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ABSTRACT

The intercity bus industry in Virginia was examined to
gain information on the status of the industry and to determine
the likely impacts of state policy options relating to assistance
and deregulation on the industry. The national intercity bus
industry and other states' studies of and programs for the in-
dustry were also examined. Information concerning Virginia's
regulation of the industry, state-imposed fees and taxes on the
industry, and operating and financial characteristics of the
industry was collected. Conclusions regarding the industry were
developed, and recommendations regarding Virginia's response to
industry problems and issues were made.
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FINDINGS AND CONCLUSIONS

National Perspective

Until ten years ago the intercity bus industry was
financially sound. More recently, however, ridership
and revenues have fallen to the point where service on
many scheduled routes is no longer profitable.

The typical intercity bus passenger can be classified as
"transportation disadvantaged;" that is, he rides the bus
because alternative modes are unavailable or too costly.
These passengers are from low income groups such as
students, people in the armed forces, the unemployed,
minorities, retirees, and unskilled workers.

The two major carriers, Greyhound and Trailways, account
for 75% of regular-route passenger revenue, Nevertheless,
the smaller companies operate more total bus miles, carry
more passengers, and collect more charter revenue than
these dominant carriers.

The regulations governing exit, entry, and fares under

which the bus industry has operated since 1935 have served
to maintain a monopoly position for the major carriers.

These regulations have discouraged competition and limited
the number of new entries into the market, and they have

not been revised to respond to changing marketing conditions.

While the Interstate Commerce Commission (ICC) has relaxed
entry controls in the charter market in recent years, the
existence of regulations is sufficient to cause many carriers
to maintain unprofitable regular rocutes.

There is little likelihood of federal subsidies for inter-
city bus transportation in the near future. One federal
program, Section 18, has been used to assist intercity bus
carriers in rural areas, but two programs intended specifi-
cally to support intercity buses, Sections 21 and 22, have
not received appropriation. Aside from the requirements
relating to labor protection and accessibility that accepting
subsidies would require, the present mood of Congress and the
Reagan administration are not conducive to transit subsidies.

While the bus industry is the last transport mode to remain
regulated, deregulation on the national level is a strong
possibility in the next few years. Two bills have been intro-
duced that would begin the process, one sponsored by the ICC
and the other by the American Bus Association. Deregulation
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at the state level has occurred in one state, Florida,
and the results appear promising. In both the air and
trucking cases, states' regulatory powers have been pre-
empted, and this 1s also included in legislation proposed
for buses.

Twelve states have completed studies of the intercity

bus industry. Areas in which state action was recommended
included (1) marketing and promotion; (2) subsidy through
tax exemptions or lower fares for low-income citizens;

(3) facility construction, such as park and ride lots,
passenger shelters, and terminals; and (4) coordination of
bus procedures and integration with social service agencies.

There is strong and growing interest at the state level in
developing financial and technical programs to support inter-
city bus service to small urban and to rural areas. Ten
states have assistance programs. These programs include
promotional assistance in Oregon, operating subsidies in
Pennsylvania, and operating and capital assistance in
Michigan, which has the most extensive program. The

Michigan Department of State Highways and Transportation
administered over $15.5 million in state funds in FY 1980

for bus capital equipment, bus operating assistance, service
development, fare reduction, and passenger terminal facilities
programs.

Virginia Perspective

There are 28 intercity bus companies in Virginia, two of
which furnish charter service only. These 28 are companies
certificated by the State Corporation Commission (SCC).

Other carriers, such as taxi operations, airport limousine
services, and certain trransit operators, are certificated

as well, and these were excluded in this study. A considerabl
number of carriers are not required to obtain SCC certifica-
tion, although they often compete with SCC-regulated carriers.
Major types of regulatory control pertain to market entry,
market exit, establishing fares, safety and insurance re-
quirements, and schedules.

Although there has been csome confusion among the carriers
regarding the matter, the SCC cannot deny a certificate solely
on the ground that the applicant may render charter service
originating at the same point as another carrier, nor is
providing regular-route service a prerequisite to obtaining

a charter certificate.
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A concern of significance expressed by the SCC regarding
state regulations is the fact that amendments to Section
56-274 of the Code of Virginia are creating significant
amounts of non-regulated competitive transportation ser-
vices for the regulated carriers and resulting in an
erosion of the regulatory authority of the SCC.

Carrier officials argue that many of the above competitors
are being subsidized through various government programs;
however, in many cases government-subsidized operators

have entered the market because private carriers did not

and would not provide particular services. In addition,
carrier officials noted that too frequently the SCC bases
decisions on the statements of very few concerned individuals.

Regarding regulatory reform at the federal level, the SCC
does not oppose reform; nevertheless, the Commission is con-
cerned with the public's welfare and would most likely be
very concerned about state regulatory reform. The carriers,
for the most part, are not opposed to regulatory reform
limited to relaxing economic controls.

While the intercity bus industry is liable for certai
taxes and fees, these represent a relatively small portion
of variable costs.

Excluding Greyhound and the three large companies associated
with Trailways, Virginia carriers increased the bus fleet
from 248 in 1976 to 405 in 1980, largely due to an increase
in charter demand. While the fleet age fell from 15.0 to
13.5 years during this period, Virginia-based carriers
operated bus fleets significantly older than the recommended
maximum of 7.5 years.

The intercity bus industry in Virginia has not been stable.
Although 25 of 28 carriers were in business in 1975, only

3 have entered the market and 10 have cancelled their
certificates in the interim.

Notwithstanding the market instabtility, bus service in
Virginia, although reduced since 1968, is extensive. For
example, 40 of 41 cities have service; 131 of 187 towns re-
ceive service; and many of the census-designated "places"
receive service.

Unprofitable regular-route service has been maintained by
some carriers in order to retain exemption from local
property taxes, to maintain charter rights, to conform to
SCC rulings disallowing abandonment, to maintain feeder
service, to ward off competition, or as an obligation to
transit-dependent riders.

x1i
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Annually, Greyhound and Trailways provide 86% of the 28
million scheduled bus miles in Virginia. Nevertheless,

bus miles traveled annually are insignificant in comparison
to total vehicle miles of travel in Virginia. In fact, the
28 million bus miles per year is about one-half of the ve-
hicle miles per day on Virginia interstate and primary high-
ways. While the 24 smaller carriers in Virginia supply 1u%
of the regularly scheduled service, the majority of this,
74%, is provided by the urban-suburban commuter carriers.

Since 1975, regular-route-bus miles have generally declined
while charter-bus miles have increased substantially. While
some routes have been abandoned, carriers have responded to
declining regular-route demand by reducing service levels.

Regarding ridership, regular-route ridership has declined
since 1975, with the carriers providing traditicnal inter-
city, fixed-route service being more susceptible to the
decline than those providing commuter services. Based on
ridership data available, the small carriers providing
traditional intercity regular-route service, as opposed to
commuter service, transport relatively few passengers. Ac-
cordingly, in most cases route abandonment does not have
significant impacts on mobility.

Between 1876 and 1880, constant dollar earnings fell by a
total of $1 millien for Virginia operations. Because ap-
proximately 60% of the companies suffered losses in real
revenue andbecause operating costs rose more rapidly

than the consumer price index, it is reasonable to conclude
that profit margins were lower in 1980 than they were in
1976.

As 1s true nationally, Greyhound and Trailways dominate the
Virginia bus market. Together, these firms generate about
77% of total bus revenue.

The type of service supplied is largely related to the size
of the company. Specifically, regular-route operations are
a prime revenue source for only Class I carriers (earnings
greater than $3 million annually); smaller carriers depend
largely on charter revenues and receive only 18.39% of their
earnings from regular-route service.

Differences in operating ratios (operating expenses as a
percentage of operating revenue) show that costs per bus

mile are significently lower for smaller carriers as compared
to Class I carriers.
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Standard measures of financial performance, including
operating ratios and rates of return on investment,
strongly support the hypothesis that the intercity bus
industry is not an attractive investment. Despite this
fact, some companies continue to operate but can be
expected to cease operations at such time that a signifi-
cant reinvestment in the fleet is required.

Class II carriers (earningsbetween $1 million and $3
million) and Class III carriers (earnings less than $1
million) have in many instances reduced regular-route
operations to mere token service and appear to operate
only to satisfy regulatory requirements. Quick-Livick,
for example, supplied only 6.4% of its total bus miles
as regular-route service.

The data show overwhelmingly that regular-route operations
are unprofitable and are being cross subsidized by charter
operations. The range of losses 1is between $0.06 and $0.99
per mile on regular routes, and total losses in 1979 were
$2.2 million. Even though urban-suburban carriers operate
in the commuter market where demand is relatively more
strong than in rural areas, 80% of these companies supply
charter service as well.

Although there are significant cross subsidies between
charter and regular-route operations, the lifting of entry
and exit controls will not precipitate a mass exodus from
regular routes. While Class II and Class III carriers will
drop some rural routes, others will be maintained because
of the need to maintain feeder routes, to qualify for
federal fuel tax exemption, and to maintain certain state
tax exemptions.

Assuming that regulatory reform occurs at the federal level,
the Department must analyze three general policy scenarios:
(1) maintenance of the current state regulations; (2) de-
regulation at the state level and complete noninterference
with the market to determine the supply of bus service; and
(3) deregulation at the state level, but with the Department
examining the provision of assistance as an enticement to
carriers to provide regular-route service.

Because the no-action alternative in the context of federal
deregulation frustrates the benefits of allowing the market
to operate and will not ensure regular-route service, it is
an inadequate policy for dealing with the changing inter-
city bus industry.
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Regulatory reform at the state level in conjunction with
reformat at the federal level is the most desirable policy
with respect to the financial health of the bus industry
and the efficient provisicn of transportation service.
While regulatory control has been exercised largely to
maintain regular routes through a cross subsidy technique,
this fact isn't sufficient cause to maintain entry and
exit controls.

Experience with regulatory reform of the bus industry in
Florida and with the trucking industry in general are en-
couraging support for the expectation that under deregula-
tion in the bus industry, markets will expand, prices
will fall, and efficiency will increase.

No economic arguments will support subsidies to cure the
problems of Virginia's intercity bus industry. While
other arguments based on mobility can be offered, these
are extremely weak and are overshadowed by the case for
allowing the market to work,

¥iv



RECOMMENDATIONS

While declining in profitability and ridership, the inter-
city bus industry represents an important element of the
total public transportation services in the state. Accord-
ingly, the following is recommended.

1. In future actions of the Virginia Department
f Highways and Transportation, consideration
should be given to these private carriers in
terms of impacts that new policies and programs
might have on the fﬂnanCLal condition of the
industry.

2. The intercity bus industry should continue to
be recognized as one of the service providers
available to furnish rural and intercity trans-
portation within the state. The private sector
should be allowed the freedom to exercise the
power of the market to provide efficient trans-
portation services, and the Department should
incorporate this resource into its long-range
plans for statewide public transportation.

3. When deemed in the public interest by local
government, private carriers should be con-
sidered as eligible recipients of public support.

The intercity bus industry is the only mode that is presently
regulated at the federal level by the ICC and at the state
level by the SCC. Proposals to deregulate the industry at
the federal level would eliminate entry, exit, and rate
control and permit market forces to act. In the likely

event of national deregulation, the following is recom-
mended.

l. If proposals for state regulatory reform are
made, the Department should strongly support
them, thus acting in a consistent manner with
federal requirements. The arguments for de-
regulation are persuasive, and this action will
allow carriers to be responsive to changes in
market conditions.

2. In the event of state deregulation, the Depart-
ment should assist localities in monitoring the
effects on existing routes, schedules, and rider-
ship, and should develop criteria for determining
whether any losses in service significantly impact
mobility.

XV



3. The Department should continue to encourage
private carriers to furnish those transporta-
tion services that they can efficiently provide
through the market mechanism.

4, If, based on previcusly established criteria,
assistance programs are considered to maintain
routes that are toc be discontinued, the Depart-
ment should develop requirements for levels of
service to be provided, consider only assistance
mechanisms that are inexpensive to administer,
provide incentives for furnishing productive and
efficient service, and maintain the active par-
ticipation of local government in the decision
process.

The Virginia intercity bus industry is fragmented and un-
profitable. Consistent with the responsibilities of the
Public Transportation Division as described in Section
33.1-3918 of the Code of Virginia, there are several ways
in which the Department can help the industry in supplying
services to the citizens of the Commonwealth. Accordingly,
1t i1s recommended that the following be considered for
implementation.

1. Assistance in marketing and promotion, including
such things as preparation of statewide maps and
schedules showing bus stops, routes and shelters;
public service announcements promoting the idea
of energy conservation as a result of travel by
bus; provision of park and ride lots, particularly
for urban and suburban lines; and coordination
with social service agencies.

2. That the planning district commissions and other
appropriate local government officials be informed
of the results of this study, and that they be en-
couraged to maintain close contact with the private
bus operators in their localities as they further
develop their transportation plans and programs.

Tax credits and exemptions beyond those implemented by the

General Assembly in 1978 do not appear warranted; therefore,
it is recommended that no action be taken in this area.
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INTRODUCTICN

Nationwide, the intercity bus industry consists of approxi-
mately 1,150 privately owned and operated companies that operate
some 20,500 buses over 280,000 miles (450,800 km) cof scheduled
routes and provide service to approximately 16,000 places.(1l)
Until very recently, the industry had been profitable and had
received no financial assistance from government. Consequently,
governmental officials and planners had largely ignored 1it.

The decline in profitability has caused carriers to shift
resources away from conventional regular-route operations to more
profitable charter operations, thus creating cross subsidies be-
tween charter and regular routes. As a consequence of this shift,
intercity service has been reduced; in some instances, eliminated.
Further, travel by bus represents the most energy-efficient means
of common carrier, intercity passenger transportation. Reductions
in service,however, are not consistent with the current naticnwide
interest and concern with energy conservation and the transporta-
tion needs in rural areas and small communities.

In recognition of the deelining state of regular-route inter-
city bus service, both the federal and state governments have
passed legislation authorizing assistance programs. Among the
earliest was the Energy Tax Act of 1978,(2) which exempts privately
owned bus companies from payment of federal excise taxes on new
buses and bus parts and provides for the rebate of federal taxes
on diesel fuel. In addition, Section 22 of the Surface Transporta-
tion Act of 1978 authcrized but did not appropriate $30 million
annually through FY 1982(2) for operating assistance to preserve
or enhance intercity bus service in nonurbanized areas. As a part
of the Section 18 program, financial assistance has been made
available to intercity buses.(2) Several states also have inter-
city bus programs, namely, New York, Michigan, Pennsylvania,
California, and New Jersey. In Virginia, assistance has been pro-
vided by the repeal of the gross receipts tax and by the quarterly
refynding of the ll¢-per-gallon fuel tax.
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Interest in the financial nealth of the intercity bus indus-
try has not been limited to assistance programs. Following the
trend in Congress toward less government intervention in commerce,
H.R. 7677, placed before Congress June 25, 1980, and concentrating
on entry, exit, and rate making reform, proposes to deregulate the
intercity bus industry.

In light of these changes affecting the industry, Virginia is
faced with decisions regarding assistance programs and future regu-
lation of the industry. Consequently, a study of Virginia's inter-
city bus industry was required, and this report describes that
investigation.

PURPOSE AND SCOPE

The primary purpose of the study was to examine the intercity
bus industry in Virginia so as to (1) obtain information on the
status of the industry in Virginia, and (2) determine the likely
impacts of state policy options relating to assistance and de-
regulation on the industry and mobility in rural areas.

The scope of the study was limited to a review of the litera-
ture, an examination of intercity bus programs in other states,
collection of available data about the carriers in Virginia, and
telephone discussions with officials cf 19 carriers operating in
Virginia. The telephone discussions concerned (1) problems facing
the industry, (2) why regular rcutes are maintained, (3) operating
ratios, (4) ridership trends, and (5) opinions as to what the
state can do tc mitigate the problems. The information obtained
from these conversations is incorporated as appropriate throughout
the report, rather than being presented separately.

Information gathered from the above activities 1s presented
under the headings of the national intercity bus industry, studies
and programs in other states, the Virginia intercity bus industry,
and policy options relating to Virginia's intercity bus industry.

NATICNAL INTERCITY BUS INDUSTRY

The purpose of this section is to review and summarize the
current literature regarding the intercity bus industry, which
includes information concerning the industry's history, current
condition, and existing and proposed regulation. This informa-
tion is important in placing Virginia's bus industry in proper



perspective and in understanding the role of the Interstate
Commerce Commission (ICC) in regulating interstate buses that
serve the state. The report first describes the current status
of the intercity bus industry in terms of its ridership, industry
profile, services provided, and carrier profitability. Intercity
bus regulation is discussed for entry and exit control, rates,
service standards, and vehicle performance. Information con-
cerning federal programs for capital and operating support and
tax credits is presented. Finally, issues in regulatory reform
are discussed.

Current Status of the Intercity Bus Industry

Ridership Profile

The intercity bus industry represents the most ubiquitous
form of intercity transportation, furnishing scheduled service
between approximately 15,000 towns and cities, and 50,000 flag
stops throughout the United States. More than 14,000 of the
communities with bus service have no other public transportation
options.(3) For many rural communities, bus service represents
the sole source of public transportation and thus is essential
for citizens who do not own or have access to an auto. For others
it potentially represents an energy-saving alternative, and during
recent severe petroleum shortages ridership on intercity buses has,
in fact, increased.

Intercity buses carry more passengers than any other form of
domestic passenger transportation. In 1979 intercity buses carried
approximately 360 million passengers, a number greater than that
carried by air and rail combined (the airlines served 295 million
and Amtrak 21.5 million).(l) This figure dropped steadily during
the past decade from 401 million in 1970 to a low of 332 million
in 1977. 1In 1978 and 1979 the bus industry experienced increases
in passengers carried.(l) From 1970 to 1979 intercity bus revenues
grew only 6,7% annually, whereas airline passenger revenues grew
by 15.4%,(4) Although these numbers reflect an apparently im-
pressive market, the figures for passenger miles are considerably
diminished. In 1979, domestic air transportation accounted for
approximately 84% of intercity passenger miles, compared with 11%
for buses and 5% for rail. ()

The bus industry serves shorter trips than does air, and
carries a declining share of the market as trip length increases.
In 1879 the average trip lengths were 723 miles (1164 km) for air
and 76 miles (122 km) for the bus. The bus trip length was 123

B A :
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miles (198 km) for Class I carriers.(u)" Thus it would appear
that intercity bus transportation is a vital service to cities
and towns without other forms of public transportation and that
it provides transportation between localities where there is a
demand for intercity public transportation because sufficient
automobiles are not available or there is a petroleum shortage.

, Although intercity buses represent the only available public
transportation alternative in approximately 14,000 cities and
towns, the low levels of service provided in terms of the number
of scheduled stops per day, the numbers of destinations served,
lengthy travel time, and inconvenience of arrivals and departures

ften makes the bus as the mode of last resort. Most people liv-
ing in these areas travel by autc, van, or truck. For example,
in 1979 only 1.7% of the total passenger miles in the nation were
attributed to intercity buses in contrast to 83.7% by private
auto.(4¥) The trend in the national intercity bus industry's
market has been steadily dropping to its present low from a rate
of 4.5% in 1950, although a temporary and minor halt in the decline
was recorded for a brief period during the 1974 oil crisis, when
passenger miles increased from 2.0% to 2.2% between 1973 and 1974, (5)

The present status of intercity bus transportation is the
result of changes that have occurred in the United States during
the past several decades. Among these are the jet age in air
transportation, the construction of the interstate highway system,
growth of suburbs, population decline in rural areas, and the
steady rise in auto ownership and licensed drivers. Historically,
bus fares have been lower than those for other travel modes, but
this gap is narrowing. Per passenger mile costs are considerably
lower by bus than by auto; however, total bus fare costs increase
with each additional traveling member of a family or group, where-
as total auto costs remain fixed regardless of the number of
passengers. Further advantages of convenience, comfort and space
for luggage also favor the auto cver the bus.

Intercity bus transportaticn is primarily a mode used by the
so-called transportation disadvantaged, those who for one reason
or other, do not have an autc available to them or cannot afford

*Class I carriers are defined as those having operating revenues

in excess of $3 million annually. Class II carriers have operating
revenues between $1 and $2 million annually, and Class III have
annual revenues less than $1 million annually.(Z)



to drive or to fly. These people tend to be individuals from
groups who on average have little or no income, such as students,
the unemployed, housewives, retirees, minorities and unskilled
workers. Various surveys have confirmed this passenger profile.
The U. S. Census of Transportation reported that almost 50% of
intercity bus riders are younger than 18 or older than 65. The
Wisconsin survey showed that 30% of bus riders are students and
5% are unemployed. The U. S. survey alsc reported that 60% of
ridership by bus had an income below $10,000 compared with 36% by
rail, 20% by air, and 35% by auto. Some intercity bus travel is
by persons who could travel another way, yet most trips are for
nonbusiness reasons.

Intercity bus transportation has lost a considerable portion
of its market to other cost-competitive modes. Buses are slower
and more inconvenient and for this reason travelers who place a
premium on time, such as those making business-related trips,
seldom travel by bus. As a mode serving a declining market com-
prised mainly of the poorer segment of society, the industry's
revenue has fallen while operating costs, inflation, and interest
rates continue to rise, This cycle of reduced ridership followed
by reduced standards of service affects only a small segment of
soclety — those least able to pay. The implications for the
state and the nation, in terms of the future of this mode, may
require actions such as changes in laws related to taxation and
regulation as well as direct public support, if bus travel is to
survive.

Industry Profile

Intercity bus service is provided by privately owned carriers
operated for profit under government regulation. Until recently,
the intercity bus industry had been economically sound with little
need for financial assistance. In contrast, the U. S. passenger
railroad systems, which went bankrupt in the 70's, had received
substantial operating capital to remain in service.

In the United States there are approximately 1,000 companies
furnishing intercity bus service. O0f these, Greyhound and Trail-
ways represent approximately 75% of regular-route passenger revenues.
The Greyhound corporation is the larger carrier with over twice the
annual revenue of Trailways. Many smaller companies service many
of the towns and villages within a state and these routes act as
feeders to the larger carriers, ‘3

This highly diversified industry represents a wide spectrum
in terms of total revenues., Only 46 carriers, those designated
Class I, earn mcore than $3 million annually. The Trailways
corporation in 1979 owned 14 Class I carriers and had a network



of 35 independent affiliates operating jeintly as a system for
purposes of marketing, ticketing, and joint use of terminals,(4)
The fleets of the major intercity carriers consist of 4,000 Grey-
hound and 2,150 Trailways buses. The third largest carrier in

the United States is Carolina Coach, an affiliate of Trailways and
owns 200 coaches. Some ccmpanies own fewer than 5 vehicles. In
terms of revenue, Greyhound accounts for 60% and Trailways 22% of
the industry total.(3)

Capital requirements of the intercity bus industry range from
a fleet of new buses and downtown terminals to a few used coaches
using gas stations and grocery stores as stops. Only the larger
carrlers have heavy investments in fixed facilities. The Grey-
hound and Trailways stations are a familiar sight in the downtown
of most cities. Many are located in rundown neighborhoods, which
tends to reinforce the image of intercity bus transportation as
the system for the poor. Although there is a nationwide network
of intercity terminals connecting large and medium-size cities,
it has limited value as most intercity bus trips are short and
few of the terminals have frequent, directly-connected routes
and schedules.

Services Provided

Intercity bus companies offer three types of service: regular-
route, package express, and charter. While the present study was
concerned primarily with the intercity passenger market, it is
often these secondary services that provide the basic revenue to
permit the operation to continue.

In small rural areas, there may be a single bus company that
serves as a feeder to larger population centers. This service may
be as infrequent as once a day and may represent the only non-
auto alternative for people in these areas. In terms of the in-
come produced, these ccmpanies are likely to rely on charter
business for the bulk of their revenue.

Community population i1s a principal indicator of the avail-
ability of regular-route service, although other factors affect
the amount of service provided. In New York State bus service
standards call for 7 buses per week in towns between 3,000 and
5,000.(3) However, population alone will not assure bus service,
because the availability of service depends on the loca*ion of
the community as well. Accessibility to an interstate highway
and location on & national through route tend to favor added
service.
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While intercity regular-route service is declining for most
carriers, other revenue sources are on the increase. Between 1969
and 1979 the percentage of total operating revenue of Class I car-
riers derived from regular-route service declined by 5.4%, from
71.4% to 66.0%, while charter services increased by 4.1%, from
11.1% to 15.2%. Package express represented 13.3% of revenues in
1969 but increased to 15.9% by 1979, (1)

Only about 15% of the total operating revenue earned by Class
I carriers is derived from charter services, whereas for smaller
bus companies this figure rises to 70%. On the other hand, charters
accounted for only 10.9% of Greyhound and 17.3% of Trailways in-
come, (3) Clearly, from a profit motive viewpoint of small companies
operating in rural areas, it would make economic sense not to carry
regularly scheduled passenger traffic. In the absence of regula-
tion or tax incentives, many regular routes which are financial
losers would be abandoned. On the other hand, the major carriers
derive a substantial portion of their income from regular-route
service and could find it profitable to continue many of their
services. Generally, charters have a lower unit cost than regular-
route service because of their larger average passenger loads. Al-
though average trip lengths on charters are greater than for regular
service, charter fares can be less than that for a comparable ride
on a regularly scheduled bus line because of this higher load factor.
Charter service represents an expanding market for intercity bus
carriers and its popularity can be expected to increase. The bene-
fits of special-purpose group trips from smaller cities to larger
areas that offer commercial, entertainment, and cultural activities
should accelerate as energy costs continue to rise.

Package express 1s available between towns and cities served
by regular-route buses. For those locations where this service
exists, 1t can be an inexpensive and relatively fast means of
moving small-sized parcels. If pickup and delivery is between
terminals and the trip length is relatively short, the level of
service is high. For these reasons parcel delivery has become a
lucrative addition to the intercity bus business, entailing &
relatively low marginal investment for the income received.
Parcel delivery is also offered by other competing organizations
such as United Parcel, Federal Express, and the U. S. Postal
Service, which have fewer restrictions on the size and weight of
cargc and serve a greater number of areas.

Carrier Profitability

Carrier profitability is measured by a firm's operating ratio,
which is operating expenses as a percentage of operating revenues.
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(For example, if annual operating expenses are $90,000 and annual
operating revenues are $100,000, the operating ratio is 90%.) As
the operating ratio increases, the return on investment and return
on the stockholders' equity usually decline. Between 1967 and
1371 the operating ratio of the intercity bus industry was rela-
tively constant at about 88%, a rate that the bus industry has
claimed is necessary for a company to remain profitable.(6) 1In
the years 1971 through 76, the ratio steadily increased to 95.5%
and has hovered there since. It has been estimated that in 1981
the operating ratio will be 99.3%, if present fares are maintained,
but would be 94.6% if an 8.5% fare increase is placed into effect.zs'

Carrier profitability is dependent on factors related tc both
the supply and demand sides of bus transportation. Costs of sup-
plying bus transportation have been steadily increasing due to
rising costs of capital, labor, and fuel. The cost of new buses
has increased from $65,000 in 1970 to $138,000 in 1981.(6) TFuel
costs have also dramatically increased by over 300% during this
period. While the inflation rate prior to 1877 was about 5% it
increased to 9% in 1978 and by 1980 was running between 12% and 20%
per year.(S) Labor cost represents the largest expense for bus
companies, accounting for about 60% of the operating costs for

lass I carriers.(3) Union contracts have generally called for
cost-of-living increases geared to the rate of inflation. Overall,
bus operating expenses increased an average of 6.25% per year be-
tween 1968 and 1978, but this rate was higher than average during
the latter part of this decade.

Revenues from intercity passenger service obviously have not
kept pace with rising costs. A decline in bus ridership and low
fares are the primary factors contributing to the continuing dis-
parity between operating costs and revenues., The decliine in rider-
ship is directly related to the operating ratio, for each 2% de-
crease in passengers there is a corresponding 1.5% increase in
the operating ratio.(6) Increases in bus fares have nct been
timely because of delays in approval by regulatory agencies, and
this has contributed somewhat to lower revenues. The more dramatic
factor, however, has been the .decline in ridership. In 1869, Class
I carriers accounted for 178 million revenue passengers and by 197¢
this figure was reduced to only 133 million{1ll) The reasons for
declining bus ridership are many, and include some competition from
government subsidized Amtrak and the deregulated airlines; higher
fares, which have a greater effect on the typically lower income
bus rider; and the loss of sub-markets such as a lower student
population and smaller-sized standing army.

The sporadic surges iIn bus riderships during periods of energy
shortage have not been sufficient to negate the steady erosion of
the patronage of the intercity bus transportation industry. At



present, the major carriers are barely holding their own, sub-
sidized in part by revenues from charter and package services.
With the exception of major routes connecting the north and

south or the east and west, many interstate bus routes, especially
those serving rural areas and as feeders, are belng maintained at
a loss of money. While the average operatlng ratio of 95% indi-
cates that the major carriers are surv1v1ng, many smaller bus
companies have exceeded an operating ratio of 100% and are
destined to go out of business.

It is difficult to be optimistic about the future profit-
ability of the intercity bus industry. Energy costs can be ex-
pected to increase in the next decade and the costs of furnishing
bus transportation will reflect this increase. It is unreascnable
to expect a reversal cf the decline in bus ridership as autocs be-
come more fuel-efficient and as bus companies are forced to raise
their fares. On the other hand, charter service and other special
arrangements, together with package delivery, should increase and
furnish a significant portion of the industry an opportunity for
growth,

Intercity Bus Regulation

Intercity bus carriers have been regulated by the federal
government since 1935, when the Motor Carrier Act became law.
Since then, the ICC has had the authority to approve requests by
carriers for system changes such as addlng new routes, abandoning
existing serv1ce, and initiating fare increases and charter and
package services. Until recently, airline, trucking, and rail-
road companies were under similar federal control. The bus in-
dustry is now the last intercity transportation mode to be regu-
lated.

The process required to have a request for a system change
granted is an adversary proceeding in which the request may be
challenged by parties who could be damaged if the change were
granted. Each side presents its.case and a ruling is made. For
example, 1f a carrier wishes to establish new service it may be
chal‘enged by another carrier who is already supplying similar
service. If a fare increase is proposed, it could be challenged
by consumer groups. Other federal agencies also regulate the
industry.

Entry and Exit Control

Freedom to offer new interstate service is severely restricted
under present laws and ICC rules. Requests to add service must



demonstrate that the service is in response to a public need or
demand, that the demand cannot be adequately met by existing car-
rier services, and that the new service will not economically
harm existing carriers. The ICC does consider if the benefits

of the service will outweigh its costs. Since most interstate
bus routes were in place prior to the passage of the Motor Carrier
Act, the effect of regulation in general has been to maintain the
competitive position of the major companies — Greyhound and
Trailways — and local carriers. Entry regulations have main-
tained the monopoly position of the major carriers on individual
routes, have prevented entry of either carrier into the market

of 1ts competitor, and have severely limited the entry of new
carriers.

Although the ICC regulations do permit entry if it can be
shown that the advantages to the public outweigh the disadvantages
tc the existing carrier, the practical result has been that of the
few new companies that have applied for entry, most have been de-
nied. The application process is lengthy, costly, and time-con-
suming with the burden of proof being placed, until recently, on
the applicant. Accordingly, there has been little incentive for
new entry into the field.

The ICC also regulates the entry of intercity charter services.
Normally, regular-route carriers are also permitted to offer charter
services within their territory. In fact, prior to 1967 these and
other incidental services were granted as part of a route approval.
The linkage of regular and charter service approval has caused
many small carriers to retain minimal regular-route service at a
loss in order to retain charter rights. However, recent rulings
indicate that this may no longer be necessary and that intercity
bus companies will be able to abandon their unprofitable fixed
routes while retaining the more lucrative charter services. Never-
theless, the regulatory environment still exists, causing many
carriers to maintain regular routes until well-publicized reform
removes their doubt regarding the link between regular-route serv-
ice and charter certification.

The operating rights for regular-route service granted by the
ICC contain the provision that the carrier may also apply for the
right to offer charter and package express service., However, in
the past the regular-route service was viewed as primary, and the
ICC ruled that as a minimum & carrier had to furnish service once
per week 1in order to retain charter rights. More recently the
ICC has ruled that nonscheduled weekly service does not constitute
sufficient commitment to warrant maintaining a certificate which
included charter rights. However, if the carrier has agreed to
cancel i1ts regular-route certificate, it has granted the right



to furnish charter service. Rulings of this type have tended to
decouple regular-route authority from charter-service authority
with the result that small carriers should not have to maintain
the fiction of providing regular-route service in order to retain
charter rights.

The level of enforcement of ICC regulations has not been
high, especially with respect to services provided by small car-
riers and charters. The number of charter applications has been
substantially greater than for fixed-route services.

The approval of package service is usually made in connection
with a regular-route application, provided transport of the parcels
is an incidental service and they are carried in the same vehicles
as the passengers. Package service is considered by the ICC as
incidental and thus subordinate to passenger safety, comfort, and
convenience. For example, an attached trailer was disapproved by
the ICC because it implied that passenger service would be sub-
ordinated to parcel delivery. Other items of garcel regulation
include package size and weight and charges, (

Requests by a carrier to abandon service are uncommon, be-
cause the carriers are not obligated to maintain a specified level
of service but can adjust their transportatlon supply to conform
with passenger demand. Thus, if ridership is declining a carrier
may restrict the frequency of daily bus departures. Scheduling
is not carefully monitored although it is conceivable that if
passengers complained to the ICC subsequent 1nvest1gatlon might
result in findings which would require the carrier to restore
service. In practice, however, many existing certificated routes
are either inactive or furnish minimal service.

Rate Regulation

The control of fare structures and rate increases is also a
responsibility of the ICC. Normally a request for a fare increase
must be filed at least 30 days in advance of its effective date.
Rate requests may be filed as a group and submitted thrcugh tHe
industry's rate bureau. The two largest carriers must petition
separately, although the rate requests are not examined on a
route basis nor do they necessarily relate directly to the costs
for individual companies. Tha ICC guidelines for rate increases
are based on average operating ratics and require that fares Le
as low as is consistent with providing satisfactory service and
that they be nondiscriminatory.
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The rate bureau structure, which is permitted under the
Reed-Bulwinkle Amendment (1248), has operated with little chal-
lenge by the ICC until recently. Prior to the early 1970's, rate
requests based on an operating ratioc of 85%, were routinely ap-
proved with little investigaticn or challenge. More recently,
‘the ICC has permitted carriers to offer promotiocnal fares in
order to compete with other intercity services. Quick response
actions of this type are not typical of the industry and could
have implications on established procedures for setting fares.

Service Standards

Although the principal regulatory activities of the ICC deal
with route certification and rates, there have been attempts to
regulate the level of service provided by the carriers to inter-
city bus passengers. Subsequent to an extensive study of the
adequacy of intercity bus services, in 1977 the ICC issued a set
of rules governing ticketing, information services, baggage ser-
vices, terminals, facilities for the handicapped, and equipment.
Many of the standards were viewed by the bus industry as very
costly. As a result, they have not been enforced.

Vehicle Performance

The federal government maintains additional control over the
intercity bus industry by regulation of bus performance specifica-
tions. These include limitations on the size and weight of buses
using the interstate highway system, safety inspection and safety
equipment on board buses, motor vehicle safety and emission stand-
ards for new buses, and noise standards for all buses. The agencies
responsible for setting and enforcing vehicle performance standards
are the U. S. Department of Transportation (DOT); Federal Highway
Administration (FHWA), Bureau of Motor Carrier Safety; and the
Environmental Protection Agency (EPA).'?’

Federal Programs

Capital and Operating Support

At the present time the federal government does not provide
capital or operating funds for intercity bus transportation, and
it does not appear likely that federal subsidy programs will be
provided in the near future. There are three federal support
programs that could be used for these purposes. Only one (Section
18) has had funds appropriated for intercity service. Two other
programs (Sections 21 and 22) have been enacted to support inter-
city bus service but Congress has not yet appropriated funds for
these programs.

12



Section 18 of the Urban Mass Transportation Assistance
Act provides a grant program for rural and small urban
community transportation.® The program, which is administered
by the FHWA, may be used to provide capital and operating as-
sistance to state agencies, local public bodies, nonprofit
organizations, and operators of public transportation services.
To be eligible for Section 18 funding, a project must be part
of a state sanctioned program of public transportation service
projects. The Congress appropriated $75 million for fiscal year
1979. Most projects that have been funded relate to social ser-
vice and local access objectives, and only a small part of the
funds have been used for intercity transportation service. Sec-
tion 18 furnishes assistance to a broad range of rural and small
urban area transportation programs, but permits state and local
officials to determine program priorities and to establish the
relative importance for competing uses of limited resources.
Prior to the Section 18 program, rural transportation support
was available through the Urban Mass Transportation Administration
(UMTA) Section 3 Capital Assistance Program, UMTA Section 16 Capi-
tal Assistance Program,and FHWA Section 147 Rural Public Trans-
portation Demonstration Program. By 1978, the UMTA programs
accounted for $u4u4 million in support for rural- transportation and
the FHWA program funded over a hundred 2-year demonstration proj-
ects costing $25 million. The Section 147 program was the only
one of the three that funded intercity projects.

The Surface Transportation Assistance Act of 1978 authorized
Section 21. This granted $40 million annually for grants to states
and other agencies for facilities aiding the intermodal use of
intercity buses, with 80% of the funds to be federal and 20%
state matching. Section 22 of the same act authorized $30 million
annually for up to 50% of the net cost of state and local govern-
ment purchase of service agreements with private intercity bus
companies for service to rural areas and small urban communities.
Funds for these programs have not been forthcoming from Congress.(z)
These programs are expected to be eliminated in the Reagan adminis-
tration's 1982 budget.

Tax Credits

Another source of federal support for the intercity bus in-
dustry is tax credits and exemptions from certain tax payments.
Prior to 1978, the federal tax rate on new buses and bus parts
was 10% of the manufacturer's sales price., This tax and the
federal tax on motor fuel, o0il, and tires was repealed in 13878,
resulting in an estimated annual benefit of approximately $17
millioné or 30% of the industry's net operating revenue after
taxes.

*Administration proposals indicate that this program may be dis-
continued for operating subsidies and that Sections 21 and 22
will be eliminated.
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Requirements for Programs

The granting of federal operating or capital assistance
carries with it certain obligaticns on the part of the recipient.
If a carrier receives a direct subsidy there are stipulated re-
porting requirements dealing with financial and operating state-
ments as stated in Section 15 of the UMTA Act. Furthermore, a
carrier who receives federal assistance must abide by labor pro-
tection requirements of Section 13(c) in the UMTA Act and pro-
visions for the handicapped as described in Section 504 of the
Rehabilitation Act.(2)

Section 13(c) protects current employees against financial
harm that would result from subsidies to public carriers. If nec-
essary, the carrier would have the obligaticn to compensate an
employee for loss of employment, or to retrain or reemplcy him cn
another carrier.

Section 504 requires that public transportation services be
accessible to the handicapped. In urban transportaticn, where
federal assistance is commonplace, considerable controversy has
been generated and expense incurred in an effort to redesign buses
and retrofit terminals *o accommodate wheelchairs./ Presently,
intercity bus services are not designed to accommodate the handi-
capped in wheelchairs.

In summary, it is quite unlikely that many bus companies
would be able to conform to either the labor protection or accessi-
bility requirements in order to qualify for federal assistance.
Should these subsidies become essential, some means of relaxing
these regulations would be necessary so that the subsidy program
would be practical.

Issues in Regulatory Reform

The intercity bus industry is the last of the major modal
carriers to remain regulated, and in light of its recent probleme
there has been considerable discussion concerning the benefits
that might accrue if intercity bus service became deregulated.

The goals of deregulation are to provide improved service
for transportation users, to assure a financially healthy industry,
and to promote efficiency in the use of energy, labor, and capital
equipment. The supporters of deregulation are those who perceive
a direct benefit from the subsequent increased competiticn, par-
ticularly consumers and large carriers. The detractors of de-
regulation are those carriers who believe that they will be driven
out of their present markets by Greyhound if left unprotected.
Thus, while deregulation of intercity bus transportation would, in
theory, put market forces to work and possibly stimulate innovation
in bus service, serious camage to existing carriers is predicted,

*A recent change in DOT regulations regarding Section 504 has signif-
icantly reduced the impacts of the accessibility requirements. See
Federal Register, Vol. 48, No. 138, July 20, 1981, pg. 37488,
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because of the peculiar nature of the bus industry. The contrast
with the trucking industry, now deregulated, is striking. While
there are 17,000 ICC regulated trucking firms, no truck company
dominates the industry, whereas the 750 ICC regulated bus companies
are dominated by Greyhound, which accounts for 65% of passenger
revenues.,

Similar forecasts of gloom follow1ng deregulation were made
during the debate about airline deregulation. Small carriers
claimed that they would be forced out of business, some claimed
that services would be diminished for small communities, and others
feared rate wars that would reduce profits and eliminate service.
Now that the airlines have been deregulated, changes have, in fact,
occurred; but the dire forecasts do not seem toc have materialized,
and tbere is evidence of new entrepreneurship in the airline in-
dustry. The simple fact is that without additionaldata and in-
formation about the results of deregulation, the actual effects
on service, ridership, cost, and profits will not be known.

One state, Florida, has deregulated its 1n+er01ty bus industry
and the results there appear promlslng Where major carriers are
cancelling routes, smaller companies (now not “equlred to file a
certificate) with lower cost patterns are moving in. Innovative
price and service packages are being tried and service is being
expanded by b%t? major carriers (Trailways and Greyhound) and
smaller ones. While there may be special reasons for the
apparent success of deregulation in Florida, the results there are
encouraging.

There are proposals for deregulating the intercity bus industry,
one sponsored by the American Bus Association and the other proposed
by the ICC. Both bills are concerned solely with economic de-
regulations — that is, entry, exit, fares, and financial fitness —
and both bills contain. preemption provisions at the state level,(4,9)
The regulation of bus safety and environmental controls is not at
issue.

Proposals for deregulating the motor carrier industry reflect
the viewpoints that have surfaced on this issue. On the one hand,
propcocnents of comple;e deregu¢atlon see a viable and competitive
industry created in which the public is the benef1c1ary of market
forces that will create new services at lower prices. On the other
hand, detractors of deregulatlon fear the effects of competﬂulon,
espeCLally from the large caPPLers, and others predict expaps;ve
duplication of services or 1oss of services to small communities
where patronage is low.,
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The proposal of the ICC (the Motor Bus Act of 1981) goes
furthest toward total deregulation and reflects the viewpoint
of this agency that market forces should be allowed to further
vitalize the industry and encourage responsiveness to changing
needs. The ICC proposal would allow entry if the applicant can
demonstrate that there is a demand for the service and would pre-
empt all state authority regarding discontinuance of services and
scheduling. Furthermore, net fare increases could not vary by
more than 10% of the prior year's level and net fare decreases by
more than 20%. Joint consideration of single-line fares would be
forbidden and minimum insurance would be $1,500,000, unless a lower
amount (minimum $750,000) were approved by the Secretary of Trans-
portation.

The proposal of the American Bus Association (Bus Regulatory
Modernization and Improvement Act) does not go as far as the ICC
Act, and proposes liberalizing entry controls consistent with public
convenience and necessity and preempts state authority for exit.
Fare increases would be determined by a standard fare level ad-
justed for inflation with a limit on the downward fare level of
20% below standard industry fares. Increases or decreases beyond
this range would be subject tc review and joint consideration of
single-line bus fares would be permitted. The minimum insurance
coverage would be raised *o $2,000,000,

A compromise deregulation proposal would allow free market
entry and exit to all carriers with less than 15% of the national
market, This modification would protect the small carriers from
being forced out of the market and encourage competition and im-
proved service.

In summary, there appears to be a consensus that deregulation
of the intercity bus industry should take place. This would in-
clude allowing free entry and exit and flexibility in establishing
fares. Based on early returns from the airline industry and the
state of Florida, it would appear that overall such changes have
been beneficial.

Many of the positive effects of deregulation at the national
level will be nullified if sta*tes maintain their current regula-
tory controls. Federal legislation deregulating the trucking
industry included sections ensuring state alignment with the
national deregulation, and while the ICC bill mentioned above pro-
poses the same, states have raised the question of states' rights
as it pertains to preemption. Therefore, the policy section of
this report analyzes the question of whether the state should
pursue deregulation if regulatory reform occurs at the federal
level.

.
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STUDIES AND PROGRAMS IN OTHER STATES

Other states have preceded Virginia in conducting studies
and providing assistance to the intercity bus industry. Most
of the findings, conclusions, and recommendations of the studies
pertain specifically to the state being studied; however, some
of the recommendations may be applicable in Virginia. Likewise,
proposed and ongoing assistance programs may be of value in
evaluating potential programs in Virginia. Accordingly, this
section summarizes applicable information from the intercity
bus studies and assistance programs of other states.

Studies Conducted in Other States

Studies of the intercity bus industry by twelve other states
were reviewed in this investigation,(7,10=20) the most recent being
those from Georgia, North Carolina, Texas, South Carolina, and
Massachusetts. Most were similar in purpose and scope to this ef-
fort, and most experienced similar problems in collecting data.
Several of the studies resulted in findings or recommendations that
can be generally applied to the intercity bus industry, and these
are summarized below.

1. Exempt buses from paying tolls.

2. Conduct an annual joint bus purchase program.

3. Construct park and ride lots at interstate
interchanges located in urban area fringes.

4, Develop a public transportation map for the
state, possibly in conjunction with a booklet
giving each carrier's schedule.

5. Undertake a statewide marketing and advertising
campalgn to encourage use of buses because of
their relative low cost and potential for energy
savings.

6. Develop a centralized information system, possibly
with a toll-free telephone number.

7. Install passenger shelters at key stops.

8. Develop a statewide system of needed intercity bus
routes, establish service standards, and subsidize
as required to implement and maintain the system.

9. Subsidize fares for low-income persons.

10. Ensure accessibility for the elderly and handicapped.
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11. Coordinate services of transit systems and
other social service operations with inter-
city buses.

12, Develop a program for improving terminals
and fleets,

Assistance Programs in Other States

Several states have ongoing or proposed assistance programs
for the intercity bus industry. The following paragraphs summarize
the most comprehensive programs by state. Most of the information
is contained in a technical memorandum prepared for National Co-
operative Highway Research Program Project 8-25(21) and subsequently
in a paper presented at the 1981 annual meeting of the Transporta-
tion Research Board.(22) The reader should refer to these documents
for further detail.

California

The state of California has budgeted $1 million in FY 1981
for operating assistance to support the continuation and development
of intercity bus service. The program, which is administered by
the California DOT, is intended to offset operating losses incurred
by carriers which increase the frequency of existing services, add
new services, Or increase access to other transportation systems.
Based on gqualitative criteria, 10 projects have been selected for
funding.

Michigan

- Currently, the Michigan Department of State Highways and
Transportation administers the most extensive assistance program
in the country, with funding being provided in three programs —
the Intercity Bus Capital Equipment Program, the Intercity Bus
Operating Assistance Program, and the Intercity Passenger Terminal
Facilities Program. For FY 1980 the budgeted amounts in state
monies were $4,311,000, $3,234,200, and $8,015,000, respectively,
for the three programs. All funding is provided by the state.

Under the Capital Equipment Program, vehicles are procured
by the state and made available tc the carriers on an interest-free
loan basis. The loan must be repaid within six years, and the ve-
hicle must be operated at least 150 miles per day in regularly
scheduled service.
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The Operating Assistance Program actually consists of two
programs — a Service Development Program and a Fare Reduction
Program. Projects eligible for the former include those that
introduce new service, reinstate discontinued service, expand
service, and continue service subject to abandonment. The
subsidy is based on eligible operating costs minus revenues.,
The fare program is intended to stimulate ridership and in-
crease revenues by fare reductions of no more than one-third.
Financial assistance is provided to guarantee revenues up to an
amount required to maintain the operating ratio existing before
fares were reduced.

The Terminal Facilities Program is designed to develop and
improve terminal facilities, including the conversion of an
existing building to an intercity terminal, the expansion of a
single-mode terminal, and the renovation of a facility. Carriers
requesting assistance must provide service consisting of at least
three round trips to the city, town, or place in question. Fa-
cilities resulting from the program are designed to be self-
sufficient from an operating cost standpoint.

Minnesota

The Office of Transit Administration administers an operating
assistance program intended to promote the continuation of bus
service to small communities. The subsidy, which covers operating
losses, is based on cost-per-mile or cost-per hour rates determined
for each project. In FY 1980 the subsidy amounted to approximately
$562,000. Under the program, after a period of one or two years
the operating assistance will be allocated between the state and
local communities served on a two-thirds, one-third basis. Rider-
ship or vehicle-mile goals must be met to ensure continuation of
the subsidy. Local communities have been reluctant to provide
their share after the initial subsidy periocd.

New York

Intercity carriers who are successful in obtaining local
(county) aid are eligible for additional assistance from the New
York State DOT. In 1978 approximately 25 intercity bus companies
received assistance. The supplemental state assistance was granted
based on the formula of 1.4 cents per passenger plus 9 cents per
vehicle mile (6 cents per vehicle kilometer). In FY 1980, inter-
city bus companies received $1.9 millicn, and it is estimated that
the carriers will receive $4% million in FY 1981. Intercity bus
companies are eligible for section 18 funds. It has been suggested
that intercity carriers be exempted from local sponsorship, since
many regular routes cross several counties in one run.
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Pennsylvania

The Pennsylvania.DOT administers an intercity bus assistance
program, with maintenance of existing routes and levels cf ser-
vice as 1its main priority. To date, only operating assistance
has been provided. In FY 1980, $527,000 of state money were
allocated to 16 purchase-of-service contracts, which amounted
to two-thirds of the operating deficits. Certain capital im-
provement projects are also eligible for funding on a 50% state
50% carrier basis. A total of $900,000 has been budgeted for
intercity bus assistance for the current fiscal year. If local
financial support can be obtained, projects are eligible for
Section 18 funds.

Oregon

In 1977 the Oregon legislature defeated a bill to subsidize
intercity bus carriers. Accordingly, the Oregon DOT shifted its
focus from the carrier to the passenger. In order to encourage
and facilitate bus usage, an $80,000-program was approved in 1978
for constructing six shelters, placing informational signs on
highways directing motorists to the stops, instituting a rural
bus service demonstration, publishing and distributing a trip
guide, and planning a new multimodal terminal in Portland. Thus,
subsidy to the industry is handled through a program aimed at
increasing ridership.

North Dakota

North Dakota is subsidizing the intercity bus industry with
Section 18 funds administered by the State Highway Department. Two
projects are under way or planned; one to provide capital assist-
ance and one to provide operating assistance.

Alaska

The Alaska DOT is committed to utilizing Section 18 funds for
intercity bus carriers. State involvement to date has been in
capital funding for the purchase of equipment for one route.

Washington

The Washington State DOT accepts applications from intercity
bus carriers for operating or capital assistance under Section 18,



The state requires that new services funded under Section 18
cannot cross more than three counties and must provide at
least two round trips daily, and that equipment purchased can
be used only on routes subsidized by such funds.

West Virginia

The West Virginia Trip Remunerative Incentive Program (TRIP),
administered through the Department of Welfare, is a user-side
subsidy program for which the intercity bus is an eligible mode.
Discounted tickets, which can be redeemed at full value as fare
payment on several modes of transportation including intercity
buses, are provided to low-mobility groups. Part of the Section 18
monies have been allocated to TRIP. West Virginia is also con-
sidering applications from intercity carriers for Section 18 monies.

Summary of States' Assistance Programs

The technical memorandum prepared for National Cooperative
Highway Research Program Project 8-25 presents an excellent
summary of the assistance programs just described. (21)  The major
points in that summary are listed below.

1. There is a strong and growing interest at the
state level in developing financial and technical
programs to support the operation of intercity bus
service to small urban and rural areas.

2. State programs range from promotional assistance
to operating subsidy programs to operating and
capital cost subsidy programs.

3. Most of the state programs are in their early
stages of develcpment, with highway or transporta-
tion departments generally still trying to get
their programs funded and implemented. As a
consequence, very little analysis of the
programs has been undertaken.

4. Most programs are focusing on maintaining service
on existing routes, particularly those subject to
abandonment, and on implementing limited service
improvements in corridors that appear to be under-
served.

5. States have frequently relied on the carriers to
propose routes that should be subsidized, and then
have applied a set of qualitative criteria in
evaluating proposals.
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6. Large-scale travel surveys or patronage forecasting
analyses have not been undertaken, nor does there
appear to be a strong interest in developing and
applying such procedures. Readily available data
have been used to evaluate routes for inclusion in
subsidy programs.

7. Most subsidized carriers are required to submit regular
progress reports to enable the state to monitor and
improve the subsidy program.

8. Most assistance programs utilize state funds; however,
several states are attempting to use Section 18 funds.

3. The state transportation agencies are coordinating
their programs with the state regulatory agencies, and
no serious problems have developed.

10. There are notable differences in eligibility require-
ments and selection criteria among the state programs.

VIRGINIA INTERCITY BUS INDUSTRY

This section of the report summarizes available information
on Virginia's regulation of the intercity bus industry; the state
fees and taxes imposed on the industry; the characteristics of the
industry, including fleet size and average age, stability, routes,
level of service, ridership, and terminals; and financial condi-
tions.

Definition of the Intercity Bus Industry in Virginia

For purposes of this study, the companies comprising the
intercity bus industry in Virginia have been selected according
to a regulatory definition. State law requires that any common
carrier by motor vehicle engaging in intrastate operation on any
highway within the state must obtain a certificate of public
convenlence and necessity from the SCC. Anyone or any company
providing passenger service to the general public for compensation
over regular or irregular routes is certified as a common carrier
of passengers by motor vehicle. This category of certificate in-
cludes certain taxi operations, airport limousine services, and
certain urban transit operations. If companies providing these
three services are deleted, the resultant list of carriers thus
certified comprises the intercity bus industry in Virginia as
discussed in this report. This list is shown in Table 1.
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Table 1

Virginia's Intercity Bus Industry

Company Charter ICC Urban-Suburban
Certificate (Va.) Certificate Bus Line
Abbott Bus Lines X X

Allen, C. J.

Appalachian Coach Co.
Atlantic Greyhound Lines
Bon Air Transit Co.
Bristol-Jenkins Bus Lines
Carolina Coach Co.'®
Cavalier Transportation Co.

Chesapeake & Northern Trans. Corp.

ST T T o B o B~ A= B

Colonial Transit Co.
Dominion Trailways(a)
D & M Bus Co. X

Intercity Bus Lines

LT T T - R A T

James River Bus Lines X
McCrickard Bus Line
Mechanicsville Bus Line
(b)

Newton Bus Service

Nooney Bus Lines

EO T T B I

(c)

Payne Bus Service

KXo M

Quick-~Livick Inc.
Safety Transit Lines
Scottsville Bus Lines X

Tara Lines

(a)

Trailways Tennessee Lines

(c)

Twin State Coach Lines

Virginia Dare Trans. Co.

(a)

Virginia Stage Lines

LT o B T B B R T

Winn Bus Lines
(a)

(b)ICC Charter authority through another company
(e)

Member, National Trailways Bus System

Currently providing charter services only in Virginia
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All the carriers listed should provide some regular fixed-route,
scheduled service between towns or cities in Virginia; hcwever,
two carriers, Payne and Twin State, are providing only charter
service.

Most of the carriers also possess a charter certificate
from the SCC, and many have a certificate from the ICC. It is
noted that many companies holding only a charter certificate
from the SCC were not included in this study. Also, several of
the carriers qualified for the common carrier of passengers'
certificate as an urban-suburban bus line, which is defined in
Section 56-281 of the Code of Virginia as a bus line the majority
of whose passengers use the bus for traveling a distance of nct
greater than 40 miles (64 km) daily one-way between their homes
and their places of work, shopping areas, or schcols. Companies
with this status have certain benefits which are discussed later
in the report. Finally, 4 carriers are members of the National
Trailways Bus System. Virginia Stage and Trailways Tennessee are
both subsidiaries of Trailways, Incorporated, whereas Dominion
and Carolina Coach are independent members.

Section 56-274%4 of the Ccde of Virginia describes several
types of passenger transportation operations which do not require
SCC certification and which, therefore, are not considered in this
report. Recognition of these excluded operations is important be-
cause they often compete with the carriers being considered. The
following briefly describes these operations.

1. Transportation of school children and teachers.

2. Transportation cf hoctel patrcnage to and from local
common carrier stations when the vehicles are owned
or operated by or on behalf of the hotel.

3. Transportation of bona fide employees directly to
and from the factories, plants, offices or other
places of like nature where they are employed.

4. Transportation of not more than 15 passengers in
addition to the driver, if engaged in a share-the-
ride undertaking and sharing not more than the
expenses of operation ¢f the vehicle, such expenses
to include regular payments toward a capital re-
covery fund or used to pay for leasing the vehicle.

5. Transportation of passengers within the corporate
limits ¢f incorpcrated cities or *towns, and within
the boundaries of such cities or towns and adjacent
counties, where the vehicles are being operated by
such county or pursuant to a contract with the board
of supervisors of such county.



6. Transportation of passengers by vehicles under
exclusive regulatory control of a transportation
district commission.

7. Transportation provided by minibuses controlled
and operated by a bona fide nonprofit corporation
or a tax-exempt organization to elderly, handi-
capped, or disadvantaged members of the community
served by such organization or to members of such
organization, provided that such minibuses are not
operated over the same or an adjacent route and on
a similar schedule as a holder of a certificate of
public convenience and necessity or as a public
transportation authority.

Regulation of the Intercity Bus Industry by the
State of Virginia

As indicated previously, the intercity bus industry in Vir-
ginia, with certain exceptions, consists of those companies cer-
tified by the SCC as common carriers of passengers by motor vehicle.
Accordingly, all carriers within the scope of this study are regu-
lated by the SCC, which receives this authority from Chapter 12,
entitled "Mctor Vehicle Carriers Generally"; Title 56, entitled
"Public Service Companies", of the Code of Virginia. Many of the
bus companies provide service outside the state and are, therefore,
also regulated by the ICC, the U, S. DOT, and the EPA as previously
described.

Rules and Regulations

Following is a summary of the major regulations described in
the aforementioned section of the code.

Entry Control

Entry to the intercity bus market is obviously controlled by
the necessity of obtaining a certificate of public convenience and
necessity from the SCC. In determining whether a certificate shall
be granted, the Commission may, among other things, consider the
present transportation facilities over the proposed route, the
volume cof traffic over the proposed route, the financial condition
of the applicant, and the condition of the highway over the pro-
posed route. If an existing carrier holds a certificate for the
proposed route, the applicant must prove that existing service is
inadequate to the requirements of public necessity and convenience.
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Further, the existing certificate holder must be given reasonable
time and opportunity to remedy the inadequacies before a new cer-
tificate is issued. There are no formal guidelines for determining
what constitutes adequate servicej; each application is evaluated

in light of its own circumstances. The transportation of passen-
gers by an urban-suburban bus line is not judged to be an operation
over the route of a certified carrier and is, therefore, not sub-
ject to the requirements regarding the adequacy of existing ser-
vice.

Most of the intercity carriers also have charter certificates
from the SCC. In reviewing an application for a charter certifi-
cate, the Commission must consider the character of the applicant,
the kind and location of the equipment the applicant proposes to
use, and the current availability of charter transportation. The
Commission should place restrictions on such certificates as may
be reasonably necessary *to protect any existing motor carriers,
including those certified as ccmmon carriers of passengers; i.e.,
those providing regular-route service. On the other hand, the
Commission cannot deny a certificate solely on the ground that
the applicant may render charter service originating at the same
point or points as service by another carrier. The above provides
the only regulatory link between regular-route and charter ser-
vices, and indicate clearly that regular-route service is not a
prerequisite to charter cervice. In fact, many companies in Vir-
ginia have charter certificates only.

Exit Centrol

Fixed-route service cannot be abandoned without permission
of the SCC and on such terms as the SCC may prescribe. Likewise,
certificates cannot be sold, transferred, or leased to another
carrier unless authorized by the Commission. The SCC usually
approves requests for abandonments, unless objections are received
from the public. Generally,if a company applies for abandonment
of part of its certified services, and objections are received,
then the Commission tries tc arbitrate compromises to the point of
requiring services. On the other hand, if a carrier proposes to
abandon all certified services, then the SCC does not force the
carrier to maintain an unprofitable operation.

Fares

Fares and rates charged for passenger and property transporta-
tion by common carriers must be approved by the Commission. In
exercising this power to prescribe just and reasonable rates, the
Commission must consider, among other factors, the inherent ad-
vantages of such transportation, the effect of rates upon the
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movement of traffic, the public's need for adequate and efficient
transportation service at the lowest cost consistent with the
furnishing of such service, and the need for sufficient revenues
to enable the carriers — under honest, economical, and efficient
management — to provide such service. Current fare schedules
must be filed with the SCC and posted for public inspection. It
.is the Commission's opinion that the market will generally govern
the fares; that is, carriers must set fares in view of the demand
and the competition. Accordingly, unless complaints are received,
the SCC usually approves requests for fare and rate changes.

Schedules

Changes in schedules or services cannot be made without ap-
proval of the SCC. Again, the Commission normally accepts such
changes unless objections or complaints are received. Copies of
the current schedule must be filed with the SCC, posted in a
conspicuous place for public inspection at each station or ticket
agency, and kept by each operatcr or driver. A provision in the
code dces allow occasional ‘deviations from authorized routes if
approved by the Commission.

Miscellanecus

The following miscellaneous regulations are imposed by the
SCC.

1. Each carrier must file and keep current evidence of
liability and property damage insurance, or surety
bond cr other guarantee of responsibility, covering
each motor vehicle.

2. The Commission may authorize the transportation of
passengers and property in the same vehicle, including
passenger baggage, newspapers, and express parcels
weighing not more than 100 pounds (45 kg). The
authorization is granted if so requested in the
application for a certificate.

3. Each vehicle used by the common carrier must be
registered with the SCC through the annual procure-
ment of a warrant, which is carried in the vehicle,
and a decal or sticker, which is displayed on the
vehicle.

4. Every common carrier must establish reasonable through
routes with other carriers along with the necessary
joint operations pertaining to fares, ticketing, baggage
handling, etc. This regulation has been applied only
where practical.
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5. Every motor vehicle should be maintained in a safe,
comfortable, and sanitary condition at all times, and
be subject to inspection by the Commission or duly
authorized representatives. Specific rules include
requirements as to drivers, fueling, stowing baggage,
interior lighting, standees, aisle seats, emergency
exits, first-aid kits, fire extinguishers, and smoking.
Waiting rooms, rest rooms, and other public facilities
must be kept in good and sanitary condition.

6. Every common carrier should display its name on both
sides of its vehicles used for transporting passengers,
such name to be readily legible from a distance of
50 feet (15 m).

Regulatory Environment in Virginia

Problems and concerns with the existing regulations in
Virginia have been determined through discussions with carrier
and SCC officials. A key issue is that over the last several
years, amendments to Section 56-274 of the Code have partially or
totally exempted more and more transportation operations from
regulatory control. The SCC views these amendments as a gradual
erosion of the state's regulatory control, which results in the
situation whereby the SCC simply can no longer control the inter-
city bus market and competition to the existing certified car-
riers. For example, relatively recent amendments which exempt
vehicles operated by transportation districts, by share-the-ride
undertakings, by county-sponsored transportation, and by employee
haulers are indeed creating significant amounts of competitive
transportation services.

Carrier officials echc the SCC concerns plus point out that
many of these competitors are receiving government subsidies.
Examples include services provided by transportation districts;
services provided to the elderly, handicapped, and other special
groups by private, nonprofit erganizations; and services to sub-
urban residents provided by urban transit companies. Many of these
operations are potential market areas for the intercity carriers,
and in some instances actually derive ridership from existing
intercity carrier markets. On the other hand, carriers have often
opted not to pursue these potential markets, and government subsi-
dized operations have been forced into the market.

Several company officials stated that regular-route service

is maintained in order to retain lucrative charter rights. As
the authors indicated previously, however, there is no connection
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between the two services in the state regulations, and recent
rulings by the ICC have essentially decoupled regular-route
and charter authority for interstate operations. Apparently,
the carriers are simply unaware of this situation.

Another concern expressed by several carrier officials was
that the SCC overreacts to complaints, and, in fact, frequently
bases decisions on the concerns of very few. This view contrasts
with the SCC feeling that it is very lenient and generally "regu-
lates" only when complaints are received from the public.

Other problems or complaints mentioned by the carriers are
summarized below.

1. Unregulated "gypsy" operations hurt business and
threaten the industry's image due to the lower
quality of service. (It is speculated that this
concern related mostly to charter operations.)

2. Some carriers are not complying with state regu-
lations regarding company identification on their
vehicles.

3. Regulation among the states,as well as regulation
between the state and the federal government, is
inconsistent.

4, Vehicles titled in Virginia must be inspected in
this state; inspections in other states are not
accepted.

5. Keeping track of warrant cards is difficult. A
computer system such as used by police for license
tag identification could be employed.

6. Both the SCC and ICC grant charter rights too
frequently. This is especially detrimental to
common carriers who cross-subsidize regular route
service with revenue from charter service.

Another consideration regarding regulation in Virginia is
SCC and carrier feelings on the proposed regulatory reform at the
federal level. Again, discussions with carrier and SCC officials
form the basis for this information.

As indicated in the earlier discussiocn on the rules and regu-

lations, there appears to be minimal regulation of the intercity
bus industry by the SCC, which implies that the Commission does
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'not oppose deregulation. On the other hand, the SCC is very much
concerned with the public's welfare, which is indicated by its
concern over the increased exemptions in Section 56-274 and by
the fact that consideration is given to individual complaints.
Therefore, it is speculated that the SCC will, in fact, be most
ccencerned, especially with respect to concurrent or subsequent
state deregulation. Also, it is noted that the SCC's tax col-
lection efforts will greatly increase with an influx of operators.
In the extreme case of carriers no longer being required to even
register, then the entire tax collection procedures may need
modification.

Opinions from Virginia intercity carrier officials as to the
effects of the proposed national deregulation ranged from an "en-
hancement of service quality" to "no effect" to "would go out of
business". Generally, most were not opposed to deregulation; how-
ever, there was a concern that many unqualified operators with
inadequate equipment would begin operation, which could potentially
result in a bad image for the industry. It was noted that the
small companies would be hurt most by an influx of carriers. Large
companies, on the other hand, would compete for profitable routes.
The need for maintaining the existing safety regulations was rec-
cgnized. Other specific comments included the fact that paperwork
should decrease and that companies may have trouble securing loans
due to the uncertainty of the industry. Finally, one official
noted that increased competition for charter business may lead to
the abandonment of unprcfitable regular-route service. In other
‘words, descreased revenues from charter business would no longer
allow the subsidy of regular-route service.

In view of the earlier discussion relating carriers' concerns
and problems with existing regulations, especially the coupling of
charter and regular-route authority, it is surprising that only
one carrier noted that regular routes may be abandoned. As will
be shown later in the financial analysisj; however, much of the
regular-route service will be subject to abandonment.

Fees and Taxes Imposed on the Intercity Bus Industry
by the State

In addition to regulations, the state imposes fees and taxes
cn the industry, and following is a list of the fees and taxes
paid bg carriers. An earlier report analyzed these in more de-
tail,( 3) and concluded that the taxes represent a relatively
small portion of the companies' variable costs. Hence, relief
from these taxes and fees would not likely forestall demand-
cccasioned trends in service reductions.
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Fuel Tax

The fuel tax of $0.11 per gallon ($0.03 per liter) levied
by the Commonwealth and collected by the Division of Motor Ve-
hicles (DMV) is paid by the carriers; however, these taxes are
refunded, upon request, for regular-route operations.

Sales and Use Tax

A 2% sales tax on vehicle purchases is paid by the carriers
to the DMV. Vehicles having seats for more than 7 passengers
which are sold or leased to urban-suburban bus lines are exempt
from this tax.

Motor Vehicle Titling Fee

Carriers pay a fee of $7 to the DMV to record and issue an
original certificate of title for each of their vehicles.

Motor Vehicle License Fee

An annual registration and licensing fee based on vehicle
weight is paid by the carriers to the DMV for each vehicle. Vir-
ginia is a member of the International Registration Plan (IRP)
which governs the distribution of registration fee receipts for
interstate carriers among 23 member states. These receipts are
prorated based on the proportion of the vehicle's total annual
mileage accumulated in each state. For example, if a carrier
registered in North Caroclina accumulated 60% of its annual mileage
in Virginia, then Virginia would receive 60% of the registration
fee. Buses registered in non-IRP states pay no Virginia fees,
regardless of the amount of travel on Virginia highways.

Rolling Stock Tax

Each carrier is required to pay annually to the SCC a tax
of 1% of the assessed full value of its total rolling stock. This
tax 1s in lieu of local property taxes and is distributed back to
localities in which the carrier operates based on the proportion
of bus miles traveled in each locality. Interstate carriers pay
a reduced tax based on the percentage of total miles traveled
in Virginia.
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Special Revenue Tax

A special tax of 0.2% of the gross receipts earned on
cperations wholly within the state 1is paid annually by the
carriers to the SCC. Urban-suburban bus lines are exempt
from this tax.

State Franchise Tax

Carriers organized as corporations must pay an annual cor-
poration franchise tax based cn their authorized maximum capital
stock.

Income Tax
Motor carriers are liable for state income taxes and must

apportion their net income to this state by the ratio of intra-
state bus miles to total bus miles.

Filing Fees

Every applicant for a certificate or transfer of a certificate
of public convenience and necessity must pay a filing fee of $50 to
the SCC.

Each vehicle used by the common carrier must be registered
annually with the SCC at a filing fee of S1.

Characteristics of the Intercity Bus Industry in Virginia

To the extent that data were available, the research team
developed information on the intercity bus industry in Virginia.
This section presents that information.

Fleet Size and Average Age

Table 2 presents fleet data contained in the SCC's rolling
stock tax records. Data for Greyhound Lines and the three large
Trailways companies in Virginia are not included; however, other
sources indicate that the average age of the vehicles are 5.7 and
6.0 years, respectively. The fleet reported to the SCC is used
for both regular-route and charter service.
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Table 2

Virginia's Intercity Bus Fleet

Company No. Vehicles Average Age

1976 1980 1976 1980

Abbott Bus Lines 17 15 19.0 15.1
Allen, C. J. 1 1 4,0 1.0
Appalachian Coach Co. 3 1 16.0 3.0
Atlantic Greyhound Lines . N/A N/A N/A N/A
Bon Air Transit Co. 8 44 17.8 7.3
Bristol-Jenkins Bus Lines 15 10 15.4 8.0
Carolina Coach Co. N/A N/A N/A N/A
Cavalier Transportation 7 8 13.0 12,5
Chesapeake & Northern Trans. Corp. 5 6 21.4 17.3
Colonial Transit Co. 91 196 14.8 15.2
Dominion Trailways N/A N/A N/A N/A
D & M Bus Co. 9 11 14.9 16.7
Intercity Bus Lines 2 2 14,5 1.5
James River Bus Lines ' 20 26 10.0 10.1
McCrickard Bus Line 1 1 6.0 10.0
Mechanicsville Bus Line 4 6 18.8 21.2
Newton Bus Service 23 28 17.2  14.8
Nooney Bus Lines 2 5 16,5 12.8
Payne Bus Service 1 1 29,0 16,0
Quick-Livick Inc. 17 19 13.5 11.5
Safety Transit Lines ’ ’ 6 8 17.7 12.5
Scottsville Bus Lines N/A 2 N/A  21.0
Tara Lines , N/A N/A N/A N/A
Trailways Tennessee Lines N/A N/A N/A N/A
Twin State Coach Lines 2 1 18.0 14.0
Virginia Dare Trans. Co. 2 2 13.0 17.0
Virginia Stage Lines N/A N/A N/A N/A
Winn Bus Lines 12 12 11.3 12.8
TOTAL OR AVERAGE 248 405 15.3 12.8
WEIGHTED AVERAGE 15.0 13.5

Source: State Corporation Commission — vehicles owned which provided
transportation of persons on the public highways of the state
as of January 1, 1976, and 1980 — Schedule 1 of Rolling Stock
Tax Forms. .
N
33



As of January 1, 1980, the small intercity bus carriers
in Virginia, with the exception of two small new companies
(Dominion Trailways and Tara Lines), maintained a fleet of
405 vehicles for both regular-route and charter service.
The fleet size had increased by 157 vehicles since 1976, with
only four companies reporting a decrease in fleet. The aver-
age fleet contained vehicles with an average age of 12.3 years,
a decrease of 3.0 years from the 1976 average age. It is noted
that three companies -- Bristol-Jenkins, Appalachian Coach, and
Intercity Bus — had had large decreases in the average age of
their fleets since 1976 due to a significant changeover to vans.
The weighted average, or average age of a vehicle in the state-
wide fleet, had decreased slightly from 15.0 to 13.5 years.

The significant increase in fleet size of the small carriers
is indicative of prosperity and growth; however, as presented
elsewhere, this increase was due to a demand for charter service,
not regular-route service. Since the average age of the fleets
declined very little between 1976 and 1980, it is obvious that
second-hand equipment made up the majority of the recent pur-
chases, and that the average age was still significantly above
the recommended maximum of 7.5 years. The Greyhound and Trailways
vehicles were much newer and more in line with acceptable stand-
ards.

Service and Operating Characteristics

As listed previously in Table 1, there are 26 certified common
carriers providing the state with scheduled intercity passenger
service. This does not include the two companies which currently
provide only charter service. Statistics presented later in this
section show the domination of Greyhound and Trailways in the
market. Twenty-five of these 28 carriers were in existence in
1975; however, the industry has not been particularly stable since
then. Since 1975, a total of 3 carriers have entered the Virginia
market, whereas 10 have cancelled their certificates. Many of the
ccmpanies which abandecned regular-route service were either ab-
scrbed or forced out by expanding urban-area transit systems.

Routes

Figures 1 through 4 depict the routes traveled by the 26 car-
riers providing scheduled services in the state. The first three
figures show the routes and majority of places served by Greyhound,
the National Trailways Bus System, and the remaining independent
carriers, respectively. The routes from the first three figures
are combined in Figure 4 to depict the statewide coverage.
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It is speculative at best to review a coverage map and
recommend service improvements without a detailed passenger-
demand analysis, which is beyond the scope of this study. The
Department of Highways and Transportation has developed a net-
work of interstate and arterial highways that is intended to
provide high-speed, safe travel between major points in Vir-
ginia. To the extent that this network represents significant
travel-demand corridors, the intercity bus route network can
be compared with these corridors for an estimate of the adequacy
of coverage of intercity bus service. Table 3 lists those corri-
dors of the interstate and arterial highway network in which
intercity buses do not operate, as well as their lengths and the
range of average daily traffic found on links along the corridor.
This table suggests that 290 miles (467 km) of unserved corridors,
or 10% of the interstate and arterial network, represent a minimum
need for service expansionj; however, there are many other factors
to consider before recommending bus service in any of these corri-
dors. For example, employee haulers or other exempted carriers
may already operate in a corridor. Other high demand corridors
not included in the interstate and arterial network may also
warrant bus service.

Table 3

Corridors in the Interstate and Arterial
Network Not Served by Intercity Bus

(a)

Corridor Via Route Mileage 1979 ADT Range
Winchester - W, Virginia Line 522 25 2,900~ 9,100
Claypool Hill - Kentucky Line 460 46 2,650-13,400
Crewe~Blackstone 460 10 2,700
Reedville - Warsaw 360 34 2,050- 4,950 -
Ruckersville - Harrisonburg 33 40 2,800~ 9,450
New Market - Warrenton 211 58 2,200- 8,900
Front Royal - Strasburg (I-81) 1-66 .10 3,500
Opal - Fredericksburg 17 26 5,250- 6,600
Dahlgren - Carmel Church (I-95) 301/207 41 4,200~ 8,000

(a)

From Average Daily Traffic Volumes on Interstate, Arterial and Primary
Roads, Virginia Department of Highways and Transportation, 1979,

Note: 1 mile - 1.61 kilometers.,
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Forty of the 41 independent Virginia cities have scheduled
service., The exception is the city of Poquoson, which receives
no direct service; however, the nearby cities of Hampton and
Newport News are well served. Likewise, 131 (70%) of the 187
towns receive at least scme service, and many of the census-
designated places are also located on bus routes.

According to records at the main office of the American
Bus Association, 420 points in Virginia were receiving intercity
bus service in 1980. The number of points served had decreased
by 24% from 550 in 1968. These statistics were taken from
Russell's Official National Motor Coach Guide, which does not
contain information from all carriers 1n Virginiaj; however, the
numbers are indicative of the trend of decreasing service seen
nationwide.

From records at the SCC, mileage tables showing distances
between points of service, and, in a few cases, estimates derived
from scaling distances from a map, data on miles of highway served
were developed. These statistics are given in Table 4. Approxi-
mately 5,000 miles (8,050 km) of Virginia highway are served by
the intercity bus industry, with Greyhound and Trailways providing
63% of the mileage. This compares with the approximately 8,800
miles (14,168 km) in the interstate and primary highway systems.

A review of data from the SCC indicates that relatively few
routes have been dropped by the existing small carriers since
1975. The Appalachian Cocach Company abandoned a Galax to Boone,
N.C. run; Scottsville Bus Lines dropped its Scottsville to Farm-
ville service; the Intercity Bus Line quit operating its Roanoke
tc Lynchburg to Lexington run; the Chesapeake and Northern Trans-
portation Company discontinued its Virginia Beach to Norfolk ser-
vice; and the D &€ M Bus Company cancelled its service between
Lynchburg and Durham, N.C. On the other hand, two companies added
routes — Quick-Livick added the Waynesboro to Front Royal service
while Bon Air Transit initiated the Ashland to Richmond service.

Table 4

Miles cf Virginia Highway Served

Company Miles Served
Greyhound 2,150
National Trailways Bus System (NTBS) 1,660
Remaining carriers 1,850
TOTAL 5,660
Duplicated by Greyhound and NTBS -650
Net miles of highway served 5,010

Note: 1 mile = 1.61 kilometer
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Most company officials indicate that their regular-route
service is unprofitable and cite several reasons why the service
is maintained. As a common carrier of passengers, the companies
pay a rolling stock tax to the SCC in lieu of local property taxes,
which are typically much higher. Also, urban-suburban lines are
exempt from certain taxes. Many routes are not discontinued be-
cause of state and federal regulations; that is, either the SCC
does not allow abandonment or charter rights may be lost. Some
services are kept as feeder routes to main-line routes, or to
simply keep competitors from running the service. Finally,
several carriers continue service because they feel an obligation
to their transit-dependent riders.

Levels of Service

Whereas miles of highway served and points and places served
are important considerations, schedules and bus miles traveled
are more important indicators of the degree or level of service
being provided. Table 5 presents a brief outline of the service
and schedule of the small carriers, and detailed descriptions are
included in the Appendix. Schedules for the three large Trailways
carriers and Greyhound are not included, because they are more
readily available than those of the small carriers and because
they are prone to frequent revision. Six carriers operate ex-
clusively in the relatively-short-distance-work trip (commuting)
market, 13 provide more traditional intercity service, and 2
provide some of both types of service. Much of the intercity
service 1s very limited. It is noted from the schedules in the
Appendix that several of the small carriers interline with Trail-
ways and Greyhound.

The most current statistics for bus miles of travel are

" summarized in Table 6., Of the 28 million scheduled bus miles (45
million km) traveled in Virginia, the National Trailways Bus Sys-
tem provided approximately 36%, Greyhound approximately 50%, and
the small carriers approximately 14%. If the 2.9 million bus
miles (4.7 million km) traveled by the six companies providing
strictly commuter service is subtracted, then Greyhound and Trail=~
ways provide approximately 96% of the traditional intercity service.
It is interesting to compare the 28 million bus miles (45 million
km) traveled annually to the average of 58.5 million vehicle miles
(84.2 million km) traveled daily by all modes on the interstate
and primary highway systems in Virginia in 19789.
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Table 5

Service Provided by Small Carriers

Carrier Type of Termini Schedule
Service
Abbott Intercity Roanoke-New Castle 2 trips every Tuesday
Allen, C. J. Unknown Rte. 882/703-Martinsville Unknown
Appalachian Intercity Roanoke-Galax 2 trips daily
Bon Air Commuter Bon Air-Richmond Various trips M-F
Ashland-Richmond Various trips M-F
Bristol~Jenkins Intercity Routes cover Abingdon, Bristol, Various trips M-F
Norton, and surrounding areas
Cavalier Intercity Hartfield-Richmond 1 trip M,W,F
Chesapeake &
Northern Commuter Portsmouth-Newport News 2 trips M-F
Colonial commuter Fredericksburg=D.C. Various trips M-F
Corridor & to Dahlgren
Dominion Intercity Bristol-Bluefield 1 trip daily
D&M Intercity Danville~Durhkam, N.C. 2 trips daily
: Danville~Martinsville 3 trips M-Sat.
Intercity Bus Intercity Roancke-Martinsville 1 trip M-Sat.
Reancke-Covington 2 trips M-Sat.
James River Intercity Richmond-Lawrenceville Various trips daily
Richmeond~Irvington 1l trip M-F
Richmond~Buckingham 1 trip M~F
McCrickard Commuter Rte. 844/41-~Daaville 3 trips M-F
Mechanicsville Commuter Richmond-Mechanicsville Various trips M-Sat.
Newton Commuter Mathews/Gloucester-Newport News 8 trips M-F
Nooney Intercity Lawrenceville-Roanoke Rapids,N.C. 1 trip every Sat.
Quick-Livick Intercity Staunton-Charles Town,W.Va. 1 trip every Mon.
Wayneshoro~-Front Royal 1 trip M-F
Safety Intercity Martinsville-Greensboro, N.C. 1 trip M-F
Commuter Danville-Eden, N,C. 2 trips M-F
Scottsville Intercity Fork Union~Charlottesville 1 trip weekends
Tara Intercity Winchester-D.C. Various trips daily
Commuter Rte, 610/612-D.C. Various trips M-F
Virginia Dare Intercity Norfolk-Manteo, N.C. 3 trips daily
Winn Intercity Richmond~Charlottesville 1 trip M-F

Complete statistics on charter-bus miles are not available;
however, 1t is obvious from the given data that charter mileage
is a significant part of the companies' business. Of the small
companies for which the information is known, only Colonial Transit,
Virginia Dare, and C. J. Allen operate more scheduled-bus miles
than charter-bus miles. In most instances the charter mileage is
many times greater than the regular-route mileage. On the other
hand, charter mileage for the four large companies ranges from
9% to 18% of the carriers' tctal mileage.

Comprehensive trend data are not available, as historical
bus miles of travel are incomplete or unreliable. A review of the
data, however, indicates a general pattern of declining regular-
route mileage coupled with increasing charter mileage since 1875.
Thus, while some routes have been abandoned, most carriers are
responding to declining demands by reducing service.



Table 6

Bus Miles Traveled in 1979 by the Virginia Intercity Bus Industry

Company Regular-Route Regular-Route Charter/Special
Mileage-Va. Mileage-Total Services Mileage
Abbott Bus Lines 6,240 6,240 530,400
Allen, C. J. 15,000 15,000 0
Appalachian Coach Co. 122,640 122,640 Unk.
Atlantic Greyhound Lines(a) 13,812,467 382,979,849(b) 52,860,473
Bon Air Transit Co. 75,150 75,150 Unk.
Bristol-Jenkins Bus Lines 196,610 229,671 Unk.
Carolina Coach Co.(a) 3,498,699 11,507,268 2,465,820
Cavalier Transportation Co. 23,584 23,584 300,258
Chesapeake & Northern Trans. Corp. 76,796 74,796 Unk.
Colonial Tramsit Co. 2,338,215(C) 2,380,215 565,614
Dominion Trailways NOT-IN-BUSINESS~IN-1979
D & M Bus Co. 139,280 209,360 220,672
Intercity Bus Lines 104,529 104,529 Unk.
James River Bus Lines 221,916 221,916 987,758
McCrickard Bus Line 40,000 40,000 0
Mechanicsville Bus Line 50,931 50,931 Unk,
Newton Bus Service 292,000 292,000 Unk.
Nooney Bus Lines 2,080¢¢) 3,536(¢) 35,290
Payne Bus Service 0 0 Unk.
Quick-Livick Inc. 62,658 63,918 908,765
Safety Transit Lines 23,000 73,060 221,521
Scottsville Bus Lines 2,516 2,516 Unk.
Tara Lines NOT-IN-BUSINESS-IN-1979
Trailways Tennessee Lines(a) 656,967 7,408,061 1,205,135
Twin State Coach Lines 960 3,840 Unk.
Virginia Dare Trans. Co. 50,232 239,667 0
Virginia Stage Lines'® 5,975,031 6,091,858 594,967
Winn Bus Lines 100,696 100,696 429,467
TOTAL 27,886,198

(a) 1980 mileages

(b) Mileage as reported by Greyhound Lines nationwide
(c) Estimate based on schedule and route miles

Source:

Note:

1l mile = 1.61 kilometers

43

Interstate Commerce Commission and State Corporation Commission



Ridership

Ridership as reported by several of the small carriers is
given in Table 7, and the impcrtance of charter business for
most companies is again noted. In the worst case situation in
which all regular-route service is abandoned by the shown com-
panies, a minimum of approximately 1 million annual passenger
trips will no longer be provided. The number of persons affected
will be considerably less, especially since the 900,000 passenger
trips provided by Colonial Transit are for commuting; that is,
one person may make 10 commuting trips per week.

Carrier officials were asked in the telephone calls about
the trend in regular-route and charter ridership since 1976. Of
the 17 small companies responding, 9 reported a decreasing regular-
route ridership, 6 reported an increasing ridership, and 2 reported
ridership to be about the same. Four of the 7 companies providing
commuter services reported an increase in ridership, whereas only
3 of the 12 carriers providing traditional intercity service re-
ported an increase. Thus, *the overall trend has been one of de-
clining regular-route ridership, with the carriers providing tra-
ditional intercity service being more susceptible to this trend
than those providing commuter services, On the other hand, 14
of 16 responding carriers reported an increase in charter rider-
ship over the same pericd.

The most recent ridership statistics for the 4 large companies
operating in Virginia are presented in Table 8. The number of
charter passengers ranges from 4% to 16% of total ridership, which
significantly contrasts with the ridership characteristics of the
small carriers. Passenger mile, average load, and average trip
length statistics are provided for informational purposes; how-
ever, no comparable data are available for the small companies. It
is reasonable to assume that the ridership trends discussed earlier
in the report for the Class I carriers are applicable to these &4
carriers.

Table 7

1979 Passenger Statistics for Selected Small Carriers

Company Regular-Route Charter
Passengers Passengers
Cavalier 1,115 218,225
Colonial 904,550 155,820
D&M 57,821 31,052
James River 38,739 68,542
Quick-Livick 2,997 138,990
Safety 10,137 17,000
Virginia Dare 32,715 0
Winn 13,208 40,689

Source: ICC Motor Carrier Annual Report Form MP-2,
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Table 8

1980 Passenger Statistics for Greyhound and Trailways

Greyhound Virginia Carolina Trailways

Stage Coach Tennessee
Reg.—-Rt. Revenue Pass, 52,326,742 1,139,769 2,450,775 773,811
Charter Pass. 9,729,774 43,013 210,809 77,921

Reg.-Rt. Pass. Miles 597,704,311 128,244,765 214,926,178 95,319,657
Reg.-Rt. Pass./Bus

(Avg.Load) . 22.2 21.1 18.7 12.9
Reg .~-Rt.Avg.Trip
Length (Miles) 162.8 112.5 87.7 123.,2

Source: ICC Motor Carrier Annual Report Form MP-1.

Note: 1 mile = 1,61 kilometers.

Bus Stations and Terminals

Very little information is readily available concerning bus
stations and terminals in Virginia. Russell's Official National
Motor Coach Guide provides a list of stations of the bus lines
appearing in the guide in cities with a population of 15,000 or
cver. Also, telephone books from throughout the state were re-
viewed and a further list of stations was compiled. Tables 9 and
10 provide lists of the stations found in these two sources.

Most stations appear to be operated'by Greyhound and Trail-
ways, with the smaller companies using them as appropriate. In
many cases both Trallways and Greyhound use the same station or
have separate terminals in the same building. It was also found
that restaurants, diners, service stations, taxi stands, drug
stores, and several other miscellaneous retail stores were
listed in telephone books as stations or ticket agencies.

Table 9

Bus Depots, Stations, and Terminals in Virginia
Cities with a Population of 15,000 or More

Location Name Serves
Alexandria Greyhound Bus Station Greyhound Lines
Bluefield Greyhound Bus Station Greyhound Lines
Bluefield Trailways, Inc. Depot Dominion Trailways

Trailways, Inc.
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Table 9 (cont.)
Location

Bristol

Bristol
Charlottesville
Danville

Danville

Fairfax
Fort Eustis
Fredericksburg

Hampton
Harrisonburg
Lynchburg
Lynchburg
Martinsville

Newpert News
Norfolk
Norfolk
Petersburg
Petersburg
Portsmouth

Portsmouth
Richmond

Richmond
Roanoke
Roanoke
Springfield
Springfield

Staunton

Suffolk

Name

Bristol Trailways Terminal

Greyhound Terminal
Charlottesville Bus Center
Greyhound Bus Station
Trailways, Inc. Terminal
Trailways, Inc. Depot

Greyhound Terminal
Bus Terminal

Hampton Greyhound Bus Terminal

Greyhound Bus Terminal
Greyhound Bus Terminal
Trailways, Inc. Bus Center
Bus Station

Greyhound Terminal

Carolina Trailways Terminal
Greyhound Termiral

Carolina Trailways Station
Greyhound Bus Terminal
Carolina Trailways Station

Greyhound Terminal
Trailways Bus Terminal, Inc.

Greyhound Terminal
Trailways, Inc. Bus Terminal
Greyhound Bus Terminal
Trailways, Inc. Terminal
Greyhound Bus Terminal

Greyhound Bus Terminal

Union Bus Depot
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Serves

Dominion Trailways
Bristol-Jenkins Bus Lines
Trailways, Inc.
Bristol-Jenkins Bus Lines
Greyhound Lines

Winn Bus Lines
Trailways, Inc.

D & M Bus Company
Greyhound Lines
Carolina Coach
Safety Transit
Trailways, Inc.
Trailways, Inc.
Greyhound Lines
Greyhound Lines
Trailways, Inc.
Greyhound Lines
Greyhound Lines
Greyhound Lines
Trailways, Inc.

D & M Bus Company
Safety Transit
Greyhound Lines
Greyhound Lines

Va. Dare Transportation Co.
Carolina Coach
Greyhound Lines
Carolina Coach

James River Bus Lines
Greyhound Lines
Carolina Coach
Greyhound Lines

Winn Bus Lines
Cavalier Transportation
Carolina Coach
Trailways, Inc.

James River Bus Lines
Greyhound Lines
Appalachian Coach
Trailways, Inc.
Intercity Bus Lines
Greyhound Lines
Trailways, Inc.
Greyhound Lines
Greyhound Lines
Trailways, Inc.
Carolina Coach
Greyhound Lines



Table 9 (cont.)

Location Name
Virginia Beach
Virginia Beach
Washington, D.C.

Greyhound Agency

Washington, D.C. Greyhound Terminal

Waynesboro Trailways Agency

Winchester Greyhound Bus Terminal

Woodbridge Greyhound Agency
Source:

Carolina Trailways, Agency

Trailways, Inc. Terminal

Serves

Carolina Coach
Greyhound Lines
Carolina Coach
Trailways, Inc.
Colonial Tramsit
Greyhound Lines
Trailways, Inc.
Greyhound Lines
Greyhound Lines

The Official Bus Guide, Part 2, Russell's Guides, Inc.,

Volume 53, Number 3, December 1980,

Table 10

Cities of Less Than 15,000 Population in Virginia
That Have Bus Stations

Greyhound Station

Keysville

South Hill

Farmville

Lexington

South Boston

Radford

Warsaw (also James River)
Marion

Wytheville

Williamsburg

Harrisonburg

Lawrenceville (also James River)
Covington (also Intercity)
Clifton Forge (also Intercity)

Trailways Station

Altavista
Blacksburg
Warrenton
Culpeper
Bedford
Manassas

47

Joint Greyhound/Trailways Station

Abingdon (also Bristol-Jenkins)
Christiansburg
Emporia

Bristol-Jenkins Bus Line

Norton
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Financial Review

In the private sector, of which the Virginia intercity bus
industry is a part, market performance determines the longevity
and types of services firms offer. Therefore, to the extent
that one can examine market performance indicators, a judgement
can be made about the health of an industry and the likelihood
of successful performance in the future. Among appropriate
performance indicators for the bus industry are revenue and
profit levels, historical changes in fares, operating ratios,
rate of return on investment, and revenue by type of service
provided.(1l4) Among other indicators of performance are less
specific parameters such as entry and exit patterns and internal
cross-subsidy patterns.

Entry, Exit, and Market Stability

In the general sense, a firm's economic stability is measured
by longevity — whether it continues to operate. Furthermore, a
strong market demand is usually accompanied by the entry of new
firms into the industry and new capital formation. As was noted
above, of the 28 intercity bus firms operating in the state in
1981, 25 were in operation in 1975. However, only three new
companies entered between 1975 and 1981 while 10 companies exited
the industry during the period. Thus, the industry has not been
strong enough to hold its new entrants, nor can it be described
as a growing industry. An examination of more specific performance
characteristics will help provide an understanding of the lack of
growth of the industry.

Gross Receipts and Market Shares

Because of relatively low capital requirements, one would
expect that even under SCC regulatory control, entry would be
frequent. Low capital requirements, however, are not sufficient
to explain exit patterns. The trend of constant dollar gross
receipts earned in Virginia operations® for selected bus companies
shows, however, that as compared to 1976, 8 of 14 (57%) of those
companies for which data were available earned less in 1880. This
fact, coupled with operating costs, which have risen more rapidly
than the consumer price index for. the same period,(zu) suggests
that even for well-established companies, profit margins in 1980
were most likely lower than in 1876. In fact, constant dollar
earnings were down for Virginia operations by approximately $1
million. (See Table 11.)

*Virginia operations reflect only routes with termini in the state,
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While entering the intercity market may be relatively easy,
capturing an increasing share of the market is difficult. Table
12 shows that for those ccmpanies registered with the ICC for
which complete data were available, between 1976 and 1880 the
distribution of transportation revenue was fairly stable. More
specifically, only 4 companies gained in market share compared
to 1876, while 3 lost a small portion of the market. The
others showed no change. The lack of any significant redistri-
bution of market shares can be largely explained by two factors:
(1) the overwhelming dominance of the market by Greyhound,
Carolina Coach, and Virginia Stage, which together generate
about 77% of the revenue; and (2) the fact that the granting of
ICC-SCC operating authority effectively establishes a monopoly
for the carrier over the routes designated by the regulatory
agency.

Table 12

Market Share of Gross Receipts

Company 1976 1980
Percentage Percentage

Greyhound 44,00 ’ 49,00
Appalachian 1.00 1.00
Carolina Coach 8.00 8.00
Trailways Tennessee 1.00 1.00
Virginia Stage 28,00 20.00
Abbott 2.00 1.00
Allen, C. J. 0.05 0.04
Bristol-Jenkins 0.08 1.00
Cavalier 1.00 1.00
D & M 0 2.00
James River 7.00 5.00
Quick-Livick 5.00 7.00
Safety 1.00 1.00
Winn -2.00 2.00

Source: State Corporation Commission
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Demand Patterns

Examining gross revenue data alone does not reveal that
bus companies provide very specialized types of services and
that the size of the company is largely related to the type of
service offered. Consider the data on revenue by type of service
presented in Table 13. The companies have been stratified by the
ICC designations of Class I carriers, Class II carriers, and
Class III carriers. Two interesting conclusions can be drawn.
First, even when one excludes Greyhound from the analysis, regular-
route operations are a prime source of revenue for only the Class I
carriers. Secondly, both Class II and Class III carriers depend
heavily upon charter and other revenue to remain in operation.
Furthermcre, with the exception of the Bristol-Jenkins Bus Company,
no Class II or Class III carrier earned as much as 50% of its
revenue from regular-route operations. The average earned for
such companies was 18.9% of the total revenue. Obviously, the
Class II and Class III carriers are not supplying regular-route
service as a primary output in Virginia, even though three of
the independent carriers generate more than 25% of revenue from
regular routes. In fact, such service is of little importance
to them, largely because demand is tooc low.

Table 13

Distribution of Revenue by Type of Service

(a) Regular-Route, Charter/Special/Package,

Class I Percent Percent
Trailways Tennessee 53 47
Virginia Stage 79 - 21
Carclina Coach 71 29
Class II(b)

James River 9 91
Colonial 49 51
Class III(C)

Safety 14 86
Quick-Livick 12 88
Cavalier 1 99
Abbott 0 100
Bristol-Jenkins 90 10
Nooney 5 95
Virginia Dare 48 52
D&M 28 72
Winn 4 96

(a)
(b)
(c)

$17.6 million

Operating Revenue Average = $ 1.2 million

Operating Revenue Average

Operating Revenue Average = $ 0.42 million

Source: ICC Motor Carrier Annual Report Forms MP-1 and MP-2.
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Operating Ratiocs, Rates of Return, and Implications for the Future

To this point in the discussion, the analysis has emphasized
revenue., However, an examination of ccst data is required to more
accurately describe the industry.

The most frequently used measure of performance for the bus
industry is the operating ratio. The ratiocs presented in Table 1k
were developed from the ICC annual reports the carriers filed for
1979 and 1980.* It is clear from these ratios that there are
significant differences in the cost structures of the firms com-
prising the Virginia intercity bus industry. This fact is not at
all surprising when one reccgnizes that some firms pay their drivers
union wages, as in the case cof some of the Class I carriers, while
Class II and III carriers dc nct; some firms purchase only new
coaches, while other (usually Class II and Class III) purchase
older coaches with rebuilt engines; and, finally, the management
structure of Class I carriers tends to be comparable to that of
large corporations, while the structures of the Class II and III
carriers are best compared with small businesses and family-owned
proprietorships where overhead is lower.

The National Bus Traffic Association argues that operating
ratios greater than about 88% are much too high to attract capital
and maintain a viable operation.(2”) While for Class I carriers
with corporate management structures, an 88% ratio may be too high,
it is not clear that one can appraise the financial viability of
carriers based solely upon a comparison of their operating ratios
with that target ratio. Nevertheless, the operating ratio for a
number of the carriers for which data are presented in Table 14
is greater than 90%, and this suggests that gross profits before
taxes may not be high enough to provide an adequate rate of re-
turn while simultaneously providing enough funds to maintain a
marketable bus fleet.

In addition to the operating ratio, two other performance
measures were examined: (1) the rate of return on net investment
as defined by the ICC, and (2) the rate of return on opportunity
capital as defined by the writers. Both rates are designed to
allow comparison with rates »f return which might be earned in
comparably risky endeavors. If rates are significantly lower
for investment in the bus industry than for opportunities available
elsewhere, the financial viability of the companies beccmes ques-
tionable. It 1s interesting to note that a comparison of the
operating ratio with net return on investment shows that a low
operating ratio does not necessarily imply a high rate of return.

*No financial data are available for solely intrastate urban-
suburban bus lines.



Table 14

Rate of Return on Net Investment and Operating Ratio as of December 31, 1979

Company Rate of Return (Loss)
Abbott 0.570
Bristol-Jenkins (0.410)
Nooney N/A
James River 0.073
Virginia Dare 0.075
Quick-~Livick 0.050
Safety 0.161
Colonial (0.176)
D&M 0.034
Cavalier (0.075)
Winn 0.163
Greyhound(b) N/A
Virginia Stage(b) 0.330
Trailways Tennessee(b) 0.060
Carolina Coach(b) 0.250

(a) Expenses #* revenues
(b) 1980 Data

Operating Ratio

(a)

1979

0.943
0.948
1.110
0.820

0.860
1.080
1.040
0.700
0.980
0.940
0.870
1.210
0.960
0.990
0.900

1980
0.949
0.899
0.949
0.814

Note: The net investment is the net value of the operating property
plus working capital, where the net operating property is fixed
assets less reserve for depreciation and amortization, and the
working capital is cash_and accounts receivable minus current

liabilities.

Source: - ICC Motor Carrier Annual Report Forms MP-1 and MP-2.
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For example, in 1978 the Winn Bus Line had an operating ratio of
0.90 but its return on net investment was 0.163 (16.3%). For the
same year, the James River Bus Line had a ratio of expenses to
revenues of 0,70, but its rate of return on net investment was
only 0.0735, less than half that of Winn. Note also that for
small companies that are not heavily capitalized, as in the case
of Bristol-Jenkins, a relatively small expense overrun can result
in a large rate of loss on capital.

As a second performance measure, the writer examined net
revenue after corporate tax as a percentage of opportunity capital,
with opportunity capital being defined here as current assets and
revenue equilipment less depreciation expense plus intangible prop-
erty minus total current lisbilities. As a practical matter, this
figure reflects that sum of money which could be invested else-
where should the company liquidate; thus, the rate of return on
opportunity capital represents a comparison to rates of return
foregone in other types of investments.

In Table 15, the net rates of return and gross rates of re-
turn on opportunity capital are shown. For those Virginia based
firms earning a positive return in 1979, the average net rate of
return on investment was 7.4%. Three companies, however, had nega-
tive net rates of return for that year which resulted in total
losses of $570,385 on a total opportunity capital investment of
$2,283,998. The average rate of loss was, therefore, 25%. Ob-
viously, in the longer run a continuation of such losses would
necessitate the firms' ceasing business. Nevertheless, these
firms were still operating as of May 1981.

As for a comparison with rates of return in other types of
investment, clearly the rates, with the exception of those for
the AbbottLines and Virginia Stage, are not as high as current
short- or long-term money market rates or bond rates. Corporate
profits of between 2.83% of investment (D & M) and 10.5% of in-
vestment net of the corporate tax (Winn Bus Lines) are certainly
not exorbitant in light of the fact that stock earnings for some
transportation firms listed on the New York Stock Exchange, such
as Overnight Trucking, are currently about 1/7 of the price of
the stock, or roughly 14.3%. Even though such earnings are gross
of tax for the investor, net bus industry returns on opportunity
capital do not approximate bond rates, money market rates, or
quarterly yields of some of the best transportation stocks. Net
returns on net investment as defined by the ICC (Table 1u4) do,
however, compare favorably with cther rates for five companies.
For Abbott, Safety Transit, Winn, Virginia Stage, and Carolina
Coach the rates range from 0.18 to 0.57.
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Company

Abbott
Bristol-Jenkins
Nooney

James River
Virginia Dare
Quick~Livick
Safety
Colonial
D&M
Cavalier

Winn

Virginia Stage

Trailways Tennessee

Carolina Coach

Avg.

Note:

Opportunity capital =

Source:

The rate of return on

Table 15

Rate of Return on Opportunity Capital

Gross Rate

Before Tax

30.6%
(17.0%)
N/A
5.2%
8.1%
4.0%
9.3%
(31.8%)
3.0%
( 3.6%)
11.9%
N/A
N/A
N/A

Return Opportunity
Capital
$ 65,590 + $§ 216,816
(45,715) =+ 268,284
N/A N/A
75,906 =+ 1,576,791
3,314 = 47,065
24,814 = 615,039
16,013 + 172,443
(509,707) + 1,603,071
7,850 = 277,437
(14,963) * 412,643
71,289 = 673,331
1,426,058 = 6,848,378
174,070 = 5,894,139
3,229,762 + 23,916,828
4,528,281 + 42,522,265

opportunity capital is defined as follows:

(current assets) - (revenue equipment
less depreciation) + (intangible property) -

(total current liabilities), and “

Return =

ICC Motor Carrier Annual Report Forms MP-1l and MP-2.
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Net income after corporate tax.

Net
Rate
30.0%
(17.0%
N/A
4,8%
7.0%
4.07%
9.3%
(31.8%
2.8%
( 3.6%
10.5%
20.8%
2.9%

10.6%

)

)

)

13.5%



These rates, however, can be somewhat misleading in at
least two ways. First and most importantly, depreciation ex-
pense as reported on the income statements of the ICC annual
reports is based on original cost (of revenue equipment in
particular) rather than replacement cost. (24) Thus, depre-
ciation expense for the rapidly increasing cost of replacement
buses 1s being severely understated and net operating revenue
is being overstated on the companies' income statement. For
example, AbbottBus Lines, Inc. showed only $45,000 in depre-
ciation expense on its income statement for 1979; this being
based on the original cost of its fleet, made up of vehicles
having an average age of 15 years. With 12 buses of its fleet
of 15 being 15 years of age or clder, the company is in the
position of needing to replace the fleet. However, if the
company were to have purchased one l2-year-o0ld bus in 1980, the
cost would have exceeded the entire depreciation expense, and
by ‘the following year the average fleet age would have risen
above 15 years, If, on the other hand, the company had wished
to purchase a new vehicle without borrowing to do so, the entire
depreciation expense plus all net income after corporate tax
would have been required. Thus, the company cannot bte viewed as
one 1n which suitable profits were earned and revenues were high
enough to maintain attractive revenue equipment, even though from
the income statement it appears that an attractive profit was
earned. In short, profits as shown on income statements for many
companies tend to include a return of the capital of the company
to the owners, rather than a profit over and above the cost of
maintaining the capital and operating assets at a constant or in-
creasing level.

Secondly, most of the intercity bus companies for which fi-
nancial data were available are organized as legal corporations.
However, the principal owners are often paid salaries as employees
of the corporation and to that extent the rates of return are some-
what misstated as depicted in Tables 14 and 15. No estimate can
be made, however, of the level of or extent to which such salaries
are paid or the direction in which the rates are misstated.

While the conclusion that the intercity bus industry 1is not
an attractive endeavor financially does appear warranted based upon
rates of returns and operating ratios, an interesting contradiction
appears. Of the companies shown in Tables 14 and 15 for which
fleet age data were available, 7 reduced the average age of their
fleets between 1976 and 1880 and 5 of the 7 increased the size
of their fleets., Still, these companies may have done so in
anticipation of a growing charter market. Furthermore, because
c¢f the relatively small size of fleets, the purchase of one



relatively new bus for a fleet whose average is greater than that
fleet size will cause the fleet age to fall, but such an occurrence
should not necessarily lead one to conclude that the company is
undergoing a significant upgrade in the attractiveness of its fleet.

Thus, on balance, the rates of return are relatively low,
particularly in light of the understatements of depreciation ex-
pense. Nevertheless, one must recognize that small bus companies
are similar to many other firms that comprise oligopolistic and
monopolistically competitive industries. In particular, their
rates of return tend to be low and the companies tend to look "sick"
in terms of typical measurements of financial performance, but the
entrepreneurs continue to operate rather than work for someone else.
Only a weak case can be argued, however, that the bus industry,
particularly the small operators, will in the long run continue to
operate with declining rates of return and operating ratios ap-
proaching 100%. But it is anticipated that regulatory reform
may significantly mitigate the problems faced by the industry.

Internal Cross-Subsidies and Regular-Route Operations

Aside from the question of overall financial performance, the
question of whether or not regular fixed-route service will be
continued under regulatory reform is of primary concern to policy
makers. Currently, both the ICC and the SCC exercise some control
over dropping regular fixed-route service. While it has been
shown elsewhere in the report that Class I carriers (Greyhound,
Virginia Stage, Carolina Coach, and Trailways Tennessee Lines)
generate significant portions of their total revenue from regular=-
route service and are, in fact, supplying most fixed-route service
in Virginia, Class II and Class III carriers have in many instances
reduced their regular-route operations to mere token service and
appear to operate only to satisfy regulatory requirements. Abbott
Bus Lines, for example, supplies only 1.16% of its *total bus
mileage in regular routes, while Quick-Livick supplies in regular-
route service only 6.4% of its total bus miles.’

While sufficient data were not available to allow estimations
of revenues and costs on a route basis, the ICC MP reports did
allow estimation of the extent to which regular-route operations
are being underwritten by the charter and package operations of
the carriers. Table 16 presents these estimates of internal cross-
subsidies for the year ending December 31, 1979. The data show
overwhelmingly that the carriers are operating unprofitably on
many regular routes in Virginia. A comparison of 1979 costs per
bus mile of operation with revenue generated per regular-route
bus mile operated shows a range of losses of between $0.06 per
mile and $0.99 per mile. Only one of those companies listed
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made a profit on its regular-route operation and its operating
ratio was a discomforting 94.9%. Total losses on approximately
13.2 million bus miles operated was $2,194,151, of which almost
- 32% came from the Class I carriers — those carriers supplying
most regular-route service. The reader is cautioned that these
data reflect none of the operations of the solely intrastate
urban-suburban carriers, and therefore cannot be used as an
indication of the financial performance of their regular-route
operations. Initially, one might expect that, in general, the
urban-suburban lines would tend to have more profitable routes
than the carriers listed in Table 16, because they choose to
acquire a status that restricts them to a very specialized short-
haul market of a 40-mile one-way trip. In fact, three of the
urban-suburban carriers indicated in interviews that they main-
tained their regular routes because they are profitable; however,
four companies stated that they lost money on regular routes and
maintained them in order to keep ICC charter authority and ob-
tain certain tax advantages. This latter answer suggests that
the performance of the urban-suburban lines may be little better
on regular-route operations than is the case of those carriers
for which financial data are available. The implication that
charter operations are subsidizing regular routes even for the
urban-suburban lines is strengthened by the fact that 80% of the
companies with urban-suburban status have charter certification
as well.

The data presented on the extent of the cross-subsidy in
Table 16 and the significant differences in charter and regular-
route revenue generated per mile of operation shown in Table 17
suggest that, for the most part, regular-route operations do not
pay their share of cost when viewed on an interstate basis. This
fact notwithstanding, it is premature to expect all regular-
route service to cease were the ICC and SCC to 1lift entry and
exit controls. Several arguments can be made in support of this
statement. First, because the Class I carriers supply regicnal
markets they by necessity will maintain some unprofitable feeder
routes for their larger markets., Secondly, aq long as the federal
fuel tax exemptlon is pred*catmd on a company s supplying regular
fixed-route service, companies largely in the charter business
have an incentive to maintain some regular-route service. Thirdly,
as long as those companies that obtain urban-suburban status con-
tinue to be exempt from local property taxes, motor vehicle sales
taxes, specilal gross receipts taxes levied by the SCC, and rolling
stock taxes as they are under current state statutes, they will
have an incentive to operate some fixed-route service. Finally,
as long as those companies classified as common carriers of
passengers are allowed to pay a rolling stock tax to the SCC in
lieu of significantly higher local property taxes to the localitiles
in which they are domiciled, and are exempted from state gas taxes
if they operate regular rcutes, they will have an incentive to
offer some regular service.

58



Table 16

Extent of Cross-Subsidy for Year Ending December 31, 1979

Company

Abbott
Bristol~Jenkins
Nooney

James River
Virginia Dare
Quick=-Livick
Safety
Colonial

D&M '
Cavalier

Winn

Virginia Stage

Carolina Coach

Trailways Tennessee

Cost/Mile Regular-Route Losses on Losses on
Rev./Mile All Reg. Routes Va. Reg. Routes

$0.74 - 0 -
$0.18 - C -
$0.74 (=0.24) ¥ $0.50 $ 56,435 $ 56,435
$0.76 (~0.40) $0.36 $ 93,163 $ 20,092
$0.76 (~0.62) $0.14 $ 40,183 $ 38,847
$1.02 (~0.36) $0.66 $ 25,990 $ 8,280
$1.03 (~0.52) $0.51 $1,227,753 $1,203,197
$0.88 (-0.34) $0.54 $ 71,853 $ 47,355
$1.05 (-0.96) $0.09 $ 22,752 $ 22,640
$1.30 (-0.99) §0.31 $ 99,416 $ 99,416
$1.72 (~0.06) $1.66 $ 348,297 $ 341,331
$1.51 ( 0.08) $1.59 0 0
$1.55 (=0.55) $1.00 $4,060,957 $ 356,558

(a)Figures in parentheses show revenue minus cost per mile.

(b) Avg. loss per mile =
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Table 17

Charter and Regular-Route Revenue Per Bus Mile, Year Ending
December 31, 1979

Company Revenue Per Bus:Mile
Charter Regular Route

Abbott $0.87 N/A
Bristol-Jenkins N/A $1.71
Nooney 0.16 N/A
James River 1.14 0.50
Virginia Dare 0 0.36
Quick-Livick 0.82 0.14
Safety ' 1.15 0.66
Colonial 2,12 0.41
D&M 1.28 0.54
Cavalier 1.11 0.08
Winn 1.16 0.31
Virginia Stage(a) 1.74 1.66
Trailways Tennessee(a) 1.76 1.00
Carolina Coach(a) 1.52 1.59

(a) Figures for year ending December 31, 1980.
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The strength of the current financial incentives may not
be as important, however, as are the regulatory bodies at main-
taining the current regular-route service, particularly for the

Class II and Class III carriers.

Consider the data shown in Table

18. Assume that each company could drop all regular routes with-
out compromising its charter and ICC authority, and ask whether
the financial incentive from tax breaks for maintaining regular
routes 1is enough to force the company to supply that service.
Columns 3 and 4 of the table present estimates as of December 31,
1979, of what the company would have paid in extra taxes had it
A comparison of the sum
~of columns 3 and 4 with column 5, losses on regular routes,
shows that losses always exceed estimated tax incentive savings.
Thus, in the absence of regulation it would be expected that
some amount of regular-route service would be dropped by state-
based Class II and Class III carriers, particularly in sparsely
populated rural areas.
the importance of this expectation to policy.

not maintained regular-route service.

Table 18

Comparison Between Tax Reductions and Regular-Route Losses
for 1979 Tax Year

Company

Abbott
Bristol-Jenkins
James River
Quick-Livick
Colonial

D &M

Cavalier

Winn

Potential

The next section of the report discusses

Tax Rate/$100 Assessed Potential Losses on
for Domicile Value of Gas Tax Property Reg~ Route
Locality Rolling Stock Savinés Taxes Va.

(-1000) ()
$3.75 $ 344,900 $ 155 $§12,933.75 § N/A
4,00 143,371 4,902 5,734.84 N/A
3.59 907,046 5,522 32,562.95 56,435
4,00 456,183 1,564 18,247.32 32,847
4.00 1,284,540 58,193 51,381.60 1,203,197
3.00 118,980 3,468 3,569,40 47,355
3.59 203,780 640 7,315.70 22,640
3.59 356,650 2,516 12,803.73 99,416

(a) There is no exemption for federal fuel tax unless. the amount is
greater than $1,000.
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POLICY SCENARIOS RELATING TO VIRGINIA'S
INTERCITY BUS INDUSTRY

As has been noted in the previous sections, there is ample
reason to expect the intercity bus industry to be the next target
of regulatory reform by the ICC., At least two facts point to
this expectation. First, and foremost, the bus industry is the
only transport supplier that has yet to undergo regulatory reform.
Secondly, the Reagan administration has consistently supported
the market mechanism and has been an advocate of reducing regu-
latory influences on the market. Given this move toward federal
regulatory reform, there arises a potential for altering the
relationship between the Department and those companies comprising
the Virginia bus industry. In particular, the reader will recall
that the financial status of the industry suggests strongly that
in the absence of economic regulation, a number of regular routes
will be dropped by Class II and Class III carriers. If the De-
partment is to fulfill its mission of the safe and efficient
movement of people and goods throughout the Commonwealth, it must
be prepared to address the results of economic regulatory reform
at the federal level.

Assuming that regulatory reform occurs at the federal level,
there are three general policy scenarios the Department must analyze
Under the first, the status quo is maintained. Under the second,
economic deregulation occurs at the state level and the market de-
termines the supply of intercity bus service. Under the third,
economic deregulation occurs at both the federal and state levels
and the Department examines the provision of assistance as an en-
ticement to the carriers to provide regular-route service.

In this section, these policy scenarios are examined in de-

tail, with emphasis on both their theoretical and practical appli-
cability to Virginia's intercity bus industry.

The No-Action Alternative

The no-action alternative at the state level simply assumes
that present policy and programs will remain intact, and that they
. will be capable of responding to the changing financial condition
of the industry and to economic deregulation at the federal level.
This scenaric becomes moot in the event of federal preemption.
Table 5 shows that Class II and Class III carriers are operating
relatively few interstate regular routes requiring ICC certifica-
tion. Several of these profitable routes, e.g., those provided
by Virginia Dare, would probably be maintained; however, the
others would most likely be dropped. Class I carriers would still
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maintain many routes. The companies operating intrastate routes,
on the other hand, would continue to be regulated by the SCC and
the token service currently being supplied would either be main-
tained because of the SCC regulations or the carriers would, in
fact, relinquish their regular-route certification. The latter
occurrence 1is indeed likely for many routes because the ability
to cross-subsidize from charter operations to regular routes
will become increasingly difficult as costs per bus mile in-
crease and as charter fares fall because of the lifting of ICC
regulations on entry into the lucrative interstate charter
market.* Thus, competition will most likely reduce the ability
of carriers to cross-subsidize unprofitable regular routes from
charter operations, and the financial incentive to relinquish un-
profitable regular-route intrastate certification will become
stronger even in the absence of regulatory reform at the state
level.

The net effect of the no-action alternative is that it tends
to frustrate any benefits which might result from easing entry
controls in interstate markets, and yet maintaining exit controls
at the state level will not guarantee service on regular routes
because the cross-subsidy will continue to be eroded through
exempt and gypsy carriers., The no-action alternative is, there-
fore, an inadequate policy for dealing with the changing environ-
ment of the intercity bus industry.

Economic Regulatory Reform

The second policy scenario that Virginia should analyze in
light of the move toward economic deregulation at the federal
level 1s that of regulatory reform at the state level. It was
noted above that while the SCC doesn't (in the view of the SCC
staff) heavily regulate the Virginia bus industry, it does more
than simply express concern about maintaining service. In fact,
the carriers commented in interviews that the SCC was significantly
influenced in abandonment hearings by the statements of individuals
who used the service of unprofitable routes only infrequently;
often,argued the carriers, the SCC refuses an abandonment because
a few oppose it, but when the service is offered, no one rides.

#*Section 56-338.51 of the Code of Virginia exempts companies
supplying interstate charter service from SCC control.
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The Rationale for Reform

Regulatory reform should be considered by Virginia for
several reasons. First, in the event that the reform of inter-
state regulations becomes a reality, there will immediately be
glaring inconsistencies between federal and state laws pertaining
to the carriers. Second, it has been argued above that the no-
action alternative in the context of federal regulation is not a
rational policy, because it will not necessarily maintain regular-
route service. Third, regulation of the industry may not be con-
sistent with the Department's role in moving the most people in
the most efficient manner. For example, regular-route service
often maintained in the regulatory environment has pocor load
factors and thus is inefficient. But the charter market, which
will benefit from competition is exemplary of highly efficient
transport because of high load factors. Fourth, and most important,
one cannot support the case for maintaining regulation of the in-
dustry on the basis of accepted economic principles. These prin-
ciples are (1) the natural monopoly case; (2) the ruinous compe-
tition case, and (3) the internal cross-subsidy case.

Natural Monopoly Case

The standard theory with respect to the natural monopoly
case argues that regulation is necessary to restrict entry to
avoid competition that might bring about reductions in the quality
of service. This natural monopoly case is characterized by de-
clining unit costs with increases in quantity of output resulting
from large capital investment requirements. Alternatively, the
firm is characterized by large economics of scale, and has large
fixed cost% relative to variable costs. As Allen has argued ;
elsewhere, 25) in such cases, marginal costs decline as output
increases, and will be lower than average costs. If entry controls
are not exercised, competition will force firms to set prices equal
to marginal costs (below average costs) and total revenues won't
cover total costs. Thus, there will be an incentive to allow the
quality of service to be reduced. The regulator thus enters the
plcture, sets prices, grants a monopoly, takes advantage of the
economy of scale, and requires a certain level of service.

While electric power companies clearly fall into this natural
monopoly case, and thus should be regulated, one cannot clearly
establish that the bus industry can be so classified. The most
pressing question is, of course, the one of economies of scale,
and while the literature suggests a very weak case, the jury is
nct yet in. Nevertheless, Fravel has shown that there are con-
stant returns to scale for the Class I carriers when all services
are considered under the output measure, bus miles.(26) while it
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is unlikely that the natural monopoly case can provide support
for continued economic regulation cf the bus 1ndustry, further
investigation is required to entirely dismiss it.

Ruinous Competition

This case exists where ease of entry and an absence of
economies of scale result in many competitors entering the in-
dustry. Excess capacity results, firms are unprofltable, and
prices fall below costs. Then, firms allow service to deteriorate
and excess capacity to be reduced, which drives prices up and
attracts new competitors. A cyclical pattern emerges, and con-
sumers do not know what to expect either in terms of price or
service levels.(7)

While both ease of entry and long periods of excess capacity
are required in this case, long periods of excess capacity can be
sustained only if fixed costs are extremely high relative to vari-
able costs. Data on Virginia carriers will not support the ex-
istence of a hlgh ratio of fixed to variable costs, thus the
case of expecting ruinous competition cannot be exercised to sup-
port entry and exist controls for the intercity bus industry in
Virginia,.

While the conditions which lead to ruinous competition will
not support regulatory control for the bus industry, a related
argument offered by small carriers is that under decontrol, Grey-
hound will wield enough monopoly power to completely void thelr
efforts in the market. It is difficult, however, to justify this
argument because it falls into the category of unfair competltlon,
not ruinous competition; and, instances of unfair competlulon, if
they were to occur, are best dealt with by existing antitrust
legislation, not economic regulation.

Internal Cross=Subsidies

Of the three arguments for regulatlng economic activity,
possibly the most compelllng as 1t relates to the intercity bus
lnddSth is that of the internal cross-subsidy. (7)  Dpata presented
in the financial section above show that regular-route operations
in VLrglnla are significantly subsidized by charter and package
revenues; 1in other words, regular-route revenues do not cover the
costs of operating regular routes but profit margins on other
opewatlons allow companies to continue regular routes. Regula—
tion is used in this case as a way of providing services in greater
quantities and at lower prices than would be the case in a free
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market. In fact, instead of the public being taxed to provide a
subsidy to unprofitable services, firms are forced, through regu-
latory controls on entry and exit, to provide an internal subsidy
from profitable operations to unprofitable ones. As alluded to
in the discussion of the no-action alternative, regulatory controls
on entry grant the firm a monopoly on the provision of services
to a market, and for those services where demand is sufficient

to provide a profit in the absence of regulation, entry controls
will create excess profits that can be used to subsidize the
provision of unprofitable services the regulatory body deems de-
sirable.

While cross-subsidies have been pervasive in the service in-
dustries, such as the airlines and railroads, the policy is some-
what unpalatable from the standpoint of public finance. The re-
sult of the cross-subsidy 1s *to provide service the market would
not otherwise provide. Nevertheless, in the majority of cases,
the traditional mechanism of providing such service, as in the
case of defense, 1s to have the government supply the goods and
pay for it by taxes. The regulations are thus like a taxj; how-
ever, even though the goal of regulatory control is the provision
of service, the amount of the tax is not well defined, nor is it
clear whether the poor are subsidizing the poor, the wealthy the
poor, or the poor the wealthy.

As the general thecry of cross-subsidies relates to the inter-
city bus industry in Virginia, it appears that regulatory control
has been exercised largely to maintain regular routes via the cross-
subsidy technique. This fact is not sufficient, however, to main-
tain entry and exit controls,® even though the cross-subsidy case
is the strongest reason for maintaining controls. The case for
dropping entry and exit controls and for regulatory reform be-
comes clearest when one recognizes that the major conditions
necessary for the maintenance cf internal cross-subsidies are
quickly being eroded.

The first condition is that the regulatory body must guarantee
monopolies in markets where démand is strong. Historically, this
has been done through control over the granting of operating au-
thority; however, it was noted earlier in the report that the ICC
has significantly reduced its control over the regular-route
operations of Class II and Class III carriers and has concurrently
relaxed scrutiny over charter-operating authority. Perhaps of
more importance to the Virginia industry is the fact that while
companies registered with the SCC are regulated, a significant
number of group-passenger-cavrier classifications supplying

*For a similar argument elsewhere, see Reference 7, p. 10-10.
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services of a competing nature are exempted from SCC regulations
under Section 56-274 of the Code of Virginia. In addition, there
are over 100 firms in operation which supply only charter service,
the type of service for which there traditionally has been the
strongest demand. It is obvious, then, that the monopoly position
of the Virginia intercity bus industry is being eroded and, conse-
quently, that the source of the cross-subsidy to regular routes

is disappearing.

The second condition being eroded is that the profits earned
in the protected markets must be used to provide the unprocfitable
service. The reader will recall that the levels of service (both
in terms of routes covered and number of trips) have been declining
81gq1f1cantly in favor of a move toward the supply of more charter
service. This trend is a clear signal that the companies aren't
being forced to maintain regular routes at high levels of service.

Thus, because-the strength of the internal cross-subsidy

scheme is being rapidly eroded, it cannot be offered as an argu-
ment against regulatory reform.

Expected Impacts of Regulatory Reform

To aid in predlctlng the effects deregulatlon may have upon
the Vlrglnla intercity bus industry, it is helpful to look at the
experience of other transportation industries and other states
with deregulation.

Although the initial boom that followed the deregulation of
the airlines is appearing to slow down, overall the results of de-
regulation appear to have been hea1thy for the airline industry,
especially for small carriers. It is very difficult to compare
the two modes, however. Airlines have a much higher ratio of
fixed to variable costs, and airline passengers possess a higher
price elasticity of demand than do bus passengers.

Comparisons between the intercity bus and the trucking indus-
tries are a bit more realistic. Both industries are characterized
by relatively low fixed costs and fairly inelastic demands, and
both have capital that can be transferred easily from one firm to
another. As noted above, these traits have been described by
proponents of trucking deregulation as %;%ng antithetical to
"ruinous" or "destructive" competition. Instead, they argue
that industries exhibiting these three characteristics will
achieve lower prices, increased efficiency, and expanding markets
from economic deregulation.
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Perhaps the best predictor of how the Virginia industry
might react to deregulation is the experience Florida has had
with economic deregulation of the intercity bus industry. The
state abolished regulatory contrcls (with the exception of safety,
weight requirements, etc.) on July 1, 1980. Since that time,
there has been a marked loss of regular-route service to some
areas, but for the most part these were areas with insufficient
demand, where a declining level of service had been taking place
for some time.(8) 1In addition, some new, small carriers have
entered the industry and are picking up some of the abandoned
routes.(27) New charter operations have started as well. Most
importantly, every bus company has initiated or planned a major
expansion of its operations since deregulation was initiated.(8)
The state hopes that the ability of bus companies to experiment
with fares and schedules will prevent a "jump in-pull out" situ-
ation.(8) In addition to route changes, Trailways has responded
to deregulation by reducing fares on some routes and by offering
children's and senior citizens' discounts.(27)

The case for regulatory reform is quite strong and, while
identification of those services which will be dropped can only
be general, it is clear that the market will mobilize the resources
of the industry toward providing those transportation services it
can provide more efficiently than any other mode.

Assistance

A third major policy scenario which should be addressed in
the context of regulatory reform is that of some form of assistance,
or in the economics jargon, subsidy. Consideration of this option
nevertheless does not indicate its acceptance as desirable. The
literature presents arguments on both sides, and while economic
theory can be brought tc bear,(25) the choice for assistance is
most often determined through the political framework,(8) as has
been the case for aid to transit. Allen has argued elsewhere that
there are only two economically justifiable arguments for subsidy
to public transport.(25) The.first, which the authors have
argued doesn't hold for the intercity bus industry, is that there
must be significant economies of scale. The second is that
subsidies will lead to significan; Eﬁductions in externalities
such as pollution and congestion.‘2 For the rural areas in
danger of losing regular-route service, this argument doesn't hold
either. Thus, on economic grounds, subsidies to the intercity bus
companies to maintain existing regular routes cannot be justified.
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There are other arguments, however, relating to national
energy goals and to mobility for all groups which can be raised
in support of subsidizing regular routes that otherwise would be
dropped. For example, while it has been argyed that the bus is
the most efficient form of intercity travel, 8) this is true only
for trips of certain length and for buses operating over routes
having significant passenger demand. The fact, in the opinion of
the authors, which is overlooked is that charter operations, which
require no subsidies, are already consistent with energy conserva-
tion goals in the sense of supplying significant numbers of passen-
ger miles at low expenditures of energy. While some propose that
subsidies are justified because of artificially low fares brought
on by operatin% subsidies to competitors such as the airlines and
the railroads,(3) this argument is weakened significantly by the
fact that for trips normally supplied by bus (those less than 200
miles), the biggest competitor is the automobile, which receives
no operating subsidy.

Notwithstanding the fact that the case for subsidy is weak,
various assistance and subsidy schemes should be described for
three reasons. TFirst, a precedent for subsidy programs has been
established through the eligibility of private intercity carriers
for monies being distributed by the states through the Section 18
formula grant program.(7) Secondly, Sections 21 and 22 of the
UMTA Act, although unfunded, provide for both assistance and
operating subsidies for the operation of terminals. Thirdly, and
most importantly, given that there may be some cross-subsidy by
the carriers under deregulation for regular routes that are
marginally profitable in order to partially cover capacity costs
for charter operations, certain purchase of service agreements or
subsidy formulas may be useful to enhance service and induce
greater patronage of those relatively high demand regular routes.
Descriptions of subsidy and assistance mechanisms follow.

Provider-Side Subsidies

Provider-side subsidies are-supply-side grants which effec-
tively reduce the cost of supplying a particular level of output.
These can be classified as deficit subsidies, input subsidies, and
output subsidies.

Deficit Subsidies
This is the traditional method of subsidization, where the

difference between the cost of providing a certain service and the
revenue accruing from such service is compensated for through a
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subsidy. Deficit subsidies have been used so frequently because
they are easy to administer and because, unlike other capital-
oriented subsidies, they allow the operator to experiment with
innovative administrative and scheduling techniques (as will be
discussed below).(25) This type of subsidy has been criticized,
however, for several reasons. First, it is difficult to determine
what routes are "wor%hg" of subsidization when so little is known
of passenger demand.(28) Secondly, this method does not encourage
carriers to become more cost effective because nothing is gained
by being efficient. Finally, the subsidizing body has little, if
any, control over the administrative and operating practices of
the recipient.(25,28)

Output Subsidies

A second provider-side subsidy is the output subsidy. Such
aid is granted on units of a certain output produced by the car-
riers. For example, a company might receive aid for every route
mile or every passenger mile traveled. This form of subsidy pro-
vides more incentive than the previously discussed types, because
the amount of subsidy received is directly linked to the perform-
ance of the carrier. This advantage is substantially offset by
the difficulty and high cost of administering the subsidy, even
though the grant agency can induce the carrier to increase the
most desirable output.

Input Subsidies

Among the most attractive alternatives the state cculd pursue
is that of providing input subsidies. In contrast to the types
of subsidies discussed in the previous sections, these concentrate
upon reducing the overhead costs for bus companies. Therefore,
the incentive for minimizing costs in other areas is left intact.
Because so much of the industry's purchases are cagital-intensive,
this kind of subsidy can be of considerable aid.(25) Its drawback
is that it may encourage companies to acquire more of the subsi-
dized good than they actually need, whi%e their supply of non-
subsidized goods may remain inadequate.(28) A discussion of
various types of this subsidy follows.

Terminals. Terminals represent the largest category of
expenses that a regular-route carrier must bear. As available
revenues decline, so does the amount of money that can go into
terminal upkeep. Obviously, the condition of a terminal is not
an absolutely essential factor in the provision of service; however,
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the perception of unsafe and unsanitary terminals may deter
potential passengers from using the bus.(7) Aid to improve
terminals, then, especially if such action includes linking

the bus terminal to another mode as well, may help bus companies
attract and retain riders.

Bus Loan Programs. The cost of a new bus continues to sky-
rocket, and the purchase of a bus represents a major and often
necessary expense. Lower maintenance costs, and again the attrac-
tion value of a shiny new bus to potential passengers, are bene-
fits companies gain through the acquisition of a new bus. However,
it 1s likely that if a company is involved in both charter and
regular-route service, a new bus will be used for long trips and
the older ones will be used close to home to reduce the company's
overall cost per mile.(7) This subsidy may be of questionable
value, then, in upgrading regular-route service.

Tax Relief. Granting carriers relief from state-imposed
taxes represents a third type of input subsidy. The state has
already moved in this direction through the removal of the gaso-
line tax and the gross receipts tax. The removal of other taxes
imposed through the DMV and SCC would provide minimal help.

Marketing. Marketing represents the least expensive and yet
i1s among the most productive means through which to increase the
demand for intercity bus service. By making potential passengers
aware of the services being o%fered, companies can hope to in-
crease their passenger loads,(7) drawing particularly from the
relatively short trip auto mode. Financial aid by the state in
this endeavor should prove to be worthwhile while costing very
little.

User Subsidies

Unlike provider subsidies, user subsidies are offered to
potential users of bus service. Usually, groups targeted for
such a program, the handicappéd or the elderly, for example, are
allowed to purchase bus transportation at below cost. Some argue
that reducing the price will potentially generat? new demand as
well as precipitate some modal shift to the bus.(28) Ipn the long
run, then, this type of subsidy may increase total revenues. At
the same time, it requires that the bus companies maintain satis-
factorg performance, as they must attract and retain new passen-
gers,( )" The likelihood that this chain of events would actualls
occur as the result of user subsidies is significantly reduced
when one recognizes that the price elasticity of demand is not
likely to significantly impact individuals in targeted user-subsidy
groups.



~

Concluding Remarks

Thus, what is to be conlcuded about the use of subsidies
and assistance as a policy consideration? Briefly, a subsidy
is not attractive except as a last resort; regulatory reform is
much more desirable as a first-policy option. Only after the
specific impacts of regulatory reform are ascertained should any
move toward subsidy be considered, and then care should be exer-
cised to assure that the subsidy technique is cost-effective in
providing the output desired. Low cost assistance options in-
clude marketing programs to heighten the awareness of the general
public to the advantages of intercity bus service, technical
assistance regarding management and maintenance techniques, and
working with localities to fully take advantage of *he potential
for purchase of service agreements with existing carriers to
supply desirable transportation services.
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APPENDIX

REGULAR-ROUTE INTERCITY SERVICES PROVIDED BY SMALL CARRIERS

Abbott Bus Lines, Inc.
1703 Granby Street

Rt. 1, Box 180

Roanoke, Virginia 24012
(703)343-1133

Abbott Bus Lines provides 2 roundtrips between Roanocke and New Castle
every Tuesday via Routes 419, 11, and 31l; leaving Roanoke around 8:00 a.m.
and 3:30 p.m.

Allen, C. J.
Rte. 2, Box 453
Danville, Virginia 24541

Mr. Allen operates a route from the intersection of Routes 882 and 703
east of Martinsville to Martinsville via Routes 882, 844, 851, 855, and 58.

McCrickard Bus Line

Box 94

Callands, Virginia 24530
(804)724-4130

McCrickard Bus Lines provides 3 round tripsa day,‘Monday through Friday,
between the intersection of Routes 844/41 and Dan River Mills in Danville wvia
Routes 844, 750, and 58. The runs begin at 6:30 a.m., 2:30 p.m., and 10:30 p.m.,

and carry workers to the 3 shifts at the mill and then pick up workers returning
home. :

Cavalier Transportation Company
1621 N. 28th Street

Richmond, Virginia 23223
(804)649-1019

Cavalier Transportaticn operates 1 round trip on Monday, Wednesday, and
Friday between Hartfield (leaves 7:30 a.m., returns 7:15 p.m.) and Richmond
(arrives 10:00 a.m., leaves 5:00 p.m.) via Routes 3, 198, 17, 14, 33, 249,
and 60. Intermediate communities served include Mathews, Gloucester, Adner,
West Point, New Kent, Bottoms Bridge, and Sandston.



Chesapeake and Northern Transportation Company
5604 Capelle Road

Portsmouth, Virginia 23703

(804)483-3672

Chesapeake and Northern provides 2 round trips Monday through Friday,
leaving at 5:30 a.m. and returning at 5:30 p.m., one between Chesapeake
(just south of Portsmouth) and the Newport News Shipyards and one between
Portsmouth and the Shipyards, both basically via Route 17.

Nooney Bus Lines

1017 Jefferson Street

Roanoke Rapids, North Carolina 27870
(919)537-4945

Nooney Bus Lines operates 1l round tripsevery Saturday between Roanoke
Rapids (leaves 10:30 a.m., returns 12:15 p.m.) and Lawrenceville (arrives
11:15 a.m., leaves 11:30 a.m.) via Route 46.

Payne Bus Service

Rt. 1, Box 122

Beaverdam, Virginia 23015
(804)448-2930

Payne Bus Service currently provides only charter services in the
State.

Twin State Coach Lines
P. O. Box 826

Bristol, Virginia 24201
(703)466-5343

Twin State Coach currently provides only charter services in the
S tate.

Scottsville Bus Lines

P. 0. Box 355

Scottsville, Virginia 24590
(804)286-3101

Scottsville Bus Lines operates one route between Charlottesville and
Fork Union via Routes 6 and 20 from September 15 to May 1. Service is pri-
marily for the benefit of Fork Union Military Academy, with a bus leaving
Fork Union Friday evening and returning from Charlottesville on Sunday.
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11.

12.

Tara Lines

27C Beaver Lodge
Stafford, Virginia 22554
(202)695-1220

Tara Lines operates 2 round trips Monday through Saturday between
Winchester and Washington via Route 7. Buses leave the termini simul-
taneously at 8:30 a.m. and 3:00 p.m. Intermediate stops include Berryville,
Purcellville, Leesburg, and Falls Church. On Sundays only 1 bus leaves
Winchester at 8:30 a.m. and departs from Washington at 3:00 p.m. Commuter
service on Monday through Friday is also provided from the intersection of
Routes 610 and 612 in Stafford County south of Quantico Marine Reservation
over Route 610 to I-95 and into Washington.

Newton Bus Service

Rte.1l, Box 8D

Gloucester, Virginia 23061
(804)693-2284

Newton Bus Service provides 8 round trips Monday through Friday between
the Mathews-Gloucester area and the Newport News Shipyards, leaving in the
a.m. and returning in the p.m., via Routes 14 and 17. Employee-haul service
is also provided between other locations in addition to the regular-
route service.

Bon Air Transit

c/o Virginia Overland

P. 0. Box 328

Petersburg, Virginia 23803
(804)748-4444

NOTE: Monday through Friday via Routes 60 and 147 from Chesterfield County
and Route 1 from Ashland. Changes to the Chesterfield County run are
being considered. See next 2 pages for schedules,
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Zone 1 - Richmond
Zone 4 - Henrico
Zone 5 - Hanover

FARES:

The fares vary from $1.00 to
$2.25 depending on the zone.
Fares are payable on the bus.

Cash only and correct change
please.

PASSES:
Meonthly passes are available

at $30 - $40 - $50 per month
depending on the zone.

FOR MORE INFORMATION CALL:

Virginia Overland 266-1111

LEAVES:

ASHLAND 6:45 AM
RICHMOND 7:45 AM

ASHLAND 9:00 AM
LEAVES:

RICHMOND 3:00 PM
ASHLAND 4:15 AM

RICHMOND 5:30 AM

The bus leaves from the Ashland
Train Station and then travels
along Greenwood Rd., Mountain Rd.,
Brook Rd., Lombardy St. and then
East on Broad St. to 10th and
Capitol Sts.

The bus leaves 10th & Capitol Sts.
in Richmond traveling back along

the same route to the Train Station
in Ashland.

The bus may be flagged at any safe
location.

g
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13. Mechanicsville Bus Line
Route 1, Box 648

. Mechanicsville, Virginia 23111
(804)746-8332

MECHANICSVILLE BUS LINE, INC.
H. E. HUBBARD 746-8332
OWNER
BUS SCHEDULE

ISSUED: Effective Schedule #3 cancels Mechanicsville
January 15, 1979 Bus Line, Inc., schedule #2

MONDAY THRU FRIDAY

All Schedules to and from Richmond via I-64

Lv: Lv: Lv: Lv: Lv: . Lv: Lv:
Cherrydale Hanover Un. Va. Springdale & Blair's Cen. Gdn. 8th &
Village Bank Henrico Plaza Drug School Broad St.
6:00 AM 6:02 AM 6:05 AM 6:10 AM 6:22 AM 6:35 AM 6:45 AM
7:10 AM 7:18 AM 7:30 AM 7:40 AM*
8:00 AM 8:15 AM 3:20 AM 8:25 AM 8:40 AM 8:50 AM*
9:10 AM 9:12 AM 9:30AM 9:35 AM 9:40 AM 9:50 AM 10:00 aM*
1:45 PM 1:48 PM 1:55 PM 2:00 PM 2:05 PM 2:15 PM 2:30 PM*
3:00 PM 3:03 PM 3:30 PM 3:35 PM 3:40 PM 3:50 PM 4:05 PM
4:35 PM 4:36 PM 4:50 PM
5:25 PM 5:26 PM 5:45 PM*

*Will return through Mechanicsville
SATURDAY

All Schedules to and from Richmond via I-64

Lv: Lv: Lv: Lv: Lv: Lv: Lv:
Cherrydale Hanover Un. Va. Springdale & Blair's Cen. Gdn. 8th &
Village Bank Henrico Plaza Drug School Broad St.
8:00 AM 8:03 AM 8:15 AM 8:20 AM 8:28 AM 8:40 AM 8:50 AM*
9:25 AM 9:35 AM 9:40 AM 9:50 AM 10:00 AM*
1:45 PM 1:48 PM 1:55 PM 2:00 PM 2:05 PM 2:15 PM 2:30 PM*
5:15 PM 5:18 PM 5:25 PM 5:30 PM 5:45 PM*

*Will return through Mechanicsville

NOTE: VNo service on Sunday or on the dates observed for the following:
New Year's Day, Memorial Dav, Independence Day, Labor Day, Thanksgiving
and Christmas.
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Dominion Trailways

P. 0. Box 821

Abingdon, Virginia 74210.
(703)343-9799

NOTE: Daily, via Routes 460 and
19. Claypool Hill to Hunt-
ington run currently not
operating.

Dominion

Trailways

chanizsron BECKLEY—BLUEFIELD—BRISTOL kiowvis

READ DOWN

(ET) READ UP_

315 | €—=———— SCHEDULE Nos. ——> 310 |

11-19-80

Pittsburgh, Pa..
5| Parkersburg, W.
s Charleston, W.Va.
Gauley Bridge. __
35| Ar Beckley, W.Va..

....... (G10)GL..___Ar

g10 45| AréPrinceton, W.Va.._.________.
¢ Lv Princeton, W.Va..
Ar Rum;ke, Va.__._. 0
310 45| LviPrinceton, W.Va.__ - a 1 08
gll 10| ASBLUEFIELD, W.VA. .. ..  DLL_ __L/gl2 35
9 30| v Huntington, W.Va.... .. (7976)TWI____Ari 8 05
11 45 Logan_ ... . .. . ... ... 5 50
12 35| Gitbert. ... ... ... 5 00
110  Jaeger. 4 30
150 Welch. 3 40
2 05| Kimbal 325
2 15|  Keyston, 315
3 80 Ar Bluefield, 23

30: Lv Washington, D.Cc~- .
11 15{  Roanoke, Va._.__.
| "2 100 ar Bluefietd, W¥a

5 50| Lv Charlotte, N.C..._.
8 50 Winston-Salem, N.C.
1105 Wytheville, Va.. ..

11 55 Ar Bluefield, W.Va......_

: l
-
-

SR8

Springville
STazewell. ..
Pounding Mi

3 30, WWBLUEFIELD, W.VA.
f Bluefield, vVa.__.._

Ar*Claypool Hill, Va.__

v Huntington, W.Va...
Williamson, W.Va.
Pikeville, Ky... .
Grundy, Va._.
Richlands, Va...

Ar Claypoo! Hill, Va.

f | r9Rosedale
4 55/ sLebanon_
Hansonv
Holston..
SAbingdon, V.

wen
[T
o

4 25 Lv*Claypool Hiil, Va.

Ar3BRISTOL, VA.-TENN

Lv Bristol, Va.-Tenn
Greeneville. .
orrislown
Knoxoille,
lr_Allanta, Ga.

NOxnmR
N T
Conewn

|
l

Lv Bristol, Va.-

XN )
Saa

enn..__
Johnson City, Tenn
A Agheville, N.C.___.

Lv Asheville, N.C._._
Spartanburg, S.C._
Columbia. . ..

— —
— o~ Tt
DG A
SAassid

Q

a

3

a

“

s

3

14

2]

Explanation of Reference Marks

?—Agency station handling inbound
prepaid express oniy.

t—Agency station handling tickets,
baggage, prepaid and collect ex-
press Eno C.0.D.s).

*—Agency station handling prepaid
and collect express (no C.0.D.'s).

Diy—Daily.

Fri—Friday only.

t or Sat.—Saturday only.

f—-Flag stop.

D—Discharge onl{.

@—Consult agent for schedule
formation on this route.

ﬁET;—Eastern Time.

CT)—Central Time.

BRI—Blue Ridge Trailways,

DLL—Dominion Traiiways.

GL or_‘g—Greyhound Lines, Inc.

TWi—Trailways, Inc.

BA—Bluefield-Asheville.

in-

BT,
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16.

D & M Bus Company
130 Carolyn Court
Danville, Virginia
(804)792-1316

24541

NOTE: Via Route 58 to Martins-
ville and Routes 58 and

62 to Durham.

D. & M. Bus Company

E. H. Stephens, President
DANVILLE—DURHAM

130 Carolyn Court, Danviile, Va. 24541

READ DOWN 3538 READ UP
lt Folder 7 9-8-76
8 00| 3 30! Lv Washington, D.C._.______.__. TWI__ A 8000 | ___
11 45| 6 15|Lv Charlotteseille, Va. ... .. ....... -
115 7 45itv Lynchburg. .__.. -...(7960) . Ar b .
3 05| 9 35k Darwille, Va.. TWI Ly ion l
3 15110 10 Lv* Danville, V. DVM__ir | 135 6 30)
3351030 Milton, N.C..- 0T 170j §05}-2220100
34010 351 Semora..... 105 600} |-----
4 00'10 55/ “Roxboro...... 12 45‘ 540
41011 10' Helena Road___.. 12 35/ 5 30
4 1511 15/ RougemontRoad..__.__......._. 12300 525
4 45/11 45 Ar*Durham, N.C._.. /" DVM_. v (12 05 5 00
_{75 15/12 01| v Durham, N.C._ (7330)CCC._ir 12 05 4 35
5 5512 35 Ar Raleighy N.C......___.._..... CCC__Lv 11 30! 4 08
DANVILLE—MARTINSVILLE
READ DOWN READ UP
W 3539 | O
EScH|Esu | 5-1-30 |ESuH | ESub [ESuH. N
8 1o| 520|Lv Danvills, Va.. | 7 0/10 10162 DO D
830 5 35| Riggins Gate.... |7 20/30 00| §00|--{Z25{271
8 3| 540 Bachelor's Hall. |7 159 55| 3 O D D
8 40| 5 45| Brosville._____... 1 6 551 3 45 5 50}....]|.. |<...
8 45/ 5 50| West Fork.. 6501 9401 5 45| | .. oo
850|600 Axton....... 635 9 lsw.._.
9 10/ 6 10/ ir Martinsville, 5.l . [

Connections in Martinsville, for Rocky Mount, Roanoke and all points west.

Connections in Danville, for Norfolk, Richmond, Lynchbur

north.

EssH—Daily except Saturday, Sunda‘y and Monday.
u

ESa—Daily except Saturday. E
EM--Daily except Monday.
oVM—

€CC—Carolina Trailways.

D & M Bus Company. TWI-—-Trailways, Inc.

I and all points
Greensboro, Durham, Burtington, Raleigh & all points south.

H—Daily except Sundays and Holidays.

: PR FRONT
Quick-Livick, Inc. WASHINGTON RG%L WAYNESBURO
708 C Street BN 7971 0P~
Staunton, Virginia 24401 303 'No. 0\1551_9 No éso{:‘
EssH Folder9 9-5-7! i Essl
(703)886-6297 3 v New York N.¥.- - (7901).-- - 7 50
v, & e e
915 W timore, S v e i
NOTE: Front Royal run via Route 340.Quick- 'g”!’“‘wﬂ""”t‘”' Dﬁ-ﬂ:c-;( -------------- b 3%
‘ Livick also providesround trips every e 3 W*WASHINGTON, ©.C Twnnr‘;; 3%
: | 11 Q0. ails urch, Va..._ - :
Monday (except holidays) between I i 2 *Fairfax (4103 Rust 5. . 3 3%{
| 1L i entrevilie__.__..__.. !
Staunton and Charles Town, West |11 47 Gainesuille... 3 I8
. . . . ) aymarket.._ |
Virginia, via Routes 250, 42, 623, ' The Plains. R S
. . AMarshall. ..o :
55, 628, 11, and 761 into West 1) 12 45 r*Front Royai .. TWiLD) 10
Virginia out of Winchester. The bus ‘z ; 1fouiLv‘gmnt;RH;| -aLlk )12 &
: i entonville . . et
leaves Staunton at 7:30 a.m., arrives | ) 13 "s~:laf:|!é-y-- ;]% I
Charles Town at 10:45 a.m., leaves ; 3 glllﬂ ‘EH(&;naanEh. iy
. ! ! ON. ..o i 1
Charles Town at 11:15 a.m., and arrives ) 243| Grottoes .. ... il D1y
. ) 300 Ar*Waynesboro, Va.._...._... aLil ) 1094:
back in Staunton at 2:30 p.m. I _
330!y WAYNESBORO....(7966) . —TWiAr 1 10 4
34014 STAUNTON, VA.oo....... .- TWiLv | 102
QLli—Qperated by Quick-Livick, Inc.
708 C Street Staunton, Va. 24301
4 Fuil service agency station.
) qr EssH—Daily except Saturdays, Sundays anc
1 Holidays. o




17.

18.

Safety Transit Lines

619 Bridge Street

Eden, North Carolina 27288
(919)623-2434

NOTE: Martinsville run via Routes
87 and 220; Danville run via
Routes 29 and 700. Safety
Transit has applied to the
North Carolina Utilities
Commission and the Virginia
State Corporation Commission
for a reduction in service to
1l round trip every Wednesday
between Eden and Danville and
Eden and Martinsville. This
change may be in effect as of
the date of publication of this
report.

Intercity Bus Lines
Route 1, Box 316
Roanoke, Virginia 24012
(703)342-6419

NOTE: Via Routes 220, 11, and I-64

MARTINSVILLE—GREENSBORO /BURLINGTON
DANVILLE—EDEN

Operated by R. H. Gauldin, d/b/a Safety Transit Lines, Eden, NC

- READ UP
RE;\[‘) DOWN 73 1 9 A Ul

. only EssH  EssH 10-29-78 EssH EssH only.

730 v Rmnoke, VA._.. .(206)GL ke 10750 430
9 00 Ar Martinsoille, VA GL. _.lv. 9 20‘ 3 051
920 WAMARTINSVILLE, VA_____ STL _ir )9 ) 15.)2 15 -
f Rldgeway VA f
9 50 ArdEden,NC.__ .
)9 50 WviEden,NC_.___ . ... ___.
) f ] Stoneville.
) Mayodan
)1020 sMadison....
) | Summerfie
1100, ArAGreensborn,
..... | Reidsville...__..
4444444444 ‘n—asum.mcrou NC.._._..STL.
EssH ! I L DANVILLE—EDEN Es:u Essn \

¥ 00 )7:45‘ LvéDANVII_.LE. VA STL. _Ar: )7:40 )3 B
.- )4 10)755  Schoolfield, VA Y7230 )3 35

)4 30 )8x15 Mayfield, N , )7;10 3315
)5 00 )8x45 ArAEDEN, NC Ly )6x40.)2 46 .

EssH or )—Daily except Saturdays, Sundays and holidays.

Fri_or e—Fridays only.

x—These trips'will not operate during periods when Dan River Mills are not
in full operation.

)—-Agency station handling Tickets, Baggage, Prepaid and Collect Express,
but no C.0.D. Express.

Intercity Bus Lines, Inc.

ROANOKE—ROCKY MOUNT— |
MARTINSVILLE |

ROANOKE—FINCASTLE—

EAGLE ROCK—CLIFTON FORGE—

BN TGP | COVINGTON
e 3436 I v g3y
AM 6-1-80 . _MM_[|ESuESuj ESu ESu
17 30 LW ROANOKE, VA, 4 fl050|| M M & 6-1-80 ]
750 Boones Mili.__.. _.. +1030115 45 1100 Lv 'ROANOKE, VA, ir 2 15 15 845
78 100 Rocky Mount.__ ... 11010116 00 1115 Hollins______.._ .. 200 ¢
tof Cassell’s Store_ Pt . f i Cloverdale .- ff
t f Sydnorsville._ tofo f Daleville..__.. fof
+f Jones' Store. . oot t Amsterdam fof
tof Henry Road...___.__ .. T f Trinity.. f of
tf Qak Level .. .. ... tf 16151130 Fincastle.. 50 f
yof Bassett Road tof f Lower Catawba f f
t f Collinsville_. t f 140  Eagle Rock. i f
19 00 A~ MARTINSVIL 9 20 f Gala._ . f
‘9 15 W Martinsville, Va. 910 f Lick Run_ f
“1010 Ar Danville, Va. . - °8 10} 12f|ﬂ (l:ro?tGate o
10 10 W Danville, Va (3538)Ar 701280 4 c";v;’,\',‘c‘-.‘-'a" 2 ;3((

11 454 Durham, N.C.._.... DVML ..

1240. v Covington, Va..._GLAr 1230'.
.5 004 R:clamnnd Va. (295)Lv '8 00..

7 45 1230 v Covmﬂon, Va..(295)Ar 1248 6'2.

111150 4 55 Ar Charleston, WVa.GLLv 8 20 221

ESu or t—Daily except Sunday. DVM_D & M Bus Company.

ESuH or °*—Daily except Sunday and GL--Greyhound Lines, Inc.

Holiday.

IV RS



19. Bristol-Jenkins Bus Line
408 E. Mary Street
P. 0. Box 59

. Bristol, Virginia 24201
(703)669-7351

NOTE: Via Routes 58, 23, 11, and 421.

osrnes. BRISTOL-JENKINS BUS LINE, INC. g

Virginia
BRISTOL—NORTON—JENKINS—HARLAN—MIDDLESBORO
303 1 ’ READ UP To Pikeville, Ky. 7979
B EA] e t
o 2-15-78 (ET) |BNB o S et H
v New York, N.Y. ._____ ﬁ%““"“o aenite g
Lv Philadsiphia, Pa....-__ (132 k500 (Y denkins, Ky,
Lv Baltimere, Md.._...___.___ ... 2 00
Ly Washington, D.C. 1 00
_____ Lv Norfolk, Va.... 12 40 .
v Richmond, Var. sssi 1 To Reaae,
Lt Roarise, Ve ol 5 4511 35 VA
- A Abingdon. . ... 2200835 ~ 1330
_____ lmszee At Bristol, Va.-Tann............GL. 200 810 ‘@9
|77 [ *Bristol, Va.-Tenn. B &
..... 00| weu..lly  Trailways Bus Term._. 3 10! "
..... }5[ Grey. Terminal g % [ Avisgien, Va.
B i 700
g } Ilig g 5 / Kingsport, 1-:. Bristel, Va.-Tesn.
o :
Yy £ 2 }_g_g S80)..... To Knoxville, Tenn. 360 -~ * H
l | T B T o To Knoxville, Tenn. 215 [ Asheville, N.C. 8042
11 45 1150 I .
F T SRR = o SSKSNT oanJNEméwingr?s“
ppalachia......... M-
mi 11 30| 8 30| Ai*Big Stone Gap, Va..... 8930 5-13 ..... Hns——— E G IE
‘}3 11 35)..... L Big Stone Gng. Va... - 8 0| S0 ...
) 4012 01 iPennington Gap_..............- Lv| 800 4450
ﬁ - 'Aj- [} _“:l“ ; 28 A - BRISTOL—GATE Clm;ﬂﬁs:&l;:&gg‘gfd—ilc STONE GAP—
. ONeSVING o ooooonnenmcmancameee | 740 F [eeee-
k.| .| 9Ewing, Va._......... 7 10). ... P READ DOWN READ UP
- 0 || Midafeaiers, Wy R I R e I 3032 EaoH | Exchl | ExsH
315 oeooe| Wt Middlesboro, Kyoooo oo oo ..o 645l | jee--- BM | Bje (BN 2-15-78 (ET)| BM | BH | BM
145 1A+ Lexington, Ky.... 325\ | l-e-e- e | Hristol Va.-T |
, Va.-Tenn.
14 =22z | A Cineinnati, Odo. e B EEEES a5l 8 15 W Traiways Term A |10 30
4 40 {.....|& Columbus, Ohio.. 028 ... IUSE | IB 800-2|iv Greyhound Term... .. 2210110 A |10 25!
I X0 Toledo, Ohto..-- L N | ot g 8 %ZI..Z Blountville. _....... e ®
.......... efrotl, o - - - - —— smess . e
Tillezst Lo i Indtanapelis, fnd--ooo (55 oo - PR 1ot B B o | B R S [t eyl Sy AR
L) 8355 ¥ ... A Chicago, [ll.... .ooooeonnzee GL....lv SIsl..... 415 9 25|12 C AGats City, Va 920
PR DO 1206 . Lv*Pennington Gap. 4 40( 9 45{..__. -Duffieid._.... 8 55
.......... a 8 ir*Hartan, Ky..__ . 05110 05{.-_7-| xBig Stane Gap. w|83%
*7730(°5 3011 509 00| W*Harlan, Ky.. i |*7 15(°1085 *15(10 10| 8 30| W*Big Stens Gap.. i | 8930
rfeff ?' t Wallins_’...?_. s f e f 10 15| 8 35 Appalachia._’ 8 25
o fle f e finf Blackmont..._. «fet 40:10 401 9 10| “Norton....._... - | 800
*g 151%5 1512 35/°0 45/ acsPinevitle, Ky. 100777070000 Lv I*6 301*1010 lozee 9.30| i Cosburn Ll 740
] eeeae 3 LN Ston e . 30
£ssH—Daily except Saturdays, Sundays and Holidays. }3 %.%% _____ },'.:.'.{f....,,,:.ﬁ' ®. fv g 00l
BH—Bristol-Harlan. BM—Bristol-Middlesboro. O LaPenni Ga ™
BJe—Bristol-Jenkins. BNB—Bristol-Norton-Big Stone Gap. {| -==* iy ngton Gap, v T
+_Agency station to which baggage may be checked and to which prepaid, || =z arlan, ®y........---
collect and C.0.D. express may be shipped. |} «eeee nln_fton Gap, Va. |75
$—Station having drop-off service for prepaid express only. JOT “Jonesville....._._._._. 7 40
BJ—Bristol-Jenkins Bus Line, Inc. L—Greyhound Lines, inc. | --... ﬁEwmi. Vaoee... 710
*—Daily. (ET)—Eastern Time, s—Changebuses. ' ----: A*Middiesboro, Ky.........
20. Appalachian Coach Company ROANOKE —GALAX
121 Baldwin Circle ‘DOWN | Appalachian Coach Company | UP
Lynchburg, Virginia 24502 e 7970 ssis
(804)525-1724 7. 1030 i New York, V.Y,

..(7901)7““1“. 16 45
(7950) .. Ar 5.

.
kil

14 300 W Wu/iinglon', D,

‘o
&t
1o

NOTE: Seven days/week via Route 221.

§ 00/1130; 34514 50
6 40:1205 1300405
6§ 4711212 3 55.3 38
§521217] Check..... 8 483 48
71011255 '3 30,3 30
725100 Willis...._. 8153 13
7311100 Dugspur.. 3 03/3 03
7 5511 30[ aHillsviife .- 17.50.2 50
8021381 Woodlawn.. ... .ooociiia.-. 17402 40
8 1511 50 A*GALAX, VA..........APCW (7302 30




21. James River Bus Lines
1017 W. Graham Rd.
Richmond, Virginia 23220
(804)321-7661

NOTE: Richmond to Buckingham via Routes 6, 15, and 60
Richmond to Irvington via Routes 200, 3, and 360

Richmond to Lawrenceville via Routes 95, 10, 36, 1 and 46

Richmond to Clarksville via Routes 58, 92, 49, 40

, 460, and 95

JAMES RIVER BUS LINES

L. Woodrow Story, President 1017 West Graham Road Richmond, Virginia 23220
ALL Trips operate daily except Saturday, Sunday and Holidays uniess otherwise noted.
RICHMOND—HOPEWELL -PETERSBURG--BLACKSTONE— RICHMOND—TAPPAHANNOCK— RICHMOND—-FORK UNION—
CLARKSVILLE—-LAWRENCEVILLE WARSAW—IRVINGTON BUCKINGHAM
READ DOWN . 5-1-79 |_READ UP DOWN | 3-11-78 ue READ DOWN 3-5-79 READ UP

13131 41  <€—Run Numbers——3> 40 : 30 ; 30 21 | «<—Run Numbers—> 20 ! EIIH | <—Run_Numbers—>/ E:ﬂ“

! i i i : ! } S . S
_suneshl g | eon sat | | IR w
L-'578/5 151 5 30| Lv*Richmond, Va -RAPI 905111 1511 159 ... NI L*Richmond, Va._ A/ 1100 ....F_ g Lv*Richmond, Va.__A| 345/

35535 550 Falling Creek B 8 45/10 55[10 55 15' Mechanicsuville. . P 10| Lv. Ridge Road..___. i 815/, __

.5 485 45‘ [} Bellwood. ... - 8 35,10 4510 45 2 Taliey's Store.... 05 lv Forrest Tavern__v| 810} ...

9515 95! 605! Jct. #1 &10... .. ___. 8 3010 3510 35 30 Manquin_.. 10| 16 Lv Manakin Wl 805 __.
05,6 05/ ¥ Colonial Heights___. A 110 25/10 25 35 Central Gar 20| 22| wACrozier. . Wi 785 ..
. l i | 6§15 Bermuda Hundred Rd. 820 47 Aylett___.__ . 2% 25| v State Farm L 750].._.
! ! } 625 Hopewell . __ . . R 8 10| 45 St. Stephens..... 300 30| Ww*Goochland W 745
v ! | 640 Fortlee... 8 05 55‘ Milter's Tavern.. 35| 33| Lv Rock Castl L 740
156 15/ 6 45/ “Petersburg 7 50/10 15/10 15 8§00/ Bray's Fork...._. 40/ 35 Ly Chapel Hill._.____Ly| 735
40,6 401 ord....... 19401 3400...., 605 A‘Tappahannock__Lv 45 40| LvAFife .. _ v 730
536 53 Wilson_.. .. 1930 930f....; 6 15| LTappahannock__Ar 55 47| v Columbia vy 7200
1517 15 “Blackstone. 19159150, f Taylor’'s Fork. ... 05| 53| Lv Dixie...__. - | 7101
3017 30 “Kenbridge 900 S00f___. 625 Ar‘Warsaw, Va..___. tv 710 55| LW*Fork Union Ll 705l ..
4017 40, ;. 4Victoria_ 850 850075 35 LAWarsaw, Va s 113 v Ranson Store.___lv| 7 02| .
- 05'8 05 “Chase Ci 825 8268 " B Emmerton ) 151 60| W*Bremo Biluff . __ Ll 700
..... 208 20 Boydton. - 810/ 810% """ 4|  Farnham. . 17 Lv Jonestown.___.___ Ly 658{ .
..... 30'8 30! ArsClarksville L 800 800 - S7i  ALitwaiton. . 20| 63 Lv*Arvonia...___ Ly 655 -
- ‘...l 7100 +Dinwiddie. 738l 59 sNuttsville.. 22 v Davis Store_.___.Ly| 653\ __
1 153 Dewitt.____ 720 ... 05 zLively 25| 68| Lv Gold Hill. -l o8B0l
{ 120 zMcKenney 715 .. 71 *“Lancaster 28 Lv Davidson Sl 64710
| 135 *Alberta._._._____._.__ 7000.....]..... 73 *Kilmarnoc 300 71 v Alpha_. .ol 645
|7 50/ Ar*Lawrenceville, Va.._Lvi 645/ 777 [ 777 731 swWhitestone gg ;g tv:glﬂwyn....c ______ v 6 gg .
- i v i vtSprouses Cornerly| 6 35|..._
st 139 Metlrvington, Va... I 745 82l arBuckingham.Va.li 8 0

*—Agency to which baggage may be checked Sun—Sunday only. )
and to which prepaid and collect and C.0.D. EssH—Daily except Saturday, Sunday & Holidays.
may be shipped. . f—Flag stop. )

z—ECxpress agency only. Na tickets or checked Holidays: New Year's, Memorial Day, Fourth of
baggage. July, Labor Day, Thanksgiving & Christmas.

Sat.—Saturday only.

22. Winn Bus Lines
909 N. 17th Street . .
Richmond, Virginia 23219
(804)644-9466

NOTE: Monday through Friday except
holidays wia Routes 33, 22, and 250.

CHARLOTTESVILLE—LOUISA— RICHMOND

READ DOWN ! Winn Bus Lines, Inc. READ UP

‘&. Folder 9 7967 3-3-80

-l LACHARLOTTESVILLE, VA, ____& 3

N4 45
)4 95 Shadwell

95251 Trevillians
--1)5 30| zLlouisa.....

-.--)5 40| Mineral..
;Gf Cuckeo....

*—Full service agency station.
z—Express agency only.
A-11

All times shown are Local Time



23.

24.

Virginia Dare Transportation

Manteo,

North Carolina 27954

(919)473-2684

NOTE:

Daily via Route 168 into
North Carolina.

Colonial Transit Company
P. 0. Box 508

Fredericksburg, Virginia

(703)494-8169

NOTE:

See next 4 pages.

22401

NORFOLK—MANTED ENGELHARD

Operated by Virginia Dare Tr P ti y, inc., Manteo, NC
READ DOWN READ UP
i 1 ) 7 308 9-22-80 cec
—---{ 500|100/ 10 08} Ly New York, NY_........ omyww 450 145 145615
----110 00| 2 30| 11 15: v Philadelphia, PA....... (7300)CCCA- | 3 J0'10 25110 25( 5 15
...| 5180925 5 25|& Norfolky VA .o oceme... CCCLv| 830 300 3 (IIH_O_O
.6 0012730/ 6 00| *Norfolk, VA(TWS Term.)VDTAr | 825/ 2152 35/ 7 50
..--| 620112 58 620 Chesageake, VA (City Hall). 7571150 f 2%
40| 1 10( 640 Moyock, NC B 7351%145'(5
431 1 20| 650 zSligo....._ 7251 { 55
02/ 135 705 Camden..... 71 f 38
J 10{ 145 7 15| Ar*Elizabeth City__.__. 7 05 1156 30
—..-| 710 145( 7 15/ Wv*Elizabeth City.___. 7000145 .. . 30
vm 1V53 7V23 gam_c:enk. ....... 6 50 % .1!6 ..... 2
- 2T T-1 RS I NI 1 || I
i1 210 740 Barco.... M 1 00 s
1738 215 745 Coinjock 6 31/12 55 1]
..--{ 158/ 221 757 Grandy... 6 2012 43 43
... 1591236 806 Powells P 612/12 341 .. 39
_..-| 808/ 245/ 815 Point Harbor. 6031225 ... %
... 318) 254 B24 Kitty Hawk_._____ 555112 16/.....
18223000 830 Kill Devil Hills.___ 55012 10(..... 15
221830/ 310,840 Nags Head....... 54312 00..... 05
...; 850/ 3 30900 Ar*Manteo, NC_._............. 53011 45 ... 50
RO DS 8 45/ Lv*Manteo, NC___._ ... 345
JRS S SO 55 Nags Head........ 3 g
JENY SO BUS, 10 30| A Hatteras__.. .2
.. 010 45{Lv Hatteras___._. 20
. °12 30| ;* Ocracoke, NC_ 1235
9 20| Lv*Manteo, NC.___ 400
- 10 00! Stumpy Point. 1315
R PR P 10 55| & Engelhard, NC. 24

z—Agency station handling Expressonly

v—Daily except Sundays and Holidays. =~ N
CCC—Via Carolina Trailways. VDT—Virginia Dare Transportation.

A-12

All trips operate daily unless: otherwise noted.
AM-—Light Face. PM—Bold Face.

Times shown in ITALICS indicate service via connecting trip or lrips.



COLONIAL TRANSIT CO., INC.

GREATER FREDERICKSBURG
TO
WASHINGTON, D.C. and DAHLGREN WEAPONS LAB

COMMUTER SCHEDULES
(Effective February 1, 1981)

P.0. 80X 508
FREDERICKSBURG, VIRGINIA 22401
371-5123 + METRO: 550-7834

GENERAL INFORMATION

SCHEDULES — Schedules printed in this timetable are subject to change. Colanial
Transit Ca., Ing. will not be r ible tor errors in ti or damage incucrea from
late schedules or failure to make connections. Passengers are advised that these timetabies
are designed to be achieved but same are nof guaranteed due to traftic, weather, ar ather
circumstances beyond the carrier’s control.

TICKETS ~ Passangers may purchase one-way, round-Irip, or commutation tickets on the
bus.

SEATING — Seating is on a first come, first sarve basis and is without regard to race,
color, creed, or national origin.

TARIFF REGULATIONS —~ Colonial Transit Co., Inc is subject to and operated in
accordance with filed tariff reguiations and fimitations.

PARKING ~ All parking is at patron’s own risk. Designated commuter parking lots are
T for those s driving to bus stops.

The saie and ian of is ibited by
Smoking is prohibited an all buses,

D.C.and Va.

COACH DESIGNATIONS:
Y = Serving Federat Triangie and Sauthwest Mail.
B = Serving Foggy Bottom, K and L Streets from 20th N.W.
to/and including 14th Street.
These are general in nature and may serve additional areas not
indicated, The first number in the codes indicate origin points
within the Greatsr Fradericksburg area.
7 = Servicetown (Stafford County)
8 = Lake of the Woods {Orange County)

= Flag Stop Only

A.M. DEPARTURES TO WASHINGTON, D.C.:

Lake of the Woods @ Club House
Re3& 20

AL 3& 613

Rt. 3 & 622

Re J& 610

Rr. 3 & 626

Rt 1 & Five-Mile Fark

At. 3 @ Sherwton Hills

Satem Church -
Rt. 3 & Greengste Rd. (Naar Matl} 8:18
Servicetown (1-95 & At 17) - 8.2

ays1

A.M. ARRIVALS IN WASHINGTON. 0.C.:

12th & CSex 7.3 - -
7th & Indeoendence 7:29 - -
Tth & Pannsyivanis 7:32 - -
12th & Pennsvivanis 7:38 - -
12th & G Stx. (Metro Canter) 7:37 - -
15th & K Stz 7:40 - -
18 & K Sty 7:42 - -
20th & K Sta. 7:43 - -
21 & Pennsylvania 7:48
21 & E S 7:48 - -
14th & independence - 7:30 .
14th & Constitution - 7:33 -
Constrtution & 12th - 7:35 -
Constitutian & 10th - 7:36 -
Pennsvivania & 10th - 7:37 -
Pennsyivania & Tth - 7:39 -
Pennsyivania & 4th - 7:41 -
Pennsyivania & 3rd - 7:42 -
3rd & Marviand Ave, S.W -
| naeoendence past 7th @ Hirshorn - 7:45 -

| ndevenaence & 10th (across Forrestal) - 7:47 -

23rd & O Sta, @ Srate Deot - - 7:30
2h & € Sts, @ Civil Service - - 733
2204 & Pennrsyivanm. - - -

20th & Pennsvivama - - 7.3
20th & K Ste. - - 7:37
K St & 18th St - - 739
K SL& 1€ St -~ - T

18th & Pennsyvania - - -

15th & Pannsvivamis & Treasury - - -

14th past New York (Southbound) - - 7:a4
14th @ Commerce Dect. {Southbound) - - 730
10th & Pennsyivania -
3rd & Pennsyivama -~ - -
Tth & D Sr, S.W. - - -

3:25

A-13
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GREATER FREDERICKSBURG TO DAHLGREN WEAPONS LAB

DEPARTURES FOR

LGREN

Five-Mile Fork {Rt. 3 & 740)

Rt. 3 & Sheraton Hiils

At I & Sheraton Hiils East

AL 3 & Waverty Viilage

Rt. 3 & Greenbriar Shopoing Canter
Rt. 3 & Greenbriar Apta.

Willism St. & Stafford Ave

William St. & College Ava.

William St. & Kenmore Ave.
Williwm St & Charles St.

Wiltiam St. & Sophia St.

Rt 3 & Ferry Ra.

Rv. 3 & Tylerton Entrance

Litrie Faiis @ Henderson's Store.
Seatsron @ Qid Post Office
Four-Mile Fork {At. 336 & Rt 208)
At 636 & ALY

Lafsywtre Biva. & South Gate Rd.
Latayetre 8wt & Mosby St.
Lafaverte Bivd. & Qld Greanwich Or.
Lafayerre Bivd. & Hillcrest Or.
Lafeverte 8ivd. & Morningside Or.
Litrispege & Charforte St
Littlepage & Witliam St.

William & Safia St.

ARRIVE DAHLGREN

H
H

I
|

@
o
8

Sgi ittt

1
aeeaoona
poraooe
833a503

[
DD G
Y
SN

<
2
<
3
&

DEPART DAHLGREN

2.M. DEPARTURES FROM WASHINGTON, D.C.:

e e e et
12th & Indecendence

7th & | ndependence

7th & Pennsyivena

19th & Pennsyivanis

T2th & G Sta (Metro Canrer)
15th & K Sts.

18th & K Sta

20th & K Sta.

215t & Pennsyivania

NI & E S

14th & Constitution
Constituton & 12th
Congtitution & 10th
Pennsytvanis & 10th
Pannsyivania & 7th

Pennsyivenis & ath
Pennsyivania & 3ra

3rd & Moryiamd Ave, S.W,
Ingepencence pas 7th @ Hirshorn
independence past 100 {acros Forresall
independence & 12th

23rd & D Sn. @ Sune Dept.
20th &-E Sts. @ Civil Service
19th & £ Stx. @ Civil Service
22nd & Pennsvivenia

20th & Pennsytvania

20th & K St

K St & 17t

K St & 15th

18th & Pennsyivans

15th & Pennsyivanis G Treasury
14th & New Yorx (Soutnbound)
14th @ Commerce {Southboundt
10th & Pennsyivenia

3rd & Pennsyivenia

2nd & independence @ HEW

P.M. ARRIVALS IN GREATER FREDERICKSBURG:

Serviamown (1-95 & AL N

At 3 & Greengste Road (Near Mail)
Satem Chureh

At 3 @ Sherwron Hills

Rt 3 & Five-Mile Fork {AMOCO STATION}
Rt 3& 626

At 3 & 610

Rt 3 & 622

Rt 3& 813

Rt 3&20

Lake of the Woods @ Club House

415

- - 5:01




COLONIAL TRANSIT CO., INC. A.M. DEPARTUURES TO NO. VA.: XN# K22 K23
oaLE ciTy
PRINCE WILLIAM COUNTY 7.1 on Daie BIvd. @ Deleney 558

TO Keystone & Daie 5:59

NORTHERN VIRGINIA frimeiriiy i Gor -

6:G2 -

u
&

K28 K31 K32 K34 KI2# . KI3¥ C21 KCIO# C23# K51 KS2 Al

- 6:43 - - - - .
- 644 - - - - -

- 647 - - - - -
~ 648
COMMUTER SCHEDULES -~ 649 - - - - -

(Effective April 1, 1981)

E33unes

sosraaaa

»

Kerrydaie & Date - - 8:51 - - - - -

Ashasie & Oueia
7540 HORNER ROAD Birchdate & Dale oom
WOODBRIDGE, VIRGINIA 22191 Barkadsis & Dele -
Metro: 550-7884 * Loosi: 4948189 Cloverdaie & Daie 6:08
Forenidaie & Date @ Dwartrydaile 8:01
&0

83848
'
I

Faoaan

a
|
'
i
'
'
'

@
NN SR
@

@
<
'

[

i

N .
Greerwood & Date 60« - 84 - &5 - ooz
Commuter Lot 6:0%
GENERAL INFORMATION ill & Dete @ Fir " i
Hillendiaie & Hendricks si56
SCHEDULES - Schedulms prunted in this dmecnie are 1ubject ©© T &t @ 711 s
chaoqe. Colonual Tranmt Co., [ae. will nat be responable far errors
12 nmetables o damage ncurted from late seasdules or (alure to LAKE RIOGE
Imake conoeCTions, Famengers i ddvised (hat these timetables are vy — L.
euqned to be achieved but sume are Sot quaranteed due to trafflec. 01d Bridge & Oskwood @ Woadmark
weather or athet cucumstances beyond the carrier's control.

a2aa
2o
532
1
'
)
.
'
.
'
l
|
'
«
b
|

Antietam & Seminole DR
Deenford Btw. Antietsm & Oskwood - - - -
Qekwood betors Crabappis - - - - - -
Oakwood & Woodtern > - - - z
L R. Camemunsty Center (on Oskwood) e,
Oakwood & Castile P, ooo-z
PARKING — All parking is at patroa’s own ruk. Deaguated com- Oskewood & Vallaywood z z _ - z
‘muter parking lots are recommended for thoss passenger drming Oskwood & Oid Brudge @ Valleywood N _ - _ _ ~
1o bus stops. "Kiss & Ride™ or wailing (q 120ps at shappwng centers

is prefecred. Glsaton s Mcbile Hanes - _ = _ EE?Y
WOLIDAYS — Colonual Transit Ca., lac. will operata only Route L Z‘u“,;"v':’s"i‘rg':;"‘ {South Intersaction) - - - - SR
lacal service on weekeads and Bolidays. Coitly & Linwood - R - - Z ses -

SEATING — Seatng is on a first come, first serve bang aad i3 Colby past Torringtan - - - - - &
wathout reard to race, calor, creed o naticaal ongin. Harbor & (ronsstes tserv. /ix. Cir.) - - - - - &
&
8

i
'
'
Comon

I\{ll\t‘ggrgflsgl
)
.
!
L8 29, comeo
gEgeyg| 28 BRIES
f
.
\
!

TICKETS - Passenqers Ty purchass oneway, round-trip, ot
tickets on loaial’soffice ia

ssoecoae
[ X127 41 §

|
!
|
Gooe e

) Harbor & Mariner - - - - -
TARIFE REGULATIONS - Coloniash Transt Ca., lnc. it subjest Ciippar & May flower - - - - -
‘0 nd operated in acoordance with flled tnff reguianons and LA, Commuter Lot - - - - -
limutatnons.
. . ’ OCCOQUAN/WOODERIOGE
The ssie and cousmmption cf aleoholic beveraqes is prohibited by X T
Bty B aad Vi , Hechinger's . - - - - - 700 653 - - -
’ At. 123 Commuter Lat - - - - - - - - 6.48  1:03 -
Smo'ung is prohibited on ail buses. Horner Aoed Cominuter Lat -
ROUTE 1
Coach Demgnations Dumiries Shopging Center & A&P - - - - - - - - 823 638 - - - - - -
K 2 Pentagon Powsil Creek Bivd. @ Wooamark - - - - - - - - 628 643 - - - - - -
C = Crysal City Featherstone Square - - - - - - - - 836  6.50 - - - - - -
A = Rosiyn Gordan Plaza - - - - - - - - 645 700 - - - - - -
Othar lettars 1n codes indicate Washiagqos, D.C. routes which s10p WESTERN PRINGE Wil LIAM COUNTY
at the Pentagon ooly Manasses © Westgate Shopping Center - - - - - - - - = - - - - 600 6145 -

The first number in the codes indicate locations withua Prince
William Couaty AM. ARRIVALS INNO. VA : K21 ra2 K23 Kas [¥: ] n x32 X34 x12 X131 c2 KC30 €23# K61 K62 Al

£
51
&

'

'

'
@
2
&

'

i

1

|

:
Kl
)

!

|

!

!

Aceas East ol 198 PENTAGON 650 735 730 735 740 7:40 730 745 730 740 - §50 - 656 735

Dae City Ol 0

fivol Ri:qdoyaaquu only HOSSLYN @ Dart Drug - - - - -~ - - - - - - - - - - 815

Dais City/Lake Ridge and other stops as indicaced CRVSTAL CITY

Marasas 2nd Westarn Prince William Cousty Stoutfer's - - - - - - - - - [ - - -
Nat'L Ctr. Bew. #1 8 #2 - - - - - - - - - 6:45 7.00 1:45 - - -
Natl. Crr., Rear ot #3 - - - - - - - - ~ 68 10V 746 - - -
Crystal Mail, #3

e e~
R

- - - - - - - - - T 649 708 T4 - - -

735 735 735 745
(AS)

7:00#

AM._ARRIVALS IN NO. VA
Leave Penuagon at

PENTAGON

3

P.M. DEPARTURES FROM NC. VA.: Al €22 X231 K25 n2e x31# K32 K1 x13 c21  Kca0 c23 ka3 WKA0 WK41* KS1 K52 A

CRYSTAL CITY
Stoulfer's - - -~ - - - - - S - - - -
Nat'l. Cr., Bet. #1 4 #2 - - - - - - - - - 340 4:08 5:08 - - - - -
Net'l Ctr., Reer of #3 - - - - - - ~ - - 241 408 508 - - .
Crysel Mo, #2 - - - - - - - - - 342 407 507 - - - - - -
Crysat Squers - - - - - - - - - a9 5:08 - - - - - -
Jettevson Plaze #2 - - - - - - - - 345 410 510 - - - - =

ROSSLYN @ Owrt Drug s - -

PENTAGON -~ 450 450 510 525 450 515 445 515 - 415 - 610 640 12:30 445 520 62
Pantagon Steinwsll - 1ABl  (AG%) (A6%) (AB) (A4l (A4 (A7} (A7) - (A4) 1a6)  (AGH (AB) {AS)  (ASI (A1

!

(AS5)
-

755
257
59
8.00
4:35

4:40

P_M. ARRIVALS IN PR, Y. CO.: a1 K22 K23 KZB K28 «31# K32# Kit K13 C21# Kc3o# C21 K48 WK40 W41 K81 K82 BIC

(RS)
-

7:41
7:42
7:43
7:45
7:46
5:08
512

OCCOQUAN/WOQDBASDAE
R1. 173 Commuter Lot - - - - .
Hechinger's -
Horner Rosd Commuter Lot 5:50 - —f—
LAKE RIOGE

188538 - Clipoer & Muy Hlavesr - §:
(AR <anwac ) o Hurbor & Metiner - - - - - = K
Tesevn - 8

- 523 663 -

as
&a&
x
x

'

'
x

{AS)
7:45

- - - - - - - -

(AS)
7:50
8:00
o
3
|
'
'
i
|
'

01d Bridge scross from T exaco Swtion - - - - - 53
Cotby before Tormington - .
Cotby & Linwood - - - - - 547 810 - - -
¥ Colby & Sturbriige - - - - - 548 &N - - -

- Sturbriige & Oriesns. - - - - - 5:49  6:12 - - -
Gleston's Mobits Homes - - - - - - e - - -
- L.R. Community Center - - - - -

.
|
)
1
T
1
i
Lecnonana
Sanee
Sis5528%
|
\
|
\
)
1

(AS)
15
25
05
06
07
09
W0
.
4:15
4:16
417
4:1%
4:20
2
;
-
'
i
|
'
i

M Oakweod pest Crabeppie - - - - -
Dewptord Btw. Oskwooa & Antietam - - - - -
Antigew & Serninole - - - - - -
Old Bridge & Oskwooa B Woodmark - - - - - - - Z Z T osor - M X X N
Oukwood & Ok Bridge @ Valleywood - - - - - z
Owkwood & Valleysood - - - - -
Oskwond & Ceniite - - - - -
DALE CITY

Ashdsie & Dale -
Birchdsie & Dele -
Sarksdale & Deie -
Cloverdais & Osle -
Foresidaie & Oais @ Dwrbydsle -
N. Forestdaie & Dale -
Commuter Lot -
Graenwood & Dale -
Hilencsle & Daie @ Firerouse -
Hiltendsie & Hendricks -

'
1
|
'
'
'
o

\
|
I3

Cu., Ber #1 & #2
Cur, Rear of #3

Crystal Mali, #3
"1 Cur, Bet. ¥ & #2

1. Cir, Rear of #8

Leave Pertagon Stairwell

NAVY ANNEX

Stoufler's

Stouffer's

Crystal b, #3

Crystal Square

Jeflerson Plaza, #2
ROSSLYN @ Dart Drug
NAVY ANNEX

Admive Pentagon st

oo

ROSSLYN @ Dast Drug
N
Nt

CRYSTAL CITY
P.#. DEPARTURES FROM NO. VA

CRYSTAL CITY

Py

Hillandale & Hacdock -
Kerrydsie & Daia -
Kirkaale & Dale -
Dsianey & Dsle -
Keystane & Daie =
Lindenasie & Dale -
Nasseu & Daie @ Nottwxiale -
Mapiedaie & Deia -

ROUTE 1
Gordon Plaza - - - - - - -
Feathurstone - - _

Powelt Cremk Bivd. - - - - -
Dumiries Shopping Centar & A&P - - - - - -
WESTERN PRINCE WILLIAM COUNTY

Manasses @ Westgate Shopping Conter - - - - -

routing

X3 X X A K XK K KKK KKK KKK
|
'

Fruday Galy

Notws diffe

Flag Stop Only
510p upon Aeyusst

FOOTNOTES

20 550 - - - 6:40 7112 1256 - -
35 605 - - - - - -

45
85

SHUTTLE
SERVICE

815 -
&% - - - - - - - -

#
.
X
)
'
|
1
1
(
~~e
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COLONIAL TRANSIT CO., INC.

DALE CITY ¢
TO
WASHINGTON, D.C.
COMMUTER SCHEDULES
(Effective January 19, 1981)

2540 HORNER ROAD
‘NOODBRIDGE. VIRGINIA 22191

Metro: 550-7884 ¢ Locai: 494-3169

GENERAL INFORMATION

SCHEDULES — Scnegules arintea in ihis tmetadie are subjec: 9
cnange. Coiomai Transit Co.. |ac will not be resoanuble for arrors
in tumetabies or damage incurred from jate schadules or failure 1o
make connections. Passangert are advised TNIT (Nexa liMeTabies sre

P.M. DEPAATURES FROMWASH, DC.:
ARG UL R AL Ui e TR R

23rd & O Ste, N.W. {State Oept.)
£ St. @ Civil Service Commission
18th & E St

18th & F Six

18th & | Sts.

1Bth & L Sts.

L & 16th Stz

L St & Vermont Ave.

590

B4t

5 40
543

5:45
5:47
5 49
5.51
553

P21
538

5 40
5:42

WK 40
6:15

6.17 12 02
6:18 120
120

17th & Pennsyivania Ave.

Penn. & 15th (Treasury 8idg.}
11th & New York @ Greyhound
New York st 14th St

14th & L St

151 & Cannecticut Ave.

1St & Vermont Ave.

14th St, past New York Ave. (Southbound)

14th @ Commerce Dept
Pennsylvanis past 13th St.
Pennsyivania & 10th Se.
Pennsylvania & 7th St

ssase

a

EXY

aon
5
8

aoo
MR e
BEY

5

b

designed to Ce achieved DUt ame are Not due to traffic.
~sather or Gther Cireummances Heyond the carviar's control:
TICKETS - Pasangen may purchass one-way,
cOMMuIITIon tckets on  the Dbuz or
in ‘Woodbriage or Trisngle, Virginia.

roung-trin or
at Coioniai's agencies

HOLIDAYS — Caionial Transit Co., {nc. will operate aniy schedules
R13 & R1C on waexends ana holidays.

SEATING — Seating is an a first coma, *irst sarve dasis and is wrtt-
Out regard 10 race. S0lor. CTeed Of nationai origin.

TARIFF REGULATIONS — Cotondal Transit Co., Inc. is subject 10
and goeruted in witn tiled tarift i and limita

Louisianas past N. Capitol (tow. Un. Sta)
Canst. & Defaware, N.E. {Old Sea. 0.8.)
Constitution & 3rd St.

Const. Btw. 7th & 9th (Northsidel
Constitution & 12th S1. (Northside}
Canstitution & 12th St. {Southside)
Const. Brw. 7th & 9th {Southside)
Constitution & 4th St. (Southsidet

5
5.
5:

Ing. & New Jersey (Cannon H0.8.}
Ind. past 4th @ A & Space Museum
6th & D Ste, SW.

tions.

pest 7th St. @ Hirshorn
independence & 10th {across Forrenal)

The saie ana af siconotic ages s by
Washingten, T.C. ana Vuginia ordinances.

Smoking is pronibited on ail uses.

Footnots
* = Frday Only
2 = Note Difterent rouring

COACH DESIGNATIONS

" M s Serving inceoendence Avenus and Southwest Mai.

= Semving Constitution Avenus and Capitoi Hill Nortn

Serving Federat Triangie and Soutnwest Mall.

Serving 14tn Street cormdor and Grevhound Station,

Serving Juaiciary Square, GAC and GPO,

Serving parts of 14th Street. M and | Streets, and Civil
Service Commission.

Serving “oggy Bomom and L Street between 18tn ana
14th Streers.

Northwast Wasningtan. Fecerai Triangi
enca Avenue.

aon <0
voea

w o= and indmpena-

Thesa are general in nature and may serve additional arems not
indicated.

The first number in the codes indicate locatians within Prince
William Courty.
1 v Areaseswof 195
Oate City Onty
Lake Ridge/Oceoquan Cniy

2
3
a Dale Cirviiaxe Ridge and other swoos as indicated

o

14th & {Auditor’s Bldg.}

5:50

5:52
5:53
5:56

GPQ Parking 8tw. G St & Maw Ave.
4th & G St {GAO}
3rd & D Stx, N.W,

439

P.M. ARRIVALS IN PR. WM. CO.:

paLgCITy,
Ashdaie & Dsle

Birchdale & Daie

Barksdale & Dale

Cloverdsle & Dsie

Forestdete & Dais @ Dactydsie
N. Forestdaie & Dale
Commuter Lot

Greenrwood & Dale

Kerrydale & Dale

Kirkdele & Date

Delsney & Dale

Lindendaie & Dale

Hillandate & Date

Hillendaie & Heddock

Horner Rosd Commuter Lot

M21
510
511

5.13

DALE
Ty

»
o

Om-4umcOma

Om-suwmcOmD

DALE
<ty

>
@

OmaumcomD

'§8' ' '238%38S

@~

DALE
ciTy

>
i

Om-4smcamDn

OCCOQUAN,

LAKE RIOGE

& DALE CITY
STOPS AS

REQUESTED

A.M. DEPARTURES TO WASH,, D.C.:

DALE CITY

Nacusu & Onle
Maoiedais & Dsie
Lindendale & Dale
Delansy & Dale
Kirkdale & Dale
Kerrydaie & Dale
Greenwood & Date
Ashdate & Dat
Birchdale & Dsie
Barkscdale & Dale
Cloverdata & Osie
Forestdale & Osie @ Darbydale
N. Forestduie & Daie

ApwwwG
238385

vaz

Gaz

6.15

6.03

on®

6:32

6:35

821

727

i

E]

P21 #

Commuter Lot

Hillandsie & Dale @ Firshouse
Hillanaale & Haddock @ 7-11
Horner Aced Commutar Lot

EERIET T E Y

Vs a
[

604

6:36
628
620
6:45

1°49

7:53

A.M. ARRIVALS IN WASH.. O

14th & Indenendence

10th & independence (Forrestal Bidg.}
12th St. € xpressway @ Forrestsl

12th & Constitution

Canstitution Btw. 7th & 9th N

Constitution & 4th

Canstitution pan Jrd

Const. befare 1st, N.E. (Cap. Hill}
Louisisna past N. Capitol {tow. Un. Stal

s41

753
1:55
757

7:59

8:10
8:14
8:17
8:18

4rh @ | ndependence
independence & 7th

Tth & D Ste S.W.

14th @ Commerce Dept.
14th & New York

14th batween F & G Straets
14th & | Sta.

14th & L Sts.

H & 15th Stx

H & 161th Sts.

H & 18th Sts

19th & F S

19th past € Sts.

23r3 & O Stz @ State Oept.
£ 5t @ Civil Service

18th &4 E Sex.

18th & F Sta.

18th & 1 Sts.

18th & L Sea

L & 16th Sts.

L St. & Vermont Ave.

14th past New Yark Ava, (Southbounul

7:37

£

@ ®

Twwwes B
DR R
FE283' 83

@

18th & Pennsyrvania Ave.
Pennsyivania & 15th (Treasury 81dg.}
2nd & O Sts, N.W.

Sth & F St

5th & G (GAO)

N, Caoitol & G !GFO)

740

A-15
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COLONIAL TRANSIT CO., INC. DEPARTURES TO WASH., D.C.: Y42 41 Y1 nd Re

030 Q33# 831 832 At mz 13 R18* R1A® RIC®
LAKE RIDGE/OCCOQUAN/DUMFRIES/TRIANGLE ~ LAKE RIDGE

Oid Bridge & Oskwood @ Woodmark - - - R _ sas . . . ~ _ _
T0 Antietam & Seminoie - - - - - ~ 546 118 7161 N ) . - -
B Deenford Brw. Antietam & Oskwood - - - - = - - 6:47 - - - - -
WASHINGTON, D.C. Oakwood & Waodfarn - - - - - - . 649 717 7152 - - - -
L.R. Community Clr. lon Oakwood) - - -~ - - - 50 11 _ - N B
COMMUTER SCHEDULES 01d Brudge benind Taesen Station e O - -
(Effective january 19, 1981} Calby & Sturbridge - - - - - - 640 - - N _ _ _ _
Colby & timwood - - - . - - _ 541 - , ; . - N - -
Colby past Torrington - - - - - , 542 - - B - - -
2540 HORNER ROAD Harbor & \ronside (serv. Via. Ctr.l . - - - - _ Z 651  _ - . i
NOODBAIDGE, VIRGINIA 22191 Hartor & May flower - - . - - - ses - _ - N z
Metro: S50-7884 © Locai: 494-8169 Mariner & Clipper - - - - - - - 686 - - R - B - -
Clioper & - - - - - o 2 ss1 - - N R - X B
L.R. Visitor's Center 730 700 145 538 653 638 61e - B - - - R .
GENERAL INFORMATION
U.S. RTE 1/WOODBRIDGE/OCCOQUAN
SCHEDULES ~ Schedules printed in this timetable are sioject t0 e~ o }
znange, Caiamal Tranmt Ca.. inc. ~ill N0t be respomidie for srrors o "z Sh En e anr - - - - - - - - - - 530 610 650 615 . 2:15(P.M )
in hMetacies or damage ncurred from iate scnedules o failure @ F"’:‘h e n"g’"‘" - 'C o e - - - - - - - - - - 553 6:13 6§53 618 - 218(PM)
e cOnnections. Pasenqers are advised (At them tmetadies are | THSIONG hauoing Cur. @ North Ent. - - - - - - - - - 604 528 704 || 5.2a - 2:24 (P.M)
24mgned [0 08 ACNHEVEd DUl TME 3re NOT Juarantesd due ta trattic. Gmxwm Sration - - - - - - - - - - 6:05 6:25 7:05 [ 527 27 (P M
~estner Of Gther CIFCUMSTANCes CEYONT tha CMTIar's CONFOL. M P N - - - - - - - - = - - - 6:28 2:28 (P M)
srumco Plaza - - - - - - - - &w 630 710 || 831 — 2:31 P
TICKETS - Passengars May Ourchase one-way, *3Unc-(riD of Morner Road Cammuter Lot - - - - _ N - - - _ . N _ = - =
;ommuEaton nckeTs on the dus ar at Coionial's agencim N Hechinger'y 738 707 761 645 700 6:45 6:20 704 727 A:02 - - - - - -
Wooabridge or Triangie. Virgina Rt 123 Commuter Lot - - - - - _ z - 730 805 620 640 7.20 - - -
HOLIDAYS — Colonal Tranut Co., Inc. will operate anly schedules =T0f 5cross from Moose Lodge - - - - - - - - —~ - - . - 641 828 241 (PM)
R18 200 R1C on weekends and holidays ARRIVALS IN WASH. Y42 41 Y31 RA1 R4Z  GAY 041 033 83t 83z AU¥ RI2# A13#|| R1BS R1A® RICH
SEATING — Seating s on 3 firt come, first sarve basis and T B - = = — = == = =
~1Thut regard to race. color. creed Of Nations origin. 12 st ;:;"’;’“’"“M 97«:9» ar0 © T’ e -7 0 750 - - - - i v e
TARIFF REGULATIONS — Coiomat Transit Co., Inc. is sioject 13 12th & C Sts. - 753 an - - - - - - _ 645 7:05 7.4 - . -
1na coerstsd n accordance anh filed tant! reguianions and 12th & Constitution 814 7:58 835 - - - - - _ - 548 707 748 - - -
“irutations, Constitution 8twa. 7th & 9th R17  7:59  8:36 - — . - - - _ _ _ _ _ _
Consti : - - -
The saie and sonsmprion of alconalic beverages is promibited ConrUTON ‘j";‘;m 818 ooy 2P - - - - - - - - . - - -
Sv Wasnington, .C. ana Virginia ordinances. Constitution betars 15, N.E. (Cap. HiMlh . o4  _ - z - - - - N - - N N 3
Smoking 15 proniBited on all Duses. touitiana part N. Capitol (Tow. Un. Stal - 8:10 - - - - - - - - - R - - -
4th & Incdependence 3:20 - a:41 - - - - - - - - - - - - -
Footnates atha CSt. SW Z _ pa2 - z - - ‘ - _ - N - N -
Ty Yuus) 12th & G St - - ;
* = Frudsy Only N - - - - - - - - 6:51 70 751 7:19 3:34(PM)
% = Note diHarent routing 12th & New York Ave. @ Greyhound - - - - - - - - - - £52 7112 7152 736 721 238(PM)
—————— t4th @ Commerca Dant. - - - 728 743 - 7:03 753 _ ~ 7:00 720 800 - - -
COACH DESIGNATIONS 14th & New York (Harthbound) - - - 73 785 - - - - - N - - 738 723 3:383(PM)
S = Serving Comttitstion Avenue and Caoitol Hill North. 14th & 1 Sta. - - - 74 - , - - i z N I z -
Y = Surving Federal Triangle and Southwest Mail. 14th & L Sty - - - 132 7a8 - - A Z - - - i -
A = Serving 14th Street corrdor and Greyhound Station. H & 15th Sta. ~ - - - - - 706 7:56 - - - - - - - -
G = Sering juciciary Sauare, GAQ and GO, H & 16th Sta - - - - - - 708 758 - _ - - - _ N -
O + Serving perts of 14th Street. H ana | Strewts, and Civil H & 18th Sta - - - - - 2 7w goo - - - ) N - z -
Servics Commission. 19th & F Sta. - - . - - _ 715 gos - ) - - N - R -
3+ Serving Foggy 30TIom ana L Strewt between 13th ana 19th pest £ Sts . - _ - - - 716 aos - - R N N z - C
14th Strewrs. 23rd & D Stx. @ State Depe, . - - - - - - - 815 Baes - - - - -
N = Northwest ‘Nashington, Federal Trisngle and |nuepenc- € Si, @ Civil Service - - - - - - - _ 818 948 - _ - - - ~
ence Avenue, 18th & F St - - ~ - - - - - 80 850 - - - - - R
These are general in nature and may serve additional aress not 1O & i Sty - - - - - - - - 8:22 852 - - - . - -
ndates, 18th & L Sta. - - - - - - - 92¢ 854 h - _ - -
L & 16th St - - - - - - - - 826 ®s8 - - - - -
The fiest number in e codes indicate locations ~iIMIn Princs L St. & Vermont Ave. - - - - - - - - 8m 8ss - ~ - - - -
‘A‘,I!; wm CO:HIV. st of 195 14th past New York Ave. (Southbasnd) - - - - - - - - 8:30 9-00 654 714 7:54 1:41 7:26 3:41(P.M)
. A af 1
2 = DaleCity Only 2nd & D Stz N W . - - - ~ 725 - - - - - - - R1A, R1B e RIC
3 = Lake AidgesOccoquan Only Sih & F Sta - - - - 130 - - - - - - - aperste siong U.S. 1 and
4+ Owe Ciry/Lake Ridge snd other swoos as indicatea. Sth & G Sts (GAO) - - - - 7:38 - - - - - - o9 Stop Dasis
N. Capitol & G Sts. (GFO) - - R - - 7e - - _ - _ in Fairfax County.
OEPANTUAES FROM WASH., O.C. ¥z s 241 G2 0w om0z an Mz n13 R0 mice mae Awse
23rd & D Sts. N.W. (Stare Dept ) - - - 5 40 -
E St @ Civil Service Commitsion - - - a-10 5.00 505 543 - = =
18th & € Ste -~ - - - - - - - -
18th & F Ste. - . = - 412 502 5.07 5.45 - - - -
18th & | Sty - . - - - 415 5:05 5:10 5.47 - - - -
18th & L s, - - - - - - - 5:49 - - - -
L & 16th Sty e - = = - - - 5:51 - - - - -
LSt & Yermont Ave, - - - - - - N - 553 - - - - - -
12th & C Sty - - - - - - - - - 35 505 eoof[ - -
121h & Constitution Ave, - = - - - - - - - 43§ 508 8:03 - 4:25 -
12h & G Sts. - - - - - - - - - 41 51 506]( - 424 -
121h & New York Ave. @ Greyhound - - - - - - - = - = - 412 4:42 512 8.07 5:15 A:25 300ia M}
14th & L Sz - - - 4:40 = ~ B - - - - - - - - -
1St & Cannecticut Ava. - - - . - 117 5:07 5.17 - - §:22 12:07 = = - - -
1St & Vermont Ave. - - - - 416 508 513 - 621 12:08 - - - B B
13th past New York Ave. (Southbaunal - - - ae3 420 510 515 554 538 625 12:10 415 4435 515 6:10)] 518 436 803iAM)
14th @ Commerce Deot, - - - 4:47 . a:24 5:14 5:19 8:02 5 42 - - 421 451 521 .16 5.2 438 8:07 (A M}
Pennsyivamia pamt 13th St. - - - - = - - - - - 5:27 12:12 = = - - - - =
Pennsyivenia & 10th St. - - - - - - - - - - B8 1233 - - - - - -
Pennsyivania & 7th St. - bl - - - - - - - - 6:23 12014 - - - - -
Lauisians past N. Capitc! {tow. Un. Sta.) AT - - - - - - - - - - - . R
Constitution & Datsware, N.E. (OldSen. 0.8) - 5:12 - - - . ~ - - - - - - - - - - -
Constitution & 3rd St. - sta - - - B - - - - - - - - - - -
Constitution Btw. 7th & Sth (Northside) - 516 - - - - - - - - - - - - -
Corstitution & 12th St. (Northsdet - 5.18 . ~ - - - - - - - = - - = - - - -
Constitution & 12th St. {Southside) 515 - 545 - - - - - - - - - - - - - - -
Constrtution Biw. 7th & 9th {Southside) 5:17 - bas - - ~ - - - - - - - - - -
Comtitution & dh St. (Southsidel 520 - 349 - ~ - - - - - - - - E - -
tndl. past 4th @ Air & Space Museum 5:24 - 5:50 - - - - - - - - - - - - - - -
Ind. pest 7th St. @ Hirshorn 5:26 - 5.52 = N - - - - 6:31 17:16 = = - - -
Independence & 10th (Acr. Forrestall 5:27 553 - - - - - - - 632 217 - - - - -
141h & Ind. {Auditor's 8ldg.) 530 571 55 480 - 427 517 522 605 545 635 1220 424 45 52¢ 519 525 441 3 100AM)
GPO Parking Btw G St. & Mese. Ava, - - - a3 - - - - - - - - - - - -
4ath & G Sts. (GAD} - - - = 437 - - - - B - - - - -
3rd & D Sts . NW. ~ — - - 439 - - - - - - - - - - - - -
ARRIVALS IN £f. WA, CO.: 12 341 Y4l Bal G2 09 O3 032 B4l 832 WKAD WK4T RIT RI2Z A1z miolf Aice iae Rige
acc RIDGE/.S. RTE |
Gum Springs - - - - - - - - - - - - - 615 528  900(AM)
A, 123 Commurer Lot - - - - - - - - 640 525 —(= LR S - -
Hachinger's 5:05 555 £35 £25 515 500 6.00 605 6.44 529 - - - - -
Horaer Rasd Commurer Lot - - - - - - - - 0CCoQuAn, - -
Marumsca Piaza (Southbound) - - E - - - - - - - 456 520 559 103} 638 Sae
Village Driva (Southtound) - - - - . - - LAKE RIOGE 504 524 s50a  7208|f 642 553
F matherstone Shapping Ctr. @ ROBO Carwesh - - - - - - . - = - 505 5.35 505 7.10 6 aa 555
Dumtries @ Traffic Light {Southtbound) - - - - - - - - . & DALECITY 518 546 8:16 7.2 6.49 5.05
Triangle - - - - . - - - b = 519 549 6.19 723 552 5.08
LAKE RlDG}E_ STOPS AS
Clipper & May tiower . - - - - - 5.06 - - REQUESTED - - - - - -
Clpwer & Marer - - - - - - 6.07 - - - _ _ _ - N -
Harbor & Maytlower - - - - 608 - - - - - - N i N
Harlor & lronsides (sarv. Vis Cu) - - - - - - 6:09 - - - - - R - - _
Olt Brurge across from Texaco Stanan - - - 567 - - s 538 . - - - - -
Comby before Tarmngton - - - - - - 5.11 - - - - - - - - -
Colby & Linwood - - - - - - 612 - - B . - - - -
Cotby & Sturbrulge - - - 613 _ - - - - N
LR Commuity Center - - - - 510 - 615 658 639 - B — = -
Odkwoud & Wouutern - - - - - 5.11 - 517 6:40 - - - - .
Deentoni Btw Antietam & Oakwood - - - . - . 619 - - i . ) - _ R1A, R18 nd RIC
Anvetain & Swninole - - - R - 512 _ 621 _ 6 a1 R ; B N - opsrate slong US. 1 and
Otd Brusge & Antietam - - . - - - . 656 - . N N B - 509 un @ Fisg Stop Bamis
Old Briye & Dakwood (Vatieywood) R - s13 - &322 - - . Z - - while in Fairfax Councy.
LR Visor's Conter 610 K02 ¢42 532 522 - - - - - -




