and business-travel, examining
those characteristics of travelers that seem best to account for their
selection of a given mode,

;Chapter VII contrasts. the :‘four. modes, with particular emphasis
upon the choice between common: carrier and automobile travel.
Also discussed is the relative popularity of coach versus first-class
accommodations;, and the freguency of all-expense tour packages.

- The concluding chapter is a brief discussion of .vacations and
vacation travel,

Four appendixes complete the volume Appendlx A describes in
detall the sampling methods and discusses-the errors which may be
expected in data based upon a sample rather than upon thée entire
population,. Readers may wish to refer to these tables of sampling
error as they examine the main body of the report. Appendix B
contains an attempt: to expand the sample in order to arrive at ag-
gregate air travel for the population as a whole., A comparison.is
then made between an estimate of the total frequency of air: travel
based on the sample and an estimate based on outside statisties.
The comparisonrequires-that the statistics be adjusted to make them
comparable, and these adjustments turn out to be difficult, The
questionnaire used in the survey constitutes Appendix C. Appendix D
‘provides a set of tables representing the basic'data upon which this
report is based,
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- SUMMARY OF
MAJOR FINDINGS

Frequency of Travel by All Modes Combined

1. Proportion-who lake a lrip. Six pecple out of ten take a trip
during a twelve-month period, but most travel only by auto. Only
two out of ten take a trip by common carrier, i

2. Purpose of travel, Of all trips by all modes, about one trip
out of five is taken for business purposes.- Most trips are-taken for
vacation and pleasure reasons, The most common objective is to
visit friends or relatives, Business trips and trips taken because of
personal affairs occur with about equal frequency.

" 3. High-frequency travelers. A fraction of one per cent of all
adults take 100 trips or more ayear. Thesehigh-fréquericy travelers:
travel primarily by auto on business,

4, People who never have traveled. About 7T per centof all adults
never in their lﬁes have taken:a trip to a point 106 miles away. The
nontravelers ‘tend to be low-income people living either in central
cities of large metropolitan areas or in rural areas.

"5, Share of trips by high-income people. About 1T per cent of,
all trips were taken by 8 per cent of adults from families with in-
comes over $10,000. These adults account for 13 per-cent of all
nonbusiness trips and 29 per cent of all business trips.

Air Travel

6. Expenénce with air travel. One quarterof the adult population
have at some time in thelr lives taken.an air trip

7. Use of air in one year.” Seven per cent of all adults ‘took an air
trip in the year prior to lnterview.

8. Imcome and.use of air. Most air- travelers earn substantial
incomes. Half of all air trips in the year prior to interview were
taken by people with family incomes of $10,000 or more. Of adults
with family incomes of under $4,000, 2 per cent took an air trip in
the year prior to intéerview. Of adults with income over $10,000,
30 per cent took an air trip, '



9. Other factors influencing air travel. The probability that an
adult will travel by airand the number of tripshe takes are associated
with his occupation, his education, and the type of community in
which he lives.

10, The first air trip. In 1954-1955 in nine cases out of ten the
first-time air traveler was taking a nonbusiness trip.

11. Attitudes toward air travel. 'The greatest advantage of air
travel as people see it is speed. Disadvantages include fear of flying,
expense, and the difficulty of reaching terminals.

Rail Travel

12. Experience with rail travel. Seven out of ten adults have at
some time in their lives taken a trip by rail.

13. Use of rail in one yedr. In a.year about one adult in ten takes
a trip by ratl.

14. Income and use of mzl -Of adults:with family incomes of under
$4,000, 7 per cent took a rall trip in the year prior to interview. Of
‘adults with family incomes over $10,000, about onein four took.a rail
trip.

15. Other factors mﬂuenczng vail travel. The probability that a
person will take a trip by rail and the number of trips he takes are
associated with his income, his occupation, and the type of community
in which he lives.

16.. Attztudes toward rail travel The advantages of rail travel as
. people see them include. comfort sa.fety, and economy. The disad-
vantages mentioned include expense, slowness, and problems of
schedules, connections, and reaching terminals.

Bus Travel

17. Experience with bus travel. About half the adult population
have at some time in their lives taken a trip by bus. _
1B, Use of bus in one year. Seven per cent of all adults took a
bus trip in the year prior to interview,

19. Income and bus travel. Of adults at low-income levels about
the same proportions use bus in a year as of adults at high-income
levels. If anything, low-income people. are more: likely to travel by’
bus.

20. Type of communily and bus travel. People inall types of com-
munity travel by bus, but adults living intowns and cities of moderate
size are most likely to travel by bus.
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21. Aftitudes toward bus travel. Bus travel has two major ad-
vantages in people’s minds, economy and good connections. The dis-
-advantage most frequently mentioned is bad connections, which
includes problems of schedules.

Auto Travel

22, Experience with aulo travel. Nearly nine out of ten adults
have taken a trip by auto at some time in their lives.

23. Use of aulo in one year. About 55 per cent of all adults tock
a trip by auto in the year prior to interview.

24. Income and auto travel, Of adults with family incomes. below
$4,000, about 42 per cent took a trip by auto, Of adults with incomes
aver $6,000, about seven out-of ten took a trip by auto.-

25. Type of community and travel by aulo. People living in the
central cities of large metropolitan areas are less likely than those
living elsewhere to take a.trip by auto.

26. Attitudes toward travel by auto, People see fewdisadvantages
of travel by auto and ‘many advantages, including economy, freedom
to timeé one’s trip as one pleases, and convenience.

Comparisons Among the Four Modes

217. Experience. The ranking of the modes in order of thie number
of people who have ever used them is auto, rail, busg, and air.

28. Use-in one year, The ranking of the modes in order of the
number of péople who use them in one year is auto first, with rail a
poor "second, and bus and air approximately tied in third place.

29, Income. The position of auto compared to the common car-
rlers is relatively weakest -for the very low- and very high-income
groups. Air travel is primarily by high-income people. Rail travel
is somewhat more frequent among high-income than low-income
people. Bus travel is, if arnything, more common among low-income
people than high-income people.

30. Type of community. The relative position of -air and rail is
strongest in iarge cities, Bus and-auto are strongest in the smaller
cities and towns. .



Vacation Travel

31, Frequency of paid vacations. Of all adults about 43 per cent
are employed and work for someone else. About two-thirds of this
group took a vacation with pay of a week or more in the year prior
to interview.

32. Freqiency of vacation travel. Of the adults who had one or
more vacations in the year prior to interview, about half took a trip
during their most recent vacation. Most went to places under 500
miles away,
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HOW FREQUENTLY
DO PEOPLE TRAVEL?

The question, How frequently do people travel? may be answered

in terms of the number of trips people take in one year. From this
point of view, very high-frequency travelers are at the end of a.

continuum, At the other extreme are the people who never have
taken a trip in their lives. Eachof these groups is the subject of a
section of this chapter. The chapter also includes a description of
the purposes of travel and of the proportion of all trips accounted
for by people in different groups in the population. (No distinction
among the several modes of fravel is made until the succeeding
chapters). The chapter concludes with a discussion of the authors’
approach to the development of a theory of travel, which raises the
question, Why do people travel, and what explains the number of
trips they take?

The Number of Trips People Take in One Year

Of all adults in the United States, 61 per cent take one or more
trips in a year, while 39 per cent take no trip to a point as far as
100 miles from home. This estimate refers, strictly speaking, to
adults who took a trip in a period ending on the average in mid-1955.
It applies to other years only to the extent that no changes occur
from year to year. This caveat should be understood as applying to
other similar statements in this report. The probability that an
adult will take one or more trips in a year depends on his income.
The proportions of adulis from families with different incomes who
took a-trip “last year” are as follows: (See also the chart on

page 11).
Proportion of Adults From Families With

Family Income This Income Who Took a Trip *Last Year”
Under $4000 - 47%

£$4000-5999 a7

$6000-9399 75

$10,000 or more . 83

All incomes 81



Thus, the proportion of adults who took a trip. rises sharply with in-
come, Forty-seven per cent of those in the income groijp under
$4,000-took a trip and.53 per cent did not. . Of those in the income
group over $10,000, 83 per cent took a trip and only 17 per cent did
not.

The proportion of adults who took different numbers of trips is
as follows: (See also the chart-on page 13).

Proportion of All Adults Who Took the
Number of Trips Number of Trips Shown in One Year

None . _ 39%
One 21
Two - : 11
Three: 6
Four 4
‘Five ‘ 3
: 3
2
1
1
8

Six
Seven
Eight
Nine
Ten or more
Took a trip, but number of
trips not ascertained ' 1

 Total 1009,

Roug_hljr speaking, of every ten adults four took no trip and two took
one trip, while one in ten took two trips. Three in ten took more
than two trips, including one in ten who took eight or more trips.

Very High-Frequency Travelers

At the extreme upper limit of the distribution are the very high-
frequency travelers, people who take 100 or more trips a year.
About 0.2 per cent of all adults travel with this frequency. One
hundred trips a year implies two round trips a week to points 100
miles or more away. People who travel so often must be on the
move a considerable part of the time,

Detailed information about each of the 24 adults in the sample
who travel with this frequency is included in Table 4 of Appendix D.
A few examples, however, may indicate the type of person whotravels
very frequently. One man is an asphalt salesman for a petroleum
refining company, He tock 120 auto trips and 20 air trips in con-
nection with his work. Another man buys, sells, and leases real

10
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estate for a chain store. He took 208 auto trips and 26 air trips for
business purposes. Still another person is a manager of a corpora-
tion engaged in farming and a specialist rancher, The property in
which he is interested is scattered. He reports “at least two® auto
trips a week for business purposes. His wife usually accompanies
him- on these trips.

Thus the very high-frequency. travelers are people in unusual
situations which require them to be constantly on the move. Most of
them travel primarily by auto, though a few take large . numbers of
air trips.

Whenever, in a.nalysis, the emphasis is on the trip rather than
the individual traveler, the few persons who travel very frequently
could .become very important in the statistics, even when a total of
8,485 adults are involved as in the present: survey., It is doubtful
whether any survey which is baswally a cross-section of the popula-
tion of a geographic area such as’ the United States can properly
represent individuals who take over 100 trips a year. These persons
areeasytofind in.surveys madeintransit in planes, trains, or buses,
They dre difficult to find at home, Small chance fluctuations. in the
number of these persons who appear in a sample will produce large
chance fluctuations in the resulis. For these reasons the 24 adults
in the sample who took 100 or more trips are excluded from all
tabulations in this report which are based on numbers of trips,

People Who Have Never Taken a Trip

Of the adult population of the United States about 7 per cent have
never taken a trip to a2 point 100 miles or more away from home,
The pattern of their movements is opposite to that of the high-
frequency -travelers who -twice every week travel farther than these
nontravelers have been in their lives.

Of adults who never have taken a trip, 65 per cent have family
‘incomes below $4,000, Of the entire adult population, about 44 per
cent come from families with incomes below $4,000. Thus, non-
travelers are typically people with lower incomes than the rest of
.the population. ,

Oi adults who have never taken a trip, 19 per cent are aged 65 or
over. Of the entire adult population, about 12 per cent are -aged 65

!Table 5 shows 41 per cent rather than 44 per cent with incomes below
$4000. Table 5 shows separately those whose income was not ascertained.
In general,cases which are not ascertained are shown as a separate group in
the tables in Appendix D, but are allocated on the basis of the known distri-
bution in the text and in the charts.

12
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or over. Thug, nontravelera are -glightly more concentrated in the
oldest age group than is the general population

Of adults who have never taken a trip, 27 per cent live in icentral
cities of large metropolitan areas. Only 16 per cent of the entire
adult population live in the central cities. At the other extreme, 41
per cent of nontravelers live:in rural areas. Only-33 per cent of the
adult population livein rural areas. Thus, nearly seven out of ten of
the adults who have never taken a trip live either in large cities or
in raral areas, Either they live in the shadow of the Brooklyn Bridge
or they live in the back country!

The Purposes of Travel

As a {first step to studying the reasons why people travel, it is
essential to separate business travel from nonbusiness travel.. In
the interviews people were asked to keep separate trips “in connec-
tion with your work,” and seemed able to make the distinction between
these trips and other trips.

From this study it is possible to make two estimates of the pro-
portion of all trips which were taken for business purposes. The

_first estimate is based on a simple count of the total number of
trips which people reported were taken for business and for non-
business -purposes. The results follow:

Purpose ' Per Cent of All Trips
Business - 19%
Non-business __t_i}_

Total 100%

The second estimate is based ona -complex.procedure.. It is possible
to obtain from people much more detailed informationabout the most
recent trips they have taken than about trips in the more remote
past, recollections of which have begiun to blur. In this survey peo-
ple’ were asked a number of questions about their own most recent
trip, provided they had taken a trip in the twelve months before
being interviewed. (Those who had taken their most recent trip of
‘all by auto were asked also about their most recent trip by common
carrier, provided they had taken one during the last twelve months.)

The most recent trips are not an unblased sample of all trips
because only one trip enters the sample of trips from each person
interviewed regardless of the number of trips he took, It is krown
that frequent travelérs differ in various respects from occasional

14



travelers and also that they take different typesof trips. To remove
the. resulting bias, each trip may be counted as many times as the
total number of trips taken by the individual traveler in a year. This
procedure assumes. that the most recent trip by each individual is
typical of all of his trips.

Estimated in this way, the ma.in purpose of the most recent trip
was as follows: .

Purpose of Trip Weighted Propostion of All Trips
Vacation and pleasure travel 4%
To visit friends, relatives 25
Other pleasure travel 39

Business travel _ 19
For an employer 8

' By self-employed workers 8

~ Conventions, meetings -3
Personal affairs 17
Emergency, illness, medical T
Moving to-a new home 2
Ta escort or drive someone 3
Other personal affairs _5

Total S100%

Thus, both estimating procedures indicate that 19 per cent of all
trips were business trips. The agreement between the two is close,
but it should.be: remembered that the estimates are not independent.
Both. are based on the same individuals. And both exclude people
who took 100 or more trips.

The- tabulation based on the most receni trip makes possible a
more detailed discussion oi. the reasons why people travel. The most
important specific reason for travel is to visit triends or relatives. .
We may assume that the friends or relatives have lived in the same
vicinity at some time, (It is-possible to form friendships by corre-
spondence, but that-is surely not the way most-friendships arebuilt.)
Internal migration from one part of the country to another, there-
fore, is one of the major underlying causes of travel.

Travel for pleasure, without the. objective of visiting friends or

_relatives, accounts for about four out of ten trips. These trips may
have specific goals, such as attending some event, but most of them
seem to have more general objectives such as recreation. Expendi-
tire on travel for pleasure we tike to be discretionary, The trips
without the objective of ﬁgi_ting .someone are particularly discre-
tionary. An individual may or may not take such trips, depending on.
his income, his financial commitments, and, we would speculate, his
optimism about his own financial position.
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“Travel because .of personal raffairs .is -almost as frequent as
travel on business, Of the trips classified under personal affairs,
the largest subgroup has to.do with illness, medical treatment,
emergencies, or death. This category also includes moves to a new
home and trips taken to escort or drive someone. who did.not wish.to
travel alone. - These trips are:less likely to be perceived as discre-
tionary or optional than trips taken for pleasure.

Shares of All Trips Taken by Different Groups

Who travels? is a question which may be. a.nswered in two ways.
The first method is to place emphasis on the. individual person,
counting each adult as one regardless of the number of trips he takes.
This method was used in the first sections of this .chapter.

The second method is to place emphasis on the individual trip,
counting each trip as one, Then one will speak of the proportion of
all trips accounted for by people with different characterxstics _This
method is used in the discussion which follows.

What proportion of all trips are accounted for by people at differ-
ent levels of income? The distribution is as follows: (See also the
chart on page 17).

Per Centof All Adults Who Per Cent of All Trips Taken

Come From Families at - by Adults FromFamilies
Each Income Level : With This Income
Under $4000 -~ T 4% 23% '
$4000-5999 _ 29 38
$6000-9999 : - 19 ' 27
$10,000 and over _ 8 - o 17
Total . 100% o ~100%

Adults from families with incomes over $10,000 represent 8 per
cent of all adults. They account for about 17 percent of all trips.
Adults with incomes from $6,000-9,998 represent 19 per cent of all
adults They took 27 per cent of. the trips. Adults with incomes be-
low $4 000 comprise 44 per cent of all adults. They took 23 pér cent
of all trips. ‘Thus, the upper-income groups account for a larger
proportion of trips than one would expect simply on the basis of the
number of people in those income brackets. The reverse is true for
the low-income groups.
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What proportion of all trips are accounted for by pecple in dif-
ferent occupations and industries? The results are summarized as
follows:

Proportion of All Trips Proportion of All

Taken by Adults in Adylts in This

Occupation This Occupation Occupation
Professional and mana- )

gerial workers 2% 13%
Clerical and.sales workers 12 9
Blue-collar workers 2% .29
Farmers 3 ) 4
Retired ‘ - 1 4
Housewlves, students, others

not employed . £} 40
Not ascertained 1 . _1

Total . . 100% 100%

. The group of housewives, students, and others not émployed is. made

up. primarily of married women who are not-in the labor force.
People in this category do not take business trips Hence, it is not
surprising to find that, although they represent 40 per cent of the
adult. population, they take only-31 per cent of the trips,

The two groups which account for the largest proportions of total
travel are the professional and managerial workers and the blue-
collar workers, The distributions by industiy of these groups are
as follows:

Proportion of All Trips Taken by Adults
An This Occupation and in This Industry

Professional and ' ‘Blue-Collar |

Industry Managerial Workers ‘Workers
Marufacturing ‘ 4% %
Construction 2 3
Transportation, communications,

utilities 1 3
Government 1 3
Wholesale, retail trade 7 2
Professional and related servlces . 6 1
.Other 8 4

Total 27% 25% .
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Shares of Business and Non-Business Trips
Taken by Different Groups

What proportions of all nonbusiness trips and of all business
trips are taken byadults from families with different incomes? The
distributions are as follows:

Per Cent of Trips Taken by Adults
From Families With This Income

Non-Business Business
Family Income - Trips Trips
Under $4000 . 26 % : 13
$4000-599% a3 32
$6000-9999 . 28 24
$10,000 and over 13 30
Total 100 %, 100%

The proportion of all nonbusiness trips taken by adults with incomes
over $10,000 is 13 per cent, but this income group accounts for .30
per cent of all business trips. Business travel is much more con-
" centrated among people in the.top income group than is nonbusiness
travel.
We may compare in the same manner the proportion of business
and nonbusiness -trips taken by adulis with different occupations.
The distributions are as follows:

Per Cent of Trips Taken by
Adults in This Occupation

Non-Business Business
Occupation Trips Trips
Professional and managerial workers 20% 57%
Clerical and sales workers 10 19
Blue-collar workers 27 17
Farmers 2 4
Retired _ 2 -
Housewives, students, others
not employed 39 _3
Total - 100% 100%
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Professiondl and managerial workers account for over half of all
business trips but only for about 20 per cent of nonbusiness trips.
Clerical and sales workers also account for a larger proportion of
business ‘trips than of nonbusiness trips. Blue-collar workers,
however, account for a much smaller proportion of business travel
than of travel notin connection with their work, The group of people
who were not employed at time of interview account for 3 per cent of
all business trips. These trips were taken when the individuals were
employed during the year prior to interview, This group accounts
for the same proportion of nonbusiness irips which it represents of
the total ‘population. Married women, who make up the largest part
of this category, travel about as often as their husbands if non-
business travel only is considered. In fact, 73 per cent of married
couples report exactly the same number of nonbusiness trips for
the wife as the husband, (See Table 11.)

People who take business trips-tend to be concentrated in certain
industries as weéll as in certain cccupations. The proportion of all
business trips accounted for by different industries is as follows:

~ Proportion of All
Proportion of All Employed Adults

Industry Business Trips in This Industry
Wholesale, retail trade 25% 17%
Manufacturing 18 a7
Professional and related services 10 8
Construction 9 8
Government ki T
Transportation, communication,

utilities ) 7 1
Agriculture, forestry, Iisheries 5 - 11
All other 19 _15

Total 100%, 100%

Thus, 17 per cent of all employed adults are engaged in wholesale
and reta.u trade. These aduilts account for 25 per cent of all business
trips.

Sources
The preceding discussion is based on Tables 1-13 in Appendix D,

Toward a Theory of Travel

In one sense it might be regarded as unnecessary to include ina
highly factual report such as this a discussion of theory. Yet even
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in this report in adopting a way of formulating and approaching the
asubject of travel the authors have implied a theoretical position. I
may be appropriate to make it explicit. An explicit statement may
serve, in particular, to make clear the sense in which this report
should be seen as preliminary, and to suggest further research which
should be undertaken,

The starting point for this study was the choice of a dependent
variable, or, more accurately, of a group of dependent variables.
These variables have to.do with the number of trips taken by differ-
ent individualg inthe population by different modes of transportation,
Other aspects of people’s behavior as travelers have been studied,
but have received only passing attention.

Perhaps it should be mentioned here that from the point of view
of the sponsors of the project, there are three main reasons for
studying travel. These objectives are to predict, to influence, ‘and
to serve.. Prediction is important to any agency which must provide
facilities to meet the demand for travel in the future, A decision
to build facilities of a certain capacity which will last for a certain
period of years necessarily implies a forecast of traffic for that
period. The forecast need not be made as such, but if decisions
which influence the future capacity of facilities must be made, a
judgment of some kind must be made as to future needs.

To influence prospective travelers is, of course, an cbjective of
any profit-making organization in the travel business. To this end
it will be useful to define the prospective travelers and to investi-
gate the factors that now influence their behavior. Knowledge of
these factors may guide the atrategy of attempts to influence them,
It may also guide attempts to adapt the service to the desires and
needs of the prospective travelers,

From the point of view of the authors, the selection of dependent
variables was also influenced by considerations which have their
origin in economic: theory. These considerations have to do with
what is called the consumption function and the prospects for long-
run shifts in that function, There has been in economics a contro-
versy over the possibility of saturation. It has been argued that, as
time goes on, people may satisfy, or partly satisfy, their desires
for such commeodities as cars, other durable goods, and houses,
They may wiah to spend less of their income and seek to save more
out of a given level of income, From this pointof view it is relevant
to raise the question, Will people in the future wish to spend an in-
creasing share of their incomefor travel? On the face of the matter
it is not possible for people to accumulate a stock of travel in the
sense that they can accumulate a stock of durable goods. It is con-
ceivable, however, that, having taken a certain number of trips,
people will lose interest in. more trips. We do not wish to argue
these issues here, but only to suggest that the empirical study of: the
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dependent variables we are investigating may be relevant to the
study of the future of the consumption function,

We are also interested in the problem of explaining the phenom-
- enon of travel for its own sake, We confess to curiosity about the
behavior of consumers in general and about expenditure on travel as
one type of consumer expenditure,

Given, then, these dependent variables, the problem is one of
selecting relevant explanatory variables. From a statistical point of
view, the problemis straightforward. One selects one of the depend-
ent variables, defines it exactly, and searches for independent or
explanatory variables which will help to explainit, Theoryis needed,
however, to guide the search for explanatory variables.

In our view, no one of the social sciences provides the variables
needed to explain travel, We suggest that it may be useful to think
of four different groups of explgnatory variables. These groups of
variables are indicated in the accompanying diagram, and are dis-
cussed below. (See chart, page 23.) The arrows inthe diagram indi-
cate the postulated direction of causal influence. Thus, arrows go
from the other boxes to the box containing the heading “Number of
Trips,” for the number of trips an individual takes by a given mode
would be considered a dependent variable.

We shall consider eachof the four categories of explanatory vari-
ables in turn:

" 1. Economic Situation. Under this heading we would include any
measures of the consumer’s ability to pay for travel. His ability to
buy depends in the first instance on his income, but may also depend
on his liquid assets, his ability to borrow, his fixed financial obliga-
tions, and so forth,

Travel is different from commodities in that it requires time.
One may buy a television set and never logk at it-or a car and never
drive it, but one is not likely to pay for'a trip and never take it. A
person’s economic situation, therefore, should be defined to include
his ability to leave his job on a vacation.

To the extent that we are interested in business as well as non-
business travel we must also take into account the requirements for
business travel associated with a person’s occupation.

2. Sociological Situation. We would includé under a person’s
soclological situation his social status or membership in a social
class, Social status and economic status, of course, are closely
related, Frequently one finds them referred to as.“socio-economic
status.” Yet we believe it may be useful to distinguish between a
person’s financial position and the attitudes and experiences which
go to make up his social position,

We would also include under sociological situation the person’s
stagg in the life cycle. His calendar age, marital status, and the
number of his dependents and their ages may be thought of as as-
sociated with his stage in the life cycie.
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The type of community in which a person lives may aiso be con-
sidered as part of his sociological. situation. Communities, of course,
may be classified by size, as we have done inthis report, or by func-"
_ tion, or in other ways not exploited here but potentially useful,

Finally, if we are to have a complete view of the factors influencing
an individual, we must take into account other persons in his family,
For example, the trips taken by a married woman may be-influenced
by whether her husband has a paid vacation.

3. Availabilily of Different Modes, The trips taken by a person
byagiven mode may depend upon the distance to the nearest terminal
and upon the nature of the service available at that terminal to desti-
nations interesting to him. The “nature of the service” should include
its price as well as the {requency of departure, type of equipment,
and so forth, Whether a person owns an auto is of obvious relevance
to his choice of modes.

Ownership of an automobile by an individual or by a family de-
pends upon its economic situvation and its sociological situation.,
Thus, arrows are drawn from those boxes in the diagram to the box
headed “Availability of Different Modes.”

4. Allitudes of the Individual. Aperson’s attitudes toward travel
in general may influence the number of trips he takes. He may like
to take trips, or he may not! He may have specific reasons to visit
particular destinations, for pleasure, tovisit his iamily, or, perhaps,
to attend school. BHe may have favorable or unfavorable attitudes
toward particular modes of travel.

These attitudes may be thought of as depending to some degree on
his econemic and sociological situation. The arrows on the chart.
are drawn {o suggest such relationships, A person’s attitudes, how-
ever, may also be considered in their relation to the kind of person.
he ig. That is, they may be analyzed in terms of their relationship

.to other attitudes or values which he may hold, Or the question
might be raised, What function do these attitudes serve for this in-
dividual? Such questions may lead to a clinical approach to the ex-
planation of people’s attitudes and to the introduction of measures of
different aspects of people’s personalities into the analysis. Thus,
we have grouped under “Attitudes,” variables which in more intensive
studies might easily be divided into several categories.

To list a-series of variables such as that above, is not the same
as to develop a theory. In our view, the next step inthe development
of a theory of travel is empirical. The problem is one of measuring
the variables, .testing which of the explanatory variables help to ex-
plain one of the dependent variables, and exploring the interrelations
among the explanatory variables. An alternative opinion would be
that what.isnow requiredis a more complete and rigorous statement
of what particular independent variables should be chosen ior study
and why, and how they may be expected to operate. We would wel-
come efforts in this direction.
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The preceding discussion mayat least have served the purpose of
suggesting that many problems remain unsolved and much work re-
mains to be done to develop an adequate theory of travel. It may
also serve as abackground for the diacussion of travel by the differ-
ent modes which follows, ‘
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AIR TRAVEL

Air Travel History of the Adult Population

New products and services are not shared in equally by all mem-
bers of the population. At first it is the people with relatively high
incomes who have access to them. Only later, and then gradually,
do people with lower incomes enter the market. The reaching down
into the lower-income levels spells the difference between a high-
and a low-production economy, and goes far in explaining the dynamic
character of American economic life. Nowhere is the process more
evident than in the expansion of air travel in the United States since
World War II, But the process is by no means-complete. For at
every turn intheir analysis of air travel the authors were confronted
by what economisis call “the income effect.” Detailed study of the
data indicates that some part of the income effect may be attribut-
able to other variables, as is discussed below, But the effect of
income itself is powerful.

Most American adults - 76 per cent — have never taken a trip by
air, Most adults from families making at least $10,000 a year -
58 per cent — have taken an air trip. ‘The higher a person’s income,
the greater the likelihood that he has experienced air travel. Thé
differences from one income group to the next are substantial. Only
12 per cent of low-income people have traveled by air, but twice as
many in the middle-income group, three times as many in the mid-
dle-to-high income families, and almaost five times as many in the
wealthiest stratum have takenan air trip at some time in their lives.
{See chart, page 27.)

Income is butone of a_number of elements determining a person 8
social class position or his ability to command the resources of his
society. The wayin.which he earns his income.is another. The two,
of course, are closely interrelated, By and large, one is a reward
for the other: the higher the social esteem in which one’s occupa-
tion is held the greater, in general, are one’s earnings. Ii is not
surprising, therefore, that when we compare the air travel history
of people in -different -occupations the relationship we find is very
similar to that which emerged in the case of income: .
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Per Cent of All Adults in This Group

Occupation.of This Adult Who Have Ever Traveled by Air
Professional and managerial workers 45%
Clerical and sales workers 33
Blue-collar workers : 22
Not employed (includes housewives
and students, but not retired persons) 17

Adilts who do professicnal or managerial work — occupations char-
.acterized by high social status — are twice as likely to have experi-
encedair travel as those in the lower-status, blue-collar categories.

Air Travel in 1955

Although it is clear that air travel in lhe pasi has been closely
related to income, the question remains whether air travelers at’
present are likely to be high-income people. From the accompanying
chart, (p. 29) it 'would appear so. Almost three-fourths of all air
trips are accounted for by people with family incomes of at least
$6,000, Whether or:not air travel is becoming increasingly acces-
sible to those with lower incomes, it continues to be true that the
current demand for it is concentrated within little more thanaiourth
of the population. When people refer to the air traveler as “impor-
tant,” or “rich,” their comments reflect these facts.

An estimate of the proportion of air -trips accounted for by people
at different income levels was made independentiy by the Port .of
New York Authority on the. basis of a survey among passengers on
flights out of New York. The findings are similar to those just de-
scribed. Detailed comparison between the two estimates appears
in Table 67. ) .

But it would be too simple to assume that the greater frequency
of air travel by high-income people is explained entirely by their
ability to pay for it. For often they don’t pay for it at all. Although,
for example, it is true that those -with incomes of $10,000 or more
take more than three times as many nonbusiness trips as those
earning less than $4,000, it is also true, and perhaps more signifi-
cant, that they take more than fifteen times as many business trips,
which ordinarily are paid for by their employers. (See Table 17.) K
they are especially likely to travel by air, it is not so much because
their means enable them to do so, but because their occupations (of
which their incomes are a reflection) require it. In short, they do
not fly because they have higher incomes, but they have higher in-
comes because they work at jobs which require that they fly.
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AJr travel is an urban phenomenon. In part this is true because
air facilities are more easily available to city than to country
dwellers. But in part this fact also reflects the income and occupa-
tional status of air travelera which require that they live in or near
the great commercial centers, The movement toward the suburbs by
middle- and high-income people so frequently noted in the past few
years requires that we seek the air traveler not only:in cities of the
large metropolitan areas, but in their suburbs as well. We should,
therefore, expect to find that the probability that a person will fly is
greater in the large metropolitan areas than elsewhere. This ex-
Ppectationis borne out by the findings beiow:

Large Metropolitan Areas . Other Areas
-‘Rural
Suburbs Suburbs Cities Cities Farm

All. Central 50,000 2,500- Rural 50,000 2,500- & Open
Adults Cities &Over 50 000 Suburbs & Over 50,000 Country

Proportion of
adults who
traveled
by air’ ‘ :
*last year® 1% 10% @ 9% 12% % 8% 6% 3%

In every type of metropolitan community but one there were more
air travelers than there were in any nonmetropolitan community.
The exception is trivial. Only 2 per cent of the population live in the
rural suburbs of metropolitan areas, and the sample from these
places is small. If we take the metropolitan area as a whole and
contrast it with nonmetropolitan communities it becomes appareat
that the greater the population density the more frequent is air
travel. In the preceding text table we refer to “last year” with quo- -
tation marks. By “last year® is meant the year prior to interview,
which is June 1954-May 1955 for one half of the respondents and
November 1954-October 1955 for the other half.

The First Air Trip

The hypothesis has been advanced that people tend to take their
first air trip for business reasons. Once they have experienced the
delights of ‘air travel, according to this view, they may begin to take
nonbusiness trips also by air. In the fall survey people who took an
air trip “last year” were asked if they had taken their first.air trip
in that period. Answers to this question are summarized in the fol-
lowing table:
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Took First Air Trip Took First Air Trip Be-

Type of Air Trip 4n “Last 12 Months” fore "Last 12 Months”
Business 11g 48%
Non-business ) _&8 _52

: Total ' 100% 100%

Nine. out of ten of the trips taken by people who took their first air
trip in 1955 were nonbusiness trips. Most people take-their first
air trip for nonbusiness reasons. About half of the trips'by experi-
enced air travelers were nonbusiness trips. About 2 per cent of ali
adults took their first air trip last year, counting both those who
traveled on business and those who traveled for nonbusiness reascns.

E instead we ask whether these adults took more business than
nonbusiness trips during the year, we again find that the hypothesis
fails to be snpported (The following data are from the fall. survey
only.) :

Type of Traveler and Trip Proportion of Air Trips
Travelers who took first air trip in last '

12 months

‘Non-business air trips 13

.Business air trips 2
Travelers with earlier experience

Non-business air trips 41

Business air trips 44

Total ' 100

First-time air travelers account for fewer business trips than do
experienced air travelers. Thia relation ‘holds true- for all income
groups.

Roughly 15 per cent of all air trips were taken by those whose
first air trip occurred in-the “last twelve months.” The proportion
of all air trips accounted for by people who took their first flight
during this pei¥iod varies with income as follows:

Proportion of All Alr Trips Taken by Those

Family Income Whose First Trip Was in the “Last 12 Months”
Under $4000 21%
$4000-5999 23
$6000-9999 12
$10,000 and over 11
Average 15
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More than a fourth of all air trips by those with incomes helow
$4,000 were taken by people whose first.air {rip occurred during the
preceding year. This finding demonstirates the tendéncy for air
travel to penetrate further into the lower-income groups. The data
suggest that this process is not yet complete for air travel. .

Attitudes Toward Air Travel

For a rounded picture of the air traveler we require morethan
information about what he does for a living, how much he earns, and .
where he lives. We mustalso examine how he feels about air travel.
What does he like about it, and what does he dislike? It is possible
to obtain from .people detailed information about their most recent
trip, provided they have taken a trip in the twelve months before
being interviewed. In this section, then, we ask: What advantages
does the air traveler see in air travel, and what disadvantages?
What experiences, pleasant and unpleasant, stand out for him about
his most recent’ trip?

‘By far, the greatest advantage he sees is that of speed. (See
chart, p. 33). Forty per cent of all comments, both favorable and -
unfavorable, about the most recent trip made reference toit. Five
times as much mention was made of speed as of any other advantage.
Three other attributes of air travel wére discussed relatively oiten:
that it was cheaper, that it was more comfortable, and that it pro-
vided better connections than did other modes of travel. .

The disadvantages of air most frequently mentioned were that it
is hard to get to an air terminal from the person’s home or wherever
he started his trip, and that the respondent or someone in his family
is nervous or fearful about planes.

These comments were elicited by asking travelers why they chose
the mode they used for their most recent trip in preference to other
modes. This approach has the advantage of focusing on an actual
situation in which the respondent did take a trip and did travel byair
or consider traveling by air. But it has the disadvantage that only a
fraction of the population discuss each mode It also has the limita-.
tion that it tends to lead to well rationalized answers, the type of
answer that the respondent feels sure will make sense to the inter-
viewer,

As a supplement, therefore, people were asked more general and
indirect questions about why “some people” travel or do not travel
by plane and by train. The question about reasons why some people
travel by plane leads to emphasis on the same factors mentioned in
the discussion of reasons for going by air on one’s most recent trip:
speed (mentioned by almost everyone), cheapness, and comfort. One

{
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new factor turned up which was entirely missing before. A number
of people mention the idea that some people may fly because they get
a thrilloutof it, Flying, theysuggest, canbe exciting, (See Table21.)

The following quotations illustrate some of the answers to the
question about why *some people” travel by plane:

1t’s faster. And some people Iike to fly.
If your time is valuable it’s more economical to go by plane.

Time — motion sickness doesn’t last as long by plane. Some peo-
ple might just like the thrill of flying.

In discussing reasons why they themselves did not fly, some
pecple mention fear; in discussing reasons why other people do not’
fly, almost everyone mentions fear, It appears to be easier to men-
tion fear in connection with other people than in talking about one’s
ownlast trip. Expense also is mentioned by a substantial fraction of
the population, Some quotations follow:

Most folks wouldn’t wait to spend that much money to go places.
. Well, a lot of people are nervous about flying.
Well, like me, maybe: I’'m gonna keep one foot on the-ground! -

Still another aspect. of people’s attitudes toward air travelis their
pleasant or unpleasant recollections of their last trip. The respond-
ents were asked to thinkof their ownlast trip and tell what they liked
about it and what they did not like. These questions differ from those
about how they selected the mode they used.

The pleasant comments about the last air trip include observa-
tions about speed and time saved, about comfort, and about the thrill
of flying, all of which had been mentioned in response to the general
question about why people fly. In addition, people often mention
favorably the stewardess or other persomnel, the service, or the
meals, (See Table 22.)

The comments about unpleasant aspects of the lastair trip include
references to fear and to air-sickness, and to inconvenient location
of the terminal, which had been mentioned:in answer to other ques-
tions. People also speak of jarring, air-pockets, and rough take-offs
or landings. in answer to this question. Some people felt cramped in
the plane. (See Table 23.)

Some of the strategies here described for eliciting people’s atti-
tudes toward air travel were also followed in asking about attitudes
toward other modes of travel. The results for each of these modes
of travel will be presented in the appropriate chapter.
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Notes Toward the Prediction of Air Travel

Prediction of air travel requires more thanadescription of those
who now travel by this mode. It requires an analysis of why they
travel. Surveys of consumers are better adapted to the study of
reasons for nonbusiness than business travel, and the analysis in
this section is restricted t¢ nonbusinéss travel.

The nonbusiness air traveler is not necessarily a frequent trav-
eler. Sixty percent of nonbusiness air trips are taken by persons
who leave home on a trip fewer than ten times a year The dxstnbu—
tion follows:

Number of Trips by Per Cent of All
All Modes “Last Year” Non-Business Air Trips
0- 9 : -60%
10 - 19 20
20 - 39 . 16
40 - 99 ) .4
100%

Thus, 20 per cent of all nonbusiness air trips were taken by moderate
travelers, those who took altogether between 10 and 18 trips by all
modes during the year. Only 4 per cent were taken by frequent
travelers, people who travel as often as 40 times a year. Frequent
travelers do not account for a large proportion of nonbusiness air
travel,

One method of forecasting the number of air trips which people
will take in the future would be as follows: (1). Estimate the number
of air trips per 100 adults at each level of income at present,
(2) Estimate the number of adults who will be found at each income
level at some date inthe future, taking into account the best available
forecasts of population andof income.. (3) Multiply the number of air
trips per adult at a given income level obtained in (1) by the future
number of adults at that income level as estimated in (2). (4) Add
estimates for each income level to yield a total estimate for the
future.

This method may be worth trying, but itis opento objection. The
resulting estimates may tend to be too high. It may not be true that
people who now have an income of $X would spend an income of $X
plus $Y in the same way that people who now have the lugher income
spend the money. _

To test this reasoning the following hypothesis was developed:
Income is associated with social status in a community, but it is not
the same as social status Travel by air may be determined by
social status as well as by income. Social status cannot easily be
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measured directly in a survey, but education is known to be acorre-
late of status, and education can be measured.. Therefore, it is
reasonable to predict that people with lower education will travel by
air less than people of the same income with higher education.

This hypothesis was tested, and the results may be summarized
as follows, showing only the adults with low and high education:

Non-Business Air Trips per 100 Adults

. All Levels 0-8 Grades
Family Income of Education _Quly College
Under-$4000 2 1 8
$4000 - 5999 7 3 16
$6000 - 9999 13 6 18
$10,000 and over 44 17 58

These resuits indicate that education does have an:influence on non-
business air travei which is independent of the correlation between
inrcome and education. People witha college education take more air
trips than people with similar incomes who have only a grammar
school education.

A method of forecasting air travel, based on these results, might
be developed. One possible conservative assumption would be that
the distribution of “education” in the population will not change o1

course, the population is in fact becoming better educated as time
passes. Education, however, was not introduced into the discussion
in its own right, but as a proxy for social status, The distribution of
the population by status need not change, even if the average level of
education rises. Another way of stating the same assumption is to
say that as the income of people with relatively low education rises
the number of air trips they take will be comparable to the number
taken by people with relatively low education and higher income,

Business Air Travel

The man who flies for business reasons differs from the nonbus-
iness air traveler in one important respect: he is likely to make
many trips, by various modes, during the course of the year.
Whereas only 4 per cent of all nonbusiness air trips were taken by
persons who traveled 40 times or more during the year, 37 per cent
of all business air trips were taken by people traveling that fre-
quently.* Only 23 per cent of business air trips were taken by peo-
ple who take nine trips or less a year altogether, counting their
trips by all modes. These results may be summarized as follows:

*As noted above, very high-frequency travelers (defined as those who make
100 or more trips per year) are omitted from this analysis.
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Number of Trips by Per Cent of All

All Modes Last Year Business Air Trips
0- 9 23%
10 - 19 20
20 - 39 20
40 - 99 37
100%

We have said that income functions indirectly in its effect upon
air travel, serving as a reflection of the person’s job. One would
therefore expect to find an-especially high concentration of business
air travel in certain éccupations - those marked by prestige and re-
sponsibility, That this concentration exists is shown below:

 Proportion of All Business Air Trips
Taken by Adults in This Occupation Group

Professional and managerial

workers 2%
Clerical and sales workers . 17
Blue-collar workers 9
Other 2

100%

Of every ten business air travelers, seven are professional or man-
agerial people, while only one works at a blue-collar job.

Industrial concentration is more marked for business air travel
than for business travel generally - four out of every five business
trips are taken in connection with work for only four industries:
manufacturing, wholesale and retail trade, government, and profes-
sional services, Only about three out of five employed adults work
in these industries, Persons in construction and agriculture who
were seen to contribute a sizable share of business travel evidently
use modes other than air,

The proportion of business air trips taken by adults from differ-
ent industries is shown below, The same distribution was estimated
on the basis of a survey of passengers on flights out of New York
City published by the Portof New York Authority in a report entitled
“New York’s Air Travelers.” (See also Table 66.) The two distri-
butiens- are as follows:
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" Proportion.of Business.Alr Trips

From Inflight From This

Industry Survey Survey
Manufacturing. 38% 42%
Wholesale and retail trade 15 20
Professional and related services T 8
Construction 5 3
Government 4 9
Transport, utilities 6 1
Business and pérsonal services ] 5
Other 15 1z

100% 100%

The surveys are not exactly comparable, for reasons discussed in
footnotes to Table 66, but broad agreement was to be expected and
broad agreement does appear,

Sources

Text tables inthis chapter are derived from Tables 15, 18, 18-27
and 66, The complete list of tables in Appendix D which refer to air
travel includes Tables 14-27, 47, 48, 50, 51, 53, 60, 66 and 67.
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RAIL TRAVEL

Rail Travel History of the Adult I”qpu-lution

Well-to-do consumers are more likely to travel by air than peo-
ple with more modest incomes. H, as we have suggested, this re-
flects the relatively short history of air travel, wé should-expect-a
traditional mode like rail to attract its passengers from a broader
income base. We should expect that more people have taken a rail
trip at some-time in their lives than have taken an air trip. In fact,
as it turns out, whereas air travel has thus.far been restricted to a
quarter of the population, 70 per cent of all adult Americans have at
some time traveled by train, Even of the income group below $4,000,
62 peir cent have taken a rail trip.

But'income remains a powerful force. The proportion of adults
who have experienced rail travel increases about nine percentage
points in each successive income class, if we thinkof income classes
of under $4,000, $4,000-$5,999, and $6,000-$9,999. Of people with
family incomes of at least $10,000, all but 12 per cent have taken a
train trip at some time. (See chart, p. 40.)

A larger proportion of people in occupations carrying high pres-
tige have at some time taken a train tfip than:is the case for those
who work at jobs held in lower social esteem. But the gap is not as
great as it is for air travel. The findings for rail are shown below:

Per Cent of All Adults in
This:Group Who Have

Occupation of This Adult Ever Traveled by Rail
Professional and managerial workers 7L
Clerical and sales workers ™
.Blue-collar workers 68
Not employed (including housewives

and students, but not.retired persons) : 82

Rail Travel in 1955

People with family incomes of at least $10,000 are almost four
times as likely to have taken a train trip during the year preceding
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interview as are those with incomes of less than $4,000. The sta-
tistics are as follows:

Per Cent of Adults in This Group Who Took

Family Income at Least. One Rail Trip “Last Year”
Under $4000 %

$4000-5999 ]

$6000-9999 N 14

$10,000 and over 28

All incomes 10

Thus, only 7 per cent of those adults with incomes under $4,000 took
a rail trip, compared to 26 per cent of those with incomes over
$10,000, Contrasting this result with the findings just discussed
about rail travel history, we may say that income has more influ-
ence on whether people took a rail trip “last year” than on whether
they have ever taken one,

From a study of the proportion of people'in each income group
who took one or more rail trips last year, one would predict that
people in high-status occupations would be more likely to take a rail
trip than people in low-status occupations. The following results
confirm this prediction:

Per Cent of Adults in This Group
Who Took at Least One

Occupation of This Adult. Rail Trip *Last Year®
Prafessional and managerial workers 19%
Clerical and sales workers 12
Blue-collar workers 9
Not employed {including housewives and
students, hut not retired persons) 10

The probability that an adult who is a professional or managerial
worker will take a rail trip is about twice as large as the probability
that a blue-collar worker will take a rail trip. This statement re-
fers to any trip, whether for business or nonbusiness reasons.
These two categories of trips are analyzed separately below,

We have been considering the question, What determines whether
an individual will take a trip? We now raise a diferent question,

If we consider all the trips by rail taken during the course of the
year, how large a share is contributed by eachof the income groups ?
The upper-income group accounts for more than its share of rail
travel. (See chart, p. 42.) But while half of all air trips are taken
by those with incomes over $10,000, only about one-fourth of the rail
trips are taken by people in this group. Those with incomes under
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$4,000 account for more trips than those with incomes over $10,000,
Of course, separate statistics for Pullman travel would show a dif-
ferent pattern,

The chart.is designed to answer the question, Is it true that the
proportion of rail trips which each income group accounts for is
equal to the proportion of the adults in the population who fall in that
group? For the two middle-income groups, the answer is Yes, The
income .group below $4,000, however, accounts for 29 per cent of the
trips but includes 44 per cen’t of the population. The income group
above $10,000 accounts for 24 per cent of the trips but includes only
8 per cent of the population. The people wheo ride the trains come
from all levels of income, but, if 2 man has an income over $10,000,
the chances are better’ that you will find him on a train than his less
affluent feilow citizens,

Rail travelers are not as heavily concentrated in urban centers
‘as are air travelers, although some concentration is apparent. In
part this reflects the greater accessibility of train facilities in the
less populous areas, in part also the predominance of commercial
over noncommercial air travel, More than half of all air trips are
business trips; roughly a fourth of all rail travel is done for busi-
ness reasons. It is not surprising that the large urban centers, es-
pecially the great metropolitan areas, yield more air trips than-they
do rail trips. Nonetheless, there is some tendency for rail travelers
to come from the more densely populated areas, as-is evident in the
following distribution:

Large Metropolitan Areas Other Areas
Rural
Suburbs Suburbs Cities Citles Farm

All  Central 50,000 2,500- Rural 50,000 2,500- & Open
Adults Citles &Over 50 000 Suburbs Over 50 000 Country

Proportion of

adults who

used rail i ) )

“last year” 10% 14% 11%  12% 8% 13% 11% %

Attitudes Toward Rail Travel

 That trains are primarily taken for other than business purposes
1s reflected in the reasons people offer for going by rail, Comfort
is most irequent.ly mentioned. Pecple tended to choose a train for
their most recent trip because of a feeling that rail travel is restful
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and that the facilities for passengers are good. Economy and speed
were also mentioned frequently,

‘Some people discussed rail travel when asked about the choice of -
modes on their most recent trip, but made unfavorable comments,
The most commonly mentioned reason for not using rail travel on
the most recent trip was that trains do not go to the right places,
Difficulty in getting to the station, and lack of train service at con-
venient times were. also mentiéned as reasons for not taking the
train. (See chart,p.45.)

As a reason why other people take the train comfort is as promi-
nent as in discussing one’s own most recent trip. Economy and
speed also continue tobe important. Safety, however, becomes much
moré prominent., In the interview the questions about reascns for
and against travel by rail preceded those about travel byair, Hence,
the emphasis on safety is not the result of a previous discussion of
fear of flying. Another answer which is much more prominent in
this context is that people may take the train because they do not
own a car or do not like to drive. Examples of some actual com-
ments about-why “other people® travel by train follow:

Traveling by train reflects safety and comiort, as well as reach-
ing your destination in a reasonable amount of time.

It’s cheaper, and you would see more of the country that way.

The general disadvantages of rail travel run much less in terms
of the accessibility of the terminal and the adequacy of service than
the comments about the most recent trip. Instead people speak much
more freely of expense. One hesitates to admit the limitations of
one’s own means; it is easier to talk of other people’s. People also
suggest that “other people” may not travel by rail because trains
are slow, a comment which hardly came up at all in connection with
their own most recent trip. (See Table 32 ) Sample quotations
follow;

If it’s a long trip, the expense is great, The schedules are very
often inconvenient., There is more fatiguée and discomfort on a
train,

Too. much waiting and changing.

If they have an automobile, why should they go by train?

They could go by auto. With two or three it's cheaper to go by
car than by train..

Among people’s pleasant recollections of their own last rail trip,
the most frequent is that it was comfortable or restful, a result
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which is not surprising in view of the answers to other questions.
People remember favorably the dining car and.other facilities, such
as the washrooms. A comment which is more frequenily made in
answer to this question than to others is that people like to look at
the scenery. There is a minority who look back pleasantly on the
people they met on the train, (See Table 33.)

Of the unpleasant recollections of the last rail trip, the comment
'most easily predictable from earlier questions is that the trdin was
too slow. The most frequent complaint, however, is that the train
was uncomfortable and the trip fatiguing. Many people also com-
plain that it was dirty or unsanitary. Difficulties in making connec-
tions between trains rank fourth in frequency among people’s un-
pleasant recollections of their last rail trip. (See Table 34.)

Non-Business Rail Trave!

Income is extremely powerful in explaining air travel and mod-
erately powerful in explaining rail travel when nonbusiness and bus-
iness trips are: considered together, While some relation exists be-
tween income and nonbusiness rail travel, for incomes below $10,000
it is not impressive:

Non-Bustness Rail Trips

Family Income per 100 Adults
Under $4000 13
$4000-5999 17
$6000-2999 17
$10,000 and over 32
All Incomes 17

On the average every 100 adults take about 17 nonbusiness rail
trips a year. I we logkat the income group below $4,000, every 100
adults at that level take 13 nonbusiness rail trips. Every 100 adults
with incomes from $4,000-$9,999 take 17 such trips, while every 100
adults with incomes of $10,000 and over take 32 nonbusiness rail
trips. :

Since the income effect is weaker for nonbusiness rail than for
nonbusiness air travel, it is less important to ask how much of the
income effectis attributable to income itself, When we examine dif-
ferences in the frequency of rail travel for people with the same in-
come but different levels of education, we find that only for the
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college -educated group does the number of rail trips increase-gys--
tematically as we ascend the income scale, As a matter of fact, ed-
ucation appears to have a stronger effect than income, or so the fol-
lowing table suggests:

Education of ‘Non-Business Rail Trips
Head of Famﬂyr per 100 Adults
‘None or grammar school ) 11
High school . 19
College 27

Further investigation suggests thait the education effectis less.strong
for people with family incomes under $10,000 than for those earning
$10,000 or more. The distribution is shown in Table 36.

In general, high income or high education does not by itself lead-
to frequent rail trips. Only when a person meets bolk these status
requirements is he likely to travel frequently by train,

A pattern may seemto be emerging: péople with high status take
more trips. We may predict that-more people in the high-status oc-
cupations will-take rail trips in a year. If we do make that predic-
tion, as far as nonbusiness rail trips are concerned we will be
wrong.

The blue-collar worker is about as. likely to have taken a non-
business rail trip in the course of a year as is the professional and
managerial worker, (This, of courge, is not to.say that he will have
taken gs many trips.) Only in the degree that the professional or
managerial person is required ‘to travel on business does he differ
from the blue-collar worker inthe likelihood that he will take a train
trip during the year. The pattern is shown below:

Per Cent of All Adults in This Group
Who “Last Year” Took at:-Least One:

Occupation of This Adult Non-Business Rail Trip Business Rail Trip
Professional and managerial

workers % 9%
‘Clerical and sales workers 10 2
Blue-collar workers "8 1

Not employed (including house -
wives-and shidents, but-not.
retired persons} 10 -

The probability that a person will take at least one business rail
trip-does depend on his occupation, but not the probability that he
will take a nonbusiness rail trip.
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Business Rail Travel .

We have seen that income is not as useful for predicting the fre-
quency of rail travel as it is for predicting air travel. Is this true
for businesgs trips also? A comparison between business travel by
atr and by rail follows:

Per Cent of Business Trips

Per Cent of Adults at _Accounted for by Adults at
Family Income Each Income Level Each Income Level
Air Rail
Under $4000 14% 3% %
$4000-5999 29 18 19
$6000-9999 19 19 217
$10,000 and over _ 8 . _62 _4an
100% 100%  100%

People with incomes under $4,000 rarely take trips by air or by rail
in connection with their work. Roughly half of all rail trips on busi-
ness, and six out of ten- air trips on business are taken by persons
earning over $10,000,

But although the upper-income groups take considerably more
than their share of rail business trips, the concentration falls short
of that shown for air. The train traveler, whatever the purpose of
his trip; is not quite so well-to-do.

Nor is he so frequent a traveler. Thirty-seven per cent of all
business air trips are made by frequent travelers, people who take
at least 40 trips durmg the course of a year. But only 28 per cent of
all rail trips are accounted for by persons traveling this frequently.
The comparison is as follows:

Proportion of Business Trips by Each Mode

Number of Trips by Accounted for by Adults With This
All Modes “Last Year”® Frequency of Total Travel
Air Rail
0- 9 23 28
10 - 19 20 22
20 - 39 20 22
40 - 99 L _28
100% 100%

-

Business rail travelers come from the same occupations as do
business air travelers, But professional and managerial workers
take an even greater share of business rail trips than they do of
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business air trips. Clerical and sales workers contribute a corre-
spondingly higher share of business air trips, This is shown below:

Per Cent of All Business Per Cent of All Business

Air Trips Taken by Rail Trips Taken by
. Adults in This Adults in This

Occupation of This Adult Occupation Group Occupation Group
Professional and mana- ’
_ gerial workers 2% 81%
Clerical and sales workers 17 _ 1
‘Blue-collar workers 9 9
Other ) _2 _4

100% 100% -

Manufacturing does not predominate as much in busineas rail
travel as it does in business air travel: 43 per cent of all business
air trips are taken by adults from this industry, as compared to 19
per cent of all business rail trips, Otherwise, the shares of business
travel contributed by the different industries follow the same pattern
for rail as they do for air. Besides manufacturing, business rail
trips are concentrated in wholesale and retail trade, government,
and professional services,

Sources

Text tables in this chapter are derived from Tables 29 31, 32
33, 34, 35, 36, 37 and 38, The complete list of ta.bles in Appendix D
which refer to rail travel mcludes Tables 28- 38 47, 48, 50, 51, and
53- 59
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BUS TRAVEL

Bus Travel History of the Adult Population

Experience with bus travel is spread more evenly throughout the
population than experience with any other mode. Income differences
are at a minimum. About half the members of each income class
have traveled by bus at some time in their lives. The proportions
are as follows: (See also chart, p. 51.)

Per Cent of Adults in This Income Class

Family Income . Who Have Ever Traveled by Bus
Under $4000 : 46%

$4000-5999 51

$6000-9999 47

$10,000 and over 44

Average for all income groups . 48

It anything, people in the higher-income groups are iess likely than
those in-the middle-income groups to have taken a bus trip.

Similarly, differences among occupation groups are small.
Roughly half of the members of each occupation group have traveled
by bus at some ‘time in their lives. Farmers are exceptions:
slightly less than half the farmers have ever taken a bus trip.

The proportion of those in each occupational group who have
taken. a bus trip at some time in their lives is as follows:

Per Cent of Adults in This Occupation

Occupation Who Have Ever Traveled by Bus
Professional and managerial workers 51%
Clerical and sales workers 51
Blue-collar workers . 51
Farmers : 44
Retired 42
Housewives, students, others not
now employed 44

50



] Y OF ADULTS FROM FAMILIES WITH DIFFERENT INCOMES

NEVEH OOK A TRIP HAS TAKEN A
P BY B

S ——
_— -
o N
on o TR NI

s 5 /////////f////////////lllilllllll'||||||I|\IIIII;..I|I|||I|l||||||||l||l||I|||

——

I
Il




That fewer retired people than those now employed have taken a bus
trip may reflect the fact that long-diatance bus travel is relatively
new in this country. People aged 65 in 1955 were 18 in 1908. They
lived much of their adult lives in a period when long-distance bus
travel did not exist,

It must be kept in mind that this report is concerned only with
trips to points 100 miles or more away from home, This limitation
‘as to distance removes from consideration altmost no air trips, but
it does rule out-many short trips by the other modes. Undoubtedly
more people have taken short bus trips than long ones.

Bus Travel in 1955

The people who took bus trips in 19556 formed a cross-section of
-the population, at least with respect to income. In the case of no
other mode does the proportion of all trips contributed by each in-
come group so nearly equal the proportion of that income group in
the population. Low-income pecple contributed the.largest share of
bus trips, high-income people the smallest. (See chart, p, 53.)° Of
all aduits, 44 per cent come from families with incomes below
$4,000. These adults took 48 per centof all bus trips. .Of all adults,
29 per cent came from families with incomes between $4,000 and
$5,999, These adults took 28 per cent of all bus trips. Similarly,
the 19 per cent of adults from the income group $6,000-$9,999 took
18 per cent of the bus trips, and the 8 per cent from the top income
group:took 6 per cent of the trips.

Another way tolook at the relation between income and bus travel
is to comparefor different income groups the proportion of adults in
the group who took one or more bus trips last year. The statistics
are as follows:

Per Cent of Adults in This Income Class
Family Income Who Took a Bus Trip “Last Year”

Under $4000
$4000-5999
$6000-9999
$10,000 and over
All Incomes

R - - R |

The observed differences from one income class to the next are
small enough to be attributable to sampling error, The chances that
in one year a given person will take a bua trip are low, about 7 out
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of 100, and do not depend on his income. Reasons for taking bus
trips, however, may differ for different income groups, as is dis-
cussed below,

The geographical concentration of bus travelers is the reverse.of
that found for the users of the other common carriers. The pre-
dominance of the large urban centers was seen to be not nearly as
great for rail travel as for air, It is not evident at all in the case of
bus. On the contrary, proportionately more bus travelers are to be
found in the nonmetropolitan areas. The proportions which bus
travelers represent of the populations of different types of commu-
nities are as follows:

Large Metropolitan Areas Other Areas
Rural
Suburbs Suburbs Cities Cities Farm

All Central 50,000 2,500- Rural 50,000 2,500- & Open
Adults Citles Over 50 000 Suburbs Over 50,000 Country

Proportion of
adults who
used bus
“lastyear* 1% 6% ~ 3% 4% % 8% % 6%

In part, these data reflect the fact that buses are more readily avail-
able in smaller towns and rural places than are other common car-
riers. In part also they are accounted for by the infrequent use
made of buses for business travel.

Business travel is primarily an urban phenomenon, whereas bus
travel is not. Only one per cent of the population took a business
trip by bus “last year.” Fewer people take busmess trips by bus
than by any other common carrier.

Attitudes Toward Bus Travel

The reasons for bus travel probably vary more with income than
do the reasons for taking any other mode. For some people it is the
only kind of travel within financial reach., But well-to-do people
may take the bus because the schedule ig convenient or the connec-
tions are good,

The niost frequently mentioned advantage of bus travel is its low
cost. That bus trips are cheaper is inentioned in 15 per cent of the
discussion of why a bus was or was not used on the most recent
trip. Others say that they went by bus because buses go to more
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places and are sometimes “the only way you can get there.” still
other reasons are’ that one can see more of the scenery, and a few
-mention that the bus is fast.

There is disagreement on the last point, The statement that
buses are fast occurs about as frequently as the statement that
buses are slow. The most frequently mentioned reason for not
taking the bus, however, is that there was no bus to -the right desti-
nation, Some people also commented unfavorably on the schedule
and on the lack of comfort of bus travel, (see chart, p. 56.)

Sources

The text tables in this chapter are derived from Tables 39-41 in
Appendix D. The complete list of tables in Appendix D which refer
to bus iravel includes Tables 39-42, 47, 48, 51, 53-56, 58, and 59.
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AUTO TRAVEL

Auto Travel History of the Adult Population

It is the automobile which justifies the reputation of Americans
as a people on the move. Nine out of ten-adults have at some time
taken an auto trip, as compared with seven out of ten who have ex-
perienced travel by the next most irequently used mode, rail. Since
29 per cent of all families did not own a car as of early 1955 (ac-
cording to the 1955 Survey of Consumer Finances), many people
must have taken trips in cars owned by friends or relatives.

People with family incomes of $4,000 or more are almost certain
to have experienced auto travel. But almost a fifth of the lowest-
‘income group have never taken a trip by car. As shown in the chart
on page 59, the proportions are as follows:

Proportion of Adults in This Income Class

Family Income Who Have Ever Traveled by Auto
Under $4000 - 82%
-$4000-5999 ’ 93

$6000-9999 b

$10,000 and over 96

All incomes 89

The prevailing customs in the United States are such that one won-
ders why a few people in the middle- and upper-income brackets
have never taken an auto trip ra.t.her than why nearly every adult in
these brackets has,

The relative newness of the automobile has something to do with
the matter. The proportion of retired persons who have never taken
an auto trip is higher than the proportion of persons now employed,
as the following table.shows:
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Per Cent of Adults in This Occupation

Occupation ’ Who Have Ever Traveled by Auto
Professional and managerial workers 95%
Clerical and sales workers 91
Blue-collar workers 86
Farmers 86
Retired ’ 82
Housewives, students, others not
now employed ‘85

The slight differences which exist among employed adults are in the
familiar pattern— the high-status occupations contain larger pro-
portions of adults who have taken a trip by auto.

Auto Travel in‘ 1955

Only when the ltkelihood of travel by competing modes in a given
year i6 considered does the pre-eminence of the automobile become
. fully apparent. A majority of all adults take a trip of 100 miles or
more away by car in the course of a year. For no other mode is this
true, Indeed, five times as many people. take a trip by auto as by
any other mode, The comparison is as follows:

-Auto Rail ﬁg Bus

Proportion of adults who
used this mode “last year” 55% 109 ™% %

Since experience with auto travel is so pervasive and use of the
auto. so common throughout the population, we should not expect
large differences in the proportions contributed by the four income
groups, Nor do we find them. The proportion of adults at different
income levels who took one or more auto trips last year is as
follows:' : '

Proportion of Adults in This Income Class

Family Income . Who Took a Trip by Auto “Last Year®
Under $4000 42%

$4000-5999 62

$6000-9999 i{1]

$10,000 and over )

All incomes 55

58



AUTQ TRAVEL HISTORY OF ADULTS FROM FAMILIES WITH DIFFERENT INCOMES

MENTﬂ

5
-
-—
o s A SRR

slaaliRg o T

I

—




Thus the probability that an adult wiil take an auto trip in a year in-
creases with income from 42 chances out of 100 if his income is be-
low $4,000, to 72 chances out of 100 if his income is over $10,000.

There is one further property of this set of numbers which is
worth noting, Although the probability that an adult-will take a trip
does increase, as we have noted, as his income increases, it in-
creases at a decreasing rate. In fact, the difference between 70 per
cent (for the income group $6,000- $9 999) and 72 per cent (for the
income group $10,000 and over) is so small that it may be the result
of random fluctuation in the sample. Thus, the probability shows no
signs of rising over T0-75 per cent. The fact that a person has a
high income does not guarantee that he will take an:auto trip. Other
forces must be at work which hold down the probability that he will
take one.

Car trips are spread more equally throughout the population than
trips by any other mode except bus, This is not t0 say that income
differences do not exist, The $10,000 and over group yields consid-
erably fewer, and the $4,000-$5,999 correspondingly more, trips
than does elther of the other income classes. These results should:
be considered in the light of the proportion of adults in each income
class, as is done in the accompanying chart. (See chart, p. 61.) Of
all adults, 44 per cent come from families with incomes below
$4,000. 'I-‘hese adults take only 24 per cent of the auto trips taken
per year. As we have noted, less than half of these adults take even
one trip per year. Of all adults, 29 per cent.come from families
with incomes between $4,000 and $5,999., These adults take 34 per
cent of the auto trips. Of all adults, 19 per cent come from the in-
come group $8,000 to $9,999, Among them, thése adults account for!
28 per cent of the auto trips. Of all adults, 8 per cent come from
the top income class, These adults account for 14 per cent of all
auto trips,

Whatis the effect of membership in. different occupational groups
on the probability that an adult will take an auto trip? The statistics
follow:

Per Cent of Adilts in This Occupation

Occupation Who Took an Auto Trip “Last Year”
Professional and managerial workers ' 70%
Clerical and sales workers 63
Blue-collar workers 54
Farmers 50
Retired 36
Housewlves, students, others not
now employed 51
All occupations 55
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Of retired adults, only 36 per cent took an auto trip “last year,”
compared to 55 per cent of all adults. As far as automobile travel
is concerned, these statistics shatter the stereotype that retirement
is a stage of life when people take frequent trips.

The proportions of the other occupational groups who took an
auto trip are about what one might expect in the light of the figures
for the different income classes, Blue- collar workers and farmers
are almost as lkely to take an auto trip as the average for all occu-
pations. White-collar workers are more likely to take a trip than
the average for all occupations, '

Cars are. especially useful in areas where other forms of trans-
portation are hard to reach, and in communities which are depend-
ent for much of their economic life upon more or less distantly lo-
cated urban centers, The smaller such communities are the more
inaccessible is common carrier travel, and the greater and the more
irequent the distances which must be traveled in order to maintain
ties with friends and relatives. On the other hand, the difficulties of
travel by auto for people living in the center of New York and other
great cities are notorious. Geographlcal variations in the use of
automaobiles reflect these facts:.

Large Metropolitan Areas - Other Areas
Rural
Suburbs Suburbs " Cities Cities Farm

All Central 50,000 2,500- Rural 50,000 2,500- & Open
Adults Cities' & Over 50,000 Suburbs & Over 50,000 Country

‘Proportton _of

adults who

used auto ]

“last year® 55% 43% 52% 55% 4% 60% 60% 55%

In central cities of large metropolitan areas fewer than half the
adilts use cars.for long trips in a year; in rural suburbs and small
towns three-fifths do so. These differences, it should be kept in
mind, are oppositeindirection from differences in income. Incomes
are k:gker in large cities, where the probability that a person will
take an auto trip is lower than in smaller cities and towns,

Few of those who travel by auto during the year do so for busi-
ness reasons. About 7 per cent of all adults take a business trip by
auto in a year., These adults who do take business trips.by car are
concentrated in the higher-income levels. Professional and man-
agerial workers, as well as farmers, are more likely to make use of
automobiles for business travel than are members of other occupa-
tions. This is shown as follows:
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Per Cent of All Adults in This
Occupation Who Took a Bustness

Occupation of This Adult Trip by Auto During the Year
Professional and managerial workers 2%

Clerical and sales workers : ]

Blue-collar workers ]

Farmers 15

Average for all occupations : )

In general, members of high-status occupations are more likely to
have experienced automobile travel, and- to have taken a car trip
during the year, than workers at lower -status jobs, but there is wide
experience at.all levels,

Attitudes Toward Aute Travel

"The advantage of auto travel most often cited is that it is cheap.
In addition to those who mention cheapness explicitly, people com-
ment that “more of us could go” by car, The.second most commonly
mentioned reasons for taking one’s last trip by auto were that one
can time one’'s trip as one pleases and choose one’s own route.
Some observe that, to the destination they had in mind, it was faster
to go by aute. People also comment that one can see the scenery by
auto,

The advantage of having one’s car available for use at the desti-
nation was mentioned by a number of people. Others point out that
the car goes “door-to-door.” It avoids the problems of getting to
and from terminals with luggage. Some mention that they feel it is
easier to travel by auto with children or with old peopte, And sev-
eral report that they enjoy driving.

Taken together these advantages of travel by auto, as seen by
people who take trips, help to explain why travel by aute is s0 much
more common than travel by other modes.

Only one disadvantage of auto travel is mentioned at all fre-
quently, the fatigue of driving and the related problems of bad driv-
ing conditions. Very few people, however, made unfavorable com-
ments about automobile travel in discussing the mode they chose for
their most recent trip, (See chart, p. 64.)

Sources

The text tables in this chapter are derived from Tables 43, 44,
and 45 in Appendix D. The complete list of tables in Appendix D
which refer to auto travel includes Tables 43-49, and 51-56.
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COMPARING THE FOUR MODES

VI

Although the preceding chapters have considered separately each
of the four major means of transportation, occasional comparisons
of .one type.of transportation with another have been made. The pur-
pose of the present chapter is to bring together more systematically
comparisons among the four modes. :Not all possible comparisons
will be made, The emphasisis-on comparing the effectof income and
place of residence onthe modes of travel which peopleuse. The final
sections of this chapter compare modes in terms of the number of
companions who travel together, the use of coach versus first-class
accommodations, the place where tickets are bought, and the frequency
of all-ekpense tour packages,

Travel History and Use “Last Year” of the Four Modes

As already noted, of all adults 7-per cent used air “last year”;
7 per cent. used bus; 10 per cent, rail; and 55 per cent, auto. {See
chart, p. 67.) The common carriers, even considered together, are
-used by far fewer people than the automobile. The proportions who
have ever used the modes, however, are more nearly equal. Nine
out. of ten have used auto, but seven in ten have used rail, and five
out of ten have taken a bus trip. Only one in four, however, has ever
taken a trip byair. The ranks of the three common carriersinorder
of the proportion of persons who have used them are the same as
their ranks in order of how long they have been available. Rail-travel
is-oldest, and has been used by the most people. Bus travel follows,
and then air. The difference between the proportion who have used
bus and the proportion who have used air may also be attributed to
differences in the number of people in the low and the high income
groups, respectively. : '

Differences Among Income Groups

Pegple’s incomes make a difference in the modes they'use. The
proportion of adults at each income ‘level who used each mode last
year is summarized in the chart on page 69.
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Air travel is more ¢losely associated with income than travel by
any other mode. Only a very small proportion of those with low in-
comes took an air trip, The proportion rises steadily with income,
approximately ina straight line.

Bus travel is another matter., The proportion of adults who use
this mode is, if anything, Jower among the high-income groups. But
the proportion falls at most only a few percentage points as income
rises. Even at the highest-income levels about 6 per cent took a bus .
trip. As a first approximation,.the proportion of adults who take a
bus trip is the same at all income levels..

Rail travel is much more common than air travel (though less
common than bus travel) at the lowest-income levels. Rail trips are
about as common as bus trips for people with incomes up to $4,000,
but over $4,000 more people take rail trips. It is only in the $10,000
up bracket that more people take air trips than rail trips in a year.

Auto trips are taken by a much larger proportion of adults at all
levels than the proportion using any other mode. The relative posi-
tion of the automobile is less strong at the extremes of the income
distribution, At the lowest-income levels pecple are not. likely to take
auto trips. People at:the highest-income levels are likely to take auto
trips, but they are also likely to travel by common carrier. |

The preceding discussion concerns only whether people used a
given mode at all. The number of trips which people take is taken
into account in the following table which shows the number of non-
business trips by each mode for every 100 adalts at a given level of
income.

‘Number of Non-Business Trips
Per 100 Adults by...

Family Income Air Rail Bus Auto

Under $4000 , 2 13 9 127
$4000-5999 7 17 11 259
$6000-9999 13 17 11 321
$10,000 and over . 44 32 8 319

These results follow the same general pattern as the results just
discussed. People in the income class under $4,000 took only two
nonbusiness air trips for every 100 adults in the group, The number
of air trips per 100-adults rises with income to 44 for every 100
adults in the top income group. People in the income class under
$4,000 took nine bus trips for each 100 adults inthe group, Thenum-
ber of bus trips per 100 aduits inthe other income groups is similar.
The number of nonbusiness rail trips per 100 adults rises with in-
come, but less dramatically than the number of air trips. The num-
ber of auto trips per 100 adults rises with income but levels off. It
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is about the same for the highest-income groups as for the next
highest, The number of nonbusiness air and rail trips per 100 adults
for different levels of income is plotted in the accompanying chart,
p. 69. The graph is very similar to the one showing the per cent of

.adults at each income léevel who took one or more trips by these
modes. (See p. 71.)

The increased use of air and rail at the upper-income levels iri-
plies that people at those income levels probably use more modes
during a year than is true of people in the lower-income groups. The
statistlcs are as follows:

Number of Modes Used Family Income
Under $4000- $6000- $10,000
$4000 5009 95090 & Over
Took a trip 47% 8% 5% 83%
Auto only 33 50 51 an
One commeoen carrier only B 4 4 8
Two modes 1 10 15 23
Three or four modes 2 3 ' 5 13
Took 1o trip . 53 _38 _25 a1
Total 100% 100% 100% 100%

The proportion of adults who used three or four modes does prove to
be higher in the upper-income groups. Omnly 2 per cent of those with
incomes below $4,000 used three or four modes, compared to 13 per

cent of those with incomes over $10,000. The proportion of the adult
population who used any one or more of the three common carriers
rises from 14 per cent of those with incomes below $4,000 to 44 per
cent of those with ibcomes above $10,000.

Though the probability that a person will travel and the number -
of trips that he is likely to take rise with his income, it does not -
necessarily follow that the upper-income groups predominate among
people taking trips. One must take into acecount the number of people
at each income level and look directly at the proportion of trips ac-
counted for by people in diiferent income classes. The comparison
between the shares of all nonbusiness trips: accounted for by the dif-
ferent income classes is as follows:

Family Income . Shiares of All Nonbusiness Trips
Atr _Ratl Bus Auto
Under $4000 10% 8% 52% 27%
$4000-5989 ‘22 30 26 37
$6000-9999 - 28 20 17 23
$10,000 and over 40 . 14 - B 13
Total 100% 100% 100% 100%
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The lowest-income group accounts for half of the nonbusiness bus
travel, 36 per cent of rail travel, 27 per cent of auto travel, and only.
10 per cent of nonbusiness travel by air. The highest-income group
accounts for 40 per centof nonbusiness air travel, but foronly 13-14
per cent of travel by automobile and by train and only 5 per cent of
travel by bus,

Thesge results may be contrasted with those for business travel:

Family Income Shares of ‘All Business Trips
Alr Rail Bus Auto
Under $4000 % 6% 25% 16%
$4000-5999 16 19 42 35
$6000-95999 18 27 19 27
$10,000_ and over 63 _48 14 22
Total 100% 100% 100% 100%

Business travel is much more concentrated among the upper-income
groups than nonbusiness travel, About 83 per cent of business air
. trips are taken by people in the top income group, and 48 per cent of
business rail trips, Business trips by bus, however, are much less
concentrated, Fourteen per cent of these' trips are taken by people
in the top income group. Most business trips by bus are taken by
people with incomes of $4,000-9,999., As noted above, a majority of
all nonbusiness trips by bus are taken by people in the income group
below -$4,000. Most.buginess trips by auto are taken by those in the
income groups from $4,000-9,999, These income groups alsoaccount
for most of the nonbusiness trips by automobile,

In summary, people in the upper-income groups are more likely
to take trips than those in the lower-income groups. The upper-
income groups are particularly important for the study of business
travel, and especially business travel by air and rail. They are also

" likely to take auto trips, but automobile travel is primarily anactivity
of the large segment of the population in the middle-and upper
middle-income groups. The bus is used by all income groups. The
middle-and lower-income peaple account for most of the bus travel.

Differences Among Life Cycle Groups

‘Whether a person takes a trip does not depénd on his income
alone, It also depends on whether he is single or married, whether
he has children, and how old the children are. Typically people
pass through a.succession of stages in which they are, first, young
and single, then, young and married but {as yet) childless. There
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follows a span of years in which the family includes dependent chil-
dren. How old the children are may make a difference in the fam-
ily’s travel—the age of the youngest child is.an indicator of the age
of the children. After the children leave home there is a period
when the couple are still together, and a finai period when one sgingle
older person remaing as the last of this unit. Not everyone passes
through these stages in the manner outlined, of course, but most
people can be clagsified as being at one stage or another without
doing violence to the facts.

The proportion of those at each stage who took one or more auto
trips but no trip by common carrier, and the proportion who took a
trip by common carrier, is shown .in the accompanying graphs.
Pegple who traveled both by auto and by common carrier are shown
as taking common. carrier trips on this chart. The distribution
follows:

Married
' Young, Youngest Married, Older,
Modes Used All Young, Married Child Children Married, Older,
'*Last” Year Adults Single Childless Under§ 5 - 18 Childless Single

Autoonly  42% 3% 52% 4%, 48% % 22%

Common 19 28 23 21 11 20 20
carrier

(plus auto)

Took no trip 39 38 25 30 35 - 48 58

Total 100% 1005  100% 1005  100% 1006  100%

People wha have children are less likely to travel by common
carrier than young married people. Only 17 per cent of those with
children between the ages of five and eighteen took such a trip.
Since the number of dependent children is likely to be highest at this
life cycle stage, it is the period during which claims upon parental
time and resources are ai a maximum, Thege data support the hy-
pothesis which has been suggested by some demographers that peo-
ple make a choice between having babies and taking trips. When the
children have left home, people are more likely to takea trip by
common carrier. But it is the young people who are most iikely to
‘take a trip by common carrier.

Travel by automobile follows a different pattern. Young single
peaple are leas likely to travel by auto than young married people.
According to the 1955 Survey of Consumer Finances only 45 per
cent of spending units headed by young single people own an auto,
compared to 82 per cent of the units consisting of young married
pecple with no children. Evidently some of the young single people
travel by common carrier instead of by auto because they do not
own a car., Couples with young children are slightly less likely to
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take an ‘auto trip, but the difference is small. About 52 per cent of
‘the adults in young families with no children traveled by auto only,
compared to 49 per cent of those with children under five. Older
people, contrary to popular impression, travel infrequently, in spite
‘of their relative freedom from responsibilities.

These results seem to hold when the number of trips is taken
into account, For example, when we consider the frequency of non-
business air-travel separately, a comparable pattern appears, The
following distribution shows the number of nonbusiness air trips
taken per 100 adults:

Stages in the Life Cycle Number of Non-Business Air Trips per 100 Adults

‘Young, single. 18
Young, married,

no children 11
Married, children,

youngest under 2 5
Married, children, '

youngest 2 - 4-1/2 8
Married, children,

youngest 5 - 14-1/2 5
Married, chfldren, .

youngest 15 - 17 11

Older, married, no
children under 18 -

Older, single
All stages

The number of nonbusiness air trips per 100 adults is high at the
early stages of the cycle, falls during the years when there are de-
pendent children in the home, and rises after the children leave
home, although the rise stops short of the level characteristic of the
early stages.

Place of Residence and Modes Used I.usi Year

People’s choice of mode is influenced by the type of community in
which they live. The size of the city influences the availability of
common carriers. The larger the city, as a rule, the more adequate
the service by air and rail. In smaller cities and rural areas the
automobile and bus are likely to enjoy a stronger relative position.
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The proportion of adults-in each type of community using each - mode
in ayear is shown in Table 51, Appendix D. That table may be.sum-
marized as follows for selected types of community:

Per Cent of All Adults Living in Different
Types of Community Who Used Each Mode

Central Cities Other Cities

of Large Metro- of 50,000 Rural
Modes Used politan Areas & Over “Areas
Alr : 10 8 3.
Rail . 14. 13 7
Auto 43 60 55
‘Bus . 6 8 (]
None 47 34 42

The tabulation shows that while 10per cent of adults in central cities
took an air-trip, only 3 per cent of those in rural areas took such a
trip “last year.” Fourteen per cent of the people in central cities
took a rail trip, but only 7 per cent of those in rural areas. On the
other hand the proportion who used bus is highest in the towns and
cities of intermediate size. The proportion who took an auto trip is
comparatively low in the central cities, though even here the auto-
mobile far outdistances the common carriers. (See chart, p. 77.)

In summary, rail and air appear to be strongest relative to the
other modes' in the large cities and weakest in rural areas, Auto is
weakest in the central cities and strong especially in small towns
‘and moderate-sized cities, Bus is strongest in the small towns and
moderate-sized cities and least impressive in the suburbs of. the
large metropolitan centers.

~ Study of the number of modes which people from different sizes
of city use in a year does not add to these findings. The use of three
or four modes inayear is unusual for a resident of any type.of com-
munity. (See Table 52, Appendix D,)

Number of Companions and Mode of Trqvel

Another approach to the relative position of different modes is to
investigate the number of people inthe party on trips by different
modes. This topic was investigated in the questioning about the
respondent’s most recent trip. The results can be summarized as
follows: '
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. Mode of Travel
Number of Companions Afr - Rail Bus Auto

Went alone 53% 1% 49% 14%
One companion 33 27 35 32
Two companions 5 ) ] 19
Three or more _B .23 _10 )
Total 100% 100% 100% 100%

Of those who went by air, half traveled ‘alone. The same is true of
travelers by bus. Of those who went by rail, just under half traveled
alone, But of those who iraveled by auto, only about 14 per cent had
no companions. On the contrary, on their most recent auto trip 35
per cent of travelers had three or more companions, making a party
of four or more altogether. Whenever several people travel together,
these data suggest, the tendency is for them to travel by auto.

Frequency of Coach Travel Versus First Class

The data collected in this study make possible an estimate of the
proportions of air trips and of rail trips which were first-class,
These estimates are based on respondents’ reports of their most
recent trip by common carrier, Of all.air trips an estimated 22 per
cent are by coach. Of all rail trips an estimated 63 per cent are by
coach, Since these estimates are based on people’s mostrecent trips
by common carrler weighted by their total number of trips during
the year, they are subject to large sampling errors. (See also Table
57, Appendix D.)

i’lace of Ticket Purchase

The data also make possible rough estimate of the proportion of
tickets sold at different places. Travel agents account for about one
ticket sold out of five, if all three common carriers are considered,
For air the proportion estimated is 22 per cent; for rail, 20 percent;
and for bus, 11 per cent, (See also Table 58, Appendix D.)
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All-Expense Tour Packages

All-expense tour packages are onlya small proportionof all trips
by common carrier. From 2 to 3 per cent of all trips are of this
type. The proportion estimated 1s approximately the same for bus,
rail, and air. (See also Table 59, Appendix D.)

Sources

This chapter is based on Tables 47-59, Appendix D.
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VACATION TRAVEL

A vacation with pay,.from the pointof view of the travel industry,
is an opportunity to take a trip, The more workers enjoy paid vaca-
tions, the more people there are who may enter the market for non-
business trips.

What constitutes a “vacation” is clear for some sections of the
population, but not for others. A salaried employee of alarge organi-

zation has: a vacation, or does not have one, If he has a vacation, the

length.of time he may be away from his job is well understood be-
‘tween him and his employer. Even for hourly employees “a vacation
with pay”® is a phrase with an unambiguous meaning. For people who
work for themselves, however, a vacation may not be easy to dis-
tinguish-from a period when work is slack. For example, if there is
not much to do for a week, does that constitute a vacation? If a per-
son remains at honie but is “on call,” is that a vacation? He may
think so0, but the travel industry will not, since he is not free to leave
town,

Housewives or retired people may take vacation trips which they
enjoy as genuine vacations. Yet, these are not “vacations with pay”
in the same sense as vacations taken by salaried employees,

In this survey information was obtained only about the vacations
of adults who work for others. No questions were asked about vaca-

tions of housewlves, students, retired people, farmers, or self-

employed businessmen or professionals,

Of the adult population about 43 per cent work for someone else,
Some 27 per centof all adults work -for someone else and had avaca-
tion with pay “last year® of a week or more.. About 16 per cent work
for someone else but had no paid‘vacation.

Of those with a paid vacation about: 75 per cent took theu' vacation
all at one time. The remaining 25 per cent took two vacations, or, in
a few instances, three or more. The teaching profession is probably
the largest segment of the population which enjoys multiple vacations,
though no data on this point were collected in this survey. The
practice of taking more than one vacation, however, has become
common. As just noted, one in four of those with a vacation took
their vacation at two or more times during the year.

What do people do with their vacations? Of the adults who enjoyed

9
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vacations with pay, half took a trip. The others did not necessarily
stay at home since a trip as the word is used in this study refers to
a potnt 100. miles or more away, How far do people travel on their
vacation trips? The distribution of vacation trips by length is shown.
in the following tabulation:

Whether Took a Trip Proportion of Adults With Paid Vacation
Took a trip 50%
100 - 500 miles away 28
500 - 999 miles away 8.
1000 miles or more 7
Not ascertained how far ‘ ' T
Did not take a trip - _50
Total : 100%

About one trip out of three taken by people with paid vacations is to
a point 500 miles or more away. About one in six'is to a point 1,000
miles or more from home. By any reasonable standard, such a trip
is a considerable excursion.

Given that they have a vacation, what determines whether people
will take a trip and how far they will go? The longer the vacation,
the greater the tendency to take a trip. The relation between length
of vacation and taking a trip is as follows:

Length of Vacation

All Adults '
With Paid One Week 11 Days- 3 Weeks
Vacation 10 10 Days 2 Weeks or Longer

Proportion who took a trip =~ - 4‘9%.. 1% 50% 66%

Of those with a vacation of three weeks or more, two-thirds took a
trip, compared to only 41 per cent of those with a vacation of ‘only a
week or 10 days.

It is not surprising to find that income also influences whether
people who had a vacation with pay took a trip. The relationship is
as follows:

Proportion of Those With a Vacation

Family Income . With Pay Who Took a Trip
Under $4000 ' 4%
$4000.5999 51

$6000-9999 58

$10,000 and over ’ 62
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The proportion of people who took a trip on their vacation nearly
doubles from the income group below $4,000 to the group with income
of $10,000 or over.

There is also a tendency for the proportian of those with a paid
vacation who went to a point more than 1,000 miles away to be higher
among the high-income groups. Of those with incomes over $10,000,
about two in ten took such a trip, compared to one in ten or less of
those with incomes below $10,000.

Long trips require money or time or both. The following table
looks at the matter in a different way. It asks: Of those who took
vacation trips of given distances, what proportion had different
lengths of time away from work?

All With Paid 100-500 500-999 1000 Miles
Length of Paid Vacation  Vacation No Trip Miles. Miles ‘or More
Week to 10 days 6% 2% 36% 31% 15%
11 days to.2 weeks 51 50 49 51 54
3 weeks or more R 8 1 18 31
100% 100%  160%  100% 100%

Of those who went to a point from 100 to 500 miles away, 36 per cent
had a vacation of a week-to 10 days. Of those who went to a point
1,000 or more miles away, 15 per cent had only a week to 10 days,]
while 54 per cent had 11 days to two weeks. These people traveled
1,000 miles a week or more. Only 31 per cent of those who took a
trip of this length had as long as three weeks’ vacation.

In making long run farecasts of travel, one factor which should be
considered is the probable increase in the proportion of the popula-
tion who enjoy vacations with pay. The effect of having a vacation on
air travel is especially interesting. To obtain some information about
the importance of paid vacations one may compare the frequency of
nonbusiness alr travel at present among those with and without vaca-
tions with pay. For this purpose those who work for themselves or
are not employed are not relevant,

The following table shows the number of nonbusiness air trips
per 100 adults for those with and without a paid vacation. (Note that
this table, uniike others in this chapter, does not refer to the most
recent trip.)

Non-Business Air Trips per 100 Adulis

Under $3000- 3$5000- %7500
All Incomes $3000 4999 7499 and Over

Did have paid vacation - 8 2 6 8 16
Did not have paid vacation 4 2 i 9 16
Average 6
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Those with paid vacations are more likely to take a nonbusiness
air trip than those who did not have a paid vacation. Specifically,
those with paid vacations average eight nonbusiness air trips per 100
adults, while those employed persons who did not have paid vacations
average four nonbusiress air trips per 100 adults., This relation,
ho_wever. 1s almost a textbook example of a spurious correlation.
People with high incomes are more likely to have paid vacations, and
they are also more likely to take trips than those with low incomes,
If income is taken inio account, the difference in frequency of air
travel between those with and those without a paid vacation tends to
vanish, At the upper-income levels people who do nof have paid
vacations are likely to take trips by air.

How are we to interpret this result? One explanation 1s that at
the income level above $5,000 it 1s possible for peaple to scrape to-
gether the price of an air ticket. But it is not always possible for
people to leave their jobs. It may be that some people take air trips
because they do not have time enough to take trips by other modes.
In this connection it should be kept in mind that “a paid vacation” is
defined in this survey as a vacation of a week or more. People who
did not take as longas aweek may have had extended weekends, which
they uged to take trips by air.

These data are still consistent with the hypothesis that as people
at the lower-income levels have more vacations. with pay they may
take more air trips. For the. income élass $3,000-4,999 the data
point in that direction. This last finding, however, is highly tentative.
It may be-the result only of sampling fluctuation. The main finding
is that giving people more time need not induce them to travel by air.

- Given more time people are likely to take more trips, but they may
take them by the slower means of transportation,



- SAMPLING METHODS
AND SAMPLING ERRORS

APPENDIX

by C. Edwin Dean

" 1. The Sample

The sample was selected by the method known -as area sampling,
By this method every member of the population sampled had a known
chance of being selected. The basic procedure was to choose first a
sample of places (counties, or towns, or communities); then, within
these places a probability sample of households was chosen. In-each
household one respondent was selected: from each family unit for
interviewing,

This study is based on two national cross-section samples of ap-
proximately 2,000 households each, making a total of about 4,000
interviews. Each of the two samples was selected from. the same 66
primary sampling units. A primary sampling unit is composed of a
single county or-a group of counties. The primary sampling units
are widely scattered throughout the United States, Within each of the
66 primary sampling units several places were selected, about five
on the average. These places were cities, towns, villages and the
open country around them,

Within each sample city or town a random selection of blocks was
made. For cities with populations of 50,000 or more, census statis-
tics showing' average rental and property values.are available for
each block; this information was used as a basis for stratificationof
the blocks.*

- In smaller cities and towns the  map was divided into blocks and.
numbered systematically so as to yield.a rough geographical strati-
fication, The dwelling units found in the selected blocks were listed
systematically and-a random subsample of them was taken.

Rural areas were divided intn small segments containing from

1pach block was chosen with a probability directly proportional toits num-
ber:of dwelling units reported for the census. On the basis of the census'fig-
ures, a sampling rate was applied in such a manner thatall dweiling units had
the same cliance of being included in the sample; generally from two to four
dwelling units were selected from a block. It should be noted that if there
were any major changes in population- since the census figures were obtained,
‘these changes are reflected by area sampling in an. increased or decreased
yield of interviews from the affected areas.
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four to eight dwelling units, and a probability selection was made
from these segments, All the dwellings in the selected segments
were included in the sample. )

Each sample block or segment was. marked on a map or aerial
photograph. These mapping materials and detailed instructions
guided the interviewers in carfying through an exact sampling pro-
cedure,

The sample thus selected consists of private dwelling units inthe
continental United States. It does not include military posts, institu-
tions, hotels and large rooming houses. Hence, the institutional popu-
lation, transients and most military personnel are not represented
in the sample. The interviewers are given no latitude in selecting
addresses. They must try to obtain an interview with each family
unit in each of the selected dwelling units and no substitutions are
permitted.

After a representative sample of dwelling units has been selected,
the interviewer is instructed to take one interview with each family
in the dwelling unit, A family is defined to include all people who
are related by blood, marriage, or adoption, and who live in the same
dwelling unit at the time of the interview. A family may consist of a
single person. More than oneé family may live in a dwelling; for
example, there may be a lodger inaddition to the primary family unit,

In families where the head is married, husband and wife are
selected alternately as respondents.. Where the head is unmarried
(living alone: or with relatives) he (or she) is automatically the re-
spondent. If an individual to be interviewed was not at home on the
first call, at least two or three call-backs were made in an attempt
to reach him (or her). However, even after repeated calls, a small
number -of the designated individuals. were not found at home: and a
few refused to be interviewed.

In each interview certain questions applied only to the respondent
or to items for which the respondent could give a single answer for
the entire family unit. These are designated as “per interview” re-
sponses. Other questions required answers from the respondent
pertaining to each adult of the household. These are designated as
“per adult” responses.

2. Sampling Variability

Percentages. — Properly conducted sample interview surveys
yleld useful estimates but they do not yield exact, values. Errors
arise from several sources: sampling, non-response, reporting and
processing., Each source of error may be important in evaluating the
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accuracy of information.  The present discussion is limited to sam-
pling errors. !

Sample statistics reflect the random variations arising from
interviewing only a fraction of the population, The' distribution of
individuals selected for a sample will usually differ by an unknown
amount from that of the population irom which the sample is drawn.
The value. which would have been obtained if the entire population
had been designated to beinterviewed by the same survey procedures
will be referred to as the population value. If different samples were
used under the same survey conditions, some of the estimates would
be larger than the population value and some would be smaller. The
sampling error is a measure of the chance deviation of a sample
statistic. from the corresponding population value. The sampling
error does not measure the actual error of a particular sample esti-
‘mate; rather, it-leads to statementsin terms of confidence intervals
that are correct..in a specified proportion of cases in the long run,
Each. statement declares that the range of the sampling error on
either side of the sample estimate includes the population value.

“Sampling error® as used here is to be interpreted as two stand-
ard errors; it is the range, on either side of the sample estimate,
chosen frequently in social researchin order to obtain the 95% *level-
of confidence.” If one requires a greater degree of confidence than
this, a wider range than two standard errors should be used. On the
‘other hand, mostof the time the actual error of sampling will be less
than the sampling error defined above;. inabout 68 cases of every 100
the population value can be expected.to lie within a range of one-half
the sampling error (one standard error) of :the.sample estimates,

For example, the survey estimate that 29.6% of all adults have
never taken a rail trip is subject. to a sampling error of-about 2,6° -
percentage points (see Table B). Thus, the statement that the popu-
lation value is within the.range of 27.0 to 32.2 per cent has at least
95 in 100 chances of being correct. The chances are-5 in 100.that the
population value lies outside that range; however, the chances are 68
in 100 that.it lies withinthe range 28.3 to 30.9 per cent (plus or minus
one standard error).

The sampling errors.of proportions of respondents having a cer-
tain-characteristic depend on the size of the sample and also on the
size of the proportionsbeing estimated. Approximately, the sampling
error is inversely proportional to the.square rootof the sample size..
Thus, the sampling error of an estimate based on 400 cases is about
one-half. ag large as that of an estimate based on 100 cases.

Sampling errors (standard errors) also vary with the proportion

*Reference to.Table B.will show that the samplihg error Hes between 1.0
and 2.6%. ‘In the above example the maximum value (2.8%) was used. Consult
explanation below Table A for application of double limit tables
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being estimated and reach a maximum, for samples of a given size,
when the proportion is 50 per cent. The relations of sampling error
to sample size and proportion being estimated are evident in the
formula for the computation of sampling errors for simple random

samples. The sampling errors of such samples are equal to' 2y, /‘p_(;-_p)

where p is the proportion under consideration and n is the:sample
Size. Although the survey uses a complex rather than a simple ran-
dom sample, the relationship of  sampling errors to the sample size
-and proportion being estimated is somewhat simtlar to that of the
“above formula.

. There are other important factors that influence the size of the
sampling error of any characteristic based on the interviews from
the entire sample or from some specific subgroup. (See section 1
for a discussion of the procedures used inthe:sample selection.) The
effectof such factors varies for every type of éstimate and for every
subgroup of the population, For example, percentages based on only
a subset of all of the sampling units tend to have larger sampling
errors than proportions of the same magnitude based on all sampling
units, Among such. subsets are regional breakdowns, cities of a
specific size, and urban-rural breaks. The. fact that the sampling
errors in this study are likely to be somewhat higher than simple
random sampling errors arises from the fact that the sample selec-
tion involved clustering dwelling units, which may increase sampling
error if the characteristic being sampled 1s “clustered.”

The sampling errors themselves are products of the sampling
processes and are subject to the effects of random fluctuations.
Therefore, a range, rather than a single value, has been.used in pre-
senting sampling errors of estimates of approximate proportions
based on samples of a given size. These estimates are presented in
Table A for “per interview” responses and in Table B for “per adult”
responses. The upper limits are based on actual computations of
data from the Travel study. They are not averages but values on the
high or conservative side; only a small proportion of the computa-
tions yielded estimates larger than the upper limits in the table and
most were smaller. The smaller estimates were computed by use

of the formula,_zv p(lT-p) which ean be viewed as the lower bound to

the survey’s sampling errors. Inourcomputations most survey sta-
‘tistics weére found to have sampling errors between these two types’
of estimates, Whether the sampling error of an estimate tends to-
ward the upper or lower bound depends on the type of data involved
and thebasis of classification.

Differences. — Differences between survey estimates are often of
even greater interest than the levels: of the estimates. These dif-
ferences reftect:.the random fluctuations of the sampling process as
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well as differénces in population values. The sampling errors of
differences indicate the range in which the “true” differences between
the population values of the two compared classes can be expected to
fall in a given proportion of trials, usually 95 out of 100 times. As
with the sampling errors of single percentages, greater or lesser
degrees of confidence in the statement are associated with larger or
smaller multiples of the standard error.

Tables C and D, whichare tables of sampling errorsof differences
for “per interview” responses and for “per adult” responses, re-
spectively, also contain two estimates, These numbers are based on
the eomputations. carried out.on actual survey data. The large num-
bers are on the “safe” side; most sampling errors actually computed
are smaller thantheselarger estimates, A lower bound is set by the
smaller sampling errors of the table. This latter group is based on
an approximation® to the standaid formula for differences between
estimates obtained from simple-random samples, Most of the sam-
pling. errors computed were found to lie between these limits.

>The approximation used was 2 I/p(l—p) (1/n, + 1/n,) where p is a pro-
portion approximating those’ being comparédand 0, and n, are the number of
cases in the two samples. .
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TABLE A

Approximate Sampling Errors of Percentages '
For “Per Interview" Responses

(Expressed in Percentages)
Reported— Number of:Interviews
Percentage 4200 | 3000 2000 1500 1000 700 500 | 400 300 200 100
- 1.5 1.8 2,2 2.8 3.2 3.8 45 | .50 5.8 71 | 10,0
50 . :
2.8 2.9 3.4 3.9 4.8 5.3 6l 6.7 7.6 8.1 | 12.7
14 1.7 20 | 24 2.9 3.5 41 4.8 5.3 6.5 9.2
| 80 or 70 ; .
: 2.3 2.1 3.2 3.5 4.2 48 5.8 a.1 8.9 84 | 1i.6
1.2 1.5 1.8 2.1 2.5 3.0 3.6 |- 40 | 48 | 57 8.0
320 or 80 . ‘ -
2.0 2.3 2.8 3.1 an 4.2 4.0 5.9 g0 -| 7.3 10.2
0.9 1.1 1.3 1.5 1.9 2.3 2.7 3.0 3.5 42 8.0
10.0r 90 . '
1.5 1.8 2.1 2,3 2.8 3.2 3.6 4.0 4.5 . 5.5 1.6
0.7 0.8 1.0 1.1 1.4 1.6 1.9 23 - | 25 | 81 4.4
5or85 . ]
1.1 1.4 1.5 1.1 2.0 2.3. 2.7 2.9 3.3 4.0 5.5

! The sampling error measures the sampling variability, that is, the varjations that might oceur by chante because only a.
sample of the population is surveyed. For most items the chances are 95 in 100 that the value being eatimated (the percentage of
apending units possessing a given attribute) lies within a range equal to the reported percentages plus or-minus the. snmpllng
error.

Two.estimates of the sampling error are presented for each cell. The lower values are based on the atandard error formula
for simple random samples. The. higher values are based on extensive computations’of tndividual sampling errors carried out
on National Travel Market Survey data, and allow for the departures from simple random sampling in'the Survey design: .such as
stratification and clustering.

The sampling error does not meagure'the tntal arror Invalved in anacifis anrvav. aotimatan ginea H# dnae nnt innlods nano



TABLE B

Approximate S8ampling Errors of Percentages !
For *Per Adult” Responses
(Expressed in Percentages)

Reported Number of Interviews
Percentage 8500 4200 3000 2500 2000 1500 1000 T00 500 | 400 300 200 100
1.1 1.5 1.8 2.0 2.2 2.6 ' 3.2 3.8 4.5 5.0 5.8. 7.1 10.0
80
2.0 3.5 4.0 4.2 | 4 5.3 6.2 7.3 8.8 8.6 11,0 | 13.4 18.8
1.0 1.4 1.7 1.8 2,0 24 2.9 3.5 4.1 4.6 5.3 6.5 9.2
S0or 70 .
2.8 3.2 3.8 3.9 4.3 4.8 5.7 6.7 7.9 8.8 10.1 12,3 17.2
0.0 1.2 | 15 1.8 1.8 2.1 2.5 3.0 3.6 4.0 4.8 5.7 8.0
20 or 80 o
2.3 2.8 3.2 34 3.7 4.2: 5.0 5.9 6.9 7.6 8.8 10.7 15.0
0.7 0.9 11 1.2 1.3 1.5 1.9 2.3 2.7 3.0 3.5 4.2 8.0
10 or 80
1.7 2,1 2.4 2.5 2.8 3.2 3.7 4.4 5.2 5.7 6.8 8.1 11.3
0.5 0.7 0.8 0.8 |- 1.0 1.1 1.4 i.6 1.9 2.2 2.5 31 4.4
5or 85 ‘ '
1.3 1.5 1.7 1.8 2.0 2.3 2.7 3.2 3.7 4.2 4.3 5.9 8.2

' See note 1, Table A.




TABLE C

Sampling Errors of Differences !
For *Per Interview” Responses
{(Expressed in Percentages)

Size.of Size of Subgroup
Subgroup 2000 1500 100 100 500 300 200 ico
For percentages from about 35% to 65%
2000 3.2-49 3.4-5.2 3.9-57 | 4.4:8.3 5.0-7.0 6.2-8.3 7.49.8 '10:2-13:2
1500 3.7-5.5 4.1-6.0 4.8-6.5 5.2-7.2 6.3-8.4 %.5-9.9 10.3-13.3
1000 4.5-6.5 4.9-7.0 5.5-1.6 6.6-8.9 7.?-—10.3 10,5-13.5
700 5.4-7.4 5.9-8.0 6.9-8,2 -8,0-10.5 10,7-13.8
500 6.3-8.6 7.2-8.7 8.4-11.0 11.0-14.1
300 8.2-10.7 9.1-11.9 11.5-14.8
‘200 10.0-12.9 12.2-15.7
100 14,1-18.0
_ For percentages around 20% and 80%
2000 2.,5-3.9 2.7-4,1 3.1-4.8 3,5-5.0 4.0-5.8 5.0-8.6 5.9-7.8 8.2-10.6
1500 2.9-4.4 3.3-4.8 3.7-5.2 4.1-5.8 5.1-6.7 6.0-7.9 8.2-10.6
1000 3.6-50.2 3.9-5.6 4.4-6;1 5.3-7.1 8.2-8.2 - 8.4-10.8
700 ' 4.3-6.0 4.7-6.4 5.5-T.4 8.4-8.4 8.6-11.0
500 5.1-6.8 5.8-17.8 8.7-8.8 8:8-11.3
300 6:5-8.6 7.3-8.5 9.2-11.8
200 8.0-10.3 8.8-12.8
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TABLE D

Sampling Error of Differences *
For “Per Adult* Responses
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EXPANDING THE SAMPLE

As describéd in Appendix A, the sample of this survey was so
selected as to constitute a sample of that part of the adult population
of the continental United States living in private dwelling units, :

The survey e¥cludes about 2.8 million residents of quasi-house-
holds, that is, residents of institutions, large hotels, and rooming
‘houses. It also excludes about 2.2 million members of the armed
forces living on post in the United States and overseas. It includes
800,000 members of the armed forces llvlng with their families out-

. 8ide military posts.

As of April 1955 there were approximately 104,000,000 adults
aged 18 and over in the population sampled. This estimate is based
on data reported by the Census Burean as of April 1955 in Current
Population Reports, Population Characteristics, Series P-20, No. 62.
Since interviewing took place not in April but in June and October
1955, the population sampled was slightly larger than 104,000,000.
August 1955 may be taken asthe “average” date of interview, At that
time the relevant population was about 105,000,000 -adults. Tables
showing “percent of all adults” should be understood as referring to
that number. of individuals,

Comparison with C.A.B. Data

1t is possibleto compare estimates of the total number of air trips
taken by adults inthe population based on the National Travel Market
Survey with estimates based on reports to the Civil Aeronautics
Board. The comparison, however, requires that the data be adjusted
to make them comparable. The adjustments are crude. To put it
bluntly, it is-necessary to make up numbers to “adjust” for certain
factors. Nevertheless the comparison may be worth the trouble of
preparing it. It reveals, at least, the inforimation which would be
necessary for-a proper comparison to be made,

‘The comparison is complicated by the fact that there are two
methods of estimating the number of air trips taken from the survey.
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We will present first an estimate of ‘the.number of United States do-
mestic air passengers hased on C. A, B, data, and then the two esti-
mates based on data from the survey,

Number of scheduled air *passengers”

June 1954 -May 1955 (These dates cover the year 35,201,000
‘prior to the interviews in the Hrst wave.).

November 1954 -October 1955 (These dates cover !
the year prior to the intérviews in the second wave, ) -317,572,000

Average number of scheduled “passengers® 36,386,000
Non-scheduled “passengers”

1954 - ' - 695,000

1955 639,000

Average number of non-scheduled “passengers®’ 667,000
Total *passengers® | 37,053,000

The C. A. B. data are based on the number of tickets sold. Thus, the
figure of 37,053,000 represents the total number of “one-way® air
trips. But a round trip may include more. than two “one-way” trips
if the traveler stops at several cities or transfers en route.. Pas-
fgengers transferring from one airline to another, or interrupting' a
gingle trip by stop-overs en route, may be counted repeatedly. As
far as we know no estimates are available of the number of trips
which involved several: tickets in this way. Hence, ohe can only
guess at the number of round trips. as defined in this survey repre-
sented in the count of 37,053,000 “one-way” trips. :
Starting from the survey data, there are two methods of pro-
ceeding, as noted above. The first ‘method involves essentially
multiplying the number of air trips taken by individuals covered in
the survey by the reciprocal of the fraction of the population cov-
ered by the survey. The calculation is shown below. Several adjust--
ments to the survey data are necessary. Many of the adjustments
rely on a survey of passengers on domestic flights leaving New York
taken by the Port of New York Authority In view of the uncertainty
of these adjustments, in addition to the column containing the au-
thors’ estimates a column is provided for the reader to enter his
own calculations.



Number of one-way trips estimated from
Survey data for Survey population

The respondents took 1,573 round trips
by air in one year, or 3,146 one-way air -
trips. The. survey covered 8,617 adults
out of 105,000,000 or one in 12,000, By
multiplying 12,000 by 3,146 one can esti-
mate the total number of air trips by the
.population,

Plus trips by foreigners.

The survey population excludes foreigners.
The New York Inflight Survey estimated
that 6 percent of passengers out of New

.. York were foreigners. New Yorkisa
major port.of entry for foreigners, and it is
reasonable to suppose that foreigners make
upa la.rger proportion of domestic passengers
out of New York than out of, say Chicago, One
can guess that for the U, 8, as a whole the
average is 2 - 4 percent or 720,000 to
1,440,000 trips.

Plus trips by children,

The estimate from the Inflight Survey is that
8 per cent of passengers are-under 18, Itis
reasonable to guess. that.flights leavlng New
York are typical in this respect ’

Plus Mps by men in the Armed Forces livlng
on military reservations,

Some 800,000 men living oﬂ military reser-
vations were included in the survey; while
2,200,000 living on reservations or overseas.
were not included. According to the Inflight
Survey, 5 per cent of travel from New York
is'by men in the Armed Forces At a guess,
the military personnel lving on reserva-
tlons or overseas accounted for 1 - 4 per cent.

Plus trips by very frequent travelers.

The very frequent travelers account for 4 per
cent of -air trips, according to the New York -
Inflight Survey. The National Survey excludes
these travelers from counts of trips.

Plus trips of under 100 miles.

The C. A.B. reports 2 per cent of all air trips
are under 100 miles,
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Authors’ Reader’s
Estimates  Estimates

Minus trips in planes owned by businesses or - '

private.individuals. - 360,000 .to

Interviewers in the National Survey were " 1,440,000 77
instructed to exclude trips in company planes, .

military planes, and private planes if the

.respondent. volunteered that these types of

aircraft were included. It seems reasonable

to suppose that some of the frequent travelers ,
on business-used these aircraft and did not
mention the fact since the questlons did not
cover the point: Thus some of the trips in the
National Survey were by company’ pl.ane, etc.
Any estimate of how many trips’ were involved
is a pure guess. Arbitrarily one can take a
number equal to one to four per cent-of all air
trips. The true proportlon could be very

different.
Equals adjusted total one -way air trips based - 43,000,000:t0

on National Survey data. 48,000,000

Roughly speaking, these estimates indicate that the mean.number
of air trips estimated from the National Survey may have been too
high by 20 to 30 per cent.

The second method of estimating the total number of trips from
the survey is more complex, The method is based on the proposition
that better information can be obtained from the Bureau of the Census
than from the survey about the number of adults in different age
groups, income groups, and so forth. The procedure is to make use
of an estimate from the Census of the number of people ina category,
and to use the survey only to estimate the number of air trips taken
by people in that category.

The first step in this method was to select variables which are
important in determining the number of air trips. Different variables
were selected for personal travel and business travel. For personal
travel the population was divided into 160 cells based on five occupa-
tion groups, two education groups, four income groups, and four age
groups. For business travel the population was divided into cells
based on seven occupation groups, 14 industry groups, and five in-
come groups. Cell populations for 1955 were calculated by the staff
of the'Forecast and Analysis Divisionof the Portof New York Author-
ity onthe basis of data from the Bureauof the Census and the Bureau
of Labor Statistics. The number of air trips per person was esti-
mated for each cell from the survey, This estimate involved an ele-
ment of judgment since some smoothing of the data was involved,
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That s, éstimates for individual cells were occasionally raised or
"lowered in the light of the data for nearby cells, The total number
of air trips was obtained by multiplying. for each cell the. number of
people times the number of trips per person and then adding the
number of trips for the different cells. .

This method yields atotal of 30,382,000 trips for 1955.. The com-
parable total estimated by the first method is 38,000,000 trips, as
noted above, The difference presumably arises because by chance
the. survey found more people in the cells which yield large numbers
of trips than it should have. _

To derive an estimate comparable to the estimate based on data
from the C, A. B,, the 30,382,000 trips must be adjusted in exactly
the same manner as the 38,000,000 trips. The detail of these adjust-
ments need not be repeated, but the warning as to their doubtful
validity may be worth mentioning once more., The final estimate of
the number of adjusted total one-way air trips based on the second
method is 35,000,000 to 38,000,000 trips. The compaiable estimate
based or the C, A, B, data is 37,000,000 trips. The estimate from
the C, A, B, is too high, by an unknown amount, as noted above, be-
cause of the problem of round trips which involve more than two
tickets. Nevertheless the data from the survey do appear to be rea-
sonably congistent with the data from the C. A, B, as far as one can
tell from the available information.
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THE QUESTIONNAIRE

APPENDIX c

As noted in the Introduction, interviews were taken in two waves,
half in the spring and half in the fall. Two forms known as the “A®
and “B” questionnaires, were used in the spring, and two slightly
different and improved forms were used in the fall, or a total of four
different questionnaires in all. The “B” questionnaire in the fall is
reproduced below. It includes allof the questions inthe “*A” question-
naire in the fall plus a fewquestions asked only of respondents in the
“B” half of the sample, Questions on topics other than travel were
asked in the interview but are omitted here. No attempt has been
made to reproduce here the format of the original questionnaire nor
are the boxes reproduced which were provided for the interviewer to
check the answerto certain factual questions. Answers to attitudinal -
questions were taken down approximately verbatim by the interviewer.



Survey Research Center October 1955
University of Michigan . . Study 635

Form B

Interviewer’'s Name ' Interview No,

Interviewer: Before you ask Question 1, list ALL people in dwelling
unit related to head or his wife _and record their age, sex,
a.nd marital status,

For EACH person mcluding children ask:

A, Howoldis,..?
B. Sex (if age 15 or over)
C. Is. .. married now? (if age .18 or over)

Ask Q. T1-T5 about head and about each additional adult who works
regularly

T1. What kind of work does (head) do?

IF APPROPRIATE
T1la. What kiqd of business is that in? '
T1b. Does (head) work for himself or someone else or what?

IF WORKS FOR SOMEONE ELSE

T2. Did he (she) have 2 vacation with payof a weekor more anytime
in the last 12 months?
T2a. How long did he have off altogether in the year?

:lf 4 T2b. Did he take his paid vacation all at one time, or how?
a

a {If all at one time) -

vaca- T3, During his vacation did he take a trip to a point 100
tif’“ miles or more away?

with T3a, Where did he go? (town, state)

pay

(It not all at one time)
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T4. During his most recent vacation of a week or m(;re,
did he take a trip?
T4a. Where did he go? (town, state)

T5. Altogether, how many of the vacations involved a trip?

Q. T6. Have you (has he) ever taken'a trip to a place 100 miles or
more away by air?

(IF YE3) T6a. How many trips to places more than 100
miles away did you (he) take by air in the last 12
months?

{IF AIR TRIP.IN LAST 12 MONTHS) T6b. Did you take
your first air trip in the last 12 months?

Q: T 7. Have you (has he) ever taken a trip to a place 100 miles or
more away by md?

{IF YES) T7a. How _many trips to places more than 100
miles away did you (he) take by rail in the last 12
months? .

Q. T 8. Have you (has he) ever taken a trip to a place 100 miles or
more away by auto ?

(IF YES) T8a. How many trips to places more than 100
miles away did you (he) take by auto in the last 12
months?

Q. T 9. Have you (has he) ever taken a trip to a place 100 miles or
‘more away by dus?

(IF YES) T9a. How many trips to places more than 100
miles away did you (he) take by bus in the last 12
months?

Q. T10. Were any of your trips inthe last 12 months business trips -
I mean, trips.in connection with.your work? :

(IF ANY BUSINESS TRIPS) Q. T1l. How many of your air trips
were business trips? your rail trips? your autotrips? your
bus trips?

If RESPONDENT took one or more tnps in the last 12 months ask
about RESPONDEN_T’S most recent -trip lo a place 100 miles or
movre away. (If vespondent took trip but notin last 12 months, omit
Questions T12 through T31, If respondent never look trip, omit
Questions T12 through T34.)

Q. T12. When did you last take a trip to a place 100 miles or more
away?
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T13. What was the purpose of the trip? .
T13a. Was there any other reason for the trip?

o

. T14, Where did you go? (town'and state)
T15. How long were you away?
T16. Did anyone go with you? {(How many went besides yourself?)

. T17. How did you travel?

© © © 0o ®

. T18. How did you happen to choose this way of traveling instead
of some other?
T18a. Were there any (other) advantages of going this
way?
(IF *BAD CONNECTIONS”) T16b., In-what way were
the. connections bad?

If‘-ra.i_l T19. Did you travel coach or first class?

or air

It . T20, Did you- buy your ticket from a travel agentor did you
' ;y buy it directly from the {railroad) (bus line) (airline),
:;-_ ’ or what? :

or bus T21. Was it one of these all_-expense tour packages?

If trip above was by common carrier - omit Questions T22 through
T31.

If trip above was by auto - go to Q. T22 provided R. tooka trip by
common carrier in the iast 12 months.

NOTE: T22 - T31 are the same questions as T12 - T21.

ASK ALL RESPONDENTS WHO HAVE EVER TAKEN ANY TRIP
TO A PLACE 100 MILES OR MORE AWAY: (See Q. T6-T9 for
-respondent):

T32. Now I have a few questions about how people choose the way
they travel _
T32a. Why do you think some people travel by frain?
T32b. What might keep some people from traveling by train?

IF “BAD CONNECTIONS” What do you have in mind?
T32¢c. Why do you think some people travel by plane?
T32d. What might keep some people fromtravelingby plane?
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ASK ALL RESPONDENTS WHO HAVE EVER TAKEN A RAIL
TRIP. OF 100 MILES OR MORE AWAY: (See Q. T7 for respondent):

T33. Thinking of your own last trip by #rain, we’re interested in.
what you liked most about it and what you liked least about it.
What did you like most?
T33a. What did you like least?

ASK ALL RESPONDENTS WHO HAVE EVER 'TAKEN AN AIR
TRIP OF 100 MILES OR MORE AWAY: (See Q. T6 for respondent):

T34. Thinking of your own last trip by plane, we're interested in
what you liked most about ‘it and what you liked least about it,
What did you like most?
T34a. What did you like least?

Personal Data

1. How long have you people been living here inthe:. . . (commiinity)
: . .Aarea?
2. How many grades of school have you (head) finished?

IF MORE
THAN 8:

IF YES: 2b. What other schooling have you (head) had?

(Type of schooling)
{College; Secretarial, Business, Etc.)

2a. Have you (head) had other schooling?

IF ATTENDED y

COLLEGE 2¢c. Doyou (head) have a college degree?.

3. Would you tell me how much income youand your family expect to
be making this year, 19557 'T mean before taxes? Does that in-
clude the income of everycne in the family?

4. Do you expect that your income for 1955 will be larger, the same,
or smaller than your income last year, 19547

IF “LARGER” OR “SMALLER” 4a. Would you say much. larger
(smaller) or somewhat larger (smaller)?

5. Race: | White| [Negro|  Other (specify)
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Thumbnail Sketch -

Interviewer: Use this space for any additional information which
will give us more insight intothe respondent’s answers.
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Table 1

NUMBER OF TRIPS TAKEN ¢LAST YEAR* BY ADULTS
CLASSIFIED ACCORDING TO INCOME
(Percentage Diatribution of Adilts)

. Family Income
Number of Al Under $4000- $6000- $10,000
Trips . Incomes $4000 5999 9999 & Over Not Ascertained.

None 39 53 33 25 17 51
One a1 20 ' a3 . 20 18 23
Two 11 9 12 13 8 7
Three L] 5 7 8 8 4
Four 4 3 4 7 7 - 3
Five 3 -3 4 5 8 1
8ix 3 2 3 4 5 2
-Seven 2 1 1 2 2 1
Eight 1 1 1 2 4 1
Nine 1 » 1 1 2 *
Ten or more 8 s . 10 12 23 ]
‘Took a trip but

number of tripe

not ascertained 1 1 1 1 __1 _1
“Total 100 : 100 100 100 100 100
‘Number of . - :

adults ; 8485 3616 2388 1605 648 230

*Less than half of one per cent.
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Table 2

SHARES. OF ALL TRIPS BY PURPOSE OF TRIP AND FAMILY INCOME!
(Percentage distribution of all trips in the last 12 months)

Family Income

Purpose of Trips All Under $4000- $6000- $10,000 Not
T Incomes $4000 5999 09990 & Over Ascertained

Business ’ 19 2 5 6 8 1

Non-husiness 81 21 26- 21 ‘11 1

Total 100 28 31 27 17 2

Total number of trips 26,564 ' '

Number of adults 8,461

! This table excludes 24 adults who took 100 or more trips.
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Table 3

PURPOSE OF MOST RECENT TRIP

(Percentage distribution of adults who took a trip in

t.he 4lagt” 12 months)
(welghted distribution)

All Adults Who
Purpose of Trip Took a Trip*

Vacation and pleasure travel _64
To visit friends, relatives 25

To attend organized sports events, concert, other.
special event 2

No further information; other recreation; sightseeing;
~honeymoon 36
To attend wedding . 1
To attend convention (non-business) 1
Business travel 18
For employer (business, government) 8
By self-employed (business or professional man) 7
Convention or meeting 3
Personal affairs 17
Shopping trip *
Emergency, illness, death, to:visit doctor or hospital i
To and from school =
Moving to new home 2
Escort or drive someone 3
Other personal affairs 5
Purpose not ascertained 1
Total 100
Number of adults 2,510

1Detail may not add to total owing to rounding.
* Less than half of one per cent.

113



Table 4

LISTING OF ADULTS WHO TOOK 100 OR MORE TRIPS IN

THE “LAST TWELVE MONTHS"

Total
Occupation Eamﬂy Age Sex Travel No. of
come
Trips
Sergeant in Air $2000- 25 M Took 102 business trips 107
Corps 2999 by auto, Establishes
. ground observation posts.
Asphait salesman, $8000. 42 M Took 120 auto and 20 air 170
Petroleum Refin, 9999 trips for business pur-
ery Company poses
Oil field worker,  $4000- 27 M Took 250 business trips 251
derrick man- 5999 - by auto. Drives 101
: miles to work every day.
Sales manager, $6000- 47 M Took 150 business trips 150
alumipum storm 9099 by auto.
windows and
acreens
Sales manager, $10,000 33 M Took 104 business irips 116
steel company and over by auto.
District drilling $10,000 53 M Took 300 business trips 327
supt., drilling co. and over by auto. ‘ :
Housewife $10,000 48 F Took *100 or more” non- <100
and over business trips by auto. or

Phyeician, public
health dept.

Sales manager,
auto dealer

S_tructural worker,
building industry

Wife of the district drill- more®
ing superintendent on the
previous line,

$6000- 57 F Took T4 business trips 100
9999 and 26 non-business trips
by auto. Husband lives on
farm while wife lives in
town. Hence, perhaps, the
frequent non-buginess

travel.
$6000- 48 M Took 100 auto and 25 air 225
9999 4rips for busineas piir-

poses, Also 100 auto trips
for non-business purposes.

$10,000 33 M. Took 100 husiness trips by 100
and over auto. Jobs are frequently
100:miles or more from
home and may-travel daily.
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Table 4 {Continued)

. Total
Occupation Il‘;amlly Age Sex Travel No. of
come -
Trips
Dack worker, $10,0000 31 M TPook 100 business trips 100
construction and over by auto., Jobs are fre-
quently 100 miles or
more from home and may
‘travel daily. Brother of
man on prévious line.
Real estate divi- $10,0000 46 M Took 208auto trips and 26 243
sion, chainstore. and over air trips for business pur-
Buys, sells, leases poses.
real estate
Congressman $10,000 54 M Took 50 air and 40 auto 101
and over tripa for busineéss pur-
poses. Travels between
and Washington,
D.C. aimost weekly.
Farm-corporation $10,000 35 M Took at'least 2 auto trips 108
manager and and over a week for business pur-
specialist rancher poses.
Housewife $10,000 34 F  Took at least 2 auto trips 102
and over a week for non-business
purposes. Usually accom-
panies husband on business
trips, Wife of man on pre-
vious line;
Lubrication engr. $6000- 28 M Took 100 business trips by 104
salesman of oil 9999 auto.
company :
Traveling sales- $10,000 58 M Took 250 business trips by 262
man, wholesale. and.over auto. Traveling salesman
drug company : but comes home every
other night, hence fre-
quency of trips.
Siding and roof- $4000- - 48 M Took 195 business trips by 200
ing applicator, 5999 auto. Goes from town to
construction : town for business, makes
from one to three trips a
weelk.
Merchandizing -$10,000 56 M Took 200 air trips-and 20 225
mgr. steel and and over auto trips for business
cutting tools purposes.

115



Table 4 (Continued)

' Family - s Total
Qccupation Income Age "Sex Travel No. of
Trips
Inveéstment banker,  $4000- 43 M Took “at least 100” busi-  “At
mgr. of branch 5999 ness trips by auto. least
office : 100”
Representative = $10,000 28 M Took from “10(0 to 300 100 to
for defense op- and over or more” air trips for 300 or
erations corp. business purposes. more”
’ Sometimes 10 flights a
week., Averages 3,500
air miles a week.
Unemployed—wants Under a2 M Took 50 rail trips for 110
to do personnel $4000 non-business purposes
or administrative . . and 30 auto frips for busi-
work . ness purposes, Recently
- discharged from army.
Motor Pool Dis- Under 21 M Took 100 non-business 157
patcher, Air $4000 and 50 business trips
Force by auto, - :
Clerk-typist Under 21 F  Took 150 non-businesas 150
$4000 trips by auto. Wife of

man on previous line.

Table 5

INCOME COF ADULTS WHO NEVER HAVE 'I"AKEN ANY TRIP
(Percentage distribution of -all adults)

Al Adults Who Have Adults Who

Family Income Adults Taken at Least ‘Never Have

One Trip Taken a Trip
Under $4000 41 40 65
$4000-5999 28 30 . 14
$6000-999¢ 19 20 13
$10,000 and over 8 8 1
Not ascertained 3 2 _ 1
Total 100 100 100
Number of Adults 42612 3900 278
Per cent of sample 100 92 7

1 Baged on interviews in the spring of 1955 only.
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“Table 6

AGE OF ADULTS WHO NEVER HAVE TAKEN ANY TRIP
{Percentage distribution of all aduits)

All Adults Who Have Adults Who

Age {in Years) Adults Taken at Least Never Have
) One Trip Taken a Trip

20 and under 5 4 9
21-29 i8 18 12
30-44 32 34 32
45-64 : 32 32 . 25
65 and over 12 i1 19
Not ascertained - 1 1 _*
Total : 100 100 o 100
Number of aduits . 4261 3900 278
Per cent of sample 100 02 . 7

*Less than 0.5 per cent.
1Based on interviews in the spring of 1855 only.

Table 7

PLACE OF RESIDENCE OF ADULTS WHO NEVER HAVE TAKEN ANY TRIP
(Percentage distribution of all adults)

. Al Adults Who Adults Who
Size of Community Adults Have Taken at " Never Have
Least One Trip Taken-a Trip
Large metropolitan areas! .
Central cities 16 15 27
Suburbs—50,000 and over 4 .3 5
Suburbs-2,500-50,000 9 10 5
Suburbs—Rural 2 2 1
Other areas
Cities 50,000 and over 17 17 12
Cities 2,500-50,000 19 19 9
Rural, farm and open
country 33 C 34 _41
Total 100 100 100
Number of 'adults 42612 3900 | 278
Per cent of sample X 100 22 .7

1 The. twelve largest metropolitan areas; .
*Based on interviews taken in the spring of 1955 only.
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Table 8

SHARES OF ALL TRIPS TAKEN BY ADULTS CLASSIFIED ON THE BASIS OF
TOTAL NUMBER OF TRIPS TAKEN AND FAMILY INCOME
(Percentage distributton of all trips in the “last® 12 months)

" Income

Number of Trips All Under $4000- $6000- $10,000 Not
Taken “Last Year” Incomes $4000 5999 9998 & Over Ascertained

0- ¢ 44 14 13 11 5 1
10.- 19 20 4 7 8 4 b
20 - 39 17 3 5 5 4 *
40 - 59 14 - 2 5 4 3 .
60 - 99 _s K 2 2 1 Y
All trips 1007 23 32 27 18 2
Total number of trips 26,564,
Number of adults : B8,461%

1Includes those whose number ofxtr‘lﬁa was not ascertained and those for whom It was not ascertained whether they
took any trip..

* Thie table excludes 24 adults Who took 100 or more trips. Detail may not.add to total owing to.rounding.
*Less than half of one per cent.
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SHARES OF ALL TRIPS TAKEN BY ADULTS CLASSIFIED ON THE BASIS OF OCCUPATION AND INDUSTRY
{Percerntage distribution of trips)

61l

Occupation of This Adult

Industry Professional  Clerical  Blue e Not
‘ and Managerial and Sales Collar Farmers Retired Othe:: m;t ABcer-
Workers Workers Warkers Now Employed tained
Agriculture, forestry, fisheries 0.6 0.7 2.5
Mining 0.2 0.2 0.4
Mamufacturing 4.1 2.8 9.0 0.1
Construction 2.3 0.1 3.0
Transportation, communication,
utilities 1.0 0.8 3.1
Government 1.5 0.7 3.2
Wholesale, retail trade. 6.7 4.6 2.1 0.1
Repair services 0.5 0.1 0.8 3
‘Business services 0.6 0.1 0.2
Personal services 1.3 0.1 1.3
Amusement, recreation, and
related services 0.2 0.2
Finance, insurance, real estate 1.0 1.0 0.1
Printing, publishing, and
allied industries 0.2 0.4 0,2
Professional and related services 8.4 0.8 0.5
Other, inapplicable, not ascer- ) ' ' ) :
tained 0.5 0.2 0.8 ~1.4 30.9 0.8
Total! 27.2 118 25.0 2.5 1.4 30.9 0.8
Number of trips 7230 1500 6640 670 380 8200 280
Number of adults 1110 250 2450 320 320 3400 100 .

! The grand total number of:trips is'26,664. Trips by 8461 adults are covered. Detail'may not add to totals owing to

-rounding. In this table entries under 0.05 are shown as blanks,
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Table 10

PROPORTION OF NON-BUSINESS TRIPS IN THE “LAST TWELVE MONTHS?
TAKEN BY ADULTS IN EACH INCOME AND OCCUPATION CLASS

Occupation of This Adult
Family Income All Professional Clerical  Blue NotEmployed, .
Occupations & Managerial & Sales Collar Farmers Retired Students, Ascertained

Workers Workers Workers Housewives
Under $4000 28 4 2 8 1 ] 10 *
$4000-5999 32 5 3 11 * * 13 *
$6000-9999- 27 1 3 § 1 * 8 *
$10,000 and over 13 4 2 2 * *: 5 *
Not ascertained 2 » _* * _* _* 1 _*
Total o 100 20 10 27 ] 2 2 38 1
Number of adults 8461° 1102 782 . 2446 320 317 3397 97
Per ceat of ' ' - ;
adults o 100 13 9 29 4 4 40 1

Total Number of trips: 20,963

1Entries for individual cells are subject to large sampling errors, See Table 85 for the proportion of adults 'in
each cell. '

% This table excludes 24 adults who took 100 or more trips.
* Less than half of one per cent.




Table 11

COMPARISON OF THE NUMBER OF NON—BUS!NE TRIPS IN
THE “LAST TWELVE MONTHS® TAKEN BY THE HUSBAND
WITH THE NUMBER TAKEN BY THE WIFE

Number of Number of

Couples Adults Per cent

Married couples for whom the ‘

nmumber of non-business trips

was the same for both hus-

band and wife! 2320 4640 73
Married couples whose mem-

bers took different numbers

of trips 862 1724 27
Total 3182 63642 100

Includes couples who took no trips.

3Excludes adults other than married heads and their wives, and those
who took over 100 trips or for whom the number of trips was not ascertained.
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Table 12

PROPORTION OF BUSINESS TRIPS IN THE “LAST TWELVE MONTHS*
TAKEN BY ADULTS IN. EACH INCOME AND OCCUPATION CLASSY

Occupation of This Adult

Family Income All Professional Clerical Blue Not Employed,

Occupaions 4 Mamaerial G Saes | Collr | Farmers Rotirod - Sudens, "y poriine
Under $4000 13 5 1 4 " 1 *
$4000-5999 o3 13 7 9 * . 2, *
$6000-9999 24 15 .5 3 1 * * *-
$10,000 and over 20 22 5 1 1 * * 1
Not ascertained _3 1 1 * - * * *
All incomes 100 58 18 17 4 * '3 1

‘1Entries for individual cells are subject to large sampling errors.-
* Less than half-of one per cent
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LBUAT AW

PROPORTION QF BUSINESS TRIPS IN THE «1.AST TWELVE MONTHS® TAKEN BY
ADULTS CLASSIFIED ACCORDING TO CCCUPATION AND INDUSTRY! -
(Percentage distribution of all business trips taken in the *last 12 months®)

il

Per cent of Trips

Per cent of
Industry Adults Occupstion of Adult Taking Trip
Adults. Taking All Professional Clerical Elue
One'or More . cupations ° & Managerial & Sales  Collar Other?
Business Trips : Workers Workers Workers

Agriculture, forestry, {isheries 10 5 1 * * 4
‘Mining 1 2 1 1 1 .
Manufacturing 16 18 9 L) 3 b
Construction 8 9 5 * 3 *
Transportation, communication, utilities 7 7 2 1 3 *
Government 10 7 3 * 4 *
Wholegale, retail trade 20 25 15 . 9 1 *
Repalr services 2 2 2 * 1 »
Business services 2 1 1 * * *
Personal services 4 3 3 * 1 *
Amusement, recreation 1 1 * * * .
Finance, insurance, real estate 3 3 3 » b *
Printing, publishing 1 1 * 1 - *
Professional and related services 12 10 9 1 * *
Other * * * * * *
Not ascertained, inapplicable 3 8 2 * ¥ 4
Total ' 100 ~100 56 18 17 8
Number of trips 5548

Number of adults 852

1'This table excludes 24 adults who took 100 or more trips and 35 adults for whom it was not ascertained whether
they took any trip.

2Includes farmers, retired, not employed, students, housewives and not ascertained.
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AIR TRAVEL HISTORY OF ALL ADULTS WITHIN
FAMILY INCOME TROUPS
(Percentage distribution of adults)

Family Income’

Travel History All  Under $4000-  $6000-  $10,000
. Incomes  $4000 59899 9999 & Over
Never had taken a trip T ’
by this mode 5 86 T4 64 40
Has taken a trip by ‘
this mode but none -
in the “last year‘ 18 10 19 24 © 27
Took one or more trips - '
by this mode *last
year”® 7 4 10 30

For business purposes 2 1 3 ]

For non-businesas

purposes 4 2 . 8 7 “18
* Took both business

and non-business trips * * * * 3
Not ascertained whether
ever took a trip by this .
mode, or took such a ) -
trip last year 2 2 3 . 2 3
Total 100 100 100 100 100
Number of adults within .
each income group 8485 3616 2388 1605 646

*Leas than half of one per cent.
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Table 15

AIR TRAVEL HISTORY OF ADULTS WITHIN OCCUPATION GROUPS

——

—

Occupation of This Adult

Air Travel History

Professional Clerical  Blue - Housewives,
& Managerial & Sales Collar Farmers Retired Students, Others
} ;- Workers  Workers Workers . Not Now Employed

Never has taken a trip by this mode. 53 85 76 86 88 81
Has taken a trip by this mode, but
not-in the “lagt” year 27 23 i8 11 ) 12
Took one or more trips by this _ T
mode “last” year - - 18 10° 4 2 3 5

For business purposes ‘ 10 - 3 1 1. * o

For non-business purposes 8 T 3 1 3 5

Took both business and non-

business tripa 2 * * * » *

Not aecertained whether ever took a
trip by this mode or took such a
trip “last® year 2 2 2 1 2 2
Total 100 100 100 100 100 100
Number of Adults 2451 320 317 3400

1113 87

* Less than half of one per cent
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Table 18

USE OF AIR “LAST YEAR” BY PLACE OF RESIDENCE
(Percentage distribution of adults)

Place of Residence

Used Air Large Metropolitan Areas! Other Areas
“Last Year” All -
Adults Central -Buburbsg ‘Suburbs Suburbs Cities Cities Rural Farm
Cities 50,000 2500~ Rural 50,000 2500- & Open
& Over 50,000 & Over 50,000 Country
‘Used air 7 10 9 12 7 8 6 3
Did not use air 93 80. 81 _88 _83 a2 94 a7
Total 100 100 100 100 100 100 100 100
Number of -adults 8485 1322 294 754 149 1445 1688 §833

1The “large” metropolitan areas are the twelve largest metropolitan areas in the United:States.
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Table 17

SHARES OF AIR TRAVEL CONTRIBUTED BY GROUPS DISTINGUISHED

ACCORDING TO PURPOSE OF TRAVEL AND INCOME'
(Percentage distribution of all air trips in the last 12 months)

Family Income
Purpose of Trips All Under $4000- $8000- $10,000 Not '
Incomes $4000 5009 9999 & Over Ascertained
Business 55 2 ] 10 33 1
Non-business 45 10 13 17 *
Total ' 100 7 19 23 50 1
Total number of air trips 1573 09 205 360 797 22
Number of adults ‘8461 3612 2385 1600 834 230

1Thia table excludes 24 adults who took 100 or more trips.

*Less than half of one per cent.
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Table 18

-DID AbULTS WHO TOOK THEIR FIRST AIR TRIP IN THE “LAST TWELVE MONTHS”

TAKE MORE BUSINESS TRIPS OR MORE NON-BUSINESS TRIPS
DURING THE YEAR?.

Took First Air Trip Did Not Take: First Air

Total in Last 12 Months Trip in Last 12 Months : '

Famtily Income - Number of; . Number of: |

Adults  Trips  Adults N":;f“.rm“ m",l'.‘:;‘; Adults N?f:-:i::“ ﬁﬂ'f‘:; |
Under $4000 - 1858 41 10 10 1 148 23 7
$4000-5999 1118 148 1 30 - $ 1097 61 52
$6000-9999 784 . 145 . 17 17 1 | 767 4% . 53
$10,000 & over 207 - s 22 81 1 2% 112 176
Not ascertained 104 9 1 - o 2 - 08 8 4
Total 4159 864 69 88 1 4090 278 202




Table 19

PROPORTION OF ALL AIR TRIPS BY ADULTS AT DIFFERENT
INCOME LEVELS ACCOUNTED FOR BY THOSE WHO TOOK
THEIR FIRST AIR TRIP IN THE “LAST TWELVE MONTHS*

{Based on the October interviews only)

. Proportion of Alr Trips by Those
Family Income : Whose First Trip Was in’
Last Twelve Months ~

Under $4000 27%
$4000-5999 _ _ 23
$6000-9999 L 12
$10,000 and over N

Average 18%
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Table 20

ADVANTAGES AND DISADVANTAGES OF AIR FOR THE
) RESPONDENT’S MOST RECENT TRIP!
{Percentage distribution of advantages:and disadvantages)

Advantages and Disadvantages of Air

Per Cent of All Advantages
and Disadvantages of Air

Advantages of air |

Cheaper

Safer

Faster ) )

Comfortable, restful, good passenger
facilities (e.g. meals)

Special event {e.g. honeymoon); adventure;
wanted to see what it waa.like

Good (better) connections®

Disadvaniages of air

{Too) expensive

Respondent or members.of his family
object to or fear flying

Planea are not dependable in bad weather

Bad connections®

Hard to get to a plane; terminals are
inconveniently located

Other advantages and disadvantages
Total
Number of adults who discussed air

Number of :adults in sample

Includes Octobef survey-anly.

40

o G

] # =3 ©

100
14

1275

? Includes responses for which it was unclear w,hethe:.' the respondent’s
reference was to connections with other planes or to connections with

other modes.
* Lesas than half of one per cent,

The queétion-_was: “How did you happen to.choose. this way of traveling in-
stead of some other?* The question was asked in the
context of a series of questions about a recent trip by

common carrier.
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Table 21

GENERAL. ADVANTAGES AND DISADVANTAGES OF AIR TRAVEL‘*’
{Percentage distribution of adults who have ever taken a trip)

Percentage Di stribution‘

of Adults
General Advantages of Air
Cheap, cheaper, reasonable 6
Safe . 2
Speed;-saves time 86
Comfortable, less fatiguing 5
Clean:(compared to trains) 2
Air minded: loves planes, thrill of flight 8
Convenient: no'further information 3
Other 2
General Disadvantages of Air

Expensive 30
Fear of air sickness (specific) 8
Fear of {lying (general) . 76
Health (e.g. bad heart) prevents flying 3
‘Bad connections® 2

Hard to get to'a plane; terminals are
inconveniently located 3
Other 2
Number of adults ‘ 900

1Table d6e5 not add to 100 per cent because respondents were permitted
to cite more than one advantage and more than one disadvantage.

? This table is based on the fall survey only.

3Includes reaponses for which it wae unclear whether the respondent’s
reference was to connections with other planes or to connections with other
‘modes.

The question was: “Why do you think some people travel by plane?”
“What might keep some people from traveling by plane ?”
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Table 22

PLEASANT RECOLLECTIONS OF THE LAST AIR TRIP
{Percentage distribution of reccllections)

Pleasant Recollections Per Cent of Recollections
Liked speed; saved time _ . 40
Was com:[ort{a.ble, restful, less fatiguing ; 13
Liked the meals 8
Liked phys‘ical arrangements, clean, roomy, L

¢ool . 12
Liked stewardess or other personnel | ‘8
Enjoyed the scenery . 2 + .8
Found it an exciting new experience ‘ 4
Is air-minded; loves to fly; thrilling _ _ o 10
Other ‘ 1 .
Total o ST 10
Number of adults who discussed air trip )

recollections . 180
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Table 23

UNPLEASANT RECOLLECTIONS OF THE LAST AIR TRIP
{Percentage distribution of recollections)

Per Cent of Recollectionsa

Unpleasant Recollections

Didn’t like it because it was too expensive 6

‘Was afraid during flight; fears flying; felt S
unsafe 15
Too noisy; plane vibrated too much ‘ g 4
Was too jarring; hit too many air-pockets : 22
Takeoﬂorlandingwasmorougl_l;toorougl:a ) : 8
Became air-sick o 1
Was too c'r;tmped 6
Couldn’t see scenery well . T2
Other - _. 4

Bad Connections

Scheduling was bad for reasons of time (ex-
cept complaints about coach schedules or

night flights) 5
Scheduling was bad for reasons of ‘place : ' 2
Coach flights are badly scheduled Y
Terminal inconveniently located | . .' Y |
Total . . 100

Number of adilts who discussed air trip
recollections 107
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Table 24

NUMBER OF NON-BUSINESS AIR TRIPS PER 100 ADULTS FOR
DIFFERENT LEVELS OF INCOME AND EDUCATION!

Family Income

Education of Head of Family

Lo Gramme s hool High School °  College Not Ascertained
Under $4000 2 1 3 : .8 0
$4000-5999 7 3 8 16 5
$6000-5999 13 ] 13 19 0
$10,000 and over 44 17 40 : 56 433
Not ascertained 3 1 . 3 6 0
All'incomes 9 7 3 9 22 12

1This table excludes 59 adults, of whom 24 took 100 or more trips of all types -and 35 were classified “not ascer-

tained whether took any trip.* Entries for individual cells are subject to large sampling error.
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Table 25

SHARES OF NON-BUSINESS AIR' TRAVEL CONTRIBUTED BY GROUPS DISTINGUISHED ON THE
BASIS-OF TOTAL NUMBER OF TRIPS TAKEN BY ALL MODES AND FAMILY INCOME
(Percentage distribution of non-business air trips taken in the “last” 12 months)

Total Number of Income

;f;:lz %‘:ﬁg All Under $4000- $6000- $10,000 Not
' ‘ Incomes $4000 5899 9899 & Over Ascertained
0- 9 80 9 14 17 20
10 - 19 20 1 3 11 *
20 - 39 18 1 7 b *
40 - 59 2 * » 1 1 *
60-99 2 * » B 2 x
All non-business air trips 100% 10 22 28 39 1
Total number of non-
business air trips T16
Number of adults 84617

!Includes those whose total number of'bips was:not ascertained and.those for whom: it was not ascertained whether
they took any trip. -

3 This table excludes 24 adults who took 100 or more trips. Detail ﬁay, not add to totals owing to rounding.,
*Less than half of one per cent. b
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Table 26

PROPORTION OF BUSINESS AIR TRIPS IN THE “LAST TWELVE MONTHS” TAKEN BY

ADULTS CLASSIFIED ACCORDING TO OCCUPATION AND INDUSTRY!
. (Percentage distribution of all business air trips-taken in the “last 12 months®)

Industry

Occupation of Adult Taking Trip

e All Professjonal Clerical Blue
& Managerial & Sales Coliar Other*
Occupations Workers Workers Workers

Agriculture, foreatry, fisheries 2 * * * 1
Mining . 2 2 * * *
Mamdfacturing 43 26 13 3 *
Construction 3 3 * . *
Transportation, communications, utmttes o1 1 * * *

vernment 9 8 * 4 *
Wholesale, retail trade 19 16 3 * *
Repair services * * » » '
Business services 3 3 * . .
Personal-services 3 * 1 2 *
Amusement, recreation * g - * *
Finance, insurance, real estate 2 1 * * *
Printing, publighing ¥ * * * »
Professional and related services - 9 9 * * *
Other - o - * * * *
Not-ascertained, inapplicable 5 6. _* _* 1
All business air trips 100 72 17 9 2
Number of trips 854 618 147 kil 13
Number of a.dulta - 8426

1 This table excludes 24 adults who tock 100 or ‘more tripa and 35 udulta for whom it was not ascertalned whether

they took any trlp.

2Includes farmers, retired heads of families, not employe(_l, studenta, and housewives.
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Total Number of ' _ _ Income

‘Table 27

SHARES OF BUSINESS AIR TRAVEL CONTRIBUTED BY GROUPS DISTINGUISHED ON
THE BASIS OF TOTAL NUMBER OF TRIPS TAKEN AND FAMILY INCOME
(Percentage distribution of business air trips taken in the «1agt* 12 months)

Trips Taren All Under $4000- $6000- $10,000 Not
: Incomes $4000 5999 99989 & Over Ascertained
0- @ 23 . 2 4 7 11 *
10-19 20 1 5 1 ] 2
20 - 39 20 . * 1 1 11 *
40 - 59 25 * 2 4 19 *
0 -89 1 2 5 2 R *
All business air trips 100 3 16 18 61 2
Total number of o
business air trips 857
Number of adults 8461°

! Includes those whose total number-of trips was not aacerta.ined and’ those for whom 1t was not:ascertained . whether

they took any trips.

? This table excludes 24 adults who took 100 or more trips. Detail may not-add to totalsmwlng to rounding.

*Less than half of one per cent.



Table 28

RAIL TRAVEL HISTORY OF ALL ADULTS WITHIN
FAMILY INCOME GROUPS
(Percentage distribution of adults)

Family Income

Travel History All Under $4000-  $6000-  $10,000
- Incomes  $4000 5909 9909 & -Over

Never has taken a trip
by this mode . 30 as 28 21 12

Has taken a trip by this
mode: but none in'the )
“lagt year® - 58 53 61 63 59

Took one or more trips
by this mode “last

year® 10 7 9 14 26
For business purposes 2 * 1 3 8
For non-business
purposes 8 T 8 11 17
Took both business and
non-businese trips * * * * 1
Not ascertained whether

ever took a trip by
this mode, or-took such

a trip last year 2 2 2 2 3
Total 100 100 100 100 100
Number of adults within .

each income group 8485 3616 2388 1805 646

* Less than half of one per cent.
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Table 29.
RAIL TRAVEL HISTORY CF ADULTS WITHIN OCCUPATION GROUPS

Occupation of This. Adult

Rail Travel History - Professional Clerical Blue. Housewives,
. . & Managerial & Baless  Collar Farmers - Retired Students, Others
) o Workers: Workers- Workers Not. Now Employed

Never hasg taken a trip by this mode . . 15 21 30 38 M 35
Hasitaken a trip by this mode, but

not in the “last” year 85 65 59 66 59 52
Took one or more trips by this '

mode “last” year _ 19 12 _9 4 ] _10

For business purposes . 9 ' 2 1 1 * -

For non-business purposes 9 10 8 3 6 10

Took both business and .. )
non-business trips ) _ 1 * * * » »

Not ascertained whether ever tooka -
trip by this mode or took such a, ..

|H\
.
N

trip “last® year 2 z 1 3
Total 100 100 100 100 100 100
Number of adults 1113 787 2451 320 3 3400

* Less than half of one per cent,
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Table 30

SHARES OF RAIL TRAVEL CONTRIBUTED BY GROUPS DISTINGUISHED
ACCORDING TO PURPOSE OF TRAVEL AND INCOME!
{Percentage distribution of all rail trips in the last-12 months)

) Family Income
Purpose.of Trips ALl Under = $4000- $6000- $10,000 Not -
: Incomes $4000 5999 : 9999 & Over Ascertained
‘Business ' ’ 28 ' 4 5 7 12 *
Non-Business (r3 24 20 14 10 4
Total . 100 28 25 21 22 4
Total number of rail trips 1830 514 498 400 42 76
Number of adults 8461 3612 2385 - 1600 834 230

1 This tabte excludes 24 aduits who took 100 or more trips
* Less than half of one per cent.



Table 31

ADVANTAGES AND DISADVANTAGES OF RAIL FOR THE
RESPONDENT'S MOST RECENT TRIP*
(Percentage distribution of advantages and disadvantages)

Advantages and Disadvantages Per Cent of All Advantages
of Rail and Disadvantages of Rail

Advantages of rail

Cheaper ) 10
Free pass , 4
5
8

Safer

Faster -

Comfortable, restful; good passenger
facilities (e.g. rest rooms, diner, club

car) - 18
Enjoy the acenery; sightseeing 3
Good (better) connections? ' 14.

Diaa.dvantgges of rail
Trains are slow *

Bad connections? . 29
Hard to get to a train; stations are .

inconveniently located. g
Other advantages and disadvantages 3
Total ’ 100
Number of adults who discussed rail 200

Number of adults in sample » 1275

1Includes Qctober survey only.

*Includes responses for which it was unclear whether the responﬂent’
reference was to connections with other trains or to connections with other
modes.

*Less than half of m;e per cent.

The guestion was: *“How did you happen to cheose this way of traveling in-
stead of some other?” The question was asked in the con-
text of a series of questions about a recent trip by a com-
mon carrier.
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Table 32

GENERAL ADVANTAGES AND DISADVANTAGES OF
: RAIL TRAVEL’?®
(Percentage distribution of adults)

Percentage Distribution

of Adults
General Advantages of Rail

Cheap, cheaper, reasonable ]
Safer (better in bad weather) 19
Faster 11
Comfortable, restful; good passenger facilities; ]

enjoys meeting people {likes club car) 38
Enjoys seeing the scenery 4
Avoids strain of driving car; can’t drive;

doesn’t own car 21
Good connections 4
Convenient: no-further information 12
Other 1

General Disadvantages of Rail

Expensive 27
Dangerous (fear of train wrecks) 8.
Slow {compared to air) 19
Uncomfortable {notse, sudden stops), fatiguing,

monotonous 5
Train sickness ' 5
Trains are dirty 3
See leas acenery ]
Inconvenient not to have car on arrival - 2
Bad connections® 15

Hard to get to a train; stations are inconven-
iently located

Numbgr of adults: 800

1 Table does not add to 100 per cent because respondents were permitted
to cite more than one advantage and more than one disadvantage,

2 This table is based on the fall survey only.

*Includes responses for which it was unclear whether the. respondent’s
reference was to connections with other trains or to connections with other
modes.

The question was: “Why do you think some people travel by train?*
“What might keep some pecple from traveling by train?”~
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Table. 33

PLEASANT RECOLLECTIONS OF THE LAST RAIL TRIP
{Percentage distribution of recollections)

Pleasant Recollections

Per Cent of Recollections

Liked it-because it was cheap (cheaper)
Liked feeling of security or safety
Liked it-because.it was fast (faster)
Was comfortable, restful

Liked dining car, meals

Liked physical arrangements, cl€an, roomy,
cool ’

Liked the service

Liked meeting people (club car)}

Found it exciting; change from routine

Enjoyed the scenery

Enjoyed avoiding striin of driving-car

Convenient; no other information
Total

Number of adults who discussed rail trip
recollections

1
3
4

286

14

20

11

o =

576
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Table 34

UNPLEASANT RECOLLECTIONS OF THE LAST RAIL TRIP
) {Percentage distribution of recollections)

Unpleasant Recollections

Per Cent of Recollections

Didn’t like it because it was too expensive
Too slow

Uncomfortable (noise, sudden stops),
fatiguing

. Train was dirty, unsanitary (e.g. rest rooms)
Dining car was too expensive

{Air conditioning) too cold

Service was poor

*It was crowded”

Didn't see enocugh scenery

Other

Bad connections’

Total

*  Number of adults who discussed rail trip

, recollections

17

28

18

4
14

100

438

}Includes responses for which it was unclear whether the respondent’s
reference was to connections with other trains or to connections with

1
other modes.
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Table 35

USE OF RAIL “LAST YEAR” BY PLACE OF RESIDENCE
(Percentage distribution of adults)

Place of Residence
Used Rail Large Metropolitan Areas! Other Areas
"Last Year” Al
Adults Central Suburbs Suburbs Suburbs Cities Cities Rural Farm
(;tie " 50,000 2500- Rural 50,000 2500- & Open
& Over 50,000 : & Over 50,000 Country
Used rail 10 14 11 12 B 13 11 T
Did not use rail 90 86 88 88 .92 87 89 . 93
Total. ‘ 100 100 100 100 100 100 100 100
Number of adults 8485 1322 294. 754 149 1445 1688 2833

1The ®large” metropolitan areas arethe twelve largest metropolitan areas in the United States.
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Table 38

NUMBER OF NON-BUSINESS RAIL TRIPS PER 100 ADULTS FOR
DIFFERENT LEVELS OF INCOME AND EDUCATION!

Education of Head of Family

Family Income All None, High School College Not Ascertained
Levels Grammar School :
Under $4000 13 11 18 12 7
$4000-5999 17 -9 _ 21 19 T
$6000-9999 1T 16 14 22 9
$10,000 & over 32 10 . 31 _ 44 0
Not ascertained 2 11 ‘ 9 165 0
All incomes. 17 11 19 27 4

1'This table excludes 59 adults, of whom 24 took 100 or more trips of all types and 35 were classified “not ascer-
tained whether took-any trip.” Entries for individual cells are subject to large sampling errors. .
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. Table 37

SHARES OF BUSINESS RAIL TRAVEL CONTRIBUTED BY GROUPS DISTINGUISHED ON THE
BASIS OF TOTAL NUMBER OF TRIPS TAKEN BY ALL MODES AND FAMILY INCOME
(Percentage distribution of business rail trips taken in the “last” 12 months)

‘Total Number of ‘ Income
uy pe Token AL Under $4000- $6000- $10,000 T Not
Incomes $4000 5899 2999 & Over Ascertained -
0- o 28 2 6 8 1 x
11-198" 22 4. 8 6 . 8 *
20 - 39 22 1 5 2 14 *
40 - 59 10 * 1 1 9 *
60-99 _18 - 2 . 6 Z
All business rail trips 1002 i 19 27 47 *
Total number of business
rail trips 510
Number of adults. 84612

{Includes those whose total number of trips was not ascertainéd and those for whom it was not-ascertained whether
they took any trips.
2 This table excludes 24 adults who took 100 or more trips, Detail may not add to totals owing to rounding.

*Less than half of one per cent.
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Table 38

PROPORTION OF BUSINESS RAIL TRIPS IN THE “LAST 12 MONTHS® TAKEN BY ADULTS
CLASSIFIED ACCORDING TO.  OCCUPATION AND INDUSTRY!
{Percentage distribution of all business rail trips taken in the “last 12 months”)

QOccupation of Adult Taking Trip

Industry Al - Profesgional Clerical . Blue
Occupations & Managerial & Sales Collar Other?
7 Workers Workers Workers

Agriculture, forestry, fisheries 2 * * * 2
Mining * * * * *
Manufacturing 19 13 2 5 *
Construction . 4 : 3 * * *
Transportation, communication, utilities 3 3 * * *
Government 7 4 1 3 *
Wholesaale, retail trade 22 19 3 * *
Repair services 2 2 * * .
Buginess services 5 4 * * L)
Personal services . 14 14 * 1 »
Amusement, recreation 2 2 * * *
Finance, insurance, real estate 2 2 * * *
prmMg’ p-ubuﬂhjng B * » * e
Profeasional and related services - 14 18 * * *
Other- * . * * *
Not ascertained, inapplicable 4 ‘ 2 _* _* 2
All business rail trips . . 100 81 6 ] 4
Number of trips 610

Number of adults : 8426°

1This table exciudes 24 adults who took 100 or'more trips and 35 adults for whom it was not ascertained whether
they took any trip.

2 Includes farmers, retired heads of families, not employed, students and housewives.



Table 39

BUS TRAVEL. HISTORY OF ALL ADULTS WITHIN
FAMILY INCOME GROUPS -

(Percentage distribution of adults)

Family Income
Travel History All Under $4000- $6000-  $10,000
Incomes  $4000 5999 9999 & Over
Never has takei a trip by : '

this mode 51 53 47 52 58
Has taken a trip by this

mode, but none in the ‘ .

“last year”™ 39 ‘37 44 40 36
Took ane or more trips

by this mode “last

year® _ 7 7 L] 6 §

For business purposes 1 » 1 1 1

For non-business )

purposes 6 1 B 5 4

Took both business

and non-business
trips * * * L ] &
Not ascertained whether -

ever took a trip by

this mode, or took such :

a trip last year 3 3 3 ‘2 6
Total 100 100 100 100 100
Number of adults within A

each income group 8485 3618  .2388 1605 646

* Less than half of one ﬁer cent.
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“Pable 40

BUS TRAVEL HISTORY OF ADULTS WITHIN OCCUPATION GROUPS

Occupation of This Adult

‘ Bus Travel History | Professional Clerical Blue Housewives,
‘& Managerial & Sales Collar Farmera Retired Students, Others
Workers Workérs  Workers ‘Not Now Employed

Never has taken a trip by this mode 48 49 49 56 57 54
Has taken a trip by this mode, but .

not in the “last™ year 41 41 42 40. 33 37
Took one or more trips by this

mode “last* year 8 7 ] _3 _T 8

For business purposes 3 1 * 1 1 *

For non-business purposes 5 6 6 2 6 6

Toock both business and non- :
. business trips * * * * * *
Not ascertained whether ever took

a trip by this mode or took such

a trip *last? year 3 3 3 _2 3 3
Total 100 100 100 100 100 100
Number of adulte 1113 787 -2451 320 317 .3400

*Less than half of one per cent,
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Table 41

USE OF BUSES “LAST YEAR” BY PLACE OF RESIDENCE

(Percentage distribution of adults)

Place of Residence

. Used Bus Large Metropolitan Areas! Other Areas
“Last Year” All - : .
Adults ‘Central Suburbs Suburbs Suburbs Cities Cities Rural Farm
Cities 50,000 2500- e 80,000  2500- & Open
& Over 60,000 & Over 50,000 Country

Used bus 7 6 3 4 i 8 B 8
Did not use bus 93 94 o 98 8 92 81 . b4
Total 100 . 100 100 100 100 100 100 100
Number of adults B485 1322 294 54 149 1445 1688 2833

1'The “large® metropolitan areas are the twelve largest metropolitan areas in the United States.



Table 42

ADVANTAGES AND DISADVANTAGES OF BUS FOR THE
RESPONDENT’S MOST RECENT TRIP!
(Percentage distribution of advantages and disadvantages)

Advantages and Disadvantages'
of Bus

Per Cent of All Advantages
and Dipadvantages of Bus

Advantages of bus

Cheaper

Safer

Faster

See the scenery

More flexible schedule: stop when and
where you want, stay longer

Better {good) comnections?

Digadvantages of bus
Slow .
Fatigue; lack of comfort
Bad connections?

Hard to get to a bus; terminals are‘incon-

veniently located
Other advantages and disadvantages of bus
Total )
Number of adults who discussed bus

Number of adults in sample

15
3
4
-

19
100
156

1275

! Includes October survey only.

2 Includes responses for which it was unclear whether the respondent’s
reference was to connections with other buses or to connections with other

modes.

The questionas: *“How did you happen to choose this way of traveling in-

stead of some other?”

The question was asked in the

context of a series of questions about a recent trip by

common carrier.
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Table 43

AUTO TRAVEL HISTORY OF ALL ADULTS WITHIN
FAMILY INCOME GROUPS .
(Percentage distribution of adults}

Family Income

Travel History

All ‘Under  $4000-  $8000-  $10,000
Incomes  $4000 5609 9999 & Over
Never has taken a trip by
this mode 11 17 7 5 3
Has taken a trip by this
mode, but none in the ' :
“last year® ) 32 39 o 23 22
Taok one or more trips
by this mode *last
year® 55 42 62 70 2
For business purposes 2 2 2 2 3
For non-business )
purposes 48 37 55 61 &7
Took both business
and non-business
trips 5 3 b - T 12
Not ascertained whether
ever took a trip by this
mode, or took such a
trip last year 2 2 1 2 3
Total 100 100 100 100 100
‘Number of adults-within
each income group " 8485 3616 2388 1605 6846

163



418

Table 44

AUTO TRAVEL HISTORY OF ADULTS WITHIN OCCUPATION GROUPS

Occupation of This Adult

Auto Travel History Professional  Clerical ‘Blue Housewlves,
& Managerial & Sales Collar Farmers Retired Students, Others
. _ Workers ‘Workers Workers: -Not Now Employed

Never has taken a trip by this mode 4 7 13 12 17 18
Has taken a trip by this mode, but : ‘

not in‘the *last” year 25 28 32 38 46 - "4
Took one or more trips by this

mode “last® year 70 63 54 50 36 51

For business purposes 6 3 2. 5 * *

For ‘non-business.purposes 48 54 48 35 35 50

Took bothbusiness and non-

business trips 16 4] 4 10 1 1

Not ascertained whether evér took

a trip by this mode or took such

a trip “last™ year 1 2 1 2 1 2
Total 100 100 100 100 100 - 100
Number of adults 1118 187 2451 320 317 3400

* Less than half of one per cent.
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Table 45

USE OF AUTOS “LAST YEAR® BY PLACE OF RESIDENCE
(Percentage distribution of adults)

Place of Residence

Large Metropolitan Areas Other Areas'

Used Auto
«Y.ast Year” All -
. Adults Central Suburbs Suburbs. Subm'h-s Cities Cities Rural Farm

" Cliies 50,000 2500- Rural 50,000 2500- & Open
& Over 50,000 & Over 50,000 Country
Used auto 56 43 52 56 64 80 60 55
Did not use auto . 45 57 48 45 3% 40 40 45
Total 100 100 100 100 100 100 100 . 100
Number of adults 8485 1322 ' 204 754 149 1445 1688 2838

1'The “large” metropolitan areas are the twelve largest metropolitan areas in the United States.



Table 48

ADVAiWTAGES AND DISADVAN'i‘AGES OF AUTO FOR
THE RESPONDENT’S MOST RECENT TRIP
(Percentage distribution of a.dva.ntagea and disadvanta.ges)

Advantages and disadvanta.ges
_of Auto

Per Cent of All Advantages
and Disadvantages of Auto

Advantages of auto - .

“More of us could go™; “free ride at some- -
one else’s expense”; chose auto for
reasons’of companionship

Cheaper o

Faster

No schedule; one can time one’s trip as
one pleases (can start and stop when
one wishes); canchoose one’s own:route

. Easler with children (babies) or with old
(asick) people

Car is available upon arrival. .

Car goes door-to-door, avoid changing
modes or going to and from terminals;
personal belongings more easily carried-

Enjoy the scenery

No good connections by other modes “only .
way you could get there”; car is better for
short distances

Convenient

Disadvantages of auto

Fatigue (¥it's hard to drive so far”); '
doesn’t like to drive; can't drive; didn't
have car; roads may be bad (ice, snow,
conatructlon) .

Other adva.ntages and disadvantages of auto
Total ‘ ' . -

Number of adults who discussed auto

1Includes Qctober survey on.ly,‘

The question was: - “How did you happen to choose this way of traveling in-
stead of some other?” The question was asked in the
context of a series of questions about a recent trip.

-156



Table 47

TRAVEL HISTORY OF ADULTS FOR EACH MODE
{Percentage distribution of all agults) .

Number of adults: 8485

Modes Used
Travel Hiatory \
Alr Rail Bus . Auto
) i
Never has taken a trip by this mode 75 30 ., 5 11
Has taken a trip by this mode, but . .
not in the *last” year 16 58 - 39 32
Took one or more irips by this
mode last year _1 _10 T _B5
For business purposes 2 ‘ 2 1 2
For non-husiness purposes 4 8 . (-] A 48
Took both business-and non- -
business trips * * * 5
Not ascertained whether ever took
a trip by this mode or took such .
a trip last year ’ _2 _2 .3 _2
Total 100 100 100 . 100

‘?Lesa than half of one per cent.
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Table 48

SHARES OF ALL TRIPS BY MODE, PURPOSE OF TRAVEL AND FAMILY INCOME
{Percentage distribution of all trips in the last 12 months)

Family Income

Mode & Purpose
of Trips All Under $4000- ‘$6000~ $10,000 Not
Incomes $4000 5809 2999 & Over Ascertained
Alr 6 Y 1 L 3 2
" Business F % 1 1 2 +
Non-business 3 * 1 1 1 *
" Business 2 * *» 1 1 *
Non-business 6 2 2 1 1 &
Bus A2 2 ~d A — i
" Businéss 1 * * * * »
Non-business 4 2 1 1 * *
Auto 8 20 28 23 12 2
Business 16 3 ] 4 3 1
Non-business 65 17 23 19 9 1
All Modes 100 23 a2 27 18 2
Business 22 3 7 5 8 1
Non-business T8 20 25 22 10 1
Number of adults 8,481

Total number of trips 26,564

1 This table excludes 24 adults who took 100 or more trips.
* Less than half of one per cent.
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NUMBER OF MODES UBED-'-'LAST YEAR” WITHIN FAMILY INCOME GROUPS

Table 49

(Percentage distribution of adults)

Number of Modes Used

Family Income.

All Under $4000- $6000- $10,000

Adults $4000 5099 9999 & Over

Took a Trip 61 47 67 75 83
Auto only 42 33 50 51 39
One common carrier only 5 4 4 8
Two modes 1 10 15 23
Three or four modes 4 2 3 5 13
‘Took no trip! 39 53 33 25 17
Total 100 100 100 100 100
Number of adults 8485 3618 2388 1605 646

1Includesa those for whom the modes used were not ascertained.
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Table 50

NON—BUS!NEBS AIR AND RAIL TRIPS BY ADULTS IN EACH INCOME
AND OCCUPATION CLASS"' o

Occupation of This Adult -

Family Incoine All Professional Clerical Blue . Not Employed, Not
RV & Managerial & Sales Collar - Farmers Retired Students,
Occupations Workers Workers Workers Housewives Aecertained

Under $3000 ' 74 ( 481) 9 ( 20) 16 (47 21 (232) 1(5) 7 (16) 19 (157) 1(4)
$4000-599¢9 . - 155-( 399) 37(43) . 15( 27} 55 (139) 02 - 1(9) 47 (178) 0(3)
$6000-5999 , (203 ( 284) 38(53)  31(29 82 { 76) 0 (0) 2{5 69 ( .98) 1(5)
$10,000 and over 278 ( 203) 80 ( 56) 26 ( 22) 32( 8) Ty 2(2) 106:(111) 12( 2)
Notascertalned _6( 78)  1(326 - _0( 6 _0o( 1D 0@  0(1) _5(39 oo
Taotal number : - _

of trips . 718 (1420), ,1?5‘(198) 01 (131) 170(458) . 8(9) 12.(33) 246.(579) 14 {14)
Number of ' Co ) -

adults . o 84681 1102~ . 182 2448 . .20 317 3397 . aT.
Per cent of ) ' . . . N h e -

adulty - 100 - 13 8 29 4 4 ) ‘40 1

1 The {irst entry in each cell in-this table ‘{8 the total number of non-business air trips taken by adults in each income
and occupation class. The.second entry, the one in parenthesis, is the total number of non-business rail trips taken by
the adults in this cell. Entries for individual cells are subject to large sampling errors.

2This table excludes 24 aduits who took 100 or more trips,
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Table 51

MODES USED *LAST YEAR* BY ADULTS CLASSIF]ED ACCORDING
TO PLACE OF RESIDENCE E .
(Percentage Distribution of Adults) : .

Place of Residence

. - 1 :

Modes Used All Large Metropolitan Areas . Other Areas
“Last Year” Adulte Suburbs Suburbs -- 1 Citles . Citles ‘Rural Farm

CCelltl:i&e:I 50,000 2500- S‘l‘!"u‘;’;s 50,000  2500- & Open

_ & Over 50,000 &Over 50,000 Country

Air 7 10 9 12 L 8. 6 3
Rail 10 14 . 12 8 13- a1 7
Auto 55 43 7 52 - 56, 4 80 80 55
Bus . .. 7 6 3. - . 4. 7 8 8 . 8
None .. . 39 .47 ©40 88 32 34 38 _ 42
Total . ] s . 2 3 2 ‘2 2 K
Number of adults 8485 1322 204 54 ‘148 1445 1688 2833

YThe “large” meiropolitan areas are the twelve largest metropolitan areas in the United States.
? Petat] will add to more than 100 becaisé more than one méde may be used by thé ‘same pérson.
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Table 52

NUMBER .OF MODES USED “LAST YEAR,* BY PLACE OF RESIDENCE
(Percentage distribution of adults)

‘Place of Restdence

All : : 1 :
Modes Used Adults Large Matropomm Areas _ Other Areas.
“Last Year” ) ‘Suburbs  Suburbs Cities Cities Rural Farm
Cohal 50,000  2,500-  °2outB® 50000  2500- & Open
& Over 50,000 & Over 50,000 Country
Took trip | & 53 ¢ ez & s & 58
One common carrier only 4 9 7 6 -3 8 4 3
Auto only 42 28 40 41 52 . 43 45 45
“Two modes. 11 12 10 - 11 11 13 12
Three or four modes 4 4 3 . 4 3 ’ 4 4
Took no tri : 39 47 40 39 31 34 35 42,
Total 100 100 100 100 100 100 100 100
Number of aduits ‘8474 1321 204 754 149 1442 1685 2829

i The *large” metropolitan areas are the twelve largest metropolitan areas in the United States.
*Includes those for whom the modes used were not ascertained.



£91

Table 33

PROPORTION OF NON-BUSINESS TRIPS IN, THE “LAST TWELVE MONTHS* BY
DIFFERENT MODES TAKEN BY ADULTS IN EACH INCOME CLASS

(Percentage. Distribution)
Per Cent of Trips
All ‘
Family Income Acdults 1(‘131;::::1 Tl;"::nl:z:' Non- Non- Non- Non-
Business- a.n' d Travel Business D.lsiness‘ Buginess Business

Non-Business) (Al Modes) Air Trips Rail Trips Bus Trips Auto Tripa
Under $4000 43 23 26 10 ) 34 51 26
$4000-5999 28 a2 32 22 28 25 36
$6000-9999 19 27 27 28 18 17 23
'$10,000:'and over 7 16 13 39 14 5 13
Not:ascertained _3 2 2 1 5 2 2
Total? 100 100 100 100 100 100 100
Number of trips
by aduits in the
sample in the .
“last 12 months” 26,564 20,963 16 1,420 1,001 17,175

! This table excludes 24 adults'who took 100 or more trips. The sum of the number of trips by each mode is not
exactly equal to the total number of trips owing to, trips involving mixed modes. .Some minor clerical errors may also

remain in the counts of trips.
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Ta.ble 54

LR NUMBER OF NON—BUSINESS TRIPS BY EACH -MODE PER 100 ADULTS Lo
. FOR DIFFERENT LEVELS OF INCOME!

Farnily Income All Modes? Afr Rail Bus Auto
Under. $4000 . . 151 ' 2 . 13 9 127
$4000-5589. . 204 . 7 T T 259
$6000-9699 : 362 - 18. 17 1n 321
$10,000 and over ' 5};03 ‘ : ' -’4{ : .32 e a - B 1
Not ascertained 1 3 S s T 125
All incomes 2% . SR 10 . 215

1This table excludes 59 adults of whom 24 took.100:.or more tripa of all types and 35 were classified *not ascertained
whether took any trip.” Entries for individual cells:are-subject to large sa.mplins €rrors. .

I This column is the sum of the other four columns shown.
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Table 55

SHARE OF B‘USINESS TRIPS IN THE *LAST TWELVE MONTHS’ ‘BY DIFFERENT MODES
TAKEN BY ADULTS IN EACH INCOME CLASS
(Percentage Distribution)

Per Cent of Tripa

Total Travel,

Total _ :

Family Income All All Modes Business Buginess  Business ~ Business Business

¥ Adults Business.and | Travel Air Rail Bus Auto

' Non-Business (All Modes) i
Under $4000 43 23 13 3 6 24 16
$4000-5999 28 32 . 30 16 19 - 40 34
$6000-9999 18 27 25 18 27 18. 28
.$10,000 and over 7 16 29 81 47 14 21
Not ascertained _3 2. 3 _2 _1 _4 3
Total 100 100 100 100 100 100 100
Number of trips
by adults in the
sample in the - . ! : ) .
* *last 12 months® 26,564 - 5,639 857 ‘510 154 4 196

I The sum of the number of business trips by each mode is not exactly eqna.l to the total number of business tripa,
owing to trips involving mixed modes Some minor clerical errors may also remain‘in the counts of trips.



Table 68

NUMBER OF COMPANIONS ON *MOST RECENT” TRIP,
BY MODE OF TRAVEL!
(Percentage distribution of adults who took a trip in the !ast 12 months)

(weighted distribution)

Mode of Travel®

Number of Companions

Ag oﬁg‘%‘fz"» Alr  Rail Bus  Auto
Went alone - 19 53 _ 41 48 14
One companion 31 33 27 35 5n
Two companions - m 5 9 8 19
Three companione 15 7 8 - 4 18
Four companions 8 * 5 3 9
Five or more companions 8 2 10 3 9
Not ascertained 3 L T
Total 100 180 100 160 100
Number o( adults 2510

1Table includes most recent trip by common carrier for those whose mogt
recent trip of all was by auto. Thus some travelers appear under auto and
also under rail, bus, or air.

*Multiple mode trips, i.e., trips involving more than one mode, are not in-
cluded in this table.

*Less than half of one per cent.

The questions were: "Did anyone go with you? How many went besides your-
self?*
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Table 57

WHETHER TRAVELED COACH OR FIRST CLASS, BY MODE OF TRAVEL

ON “MOST RECENT” TRIP BY RAIL OR AIR

{Percentage distribution of adults who took a trip in the last 12 months)

{weighted distribution)
Mode of Travel?

Accommodations Agoﬁﬂt;:ho

: P Air Rail
Coach 45 20 61
First class 49 70 36
Both 1 2 *
Not ascertained _5 _8 _3
Total 100 100 100
Number of adults a3 '

1 Multiple mode tripas, i. e., trips involving more than one mode, are not in-

cluded in:this table.
*Less than half of one per cent.

Table 58

PLACE OF TICKET PURCHASE BY MODE OF TRAVEL, IF

MOST RECENT TRIP WAS BY COMMON CARRIER

(Percentage distribution-of adults whose most
recent trip was by common carrier)

(weighted distribution)

. All Adults Whose Most
Piace of Ticket Purchase Recent Trip Was By

Mode of Travel .

Common Carrier Air Railr Bus
Travel.agent 19 22 20 11
Directly from common
carrier o 73 69 4 80
Other (military, free pass) 8 8 5 2
Not ascertained _3 _* 1 1
Total* 100 100 100 100
Number of adults 474

1 Details may not add to total owing to rounding.
*Less than half of one per cent
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* Table 59

ALL-EXPENSE TOUR PACEAGES
(Percentage distribution of adulis.who took a trip by common
. carrier in the “last* 12 months)

{weighted. distribution)

Whether All-Expense ALl Adults Who _ - Mode of Travel!

. Tour Package‘ Took Trip Alr Rail Bué
Was an all-expense
- tour package : 2 -3 2 2
Was not an all-expense :

tour package . 92 | 95 04 88
Not ascertained 6 _2 _4 12
Total 100 100 100 100
Number of adults- 2259

1 Multiple mode trips, i.e., trips involving more than one. mode, a.re nmot.
included in thip table,

The question was: *Was it one of these all-expense tour packages?-”

L Table 60

NUMBER OF NON-BUSINESS AIR TRIPS PER 100 ADULTS IN THE
SLAST TWELVE MONTHS,” SHOWING ADULTS CLASSIFIED ACCORDING
TO FAMILY INCOME A_ND WHETHER THEY HAD A PAID VACATION

Whether Had - ' .- -FSmlly Income .

Pald Vacation AN Under $3000- $5000-  $7500
asts rear Incomes $3000 4999 7499 & Over

Did have paid vacation 8 2 6. . 6. 16
Did not have paid vacation? 4 2 1. . 8. . 18
Total? : 6 2 5 8 16 .

Includes 15 adults for whom it was.not ascertained whether they had a
paid vacation. .

2 This table excludes all those who are self employed or not employed.
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Table 61

DO PEOPLE TAKE THEIR VACATIONS ALL AT ONE TIME?
(Percentage distribution of adults who had.
 vacations with pay: “B* sample only}

All Adults With

Number of Vacations Taken Paid Vacations

Taook vacation at one time 73
Took 2 vacations - : : R i4
Took 3 vacations - : 1
Took 4 or more vacations 1
Took more than 1 vacation but number not ascertained - 7
Not ascertained whether took more than 1 vacation 4
Tota.l N ) . - " - 100
Nimber of adults ' - 3 1147
Proportion of all adults who had a vacation with pay? ) 21

1 Adults who are self-employed or are not employed are counted as not
having a vacation with pay.

Table 62

DIBTANCE OF VACATION TRIP BY LENGTH OF
MOST RECENT VACATION .
(Percentage distribution of adults who had
vacations with pay: “B” sample. only)

Length of Most Recent Vacation

All Adults With Week to 11 Days- 3 Weoks
Paid Vacations 10 Days 2 Weeks or Longer

100 to 500 miles away © 28 28 27 34

Distance of trip .

800 to 900 miles away T 6. 7 10
1000 miles or more away T 3 8 i8
Distance not ascertained o1 4 8 4
Took no trip* - .51 . - 59 _50 34
Total : 100 100 100 100
Number of cases . 1147 357 500 126

11ncludes adults for whom it was not ascertained whether they took a
‘trip.
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Table 83

DISTANCE OF TRIP, BY FAMILY INCOME
‘(Percentage distribution of adults who had vacations with pay)

Distance of Trip ’ All Adults With : ramly Ihcome
Paid Vacaticns Under $4000- $6000- $10,000
, $4000 5999 9999. & Over
100 - 500 miles away 28 18 31 3 19
500 - 999 miles away ' 7 4 8 9 12
1000 miles or more away ki 6 5 8 18
Distance of trip not ascertained B 8 7 7 13
Took 1o trip* _50 _88 49 42 _38
Total 100 100 100 100 . 100
‘Number of adults , 1147 297 399 342 94

*Includes adults for whom it was not-ascertained whether they took a trip.
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‘Table 64

LENGTH OF MOST RECENT VACATION, BY WHETHER
TOOK A TRIP AND DISTANCE OF TRIP TAKEN
(Percentage distribution of:adults-who had vacations with pay: “B” sample only)

Length:of Most All Adults With Took a Trip
Recent Vacation Paid Vacations- 100-500 500-999 1000-Miles or Took No
Miles Away Miles Away More Away Trip!

Week to 10 days at 31 26 13 37

11 days to 2 weeks 44 43 ' 45 47 43

3 weeks or more 11 13 16 . 27 7
Not ascertained 4 _13 13 13 13
Total 100 100 100 100 100
Number of cases 1147 ‘ 320 83 83 577

Includes adults for whom it was not ascertained whether a trip was taken,
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Table 85

PROPORTION OF ALL ADULTS IN EACH INCOME AND OCCUPATION CLASS!

Occupation of This Adult )
Family Income All Professional Clerical  Blue Not Employed,” Not
. Oceupations & Managerial & Sales Collar Farmers Retired Students, Ascer-
Workers Workers Workers _ Housewives tained
Under $4000 ' 43 3 2 13 2 3 19 1
$4000-5999 28 4 3 1 ] | 11 o
$6000-9999 .1, 4 3 5 1 L 6 .
$10,000 and over 7 2 1 1 * * 3 *
Not ascertained . * ke 1 _* - 1 _*
All incomes 100 13 ] 29 4 4 40 1

!Entries for individual cellg are subject to large aa.mplmg errors.
more trips.

*Less than half of one per cent.

This table excludes 24 adults who took 100 or




Table 68

COMPARISON BETWEEN ESTIMATES OF THE "PROPORTION -OF
BUSINESS AIR TRIPS TAKEN BY ADULTS EMPLOYED
IN DIFFERENT INDUSTRIES

Estimate from

“New York's Estimate {rom

Industry Ajr Travelers™! this Survey®
Number . Per Cent Per Cent.

Agriculture . oo 800 1 2
Mining : ‘ 1,300 1 2
Construction 5,400 5 3.
Manufacturing . : 43,100 39 42
Transport, utilities ) 6,700 ] 1
Government 4,400 4 9
Entertainment 2,800 2
Wholesale—refail . 18,700 15 20
Business and personal services 16,100 9 5
Finance, insurance, real estate 8,500 8 2
Professional and related services 8,200 7 -8
Other 1
Nat reported’ 3,500 -3 -5
Total 111,600 100 100

1From Table 23, p. 74, of *“New York’s Air Travelers.” That table shows.
the first column of the present table under the caption “passengers on busi-
ness trips.” In other words, of 111,600 seats in that sample occupied by per-
sons traveling on business, 900 were occupied by persons in agriculture, and
80 forth.

3 The estimate from the present survey is taken from Table 26 which
shows a distribution based on 854 business alir trips by a.dults in the sample
over the *last twelve. months.” There are conceptual differences betwaen the
two sets of data:

a) one’ body of data refers-to New York only, while the other refers to the

whole country

b) the time periods involved are different

¢) the national survey data exclude 24 travelers who took 100 or more .

tripse by all modes. However, the national survey data probably include
trips by company plane, especially by these same very high trequency
travelers.

30f all business air trips in the national survey 0.6 per cent were taken by
adults whose occupation was classified as “not employed, students, or house-
wives.” These trips are shown here under *industry not reperted,” on the as-
sumption that these adults were employed in an indusgtry at the time they took
the trip. -In *New York’s Air Travelers® all trips by persons in these groups
were excluded gince occupation, industry, and reason for taking the trip all
were asked as of the time of interview.
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Table 67

COMPARISON BETWEEN ESTIMATES. OF THE PROPORTION OF
AIR TRIPS ACCOUNTED FOR BY PASSENGERS AT
DIFFERENT iNCOME LEVELS

Estimate from

“New York’s E:ltii-ms te.f:;m
.Alr Travelers®: s.

Family Income Occupied Seats On Proportion of All

Flights Out of New York Air Trips

Number Per Cent Number Per Cent
Under $3000 7,700 4.0 39 2.5
$3000-5999 217,900 14.4 355 22.6
$6000-9999 43,300 22.3 360 22.9
$10,000-19,999 55,800 28.7 465 -29.5
$20,000 and over 40,300 20.8 332 21.1
Unknown income 19,100 9.8 22 . 1.4
‘Total 184,100 100.0 1,573 100.0

!From Table 15, p. 54, of “New York’s Air Travelers.” That table shows
the first column of the present table under the caption *number of passengers.”
In other words, of 194,100 occupied seats on flights in that sample, 7,700 were
occupied by persons from families with incomes under $3000.

*'The estimate from the present survey ia the number of air-trips, business
and non-business, in the “last twelve months,” by adults in the sample. There
are conceptual differences between the two sets.of data: .

a) One body of data refers to passengers out of New York only, while the

other refers to the whole country.

b} The time periods involved are different.

c) The national survey data are limited to adults (18 years or over), while
the New York survey included individuals from 12-17 years of age.

d) The national survey data exclude 24. travelers who took 100 or more
trips by all modes. However, the national survey data probably include
trips by company plane, especially by these same very high frequency
travelers.
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Table 68

DATE OF MOST RECENT TRIP
(Percentage distribution of adults who took a trip in the last 12 months)

All Adults Who Took a Trip

Date of -Most Recent Trip

Spring Survey Fall Survey

June 1954 5

July 1954 10

August 1954 ' 9

‘September 1954 6

October 1954 5

November 1954 4 2

December 1854 5 1

Jamary 1955 4 1

February 1955 3 1

‘March 1955 8 3

April 1955 12 3

May 1955 20 5

June 1955 8 7

‘July 1955 17

August 1955 ' 20

September 1955 22

Ociober 1955 17

‘November 1955 *

Month not ascertained 1 1
Total 100 100
Numbeér of adults 1232 ) 1272

“#Less than half of one per cent..

The question was: *When did you last take a trip to a place 100 miles or
more away?”®

{Where a trip involved more than one month, the month of
completion is the month shown.)
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INDEX
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. 58,
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-come, 28, 30, 37, 48-49, 70;
and industry, 37-38, 49; and
number of trips, 48; and oc-
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by auto, 5, 62-63, 70
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and income, 48, 70; and industry,
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compared with auto travel, 66. -
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Consumption function, 21
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Market Survey, 3-4
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70

and experience with air travel, 28,
39, 65

and experience with auto travel, 5'7

and experience with bus travel, 50,
65 .

and experience with ra:ll travel, 39
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FOREWORD

The Port of New York Authority and the New York Central.System spon-
sored the' first Bational Travel Market Survey in 1955. In 1956 they '
sponsored its miccessor, the 1956 National Travel Market Survey. Both
Surveyas have beén caxried out by t;.he Survey Research Center of the Univer-
sity of Michigan. A report om the first sunny wae made to the sponsoras
in "The Txavel Markat 1955", March 1956. A revised and abridged raport
under the same title is to be released generally in the late spring of
1957. The present report has been prepared as a report to the sponsors
of the 1556 Survey. '

Purposes of the 1956 Survey
Plans for tha 1956 Survey were mede at a mesting esrly in March of

that year, At that time the results of the 1955 Survey were just becoming
available. The discussion at that meeting visualized the 1956 Survey as
part of & contimiing progran of National Travel Market Surveya. The Plln
wap proposed of conducting intensive surveys at intervals of more than oune
year, with less elabsrate suxrveys in the intervening years, The 1956 Burvey
wis envisicned as one of the less elaborate ‘and less qxbennive surveys.
This strétegy seemed veascmable because' of the short time which had elapsed
since results of the 1955 Survey had been a:vallliile. A pericd of digestion
seemed to be appropriate,

Nevertheless. the decision was reached to,go forward with'a survey in
1957. The reasons for that decision were not reduced to writing im &
single document; but an atteapt can be made to atate them here. Piret, it

wis important to repeat the investigation im 1956 iun order to incresse the
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gise of the sample, The two years can be canﬁ:l.u_ed in order to increase
the mmber of interviews avallable for analywis. Thus, the present report
sontains a chapter on frequency of travel by region which relies on data
fran both years. In the sams way special tabwlations are being prepared
from the 1556 Survey for the Port Authorit_.‘y for purposes of its forecast of
air travel. Thése tabulations, 1n ‘er:l.’oc‘t, il_mr’ease the size of the sample
for the tabulations prepared from the 1955 Survey. The -forecast is built
on & breakdmm of the sample into amall cells, Ot.her similar poegibilitics
exist for other types of spacial nnalys:l.a, and thsse opportunities will
- expsnd as the total _mmber of im:'vim in the series of surveyz increases.

A second purpose of the 1956 Survey is to same extent in conflict with
the first. It is to study trends.in the market between the tWo years.

To the extent that rap:l.d ah:lm are taking place, it is difficult te com-
bins the aamplea froem the two :nars for analysis, Slow shifts from year
to year make the study of trends uninteresting in the short run but permit
the years to be trested together for purposes of detailed Study.

A third purpose of the 1956 Survey was to maintain the momentim de=
veloped in 1955, This objective refers to the gradusl buliding up both of
knowledge of the travel market and of Imowledge of the best ways toA study
it, Each successive survey has econtributed to both types of information.
An the sophistication of the investigators graduslly increases, it becanea-
possible to evaluate more acourstaly the body of data already in existence
and to study new problems more efficiently as they-arise, .

A fourth ohjective was to broaden knowledge of the market by a pre—
liminary investigation of a subject on which little data existed. This
subject 1a people's attitudes toward travel itsslf, Previcus work-in the
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1955 Survey had concerned the cholce people may niake betwean different.
modes, but not the cholce between taking a trip 'end. staying home.

g LoB Inveutig ted in 1956
The 1956 Survey contained four types of queatimse

{1} Questi.ons about the i‘requency of travel by the person 1nterv1md

(2)

5]

)

in the Walve month geriod grior to 1ntervielr. Each reapondenf.
was asked hwm trips hetookby a:lr, raﬂ, tus, and antoin
that period. He was asked to diatinguish between businese tripa
md nm-buainass trips.

Detaile_d ggstiona sbout the Monﬂant.'s moat rocent t,.rd.g \_-Jx
gommon caﬂd.er. Each raapmdsnt who had taken a trip by ecuman
carr.\.or dur.l.ng the yoer m asked to discuss it in detail,
Questions abuut :tha shoice between 'braveling and not traveling

Rach respondmt wes asiad gbout any tripa he had thought he would

1iks o take but hed not been sble to, Reasns for not taking
these tripa were :I.nveatigatﬁ. .- o
Soclo-scononic data. Questions were included about ags, sex,
ccoupation, education, income, marital étafué, and place of
residence., . h ‘

The Sample LT
As in 1955 the. ammple used was a probability sample. That ia, every

member of the populaticn studied had & knewn chance of being designated-

for interview, For a:discussion of the progedure, ses the 1955 repert

{revised edition):

v

In the 1955 Survey information was oollected -about trips by-each adult.
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in the family, Investigation of the sampling errors .of the findings shows
that this procedure is of limited usefulness, Members of & femily commonly .
travel together on non-business tripe, and 1ittle new information is obtained
by asking about trips by esch adult. Accordingly, as a measure of economy
in 19;56 questions were asked anly about travel by the x-eapo_zldent.

This procedurs presented a problem in commection-with "extra®™ adults
other then the head of family and his wife., Interviews are taken with
husband and wives, cme. or the other being designated on a randem basis, but
not with sny additional "extra” adults in the family. Comparisons between
1955 and 1956 required soms allowance for the amission of data about theso
adults in 1956, The sclution was devised of reproducing data for Mextra®
adults interviewed in 1955 and treating them as 1f they had been interviewed
in 1956 and hed given the same answers, This arrangemsnt protects the cone
parability of the two surveys. (In 1957 new information will be cbtained
gboat travel by extra adults fram the respondents in the 1957 Survey,) The
1dsal arrengemsnt would be a sample aspecislly designed for collesting data
sbout travel, but an interview devoted entirely to travel has remsined
financially cut of the question. '

The mmber of interviews taken in the 1956 Survey was a8 follous:

Interviewing Feriod  Mimber of Tnterviews Respanse Rate

Hay - June 1731 871.5%
August - Sentember ' 1350 88.22
November-December 17 LYy .
Total 4528

A geries of spesial caloulaticns of sampling error has been carried

I/Not vailable at time of writing. ‘The sawple for the fall wave.was
ocombined in part with a reinterview study, and estimation of the response
rate is eomplex.
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out by the Sampling Secticn of the Survey Rosearch Center. The results

have been consolidated into tables of sampling error which have been pre-
sented to the sponsors end appear both in the revised report on the 1955
Survey and in Appsndix A of thig report, These calculstions have shomn

that statistica of travel have an unusually high sanrpliﬁg arror. The reascn.
for this result.is not lknomn with certainty. The most plesusible hypothesis
is that it arises from a tendercy fér patterns of travel to be similar for
people living in the same. geographical area, For example, if peocple living
in county 4 are providsd with a good road netwerk and poor service by air
and rail, the people in that county msy tend to travel by auto. For county B
the reverse may be true, If differences betwsen counties tend o be large
relative to differences within counties, the effect will be to increase the
sanpling error of the results.

Definition of a Trip
Atx-ipmdemwdinwséasumssesarmmdtnptoapomtloo

milesarmmw l{ovingtoamhmmo:id.lesmiscomidamda
trip. Trips taken by employees of a common carrier in comection with their
work are excluded, In the 1955 Survey trips by private plans, military
plane, and compary-cwned plane were excluded in principle, but th19 quea-
tionnaire was not explicit on the point. In the 1956 questionnaire a epeclal
questicn was introduced to exclude these trips.

Outline of This Report

The first section of the report is a smmary of the major findings of
the 1956 Survey, Chapter II comcerns the frequency of travel by the: di.tfar-
ent modes in.the 1955 and 1956 Surveys. It includes a discussion of the



proporticn of adults using each mode. The latter sections of the
chapter report the relation between the use of each mode in 1957 and the

major socio-ecanamic varisbles. Chapter II1 presents comparisons among
three regicns, the New York area, other parts of the New York Ceniral
Territory, anrd the rest of the United States, Comparisons are made btoth of
the socioescananic charagteristics of these areas and of the frequency of
travel, Chapter IV reports on the investigatiinn of attitudes toward travel,
with special emphesis on pedple's reasens for not taling trips they would
like to take. Chapter V 1& concerned with the most:ra.cant- trip by common
carrier of those who took a conmon carrier ﬁp during the year prier to
interview, It containa an. anzlysis of people's choice of mode and of the

reasons for their cholce of mode.

Staff on the 19556 Survey
This study was carried out by the staff of the Survey Ressearch Center,

a division -of the Institute fof Social Reasarch of the University of
Michigan. The Institute is under the direction of Rensis Likert, while the
director of the Center is Angus Campbell, This study was carried out in the
Ecenomic Behaviar Progiam of the Center, Gearge Katona, Directar, The
Center!s Fiaid Staff is directed by 'Charles canneli, the Sampling Seotionh
by Leslie Kish, Study design, -analysis, and report writing were the res-
ponsibility of John B. Lansing, He was assteted at different stages of

the undertaking by Ernest Iilienstein, Ssndra Cohan, and Donald Karsh.
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I. Smuy of Ila,jor Fi.ndi.ngs-

The main ﬁ.ndi.nga of the 1955 National Travel Market Survey tay be summa-
rized as follows: -

Frequency of Travel by Different Modes, 1955 and 1956

1. Proportion of adults taking ene or more triEg E each mode. Little
or no change took place between 1 the proportion of all
adulte who tock one or more trips by each of four major modes. About
seven per cent took an, sir trip, if anything a higher proport-ion in
1955 than in 1955, ibout one sdult in sixteen tock a bus trip, ome
in ten, a rail trip, and cne out of two, an aute trip.

24 ortance of different income proups in the travel market. No large
e%esmpimeﬁmwﬁ% of trips of diiferent types

accounted for by people in the different inceme-groups. Peonle with
f£amily incame over $10,000 include 7.8 per cent of all adults. They
acoount, for 38 per cent of a]J. ‘non-business ‘air trips, 13 per cent of
nm-'businesa rail trips, seven per cent of non-business btus trips and,
1h per cent of non-business auto trips.

ALr Travel
3. %le people are most likely to travel by air. Eleven par
ce young, gingle adulte tske an alr trip in a year, compared’ to

six pep cent of married adults with young children.

L. People 11 y in 1 suburbs of 1 ‘gities are likely to travel by
air, About 15 pera:;%m'ﬁrﬁﬁ%&giﬁng In suburbs of large
‘metropolitan areas take an air trip in a year, At the other extreme
enly four per-cent of residents of .rural areas take an air trip.

5. Both distance fram the nearest air terminal and !’%E‘ ncy of- service
Anfluence use of air, a person lives from.an airport,
] ess’ s to take an gir'trip, Froquency of asrvice is

also important, except that pecple living far enough: away are unlikely
to take an air trip regardlesa of the service.

Rail Travel




For other cities over 50,000 in populaticn, the finding-is 12 per cent.
Only six per cent of those in rursl arsas take a rail trip.

Usera of rail come rrm all cce atit;ns. About 17 per cent of adults
Trom femllies of professicnal ang Technioal workers take a rail trip
in & year, in contrast to only four per cent for farmérs. For the eelf-

cinployed and mavagerial’ workers, clerical workera, sales workers, mnd
ratired pecole, the propertlen is about. 10-12 per cent.

Bus Travel

10.

1,

: t.o travel by bus, WNine per cent
& 8 5 00 take a bus- trip
in a year. 01’ t.hoee rd.t.h :bmomas over 82000, u:Lt per cent take a

Both young, single peopie and clder single people are frequent bus
travelers., About cne gingle person 1n ten takes a bus trip in a
year. OF all sdults, mlymahﬁtakesabustrip.

Bus travel its atsst. relative sdvantage in small towns.

P on t a bus trip ia higheat among resldenta of places
2500 to 50,000 population, These pecple are less likely to travel by
rail or air than those living in larger centers.

Auto Travel

12.

Of those adults with inscmes over $6000, 60 to 70 per cent take an auto

trip in-a . ﬁ'eni.uﬂﬁlmrimunagroups,morepeﬁeirml
Eauioﬁuemothermdo

Yo marrl.ed pecple with no children are the most likely to travel
% augo. When they marry, young people tend Lo leave Lhe common
[ ers for the auto. After they have children, they tend to stay

at home,

Usa' of auto is.most cemmen in éities and towns other than the 1

an centers, Only a third of those in the central clties of
Targe metropolitan aress take an euto trip in s year, compared t.o over
half of those living in towne and citiss other than the twelve largest

‘metropolitan areas.

Frequency of Travel by Region

15,

Distribution of income !E ngou. The. proporticn of pecple with family
aney over B per cent in the New York area, two
per cent in other part.s of the New York Central Territory, and ons per

cent in the rest of the United States. At the other extreme sbout

_mmremtdmuummrwkmnporthIyMnm

under $1000 compared to three per ceént in the other parts of the
Central. Territory sand tén per sent in the rest of the United States.



17.

ey T
tr:l.pinayeu ecuparedto about o:l.ghf.per

cent of thoss 1iving 4n othor parts of the Cemtral Territors and
aix per cent of adults in the rést of the United States.

&
g
o

a rail trip in a year, compared to 12 per sent
of those in other parts of the Central Territory. .

Attitudes Toward Travel

18.

19,

One third of all adults do not wish to travel. The desire to travel
Ts not. univereal, Une adult:in Lthree revorts there are no trips he
would 1ike to teke which he has not been able to, Two out of three,
howsver, do report there are trips they would like to take.

There are five mgin obstacles to travel, They are: (1) lack of money;

- (2) leck of time, wilch may refer to lack of vacatiem ar to other

claims cn vacation times (3) children and other dependents; (L) poor
health; snd {5) lack of desire to travel by snother member of the

family, Many people in the-two-thirds who want to 4{ravel are married
to people in the group who prefer to stay home,

Choice of Hode for the Most Recent Trip by Cosmaon Carriez

20,

21.

22.

Four factors influsnce chalce of cowmon carrier, Distance, ‘the purpose
of the trip, the inoome of the traveler, and the uumbar of poople
traveling together influspce chodee of ‘mode.

Distanse, The farther a person is going, the more likely be will
prefer -air to rail or bus, The: preference for rail declines gradually
a8 distance-increases. FBus travel is popular only for tripa of

100-159 miles.

088, Whether a trip is on business or hot makes a difference in

ce. of mode, Bus travel is most-popular for non-business trips
under 500 milss, Air travel ie most popular for buslnese trips over
1000 miles awsy. Rail seems to be considered for any type of trip by
camuon carrier mept the businees trips to places over 1000.miles
myl

Inscme, The larger a person's memn the greater the probability
will travel by air and ths mallor the probebility thst hs
will go by bus, Rail ocouples an intermediate poasitien.

Mumbor of compmniens. Whether a person is alone-is a major factor in
thé chodce % %en travel by auto mnd by common carrier. Those trave--

1ing alene are mars likely to use a cummon carrier, The number of



25,

2.

28,

b~

people traveling together makes little difference in the choice

among the common carriers, People are more likely to travel alone if
the trip i85 short and if it is on business, O(n vacation-and plessure
trips people in the upper incape groups raraly travel alene,

Adventagea and disadvent ea of alr. The most n'equmtly nentianed
advantage of slr ls spe -Hy comfort and service, On ths
negative side people. mention fear of flying, cxpanae, ‘tha d:lstmcn to
the terminal, ‘and problems of scheduling. . _

Speed is especial ortant’ for business -trips and for long trips.
%ense 1s menticned ?ass often in connection vErI th business than none

business trips.

Advantages and disadvant sntages of rail. The most frequently mentioned
advantages of rall are comfort and good passenger facilities. Speed,
price, and safety are also menticned. FProblems of connections and
scheduling are likely to be mentioned as disadvantages of rail,

Advantages and disadvantages of bus. The grestest edvantage of bus
travel %a That 1318 cheap, People oamplsin ¢f lack of comfort in
bus travel, but the bus is often, "the only way you could get there.v




£
i1, n-equency of Travel by Different Nodes, 1955-1956

Patierns or travel in thu nited States are icnolm to have changed gredu-
ally in recent decades. The grmri.ng relative importance of alr and auto
travel are exawples of such leng-range shirta Sampla surveys, homaver,-do
‘not yleld exact results and can reveal year-i;o-—year changes only whan tho
chenges are large or when they are continued long encugh-8sc that they can be
confirmed by successive surveys. This chapter includes for each mode an .
eatimate of yesr-to-year changes and an gnalysis of the effect of incame, .
stage in the life cycle, place of residence, and occupation on th.e use of
that mode. T

Ady- Traval .
Ysa of air "1ast. year, 1955 and 1956 Surveys: The proportim cr; all

adulta who took one or more alr trips in 1956 was within sunpnng error of
the propertion repor‘bed in the 1955 Survey, J‘udging from the Survey, alc:ne,_
if anything, an increase took place in the proportion traveling by'&ﬁr.
(Table IT-1) The proportion who took enly a business trip by air plus those
who took both btusiness and non-businese trips remained between two sid three
por cent. About five per gent took a non-business trip by air. Of these
results perhaps the most striking is the small proportion of all adults who
took both air trips on business and air trips for non-business reasons, Onh
half of cne per cent of all adults fell in this category in 'aiﬁier ‘yoar,

In the summer and fall interviews in the 1955 Survey questions were asked
shout travel by air by copeny, private, and military planea. Trips by these
types of planes were not counted as air trips and do not enter amy of the
tables in this repert except for the follewing tabaiatiom



Special Types Proporticn of All Adults Taking

of Air Travel Trips of Types Shomn
Took one or more trips by company

plm by ooﬁ
Took cne or more trips by private )

plans ) Oy
Took one or more trips by military

plane ) .
Took trips by twe or more of the

gbove types of plane A
Pid not take any specisl type

of air trip . . 89.9
Total - 100.0

Mumber of adultas 2796
# 'Less than 0.05 per cent '

Thus, about oneme_ent. cf a1l adults take a trip in a year by company
plane, private plane, or military plene. These estimates are based on inter—
viems with adults not living on military reservations. If persons living
on military reservations were included, no doubt the proportion taking a trip
by military plans would be higher.
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Table II<l

Use of Air "Last Year”

{Percentage distribution of all adults)

Use of Air ' 1955 ' 1986
“fook one or more eir trips "last year® 6.7 7.2
For business purposes 1.9 2.3
For non-business purposes Ly by

For bioth buginess and nan-businesa
purposes . 0.y 0.5
Did not teke an air trip 91,0 -92Lh
Not ascertained 2.3 Ouly
Totsl 100,0 100,0

Murber of adults 8185 258
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Use of air by income groups: Ome of the basic questions in estimating
the future growth of air trevel 1s, How far aud how rapidly will air travel

penetrate into the middle and loier income groups? Whatever year-to-year
novement may be r.ni::lng pllart:e at the present time seems Lo be.tno small to be
detected in this survey. The proportion of those in each income group who
tock an &ir trzp in & one-year period did not shift appreciably from tha 195?
“to the 1956 Survey. (Tsble II+2)

Siomdlarly, the proportion of all air trips in the "last t:welvg months'
accounted for by people in each incoms claes did‘nga: al_u.fl: appteei.:uhly betueen
the 1955 and 1§56- Surveys. {Table I1-3) This statement !.a true I‘or business
trips, for non-business trips and for the two combined, . For ezﬂl:;ple; those
with family incemen of $20,000 or more accounted for 13.1 per cent of non-
business sir-tripe .accotdtng'-i:o ths 1955 Survey, and 12'.8'1:01' centaccording
to the 1956 Survey.




_Use of Alr

Took one or more alr
trips "last year"
For business purposes
For noo-business purpoges

For both business and
non=business purposes

Did not .take en air trip

Not ascertained
Total

W _Number of adults

1955 1956
6.7 1.2
1.9 2,3
&4 8.4
4.3
91.0 92.4
100.0 100.0

8485 5255,

Table I1I-2

Use of Air "last Year" by Incoms Groups

1]

(Per cent of all adulta)

Joder $1000 $1000-1999 $2000-2999 $3000-3999 $4000-4999
1955 1956 1955 1936 1955 1956 1955 1936 1935 1936

0.9 13 Ll L3 Z4 L9 32 35 39 2.3
* .3 Aox 3 % 9 1.0 .8 4
9 7 10 L5 2.0 1.9 2.2 2.4 2.9 1.8

96,8 98.7 97.0 97.9 95.2' 97.9 95.2 96.4 93.6 96.8

100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100,0

439 398 832 470 981 582 1364 709 1294 740

6=



Table II~2, Continued

Dse of Air

Tock one or mere air
trips "last year"

For businese purposes
For non-business purposes

.Por both:-business and
non buainess purposes

Did not take an air trip

Rot ascertained
Total

mmbqr of adults

* Lass than ,05 per cent,

5000-3999
1953 1956

1.9 1.5
3.4 3.7
.3 3
92,5 94.1
L9 _4
100.0 100.0

671

§6000-7499

$7500-9999

‘19553 1956

9.8 10,2
2.3 3.9
7.0 6.1
S .2
88.0 89.6
2.2 .2
100.0 100.0
896 559

1955 1956

4.1 5.8 7.4
7:1 8.0 1l4.4

.4 1,0 1.3
L6 .6 A&l

389

29.2
12.3
14.2

2.7
0.0

8
100,0

260

1935 -

30,2
6.6
22.1

o

o
o .
w

e
u
w

l

100,0

136

$10,000-14,993 $15,000-19,999
1955° 1956

1956

34.9

9,3

23.3 .

$20,000 and

over

1955 1356
52,1 41.8
15.6  10.4
25,6 25.4
.9.9 6.0
45.4 58.2

2.5 %
100.0 100.0

121 67

-01-



F Income

Under $1000
81000 - 1999
92000-2999_
83000 - 3599
24000 = k999
$5000 « 5999
#6000 ~ Th$9
$7500 - 9999

$10,000 = lh!999
$15,000 = 19,999
$20,000 and over
Not apcertained.

Total

Furber of air trips by adults
in the sample in the Ylast

12 months?

Number of adults

11~

Table IY-3

Per Cent of
All Adnlts
5.2 1.6
9.8 8.9

n,6 1,1

16,1 13,5

8.3 Wma

12,9 12,8

10,6 10.6

FERERY
L.5 L.9
1.5 1.6
1.3 1,3

2l _hd

00,0 100,0

a1 5258

Proportion of Alr Trips in tha "last Twelve Months"

Taken by Adnite in Each Ineome. Clas
!Fe.rcmtage Eammn,

Per Cent of Trips

Business

Adr Tri%
* 3

o1 #

S o
2,3 1.3
3.t 1.3
12,6 7.0
7.9 103
10.4 13.8
28,8  '30.5
4.0 8.0
27.8 26,6
I VS N
100,0  100.0
857 855

Hofi=businesa
11
0 Y
1.2 1.7
3,2 3.3
5.6 5.3
1.3 6.3
10.3 9.8
17.2 18,3
n,2 .5
.7 13.8
0,8 1.8
131 12.8
100.0 100,0
716 399

:_L/ This table excludes trips by those who took 100 or rore air tripe in a year,

# [ras than ,0S per cent,
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Use of air by stage in the life eycle: The remaining cross-tabulations

in this section present the relation_bétwasn'-cgrtain'basic ‘demographic. factors
and the use of air travel "last year,” The proportion of adults who take a
business trip by alr in a year rises steadily from two per cent of young,
single people to gbout four to four and a half per cent of adults with older
children, (Table TI-}) In the later stages, with retirement, the proporfl.ion
£alls, Less than half of cne per cent of older single pecplls (viidows and
widawers, primarily) take a buciness trip by air.

The proportion of adults who take a nm—businepa trip by air is shout
nine per cent for young, single adults. For young married adults with young
children, the proportion is only about three per cent. However, in the later
stages of the life cycle this proport;ion rises again, and it reaches about six
per cgnt for older married eouples vho have no children at home. .



All
Use of Adr

Tock one or more
air trips "last

yaar“ 7.2
For businesa
purpases 2.3
For non-business
purposes by

For both business
and non~-business.

Young, Married, larried, ifarried, iarried, Older,Mar-
Harried, Children, Children, Children, Children, ried, Wo
Young, Neo " Youngest Youngast Youngest Youngest 'Children
Stages Single Children Under 2 2 -4 5 -1k 15 =17 Under'18
10.6 7.2 6.2 6-h a.6 7.9 i l9
1.6 2.9 3.0 3.3 3.9 3."{ 241
8.6 h.O 2-8 209 hco 301 l‘og
' purposes 5 Ak .3 & 2 7 & K
Md not take an air
tl'i!l' 92!!‘ 87-8 9208 9 '!i 92-6 90-? 92.1 2.0
Not escertained g 1.6 e ok » 2 . a1
Total 100.0 100.0 100.0 100,0 100,0  100.0  100,0 100,05
Number of
adulte . 5253 556 kT 561 611 150

.Use_of Mr "Last Year" by State in The Life Cyole

Table IT-4

(per cent of all adults, 1956 Survey)

Stare in the Life Cycle.

# less than 05 per cest

874-

1089

Older

Single QOther

bS5 38
ol N
Lel 2.6 .
3

—sL

100.0 100.0
79 . 156

ob

) ol
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Use of air by place of residence: Ancther variable closely related to

. the use of air is the type of c&mun’:l.t.y in which .a person lives, (Table II-g)
People living in 1arg§.mtropo11tan. areas are more likely to take an air trip
than those living elsewhers, In particular residents of the suburbs of very
large cities seem to be. likely to take an air trip. On the other hand only
aboit six per cent of those living in cities and towms &f 2,500 to’ 50,000
poptlation take an alr trip in a year, and only about: four per cent of those
living in places: with population under 2,500 or in the country,

These differences, 1t 18 reasonable to lauppdse, are related to some
extent to differences in income but also to differences in the eveilsbility
of air travel. The following section reports an attempt to investigste
directly the effect of the availlability of elr travel.
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Table II-5

Use of Air "lasgt Year! by Place.of Residence
{Per cent of all adults, 1956 Swvey)

Flace of Reldcnce.

Larpe Motropolitan Areaay ; __Other irezs
. Rurel
Suburbs Suburbs = - Cities Cities Farm
Oged Air 211 Centrol 50,000 2500 Suburba 50,000 2500- & Open
"Llast Year® Adults Cities & Over 50,000 Ruwrel & Over 50,000 Country

Tock one or more . : : .
air trips "last. year" 1,2 8.2 18._]* 2.8 10,0 10,2 6.l L0

‘For business purposes 2,3. 1.8 3.5 3.6 6,0 3,1 Ll 1.5
For non-business

purposss hals 6,2 14,9 7.6 L.o 7.1 kB 2.2
For both business and

non-busineas

purposes 15 o3 #* 1.6 * o3 5 o3

D44 not take an .

air trip g2.4 915 8,6 869 20,0 893 2.7 B2
Nof ascertained ___,h I - * 23 #* +2 9 R
Tetal 100,0 100,0 100,0 100,06 100,0 100,0 100,0 100.0
Yumber of adults 5255 562 114 306 50 09 757 1o

y The "large® mtropolitan areas are the trelve largest metropelitan areas in the
United States,

# Less than ,05.per cant,
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Use of atr by distance from air terminal and rat of air terminals

Availsbility of air transport may be conceived to bave two dimensions: the
diatance to the mt airport, and the frequency of service at that air-
port, In t.hig study no attempt was made. to esti.m}e for each individual res.
pau-ient the distance to the nearest airport. The labar involved would have
been considerable, ﬁut’ ‘a rough estimate wrés-mads of the dlstance to the
nearest airport from the approximate. center of the primary s_ampling*tmt', .
{county or pair of counties) in which each respondent 1ives. mmm,'tm
alrports in question were classified according to the number of air carrier
airoraft departures in fiscal 1954, The results eppear in Table TI-6.

" This table excludes adults living in a Pew courties for which iuformation
was not readily availsble, For those included, an average of 7.4 per-.cent.' tock -
one or more air trips. OF those living within “eight miles" of an airport,
including those 1iving in all of the twelve largest metropoliten aress except
Detroit, 10.3 per cent took a trip. As the distance increases, the propor-

"tion falls, Of those living in areas where the distance to the temminal
averages. 31~50 miles, 3.7 per cent took an air trip. OF those living in
areas where the distance is typlcally 61-12} miles, only 2.8 per cent took an
alr trip. l

Similarly, the rating of the terminal has an effect. Of those for whom
the nearest airport is rated 1-3, 2,5 per cent took an air trip, compared to

‘T+% per cent of those for whom the nearest airport is rated 152}, snd 10,5
per cent of those for whom it is rated 100=-137. This relaticmship iz not
abaolutely regular - cnly 4.6 per cent tock a trip of those for whom the
nearest airport 1s rated 35-49 - but the general statement that the rating of
the alrport makes a difference is reasonebly well substantigted,



Average Distance
from-Center of

Sampling. Unit to
Air Terminal

lilles
Underag/
9-19
20 - 30
j1-6&
61 - 12
Al Mstances
Nuber of adulte ¥

v

1954,

10,3
1.5
7.9
3.7
2,8
7.4

LisBo
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Table II-6

Uise of Alr by Distence from Alr Terminsl and Rating of Air Terminal
(PFar cent of % adults in sach cell who took an air _Er‘lp, 1956 Survey)

Rating of Ale Torminal/

3.7
2.6
*
L8
2.5
836

9'7
5.3
12,8

*

1.7
704

20,3
S.b
5.0
3.0

1.9

5.8
626

Al)
Rabings 13 Lol 8-l 25-24

10,5

11.5

9.0
3.9
3.7
7.9
954

1L 60
12,4 -
10,9«
- 3.0
1,6 -
9.3 k6
399  Lsh

100~

50~99 137

2.9 11.0

17.0 -
6,5 8.5

10,7 10.5
s61 &6

. y Numerical ratings Bigmlﬁ thausands of Adir Carrler Alrcraft departures in fiscal

’ 2/ Tncludes all of the twelve largest metropolitan arcas except Detroit,

}/ This toble excludes adults for shom inflormation was nof. avallable on distance
from air teritnel or rating of the terminal.

- No respondents feil into these categories; @.£,, ho respondents lived within
elght miies of an air terminal with only one t.o three thovsand Alr Cerrier
Adrcraft departures in fiscal 195k,

#  Teas than ,05 per cent,
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Distance from the teminal and tus rating of the terminal tend to be
asgociated, People in cities tend to ive close to lnisy terminals. The data,
however, permit study of the question = does distanne from the terminal make a
difference if rating is held constant? Eetimates for individual cells in this
table are subject to large sampling errors and in fact, certain cells contain
no respondents. Hence it is possible anly to make such statements as that
in general distance does indeed make a difference., Thus, in the columi which
refers to temminals rated 15-2lj, as ome proceeds down the column the fumbers
£all fairly regularly from 10,5 to.3.7. In some of the coluzms the pattern ia
less nemt, but. the general tendency is clear.

Does the rating of the terminal make. a difference. if distance is held
constant? If it .does, as one proceeds to the right in each row the mmbers
should increase. In the first row, there is no such increase, and in the
last row, also, the mumbers are erratic. .The second, third, and fourth rows,
however, all show an increase as one moves to the right. It seems reasongble
%o conclude that the rating of the nearest terminal does make a. difference,
but that there:are complicating factors. The randem behavior of the mumbers
in the last row, for a distance of 61-12) miles, suggests that if the terminal
is far encugh away even frequent gervice will not attract many passengers,

The randam behavior of the mmbera in tlnj ‘first row is harder to interpret,
It may arise becanse this row includes eleven of the twelve largest cities
and thug lumps together sitnations which may sctually be more diverse, And
the simple hypothesis that sampling error is the expianation gshould not be
ignored] But it cen be stated that both the distence to the nearest alrport
and the rating of that airport make a difference in the probability that an
individual will take an air trip.
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Use of _air by occunation: Members of certain occupation groups are much

more likely to take air trips then revresentatives of other groups. It is
‘no spurprise ‘to find that few adults in farm fanilies take air trips on business,
{Table II-7} Adults in families headed by professional and technical workers, “
aelf-employed and managerlal workers, snd sales workers are most likely to
travel on business. These same groups are also most likely to teke non-business
trips. Of the adults in families of professicnal and technical werkers, ane

in four took an air trip "last year."



Use of Air "last Year®

Took cne or more trips by air
"last yeagp®

Far businesa purposes
For non-business purposes
Took both businesa and
non-business txrips
Did not take an air trip
Not aace:rlzaimd .

Total
Nunber of Adults

Table II-T

Use of Air ®last Year" within

tion Grouy;

(Pexr cent of all adults, 19

Urvey,

Occupation of Les! cf Fanily

-~ men, Operatives

Craltamen, Fore=

All Professicnal, Self-emplojyed,
Oceupations _Technical Hanageri_al Clerical Sidles Armed Forces

2.2 2.7 16,9 bk 10,6 3.3
2.3 12,2 5.9 olt 5.3 8]
L4 10,7 8.6 5.6 L.8 2.4

.5 1.8 2.4 A 5 #
92,k 15.9 83,2 9.6 8.4 '96.6
ch 3 #* * * o1
100.0 100,0 100,90 100,0 100.0 - 100,0
39 61 267 189 1326

5255

-0z-
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Table II-7, Continued

Ocoupation of Head of Pamily :
Labarers ‘
Service Retired Heads Net
Use of Air “Last Year? Workers Farmers of Families Employed Housewives
Took ong or more trips by air
"lagt year 3.0 1.1 L.2 ® 2.4
For business purpeses - 1,0 5 # o &
For non-business purposes 2.0 b 3.9 #* 2.4
Tock both business and
non-business trips * # -3 ) *
Did not take an air trip 97.0 98,9 95.8 100,0 9146
Not, ascertalned L #* # o *
Total 100.0  100,0 100,0 100.0 100,0
Number of adults 668 359 6L 65 21

% Iess than hrlf of one per cent, -

-Te-



Rail Travel

Use of rail Mlast gyear,” 1755 and 1956 Surveys: The obaserved difference.
between the 1955 and 1956 Surveys in the proportion taking a rail trip is
small enough to be attributed to sampling error, It is certainly small
encugh ‘to be attriduted te errers of chservation if both sampling error
and response error are considersd. In 1955 and in 1956 about one sfult in
ten tock a rail trip. About two per cent of all adults took a reil trip
for tusiness reasons, and about eight per cent, s trip for non-businesa
roasons, Very few people took both types of rall trip, (Tsble IT-8)




-23=
Table 1I<8

Uge: of Rail “last l'eaz‘__'

(Percentage distributicn of all adulte)

Use of Rail 1955
Tock ons or mors rail trips "last year” 10,8
For business purposes 1.7
Por non-business purposes 8.5

‘For both business and non-tusiness
‘purposes o3
Did not take a mail trip 87,2
Hot ascertained 2.3
‘Total - 100.0

Bumber of adults 8185

&

3
=
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Use of rail by income groupa, 1955 and 1956 Surveys: Is the appeal

of rail travel to different income groups olymgri.ng fram year to year? It might

be true, for example, that pwpie in ths upper inooss groups wera taking fewer
rail trips and those in the lower income groups, more rail trdps., Or ths
facts might be the reverss.

The data support neither hypothesis. Table I1-9 shows that the pro-
portion of those in each insame group taking a rail trip in one year did not
shift apnroctdny between the 1955 and 1956 Survqu Table II-)0 shows the
rer cent of all rail trips accountedforhyeachincm group was \mchmd
botwesn the two years. If changes are taking place, they do not appesr to
e rapid, -



Table IT-$

cent o
" yse of Redl ALl Incomes  Under {1000 % 2000=-2999 % 000
R IF 1958 IgE 1956 I gﬁ ﬁ

Tock one or more radl trips

"lagt’ year® 10 21 5.0 55 Ll 64 7.2 B4 .7 Tl %2 &8
For business purposes 1.7 1.8 # ] * o2 L3 6 L0 N I 1
For non-buginess -

piirposes 8.5 7:0. S0 55 71 60 6.6 B1 7.0 58 9.0 6.2

For both busimess and .
non-buainess purposes ,3 .3 # o #* 2 2 % s DS | a0 L1
Did not take & refl trip 872 N0k P8 S 200 2.2 28 I NI P 85 9ae
Not .ascertained 23 _.5 %2 _ % _22_ 4 _20_ b _16_ .3 _26_ 10
Total 100.0 100.0 00,0 100.,0 100,00 100.0 100.0 100,0 100,0 100,0 100.0 100,0

Humber of adulte B85 5255 L3y 398 832 1o 981 582 136 709 129h 7O

T



Table' I1-9, Continued

Use of Fail . 45000-5999

$6000-Ti09  §7500-9999
D5 i IEE L% L% D%
Took one or more rail trip ) .
"lest yoar” 8,8 7.3 125 21 15,7 136
For business purposes 2,1 1.2 1.9 1.5 3.7 k.2
For non-business '
purposes 60 60 10 7.0 1,3 8,6,
For both business and
non-bueiness purposes .7 .l 2 L2 g .8
Did not take & reil trip 89,2 $2.0 85,0 90,5 82,2 85
Not ascertained 20 _ o1 25 __.h 21 10
Total 100,0 100.0  100.0 200.0 100.0 100,0.
Number of adults 094 ém 8% 559 709 %0

# Less than ,05 per cent

$10,000-  §15,0000

=R T

20,8 17,3 2.9 18.6:

09 10,0 5.1 6,9
Wy 62 21,3 105

B 11 1,5 1,2

B 8.9 106 8l

B3 a8 _Ls_w

$20,000 and

BE 10

1.7
88,7

8

2,8
0.4

23.9

L5

100,0 100,0  100,0 100,0

38y 260 16 88

100,0
121

92
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Teble II - 10

‘Propertion of Rail Tripe in thelast Twelve "

Taken by. Adulta in Bach. Income Clas
imtaga EEEME{,_ on) -

Per Cent of Tripe

Per Cent of ‘Businass Nenebusiness
Family Income ALl rdgts Bail ¢n§ %
Tonder $1000 5.2 7.6 # " 2.8 3.7
$1000 - 1999 9.8 89 3 106 68
82000 = 2959 1,6 1, 2,0 1.8 12,2 12,3
£3000 = 3999 T 161 13.5 b5 8.8 8,7 10,7
§L000 =~ 4999 15,3 b 2,9 13 20,6 13.8
$5000 = 5999 12,9 128 165 8,5 75 Uk
§6000 = 799 10,6 10,6 7.5 191 104 9,0
$7500 = 9999 8,3 9.5 19.2  15.7 8,2 10,7
£10,000 = 14,999 LS W9 2L0 . 2B, 6.6 5.6
$15;000 - 19,999 1.6 L6 53 88 3.9 2.3
$20,000 and over 13 13 206 8.8 38 4.0
Fot -escartained 7. b W8 20 52 _67
Total 200,0 100,0 1000 100.0  100.0 100,0

Fuder of rail trips by adults
an the sample in-"last :
12 mowthe® S0 . 388 20 &L

¥rher of edulte 861 5255

:_l,/ Thia table excludes trips by thoss who took 100 ar more rail trips in a year,

# lesas tham 05 per cent,
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Use of rail-by stage in the 1life cyclet . The proportion.of pecple who
take rail trips varles at differvent stages in the life cycie. (Table II-11)

The proportion taking a business trip by rail rises from 1.4 per cent of the
young, si'qg_la adults to about three per cent in the subsequent stages, de-
elining to less than one per cemt for the clder single people. The nroportion
taking a trip for non-btminess reasons 1s about 12 per cent for the young,
single adults. It falls to four to seven per cent for the middle stages,
rising' again to nine per cent for the last two stages. Older people who have
no children at home are much more likely to-take non-business tripa by rall
than young couples with young children.




Table II-11

Use of:Rail "lagt Year® Stage. in the Life Cyele.
(Per cent of all aiﬁts, 1556 Survey)
Stage in the life Cycle | ,

Young  Married Married Married Harr!.ed Older
Married Children Childrem Children Childrem Married

A1l  Young No Youngest Youngest Youngest Youngest No Childrem Older
Use of Rall "Last Year® Stages Single Children Under 2_2 - bk 5 - 1 15 -'17 Under 18 Single
Took one or more reil trips N s
"last year® 2.1 13,3 7.3 6.1 T.2 . 700. - 5.8 1.5 9.6
For buainess purposes 1.8 1.2 2.6 1Lh 2,8 2.8 1.6 2.4
For non-busingss purposes 7.0 1.9 6.1 L.3 b1 L1 ) L2 8.5 9.2
For both business and
nonbusiness purposes -3 o2 N3 ol o3 ol ] - o6 o1
DAd not taks a rail trip 90k B2 $0.7 3.0 92,8 923 o2 88,8 9.2
Not aseertad.ned- 5 2.5 * 9 » g ow » .
Total 100.0 1000 100,0 100,0 100,0 100,0. 100,0 00,0 1000
Humber of adults - 5255 556 .3L6 s61 61 574 190 1089 796

# Less than .05 per cent
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Use of rail by plsce of residence: People who live in large metropolitan
areas are more likely to take rail trips than thosa living in rural areas.
{Table II-12) The proportion taking s rail trip is highest for people living
in the suburbs of the large cities, Thesa pecple alsc are the group mest
likely to -travel by sir, Of those in the middle group of cities of population
of 50,000 and over, sbout 12 per cent took sn sir trip compared to mine per
cent for the country a8 a whole, The propoi-b;m falls to nine per cent for
the oities snd tewns <f 2,500 to 50,000 population and six per cent for the

rural areas.
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Table TI-12

Use of Rail "Last Year" by Place of Residence
{Per cent of all adults, 1956 Survey)

_Place _of Reaidence

Large Metropolitan Aroasy/ Other Areas
‘Raral,
Suburbs Suburbs’ Cities Citles Farm
Used Rail A1l Central 50,000 2500-  Suburbs 50,000 2500~ &.Opén
"Last Year® VAdults Cities & Over 50,000 Bural & Over 50,000 Country
Took cne or more . '
rail trips last year® 9.1 10.2 1l 12.8 .0 11,9 9.3 _S.8
For bmﬂﬂ purposes 1.8 1-’-‘ loa 3.9 2.0 2-5 1.8 1.1
For non-business
purposes - 7.0 8.4 12.3 8.2 2.0 9.2 7.0 L6
For both business and
non-bimsiness purposea .3 i * o7 # «2 5 ol
Did not taka a rall tl'ip 90111 89-5 85.9 86,9 96-0 87.8 3203 M
Not sscertainsd 8 a3 % 23 » 3 14 _ .8
Total 100.0 00,0 00,0 100,0 100,0 100,0 .100.0 100.0.
Mumber of adults 5255  $62 114 306 S0 609 873 1294

y The "large” matropolitan areas are the twelve largest metropolitan areas in tbe.
United States,

# Less than .05 per cent.
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Use_of rail by occupaticn: People living in families headed by professignal

or technical workers are most likely to take a rail trip.(Table II.13)} Neambera
of farm fomilies are least likely to take a rall trip. l.iet.!.red pecple are about
8a. likely to take a rail ‘trip as t.he sverage for all adults. Blue collar
workers m:;d their families are lese Mly‘io ti-a_val by.rail than other

adults in the population. ‘

+



Use of Rail
"Lagt Year®

Took ona or more
trips by.rail
"last yeart

For buainess
purposes

For non~-busineas

purposes

Table I1.13

Use of Rail Within Ocoupation.Groups
{per cent. of all sdults, 1956 Survey)

Qecupation of Head of Pamily
0m§:-a-—

man

Fore-

men

Prﬂfe" Sdr-m- OPQr.
ALl sional, ployed, ativeg Laborers, . Retired
Occli= Tech~ Mana- Cler- Armed Service: Farm~ Heads of

pations nical pgprial ical Sales Forces ¥orkers _ers Families Unemployed

91 103 120 120 Wb 60 T3 36 % kb

1.8 9.7 Lk «8 .hna 5 ol 1k o3 L
7.0 6.6 7.2 1.2 6.9 S 8.6 2.2 9.4 L.

Took both business:
and non-business

trips

IMd not take & rail

trip
ot ascertainsd
Total

«3 1,0 1.1 # .5 ol 3 # * i

0.k 82,7 871 876 81.9 23.9 92.7 96k 0.3  22.h

100,0 100.0 100.0  100,0 100.0 100,0 190.0 100.0 100,06  100.0.

ilurber of adulte 9255 392 é14 267 189 1326 668 35 38 &5

# Lesa tham .05 per cent,

wives

lE

949

LR

~tg-
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Ens Travel

Use of bus "last year,? 1955 end 1956 Surveys: The proportion of all
adults who took a bus trip did not change between the 1955 and 1956 Surveys,
(Table II-14). About six per cent of all adults teke a bus trip in a year,
including sbout five per cent who take a trip for nen-business :-easom; and
sbout cne per cent who take a business trip. '
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Table. IT-1l

Use of Bus "last Year"
(Percentege cistribution of all adults)

Use -of Bug 1955 1956
Tock one or more.bus trips "last year® 6.6 6.0
For business purposes N3 o7
For non-business purposes 5.9 5.2

For toth business end non-business
purposes .l ol
Did not take a bus trip 90,2 93.4
Not aacertained 3.2 b
Total 100.0 100.0

Huaber of sdults 84S 5255
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Use of bus by income groups, 1955 end 1955 Surveys: Between the 1955 and
1956 Surveys little.or no chango tock plmie in the proportion of people in

different income groups who took a bus trip, (Table II-15} The propertion of
adulta who are bus travelers continued to be highest in the loweat -incame. groups.

About nine per cent of all adults from fumilies with insomes belaw $1000 take
8 bus trip in.a yesar, eid gbout eight per cent of thove with mms from
31000-1999, Of those with family incomes at sny level over $2000, sbout six
per cent take a bus trip.

The proportion of all bus trips taken by sdvlts at different income levels
remained stable from 1955 to 1956, (Table II-16) A= a first approximation
the per cent of bus trips taken.by those in any given income group is the same
as the per cent of all adults in that group.




Table IT-1%

Use .of Bus "last Year® Income Ora
'er cen te

Use of Bus A1l Tnociise  Under $1000° 51000=1999  §2000-299"

Took bus tri . . . . <. . . .
Mact yoars T 66 6T 9% 3.0% 82 83 63 62 13 &5 62 ki
Por business. purposes o6 o7 S LS. ol ol ol 2 oh 1.0 5 ol

For ncn-business -
purposes T ' N 5-9 5-2 8'6 7.5 7-5 Ta1 6.6 6'0 609 50’4 5.6 . 309
For both business and ’ : .

non~business
purposen Coel L2 # * * o2 2 % # .2 d .l
Did.not take & bus trip 90,2, 934 861 910 89,7 93 90k 93,5 89,5 9.2  90.6 Sk
Not ascerteined 3.2 _ 5 _WB_ s 21 _ b _27_ .3 _32_ 3 _3:2 1Lk
" Totad 100,0 100,00  100.0 100;0 100,0 100.0 100,0 100,0 1000 100.0 . 100.0 100.0

Furber of adults- BLes 5255 K9 & B2 Lro 81 582 136 709 ek ThO

-l
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Table IXI-15, Contimued

Tock one or more bus trips

"last year b1 63 51 51 68 b6 51 L6 59 5.8 58 90
‘Por business purposes 1.1 .9 F T % § 1.1 1,0 1.6 1.5 * % 2.5 1.5

l?qr non=business

purposes N8 S LT hbh S 3.6 L1 30 61 Lk 3.3 7.5
For both busineas and

nen-business
PUTpOsed 2 L3 # o2 3 ®* - @ » B 2.2 * *
Did not teke a bus trip A,5 3.1 92,0 Mr  Ah gl B4 6 83,0 g2 0,1 L0
Not ascertained 2.h __6 2,9 .2 _2,1_10 _69%_ .8 _51_ & _1,_1__*_
Total 1000 100,0 - 100,0 1000 100.0 100,0 100,0 100,0 100.0 00,0 100:0 100.0
Ruber of sdulta s &M 896 559 709 500 389 260 136 86 21 67

L th.oswm.
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Table I1I-16

Proportian of Bus Trips in the "List Twelve:anthe"

Taken !ﬁ Adults ip-Each Income Clas
~ ‘ (Fercentage 1on .

Family Incoms

Under: $1000

%1000 = 1999

$2000 - 2999

$3000 - 3999

$L000 - 1999

$5000 « 5999

86000 = 7h99

$7500 = 9999

$10,000 - 14,999

§15,000 ~ 19,999

$20,000 and over

lot ascertained

Total

Suwmber of bus trips by adults
in the sample in "last -
12 montha®

Hwmber of adults

Per Ceat of
A11 Adudts
5.2 7.6
9.8 8.9

n.é6 11

16,k 13,5

15,3 1l
12,9 12.8

10.6 10.6
8.3 9.5
L W9
1.6 1,6
13 13

237 bl
100.0 100,0
8uel 5255

Par Cent of Trips

e iy
Trips .

oo D DR
1.3 .7 LS .7

16,2 2.8 10.7 15,9
2.6 8,5 . 16.6 © 10,5

3.9 12,9 18,9 13,1
175 1k 19 9.8
2,1 12,1 13,0 1.6
7.8 39,7 83 61
SUN X1 8.6 1.1
12,3 7.8 34 LB
S 2l W 11
1.3 o 8 20
29 k2 2S5 b3
100.0 100,06  100.0 100,0
18 Ul 1001 Lo

)/ This table exoludes trips by thoss who took ‘100-or mare bus trips in-a year,


http://10.li

T

Use of bus by stage ih the life cyole: Single people are more likely
than marvied people to taks a bus trip. (Table IT-17) Of all young, single
For older single people

adulte, sbout one in ten takes a bus trip in s year,
‘the proportion ls almost as larges. Married people are less likely 'to tals
a bus trip. - -

- . ,




Table IT-17

g S ety s g gy o
' {Per cent of al s urvey

Stage in the life Cyale
Youg, Married Married, Murried Married, ome:-,um-
Married, Children, Children, Children, cbildm, ried, No .
Al TYoung, %o Youngest Toungest Youngest Youngest Children Older

Use.of Bus Stages Single Children Under 2 2 -4k 5 -k 15-17 Usder 18 Single Other

Took one or more bus trips ) '

Mlapt year? 6.1 10,2 5.5 5.5 gl 3.7. 5.8 5,0 8.7 . 61
For business purposes .7 1,2 .3 .7 1.0 K 1.6 obh .3- #
For non-businaas : '

purposes S.2 a8 5.2 ‘hé 3. 2.5 a2 A . B3 6.4
For both.businesa and L
non-businesa purposes 2 .2 * .2 * <3 # o2 d

D44 not take a bus trip Nl 8.9  Shs 93.8. 5.6 5.1 9L,2 -,952 é.é.ﬁé.

Hot ascertained »5 2.9 3 7 4 6 4+ 23 N
Total 100,06 100,0 100.0 100.0 100,0 1(!)_.0 100,0 100.0 100.0 100,0
Nusber of adults 5285 556 36 561 611 87 10 1089 - 796 156

# lesa than .05 per cent
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. Use of bus by place of residence: The bus is less popular in the large
metropolitan centers then in other cities and towns. (Table II-18) Of those
living in cities of 2500 to 50,006, shout mine per cent take a bus trip,
campared to sbout six per cent of those living in rural areas and three to
four per cent of those 1living in.central cities o_f'largé metropoliten areas
and large subvurba of the metropelitan areas.



=443
Table TI-18

Uss of Bus “last Year® Place of Residence
(Per cent of all aﬂﬁ'ﬁ_ ts, 1950 Survey)

Flace of Residence

large Metropolitan Araasy Other Areas =
{8 : y
. Stburbs Suburba Cities Cities Farm
Used Bus A1l  Central 50,000 2500- Suburbs 50,000 2500- &.Cpan
Blast Year" Adilts Cities & Over 50,000 Bural & Over 50,000 Country

Took cne ar more i
bus trips'flast year® 6,1 3.4 3.5 1.2 b.o 8.4 F.1 5.5

For business purposes .7 # # 1.0 #* ol 1.6 o7
For non-business I )

purposes 5.2 3.h 3.5 5.5 L. 7.5 T L6
For both business and :

nan~-bisiness

purposes «2 * # o7 #* 2 5 -

Did not take'a

bus trip B L %S LS 0 I3 0 Bib
"ot ascertained 5 5 #_ 0 _ 1.3 * 3 W9 _ .9
Totel 100,0 100.0 100,0 100.0 100.0 100.0 100,0 100.0
Wumber of adulte se55  S62 L 306 S0 609 757 a0

1/ The "large metropolitan areas are the twelve largest motropoliten areas in the
United States

* less than .05 per cent,
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Use of bus _lzx_occggatlm: Of the several occupation groups,:the most
likely to take & bus trip are the clerdical workers and thelr families,
(Table II-19) The least 1ikely to use the bus far a trip to a plsce 100
miles away are the farmers, snd craftsmen, foremsn, and cpergters. Laborers
and sérvice workers ssem to be slightly more likely to take & bus trip than
the rest of the population. Adults from families whose heads are self- -
employed or'mnageﬂ.al_ workers are leas likely to travel by bus than other
sdults, )



Table II-19

Use of Bus Within Occupstion Gro
Per cent of all adults, 1956 Survey)

-

Occupation of Famly
Creits=
en
Foraw
men
Profese Self-Emne Cper- .
Al sional, ployed, atives laborers, Retired .
Use of Bus Occu= Tech- Mana~  Cler~ Armed Sexvice Farme Heads of . "Housem
"last Year" petions nical gerial ical Sales Forces Workers _ers Famllies Unemployed Wives
Took one or more I
" trips by bus _ .
“last year* 61 56 b 86 69 L3 L3 2 66 62 81
For puainess . )
W'Pos” n? 108 1.1 #* 1.6 w2 1.0 . .6 * | +#
For non-business - :
purposes 5.2 3.3 3.1 8.6 5.3 3.5 6.3 3.3 6,6 6.2 - 842
For both business
and non- .
business puy- L2 0 2 # « .2 # * # . * o
poses . :
Did not teke a bus' trip 93,4  SL4 95,4 91.0 93.1 $.9 92.7 961 S.h - 93,8 9.9
Hot ascert&ined .5 o o2 Joow .2 # » # # L
Total 00,0 100.0° 100,0  100,0 100.0 100,0 100,0 100,0° 100,0  .100.0 © 1000
Husber of _ : .
adults 5255 392 64 261 189 1326 668 359 36 & 2n

% laga than .05 per cent,
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Anto Travel i
Uss of aute "last year,® 1955 and 1956 Surveys: The data presented $a

Table II-20 suggest a decline of seven percentage points in the propertion of ‘
all adults who tock an auto trip between the 1955 snd 1956 Surveys. The
questions asked about autcmobile travel in the 1956 Survey were.lesa extensive
than those asked in 1955, It is possible that mo actual deoline took place
and that the spparent decline is an artifuct of the methods used in the study.
It may be worth noting that the proportion of sll adults who feck a business
trip by suto 1s shown to have incressed fyom 6.8.to 7.5 in the table, This
chenge, however, ia within sampling error. That is, it may bo the result

only of chance fluctuaticns in the sample.
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Table X1-20

Use_of Auto "Laot Year®
{Porcentage distribution of all adults)

Usa of Auto ' 1958 1956
“Tack cne or more auto trips "last year? 5hed 48,2
For business purposes 2.0 3.0
Por non-business purposes 8.1 Lot

For both business and nop=business
purposes ‘ .8 b5
Did not take en ento trip 43.2 51.2
Not ascertained ) 1.3 o6
Total 100,0 100,0

Worber of adults 8188 5255
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Very frequent travelers: The 1956 Survey turned up a totel of 11 very
frequent travelers, people who took 100 or mors trips in the "last twelve
months,? This mmber is to be compared with 24 in the 1955 Survey, which
covered nearly twice as many adults, The main fact about the 11 are shown
in Teble II-2l. Of the 11, ten took large.numbers of trips by auto on busi-
ness, while the eleventh commted by mrto during the summer. . .
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Table IT-g1

Idsting of Adults ‘ho Took 100 or More Trips in the "Last Twelve :iombhs"

Oogupation Incors
Chief switchman, §10,000
telephone busi- and over

Traveling district §10;000

mapager-galesman, and over
tocl company

Lumber dealer $7500-
Saw milling - #4000
and logging Loo9

Truck service man §h000--

(truck mamfac- = 4999,
taring company)

Nilk tester $3000-
(U.S. Departaneﬂ*- 3999
of ‘Agriculture)

Salesman, feeds 34000~
and gerum L9y

Sales mwanager; £10,000
advertising and over
Cotpany

Ovmer-and opera=  §0,000

tor of cemetaries and over

(landseaping,ete. )

Liquor salesmen  35000-
7499

‘Marmfasturing £10,000

poles agent (wood and over
products, vensers)

Age
hs-hg

55-59

25-29

u5-b9 -

212k

sex

Travel

Took Mebcut® 100 non-business
trips by auto "to the 1aka"
in the summer,

Took five air trips, two rail
trips and "100 or more” anto
tripa for business purposes.

Took 95 auto trips. for busi=-
ness purposes and five non-
business trips.

Took "more than” 150 auto

trips. Purpose not clear,
but presmably businsas.

Tock Fabout™ 100 anto trips
and ope rail trip for busi-
n8Es purposes.

Took 130 auto trips for busi-
nass purposes and pix non-
busineas auto tripa.

Took 105 auto trips for
business purposes and seven
non-busineas anto trips.

Took 35 busineass air trips
and "about® 156 auto trips,
*mostly for business pur-
poses" (thres per week).

Took 52 -air trips, six rail
tripe, two bus trips and 100
anto trips for business
purposes,

Took two air trips, three
rail tripa and 100 auto trips

for business purposes.

Took 12 air trips and "about®
100 auto trips for business
purposaes,

Total No.
of Trips
100

S

160'
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Usa of auto Mlast year® by income groups, 1955 end 1956 Sufvaxgz The
proportion of those in different income groups who took an auto trip on
business was about the same in the 1956 Survey as in the 1955 Survey.
(Teble II-22} This proportion is under cne per cént for the income group

below $1000. It is about two to thres per cent for the broad range of in-
comes from #].000 to $10,000, but rises to about seven per cent of those
adults who are members of families with incomes over $20,000, As noted
sbove, the emall group of very frequent travelers who take 100 or more trips
a year are primarily traveling by auto on busi;:ess. )

The 1956 Survey confirme the results of the 1955 Survey with respect
to the .shape of the relationship between incame and the probability that s
person,will take an guto trip for non-business reasons, In both years this
probability rises with incame to an incame level of about $5000 to 36000, but
is appreximately constent for higher incomes. Of those with incomes over
$5000, ebout 50 to 70 per cent take an auto trip for non-business reasons..

'The proportion of all suto trips: accounted for by the adulta from each
inoome level is shown in Table 23, .The.data do not indicate that any impor-.

tant changes took place between ths.periods covered by the two surveys.



Use of Auto

‘Took one or more auto trips
lagt yemrn

For business purfoses
For non-business

purposes
For both business and
non-business

purposes

Did not gake an auto:trip
Not sscertained

Total

Bunber of adults

Toble IT-22.

Dge of Auto "Last Year" by Income Groups
[ &, -1
A1l Tneomea  Under ",Elooo gmoo-ng 'ieooo-zgg

2,6 3.0 o7 8 2. 2,6
18,1 40,8 22,6 17.8 29,8 25,1
L8 L3 2 L5 24 13
3.2 1.2 7hS 79,6 62.8 70.6-
1,9 .5 2,0 .3 2.6 U
100.0 100.0 100.0|100.D 100,0 100.0
8485 5255 39 3% 632 L70

12,3 36

2.1 2.
37.7 30.9

2 -’5 2‘.8‘

5.8 &b

LG
S1,3 12,0

1.2 2.8
L6.5 "36.0

3.6 3.2

W.2 57.7

$6e3 Ll.5

1.6 3.7
51,3 Lo,

b 33

125 51,6

19 5 15 3 _12_ .9
100,0 100.0  200,0 100,0

981 582

3 709

00,0 100.0
129 740

~15



Tatle I1-22, Continued

fise of Auto %

Took one or more auto trips :
"lagt yoar® 61,2 55.8

For business purposes 2. 2.4
Fer non-business

1.8 3.2
1'9 .h

$7500~ $10,000=1h $15,000-19,999 & Over .
B Y B s

1-3 3-8 2-6 500 2.9 3.5 6l6 1.5
63.3 96,2 56,5 57.3 58,8 Sh6 57,9 56,7
- 9,0 8,2 10,8 13,1 9.6 9.3 15,7 8.9

251 31.0 26,0 23,8 265 32,6 19,0 26,9
i3 .8 L.l _ .8 2,2 _ & B __*

purposes ] . 58.8 Au8.0
For both business end
. non-business
purposes 6T 5.
Did not take an aubo trip 30,5 L3.5
Not ascertained = 1.6 7
Total ~100.0 200.0

Number of adults 1094 671

+ less than .05 per cent.

100,0 100,0

. 896 559

100,0 100,0° 100.0 100,0) 200,0 100,0 00,0 100.0
709 500 389 260 136 86 121 67

-'asé



Family Income

Under $1000

$1000 - 1999
£2000 - 2999
3000 - 3999
$L000 « L9
45000 = 5999
§$6000 « 7459
$7500 - 9999

$10,000 -~ 1,599
£15,000 ~ 19,999
$20,000 and.over

Not ascertained

Total

Nurber of aute trips by adults

3=
Table II-23

Propertion of Auto Trips in the "Last Twel:
Taken by Adults in Each Income Clas

fgdonths"

For Cent. of

© A1l Adults
ig
5.2 1.6
" 9.8 8,9
n.6 1.1
16,1 13,8
15,3 1l
12,9 128,
10.6 10,6
8.3 2.5
L5 WY
1,6 1.6
1.3 1,3
21 _b2
100,06 100.0
_8ueL 5285

{Percentage distribution)

‘Per Cent .of Trips:

Business

" Awbo Tri
M1 ;

4 N
3.1 23
k.1 3.2
8,6 7.0
8,2 10.5

2.9 1.1

11,7 118

hbh 25,0

1,6 17.L
3.0 3.9
6.l 1.9

23 3.3
100,0 1000

lass =252

Non~business
e
1,2 1.9
b6 3.6
8.5 6,7
S12,5 11,7
16,0 11,8
19,8 16,3
6.2 13,7
6, 27,1
8.0 . T
2.6 3.0
2,7 1.7
L7 .28
100.0 100,0
17,118 1927

1/ This table excludes trips by those who took 100 or more auto trips in a year,
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Use of- suto by stage in the life eycle: The young, single people are’
more likely to travel by air, rail, or bus than the young married people,

But they axe less likely to take a trip by auto, (Table IT-2L) The adults
most 1likely to take an suto trip are the young merried’ pecple-without
children, The arrival of the first child’'mskes a difference. Only about
L7 per cent of the young.married pecple with a child under two took an auto
trip, compared to 57 per cent of the young people with no children, '

As the children grow older, suto travel evidently beccmea easier and
the proportion who take sn auto trip rises a few points. However, cldey
married people whose children {if any) have left hame sre only about as
likely to take an auto trip as the couples with bables. Of the clder single
pecple only three ocut of ten report taking one or more auto trips.



Bae of Auto

Took ;one or more 'suto trips
"lest year®

For buginess purposes
For non-buginess

. purposes :
- For both businesa and

non=business
purposes

Did nottaks an auto trip
Not ascertained

Total

Nunber of adults

#. Less than ,05 per cent,

Use_of Auto "Last Yesr" byStage in thié Iife Cyole

‘Table II-2),

¢

> Survey) .

Stage in the Iife Cyolo

Young,  Married, Married, Married, Msrried Older,Mar
: Married, Children, Children, Childred, gmmr::, ried, Ho'
All Young, Ne Youngest Youngest Youngest TYounge Children Older
Stages Single Children Under2 2 -4t S-2b 15-17 Dnder 28 Single Other
W83 547 4.8 16,7 21,2 21.2 52,1 463 26,7 36,9
3.0 20 3.8 2,2 3.9 ka3 2,6 3 L8 13
hD.B h9-3 5705 1:0.8 150.9 ll703 l’-h-s 37.6 25‘6 30.7
LS 3 5.5 3.7 7.1 5.6 Le7 5a3 13 LS
.2 13,2 2.2 528 W8 k2 M9 8BS Rl 8.8
5 2.1 # .5 o3 .6 » o2 42 #
100.0 100,0 100.0 100,06 100,06  100.0  100,0  100.0  100,0 10C,0
5255 556 k1] 561 613 874 150 1089 79 156
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Use of auto by .plan;e of residence; ?eopla who live in the central cities
of large metropolitan areas are less likely to tr.a’vel by ailto th‘_a;n those
1living elsewhere,(Tablo 1I-25) Only one third of them re,pPrt taking an auto
trip. Use of auto io most commen erong adults i.n“'citieé:.‘apc.l'tcw;m other
than the h;ée mlatropol‘i}.an areas. Over half of t-.'hea__e ‘adll-;t:s taku an auto
trip in a year. ibout as large a proportion of the pecple in the rural
areas as of the population as a whole take an aut:o trip, .Thesa people,
a3 noted earlior, are not likely to use any of the cmm:eqfriere. Ir
they do travel, they travel by auto. ' - .



Used Auto
"last Yeart

Took ocne or more

Y
Table 1125

Use of Auto “rast Year® Place of Residsnce
{Per cent of all a&ﬁ‘ ts, 1558 Eurwy,

Place of Residence

Large Metropolitan f.reu:-l/ Other Areas
kK

_ ATal

" Suburbs Suburbs Gitice Cities Farg

ALl Ceatral 50,000 2500~ Suburbe 50,000 2500~ & Open
Adults Cities & Over .50,000_ Rural & Over 50,000 Coumtry

e

mete et W2 L0 W WD %o 56 09 e

For business purposes 3.0 1.k 9 13  # 2,3 38 33

Por non-business

Purposes

- ko8 306 4o k5.8 S0,0  u65 2,6 31.5

Por both business en

‘non-businers
purposes

Did not tzke an
avto trip

Hot ascertedned
Total
Number of adults

b5 2,0 2.6 1,6 6.0 be L5 5.8

B2 .8 563 500 Mo k6a 182 52,3
5 .2 * 6 * 3 22 22
1000 300.0 1000 1000 1000 100.0 100.0 1000

5258 562 14 306 50 609 757 1o

#  less than ,05 per cent,
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Use of auto by occupation: If people a.re classified according to the
occupation of the head of the famlly, in general, the higher the acelio-
economic status of his occupation the mors likely thay are to take at least
one trip a year by auto, The rank of the occupations in order of thie
probability 15 as follows

proteasional end technicsl
selfwemployed and managerial

sales

craftsmen, foremen, operat.ives, eta,
clerical

farmers

lsborers, service workers

Retired pecple, the gnemployed,'md members of households twé.dod by a
housewife are least likely-to take an aunto trip. Retired pecple seem to
heve a stronger relative preference for travel by common carrier than membsrs
of the younger age groura. They are, if anything, more likely to take a
‘trip by rell or bus than the rest of the population, but they sre less likely

to travel by air, (Table I1-26)



Table IT-=25

Uss of Auto Within Oceupation Groupe

(per cent of all adults, 1956 Survey) -

Qoonpetion of Fead of Family

T
Fore-
: ) men
Profes- Self-Fine Opere _
Al siomal, plqyad, tivey Laborers, Retired
Use of auto Ogcu- Tech= Mama-  Clere Armed,  Service Farm~ Heade of , House
"Last Yeax" pations nical gerdal Jcal Sales Forces Workers _ers lamilies  Unemnluyed wives
Took g - Or BOTe
yoard 48,3 0.4 6.7 0.2 Ha3 520 Wbl W21 Pk A8 %1
For bueinoss .
purposes '3.0° 5.6 7.2 1a 5.8 2.0 24 Le5 147 1.5 o5
For non~business . . . .
L Lko.8 51-0 l.lﬁ.? m&.6 h6.6 h?.b ‘A 30,9 26a3 13-5 23.7
For both business
and non~busingas . .
purposen L5 13.8  10.3 1 6.9 2.6 1.6 6,7 1.b 1.5 1.9
Did-not take an auto ' . :
Not ascertained SO ST SR> R . U S v S N . B bt
Total 100,0' 100.0 100i0 © 100.0 100.0 100.0  100.0 100,00 100,0  100,0 100.0
392 &b 267 189 1326 668 3159 34 és 211

Nober of adnlte = 5255
'# Less than .05 per cemt

=65-
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III, PFrequency.of Travel by Region

In the first preliminary report on: the 1955 National Travel Market Sur-
vey a limited mumber of tables were included analyzing regional- differences
in travel. The only region separately analyzed was the New York Central
Territory. ’

Tnis present. chapter reports on regional d:l.freremea found’ in the
second wave of interviews 111 1955 and in the 1956 Survey, In this chapter
two regions of special :Lntereat to the apunsors of the survey are discussed,
the New York metropolitan. area and ths New York Central Territory. Since
the New !’ork-areﬁ is an important and in some ways unicue part of the Central
Territory, the tebles show separately the New York. area and ot.he:_‘ part'a"o.f v
the Central Territory in comtrast to the rest of the United States.

The New York Centrel Territory includes New England, New York City end
State, Pittsburgh metropolitan ares, ohjib, Louisville, Ky., Iichigan, _
Indiena, Illinois and the St. Lowls metropolitan area, The New.York metro-
politan area extends beyond the c:Lty limits to include parts of the- adJo:ln:Lng
counties, 'I.'he exact area covered is der:med in a. Note at the end ot this

chapter. ‘ . ' i ‘ -
“The chapter 15 divided 's.nto~m secticns which consider, first, the

uocio-eoanmﬂ.c characteristics of the pop'ulatim of the three regions The

charact.eristica discussed aye plece of residence {(size of city), incone,

oecmatian, and age. The secmd nact.ion rsnorts on the frequency of travel

bythatourmodcsbymgim. : s
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Socio-Economic Characteristics of the Regions

Place of residince: The New York mgtrapontan u::'ea:is, of course,
éntirely urban. (Table ITT-1} About 60 per cent of the adult population
of the area as defined for this-project live in the ce_nﬁra‘l.qityl 1tgelf,
and the remsinder in the surrounding suburbs. Most of the suburban popula=
tion 1ives in suburbs.of 2,500 to 50,000 imhabitants. |

The remainder of the New York Central Territory is also primarily
urban. Only sbout-one adult in four in this area 1ives in a tewn with
populatien under 2,500 or in & rural area. The populaticn of the New York
Central Territory outside of New York falls into four groups of appm:d;-'-' ]
mately equal size who live respectively in lé.t-ge -metrapt;utan areas, other
cities with population of 5C,000 or more, emaller cities and towns mith .
population of 2,500 46 50,000, and toms with populaticn wder 2,500 and
rural a.reas. These. four groups are only approximately equal in size, si.nce _
s]ight.ly more- than a quarter of the popr.lat:l.cn live in the 1arge:metropolitan
areas outside of llew !ork, and slightly less than a quarter live in t.he
other}arge cities, If the New York area is added to the rest of the New.
Yark Central Territory, LO per-cent of the adults in the Territory live '_ﬁx
cna of the twelve largest metropolitan areas in the country.

The rest of the United States is less urban. About Ll per cent of the
populaticn of the rest of the cowntry lives insmall tons and rural ereas,
.and enly about 18 per cen%, in ‘the largest mtropo].ttan areas. -

The New York Central oléarlf’hu a terr?.to:w iiiich'is'more urban than the
rest of the United States- even if New York Gity ig, not takan inte ascomnt.

‘As. nioted elsewhere in this report., paop].a :l.nurban'arean are more likely
then thosa in rural areas to travel'by cumon can-l.er. .



Table IIT-1

Dletribution of Plece of Hesidence b on
Te p Gigtribubion of t.

; ¥est of the
All Hew York of Centrel gu::d
Regl.ons Arez | tated
Flace of Residence 1 w6 155 186 1955 1986 185 196
Large metropo Yitan. ereast/ '
Central citlea 15,5 L6 8,0 58,5 5.4 15.4 9.0 7.9
Suburbs - 000 . g.:‘l 3,0 12,9 lhoa . 3.5 201 1.8 1.9
Swu - 2 gm -h ao’ 25-5 26.5 905 9.6 5-3 5-0
‘Suburba = ‘rural . 1.6 1.4 . » 3 3 2,6 2,2
Citien ~ : 17.5 15.8 * . T 2L9 20.1 17.0 15,5
Cities « 2 §oo so 000 ,
(:I.nclulung also '\Irban
20.8 222 * o2 25,9 2.5 20, 23,7
Touns wdar 2,500 and rursl ' '
aress ' L3280 3h8 #® # 23,5 28,0 - Mh3,9 _L3.8
Total , 00,0 100,0  100,0 100,0  100,0 100.0  100;0 100,0
Number of adulte hzio - 52855 333 L26 sk 1813 2329 3006

1/ Ths twelve largest metropoliten areas in the United States,
# Less than .05 per cant,

'mﬂher_?_arts

=29~
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Inceme: In the country as a whole between 1955 and 1956 there was a
slight upward shift in the distribution of income. (Table III-2) The data
from this survey a= well as other evidence indicate that such a ahﬂt'took
place, The differences between years, howsver, are smaller than the differ-
ences mong' the thres reglons.

Fmilyinclminthsﬂewlorkmaismwrﬂunmthemtotthe
Central Territory. Family income in the other parts of the Central Terri-
tory is higher than in the rest of the United States. The différences are
especlally noticeable at the extremes, In the lew York ares about ane
family in twenty has an income of 320,000 or over, In the other parts of
the Central Territory about two per cent of all families fall in this )
fortumate grouwp; and in the rest of the United States the proportion is enly
about one per cent. v

4t the bottam of the distributian, five per cent of families in New
York report incams below 42,000, compared to about ten per cemt in the other
ports of the Central Territory and over 20 per cent in the rest of the
Tnited States.



Family incame

Undsr $1000
$1000-1599
$2000-2999
83000-3599
84000-L999
850005999
$6000-7499
$7500-9999
$10,000-11,959
$15,000-15,999
$20,000 and over
Not ascertained
Tatal

Wuzber of adults

I
Table I1I-2

Distribution of Income by Degion

{Percentage distribution of aduits)

Region
, Other Parta Eest of the
A New-York of Central United
Regions. Area Territory _States

Fall 1956 Fall 1956 Fall 1956 Fall 1956 ..
1985 _ _ 1%5 1955 _ . 1955

5.7 7.6 1.2 1.9 2.2 L2 8,8 10,8

T10.1 B9 h.2 3.8 6.3 6.0 13.5 14

1S 1.1 6917 9.2 T 137 132°
17.2 13.5 19.8 17.6 15.2 12,1 17.9° 13.7
16 .l 16.315.7 16.8 WS 13,0 13.6
12.3 12,8 10.613.8 W,1 15,8 11.3 10.8
T 9.7 106 1L 94 12,1 13.2 T.8° 9.3
‘9.1 9.5 k.1 10.6 120 12,0 64 7.8
B L9 27 Sk 67 67 2.6 3.8
15 1.6 1.5 2.8 21 23 1.2 1a
1.7 1.3 7.5 b5 16 16 LD W6
.2:5 Lo LS 2.8 1.7 Lkl 2.8 h.?

100.0 100,0 100,0 100,0 3100.0 100.0 100.0 100.0

210 5255 333 L26 15L8 1813 2329 3016
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Occupation: The differences in inceme and in type of commnity emong
the thres reglons dre associated with differences in occupation. (Table ITI-3)
There sre very few farmers in New Yorkl Even in the other parts of the Jen-
trel Territory only sbont twa per cent of s}l adults are fmars, conpared
to roughly six per cent elsewhere in the United States.

Cn the other hand, the proporticn who are professicnsl.or managerial
workers of self-am;luyad is alightly higher in New York 'tlmn elsewhere, It
is primarily members of these groups who receive the high ineomes at ths
upper end of the income distribution in New York.

Housewives and others not ga.tn.ﬁﬂw employed make up about 40 per cent
of the adult population in New York es well as elsewhers., '



Table III-3

on ol a

Tnemploped, students, not eupiloyed housewives
Fm.opu-atqra, farn menagers, farm foremen,
Retired (hesds of hovssholds only)

Hot ascertained

Total

Huber of edults

% Less than .05 per cent

- - X
Fart [ -
1955 1986 1985 1956 1385 1936 1995 1956
2. 1.5 15.9 15,0 12,6 14,2 n.b 1z%
393 369 Ll 355 L2 M3 363 351
39.9 38.8 369 Wbl 398 373 Lod 38,9
3.9 ka2 . 1.2 Lé 6:2
30 5.0 33 b2 3.2 S.a2 1 52
00,0 100,0  100,0 100,0  100,0 100,0  100,0 100,0
4210 5255 Ex %) Leé sk 1813 2329 3016

63
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l Age: Some differences exist in-the are distribution of the adult
population between New York and the other regions, (Table JJI-i) The
. largest difference is in the age range 18-2L. Adults in this range make
up sbout eight per cent of all adults in New York compared %o eleven to
twelve por cent of the adults in other parts of ths Central Territory mnd
in the rest of the United States.



g
18 - 24
25 - bl
us - &
65 and over

Not ascertained

Total
Furber of adulta

Table ITI-,

Distribution of Ag by %%on
(Percentage dis e of t8)

Region

Cther Parts Rest of the

A1l New York of Central United

Regiona Area Territory- Statea

Fall Fall rall-

1955 1986 1955 186 15 1956 15 1%
12,0 114 7.8 8.5 L 1.2 3.1 12,0
h3-5 hzoz hl‘h h6-7 hs.? 1‘2'5 " hzoh hllh
31.9 30.9 379 30,5 30.4 .3 3z,0 30,7
1.8 14k 12,0 3.6 .9 13.9 1,7 1.8
UB 1-1 -9 01 06 1-1 -8 1.1
00,0 100,0 100.0 100,0 100.0 100,0 100,0  100,0
k210 5255 333 L6 1548, 1813 2329 3016
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Use of the Four Modes by Reglon

Mr: People living the the New York area are more likely to take an
air trip than those living in 6ther‘parta of the Central Territory; and they,
in turn, seem to be slightly more likely to take an sir trip than people
living else_wh"ere in the United States. (T.able ITI-5) About six per cent
of those adulte living ._i'n the rest of the United States take an alr trip
in -a year compared toroughly 12 per cent-of those in the Few York metro-
politan area.

These differences arise becguae of differences i.n the pmport.ion vwho .
talke non-business trins. Two per cant to three per cent of the adult.s an
sach reglontaka one op more busiress t.ripabyair in a year. PEut -only
about four per cent of thoaa adults living in the rest of the United
States tslna a nm-bns!.mas air trip, cmparod to 10 per cent of those in
the Hew !ark matropulitsn ma. “In part.s of the Central Territory outside
of New York a‘bout ﬁve to gix per cent nf adults take &n ar trip.

FaN L c - 4 L
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Table III-5

Use .of Alr"Last Year'by Reglond/
(Percentags distribution of all sdults)

o ‘
' Other parts Reat of the

A New York.  of Central. United
Use of Adr Rogions _ Area Toeryitory States

CFall 1956 Fal)l 1956 Fall 1956 Fall 1956
A9ss ___ 1988 1955 1985

Took one or more air
trips "l ast wu“ 7.0 7.2 12,0 1, T.0 8.2 219 6&1

For busj-maﬂ purposes 1.9 2.3 2.1 2.1 1.5 2.7 1.9 2.1
For non-business

Mﬂ@éﬂ hn6 Ihll 9.0 ao? '5-0 l&-? 305 307
For both business and

non-business purposes 5 S5 F S5 S5 B S5 3

Did not tale an air trip 924 924 87.7 88.5 $2.2 SL.4 93.1 93.5

Nﬂt ascertmd .6 .h .3 .2 .8 dk 1.0 'k
Total 100,0 100.0 100,0 100,0 100.0.100,0 100,0 100,0
Fuzbsr of .adults h210 Sess 333 L26 15h8 1813 2329 3016

1/ The reglons have been defined as followet
New York Area - entire metropolitan area of New York City

Obher parte of New York Central Territory: New Eng;, remainder of Hew York
State, Eris, Fa.; plus Pittebirg snd 1ts metropotitan area, Chio,
Loulgville, Kentucky, Michigan, Illincis end St. Louls matropolitan area.
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Raili Thers is less variation fram 'region to region in the pro-
porticn who travel by rail than in the proporticm who travel by sir. (Table
I11-6) Very roughly ten per cent of those in each regich took a rail trip.
The proportion is about 12 per cent far “"other parts of the Central Terri~
tory* and sbout 8 per cent for the rest of the United States. This differ-
ence is not surprising in view of the urban.charncte-r of the Central.Terri-
tary. .

These- dif ferances in total rail travel ‘seem to arise partly from differ-
encep in business travel and partly, non-business travel., A qﬁaller pro-
portion of the population take business trips in the rest of the United
States than in the Central Territeiy, and a msaller proportian take non-
buginess rail trips.
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Teble III-6

+ v
Use of Rail'Last Year'by Regien
R B N - o
(Percentage distribution of &1l adults)

T

[

, e
oo E N r parts Rest of the
All New Tork of Central Tnited

Use of Rail - - . . - Regians Area -Territery  States

Fall 1956 Fall 1956 Fall 1956 Fall 1996
1955 1955 1955 1955

Took one of more rail ‘
trips Nast year™ - - 10.5 :2.9.1 10.9 3.2 13.3 1.2 . 8.6 _7.8

For business purposes 1.5 28 2.1 2.1 -1.9 .25 1.0 Lk
For non-busineas o .

purposss o 8.6 7.0 B.5 - 7.3 10,8 0.2 7.2 6,1
For both business and

non-business purposes .5 .3 o3 o5 o7 S - -2

Did not take a rall trip B8 90.; 88.8 89.9 85,6 88.1 90.3 91.8

Hot ascertained 1.0 ] -3 2 1.0 J 1.1 o5
Total 100.0 100.0 100.0 100,0 100,0 100.0 100,0 130.0

Mmber of adults . h210 5255 333 426 15h8 1813 2329 3016
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Bus: Bus travel is more frequent in small towns and rural sreas than
in the large metropolit.anf ce:-ite.rs‘,‘as no'lted'lea?:l.‘l.ar. It. is not surprising,
t«har;, that the proportion of the population who take a bug trip.is smaller
in New York then in the other parts of the Central Territory. (Table ITI7)
Bus travel is most ‘common in the mat of the l:rnit.ed States.

Roughly four per. eent- of the a.dulta in the. New York ares t.aka a trip
by bus to a-polnt 100 miles away in a year, campared to about six per cent
of those in the other parts of the. Central Territery and sdven to eight per
cemt of those adults Living in the rest of the United States.
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Table III-7
Use of Bus "Last Year"by Regich
(Percentage distribution of all adults)

Region ,
AT Wew York = Other Parte Hest of the
Usa_of Bus Regions Area .of Centra - United
- . Territory States
Fall 555 Fal) “¥Fail 1 i I
1955 1955 1955 1955
Took cne or more bue .
trips "last year” 7.3 6.0 Sah 3.3 601 SQE 8.4 6.9
For WGBB mmﬁ N} o7 o5 2 .9 Y -B 4

For non-business ;
parposes 63 5.2 heB 31 Ly b7 7.5 5.9
For both business and. : .

‘nonebusiness purposes 2 A 0w o -3 P B B
Did not tske a bus trip  90.8 93.L 93.1 96.5 92,3 94.0 89.5 92,5

Fot .esoertained 1.9 - 2 1,6 5 2.1 &
Total 100,0 100,0 100.0 100,0 100.0 100,0.100.0 100,0

Nunber of adults §210 5255 333 L26 1548 1813 2329 3006

# lesa than .05 per cent,
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Auto: Travel by.auto 15 less combon among people living in the New
York area than those living elsewhere. (_Table IIT-8) 'u‘ihichavar year is con~
gidered, the proportion who took an auto trip 1s-about 15 per cent lewer for
those living in New York than for those living.in cther parta of the Central
Territory, In this respect thers. are no major differences between the other
parts of the Central Territery and the rest of the United States. However, -
the data do suggest that those living in the.rest of the United States are
more likely to taﬁé an auto trip on business than those living in the "other
parta of the Central Territory,”



Uso of Auto
Took one or more auto
trips "last year?

For business purposes

Far non-business purposes

For both business and
nen-buainesa purposes

Did not take an aute trip
Not ascertained
Total

Number of adults

Table IIT8

Uge of Autc Last Year by Reglon

(Percentage distribution of £l11 adults)
Reglon

Other Parts - Reat of the

A1 Hew York of §,%.C. Tnited

Regions Ares Territory - States

a Fall _ Fall

1955 1956 2955 1956 1955 1956 . 1955 1956
7.2 B2  Wd 3.0 863 B2 - 601 S0k
2,0 3.0 S 9 L1 2.2 2.7 3.8
. 40.8 3%.0 30.8 51,7 - 3.0 51,2 lio,8
08 ll.s 1-5 lnll " 3.5 ‘ 3-0 602 5-8
B8 5,2 0 6k 27 5h3 39,0 koo
K] .5 .9 5 Lo _ 5 o9 6
00,0 100.0  100,0 100,0  100,0 100,0  100,0° 100,0
L2110 5258 333 Leé. “1zL8 1813 2329 3016

~9L-
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Comparisan of the four modes: To facilitate:compariscns smong the

four modes, the data from the 1956 Survey on the proportion who used each
mode are surmarized in Table ITI-9. Pacple in the New York metropolitan
‘grea cunpared to those elsewhere are more likely to take an-air trip

but less likely to tels & tiip by bus or auto, They are more likely to
travel by reil than those iving cutside the New York Central Territory,
.Peopls in the "rest of the United States,” conversely, are more likely to .
travel by bus or suto than those living in New Yerk, Peopls in the "other
ports of ths Centrsl Territory” tend to be intermediate between those in
the other two reglcns, sometimes:resembling the one and semetimes the other.
They fall bét.men the otﬁer, groupa as far as alr travel and bus t.i-ml are
cancarned, In the probability that they will travel by rail they resemble
the pecple living in New York more than those in the rest of the. United
States, In the probability that they will take an suto trip they aré
similar to those 1iving in the fest of the United States rather than'to
those who live in New York.



Mode spd Purpose
Air

Business
Nen=business

Rail
Business
Non-business
Bua

Business
Non~business

Auto

‘Business
Kon=business

Nurber of adults

Tghle 1I1.%

Use of Pifferent Modes "Lagt Year” by Reglon

{Per ‘ceut of adults in each region who took one or fore
trips by each mode for business and.for non=business reasons)

Other Farts Rest of the
ANl Hew York of: Central United
Regions . _Ares Territory States
2-8 2¢6 3.5 2.!1
4.9 9.2 of 4.0
2.1. 2,6 3.0 1.6
7.3 7.8 847 5.3
.8 0-2- B | 1,0
5.3 3.1 1.8 61
L5.3 32,2 6.0 N
5255 b6 1813 3ol6

“-gL-
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Anglysis of frequency of travel within income + The preceding

discussion has shown that differémtes exist among reglons both in the level
of incoms and in the frequency of travel, One wmay ask ave the differences
from region to reglon the result of income differences smeng the regtons?
Tebles ITI-10 and IIT-11, éovering non-business and business travel, res-
pectively, have been designed to permit an amswer to that question. These:
tebiee show the relation between frequency of travel and reglon within in-
Colle groups.

The main conclusion 1s that the differemces among:regions persist aven
when income 45 taken into accownt. For example, people 14ving in Hew York
ars_mré likely to take a non-business air trip than pecple living elsewhere
who have the same incoms.(Table 1II-10) Similarly, people living in New
York and the other parts of the Centyal Territory are more likely to take
& non-buziness rail trip then those living elsewhers who have the same
income. .

Pusiness travel by auto is most ccamon in the rest of the United States
{Reglen IIT) even when incame'is taken into account. (Table IIf-11) The
propertion of all adulte who take business trips by air is, if anything,
lower in New York than in the remainder of the country.
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Table III-10

‘Frequency of Nen-Business Travel by Region Within Inoame Grounay
‘ " Inocmie Under $3000 '

"/ Mon-Business Ar Nim-Business Rall ~ \
Region - . . . .Heglon
All I & IR ¥ All I II 111

Took a non-business — T - - - _ - -
trip by this mode 1k 2.9 2.1 1.1 6.7 Tk _17.9 6.5
No. of trips ! . - - . :
1 trip 1,0 2.9 1.0 9 53 T 6.0 5.0
2 tﬂpﬂ “ 2 kg -7 R B . ‘-1 B T l9
3 tripe % R W o= # ok o
4-9 trips ' R | * » " - R o7 ol
10 or more trios * # » » o # # 1
Did not teke a non-
buginess trip by - K P . .
this mode . ﬁ-ﬁ 97.1 97 9 98,8 2201 92l6 92.5 93-2
Hat ascertained * * » .1 2 % o2
Total 100.0 100,0 'ioo.o 11-1).0 100,0 100,0 100,0 1006.0

Number of .adults 1278 68 .282 928 1278 . 63 - 282 928

Hon-Business Bus Non-BusizQess Auto
) Region _ . Reglon
& 1 © I s I n o

Took a non-business S -
trip by this mods 7.3 1-2 7.8 I-E 26,3 Qoz zz'i 28-2
No, of trips N ‘ =

1 trip ' §.5 1.5 57 57 W 103 9.5 160
2 trips S 13 w0 LA 1.3 54 1,5 5.3 Se?
3 trips P I N i T 2 0w 2.5 2.6
Li=9 trips. A TR 3.3 A 36 3.4
10 or more trips O R | o1 B » 1.4 4
DMd not taoke g non=

Yusiness trip by

this mode 92,5 98,5 2.2 2.2 72.8 86.8 76.6 70.7
Not ascertained 2 % # 3 _2 = o7 1.0
Total 100.0 100.0 100,0 100.0  100.0 100,0 100,0 100,0

Humber of adulte 1278 68 282 928 1278 68 282 928

y Region I is the New York metropolitsn ereay Region II, cther parte of the tlew Yo
Contral Territory; Region ITI, the rest of the United States,



Table III-10
Continued
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Income 33000 - 35599

Non-Business Aty

Non-Business Rail
He,

Region legion
ai I H I a1 . @ Il
Took a non-business i .
t’-l‘ip by _this mode 2=i g-a 2.1 2|2 5.8 6‘.0‘ . 6-9 : 5-2
No. of trips:
1 trip 2.0 3.6 1.5 2.1 h.o 3«6 ]J-cll 3.9
2 trips ' 5 . 4 o5 1.0 . b 1.5 8
3 trips o2 # . 2 2 2 o o3 *
h-9 tﬂpﬂ L * # ol -5 .6‘ 06 -h
10 or more trips ®# 0 o# * #* o1 -6 ol o
Did not talee a non=
btusiness trip by
-this mode 97 02 25-8 zi .8 Ei ) 2!! 0 G <0 2.7 91158
Not ascertained d -1 ol .2 _* o #*
Total i 100,0 100.0 100.0 100.0 100.0 100.0 100,0 100,0
Number of adults. 1854 165 680 1009 1854 165 680 1009
Ran-Business Bus Non-Bugineas Auto
Regian egion
' =N S « SR << SR s S S o SR 644
Took a non<business
Ho. Df 'b!'ipB: ’ o :
1 trip 2,6 1,2 2,5 2.9 9.4 13.9 17.5  21.5
2 'I‘.ﬂ.pB ' 2 # o 1.2 <l 6.6 ao a5
3 trips +3 # 2 .5 6.1 1.2 6.2 6.9
h-9 trips 3 » «3 A T8 he2 T4 8.8
10 or more trips L * * 3.1 2.4 310 3.2
Did not take a non-
business trip by )
this mode 95-! 2§-a 95.9 9’4.2 &-1 7115 5619 bgcé
Not ascertained 2w B a2 1,1 _* 7 L6
Total 100.0 100,0 100.0 100,0 100.0 100.0 100.0 100.0
Number of adults 188, 165 6BO0 1009 185 165 680 1009
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Table III-10
Continued

B2
Inccms  $5000 - §9999

Non.Business Air

Nen-Business Rail

| Region

Took a non-business =
trip by this mode 7.3 1l
No. of trips:

1 trip ‘ Se2° T.
2 trips 1.2 2.9
3 trips . #*
49 trips a0 1.4
10 or more trips ol *

Did not take a non-
bueiness trip by

9.9 8.0 74 5.6 8.

L3 5.6 sl 1L 5.8

) 1,3 1.0 1k 1.3

o3 a7 o 1.h 5

# o I W 5
3 +* * #* 4+

this mode 92.2 88,6 93.6 9.6 92.0° 9hb 91,6
Not ascertained S * o5 Ji b @ 23
Total s 100.0 100.0 100,0 100.0 . 100.0 100.0 100.0 :
Number of adults ‘898 10 317 st 88 70 - M7
NonwBuginess Bus Non-Business Auto

Took a non-business
trip by this mede = _3.2 'L,

Ho, of trips:

1 trip 2.7 2,9
2 trips TR N 1
3 trips * #
L-9 trips * #
10 or more tripe ol %
--Did not take a non-

business trip by

this mode 965 .95.7
Not ascertainad _e2

Total 100.0 100.0
Nummber of sdults 898 70

7.1
‘57

of

#
*

2.2 33 89 500 B

2'!.; 2.9 22013 zh-3 a‘.a
o3 &4 B3 12,9 12,2
* T« L3 66

# L 2.1 7.
# 6.2 1.4 ° 5.8

#* o5 1.3 » _?-_o?

— —_— —e .

100,0 100,0  100,0 100.0 100.0
m k51 898 0 377

2,2
1.6
100,0

X1



Table TII-10
Contimued
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Income  §10,000 and Over .
Hon-Business Rall

Non-Business Air

O

B I =
Tock a non-business )
No. of trips: ]
1 trip 13.0 20,5 12.4
2 trips 5e2 ll-S T+7
3 tripa 1.3 ’-hs L.6
L9 trips 1.0 2.3 1.6
10 or more trips #* * *
Did not take a non—
businegss tyip by
this m@a 79.2 68.2 i607
Kot ascertained. +3 * #
Total 100,0 00,0 100,0
fumber of adults 308 W 229

Non-Business Pus

# Less than .05 per cent

Took & ncn-business = - -
trip by this mede 2.6 h-s 3.k 1.5 -
Ho. of trips:
1 trip 2,3 LS 2.3 1.5
2 trips S T .8 *
3 tripa * # * *
L9 trips » # * ™

. 10 or wore trips # # * #*
Did not take a nen=
tusiness trip by
this mode ”oh 95-5 &99 28-5
Not ascertained # ¥* R #*
Total 100,0 100,0 100.0 00,0
Mumber of adults 308 W 129 135

m .

0.1 13.6 10.3 _8.1
72 51 10 3,7
2.3 L. * 3.7
# 3* +* #*
oS .= o8 o7
”* # * #*
89,6 B6.h 88,1 2.9
23 hid =7 *
100.0 1000 100,0 100,0,
308 129 135

Non-Business Auto
. on

18,2 18.2 17.8 18,8
.3 6.8 194 11.9
-9 113 9.3 9.6
20,1 9.1 20,2 23,7
63 #* 93 5-9
29,9 Shb 2.0 2k
1 ® = 3.0
00,0 100,0 100.0. 100.0
308 129 135
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Table IIT=}1

_Irequency of Business Travel by liegion Within Income Groﬂ

Incoms Under £3000

- Business Rail

Business Air
_Region ) Region

o m @ IeEm
Took business trip :
by this mode . ) RS <3 LE o 2
No, of trips ' '
1 tr:l.p .1 # * " 1 * * ]
2 trips 1 # 4 #* # # 1) *
3 trips o #* * #* Jd 0 s # .1
k=9 trips * #* » # Jd 1.5 #* *
10 or more tripe . # #* #* * #* * #* )
Did not teke a busineas . . R
trip by this mode 99.8 100,0 99,6 99.9 99,6 58.5 99.6 99,8
Not ascertained # # #* # o1 »* A #*
Total . 100,0" 100,00 100,0 100,0 100,0 '100,0 00,0 100,0
Huber of adults 1278 & 282 928 1278 &8 282 928

Business Bus Business Auto
Region Reglon

Took a business trip - - - -
by this mode L2 S8 W6 o L8 LY
No, of trips
1 mp . .2' #* * .3 1.9 #* -7 2uh
2 trips o1 # # d o7 * . o9
3 trips » # #* * <k u . b
4-9 tripa * #* ) * 5 * #* o7
30 or more trips SN & # #* I | i .3 #
Pid not teke s business : B
trip by this mode 99,6 100,0 100,0 99.8 96,2 100,0 97,9 $5.4
Not: ascertained T S S SR G |
Total ) 100,0 100,0 100,0 100,0 00,0 00,0 100,0 100,0
Nuvrber of adulta 1278 &8 282 928 1278 &8 282 928

1/ Region I is the New York metropoliten area; Hegion II, other parts of the

Bow York Central Territory;

Region III, the rest of the United States,



Took ' a business trip

by this mods 1.2
No, of tripa
1 trip .5
2 trips o3
3 trips ol
L-9 trips o2
10 or more trips Wl
Did not take a businesa
trip by this mode 98.8
Not ascertained .
Total 100,0
1854

Number of ‘adults:

# RN .7
* * W5
- .2 W1
. * 2
* RE o1
Wi P B
S S
1w.0 100.0 lm.O
165 680 ' 1009 -

Took a.business trip

Ho, of trips

1 trip o5
2 trips/ 1
3 trips -
-9 trips w1
10 or more trips W1

Pid not tske a business
trip by this mode 99,1

Hot ascertained Y

Total 100.0
tumber of adults 185k

Buginess Bus
Repgion
L R TP R
5 .5 +6
) » «d
# # #
3 ] o1
& # Pa
9.4 99.3 2.0
» hod L
100,0 100,0 100.0
16 6680 1009

g

Mm:acnm

= .
BLE tai

S LS 3.9
# 1,9 21
* ‘6 .9
.6 - 1.9
* - 1'9
9.8 95,2 85,8
LI B
100,0 100,0 100.0
165~ &0 1009



Table III-11
Continued
Income $6000-59999
Buglness Alr Business Rail
Region Region

. . ImXI oom mo 3 piid
Tock a business trip :
by this mode 61 28 66 62 8 Lb W8 33
No, of trips
1 mp 3.2 loh 206 h-o 1-8 * 2,1 1.3
2 trips 1.2 #* 1.9 o3 o 1L N} .
3 trips o3 * # . ni #* ;) ._2
4=9 trips . 9 @ 1,3 . & # 3 9
10 or more trips I 1Y .8 # 3 # .8 #*

Did not take a business
tTip by this mode 2.9 M2 Beh 2.8

Not ascerteined R I T T S

Total 100,0 100,0 100.0 100,0 100.0 100.0 100.0 100,0

Huxber of sdults 898 T0 an hs1 898 70 m 151
Business Bus Busingss Aubo

Took a business trip

by this mode A1 0+ L1 13
No, of trips

1 trip .8 # S Ll
2 trips «d * 3 #
3 trips # = # #
hgg tripa ol #* # o2
10 or mare trips ok * - o3 &
Pid not take a business .

trip by this mode 96,9 w00 98,9 96,7
Bot ascertined K I
Latal 100,0 100.0 100.,0 100,0
Yumber of adults 89 70 3N =1

10.3 L3 5.6 15,3
2.6 W 1.6 3.8
1.4 # .1 2.0
1.7 2.9 -1 2.4
2,3 * .8 4,0
23 1,4 L6 3.2

89,0 .1 2.6 8o
=1 * L8 L7

100,0 100,0 100.0 100.0
858 jo  amT b5
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Table III-11

Continued

Took a business trip
by this mode

No, of trips

1 twip

2 trips

3 trips

L=9 trips .
10 or mours trips

Ingame §10,000 end Over

Buainess Rall

Buginess Air

Region
ALl '

=

o
o
& |

Did not take a business

Arip by this moda
Hot ascertained

. Total
Nunber of adulta

Took a business trip
by thia mode

No, of tripa

1 trip

2 trips

3 4rips

L9 trips

10 or more trips

Did not take a business

trip by this mode
Not agcertained

Total
Number of adulta

# Lessa than ,05 per oent,

8.6 18.2 194 17.8 b6 15.9 28.6 10.L
5.9 L& 3.1 8.9 .2 68 62 3.7
1,3 L5 L6 # 2.6 2,3 3.9 1,5
1.3 20 1.5 8 1,0 #* 1.6 B
5.5‘ * 7.0 5-9 h.'s 6-8 13-6 307
b 6,8 6,2 2.2 1,3 #* 2.3 W7
80.8 81,8 79.8 81, 85.h 64} 683 836
=5 2 8 2 L A
00,0 100,0 100,0 100,0  100,0 100,0 100.0 100,0
3 L 229 135 308 Li 129 135
Business Bus . Business Auto
R.Oﬂ% Region
L6 #, 23 L 202 68 163 281
7 & 1.5 * 1.6 #* N I
.3 * & .8 3.3 4 31 i
) # .8 # 1,3 # 1.5 ‘1.5
3 #* * .7 5.8 2.3 Wt B
“# # * * 6,2 bS5 6,2 &7
%l 1000 9.7 B8 9.2 S2 8.7 04
I . <6 &= x 18
100,0 100,0 1000 100,0 100,80 100,0 100.0 100.0
308 W 129 13% 308 Wi 129 238



wBfa

Note on. the Definition of the New York Hetropolitan Avea
The area rererrad to in this sturvey as the New York Metropolitan Area
‘exceads the ‘botmdar.l.es of the City of New York but does not coincide with
- ‘the Bureau of the Census' Standard Metropolitan Area. Agcordingly, the
area uged mst be defined exactly. Un.t‘ortunately en exact definition must
be detailed, The following list shows the counties and minor civil divisions
included and their populnt.ign according to the 1550 Census: -

Area _ Pﬁtnﬂ in
New York 01ty'(proper) : gt
Bronx Cmmty {Bronx) 1,451,217
‘Kings County (Brooklyn) . - 2,738,175
Hew York County (Manhattan) 1,960,100
- Queens County (Queens) : 1.550s8h9 )
Richmend County (Richmond) 191,555
Total 72891,957

Suburbs in New York State (includ.ed in New York
for sampling purposes in all surveys by the

Center)
Nassan (entire) - ' ’ 672,765
‘Rockland exclusive of - - - - :
Haverstraw 12,979
. Stony Peint : 5,085 - 70,612
Suffolk exclusive of .
Brockhaven kh,522
Esst Hampton 6,325
Islip . 71,465
Shelter Island .
Southampton 16,830
Southeld 1,632 o
Shinnecock 183 - 93,062

Wastchester (entire) 625,816_



B,

New Jersey suburbs (included in New York

for sampling purposes in all surveys by
‘the Centor)

- Bergen (entire)
Besax (entire)
Hudson (entire)
Hiddlesex exclusive of

Cranbury 1,797
B, Brunswick Sy
Bedmetta 580
Jamesburg 2,307
Madiaon 7,366
H:Llltom 3’756
Monroe L, 082
North Brunswick 6,450
Plainsboro 1,112
South Brunswick Ls,001
Spotsewood 2,325

Passelc exclusive of
Bloamingdele 3,251
Pompton Lakes I,654
Ringwood 1,752
Wanaque hL,222
West Milford 3,650

Union

Connecticut

Fairfield including
Oreenwich Lo,835
Stamford . 4,293

Total New York suburbs plus New .Jersey suburbs

ireag adjoining New York included in the
New York area in tabulations reported in
th:l.s SUrVOY.

Fairheld County (part)

Bethel Town (including
Bethel unminc.)

Bridgeport City

Brookfield Town

Danbury Pomn (including Danbury City,
Beckettville, Germantosn, Hsyestown)

Darien Town

Easten Town

Falrfield Town

Honroe Tom

539,139
905,949
647,437

225,367

319,56,
398,138

115,128

14,613,177
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New Canaan Town 8,001
New Fairfield Tomm 1,236
Newtom Towr: (incl, Newtown Borough) 7,048
Norwalk City 49,460
Rdgefield Tom ’ 14,356
-S8helton City 12,65k
Sherman Tewn sh9
Stratford Town 33,h28
Trumbull Town {incl. Nichols unino.) 8,641
Westonn Town ) 1,988
Westport Tomn . 11,667
Wilten Town k,558

Total for the selected parts of Fairfield Comnty 389,21k

Soméraet, New Jersey 99,052
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IV. Attitudes Toward Travel

In the 1955 Naticpal Travel Market Survey a mumber of questions were asked
concorning the stbitudes which pecple have toward different.modes of travel., The
enalyeis was directed to the question, what determines the ehoieéa :which people
make among the different modes? This topic hss been pursued also in the 1956
Survey. In 1955 no attempt was made to explore the tovic, why do pecple travel?
Do people have vmastisfied desires to travel? What is the nature of these yoarnings?
UYhat prevents their satisfaction? In- the 1956 Survey. a astart has been made on
this topic.

In interviews teken in the spring of 1956, respondemts were asked the following
questions: . ‘

"Are there any trips that you.bave thought you would like to take
tut that you.haven't been able to?
(If YES} (a) Wnat sort of wip were youthinking about?
{b) &Are there any ﬁpec:lal reasons why you don't go?
Anything else?®
Thess questions are of the cpen—ended or free snswer type, in which the respandent
18 invited to discuss in his .cun words the topic suggested by the question,

The answers to these questions are Nighly revealing. They have been quanti-
rmmmemrmmw.'mul_mmmmss&m-
fication, however, and-to bring to the readsr the flavar of ‘individusl enswers the
agtual replies of a mmber of individvals are shoun below. These answers were -
selected to 1llustrate the range of different answers pef;ple give to the questions.
For an estimate of the frequsncy of different types of enswer, see the tables which
follaw, The cocupation, age, and family income of each.respondent are shown, and
tho state wheve hs lives,
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The selscted answers are the followingt

Wife of airplane mechanic, 30-3k, JL000-L$59, Ohio
"Ttd 1like to go suneuhere - no specisl place - Jusb for a rest.,.but we don't
have g gar,"

Widow, over 65, $2000-2999, South Carolina
“T'd like to take a trip %o see my grandsen grsduate up in Hazylmd...but I can't
leave .my chickens,”

Electrician, 35-3%, §3000-3999, Pennsylvania R
"Itd 1ike to visli relations, We have a new car hxt no wonsy t.o traval - it's 80
hard to get any ahead.? .

Wife of dock foreman, 50-51;, -§7500~9999, - Chicago. -

"We'd like to go to California. My Hmsband won't go that far tw car and as a
femily we.don!t feel we can afford it...would have gons .a long time ego if we
counld,™

Student, 25-29, Male, SLOOO-LY99, Minnesota

fiatd like to go to Enrape soame time and to the ME corner of the 0.5, ~.wetd just
like to travel,..but we only get cne vacation a year...you can ocnly do u muchess
and I'm 8till in school.

Cook, Lt-49, Male, 32000-2999. " Los Angeles - ’
134 like a trip around the world to see other countries b‘nt I haVen't the
RONey .. 1td travel all the time if T dd,” :

Widow, 60-6l, $u000-h999, Georglia
eall, nw buya would like ma to go to Flarida, but I dnn't 151o to ride on theee
highmays,”

Wife of grocary store clerk, 50-59, $1000-1999,  New York City
“I'd uke to go to Burope. If my husband would gim me 82000, I'd go today "

. Ret.ired praot.ioal mxrse, over £S5, 31000-1999. Texas
"I've seen the Atlantic, the Pacific and the Gulf and now-I'd like to-see the
Oreat Lakes...bnt I don't hsva the money to spare.

Farmer, 50-5k, 86000—71199. Nebruka

Weld like %o take a good vacation .thru the Southern states sametime,,.but we

always got kids in achool and it seems to take all the money for them...then,
. too, welre always tied down with milking cows. and other rlm-.reapmsibmtiea.‘

Wife of inspactor, 21-2h, $5000-5999. Indiana .. ‘
We'd like to go to Hiscmain bat nv taeth need ﬁ.:dng 1] the money haa to go
there, -

.

Bartender, 505k, 85000-749%, New York
"This' yoar we'll go the Adirchdacka, I like the cold mmmt.ain a:l.r...I'd lﬂm t.o
retire there." .

Farmer's wife, over 65, under 31000, Texas
nI%d like to see my nieces and nephews in California but I den't trust wy huabmd's
driving and I den't drive,

Wife of railroad conductor, 55-59, §6000-7499. FPermsylvania o )
"Last. time we took a trip we had an accident 75 miles from hame. I broke both
legs and haven't wanted to go very far in the car gince,”
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Glass worker, 35-39, $5000-599%. OChio

etve peen plamning to go to California so my. 1r1.fe could mest nw:brothers and
oisters but we haven't been.able to...been married 10 years and she still hasn't
met them, Now, I guess they're coming here.™

Truek driver, 45-L9, $7500-9999, New York State
"a'd love to go to Florida but when we do have time off t.here's always painting’
or scmething around hame to do, "

Blast hole driller, 60-6L, $7500.9999. New York State
n1'd like %o go %o North Bay in Canada, bub it's about a thouaand milea...t.akea
more than a weekend,"

\

Wife of farmer, over 65, under 31000, North Carolina
"I'd like to go on a trip but we haven't an;r means and I wan't walk.

Baker, 82 yra. old, $5000-7499. chicago
"The Mrs, and I would like to go to Alasks before we get too old....‘hzst too lazy
to get going I expect...maybe welll go thls year."

Wife of clerical worker, US-4i9, 810004999, New York Gity )
Mfe're thinking of taking a one way trip to the West Indiea or Galii‘urnia. I'm
sericus...bnt my busband!s position holds h:lm here...has to do with the paaaim
system." :

College- studant, work:l.ng wife, 35-39, 33000-3999 New York. Git.y :
"I1d 1ike to go to Spain., I have relativea there and I'd like to see for
myself what a country under a dictator is like. n

Wife of . farmer, 25-29, $h000-h999. Chio
"Mie'd like $o go to Florida tut in the winter 11.'5 sch.ool an.d in the summer :Lf.'a

cropS.eejust can't get away.”

Wife of timekeeper, hS-h9, J000-1999. Ohio .
"Ild 1ike to take a sightseeing trip. to Washington, but nw l:rusband ].'i.kes to
fish...vhenever he has a vacation that's where we head.®.: . .

Exscutive, S0-5h, over $20,000, -
714 like a nice lagy trip toEurope but I Just doen't have the time,”

Wife of dairyman, 55-60, $5000-5999, California - .

‘It 1ike to visit relatives all over the colmt:ry tut I Id.nd uf hate to turn
loose of the money md got M .

Machinlst, 35-39, $2000-2999. Gmneoticut . e

vT had a reservation to go to Scuth Americs but the sailing was cancelled...ean't
afford to go except ona minimm deal...bnt. there'u no place on the map I wouldn't.
1like to see.”

Pres.‘..dent of nmm.fac‘tmr!ng concarn, 50-511, over 320,000 New !ark

"We'd have been in Eurcpe this year 11' our daughter and har children hadn't
ret.umﬂd home to ]ive." . v oo .
m.dulr, over 65, under &1000 Cdnnecticut P ' : . .
"Itd like to go lots of places,..went to. l?lorida a femw yaara ago. I'd rather
travel then eat, if I don't get too hungry.
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Houseboy, 35-39, 82000-2999. New York City
"¥1q like to go to Japan to ses my family but it's & lomg trip...I'd need at least
three months.?

Clerk, 45-49, Female, $2000-2999, New York )
nIvd sure‘like to go to Europe I have a pen pal who:lives there...but it takes
so.mich time and money,”

Truck driver, LS-L9, 84000-4999. New York State
nItd 1ike to take a slow boat to any place where I wouldn't have to drive,”

Widow, 55-59, $2000-2999, New York State.
itd. like to see Niagara-Falls but people drive so, and have 3o many acojidents -
I'd rather stsy to. home."

Hougewife, salesman husband, 35-39, $6000-7499. Eentucky
‘nItd like to go to Flerida and New York but I've got these three boys." (The
boys were all sick with measles at the time of interview,)

Rotired teamster, over 65, Hale, 31000-1999 Now Hexico
"I'd 1like to go to Carlasbad:Caverns in New Maxico tut you take when you've got a
horse, -dog, goats and rabbits, you just can't get away mush, ®

Housewife, husband an oiler, 21-2l, New Haxico

rrreq 1ike to go to Texas, if I had the money, to see my sister, She got married
and we didn' go, and she had a baby and we didn't go. The bhaby ia. two years
old already."

Farmmer (Spanish speaking), over 65, under 31000 Ner Mexico

uItd like to go to see my nephew in.T1lineis, but I'd be lost when I gob there...
don't' know how to speak Bnglish...haven't got enough momey." (Interview was
taken in Spanish,)

Laborer on railroad, 55=59, S1000=1999. Now Maxice
"F¥ant to go to California...have a pass but =till can't afford it. Just like to
gsee the country that's all.”

Housewife, salesman husband, 35-39, $7500-9999. Los Angeles
9Itd like to take a sea trip but I don't go for financial reasons.”

Widoi in her 30's, under $1000, los Angelea

oItd 1ike to think up a new place that would interest me. I've been to Alaska
and to China and to Hawall twice, -Every year I take a bus to Yosemite for two.
weeks, I'm.locking for a place to go...don't ses aiy reasm to save maney any
morel My hane is paid for, my funeral ia paid for; so why save?™ :

Widow, does same writing, 55-59, $1000-1999, New York City
“I'mplanningtogotoBenﬂuda cruise the Carribean dn a bost. It will help
me gather experienses !‘cu' mting I'11 go ane of these years.,.I don't mind

the hsat,”

Unemplayed buffer in factery, over 65, $1000-1999. Comesticut
Has trouble walking beceuse of an accldent. "I'd sure like io go to ﬂor.tda.u
:gen drgm‘.l.ng about it...maybe it would help my legs...just can't afferd 1t.
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Housekeeper, over &5, 35000-5999. Massachusetts
T nitd ke to go to California but: it takes money. You don't k.now whether you
should use the money...you might need it for something else.?

'iﬁ_t’e of farmer, L5-h9, $4000-4999. Nebraska
™iould itke to visit my husband's aister in Oregon,..see the Rockies on the w...
but living on a farm it!s hard to get somsone to take: aver while you're gona,?

Wife of grocery store omner, LO-lh, $7500-9999, South Carolins

“Ho wers thinking of a trip west where my son was. Then hs was transferred to
Washington, D.C. 8o I suppose we won't go...me just can't. afford pleéasire trips
alone...m8 just go m vacations to see him,”

Wife of treasurer of a company, 35-39, $10,000-14,999. Detroit
"Hauted to go south this winter...husband conldn't get away...nobody to take care
of the childrem,”

Wife of adveriising executive, Lio-lili, over $20,000. Detroit
Wetd like to go to F.I.or:l.da, tut the children didn't want to be taken out of
school.”

T.'rpist. 35-39, Single Female, 33000-3999, San Franeciaco

“Been wanting to go to Los. Angeles and Arizona and Texas where I was .Liorn, tut
‘all my relatives ave up north now - in Canada and Oregon. Went t¢ Canada year
befdre last - but fares are so.high I hesitate to go Just for a trip with:nro
fewily business to tranpact.”

Wife of rellroad man, 35-39, $:000-L999. Philadelphia
o just went to go all over the U.S, but the f.htng that holds us back is money..
and my husbend only géts three weelm vacation, "

Pramotion Art Director, 35-3%, Male, 310,000-114,999. Philadelphia
9T would like to go to the West Coast and Mexico and back to Englandand Eurcope.
I was there during the war...but my vacation time is limited, ®

Secretary - wife of proof reader fer publishsr, 60-6h, $7500-9999. Fhbiladelphia
"Werouldnluetomthstl.s.‘butdm'thavathetima. Ityouonlyhavetwo
weeks you can't go far,.,.guess you can't have your calne and eat it too.™

Farmer, 25-29, $1000-1999. South Dakota

“Fa'd like to go to the Black Hille bui the kids are too amall, we dm't have
enoughimoney, car wen't rum, I-can't get away from the famm...guess that's
enough ressonst® .

Pormor, LO=ll, $4000-1:999. South Dakota
*1td like to g on same toure Oo to Washington D.C. and take ‘one of the ell
" arranged trips o you get to see everything...but farming has kept me to.home,®

. Wife of & storekesper, 35-39, 56000-1h99. New Yerk City
#Itd still like to have a honeymoon - go to Florida by automobile,..but welre in
business and there's no one to take over the stare, ¢

Cutter, on wamen's garments, 605k, $5000-5999. New Tork City

¥Ha'd like to go to Florlda, Califomnia and Virginia Just to ses the eclmf.ry
but T only have to Weeks vecation. After I rétire we can get about more,
0Of courss, thare's the question of money...tut I think we will mansge it even
an a reduced mems.
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Wife of pharmacist, 50=5h, §7500-9999. Toxas
4Y'd like to go samewhere, maybe travel from coast to coast -and find a place
where I could just sit dcmn -f6r a week, There just never is. time,"

Cafeteria worker, 505, $5000-5999, St. Louls ]
#I'd 1ike to fly to California. We may go this summer, I suppose ma'll_ tale
the car, but I prefer to fly,...itls such a long drive.?

Supply. clerk, 60=6l, Male, $2000-2999. San Francisco g

uItd like to tour Disneyland, Reno, Tahoe, 'Iosa!nite, San Diege. I'd 1like to

return to. Nice, France, but wa have sa many grandohildren. I'd like toleave
toen the money instead and besides I think we cén help more Heré. Bach of my
twe daughters has five -chdldren."

over 6 10001 San isco,
w%"‘d 1ove to 55 o the fawa I%a I've never been on a boat trip. My
planned that f.rip, but he died,?

Ratail salesman, 25-29, $5000-5999, M¥innesota
"Ta love ‘to take pleasure trips. They are-our fondest dream.,,but there Just
hasn't been enough time,®

Wife of insurarce man, L5-L9, $10,000-14,999. Hnneacta - .o
mId Iike to see the Hest...but we almays had t.oo many kids to taka. ‘Tt's no
nmtotraveluithymmgchildren" e

Farmer, 50-5k, under 31000. Iowa
#Ttd 1ike to see what our comtry looks like from end to and. Koney is the
biggest reasan I den't go.” ) e

Oilman, 4O-hh, over $20,000. New York City -
"1'd 1ike to go to Hawali. 'ﬁe'reexpectingammemberottlmfmﬂybutI
think wetll take ths trip eventually,” .

Wife of foreman, LO-hh, $5000-5999, Iewa-

°I love to travel. I'd like to go all over - sight seeing and just travaling.u .
but the sad tale is...1f we had all t.hn money .‘..n the world, my husbahdwould be
bored to death with travali.ng L

«

Bookesper in bank, 30-34, Female, $2000-2999. Minnesota
8114 like to go to Eurepe. I think traveling is edm:atimal as I'ell ae plea.aant
but I just cdnlt afford it right now." -

r
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Most of the individuals quoted above would like to take trips. In fast,

manyqof the answers suggest thzt they want very badly to travel, Chrases like
me'd love to go" occur frequently. But not everyone feels that way. One respone
dent in three said that there were no trips which lie would like to teke.
(Table Iy-1) These negative answera were not pursusd further in the interviews,
4 few respondents commented that they do not 1ike to travel or that there is no
place they want to-go. Presumably the others feel the same*way. To them either
there-is little attraction in farsway places or the prog;ess of travelling is not
pleasant. It is also possible that some people':' have taken the trips they wanted
to take and do not wish to take more txips,. ] ‘

- There are individual interviews which contain hix_ita ‘of the reasons why people
do not like to travel, There 1s the feeling that travel. is dangerous--mentioned
by the woman who broke both her legs in an acclident last time she tried. These
comments seem to ref'er especially to sutomobile travel. There ia the sense of
strangeness and inability to cope with the situation in remote places«-the extreme
case is the raspomlent'who spoke only Spsnish. But for the most part the Teasons
why people do not want to travel musi be left for later exploration.

Two-thirds of the population do have in mind trips that they would like to
take, It is possible to classify two-thirds of these tripg by purpose. Host of
the trips would bs vacation or pleasure trips with no special objective, Peaple
spoak of touring, or visiting 2 part of the country. »Mentions of particular events
a“e rare-=gnly two percent of those who specify the purpose of the trip have in
nind a perticular avent. (Teble IV-2) Similarly, only about two percent mention
a particular reswt,

Oms largs griup of people do have in mind a snecific objective., About 35
percent of those who would 1like to take a trip would like to visit frienda or
relatjves. Thus, visits to friends and relatives bulk largs in trips pecple would
liks to take, This Finding is consistent with the finding that visita to friends
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Table IV-1

: ARE THERT ANY TRIPS THAT YOU HAVE THODGHT
YOU WOULD LIXE TO TAKE BUT THAT YOU HAVEN'T BEEN ABLE 107/

Attitude Toward | Percent of
Isking Trips ALL Adulto
Yes, there-are trips T would

1ike to take 65.9
No, there are no twips I would

like to take 33
Wot ascertained _0.7
‘Total 100.0 %

Number of adults L1,

1/ Tkis guestion was asked in April 1956 only.
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Table IV-2

TRIPS PEOFLE TOULD LIEE TAKE

= by Parpose 1
_Percent of Adults Percent of Adults

Purpozes of ‘Trips Who Report Trips They Yiho Specify

Pecple Would Like to Take FWould Like to Take Purpose of Trip
Vacation and Pleasure 62,0 997

To visit friends or relatives 15 § 35.8

To attend a speclal event 1,3 -

Sightseeing, touring 19.0 30.6

To visit a resort 1.2 2.0

Vacation, mo further purpose 18.4 29.6
Personal Affaire 1,1 1ok
Business " 042 0.3
No purpese mentioned %.6 -
Not ascertained 1.2 -
Total 1001 2/ 1.4 2/
Ruther of adults 1,142 710

1/ Peocple Tere asked: UAre thére any trips that you-have thought you would
1like to take but that Fou haven't been able to7* "What sort of tip
werd you thinking about?n

2/ A few people. Bpecified more than ne purpose.
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and relastives are important purpopes of actual trips_.

Very {ew people speek of trips on personal businessor in comection with their
work which they have not been able to take. It is reasonable that business trive
would not be mentioned as tripc‘ ane would eapecially like to take. Trips on persan-
al affairs often have an emergency character and may be undertaken
becaxise of an 1llness or death. Such trips_, also, are not trips one ™would like
to take".. 7 . .

In one sense pecple are highly specific gbout the places t._hey Wﬂll,lt‘l_ 1ikn
to visit, About nine out of ten menticn a destination. People do not just hope
to travel. They hope to travel to soms particular area. ‘

In another sense, however, many pecple are qqt. sraciflic about the Zplg.cea
they wish to visit. Of course, those who wish to visit friends or relatives fave '
in mind exact destinations, Others, hovever, may menticn anly a regica of the
country. deny speakof a state. Further questioning would be .meded to rmva
any uncertainty, but the phrases i:beq suggest that rremxentiy the goal is an ai'ea,-
not a specific locele, ’ ) h

The destinations mentioned are shown in Table IV-3.In this table any point .
within a state is coded as a méntion of the state., As noted above, about nine
pecpla out of ten mention a mstinati_on. of tl}e-'nim, aix .rafer toa si?at.e_ or

part of a &tate, The states most frequently menticned.are the following: .

State Percent ‘of "Adults Mentioning
Florida 15.

California 13.2

New York h.?.

Niinois 2.1

Other states 29

Total who - -

mention a state 0.6
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Table IV-3

DESTINATIONS PEOPLE TOULD LIKE TO VISIT
'BUT FAVE NOT BEZN ABLE 10

quoent of Adulta
Tho Report Trips

Percent of Adults
' Who-Repart Tripa

Destination They Would Iike to Take Destination Thoy Weuld Iike- to Take

Specilic Deatina~ Utzh *

tisans in the U.8.. 0.6 Vermont : *

—_ Virginda 0.6

Alabama 0.8 ‘ Weshington -~ - 15 ¢
Arizona oL West Virginia 0.2
Arkansas - Oult : *  TWisconsin - 0.
Califormia | 13.2- Wyoming 0.8
Colorado ' B 7Y District of Columbia 1.3
_Connecticat 0.5
‘Delawara ’ * Qeneral
Florida 15.1 Destinationa in the U.5. 10,5
Georgia 0.7
Idaho »* New England o.h
Nlinois- T 241 . East - - 1. - 1.0
Indiana 0.2 North 0b
Iowa ‘ R X ‘ South 1.3
Kansas 0.3 Wast 2.7
Kentucky : 0. © " Pacific Northwest 0.4
Louisiana 1.0 Pacific coast 1.6
Maine 0.3 A tour of the country = 2.5
Maryland 0.4 -
Massachusetts * < 04 ‘Foreign Destinations-  16.6
Michigan 1.6 m——
Einnescta’ T 0.k -Canada’ s 243
Missisgippi S 0uk Alaska 0.7
Misaourt - T 0.8 ‘Mexico ) .. 1.8
Montana 0,6 Earope 6.9 .
Nebraska . L B2 Asia ' - 0.4
Nevada .. 0.8 Africa 0.1
Néw Hampshire - L < Py R - Australie : [+ 7
Faw Jersey 0.6 South America 0.t
New-Hexido 0. - Contral ‘Amarica (ex- "
Rew York b cept. Hexico) *
North Cerolina - 0.9 Cuba . 0l
North Dakoia [+3%§ Hawaii 1.8
Ohio . 1.4 Caribbean .- O
Oklahoma oolsl Torld tour 0-6
Oregon Oa Other ("to the country") _0.5
Pennsylvanla Ol Doss not mention des~
Bhode Island ° e - tination T 9.8
South Carclina. 0.5 Not ascertainsd —5.0
South Dakota § 0-{ : Total : 700,
Tormensse 1. Nunh
Texaa - 1.8 Yumber of adults .l'm* :

# Leas than ,05 percent



-102= .
The score for Hew York incindes 0,9 percent whe mentioned Niagara Fella.

The tigh scores for Florida and California are not likely to surprise stu-
dents of tho travel market, The position of New York State in third place is per=
haps of more interest, It is also: important to.keep in mind that nearly every
state is mentioned as a destination by some respondents.

Inatead of mentioning a specific state, about ten percent of respondents
rafer to a region of the country. Of this group nesrly half mention the West,
the Pacific Northwest, or the Pacific comst. A few speak of a tour of the country,

The frequency of this type of answer ralses the question of the difference
between thess pecple and those who .say "California®. For people living in the
Bagt, "a tour of the country" and "a trip to Califernia® ay meen the same thing.
It is also possible that they want to visit California itzelf and not all the
states between, The choice among mir, rail, auto and bus travel may well depend
on which it 1s that pecple really want. Purther questioning would be necessary
to determine how many people just want to visit California and how many want to
tour the United States as far as California,

People who mention Florida, similarly, may peosslibly have in mind a tour
covering the cawitry between their homss and Flordda. For most of the population;
-hoiv&'rer, Florida is not the most distant state. And relatively few peopls mention
the South as a general destination. It may well be that the attraction of Florida
is more specifically an attraction to the state itself than is tyue of California.

Why is it that people, do not tske the trips thoy have in mind? The resson
nost frequently menticpned is monsy. More than six cut of ten say,

‘*Travel is too expenstve."(Table N—h) Expensa 1s the greatest aingle cbstacle
to travel, ‘

Although the cost of travel ia important as a deterrent, people do spend
money on all kinds of goods and services, Is there:any special reason why they
ehould not spend money cn traveli The interviews did not pursus this point. They
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Table IV-h

REASONS WHY FEOFLE DON'T GO OM THE TRIFS THEY WOULD LIEE TO TARE

Reason
Too expensiva
Can't leave business or job

Lacks time too busys refers to activity other than
his Jéb

Too busy, not clear whether referas to Job or other
activitias

Children or other dependents

Respondent or cther member of family doesn't like to
travel

Heslth reascns
O car ia too old
We are too cld
Other

Total

Number of adults

1/ Same respordents mentioned more than.cne reasen

Pei_'t':ent. of Adulta Who
Report Tripe They
Hould Like to Take
&.1
18.4

7.3

640
12-1

16,6
Tali
.7
1.5

sl

wo.2 ¥
1,1k2.
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do contaln some hints. For some people, -travel certainly is prohibitively expen-
sive, TFor example, there is the farmer with a cash income under 41000 who reports
that money is the biggest reason why he does not satisfy nis desire to see our
country from end to end. For othsrs, the problem may be one of aceumilating a
large encugh Qmof meney &t one time. Once accwmilated, savings may be kept far
spoclal purposes. They may constitute a reservs for emergencies, for the educa-
tion of the children, and so forth, Thus, the problem for the travel industry
1s to encourage pecple to accumlste substantial sms in such a wvay that the money
ia set aslde for travel. Of: course, it #lso helps if the total cost can be kept
down, This problem is similar to the problem met by retailers of consumer dursbles
with a proliferation of all kinds of credit from the 30 day charge account to the.
revolving credit _accolmt.

After money, .the'second obstacle to travel is lack of time, Ei'ghtee;i percent
of the adults report that they can't leave their businsss or job.l They hﬁa-no
vacation, or only a short one, or there is nobody to look after the store or the
farm while they are away. People may lack time, also, because of their personsl.
affaira, Seven percent refer to such problems as needing to spend thedr-vacation
painting the house. Six percent sey they lack time but do not make it clear
whether they refer to the demands of their business or of their personsl affairs,.
Altogether, half as many people say they lack time as say they lack moneys * '

The lack of time 1a relevant to the cholos of destination, The trips
paople hope to take tut do not take are likely to be tripa to remote p-oints
1ike California end Florida. The trips they actually take are likely to be to
points nearer h.me.

A third o‘bshcle to t;.'aval is the presence of children and other dependenta.
Respandents coment that, "It's no fun to trawel ilitil young children.” Anyons
who has had the experience will be able to sympathise with this feeling. It is
not obvicus, however, that this situation is inoviteble, Why is it difficult to
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travel with children? ' Could-it.be'msde easier? The answers 1lie beyond the acope
of this report, but £t w:uld be possible to Interview motiers on t.hs gubject.
Sirply ma_kmg women feel that they and their :.:hud.mn ‘Were wel¢one on -4 -Camnon
carrier might meke & di.t‘ferenca.

About one respom!ant. in six who would 1ika to take a trip ment.ima that same
menber oi‘-the femily daea not 1iks to travel. A fmquent observat.ion is that
the 'Jerson'a hagband or wife wauld rather stay at home. I was noted ghove ihat.
one person cut of thms does not have auy irip he Hou].d lz.ke to taz:e. The, peuple
who do not want to travel may be marr:l.ed to people who do want- to. take trips. The
result may be that nsither ohe t.re.vala. )

The fifth ma..‘jor reason people give ‘for not t.aki.ng tr:.ps 1s their health. Thssr
do not feel able t.o travel, or sameons in the inmediate .i'am:l.’i,y :ls \.mable to travel
besause of poor haalth. Pregnancy, similarly, may ba mentio'xed as a reascn i‘or
not taking a trip. . 7

The five: reaﬁons for not travelling which people mention most often, 'thus,
ere money; time, dependeiits, health, and lack of desire to travel by some member
of the family, Other reasons are mentioned, but only by a few pecple. Some comment
that their car 1s too old, thus showing a tendency to think snly in terms of travel
by auto as well as sugpgesting that they find travel too expensive., Others say
they are "too old", which may mean that thelr health is poor, or that the:r have
loat interest in distant vlaces. Other comments, mede infrequently and not tabe
wiated, rofer to such points as safety, or to not having a driver's licensa.

The preceding analysias of reasons why people travel and do not travel can
hardly be regaried as definitive. It was intended only to sketch out the area
and suggest some .f the points which might repay further imvestigaticn. Each of
tha. five obstacles %o travel could be studied move iptensively., The question of
why people do not want to travel, in particular, has hardly been touched.
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¥. The Most.Recent Trip by Commen Carrier

Both in the-1955 and the 1956 nguml Travel Harket Surveys a
series.-ot questions were asked. about_- mWe' mst recent trips. In
the 1955 Survey a trip by eutomobile was included if the most recent trip
was by that mode. In ths 1956 mmil:ﬁy the most resent trip by common
carrier wae investigated. Trips by automobile were excluded ..axceptrin a
few instarices in v-thich a respondent traveled by auto and alse'by comich
carrier in the course of his most recent trip. - ‘

The discussion of the most resent trip by caumon carrier in this.

l chapter is divided into three sections which concern, reapectively, a
description of scme of the main fects ebout the most recent trip by common
carriar, four fact.ors vhdeh influence people's choice of mode, and what
people say about their cholce of mode,
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Deseription of the Most Recent Trip by Camion Carrier

Date: In 1956.the interviews were taken in three waves, This
arrangement- helped to spread through the year the date of the most recent
trip. As ahoul'.t.l in Table V.1, a. largse proportion of the trips covered in
‘the spring Survey were taken in the three months prior to and imcluding
the survey period, February, Kareh, and April 1938, Similarly, a large
propoa;'hidn of the trips in the summer survey were taken in June, July, and
August. For the fsll survey, the peak monthe included October and November.
The.dates also reflect ths fact that more people travel in the summer then
4n ths winter, Thus, in the spring survay in. sarly 1956 more:paople
reported that their most recent trip had beon in July or August 1955
than reported that thelr most recent trip had been in $epttmber or Qutober
1955, It seeme reasonable to assume -that the tripe covered in the survey

' a3 a whole are Bpread through the year well encugh so that .seascnal fac-
tors do nob sertously distort the resuite.
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Table V-1

Date of Host Recent Trip

(Percentage-distribution of adults
who took a trip in'the last 12 months)

ALY Adults Tho Took a Trip

1955 1985 —

Date of Host Spring Fall . Spring ~ Surmer Fall

Recent Trip Survey Survey Survey Survey Survey

June 195% 5.5

July 195K 9.8

August 1954 9,

September 1954 5.6

Cetober 195L 5.1

November 1954 - Ly 2,0

December 195 5.0 0.9

Jenuary 1955 3.7 1,0 '

Pebruary 1955 3.5 .2

Mareh 1955 7.6 2.5

April 1955 11.% 3. 2.7

May 1555 19.6 b7 5.1

July 1955 17.2 8.5

August 1955 20.3 8.9 ) L6

September 1955 2.4 6.1 32

October 1955 . 6.7 L 3.3

Navember 1955 OJJ 9.9 I-I-G 3'8

December 1955 ) T2 6.2 3,8

January 1956 ) 7.8 3.8 3.0

Pebruary 1956 13.0 6.7 " ha2
Mareh 1956 9,2 b6 8.

iay 1955 0.7 7.9 3.8

July 1956 15.38 97

August 1955 : 942 13.1
 September 1956 o 8.9

October 1956 10,6

November 1956 . ih.8
Dogember 1956 0.8

Honth not :
' asecertained 0.9 1.1 1.7 0.8 1.3

Total 100,0 100.0 100,0 . 100.0 100,0

Mumber of adultes 1232 1z72 293 2,0 236

The questicn was: “Hhendidyoulast.ta!matnptoaplacelmaqmmilea avay?”

(m:ara)a trip involved more then' one month, the menth of completion :}s the month
ghewn
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Purpose: " Of all tripe by common carrier, about two out of five
are busineas tripa, {See Table V-2) Slightly more than.-two out of five
are trips whose purpcse is vacation or pleasure, Only 16 per cent are in
comnaction with people's personal affairs: {(These estimates are welghted
eatimates, in which each respendent's most recent trip by common cari'iei'"‘
18 taken to represent all of hia trips in the previous twelve menths,)

These estimates are not to be confused wi..t,h 'ea@tes in earlier .
sectlons of this repert and in the 1955 report of -ths preportion of all
trips which are taken-in .cmnect.ion with people's businesses, vacations,
and personal afféirs, The statisties for all trips are heaviia influenced
by the lirge number of trips by auto, about. four out of five of which ars
non-business trips. As noted above, only about three out of five trips

by camion carrier ars non-business.
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Teble V2
g‘_.nzg' se of Moat Recent Trig by. Common Carrier
Peroentags distribution adults who took
a trip in-the "last" 12 months)
(weighted distribution)

oo . A1l Adulte Who
Purpose of Trip !/ Took a Trip
Vacation end pleasure travel C W3
To visit friends, relatives 21.0
Té attend organized sports aent, concert, other .
special event . 2.1
‘No further informatiuong other récreation;
sightseeing; honeymoon. ’ 19,1
To attend convention (non<business} 1.5
Buainess travel ' 0.5
For employer (business, gmrmmnt.) 17,2
By self-employed (business or professichal man) . . 5.1
Not ascertained whether for employer or by self-
‘employed 12,9
Convention or meeting : 5.3
‘Personal affairs 7 - 15.8
Shopping trip .2
Emergency, illness, death, to visit doctor or hospital 6,4
To and from school o2
Moving to mew home o
Escort or drivé. scmecne 5
Other personsl affairs L.8
-Purpose not sacertained . 3.1
Total ' 100.0
Bunber of adults T

a./ Inelmiea only mogst important purpose of the-trip even if there waa also a
segondary purposs,
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Humber af companions, by mods: About half of those who travel

by commen carrier travel. alone. (See"l"able V-31) Of those who travel by
auto, only 1, per ‘cent travel alcne, The data:do not suggest any sub-
stantial changes between 1955 end 1956 in the proportion of those using
each comman egr:d.ai' who trgvel alone, The veriation between years shomn
in the table is small encugh to be attributed to sampling error, Abont .
half of all gir travelers travel without any companion, while about thiriy
per cent have a single companion., Somewhat less than half of the rail
travelers are alone, Agaln, about thirty per cent have one companion.
Finally, half of the travelers by bus on trips to points 100.miles eway
are alone., Ths 1956 Survey, in contrast to 1955, picked up a humber of
respondents whose last trip by bus was in a party of five or more, Thig
difference between yoars may reasonably be attributed to randam fluetua-
ticn rather than to a shift in bus patronage.



o
Table Va3

Nuwber of Companions on "Host Rgcent!
, Trip, by Mode of Travel 2 o
(Percentape clistribution of adults ‘
tock a trip in the last 12 monthe) - :
{woighted -distribution)

Hode of Travaly
A1 Adults HhoJ .

Nurber of Companions Took a Trig m

Went alons 8.9 50.7 - 53.0 5.5 hl.o LS. W7.8 57.6 Ao
Ous companion- : 30,6 28.1 33.1 28.0 26,7 36.0 311.6 15,5 30,6
Two- cmnpaniunﬂ 17|h 7-7 5.0 7.7 8-8 Boa h 6.0 19.5
Three companiong 111 5 3.3 6,5 2.8 8.2 Lo LM -3,0 16,0
Four companions .0 2.1 3.6 5.2 107 07 az 819
Five companions .9 2.0 Q07 8 75 L6
8ix companions 1.6 W1 0.5 .1 88 2 03 = 10
Seven -companions 1.5 ' 1.8
Edght companions 0.3 . 0,3
Nine or more ‘1.1 3.5 .14 20 0,2 1,2 24 9,7 1.0
Not ascerteined 2,2 _258 0,5 b2 ok 22 1L .6 23

Total 100,0 100,0 100,0 100,0 100,0 100,0 100,0 100,0 100,0

Nunber of adulta 25102/

Humber of trips 823 2th 337 212

L

_]_./ Multiple mode trips, i.e,, trips lovolving more than one mode, are not lncluded
in the datistics in this table for 1955,

g/ Tables for 1955 include most recent. trip by common carrier for those whose
most recent trip of all was by auto, Thus same travelers appear under auto and
also under rsil, bus, or atr. Tables for 1956 are for most recent trip by
common cerrier only, The question wea: "D1d myone go with you? ‘How meny went
besides yourself?® .

3/ The oo%\mn for dll adults who took a trip inclwdea asuto trips in 1955 bub not
in 1956,

- less than 05 per cent
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Coach or first class , by mode: Of all air passengers about ane
out of five traveled by alr cozch in 1956 am in 1955.(See Table V-4)
About three ocut of five rail paaséngers traveled by coach.



11k
Toable Vel
Whether Traveled Coach or First Gless, Ly Mode of Travel
on "Most Recent" Tri Rail or Air
l%rcentage distribution % adults who took
a trip in the last 12 months)
(weighted distribution)

Mods of Travaly

o All Adults Who

Accommodations Took a Tx'ig ___Air Rall %
Coach LbY  37.2 20,1 ak &9 5.
First olass 49,3 57.5 69.9 7hi0 36,3  ho,B
Both 1.2 3.0 2.) 8 0.1 5.2
Not ascertained L.8 2.3 1.6 3.8 2.7 22

Total 100.0  100.0 200.0 100.0 100.0 100,0

Nunber of adulps 37

Nurber of trips &1z . 272 ako

Multiple mode trips, i.e.; trips involving more than one mode, are nobt included
in the statistics in this table for 1955
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Place of titket purchase: Both in 1955 and 1956 .sbout one air

traveler in five purchased his ticket fram a travel agent. (See Table V-5)
There seems to have been a decline, however, in the proportion of rail
travelers who bought their tickets from a travel agent. Houghly seven

per cent of rail passengers reported in 1956 that they bought their ticket
fram a travel agent. In 1955 the ﬁroportien waa about 20 per cent., Only
from five to 10 per cent of bus. travelers report purchase from a travel

agent.
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Table V-5

Place of Ticket Purchase, by Mode of Travel If

"HMogt Recent? Trip Was §¥ Common_Carrier
Percen stribition of & s whose mo

recent trip was by commen carrvier)

(weighted distribution)

Mode of Travel
All Adulte Whose Moat
Recent Trip Was by
Place of Ticket Purchase Common Carrier

Adr Rail Bus

Travel egent . - 18.9 10.6 22,3 18,2 19,7 6,5 10,6 L.B

Directly from commen carrier 72,7 78.7 69,2 T.6 T3.9 849 19.9 77.2

Other (military free pass) 5.7 &7 8.1 55 kL9 81 2,3 6.5

Not esscertained _2.7 _ho o 2,7 285 __ .5 _ 7.2 11,5
Total 100,0 100,0 100.0 100.0 100,0 100,0 100,0 100,0
Runber of adults L7

Nunber of trips 822 215 339 208
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Frequency of all-expense tour péi:kigge_g: Both in 1955 énd 1956 about

two to three per cent of the trips by camaon carrier were all-expense tour
packages, (See Table V-6) These preportions are sbout the same for
sach of the three modes as well as approximately constant from:year to

year.
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Table V-6
% Tour Packages Mods of Travel
ercen age’ :Ls on of & who took a trip

by comton carrier in the "lagt* 12.months)
(weighted distribution)

Moda of Travaly

Whether A1l Expense 411 Adults Who
Tour Package Took Tﬂg _
Wae sll expense tour package 23 2,6 3.5 2.9 2.3 1,6 2.3 3.8
Wes hot all expenge’
tour package 92,2 90.5 9.8 9h.l 93.6 5.0 85.8 76,6
Fot ascertained 5.5 _6.2 1.7 3.0 bl 3.0 12, 19.6
Total 100,0 100,0 100,0 100.0 100.0 100,0 100,0 100,0
Number of aduvlts 2259 '
Number of trips 823 274 3o 209

1/ HMualtiple.mode trips, i.e., tripa involving more than one mode, are not included
in the tables for 1955, The question was: "Was it one of these sll. expensa
tour packages?"



Four Factors Influencing Choice of Mods

While the purpose of ths. first part of this chapter was to des-
eribe. certain aspects of coammon carrier travel, the purpose of thia
section ia to attempt to answer.a question: what detemmines whether sn
individual Will travel by air, rail or bus? The factors whose influence
is discussed are the distance of the trip, its purpose, the income of the
traveler, and the mmber of peonle traveling together. A4 later section
considers the sdventages and disadvantages of the different modes as
people see them.

Distancet The cammon carrier which a persen will selest for a
given trip depends in part on how far away is his destinaticn, (3ee
Table V=7) The farther he is going, the more likely the traveler is to
fly. For trips to a destination 1000 or more miles away, nearly two out
of tliree travelers took a plane. For trips to a destination under 500
miles away, ¢nly-about cne in four took a plane, '

The proporticns in Table V7 and the following tables are un-
weighted. Thus, the most recent. trip by 'a frequent traveler is counted
once, just like the:most recent trip by a person who took only one trip
last yser, The reason for this approach 1s the shift to emphasis on
causes, Ye are not primarily concernsd here with the mumber of chaerve-
tions we have of trips over 1000 miles, nor with the proportion of all
trips which are of that length, We ave concerned with the probability
that a comon carrier trip of that length will be by a given mode,

The probability that a given trip will be by rail also varies
with its length. Of trips from 100-499 miles, L7 per cent are by rail; of
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trips from 500-999 miles, L3 per cent; and of trips of 1000 miles or more,
37 por cent. Thus, the likelihood that rail will be used declines:somewhat
with distance.

For bus travel the effect is much stronger. The probability:that
a given trip will be entirely by bus (of partly by bus) is ,36 Af the
trip is under 500 miles, but only .13 if the trip is- over 1000-miles.

Trips of eny dietance, and especi.aih longer ‘trips, ‘may involve
more than one modé: Auto trips are included in Tablae V-7 if the most
recent trip by cammon carrier also invelved same travel by auto., Questions
were not asked about the nature of the use of suto, but presumably in
some instances ‘an auto was used 4o reach a terminal while in others a

person.made one leg of a journey as & member of a party traveling by car.
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Table V=T
Determinants of Cholce of Mode: Distance

(thweighted percentage distribution based
on most recent trip by common carrier)

Distance of Trip

Mr 5.9 - 23.8 k.6 62,6
Ra1l k3 : W6.9 - - k2.9 3.
Bus 27.7 36,3 20,5 12,9
Autal/ 9.9 10,1 748 117
Other L1 —s? - -5
Total 219.5 17.6 112,58 1313
Humber of

Adulte " 966 Y 161 163

y Auto may be used in addition to common carrier.



Purpose: 'The chedce of comon carrfler depends on the purpose of
the trip. as wull as on the distance to be-covered. In Table V-8 trips
are classified both by purpose and distence, If enly trips under 500
miles are considersd, the probability that a trip will be by air is .47
for business travel and only .16 or .17 for vacation. and pleasure travel
or travel on personsl affairs. Business trips also are more likely to be
‘by air than tripa for other purposes if the trip 1s to & point 500-999
miles away, or if it is to a point 100 miles or more sway.

For rail travel the findings are quite different. The probability
that a trip will be by rail doés not depend to any appreciable extent on
the purpose of the trip if the distance is under 1000 miles. Over 1000
miles, however, the probability that a trip will be by .rail is much smaller
if the trip is on business than if it is for non-business reasons. The
relative advantage of air travel agems to be st its greatest for business
trips to points -1000 niles sway and more.

For bus travel the pattern is different from that. for either rail
or girs Of trips under 500 miles. on business, only abont 1l per ecent are.
by bus. 'Of trips under 500 miles.for non-business reasops, however,
almost half are by bus, The popularity of bus travel falls sharply with
distence, Of the trips of 500999 miles for non-business reasons, only
sbout 25 per cent involve a bus, Of the. trips 500-999 miles for business
reasons, less than one in ten involves bus-travel. Of trips of 1000
miles or over, relatively few are by bus regardless of purpose.

The, deta indicate 1ittle difference between travel on vapation
and plessure and travel on personal affairs ss far as the choice of mode
is concerned, The major difference is -betweén business and non-business
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travel. This result is reassurlng, since the first part of this repert
makes much of the differences between Imsiness and-non-business travel
but dravs no further distinctions based on the purpose .of the trip.



Table V-8

Determinante of Choice of Mode: Distance and e
welghted percentage dlstribution bas

¢on most recent trip by sommon carrier)

100-499 1tiles 500-999 WHlea 1000 Miles or More
Vacation & Personal Business Vacation & Farsunal Business Vacation & Perscnal Dusiness
Mode Used A].l Trips Fleasure Affsirs Travel  Flessure . Affeirs Travel Plessure Affeirs Travel

Ar 35.9 16.7 17.6 15.9 IBd 393 59.5 62,3 I AN 82,1
Rail Lk.3 L6k 51.3 - h2.7 L6 40.5 L5.3 35.7. 10,7
Bus 27.7 L2 k5.9 1.3 2L.0: 25,0 8.1 .2 .3 3.6
Anto 9.9 9.9 10.8 10,2 9.2 10,7 10.8 10.4 W3 107
Not .
ascertained 1.7 —8 = = = —- = —2 ] 10,7
Total 119,% 15.9 1256  116,3 107.3 121k 1189 132.9 14,3 117.8
Number of

edulte 766 2s2 74 98 96 28 37 106 28 28
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Income: Since both distance and purpcse have bean shown to in-
fluence cholce of moeds, the effect of income on cholce af. mode can be
isolated enly if the effects of distance and purpose are somehow hjeld
constant. The size of the sample, however, is limited, In Table V-§
only trips for vua‘i‘-im and pleasure are ermaidered‘.' Thus, the p"nrpnsa
of travel {s the same for all trips in the tgble, The trips are divided
according to the distance covered and the family incoms of th'é,t'ravoler;

The individual proportions in this table considered separately. -
are of doubtful meaning bessuse of the -small size of ths mmbers on whick
the columns sre based., But, considered as a whole, the table demomtrat.ca
unsquivocsbly the importance of inceme ‘in determining choice of mode. A
For trips wnder 500 miles by commen carrier, the prol;ab:llityl that air
will be used rises from one per cent for those t-.ravalera with inccmes
belew $3000 to 61 per cent for those with incomes over 310,000, At any
incame level, the proportion who use air rises with diatéuce-.' it.any
distance, the proporticn who use air rises with incame, At distances of
1000 milea or mére, four out of five commen carrier trips by those with
incemes over 36_,000 include air travel,

For rail travel on vacaticn or pleasure the findings are more
camplex, For trips under 500 miles, it appears that the_probsbit_l.'i:ty of
using rsil rises slightly as incoms ifcresses from \'mder-33',00(; to the
range from 33.000 to 89,999, and then declines alight]y as income. rises
over §10,007, The enct shape of this relationship ia not cert.a:l.n, how- '
ever, becau.e of the limited mmber of chservations.- Similar uncammty .
attaches to the eftect of income for trips of 500-999 niles, rbere the most
probable pattern leems to ha that for mcma up to abaut. 36,000 the



Table V-9

Determinants of Cholcs of Mode: Distance and Income, for Vacation and Fleasure Trips Only
.percantage on based on most recent trip by commion carrier

100-1499 Mile T 500-959 Mile Trip 1000 Mile Trip or More
: - . ING Ome Famlly Inccme Family .Income.
Hode Al 4 T : ) dar 30 410, er § s .
Usgd Ristances 33000 -5993 -9999 & Over Ingomes §3000 -5999 -9999.& Over Inpomes 33000 -5999 9999 & Over Ingcmes
Ay Lz L.b b 25.0 60,9 16,7 10,7 31,2 526 3s.h 41,7 W80 75,0 85,7 62,3
.Redl an ltl-h h9-5 h6-2 39,1 hsoll 50.0 50.0 36.8 #* h2.7 66.7 hB.O Shch 23.8 h5-3

Bua Ky M) 62,9 433 3.8 kL3 h2,1 429 18,8 10.5 # 2k0 333 B0 31 95 1he2

e o 70 13 1L5 1.0 5.9 3.6 32 108 % 52 128 Lo 62 238 10.
Neke  _2.0 ;_L-Q.:._.Ll__-!.:_;.;._*__-_&.i:_:_.&i._é%
Total 120,0  112,8 119.5 113,5 122,6 115.9 1207.2 103.1 X20.Lk #  207,3 166.7 208,0 118,7 152,3 1327
Number

fmt- R2) M N 2 B 252 2 32 ¥ 1 96 2 25 32 21 106

%00 few cases to be percentagived.

1/ Auto may be used in sdditicn to common carrier.
%/ ‘Distense not ascertalned
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probability that -an individnal will use rail appearc constant at arcund
S0 per cent. Over that income level, there gseems to be a decline in‘the
probability of wsing rail. For trips of 1000 miles or more, however, the
results again show a powerful incoms effect. 'The higher a persan's ine-
cane, the smaller the chancé that he will travel by rail to a destination
1000 miles or more away.

For bus travel the effects of income and distance are:clearcut.
At sny diatance, the larger a porson's income the smaller the chance
he will go by bus. At sny income, the grester the distance -the smaller
the chance a person will go by bus,

" A1l of the above findings, it should be .remembered, refer to
vacation and pleasure trips by common carrier. The cholce betweean auto
and common carrier is not under study here.

Ancther way to "hold constant® the effects of both distance and
purpose 8o as to reveal the incoms effect is to restrict consideration
to trips under 500 miles. This method is uwsed in Teble V-10, and it
permits study of tha effect of income on choics of mode for trips on
personal affairs and on business. The results are consistent with those
Just deseribed, The higher one's income, the more.likely he is to travel
by air and the less.ldkely he 18 to travel by bus for any purpose {for
distances under 500 miles). For rail travel the effect of incoms is
minor for trips under 500 miles. That is, the probability that a persen
will choose to travel by rail instead of by one of the other ccmm;n carriers
is not strongly influenced by his incace,



Teble ¥-10

Determinanta of Choice of Mode: Purpose and Incemey for Trips Under 500 Miles Only

(Unweighted percentage distribution based.cn most receattrip by common carrier)

Trips Under 500 Milea Only
lPurpose of Trip

Mode Totsl Vacation % Pleasure Travel Personal Affairs anineas"fravel

. Incoms - - Inoom ‘ Income
Tnder — BROO0- 110,000 . {ndsr  §6000- 510,000 Under $6000-"  £10,000
J6000 9999 & over 6000 9999 & over 56000 9999 & over -

M 238 5.0 250 . 6.9 ns5 . s » 200 5.9 3
Redl 46,9 h61 B2 - 393 8.1 68,8 +* ' 52,0 342 s1,L
Bus 36.3 . 51,5  30.8 b3 - © 63,8 18,8 - = . o0 10.5 -
Aste 10,1 9.6 115 Bo 3.5 6.2 = . 12,0 7.9° 1k
M. A, .S 6 - k3 - . # - .
Total ‘117.6 16,8 123,5 1216 126.9 1303 u 12,0 110,85 17.1
Number . . . .

of . ' , .

Adults }2)y - 167 52 23 52 A6, 3 . 2_5 38 .35

[

* Number of ‘cases 18 too amall to be slgnificant

~get-



-129-

Number of Campanions: The. 1955 National Travel Market Survey

showed that when two or more peopla go on & trip, the overwhelming pro-
bability is that. they will travel by cer. The contrast between travel
by euto and by cammon carrier is shewn in Table: V-3 above. But, is there
any difference in the probability t.lmt a perscn will select ans cammon
carrier rather than enother depending cn whather he is traveling alone?
Table V~11 shows the influsnce of incame, distance, end whether

a person is traveling alone.on his chedce of mode. Income and distance

are important,: as. previbﬁsly discussed, Whether a person 13- alone, however, . °

does 'not seem to influence hisa cholce of comman carrier.

Interest in the number of people who travel together, therefore,
stems from interest in the choice between auto and common carrier rather
than the ‘choice smong common carriers. It is of interest, also, becsuse
of ‘its relation to the success of the femily plan as a device for increas-
ing travel and because the total mmber of passengers may be ;.nfluemed
bty the number of people who go along on a-trip., The succeeding three
tebles, V=12, ¥-13, and V-1, analyze the factors which determine how
many companions a traveler has,

Pecple are more likely to have company on long trips than on
stort ones, (Teble V-12) 4bout half of those traveling to points under
500 miles away have a camparion. Over sixty per cent of those traveling
to points more than 500 miles away have coupany.

The purpose of the trip also makes a difference. _(See_'l‘able v-13)
Six out of len traveling on buaix;ess are alone., Those traveling on their .
personal affalra are somewhat more likely to have company. Two peaple -
out of three who are traveling for pleasure have company. These similar
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statements apply when distance is: tzken into ascount. For example, for
trips to points under 500 miles sway, cohly LO per cent of those traveling
for pleasure are alohe, compared to Sh per cent of those traveling on
their personal affairs, and about 52 per cent of those traveling on busi-
neEs,

Income also is related to how meny necple travél together on
trips for pleasure, {See Table V-1li) If only vacstion and pleasure
travel is considered, the proportion of travelers who are alone falls
from 51 per cent of those in the insome greup under 3300C to 1l per cent
of those in the income group over J10,000. Many of the solitary travelers
in the low income groups may be single people. These results suggest
- that family plan rates may be of special interest to people with subatan—
4iel incomes, -



Nunber of tripe

Faumber of trips

Alr.
Rail

Totel
BEunber of trips
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Pable V-1

Trends in Determinants of Cholcs of Modet

Income,. D:I.staucea and ;Hhumber of Cog%onal
ercentage tribution of

Family Incone
Distance of Tri
Humber of c@‘

AY] -Incomes .
_m €00 milos of over
Not alche Alone Hot _aleme
EE‘" TBE 1955 1958

19,0 27.0 13.5 18,5
Li,7 384 u8.2 k8.0
39.3 _34.6 38,3 33,5

100,0 100.0 100.0 100.,0
22 21) 25). 221

46.3 36,9 3.7 5h.S
37,2 a6 L0 35,6

265 2,3 3 9.2

100,0 00,0 100,0 100,0
121 122 18 202

. Under $3000
Under 500 miles 500 miles or over
Alcne Not alone Hot alone
K 1 . -
2.5 20 &2 = 52; 25.0
2916 33.3 36.9 hsol h?os
67.9 6L.7 56,9 51.9 2) {2 27.5

100,0 100,0 100,0 100,0
L N 5 €5 52

(2 (2) 100,0
37 2k 4o

$3000 - 5999
“Under 500 miles ~ 500 -miles or aover
Alone Hot_alone Alone Not alons
1 : p1
15-9 23-6 11 6 .3 51-1 52 2902 ll»eug
.1 361 3%.h Wy 17.0 18,5 8,5
100,0  (2) 100,06 100,0

100,0 100.0 100,0 100,0
8 72 04 86

bt k14 65 L7
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Table V=11
Corntinued
Family Incoms .
apce of Tri
usberof Cosgarione
ﬁ:TcIe—r 3@ EIBB = 555 HEB or over
Mode . Alone Not &l one Alone Not alone
oo DB oD Lmome
M . .32,6 39,3 18,0 33.3 fE) Ez) 50,0 66.1
Rail = - © b7.8 37,5 s60 18,2 2) 2) hoS 29,0
Bus 19.6 23.2 26,0 18,5 (2 _(2) _95 _L59
Total . | 100.0 100,0 100.0 100,0  (2) (2} 100.0. 100.0
- Number of trips - = - L& - S6 50 sk 22 27 L2 &2
$10,000 and over '
oo Under . milez and over
‘Mode - ! _ Mlons- Not_alche Alons - Not alone -
“Alr o (2 2 (2 ‘(2) sz 2) 70,0 67.9 .
Rail . Ea A2 752 . 2; 2 2) 26,0 28,3
Bus . : - (2 2) (2 (‘_2 (2 2 b,0 3.8
Totsl - - N 2) (@) (2 -(@ (2) (2) 100,06 1200,0

Nuzber o! trips . 2 32 26 2% 16 28 g 53

y Based on t.he most reuantirip by camman ca.rrier.
. _/ colmms totaling less than ho trips not.- percentagised.
# less than ,05 per cent.
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Table V12

Determinants of Number of C dons: Distance of .Trip’
{Unweighted percentage distribution baged on .

most recent trip by common carrier)

Distance of Trip

Number of Companicns " A1l Distences  Under 500 500-999 1000 Miles

Milea Mles ' or Mere
Went, alone: . K27 476 3 3T
one 34,0 oo o 10.5 -
Two 9.7 . 87 8o 9.2
Three 3.6 2.4 3.7 74"
Four 2.9 2.6 2.5 b3 -
Pive - .8 .9 W6 »
Six o3 5 . T =
Seven _ Tu ) . Co* ™ .
Bight ) - .. . -
Nine or more 2.6 . k.2 Lo 1.2 .
Tetal . 100.0 | 100,0 100.0. 100,0

Number of cases 770 42y 141 163

£ less then .05 per cent,



Table V-13

Deteminnntg of ¥umber of Companions: ?{lﬁe of 'rr.i.g snd Distan
~ (Unwelghted percentage on

most recent trip by common carrier)

All Distances 100-4,99 Miles 500-999 Miles 1000 Miles and over
Number Vacation Fer- Bup= acation Per- - acation Perw B Vacation FPer- Bus~

of and sonal jiness end sonal iness .and sonal ingss and sonal iness
Compan~ Pleasure Affairs Travel Fleasure Affairs Trevel Pleasure Affairs Travel Fleasure Afiaira Travel
ions  Trevel = Travel .. Travel “Travel __ Travel  Iravel i Travel _ Travel

Uent

Alons 354 50.9 58.5 Lo, 0 540 62,3 25,2 U6,k 5L 28,3 39.3 50.0
One 38,8 33,2 2.4 337 37.8 184 50,0 8.0 27,0 k3.4 32,1 35,6
Two e 91 65 103 54 71 156 107 Bl 85 179 3.6
‘Thres b7 2.3 1.8 3.6 LY #* 1.0: 7.1 ‘Bel 11,3 #* #
Your- 2.9 3.0 2.k 3.2 1.4 2.0 2.1 3.6 2,7 3.8 7.1 3.6
Five 1.3 08 » 16 ™ » #* 3.6 » # * »
Six .2 » N oA »* 1.0 * * K3

Seven » # ™ % # £ @ o *

Eight » * “ * - * » * #

#ine or .
~ More 31 # 3.0 5.6 ® (%1 # * R .9 * 3.6
NoA _26  _1,6 L8 16 81 22 3.6 _2,7  _3.8 36 _ 3.6
Total '100,0 100,0 100.0 100,0 100,0  100,0. 100.0 100.,0 100,0 100.0 -100,0 100.0
Sanber of )

casea L7 32 169 252 - 7h 98 96 28 37 106 28 28

# Legs than ,05 per cent
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Table V1l

Determinants of Kumber of Compamjons: Income(for Vacation
and Pleasure Travel)for -all Distences Combined
e d percentage distribution based on

most recent trip by common carrier)

Vacatisn and Pleasure Travel (all distances).

Family Income

Went ‘alcne 35.5 51.2_ 35.1 29,8 14,3
One 38.7 3.2 364 18,0 k.6
Two 11,0 8.8 12,3 7.7 16.1
Three L7 2. 3.2 7.7 ‘8.9
Four 29 1.6 26 2.9 7.1
Five 1.3 bl 2.6 1.0 a
six . 2 e . » .
Seven ‘ * #* # E S

Eight | L * " * »
Nine or more 3l 1.6 ks 19 5.k
N. A. : b 3ad 26 AL 3.8
Potal , 10040 100,0 160.0 100.0 100.0
Humber of cases i 125 1k 10k %

# Less than .05 per cent,
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What Pecple Siy Aboub Their Cholce of Mode

Paople were asked how they happened to choose the way of travel-
ing which they used-inatead of scme other. This question was identical
in phrasing with a question in :f.he 1955 Survey. This year, as last, it is
possible to t.‘abula‘be”t.he.spontaneous mentions of modes people:thought of
Bt did not use. ‘_I‘h:i.'s.fre'nr, hoiv'é;ekr, only the most recent trip by common
‘carrier was mvestigat'e&, Hence, a tabulation of modes spontanecusly
mentioned but net used refers to';nodss discussed but aiven up in faver of
& common carrier, ' '

‘0f thoss who mantionac:l air but did not travel by alr, 82 per cent
went by rail .kSee Table V-15) Of those who mentioned rail but used arother
mode, twice as many went by bus as by' air. Of those who menticned bus
but did not use the bus, B5 per cent went by reil. These results saggest
that rail is "in the middle™ between alr and bua, People ordinarily
choose between .air and rail or betwsen rail and bus, not between air and
bus. '

Of specigl interest are the results for avto, since by far the
largest prqpb'rt.ion of*n‘fl.l trips -are by auto.. Which of the common carriers
most succa;s'ﬁ:lly draws ‘pecple from auto travel? Of those who mentioned
auto but asctually went llsy‘cmon carrier, 53 per cent went by rail,

An alternstive aprroach to the problem of why people select one
mode in preference to anocther 1s to study the reasons they give for t.hair
selsgtion, This mathod is used in ths following sections of this report,
whioh:take up alr, rail, bus, and auto in that order.



=137="
Table ¥-15
¥odes Spontanecusly Mentioned by Adults in Discussing
Their Cholce of Mods for Their Most Ragent Trip

Modss Spontaneously Mentioned, Birt ‘Not Used

NofeUsed ' slr Rl v he o pwet
Mr e ' ‘ %8 - 15 - 190
Rail - 82, - S B 52
Total =~ T 100,00 (- '100.0 < 100,00 777 100,0

| Number of trips -~ 136 - 106 CoB6 139

Y P . = . . AL P [

I - - I P b

v Reapmden_ts‘ in this column mant!:o_nsd:auto but used a camon carrier,

;T o -2 L : {
. te
' - 1¢; . 2 i 1y ~ -
- -
. P Tw
s 5 r - 1
e 4 bl Al M) v t
¢ ' . T -~
- v " i 4 L
B L o : iJ
1 .. Wie T2 i ot 1 . 4 T £
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Advantages and dissdvantages of air: Although the questions sbout
c‘shn:lce:'of mode were 1de§tiéﬂ in the fall of 1955 and 1956, the context
of the.questions was. chenged, as noted ehove. In 1956 the advantagés and
diaadvaniageh of alr were discussed in a context of a trip 'hi'el_l actually
was by comon narxi:er: 7?0&- alr travel this shift in context proved to
make some differemce in thé results,(See Table V-16) For other modes,
as noted beiu'w, this change in context I."as-even more important.

In 195 a5 in 1955 -the great edvantage of air travel was 1ts speed,
Comfort and service alsc are mentioned frequently. Fear of flying and
expense remain az two disadvantages fragquently mentioned. Problems of
the location of the terminal and of schaduling are mentioned less often
in 1956 tﬁgn in 1955, The reasocm, presumsbly, is the shift in contest
noted above. In 1955 the plane often was being campared to an:mtt.o,
wheress' in 1956 1t was being compared to other comon carriers, Diffi-
culties of scheduling end of reaching terminals exist of couras for all
cammon carriers. The plane-does not compare to other carriers as unfovor—
ably in these respects as to the mto. '

Whether peop].a mention -ni.r at 811 and which advantages and dis-
edvantages they discuss depend o the factars which influence whether
they travel by air. About 70 per cent 6f those who took a business trip
discuss air as a posgible mode compared to rowghly 4O per cent of those
who travelsd for other purposes. The sdvantage mentionsd most often by
business t,-:-avelm was w. (Teble V-17) Fewer travelers for other
‘purposes disouss air, but thoss who do mention speed more than any other
stvantags, As distance incresses, the proportion mentimning sir and the
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Table V=16
Advantages and Diaadvant.agea of Mr for the Most
Recent Trip
{Percentage distribution of advantages and di_-;advant'age_s)

' : Peroentnf&llhdvantages
Adventages and Disa g of Air " and Disadvantages of Alir

Advantages of Air : Fall 19552 1956/
Cheaper 8.0 ‘6.2
Safer 0.7 1.5
Faster 39.9 k5.2
Comfortable, restful, good passeager _

facilities (e.g, merls 6.5 12,6
Special event {e.g, honeymoan); adventure; )

wanted to gee what it was like 2,2 2.8
‘Good (better) comnections: .

Planes go more places ; 0.7 1.3

Planes go at the right times 0.7 Oy

‘Planes connect well with one anot * 0.9

Planes connect well with other modes =

Good connections: no further informtion * 0.9

Convenlent (no further information) . &5 1.0

Dipadvantages of Alr
(Too) expensive : 8.7 h.h
‘Redpondent or. mezbers of his-family ohject ) :

to or fear flying T3 7.2
Planes are not dependable in bad weather L 1.1
Bad connectionss

Flanes dm't go to right places, enocugh places; .

are badly scheduled for reascns- of destination 3.6 0.4
:Planes don't go at right times; are bedly .
scheduled for reasons of timing * ’ 13

‘Planes connect badly with oné ancthierl/ 0.7 0.4

Planes connect badly with other modes #* 0,2

‘Hard to get to a plane; terminals are )

inconveniently located 8.0 3.1

Bad connections: no ﬁu-ther :I.nfomati.on 2,2 0.9

Other advantapges and disa.dvantaggs 3.6 2.2
Total 100,0 100,0
Murber of edults who diacussed air 10k :370

:_lj Includes meponsea for-which it was ‘unclear vhether the respondent 1s reference
was to connections with other pla.nes or to‘connections with other modes,
2/ A1l advantages and disadvantages in this eclwm were mentioned by respondents in
discussing their most récent trip, whother common carvier or. auto, The question
*  wast "How did you happen to choose this way of traveling instesd of scoe other??
J A11 advantages mod disadventages in this column were mentioned by respondenta
in' discussing their most.recent trip by.common -carrier only,
# less than .05 per cent,



Table V17

of iir for the Most Recent Tri

All Distancea

“[Mstance and

100 - 199 Mles

Vacatlon Personal .
& Pleasure Affalre Business Total

Vacation Personal ]
. Pleasure Affairs Pusiness Total

Disoussed air - . h2.3 . L0.9 69.8 W79

- antages '

: 8 3.7 3.8 Tel bed
Safety "9 - 2., 1.0
Convenience .
Speed 25,9 . 22,0 52.7  30.8
Good commections .li 2-3 - I6
Camfortable, restful, good )
facilitien 8.9 5.3 12.4 2.0
. Convenient 307 h-s 8-9 h-9
Miscellansous : 2.6 8 1.2 1.9
Disadventages ) ’ :

- *Woo expensive . bl 1.5 1.8 3.2
Bed comtiections o - - 1.8 51
Afraid of flying - 5.0 7.6 2,h 5.l

Other advantages and disadvantages 7.0 9.1 15 8.8
No discussion of sir L 57.7 59.1 30.2. 52.1
) Total . 100,00 100.0 - 130.0' 10040
Wumber of respondenta - L9 132 169 770

2.8 1L 54 3.1
- - . 2.0 os

9.9 108  Wh9  -18.2

o8 20 12 59
1.2 - 3-2' 2.6
2.0 1k 1.0 1.9
- - 240 65
el 81 31 L
5.2 Bl 17.3' . 8.8

5.0 T30 38 65:6
100,0  100,0 - 100.0 - 10040
252 Th 98 42l

1/ Detatl will not add to sub-totals ‘because re_sbondents'mi'ght_ make several coments.




Table V17 Advant

Discussed air

“Tess

Safety
Canvenience

Speed

Good commectiona

Cuxforteble, restful, good

feoilitles
Converdent
Hiscellanoous

D:I.sadnntggs

00 exp Ve
Bad: copnecti ona
Afraid of flying

g and Disadvantages of Ajr £

he {ost Recent Tri

GCommen C

No discussion af air
Total

500-999 lHiles 1000 files & Over
Vacation Personal o i Vacation Personal
& Fleasure. Affalrs Pusiness Total & Pleapure Affairs Busgineass - Total
50.0 60.7 103 F.3 a5 60,7 :89.3 Jb.8
34 - 108 b 6.6 W3 107 86
- - - ‘- 3.8 - T4l 34
33.3 32.1 Sl 37,3 5646 42.9 62,1 9843
1,0 7.1 - ) 1.9 . © 36 - 1.2
104 3.6 8.1 87 7.9 S 143 25.0 184
8.3 U3 0.8 9.9 5,7 Tol 1047 6.7
b.2 - - 2.5 L.t . 3.6 - 5 3.7
b2 - 2.7 3.1 7.5 36 3.6 6.1
- - 20 - .6 g - - -
6.2 10,7 2 6.2 5.7 S 36 - k.3
Other adventages and disadvantages 9.4 10,7 135 106 8.5 10,7 10,7 9.2
50,0 39,3 - 29.7 L35 24,8 393 10.7 2542
100,0  106,0  100.0 100,00  100,0  100,0 100.0  100.0

HNumber .of respondents.

9% 8 N 161

106 28 28 163

1/ Detail will not add to.sub-totals because respondents might make several coments.

exsby Distases and Purposet/



=2

proportion menticning speed both tend to increase.

Fear of flying seems to be less important in business travel than in
non-tusiness travel. It is mentioned less frequently in that context, though
én. results are not firm from a statisticsl point of view, But it 1s tempting
to speculats that business travelers tend to be frequent travelers, and hence,
to have lost their fear of flying through familiarity, Or, if the fear per-
sinta, they have pushed it below the surfece of their minda.

Expense, naturally enough, seems to be mentioned more often in comnection
with vacation or pleasure travel than in connection with trips on business
or on perscnal affairs,

Income influences whether people diséuas elr travel for vacation and
pleasure trips, The higher the inccme and the longer the pleasure trip the
more likaly people sre to mention speed, and alse, the more likely they sre
to mention comfort, {See Table V-18) People in the lower income groups are
unlikely to mention air travel as a possibility, especially for shart trips,
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Table V=18.

Adventages and Disedventeges of Air for the Most Recent
Conmon Carrier: Vecation and Pleasure Tripa Under 1000 Mles 1/

(by family income)

Vacation & Pleasure Travel  Vacation & Fleasure Travel

bl Miles 999 Miles
Under . . ' Under $3000= .
{3000 S999 & over Incomes $3000 5999 & over Incomes
Discusg air 1.4 20,6 46,7 25.0 25,0 L3.B 76,7 50.0
Advan' I
gaper by air 1.k » 6,7 2.8 & 62 3,3 3.1
Sefety * * # #* ) #* # L3
Speod 2.9 10,3  30.7 $e9 10,7 28.1 96,7 33.3
Good connections # * o # * * 3.3 1,0
Comfortable, restful, )
good facilitiea - 1.4 31 10.7 L8 3.6 6,2 20.0 10
Convenilent = 2,1 1,3 1,2 7.1 3.1 13,3 8.
Migcellaneous *» 1,0 2.7 1.2 ® 6,2 6,7 L.2
Disadv a
Toc expensive _ 1k ka * 2.L * 9.k 3.3 b2
Bad connectiong #* * 1.3 * # * #

: #
‘AMratd of fm-ﬂs i 3a 6,7 bl 10.7 #* 10,0° 6.2

Other advantages and : ’
= disadvantages 2.9 1,0 13.3 £.2 % 3.1 20,0 9.4

No discussion of air 88.6 79,4 S3.3 _15.0 15.0 56.2 23, _50.0
Total 100,0 100,0 100,0 100,0  100,0 100,0 100,06 100.0
Nunber of respondents 0 97 75 252 28 3R 30 96

i/ Detall will not add to eubtotals becaunse respondents: might make ssversl comments |

# Iess than ,05 per cenmt,

H
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Advantages and dipadvantages of rail: ' In 1956 as in 1955 the
a&vant.age' of rail mest often menticned was confort and good passenger

faoilities, (See Teble V-19) Speed, low price, and asfety also received
.favorabla nti&s. ]

Problems of trains not going to the right destinstions st the right
- times and of stations being inconveniently located were mentioned lese
often in 1956 than in 1955, . The explanaticn is similar to that menticned
in the discussion of air travel., In 1955 rail travel was discussed by
'feopls all of wham went by cdmmon carrier on the trip in question, while
1n 1955 same of the respondents answering this question had chosen to .
travel by auto.‘ ’
_ About half of all respondents discuss rail in cannection with
"comon carrier trips under 1000 miles regerdless of purpose.(See Tabla V-20)
For trips over 1000 miles, people are more likely to mention rai;l. if the
trip 18 not on business. These results are cansisteént with the actual
pattern of cholces shomn in Teble V-8, It seems to be true that the
advantages and disedvantages of rail which people mention do not shift
depending on length of trip or purpose of tiip.

The probability that pecple will discuss rail in connecticn with
a pleasure trip is influenced by their incame, (See Tadle V<21) In this
table all distances are considered together, sn arrengement which seems
,muﬁea-in the light of the absence of any pronounced effect of distance
in Table V-20, All advantages and disedvantages ere menticned less '
frequently by high insome people, since fewer of them discuss reil,



-5~
Table V-1

Advantages and Disadvantages of Rail for +ho Most Recent Trip

{Percentage distribution of advantages and disadvantages)
Per Cent of All Advaniages

Advantages and Disadvantages of Rail and Di.aad‘vantggeb of Rall
Advantages of Rall Fall 19552/ 19563/
Gheaper 9'6 9-8
Free pass - L.2 6.2
Safer 4.6 8.6
Paster 7.9 1205
Comfortable, restful; good passenger facilities
{e.g., rest rooms, diner, club car) S1r9 23.8
Enjoy the scenery; sightseeing 3.3 ) 3.0
Good (better) connections:
Traing go to more places 3.3 3.0
Trains go at the right times 0.8 3.4
Trains conmect well with ome snother?/ 1.2 0.h
Trains connect well with other modes 0.2
Trains are easy (easier) to reach; stations
are canveniently located 0.8 3.0
Good comnections: no further information 1,2 2.8

Convendent (no further :lnfomation) 6.3 9.9
Disadvantages of Rail

'ﬁaina are slow
Bad connections: trains don't go to right places,
encugh places; are badly scheduled for reasons

of destination 16,7 ' 3k
Trains don't go at right times; are badly
scheduled for reasons of timing 5.0 2.8
Trains connect badly with one. anotber}/ 3.3 . O
Trains comnect badly with other modes ’ #*
Bad, comnections: no further information : Le2 2.0
Hard to get to a train; stations are incon- ’
veniently located 6.3 1.0
Other advantages and disadventages ..........3-"_ 38
Totel 100.0 100,0
Number of adults . who discussed rall 200 sy
Number of aduits in sample 1275 L528

_:y Insludes resveonses for which it was unclear whether the respondent's reference
wes to commections with othsr trains or to connections with other modes.

2/ A1l advantages and disadvantages in this colum were menticned by respondents in
discussing their most recent trip, whether camuon carrier or auto, The question
wag: "How did you happen to choose thia way of traveling instead of some other?"

3/ A1l sdventages snd disadvantages in this column were menticned by respmdents in
discossing their most recent trip by common carrier only.

# Lless than .05 per cent..



Table V20

Advanteges and Disadvaritages of Rail for the Most Rscent Trip by dmgn_caﬁie: by Distance. and Pux'posay

Discugsed pell

, Advantages
Expense - cheaper by rail

Free pass
Safety - safer by rall
Convenience & service
Past - fagter by rail
Comfortable, restful, good
facilities, enjoys meeting
peaple -
Convenient
Good connections
Miscellaneous

Enjoy the scenery, sight-seeing

Disadvantages
Gonnecﬁ ons bad

Cther advantages -end disadvantages

No diseussien of ratl

Total
Munber of respondents

All Distances
Vacation Personal
& Fleasure Affairs. Business Total

1%22 " Miles .
acation Personal

& Pleasure Affairs Business Total

M7 %68 b0.2 k7l
7.0 7.6 3.0 642
5.7 2,3 1.2 4.2
7 .0 3 -8 3 |0' 5-6
8.5 9.1 65  8a

16.8 IR N 13.0 15,3
[N 6.1 .2 5.l

7 2.3 bt 1.8
3.1 b b 2,1
1.3 # 1.2 1.0

12,0 24.2 W8 2741

52.3 b3.2 59.8 52,6

100.0 100,06  -100.0 100.0
L59 132 169 770

5.2 608 50,0 526
5!6 8.1 2.0 5.2
6.3 2.7 1.0 k.7
Tel 2.7 2,0 5.2
Tel 10.8 Tal T8

16,3 17.6 6.3 16,8
6,0 [N 16,3 8.3

o 1.4 6.1 1.9
2. 1 10 1.9
2.0 * 24,0 1.7

19 -l& 28.h4 17.3 20-5'

h8.8 : 22& an M

100,0 100,0 100,0 100,0
252 Th 98 L2
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Table V20

Continued $00-999 Miles - ;
Vgcaﬁcn F_ersanEI i
& Pleasure Affairs Business Total
Discussed rail 4.9 2.8 105 kel
Expanse - cheaper by rail 8.3 10,7 8.2 8.7
Free pass 5.2 3.6 2,7 k.3
Safety 5.2 3.6 5.4 5.0
Convenlence & service :
Fast, fagter by rail - 8.3 10,7 10,8 ‘9.3
Confortable, restful, good -
facilities, enjoys mesting '
people 20,8 3.6 13.5 16,1
Convenient 3,1 10,7 8,1 5.6
Good' connections 1.0 7. S.h 3.1
Mlscellaneoua )
Enjoy the scenery, sight-seeing # * SR - %
Disadvantages
Connéctions bad » * * *
Other advantages and disadventages: 16,7 25.0 15,2 18,0
‘Ho discussion of rail 53,1 32,1 59,5 50,9
“Total 100,0. 1000 100,0 100,0
Nurber - of respondents 9% 28 37 184

1000 and Over

Vacation  Personal

& Pleasure Affairs Business Total
39,6 32,1 20.7 3.1
1.6 3.6 » gig
U7 * #* 3.1
7.6. 7.1 # 61
WL 36 1A
18,1 17.9 3.6 13,5

9 * * o0

o9 . # 56

6,0. # » 37

-_9 . * * .".6

6.0 10.7. 1d 67
60,h 62:9 89,3 66,9 -
©100,0 100,0 100.0  100,0
106 - 28 28 163

1/ Detail will not add to subtotals beceuse respondents might make several comments,

# less than ,05 per cent,

=Lt
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Table V-21

Advanteges and Disadvantages of Rail for the Host Heoent
Trip by Common Carrier: Vacation and Pleasure Tri by Incohe

Vaocation and Fleasure Travel (All 'Tri
WWE%_ 3 0,000 2

§3000 5999 9999 3 over Incomes
£0,7

Discuss rail ig.h Lo.8 20,0 L6, 8

Advantages _
Cheaper by rail 66 9,1 5.8 1.8 8.7
Freo pass 8.2 T.1 1.0 3.6 Fo3
Safer by rail . 9.8 6.5 3.9 3.6, 6.5
Fast, faster by rail 6.6 10.4 9.7 3.6 8.3
Comfortable, restful, good

facilities, enjoys meeting )

people 20,5 18,8 16,5 5.5 17.0
Convenient $.7 3.2 a9 3.6 3.9
Good ‘connections ‘ 8 1,3 #* # T
Enjoy tha scenery, sight-seeing 33 3.2 1.0 # 2.3

Diaadvantﬁgg' = ’
; ections bad 3.3 1.9 1.0 - 1.8

Other advantages and disadvantages 23.8 1.7 16,5 7.3 5.7

Fo discussion of rail 39.3 _50.6 59,2 80.0 53,2
Total 100,0 100.0 100,0 100,06  100,0

Humber of respondents 122 18k 103 S5 L3h

y Detail will not add to subtotals because reapondents mipght make several comments.
* Leas than .05 per cent,



Advantages and disadvantages of bus: The léading advantage of

. bus travel is cheapness. The change in context in the questions about
choice of mode in 1956 campared to 1955 served only to-emphasize that,
cecmpared to other ¢ommon carriers, the bus is cheaper. Poople also con-
tinue to mention-that busesgo to more places,” that they enable cne to
sea.the scenery, and that they are relatively fast.

. The ghift in conmtext of the question meant a decline from most
important disadvantage to least important disedvantage of the comment
that buses do not go to the right plagés, Compared to automobiles
buses do-not do very well in-thls respect, but compared te o't.insr camon
carriers, they do very well indeed.



Tebig” V22
. Advantages and.Disedventages of Bus for the Host Recent Trip.
(Percentage distribution of advantages and disadvantages)

Per Cent of A1l Advantagea and

Advantages and Diaadvantéges of Bus .Disadventages of Bus
Advantages of bus C s 19567
Cheaper 15-3 23,3
- Faster ) b3 5.2
See the scensry L.8 7.0
Hore flexible schodule: stop when and where you .
want, stay langer 1.k ‘27

Better (good) connections:

Buses go-to more places; -"only way you could

get there” b8 9.2
Buses go at right times 34 hi2
‘Buses connect well with one ancths 1L B %
Busss commect well with other modes : 0.5 *
Good cemnections: no furthsr information 2.4 ha2
Buses are ocasy (easier) to reach; terminals

are conveniently located 2.4 : 1.9
Convenient (no further information) L.8 6.8

Disadvantages of bua

Slow ' L8 Sel
Patigue; lack of comfort : 3.8 9.2
Bad connecticns:

Buses den't go to right places, anough placea;
are badly scheduled for reasons of

destination 13.h #
Buses don't go at right times; are badly
scheduled for reasans of timing 3.4 0.5
Buses connsct bedly with one anotheﬂ-r : 1.9 0.5
Buses ccmnect badly with other modes *
Bad comectiona; no further information 1.9 0.5
Hard to get - to a bus; terminals are ine
converdently located 2.9 0.5
Other advantages and disadvantages of bus 1941 ih.9
Tetal 100,0 100.0
Mimber of adults who discissed bus 156 29
- Nuther of adults in sample 1278 Lo28

1/ Includes Fespanses for which it was unclesr whether the respondent's refersnce war
to cormectiony with cther buses or to connections with other modes.

2/ A1l advantages and disadvantages in this ¢olumn were mentioned by respondents in

'~ disecussing their most recent trip, whother common carrier or muto. The questicn

was "How did you happen to choose thiz way of traveling instead of soms other?”

-3_/ .J.l advantages and disadvantages in this celusn were mentionsd by Tespondents in

. discussing their.most recent trip by common carrier anly.

# Less than ,05 per cent.
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Advantaggs and‘disadvantag_s of auto: Tha sdvantages and di'sad-

vmtages of auto ment:loned 1n the 1956 Survuy are ment.ioned by paople
who actually t.rsveled by coman csrrier. It is. not surpms.ng that rmr
of these people mentidled any advmtaves of auto. Those who mentioned
diaadvant.a.gas spoke in tem of ratigue aml the difficulty or driving.
A few mentioned t.hat t.hey d:l.d not lnve & car,
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Table ¥-23

Advantages and Disadvantages of Auto for the Mogt Recent Trip
(Percentage distritution of sdvantages and disadvantages)

' ' Par Cent of All Adventages
Advantages and disadvantages of anto B and Disadvantages of Auto .

Advantages of suto. o .. Fal 2955/ 19562/
"Hore of us could go;" "free rids al someons i . )
else's e:panséfﬂ chose ?ut"o for reasons of 7.2 1.4
companionstip {(specific
Chasper 23.6 3d
Faster L.9 1L
1ikes to drive; roads are good, safer 1.9 #*
More privacy 0.8 #*
More comfortable; relaxing; less tiresome 1.1 2.0

No schedule; ane can time cne's trip as one
pleases (can start and stop when cme wizhss);

can chovse cne's own route 13.5 b
Esaier with children (bables) or with old . )
(sick} people 3.7 . *
Car is available upon arrival . 5.5 1L

Car gees door-to-door; avelid changing modes or

going to and frop terminals; perschal bew

longings more easily carried S.5 1.4
Enjoy the scenery 6.9 2.0
No good camections by other modes; "anly way you

could get there;" car ia better for short

distances 5.1 2.0
Convenient 10.8 2,7

Disadventages of auto

Fatigue ("it's hard-te drive so far®); doesn't
like to drive; can't drive; didn't have car;

roads mgy be bad (ice, snow, constructian) 1.1 L49.0
Cther advantsges and dimsdvantages of auto 3.b 31,9
Total 100,0 100,0
Thwber of adults who discumsed auto 10kh 136
Mimber of adults in sample 1275 u528

1/ A1l advantages and disadvanteges in this column were menticned by respondents in
diseussing thelir most recent trip, whether commen carrier or auto.

2/ This distribution is based on comments ebout gute travel wads in connection with
a decision to use a cdmon carrier, All advantages and disadvantages in thia
column were menticned by respondents in discussing their wost recent trip, whethar
by camon carrier or mito. The question was: "How did you happen to choose this
way of traveling instesd of same other??

#* Lass than ,05 per cent.




Sumvary of fectors which influence choice of mods: It may be

helpful to summarize the main facts about choice of modé which have
emerged from the 1955 and 1956 Surveys considered as a wnit. Ths auto-
mobile damihates the travel market, Ita strength 1ies in ita cheapnese
and its ﬂexi.bmty. Cheapness, in th.i:a cﬁntéxt, seems Lo concern the
additional outlay which people -must make to take o trip assuming they own
8 car. Peopls-have in mind in particular the cost of travel by several
people at a time., Flexibility refers to freedam to time ane's trip as
cne pleases and to select ome's ‘dln route. The auto is relatively woak
in large cities and atrong in emsll tows. Tt is also relatively waa-k.
for people too poor to afford cars of their own or rich enough to travel
freely by commen carrier. Minally, it is relatively strong at the
stages of the 1life cycle at which pecple have young children. i

Among the common carriers, people’s choice depend.é on their incoms,
the purpose of the trip, and how far they are going. Reil travel stands
betmeen bus and air on sll three of these dimsnsions. High ineome pecple
travel bty plane, and low income people by bus, but people from any incams
lavel may choose rail. People conment freely on the cheapness of bus
travel, end mentiocn that rich people travel by air. People trwenﬁé on
businsgs are likely to fly and unlikely to go.by bus. They may travel
by rail. The speed of air travel undoubtedly is important for tusiness
trips, especially trips of 1000 miles awsy or more, Bus travel is most
camonly chosen. for shert trips, and alr travel for long trips, but reil
frequently 1s chosen for-any length of trip except very long trips on’
business, Buses are often seen a8 uncomfortable, but useful.even to
upper incane pecple becanse of their scheduling and becsuse of the
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places which can be reacl;ed byb'us. . S
Thore 1s sawe evidence that air is at a dlsadvantage because of
& Widespread nervoussiass sbout flying. Pecple who have besn initisted
‘into. air trav_.el seen to be more iikaly to fly then the unin:l.tia‘bed. - One
reascn may be that Pamiliarity reduces ng‘rvic.msmsa.

-




THE TRAVEL MAREKET

1957

Survey Rcinarch Center

Institute for Soctal Research -

University of Michigan
May 1958



11

FORWARTD

This report describes the findings of the 1957 National Travel .
Market Survey conducted by t|‘he Surve_y'lteu'earch Center of the Un;l.veralty of
Michigan and aponnored by t:he'lioef.ns Atrplane Company, the New York Central
Syatem, and the l’ennnylvania R.a.ﬂroad Company . This Survey is the third ‘I.n
a series of National ‘kavel. Market Surwys begun 1n 1955 and contl.nued in
1956 by the Survey Research Ceoter. The 1955 and 1956 Snrvsy- were sponsored

by the New York Central System and the Port of New York Authority.

Purposes of the 1957 Survey . Lt

. Tha 19:57 Survey covered thres main topieca: First, & series of
questions was aukeq about frequency of .travel by air, rail, bus .and auto.
Questions were also asked about whether pscple had aver taken-an air-trip
and the spproximate date of their first air trip. Similarly, people were
asked whather they had ever .tsken a rail trip and the date of their most
recent rail trf.p.;.__ The replies are reported in Chapter II and III of this
report. SGcand,"'d-el:ailed information was collected about the ‘Bost recent
trip of the ‘_l.'e'np-b'n-dent. Tables I;asad on this information appear in
Chapter IV, Fi:nallj[, the 1957 éurvey 1m1;d€d a' short sequence of quesations

about attitudes toward jet travel. Answers to these q;:auttoun are reported

“ T . . T .t !

in Chapter V}.

Reports on the 1957 Survey

An interim report on the 1957, National Travel Market Survey was
prepared and circulated .to the sponsors of the Survey in Awgust, 1957. A
note on’ ;tti._g:udes toward trav.el by jet plane was circulated in the winter
of 1958. The preseat report includes all of tha findinge of .the Survey

and no further ta!u_fence ueed be mads to. thease earlier reports.
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The Sample .- )

The sample used in the 1957 Survay was a probability; sample sfmi-
lar to that used in.the 1956 Survey anl.i,tha 1955 s-._lr.vey.; In the 1957 survey,
as in tha 1956 :Survey, one.intervievw wae tai:en-,.i.n avery family in.the sample.
Within the family, the respondent was either the husband or the wife, with
the salection botween the two oo a random basis. No interviews wete taken
with any additional ."extra" adults in the family, In:one-half of the inter-
views, however, the ruéondent was asked to report information about the
number of trips by different modes: of travel taken by’ the "axtra"_ndults in "
hta- family. Tn this vay information was obtaided which makes it possible
to include the "extra" adults in the r.qblc:a about the frequency of travel, -
For a more detailad discussion of tha sampling procedure sea “The Travel
Market 1955", Appendix A. -

The oumber of interviews taken in the 1957 Survey uag as follows:

‘

: - ‘ : ‘Humber ‘of Rc-p‘oq'lc
Interviev Period Interviewn , Rate
| May - Juoe 1957 _ 1356 C en
| November - December. 1957 1493 Es:_
Total . B EEEE .

Additional information was collected about 300 extra adults so that the

total number of adults covered was 31“9._

Definition of a Trip

“In the: National  Travel Market Surveys a "trip" is defined as a :
round trip to a point 100'wiles or more away. Moving to o new home 100
miles suay ta' aleo considered a tfip.: Trips taken by employees of a com- °
com carrier in'connection with tlu-i.: work are excludad. In estimates of
the frequency of air travel, trips by private plane, military plane and
cozpany-owaed plans are also excluded,
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Staff oo the 1957 Survey

This study was carried out by the staff of the Survey Research
Center, a division of the Institute for Social Research of ti:e_-l_lniverstty of
Michigen. The Institute is under the direction of Rensis Likert, while the
director of the Center is Angus Campbell, This atu&ysﬁa carried out. in .
the Econcomic Behavior Program of the Cemter, George Katona, ‘director. The
Center's £leld staff is directed by Charleo Canuell, end the sampling _
section by Leslia Kish, For this suivey, study design, analysie sud report
writing were the r'esponstl;inty of John B. lansing, assisted by Ernest

Lilienstein,
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I. Summary of Major Fingd

Frequency of Travel by Different !‘!odu

Between the 1955 Travel Survey and:the ‘1957 Survg ths proportion of
the population. taking at least one trip a’year by auto, bus, and air
increased. 1he proportion teking a trip by rall showed tittle or no
change.

The proportiom of the adult population using each mode in a year as
of the 1957 survey s air, 9 per cent; rail, 11 per cent; bus, 10
per_cent; and auto, 61 per cent. Altogether,. 23 per cent of the
2dult population use one or mors.of ‘the common cartiers in one yeat..
if people who usad more than ope wods are, enly counted eana,

Alr Traval

Whether an sdult takes an air trip depends on his income, his staga in
the family life cycle, and the population of the place where he lives.

These factors wers shown to be important {n eerlter mn:veys. nnd ‘.
their !.mportance conti.nnu.

f . L
About 7 per cent of all’adults took obe or more ﬂru class flights " )

in the_year coverad by the survey, while about 3 per cent traveled
by air coach. Only about 1 per ceat of all adultn trlvolad bor.h hy
firat class and by coach flights.

As_of 1957 ebout 28 per cent of all adults had at soma time in their
lives taken an air trip. This proportion.is increasing at the rate

of ne nearly 2 per cent a year. Twelve per cent of all adults living

in 1957 todk their first air trip.in the six yeara 1950-1955. As of )
1957, 36 per cent of all'men and 21 per cent of women had taken en eir tr:

Rail Travel

Whether sn adult takes s trip by rail depends.on his incoms, his stage

in the family life cycls, and the population of the place where he
lives, Thees factors ars also important for air travel. In comparison

to’air tha appeal of rail travel is relativaly strongest for people in
the middle and upper middla -income groups, for pecple in the older age
groupe, and for people living. in towns and cities of wmoderate size.

About 4 per cent of the adult population traveled by pullman.in the
year covered by the aurvey, while about 8 par cent traveled by rall -
coach. Oaly about -1 per cent’ :raveled both coach and fust class in -
‘the course of & one year pariod,

Seven adults out of ten have taken a xail trip to & point.100 miles
Away ot some time in their lives. Two out of ten took a reil trip.
in the period 1950-1956 bur.did aot: take one dur!.na the t\ialve .
months befote they vere muwuud.



-2- .

Bus Travel .- . ‘_ .

The proportion of the population taking a' long distance bus trip to-
creased from 7 per cent to 10 per cent from the 1355 Survey to the
1957 Survey. This increase took place in all incema groups in the
population, .

Auto Travel

The proportion of the population. owning sutomobiles and the' proportion
taking trips by -auto both rose in the period. from the 1955 .to. the .
1357 Survey., People in the upper income groups and young married
couples with no children ere especially likely to travel by automobile.

Travel by Region

The travel habits of adults 1living in:New York City contrast with
those of people living elsevhere. FPeople living in the New York area
are much less likely than those living elsewhere to travel by auto
and more likely to travel by comson carrier. Fourteen per cent of .
them take a non-bu-ineu air trip in a year, about twice as large a
proportion as.elaewhere. FPor rail travel the differences are in the
same direction but lass extreme.

People living in parts of the New York Central Territory other than
Hew York City are slightly more likely to traval by air and by rail
than those io the rest of the United States. People in the rest of

the United -utu have been most likely to take a bus trip, but bus
travel to pofnts 100 miles or more sway is becoming more common in
Hew York City mnd elmhgre in tha Cantral Territory.

Choice of lbda for 'n'avel _by Common Carrier

Of all trips comnon carrier to points loo-k” ailes away, about
four out of ten involve the use of air, four cut of ten involve the
use of rail, and three out of ten involve the.uss of bus. People
may aleo travel by car for part of the trip.

Of all trips by common carrier to points 1000 or wore wiles away,

two-thirds involve use of air, and one-third, of rail. Omly about
one such trip out of ten invoives use of bus. People may also
travel by autc or by other modes for part of the txrip.

People's statements about the teasons for their cholce of mode
suggest that there are seven maion factors involved in the decision:

availability of the mode, convenience of arrival and departure,
speed, price, safety, comfort, “and desire for variad sxperience.
Df these, speed, convenience of arrival and departure, comfort, and
price are mentioned most frequently.
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Il. 1The Preguency of Travel by Different Modes, 1955-1957

Estimates of the total wumber of passenger-miles traveled during the

year in the United States are available without need,_,,for .nample-uprveyg.' q:;ly

froa surveys, however, is it possible to estimate the proportion of the popu-

lation who. take & ¢rip duriog the.year b} each of the .four principal modes. of
treval. From the 1957 National Travel Market Survey it appears that the pro-

portion of the. adult population using each of the four modes was as follows:

Ratl 11.2%
Bus } 9.6% )
Auts. . 6L0% 0

These e_at}i.p_l,a.ua refer to the 12 jmonth peried prior to interview,,

which coincides roughly with the calender year, 1957 for interviews taken in

Novecber and December, 1957. For 1nt.e'rvi_.m ﬁkan-l.n May and June, 1957, the .

12 month period‘includes the latter half of 1956 and the first half of 1957.

. The main |;_urp_-o's§ of this chapter ta to answer tha qi_ms'tip'!'a‘, "Who are
the users of eagh',;of the four modes?" The. first séction of the chapter ¢on~
aiders the three common carriers jointly. The -foll.’o'vfﬁg .‘secl:lonn-c'oneern,

air, rail, bus and

I3 .-

auto,’. fn that ordar.

e
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A, Travel by Common Carrier
In 1957 al:.au-!: 23% of tha sdule populatiom took a trip by air, rail,
or bus (Table 1). Of those adults from families with incomes under $1000 about
161 took a trip by common carrier, Surprisingly, within thé range from $1000-
$7500 incoma makes little difft;tenne‘in ‘the probability that an individual
vill toke at lesst ona’ trip by one of the common carriers., In each incm
class within thic rauga, one individual in five took & trip by comvon csrrier.
As income rises over $7500 the probebility that an individual will take s
common carrier trip also vises. Of those with incomes of 515,000 or more,

about six.out of ten took such a trip.

The second wajor Eac.to: which f{nfiuences whether an adult will take
a trip by coumon carrier {s his stage in the faxily 1fe eycle, Of young,
single heads of families, .abaut four in ten took & trip by commqqcarrur in
the year before lut.arv_ieu (Table 2). Of young marr_!.ed ndul_ta with 8o children, 5
two’ out of ten tock & trip, Of young a‘dul}-.n with a child under two years of
age, only a little more than one in ten took a trr!.p_ by common carrier. &As t_hc;- _
family grows older and leaves home, the probability th—at a' person will ta-ke [
teip by common carrier incrasscs.  Of the blder adults with no children at
homa, & little more than two In ten took & trip, while of the older single
people, about three Lo 'ten took & trip by common carrier. Por travel by auts, -
the situation is very different, as is discussed later ia this chapter, There ''7
werea aleo atriking differences from one common carrier to another which are.

discuased in the sections immediately following.



Table 1

- . . N Frequency of Common Carrier Travel, by Incoms
3 R . . (Percentage Pistribution’of ‘Adults) -

) All Under $1000 $2000 §3000 §4000 $5000 £6000 §7500 $10,000 $15,000
Hhii:hei' Took Cozmon Carvier Trip Incomas $1000 -1999 -2999 -3999 -499% -599%¢ -7499 -9999 -14,999 and Over

Reaptmdent took ona or more T -
common carrier trips in "Past

12umopl:hu“j M, ‘ 22.7 16.1 19,5 19.2 . 20,5 17.2 18,9 21.4 32.0 41.4 62.9
R'espt':liaeﬁi took no common '
carrier trip in "last 12

|montha"'l/ . T 7.0 8.9 8.5 8.5 79.2 82.8 8.3 78.3 68.0 586 17.1
Not sscertained’ - . -~ ‘: 3 ) _ 7 i‘f'_ .* B i '7_.81 3 "* ‘ * *
“Tocal ' 100.0 100.0 1900 100.0 100.0 1000 1000 T00.0 100.0 100.6 1000
' Minber of dases 2/ 2849’ 218 287 261 380 383 392 6k 256 140 . 62

* : -5
. £

% Lesa .than .05 per cent.

1/ The "last 12 months" rafera to the 12-month perlod preﬂadf.ng each survey. Interviews were taken in May-June and
in Hovember-neeewbar 1957. \ ' '

2/ “this table excludu "extra" adults other then heads of familles and their wives,

-



Table 2

. Fraguency Common Carrisr Travel, by Stage in tha I.d.:l'e G elo . N
'ercentage BIsErJ.EHon of Esponﬁts! ] L

Stage in' the Life Cycle

T

Whether took Common Carrier Trip All * Young, Young, iarried, Harried, Children Han@?:d, Children,

Stages Single  _iMNo Children  Youngest under 2 Youngest 2-lh
Respondent took one or mere common _ - o LT .
carrier trips in "last 12 monthgtl/ 22.7 uo.1 20,5 12,7 N ,:16.0 .
Respondent took .no common carrier h ' oo
trip in "last 12 montha® _/ : 770 59.9 . 195 87.3 . 8.0
Not ascerteined - .3 # . +# L L
Total 100,00 100.0. - 100,0 . 100.0- w0 10040
Nunber of casesd/ 2809 137 229 ' 252 3

: :  Older, sarried . P

Respondent tock one or more common ' Married, Children Married, Children No children -Older, ' - o
carrier trips in "lest 12 mmths"l/  Youngest, 5-144  Youngest 15-17 under 18- Single  ‘'Other ' :
Haspondent took one or moye commen h ST Sh
carrier: trips in "list 12 monthe"l/ a.1 30,6 22.4: ¢ L 260
Responddnt, tock no common carrier s . o
trip in "last 12 montha"l/ 8.4 694k 7743 68.1 WO -
Not ascertained -1 . L # .3 —_—b *V'.
Total 100.0 100,0 100.0 100,0 100.0 |
Mubey of cases)/ ! © 559 108 683 395, 100

#lass than .05 per cent,

1fThe "ast 12 montls® refors to the 12-month pericd: preceding each survey. interviews wers taken in. riay-l'una
and in November-De.cember 1957. :

2/Undar L5 yeats.
3/This teble excludis "extra" adults othsr than heads of families and their wives.

-g-
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B. Use of Air I.cst"fe_'gg'
T

The pmportion of the adull: population uho take an al.r trip in 2
pericd of one year doea “not-. clu.nge substantfally, from one’ year I:o ‘the next.
‘The best estimate from the Survey is that the proportion of the ‘adult popu-r"-
lation who took at least oné eir trip in & year rose from.7% in 1955 to 9% - '

i
P T \

fn 1957 (Table 3}.

The probai;‘h;‘.cy thet an individual will take"aa sir 'grip VV'dependg up-
on his income. Of hose sdults from families with incomes belc‘%u $5000, only’
about 3-57% took an® air er:l.p in 1957. Of those with higher 1n¢oﬁe‘s wmore took
an air trip, until 'more- than four out of ten of those in tha income class

abave $1$\';000 tock an a:f.r_ trip in a year.

Both busineas nnd non-business alr travel. show a relaticnship to
incoma., About 37 of all adultu ‘take an ai.r trip for businesa purposes in dne
year. of these with incomes under 31.000 houever, less than 17 l:ake a busl-
ness air trip, while of those with incomes of $10,000 - 520,000 bet_yeen 10 ‘
and 207 take & business air trip. About 6% of all adylts take & non-businéas
air trip. Of those with incomes below $1000 only about 3% :akg such a trip

in contrast: to 15% or more of those with incomas above $10,000.

:“Flna there been i.jlshlft in ‘the relatfon between income and air travel
between 1955 and 19577 Tlm data in. Table 3‘._.su33ast that there has been such
a shift. "The proportion of adults in the lower incoma groups who took an air l
.tri.p has .;end_eci.' to i.nc:?_aﬁe vhile the =p_ropo;ti.on of adults in the income »
groups over $10,000 who took o 2'1; té1p hss mot increased. This findiog is
consiatent with’ axperl.’epcei. in éo:;'écti.'rm with oth‘qr na\i:é:éods and services
purchased bg cq.pspnvern_.; ;’l‘_{;la‘srlpion-se'_t,a, for'exanpie, WBII'-O first purchased
by people in the highest .i.rgicmlgfoﬁpsAund then, as time went on, incressing

proporticns of those in successively lower income brackats bought sets, It is



-Use of Air

Took one or more air trips
"lapt year" :

For business pu;-posea

For non~businegs purposes

For both businegs and non-
business purpesas '

Did not take an air trip
Not epcartained

Total

Rumber of Adulte

Tock one or more alr trips .

“last year”
For busihese purposes
For non-businéss purposes

For both business and non=
business purposss
Did not take an air trip
Not. aacertained

Total

Number of Adulte

Table 3 -
Use of Air ULssgt Year" by Incamo Oroups (Percentege distributicp of adults)

All Incomes

1.9 2.3 2.3

{7 TR T 1 8.7

.h - .5 -B
91.0 92.h 0.4
2.3 ol )

. 100,0 100.0: 100.0
BLAS 5255 3l
32000-2 -
1558 ig% 1057
3 * 11

2.0 19 A2

Under. 51000 £1000 - 1

TF DB 5 1957
29 13 3.5 Ll 1.5 2.8
#* o3 . 1 * 0
.19 -? 305 1.0 1-5 2.2
* 3 # # # #

9%,8 98.7 96.1 97,0 _97.9° _5%.2
2.3 i ol 19 &b #

100,0 100.0° 100.0 100,0  100,0 100.,0

3.2 3.5 L.
9 10 1.0

832, kw0 326

:»hooo-hgsig : '

.8 A2

2+9 1.8 Leb

.1 # . # d .1 i .2 .1 *
5.2 97.8 _95.3 95,2 96 _9l.7 93,6 96,8 _9us0

24 .2 b 1.6 _ 8 _25 9 1.2
100.0 100.0 100.0 100.¢ 100.0 100.,0 00,0 100.,0 100,0
961 5Bz 260 16 709 lae 129 7o W8
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Use of Air

Took one- or more air trips
"lgat year”

For business purposes

For non-business purposes '

For both business and non-
business purposes,

'Did pot take m air trip
Not ascertained

Total

Number. of Adults

Took one or more air trips
"lagt year"

For business purposes
For pdia-bus:l.ness purposes

For ‘both business and.non-
business purposas

Did not take an air :l‘.r:ip

Not ascertained
Total
Number of Adulte

# Less than .05 per cent

9.

Table 3 {continued)

$6000-TL99 £7500-
EEE EE EE 1 19

9.8 10.2 10.3 12.0 14.8 18.7
2.3 3.9 3.5 L 58 7.0
7.0 6. 6.3 7.1 B.0 9.9

S 2 5 . .8 1.0 1.8
88.0 89.6 89.1 86.k B8h.6 80.9

2.2 .2 3. 1.6 -

1957
1.9 1.5 .5
4 3.7 55
O .30 .9
92.5 9L _92.2
1.9 .9

100.0 100.,0 100.0

109 671 L33

$10,000-

1,999
I5 % 18T

7.5 12,3 6.6

bk 1h.2 12

1.3 2.7 3.6
73.8 70,0 TL.l

100.0 100.0 100.0 100.0 100.0 100.0
896 559 3% 709 500 28k

915',000- . $20,000" and

':zs"m—_ﬂ'm'

0.2 ;h.9 L2.9 5 1.8 L8.3.
6.6, 9.3 16.7 16.6 104 6.9
221 23.3 16.7 25.6 25.L 27.6

1.5 2.3 9.5 9.9 6.0 13.8
68.3 .65.1 5h.7 bS.l 5B:2 51.7

" b1 .8 3.6

m]..jm # 2. 2,5 B #*

300.0 100.0 100.0
389 260 166

1/ Too few adulis to percentagize .

100.0 100.0 100.0 100.0 100.0 100.0

13 8 L2 121 67 29
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reasonable to expect that as the mmmber of people who fly increases, the new
travelers will come increasingly from. the income brackets below the top of

the income distribution.

+

This line o.f ra;asontns 1s coneistent with resulte: shown_in Table &
concerulng the proportion of all atr trips teken by individusls in different
income brackets. In TI:ln!.u_fl’.il:_l.e, in contrast.to ﬁbl’e é, the' mumbar of trips
taken by each adult is taken into account., The table shows the pe'ri;e'nr.— ;:f
all -business:air trips and sll non-buuineu"air trips taken by the 8du1r:s.i..n
different income brackets, These sstimates n.re ;ubje-c"t to <|ubatant1;l semp~
ling errors since the chancs incluaion or oxcimion of a few high-frequency
travelers can have & noticeable inpact on thn d:l.un'ibutionn. It is interest- E
ing to note, houevar, that the proportion of lll wn-bus!nals air tripa ‘taken |
by 1nd1.vtdun1ll with incomes oyer‘$10,000 vas el__tlimteq from t!u 1955 Survey
at 397, from the 1956 Survey at 382 and from tha 1957 Survey '-nl:-:291..|‘ The i

" decline -in the proportion.of business air trips accounted for by those with ' ‘
incomes over 510,000 .is even mre rapi.d but here the probl- of; samplins error
ts particularly acute, since tha very high fuquency travaler h likely .to ba
traveling oo business. It wuld be premature to concl.udu thal: thete hau been ;.
a noticeable change in the propcrtl.on of business tri.ps aeeouuted for I:y :hone(
in the income clasa over $10,000,

In. spite of the ehang; in the ilucome distribution of non-business
afr travelers, it remains trus ti:at moit air friwel is by pecple in the top
income groupa. Only 87. of all adults are from famuieu with incomea over
$10,000, but tl;in group accounts: for about a th!.rd of all non-business air:

tripe and perhaps a half or more o_t the- bualneur n_'.l,r,,'_trtpa.

The difference in .the propott'.l.on of the populatlcn uho ta.ite atr

trips from one yenr to the ncxl'. 1s mll, [T.5 thal: 1 i- not eaay to detect

= - . 3 1
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Table 4

‘Proportion of Air Trips in the "Last Twelve Months"
Taken by &dults in Bach Income Classl/
(Percentage distribution) ”

.

Fer Cent of Trips

_ Per Cent of - Business ‘Non-business

Panily Income All Adults ‘Air Trips Air Trips

1953 19% 1957 1955 196 1957 1958 19% 1351
Under $1000 © 5:2 7.6 7.3 % .3 e 4 1.7 3.3
$1000 - 1959 9:8 8.9 104 1 * 1.3 11 1.7 2.3
§2000 - 2999 116 11.1 89 .5 * .8 3.2 35 2.5
$3000 - 3999 16 13.5 13.3 2.3 1.3 1.8 5.6 5.3 T.3
84000 - 4999 15,3 141 13.3 3.7 1.3 * 113 6.3 20.0 |
$5000 ~ 5999 12.9 12.8 13,7 12,6 7.0 2.9 10.3 9.8 12.2
$6000 - 7499 10,5 10.6 12.6 7.9 10.3 13.3 17.2 16.3 8.6
$7500 - 9999 8.3 9.5 9.0 10.4 13.8 27.5 1.2 14.5 12.4

$10,000 - 14,999 4.5 4.9 5.3 28.8 30.5 22.1 149 13.8 7.9
$15,000 - 19,999 1.6 1.6 1.3 4.0 8.0 8.0 10,8 il.B 9.6
$20,000 and over 1.3 1.3 0.9 27.8 26.6 4,3 13.1 128 ILT

Not ascertalned 2.7 _4.1 4.0 _ 1.9 _ .9 17,9 8 2.5 2.8

Total 100.0 100.0 1000 100.0'100.0 100.0. 100.0 100.0 100.0

Number of air trips by adults =
in the ssaple in the "last
12 months" . F - .B57 855 315 716 399 3%

Kumber of adults 8461 5255 3149

rL Lo o 2 - R
1/ This table excludes trips by thuse who took 100 or more’alir trips in-a year,

* Less than ,05 per cent.



-12-

differences in the proportion of air travel in different groupa of the popu-
lation from one year to the next. - Apart from the differences in ths behavior
of different income groups, the obeam-d différences between years are almost
sll within sampling error. Accordingly the remaining tables in this section
shoving the percent of adulte {n different groups of the populatiocu who took

v air trip show oply the data from the 1957 Survey.

The stege in tha 'f'muy 11fe cycle of an individual has & powerful
effect on the probability that he will take an air trip. The proportion of
young stng‘le'people vho take air tri.p.a' is higher then. the proportion of those
in any other stase-('rable 3). Of the young, siogla ‘adult_-'abont 15% took an
air trip in 1957, cogpared to about 10L of the young, ma;-ried adults with po
children, and only about 5% of the young ldu.lt..vith young children, Indi-
viduala in the later stages of the 1ifs cycle are more Ii.ké!,y to take air
trips than those with young children. About 10T of thosa with children over
5 years of ags take an air trip and nuziy as maocy of the couples with children
who have left homa tske & trip. '

The probability that an individual will take an air trip is also
affected by the type of community in which he lives. People living in large
cities are more likely to travel by air than those living in small towns ox
rural areas (Teble 6). Of adults vho live in one of the twelve largest
metropolitan areas of the United States, about 12-15% teke en air trip-in a
year. Of those living in cities or towns with a population between 2,506 and
50,000, 7% take an air trip, while of those living in rural aress only 5% take
an aly trip. These differences seem to be due ip part to tha differepcas in
income between larger and smaller towns and cities and i{n part to the lack of

frequent air service in the country.




Usa of Alr

Tack one or more
air trips “last
year"

For business

purposes
For non-business

purpones
For both business

and non-business
‘purposas

Did not take an air
trip

Bot ascertained
Total

Number of
adulte

% Less than ,05 per

AlL
Stages

k) L2

cent.

Young,

Eingle Children

.3
10.3

Table 5

Use of Air "Last Year" by Stage in the Life Cycle
{par ceat of all advlta, 1957 Survey)

Stage in the Lifa Cycle

Young,
Marxied,
Ro

Married, Married
Children, Children,
Youngest Youngest
Under 2 2-4142
2.1 2.1
1.7 ﬁ.ﬁ‘
1.7 .8
9.5 92.7
- .
100.0 100.0
292 k11

Married,
Children,
Youngest

sl 12

Married, Older,Mar-
Childrem, ried, No

Youngest -Children
15-17 Undex 1§
10.2 1.8

3.7 1.9
6.5 5.2
* )
89.8 91,8
> it
100.0 100.0
108 692
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Tabla 6.

Use o£ Atr "Last Year" bz ‘Place of Reaidenee

Used Air
"Last Yaar"

Took oune.or more
air trips "last year"

For buginess purposes

For non~business
purposes

For both business and

non-buginees
purposea

Did not take an
air trip

Not ascertained
Total

¥umber of adults

‘(Per cent. of all adulte, 1957 Sumy)

Flace of Residence
Large Metropolitan sreasl/

Suburbs Suburbe Citles Cities Farm
All.  Central 50,000 2500- Subuxrbg 50,000 2500- & Open
Adults Citiea & Over 50,000 Rural &:Over 50,000 Country

Other Areas
Rural

15.4

B.8 12.8 1.4 12:9  10.8 _7:2 _5.3
23 13 2.8 3.9+ 29 3. . 1,8
5.7 9.9 B.6 . 10.0 129 6.3 3.4 35

B 1.6 - 1.5 * 1.2 .8 .3
90.4 86,1 87.6 B2.4 87.1 89.2 91.8 9.2

S 11 0 2.2 = & - 1.0 .5
100.0 100.0 100.0 100.0' 100.0 100.0 “100.0 .100.0
3149 447 105 279 3L 1068

490- 729 .

1/ Ths "larga" mtroponl:an areas are the twelve la.rgent mtropoliun ‘areas in the

United States.

* Less than .05 per ceat.
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Table 7 presents information cencerning the proportion of those in
different occupation groups who took air trips ian the year before the inter-
view, The evidence seems to indicate tﬁat the differences among o-c:upnr,l'on
groups can be explainad largely, if not entirely, in terms of varietions in
income from one occupation to the mext. About one-fourth of the adults in
families the bead of which fs a professional or technical worker took a trip
io 1:951. 0f the adults 11§1ng in ‘families whose head is & self-employed:or
managerial worker, about 187 took air trips. For other occupation groups,
the proportion who took an air trip wae much swaller. Only.about 51 of the
adults in the familias of craftsmen, foremen, and operatives in factorfes
tock an air trip and only about 3% of the adults in the families of laborers
and service workers took an air crip. Rct:l.re(.l peopla are not fraquei-xt air ‘

travelers. Only about. 4-5% of thean take an.air trip in a 12 month period.
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Table 7

Use of Air "Last Year" within Cccupation Grouos
(Per cent of all edults, 1957 Survey)

Occupation of Kead of Famdly
Profes- Salf~- "’

All sicnal, employed,

Use of Afr Occu= Tach- Hanag- Craftsmen, Fore-
"Last Year" pations nical _ exial . Clerical Sales gen, Operatives
Took one or more-trips . . )
by air “last year" 8.8 24.8 13.3 9.5 13.5 45,7
Por husiness purposea 2.3 8.9 . 6.2 »* 3.4 1.0
Por non-business purposes 5.7 12,6 9.1 - 9.5 8.1 3.7
Took both business and
non-business trips .8 3.3 3.0 - 0* 2.0 *
Did not take an air erip 90 73,2 J19.9 '90,0 B85.1 24,6
fot ascertained .8 * 1.8 .5 1.4 0.7
Total 100.0 100.0 100.0 100.0 100.,0 100.0
Number of adults 314% 210 436 150 148 837

Occupation of Head of Family

Laborers Students,
Usa of Alr Service Retirad Heads Not
“Laat Year" Workeras Parmers of Pamilies . Employed Housevives
Took one or more tripa
by air "last yeax" 2,6 2.4 4.5 11,1 7.1
Por business purposes .2 * 4 2.8 1.2
Por non-business purposaes 2.2 - 2.4 4.1 5.9 5.9
Took both business and
non-business tripa .2 * * 1.4 L4
Did aot take an air trip 397.2 97.2 25.5 87.5 90.5
Kot ascertained +2 4 * 1, 2.4
Total 1¢0.0 100.0 100.0 100.0 100.0
Runpher of adults 461 246 268 72 168

* Less than .05 par cent
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C. Coach and Pirst Class Air. Traval

In the fall interviews on the 1957 Survey for the first time infor-
mation was obtained about whether people who traveled by sir during the twelve
months prior to interview w;ant. by first class flights only .or by coach flights
only or by both types of Fiight. As slready discussaed, 8.8 per cent of the
adult population toock at least ona. air 'trlp: The proportion who took coach
and first class f£lights was as follows:

Took one or wore first class air
trips but no coach trips 5.6%
Took both coach and first class trips 0.6

Tock one or more coach trips but

no first class trip 1.7
Not ascartained 0.9
Tozal TR

Thus, about 6.2 per ceat of the ssmple are kaoown to have taken a
firat class flight and 2.3 per cent are known to have taken a coach flight,
Allowing for the interviews where typa of flight was ot ascertained, roughly
7 per c.enr. of the adult population travaled by first-class flight and between

2 and 3 per cent, by coach. - R

The distribution by number of first class trips was as follows:
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Number of First Class Trips - Rer Cent of All Adults
Took.one or more first
class flights 6.2%
One first class trip 9
Two 8.
Three .3

Four - five

8ix ~ nipe

Ten - ninptesn
Tuwenty - twanty-nine
Thirty or more

*

© ©_000 SOW
L NN

Not ascertained

o

Did not take firat

¢lass flights 92.9
Not ascertained 0.9
Total 100.0%

* Less than ;05 per ceat.
Thus, few pecple teke more than three first claes trips a year, bur there are

a handful of very frequent afr travelers.

Similarly, the distribution by mumber of cosch flights was as

follows:
Number of Coach Flighta Per Cent of All Adults
Took one or more coach flights 2.3%
One coach flight 1.3
Two 0.6
Three -
Pour - five 0.2
8ix or more *
Fot ascertained 0.2
Did not take coach flights 96.8
Not ascertainad A 0.9
Total 100.0%

* Less thao .05 par cent.

Thus, few people take more than two coach f£lights a year.
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What are the factors vhich influence tha probability that an indi-
vidusl will travel firat clase or will travel cosch? Tebles 8-11 show the
proportion of thosa in different .segments. of the population using each type of

flight.

Tha par cent of each {ucome clasa that took at least one trip by
£irst class flight rises steadily with income (Table B), The same is in
general true for coach travel, allowing for random fluccuation in the sample,
but the increase fs less rapid, In the income groups from $3000 to $6000,
tha .proportion of the population traveling by air coach Lis nsarly as large as
the proportion traveling firet class. A larger proportion of the top groups

go Firet clasa.

From ous stage in the life cycle to ths pext there are differences in
the proportion who travel -fivst class similar to those diacussed earlier for
sir travel &3 a vhole (Table 9). The propertion who travel by sir coach is in
the ramge 2-4 per ceat at evary stage. Thus, the data suggeat that coach )
travelers may ba.gpore nearly typical than are first class travelers of the

population at all stages of tha life cycle,

The proportion of paoplu-n in large metropolitan areas who travel by
air coach is naarly as large as the proportion who travel by first class
flights (Table 10). Outsids of the largest cities, few people travel by air
coach, Roughly 1% of the adult population outside of the largest cities took
an sir coach trip in the year pricr to istervisv, compared to sbout 51 of those
in the large centers. Pirst class travelers afa algo less common in the less
urban areas, but the differences sre less prenounced, HNo doubt these.findinga:
raflect the limited availability of coach flighta to people’ living in medium

sited and smatl cities.



Table 8

Use of Air Firat-Class and Cosch by Family Income
{percentage distribution of adults)

. Income :
Use of Alr First- - All Under $1000- $2000- $3006- $4000- §5000- $6000- $§7500- $10,000- $15,000
Class and Coach Incomes $1000 1999 2999 3599 4999 5999 7499 9999 14,99% and_. over
Tock one or more first . . '
class air tripsl/ 6 2 2 4 3 2 4 5 10 17 B
Took one or mrf ' : - ”
coach air tripsl! 2 * 1 " 2 2 3 2 4 ) a

Fumber of adults 1638 123 178 142 198 215 252 206 150 33 36.

1/ Includes those who took both a first class air trip-and a coach. sir trip.

*  Less than 0,5 per cent.

ioz_



Usé of Alr, First-Cless
and Coach

Took one or more firsce
class air tripal/

Took one or more coach
ailr trips 2/

Number of adulta

1/ Under 45 years

Table 9

Fregquency of Alr Travel, Pirat~Class and Coach, by Stage in Life Cycle
(percentage distribution of adults)

Stage in the Life Cycle

. Older,
Young, Harried, Married, Married, Married, Married
. Married, Children, Children, Children-Children Ro
All Young,L/ Ko * Youngest Youngast Yeungest Youngest Children Older,
Stages Single Children Under 2 2-4 1/2 5-14 1/2 15+17  Under 18 8ingle .Other

3 10 9 1 5 6 11 6 3 ?
2 b 2 3 2 2 2 2 2 2
1638 154 110 156 167 292 53 363 247 55

2/ Includes thaoass who tool both a first class air trip and a coach air trip,

* Less than 0,5 per cent,

-‘lz-



Table 10

Frequency of Air Travel, First Class and Coach, by Place of Residence
(guenuge distribution of adults)

Place of Residence

Large Metropolitan Areaa
Suburban Suburbs

Central 50,000°  2500-
and-over 50,000

Use of Alr, First- All
Clags and Coach Adults Cities

Qther Arsas

Took one or more first-

class air tripal 6 8 3 9
Took one or more coach

air eripsa - 2 4 9 4.
Rumber of adults 1638 227 50 149

‘Buburbs
Rural

2/

2

18

Clties Cities Rural Farm
50,000 2500- and Open Country
snd over 50,000 Country

7 5 4
* 2 i
240 382 563

1/ Includes those who took both.a first-class air trip and a coach air trip.

2/. Too few adults to percentagize.

*  Leea than 0.5 per cent.

"

-zz-
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The .resulte for differemt occupation groups reflect the seme factors,
et least as far as fermers are concerned (Table 11). Pew farmers travel by
first class flights, and alwost nome, by coach. For the other occupation
groups, the results are similar: roughly three times as many people travel by
first class as travel by air coach, There is one exception: more. clerical
workers seem to have traveled coach than first clsss. The sample ia small
enough so that this result may not be xeijable. But it suggests the hypothesis
that secretaries and typists in large cities are more likely than other gréupa

in the population to travel by air coach,



Table 11

Use of Alr, First-Class and Coach by Occupation of Head

(percentags distribution of adulta)

Occupation of Head
Crafts- .
Self- ' men, Labor- Farm
Use of Alr, First- Professional Emnloyed Armed ers, Opar~ Studenta,
Class and Coach All  Technical Artisans Clerical Sales Forces Services ators Retired Housewives
Took one or more firat-
class atir trips 6 14 15 4 1¢ 3 2 2 2 8
Took one or more o
coach air tripa 2 5 3 5 2 2 1 * 1 2
Hunber of adults 1638 149 206 105 83 437 250 122 140 92

* Less than 0.5 per cemt.

-vz-
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D. Afir Travel Hiatory
In the 1957 Survey people were asked to recall the year of their
firat air trip. For certain adults this date now seams in the distant past.
But the event was sufficiently mmorable!s;a tha: mou': people -seem to be able

to assign it approximately to s year.

As of 1957 about 28% of a‘.l.l adiulte had at gome tima taken an air
trip (Table 12) 0f thege, betwaen 2 I% took :heir firat r.rip in 1956 or in
that part of 1957 bef.ore thay wera interviewed. an, additional 12% I:ook tbeir_
firet trip in l:he six-year pertod from 1950-1955 i.ncluui.ve. 'l'l:ua, of the 7
adults who have evar taken sn air trip, more then hll! took their firet tzlp
in 1950 or later. At the other extrems, about 2% of all adults living in 1957
took their first Qu, trip before 1940. Tha proportion of the adult populstion.

who have ever taken an air trip is Increasing at tha rate of 2 per cent a year.

The proportion of all adults who have ever taken an air trip rises
vith age from the age classification of 18-24 to the group aged 25-44, of '
whom ona third have a4t some time taken & trip., Only one fourth of those

45-64 have ever taken aun alr trip and only 15% of those age 65 or ovar,

0f the young adults agad 18-24 about 5% took thair First air trip
in 1956 to 1957. Older adults wore slightly less likely to be taking their

firat trip (n this period,

More man than women have had the experience of air travel. As of
1957 about 36% of all man and 21% of all women had &hn an-air tvip {Table 13).
There are relatively few women who took their Eirst air trip in the period be-
fore 1950, Only sbout 8% of all adult women were initiated to air travel be-

fore that year inm coutrast to 17% of the men,



Tear of First
Alr Trip .

Bas _taken an air trip
Before 1940
1940 =~ 1945
1946 - 1549
1950 -~ 1955
1956 - 1957
Rot ascertained

Never hag taken an
—air trip

Total

Number of cases

-28=

Table 12

Year of First Air Trip by Age

{Percantage distribution of adults)

All
Adulta

7nm
2.0
6.4
3.6
12.1
2.4
1.2
72,3

100.0%
JL463

Age of Adult
18-24  23-4
287 3261
- 2.0
1.9 14.3
2.3 5.0
16.2 10.1
4.9 1.4
3.6 .8
Wl sss

100.0% 100.0% 100.0%

308

1317

3.4
5.0
33
1.1

4.2

1022

65 and over

1687
1.5
7.5
1.6
1.9
2.1

4

85.2
100.0%
401
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Table 13

Year of First Air Trip by Sex

(percentage distribution of adulta)

Year of First
‘Aly Trip

Has taken ap air trip
Bafore 1940

1940 - 1945
1946 = 1949
1950 - 1955
1956 - 1957

¥ot ascertained
Hever hae taken an air erip
Total

Kurber of cases

All
Adults

2.0
6.4
2.6
12.1
2.4

1.2
12.3.

100:0

3149

Sex
Men Women
35.9 2.2
2.9 1.3
9.7 3.8
4.5 3.0
14.7 10.0
2.6 2.2
1.5 .9
[T} 8.8
100,0 100.0
- 1391. 17356
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There are also differences from one .incomo group to the next fn the
proportion of adulte who have ever taken an air trip, Of those in the fncome
group under $1000, only 11% ever have taken an air trip in contrast to &0% of
those in the incoms group $1b;000 and ov-er (Ial‘ﬂa 14}. Similarly, the high-
income adults are those most likely to have taken their Firet air tr;l.p in the
earlier years. Of those in the incoms group $10,000 and over, 8% took their
first air trip before 19&6; Vcompered to &% o.f those in the income group 57.500‘-
§9995. On the whaole, the proportion of tdul‘ts taking their firat air tzﬁp in
195657 1s highest in the income group from $56000-9399. About 4% of those in
this rauge took their first air trip in this period compared to an average of
2.4% of the population as a vhole. Thie finding is consistent with the
earlier observation that air trevel at first was concentreted among’ people at
the vary top of the iacome disteribution but 1s spreading dowmmard through ’
the distribution. Air travel_ has become quite common in the income group over

$10,000 and is now gradually more. frequent in.the next lover "income classes,

Of edulrs living in different types of communities those in large
cities are most Iikely to have tokeu en sir trip (Table 15). Only sbout one
adult in five in rural areaa aver bas taken an air trip compared to nsarly
two out of five of the adults living in one of the twelve largest cities. The
data.do not suggeat that pecple livipg in the country are "catching up" to
those in the city, The ptol;orl:ion of adults living in rural areas who have
taken their first sir trip in recaut yeers ie lowsr than the ‘propercion of
adults in large clties taking their firet air trip. Recent increases in air

travel have reaulted from incressing use of air by resideots of cities.
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Table 14

Afr Travel Ristory by Family Income
(percentage digtribution of adults)

‘Pamily Income
Year of First All  Under $1000- §2000- §3000- $4000- 5000~ $6000- $7500~ $10,000
Aly Trip Adults 31000 _1999 2999 3999 4099 _S500C 7499 9999 and over
Has talen an B “a _‘ ‘ .
sir trip 27,7 11.2 -18.9 16.1 18,4 26.4 26:1 39.6 45.4 59.5,
Before 1940 . 2.0 9 4. ¥ 1.0 © L4 1.6 1.6 3.9 8.4
1940-1945 6.6 1.7 6 3.6 3.3 55 8.1 93 9.9 161
1946-19549 3.6 1.7 1.5 3.2 41 1.2 2.5 51 6.7  £.9

19501955 12,1 5.2 4.9 . 8,9 2.9 15.6 10.2 18.4 18.0 18.2
1956-1957 2.4 L3 L2 .4 1.9 2.6 1.6 4.0 42 2.5
Fet ascertained 1.2 N .3 * 1.2 5 2.1 1.0 1.7 3.4

Hever has taken
__an‘air trip 72.3 88,8 91,1 83.9 B80.6- 73.2 73.9 806 S4:6 40.5

Total 100.0 100.0 100.0 100.0 100.0 100.C 100.0 100.0 .100.0 100.0

Kumber of . L .
adul_tsr 3149 231 325 280 418 418 433 385 284 237

# Lese than .05 per cent



Year of Pirst

Air Trip

Has takez an
air trip

Bafore 1340
1940-1545
1946+1949
1956-1955

1956-1957

Mot ascertained

Rever has talken

Aix Travel History by Type of Community
{percentage distrxibuiion of adults

All
Adulte
21.7
2.0
6.4
3.6
12.1
2.4
1.2

an air trip 72.3

Total

Runber of -

adulte

100.0

" 3149

33,5
1.8
5.6
4.9

16.1

¥ Lgas .than .05 per cent
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Table 15

Iype of Communiry

t Metropoliten Areas

12 Lar
Suburbs  Suburbs

Central 50,000
Cities

——

Under

and Over 50,000

32 L
2.8 3.9
6.7 11.6°
5.7 4,2

13.3 16.1
4.8 3.2
1.9 - 2.9

54.8 .38.1

100.0 100.0
105 310

Other Citles Cities
50,000
and Over

32.2
1.0
9.0
S.1

13.7

2.4

1.0

67.8
100.0

490

2500~

49,999

25.5
1.9
6.0
2.3

1.8
1.0

1.0

Rurai

Areas

19.8
2.0
4.2
2.7

" 8.6
1.7

.6

80.2.

. 100.0

1068
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E. Use of Rai] Last Year

The proportion of the adult population who take ome or more rail
trips does npt vary substantislly from one yesr to the pext. In the period
covered by the 1957 Survey shout 11 per cent of all adults took’s rail trip.
The beat estimaté from the Survey is that the proportion of adults who took
at least one reil trip increased slightly from ths period covared by the
1956 ‘Survey to the periocd covered by the 1957 Survey. The difference ob-
served, however, 1a amall sncugh sc that it may be tha result only of
random fluctuations in the sample. Of course, the total mmber of passenger-
miles traveled by rafl may fluctuate owing to varfations in the average number
of trips tsken per traveler or fluctuations in the average length of trip,
as well as owing to fluctuations in the mumber of people who travel by rail.

The proportion of ldisl_ta in different lncoma classes who took.at
‘least oos rail trip remained approximately the same from 1955-1957 (Table 16).
Df those with 3ncomes below $1000 sbout 7 per cept tock rafl trips, couparad
to roughly 40 per cent of those with incomes of $20,000 or more. Thus, the
proportion of adults who take a rail trip does rise from one income class
to ths next, This proporti;:n. howevezr, is relatively constant in the focome
range. from $2000-1G,000. About .one in ten adulte takee 8 rail trip in thia
income Tange.

Ras there been any change from 1955-1957 in the proportion-of ell
rail trips accounted for by adults in each income class? (Table _17). Thas
data suggest that in this respect, also, no importent changes have taken
place. About 15 per cent of non-businese rail trips ars tsken by adults
with incomas over $10,000. Roughly one-half of all business rail trips are
accounted for by adulte in this incoms level. In view of the amsll aise of
the changes from year to year in fuq\;qmy of rail travel, the ramaining
tables in this section report only dats from the 1957 Survey. Trends in rail

travel by region are discussed in Chapter 1II.
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Table 16

Use of .Rail o

Took'one or more raﬁ.
trips "last year®

For business purposes '

For nen~business
purposes

For both business and
non-business’ purposes

Did not-take & rail trip 8.2 90.4

Not ascertained’
Total
Kumber of adults |

Tso_of Reil

Took ofie or more rail '
trips "last year"

For business purposes

For nm-huainesa
purposes

For bot.h business and
non-business purposes .

Tid not teke a rail f.rip 90,8

Not sscertained
Total .
Nunber of adults .

# leas than .0% per cent

Use of Rail "Last Year" Income Croups
: (Por cent of all edults)

All Thcaomes
1955 7
105 9.1 ‘1.2
1.7 1.8 1.9
8.5 7.0 9.0
3 3 .3
88.0
3.3 .5 .8

'200.0 100,0 100.0

8kes 5255 ke

"$2000 - 2
'Tg?‘ﬁ__g 1557

" Under $1000

: "$3000 - } 9-
BT o e T

b g

S0 5.5 6.5 _fu@ 6aki Tk

* 3 .h #* 2 1.2
5.0 1505' 6-1 7-1 600 . 6-2

* %= % 2w
-—E _-—-*- _—-"'-—\I '2 _—b —-—

- 100.0-100,0'100.0- 100.0 100,0 100.0
398 326

139 “2:1 Y832 L

43000 = 3999 . 54000 - L
55 1 7 1957

7.2 8.4 _B.9 7.7 7.1 12,2 99 6.8 _8.6
A3 LT £ 1.0 L L5 L2
6.6 8,1 B8.2° 7.0 6.8 10,6 9.0 6.2 8,2
2 # 2 . W1 3 .2 Jd a1 L2

91.2 ﬂ.h 90.7 22.6 -81.1 82.5 §2.2 90.2
240 oli o7 . 1.6 o3 o7 2.6 1.0 1.2

100,0 100,0 100.0
581 582

280

‘10040 100.0 100.0. 100.0 100.0 109_.0

1%L 709 18 129L 7O W8
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Table 1&: continued

n# Leas than ,05 per cent

%6

Use of Rail - $6000: = 00 -
19 T 19 56 1951 Lg%
Took one or more rail )
trips “iagt year" 8.8 7.3 10.4 12.5 9.1 9.8 15,7 13.6 13.0
For business purposes 2,1 1.2 1.2 1.9 1.9 1.8 3.7 hi2 L6
For fon-business a : ; o
purposes 6,0 6.0 9.0 0,4 7.0 7.8 L.3 B.6 8.1
For both businegs and _
ncn-business purposes o7 | -2 2 2 2 o7 o8 3
-IMd not take-a rail trip B9.2 92.0 88,7 85.0 0.5 B9.9 B2.2 B85.k 86.6
Vot aseertained 2.0 .7 .9 _2.5_ WA 3 _21_1.0_
‘Total 100,0 100.0 100.0 1000 100.0 100.0 100.0 100:0°100.0
Number of adults logh 67X L33 0 B% 559 396 M09 500 28k -
Uso of Rail 0, 000=1k, 599 5,000-19 £20,000 and over
- 1605 1 1058 T T 95
Took one ar more rail . -
trips "last yeart 20,8 17,3 19.9 279 18.6 26.2 10,5 38.8 18.3
- For business purposes. 5.9 10.0 5. 5.1 6.9 11.9  15.7 20.h - 10.k
. For nch-business o : - ' .
purposes Ul 6.2 133 213 10.5 11.9 23,1 23.9 3hlS
For both business end oo
non-business purposes. 401 1.2 1.5 1.2 2.0 L7 LSUT3.
Did not take a rail trip 9.9 8L 0.7 . 0.6 Bl 69.0. 58,7 1.2 Sl.7
Not ascertained 33 __a8_ 24 _15 & b8 _ 8 __# _ =
Totel 100,0 100,0 100,0  100,0 100,0 200.0 1000 100,0 100,0
lmber of adults 389 260 136 86 L 1 61 29



Proportion of Rail Trips in the "Last Twelve Months"

=34~

Table 17

Takea by Adults in Bach Inecms Clagal
{percentage distribution)

Per Cent of
family Encome All Adules

1935 1936

Under $1000 5.2 7.6
$1000-1999 9.8 8.9
$2000-2999 11.6 1.1
$3000-3999 16.1  13.5
“$4000-5999 153 141
§5000-5999 12.9 12.8
F6000-7499 10.6  10.6
$7500-9999 8.3 9.5
$10,000~14,999 4.3 4.9
$15,000-19,999 1.6 1.6
$20,000 and ovur 1.3 1.3
fot ascextained -2 _ 4
Total 100.0  100.0

Bumber of rail trips
by adults in the
sanple in "lgst 12
months”

Bunber of adulte 8461

5253

100.0

3149

Per Cent of Tripe

Business
Rail Trips

1955 1956 1957
&* E ] .2

* .7 8
2.0 1.8 -4
4.5 8.8 2.1
2.9 1.3 2.9
16.5 8.5 12.2
7.5 19.1 4.8
19.2 157 16.7
21.0 245 6.0
5.3 8.3 3.3
20.6. 8.8 15.8
—_—f 2,0 _11.8
100.0 100.0 100.0
510 388 484

1420

-y

Non-busineas

Rail Tripa

1955 1956 1457
2.5 3.7 2.7
10.6 6.8 4.4

12,2, 12,3 6.1
8.7 13.7 12.3
20.6 13.8 12.3
7.5 14.4 21.3
10.4 3.0 11.}2
8.2 10.7 10.8
6.6 5.6 8.0
39 2.3 1.2
3.8 4.0 6.0

5.1 6.7 3.8
100.0 100.0 100.0

586

L/ This tabla ekcludes trips by thosa who took 100 or more rail tripa in a year.

# _ Lass than .05 per cent.
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His stage in tha family 1ife cycle continuaes to be an isportant in-
fluence on whether an adult takes a rail trip. Young, single people wers
tore likely than those at any other stage to take a reil trip (Table 18).
Married. people with youn; children sre unlikely to travel by rail. Only
& per cent of the adulte ipn this group took a rail trip. About 12 per ceat,
however, of the older adults vhosa children hnve left home take a rail trip
in the cot;rlé of & year.

-People vho live in large metropolitan are.n or other cities with's
population of 50,000 or more are wore likely to take rail tri.p.- than those
who live in rural areas (Table 19). Of.all ‘adults who live in cities of at
least 50,000 population, 14 per cent took & rail l::ri.p. 0f adults in rural
aress, only 7 per cent tack a rail trip. For those living tn citfes
2500 - 50,000 population, the proportion traval.tng. by rail is reughly 12 per
cent. These differences seem to be attributable largely to the dtffe’rgneo-
in the frequency of service available to pecple in Jdiffereat ctypes of come
munities and to differences in how far it ‘is to the next ulilroad station,
Por pecpla living in cities in the 2500.- 50,000 ramge, rail travel 1s alsost
s iumportant s for thoss fn citfes with larger popuistions. It vill be
recalled tﬁaé the proportion of the population traveling by eir is lowsr for
cities of this size than for the large urban ceaters.

There are diffevences in the proportion of sdulce teking rail eripe
vhich are mssociated with differences fn cccupation of the hoad of the family.
These .dift'ereu_peo. however, seem to ba. the results primarily of the different
incomes associsted with diffarent occupations. Adulte from Esmilies headad
by professional or technical workers are more likely to teke a rail trip. than
those from any other occopation group, Members of the fomilies of self-
employed and managerial workers rank second in this respect (Table 20). About

15 per cent of them take a rail trip. About 15 por cent .of clerical workers



. Use of Rail "Last Year' by Stage in the Life Cycle
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Table 18

{Per cent of all adulcs, 1957 Survey)

Uee of Rail “"Last Year" -

Took one or more rail
trips "last year" .

For business purposes

For non-business purposes

For both business and;nom~

businese purposes
Did not take a rail trip
Hot ascertained °
Total

Humber of adults

N

Jee of Rail “Last Yaar"

l'ock one or mwore rail
trips "“last yeax"

For buainess purposes

Por noh-business purposes

For both btusiness and non-

business purposes
Did not teke a rail trip .
Yot ascertained |

Total i ,

Hunber of cases

Lese than ,05 per cent

Stage in the Life Cycle

Married

. Young Married
: Marxied ‘Children Children
All Young . No Youngest Youngest
Brages single Children Under 2 2 = 4-1/2
11.2 16,1 9.6 5.5 8.2
1.9 3.0 .8 1.6, 1.5
,. 9.0 12.2 8.4 4.1 6.4
a8 s * .3
88.0 ‘80.3 90.4 55.5 91.8
.8 ‘36 - * * )

100.0 ' 100.0 100.0 100.0 100.0
' " 29z 331

3149 04 280

Stage io the Life Cycle . :

Married Married 01dar

Children Children Married,No
Youngest Youngest Children
. S_-M 15 =17 Undar 18
3.0 1.9 7 2.2
5.9 12.0 9.2
* A W3
90.7 8.1 87.9
b L U
100.0 100.0 | 100.0 .

559 . 108 ., 692

Older

8ingle




Used Rail "“Last Year:

-‘ ! tJ' .
Took one.or more rail
trips "last year"

For businesa purposes

For non=buainess
purposes

For both businees and
non=business purposes

Pid not take a rail trip

' Not"ls;attnlnad i

Total

Humber of adulte

Tabls 19

. Use of Rail “Last Year" by Place of Residence
: - (per ¢ent of all sdults, 1957 Survey)

Plece of Residence

‘Large Metropalitan Areast’

) Lo SQBQrbn
All Ceutral 50,000 1500~
Adults Cities & Over 50, 000
1.9 1.3 . llb 4.0
9.0 2.3 13.3 10.0
.‘3 . p . R L,

100:0 _,100.0  100.0 -..100.0

3149 w41 105 219

Suburbs

Suburbs

Rural

6.

v

‘ I

100.0
31

Ochar Areas
Rural,
Cities Citles Fatm
50,000 2500« & Open
&£ Over 50,000 Country
13,9 12.2 2.1
3.1 2.3, 1.0
10.6 9.6 5.7
.2 .3 4

100.0
490 - 729 1068

1/ The "large" metropoligannarengnra'tha.tunlveslhrgaif-ust:opolicsn arean.in the United States.

* Less than .05 per cent.

=€~



Table 20

- Use of Rail Within Occupation Groups
z;erl:utlge distribution of adulta)

Occupation of Head of Family

Crafts-

men,
Fore-
. nen,
Profes~ Self-Bp~ . Oper~ .
All sional, ployed, atives Laborers, Ratired
Use of Rail O¢cus Tech= Manag- Cler~ - Armed Service Farm- Heads of
‘Mast Year"' pationa nical _ erial ical Selas Foxces Workers avs Families Unemploved Housewives
Took oma or more )
::ti.p_s by rail .
0 1]
last year .2 23 18,2 4,7 12.1 2.7 _8.0 2.4 8,6 15,3 13,4 "
Por businass . ) ?
pucposes 1.9 5.6 3.7 2,1 4.1 .9 1.3 o o7 1.4 N
For non-business
purposes 9.0 17.0 10.5 12.6 7.4 f.ﬁ 6,7 2.0 1.9 13.9 17.8
Took both business ’
an non-business
trips 3 1.1° .7 * .6 .2 * * . * .
7id not take a rail ’
trip 80,9 263 835 84,8 96,5 91,6 91.6 97,2 91.0 83,3 9.2
Mot ascertained 28 * 1,6 - D WS o5 N ) L6 28
Total 100,0 100,0 100.0 100.0 100.0.100.0 100.0 100.0 100.0 100.0 100.0
‘Vumber of adults 149 270 436 190 148 837 461 246 268 72 168

* Less than .05 per cent.
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also take a vail trip., It seems probable that many of the latter are single
girls working as secretaries, Peocple from families of blue collar workers
are less likely to take a rail trip, and only 2 per cent of adults frem farm

families took a rail trip in the twelve month period covered by the Survey.
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F. Coach a_ng.l'i.r?t l_:lfas'u Rail Travel

In the- fall i.t.xtetvtewz; on the 1957 Survey, for :he- first time in-
formation was obtained about the proportion of sll adults who -tac;k one ozl'
more trips by rail coach and tﬁe proportion who took one or more trips by
rall first claes during the year prlior to interview, As indicated in the
preceding discussion, 11.2 per cent of all adults tock a rail trip. The
proportion vho took coach snd first clase rail trips wae as follova:

Took one or wore firat class rail trips

bus no coach trip 3.3%
Took bor:l_z coach and first classe rail trips 0.9
Took opa or more c¢oach trips but oo first

class trip 6.7
Not ascertained 0.3

Total 2

Altogether about 4 per cent traveled by rail first class, and about 7-8 per
cent by rail coach. Only about 1 per cent used both classes of accomodation.

Tha distribution by number of first clasa trips was as follows:

Ruzber of First Class Per cent of All
Rail Tripa Adulte

Took cme or more first
clags trips

>
S

One 2.2
Two 0.8
Three 0.3
Four~five 0.2
Six-nine 0,1
Ten-ninetean 0.2
Twenty-twenty-nine 0.1
Thirty or mote

Not ascertained 0.1

Pid not take a first

class trip by rail 96.0
' Total 100.0

* laess then ,05 per cent,
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Thus, there is a smail grovp of adults who take large mumbers of firat class
rail tripa. Of the adults who use thie method of travel in & year, howsver,

balf take only one trip. The sumber of ccach trips by rail was as follows:

Kumber of Coach ) "°  Par Cent of
¥rips by Rail All Adults
Took one or more '
coach trips 21.6%
One . ' 5.0
Two 1.0.
Three 0.5
Pour-£five 0.3
Six-nine 0.3
Ten-ninateen
‘fwenty or more 0.2
Not ascertained 0.3
Did not take any
coach trip 92.4
Total 100.0

‘®* Lesa than .05 per cent.

Roughly two-thirds of those who took any coach trips took only one .such trip,
0Of those vho took more than one, moat took only two or three tripa, A few
p;ople. however, ‘travelad frequently by rail coach, .

Travel by rail firat class is not freguent for people in the lower
and middls income groups (Tabla 21). Of those adults in tha incoma groups
below $10,000, about 2 to & par cent took ome or more first class rail trips.
OFf those in the income claas $10,000-%14,999, 3 per cent took such a trip,
and of those in the income cluss over $15,000 approximately 28 per cent took
a first class rail tzip. Thus, only among people at the top of the income
distribution is it at all common to take a rail trip by pullman.

A larger proportion of those in the lower lnd. middie iucoms groups

traveled by coach than by pullman, Up to about $7500 incoma, pecple are
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' Table 21

Use of fiail First Class and Goash by Fanily Tncems

(Percentage ‘distribatien of adults)

Use of Rail
First Class
apd Coach

Totk one or

‘more. firest

eclass_ il

trips th 2 2 b L 3 L 2 2 8 28

Took ons or

more (:r.vacb.1 /
rail trips™ 7 6 6 6 10 8. 8 7 k 7 1

uwber of . N :
adults 1638 123 178 142 198 235 252 206 1ho 83 36

' 1/ Ineludes those vho took both a first class rail trip.and a coach reil trip.
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two or three times as likely to take.at least.one coach trip as a first class
trip during a yesr. This pattern s reversed for the higheat incoms groups.
Of those with locome over aboue $10,000, more travel first class than coach.
Thie table, and others in this section, fefer’to travel on bvainess as well
as travel for non-business reasons.

There are few diffarences from one¢ stage in the family life cycla
to the pext in the relative frequency of use of .coach sud first clasa
{Table 22). The general tendency to travel more often by rall at cartain
astages of the family lifa cycle ‘than at other stages has been diacussad in
Chapter II. At all of the earlier stages paople are more likely to travel
by coach than firet clase. There does seen to be a different pattarn for
older martied people, however, 'l'hi_a groups seems to be sbout as likely to
travel first class as by coach. This £finding ie consistent with other infor-
mation about this group of people. Their financisl position is likely to be
batter than that of, say, young eouples with young children., Also, they way
not tespond enthusiastically to alr traveli. (Sea tha discussion of jet
travel in Chapter ¥.) Older, singla people are likely to be retired menm or
widous, whose income tends to be low, They may prefer coach travel for
reasons of econcmy.

The relative lmportance of first class and ceach trevel is about
the same in different types of communities (Table 23). In every size of
town or city more people travel by coach than by pullman in the course of

a period of twelve months.



Use of ail First Class
and Coach

Table 22

Usze of Raill First Class and Coach hy Stage in the 1ife Cycle
(Percentuge distribution. of adulis)

Young, Married, larried, Married, ‘Marrded,

Married, Children Children, Children, Children, Larried,

Single Cther

Tock one or more first
class rail tripsi/

Tock one or e coach
rail tripals

Tgber of adults

A1l Youngs' Wo Youngest Ioungeat Youngest Youngest No Children
Stages Single Children Under 2 2 15-17

N 5 3 2 2 2 5

7 13 7T S . b 6 Y

1658 6L 110 156 - 167 292 55

1/ Twludes thoss vho took both a firot dlacs roid trip and & -coach rail trip.

2/ Under LS years,

-t
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Table 23

Use of Rail First Class and Coach by Place of Tesidence
'eroantage distrd on adults)

larpe fietropolitan Areas Qther Areas _
Suburbs  oubwrhs Gities tities Iural, Form

Anl Central 50,000 2500-  Suburbs, 50,000  2500-  and Open

gities & Over 50,000  Rural & Ovar 50,000 Country

Use_of ‘Mall First Class and Coach Adults

Took one or y first class .
rail trips L 7 2 [1 2/ [4 Sk 2
Took ohe or more coach rail trips¥/ 7 9 i 7 2/ 8 "7 6 L:"n
Mumber of adults 1638 221 59 9 18 240 382 563

}/Inolu.das‘ these who took both a first class rail ‘t-ril'i_.a.'nd' a coach rail trip.

2/Too few adults to percentagize.
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G. Rail Travel History
in the 1957 Natioumal Travel Survey pecple were asked for ths first

time in these surveys for the year of their most recent rail trip. Prom this
question and ¢uestions about rail travel ia the year prior to the interview
tha rail travel history of each adult in the sample was constructed. The
bistory consistu of information as to whethar each {ndividual ever has taken
a rail trip to a point 100 miles or more auay and, for those who have taken a
rail trip, tha year of their most recant trip. Preliminary tables based on
the intervieus taken in. the spring of 1957 were included in the Interim raport
of August, 1957. This analysis now has been repeated for the entire sample.

Seven adults out of ted have taken: a rail trip at gome time {on their
lives (Table 24), One in ten took a rail trip in the year prior to the inter-
view., An additionmal one in teo took lﬁa last trip in the perlod 1954-56,
Another group of about the same size took their lest rail trip in the four
yeers 1950-1953. Thua, in a period of seven years, sbout three times se many
took a rail trip as in a one year period. There 1o a large group of people
who travel occasionally by rail, less often than once & yesr.

The number of pecple who took their last trip by reil in any year
tends to decrease ad years farther into the past are considered. Roughly ons
adule in ten took his most recemt rail trip duriog World War II. A similar
group took their last rail trip in 193% or earlier. (Seven per cant of all
adults atate specifically that their last rail trip was in 1939 or before, and
many of those who cannot remember the date of their last rail trip must have
takan it in 1939 or bafore.)

Of adults of diffarent ages, different proportions have taken a rail
trip at some time in their lives. The differences awong age groups, however,
ara not large. noug-hly speaking, :htee'-fourtha of thosa aged over 24 have

taken a rail trip. Of those aged 18-24, about 55 per cent have taken a rail



ry,
Table 24

Rail Travel History by Age 1/
{parcentage distribution of adults)~

Age of Adule

Rail Travei History ALl Adults  18-26  25-46  45-64 65 & Over
Took a rail trip “last year" 10.9 12,7 8.9 13.0 11,0
Last rail trip vas: 1954-1956. 10.3 16.9 9,0 11.7 10.0
Last rail tup='19so-1953 11.7 7.1 15,0 10.1 9.4
Last rail trip: 1945-1949 9.4 4.5 12.8 7.2 8.1
Last rail trip: 1940-1945 8.8 2.6 11,2 8.7 6.0
Last rail trip: 1939 or earlier 6.7 - 1,0 3.3 10,0 12.7
Year of last trip mot known;

can't remember; not ascertained 12.4 10.1 10.% 13.0 16.2

Never tock a rail trip 29.3 45.1 _28,9 _26.3 _26.6

Total - 100.0 100.0  100.0  100.0 100.0

Rumber of .adults 3149 108 1317 1022 481
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trip. Since those under 25 have had fewer yeers in which to take trips, the
difference between these age groups is not surprising. It does not appear to
be true that a generation is growlng up vwhich has no knowledge of travel by
rail.

Differences do appear from cue age group to the uext in the pro-
portion of adulta in-the age group who took their most recent xail trip before
-1939, Bighteen years have elapsed sfnce 1939. While it is postible for a
person novw aged 718-‘2& to heve taken his most recent rail trip in 193‘; or
earlier, it is reaaouhla‘ to find only 1 per cent of this age group reporting .
such a date.

In a preceding section it vas pointed out that m-ore' men than woman
have taken an .air trip. It is Qlao true that more men than wmnan,haval taken
s tail teip. About 75 per cent of all wen have taken a rail trip, compared
to about 66 per cent of all women (Table 25). There seems to be little dif-
ference batween the sexes in the year of their wost recent rail trip. 4about
tha same proportion of men as of women tock & rail trip in the year prior to
the interview. Men are more likely than womasn to travel on busineas, but
vomen seem to be more likely than men to take o non-buslngss rail trip.

Adults from different income groups differ in their rail travel
history. About six out of ten from families with incomes below 51000 have
experienced rail travel, comperad to nearly nina out of ten from families
with incoties of 10,000 and.sbove (Table 26). The proportion wha took '

;all trip last year also rises steadily with incoma, as discussed above.

1s there any evidence in the data that particular incoms groups
are sbandoning. travel by rail? ' Ome wust procesd cautiously in drawing any
infarencea on this point. One approach would be to look at those who last
took a rail trip in a period scme years in the past, say 1946-1949; or

1950-1953. The probability that sn individual toock his last trip in this
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Table 25

Rail Travel History by Sex

(Percertage distribution of adults)

Rail Travel . Al

History :_L_('l_\x_l_tg
Has taken a. rail trip 70.7
Took a il trip "last year® 10,9
Last trip 195k - June 1956 10,8
last trip 1930-53 1.7
Last trip 19L6-L9 l i
Tast trip 1540-h5 8.8
Tagt trip 1939 or earlier 6.7
Year of last trip not lmorm; canit
remeriber; not ascertained 12.h
Never ook a rail trip 29.3
Total _ C 100,06
Hurher of adults Ky ML

Men
75.5
11.0
1.1

12,1

" 1.0

9.8
?IB

1247

2.5
100,0
LA

Tlemen
£6.9
10.9
10.6
1.

8.1
8.0
58

12.1
3341
100,0
1756



Teble 26

Rail Travel Hist by Family Inecme
{Fercentage Eﬁa BT%{on of sAuiLts)

A1

‘Rail Travel History. . Adulta _

Hzs taken a raid t.ri‘p 70'7 59.3 611-7 65|h 67-7 iloo &cB ”-1 7!08 860_5_
Pook a rail trip "last year® 10,9 85 7.0 86 12,2 B/6 104 9.6 130 21,0
Last trip 19511-J\me 1956 10.8 ' 8.7 8.3 93 11.7 9-8 9.9 12,9 10.2 16!9
last trip 195053 1.7 5.2 67 13.9 1.5 13,9 1 134 1.6 13.9
Iast trip 19h6-49 9.l 6.0 8,9 745 S.3 10,5 108 2.4 1 9.3,
Last trip 1939 or earlier 6.7 11,7 1l.7 9.3 6a7 3.8 Sl LB 6.0 3
Yoar of last trip not lnowm;

can't rememher; not o . —
ascertained 12."4 15.6 1.!1'7 11.8 11.7 12 .ll 8.8 13.9 12,0 11.0

© Mever took a rail trip 29,3 4.7 38.3 3he6 323  29.0 312 2.9 22.2 13.5
' Total 100,0 100,0 100,0 100,0 100,0 100,0 100:0 100.0 '100.0 100.0

Number of adults EAIT) 231 326 280 W6 M8 K33 396 28 . 237

-M_
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period does mot seem to be closely associsted with his iscoms. The results
do not indicate strongly that any particular incoma group rather than
another 1s being lost to rail travel. ‘

Another factor in the choice of mode of travel is the type of com-
wunity in which a. traveler lives. As voted above, people livi.r;'g in raral
areas are lass likely than people living in cities to.tske a rail trip 1o
any one year, It is reasonsble to find that people in rural areas also. are
alightly less likely than people living in towms and cities to have experienced
rail travel st any time in their lives (Table 27). About two-thirds of the
population of rural ar'egl have taken a rail trip, compared to nearly three-
fourths of those living In urban areas. There are no major differences smong
types of communities in the data of the most recent rafl trip. If anything,
those living in smaller towns and rural areas took their most recent trip at

a date further in the past than those who live in the major cities.
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Table 27
Rail Travel Histo Type. of Communi .
Percentage distri ot of adults

Type of Commumity
12 largest lletrovolitan Areas
. Suburbs  Suburbs Other Cities. Cities

Rail Travel an Central §0,00C  Under 50,000 2500-  Rural
History idults Cities  and Over 50,000 2nd Over 19,999 iress
Has talen. a . ) .
rail trip 70.7  J2.C 79.1 7242 Tha? Thel 6ha7
Took & rail trip )
"last vear" . 10.9  13.4 1h.3 13.2 13.7 121 6.9
Last trip 195k~
June 1956 0.8 15.7 17.1 8.1 11.0 - 12,8 T
Iast trip 195653 1l.7  13.2 18.1 15.2 13.9 121 8.1
Last trip 15L6-19 9.5 5.8 . 10.5 8.i 10.2 29,0 1,1
last trip 19L0-45 8.8 8.0 10.5 9.0 7.8 8.9 9.2
Last trin 1939 or . .
earlier 6.7 3.8 3.8 L-B 5-9 7-11 8-5

Year of last trip
not lmovn; eanit

remenber; nect '
ascortained 1z 123 4.8 3.5 12,2 12,1 13.2
Never took a
rail trip 29,3 20,0 20.9 27.8 25.3 25,9  35.3
Total. 100.0  100.0 100,0-  100.0 100.0 100.0 10,0
fupber of

adults k) E) b7 105 310 Lgo 725 1068
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H. Use of Bus lLast Year

The proporiioﬂ of the population who took a §uu trip to a point 100
or more miles awsy ldcreased im 1957. The estimate from the 1955 Survey was
that 6.6 par cent of all adults took a bus "trip" last year, :he'é;timata
from the 1956 Survey was 6.1 per cent, but the estimate from the 1957 Survay
ie 9.6 per cent. This increase {s too large to be actributed marely to
random fluctuations in the sampla. More pecple took at least one long bus
trip in 1957 than in earlier years. This finding is perhaps not surprising
in view of the new highways which were becoming availsble to buses during
thia period.

The proporticn of adults who take.a bus trip does not vary from
one income group Fo the next (Table 28), About one adult in tem taken a
bus trip regardless of family income.

There were no striking changes from 1955-1957 in the proportion of
al1 bua trips accountad for by adults at different incoms lo@nls.‘ Roughly
speaking, tha proportion of bus trips accoumted for by those at each inecoma
level is the sama as the proportion of all adults in the population who aré
at the fncome leval (Table 29). FPor example, about 13 per cent of .all
adults fall {n the income class $3000 - 3999, These adults account for about
7 per cent of all bua trips on business and 12 per cent of all bus trips for
non-business teasénl.

Use of bus, like use of other comuon carrisrs, depends om an indi-
vidual's stage in the family life cycle (Table 30). Young, single people are
frequent users of the bus for tripe 100 miles ewvay, just as thay are fraquent
users of treins and planes. Marrisd adults with young children are less
1likely than other adulta to take a bus trip, just as they are less likely
;hnn othar adults to travel by trefn or plane. The. proportion who take a
bus trip rises in the later stages of the life eycle.‘ Older, single pecple

are only alightly lass likely than young adults to take a trip by bus.



Pable 28

Use of Bus "Tast Year"® 6y meome Gr
{Percentage diswuritatlon of adults

moe ot B TEr IR T TRty R i i%sz—iﬁﬁ—mz SR
Too of Bus TSI Ty TBE-SRSeTET

Took ane or
mare bus
trips "last ‘
IB_O._T" ! 6.6 6.1 9.6 Qel 9.0 21 Bn2 3-3 12-6 6.2 6,2 11.1[ !né 6-5 2.1 642 Lisl 10-2

— — mdamegy  el— —ty.

,doses | «8 o7 1.2 .5 1-5 -h N ol N3 ol a2 -h th 1,0 1,2 -5 «l 1-11

parposes 5.9 5.2 842 8.6 7.5 BuT 7.5 Tel 12,0 6.6 6.0 11,0 6.9 B 7.7 6 3.9, B.9

business
and non~-
business
. purposes ol 2 o2 #* L] 3+ 4 o2 * o2 #* * # ol vl a1 1 *
Did not take a i . , .
hus trip 90s2 . 23 -h B9.h 86,1 21.0 90-5 2&1 91.3 B! oh M 23 ‘E B?-E 82-5 23|2 9042 20.6 2h-§ EB.E
Not &scel‘tninadi;‘ -5 _1,2 IIOB * _._h 2.1 .h # 2a -3 _.l:_]..‘ 3.2 .3 __._7_ 3.2 lnh _M

Total 100,90 100,0 100.0 100,0 100.40:100.0 100,0 10040 10040 200,¢ 100.0 100.0 100.0 100.0-100,0 100.0 100.0 100.0

Number
of N
adults BLB5 5255 3149 439 67 231 832 Lh70 326 981 582 280 136% 709 L18 129h  7ho M8



Table 28, Continued

Use of Bus 7 - 19 9 19 75 g 1957 1945 19 19

Fer business

purpcecs 1.1 L B 5 § WA L1l 1.2 L 1,0 2.5 L6 1.5 1.8 w
For non-

business , . :

purnosdes. 1“'8 5.’1 6.9 ht? h-ll 7.3 5.1 3.6 5.6 hol 3.1 5-’4 5.1
For hoth

busineas and

non=business

purpodes o2 i S ) ) 2 5 T A # I,
DHd:-not take:a

—bus trip 535 93,1 9008 92,0 Shil 20,7 el Shok 90.8 67eh ghoG £9.2 8940
Mot ascertained 2.b _o6 1.2 2.9 _.2 _o3 21 L0 _.] 69 _ .8 3.0 5

58 T3 58 9.0 s

# 2.3
Leé 2.4
1.2 2.
Y|

2.5 1.5 #
33 7.5 %
#* & )

90.1 91.0 100.0

L1 = #

Total 100,0 100.0 100,0 10040 100.0 100.0 10040 100,0 10040,100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0

Number
of .

adults 1094 671 N33 8% 559 396 709 500 28k 389 260 166 136

# Less than ,05 per cent.

86

42

121 67 29

8-
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Table 29

Proportion of Bus Trips in the "Last Tielve_ljonths"
Taken hy Adults in Tagk Tngcame Class—
(Percentage distribution of adults)

. Per Cent of Trips
Per Cent of Business * Hon=business

Al Adults Bns  Trd) Bus Trips
Fartly Trome | B DR T DE D I 155 15 DN
Under {1000 _ 5.2 7.6 Te3 13 o7 L1 b 7.7 6.2
£1000-1959 9.8 8.9 10.i 16.2 2.8 8.5 10.7 15.9 1.2
52000-2999 T 116 121 8.9 2.6 -85 .5 16.6 10,5 161
§3000-3999 1601 13.5 13.3 3.9 12.9 . 6.8 18.9 131 1.8
Wo0o-kgey © 153 1 13.3 17.5 L 1.3 119 9.8 5. -
35000-5999 T 12,9 1248 1347 221 121 7.9, 13.0 1306 16,9
$6000-TL99 10,6 10,6 12,6 7.8 397 5. 8.3 Gl 8.5
£7500-9999 © L B3 93 9.0 10d Tl 13,0 8.6 1l b3
$10,000-114,999 : LeS a9 Se3 12,3 7.8 13,0 34 LB a9
£15,000-19,999 o 16 16 L3 .6 21 8.5 .9 L1
20,000 and over L3 L3 W9 L3 W7 w0 B 2.0
Mot ascertained 27 5l k0 29 haz 23 25 ka3 L
Total 10,0 100,0 10040 100,0 100,0 100,0, 100,0 1000 20040
tusber of bus' trips by .
. Taast 19 monthe B 000 o

Numher of adulta Bu61 5255 3Lhk9

1/ This table excludes trips lry‘thoae vho took 100 or more bus trips in a year. .

.



Table 30

‘- 1

Use of Bus "Last Year" hy Stage in the Life .Cycle
{Fer cent of all adults, 1957 Survey)

K

Stage in the Lifc Cycle ) R
Young, Harried,” larricd, larrled, larried, Older,. lar-
tarried, Children, Children, Children, Children, ried, Wo °

A1l Young, Mo Youngeast Toun;est Youngest Youngest Children Older,
Use_of Bus Stages Single Clidldren Under 2 2 -4y S~V 15°37 Under1E  Singlo Other.
Took cne or mere bus trips o : o0
Mlast yﬂﬁr" 9-6 18.1[ !05 5-3 5.1 . 603 11]-8 - Bll lh'h 13.1 ’
For business purposes L2 2.3 8 - L0 2 0 Lk . W8 1.6 b ®
For ncm-h‘uainéﬂ MO&BH 8.2 16.1 6‘13 hl§ h 309 . 5.2 12.0 6;5 1.3‘6 1.3.7
For both bhusiness and . . .. .
nop-business purposes 2 A LB 2 © 1.9 # a2 *
Did not take a bus trip B 77.7 .5 Sh2 96 92.3 85.2 91,3 849 863
Hot ascertained 1.0 39 & # o3 2 I o6 1
Total 100.0 100.0 100,0  100,0 100,0 , 100,0 .100,0 . 100.0 100.0  100,0°

Number of adults Mg 3k W 22 33 559 08 ém L&y 202,

% Lesa than .05 per cent. . K

-‘s-
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Uss of bus travel varies from one type of community to amother.
Adults who 1ive in towns and swall cities with a population of 2500 - 50,000 or
or in-citfes of 50,000 to 600,000 are those.most likely to take a bus trip
(Table 31). A&bout 12 per cent of thasa adults took a bus trip in the pericd
covared in tha 1957 Survey., The proportion uvaing the bis in 1956 was only
about 4 per cent of th:;ae living in large metropolitan sress. Iun, 1957
this fraction increased to about 9 per cent. In the rural areas about 8 per
ceat of all sdults took bus trips. in 1957, an increase of about 3 par cent
over 1956,

The data suggest that there was a change between 1956-195& in the
occupaticn groups ul:ing long trips by bus, The evidence is inconclusive but
the most -uk"ely interpretation 19 that thera was a-relatively lerge increass
from 1956-1957 4n the proportion of adults from high-status occupations who
tock s bus trip (Table 32), Thus, the proportion of those from families of
profescional and technical workers who took a bus trip rovs from & per cent
to 16 per cent. The proportion of those from fn.ml.l!.u of self-employed and
mansgerial workers who took a bus trip rose from & per cent to 8 per .ceut.
Increases in the proportion who travel by bus took place, -hemve:. in avery

occupation group.



Table 31

Use of Pus. "Last Year" Yy Place of Residence
{Per cent of all adults, 1957 Survey)

Large Motropolitan Areasl’ Other ireas
: Rura
 Subwbs  Suburbs : Cities Citles Firm =
‘ , ALl Cmdral 50,000 2500~  Suburbs, 50,000 2500~ & Open
Used Bus "Last Year': . Adults Giti-o & Over 50,000  Riral & Over 50,000 Country
Took cne or more bus trips .
hlaat year® . 2.6 2-2 10.5 6.8 2-2 - 1106 1le Boh
For business purposes 1.2 a9 # ol #* 1.2 1.9 L.3
For nion=husiness purpofes’ 8.2 8.3 10.5 6okt 3.2 1044 9.1 6.9
For hoth business and ucn-business
purposes o2 #* # #* # * oh o2
Pid not take a bus trip - 89.h 89+5 88:5 s 9648 8.4 Bl 90.9
Mot ascertained 1.0 1,3 1.0 -148 % 1.0 1.2 i
" Total 100.0 100.0 10040 100,06 100.0 100,0 - 100,06  100.0
Humher -of adulta e L7 105 219 31 o 729 1068

y' The "latl'ga" metropoliten areas are the trelve largest metropolitan areas in the United States.
# lesse than .05 per cent.
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Table 32

Use of [us Mthin Qccupation Grotps °
{For cent of ail aﬁTx’I&, 57 .%"a )

Ocoupation of Head of Family

Crafto-
men,
Fore-
_ . men;
Profes- GSelf- Cpera-
© ALl sional, imployed, . tives, Lahorers, ., Detired Students
" 'Ocew-  Tech~-  Tana- Clexi- Armed  Service  Farm- leads of and House=
Use of Bus "Lost Year®® pations nieal gerdal cal Sales Forces Uorkers era Foamilies tUnemployed wives
Took one or‘quzl{e trips o . . . .
by bus "last yeart .96 159 .B.5 10,5 . 81 7k 1046, 649 943 13.9 1h.3
For business purposes - - 1.2 B8 23 8 L 5 ol 8 o 2.8 #
For non-business .. ’ )
purposes 8.2 10,4 5.7 9.5 4,7 6.9 10.2 Al 8.9 11.1 U3
For both tmsiness and - L - - - -
non-buainesa’ purposes o2 .7 .5 o # B C LU »
Did not take a bus trip  69.4 8k 8%.2 9.0 B9.9 919  88.9 923 899 8hy . 83a3
Fot ascertoined .10 * 2.3 S0 .7 5 -8 <8 S L 2ak
Totad 100.0 100,0.  100.0  .100.0 100.,0 00,0, 100.0 100,0 100,.0 100,0 100,08
Mumber of adults  3ig 270 b6 10 U8 837 k61 216 268 72 168

# Leag than .05 per cent.

-—m-
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I. Use of Aunto Last Year

Tha 1956 Survey. showed a decline in the proporticn of the adult
population who took an suto trip, compared to the results of the 1955 Survey.
This decline, however, may have been the result partly of sampling ervor and
partly of changes in the questidtnaire between 1955 and 1956. TIn tha 1957
Survey the questions were rostored to the form used in 1955, The results
show thdt 61 per cent of ‘all sdults took an suto &1p. There is no reason to
doubt that this proportion was. higher ‘than that in .the pe‘titid. covered by tha
earlier surveys, (Ic_ llx;puld be recalled that the 1957 Survey covars, not
calendar 1957, but the 12 months prier to intarview, vhich vas Juze 1956 to
June 1957 for the .{s:tng'_ interviews and Decembar 1956 to December 1957 for
the £all mtervlevl.) 1115 iacreasa took plece both in buli.neu snd non-business
travel, About 10 per cent of the adult populat!.on took at laast one auto
trip for business purposes ia 1957 while about 55 per cent took one or wmore
non-husigu trips by auto (Table 33).. The proportion taku;_a.-an suto trip
!.nctease; in every lncom group from 1955 to 1957. o - _

" The prbi:ortton ‘of adults tekiog an‘;auto-irtp ttatu_ with £|;;one to.
an income level of Ap‘proxima:ely $6000 or 60. Nesrly 80 per cent ori-' thoge
in every income group arver '$6000. take at least one tuco trip A yaar.

Tha ptoportlon of all auto trips accounted for by adulte i.n the
upper income groupa :i.- larger than the proportlou ‘which they represent of
tha population (ubla 34). Those with incomes of $6000 or o_yet represent
about129.par cent. of the ‘adult population, they accounted: for 70 per ceut.of
the business aute tripe and 43 pexr cent of the non.ﬁtqusimss n;ato trips. ‘Those
‘with incomes of $20,000 or ovel.;. comprising 1 per cent all adults, accounted
for about 5 per cent <;f the businass suto trips m:l"about 2 l;ter cent of the

non-business auto trips,



Table 33
Use of Auto "Lagt Year"™ by Incams Gro
= (Feoentage dlstribotics of adalts] ~ -
Al Incomss Under 100D 551000~-1999 520002999 -$300C-3999 £h000-1999
We ot awte 195 RO TN TR DD Im RGO ioe TRy Bt T ]

Took one or more
auto trips i ) .
Mast years . 5SL.9 L83 61,0 23,5 20,1 30.3 3h.6 29.0 31.0 423 36,1 5lob 53 U240 37.h 5603 47.5 63.6

For businese
pqrpose! 240 3.0 3.2 T .8 9 2.}4 2.6 1.8 2.1 2nh 3.6 1.2 2.8 1-,4 1-6 3.7 2.1;

For non-

business .
purposes  LB.1 L0.8 50.8 22.6 17.8 27.3 29,8 251 28,2 3747 30.9 U5.0 LS.5 3640 50.5 51.3 h0.1 S5 B
For both

business and

non=husiness . '
puroO3Ies L3 hos Te0 o2 1..5 A 241 2.!{ 1.3 1.0 2.5 2.8 2.8 3-6 3.2 5'5 3 3!7 h-’

IH4d net take an -

Not ascertained 1.2 ’ a: 1.0 2.0 '2 lh 2.6 o # 1.9 IE lll 1!2 '02 1.0 12 o9 1.2
Total 100,0 100,0 100,0 100.0 100.0 100,0 100,0 100,0 100,0 100,0 100,0°100.0 100.0 10040 100.0 100:0 100.0 10040
Humber '

adulte 8485 5255 31y W39 398 231 832 L70 326 981 C 502 280 136 709 L8 _129h 7ho 118



Tible 33, Cantimied

£5000-5999 ,;‘~6000- ; 750099 {0.0,000-1)1,9 %oo_%%.m £20,000 and Over
Use of Auto - IOB5 Y756 T3ST oSt 195 % il 5 1% 1950 1957 1985 T3B6 IoST

Took one or mers
to trl .
a"luaat .ZGE:“ 67|2 55-8 71-5 ﬁoB & ul_l. 78-7 13__-6 68-'2' 7608 92_'_9_ 75011 Zi‘.l M _G_Tc_'h 55.1 _8_90_2 'Jsl 86.2

For business . ’

purposes . 2.4 2.4 3.0 (3.0 3,2 5 1.3 38 5.3 2.6 5.0 5. 2,9 3.5 T.l 66 75 13.8
TFor none X .
business: .

p\lrpDBés 58.3 h&.o 62.8 58-7 5'1-6 6!.;.9 6303 56.2 57.8 56.5 57-3 51-2 5608 511.6 50.0 57.9 56.7 h8.3
For both - :

business ard i

non=husiness . .

purposea 60? 5011 6.0 h-6 ll-6 9.3 900 8.2 1307 10.8 13.1 1807 9.6 903 28-6 15-7 8-9 2!1.1
Did not take. an ’ _ ) ‘ .

auto_trip 30,5 L3.5 268 31.8 37.2 21,0 25,1 31.0 22.5 2640 23.8 2243 26e5 3246 _9u5 19.0 2649 1340
Not ascertained 1.6 :z lvg 1.2 -h .2 102 lB 'z hgl rB 2-k 2.2 i* h.B .B #* #*

Total 100,0 100,0 100,0 100.0 100,0 10040 100.0 100,0 10040 100,0 10040 10040 100.0 100,06 100.0 100.0 1000 100,0
Muber : . .

of

adulta Jo9h 611 L33 6896 sS59 396 709 500 284 389 260 166 136 86 k2 121 67 29

#Loss than .05 per cent,

-£9-
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Tsble 34

Proportion of Auto Trips in the "Last Twelve Months¥
___Taken by Adults in Each Income Clasal/

‘(percen.age digtribution)

1
L

: *  Per Cent of Trips ‘ i
Per Ceut of Buainaas Non~-buginess

Family Income Al} Adulte Auto Trips Auto Tripe

1933 1956 1957 1955 1856 1957 1955 1956 1957
Under $1000 5.2 7.6 7.3 .2 .6 31 L2 L3 24
$1000-1999 9.8 £.9 104 3.1 2.3 1.3 46 3.6 3.9
$2000-2999 116 1i.1 8.2 41 3.2 2.7 &5 6.7 6.
$3000-3299 6.1 13,5 13.3 3.6 7.0 3.5 12.5 117 9.5
$4000-4999  15.3 1.1 13.3 8.9 10.5 8.9 16,0 11.B 1.7
$5000-5999 . 12.9 12.8 13.7 2.9 13.1° 8.0° 19.8 16,3 14.0
$6000-7499 1(.3.6 10.6. 12.6 11.7 11.8 15.7.- 6.2 13.7 16.7
$7500-9999 8.3 9.5 9.0 144 25.0 23.0 16.4 'I7.1 4.2
$10,000-14,999 'a‘is}"a.b 5.3 1167124 15.1° 8.0 9.7 9.0
$15,000-19,999 16, 1.6 1.3 3.0 3.9 4.6 26 3.0 3.0

$20,000 and over 1.3 1.3° 0.9 6.6 1.9 4.9 2.7 1.7 1.7

Mot ascertainad 2.9 4.1 _6.0 _33_3.3_ 9.2 _17_328_4s8

Total 100.0, 1060.0 100.0 100.0 100.0 100,0 100.0 100.0 100.C

Rumbaer of auto trips
by adults in the sample - s :
in "last 12 wontha" =~ . 4196 23152 ° * 17,175 71927

Nusber of adults 8461 5255 3149

~
K

1/ This table excludes trips by those who took 100 or wore auto triss in a year.
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As discussed earlier, single people are ths most frequent users
of sach of the comon cariiere. Thay sre nct usually likely to travel
by auto. About tha same proportion of young, single people ajl of all adults
took one or more auto trips last year (Tabla 35). On the ocher hsnd, young,
married people with no children ere more likely than eny other group in the

population to tnlr.e at least one auto trip a. yur. m arrival of the first

child makes a differanu. Only about tlm same p:oportton of adults {a this
stage as of the population as a whole take an auto-trip.- Since young couples
with young children are unlikely -to travel by-commen éatt..‘ier, it is obvious
that the arrival of children tends to reduca pecpla's prop:eudty to travel,

As the clfi.ldun;grov up, auto travel becms,?asi.er and tim pto;
portion taking suto I:ri.-i:s risés up to a point and then declines qn.ce oore.
Older, marrfed adults whose children have left home are lass like'i"y te
traval by suto than those ’uuh teen-age chu'dren. ! Finslly, cnly Inbout ona
out of tan of the older single adults tekes an auto trip :I.n a year, Peoplo
in thie stage in the life cycle are less ukel.y to travel by auto than tlwae
at any other stage. -

People who live-in large metropolitan az:eal ér.o leaa l.:l,k.lqu to
travel by auto than those living alaew;nre ('féble 136).' Less than helf of
them took an suto trip-in the yesr prior to the 1_:_|terv:l.ei-f.._ “This ‘_stétem'enc
does not appesar to .npply to thosa in tl;a smaller suburba o‘!' larg.a -ci-.tton.
These pecple are about-as likely to take.em ‘_a:uto trip as the resc of the
population. People living in other cities of 50,000 snd over snd people
living in citiee of 2500 - 50,000 pepulation ars those most likely to taka
an auto trip. About tw-thtrdsl of tl;ona ;ln thh group took an auto trip in
the year prior to the intarview. Abqut .1 lats:e a proportion of the people
in the rural aresas as of the population u.a' vhole, take an auto trip. These
people, u_..noted earlier, are 'nnt likaly to :u_.me al:\.yl of the common carriers.

In gemeral, they sean less likaly to travel than the rest of the pepulation.



Table 35

Use of Auto "Last Year® by Stage in the Life
T o a 2 urvey.

tage in the Life Cycle
~Young, Jarried, Jarried, jarried, Jarried, Olier, IAI-
Married, Children, Children, Children, Children, ried, Ho.

A1 Young, Ho Youngest Youngest Youngest Youngest Children  Older,
Use of futo - Stages Single Children Under 2 2 - §- Ut 15 -17 Under 18" _ Single
Took ans or more auto trips ) ) ’ ’
Tagt year! . 61,0 61.2 Islh 62,0 6!.7 110!* is.l EE.B 22:2
For business purposes 342 2.6 L6 bed 3.3 3. ka6 2.3 2.h
For nonebusiness purpcass 0.8 Bl.6 63,3 419.3 56,2, 57. 59.3 5143 3ha7
For both buainess and . ‘
non-business purposes’ 7.0 7.0 7.5 8.6 8.2 10.4 9.2 6.2 2.8
Did not_take an auto trip 38,0 349 - 2b.6 380 3243 28,1 26.9 39.7 - 595
Not ascertainod L0 39 % & 5 = - et
Total 100.,0 100,0 100.0 1000  100.0 100,0 100.0 100.0 10040
Shwber of adults ks 3 20 22 33 559. 108 &92 Leh

# Lesa than .05 per cemt,

-99-


http://75.lt

Table 36

Vas of Auto "Last Year® by Pleoe of Residence
U‘OI‘ cent of all R&ES; -y SWVBY’

Larpe 1ie‘bropnli€an A.res.sy Other Areas
a,
Suburbs Suhwurbs, Cities Citles [amm :
. All Central 50,000 2500= Suburba 50,000 2500~ & Open
Used Auto YLast Yeapr® -Adults Cities & Over 50,000 Pural & Over 50,000 Country
Took ne or more auto tripa
"lagt yearn 610 W0 Ml S8 T2 6l Bl ELE
For Yusiness purposes 3.2 2.5 - 1.9 2.8 * 31 2.9 bee &
For nen-lmainess purpodes 50.8 bl 40.9 51.2 15 S7:3 Sl 50.0 '
For both business and non-business ] .
purposes g 1.0 3l 1.8 5.0 1249 5.1 10,9 743
Did not take an auto trip ‘ 38,0 a1 3 39,9 258 . . 331 30.5 380
Not.ascertained 1.0 1.3 1.0 1.4 3 = ik _ o5
Total 10040 100.0 100.0 100,00 100.0 100,0 100,0  100.0

Muzher of adults 3 Ty 105 279 3 oo 129 1068

1/ The "large" metropolitan areas are the-twelve largect metropolitan areas in the United States. |
# Lasa than +05 per cemt,
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The differences among income-groupa in the ptopo;rtl.on of the popu-

lation wvho tske one or more auto trips imply differ smong pation
groups. The occupation groups which -enjoy the highest incomes also are those
wost likely to take auto tripa; About B84 p&r cant of -the adults i{n the
families of professiocnal and techmicuzl workers took an auto trip "last year”,
end sbout 74 per cent of the nﬂul:; in femilies of selfﬁemployed and mana-
gerial workers (Table 37). Sales workers also are likely to travel by aute.
At the other extrems adults from families whéra the head is retired or 1s &
housewife. are least likely to take an suto trip. Tbe'bluehcoller workers

tend to f£all between these extremes.



.
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Table 37

Usie of Auto THthin Qocupatian Grou
' {Per cent of all amu. s 1957 Survey)

Oceupation of Head of Pamily
: nen,
Fore-

Profes- Gelf- o Qpera-

, sional, Employed, . - ' tives, Iaﬁorers, Retired Students
R © Occu=.  Tech-  Pana- Cleri- Armed ° Service  Farm- Heads of and -
Use of Auto"last Year" vpations .niccl _' gorial -cal Sales Porces Vorkers ers, F_amiliea. Unanplg_‘e_d.
Took one nr more. auto _— C ' . - - :
trips “last yearn = 610 BN 7kl 6l.6 79,0 67,1 WS4 512 hl.b 50,0
For busiress purposes 3.2 S6 0 6.0 26 B 2.0 2,2 3.2 1.5 b2
For non-husiness - ) - A R .
purpeses - S0.8 ' 62.2 - 50.2 564 She7.  Eld b9 B1.S 37.7 0 3849
For both business and o . o .
non-business S -] ) . :
purposes : 7.0 163  17.9 L2686 16,2 3.7 13 645 2,2 69
Did not take an outo trip 38,0 159 23,8 37,9 19.6° 32,0 k2  bBl 582 LB.6
Net ascertained . 1.0 - 75 - S W R (LI N N S 1
“Potal 00,0  1200.0 100.0  100,0 100,0' 100.0. 100,0- 10,0 100,0  100,0
Nunber, of adults 3ily 270 . W6 <190 W6 837 LA o6 8. .2

# Less than '_.05 p;r cent,

House-
wives

-§9=
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III. Prequency of Travel by Reglon

In the reports on the 1955 and 1956 Surveys tables ware included
vhich showed a 'breakdom of frequency of travel by region. The regions used
were thres: the metropolitan Rew York area, othar parts of the New York.
Central YTerritory, and the rest of the United séatu. As it wap defined for
these purposes, the New York Central Territory coiucided roughly with the
ares wortk of the Ohio River and aast of the Misstscippi, although eome parte
of Pennsylvania and New J-tu_es.r were cmitted. The presant report continues
thia classification by region in tha in_:erc‘lu of building up the size of the
sample in each a:u and in an attempt to detect any major shifts in the
patteru of people’s _:uanbchnvior which may have developed in one of the
reglunu..

Tha proportion of the population who took cne or more trips by air
" in the year prior to faterviev has been found fu esch of the threa Surveys to
be bigher in New York City than in other parts of ths Central territory
(Table.38).. People living in the rest of the United States are least likely
to take an air trip.

Ii has been tound.-allo. in aach of the three years that thase
diffarencas arise bn:a.'uu of differencas in the proportion who take non-
business trips. About 3 per cent of the adulte in each region take or
mors business'trips by sir in a yesr. But only about & per cent of the adults
in ths "rest of the United Statea” and in "other parts of the Central territroy”
take ons or more non-business air trips. Of the adult populdticn of the Hew
York arsa, however, about 14 per ceat took at least ong non-business air trip

in the year prior to Interview.

1/ The Territory was defined to include Nev Bngland; New York State; New
York City including suburbs ‘in Counecticutt and New Jersay; Ohioc;
Michigan; Indiana; illinois; end the metropoliten sreas of Pittaburgh, Pa.;
louisville, Ky., and ‘St. Loiis, lunauri..




Table 38

Use of Adr vlast Year" by Refrionl/

TPercentage Hetritution of agults)

All Regions . New York Area
T FaIT

Other Parts of ° Rest of the
Central Tervitéry United ota.tes

Use of Air 1955 195 1957- 1955 1956 1957
Tock one ‘or more air 'trip'ué . : :
"ast year" . 7.0 7-2 % 12.0 1.3 1 o2
For Busihess purposes 1.9 2.3 2,3 2.4 2,1 1
“For ‘non-business purposes he6 bl 5.7 9.0 8.7 1.7

For both business and ) . )
non-business purposes 5 W5 .8 9 £ 261
Did .not take-an-air trip 92, 92,4 90 87.7 '88.5 B8l
Not .ascertcined L BT S s oli
Total ' 100.0 100,0 100,60 100,0 100,0 100.0

Muzber of ‘adults 4210 5255 3i4e 333 -Lh2é 282

1/ The regions have been defined as follows:
Yew York .irea ~ entire metropolitan area of !'Ie?.r= York City.

Tail Fall
1955 1956 1957 1955 956« 1957

10 62 9.0 59 63 .1

1.5 2.7 2.6 1.9 2. 2.2
5.0 b7 5.5 (345 347 Ld8

o5 8 o9 5 o3 o7
92,2 91k 90,2 93.1 93.5 9Lk
_8 _eh 8 10 _L 9
100.0 100,0 100,0 1000 100,0 100:0
15LB 1813, 108k 2329 .3016 1813

Cther parts of Hew York Central Territory: Hew inpland, remainder of llew York State, frie, Pa.,
nlus Pitlshwrgh and1ts” metropelilon area, ohio, Louisvilla » Kentucky, Hich:i."an, I1linois and

St. Louis met.ropolit...x areds

-1 L-
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Ia the trend toward -an increzse in the spredad batween the statistice
for New York-and thoss for the other areas, or 1s the discrepancy being reduced?
The sample for New York City is too small to permit an accurate answer to this
question, but, if anything, use of air seems to ba axpandlns faster in New York
than elseﬂbere.'

1s the differénce between New York and other areas in coach ‘or firet
glasi travel? Omn ihts point thg evidence seems clear (Teble 39). Of the popu-
lation of New York 7 per cent took a trip by air ccach, compared to 2 par cent
of tha populatioﬁ of the other two reglons. 7The availability of air coach
service seems to be a major factor in the transportstion market in New York
City. Another factor may be the difffculty and expanse of autcmobile travel
for people in thet area. Auto travel by regilon is further discussed balow.

Ag far as air travel is concernad, the genersl conclusion which emerges from
the data :l.s that New York cuy haa lpeclal characterisucs which distinguish

it from other areas. b:h_ef parts of the unortheast are more urban than the rast
of'thﬁ United States, and, accordingly, generate somewﬁat wore ailr travel in
relation to their population, '

The dlffereuces trnm region to reaioa in rail travel seem to be
smallar than those found for air travel (Tabla.40), 1In the period‘cove?ed
by the 1957 Survey, 10 per cent of thosa in the "rest of the United States"
tock a rail trip, while for those in New York City and other parts of the
Central Territory the proportion was slightly larger, as it has been In each
of the three years. This difference is consistent with the fact that, as
é;eviously uwentioned, the population of the northeastern Umited States is more
concentrated in urban areas than the population of tha areas to the south and
west. Pacple liviog in rural areas are relatively less likely to travel by

train.
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Table 39

Use of Alr, First Clase and Coach, by Regian
\Percentage caistritvtion of adults)

Use of Ar. A2l Heir Tork Cther Parts of Rest of the

First Class and Coach Regicna Area Centrel Territory United States
Took first class air trlp '
but nat coach 6 7 5 ]
Took coach air trip but oot
first class ' 2 & 1 1
Took both first class and
coach air trip 1 1 1 1
Took -neither first class ‘
nor coach alr trip - 90 86 SR . g2
Mot ascertained 1 * 1 1
Total 100 200 100 100
Himher of adults 1638 L6 sL? oLs

3

* less than 0.5 per cent.



Use of Rail.

Tock one or nore rail trips
"last, year®

For business purposes
For non-husiness wurpcses
For-both business and
non=business purposes
Did not take a rail trip
Yot ascertained
Total

Thmber of adulte

Table L0

Use of Rail "last Year" by Region

(Fercenfage distribution of adulls) -

Other Parts of Rest of the

T gy

100.C 100.0 100.0
4210 5255 319

ALl Bagions Wew York Area Central Territory United States
. Fax eIl Tall "Il
1955 1956 1957 1955 1956 1957 1955 1956 1957 195F 1956 1957
10,5 9 12 0.9 9.9 160 L3 12 27 8.6 T8 96
1.5 1.8 1.9 2.1 20 LI 1.9 2.5 3.1 1.0 ld 1.k
8.6 7.0 9.0 B85 7.3 12 10,8 B2 S T2 61 7.9
SIS RS B T S - L 2 3
88 204 BB.0 88,8 89.9 637 8546 BBl 86k 0.3 ShuE 895
1.0 _«5 _ .8 B3 2 o3 10 7 _ 9 1l _5 _ 49

100.0 100.0 100,0 100,00 100.0 200,0° 10C,0 10040 100.0

33

26 282 1548 1813 1085h 2329 3016 1613

i~
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On the face of the data the proportion of the adult population who
took a non-business rail trip iacreaced ‘l.n the New York area from 1956 to
1957, or, strictly speaking, from the period covered by the 1956 Survey to
tha periad covered by the 1957 sﬁrvuy. This increase 1is on the margin of
statistical significance; it may bs the result only of random fluctuation im
the aampla.

Tus date on coach and pullsan travel from the fall faterviews in 1957
do not suggest that there are major rn_lgioml differences in the relative. im-
portance of these two types of rail travel (Table 41). Counting both thosa
who traveled only first class and those who went both coach and first clase,
about & per cent of those in New York took & Eirst class trip, & per ceat of
those living elseswhere in the Central territory, and 4 psar cent of':hbse’ in
the rast of the United States. For coach, the (:a.rratponding Eigures are sbout
11 par cent, 9 per cent, snd 6 per. cant,

These results are consistent with the fact that in general both
coach and firet clese service 2re aveilable: to persons to wham either ‘is
accassible. Bven if a trip oust ba begun by coach, a person traveling a long
distance ordlnn:'llg can connact with a train carrying pullman cara. Afr
cotich {a uot as readily accessible as first class air service to persons
Vu.v‘l.ps avay from the large metropolitan centers, end, as previously nmoted,
paople ltvfr;g' in these centers are such more 1ikely than those living elsevhera
to travel by air coach. .

In the United States as a whole the proportion of the population who
tock at least mbue trip incressed from 1956 tlo 1957, as discussed in
Chapter [I. This increase took place in Kew York City and other parts of tha
Central territory as well ‘as in the "rest of the United States” {Table 42).

If suything, the increase in New York was more merked than elsewhere. The

"proportion of the population who took at lesst ona bus trip contﬁund to be



NG TV

1 . . . Table hl ..

Use of Reil First Class and Coach, P_1§ Pegion .
arcentage O ut¥on of adu

Use of Rail Pirst REDN ilewr York Other Parts of Rest. of the

Class and Coach Repions Ares Central Territory Gnited States
Took first class rail trip o .
tut not .coag . 3 , 3 3 . 3
Toak coach rail P, hut . )
not first. chsa. i o 8 6
Took bath first class and )
coach rail trip e | 2. . 1 . 1
Took neither first elass . .
nor codach rall trip 8y 86 as 89
Not ascertained @ . . 1
Total - 100 100. 100 . 100
Humber of adults . L1638 1hé .. skt 95 .

b Includes adults Tar vhom it was not ascertzined whether they took i coach
rail 'fa!‘i Pe

2/ Includes adults for whom 1% vas not sscertained tlether they tock a first’
class rail trip. . .

# Less than 0.5 per cent.




Use of Bus

Took one or more bus trips
"last yeart

For business purpeses
For non=husiness purposes
Far both business and
non-husiness ourposes
Did not teke a bus trip
Hot escertained
Total

Yumber of adults

# Lecz than .05 par cent.

Table 42

Use of Bus "Last Year® neglion
Fercentage dis on of a )
Other Parts of  Rest of the
All Negians Newr York Area Central Territory. United States
Fall join

1955 1956 1957

] 6,0 96
8 o7 1.2
6.3 5,2 8.2
»2 o o2

9 6 20
100,0 100,0 100.0
k210 5285 3149

Sk 33 82
i

* *

53,1 965 Gl

L5 _.2 _ b
100,0 100.0 10040
333 W26 282

" 8.2
I6 .2 .h '
8

FaIl
1955 1986 1951

61 5.5 8.2
9 7 10
hed La7 Tl
o3 ol Jd

2.3 b0 90.6

A6 5 12

100,0 100,0 100,0

1548 1813 1054

1955 1956 1957

-Boh 6.2 1006

«8 f 1.5
705 5‘9 8-9
ol o2 2

89.5 92.5 88,3
2.1- ) -.6 1.1

100.0. 100.0 100.0
2329 3006 1813

-Li~
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bhighest in the "“rest of the United States.” In.all reglons the gain in bus
travel vas primarily in aon-business travel.

Auteomobile travel is not as popular for pecple in New York City aa
for thoaa living elsevhere (Table 43). In each of the three years studied
the proportion of all-adilets in the New York area who tock at least oms trip
by auto has been substantially lower than the proportion for those living
elsevhere (Table 43). From 1955 to 1957 thera was lictle or no change fn
tha-proportion of people living in New York who tock ao auto trip. The
proportion traveling by other modes, however, increased. In the other two
regicne the proportion taking am auto trip did .increase ovar the two year
petiod. This increase seems to have been most fmportant in the Central

territory.




Use of Auto

‘Tock cne or more auto trips
"last year®
For husiness purposes
For non-business purpcges
For both business. and
nen-business purposes
Did not take an auto trip

Not ascertained

Total
Mumber of adulis

Table L3

Tezion

Use_of Auto 'Tast Yearihy ﬁ
(Percentage on of a 5)

Other Parts of fest of the
AL Togicne liew York Area Ceniral Territory United States
11 Fall rall FaTlr

¥z
1955 1956 1957

87,2 LB.2 61.0

2.0
505 L0.8 50,8
h.ﬁ h-s ?‘.0

10040 100.0 100.0

k210 5255 31hg.

1955 2956 1957

1.1 33.0 Lo,1

—— e e—

I6 09 L)
39.0 30.0 35.9
185 1k 1.4

58,0 86l 5905
S 5
100.0 100.0 10040

333 h26  2d2

1.6

‘1955 1956 1957

5613 8.2 6!&01

1,1 2.2 2.5
51,7 k3.0 55.3
3.5 3.0 6.3

12, 513 sg
10 5 10

100,0 00,0 100.0
1sh8. 1813 105Y

a1 08 B
642 5.8 B.2
0 & 140

i —— —

100,0 10040 100,0
2329 3016 1813

=6l-



~80-~

IV. The Most Recent Irip by Common Carrier

In the 1957 National Travel Market Survey, as in earlier Surveys,
those respondents who had taken st. least ome tri.p. by quoii.carriet in the
year. prior to interview were asked. & series of datailed questions sbout their
most recent trip by common carrier. Of the 2'8@9 respondents in the 1957
Saurvey, 647 or 2] per cent had taken & common carrier trip. This chapter re-
ports the resuits of these queatidns..

There are two technical problems which arise in analyzing this
material. First, some people traveled both by common carrier and by aute on
thair most recent trip by common carrier. Others considered the usa of ep-
sutomobile but decided against it. For this reason travel by &uto s dis-
cussed at a numbar of points in this chapter. Second, some pecple took only
one trip by common carrier, while others took two, three, or more trips, in-
cluding a few with fifty or wore trips. Soms tables in this chapter, there-
fore, are on.a weighted basis. The wost recent trip of a traveler is given a
weight equal to the total number of common carrier trips which he took during
the year.

The firat section of this 'cbnpte: concerns varfous characteristics
of the:most recent trip by common c;niar. The second asection 1s concerned
with the reasons people give for thair cholce of mode of travel for thetir most

recent trip by common carrier.
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A. Charactaristics of the Moot Recent Trip

In the 1956 Survey it was found that of all trips by common carrier,
about two out of five were primsrily business trips. Ia 1957 about 35 par
cent of the trips were deacribed by tha tespom.isnt.'u primarily busineass
trips {Tabla 44). This difference 1s omall enough te be attributable eantirely
to :aqplihg_error rether than 'to any change in the actual character of travel
by cormon carrier.

About ome common carrier trip out of five is in comnection with
people’s -persoml affairn, These trips are in cormection with an illness or
death, moving to a vew home, going back and forth to school, and tha like,

The relative importance of peracusl affairs compared to other‘ purposes of
travel dj.d. not change in 1957,

Finally, about two trips out of five are for plessure. Nearly half
of the vacation and pleasure trips imvolve visits to relatives or friends.

Paople frequently travel for more than one purpese. “Twelve per cent
of tha tripa covered in Table 44 were for more than one purpose. The last
column in the table shows the proportion of the tripe for which each reason
for travel was e:l.thar. the most important or & secondary purpose. Mt h!.
par cent of all trips were primarily pleasure trips, but 48 per ceut of the
tripa were at leapt partly pleasurs tripes. Thus, 7 per cent:-of ths trips
were primerily on business or personal affairs but also involved aome vacation
or pleac;{n.

In eddition to the purpose of their most recent trip, respondents
were asked the farthast point vwhich they reached, Frem this iufoi-uum

the a!.rung.dintance covered was estimated, The distribution was as follows:

Airline Distance Percent of Trips
100 - 499 miles - 13

500 - 999 miles
1000 miles or gver
Not nscertained

' w0

Total

8



Table Lk

oge.of ost Recent Trin by Common Carrier
Percentage distritution of adults who took -
3 trip in the "lasti 12 uonths)
(veighted distribution)

Purpose of Trip _ . ) bost Important Purpose Al Purposes
1956, 1957 1957
Vacation and pleasure travel h3.7 110 9 L7.6
To visit frionds, relatives 21,0 16.8 19,1
To attend organized sports event, can- -
cert, other special event 2.1 Cel 5.7
Ho further in{xrretion; other recreation;
~ sightseeing; honeymoon 19.1 17.3 20.1
To attend canve:tion (non~business) 1.5 1.7 1.7,
Business travel 10,5 35.2 37.3
For employer (husiness, goverrment) 17.2 18.0 18.L
By self-erployed (business or
professicnal man) el 8.2 2.2
Yot ascertained whethor for employer
or by self-employed 12.9 6.3 N
Conventicn or meeting L1 2.7 3.1
Perscnal affairs 15.8 371 19.7
Shovping trip o2 1.0 1.8
Emcrgency, 1llness, death,.to visit
To and from school- 2 1.4 L4
Yovihg to nev heme ) 1.2 1.2
Escort or drive someene o5 Wk ol
Other persénal affairs . L.8 7e3 8.8
Purpose nct ascertained 3,1 " 6.8 1.6
Total ' 100.0 100.0 2.2
YMumber of adults 77 7 6t

l’/ Sinee resmnde;zts ean give more than .cne purpose, ihe total 1111 be more
then-100 per centa
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What proportion of all trips involved each of the principal modes of tra.vel:‘!
About 37 per cent of the trips involved. the uee of air; 38 per cemt, rsil;
26 par cent, bus; and 9 per cent ths use of auto or other modes (Table 45). <

Altogether, about 13 par cent of the trips involved use of more
than one mode. Use of -e\rer;nl wodes was especially coumon for the longer
trips. Of the tripa to points 500 - 9399 miles away, for exsmple, roughly
23 per cent involved twp mc;lea. (%o the extant that some trips iovolved
three or more-modes, 23 per cent is an ovarestimate. It scems rmo-n.ibl'u'. to
conclude, however, that sbout one trip in five by common carrier to aépc;int
500 - 999 milea away involves the use of more than one mode of travel.)

Tha praoportion of all common carrier trips which involve ithe use
of air is about 37 per cent for tripa to. points 100 ~ 499 miles away, 44 per
cent for tripa 500 - 999 miles dway, and 64 per cent to trips 1000 miles or
more away, For rail the proportions are 40, 46, and 34, respectlvclyr, indi-
cating: that the relative position of reil is probably strongest for trips
under 1000 miles. Bus travel is wost likely to be involved in the shorter
trips. -

The 1955 Survey showed a contrast between trips by auto and tripa by .
common cerrier in the proportion of travelers who were traveling alone, Only
about one auto treveler in seven 1is traveling by himself. Of those traveling
by common carrier, about half are traveling alote. This result was confirmed
by the 1957 Survey (Table 46).

0f the passengers by common carrier, while one-half travel alone,
an additional one~quarter travel with a aingle companion. Parties of three
or more account for the remaining one-quarter of the common carrier trévelers.
A few people, roughly ‘6 per cent of tha total, are in parties of six or more
persons. There do not appesr to be any major differences swoog the three

modes in tha numbar of people who travel together, Similarly, thera do not
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Table LS

Mece of Travel by Distance of Tri
[ Veighted distribubion of trips)

Mode of Travel Al
M ) 31
Rail ad
Bus 26
Auto 7
Other .2
Mot ascertained 3

Tota1l/ 113

Thber, of

T trips &7

Pei' cent of

trips 1co

100-499
Miles

Eltwqﬁgﬁ

L

(£}

500-999
1128

b+

1/ Since trivs including more than cne mode are included, the totals are

more than 100 per-cent,
# Less than 005 per cent.
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Table 46

Mumber of Companions cn "lost Recent! Trip by
Hode of Travel

{eiZFEad Dercentags distribution of advits Who ook
2 camon carriey irip in the last 22 months)

Tocit a Ted
lauber -of Companicns 1956 EET
Tent -aléna 50,7 hB.3
One ccmpanion 28.1 24
Tvwo cogpani.cns T.T 6.0
Three companions 3e3 387
Four companions 2.1 2.
Five comparions ‘2.0 o5
3ix companions «1 1.8
Seven campanions % «8
Eight companicns %
Hine or more companicns 3.5 2.6
Hot ascertzined 2.5 _9.5

‘Total 100,90 100.0

Fumber of trips 6111 6127

# Less than .05 per cente.

Air

51e5  L7.6
28,0 28.3
747 5e0
2.8 Telt
3.6 241

ol

ol #
#* 1.2
* o1
20 2.3
12 640
100.,0 10040
2181 2111

Tail
e X
h5ali 51.9
3640 2hialy
8.8 B«
L0 1.8
1.7 ]-103
.5 1.1
2 2.7
# 1.2
% #
1.2 .8
242 342
100.0 100.0
2116 2146

Bus
56 1357
57+6 5647
15.5 167
6.0 23
3.0 1.2
- N:]
T-l-l -h
+#* +#
H *
* +*
$a7 6o
o6 15, -

20060 10040

1269 1517
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appsay -to have been any major changes in 1957 in the size of the groups
traveling by common carxier. te traveling in groups contimue to find it
scopomical to travel by aunto.

The most racent tripe i:y air and rail slso can be ;halifled ac-
cording to whether the traveler vent coach or ﬂ..rst class. Roughly three out
of five of the rail passengers went by coach (Table .47). Roughly one out of
five of tha air trevelers went by air coach. (The apparant shift batween
1956 and 1957 in the proporction travaling by air coach is within the range

attributable to sampling error.)



Thether Traveled Coach or First Class, by lode of Travel
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‘Table 47

an "Host Receént” Trip by Mail or Aix

{Peccentage distribation of adulis THO TOOK
‘a trip in the last 12 months)

Accomncdations

Coach

_Pirst clasa

Both

Hot«ascert#inﬂd
Total

Humber of erips

{weighted distribution}

% Adults
37.2 353 53.1 5746
5745 57.5  40.3 39.k
3.0 L.y 3.2 18

100.G 100:0 100,0 100,0

6111 6127 2116 2146

Mr

55 I

2.4 13,1
TheC 837
8 2.2

10040 100,0

2181, 2010
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B. Attitudes Toward Travel by Different Common Carriers

In the sequence of questionms about their most recent trip by
common carrier, respondents were asked: "How did you happen to chqona this
way of traveliﬁs instead .of same other?” Thus, they were asked _tc; discuss
the advantages and diaedv.antagen of the modes in tha context of an actual
decision about an actual trip.

The respenses of pecple who mentioned air travel are shown in
{Table 48). By far the most frequent fovorable comment about air travel is
that it is fast. Almost half of all comments about air travel are concerned
with spead. About one comment in ten refers to air:travel as comfortabla or )
restful, About one in ten, also refers to the cost of air travel, but of
thase somé observe. that-for their trip travel by air was cheaper while.others
remark that it was-more expensiva,

Hot many paoplg mention ‘diudimntagea of eir travel in response to
this question. Of those'vho do, the largest nimba:i' untio;l fear of flying,
either their own fear, or fear of members of their family,

Betwaen 1956 and 1957 there were no changes in the advantages and
disadvantages of air as people see them.

Por 1957, for the first tims, the advantages and disadvantages of
air travel have been tabulated separately for those who went by air coach
and those who took a first class flight (Table 49). Tha distributions of
advantages and disadvantages are similar., The comments mada about air travel
by those who went by coach ere about the same as the commsats of those who
went first clase.

The leading advantage of rail travel is that it is comfortable and
restful and the passenger faciiities are good (Table 50). Thias sensation of"
comfort no doubt refers in part to the sctual physical characteristics of

rail travel. It'way slsc reflect psychological comfort in the sense of
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‘" Table 48

Advantahes aud Disadvantazn qf Alr for the Host ‘Recent’ 'I‘rip-/

{Percentage distribution of advantapes and dissdvantages)

Per Cent of A1l  dvantages
and Disacdvantages of. Air

Advantages of ajir 1950 1957
Cheaper N 6,2 Te1
Safer 1.5 1.7
Faster 1&5.2 llluh
Comfortable, restful, good pessenger ' ’

facilitles (e.ge meals) 12,6 . %el

Special eveni (e.g. honeymoon);
adventure; wanted to ses vhat 1t

was like 248 - - - 1e9
Oood (better} connectioms: . ‘
Planes go more places 1.3 . - a2
Planes go at the right times 0.l - 0
‘Planes comnect well with one anot.her -
- or with cther modes 0.2 0.2
Gocd connections; conveniert; no - * ) )
further informatien 749 ha3

Disadvantages of air L

(Too} expensive Iy SR ™ 5

Respondent or memhers of his family ' . T . "
objzot to or fear flying ' Te2 ’ 6.1

Planes are not dependable in bad weather 1. . “hal

Bad connactions: ) A
Planes don't go to right places, enough ’
places; are badly schedulsd for

redsons of destination Guls L 242
Pianes dontt po ot right times; are ‘ ‘
badly schedule for reasons of timing 1.3 0.9
Planes connect badly with cne.another - - - - .. - .
or uith other modes 0. #*
Hard to get to a plane; teminals are '
. incemveniently located 3al . 2,8
Bid connections: no further :l.nrom :
tion 09 . . "1
Other advantages and disadvantages 242 12,1
Total 100,0 100,0
ilumber of adults viho discussed air 3% 20

1/The question was: "How di id you happen %o choose this way of traveling instead
of sane other?t
4+ Less than .05 per cent.
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Table L9

Advantages and Nisadvantages of Air by Vhether Traveled

Coach or Fist Class

{Percentage distribution of acvantages and disadvantages)

Adwanteges. of air A
Cheaper Tel
Safer 1.7
Faster la.h
Canfortabls, restful, etc. 9.1
Special event (honeymocn);

"adventure 1.9
Good. connections 5.l
Disadvantages of air.
{Too) ‘expensive hel
Resnondent or memhers of his
family object to oar fear
flying 6.1
Planes not devendable in had
vienther hal
Bad conmections:
Don't go to right place; hadly
scheduled for reasons of
destination 2,2
Dan't go at right times: o9
Connect badly with one another
or with other modes #*
Hard to get to a plene; ter-
minals inconveniently
leccated .2.8
Bad connections: no fiurther
informtion- 1.1
Other advantages and disadvantages  12.L
Total 100.0
¥urber of adults 220

# Less than .05 per cenmt,

Vient Aix tlent Air
Coach rirst. Class
9 7
2 2
38 Ly
8 n
1. 2
3 5
i 2
10
1
1 1
# 1
® #
5 3
1 2
1 phl
100 ‘ 100
LY 138
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Table 50

pdvantages and Disadvantages of Rail for the Most Recent Tripl!
{Fercentage distributicn of advanidges and disadvantages)

Per Cent-of ALl Advantages

and Dissdventages of Reil
. Advantages of rail 1556 1957

e ——

Cheaper - : 2.8 5.9
Free pass 6.2 #

Safer . . 8.6 3.7
Faster 12.5. 7.7

Coanfortable, restful; good passenger
facilities (e.g. rest. rooms, diner,

-tlub car) 23.8 19a1
Thjoy the scenery; ‘sight.seeing 3.0 3.4
Good (etter) comections: R

Trains go to more places 240 3e3

Trains ge at the right times 3.4 : 18

Trains cormect vell with one ancther 7

or mith otker modes 0.6 [+ A}

Trains are easy to reach; stations arse '

cmweniently located 3,0 L9

Good commections; convenienty no fur—

> information ] S 127 8.1

Disadvantages of rail

{Too) erpensive * 3.b
Trains are alow .o be?
Bad commectlions; trains don't go-to right o
p]a.cea » -enough slacesy are badly
scheduled for reasons of destication -~ 3.k S.T
Trains dontt go at r'ight times; are o
badly scheduled for-reasons of: timing 2.8. : 2.h
Trains connect badly with one another or
with cther modes Ok 0.8
Bad. connestiona: no further inforndtion 2,0 0.8
Hard t6.got to a trein; .gtaticns are '
incouveniently loccted 1.0 . . 0.8
Cther advantages and disadvantages 348 23,1
Tntal 100.0. 100.0
Muzber of -adults who discussed rail & 20

y The quastion vas: “How did you ha*:pan to choose this ray of treveling instead
of some other?t
# Leas than .05 per cent.
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freedom from the anxiety which many peopie experience in commection with aix
travel, '

'Ihé, ol:hef"advautisec.‘&f rail travel ‘ihi.lcb' are mentlonsd most often
are that it is faster, cheapar, and safer. People have in.mind different
nodes in nakins these lliénp:ariadgi;_ for exsmple, rail travel is referred to
as faster than'auto or bus, but rarely ss faster then air. The three advan-
tages of speed, price, and safety combined are  mentioned about as often as
comfort, ’ : o

There  are not many disadvantages of ;a,ﬂ travel mentfoned by re-
spondents in answer to the quast.hm under analysis, Of ‘those--reasonu E&
not going by rail wvhich are mantioned, ths most fret.luent is that trains don't
go to the right places. Even that cmnplntnt.i.a not mentioned often. Thera
are also a few unfavorable comments about the times when I:rain- leave. .And.
finally, a few people speak of trains as expenpi.\;re, or slow. It uhoul'.cll- not
be inferred that bacausa these fac‘l:ors are mentioned rarely they are unimpor-
tant, fthe particular saquence of quastions has proved to be succesaful in -
obtalning the positive reasons. why people did:.choose the mode -i:!‘ney:r gctually
ueed, It saems to be difffcult to recnll-dis’advantageu'o! other ﬁodea,
probably because the majority of travelers made tha ;:i:oi.c'e of mode without
much deli.beratton it is pﬂmrlly the penple vbo had a real choice to make
who mentionad disadvantages of rall (or of other mdea), and thas diudvantageu
1n the minds n!.' these people are of impor tance. 1

Prom 1956 to 1957 thare ‘weore no major lhiﬁtl in the advantages and
disadvantages of rail travel. The statistics fn Table 50 show an appnrcnt
decline in t?u proportion.of mentions of » f;.'oe més a8 a tesson !:;r ,:.-'ai.vl
trav-elllundhan iﬁéreau in ;:o‘m;nenta' that I.:rain.s are expaﬂn'tve ﬂrﬂﬂ“l“:

These.changes, however, are probably the result of random error.
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It would be reasonable to expect tl:;at coach passengers would ba
wore likely than first class passengers to.comment that rafl trsvel is cheap,
vhile first.class pessengers almu:ld be mors likely to spesk of rail traval as
comfortable, More firet clase psssengers than coach paasengers might be ex-
pegcéd to compare rail with.sir, and.hence, ta think of rail trsvel aa slow.
The results do point {n these directions, but the differences in c;rment:n by
coach and pullman passengers are small (Table 51). The main finding is that )
coach paseengers and first class passengers generally agree.as to the advan-
tages and disadvantages of rail travel. To both groups the leading charac-
teristic of zail travel is that it is coufortabla. .

If the leading advantage of air trnval is speed and of rail travel,
comfort, the leading advaantage of bus travel 15 thal: it is cheap. Two or
thrae times as many people wention cheapuess as axy other advantaga of bus
tr-avel (Table 52). Paeople also vention that they go to more places and 80
at the right times, that they easble one to aes the ecenery, aund that the'yL
ars faot. Betue;u 1956 and 1957 there were no major ehu!ses in the relat.lve
1mpottst'_lce of the advantages of bus travel as peocple diascues them; 7

l The tvo most frequent complaints about bus travel are that it .ig
slow and that it ia fatiguing. A few people alao. neutlon- problems of avail-
' ability of bua service at the times and to ths places vbera tlwy wvant -to go.
Again, thare wers bo major changes from 1956 to ‘1957 in the rautlvn inpor-
tance of different disadvantages of bus travel.

A mumber of people menticned travel by ggto'lg;glt:uu_u}m their
most recent trip by common.carrier. As mentioned earlier, about 7 pet cent
of the common carrier &19._ iavolved also travel by auto. Alt_ugar.her,. 14
per cent of the I:rnveleﬂ dlacuuad travul. by autu. ‘muc, abcut half cf i
those who ducusecd auto actually went entirely by common carrier. Hhal: s

.o

‘it about auto travel that thesa people did cot like? " The most common com-
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Table 51
Advantages and Disadvantages of Rail by Thether Traveled

Coach or Pirst Class
'('Fercenﬁgﬂiatriﬁuﬁm of advantages and disadvantages)

‘Tient Rail Tent Rail
Advantapes of rail A_u;.':/ Coach First Class
Cheaner 3 '8 5
Safer L b L
Faster. ) 8 9 8
Comiortahle, restful 19 19 26
mnjoy the seenery; aightaeemg 3 2 3
Good comections:
Go to more places . 3 5 1
Go at the right time 2 1 4
Trains commect well with one
ancther or writh cther modes #* 1 #®
Trains are easy to reach; sia-
tions are conveniently:
lacated 1 5
Ocod connections: convenient;
(ne further {nfarnation) 8 10 8
Disadvaniages of rail
(Too) expensive 3 2 2
Slow 5 L T
Bad cormecticns:
Dentt go to.right pleces, enough
places, etc. 6 3 2
Trains den't go at right times;
hadly scheduled for reasons af
timing 2 1 1
Trains cameet badly r'ith dhe
another ar vith other modes 1 1 #*
Bad conmections: {rno further
informaticn) 1 i =
Hard to get to a traing stations
inconveniently located 1 1 »
Other advaniapes and disadvantapges 23 23 23
Total 100 100 100
thmber of adulis iho dis- - :
cussed rail : 220 137 &0

y Includes menticns of reaaondent.s who did not tmvel by rail "last-year” bub
took & trip by some other mode.
% Less than 0.5 per cent.
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Tabls 52

Advantsa, and bisadvantages of Bup for the llost Recent Tri
Perc go ion of advantages ‘disadvantages

Per Gent of All Advantages
and Disadvantages of Bus

Advantages of bus 1) 1957
Sl-fager Z-h . 1.1
Faster 5.2 507
See the scenery 740 6.8
YHore flexible schedule: stop vhen and

there you want, stay longer 2,7 2.5
Better (geod) camections:
Buses go to more places; “only WAy you
could get theren 942 8.4
Buses- go at risht times he2 S
Buses cormect ell vrith one another or )
with other modes 1,9 10&
Buses are easy to reachs terminals are )
conveniently located 1.7 0.6
Good connections; convenient (no fur-
ther infarmation). 11,0 10,3

Disadvantages of bus
Siow . Sl T.6
Fatigue; lack of comfort 9e2 T.3

Bad comections:
Buges don't go to.right places, encugh
places} are badly scheduled for

reasons of destination # 1.1
Buses don't go at right times; ave
badly scheduled for reasons of timing 0.5 1.1
Duses comnect badly vith one another or -
vith other modes 0.5 0.8
‘Bad connections: no further infomation 0.5 )
lh:-dtogettoah:s,ternﬂ.m]ﬂmin— .
* eonveniently located 0.5 0.8 W
Other advantages and disadvantages of tus 1.9 17.1
Total 100,0 100,0:
Nuzber-of ddults vio discussed bus 249 179

_/m cuestion Tes: "How did.you happen Yo shoose this wmay of traveling instend
of same other?t

# Less than .05 per cente
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plaint concerns fatigue or nervous strain associeted with long trips by auto~
mobfle. Another sizeable group of people said that they did oot have a
suitable car av:ai.}nbl_e for the particular trip iIn qﬁentton, -either because
they did oot own one, or Qmm elulneeded it, or it was in poor condition.

Other dtfﬂculttu. ‘luehrnhthn‘c suto travel 1ig elow or Ls difficult with

children or elderly people, were mentioned only occasiondlly (Tsble 53).
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Page 2, Table 53

1/ This table is based an coments aboud auto travel mde 4in cormection with
8 decision to wse a coomon carriers The- question vas: "Hcm' atd you
happen to choose this way of travelihg instead of scme other?”®

# TLess than .05 per cent.

#2 Mot coded separately.
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£, Chofce of Mods of Transportation: A Summary

In the "Ioterim RBeport” om the 1957 Survey, a summary analysis o:f choice
of mode was prasented ;n'ued primarily on peopla™s comments about this choice
for thefr most recant trip. This aualysis fs here repeated, using data for
the full survey.

A preblem of basic and contiming interest:to anyone concerned ﬁth _
the tranpportation industry is the problem of cholce of mods. How do people
docide’ whether to travel by air, rail, bus or auto? The following. discussion
represaats an attempt-to swmarire what has been learned about this quostion
from the National Travel Market Surveys. S

The decision to take a trip will not be discussed here. FPor some trips
it 1s artifioial to separats the decisicn to take the trip from the decision
to travel by a certain.mode, since the traveller may have mads & cholce ounly
betwaen going by a-certain mods or not taldng the trip ai all. But indirectly
a discusgion of choice of mode may help to explain why for same trips only
ons M is ever considered,

The reascns pacple give for selecting ons mods rather than another are
many and varied, For enalyeis, fectors influvencing choice of mode may be
groupad under eight headinga:

1. Ayailabllity of the mode

2. Convenience of arrival ln?ddam '
3. Bpesd

he Price

5. Safety

6. Confort

7. Desire for varied experienos

8, Other factors
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By "availability" is meant. avn:llabmty &8, perce:l.ved or, understood by
the traveller. A mode must be available to him be.fcre any other considerm
atione sbout it are relevant.

Given that two or more modss are svailable to a person, his choice will
depend on his goals or desires. Convenience, speed, price, saféty, odifort,
and a variety of experiences represent things that people may went. Which
is most important will dspend on the persan and.on the circumstancea of the
particular trip. ' o '

" Other Ia.c‘t.ors'mag' ‘enter into cholce of mods. Choice of mode may have
conseéugncea' which extend. after the trip 1s over. Fer example, people may
drive in order to have their car available at their destination, of may go
by oommon carrier in order ‘Eg_tAto Yave their oar on their hands at their =
dgat:i;mt.ion. or they may be gratified by other peonle's reaction to the '
newa"t}‘ut shey. caie, say, by air, Thus, "prestige? and "convenisncs or
inoauvaniance ot having ‘s car at the dastina.t:l.on" aré among ‘the factors -
which cculd be added to the let,

What i the relstive importance of each fastor? A first step in quanti-
fying the answer to this question is presented in Table 54; People were
asked shout the sdvantages and dissdvantages of différest modes for thetr
most recent trip by common carrier, A study of their asswers led to' the
elassificstion of factors influencing choice of mode discussed above. Table
54 shows for each mode the frequency of mentich-of edch of:the seven major
. .ractora; with positive and negative comments sbout ths mode indicated separ-
ately. Percentages shown are proportions of o1l mentions of the selected
advantages and disadventages, rather than proportions of all adults mention-
ing each fector. People frequently mention several advantsges or disadvan-
tages which influenced a single choice of modes.- - 5 =%
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Table S
Advantages and Disa.dvantagea of Different kodes

for Respondent!s Yost Recent Trdip by Camon Cirrier e
(?g;’cgni_’.agﬂistributim of selected advantages and dia_aﬂvantages)y

Factars Tnfluencing : a1 L.
Choice of lode ) . ledes Afr Rail  Bus  duto
Availahili t:x i o 410-]-1’ . 1,0 . 208 ) 3.0 2.6
lentioned as availzble (goes right e .
to destinntion) - 5.0 Ca1 1L 2.7 o8

Menticned as not availahie (does .not

own -a‘car; does not go to right -7 )
place) . .. 5 09 2 3 L8
Canventence of arrival and departure 2.3 5.6 _8,0 6.l 6
Convenient times of day 3.0 0.2 0.8 | 1.7 0.3
Inconvenient times of dey 1.6 0.3 1.0 0.3 #
Actual time of arrival is uncertain :

{may be delsyed by bad weatber) 1.7 1.7 w » Y
Terminals eonveniently located 2.7 % 241 0.5 - Tl
Terminals inconveniently located 1.9 1.3 0.3~ .3
"Convenient! (“good camectiona”} . ‘

(no fwrther information 8.7 14T 3.5 3.3 - 0.2
"Inconvenient? (™had connectims“) ,

(no forther information) : 0.7 O 0.3 L

Speed I ) : T 2607 1648 - 1513 hi2 - o7
Fa-st, fagter . - 21.7: 1615 . 3.3 . 1.8 0-_1
Slow, slover 5,0 #* 2.0 2.h 0.8 7

Prica - - K 15;6 ! h' 2-2 . 7-0 7
Inaxpensive, cheap. . | L 13,0 2,9 25 740 0.6
Expensive 26 1.5 GaT #* 0.3

Safetz - - 1 . —_— 5.2 "‘:.1- . l.E . e3 . 02 ..
safﬂ, _Sa-fﬁr 2-5 0.7 1-5 0-3 L .
Unsafe; pocple are afraid ®  ~ B2 -2 TS RS |

Comfort . S 17e2 (3.6 .90 . 2.0 26
Comfartable (matful, easywith .

. cldldien, good meala) - 11.7 °© 3.6 8.1 C o .o
Wot comfortahle (rough, noi,sy, tl!"i'nz} £.5 # .? _2.0 2.6
Varied experience .6 ° W8 1.5 7 2.2 ol ”

Interesti sgen new e o
nesr vy o(t:aveax’ recple, 1.6 «8 1.5 2.2 1
‘Urintereasting 3 # * # #
Total 100,80 3%.1 32,3 2L.8 7.0

This table excludes 205 comments, 18,6 por cent of the total, which were not
fitted under the headings in this table. See discuvsion in teuth.
# Lass than .05 per cent.
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Thus the table showe which factors people are most likely to talk about
‘when' asked directly about choice of mode. The ﬁrat four factors in order
of fraquency of menticn are speed, convenience of arrival and departure,
oomfort, end price. Cémments about availability, desire for variad exper-
ience and safety sre less frequont, (A1l other factors conbined were men-
tiened sbout as frequently as price or emroz;t. The tebulation of “othert
faotora, however, includes same comments which belonged wunder one or another
of the major headings but it was not clear which,) '

Should the ccnclusicn be drawn that the order of importence to people
of ‘these major factors is the same as the order of the frequency with which
they are menticned? Indirect evidence discussed balow suggests that scme
factora are not discussed as often as their importance merits. Price 1s
such a factor. Feople do not talk about it freely, but it can be shown to
influence their decisioms. It does meem fair to infer, hewever, that fastors
which are menticned by many peopls are likely to be important, In the followe
ing discussicn each of the seven factors will be discussed in turn,

Avallabilitys The question of eveilsbility is essentially the question,
was thore a reel choice? One or .more of the modes may have been mmavallahle
to the traveller. A common cerrier may not include in its service the line -
of travel from a given origin to & given destination. Automobile: travel may
not be available beceuse the individusl doos mot oum & car. It is possible
that a person mey own a .car, but the car may be in such doubtful condition
that be is reluctant to use it for'a trip. It ia also possible that the
femily owns a car but the traveller may not'be able to take it becsuse of
the requirements of others in the femlly., For example:
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#50 A longshoreman, Le, 32000-2999, New York City, who went
alone to Virginia to see’ hia father who was 111. Ha went
by rail,

"My car is not in good enocugh shape for such a long trip.
The train is cheaper and quicker, and you're sure- to got
there on time.”

#85. The wife of a balery truck driver, Ll, income not ascer~
tained, Texas, who went alone to Austin to visit her
mother, She went by bus.

"y husband needed the car. It's cheaper by bus than by
plane or rail. -And there's no worry of driving or traffic =~
Just relax.”

#86 A high schocl athletic coach, 3, $7500-9999, Texas, who
went alone. to Lubbock to attend a coaching clinic. Ha
went by bus.

"My wife needed the car and by bus was the most convenient
‘way ‘to get there. It was the quickest way to gel there."”

Such comments are tabulated in Teble 34 as comments that auto travel
was not available along.with references to not owning a ear. Ko separate
count was mede of the different ressoms for considering a car not avaiiablo,
but only 1.8 per cent dr_ the caments made refer to an auto not being avail-
&ble, for whatever reason. People do not bring .up the fact that they do -
not have a car. Probably thay talm it for granted themselves in mk:ing
their choice of mode, and do not think to mention it to the interviewer.

Information froem other surveys indicates what ths situation is with
regard to ownership of automobiles. In early 1957 28 per cent of all spend~
ing wnits did not own a car. The probability thet a spending widt will oum
a car depends: on its incame, as shown by the ‘:f.‘::llow:lng tabulation from the
1957 Survey of Consumer Finances:



Incame in 12§§ . Cuns Do ‘oot aunn Total
Tnday $1000 28 T2 100
§1000 - 1999 39 &1 100
$2000 = 2999 59 . jh o 100
$3000 « 3999 T2 28 . 100
000 = 1,999 g2 18 R 100
$5000 ~ 7h99 90 10 100
$7500 = 9999 oL . & 100
£10,000 and.over 96 b : 100
K11 incomes T2 . 28 . --100

The proportion of spend;mg units cwning one or mare antomobiles bhas increased
since 19L9 as followe:

Tear owns Does not own Total

1949 2 ) 100

1950 g5 L5 100

1951 60 Lo 100

1952 - &0 w - 100

1953 61 39 100

1954 66 3h . 100

1955 33 . 100

1956 0 30 100 .
19:7 72 23 100

Thua, the proportion of the population for whom travel by auto has not been
aveilable because they did not own a car has quost bean cut in half sincs
1949, '

The comments made sbout evailability of other modes are infrequent,
but consistent in pattern with expectations. Feople note that bus travel
1s available, mare ;requenﬂ;y than that 1t is not. They slso camment on
tha ebsence of rail trawel in a few i-natances. Data from earlier Suﬂ:'ays
have shown that the relative frequency of use of the four modes depends on
the type of commmity, The mﬂarm‘ fastor at work is presmnbly Aiffere
ences in availability of servica. (See Table 51, p. 141, The Travel Market
1055.)
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Speed: The urga!myot the desire for speed which is felt by individusl
travellers depends on the reasons why they are interested in spesd. Four
distinct resscns for being interested in speed appear in the data. First,
pecple may want speed in order to spend more time at thelr daét:l.nation.

For exsmple:

#6 A .farmer's wife,, kS,. 350005999, Michigan, who went alons
to California to visithersonintha!{arinecorpa. She
went by air. ‘

11t's quicker = I could not be away over ten days, But -
you don't see as much country as by auto-or bus."

#30 An enamel worker, 3L, §5000-5999, California, who went
with his wife and child to Pemngylvania to visit rela-
tives. They went by rail.

"Nons of the three of us has been in the air &and I think
or us than driving & car.. Sleep=
ing is better ocn the train than in a car or bus and you °
want a chdld to get her sieep. Howewver, it's slower
and I'm always rushed for time when I take a vacation.
I had anly twe weeks pald and I didn't want to .take off-
too many days from work.?

Second, speed may be important because the traveller wanta to get the travel
itself over with as quickly as possible.

#43 The wife of a mathemtd.cs prorassor, h3, $7500-9999, New
York State, who went to Colorado with her baby to visit
her family and “show off my childW,

It saved times with the baby, For that distance I didn't
have to be in transit so long. But having-to chenge planes,
especially with a child, is hard. I changed in New York
.going and in Chicago coming back, It required gotting from
Newark to Lauardia to aveld a six hour walt. The old

' Chleago terminal is herrible-—overcrowded and a nightmare, .
The loud=speaker wasn't working and I couldn't get neasr

my counter,?

Third, speed may be important because ome wishes to-reach the destinaticn
quicily. For example:
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#31 An inspector for a transit campany, 53, $6000-7L9%, New
York City, who went alene to Freland to aee his-mothex who
had & heart attack. FEe went by air.

%] was 4n & big hurry sad it todk me to my destination.

Finally, the traveller may want speed in order to got the whole trip over
with as quickly as possible, Business travellers; in. particular, may feel
this way sbout a trip. For example:

#38: A construction contractor, L9, $7500-9999, Texas, who went
toDallsaalons mbua:lnass. He went by air.

"It's faster=-back at my work the next day. And it's not
so tiring.”

The diversity of ressons for speed leads to different conclusions -as to
what is to be done quickly. A perscn who wants to get the whole trip over
but does not care how he spends the time away from home is in a different
kind of hurry from a person who wishes to. reach the destination as rapidly
as possible. The two pecple may select different modes, especially for the
part of the trip going away from home,

The. importence ‘of differencea in speed of movement of di.fferent vehiclas
will depend on the distance to be cmred. The impact of these conaiderations
nay be traced most clearly in the analysis originallylprespnted in The Travel
Market: 1956 of factors-influencing choice of mode (pp. 119-135). It is there
shown that people are more likely to travél by airon a business trip than
& non-buginess trip. (As no"l'._ed in ‘Table 34, people who comient that a mode
is fast are most likely to ve talking about sir.) In general, the business
traveller wants to get the whole trip over quickly, and air travel is popu-
lar for business trips. The preference for air is strongest for long trips,
to points 1000 miles or more awa‘v, on business,
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Convenience of arrdval and departure: Of all comments about advantages
and disadvantages of different modas, 20 per cent referred to convenience,
Of these, nsarly half were rather vague or general ccmments to the effect
that one mode or ancther was convenient. For example:

#i2 An electrical enginser, 29, £6000-7199, New York State,
who went alone 4o Morfolk, Virginia, on.a business trip.
Rouanbhyair,bu‘bhadtomkapart otretmtripby
rail when hs plane was grounded.

‘Afr is smuch better - more convenient., Trains are smoying,
boring. I'm more fatigued after riding a train than.driving
my cars 4And the price differentisl - jt's cheaper by plane
than taking a sleeper. .However, itheret!s the likelihood of
gattinggroundedandtheinconvaniam:lnplm scheduling.
Yoir can't giwaye get reservaticrs when you want them.”®

It is not clear that this respondent really meent by Pconvenient!
much more than he stated specifically in the latter part.of his angwers
Other respondents, however, refer to convenience in m gpocific terms.
People have three things in'mifid: location of terminals (4.6 per cent of
all _cmta),‘ times of day of arxrival and departure (also 4.6 per cemt of
all commonts}, and the risk that the actual arrival will not bs on time
(1.7 per cent), These last comments were made exolusively about air travel,

More favorable than mifavorsble comments were made about the location
df rail terminals, but the comments about location of airports were.unfavor-
abls. For example:
#53 A retired corporation president, 75, -§20,000 plus, New

Jersey, who went alons from Kew Hampshire to New York

City to-attend a direstor's meeting., Ho went by rail,

o1t's mare comfortabla to travel by rail = the convenisnce
of the statlons,?

#5 A retired widow, 70, under §1000, Ohio, who went alane to
Few Jersey to visit her daughter. Shs went by rail.

"To get tham, thay can meet me at Fhiladelphia. Commecticns
by air were inconverdent - there is no' alrport nesr them,”



-108~

Bus travel was mentioned faverably in compecticn with the times of day
when the buses depart and reach their destination, For example:
. #19 A safety engineer for-the U.S. Navy, 55, £7500-9999, Cali-
fornia, who went alone to Loz Angalea on buginess. He went
by bus,

"The bus schedule suited me best. But it t.onk a, little
longer then by air.

The aubomobﬂe, of course, has advnntages over other modes because one
can go door=to=door in cne's car and time one'l tr:l.p as ons. pleases. At
least it is possible to f£ix either departure or &rrival with same flexi~
bility. In the 1955 Survey respondents -discussed their most recént trip

"ty any mode. Of the cosments sbout travel by euto, .19 per cent referred
to flexibility of scheduls ar of route, and 5 per cent to the fast that cars
go door-to-doar, These advantages would seem to be strongest for ahort trips
of leas than the midmim'tolérable drive for one day. A traveller who plana
to drive for five or six howrs to reach his dest'ix-mt..'nl.un_can axercise more
cholce as to when during a single day be leaves and arrives than one who
plans to drive for ten or twelve houra. -

Comfort: The desire for ccmfort has several aspecta, Altogether, 17.2
per cent of the comments made referred to comfort in ome form or ancther. ‘
Nearly all of the comments about rail were favorable, and air travel enjoyed
almést.as good a ratio of favorable to uafavorable cbservations. People
referred to bug and auto more often unfavorably, than favorably. (For aiu;c.o
this situation reflects the fact that the respandents who discussed it ned
chosen some other mods for all or part of the trip in question. In the
1955 Swrvey L per cent of ths comments about auto were that it was easier
with children or with old or sick people.)

The follawing quotatidis may illustrate the varlety of facters which
go to make a trip physically or psy'cbologieau_y_ canfortable or the opposites
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Sg.t'a:.z: A few respondents mention safety as a factor in their choice
of mode. 5.2 per cemt of all comments refer to safety, The most froquent
is that eir travel is not safe. Travel by auio also is mentioned as unsafe
but only by a few people. The comments about raﬁ. ard bus are also unusual
in this context; but those which ere made are favorable.

Safety may be desired by ths traveller for himself, or others may feér
for him, This heading may be uhderstood to cover both the desire actually
to be safe.and the desire to feel safe. For example:

#9 The wife of an attorney, 60, $7500-9999, Indiana, who
went alons to Minnesota on a pleasure trip. She used
m and rail. )

oI wanted to take a plané trip to see what it was like,"
When asksd about disadvantsges of air she saids "Sure,
I'm very nervous.”

#27 A widowed sales clerk in a'department store, 40, 27500~
9999, Indiana, who went slone on a trip within Indiana
to visit- hor sick mother-in-law. She went by rail.

*Y ke it better. I feel safer on a train - T just
foel safer. It's not as tiring - more relaxed., The
highways are too orowdsd. And the train is quicker.”

#8 A retired man, 72; $3000-3999, New York City, who went
with his wife to Florida on a vacation. They went by
raile. )

T don'tliket.haplams -theymso risky. Ii's a
Telaxing trip by train.?

Other factors: It is not intended to minimize the importance of other
factors which may enter into choice of mode by grouping them under one head
at the end of the discussion. Few people ciscussed the advantages of having
& car ona.rr:l.va]. as a fagtor in choice of mode’ in a situation.in which the
choice was in favoer of a common carrier. Hence, there are few comments on
thia point if the spring swrvey. But, in a discussion of reasans why they
did go by car in the 1955 Survey, five per cent of the commenis referred to
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a given year.

It may also be worthy of mention that the total cost of a trip includes
the cost of food and lodging en route. Thus, there is s discontimity in
the total cost pez mile of travel by submobile for & traveller st the dis-

tance which represents the largest tx;:l.l? which he can drive in cne day, Per
i

examplet ' '

#6 An.accountant for a steel fabricating firm, L3,
$10,000-14,999, Ohlo, who went alene to Pittsburgh
on:.businegs., He went by rail.

"I did not want to drive both ways without pufficient
time to sleep between coming and going. But the
railroadts service; equipment, and schadules were
VETY DOOT."

Anothsr approach to the atudy of prics is through ccmpsrison of patterns
of travel by d:u‘ferent_incm groups. This topic, m, excoeds the scope
of the present report.

Desire for veried experiemset Peopie msy experience pleasure in travel
from varying the monctony of their lives. Their interest may be in the other |
pagsengers, in the scenery, or the wehicle: itgelf and ite operation. About
4.6 per cent of 2]l comenta referred to this aspect of travel. Nearly all
of the ccmments were favorable. For example’

#52 The wife of a supervisor in a depariment store, 30,
$3000-3999, Massachusetts, who went on a pleasure trip
to New York City with her husband and child. They
mt by radle .
"1 thought- it was convenient and.fast encugh, Where
we wore visiting was near the statlion. 'And the train
gave us a chance to sco same sights.

#22. The wife. of a .retired farmer, 63, under $1000, Kansas,
who went alone to Kansas G‘.Lt.y to visit her siater. She
went by bus. - ) .

PTt's cheaper. I like to ride in a bus - enjoy visiting

with other peopls, It's camfortables in the winter time =

. always warm., A Oisadvantage was that ny sister had to meet
the bus and if we had ouwr own car I could go right to her hams,
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# 6 A woman employed as a cashier by a land title company,
25, $3000-3999, Califernia, who went alons to har home
in Seattle to pick up her car: She went by air.

"It paves time and it saves money considering the time it
tekes. But the airport is way outside the city."

#25 A farmer, 35-39, $10,000-1%,999, Louisiana, who went with
s wife to New Orleans om a pleasure trip. They went by rail.

Tée tovk the train becamse of traffic - there’s too much
traffic by car. But the train is more expensive than
antonobile travel,”

#712 A widowed cook in a fraternity house, &L, £2000-2999,
Migsouri, who went alone to Ohlo to see her daughter who
bad been in an aecident., She:went by bus,

¥It's cheaper for me snd I like to ride a bus to see
things elong the way."

The importance of price as a factor in choice of mode can be studied
from other data. In enelysing the choles betwesn tyavel by common carrier
end travel by auto, the number of people in the group who travel together
baa been shown.to be important. (Sae:Table 56, The Travel Market 1955,
Pe.166) -Of thoss who travel by commen carriei about half travel alome, Of
those who tra'va?. by auto, only cns in seven travels aleme, The total price
of the trip will depend on the mmber of people in the party if the trip is
by common carrier, Tha pumber of peaple vho'go along makes little difference
in the cost of operating a car. An occagional respondent will comment on
this paint, For example: .

#2), A nurse's aide, sge not.ascertained, $4000-4999, Idaho,
who went alone to Spokens to visit her daughter.  She
went by bus.

"wWhen I go alone 1 figure it's cheaper. Butwhen -you
got thare you den't have any means of transportation,”

Differences in the total price for a)l merhers of a family may also help
to explain why a smaller proportion of married pecple with children than of
pecple at other stages in the life cycle take a trip by common carrier In
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#23. A hotel maid, 56, $1000-1999, Michigan, who.wont alone
to New York State to visit her family. She wemt by rail,.

1T 1ike it better ont.he train = you have mors freedom
than on the .bus. You can get up and move around on &
train and you.are too cremped on a bus,?

#81 A divercee who removes potato eyes in a produce plant;
3k, $1000-1999,: Camecticut, who went to Michigan with
her son to visit. She went by bua,.

81 den't 1ike the nolss of the train, You see s lot more
scenery '~ a bus ig the next thing to a car, I had a
double=dacker = rest roocm and evarything.”

#26 The wife of a retired baker, 68 £1000.1999; South Dakota,
who toock a trip within South Dako‘ba, with one other person
to vigit her danghter. 'l'hey went by car and returned by bus,
"Bus was the cnly means that was available, To tell you tha
truth, it takes longer than when you drive yourself. But
it's nica; you don't have any worries - just relax and not
worry about watching the road,®

#18 4 widow, 57, $3000-3999, Perngylvania, who vent alone to
. Hw!orksuterorarmal. She went by rall and muto..

T relax on the train, for me it ie the only way to travel.
I cdn walk to the dspotand get on the trein to New York.
The cnly unpleasantness is 4f there are people with.too
many children on the train.”

There seem to be three types of cclntorr. which people d.taouas- comfort
i terma of’ cmtrol of the motdon, no:lsa, or roughness of the riﬂe .’d.aelf;
conmfort in terms of services such as food or any pnssanger facilities; and
comfort in terms of sbility to solve easily problems of coping with children
or invalids, Amother dimension of camfort, in a sense, is a feeling of
security, whi;ah is diascussed wnder “safety".

Pricea In digeussing reasens for their cholce otmoda ‘on their most
recent trip by common carrier, pecpls memtion price wj:u: .only moderate fra-
quency. ‘The most frequent comment about price is that bus trnvel is inexpen~
pive, A few mentions wore made of the cost of ai.r-trava; end rail travel,
samo favorable and some unfaverable. -For examplet ) RN
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this point. Again, peopls are not ]Jhlyt:os_agtheymtby air to impress
their friends later, but whether they did in'fact enjoy making an impression
45 an open question. Also, speclal circumstances may be of great impoitance
for individuals. A free pass on a mode s & powerful argument for choosing
it1 ‘ o ' o
Swmary: In this chapter itis argued that it is useful to think of
choice of mode in two stepa. First, what modes are availsble? Secand,. what
goels of the individual can he achleve by selecting a certain mode? Half'a '
dozen goals have been stggested and dlscussed as they relate to the ditferent
modes Of travel. It is hoped that the logical framework here developed may

bo of value in further work.
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V. Attitudes Toward Travel by Jet Placs

The firat section of this chapter reproduces a preliminary wmemo-
randum circilsted as “A Note on Attitudes Towerd Travel by Jet Plave.™ The

second section contains further analysis of the answers to the same. queszions.

A. Praliminsry Analysis ° . ] ) .

In t.ha_l.ato fall of 1957 t.h_a Survc-y Resosrch Center included as a
part of its 1957 National 'rraval Markat Survey & question about att:!:udel
tound jec tunl. rhu question was ssked of 1493 sdults selectad to top-u-
sent lll ld.nlu i.u tha Uni.ud States, It wac acked ar the conclesion of a

,aeriss o! quastions abont trlp. taken by the respmmdent in th precading year.

There is always a risk involved in relying on answers to s afngle
question to reveal attitudes, The possibility cannot be ruled out that
answvers might have been differant 1f the question had been phrased differently.
Respondents might have rescted 2ifferently if they had bean ssked about jets
in a different cootext., Thus, the main emphasis in interpreting the findinge
should be placed on differences in fealings about jets from one group to
another and oo reasons for faslings about jers rather than oo the absolute

level of the proportion who say thay would "1lfike jJet travel.”

It is of soms intetest to note, however, that the popull.ui,nn ie less
than unanimous fn its enthucisem for jet travel. Ous third of the sdult popu-
lation would 1ike to travel by jet plane. (Table 3$5). Half would not like to
travel by let. The remainder exprass mized or ambiguous sentimente, or have
no opinion on the topic. It is hardly surprisiog to find some people vho have
no clear opinion since for many the prospect of travel by jet is remota. ¥or
axample, t.!_n 7 per cant of the adult population who never have been 100 miles
o mors away from home camnot ba expocted to respond to the 1dea of travel by

N
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Table 55
Accepteance of Jet Travel by Modes of Travel Used Last Year

..

Nodes Used Last Yearl/  fook o

2/ All Bue, Trip Last
Feelinga About Jet Travel : Adulte + Air - Ratl Auto Year -
Would like jet travai ‘ kX 8 67% 45% sy 23%
Middle position: likes certasin . : .
things about it but dislikes others 4 6 5 4 - 3
Would not 1like jet travel sL 20 45 48 59

R

Doesn’t kncw whather’ would

1ike j_et. trml . . 3 - 3 3 3 . 3
‘Ho difference between -jats and )
other planes 3 2 T 3 ' 3
Not uce'r'tg‘ingd' s 6 :2 1 ) 4 9
Tra_ . Te T Tk ox  Wot
umber of intervievs R I 123 161 1063 465
P T T . . B R

fau o - T . . s

H

1/ If a traveler used more l:hm one wmoda, he appears 1n more than cohnm nnder
“modes used last yeatr".

2/ The question was: Mis you p‘l-.'obably know, there are plens for developing jet
‘planes for passenger service. How would you feel sbout
ttavullns in' & jet plane? What do you have ia nind!"
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jet with sny very clear ides of what it would:mean. Indeed, it Ls appropriate
to ask the general queation, what is-the relation batwean peoples' pact ex-

perience with travel and their attitudes toward jeta?

Table 55 shows separately the feelings about jet travel of those who
used different modes last year and those who tock ne trip of 100 miles away
from home dur!.ag the twelve months prior to interview. Ths differences in
attitudes toward jet travel are very wo;:ounced dindeed. Of those who took an
air trip last year, 67 per cent would like jet traval. Of those who took &
rail trip, 45 per cept would like jet travel. Of those who traveled by. bus
or auto, 38 per c.enl:.li.ke jets, Pinally, only 23 p;ct cent of those who took

no trip would like jet cravel!

These answers ahould be interpreted in the context of the reasons
people give for liking and not liking jet travel (Table 56). The great ad-
vantage of jet travel 'whi.ch pc-ople expect is speed. Of those who would like
jet travel, about half (48 per ceat) mention speed or saving tima, The other
favorable auswers fall into three groups: those who .sea other specific ad-
vantages of jeta (comfort, eafety) ;' those who anticipate that flying in.jets '
will be samething new or exciting; and those who both beiteve that ﬂy‘rk! in )
jets will de like flylog 1o any kind of plane and like to fly,

Tha unfavorable answers fall intc a different patterun. A common
complaint ie that jets will be oo faast. Oune group of respondente fear that
jats will not be safa, Another group, clso nervous, put the emphasis on
their own feelings more than the characteristies of the planes sand say that
they would be’afrald of jet travel. Very fow people seem to expect lata to
be_ nolsy or uncomfortable; at least, few mention these objections as reasons
for not wanting to travel by let, A large group, howaver, amounting to one
adult in four, state that they do uot want to travel by jet because they do
not like the idea of flying in soy kind of plane.
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Teble S6
Reasons for Liking or Not liking Jet Travel

Feelingo About Jet Travel

v/ all Would Like Middle
Reasons for Liking Jet Travel™ Adults Jet Travel Posttion
Pas!:ar'.. saves time - 18% 48 - 8%

Safer, safe 5 12 13
" Quileter 1 3 -—
More comfm:tabla ] 6 -
Bxciting," adveuturesme. thrillieg &4 13 -
Likes new things, believes in being modernm 2 6 -
Likes flying in any kind of plane 5 14 71
QOther reasons why would Iike jatu 3 2 10
Don't know why but would 1like jets 2 [ 2
Reason not.ascertained 10 45 21
Fumber of interviews 2/ - 1493 496 - 101

Feelinge Absut Jat Travel

: Would Ret -
- all ‘Like Jet Middle

Reasons for Not Liking Jet Travel Adults Travel Position
Too fest: ' : . 13% 23% 97
Too new to be safe 2 2 5
Not safe: for othar’ reasons . 5 9 2

" Too ‘moisy * * .
Less comfortable . ® - » 1
Afraid of jets 10 18 2
Doesn't like flying. in sny kind of plane 2% 43 18
QOther reasons why would not like Jeats 3 7 12
Doasn't koow why but would not like it 1 2 -
Not -escertained 9 5 17
* Lese than .5 perce.nt'. : N

1/ See Table 1, footnote 2, for the question asked,

Columms will not add te 100% si.:;ce a respondent might give no reason or several
reasons for likiang jet travel.

N
I"-.
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This last result is consistent with earlier findings of the 1955 Naticnal
Traval Market Survey.-l-’ A mbstanti‘al number of people are narvous about planes
snd flying. Cooments that jets are "too fast" or "not safe" or that "I'm afraid of
Jjets"” seem to originate from the seme underlying feeling of insecurity. It is
noteworthy that only a few people talk about jets being too new to be safe - &
comment which implies that they will become safe after s period of testing and
mechanical improvemeat. The problem peems to be much more one of a seﬁae of.
strangeness. .

It is consistent with this interpretation that:people: who have taken.a
plane trip in the ln.f. year are qote positive in thelr sttitude tmrd.jer. travel
than those who have not, es already ncted. Pamiliarity reduces s sense -of strange-
ness! This result is consistent with the finding that people'who have tsken an air
trip as of the beginning of a year are more likely to travel by eir during the year
thats those who have .not had this expe:tence.y It seems rdasonehle to expect,
therefore, that people will show scme of the seme raluctance to travel by jet plane
vhich they have shown with regard tc; pisten aircraft, but that this reiuctance will
be reduced gradually as peopla bacome familiar with travel by jet plane,

To give to the reader a sense of how l;eople phrased their answers, a number

of direct quotations from interviews are included below.

1/ See The Travel Market 1955, pp. 32-34.

2/ See “A Cross-Sectiocn Analysis of Non-Business Air Travel" by John B. Lansing end
Dwight Blood" (mimeographed).
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Positive Comments

Wife of Retail Store owner; age 51; $4000- ﬁ999, took one trip by air,
one by refl, and six by auto last year.

"1'd 1ike it. I love to fly, and I think you'd get wonderful

service this way. I think the time-saving element alone. would be
worthwhile." :

Business Machine Salesman; age 28; $6000-7499; took fifteen auto trips
last year; high school grsduate and company treining.

"I would go' if evailable -and I needad it. Jets are faster, less
expenaive in the end.”

Furpiture Finisher; age 38; §$5000-5999; took two auto -trips last yesr;
elght years of school.

“Good idea' Convenient and time saving."

Aircraft Bogineer; age 33; $10,000-14,999; took ten trips by air,
twenty by auto; three years in college.

"I'd like it. It's smoother and faster.”

Wife of Advertieing Executive; age 39; $10,000-14,%99; took ome trip
by train last year.

"1'd love it. I love airplanes - quiet, smooth and fast."

. Wife of a Musician; age 31, $10,000-14,999; took ome rail trip last

year.

ny think it wouvld be all right. You'd get there faster, probably
a smoother ride." '

Wife of Parmer; age 30; $6000-7499; took two auto trips last year.

"It would be all right, I guess. They'd be fast and comfortable.”
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Positive Commenta {(Conti.)
Wife of man 1o the army, works as a gecretary; age 26; $3000-3999;
took two plane, three rail, two auto trips last year.
"I'd love it. Just to fly in a jet plane would be fascinating."

BRetired man; age 67; $3000-3999; took three auto ttips last year;
high school .and 2 years college.

“I'd like to ride in a jet very much. Would do anything once.
Jat planes fascinate me, I hope 1 get to do {t."

Polica Officer; sge 34; $5000-5999; took five auto trips last year;
high achool graduate .and army trainiag.

"I think I would like it. It i¢ scmething new and a challenge."

Truck DPriver; age 29; $35000-5999; took three auto trips last year;
high school graduate.

"I thiok it's as safe as anything else. 1It's the 'futura" in
travel. It's nice to get to a distant place faster."

. Wife of Plumber; works as a store clerk; age 47; SSDOb-5§99; took two

auto trips. last year.

"I believe it would be fine. I think they are safer than the
othera.”

Pharmacist and Drug Store Ouncr' age 36; 56000-7499; took no trips
last year; three years of college.

"1 would like to vary wuch. Thny‘uiil be faster and safer. By
that time everything should be better and asfer."

Gas Plant .Production Worker; age &0; $7500-9999: took aight auto tripa
last year; eight years of school.

“I'd as scon travel in & jet as in any other place, I think. I
think they are as safe ae any of them,”

Auto Electriclem; age 63; $6Q00-7499; took one air trip and onc'ahto
trip last yeax; high school graduate.

"Ho dtf!erense. Flylog is flying, means and. speed should make mno
difference,"
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Mixed, Positive and Negative Resction

Secretary of Merchantsa' Aagociation; wale; age 69; $2600-2999; took
one auto trip last year; high school graduate,

"I wouldn't nind, I guess - it's OK. You'd get there in & hurry
if you got thera'"

Wife of Maintenance Man; age 29; $5000-5999; took one auto trip last
year.

"It woyld be a wonderful experience, but I'd be scared to death.
I don't care to fly."

Ma'chini-.-s_t; sge 45; $6000-7499; took one m;to trip last year; high
actiool graduate.

"I guess I might travel in s jet plane if everyone else did, but
T don't think I would like it. I suppose it will come about that
everyone will travel that way."

Wife of Barber; age 27; $10,000-14,999; took gne.auto trip last year.

"1t would be wonderful in business, but pe:amliy 1 am afraid of
planes. 1'¢ like jet planes, I feel they are mora perfected. Even
though other planes are older, I feel that machanics who are devaloping

-jets know more ebout them than ordinsry aircraft."



Too
Fast.

Too New
to be
Safe
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Negative Comments

wife of Dairy Worker, works as a nurse; age 6&4; $7500-9999; one bus
trip last year.

“I-don't think I'd like it. I can go fast enough in a regular
plane.” '

Wife of Machiniat Welder; age 38; $6000-7499; three or four suto
trips. . .

"I wouldn't do it, They're just too, fast for me."

Wifa of Appliance Repairman; age 25; $3000-3999; took no trips last
yaar.

“Well, I could mever ride at such great apeed, nor would I risk
it. Such tarriﬂc speed, one would have to get used to it, and at
my age it would be & risk, a haart attack. could happen,”

Wife of Parmer; sge &44; $3000-3999; took ona bus trip and two suto
trips last year.

"Toa fast, and too soon for me to try them! I like to go much
slower than by jet plane!"

Fimcial Controller for Hotel Chain; age 50; $10, 000-14 999; travaled
at least 100, 000 miles by air last year, took 20 rail trips, 20 bus
trips, end vent about 16,000 miles by car; has college degree.

"I will, afcer the. firet year of cpevation. They can have thair
crack~ups firat, Everything must ba. perfect on a jar, or it will
blow up. The pilots are jittery about them.™

Ratired Parmer; age 17 under $1000; tock no tripe last year; high
achool graduata. '

"I wouldn't get into one - I'd go horse back or walk, then ['d
know I'd get there. Theve have been wrecks, at¢. I'm not scared to
die, but don't want to be crippled up."



Not
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Don't
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Negative Comments (Contf.)

Nylon-Enitter; age 36; male; $4000-4999; took one suto trip last year;
five years of school.

"I don't like them, - I'm afraid they would blow up.”

Wife of Truck Driwer; age 47; $4000-49%39; took two suto trips last year.

"o thanke! They crash too fast!"

Coutractor; age 58; $7500-9999; took no crips last year; six years of
achool.

"I wouldn't travel by plane, and surely not by jet plame. 1
don't think they are safe as yer for passenger use.”

‘Wife of Mechanic; age 44; $4000-4999; took no. trips last year.

I'm afraid:of airplares - I'd never go up in one."

1BM Operator; age 50; -female; $3000-3999; took one auto trip last
year; 10 yeaxrs of school.

"L will pot travel in ons. I'm afraid of planes.™

Wife of Car Sglesman; sge 33; $3000-3999; one auto trip last year.

"L thipk I'1l stay on the road. I just never have ‘had any urge
to get uvp in the eir.”

Parmer; age 29; single; under $1000; took no trips last year; 5 vears
of ‘achool. .

"I.wouldn't do it. I just wouldn't ride in one of them or in
any kiond of plane.™ -

Insurance agent; -age 67; §7500-9999; took two auto trlps Last year;
one year in college.

"I think I prefer an sutomobilé or & train, 1 mean a8 long as Y
can 1'm going to keep both feet on the ground."
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Negative Comments (Conti.)
Other Piano-Teacher; age 72; female; $2000-2999; took no trips last year;
Bessons college graduate. : . .

"Me?! Ridiculous! Another invention contributing to the end of
the world." .

3

Wife of saw mill worker; age 40, under 51000; tool;t vno trips last year.

"I don't thick I would like i, too high up in the air for me."
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B. PFurther Analysis
. "ﬂ:a‘ praceding analysis has shown that people’s attictudes toward
travel by jet plane are ralated to whether they took & trip last yesr, and,

An-particular, to whether they took & trip by air. What other factors are
ralated .to attitudes toward jet travel? By investigating the characteristica
of people whlﬂ; are related to their comments about jet travel, it may be
pasaitble ‘:o underestand baetter both the meaning to them of their attitudee

and the poseible implicatfons of their attitudes for their future behavior,

Youmg people are much more likely to react favorably to jet travel
than older people. Sinca whather people travel has been shown to be closely
related to their attitudes toward jats, the data on the relation of age to
acceptance of jets have been preparad soparately for those who took a trip
of some sort by some wode “last year", and those who took no trip. (Table 57).
This method has beefa used throughout this section of the report. Of those
aged 18-24 vho took at least one trip "laot yesr", over helf say they would
like jet travel. Of those aged over 65, only 14% would like jet tra;ral'.

Among those who took no trip, the sge differsnces are similar,

-This finding £a conelastent with results in other studies, which
tend to show that young people are more ready than older people to accept
innovations in everything from house design to the machanical features of

autamobiles. .

The advantages of jet travel which young people mention frequently
are that jet planes are fast and that to ride in a jet will be exciting or
adventuresome (Table 58). It ie.not surprising that people over 65 are legs

enthusiastic about speed and excitement.
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Table 57

Acoept.ance of Jét Travel by Aze, Distinguishing Travelers and Mon-Travelers
(Percentage dutrlbutlon of raspondenta)

Took a Trip "ELast Year"

Attitude Tomard Jet Travel 18-2k yre. 25-l yra. Agiéh yrs. 6% years snd over
Would like jet travel 55 L6 3 Ak
Middle .position T 4 5 5
ould not like jet travel 35, #h 53 70
No difference between jets & 3 3 3
and other planes - ) )
Dont't know 3 3 L 2
¥Not. ascertained .3 3 _h 1
Total 0 a0 00 oo
68 L7 353 119

Number of - respondents

Took Ne Trip "Last Year™

Age
AEttitude Tovard Jet Travel 18-24 yra. 25-h yrs. L5-6h yrs. 65 years ard over

Would 1like jet travel L6 27 21 15
Middle position ® 5 2 #
Would not like jet travel- sh 53 &0 70
No difference between jets * 2 3 3
and other planes
Don't know #* 2 ] 2
ot ascertained - A1 9 o
Total 100- 100 190 100
¥urmber of respandents. 2k 165 157 116

* Leas than 0,5%.
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Table 58

Reasotis for Liking or Hot Liking. Jet Travel by ige, Distinguishing
Travelers and Non-Travelers
(Percentage distribution of respendents)

Took a Trip "Lest Year"

Age
Advantages of Jet Travael 1B-2h yrs. 25-kh yrs. UuS-6h yrs. €5 years and over

Faster, saves tine 32 27 17 T
Safer 3 6 6 5
fuieter 1 1 2 #
More comfortable 6 L 1 1
Exciting, adventurescme 12 [ 3 1
Balieves in being modern 1 N 1 #*
NI like flying 6 7 L &
Would accept jet ) 3 3 1 *
Other reasons for liking ki S 'l 1
Jets —_ — —_— R
Total Bt 22 e #i
fumber of cases 68 L7 353 ny
Took No Trip "Last Year?
Advantagzes of Jet Travel  18-2L.yrs. 25-il yrs. LS-6L yre. 65 years and over
Faster, saves time 12 15 ‘8 5
Safer i 5 3 #*
Quiater # * 1 ®
More. comfortable - 1 1 «
Exciting, adventuresome 8 S 2 3
‘Believes in being modern #* 1 ‘3 1
®] like [lying" 8 2 1 3
¥lould accept.jet ‘ L 2 3 3
Other reascns for liking ¥ 5 3 1
Jets ' —_— —_— —_— —
Total k) ek HE *HE
Hunber of cases 2h 145- 157 116
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Table 58 (Contt.)

Reasons for Likjng -or Mot Liking Jet Travel by Age, Distinguishing
Travelers and Won-Travelers :

Took Trip "Last Year™

. . Ape 7 . B
Disadventagas of Jet Travel 18-2L yrs. 25-Lf yrs. L5-6k yrs. 65 years and over
Too fast 16. 12 11 n
Too new to be safe 1 2 3 1
Not safe: for other reasona 3 5 6 8
Too nolsy # ® # LR
Less comfortable # + # 1
"I'm gfraid of jetat 7 6 13 1k
I don't like flying in any 10 18 21 1

nlene .
Other reasons 3 _b 5 -1
Total 4t L i e
Nunber of respondenta 68 k77 353 19

“Took No Trip "last Year®

R . - f—. E Age . . -
Disadventages of Jet Travel 18-2L yra. 25-hly yrs. LSOl yrs, 65 years and over

‘Toe fast 8 17" 15- 13
Too new to be safe #* 1 1 b
Not safe; for other reasons 8 2 6 2
Too nolsy # 1° # L
Less comfortable #* * # 1
"I'm afraid. of jets® 8 [ 1L 12
I don't like flying in eny 25 33 30 33
plane

Other reasons _B 3 _h 9

" Total Fr i # it
Number of respondents 2 165 157 116

# Less than 0.5 per cent.

#% Columms will not add to lOO%_a:i.nce 8 respondent might give no reason or several
reasons for lilking jet travel.
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On the other hand, pecple o\;ar 65 are more likely than those under
45 to respond to the question about jets by observing:that they do not 1ltke
to fly io any kind of plane. Among thoge who took a erip there are dif-
ferences among the age sl_-g;{:fg_iﬁ_ the ‘frequency of this remark. Of those
aged 18-24, only one in ten fesls this way, ct-:mparegi to two in tep‘gf those
aged 25-64, and _.three in ten of.those 65 or over. Among those who took no
trip, the differences from one age group to the next are.small. Abaul‘: thi'ge
out of ten at every age level "don't tike flying in.eny kind t;f_pl;ne."' ,

Pear. of the new and untried may be expected to depend on educ;tion.
People with more i:aducat_ion ahould.be more willing to try scmething 1ike jat.
travel, The data support this line of reasoning. Of those uho took a.. txip ‘
1last year and have only a grammar school educatien, two ocut of ten would
like jat travel; of those uit.h a high achool education, four out of ten
would like lt, of those who ‘have been to college, five out of ten would like
it (Table 59) -Evan mong those who took no l:ﬂ.p "last year" there are dﬂ-
- ferences h'cm one educatim.: group l:o the nexl:. of thosa who l:ook no trip
and have only a_grade school educal:ion, 17 per cent uould 1like je.r. trawl
compared to about 30 per cent of the group who attendad high uchool or’

college.

Do people at different education levels wention different advantages:
of jar travel? All of the advantages of jet travel {speed, safety, comfort)
are mentionad more oftan by those who have been to college than by those
with less sducation (Table §0). Only those who took & trip "last year" and
have been to college are likely to remark that they look forward to jet
travel bacause they like flying. Of that group, 13 per cent make thilo com-

want,
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Table 59

Acceptance of Jet Travel by Education,. Matinmiishing Travelers:
and Non-irawlers

Took. a Trip Last Year
. cation -

Attitude roward ¥one or

Jet Travel Orede School - High Schodl. College
Would:like jet travel 21 IRl 51
Middle position 2 6 i
Would not like jet travel 66 b3 36
No difference between jota 2 L L

and other planes
Don't know s 2 2
"Not ascertained b h 3
" Total 100 100 100
Bumber of respondsnts 29h Ls?7 267
Took No.Tr Last Year
Education

Attitude Toward None or i

Jat Travel frads School High School College
-Hould like jet travel 17 ko ) n
Middle position , 2 3 4
Would not like jet travel &9 1. 5
No difference between jets 2 2 -9

and cther planes

Don't know 3 b od
Hot ascertained 1 10 n.
Total : 100- 100 100
Nurber of .respondents 2l 164 hs

# Lass than 0.5 par cent.
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Tabla 60
Reasona for Liking or Hot Liklag Jet Travel by

Education, Distinguishing Trevelers and Noun-Travelers
. (Percentage distribution of respondents)

Tack g Trip “Last Year” ~_  _ Took No Trip “Last Year"
__Bducation Education
Advantagas of " None, or High None, or High .
Jet Travel Grade School Schoel College Grade School School College
Paster, saves time 12 25 26 5 15: 18.
Safer 3 6 7 2 4 7
Quietex 1 1 2 * * *
More comfortable 1 3 4 - 1 *
Exciting, adventuresoma. 3 5 6 2 L 7
Believes in being modern 1 3 2 1 2 5
"I like flyiog" . 2 6 13 2 2 &
Would accept jet travel 1 2 3 4 2 2
Other reasons for.
liking jets 2 4 8 2 4 .2
Total Taw T T v B “ww
Nuzber of adults 204 |, as? 267 261 164 45
Took & Trip “Last Year' Took No Trip 'Last Yesr"
—_ Bducation. Education
Disadvantages Noae or, High Rone or, High
of Jat Travel GCrade School School College = Grade School School College
Too fast: 16 10 10 16 12, 18,
Too new to be safe 2 1. b ) L 2 *
‘Not safe, for. other ’
reasons [ 5 5 4 3 7
Too noley o * * * * 1 - %
Less comfortable * * - * * »
"I'm afraid of jets" 15 B -6 14 7 2
I:don't like flying ’ !
in any plane : 27 19 14 34 32 24
Other roasons why .
would not like jets 1 5 4 1 2 7
Total ek TR = 1 = R
164 45

Humber of cases ' 294 457 267 241

* Lass than 0.5 per cent.

*%  Columne will not add to 1007 since a respondent wmight give no resson or saveral
reasons for liking jet travel.
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There is a tendency for pecple with more education not to make
comeents indicating fear., Of those with grade school education sbout 15
per cent say "1'm afraid of jets", compared to 2-6 per cent of those who
ha\;e been to college. §m1¢r1y, fever of those who 'I‘;ave been to college

"don't like f-lying tn any kind of plane.”

Education and; income are closely correlatad, and it. is highly
probable that agy attitude which is positively correlated with education
will aleo be positively correlated with income. Jet traval Aprov'es to be
ne exception (Table 61). High income peoplé are more likely than low income .
people to say they would like Jet_ travel, For example, comsider thoss whn
took no tﬁp "last year" and bave sn income below $3000, Of this group
only 12 per cent would like jet travel. Of those who tock no trip but "had
an i.ncm of $7500- 9999 44 per cent would like jnt trnvel. Thus, paop].;
in the upper lniddl.e uud upper income groups, uho are tbe meabers of the
popull.tlon now woat I.i.k.aly to l:rave]. by att, are, also the peaple. most like'l.y ‘

to be hvorably mclimd touard jetu.

Travel patterns have hea-u ahown in earlier sections of this report
to vary Etom one size of community to snother, It s resscnable to u.nt_:i_cl;_
pate that attitudes toward travel by jet plane will vary iu the uai_:'n_a ll_li'n;le'_l-.'.:-
The dats indicate thit people in urban areas are in fact wore likely thaa: *
.those in rural areas to say they "would like  jet travel" (Table 'ezj. of
those who tock at l.eé_;‘; one trip 1a‘lt year and live in a lerge metropelitan
a;:-ga, over 40 per cent give this favorable responsa, compared to 33 per cent
of those in rural areas., Of those who took no'ttlp end live in large cities,
one third sre favorably inclined, compared to only 15 .per cent in rurll_
areas., The climate of opinion about jets is clurl;';‘b.re' .gavdlei:i; ln -!:hé -
urban centers, which also tend to be the areas which generate the most air

traval,




Attitude Toward
Jet Travel

Would Iike jet travel
Middle position
Would not 1like jet travel

No difference between
‘jets acd other plane

Don't know .
Not ascertained
Total

Humber of reapondents

.

Table 61

Acceptance of Jet Travel by Family Income,

Diatinguishirig Travelers and Non-Travelers

{Parcentage distributicn of respondsnts)

Took No Trip "Last Year'

Toock A Trip' "Last Year'

_Panily Income

Pomily Income

Uader  §3,000- §5,000- §7,300- 310,000 Under  §3,000- $5,000- §7,500- $10,000
$3,000 6,999 7,499 9,999 & Over  $3,000 4,999 7,499 9,999 _& Over
19 .13 o4 . 51 48 12 29 % o v
3 4 & .2 12 * 5 s 8 1/
9 49 23 36 30 7% 52 a1 32 Y]
2 2 3 5 4 2 3 S 4 .1/
-3 4 3 4 2 3 5 4 b
" 5 3 2 4 10 8" 10 8 vy
ied 100 100 100 100 100 166 160 w00 Y
i 251 3w 103 93 01 130 76 25 i/

1/ Too few interviews to percentagize.

-€€1-
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Table g2

hcceptance of Jet Travel by Place. of Residencs, Dist:lnguish:.ng Travalers
and ! Nen-Travelers

(Percentage distributicn of respondents)

Took Trip "Last Year”

large Metropolitan Areas . Other Areas
Cities  Cities

Central 50,000 2,500~
Attitude Toward Jet Travel Citles Swburbs -  snd over 50,000 Rural
Would like jet travel. h2 b7 a7 37 ]
Middle Bosition L & 3 6 3
Would net like jet travel hh 3L L7 51 53
No diffsrence between jets 2 7 3 Y b

and .other planes

Don't mow 6 3 2 2 I
Not ascertained _2 3 _8 3 _3
Total 100 100 100 100 100
Number of respondents 121 128 © e 62 324

Took No.Trip "Leat Year"

Large Metropolitan Areas Other Areas
' Cities  Cities

Central 50,000 2,500-
Attitude Toward Jet Travel .Clties Suburbs and over 50,000 Bural
would like jet travel 33 32 1k 25 15
Middle position * 2 5 3
Would not like jet travel 60 ke 57 57 65
No difference between Jets 3 L & 2 1

and other pla.nes

Den't know 3 b L 2 3
Not ascertained _1 _8 a7 _s 13
Total 100 100 100 © 100 100
fumber of respondents By T2 ) 83 173

#less than 0.5 per cent.
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‘These data.suggest that for the most parc the people moet likely
to travel by jet may ba those most likely to be favorably disposed. ¥rom
this point o!} view a crucial group are the people who now travel by air on
businaag, In Table 63 the peopia who took at least one air ¢rip on business
in the year prior to interview are compared to those who tock one or more
non-business trips but mo business trip. The sample is small enough so
that not much confidence can bs placed in the observed difference between
theae two groups. But the data do at least point in 'tbelditactlop. ;:f a
wore favorabie attitude toward jets on the part of: _tht; buginess travelers.
This result is reasonable in view of the fact that the characteristic of’
travel by jet uhl.ch pecple think of first is spead. The business traveler
ias particularly likely to thick of sitcationa 1n‘_vh1ch'lpgad is an impor-
tant advantage to him; ‘

Men are more likely than women to say that they would like: to travel
by jat plana. Of those who took a trip “last year", five out of —tc_m of the
men but only three out of ten of the women say they would like to-travel by
jet.-(Table 64). Among ;:hol. whe took ne trip "last year”, ;MIarly, the
'p_rop_ortlon of men who give & favorable angver is about twice as large as the
proportion of women.

The reasons .for their attitudes touward jets given by the two sexea
also are different. Men are ouch more iikely than uomen to msntion the
fact that jets are faster or will save time (Table 65). As already noted,
relatively few pecple see any advantages of jets other than speed, Men are
more likely than wcmen, however, to. say 'tha; jeta will be safer, This dif-
‘ference probably reflects the greater lophlutl.cal:‘:lnn of men about mechanical
devices, '

On the othar hand, women are more likely than men to mention speed

as a disadvantage of jeta. The data suégnt that speed 13-1'033 desirable
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Teble 63 -

'Acceptance of Jat Traval, by
Business and Non-Business Use of Air
{Percentage distribution of respondeats

who tock &u alr trip last yeer)

Use of Air Last Year

Attitude toward Took a Busivass Took a Non-business

Jet Travel - Teip by MrJ:L Trip by Adc
Would like jet travel ' 76 66
" Middle position - .s . 7 -
Would .mot 1like ‘Jet travel 1 . o
No difference between
jeta and other planes * . 4
Don't know 3 i 2
Rot a;cettatned ‘ 5 »
Total ’ -ﬁ‘lﬁ _ 100 ‘
Kumber of adults ) V 38 ) _ 84

*  less than 0.5%

1/ 1Includes ac.lte who took both.a business and & uon-bustness
ai; trip.
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Table 64

Distinguiohing Travelers end'Non-Travelers
{Percentage distribution of respondents)

Attitude Toward Jet Travel

Would like ‘et travel
Middle position
Would not like Jet travel

Bo difference batween jet
end other planes

Don't know
Not ascertained
Total

Number of adults

Took A Trip "Last Yesr™

Yoo
30"

4

35

100
485

Women
28
&4
59

100
5642

Took No Trip "'Last Year™

" Mem .

3.

3

12
160

86 . -

[y

‘Women

16

o
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Tabla 65

Reasgons for Attituda Toward Jet Travel,

by Sex, for Travelers and Non-Travelers

(Parcantage distribution of raspondents)

Took A Trip “Last Year" Took Ko Trip "Last Year"

Advantages of Jet Travel Man Weaen Msn Homen
Paster, save time 28 16 18 ]
Safer 7 & ] 1
Quieter 2 1 1 *
More comfortable 4 2 t *
Exciting; adventuresoms 4 6 3 4
Likes new things; believes

iu being modern 3 1 2 1
Likes flying 8 & 3 2
Other reasons why would like jets -5 3 5 i
Disadvantages of Jet Travel
Too fast 8 k5 i1 17
Too nev to ba safe 2 2 2 *
Unsafe for other reasons 4 6 3 4
Teo noisy * L] L L
Less comfortable » * * *
"I'm afraid of. jJats"
. {personal reference) 5 13 $ 13
Doesn't like flying 13 26 21 38
.Othsr reasons why wouldn't like jets 4 s & 5
Kumber of respondents 485 542 186 280

% Less than 0.5 per cent.

Colums wiil wot add to 100 per cent because reapondents were allowed more than one
raason for liking or mot liking jet planas.




-139-

to women then it is to men. Women are also more likely to mention fe;: of
jeta or fear of flying in general. Of tha women who took mo. trip "lastf"yaar",
nearly four out of ten obaerved that they did not Iike the idea of flying
in any kind of plane. Only two out of ten of the men who took mo trip made
this. e@ut. Of those who did take a trip, similarly, more women' than men
do not like flying. Women are also more likely than men to comment that
they porsonally are afraid of jets.

1t is socially more acceptdble for women to admit they are afraid
then men. Thus, it is not safe to conclude from the data that men actually
are less nervous than women about jet planes. Some men may be nsvous and

‘reluctant to-admit 'it, The data do make clear, however, that men and women

react differeatly to the idaa of traval by jet plane.
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- TABIR A .
.Apprmdmte Sampling Errors of Percentages Y/ ‘
- ) For "Per Interview" Responses
. (Exprossed in Percentages)

, —_—
Percontags | . k200 | '3000 | 2000 | 1500 | 000{70 { 500 | Moo |30 |0 | 100
i I8 1.8 7T b [ 3.2 T38 LTI SO TSE T R T
S 26 | %8 | k| 38 | KL |5 . 6al 6T |76 19l | 2247

® 1 |17 | 20 | 2b 2:9 138 | b | L6 5365 | 9
30 - . .- - -
= 23 | 20 | 32 | 35 | k2 |b8 | 5.6 | 61 (69 {84 | 1.6
S1.2 | 1.8 1.8 -| 2a 2.5 3.0 3.6 Lo [ b6 |57 | B0
20 or 80 t R ) .

) 2,0 { 2.3 28 | 34 3.7 i he2 b9 §a3 | 640 | 743 1042 5
: — 0.5 | 14 13 15 | 19 | 2.3 | 2.7 | 340 | 3.8 | ha2 6.0 2
10 or 50 . ' - ’ .

o 1.5 | 18 | ea |23 2.8 | 3.2 36 | U0 (L5 5.5 | 7.6

o T 0.7 | 0.8 1.0 14 14 (16 i 1.9 2.2 12,5 {31 bl
5 or 95 ' ‘ S :

] 1_.1 1.3 15 v 1. 1.7 | 2.0 | 23 1 2,7 29 |33 1ho | 55 |

_1,/ The sampling error measursa the nmpling variab:llity, that i.a, the variations that might occur by chance

" because anly @ semple of the population is surveyed. For most items the chances are 95 in 100 that the value
being estimated (the percenmtage of spending units possessing a given attribute) lies within a range equal to
thamporbadpareentugeapluaa'mimtlusampungm.'

Menmausortbsamlingemrmmm&roromhoeu. The lower valuas are based an the standard
errot’ formula’ for simile random samples. The highsr values are based on extensive computations of individual

errcrs ‘carried ont on Natiomal Travel Market Swrvey data, and allow for the departma from simple
rendom sampling in the Survey design:sush as stratification and-clustering.

Trosamplingarmrdoeamtmasumthawbalmmmlvadinapniﬁnmweyestimetssei.nceitdoesm
include non-response and reporting errors,

¢
N
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TABIE B

Sampling Errers ‘of Pifferences 1'/
For "Per Interview" Responses

{Expreased in Percentages)

Size of Size bi_' Sibgroup
Sub . I 14 ‘
Erom 2000 ¢ 1500 ! 1000 ! 700 I 500 ‘ 300 ! - 200 l 200
For percentages from about 35% to 65%
2000 13.2-5.9 | 3.5-5,2 1 3.9-5,7 [blir6.3 | 5,0-7.0 j6,2-8,3 | 7.4-9.8 [10,2.13,2
lsm 3-7‘5-5' h.1-6.0 h.6—6.'5 5¢2'712 603'80h 705‘9.9 10.3'13-3
1000 . ‘h.5-6.5 lh?'?.o 5 S.7.6 6-6'8.9 7-8‘10;2' 10.5-13.5
7m S-h"’-h 5-9"3 0 6.9‘902 800‘1005 10.7-13.5
500 '6,3-8,6 |7,2=9.7 8,4-11.0 112,0-24.1
300" ' 8,2-10,7 { :9,1-11.9 |11.5-14.8
200. 10,0-12,9 112,2-15.7
100 _ _ . 14,1-18.0
Por percentagea around 207 and 80%
2000 12,5-3.9 | 2,7-U,1 | 3.1-4.6 |3,545.0 [ L,0=5,6 j5,0-6,6 | 5.9=7.8  8,2-10,6
15m 2.9“4-11 3-3‘h-a 3-7'502 hll‘Soa 501'607 610'709 852"1006
1000 ‘ 3,6-5.2.13,9-5.6 | b h-8.1 [5.3-7.1 | 6,2-8,2 | B,h-10.8
?w h-3'6¢0 h-?"6-h S-S'T-h éoh-&oh Bn&nno
500 5.1-6,8 |5.8-7.8 | 6,7-8.8 | 8.8-11,3
3w 605'806 703‘905 9'2-11l8
200 8,0-10,3 | 7.8-12.6
m ! . 11.3-113.!#
For.percentages around 10% and 90%
2000 1.9-2,9 12,2231 [ 2.3-3.4 [2.6-3.871 3.0-1.2 [3.7-5.0 | Lu5-5.9 | 6,1-7.9
lsw 2-2'3-3 2-&'306 207'319 301-h13 3.8-5.0 heS‘éno 6.2!8.0
1000 2.7=3.9.|3,0-h.2 | 3,346 }3.5=5.3 by7=6.1 6,3-8.1
700 3-2‘,4.5 : 3-5’h-B 701'50 4,8-6,3 6.=8.3
500 3-&5-1 b-3'5c 510"606 6.”-5
300 2 9=6, 5.5-7.1 6,9=8,9
200 6,0=7.7 Ta3=9.4
100 8,5-10,8
‘Fer percentages srowd 5% ard $5¢ ‘
2000 R.e2.1 {1.5-2,3 11.7-2.5 {1.9-2,7 [2,203,0 |2.7-3.6 !'3,2-4.3
1500 i o&znh 1.8'2 6 2.0=2,9 12,2-3,1 208-3-? 303"11-3
1000 - 1,9-2.8 |2,1-3.0 |2.4-3,3 |2.9-3,9 | 3hi-hb
7“) .3'3.2 2-&3-5 BIM.O l 305""‘!6
500 2,8-3.7 13.2L,2  }3.,6-4.8
300 3,647 | b.0-5.2
200. ! i lgh=5 46

See note 1 to Table A,

peroentproba-
omparisens of percentages derived from two different subgroups of the
Kational Travel Market Survey, Tuuulws-lanmdhm-mgivenfareachoen.
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Questionnaire

1

(¥e'd aleo like to kaow how much traveling pecple-are do!.us.".and how they
travel. We'rs not interasted in short-distance trips, but in trips of 100 miles or
more away.) : . - R

ASK T1 - TSa ABOUT THE BRSPOMDEST'S TRAVEL:
Tl. Bave you ever taken a trip to a place 100 miles or more auay by air?
Qen? [Nevar?
w Tla, . In about what year did you fifst take an air trip to a place 100
""YR3") wmiles or more away?

| T1b. D1d you take. any aif trips to placés 100 miles or more away in
_the last twelve months?

[3es] ;2
(IF TOOK | Tle. How many?
AIR TRIP -
IN LAST Tld. How wmany of your alr trips were cn firat
THELVE class flights?
MONTES)

¥le. And how often did you go by air-cosch?

T1£. WVere any of your teipe by company, private,
or military plane?

{Coupany/ [Privace/ NHiditcary/

[Used nona of these/

(IF "YES") Tlg. How many were by company, pri-
vate, or militery plane?
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T2. And how about: rail, bave you ever taken a trip by rail te & place 100 niles
ot more away?
[Xesl Never

{IF "TES") 1T2a. Did you take soy rail trips to places 100 miles or move
avay in the last twelve months? -

[Zes] Jim)
(IF TOOK, | T2b. How many?
RAIL TRIF o
IN LAST ‘T2c. On bow wany of yout vail trips did you
TWELVE . travel firsc-class?
MONTHS)

T2d. And bow often did you go by coach?

(IF TOOK | T2¢. When was the lsat time you took a trip to

RO BRAIL & placa 100 miles or wore sway by rail?
TRIP IN '

LAST

TWELVE

MONTHS)

T3. And pow, how about busses, have you evar taken & trip by bus to a place 100
miles or more away?

[es/ Rever

{IF "¥BS') T3a. Did you take any bus trips to placss 100 miles or. more
away in the last twelve montha?

feal  [Ho]
(IF TOOK
A 8US: TRIP | T3b. How meny?
IN LAST '
TWELVE
HONTHS)
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T4, And have you ever taken a trip to'a place 100 wiles or more away by auto?

{Yes/ Never,

(IF "EBE") Téa. Di.d you taske any auto trips to places 100 miles or more
away in the last twelve months?

[3esf 1o/
(1P TOOK AN ]
‘AUTO TRIP T4b, How many?
IN LAST
TWELVE
MONTHS)

T5. Were any of your tt'tpt in the last twelve months business trips - I mean,
trips in.conmnection with your work?

fieal iy
(17 700K T5a. How many of yeur air trips ware business trips? your
ANY rail tripa? wour bus trips? your suto trips? .
BUSTHESS ’
TRIPS) e
Mr Rail Bus l Auto
fSona] {Bons] {Bone/ {Bons7

ADULT NUMBER INTERVIEW NUMBER
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(RESPONDENT'S MOST RECENT TRIP ‘BY COMMON :CARRIER -- ASK THIS PAGE AND: THE KEXT FOR
R'S WHO DID TAKE A COMMON CARRIZR TRIP IN PAST TWELVE MONTHS)

T6.

7.

™.

T10.

Now wa'd like.to ask sbout your most recent trip to a place 100 miles or more
duay by plane, bus, or train. What was the purposa of the trip?

T6a. Was there any other resson for the trip?

Whare did you go? - {town and state)

How l.anﬁ wers you avay? [Back the came day/ [fl-2 days/ [3-6 days/
/Week to 10 days] /11 days_to Z weeke/.
{36 weeks!  /5-6 weeks/ [Over 6 weeks/

Did anyone go with you? (How many went besides yourself?)

_How dtd you travel? {Batl/ [Bus? yxtyg

mixed modes {epecify)

Jother  {specify)
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-1, How did you happem to chocse this way of traveling instead of some other?

Tlla. Wera there any (other) advantages of going this way?

P ———————

(IF SAYS "CONVEKIENT” Tilb. In what way?
OR "BAD CONNECTIONS')

Tlle. "Were there any (other) disadvantages of goilng by this mode?

(IF SAYS Tild. In what way?
- "INCONVENIEWT"

OR "BAD

CONNECTTONS™)

{IF WENT . )
BY RAIL T12, Did you travel coach or first class? JCoach/ [First Class/
OR AIR)
ASK BVERYBODY

(¥e're alsc interested in how people will be getting around in the future)

T13. As you probably know, thare sre plans for developing jet planas forx puoensar
sarvice. ‘Hov would you feel about traveling in a jar. plana?

Tlla. VWhat do you have io mind?






