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EXTENSIO~NS OF REMARKS 
GLOBAL UNIONISM: FORERUNNER 

OF INTERNATIONAL MINIMUM 
WAGE? 

HON. ROMAN C. PUCINSKI 
OF ILLINOIS 

IN THE HOUSE OF REPRESENTATIVES 

Monday, March 29. 1971 

Mr. PUCINSKI. Mr. Speaker, in 1961 
I addressed this House on the subject of 
an international minimum wage-its 
feasibility and desirability for the future. 

Since that time I have noted with 
great interest the increasingly interna
tional growth of companies. This ex
pansion has, in most cases, brought sig
nificant economic benefits to the work
ers who are recruited to labor in these 
large corporations. 

The workers themselves are now be
ginr..ing to organize on a multinational 
basis. Perhaps it will not be too long be
fore the protection of an international 
minimum wage law is a reality for men 
and women the world over. 

The Christian Science Monitor dls
cusssed this intriguing possibility in a 
news story on Saturday, March 27. I 
trust my colleagues will find it as thought 
provoking a comment on our possible 
future as I. 

Mr. Speaker, the article follows: 
HEATH HEARS WORKERS' VIEWS: GLOBAL 

UNIONISM FLEXES MUSCLES 

(By John Allan May) 
LoNDON.-Trade unions now are taking 

their first steps toward confronting multi
national companies with the need to nego
tiate multinational agreements with multi
national unions. 

In Britain the first steps took leaders of 
the International Metalworkers Federation 
to No. 10 Downing Street. 

Leonard Woodcock, president of the United 
Auto Workers of America, Hugh Scanlon, 
leader of Britain's engineering unions, and 
Jack Jones of Britain's transport workers all 
talked for an hour with Prime Minister Ed
ward Health and his Employment Minister 
Robert Carr. 

Mr. Jones had organized the meeting. His 
aim was mainly to put what he called "the 
workingman's view" to Mr. Heath about the 
"threats" made by Henry Ford recently to 
divert new investment away from Britain. 

FORD "BLUFF" SEEN 

This view, he declared, is that Mr. Ford's 
words were largely bluff; that productivity 
in the Ford plants in Britain is as high as on 
the Continent in Europe, but the pay lower; 
n.nd that in general the way to encourage 
investment is not through action on wages 
at all but through a government policy to 
foster- rapid economic growth. 

The discussion on this, Downing Street 
sources say, was relaxed and pleasant. 

Mr. Heath's view, of course, is taken from 
a different angle. Economic growth cannot be 
taken out of a briefcase in the Cabinet room 
and "given" to the country by any govern
ment, he insists. It is more the product of 
high productivity. This is a result of high in
vestment, which in turn requires reasonably 
uninterrupted production fiows and adequate 
profitability. 

Messrs. Scanlon and Jones both also took 

the opportunity to urge upon Mr. Heath their 
unwavering view that the causes of indus
trial disputes cannot be removed by legis
lation but only by the voluntary improve
ment of voluntary agreements. 

PROTEST ST~ES FOSTERED 

Their unions are the most active of all 
in promoting protest strikes against the In
dustrial Relations bill. 

It can be taken for granted that Messrs. 
Heath and Carr in their turn did not waver 
in their determination to build a legal in
frastructure to underpin such voluntary 
agreements. 

Everyone listened with interest to Mr. 
Woodcock's account of American legisla
tion and of the developing in the United 
States of long-term agreements between his 
union and the giant auto corporations. 

But the truly significant thing about the 
meeting with Mr. Woodcock's assertion to 
Mr. Heath that national governments like 
Britain's must themselves take greater con
trol over the operation of international com
panies like Ford. 

This echoed the theme of the International 
Metalworkers conference here, where Trades 
Union Congress general secretary Vic Feather 
declared that if governments do not control 
the giant multinational companies the com
panies will soon control the governments. 

Britain, he charged, is traveling down that 
road very rapidly. 

CORPORATE THREAT DEPICTED 

But, he added, government control of 
global corporations is necessary everywhere 
to avoid a world doxninated by "corporate 
oligopolies which exploit everybody and 
everything that gets in their way-workers, 
consumers, national governments, econoxni
cally developed countries, and less-developed 
countries." 

Mr. Scanlon filled out the picture. His 
union is concerned in the eight-weeks strike 
at Ford plants here for "parity" with car 
workers in the English Midlands. The claim 
is extremely difficult to negotiate-if only for 
the reason that the methods of payments in 
the various companies concerned are totally 
different. 

The next stage, however, Mr. Scanlon 
warned, will be a parity claim on an inter
national scale at Ford plants in Europe. 

CONCERTED STRATEGY URGED 

He called, axnid applause, for a concerted 
strategy transcending national frontiers to 
enable unions to stand up to multinational 
giants, making it impossible for them to 
switch production from one country to an
other, and to get sixnilar pay, vacation, pen
sion, and other benefits. 

The Left wing's picture of industry as a 
sort of prehistoric jungle with terrible cor
porate tyrannosaurs with tiny brains ram
paging around crushing everything they do 
not devour, including their employees, may 
seem dreadfully old-fashioned and unrealis
tic. 

Differences in union structures and 
marked disparities between national rates 
of productivity and investment may also 
seriously impede unions in their efforts to 
in ternationalise themselves. 

Nevertheless the feeling here is that in 
10 years multinational negotiations on multi
national agreements may well be an every
day experience for the giant multinational 
corporations. 

However difficult it xna.y be, the process of 
effectively internationalizing the trade union 
movement has begun. 

KOREA, TAIWAN DESERVE INDIVID
UAL TREATMENT ON TEXTILE 
TRADE Dn..EMMA 

HON. RICHARD T. HANNA 
OF CALIFORNIA 

IN THE HOUSE OF REPRESENTATIVES 

Monday, March 29, 1971 

Mr. HANNA. Mr. Speaker, while we 
can take some encouragement from the 
Japanese announcement disclosing vol
rmtary curbs on textile importation into 
the United States, there is considerable 
concern that such action may be con
tingent upon similar curbs by Korea and 
Taiwan. If such is the case, it would 
prove a most unfortunate turn in the 
direction of this policy. 

In the consideration of a coherent pol
icy on textile trade, it is necessary to 
consider individually each of the coun
tries involved. It is unreasonable to ex
pect Korea and Taiwan to conform to 
standards that Japan can unilaterally 
absorb. Japan is at the same time the 
largest exporter, as well a..s the wealth
iest, of the three nations. 

For example, during 1970 Japan ex
ported to the United States more than 
1,152,000,000 equivalent square yards of 
textile materials. This was almost five 
times as much as Korea exported to the 
United States. It also represents more 
than 2% times the Taiwanese exports. 

Looking at the gross national product 
of each of these three nations, one can
not help but be alarmed at the possibil
ity that Korea and the Republic of China 
might be forced to curtail their trade 
upon the same set of ground rules Japan 
is willing to abide by. Japan's GNP in 
1969 was almost 4,000 percent larger than 
Korea's or Taiwan's. 

1969 GNP 

Japan ------------------ $160,400,000,000 
~area ------------------- 6, 620,000,000 
Taiwan ------------------ 4, 620,000,000 

The economic strength of Korea and 
Taiwan vis-a-vis Japan clearly points 
to the reality that the former must have 
separate treatment in any agreement on 
textile trade policy. For both of these 
nations, the textile industry makes up 
a considerable portion of its hard in
come. In 1969, for example, textiles rep
resented 29 percent of Taiwan's total ex
ports and 37.9 percent of Korea's. 

Since textiles make up a vital part of 
these two nations' hard currency ex
change, it certainly is to the advantage 
of the United States to insure a rela
tively liberal access to the American mar
ket. Without such access, Korea and 
Taiwan would be considerably disad
vantaged in earning hard exchange, 
thereby lessening their ability to repay 
loans to the United States, as well as to 
development banks, which loans the 
United States has helped underwrite. 

I am hopeful that the administration 
will take a more enlightened position in 
regard to the voluntary curbs on textile 
exports that Japan is now pursuing. But 
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I would caution the administration, the 
Congress. and Japan not to insist that 
Korea and China be subject to the same 
standards. Rather, I would urge that 
our policy toward these two countries be 
based upon their particular individual 
circumstances. 

I call the attention of my colleagues 
to an article that appeared in the March 
21 edition of the Free China Weekly. 

I include the article as follows: 
DISAGREEMENT WITH JAPAN'S FORMULA: ROC 

WoN'T CUT TEXTILE EXPORTS TO U.S. 
The Republic of China will not impose 

voluntary restrictions on the export of tex
tiles to the United States, according to eco
nomic officials and textile manufacturers. 

On March 8, the Japanese Textile Federa
tion proposed voluntary restrictions on its 
woolen and synthetic textile exports to the 
United States on condition that textile man
ufacturers in the Republic of China, Korea 
and Hongkong take similar action. 

Textile officials in free China voiced op
position to the proposal. They stressed that 
self-limitation on textile exports would seri
ously damage Taiwan's textile industry. 

They pointed out that textiles have been 
and will continue to be a principal industry 
in this country, unlike the situation in Japan. 
Self-restrictions on ltextlles will greatly ham
per the development of the industry and 
adversely affect the socio-economic struc
ture of this country, they asserted . 

Textile exports have been occupying an 
important position in this country's overall 
export trade, the officials said. 

In 1970, they pointed out, Taiwan's textile 
exports amounted to US$470 million, repre
senting 30 per cent of the nation's total ex
ports in that year. In 1969, Taiwan exported 
US$294 million in textiles, or 29 per cent of 
the total exports. 

The figure showed a sharp increase in tex
tile exports compared with 1959 when Taiwan 
exported only US$12 million of textiles. 

The United States, which bought US$150 
million worth of textiles from Taiwan in 1970, 
is the largest market for Taiwan's textile 
products. Textile exports to the United States 
are expected to reach US$200 million this 
year. 

Statistics show that the total industrial 
population of Taiwan in 1970 was 836,580, 
among whom were 168,118 persons employed 
by the textile industry. 

Textile officials said the Chinese govern
ment and textile makers are deeply concerned 
over the outcome of the U.S. government's 
decision on the Japanese prop~al. 

It is believed that the United States will 
start a series of talks with the Republic of 
China, Korea and Hongkong as soon as the 
question of Japan's textile exports to the 
United States is settled. 

Government officials and textile manufac
turers are gathering information on the tex
tile industry and its relationship with the 
nation's economic development as a basis for 
future negotiations with the United States. 

AUTOMOBILE SAFETY 

HON. WILLIAM L. HUNGATE 
OF MISSOURI 

IN THE HOUSE OF REPRESENTATIVES 
Tuesday, March 30, 1971 

Mr. HUNGATE. Mr. Speaker, in view 
of the questioning in some circles as to 
the desirability of the legislation Con
gress passed regarding automobile safety, 
I think the following article published in 
connect· on with the most recent recall 
of 220,000 Pintos will be of interest: 
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PREVIOUS AUTO RECALLS 

DETROIT.-The largest s:.ngle automobile 
recall was announced Feb. 26, 1969, when 
General Motors called back almost 5 million 
1965-through-1969-model cars and trucks be
cause of possible throttle and exhaust pNb
lems. 

Other large recalls include some 1.8 mil
lion Chevrolets ordered back in 1966 for in
stallation of a "splash shield" to protect the 
throttle linkage from road slush which could 
cause the accelerator to &tick. 

In 1967, Chevrolet recalled 1.1 million 
standard-size Chevrolets to replace steering 
idler arm assemblies. 

In 1969, GM ordered back 1.1 million cars 
and trucks to correct possible brake defects. 

In November, 1967, Ford announced the 
recall of 745,000 Mustang, Falcon, Fairlanes 
and Thunderbird cars for inspection and 
correction of possible defects involving steer
ing system and other components. 

About 293,000 of the 1968-model Volks
wagens have been recalled for possible de
fects. 

Since the Auto Safety Act went into effect 
Sept. 9, 1966, a total of 15,626,501 vehicles 
have been recalled, according to the National 
Highway Traffic Safety Administration. Of 
these, 13,823,593 were domestic and 1,802,908 
imported models. 

LIEUTENANT CALLEY TRIAL IS 
NATIONAL TRAGEDY 

HON. DON FUQUA 
OF FLORIDA 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. FUQUA. Mr. Speaker. The stresses 
and strains of the war in Vietnam where 
our servicemen never know the identity 
of the enemy has caused problems far 
beyond any ever known by our Nation's 
Armed Forces. 

Children have been used to hurl ex
plosives. women in peasant dress have 
been used to set up explosive bobby traps 
that have taken the lives of American 
men. 

The trial of Lt. William Calley has 
profoundly shocked this Nation. Here 
was a young man-from Florida--who 
was an average high school student and 
individual. I know some of the people 
who knew him then. 

He is no hardened killer nor criminal, 
only the product of our time. While I 
have not had access to all of the data 
which has been presented at his court 
marital-! am very much concerned 
about what this trial will do to other 
men in our military service. 

Lieutenant Calley now has access to 
the courts and it behooves all of us to 
see that his every legal right is pro
tected. This is a much deeper problem 
than Lieutenant Calley or any of the 
others who have been so accused. 

It is a matter which reaches right 
at the heart of the American people, for 
a young man has been convicted for an 
alleged massacre in an area where Amer
ican men have been killed daily by an 
enemy. It is a tragedy of our time and 
should not be taken lightly. 

The overwhelming maJority of the peo
ple who I have talked ;. ~th disagree with 
the decision which has been rendered. 
I believe that Congress owes it to the 
American people to look cilosely at the 
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circumstances which allow such inci
dents to occur. We will be dealing with 
this for a long time to come. 

But one thing is for certain-under 
no circumstances should the death pen
alty be imposed. This would really be a 
mockery of our time. 

The American people have forgotten 
Private Slovak who was executed in 
World War II. That trial was a serious 
mistake, but should Lieutenant Calley be 
so sentenced, the burden of guilt will 
be upon our system of justice and the 
conscience of the American people. 

SIX EXECUTIONS IN THE 
SOVIET UNION 

HON. JOHN R. RARICK 
OF LOUIS IAN A 

IN THE HOUSE OF REPRESENTATIVES 

Monday, March 29, 1971 

Mr. RARICK, Mr. Speaker, earlier this 
month. the news media carried a brief 
announcement that the Soviets had exe
cuted six of their citizens. 

Missing from the announcement were 
the bold headlines from the front page, 
editorials of condemnation and inter
pretative analysis, or other appeals to 
harness world public opinion to inter
vene. Commutation or moderation efforts 
were impossible because the first an
nouncement was after the sentences had 
been carried out. 

Not even the anticapital punishment 
people have protested; neither has the 
United Nations, the World Council of 
Churches nor the Pope issued a state
ment. Possibly these international keep
ers of conscience feel that the people of 
the world are not interested in Soviet 
executions if they merely involve Ukrain
ians and Christians. 

The Communists have used their ex
periment well to prove to the enslaved 
minorities in Russia that they cannot 
bid for freedom as the Russian Jews are 
doing-for all that was necessary was to 
announce that the executed were "Fas
cist collaborators!' Even Tass would en
counter difficulty in selling their op
pressed Jews as Nazi sympathizers. 

The execution announcement by Tas~. 
is an insult to civilized intelligence. Tass 
would have us believe that there was a 
trial in Russi1a which lasted 1 ¥2 months 
and involved 300 witnesses; yet, there was 
never any news concerning the charges, 
the trial nor the verdict and sentencing 
until after the execution had been car
ried out. Little wonder that the Soviets 
do not want Americans as observers of 
justice in Russia. 

The Soviet experiment hinged on 
whether they could stifle sympathy and 
compassion by branding these Ukrainians 
as Fascist sympathizers who had collab
orated with the Nazis in World War n 
30 years ago, but who up to now had 
been able to live in Russia unmolested. 
Or can the executions be a new social
ist euthanasia pogrom to work slave 
labor until they are aged and no longer 
valuable to the state; then to accuse 
them of being Fascist and collaborators; 
and to give them peace, Soviet style, by 
execution? This is mellowing-as the free 
press would lead Americans to believe? 
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I suggest that this is but another move 
by the Communist Party bosses to strike 
fear into the discontented Ukrainians in 
a move to discredit them and disorganize 
their efforts for a Ukrainian war of na
tional liberation in the Soviet Union. 

My Ukrainian resolution, House Con
current Resolution 64, urging that the 
deprivation of human rights in the 
Ukraine be placed on the U.N. agenda, 
is more urgent now than ever before if 
we are to prevent wholesale Ukrainian 
executions, approaching genocide, be
hind the propaganda veneer of extermi
nating fascists. 

I include several newsclippings and 
my bill, as follows: 

[From America, Mar. 18, 1971] 
FORMER POLICEMEN SHOT IN UKRAINE 
Kmv.-In the city of Vilniansk, Zaporoshe 

province, a trial was conducted for one and a 
half months with approximately 300 wit
nesses called to testify against six older per
sons arrested and accused of "Fascist collab
oration." Five of the accused were of Ukrain
ian descent and one was of German ancestry. 

The accused: M. Donets, I. Bak, M. Shyl, W. 
Lychobaba and D. Neidorf, were sentenced to 
death by shooting. They were treated as 
"traitors who during the war wlllingly joined 
the services of the punitive organs of Hitler." 
AfteT 30 years of living in the Soviet Union, 
they were accused of "participating in the 
shooting of prisoners, murdering women and 
the aged, and assisting the fascists in trans
porting people to Germany." 

The world press carried the UP! news 
agency release, including the Washington 
"Sunday Star" in its March 7th edition, of 
the execution of "6 Ukrainians in Ukraine," 
from information provided by the Tass news 
agency in the USSR. However, the free press 
falls to inquire why, with 300 witnesses, were 
the accused brought to trial almost 30 years 
later. It is presumed that the USSR is plan
ning to strike fear into indocile Ukrainians. 

[From the Washington Evening Star, 
Mar. 7, 1971] 

UKRAINIANS DOOMED FOR WW IT CRIMES 
Moscow (UP!) .-The Soviet news agency 

Tass said yesterday six Ukrainians have been 
sentenced to a firing squad for collaborating 
with the Nazis in World War IT. 

All are former policemen who "participated 
in the shooting of prisoners of war, killed 
women and old men and helped the Fascists 
drive Soviet people to Germany (for slave 
labor)," Tass said. 

H. CON. RES. 64 
Resolved by the House of Representatives 

(the Senate concurring), That it is the sense 
of the Congress that the President, acting 
through the United States Ambassador to the 
United Nations Organization, take such steps 
as may be necessary to place the question of 
human rights violations in the Soviet-occu
pied Ukraine on the agenda of the United 
Nations Organization. 

WEAKNESSES IN OUR PRESENT 
WELFARE SYSTEM AND IN THE 
PLANNED REFORMS OF H.R. 1 

HON. JEROME R. VI ALDIE 
OF CALIFORNIA 

IN THE HOUSE OF REPRESENTATIVES 

Monday, March 29, 1971 

Mr. WALDIE. Mr. Speaker, the Diablo 
Valley League of Women Voters has been 
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among those leagues who have been 
studying welfare reform. Mrs. Frederick 
Kovar, president of the Diablo Valley 
League has recently written me the po
sition of the group on this issue. She 
points out fundamental weaknesses in 
both the present welfare system and the 
planned reforms of House Resolution 1. 
Her comments are astute and worthy of 
the consideration of my colleagues in the 
House. 

Her comments follow: 
LEAGUE OF WOMEN VOTERS, 

OF DIABLO VALLEY, 
Walnut Creek, Calif., March 20, 1971. 

Hon JEROME R. WALDIE, 
Cannon House Office Builcling, 
Washington, D.C. 

DEAR CONGRESMAN WALDIE: The League of 
Women Voters of the United States State
ment of Position on Welfare Reform, Jan
uary 29, 1971 represents a consensus of 
studies made by more than 900 Leagues and 
views which prevail in all sections of the 
country. 

The League position differs from the wel
fare reform provisions of H.R. 1, now in the 
House Ways and Means Committee, in sev
eral ways. 

First, we agree that the working poor 
should be included. Second, the League feels 
that coverage should be extended to all low 
income people based on need. 

In Contra Costa County there are many, 
many people applying for aid who are truly 
needy, but ineligible for help. If they are 
not over 65 years of age, disabled, or do not 
have children, they "fall through the cracks" 
of categorical aid, and can only be helped 
by very limited county assistance. As one 
worker in the Social Welfare Department 
puts it, "It seems we turn away more than 
we are able to help." 

Benefit levels need to be sufficient to pro
vide decent, adequate standards for food, 
clothing and shelter. The proposed $1600 
income floor is considerably below the fed
eral government's own official poverty level, 
which barely meets standards of decency in 
emergency periods, and falls short of them 
for long periods. Even with food stamp and 
medical allowances, the income of non-work
ing families relying solely on the $1600, 
would not meet the poverty level. 

We could not support provisions which 
would continue the present inequities in as
sistance levels between states. We support a 
system in which the federal government 
bears a major responsib111ty for pr.:>viding in
come assistance to meet basic needs, with 
standards adjusted for regional differences. 
Some state supplementation will be neces
sary until such a federal assistance level is 
reached. 

With regard to work registration re
quirements, the League recognizes the 
value of registration as a necessary means 
to obtain training and employment, but op
poses any registration requirement which 
can be used punitively to keep needy people 
from receiving assistance during training, or 
until they are employed, or to demean in
dividual dignity. 

The League feels strongly that if registra
tion for work is a "must" price to be paid 
for bill passage, we want legal protections 
and monitoring systems, including sepa
rating administration of assistance pay
ments and registration requirements. 

Finally, as regards job training and em
ployment requirements, the League prefers 
that the link between job programs and as
sistance should be positive: we approve of 
counseling, realistic training for actual jobs, 
financial incentives--such as the right to 
keep a larger portion of earned income with
out penalty. Tough job requirements with-
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out increased job opportunities (including 
public service jobs), a..nd improved training 
programs lead to "forced labor" in dead-end 
jobs, lacking incentive or opportunity for 
advancement out of poverty. 

Mr. Waldie, we cannot stress enough the 
League feeling that the work requirement, l! 
necessary to passage of a welfare reform bill, 
must be tied in with increased opportunity 
for jobs. Without such opportunity, the re· 
quirement is an empty one, consuming man:y 
agency man-hours, tax-payer dollars, as well 
as time and inconvenience to job-seekers, 
who know at the outset that there really is 
no job at the end of the line. Disillusion
ment and anger are on the upswing as are
sult of the continued lack of opportunity for 
those whose unemployment rate is alarm
ingly high even in periods of relatively high 
employment. 

We would welcome a response from you 
with comments on the League position, and 
on what you foresee as the greatest obstacles 
in Congress for achieving genuine reform. 

We look forward to an opportunity to dis
cuss welfare reform with you when you are 
in the district. 

Sincerely yours, 
Mrs. FREDERICK R. KOVAR, 

President. 

THE SHORT END OF THE STICK 

HON. EDWARD I. KOCH 
OF NEW YORK 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. KOCH. Mr. Speaker, last month 
the Congress voted down all appropria
tions for the SST. 

The March 28 Sunday New York Times 
had a story on this historic turnaround 
headlined: ''The Public Cast the De
ciding Vote." The people became involved 
in the issue and learned enough of the 
facts to care about its outcome and to 
speak forcefully on it. 

The SST has been stopped, but the 
key issue is still alive. What kind of 
transportation systems will the Govern
ment support? Will it continue to put 
most of its money in highways and proj
ects like the SST-or will it at long last 
get down to the simple but necessary 
task of meeting the great backlog of our 
mass transit needs. This question, like 
the SST, can be answered by the public 
if the commuter and straphanger care 
enough and demand that safe, comfort
able, and inexpensive mass transit must 
come first, not last, in this Nation's trans
portation priorities. 

Last year the Congress enacted a 5-
year $3.1 billion mass transit bill to help 
t.he cities move ahead in developing com
prehensive transportation systems. The 
Congress approved $600 millon for mass 
transit this year. And as little as this is, 
parti..mlarly when compared to the $4.5 
billion spent on highways annually, the 
President has refused to spend more than 
$400 million-a cutback of $200 million in 
the first year of this vitally needed new 
program. 

On March 25, I was joined by 70 Con
gressmen in writing to the President urg
ing that the $200 million cutback be re
stored. This cutback in funds is critical 
to New York City because the MTA ha..<; 
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an $800 million request for new sub
way lines pending in the Department of 
Transportation. The lines waiting for 
construction and their costs are: 

Queens-63d Street line, $154 million. 
Queens super-express bypass, $89 mil-

lion. 
Northeast Queens line, $158 million. 
Southeast Queens line, $122 million. 
Second Avenue subway, $396 million. 
Ut ica Avenue line, $131 million. 
Nostrand extension, $90 million. 
Lower East Side Loop, $10 million. 
Jamaica Avenue subway, $15 million. 
New York City cannot hope to be 

granted its total $800 million this year 
even if the $200 million cutback is re
stored. But, we can expect even less if the 
President keeps giving mass transit the 
short end of the stick. 

Mr. Speaker, I will be conducting a 
mass transit survey in my district during 
the congressional recess. I would like to 
bring to my colleagues' attention the 
questions I will be asking people who ride 
on New York City's subways. At a later 
date I will report on the responses I re
ceive. The questions I am asking and 
that are relevant in many cities are: 

1. Where do you live? 
) Bronx ( 
) Brooklyn ( 
) Manhattan ( 

Queens 
Staten Island 
Outside the city 

2 . Are you using subways and buses more 
often since the cab fare increase? 

) Yes ) No 

3. Before the cab fare increase how often 
did you use cabs per week? 
( ) Never ( ) Twice 
( ) Once ( ) Daily 

4 . For what reasons did you use cabs? 
) Commuting to and from work 
) When working late 
) When carrying packages 
) In bad weather 
) When going out for an evening 
) Other 

5. In the evening, do you take a cab in
stead of a subway because you fear for your 
safety? 
( ) Yes ) No 

6. What bothers you most about the sub
ways you ride? 
( ) High fares 
( ) Dirty cars and stations 
( ) Overcrowding 
( ) Breakdowns and delays 
( ) Noise 
( ) Unsafe conditions 
( ) Inadequate passenger information 
( ) Other 

NATIONALISM AND THE U.S.S.R. 

HON. EDWARD J. DERWINSKI 
OF ILLINOIS 

IN THE HOUSE OF REPRESENTATIVES 

Monday, March 29, 1971 

Mr. DERWINSKI. Mr. Speaker, it is 
common knowledge that most of our 
people, in officialdom as well as in our 
private society, have little or no appre
ciation of the steadily growing forces of 
nationalism in the Soviet Union. Indeed, 
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many are not even aware of the numer
ous nations that are held captive in this 
imperial compound. It is thus encourag
ing and comforting that the younger 
generation is grasping the fundamental 
truths concerning this imperial complex. 
The article by Royal M. Wharton, a 
graduate student in Russian area studies 
at Georgetown University, on the subject 
of "Nationalism and the U.S.S.R." amply 
shows this. The article appeared in 
America, published in Philadelphia, in 
its February 11 issue. As submitted here, 
I urge every Member to read it for its 
pertinent aspects of current U.S.
U.S.S.R. relations. 

I include the article as follows: 
NATIONALISM AND THE U.S.S.R. 

(By Royal M. Wharton) 
It was interesting to note in a recent issue 

of "Intern81tioilall Affairs" (Nov. 1970, Mos
cow) an article on "U.S. Anti-Communism" 
written by A. Borisov. Mr. Borisov, writing 
in the unintentionally humorous style which 
characterizes most Soviet political literature, 
lashed out against Dr. Lev E. Dobriansky, 
Professor of Econoinics at Georgetown Uni
versity and Chairman of the Captive Nations 
Committee. In his words, the "einigrant re
actionaries," led by Dr. Dobriansky, "having 
lost touch with reality," still cling to the 
hope "that capitalism would be restored in 
the socialist states." 

The article was revealing however, in that 
after a full twelve years since the unanimous 
passing by Congress of the Captive Nations 
Resolution which Dr. Dobriansky has au
thored, the Soviets st111 feel compelled to 
continue their attack on the idea which he 
had set forth. One can only wonder if the 
Kremlin sees in the captive nations idea a 
challenge which Inight ultimately destroy its 
total power over the peoples who have been 
incorporated into the area designated as the 
USSR. 

Dr. Dobriansky convincingly argues in his 
book, The Vulnerable Russians, that the So
viet Union is not a nation state, but rather 
a primary empire which has forcibly annexed 
to itself fourteen separate nations, each hav
ing a distinctive history, culture and lan
guage. The profound weakness of this em
pire, according to Dr. Dobriansky, is "the im
mense latent power of genuine patriotic na
tionalism, both within and outside the So
viet Union." 

According to Mr. Borisov, "the author of 
this vindictive scrawl (i.e., The ·vulnerable 
Russians) literaJly falls over ihimself, at
tempting to prove :th-a.t the Soviet Und.on is 
'vulnerruble in the n91tional respect.' " Quoting 
Brezhnev, he writes, "the unity of the Soviet 
peoples, who have learned the power of 
friendship, brotherhood and all-around co
operation through their own historical ex
perience, is unshakable." 

This, the latest of a series of attacks on 
the captive nations idea, reflects a continu
ing insecurity felt by the Kremlin leaders. 
New Force has been gil ven rt;o Dr. Dobrian.sky's 
views following the recent publishing of An
drei Amalrik's essay, "Will the Soviet Union 
Survive Until 1984?" Amalrik, like Dr. Do
briansky, believes that the forces of nation
alism within the USSR itself will be the ul
timate cause of the Soviet Union's disinte
gration. 

Amalrik similarly sees the USSR as an im
perialistic state with exp.ansionist drives and 
further agrees that any consideration of 
Marxi&t ideolo.gy is lorrelevan.t to an under
standing of the natU!l'e of the Russian empire. 
As Amalrik observes, "Just a:S the 'Sidoption of 
Christianity postponed the fall of the Roman 
Empire but d id not prevent its inevitable 
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end, so Marxist doctrine has delayed the 
breakup of the Russian Empire-the Third 
Rome-but it does not possess the power to 
prevent it." 

While Amalrik's view is passive-that tlie 
nationalist aspirations will disrupt the So
viet Union following a protracted war with 
Red China-Dr. Dobriansky takes a more ac
tive stance. To him, the Russian empire can 
collapse in a state of cold war, and the cause 
of freedom demands that the U.S. through 
psycho-politicrul means, nurture these .aspira
tions and show that it identifies with their 
desires for independence. It is because o:t 
this active element that Dr. Dobriansky and 
the Captive Nations Committee present a 
threat to the Soviet Union, much greater 
than the passive hopes of Amalrik. 

For anyone who sees the growing Soviet 
milita.Ty strength a.round the world as a 
threat to our very existence, who feels that 
the Soviet Union from its inception has been 
attempting actively to subvert our society, 
and who believes that those forced to live 
under the total system called communism 
are robbed of their very humanity, would 
do best to examine Dr. Dobriansky's ideas 
on captive nations, ideas which seem to so 
frtgh ten the Moscow rulers. 

Mr. Borisov sees those who feel this way 
as the "miserable rock bottom of anti-com
munism in the United States." And he coun
sels that only through a policy of peaceful 
co-existence, and "not the organization of 
provocations and anti-Soviet slander &
meets the interests of world peace." Mr. Bor
isov's virulence vividly betrays the fear with 
which the Soviet Union views the forces of 
nationalism within itself. Perhaps his in
tense scorn will also act as a catalyst to our 
awareness of this strategic weapon. 

NATIONAL SECURITY, ECONOMICS, 
AND THE ALASKAN PIPELINE 

HON. LES ASPIN 
OF WISCONSIN 

IN THE HOUSE OF REPRESENTATIVES 

Monday, March 29, 1971 

Mr. ASPIN. Mr. Speaker, today I am 
placing in the RECORD a statemen .. which 
I believe, incisively, objectively, and thor. 
oughly analyzes many of the economic 
aspects of the proposed Trans-Alaskan 
pipeline. This statement, prepared by 
Drs. Charles J. Cicchetti and John V. 
Krutilla of Resources for the Future, is 
not a political tract but a dispassionate 
economic analysis of many of the eco
nomic bases and assumptions behind the 
argument for the pipeline. The state
ment, filed with the Interior Department 
on March 5, is one of the most interest
ing and revealing I have yet seen on the 
proposed pipeline. I urge that those of 
my colleagues who are interested in the 
pipeline issue to carefully read this 
statement. 

One note: The authors of the state
ment wish me to make it clear that their 
statement is not a product of Resources 
for the Future, which does not as an or
ganization issue reports or statements. 
Rather, it is a statement of Drs. Cicchetti 
and Krutilla, who happen to work for 
Resources for the Future. 

Their statement follows: 
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PREPARED STATEMENT BY CHARLES J. CICCHETri 

AND JOHN V. KRUTILLA ON THE TRANS

ALASKA PIPELINE ENVmONMENTAL IMPACT 
REPORT FILED WITH THE DEPARTMENT OF 

THE INTERIOR ON MARCH 5, 1971 
1. INTRODUCTION 

In June of 1968, a major oil field discovery 
on the North Slope of Alaska was an
nounced.1 One proposal for transporting this 
oil to world markets is to build a pipeline 
from Prudhoe Bay to the port city of Val
dez on Prince William Sound. The proposed 
pipeline would be 789 miles long and in order 
to construct the proposed pipeline, a 373 
mile parallel road must be built along the 
northern-most portion of the proposed 
pipeline. Since 641 miles of the proposed 
pipeline (81 %) and 365 miles of the con
struction road ( 98 % ) would transverse lands 
owned and managed by the Federal gov
ernment, present law 2 requires the filing of 
an Environmental Impact Statement 102(2) 
(C) with the Council on Environmental 
Quality to evaluate the expected benefits and 
costs (including expected and probable en
vironmental costs) that would result from 
the granting of a permit to transverse public 
lands. 

The purpose of this paper is twofold. First, 
some of the limitations inherent in the 
present guidelines a for preparing environ
mental impact statements will be discussed. 
Second, this will be illustrated by discussing 
the environmental Impact statement pre
pared for the proposed Trans-Alaska pipe
line • and considering the economics of the 
proposed pipeline In meeting the proposed 
objectives. 

2. QUALITATIVE VERSUS QUANTITATIVE 
EVALUATION 

In the current "Guidelines" several fac
tors are stipulated for inclusion in an en
vironmental impact statement: 

(i) The probable impact of the proposed 
action on the environment including impact 
on ecological systems such as wildlife, fish 
and marine life. Both primary and secondary 
signlficant consequences .... 

(il) Any probable adverse environmental 
effect which cannot be avoided. . . . 

(ill) Alternatives to the proposed action 
(section 102 (2) (d) of the Act requires the 
responsible agency to "study, develop and 
describe appropriate alternatlves to recom
mend courses of action in any proposal 
which involves unresolved conflicts concern
ing alternative uses of available resources"). 
A rigorous exploration and objective evalua
tion of alternative actions that might avoid 
some or all of the adverse environmental 
effects is essential. Sufficient analysis of such 
alternatives and their costs and impact on 
the environment should accompany the pro
posed action through the agency review 
process in order not to foreclose prematurely 
options which might have less detrimental 
effects. 

(iv) The relationship between local short
term uses of man's environment and the 
maintenance and enhancement of long-term 
productivity ... each generation is trustee 
of the environment for succeeding genera
tions. 

(v) Any Irreversible and irretrievable com
mitments of resources .... 

(vi) Where appropriate, a discussion of 
problems and objections raised by other 
Federal agencies and state and local entities 
in the review process and the disposition of 
the issues involved .... & 

One problem inherent in the above set o! 
stipulations is that no guidance is provided 
as to how the various factors should be 
quantified. Accordingly, a qualitative discus-
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sian of the environmental impact of a pro
posed Federal action, rather than quantifica
tion of environmental benefits and costs is 
likely. 

If an informed decision is to be made be
tween several alternatives it is useful to 
qualify the benefits and costs of each al
ternative in some common unit, for example, 
real dollars appropriately discounted to re
flect various time dimensions of the al terna
tive courses of action or non-action. As a first 
approximation, an attempt to measure en
vironmental effects in physical units, such 
as: acres of land affected, the amount of 
streams polluted, the number of fish and 
wildlife endangered, an estimate of the prob
ability of uncertain environmental events, 
etc., should be made. In addition, efforts 
should be made to develop damage or benefit 
functions (or values) measured in common 
units to facilitate the decision-making 
process. 

Often when the decision is reduced to a 
choice between development or preserva
tion the quantification of the choices into 
some common unit is very difficult. A large 
part of the problem results from the lack of 
any market information on the value of 
an environmental resource. Since natural 
resources such as the whooping crane, the 
Grand Canyon, The Everglades, etc., are 
owned by all in common, rights to enjoy 
their very existence now and into the future 
or to receive benefits by visiting these re
sources, are not sold. Accordingly, since a 
market does not generally form for these 
common property resources prices or market 
values can not be measured in the usual 
manner. 

It can not be emphasized enough that low 
prices or the complete lack of them tells us 
little about the value a consumer places on 
the commodity. For example, a thirsty man 
may be willing to pay a great deal for a glass 
of water, but the price of this water in many 
locations will be very close to zero. Value 
is not measured by price in this case and in 
most cases when environmental common 
property resources are included. 

In order to use the logic of economics and 
the analytical tool of benefit cost analysis 
a strategy has been suggested in other writ
ings by the present author3.6 The technique 
is very straightforward. The net benefits of 
development properly discounted over the 
useful life of the development are estimated. 
Second, those benefits and costs of preserva
tion, which can be quantified are estima.ted 
and a net benefit estimate for this quanti
fiable portion is determined. A comparison of 
the present value of the net benefits of devel
opment and the present. value of the net 
benefits of preservation is then made. If 
development is a better alternative when 
compared to the quantified portion of the 
preservation benefits, the difference is de
termined. If this difference compared to the 
unqualified environmental benefits of pres
~:rvation (or to say the same thing, the en
vironmental costs of development) is con.sd.d
ered small by rSOCiety, preservation is pre
ferred, If the two are about equal the choices 
are socially indifferent, in that society gets 
equal benefit from either preservation or 
development. If development benefits are 
still considered large compared to the phy
sical units, e.g .. number of wildlife affected, 
then development should be approved. These 
techniques will be used in the benefit-cost 
calculations undertaken In this paper below. 

3. THE TRANSALASKA PIPELINE 

For illustrative purposes the above gen
eralizations might be crystalized by consider
ing the environmental impact statement pre
pared in conjunction with the proposed 
permit to build a pipeline across public lands 
in the state of Alaska. In this statement some 
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environmental costs such as: the acres of 
pipeline, acres of construction roads, acres of 
storage facilities, acres of gravel pits ex
cavated, acres of pump stations, etc., were 
quantified in physical units. At the same 
time other environmental effects were dis
cussed in a qualitative manner. For example, 
possible effects of heating permafrost, oil 
leaks, air and w181ter pollution, lthe effect of 
the pipeline on wildlife, fish and vegetation, 
possible disruption of the pipeline through 
earthquakes and the possible severe environ
mental effects of such pipeline breaks were 
discussed ·without any indication of their 
quantitative significance. 

The last item above gives some insight 
into the manner in which the environmental 
impact statement for the proposed Alaska 
pipeline takes environmental effects into ac
count. In the draft report it is pointed out 
that the lower % of the proposed pipeline is 
expected to be subject to be probable earth
quakes of 7.0 or greater on the Richter scale. 
It is also pointed out that the storage facili
ties for the terminal port will be located on 
802 acres in the Chugach National Forest 
near the former site of the port city of Val
dez, where the most severe recorded earth
quake in North America (8.5 on the Richter 
Scale) occurred in 1964. The report does not 
discuss the possible environmental conse
quences of such probabilistic occurrences, 
which :mJ.ght cause pipeline breaks and a con
comitant spilling of heated oil on to the 
Alaskan landscape. 

A generally recognized measurement of 
value or net benefits of a particular Federal 
project is any saving in real resources as 
compared with the most economic alterna
tive that would yield comparable results. 
For example, the net benefits of a Federal 
hydro-electric power project are measured by 
savings (if any) in real costs between the 
most economic alternative and the hydro 
power project. 

In the Trans-Alaska pipeline environ
mental impact statement alternatives to the 
proposed pipeline are considered as required 
by section 7(iii) in the "Guidelines." Sev
eral observations Cl:'n be made about the dis
cussion of alternatives in the Trans-Alaska 
pipeline environmental Impact statement. 
First, only alternatives to transporting the 
oil from the North Slope are generally con
sidered. These alternatives are presented in 
Table 1. 

TABLE 1 
"Alte1·natives to the Trans-Alaska Pipeline 

Considered by the Department of Interior 
in its Environmental Impact Statement" 
( 1) A discussion of alternative pipeline 

routes 
(a) Mackenzie Valley in Canada 
(i) through the Arctic National Wildlife 

Range 
(11) to the south of the range 
(iii) to the north of the range 
(b) via National Petroleum Reserve No. 4 

to the Chuckchi Sea or the Bering Sea 
(c) modify proposed pipeline (shifts to 

tens to hundreds of miles) 
(d) change the terminus from Valdez to 

either Whittier, Seward or Anchorage. 
(2) Cold-oil versus a heated-oil pipeline. 
( 3) Alternative transport modes : 
(a) ice-breaking tankers 
(b) submarine tankers 
(c) railroad 
(d) highway, tramway, monorail 
(e) airborne vehicles. 
(4) Other liquid fuel sources (shale and 

coal are raised briefly but rejected because 
they will not be available until after 1980 in 
sufficient quantity). 

(5) Imports from the Middle East (these 
are rejected because the Arab world is polit
ically unstable and benefits are derived from 
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the pipeline because it reduces the U.S. de
pendence upon Middle Eastern oil thus pro
viding national security and balance of pay
ments benefits). 

Second, these alternatives are not dis
cussed in either financial or real resource 
cost terms. Instead inherent difficulties or 
delays, for example the time required to 
reach an international agreement between 
Canada and the United States for either a 
Northwest Passage Tanker or a Trans-Cana
dian Pipeline alternative, are discussed and 
then such difficulties are used to eliminate 
each alternative. Other alternatives are re
jected verbally because it is argued that they 
would be either more costly, would have 
similar or perhaps greater environmental 
costs, or greater technical delays. Since alter
natives to the proposed action are not quan
tified, it is not possible to measure resource 
savings which the proposed pipeline would 
produce and thus measure the net benefits 
of this proposal. This point wm be con
sidered in more detail in the following sec
tion of the paper. 

The general conclusion in the Trans
Alaska. pipeline environmental impact state
ment is that there are no alternative actions 
that do not also have similar or greater diffi
culties associated with them. Accordingly, 
the Department of the Interior Environmen
tal Impact Statement implicitly concludes 
that the pipeline does not have an economi
cally feasible alternative. 

By eliminating further consideration of 
alternatives to the proposed action the prob
lem is reduced by the authors of the en
vironmental impact draft statement to a 
comparison of the environmental damages 
and anticipated positive net benefits of de
velopment. 

These benefits include: (1) National Secu
rity, measured as the percentage reduction 
o'f United States dependence on Eastern 
Hemisphere sources of crude oil with and 
without the proposed pipeline; (2) Balance 
of Payment savings, if crude oll is produced 
domestically rather than imported; and, (3) 
Economic Development of the State of 
Alaska, measured by increased taxes, employ_ 
ment, etc. The most striking difference be
tween this section of the report and the pre
vious sections is that these benefits are ex
pressed in quantitative terms. Furthermore, 
on the basis of these quantitative benefit 
estimates, the report concludes that notwith
standing recognized environmental damages 
of unestimated magnitude, the national 
security balance of payment and Alaskan 
development benefits are greater and thus 
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justify the granting of a permit to build a 
pipeline across public lands in the state of 
Alaska. In the following section, a critique 
of the estimates used to measure these three 
benefits, followed by a broader consideration 
o'f alternatives will be undertaken. 
4. AN EVALUATION OF THE TRANS-ALASKA PIPE

LINE BENEFIT ESTIMATION PROCEDURES 

A. "Gross national security benefits" 
The national security benefit as calculated 

in the Trans-Alaska Pipeline environmental 
impact statement is based on the fact that 
the production of 2 m1llion barrels of crude 
oll per day transported through the proposed 
pipe line would reduce United States de
pendence on Eastern Hemisphere sources of 
supply by this amount in 1980.7 In Table 2, 
estimates of 1980 domestic demand (22 mil
lion barrels per day) and non-North Slope 
(lower 48) domestic supply (11.9 million bar
rels per day are shown. Since the proposed 
pipeline would reduce dependence on Eastern 
Hemispheric sources from approximately 23% 
(5,000/ 22,000) in 1980 without the pipeline to 
approximately 14% (3,000/22,000) with the 
pipeline, this becomes a measure of national 
security benefits which is given very con
siderable weight by the authors of the en
vironmental impact statement. It is pointed 
out in the report that a "key" assumption 
in the calculation is that domestic crude oll 
demand will grow at 4% per year. 

Analysis of the validity and significance 
of this assumed rate of growth of demand for 
crude oil along with the assumption that 
"lower 48" gross additions to domestic crude 
oil producing capacity should be based on 
1967-1969 data, wlll be undertaken below. 

TABLE 2 B.- FORECASTS OF FUTURE DEMAND AND SUPPLY 
FROM THE TRANS-ALASKA PIPELINE ENVIRONMENTAL 
IMPACT STATEMENT 

Domestic demand--~--- ___ ______ ____ _ _ 
Exports ____ __ __ _______ ______ ___ _____ _ 

Total demand ____ __ _____ ___ ___ _ 
Less process gain ___ ____ _____________ _ 
Stock reduction __ __ ____ ______ _______ _ _ 

Thousands of 
barrels daily 

1970 19801 

14,860 22,000 
240 300 

- -'--- ----
15, 100 22,300 
-370 -550 
-20 ---- --- ---

-------
14, 710 21,750 Required petroleum supplies ____ _ 
====~ 

9, 600 9, 900 
1, 680 2,000 

U.S. oil production (less North Slope) : 
Crude oit_ ___ __ _____ ____ _____ ___ _ 
Natura I gas liquids ______________ _ _ 

- -------
11, 280 11,900 TotaL ________ ___ _____ ___ --- --
====~ 

Required from other sources ___ _ _ 3, 430 9, 850 
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[Thousands of barrels daily) 

1980 

Without With 
1970 N.S. N.S. 

Alaska North Slope_ ___ _____________________ ____ 2, 000 
North American___ _________ 700 1, 600 1, 600 
SouthAmerican___ __ ___ ____ 2, 200 3,250 3,250 
Eastern hemisphere_____ ___ _ 530 5,000 3,000 

TotaL _______ _______ _ 3, 430 9, 850 9, 850 

I Assumed rate of growth is 4 percent per year. 

Several recent estimates of rates of change 
in domestic crude oil demand have been 
made. In August of 1970 the Bureau of Mines • 
revised earlier estimate made in July of 
1968 and forecasted a rate of change from 
1969 to 1980 of 28,419 trillion BTU's to 37,266 
trillion BTU's or an annual rate of growth 
of 2 .5%. In recent hearings before :the House 
Interior and Insular Affairs Committee 1o 

several government and industry witnesses 
made forecasts of future domestic crude oil 
dem.and. These estimates and their source 
appear in Table 3. 

TABLE 3.- RATES OF GROWTH IN DOMESTIC CRUDE OIL 
DEMAND AS ESTIMATED BY WITNESSES IN OIL IM
PORT CONTROL HEARINGS, MARCH-APRIL 1970 

Base 
period 

consump-
Source tion 

Hollis M. Dole, Assistant 
Secretary of Mineral 
Resources, U.S. Depart-
ment of Interior __ ___ ____ _ 114.9 

H.B. Harkins, national vice 
president, American 
Association of Oil Drilling 
Contractors ___ _____ ______ 3 217 

Brice O'Brien, general 
counsel, National Coal 
Association _______ ___ ·- --- ~ 28.3 

John E. Swearingen, chair-
man of the board, 
Standard Oil Co. 
(Indiana) __________ ______ 114.9 

1 Million barrels per day (1970). 
2 Million barrels eer day. 
a Billion gallons (1969). 
4 Billion gallons. 
5 Quadrillion B.t.u.'s (1970). 
a Quadrillion B.t.u.'s. 

1980 
Implied 
annual 

consump- rate 
tion (percent) 

219.3 2.6 

1280 2.34 

6 38.5 3. 12 

2 20.2 3.05 

Earlier forecasts placed most estimates of 
1980 Domestic crude oil demand at current 
U.S. prices between 16 and 18 milUon barrels 
per day with later estimates closer to 18 mil
lion barrels per day, as shown in Table 4.u 

TABLE 4.-U.S. ENERGY AND PETROLEUM REQUIREMENTS FOR 19801 

[Reprinted from: The Economy, Energy and the Environment, Joint Economic Committee, Sept. 1, 1970, p. 271 

Total Oil Gas 
energy 
quad- Million Trillion 
rill ion barrels Percent cubic Percent of 

Source Date B.t.u. per day total feet total 

National Fuels and Energy 
Study Group2 _____ ___ ______ 1962 82.0 16.7 41 21.2 28 

Department of Interior _______ _ 1965 85.9 17.5 40 25.6 31 
Pan American Petroleum 

Corp.2 _____ _______ ___ __ ____ 1966 87.0 18.6 43 28.0 33 
American Gas Association2 ____ 1966 --- -- -- - ---------------------- 27.2 ----------
Stanford Research lnstitute2 ___ 1967 92.0 18.2 39 27.9 31 
The Gas Industry Committee __ 1967 - ----- --------- - -------------- 28.6 ----------
First National City Bank of New York2 ___________ _____ 1967 87.2 17.2 38 23.6 28 

1 Explanation provided by the Department of the Interior included: "Energy projection claims 
the attention of many in 2overnment and industry alike. Shown below are extracts from 10 recent 
studies by various sources giving estimates of the 1980 requirements of the United States for oil, 
gas, and total energy. Totals arrived at in this survey are shown as the last item for purposes of 
comparison. Although not directly comparable because of differing assumptions used, the esti
mates do provide a useful guide to current opiniol) on the eneq~y OlJtlook," 

Total Oil Gas 
energy 
quad- Million Trillion 
rill ion barrels Percent cubic Percent of 

Source Date B.t.u. per day total feet total 

The Petroleum Industry 
Research Foundation _______ 1968 92.0 18.0 39 28.0 31 

Texas Eastern Transmission 
Corp ______________________ 1968 97.8 18.9 41 30.8 33 

Humble Oil & Refining Co _____ 1968 97.3 18.2 37 29.8 32 
D(cartment of Interior 

current survey)_-- -- ------ 1968 88.1 18.2 41 24.6 29 

2 Oil and gas consumption obtained by converting B.t.u. to barrels and cubic feet at the rate of 
5,400,000 B.t.u. per barrel and 1,035 B.t.u. per cubic foot. 

Source: "United States Petroleum Through 1980," U.S. Department of the Interior, 1969, 
p. 5, 
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On the supply side of the ledger, the 

authors of the environmental impact state
ment assume that proven annual additions 
to gross productive capacity wm continue 
based upon observed 1967-1969 rates. Several 
authors 12 have suggested that these data 
should not be used as a measure of future 
supply or production levels, since the amount 
of proven reserves added to the total is highly 
correlated to expected future demand. These 
data are more indicative of the industries' 
inventory position than the future produc
tion position. Accordingly, if a comparison 
of "lower 48" production with and without 
the North Slope oil coming to the "lower 48" 
market were to be made, then production in 
the "lower 48" would be expected to be 
greater without North Slope oil than with 
North Slope oil. 

To see the effect of this objection the data 
in Table 5 13 show the annual additions to 
gross productive capacity in the "lower 48." 
An average based upon the last 5 years would 
be 15% greater than the 1967-1969 average 
used and an average based upor_ all 6 years 
would be 8% greater than the 3 years used by 
the authors of the environmental impact 
statement. One reason for the sharp decline 
in 1969 and to a lesser extent the decline in 
1968 is that the discovery of on reserves in 
Alaska (North Slope) was announced in June 
of 1968, which probably affected the addition 
to proven reserves in the "lower 48." How
ever, if one is analyzing the effect on do
mestic production when Alaskan North Slope 
oil is not expected to be produced, it is a 
mistake to use these last two years. 

TABLE 5 
Annual additions to gross productive capacity 

in the "lower 48" 
[Thousands of barrels] 

1964 --------------------------- 2,664,700 
1965 --------------------------- 3,048,100 
1966 --------------------------- 2,963,900 
1967 --------------------------- 2,962,100 
1968 --------------------------- 2,454,600 
1969 --------------------------- 2,120,000 

To account for this d1fficulty, industry and 
government estimates of future "lower 48" 
oil production in 1980 as reported m Appen
dix D of the Cabinet Task Force Oil Import 
Control H m ay be used to determine a more 
realistic estimate of "lo--;ver 48" production 
without North Slope oil supplying this same 
market. To be conservative, since some of 
the more recent dally production estimates 
may include some North Slope oroduction, 
the full 2 million ba.r:rels per day throughput 
of the pipeline are subtracted from the aver
age industry forecast for 1980 and the In
terior Department 1980 domestic production 
forecast. In Table 5a the data show that 
"lower 48" domestic production in 1980 would 
be 12.3 million barrels per day, !f recent in
dustry and Department of Interior projec
tions are used and North Slope oil subtracted 
at the full daily throughput of the proposed 
pipeline. This supply projection is some 
400,000 barrels per day great er than the esti
mate utilized by the authors of the impact 
statement for both the with and without 
pipeline cases and if not a precise estimate 
of the effect of North Slope development on 
"lower 48'' production, it nonetheless indi
cates the direction of the adjustment that 
should be made when such comparisons are 
made between two mutually exclusive al
ternatives. 

TABLE 5a 15 

Industry and Interior Department forecasts 
of 1980 production 

[Million barrels per day] 
A. Average industry estimate: 

Crude 11.9 MMb/d-2.0 MMb/d=------ 9. 9 
Natural gas liquids___________________ 1. 6 
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Condensate (some portion of this may 
be included in crude but the Alaska 
pipeline total is also questionable in 
some estimates)----- --------------- . 8 

Total __ - --------- ------ --- -- 12.3 
B. U.S. Department of Interior estimate 

(table D-2, p . 229): 
Crude (12.7 MMb /d-2MMb/d) =------ 10.7 
Natural gas liquids___________________ 1. 6 

Total ------------------------- 12.3 
To illustrate the significance of these objec

tions for estimates of gross national security 
be:::1efits made by the authors of the impact 
study, we wlll consider a low and high esti
mate of 1980 domestic demand and supply 
which were made by the U.S. Department of 
Interior in 1968 and 1970 respectively (and 
which also fall in the mid and upper range 
of forecasts reported in Tables 3 and 4). 
These are shown in Table 6. Shown along 
with these are the 1980 estimates assumed in 
the absence of the pipeline used by the au
thors of the environmental impact statement 
(shown in Table 2 above). 

TABLE 6.- "A COMPARISON OF DOCUMENTED INTERIOR 
FORECASTS WITH THE 'KEY' ASSUMPTIONS USED IN 
THE ENVIRONMENTAL IMPACT STATEMENT" 

Thousands of barrels per day-

1980 

Domestic demand _____ _____ . 
Exports _______ ____ •• __ ----. 

Total demand ___ __ . __ 
Less process gain ___________ 

Ret:uired petroleum 
supplies ____ ____ . __ 

U.S. oil production (less 
North Slope) _____________ 

Natural gas liquids ___ ___ .. __ 

TotaL __ ____ _____ ___ 

Required other sources ______ 
North American imports_ 
South American imports. 

Other sources __ ______ __ 
Percent of total demand_ 

1980 
(low 

Interior 
figures) 

18, 200 
300 

18, 500 
-500 

17, 950 

10, 700 
1, 600 

12, 300 

5, 650 
-1,600 
-3, 250 

800 
4 

1980 
(high 

Interior 
figures) 

19, 300 
300 

19, 600 
-550 

19,050 

10,700 
1, 600 

12,300 

6, 750 
- 1, 600 
-3,250 

1, 900 
10 

(Environ
mental 
Impact 
State
ment) 

22,000 
300 

22,300 
-550 

21, 750 

9, 900 
2, 000 

11, 900 

9, 850 
-1, 600 
-3,250 

5, 000 
22 

When the above documented projections 
are utillzed, the percentage of oil imports 
from the Middle East either remain about 
the same as the 1970 figu.,.e of 4% on the 
low side, or run to 10 % on the high side. 
Both estimates are well below the 22% de
pendence calculated by the author::; of the 
environmental impact statement. It should 
be further noted that both estimates are low
er than the 1980 "with" pipeline estimate 
utlllzed in the environmental impact state
ment (14 % ). Increases in demand beyond 
additional lower 48 domestic production are 
met by some increased imports from North 
and South America in all three cases. Ac
cordingly, the size of the national security 
benefits estimated in the impact statement 
is due more to inappropriate data than to 
reallty. 

B. Additional national security issues 
Additional national security alternatives 

are discussed in Appendix A of this paper 
and include a consideration of: 

1. A Shut-in Reserve Capacity 
2. Additions to Domestic Capacity 
a. Permanent New Technology 
b. Ending Market Prorationing 
3. Emergency Plans 
a. Accelerated Productive Capacity 
b. Rationing Private Automobile Fuels 
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Possible sources of domestic crude oil 

supplies to meet both additional capacity 
and emergency contingencies are summa
rized in Table 7. 

TABLE 7 
Alternative sources to meet domestic crude 

oil 1lemands 1e 

(million barrels per day) 
1. Coal-Shale conversion 1980 __ 1. o 
2. Ending Prorationing (pre:::-

ent) -------------------·- 1. 7 
3. Elk Hills (NPR1) ---------··- 0. 2 

Additions to capacity a ___ 2. 9 
1. Accelerated productive capac-

ity (3 years) (U.S.)-------- . 8 to 
2. Accelerated productive capac-

ity (3 years-Canada) b____ • 8 to 1 
3. Additional capacity in Ven-

ezuela ·------------------ . 4 to . 8 
4. Non-Arab additional capacity 

(Iran) : 
1 year _________________ 1. 4 
2 years ________________ 2. 5 
3 years ________________ 3. 6 

5. Rationing a.t 90 % demand 
during emergency _________ 1. 5 to 1. 8 

Total emergency •--- - ---- 6. 5 
Grand totaL _____________ 9. 4 

a Note: Additions from ending proration
ing may already be included in industry 
supply forecasts used previously to estimate 
need and national security dependence. 

b Note the U.S. imports Canadian Oil, but 
Canada also imports oil from the un
restricted world market. Accordingly, during 
world emergencies Canadian domestic de
mands may use up this accelerated capacity. 

c Averages are used for all categories and 
2.5 m1llion barrels per day used for Iran. 

A major concern given by the authors of 
the environmental impact statement for act
ing immediately on the proposed pipeline 
is related to a presumed urgency in the cur
rent world due to Eastern Hemisphere un
certainties and possible Middle East con
filets. The authors of the environmental im
pact statement conclude that this urgency 
means action should begin at once in spite 
of admitted and unresolved environmental 
costs, uncertain environmental and en
gineering problems and irreversible decisions. 
Such a decision would foreclose future op
tions (including construction of a pipeline 
or preserving the area as national wilderness 
area) to make the most informed judgment 
concerning the best development and pres
ervation plans for the State of Alaska and 
the Arctic resources. Such fiexlb111ty has eco
nomic value. Accordingly, without claiming 
precise measurement for the 9.4 mllllon bar
rels per day versus the 2 million barrels per 
day from the proposed pipeline, the immi
nent urgency and need for immediate action 
does not seem to be supported by a review 
of the alternatives, which are summarized 
in Table 7. 
0. Economic development of Alaska benefits 

There are two types of economic develop
ment benefits considered by the authors of 
the Trans-Alaska. environmental impact 
statement. First, additional use of construc
tion roads, air fields and positive splllovers 
to the Alaska economy are considered quali
tatively, while probable environmental dam
ages (negative spillovers) from these other 
uses are generally ignored. Second, the au
thors of the environmental impact statement 
estimate the State will earn revenues of $125 
million per year ln 1975 and $250 milllon 
per year by 1980 from the on production, if 
the pipeline is built. In addition recent lease 
sales are reported to have brought the State 
$900 million. 

The benefits which may accrue from eco
nomic development are the result of convert-
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ing an immobilized form of capital, i.e., the 
oil pool, into active capital yielding an an
nual return for the State. If the State in
vests these proceeds to extend and expand 
its infrastructure, the likely increase in eco
nomic activity would constitute an element 
of economic growth for the State. If foreign 
oil is imported, even if produced by United 
States firms abroad, the royalty payments 
will go to the host country instead, and will 
be available for promoting economic develop
ment there in lieu of Alaska or elsewhere in 
the United States. Accordingly, if North 
Slope oil were produced instead of import
ing foreign oil some economic benefits should 
be counted. 

In Appendix B is presented an upper bound 
estimate of possible economic development 
benefits. We assume that all revenues accru
ing to the State are invested (not used, for 
example, to reduce State taxes or otherwise 
used for consumption purposes) and yield 
an eight percent per year return in perpetu
ity. The present value of this eight percent 
in perpetuity is slightly more than $2.8 bil
lion, which if annualized and divided by 
average annual production (500,000 barrels 
per day during 1975-80 and 2,000,000 barrels 
per day over 1980-2000) would give a cos,t 
offset, or developmental benefit of 31 cents 
per barrel. If some of the oil revenues were 
used to reduce taxes in Alaska or used for 
consumption expenditures, the benefit, or 
cost offset, would be reduced proportionally. 
For this reason the 31 cent per barrel esti
mate is an upper bound and may in fact sub
stantially overstate economic development 
benefits. 

D. Balance-of-payment benefits 
In the environmental impact statement, 

balance of payment benefits from producing 
North Slope oil instead of importing oil are 
estimated to be $470 million to $680 million 
per year in 1980. These values are equivalent 
to stating that between 65¢ and 94¢ spent 
on every barrel of oil imported by the United 
States never returns to the United States. 
The Cabinet Task Force 17 estimates that 
local expenditures associated with every bar
rel of oil exported to the United States 
amount to approximately 10¢ and that pro
ducing country taxes amount to 95¢. There
fore, estimate of non-return flows of 65¢ 
to 94¢ per barrel are very unrealistic the 
longer the view of international dollar flows 
that is taken. The lower estimate of dollar 
outflows used in the environmental impact 
statement implies that for every $1.05 spent 
abroad to produce oil for U.S. consumers 
that 65¢ will not return to this country, 
while the higher estimate implies that 94¢ 

-will not return to the United States. 
Several points should be raised about these 

estimates. Most oil producing countries rely 
heavily on import from third party or other 
countries. These countries in turn buy 
goods from the United States, as well as 
other countries who also buy from the 
United States. Accordingly, measuring two 
country exchange positions in the short run 
is fallacious. In our total transactions with 
all other countries even including various 
foreign aid and loan programs, the Cabinet 
Task Force estimated more than 95 cents 
on every $1.00 spent abroad returns to the 
United States. If we take out expenditures 
abroad for strategic objectives (non-trade 
items) our trade position actually provides 
a net favorable balance of payments. Ac
cordingly, if any credit is to be made, over
looking that in the long run we shall doubt
lessly achieve a balance, only about 5 cents 
per barrel imported should be considered 
as a balance of payment benefit rather than 
the 65 and 94 cents per barrel used by the 
authors of the impact statement. 

If multilateral transactions are taken in
to account when measuring balance of pay-

Footnotes at end of article. 

EXTENSIONS OF REMARKS 
ments advantages of North Slope oil, an 
estimated 5¢ per barrel times the 730 million 
b.arrels of oil per year will give something 
like $36.5 million rather than the estimates 
of $470 million to $680 mlllion used by the 
environmental impact study. 

E. SUMMARY 

Our examination of the environmental 
impact study impels us to conclude that the 
authors of the study confused their role in 
the undertaking. Rather than conducting a 
systematic, quantitative evaluation of en
vironmental costs, the intended objective of 
the enterprise, they launched instead into 
an enthusiastic advocacy of its benefits. 
That they were able to show benefits as 
readily and in such magnitudes as they did 
relates both to their systematic failure to 
consider the entire range of alternatives and 
their reliance on gross magnitudes, i.e., iden
tification of benefits without offsetting by 
the associated costs. We have illustrated 
that their estimates of the dependence on 
North Slope oil for national defense results 
from the use of data which bias results in 
that direction, while ignoring numerous 
sources of information which would permit 
a closer estimate of the desired quantities. 
The huge estimate of balance of payments 
benefit is a case in point. The environmental 
impact study's authors selected a figure 
more than an order of magnitude high. The 
only estimate which enjoys the possibility 
of realism is the economic development 
benefit. While it is impossible to evaluate 
the economic development prospects with
out knowing what use will be made of the 
oil receipts, only by very extreme assump
tions regarding investment of all receipts 
will the estimated economic development 
benefit approximate the estimate utilized by 
the authors of the environmental impact 
statement. 

Having critiqued the environment impact 
study, we propose to illustrate in Part II 
the mode of analysis which is essential to a 
systematic evaluation of the pipeline. We 
make no claims that the analysis is defini
tive. That is not our responsibility. What we 
hope to do is to use what documentary 
evidence is available and illustrate the way 
in which relevant data can be employed to 
answer relevant questitons which need to 
be asked were benefits and costs to have firm 
foundation in established modes of analysis. 

PART II-BENEFIT-COST ANALYSIS FOR THE 
PROPOSED TRANS-ALASKA PIPELINE AND SEV
ERAL ALTERNATIVES 

1. INTRODUCTION 

The spirit in which this section is under
taken is to recommend an evaluation or ana
lytical technique which will permit a more 
systematic consideration of alternatives to 
the proposed pipeline. Several types of al
ternatives will be considered, these will be 
representative of (1) alternate routes, (2) 
alternate modes, (3) non-development of the 
North Slope alternative, and (4) changing 
institutions and legal entities. The data 
used are to be regarded as more illustrative 
than definitive; however, we have consist
ently chosen data from government publica
tions in 1970, based upon 1969 data, which 
reflect a relatively stable period in "spot" 
tanker prices. The reason for selecting this 
stable period is that it is probably more rep
resentative of a long run equilibrium period 
than 1970 which saw Libyan embargoes, a 
Syrian pipeline shutdown, continued closure 
of the Suez Canal and a united negotiating 
front by the Oil Petroleum Exporting Coun
tries (OPEC). At this writing the Libyan 
embargo has ended, Syria's intransigence 
seems to be softening, and an OPEC agree
ment has been reached. Accordingly, the short 
run instability caused by changing tanker 
routes and increased transportation costs 
will probably settle out during the early 
1970's. 
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We have attempted to indicate how chang

ing royalty payments to OPEC countries 
would affect the results in the cases when the 
alternative we consider would involve the 
flows of oil into the "lower 48" from OPEC 
countries. However, we do not claim to have 
quantified this effect precisely. Since the 
importance of what follows is the method 
rather than the numbers themselves any 
concern over the possib111ty of our having 
understated some or overstated other values 
can be readily taken into account in this 
framework. Perhaps the facility of such ad
justments is the method's principal strength. 

2. Net benefits of the pipeline 
We will define net benefits of any alter

native as the difference between the market 
price per barrel and net cost per barrel. We 
have discounted all costs to a base year of 
operation and put them on an annual per 
barrel basis. Accordingly, aggregate annual 
net benefits or costs may be determined by 
multiplying the per barrel figure by the 
estimated number of barrels produced in 
any given year. To estimate the net benefits 
of the proposed pipeline to Valdez, coupled 
with a tanker to Los Angeles, we use a. price 
per barrel of crude oil in Los Angeles of $3.35 
as used in the Cabinet Task Force report.18 

Net resource costs per barrel are estimated 
by several methods in Appendices B and C. 
We define a resource cost as the payments 
made by the oil companies to draw oil from 
Alaskan pools and thus reduce the value of 
the sub-surface resource stock. Since this 
payment could be converted into productive 
physical and human capital by the State, 
we define net resource costs to the national 
economy as this resource payment minus 
the economic development benefits. If per 
barrel resource costs are estimated for the 
entire period of production assumed to be 
19'75 to 1980 at 500,000 to 2,000,000 barrels 
per day and from 1980 to 2000 at 2,000,000 
barrels per day (the proposed throughput of 
the presently proposed Trans-Alaska Pipe
line) , then resource costs are estimated to 
be $.56 per barrel. If the full production pe
riod beginning in 1980 is taken as the base 
point resource costs are estimated to be 
$.61 per barrel. We use an average of $.59 per 
barrel from which we subtract possible eco
nomic development benefits of $.31 per bar
rel and estimate the net resource costs of 
depleting the stock o::: oil on the North Slope 
to be $.28 per barrel in all cases below. 

Production costs are estimated by taking 
a simple a-verage of the estiinates shown in 
Table 8. An estimate of $.25 per barrel will 
be used in all cases below. Estimates of tra.ns
portation costs are reported in Appendix E 
of the Cabinet Task Force Report and we 
generally accept them unless indicated oth
erwise. See Table 9. Uncertain costs such as 
environmental damages, increases in roy
alty payments to OPEC countries, quality 
adjustments, etc., are shown by symbols 
which we will discuss qualitatively in the 
text below, ~and will attempt to quantify 
where possible. 

TABLE 8 
Estimated well head costs for North Slope 

oil fields 19 

Source: Well head costs: 
M. A. Adelma.n,a 18-26¢. 
Charles Norman,b 23.5-27¢. 
Staff Working Paper,e 36¢ (include 8¢ 

royalty to state). 

a M. A. Adelman, "Significance of Shifts in 
World Oil Supplies.'' paper presented a.t the 
20th Alaska Science Conference, University 
of Alaska, Fairbanks. August 1969. 

b Charles Norman, "Economic Analysis of 
Prudhoe Bay Oil Field, Alaska.," M.A. thesis 
in Economics, Massachusetts Institute of 
Technology, July 1969. 

e See Gas and Oil Journal, November 24, 
1969. 
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TABLE 9.- TRANSPORTATION COSTS FOR 

NORTH SLOPE 01 L 20 

Destination and mode Cost per barrel 

pipeline +tanker =total 

Los Angeles, pipeline to 
Valdez, then tanker _______ $0.60 $0.35 $. 95 

Seattle, pipeline to Val dez 
then tanker ______________ 

0 60 0 21 .81 
Chicago 1, pipeline to I nuvik 

Edmonton, Chicago _______ _ 1. 08 to 1.21 1.15 
New York, tanker to New 

York ___ __ ____ __ ___ _________ 1.00 1.00 
New York, pipel ine con-

tinued from Chicago _____ __ 1. 40 to 1. 50 1.45 

1 Note these costs are estimated to be as high as $1.25 in 
appendix 0 of the Oil Import Question .. . . 

We summarize in Table 10 benefits and 
costs of the proposed route, including ex
pected environm&ntal costs represented by X. 
Such damages would be expected normally 
during construction and operation, as well as 
during potential environmental catastrophes 
such as earthquakes, tanker spills and irre
versible options foregone by present and fu
ture populations, who might choose a nat
ural wilderness area if the market could re
flect their preferences. The usefulness of the 
X measure is not so much for comparing with 
the other cos ts and benefits for a given alter
native but as a me:tns of comparing various 
alternatives, which might have very different 
environmental costs or benefits associated 
with them. 
TABLE 10.-Net benefits per barrel of North 

Slope oil via pipeline and tanker to Los 
Angeles 

Benfiet&--$3 .35-(Revenue) 
Costs (Present Value and Annualized): 

Net resource cost"------------------- $0. 28 
Production cost b ------------------- • 25 
Pipeline cost c____________ _____ ______ . 60 
Tanker from Valdez c________________ . 35 
Environmental Cost-(present value 

per barrel) ----------------------- X 

Costs per barrei+X------------ 1. 48 

Net benefits=$3.35-1.48--X=$1.87-X. 

a See Appendices B and C for an estimate 
of resource cost of $0.59 per barrel and an 
economic development benefit from convert
ing urunobilized capital to productive capital 
of $0.31 for a net resource cost of $0.28 per 
barrel. 

b Straight average from Table 8 after re
moving t axes. 

c See Appendix E, The Oil Import Ques
tion . . . . 

3. Net benefits of a Trans-Canadian pipeline 
At the present time the Canadian govern

ment is considering the construction of a 
natural gas pipeline from the Canadian Arc
tic through Inuvik down to Edmonton. A 
natural gas and/or crude oil connection from 
the North Slope would be possible and the 
mid-west and east coast U.S. markets could 
be supplied with North Slope oil. In Table 11 
are shown the benefits based on a New 
York price of $6.90 per barrel, and net re
source, production and pipeline costs taken 
from the Cabinet Task Force from whence 
corresponding data on the Trans-Alaska were 
taken.Zt 

TABLE 11 
Net value of North Slope oil via pipeline 

across Canada to New York 
Benefit&--$3 .90-- (revenue) 

Costs (Present Value and Annualized): 
Net Resource Cost_ __ ____ ___________ $0. 28 
Production ------------------------ . 25 

Footnotes at end of article. 
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Pipeline to Inuvik a _________ __ _____ _ . 20 TABLE 12.- NET VALUE OF NORTH SLOPE OIL VIA NORTH-
Pipelne to Edmonton& __ ___________ _ . 50 WEST PASSAGE TO NEW YORK 
Pipeline to Chicago b (1980 .51 (pres-

ent) existing pipeline in place !or 
1,500 miles ---------- ------------- . 38 

$1.99 (present) 1.86 
Environmental Cost (present value per 

barrel), Y, Y 
Net lbenefits---$3. 90-$1.86-Y=$2. 04- Y 

$3.90-$1. 99-Y=$1. 91-Y 

a See pipeline estimates in Appendix E, 
"Transportation Costs." 

b See actual costs shown in Appendix E, 
"Transportation Costs." 

When either present pipeline or the 1980 
estimated pipeline costs are u sed, the net 
benefits from the Trans-Canadian pipeline 
exceed the net benefits of the Trans-Alaska 
pipeline ($1.91 and $2.04 versus $1.87) if 
environmental costs are ignored (X and Y). 

Since the Canadian route would follow the 
natural terrain by closely following the Mac
kenzie Valley rather than to cut across vari
ous rrivers, v.a.lleys and mountains a.s does the 
Trans-Alaska p ipeline, tbis component of Y 
(TCP environmental cost) is procably less 
than a similar component for X (TAP en
vironmental cost). The Canadian route also 
avoids the region's major seismic disturb
ances that make up the lower % of the 
Alaskan route and does not require the load
ing of tankers, possible spills, and collisions 
of such tankers along the coast of both 
countries. These compon ents of Yare there
fore less than similar components of X. I! 
the Canadian route were to be built it would 
be possible for the oil pipelir e to take a sim
ilar route, perhaps even enclosed within gas 
pipeline to reduce possible leaks. Were this 
to be done, natural gas as well as oil from 
the entire Arctic region could be brought to 
"lower 48" and Canadian consumers with 
only one access right-of-way. This is in con
trast to multiple routes and concomitantly 
multiple possible disruptions to the wilder
ness of both countries. For the reasons above, 
Y would probably be lower than X. 

Since the Trans-Alaska right-of-way would 
not involve Canada, any resource savings 
from the avoidance of possible delays caused 
by international agreements might serve to 
decrease X relative Y and tend to favor the 
Alaskan route for this component of costs. 
However, Canadian concern over possible 
spills off its west coast from tankers trans
porting oil from Valdez to the lower 48 may 
also require international negotiation. On 
balance Y is probably significantly lower 
than X when all factors are considered, and 
since the measured net economic benefits 
also favor this Canadian route, serious con
sideration of this route should be given very 
high priority. 
4. Net benefits of the Northwest Passage to 

the eastern coast of the United States 
A second type of alternative is not to con

struct any pipeline but instead to continue 
research and development of a tanker route 
through the Northwest Passage. Such a route 
would, however, require an international res
olution between the U.S. and Canada, since 
Canada has unilateraly extended its Arctic 
territorial limits to 12 miles. In Table 12 the 
benefits and several cost estimates for the 
Northwest Passage alternatives are shown. 
On average these are superior alternatives for 
the measured economic benefits ($2.01 and 
$1.96 versus $1.87). Possible environmental 
catastrophies represented by V, V' and V" 
shoulct be compared with environmental 
damage of the proposed Alaska pipeline (X) 
before an irreversible decision one way or 
the other is made concerning these two al
ternatives. 

[Benefits $3.90 (revenue) 

Costs 
Sub

marine 

Ice breaker 

High Low 

Resource costs____ _________ $. 28 $. 28 $. 28 
Production costs____________ . 25 . 25 . 25 
Transportation costs I (in-

cluding) loading in Prud
hoe Bay submarine tanker 
in transit transfer at God-
thaab, Greenland __________ 1. 36 ___ ___ _____ ___ _____ _ 

Transportation cost 1 ice 
breaker U.S. flag and load
ing cost: 

High estimate _________ ___________ 1. 82 ____ __ __ _ _ 
Low estimate 2_____ ______ __ ____ __ ______ __ __ _ 1. 00 

Environmentalcost__ ___ _____ V V' V" 

Total cost___ ___ ______ 1. 89 
+ V 

Net benefits__ ________ 2. 01- V 

2. 35 
+V' 

1. 55-V' 

I. 53 
+V" 

2. 37-V" 
average 
1.96- V' 

1 See " Oi' Import Controls ," testimony of John M. Houchin, 
Phillips Petroleum, p. 747. 

' See "The Oil Import Question," appendix E, p. 248. 

5. The Preservation alternative: North Slope 
production postponed and foreign imports 
used to meet domestic demand 
At the present time domestically-owned 

companies could produce greater quantities 
of on from wells located in foreign countries 
and transport them via tankers to the United 
States. In the case of Venezuela 22 recent per 
barrel royalty payments (resource costs) and 
production costs are in the $.98 and $.35 
per barrel range. Corresponding costs for 
Persian Gulf States 23 would amount to ap
proximately $.82 and $.10 per barrel. Since 
royalty payments would be paid to foreign 
governments no economic development bene
fits to the United States would be realized, 
therefore, no benefits offset the resource 
costs in the benefit-cost analysis. 

Transportation costs are presently esti
mated to be $.23 per barrel from Venezuela 
to New York and $.74 per barrel from the 
Persian Gulf to New York.2' These costs are 
expected to fall to $.16 and $.45 per barrel 
by 1980, with expected increases in tanker 
capacity and improvements in technology. If 
foreign oil is imported, an additional cost of 
5 cents per barrel, as discussed in Part I 
might be used to show the balance of pay
ment cost of importing foreign oil. 

The most persistent argument against im
porting oil from foreign countries is based 
on national security considerations. The 
threat of politically motivated stoppage of 
oil deliveries is given often as the reason for 
encouraging domestic production of petro
leum. A possible alternative, however, is an 
oil storage program to meet emergencies 
which might arise under such circum
stances. With this alternative in mind, an 
annual cost per barrel for an oil storage pro
gram was estimated by the Cabinet Task 
Force.25 The assumptions are that ( 1) oil 
is purchased in the unrestricted world 
market at $2.00 per barrel, (2) steel tanks 
are built for $2.50 per barrel with a salvage 
value equivalent to $.30 per barrel, (3) land 
is rented or purchased at a price equi'V'alent 
to $.25 per barrel, and (4) annual operation, 
m aintenance and evaporation costs are $.12 
per barrel. The annual per barrel cost for 
various program lives and discount rates are 
shown in Table 13. An interest cost of 8% 
and program life of 25 years (consistent with 
estimates used in the analyses above) re
sults in $.53 per barrel storage cost. 
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APPENDIX J 

TABLE 13.- 0IL IMPORT QUESTION 

TABLE J- 2.- TOTAL ANNUAL COST OF OIL STORAGE
STEEL TANKS I 

[Dalla rs per barrel of storage) 

Discount rate 

Program life 2 5 percent 8 percent 10 percent 

10 years __________ - --
15 years __ ______ __ __ _ 
20 years ___ _____ -----
25 years ____________ _ 

0.54 
.46 
. 42 
. 40 

0.65 
• 58 
. 55 
. 53 

0. 73 
.66 
. 63 
. 62 

1 Oil=$2.00 per barrel; tankage=$2.50 per barrel; salvage 
value = $0.30 (12 percent of the cost of tankage); land=$0.25 ; 
other annual costs (management, repair, maintenance, and 
evaporation loss)=$0.12. . 

2 For these purposes, it is assumed t.h~t the physical tank life 
is equal to or greater than the program hfe. 

A somewhat less costly salt dome storage 
program was also investigated by the Cabinet 
Task Force.2u Assuming that (1) oil could be 
purchased at $2.00 per barrel, (2) capital and 
land costs would be $1.02 per barrel, (3) 
annual operation and maintenance would 
be $.01 per barrel and (4) oil losses would 
amount to 5 percent, the annual cost per 
barrel for various program lives and dis
count rates are shown in Table 14. At an 
interest rate of 8 percent and 25 year pro
gram lif-e, the annual cost per barrel would 
be $.27. In 1966 the Department of the In
terior had estimated on-shore storage ca
pacity equal to about 650 million barrels or 
89 percent of the annual throughput of the 
proposed Trans-Alaska pipeline.27 If such 
storage capacity were used first, since this ls 
a lower cost storage alternative, to be sup
plemented by steel tank storage in an amount 
to equal a year's throughput of the Trans
Alaskan pipeline, the national security ob
jective could be met at an annual cost of 
$.31 per barrel. 

APPENDIX J 

TABLE 14.-0IL IMPORT QUESTION 

TABLE J-3.- TOTAL ANNUAL COST OF OIL STORAGE- SALT 
DOMES I 

[Dollars per barrel of storage) 

Discount rate 

Program life 5 percent 8 percent 10 percent 12 percent 

10 years ____ ____ _ 
15 years _______ _ _ 
20 years __ ______ _ 
25 years _______ _ _ 

0.25 
. 22 
. 20 
.19 

0. 33 
. 29 
. 28 
. 27 

0.39 
.36 
.34 
.33 

0.45 
• 41 
.40 
. 39 

1 Oil=$2.00 per barrel; capital cost, including land=$1.02; 
administration and maintenance=$0.01; oilloss=5 percent. 

A summary of the benefits and costs of 
such storage alternatives are shown in Ta
ble 15. When only the readily measured 
benefits and costs are calculated, all four of 
the storage program cases show slightly 
higher net benefits than does the Trans
Alaska pipeline case ($1.87). Some uncer
tainty is introduced in costs of the import
storage program by virtue of possible OPEC 
price increases and qua.lity adjustment fac
tors for differences in sulfur content and spe
cific gravity of the oil. Possible benefits of 
the program are time and resource savings 
during national emergencies from having 
crude oil stored near the prime market areas. 
An additional advantage is that dispersed 
storage facilities are a more secure source of 
supply than a relatively unprotected pipe
line or tankers on the high seas. If the en
vironmental damages of the proposed pipe-

Footnotes at end of article. 
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line (X) are expected to be large, very seri
ous consideration should be given to the im
port-storage alternative, while research and 
development achieve an environmentally 
safe transportation plan. 

TABLE 15.-NET VALUE OF IMPORTED SOURCE OF SUPPLY 
FOR THE NEW YORK MARKET, WITH NATIONAL SECURITY, 
BALANCE OF PAYMENTS AND ECONOM!C DEVELOPMENT 
OFFSETS 

Venezuela Persian Gulf 

Pres- Pres-
ent 1980 ent 1980 

Costs: 
Resource costs'-- ---- $0.98 $0.98 $0.82 $0.82 
Production costs 2 _____ . 35 . 35 .10 .12 
Transportation costs s _ . 23 .16 . 74 . 45 
National security 

costs'-------- ----- . 31 . 31 . 31 . 31 
Balance of payment 

costs s ____________ _ . 05 . 05 . 05 .05 

Subtotal, costs ____ 1. 92 1. 85 2. 02 1.75 
OPEC resource cost 

increase and or 
quality adjustment 

z z Z' Z' factor _____________ 
Net benefits ______ 1.98Z 2.05Z 1.88Z' 2.15Z' 

Benefits (revenue) __ ______ 3.90 

1 See p. 113, Mikesel, "Foreign Investment in the Petroleum 
and Mineral Industries." 

2 SeeM. A. Adelman, forthcoming, " Resources for the Future" 
study. 

a See Append ix E, "The Oil Import Question. " 
• National security costs per barrel (8% for 25 years): 

Salt tank ($0.89) ___ _________________ $0. 27 per barrel 
Steel tank ($0.11)_________________ __ . 53 per barrel 

Tot<~'--- ------- -- ------------ - --- . 31 per barrel 
6 See text, part I, Sec. D, pp. 18, 19. 

6. An import for export programs: changing 
institutions to maximize profits 

In recent testimony before the House In
terior and Insular Affairs Subcommittee on 
Mines and Minerals.28 John M. Houchin, Pre
sident of Phillips Petroleum, proposed a two
tier price system or an "import for export" 
program. Under one variant of this program, 
North Slope oil would be exported to Japan 
and for each barrel exported an additional 
barrel of Venezuelan or Persian Gulf oil 
would be allowed to be imported to the east
ern U.S. market. Since the U.S. would be 
producing an equivalent amount as the in
creased imports, it is averred that national 
security and balance of payment costs would 
be negligible. 

The benefits and costs of this program are 
shown for two cases in Table 16. A direct 
all tanker route would be superior to a com
bination pipeline-tanker alternative for the 
measured benefit and cost portion (the $3.21 
net benefit per barrel is greater than $2.87). 
A comparison of the relative environmental 
costs from possible tanker spills in the Bering 
Sea (W) versus possible pipeline breaks over
land (X) should also be made before either 
alternative is chosen. A major saving from 
this proposal results from the fact that oil 
companies would not be shipping oil between 
two U.S. ports. Accordingly, the restrictions 
of the Jones Act would not apply, thus non
U.S. flag ships with lower unit costs could 
be utilized. 

TABLE 16.- NET VALUE OF NORTH SLOPE OIL TO JAPAN 
AND AN IMPORT FOR EXPORT PROGRAM FOR EITHER 
VENEZUELA OR PERSIAN GULF STATES 

(1) Assume price of oil in Japan is $2 per barrel of crude. 
(2) New York price is $3.90. 
Revenues to U.S. producing companies per barrel of North 

Slope oil matched by a barrel of oil produced by U.S. companies 
in foreign countries. 
Benefits (Rev. Japan) ___ .. _________________ --------_ $2. 00 
(Rev. New York) ___________ ______ _____ ___ ___ ________ 3.90 

Costs __________ __________ • __________ -- __ ----. 5. 90 
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To Japan To New York 

Imports 
North Slope (averages) 

Pipe- Vene- Persian 
Tanker line zuela Gulf 

Net resource cost. ________ $0.28 $0.28 $0.98 $0.82 
Production costs ____ ______ . 25 . 25 . 35 .11 
Tanker cost'-- -- --------- .66 2. 40 • 20 • 54 
Pipeline to Valdez. _______ 0 .60 0 0 
Net, National Security _____ 0 0 0 0 
Net, Balance of Payments_ 0 0 0 0 
Environmental cost__ ______ w X 0 0 

Total costs _________ 1.19 1. 53 1. 53 1. 47 
+W + X 

Average $1.50 of Venezuela and Persian Gulf+Z=(Z+Z')/2 • 
Net benefits of tanker through Bering Sea carried in non-U.S . 

flagships matched by an increase in imports to the Eastern part 
of the United States also carried in non-U.S. flagships • 

Net benefits=$5.90-($1.19+W)-($1.50+Z) 
=$3.21-Z-Z 

Net benefits of similar program with the pipeline alternative 

Net benefits=$5.90-($1.53+X)-($1.50+Z) 
=$2.87-X-Z 

tSee p. 747, "Oil Import Controls." Transportation costs of 
$0.86 are estimated for a Japan for Venezuela crude alternative, 
this can be broken to $0.66 per barrel for the North Slope to 
Japan route and $0.20 per barrel for the Venezuelan to New 
York route. Similarly a Japan for Persian Gulf estimate of $1.20 
can be broken down to $0.54 per barrel for the Persian Gulf to 
New York and $0.66 for the North Slope to Japan route. 

2 The estimate of transportation costs from Valdez to Japan 
are no more than an informed ballpark estimate. 

The restrictions in the present 011 Import 
Quota system are also used to enhance the 
profitab111ty of this case since low cost 
Alaskan oil would be sold competitively in 
the unrestricted world market, while im
ported oil, produced by U.S. firms would be 
sold in the protected U.S. market at a much 
higher price. Such a two-tier pricing system 
applied to Japanese manufactured goods 
exported to the United States, however, has 
come to light as a violation of international 
agreements. Moreover, there may be raised a 
question of propriety in that the advantages 
of low cost (exclusive of costs of environ
mental damage) Alaskan oil would not be 
shared with the American petroleum con
sumers, whereas the costs of environmental 
damages would not be shared by Japanese 
petroleum consumers. This proposal, there
fore, would seem to merit the most careful 
scrutiny, not only in terms of the relative 
benefits and costs of the transport means, 
but in terms also of the equity in the inter
national distribution of the benefits and 
costs, w.n.en potential massive environmental 
damages may be involved . 
7. Additional potential costs of distribution 

from initial port of entry 

In the previous discussion we have as
sumed that oil flows would travel the route 
of maximum profitability. Therefore a Trans
Alaska pipeline was used to supply the New 
York market area. On the other hand, it is 
conceivable that the inflow of 2 million bar
rels of oil per day may affect the market price 
or represent an oversupply which must be 
transshipped to other markets at additional 
costs. To take account of this fact we ad
dress two principal cases relevant to our 
alternatives discussed above. 

Case 1 
If the Alaskan pipellne were built and the 

oil brought in from Valdez to Los Angeles we 
might expect an oversupply in the west 
coast market relative to the markets east of 
the Mississippi. To redistribute the excess 
supplies to eastern markets would involve the 
construction of a pipeline across northern 
United States at a per barrel cost to Chicago 
of $.60 and to New York of an additional $.25. 
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Case2 

If the Trans-Canada pipeline involving 
shipments to the east coast resulted in a 
relative oversupply in the east coast markets, 
the potential throughput might be diverted 
at Edmonton to Seattle using an existing 
pipeline operating at a cost of $.40 per bar
rel. Moreover, if North Slope on, moved to 
New York, displaced present Venezuelan im
ports, these could be diverted to the Gulf 
Coast for transshipment to Los Angeles via a 
southern U.S. pipeline built for that purpose 
at an estimated per barrel cost of $.50. 

Economist Herbert Winokar has suggested 
that oversupply on the west coast (Case 1) 
would be likely in 1980 were the Trans-Alaska 
pipeline to be built.29 Accordingly, the meas
urable portion of the Trans-Alaska pipeline 
costs should be increased by an appropriate 
transshipment cost. Quite apart from the 
greater possib1lity of excess supply in west 
coast markets, the Trans-Alaska pipeline 
would be inferior to alternatives making de
llveries to the east coast since the additional 
costs of transshipment for the former of 
$.60 to $.85 per barrel compare unfavorably 
with the $.40 to $.50 per barrel for the latter. 

SUMMARY AND CONCLUSIONS 

In Part I we undertook a critical review of 
the proposed Trans-Alaskan pipeline en
vironmental impact study and concluded the 
analysis was both inadequately done and 
biased in results. In Part n we have present
ed the kind of analysis which should be un
dertaken in reviewing the alternatives to the 
Trans-Alaskan pipeline. In this we have con
sidered not only alternative routes, modes 
and destinations for North Slope oil, but also 
alternative sources of on to meet essentially 
the same objectives as North Slope oil and 
the Trans-Alaskan pipeline. Below we rank 
the various alternatives in ascending order 
of their economic value. 

Net benefits 
less en-

vironmental 
North Slope oil, alternative or other 
routes, modes, and d~ivery Net unmeasured 
points benefits costs 

Trans-Alaskan pipeline to Los 
Angeles ___ ------- _________ ____ $1.87 X 

Trans-Canadian pipeline to New York ______________________ ___ _ 1. 91-2.04 y 
Northwest Passage to New York ____ 
Alternative sources: 

1. 96-2.01 v 
Venezuelan oil to New York ____ 1.98-2.05 z 
Persian Gulf oil to New York ___ 1. 88- 2.15 Z' 

Export of North Slope oil to Japan, 
1m port of Venezuelan oil to 
United States: 

Trans-Alaskan pipeline and tanker_ ________________ ___ _ 2. 87 X and i 
Direct tanker from North 

Slope to Japan _____________ 3. 21 W andZ 

Based on the published information avail
able from governmental documents, we con
cluded that the Trans-Alaskan pipeline to 
Valdez with transshipment by tanker to the 
West Coast markets was the least attractive 
economically when benefits and costs exclu
sive of environmental damages (our unknown 
designated by X) were considered. Both the 
Trans-Canadian pipeline and the Northwest 
Passage Tanker alternative modes would 
provide larger net benefits exclusive of the 
unevaluated environment damages (Y). 
On balance, it appears that the enivron
mental damages one would anticipate also 
would be less for the Trans-Canadian or 
Northwest Passage routes, than those one 
would anticipate from the Trans-Alaskan 
pipeline alternative. 

When alternative sources of supply are con
sidered, with domestic storage to meet emer
gency conditions, we find that the storage 
program alternative will provide for as eco
nomical a source of oil for the United States 
as the North Slope source without compara-
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ble risk of environmental damage. On the 
other hand, there may be some added cost 
(Z') due to price uncertainties. 

The most attractive alternative for the oil 
producers would be the use of North Slope 
oil for export at world market prices to Japan, 
while importing a similar amount from Vene
zuela, selling same at the support price in the 
United States. Since the beneficiaries of the 
low cost North Slope oil would be Japanese 
consumers, while the environmental costs 
would be borne by the United States, there is 
an issue of propriety and equity associated 
with this alternative which does not arise in 
any of the other alternatives. 
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APPENDIX A-NATIONAL SECURITY ALTERNA
TIVES AND THEIR RESPECTIVE COSTS 

1. SHUT-IN RESERVE CAPACITY 

In a recent paper Mead and Sorensen 1 

estimate the costs of a shut-in policy at 
Elk Hills Petroleum Reserve (Naval Petro
·leum No. 1) to be 8.4c per ba.rrel. Tiley use a 
6% opportunity cost of immob111zed capital 
and the 8.4c per barrel cost is broken down 
to 7.3c in interest, .3c administration and .Sc 
opportunity cost of a standby overcapacity 
pipeline. It is estimated that the output 
from NPR1 could reach 350,000 barrels per 
day efficiently during an emergency. The 
Federal government presently is involved in 
protect! ve production in NPR1 to a small 
extent and more so on NPR2 and NPR3. If a 
shut-in policy were to be meaningful the 
three areas should be made fully shut-in, 
therefore costs would increase. In addition, 
NPR4 offers little national security benefits 
at the moment since it is located in Alaska 
and no large scale transportation links exist. 
The relatively low cost of a shut-in policy 
may make it the preferred national security 
program if oil import quotas are removed. 
The Federal government could then conserve 
our domestic capacity now held by private 
owners for national defense and emergency 
situations. This alternative would probably 
be the least social cost case but would 
probably not be feasible with the existing 
institutions in the U.S. 

2. ADDITIONS TO DOMESTIC CAPACITY 

A. Permanent new technology 
At present domestic prices the production 

of oil from shale is possible at a sub'>ldy of 
75c per barrel or less and at world prices 
between $1.35 and $2.10 per barrels with 
subsid.fes to coal conversion processes ap
proximately 25% more at present. By 1980 
under current domestic prices no subsidy 
would be required to justify shale to oil con-

1 See, Mead W. and P. Sorensen "The Na
tional Defense Petroleum Reserve Alterna
tive to 011 Import Quotas," paper presented 
at the Western Economic Association Meet
ings, Davis, California, August 27-28, 1970. 

2 See Appendix J, "Alternative Security 
Measures." 
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version on a financial basis. At world prices 
of $1.65 a subsidy of $1.00 would ·be required. 
(See Table A-1.) Additional capacity from 
shale and coal is therefore technically feasi
ble. 

TABLE A-1.- APPENDIX J, OIL IMPORT QUESTION 

TABLE J-6.- SUBSIDY COST PER BARREL OF SHALE OIL IN 
1930 I 

Price=$3.08 4 __ _________ _ 

Price= 2.00 ___ _________ _ 
Price= 1.65 5 ____ _ __ ____ _ 

Case I 2 

$0. 00-$0. 27 
. 70- 1. 35 

1. 05- 1. 70 

Case II 3 

$0. 00- $0. 07 
. 55- 1. 15 
. 90- 1.40 

1 Assumes a Government subsidy equal to the differences 
between the market price and the cost of production (including 
a 12-percent return on investment). Base costs are taken from 
table J-4 and include a resource charge of $0.38-$0.40 per barrel. 

2 600 000 barrels of 1st-generation technology; 400,000 barrels 
of improved 1st-generation technology. 

3 400,000 barrels of 1s!-generation technology; 600,000 barrels 
of improved lst-generat1~n tech~ology .. 

4 Estimated current pnce equivalent 10 western Colorado for 
shale. The Interior Department estimated in June ~968 that the 
value of shale oil in western Colorado was $3.08. S111ce then the 
price of domestic crudes has risen, and the value should now 
be somewhat higher. Standard Oil Co. (New Jersey),_ h~wever, 
continued to use the $3 ,08 value for shale (subm 1ss1on No. 
125- 0, p. 39), and for lacl1 of better information we have followed 
its practice. . . . 

5 Estimated world price equivalent 10 1980 for shale 011 10 
western Colorado. Estimated world price equivalent in 1980 for 
shale oil in western Colorado. Assumes the price of 30 louisiana 
crude would be $2.19 per barrel in th~ Midwest. From this a 
quality debit of $0.29 and a transportation charge of $0.25 have 
been subtracted. 

B. Ending State prorationing of oil markets 
At the present time state production re

strictions and the present oil import quota 
system result in a privately-owned excess of 
1.7 million barrels per day,3 by adding the 
reserves from Elk Hills { .2 million barrels per 
day) discussed above, the present full market 
capacity would nearly equal the projected 

s See, The Oil Import Question, p. 51, op. 
cit. 
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2 million barrels per day from the North 
Slope. Most industry sources feel this pri
vately-held excess capacity will be reduced 
in the future, and William Murray, President 
of the Texas Independent ProduceTs and 
Royalty Owners Association claims that pro
rationing has already ended de facto in Texas 
and would therefore not be available. 

3. EMERGENCY PLANS 

A. Accelerated productive capacity 
In periods of emergency oil may be removed 

faster than engineering efficiency would 
justify. The Cabinet Task Force estimate this 
additional capacity during an emergency 
period to be between 800,000 and 1 million 
barrels per day by the end of the first and 
a similar amount in the second year but then 
declining. Canadian production could simi
larly be increased, but a probable investment 
in pipelines would be required.4 Similarly, 
Venezuela production could be increased be
tween 400,000 and 800,000 barrels per day 
with new drilling cost.6 

The increase of productive capacity dur
ing an extended emergency would equal 
more than 2 million barrels per day for a 
year from these sources. During such an 
emergency alternatives could be pursued, 
such as shale and coal conversion, or con
struction of a pipeline from the North Slope. 
It is incorrect, however, to plan on the worst, 
when there are fallback measures which 
provide sufficient lead time to avoid irrevers
ible decisions and foreclose the available 

4 Canadian oil may not be available to the 
U.S. during an emergency since Canada is 
both an exporter to the U.S. and an importer 
in the unrestricted world market. Accord
ingly, emergencies may cut Canadian im
ports and therefore reduce the ab111ty of 
Canada to increase exports to the U.S. during 
emergencies. 

6 See, The Oil Import Question, p. 52, op. 
cit. 
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options at the expense of high environ
mental costs. 

If emergencies came from sources other 
than Arabian Middle East disruptions the 
very great excess capacity (50 percent or 
more} in the Middle East could be utilized. 
Iran and other non-Arab eastern hemisphere 
nations could supply as much as 1.4 million 
barrels per day in one year, 2.5 million bar
rels per day in two years and 3.6 million 
barrels per day (primarily Iran) in three 
years, if the Arab countries would interrupt 
supplies to the United States.6 
B. Rationing private automobile petroleum 

The Cabinet Task Force 7 reports that dur
ing an emergency a tolerable rationing of 
automobile gasoline could reduce domestic 
consumption by 9% to 16% depending upon 
the severity of the crisis. A 10% reduction 
in 1980 would be 1.85 million barrels per day 
almost as much as the Alaskan pipeline 
throughput. This would be an alternative 
method at relatively low cost (only admin
istrative costs) to meet "essential" demand 
during emergency periods and therefore re
duce the urgency for constructing a pipeline. 

A related development to the use of petro
leum for automobiles is the 1970 Clean Air 
Act, which places stringent restrictions on 
the internal combustion engine by 1975. The 
effect of this legislation is unclear but three 
probable effects would reduce the consump
tion or use of petroleum in automobiles, 
these are: 

( 1) smaller internal combustion engines. 
(2) more efficient internal combustion en

gines. 
(3) non-gasoline-powered engines. 
If any of these developments occur, the 

result would be a drop in estimated future 
demand after 1975. 

"Ibid., p. 53. 
r Ibid., p. 53. 

Appe-ndixB annualize costs at 8% for 25 years 

"Resource Cost to the Company" 

A. Lease Sale8 
Assume: $900X 108 leases were purchased iu 1970, that the discount rate is 8%, and 

that there will be a production lag time of 10 years before full production begins (1980). 

$900X108 
X (1. 08) I0=$2. 159 

1. 94X10' Lease sales plus interest during 
interim returns forgone. 

Factor to annualize costs for the 20 year full capacity productive lire _ ( ~)" 
1 

(l+i)n 

The factor to annualize lease costs=.1019 

$1. 94X10' 
X.1019 

Annual cost to repay lease sale over $1. 97X108 
full capacity production life 

per barrel annual equivalent of cost 

B. Taxes 

$1. 97X10B per year 
=$. 27 per ban·el 

730X 108 barrels per year 

Annual direct tax, high estimate 

$250X 108 per year t 
= $. 34 per bane! 

730X108 barrels per year 

for i=8% 
n=20 

Total resource costs per barrel=$. 61 

This method overestimates resource cost by spreading all costs over the full produc
tion period of 1980 to 2000 and applies this rate to the 1975 to 1980 period. An alternative 
calculation which errs on the low side could be calculated as follows: 

"Alternative Costing Method under Partial Production in 1975 at 500,000 Barrels 
per Day and Annual Taxes of $150X108.'' 

A'. Lease Salu 
$!JOOX108 (lease sales) 

X(l. 08)& 
1. 469 

$1. 32X109 

1 See page 186, Environmental Impact Statement, January 1971 

$1. 32X109 
x. 0937 

$1. 23X108 

expected annual number of barrels 
1975 to 1980 182. 5X106 barrels per year 1975 

730X106 barrels per year 1980 

21912. 5X108 

456. 3X108 barrels per year (average) 
(1975 to 1980) 

1980 to 2000 730X108 barrels per year 
Overall average 1975 to 2000=. 20(456. 3X106) +. 80(730X108) 

B' . Taxes 

91. 2X108 584X108 
675Xl06 barrels per year 

1. 23X1Q8 
---=$. 183 per barrel 

675X108 

Tax per barrel 1975=$125X1Q6+182. 5X108 barrels 
=$. 685 per barrel 

Tax per bam•l 1980=$250X1Q6+730X1Q8 banels 
= $. 342 per bane! 

Average tax per barrel 1!l75 to 1980 
. 685 
. 342 

21$1. 027 

$ . 51 per barrel 

Weighted average tax per barre11975 to 2000 

Cost under alternative 

. 2X$. 51 =$.102 

. 8X$. 342= . 274 

$. 376 per barrel 

$. 183 per barrel 
$. 376 per barrel 

$. 559=$. 56 per barrel 
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Note this method does not discount future annual taxes but lumps them together 

to compute straight arithmetic averages. Accordingly it underestimates real costs, 
an average of the two methods will therefore be used to balance out the two averages. 

Annuity for 5 years discounted over 10 years at 8% becomes 

5 867 (1+. 08)~-1 
. .08 

:. $. 56 per barrel 
+. 61 per barrel 

211.17 

$. 585 per barrel or . 59 per barrel resource cost 

2.159= CHi)"'= (1. 08) 10 

5. 867 =2 ~2 
2.159 • I 

2. 72X 187. 5X10b$510X10' This last calculation is an average of the two methods used to calculate economic 
development offset benefits and will therefore be used for purposes of comparison. Total present value of two annuity streams 

Appendix C 

"Economic Development Benefits" 
$1, 140Xl06 
+510X106 

A. Lease Sale 
$900X106 $1, 650X106=$1. 65Xl0~ 

Assume the $900X106 is fully recovered in 2000 after the state invests the revenue 
!rom the lease sale into productive investments which yield a net return of 8% and 
which recovers the initial investment after 30 years: 

Present value of net returns on fully recovered (after 30 years) investment of $1. 65 X 
108 in perpetuity 

Present value of net 
retw·ns in present 
from year 31 into 

future 

$1, 650Xl0' 
X(1+i)-3' $900X106 

X (1. 08) - 3o=. 0994 
Present value of net returllS on ----

fully recovered investment of $89. 5X106 
$900,000,000 in perpetuity 
from year 31 on. 

(l+i)' 
(l+i)1+30 (1. 08)-30=. 0\194 

164Xl06 

Total present value to perpetuity of annual oil revenues anticipated by the State 

$1, 650X106 
Present value of lease sales assuming the state invests all converted capital into a 

physical investment which yields 8% per year in perpetuity: 
164Xl0& 

$1, 814X10V 
$900Xl06 

+89. 5X10G 

$989. 5X106 
B. 'l'axe8 (Annual) 

Annual payment of $250X106 
Assume production life !rom 1980 to 2000 
Present value to 1970 

(l+i) "-1 
Value of annuity for 20 years=--1 -

and i=8% is 45.76 

Total present value of all payments to the State in perpetuity for oil stock reduction 
from the North Slope 

$989. 5X10& 
1, 814. OXlOO 

2, 803. 5Xl06 

at 8% per year 

A~~~!~ts e~g~~~~ta~e~e~~~~~ 226Xl01 

Present value discounted by (l+i)"' 
Where m=30 years and i=8% is 10.063 
Present value in 1970 of $250Xl06 each year for the period 1980 to 2000 at 8% becomes 

nues are invested in projects with 
a social rate of return of 8% con
verted to an equivalent 30 year 
atmual or levelized basis 

$250XIOOX4. 55=$1. 14X1QQ 

Present value in 1970 for average of $125X106 and $250XIOO for 5 years between 1975 
and 1980 

$226XlOO per year 
=$.31 

730X10' per barrel 

Average per year $125X106 
250X106 et resource costs=costs to the company for pw·chase offset by economic develop

ment benefits from buying oil from internal U.S. sources 
$375X106 
----=$187. 5X106 
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WHAT HAS HOFSTRA DONE FOR 
YOU LATELY? 

HON. NORMAN F. LENT 
OF NEW YORK 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. LENT. Mr. Speaker, the recent re
port by the Carnegie Commission on 
Higher Education that two-thirds of the 
Nation's 2,340 colleges are in financial 
difficulty or headed for it, underscores 
the need to restore public confidence in 
higher education. In addition to the ob
vious need for greater stability and effi
ciency in internal operations, restored 
confidence will require convincing evi
dence of the relevancy of higher educa
tion-that the public can understand 
and support. 

The problem is especially acute for the 
private colleges. Serving as they do but 
29 percent of the college and university 
students--versus the 71 percent enrolled 
in public colleges-their need to commu
nicate their "distinctive" contributions 
has never been more critical. 

Unfortunately, universities, public or 
private, are not generally known for ex
cessive initiative in communications. 
Which is precisely why I single out a 
recent communication from a young uni
versity in my area-Hofstra University-

that imaginatively and factually drama
tizes its unique contributions to the com
munity it serves. This private 32-year
old university is one of a half dozen 
major public and private institutions 
serving the two counties of Long Island, 
Nassau and Suffolk. 

In a full-page report, which appeared 
February 25, 1971, in the local newspaper, 
Newsday, sponsored by its board of 
trustees, the university, under a pro
vocative headline, ''What Has Hofstra 
Done for You Lately?" described in de
tail its diversified community services 
over and above the traditional functions 
of a university; namely, education. 

I include the text of this unusual re
port in the CONGRESSIONAL RECORD. It 
will stand as one answer to the perennial 
question, How relevant can or should a 
university be to its community? 
WHAT HAS HOFSTRA DONE FOR YOU LATELY? 

WE ARE GLAD You AsKED 
As a relatively young institution, Hofstra 

has already established itself as a vital and 
active participant in community affairs. The 
degree of our community involvement is 
not limited by the traditional functions of 
a university. We are Will11ng and able to 
take calculated risks, to experiment and to 
innovate. Call it youthful exuberance, esprit 
de corps or simply interest in the com
munity around us. We're doing things, and 
we'd like you to join us in our continuing 
effort to make our community a. better place 
to live, to work, to learn and progress. What 

$.59-$. 31=$. 28 per baiTel. 

have we at Hofstra done in and for our 
community lately? Let's look at the re<lord 
for 1970. 

In the field of education, Hofstra served 
8,000 of your children last year, equal to 
67 % of our 13,000-man student body. We 
also invested $1.8 million to support these 
young people with scholarship and achieve
ment grants. 

Last year alone, Hofstra turned out 1,200 
certified teachers, graduates of the Is
land's only professionally accredited School 
of Education, as well as 400 graduates of 
the only accredited School of Business in 
the two counties. 

We enrolled the first 78 lawyers-to-beln 
New York State's first new Law School in 
47 years. 

We opened a Store Front Law Office, staffed 
by our law school faculty and students, to 
provide legal aid for those in need. 

The Hofstra Bureau of Educational Studies 
and Services gave 60 cour~s for 900 students; 
it created master plans, and conducted 
training programs, personnel searches and 
school administrative programs for 12 Long 
Island school systems. 

Our Reading Center helped over 1,300 stu
dents from 120 Long Island communities, 
some in workshops, others in conferences 
held in 28 different towns and vlllages on 
the Island. 

Our Speech and Hearing Center tutored 
4,371 Long Islanders, most of them young 
people. 

Our Psychological Evaluation Center dur
ing 1970 held over 200 specialized training 
sessions and tested 275 children ages 2 to 
17. 
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Economically speaking, last year 88% or 

$22.5 million of our annual budget went back 
into the economies of Nassau and Suffolk 
counties. 

Over the past six years more than $30 mil
lion has been invested in capital building, 
most of it going to local suppliers and con
tractors. 

Cultural activities incldue the Hofstra Pzoo 
Arte Symphony concerts which in '70 played 
to a total audience of more than 10,000. In six 
years over 75,000 have listened to this sym
phony, the first professional orchestra spon
sored by a university in the U.S. 

Last year Hofstra drama students, en
rolled in the Island's only professionally ac
credited drama program, presented the 21st 
Annual Shakespeare Festival. It played host 
to 4,500 high school students from 120 
schools on the Island, and to 10,000 adults. 

The Hofstra Band and Chorus entertained 
over 15,000 Long Island students, while our 
professional string quartet entertained an
other 2,700 neighbors. 

Hofstra's Emily Lowe Gallery featured nine 
unique art exhibitions attended by more 
than 18,000. 

Athletics: Hofstra's Astroturf playing field, 
unique to the metropolitan area, was used 
75% of the time last year, by community 
organizations for activities from band con
certs to high school and Little League foot
ball. 

How do you measure service? By the many 
things we've enumerated? By the spontane
ous acts of people? Is it best represented by 
the 400 students who last year gave their 
free time to tutor youngsters? Or the 50 
students who worked as Big Brothers? Or 
the 700 fraternity members who gathered 
7,500 toys to make Christmas brighter for 
5,000 children in 15 communities? Or is it 
the dozen dedicated Black students who cre
ated, and served as faculty, for the Afro
American Summer Experience program for 
249 minority school-age youths last sum
mer ... one of 22 Hofstra programs for mi
nority groups. 

We think it's all of these things last year 
that helped make Hofstra more, much more 
than just another university. 

A GREEN MEDALLION FOR 
MRS. KNAUER 

HON. LEE METCALF 
OF MONTANA 

IN THE SENATE OF THE UNITED STATES 

Tuesday, March 30, 1971 

Mr. METCALF. Mr. President, Mrs. 
Virginia H. Knauer, Special Assistant to 
the President for Consumer Affairs, ad
dressed the public utility buyers' group 
of the National Association of Purchas
ing Managers in Atlanta on March 9. 
Mrs. Knauer commended those utilities 
which have discontinued advertising 
which promotes greater use of fuel. She 
suggested that large expenditures for ad
vertising be diverted to research. She 
found merit in the proposed restructur
ing of rates which now penalize low
income users while encouraging large 
volume users to consume even more of 
a precious commodity which is in short 
supply. 

Mrs. Knauer said: 
We must examine present systems of op

eration to determine whether they are re
sponsive to tomorrow's needs. If they are not, 
then we must exchange them, for systems ex
ist to serve men; man does not exist to serve 
institutions. 

EXTENSIONS OF REMARKS 

Mr. President, I commend Mrs. Knauer 
for a forthright talk on an important is
sue and ask unanimous consent that it 
be printed in the RECORD. We should 
strike a Green Medallion Award for her. 

There being no objection, the address 
was ordered to be printed in the RECORD, 
as follows: 
THE CONSUMER'S STAKE IN THE FuTURE OF 

ENERGY 

(By Virginia H. Knauer) 
(NOTE.-Thi.:; text is the basis of Mrs. 

Knauer's oral remarks. It should be used 
With the understanding that some material 
may be omitted or added during presenta
tion.) 

Ladies and gentlemen, it is indeed a pleas
ure to speak before the 4oth Annual Con
ference of the Public Utility Buyers' Group. 
I am informed that the purchasing agents 
represented here spend approximately $10 
billion a year in obtaining equipment, goods 
and services for the electric utility industry. 
As the men who order the goods for the fu
ture, you are most intimately concerned with 
vvhat happens tomorrow in the areas of lead 
time, reliability of equipment, growth fac
tors, and rate structures. 

Consumers, too, have a vital stake not 
only in what happens in these specific cate
gories, but other energy areas as well, and 
so I can think of no better topic upon which 
to base my remarks than how the future of 
energy may affect the consumer. This issue 
should be of equal importance to utility man
agement. 

As Tofier has indicated in his stimulating 
work, "Future Shock" those best able to cope 
With tomorrow will be those who use the 
present to live and work in the future. 

I know that this audience understands 
Toiler's point. You and your colleagues are 
now placing orders and planning generating 
and transmission facilities that may not be 
used for another five or six years from now. 

But just as you must be concerned with 
the mechanical act of purchasing goods, you 
must also be cognizant of the present various 
philosophical and legal debates which will 
shape our way of living and hence the man
ner in which we consume electricity. 

Ten years ago, for instance, the sight of 
smoke pouring out of chimneys was a sign 
of advancement, once a community could be 
proud of because the smoke was a symbol 
of industrial progress. Today, that same sight 
might have an exact opposite effect on a 
viewer because the smoke could contain an 
unacceptable amount of sulfur dioxide. 

In short, ten years ago the environment 
and ecology were not national issues; now 
they are, and all purchasing decisions must 
be made with these two key factors upper
most in mind. 

Let us then examine some of the inter
related issues concerning the power supplier 
and the power user. 

Perhaps the first question which should 
be examined both for the short and long 
term is the adequacy of supply. 

In his book, "Energy of the Future" P. C. 
Putnam says that from the time man was 
able to kindle his first campfire to 1850, he 
used 10 Q of fuel, Q being defined as 10 to 
18th power BTU, or the equivalent of about 
38 million tons of coal. 

Between 1850 and 1950, man used 4 Q, Put
nam states. But, based on accelerated use of 
fossils fuels, man will want 100 Q between 
1950 and 2050, but only 27 Q of fossil fuel are 
left, he believes. 

Tofler notes the fantastic surge in energy 
consumption in thiis century, and, quoting 
from studies undertaken by Dr. Homi Bhad
ha, the late Indian atomic scientist, sees a 
continual acceleration in the use of energy. 

The problem of future energy supply was 
examined by the Wall Street Journal in an 
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article entitled "Will the Earth Reach an 
Energy Ceiling?" written by John G. Welles, 
head of the Industrial Economics Division 
of the University of Denver Research In
stitute. 

Welles poses the following question: "Will 
the United States have to limit the level of 
its production and use of its energy at some 
future date? The answer is surrounded by 
many unknowns, but the question should 
be the object of more attention than it is 
receiving. Its implications are so far reach
ing to the future of the nation that, if an 
investigation shows an energy ceiling may 
be reached within the next century, it is 
not too early to begin preparing for it 
now." 

I am well aware that some of these prog
nostications are disputed. carl Bagge, the 
new President of the National Coal Asso
ciation, states that there are enough known 
coal recoverable reserves to last the nation 
another 1,000 years. Too, some of our energy 
supply concerns may be resolved if some of 
the current problems in fast breeder tech
nology are solved. 

Still, there are at least a few industry men 
who question the long term impact on fuel 
reserves if increasingly higher rates of 
growth continue. It is quite obvious that 
our fossil fuel reserves are of a finite and 
not infinite character. 

And though there may be honest argu
ments about the long term supply of energy 
resources, there can be no question about 
the present, somewhat precarious, state of 
energy supply. 

This audience, I am sure, is well aware of 
some of the recent brownouts and blackouts 
which have occurred. While for the most part 
they have been relegated to the New York 
area, the New England states, and the P-J-M 
System, the Federal Power Commission just 
a few weeks ago in a preliminary report 
warned the nation that some areas of the 
country may experience power supply short
ages this coming summer as a result of in
adequate installed capacity to meet summer 
loads. In fact, only one region in the United 
States, the west, had what the Federal Power 
Commission considered to be an adequate 
reserve margin of 20 percent or more. 

Along with the problem of a tight power 
supply facing both residential and corporate 
consumers is the problem of rates. On the 
first of this month, the FPC announced that 
between June 2 and December 31, 1970, 176 
electric utilities in 27 states reported rate 
increases totaling $362 million. 

I believe all of these matters, the question 
of the present tight supply, the uncertainty 
of long term fuel reserves, and rising rate 
costs, pose many questions to consumers and 
the ut111ty industry. In recent years, an in
creasing nwnber of questions have been 
raised regarding the concentra.tion of fuel 
supplies which has taken place through the 
acquisition of coal companies by gas-oil 
companies. 

Perhaps the first question should be wheth
er utilities should continue to follow poli
cies which have the effect of promoting 
greater uses of electricity. 

I am well aware that a number of utili
ties have not only discontinued advertising 
which promotes greater use of fuel, but have 
actually ad vised consumers how to conserve 
energy. I believe these steps are in the right 
direction. 

As you will recall, last November, I issued 
a statement which informed consumers how 
they could conserve energy. The National 
Bureau of Standards and my offtce followed 
up that release with a booklet called "7 Ways 
to Reduce Fuel Consumption in Household 
Heating . . . through energy conservation", 
which elaborated on my earlier suggestions. 
Owens-Corning Fiberglas Corporation re
printed 20,000 copies of our "7 Ways" booklet 
in its own campaign to urge fuel conserva
tion. 
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Nonetheless, according to the FPC, pri

vately-owned electric utillties in 1969 spent 
$304.8 million for advertising and promo
t ional activities, and another $18 .9 million 
for institutional ads. If 1970 figures are 
anywhere near that sum, then I think we 
may question whether too much is still being 
spent on promoting new energy uses. 

The Large expenditures for advertising 
raiee other problems. What would the effect 
be on consumer rates if these advertising 
expenditures were diverted to research which 
has the potential of cutting operational costs 
by developing new generating and trans
mission techniques? 

I am well aware of the argument that 
utilities must promote the use of facilities 
during off-season loads for more economi
cal use of equipment. But is promotion the 
sole answer to more efficient uses of energy 
equipment? Is promotion adding to higher 
peak loads? 

According to a statement made in Decem
ber of 1969 by E. 0. George, President of the 
Detroit Edison Company, and Chairman of 
the Edison Electric Institute's Research 
Division Executive Committee, the EEI is 
supporting research and development proj
ects of close to $48 million. And, as you 
know, EEl members serve over 97 percent 
of all electric customers served by privately
cwned utilities. 

In other words, for the 1969 period, adver
tising and promotional expenditures of 
$323.7 mlllion spent by privately-owned util
ities were almost seven times as much as 
spent for R&D by EEI. Published FTC figures 
show that about * of one per cent of 
total gross revenues of privately-owned util
ities have been used for research. In essence, 
paltry sums are being allocated to an area 
which would pay handsome dividends if suf
ficient financing were instigated. 

As but one example, experts at the Federal 
Power Commission have estimated that the 
best fossil fuel generators achieve about 39 
percent of efficiency, while the average effi
ciency rate is about 32.5 percent. In other 
words, in the conversion from fossil fuel to 
electricity anywhere from 60 to 67 percent 
of the fuel's potential is lost. Though some 
experts believe we have reached the peak 
in the efficiency of present generating sys
tems, a number of advanced forms of gen
eration hold out the promise of improved 
fuel efficiency. 

The question is whether the utility indus
try is going to commit more research, de
velopment and demonstration funds into this 
area so that we may adequately preserve 
our precious fuels and use them more effi
ciently in the future. Can the utility indus
try afford the luxury of depending upon 
generating manufacturers to develop meth
ods of generation which may not be in the 
manufacturer's best interests? Can in fact 
manufacturers afford the necessary research 
and development? 

Adequate research can help in other areas 
also. Bruce Mansfield, President of the EEI 
and President of Ohio Edison, has said that 
poor quality workmanship and late equip
ment deliveries are two of several major 
obstacles to getting major generating units 
in operation on time. 

Indeed, during the extensive brownouts 
and load shedding which occurred last Sep
tember in the eastern part of the United 
States, there were eight generating plants 
with a total of five million kilowatts which 
were not available for u.se because of mal
functioning equipment. Indeed the problem 
of reliability of new generating equipment is 
so serious that four u t ilities and over nine 
insurance companies are suing one of the 
two major domestic manufacturers of gener
ating equipment for the basic reason that 
generating equipment allegedly did not work 
the way the utilities expected it to work. 

It would appear again that an increase in 
funds allocated toward research and develop
ment for better qu8Jllty control and manu
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facturtng procedures might resolve a num
ber of problems of both the consumer who 
is not getting electricity and the corporate 
consumer who is unable to produce it. 

The question is whether the utilities will 
continue to rely mainly on the two main 
domestic manufacturers for research into 
these two key areas or will the utilities at
tempt to support more research by them
selves. Are electric utilities going to continue 
to spend seven times as much to tell people 
what a great job they are doing than the 
amount for research which could enable them 
to do a better job? I know what Thomas 
Edison's answer would be. 

Still on the topic of methods to promote 
greater usage of electricity, David Freeman, 
Director of the Energy Policy Staff of the 
Office of Science and Technology, has sug
gested a re-examination of promotional rate 
st ructures which provide lower cost per kilo
watt hour to the heaviest users of electricity. 

Mr. Freeman, in a talk before the National 
Association of Regulatory Commissioners, 
asked whether in view of the present tight 
power situation, we should continue to keep 
our foot on the promotional rate pedal to 
accelerate m.ore growth. 

Mr. Freeman argues persuasively for the 
consideration of a rate structure which 
would make volume users bear the brunt of 
rate increases. He sees this approach as pro
viding a great incentive to conserve energy. 

He also takes note of a socio-economic 
problem which we all should consider. Mr. 
Freeman says, and I quote: 

"The low-income citizen who cannot af
ford air conditioning, who doesn't have a 
large house and who uses electricity only for 
light ing, cooking, and perhaps hot water 
heating, is not the person responsible for our 
power shortages. He uses about 250 kwh per 
month. In fact, the average use per residen
tial customer in most big cities is less than 
300 kwh per month. The cash out la;-;s this 
low-income consumer makes for energy is a 
significant item in his budget. If rates for 
electricity increase by 50 percent in the next 
five years-which I believe is a real possibil
ity-and the increases are added equally t o 
all rate blocks, it could well impose a real 
hardship on low income consumers. And 
since t heir use of electricity is small and for 
basic necessities, there is little scope for re
ducing the volume. 

"On the other hand, redesigning rates and 
requiring the larger volume users to absorb 
the coming rate increases would alleviate the 
hardship on small consumers and provide 
real incentives to achieve greater efficiencies. 
And after all, it is the volume users whose 
growth is a primary cause of the increased 
costs for which the increases are needed." 

I understand, of course, that what Mr. 
Freeman is suggesting is very controversial. 
Employed on a national scale, a system of 
charging volume users more per unit of elec
tricity would result in a significant change in 
present rate systems. 

True, on a strict cost basis there is reason 
for higher rates to small volume users. Yet, 
I believe there is a great deal of merit in 
Mr. Freeman's suggestion. What does the con
cept of justice dictate-that all users of elec
tricity bear an equal portion of rate in
creases or that those mainly responsible !or 
the growth bear the major brunt of rate in
creases? If a new aluminum plant requires 
a new generating facility which adds sub
stantially to total generation costs, should 
all users pay for t hese increases? 

Secondly, should rate increases in the near 
fut ure r ise by 50 percent, as Mr. Freeman 
suggests, what will happen to those who 
cannot afford the cost of this basic necessity 
of life? Are they to go without hot water, 
without light, without cooking facilities while 
suburbia glitters? Will the bill collector be 
pounding on the door? Will another unbear
able burden be placed upon inner city resi
dents? 
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Third, and finally, do present rate struc

tures encourage conservation of energy or 
do tJhey encourage waste? 

Thus far, I have not touched on another 
controversial problem which concerns us all 
and has had an effect on power supplies. 
That, of course, is the concern over environ
ment, the concern over where utility facili
ties will be constructed, and concern over air 
and water pollution. 

I know that in some areas conflicts between 
utilities and conservation groups have re
sulted in lengthy delays for the construction 
of generating or transmission facilities. 

[ believe the President's environmental 
proposals, if enacted by the Congress, Will 
provide us with the means to settle these 
disputes within a reasonable period of time. 

The President has recommended legisla
tion which provides that each state or region 
may establish a decision-making body which 
will review alternatives to assure that opti
mum sites for power plants and large trans
mission lines are selected, and will assure, 
prior to construction, that adequate environ
mental protection features will be employed. 
The bill also requires open long-range plan
ning. 

The legislation would require that pro
posed power plant sites and general locations 
of transmission line routes be disclosed at 
least five years prior to construction and that 
public hearings on the plant sites be held at 
that time. Detailed applications for con
struction of power plants and transmission 
lines must be filed at least two years in ad
vance and a public hearing held in which all 
interested persons can participate. 

In short, the bill would provide the public 
with an early voice in the planning process, 
but it would also allow facilities to be built 
at approved locations and with proper safe
guards. 

The President has also recommended leg
islative proposals to cope with the problem 
of sulfur oxides which, according to the 
Council on Environmental Quality, are re
sponsible for one half of the total damages 
from air pollution. At present, power plants 
account for 20 million tons of the sulfur 
oxides or 55 percent of the nation•s total. 

If uncontrolled, sulfur oxides emissions 
will almost quadruple, to about 126 million 
tons by the year 2000, with power generation 
accounting for an increasing percentage of 
the emissions. 

The President has recommended that an 
emission charge be placed on sulfur emis
sions, and that the funds generated by this 
charge be used by the Federal government 
to develop the technology to reduce such 
emission and develop clean energy supplies. 

I hope that you will support these proposals 
and that you give consideration to these oth
er matters which I have discussed with you 
today. 

I started out my talk by noting that this 
audience has a vital stake in the future of 
energy. So do consumers. 

We must examine present systems of oper
ation to determine whether they are respon
sive of tomorrow's needs. I! they are not, 
then we must change them, for systems exist 
to serve men; man does not exist to serve 
instit utions. 

THE GENEVA PROTOCOL 

HON. MIKE GRAVEL 
OF ALASKA 

IN THE SENATE OF THE UNITED STATES 

Tuesday, March 30, 1971 
Mr. GRAVEL. Mr. President, on March 

4, the Federation of American Scientists 
released a statement calling the pro
posed administration "understandings" 
on chemical weapons to the Geneva pro-
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tocol "Highly questionable legally, absurd 
politically, repugnant morally, and 
foolish strategically.'' Their statement, 
approved by the FAS Executive Commit
tee, and by its Committee on Chemical 
and Biological Weapons, chaired by Dr. 
John T. Edsall, professor of biochemistry 
at Harvard, made a persuasive case for 
all four of those charges--! ask unani
mous consent that it be printed in the 
RECORD so that Senators can judge for 
themselves. 

The statement argued that the war is 
the explanation for these "understand
ings." It advised the Senate to "wait a 
few more years for the war to end
rather-than to risk unraveling the 
carefully built attitudes of mankind that 
are embodied in the protocol prohibition 
of chemical and biological warfare." 

Indeed, concerning the controversy 
over the legitimacy of the understand
ings, I do not see how the Foreign Rela
tians Committee could be persuaded to 
report out a treaty whose meaning would 
be unclear to the Senate that was sup
posed to ratify it. But I do not believe 
that the treaty should disappear for 
another 46 years. Instead, during any 
period of delay in its ratification, con
tinuing steps should be taken by the 
executive branch to ascertain the 
opinion of the cosignatories to our un
derstandings, and/or to ascertain the 
opinion of the World Court. This will pro
vide, in good time, a record upon which 
Senators will be able to determine wheth
er they can or cannot support these "un
derstandings.'' 

There being no objection, the state
ment was ordered to be printed in the 
RECORD, as follows: 
GENEVA PROTOCOL: BETTER TO DEFER IT'S 

RATIFICATION, lF NECESSARY, THAN TO AP
PROVE ADMINISTRATION "UNDERSTANDINGS'' 

We applaud the wise initiative of the 
President in totally renouncing biological 
weapons and in sending the Geneva Proto
col to the Senate for advice and consent. The 
Administration advocates the ratification of 
this treaty which we also support. But in 
sending the Protocol to the Senate, the Ad
ministration has expressed its understanding 
that the treaty does not prohibit the use in 
war of irritant chemicals, such as tear gas, 
and anti-plant chemicals, known also as 
herbicides. There is no reason to believe that 
such an understanding would have been 
adopted by the Administration were the 
United States not using these chemicals in 
Viet nam. As an understanding, this point 
of view is highly questionable legally, absurd 
politically, repugnant morally, and foolish 
strategically. We urge the Senate to ratify 
the Protocol only if the Administration will 
cease to use irritant and anti-plant chemicals 
in war, and will abandon these two reserva
tions. 

How questionable the Administration in
terpretation is legally is seen in history. Gas 
warfare began in World War I with French, 
German, and Russian use of irritant gases: 
tear gas, nausea gas, and the blistering 
mustard gas. It was to prevent a repetition 
of just this sort of thing that led to the 
relevant provisions of the 1919 Treaty of 
Versailles; of the 1922 Washington Treaty 
on Submarines and Noxious Gases; and of 
the Geneva Protocol itself. There is no posi
tive evidence whatsoever that a majority or 
significant minority of the signatories of any 
of these treaties meant to permit, in war, 
tear gases, or nausea gases, or any other ir
ritant gases. No one doubts that these pro-
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visions prohibit, for example, the non-lethal 
mustard gas. 

While tear gases were not mentioned in 
these treaties except as "other gases" no Na
tion on the League of Nations Preparatory 
Commission except the United States ex
pressed any doubts that they were covered. 
Ten of these sixteen states explicitly agreed 
that they were. And all parties to World War 
II acted as if they were, indeed, covered. 

We can also argue that, when the Protocol 
was drafted, the herbicides in use, mainly 
arsenic compounds, were considered to be 
dangerous to animal life as well, and hence 
were meant to be covered by the treaty under 
the phrase "analogous liquids". In any case, 
although little attention was directed to 
them at the time, there can be little doubt 
that they violate the spirit of the Geneva 
Protocol 's general effort to ban chemical and 
biological warfare. And there is no doubt 
that the vast majority of the international 
community prefer this interpretation, as re
flected in a December 16, 1969 U.N. resolution 
adopted 80 to 3 with 36 abstentions. Only 
Australia and Portugal agreed with us. No 
other state has ever ratified the Geneva Pro
tocol with a reservation on chemical weapons 
of any kind. 

In the face of these world-wide attitudes, 
it would be politically absurd to take an 
understanding that could not, and would 
not, be supported by other nations or in
ternational bodies. Any nation, or the U.N. 
General Assembly, could take this matter to 
the world Court where we would likely find 
our understanding disavowed. Would we like 
to have our uses of chemicals in Vietnam 
debated publicly and skeptically in an In
ternational Court? 

The Executive Branch understandings are 
morally repugnant because they are simply 
efforts to justify use of offensive chemical 
warfare in Vietnam. The six million pounds 
we used in 1969, of C8--a tear and nausea 
producing gas-were not necessary to sep
arate civilians and enemy forces; these are 
not often found together in oombat situa
tions. Since its introduction CS has been 
used instead in a wide variety of offensive 
military operations: assault against point 
and area targets, flushing of caves and struc
tures, use in conjunction with antipersonnel 
artillery and air strikes, suppression of small 
arms fire around helicopter landing zones, 
and so on. Most of these uses are simply ad
juncts to offensive weapons in which, for 
example, the cs flushes out enemy forces 
which are then shot or killed with frag
mentation grenades, air strikes, etc. This i8 
neither more nor less than the lethal use of 
non-lethal gas. 

Like tear gas, herbicides could be used for 
innocuous purposes: defoliation of friendly 
base perimeters, or ambush sites. But, in 
fact, most of the herbicides have been used 
in what has been called "ecocide." Half of 
Vietnam's Mangrove forests have been de
stroyed, a sizable fraction of its merchant
able hardwood forests have been severely 
damaged, and crop destruction has covered 
land capable of feeding approximately 
600,000 people per year. This has taken place 
in food scarce areas where it cannot be as
sured that crops destroyed are "intended 
solely for consumption by the (enemy) 
armed forces" as required by U.S. Army 
Doctrine. In such areas, it is women, espe
cially child-bearing women, and children 
who suffer most from crop shortages--not 
the able-bodied soldiers that can supply 
themselves, commandeer food, or leave the 
area. Indiscriminate destruction of crops has 
figured in Nuremberg war-crimes trials. 
Why should it be protected by a U.S. under
standing of the Geneva Protocol? 
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and herbicides had never been invented, the 
course of the war in Vietnam would not have 
been seriously affected. Neither weapon is of 
more than marginal value in the general 
context of the war and of the enemy's ability 
to cope with our chemical tactics. But if the 
use of chemicals in Vietnam should lead to 
a breakdown in international attitudes to
ward chemical warfare, who knows what 
future lethal chemicals might be used 
against America or its forces. General Per
shing noted in 1922 that the Washington 
Treaty should prohibit all gases because of 
the difficulty of enforcing partial bans; he is 
still right today. 

The Federation condemns the use of 
chemical warfare in Vietnam. But over e.nd 
above that it would be senseless for the 
American Government to adopt "understand
ings" that protect these uses simply because 
the Protocol is being sent to the senate dur
ing the Vietnamese War. We have waited 
more than 40 years to ratify this treaty. It 
should be ratified without exceptions. If 
necessary, it would be better to walt a few 
more years for the war to end than to risk 
unravelling the carefully built attitudes of 
mankind that are embodied in the Protocol 
prohibition of chemical and biological war
fare. 

MAJORITY LEADER, HALE BOGGS, 
SPEAKS ON THE PROBLEM OF 
FINANCING THE GOVERNMENT 

HON. DANIEL J. FLOOD 
OF PENNSYLVANIA 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. FLOOD. Mr. Speaker, on St. 
Patrick's Day, the distinguished major
ity leader paid a visit to Wilkes Barre, 
Pa. In an address that evening, he had 
some perceptive things to say about gov
ernment and the problem of financing it. 
Mr. BoGGs' address resulted in two edi
torials on WBRE-TV. I am inserting 
these editorials in the CONGRESSIONAL 
RECORD and calling them to the atten
tion of my colleagues: 

REAL FEDERAL SHARING 

MARCH 18, 1971. 
When he visited Wilkes Barre this week, 

Congressman Hale Boggs of Louisiana offered 
to save Pennsylvania alone nearly 8-million 
dollars. The Majority Leader of the United 
States House of Representatives announced 
he had introduced legislation Wednesday 
which would enable the federal Internal 
Revenue Service to collect state and local 
income taxes on behalf of those govern
ments. 

Congressman Boggs said the ffiS, which 
collects the federal income tax, could col
lect state and local income ;taxes cheaper 
and more effectively than can state and 
local agencies. He said the collection cost for 
the ms is the lowest of any agency in the 
world-four thousandths of one percent. 
Further, he said its effectiveness is such that 
by comparison, state and local governments 
miss collect 2-billion dollars a year. The IRS 
could collect these state and local taxes, 
according to him, merely by adding several 
lines to the present federal income tax 
reporting form. 

Finally, it would be foolish and short
sighted strategically for the strongest nation 
in the world to encourage a kind of warfare 
that lends itself to poorer nations. If OS 

The Majority Leader's comments are espe
cially significant in view of last weekend's 
announcement by the Pennsylvania. Depart
ment of Revenue. Secretary Kane said the 
Department was creating a new bureau to 
collect Pennsylvania's income tax-a bureau 
of 1-thousand political patronage workers 
costing about 8-million dollars to operate in 
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the first year. Applying the figures of Con
gressman Boggs, the IRS could do that job 
alone for about 32-thousand dollars. The 
savings to Pennsylvania would be about 7-
million, 970-thousand dollars and a whole 
bureau of patronage. 

Congressman Boggs revealed his move as 
an example of the kinds of federal programs 
he proposes as alternatives to the President's 
revenue-sharing plan. We think Congress
man Boggs performed a great service to the 
people of this State. Anything which pro
duces this kind of economy in government is 
federal sharing that makes sense. 

NEW FEDERALISM 
MARCH 16, 1971. 

Several weeks ago it was estimated that 
collection of the state income tax would 
require an additional 200 employees in the 
Department of Revenue and cost about 2-
million dollars a year. That forecast vanished 
over the weekend when Secretary Kane an
nounced creation of a new Bureau with !
thousand political patronage workers and an 
estimated cost in the first year of a-million 
dollars. 

We propose instead that it is both possible 
and highly logical to have the state income 
tax and even the local wage taxes collected 
by the federal Internal Revenue SerVice. 
The IRS already deals with all of the basic 
information, computing and reporting re
quired for collection of these taxes. It has 
the personnel and experience necessary for 
the job, and with only modest additions 
could perform this function for State and 
local governments. The local governments 
could save much of what now is paid private 
collect ion agencies, and the State govern
ment would be relieved of the certain cost of 
an expanded bureaucracy. 

We realize such a move would be an inno
vation. Not one, to our knowledge, of the 43 
states imposing the income tax use the fed
eral service. All have their own bureaus. The 
politics of patronage is deeply ingrained, but 
it also is extraordinarily expensive. We think 
the t axpayer cannot afford the luxury of pa
tronage of government surrendered to fi
nance political organizations. 

We submit that a new federalism which 
would effect true economy ought to begin 
with a sharing, not of revenue but of inter
governmental services, and that this kind of 
expanded function by the Internal Revenue 
Service is the place to start. 

A MINNESOTA BUSINESSMAN'S CON
CERN FOR OUR ENVIRONMENT 

HON. HUBERT H. HUMPHREY 
OF MINNESOTA 

IN THE SENATE OF THE UNITED STATES 

Tuesday, March 30, 1971 

Mr. HUMPHREY. Mr. President, as the 
present Congress focuses attention on the 
sources of environmental pollution, it is 
instructive for us to take note of impor
tant statements and actions by con
cerned representatives of American in
dustry. In this regard, I bring to the 
attention of Senators selections from a 
recent address by Mr. George Barrie, 
president of Faberge, Inc., cosmetic and 
fragrance manufacturers, whose main 
plant is located in St. Paul, Minn. Pollu
tion control operations are an integral 
part of this modern, highly mechanized 
facility, and Mr. Barrie himself has long 
been active in promoting environmental 
protection programs. 
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In remarks to executives of the com
pany's facilities located in seven States, 
Mr. Barrie stated that "the cosmetic in
dustry has a great stake in the environ
mental protection movement in our coun
try." He noted the early efforts of ecolo
gists over a decade ago, before "environ
ment" became a popular issue, to warn 
the American people of the progressive 
destruction of the beauty and life-sus
taining resources of this great land. And 
it was with commendable insight that he 
pinpointed movements within our so
ciety which can turn the appeals of a 
few into the cry of many. For example, 
he saw in the "Flower Children" the 
sounding of "a muffied bell-for environ
mental protection by advocating their 
posture as nature's children. What 
started as antiwar attitudes has given 
way to cries for clean air and serious 
endorsements for ecological concern and 
protection." 

He concluded, however, that the essen
tial action to improve our environment 
can only succeed through a concerted ef
fort by the people of our Nation: 

If two hundred million Americans would 
begin to police themselves and the areas they 
inhabit, a major stride will be made towards 
the quality of life we all so ardently desire. 
Gone would be the soft drink and beer cans 
from our streets and woodlands, the crumpled 
newspapers, the overflowing trash and gar
bage cans, abandoned automobiles, and the 
assorted eco-pornography that bruise the 
senses of all thinking people. 

I believe industrialists like George Bar
rie speak well for America in demanding 
the exercise of self-responsibility for 
meeting the crisis of our environment. 
He stated: 

At Faberge, we are deeply concerned with 
youth for they are tomorrow's electorate in 
addition to being our potential customers. 
Whatever they have inherited in our cities 
and the suburbs and farmlands, forests, wa
terways ... we have bequeathed to them. Let 
it not be said that we gave them a perma
nently spoiled environment .... More than 
good business, for all forms of industry, it is 
responsible citizenship that initiates pride 
in the American environment. Faberge will 
continue to support the efforts of ... all the 
nation's governmental leaders in this single 
greatest challenge to our life, liberty, and 
pursuit of happiness. 

Mr. President, I am greatly impressed 
by this statement of personal and corpo
rate commitment. It offers a solid foun
dation for hope that the beauty and rich
ness of our natural resources in Minne
sota and the entire United States of 
America can be preserved for future 
generations. 

MAKING JOB SAFETY A REALITY 

HON. DOMINICK V. DANIELS 
OF NEW JERSEY 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. DANIELS of New Jersey. Mr. 
Speaker, April 28 is a day that will real
ize the intensive efforts of Congress, the 
labor movement, and responsible busi
ness leaders to provide a safe and health-
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ful working environment for 53 million 
American workers. On that day, the Oc
cupational Safety and Health Act passed 
in the 9lst Congress, will become 
effective. 

In order to prepare for fullest imple
mentation of the provisions of the act, 
labor unions have already begun inform
ing their local members on their duties 
and rights under the new law. 

Following is the text of a February 24 
radio interview with George Taylor, an 
economist with the ~IO who dis
cussed the law's implications: 

LABOR NEWS CONFERENCE 
Unions are gearing up to use the federal 

job-safety law enacted last year "intelli
gently and vigorously" to safeguard the lives, 
limbs and health of workers, an AFL-CIO 
safety expert declared today in a network 
radio interview. 

George Taylor, executive secretary of the 
AFL-CIO Standing Committee on Safety and 
Occupational Health, urged the Nixon Ad
ministration to show "more tangible evidence 
of firm intent ... to take this program for
ward in high gear" than they have since 
it was signed into law last December. Taylor 
stressed that the effective date of the new 
law is only two months off, but key ofHcials 
and panels responsible for shaping health 
and safety standards and enforcing them stlll 
haven't been named. 

"The Administration is weighing this pro
gram ... against the internal budgetary de
cisions" they have already made for other 
programs, he said. He added that "on the 
basis of our examination of the budget and 
our knowledge of what's needed ... the au
thorization received by the Department of 
Labor is not enough" to establish and sustain 
the kind of program that is needed. 

Questioned by reporters on Labor News Con
ference, a network radio interview produced 
by the AFL-CIO and broadcast Tuesday at 
9:35p.m. (EST), on the Mutual Broadcasting 
System, Taylor turned aside the suggestion 
that the Labor Department "will be flooded 
with complaints" from workers of in-plant 
violations of the law "that wlll swamp the 
whole operation." Such worry, he said, 1s 
based on the invalid assumption that "our 
people are going to act irresponsibly." 

He said the labor movement recognizes 
and accepts its responsibility to help workers 
and in-plant safety committees understand 
the law so that they "can use it on a day-to
day basis in the plant." 

The Occupational Health and Safety Act 
"is going to be made or broken at the plant 
level," Taylor declared. If workers, employers 
and government carry out their respective re
sponsibilities under the Act, there is no need 
to fear it will bog down, he said. 

Reporters questioning Taylor on Labor 
News COnference were Sam Sharkey, labor 
specialist for the Newhouse Newspapers, and 
Robert Barr, congressional correspondent for 
the Fairchild Publications. 

IMPLEMENTING JOB SAFETY 
(Guest: George Taylor, an economist in 

the AFL-CIO's Department of Research and 
executive secret84'y of the AFL-CIO Standing 
Committee on Safety and Occupational 
Health.) 

(Reporters: Sam Sharkey, labor specialist 
for the Newhouse Newspapers, Robert Barr, 
congressional correspondent for the Fair
child Publications.) 

(Moderator: Frank Harden.) 
MUTUAL ANNOUNCER. The following time is 

presented as a public service by this station 
and the Mutual Broadcasting System. 

HARDEN. LABOR NEWS CONFERENCE. 
Welcome to another edition of LABOR NEWS 
CONFERENCE, a public affairs program 
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brought to you by the AFL-CIO. LABOR 
NEWS CONFERENCE brings together leading 
AFL-CIO representatives and ranking mem
bers of the press. Today's guest is George 
Taylor, an eoonomist in the AFL-CIO 's De
partment of Research and executive secretary 
of the AFL-CIO Standing Committee on 
Safety and Occupational Health. 

Shortly before Congress adjourned last 
year, a long-sought federal job health and 
safety law was approved and signed by the 
President. Here to question Mr. Taylor about 
the Occupational Health and Safety Act of 
1970, the protections against job-related in
juries and deaths it provides and how they 
Will be implemented, are Sam Sharkey, labor 
specialist for the Newhouse Newspapers, and 
Robert Barr, congressional correspondent for 
the Fairchild Publications. Your moderator, 
Frank Harden. 

And now, Mr. Sharkey, I believe you have 
the first question? 

SHARKEY. Mr. Taylor, you recently won a 
landmark bill on Occupational Health and 
Safety. A two part question: What's in it, 
specifically, and what are your objections to 
it--why are you dissatisfied with parts of it? 

TAYLOR. Well, the bill provides for a fed
eral-state program to protect the health and 
safety of workers in about 4 million work
places in the country-a total of some 55 to 
60 million workers. 

The Secretary of Labor Will be responsible 
for developing and promulgating occupa
tional health and safety standards and en
forcing them. 

Va.rious training programs will also be his 
responsibility. 

State relationships Will be his respon
sibUity. 

The responsibility of the Secretary of 
Health, Education and Welfare, by way of the 
newly-created Institute for Occupational 
Health, will be for various types of research, 
labelling hazardous materials, monitoring 
hazardous substances in plants, and develop
ing the basis on which occupational health 
standa.rds can be promulgated by the Secre
tary. 

In answer to the second part of your ques
tion, I would say that we are generally satis
fied with the bill. It provides for the first 
time, e. very sizea.ble list o! protections and 
rights for the worker which no occupational 
safety and health legislation ever conceived 
before in this country has contained. We are 
very happy about this, and we intend to use 
it intelligently and vigorously. 

On the other hand, we will just have to 
adopt a wait-and-see attitude on some of the 
provisions o! the b111. As the program opens 
up and develops, there may be need for 
amendments. 

On the other hand, it may be that the 
amendments wlll not be significant. 

We don't know yet. 
BARR. Mr. Taylor, you said you've got a 

landmark bill here. Well, the President signed 
this into law last December 29; it is supposed 
to become effective April 28; but so far, we 
have no action by the White House. An As
sistant Secretary of Labor is to be named. 
A commission is to be named. There is some 
money in the budget. But, are you satisfied 
that they are proceeding fast enough? 

TAYLOR. No, we're never satisfied on that. 
We feel that this Administration is weigh

ing this program as well as other programs, 
against the internal budgetary decisions they 
have made, in terms of their overall programs. 
We believe that as a result, the budget au
thorization, which has been received by the 
Department of Labor to carry out this b111, is 
not enough, on the basis of our examination 
of the budget and our knowledge of what' 
needed in the program. 

With respect to the appointments of the 
various officials who will operate this pro
gram, they are moving slowly. We still don't 
have an Assistant Secretary for Occupational 
Safety and Health. 
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We don't have the three-man enforcement 
panel. 

We don't have the National Advisory Com
mittee on Occupational Safety and Heal·th. 

The Secretary of HEW has not named the 
director of the Institute, nor the assistant di
rector. 

A hundred and twenty days can pass very 
rapidly. We hope to see more tangible evi
dence firm intent by the Administration, to 
take this program forward in high gear, than 
we have seen so far. 

SHARKEY. Well, Mr. Taylor, you said that 
you think that part of this delay is budgetary 
or financial. Do you have any reason to believe 
that they are deliberately delaying this pro
gram for political reasons? 

TAYLOR. We have no reason to assume that 
there is any conspiracy in this. 

We only assume that we have access to the 
Secretary-business management has better 
access to the Secretary. All during the course 
of the legislative history, it was made plain 
to us, by the Secretary, that in choosing a 
position between organized labor and its de
sire for a strong bill, and business and its 
desire for a weaker bill. Secretary Hodgson 
made his choice, up until the last minute. 

So, we feel that if we can go in and see Sec
retary Hodgson about our problems in con
nection with the bill, business management 
has already been in there. 

SHARKEY. Mr. Taylor among the elements 
of the bill is a new provision for in-plant in
spection at the request of workers. How is 
this really going to operate? The Labor De
partment, as I understand it, is quite wor
ried that they will be flooded with complaints 
that will swamp the whole operation. 

TAYLOR. Well, Mr. Sharkey, I don't be
lieve that this is a real fear. 

As you pointed out, the bill does provide 
that workers have the right to ask for a spe
cial inspection, if they feel that something 
is wrong in the plant, either from the stand
point of an occupational safety hazard or a 
health hazard, and to write the Secretary, 
setting forth the specifics of their request. 
The Secretary may, as soon as practicable, 
send an inspector in. 

Now, I think the worry of the Secretary and 
the Administration is not real , but assumes 
that our people are going to act irrespon
sibly. 

Now, of course , it is our responsibility to 
help everybody who works on safety commit
tees in plants to be able to send in a proper 
letter, setting forth, not fancied, but real sit
uations about which they believe, on the 
basis of their ability to diagnose them, 
something should be done by way of inspec
tion. 

If we carry out our respective responsi
bilities here, they don't have a thing to worey 
about. 

SHARKEY. Have you done anything in that 
line so far? Are you sending out guidelines? 

TAYLOR. we are in the process of doing 
that right now. 

We want to get everything possible out to 
the workers before this blll becomes effec
tive, so that they wm be able to use their 
rights and responsibilities intelligently and 
responsibly. 

SHARKEY. A related question, Mr. Taylor; 
in that respect, the workers who filed the 
complaints-won't they be subject to repres
sion by management for kicking up dust? 

TAYLOR. It's quite possible, Mr. Sharkey, 
that this might happen, although there is a 
provision-a non-discrimination provision
in the bill, whereby if this does happen, a 
worker can take the matter up with the Sec-
e ry, have a hearing and if the record 

ws that discrimination actually occurred, 
he can be reinstated to his job-he won't lose 
any seniority, and he also can get some mone
tary damages. 

BARR. On that same point, Mr. Taylor, isn't 
is true that the law allows a worker to com-
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plain on a confidential basis--that they'll 
keep his name a secret, if he files a com
plaint? 

TAYLOR. That is true, Mr. Barr-that's in 
the Act. 

BARR. On another matter, the law allows 
Mr. Hodgson, as Secretary of Labor to begin 
this program with what people call "industry 
concensus standards." Could you explain 
what an "industry concensus standard" is? 

TAYLOR. Well, the term in the bill is "na
tional concensus standard,'' Mr. Barr. 

Th·ese are standards, privately produced 
by organizations that for the most part, 
represent business management. The prin
cipal private concensus standard producing 
orga.ruization is the American National Stand
ards Institute. 

However, I might add that organized labor 
is quite well represented on the vartous com
mittees that comprise this board that work 
on particular standards. 

The main problem in the concensus stand
ard is concensus itself. 

In order to gat agreement that a stand
ard should be adopted by this group, gen
erally speaking, you have to compromise. 
Sometimes, a oompromi.se results in a weak
er standard than what is needed. 

However, you have to start with some
thing, and in this coUilltry, the standard
producing organizations have been chiefly 
private in this field. There are a large num
ber of standards, which are perfectly okay, 
that the Secretary has incorporated into tib.e 
Walsh-Healey Act. Most of them are ANSI 
standards--American National Standards In
stitute standards. 

Several hundred are what are known 8.$ 

"threshold value limitations standards," 
which are for dust , fumes, noise, gasses and 
chemicals of various types. These are pro
duced by the American Assooiation of Indus
trial Hygienists. 

When this Act comes into effect on the 
28th of April the Secretary is obliged, for 
a period of two years to take such standards 
as these--either the ccmcensus standard or 
the federal standard that is now in opeTa
tion-and m ake them interim standards. At 
the end of the two year period, another sec
tion of the bill takes over and the Secretarv 
may either appoint an advisory committee 
to develop the standard or modify the stand
ard, or do it himself, or take a recommended 
standard trom the Institute for Occupation
al Safety and Health from HEW and work 
that through the standard-making process. 

So, I don't think we have to worry, if he ad
ministers the bill :really well, about the pri
vate standards-producing community dom1-
natin g the standard-production under this 
law. 

SHARKEY. Mr. Taylor, you pointed out that 
the Administration has lagged in setting up 
forces to implement this bill. What has 
organized labor been doing from its side to 
help its participation? 

TAYLOR. We're now in the process of de· 
veloping materials and organizing meetings 
whereby everyone-right down to the plant 
level-will know what this bill is-what it 
contains-in an understandable way so that 
they can use it on a day-to-day basis in the 
plant. 

This blll is going to be made or broken at 
the plant ~evel. 

Every one of our workers--pM"ticularly 
those on safety committees-is going to 
have to know how to operate under tlrts btll. 

Some of them--some safety committees we 
have in unions--are very very sophisticated. 
Othei"s must be taught. This is going to be a 
big job. 

It's the responsibility of our m-ganization, 
and we intend to undertake :it fully. 

SHARKEY. Well, since there has been this 
rising toll of injuries and deaths in industry, 
do you think that your message is really get
ting through to the workers. 

TAYLOR. A few years ago, I would have said 
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no; today, I would say yes-during the last 
two years, particularly. 

We were pushing very hard for this bill. 
The industrial unions, and some of the craft 
unions, have had so much trouble in their 
plants, and so many new situations arising
where they know people are getting sick, but 
they can't pin it down--can't get a causal 
relationship between the exposure and the 
sickness. 

Concern has been rising. As a result of the 
debate on this blll in the last year and one
half, as well as the activities of many of our 
unions in supporting this bill, they've really 
gotten on it. 

BARR. Mr. Taylor, a two part question; 
during most of the debate on this bill in 
Congress, the figure 80 million was thrown 
around-that it could effectively cover 80 
million workers. Then the figure changed, 
and my memory is that about 55 million 
workers would be covered by this law. Part 
one, how many workers will it cover, and, in 
what industry would you expect to see the 
law used first--construction, railroads, what? 

TAYLOR. Well, Mr. Barr, the figure 80 mil
lion, of course, would mean that this bill 
covered all workers in all industries and 
would supercede all existing federal laws that 
already cover certain groups. 

However, the bill provides for exemptions 
from other acts-federal acts that cover 
groups of workers-like coal miners--the 
Coal Mine Safety Act is exempted; the Con
struction Safety Act is exempted; the Metallc 
and Non-metalic Mine Safety Act coverage is 
not included in this bill. The Atomic Energy 
Commission's agreement on radioactive 
materials regulations is not covered; the 
Railroad Safety Act is not covered; the Air
line Safety Act is not covered. 

So, this brings it down to a total, according 
to the Department of Labor-to the last fig
ure you mentioned-approximately 60 million 
people in 4 milllon establishments. 

BARR. Well, again this is a federal law, but 
we already have on the law books, in various 
states, some work safety laws, which may or 
may not be adequate. Could you explain how 
this law wm interact with the state laws? 
Will it pre-empt those states-just how will 
this work? 

TAYLOR. The law provides that if a. state 
wishes to assume the enforcement responsi
bility, which otherwise would be federal, that 
it prepare a plan, which it submits to the 
Secretary of Labor. 

The plan must meet a considerable number 
of criteria. set forth in the bill. The plan 
must also include adequate budgetary and 
manpower-trained manpower-provisions-
be a law which meets the criteria of the cov
erage of workers, etc. 

After the plan is submitted the state may 
also ask that no federal inspectors be sent 
into the state during the time that the Sec
retary is considering the plan. 

The Secretary also is able to give us up to 
90 percent grants, to prepare the plan and 
get the program ready for operation, assum
ing that he accepts it and approves it. 

If the plan is accepted, the Secretary mon
itors it as far as the operations under the 
plan he has approved. If he finds a. failure to 
meet what the state plan purportedly was 
supposed to meet, in order to qualify, he may 
withdraw it--he has a pull-back authority. 
If the state is dissatisfied with this with
drawal, it can take the issue to the federal 
courts, and argue against withdrawal. This is 
something like the provisions in the Social 
Security Act, relating to the withdrawal of 
federal funds. 

SHARKEY. This is a. stiffer law than we've 
ever had before. The Coal Mine Safety Act 
has been strengthened. One of the problems 
they've been having there is a lack of in
spectors. Where on earth are we going to get 
enough inspectors to implement this on a. 
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nationwide basis? It seems to me to call for 
a rather enormous force. 

TAYLOR. My und&standing is that the De
partment of Labor is trying to get about 150 
inspectors immediately. 

As you probably know, the number of 
Walsh-Healey inspectors to cover several 
hundred thousand contractors, with about 
29 milllon workers, totals about 37. And, you 
can lmra.gine when the last plant would be 
inspected on that basis. 

The problem is two-fold; numbers and 
skilled inspectors. This program can st..and or 
fall on the quality of inspectors. You have 
both the problem of getting qualifications 
set forth in the civil service requirements 
for this Act, which weigh, appropriately, 
both experience and education. 

Some of our people will be qualified to be 
inspectors, assuming that they give equiva
lent weight to experience and education. 

SHARKEY. By "our people", you mean union 
members? 

TAYLOR. Yes, union members. 
There will probably be a large number of 

union members who will apply for inspectors 
jobs. Many of them will have the skills
with a little training-to qualify for the 
jobs. I expect that many of our union mem
bers will apply. My understanding is that 
these announcements-official job an
nouncements--will be very soon. 

SHARKEY. Don't you think that the small 
numbers of inspectors you've cited would 
lead to considerable disappointment in la
bor? Hopes are high now. If you spread those 
guys that thin, it still isn't going to be a very 
effective job, is it? 

TAYLOR. Mr. Sharkey, President Meany, 
back as far as 1968, warned all workers not to 
expect miracles as soon as the bill became 
effective. 

There are too many plants--not enough 
inspectors. We're going to have to be sort 
of "unofficial enforcers" of this Act, if we 
are to use it effectively during the period 
that the manpower is being built up. 

SHARKEY. By "unofficial," do you mean 
working with plant management? 

TAYLOR. Working with plant management, 
yes--working for workers and using the pro
visions and rights that are set forth in this 
law, in a way that Will protect the worker, 
in case he can't get an inspector out there. 
We're going to have to protect our own work
ers under the provisions that are sort of a 
"workers Bill of Rights" in the Act. 

BARR. Mr. Taylor, many union contracts 
now contain provisions involving health and 
safety matters. Will this new federal safety 
law mean that such matters no longer have 
to be part of the collective bargaining 
process? 

TAYLOR. Not necessarily, I think that the 
collective bargaining process would be, in ef
fect--a good contract, with good safety and 
occupational heaJ.th clauses, and a good 
union-management safety committee-
would be, in effect, almost as good as having 
an inspector in the plant, if both sides car
ried out the terms of the bargain. 

I think collective bargaining could be a 
very significant factor in strengthening thLs 
law. 

BARR. Mr. Taylor, could you give us your 
uneducated guess on who might be the As
sistant Secretary of Labor that will handle 
this program? 

TAYLOR. Well, we're not privy to the inner
workings Of the Nixon Administration. We 
have no in-put, as far as our own people 
are concerned. 

We would undoubtedly exercise, to the full 
extent of our ability, a veto over someone we 
thought, on the ba:::is of their previous rec
ord, would not be fit for the job, as we have 
attempted to do in other instances. 

Right now, a. large number of names are 
being discussed. 
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But the Administration-Secretary Hodg

wn-.speaking for the Administration-has 
informed us that tihey expect an appointment 
very soon. 

SHARKEY. One final question on the in
spectors; when airline hijacking was at its 
peak, the federal government put through a 
crash-program to train air marshals. Do you 
expect anything like that for this law
for implementing this law. 

TAYLOR. We have very strongly urged the 
Secretary to use the provisions of this law to 
train our people. 

There are provisions for training. We would 
like to see at [east a thousand of our workers 
go through a good training course, on both 
safety and on occupational health, and go 
back to their plants, able to deal effectively
and in a fairly sophisticated manner-with 
the problems that they have. 

SHARKEY. Is there enough money in the 
budget to provide for them? 

TAYLOR. We don't know-yet. 
HARDEN. Thank you, gentlemen. Today's 

Labor News Conference guest was George 
Taylor, an economist in the AFL-CIO's 
Department of Research and executive 
secretary of the AFL-CIO Standing Com
mittee on Safety a.nd Occupational Health. 
Representing the press were Robert Barr, con
gressional correspondent for the Fairchild 
Publications, and Sam Sharkey, labor special
ist for the Newhouse Newspapers. This is 
your moderator, Frank Harden, inviting you 
to listen again next week. Labor News 
Conference is a. public affairs production 
of the AFL-CIO, produced in cooperation 
with the Mutual Broadcasting System. 

MUTUAL ANNOUNCER. The preceding pro
gram time was presented as a public service 
by this station and the Mutual Broadcasting 
System. The opinions expressed are solely 
those of the participants. 

INTERVIEW WITH HALE BOGGS, 
HOUSE MAJORITY LEADER 

HON. JOSHUA EILBERG 
OF PENNSYLVANIA 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. EILBERG. Mr. Speaker, in the 
March 22 issue of U.S. News & Worlu Re
port, there appeared a thought-provok
ing dialog between the editors and the 
majority leader, Mr. BoGGS. 

Mr. BoGGS made some telling points 
about this institution and the role it must 
play during these times of economic ad
versity and social stress. I am inserting 
the article in the RECORD and calling it 
to the attention of my colleagues: 

INTERVIEW WITH HALE BOGGS, 
HousE MAJORITY LEADER 

A top man in the Democratic leadership 
gives a vigorous reply to charges leveled 
against Congress. In an interview with this 
magazine's editors, Mr. Boggs tells how the 
legislative process really works, what causes 
some delays: 

Q. Mr. Boggs, public-opinion polls indicate 
that the American people have a. rather low 
image of Congress. How do you account for 
that? 

A. Congress is a great, broad iDSititution. 
When you shoot at the Congress, it's kind of 
a. scatter shot--you're shooting at 535 mem
bers, and that's very easy to do. 

I have noted how these "images" change 
over the years. The 89th Congress is one ex
ample. I have hanging in my office 50 pens 
that President Johnson used to sign such 
measures as medicare, medicaid, federal a.id 
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to education, and so on. That Congress was 
described by some people as "rubber stamp." 

A later Congress, which moved more slow
ly, was called by some commentators a "do
nothing Congress." 

The truth is that Congress has an enor
mous amount of work to do. It now has to 
consider each year a budget of at least 225 
billion dollars. It has to take a close look at 
all of the problems of our country both at 
home and abroad. These tasks require all of 
our energies. 

Q. What do you say in reply to contentions 
that Congress operates inefficiently? 

A. For one thing, too little attention has 
been given to events that occurred late in 
the last session of Congress and early in this 
session. 

The 91st Congress, last year, passed a very 
comprehenive reform bill which is only now 
beginning to have its impact. Both the Re
publican conference and the Democratic cau
cus-at meetings prior to the convening of 
the 92nd Congress-adopted rules that 
should greatly expedite our work. 

One of the problems that we have had
and I don't say this in any critical fashion
is that we in the House pass appropriation 
bills and then the Senate doesn't act on 
them until late in the session. We hope to 
have all this year's appropriation b11ls out 
by the end of June. 

Q. Then you don't agree with charges that 
Congress is just not able, under the present 
system, to deal adequately with the nation's 
problems-

A. No, I certainly don't agree with that. 
Of course, when you look at Congress to

day compared with earlier years, the job 
is ~o much more demanding. Ten years ago, 
we didn't have to worry about an argument 
ovAl" the SST, for instance. Twenty years 
ago, no one thought that environment would 
be one of the great issues confronting Con
gress. Twenty years ago, no one dreamed of 
a space program, or of intercontinental bal
listic missiles and nuclear submarines and 
spaceships. 

In times past, no one dreamed of cities 
absolutely jampacked full of people who had 
migrated from other parts of the country 
without any skills or training or education. 
No one dreamed of the millions and mlllions 
of automobiles jamming and packing the 
streets of every community in the country. 
No one dreamed of the decline of railroads 
and the rise of aviation. 

These are all problems we are confronted 
with now. They are difficult problems. There 
are no easy solutions. And Congress works on 
these things all day long-every day. 

If you could sit in some of the closed 
sessions of committees and see how these 
members are working and seeking informa
tion, your respect for Congress would in
crease considerably. 

Q. Does this heavy work load mean that 
members can't digest it all-and that there 
is increasing reliance on experts in various 
fields who are called in to help them digest 
the great mass of legislation? 

A. The answer is both yes and no. The 
average member of Congress must, by the 
nature of the problems, become a specialist 
in some areas. In these areas--take defense 
appropriations as an example-an enormous 
amount of knowledge is developed from year 
to year. 

But of course there are many subjects in 
which we must depend upon experts on the 
congressional staffs, or from outside. As an 
example, the House will soon debate the SST. 
Here we must rely on experts to help us 
reach our conclusions. 

Q. What is being done to simplify some of 
the extremely complicated aspects of your 
work load? 

A. In the Reform Act, we have provided for 
much better staff work. We have also pro
vided for the first time-and I think this is 
quite significant--for computer companies 
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to come in and make a complete study of 
the legislative processes. They are doing that 
now. Where t:t_e computers can help us we 
propose to employ them. 

Q. Would computers help in dealing with 
the budget? 

A. That's a case where the computers 
can be of enormous help to us. 

DELAYS IN WHITE HOUSE PROPOSALS 

Q. There has been criticism from some 
lawmakers in the last few years that the 
White House delays too long in sending up 
its legislative proposals. Is that still true? 

A. I'll tell you, its worse than you have 
described. They not only have not sent up 
their proposals, but oftentimes they don't 
know where they stand themselves. A presi
dential message comes up as a kind of essay. 
But then it seems to take forever for the 
concrete legislative recommendations to ar
rive. 

Q. Mr. Boggs, do you think it's good or 
bad for the country to have divided Govern
ment--in this case a Republican White House 
and a Democratic-controlled Congress? 

A. It has been demonstrated that our Gov
ernment functions quite well when so di
vided. 

Some people confuse our system with the 
British system-the parliamentary system. 
A divided Government is impossible in Eng
land because, unless the Government party 
controls the Parliament, the Government 
falls. Moreover, Ininisters in the Government 
of Great Britain must also be Members of 
Parliament. 

But here we have three coequal branches 
of Government. A Congress controlled by a 
different party from the White House func
tioned quite well when Harry Truman was 
President--the Republicans controlled the 
Congress. 

In President Eisenhower's Administrations 
there were only two years when the Repub
licans were in control of Congress. And Mr. 
Nixon, of course, has not had a Republ!can 
Congress at all. 

Q. Does this division sometimes lead to 
stalemate and bottling of legislation? 

A. That may be true in certain legisla
tive proposals. But some people have become 
so accustomed to the idea that the Admin
istration is the innovative force in legisla
tion that they forget that Congress has that 
power. In this Congress, I think you will see 
a great many constructive measures-and 
they will be measures produced by the Con
gress. 

Q. What are some of those measures? 
A. To give you some examples-the com

prehensive manpower-retraining program, a 
broadened public-works program, a com
prehensive Social Security bill, welfare re
form, consumer-protection legislation, legis
lation to aid the hardcore cities. These are 
all in the immediate offing, plus, of course, 
all the measures that have to be reauthor
ized, plus the appropriations. 

Q. What are some of the areas of conflict 
with the Administration? 

A. The no-strings-attached revenue-shar
ing plan is a Nixon proposal that the Demo
cratic leadership opposes. We have alterna
tive programs. Some of them being consi
dered are welfare reform, an urban bank for 
long-term, low-interest loans and direct 
grants to the hard-core cities. Urban mass 
transit-reduced by almost 100 million dol
lars in the Nixon budget--is another point 
of conflict. The Administration's proposed 
reductions in such fields as elementary and 
secondary education, the model-cities pro
gram, public Housing and environmental as
sistance to both urban and rural areas-all 
of these are bound to be matters of conftlct. 

Q. Going back to the question of divided 
Government: Does Congress operate more 
effectively when the same party holds power 
in both the legislative and executive 
branches? 
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A. I would say that where the White House 

and the Congress are in the same hands, ob
viously there is closer liaison--obviously the 
executive branch under those circumstances 
has closer contact with the congressional 
leadership. 

But, when you look at the record, President 
Eisenhower didn't have much trouble with 
the Democratic leaders of Congress-Lyndon 
Johnson in the Senate and Sam Rayburn in 
the House. 

As for our present leadership in Congress: 
I remember some years ago when the Repub
licans talked about being the "loyal opposi
tion." Well, I don't envisage my function as 
being the loyal opposition. My function is 
to move the legislative programs ahead, to 
co-operate with the President, to disagree 
with him when I think he's wrong. 

Opposition for opposition's sake is obstruc
tionism, and we are not obstructionists. 

However, to answer the question about ef
fectiveness, I would say yes, Congress is more 
effective when the same party is in control 
of both the White House and the Congress. 

SOME PRESIDENTIAL "MISTAKES" 

Q. What are some of the difficulties in the 
President's relations with Congress? 

A. I think the President made a mistake 
when he went around the country last year 
making very partisan speeches against some 
members of Congress. And I think that when 
he issued statements in November about how 
terrible Congress was, he made a mistake. 

Apparently he has changed direction. He 
is saying nice things about Congress now. 

Q. What effect is the 1972 presidential elec
tion going to have on legislation this year? 

A. I think the main impact is that the 
Democratic leadership will continue to put 
forward alternative programs. 

Q. Has there been a gradual tendency to 
shift more and more power from Congress to 
the President? 

A. I must answer in two parts-domesti
cally and in foreign affairs. 

In my judgment, Congress today, partic
ularly in domestic matters, is stronger than 
it has been at any time since I have been 
here-almost 30 years. In the 9lst Congress, 
the significant bills bore the stamp of Con
gress-they were congressionally initiated. 

In the field of foreign affairs, the Presi
dent's power obviously has increased, be
cause he is the only man who has the power 
to push the button to incinera·te the earth. 
And, of course, that is the ultimate power. 

But in day-to-day operations, the influence 
of the House has grown enormously even in 
foreign affairs. The House Ways and Means 
Committee has tremendous power because of 
its constitutional mandate to originate tax 
measuras. The Senate Foreign Relations Com
mittee, which must approve so many actions 
in foreign policy, performs an equally power
ful function. 

So my answer to your question is: 
In the domestic area, Congress is stronger 

than it has ever been. In foreign relations, 
of course, the President has enormous power, 
but the influence of the House has grown. 

FEDERAL CIVILIAN EMPLOYMENT, 
FEBRUARY 1971 

HON. GEORGE H. MAHON 
OF TEXAS 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. MAHON. Mr. Speaker, I include a 
release highlighting the February 1971 
civilian personnel report of the Joint 
Committee on Reduction of Federal Ex
penditures: 
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FEDERAL CIVILIAN EMPLOYMENT, 

FEBRUARY 1971 
Total civilian employment in t he Execu

tive, Legislative and Judicial Branches of 
the Federal Governmen t in the month of 
February was 2,871,774 as compared With 
2,867,250 in the preceding month of January. 
This was a net increase of 4,524. 

These figures are from reports certified by 
the agencies as compiled by the Joint Com
mittee on Reduction of Federal Expendi
tures. 

EXECUTIVE BRANCH 
Civilian employment in the Executive 

Branch in the month of February totaled 
2,834,073. This was a net increase of 4,436 
as compared With employment reported in 
the preceding month of January. Employ
ment by months in fiscal 1971, which began 
July 1, 1970, follows: 

Month 

July 1970 _____ _ 
August_ ______ _ 
September__ __ _ 
October ______ _ 
November __ __ _ 
December __ ___ _ 
January 197L_ 
February _____ _ 

Executive 
branch Increase Decrease 

2, 942, 517 -------------- -1, 595 
2, 901 , 856 - - ------ - --- - - -40, 661 
2, 851, 875 -------- -- --- - -49,981 
2, 838,664 - ------ - -- - - -- -13,211 
2, 843, 411 + 4. 747 -- - ---- -- - -- - -
2, 838,320 - - ----- -- ----- -5,091 
2, 829,637 ----- - -- - ----- -8,683 
2, 834,073 +4.436 - - - - - - - - -- - -- -
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Total employment in civillan agencies of 

the Executive Branch for the month of Feb
ruary was 1,687,193, an increase of 7,379 as 
compared with the January total of 1,679 ,814. 
Total civilian employment in the military 
agencies in February was 1,146,880, as de
crease of 2,943 as compared with 1,149,823 in 
January. 

The civ111an agency of the Executive Branch 
reporting the largest increase during Febru
ary was Treasury Department with 6,694. This 
increase was largely seasonal. 

In the Department of Defense the largest 
decreases in civilian employment were re
ported by the Army with 1,332 and Navy with 
1,240. 

Total Executive Branch employment in
side the United St ates in February was 2,-
628,597, an increase of 6,347 as compared With 
January. Total employment outside the 
United St at es in February was 205 ,476, a de
crease of 1,911 as compared with January. 

The total of 2,834,073 civilian employees of 
the Executive Branch reported for the month 
of February 1971 includes 2,520,889 full time 
employees in permanent positions. This rep
resent s a decrease of 151in such employment 
from the preceding month of January. (See 
Table 2 of accompanying report). 

The Executive Branch employment total of 
2,834,073 includes some foreign nationals 

FULL-TIME PERMANENT EMPLOYMENT 

Estimated 
February June 30, 

Major agencies June 1969 June 1970 1971 19711 Major agencies 
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employed abroad, but in addition there were 
100,120 foreign nationals working for U.S. 
agencies overseas during February who were 
not counted in the usual personnel reports. 
Th e number in January was 100,059. 

LEGISLATIVE AND JUDICIAL BRANCHES 
Employment in the Legislative Branch in 

the month of February totaled 30,296, a de
crease of 68 as compared with the preceding 
month of January. Employment in the Ju
dicial Branch in the month of February to
taled 7,405, an Increase of 156 as compared 
with January. 

DISADVANTAGED PERSONS 
The total of 2,871,774 reported by the Com

mittee for February includes 20,154 disad
vantaged persons employed under federal op
portunity programs, an increase of 297 over 
t he preceding month of January. (See Table.) 

In addition, Mr. Speaker, I would like to 
include a tabulation, excerpted from the 
joint committee report, on personnel em
ployed full time in permanent positions 
by executive branch agencies during 
February 1971, showing comparisons with 
June 1969, June 1970, and the budget es
timates for June 1971: 

Estimated 
February June 30, 

June 1969 June 1970 1971 19711 

Agriculture _____ ________ _____ __ _____ ___ 83, 425 82, 912 82,685 85,600 General Services Administration ____ ____ __ 36, 176 36, 400 36,685 39,900 Commerce __ __ __ __________ _____________ 25,364 25,427 27, 769 28,400 National Aeronautics and Space Ad minis-
Defense : tration __________ - - - - - - - ___ _____ _____ 31,733 31,223 29,644 29,900 Civil functions __ ___ _______ ___ _____ _ 31, 214 30, 297 29, 709 30,900 Office of Economic Opportunity __________ _ 2,856 2, 387 2,407 2, 500 

Military functions __ ___ _____ ----- ____ 1, 225, 877 1,129, 642 1, 082, 1ll 1, 079, 500 Panama CanaL ___ __ __ ___ ___ ______ _____ 14,731 14, 635 14, 343 14, 800 
Health, Education, and Welfare ____ ______ _ 102, 941 102, 297 104, 194 105,300 Selective Service System ___ __ ____ __ __ ___ _ 6, 584 6,665 6,690 6, 500 

14, 972 16, DOG Housing and Urban Development_ _____ ___ 14,307 14, 661 Small Business Administration _____ ______ 4, 099 4, 015 3,977 4, 100 
Interior ____ ___ _ ---- __ -_ - -- - - - -- - ------ 58, 156 59,349 56, 338 58,000 Tennessee Valley Authority __ _____ ____ ___ 11,987 12, 657 13, 364 13, 300 

38, 013 39,960 43,600 U.S. Information Agency ___ ___ ___ ______ __ Justice_ ---- -- _______ --_ ----- - --- - ----- 35, 106 9, 900 10,500 9, 989 9, 824 
Labor- - ---- __ _____________ _ -- - - __ -- - __ 9, 723 10,217 10, 662 11, 600 Veterans' Administration __ __________ ____ 147, 606 148, 497 149,969 154, 400 Post Office _____ ___ ____ ___ ___ ________ ___ 562,381 565, 618 567,854 585,200 All other agencies _____ __ ________ ___ ___ __ 26, 200 27, 420 27,762 29,700 
State ________ __ ____ __ ______ - - --- ---- - __ 24,658 23,618 23, 166 23, 600 Contingencies __ _______ _________ __ _____________ _____ _____ ___ ___ ___ ______ ___ _ 5, 000 

15,753 14, 846 13,763 14, 000 Agency for International Development_ ___ 
Transportation ___ ___ ____ ___ ___________ _ 60,386 63, 879 66,754 69, 600 SubtotaL __ __ _____ ___ _____ ____ ___ 2, 633,762 2, 552,571 2, 520, 337 2, 574, 000 
Treasury __ - - ----- --- _____ _____ ______ __ 79,982 86,020 88,822 93,500 
Atomic Energy Commission _____ _____ ___ _ 7, 047 7, 033 6, 936 7,000 Public Service Careers ___ ___________________ ______________ _____ __ 552 3 4, 900 
Civil Service Commission _____ _______ __ __ 4,970 5, 214 5, 259 5, 500 
Environmental Protecti;:m Agency 2 ___ _ _ ____ -- -- - - - - _ _ ____ __ -- - - ___ 4, 718 6, 700 TotaL ___________ ____ ____________ 2, 633,762 2, 552,571 2, 520,889 2, 578,900 

1 Source· As projected in 1972 budget document ; figures rounded to nearest hundred. 3 Source: Civn Service Commi.>sion estimate of persons in "entry" component for whom ceiling 
2 Established as of Dec. 2, 1970, by transfer of functions and personnP.I from Interior, HEW. relief ha~ been granted. 

Agriculture, Federal Radiation Council and Atomic Energy Commission. 

THE ACTION CORPS 

HON. JOHN B. ANDERSON 
OF ILLINOIS 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. ANDERSON of Illinois. Mr. Speak
er, I want to commend the administra
tion on its proposal to merge the various 
volunteer agencies of the Federal Gov
ernment into a new Action Corps. I think 
it is in keeping with this administration's 
policy to return power to the people that 
it should be seeking new ways to ex
pand and more fully utilize volunteer 
efforts in local problem solving. I recall 
that in his inaugural address President 
Nixon said: 

We are approaching the limits of what 
Government alone can do. Our greatest need 
is to reach beyond Government to enlist 
t he legions of the concerned and committed. 
. . . To match the magnitude of our tasks, 
we need the energies of our people enlisted 
not only in grand ~nterprises, but, more 1m-

portantly, in those small, splendid efforts 
that make headlines in the neighborhood 
newspaper instead of the nat ional journal. 

Mr. Speaker, I think the creation of 
Action Corps to give unity and direction 
to our Federal volunteer programs is just 
one more indication of how central this 
administration considers voluntarism to 
be to the success of the New Federalism. 
You will recall that prior to this move, 
the President had established a Cabinet 
Committee on Voluntary Action headed 
by HUD Secretary Romney, and an Office 
of Voluntary Action as the service arm 
of that committee. And he also estab
lished a privately funded, nonprofit Na
tional Center for Voluntary Action to 
mobilize and integrate the efforts of gov
ernment, voluntary groups, and indi
vidual volunteers. 

Now, to give further impetus to our 
national program for Voluntary Action, 
the President has sent down Executive 
Reorganization Plan No. 1 of 1971, to 
bring under one roof several volunteer 
components now scattered throughout 
the Federal Government. The logic for 

this is compelling. The Action Corps will 
give new unity and direction to our na
tional program for Voluntary Action, 
and will administratively centralize the 
important recruiting, training, and place
ment elements of the various volunteer 
programs. It will make it much easier 
to plug the right people into the right 
jobs and thereby improve the chances for 
the success of these programs. 

The programs to be merged under this 
reorganization plan include Volunteers 
in Service to America-VISTA-and the 
auxiliary and special volunteer programs 
from the Office of Economic Opportu
nity; foster grandparents and the re
tired senior volunteer program-RSVP
from Health. Education, and Welfare; 
and the Service Corps of Retired Execu
tives-SCORE- and the Active Corps of 
Executives-ACE-from the Small Busi
ness Administration. And, once the reor
ganization plan has been approved, Ac
tion Corps would be delegated the prin
cipal responsibility for the Peace Corps . 
In this regard, I should mention that 
the new Action Corps will be headed by 
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the current Peace Corps Director, Joe 
Blatchford, who has made a tremendous 
mark for himself by shaping the new di
rections at Peace Corps. 

Once the reorganization plan has been 
approved, separate legislation will be sent 
to the Hill to include the Teacher Corps, 
now in the Office of Education, in Action 
Corps. 

Mr. Speaker, it is my understanding 
that there are already those who have 
criticized the proposed merger as being 
a cover for gutting the poverty program. 
Nothing could be further from the truth. 
As Joe Blatchford pointed out in the 
press briefing last week, VISTA's poverty 
efforts, "will not only be maintained, but 
expanded." These critics also seem to 
overlook the fact that the President has 
asked for an additional $20 million for 
new program thrusts, over and above 
the combined budgets of the components. 
This can hardly be termed "funeral ex
penses" for the poverty program. 

Mr. Speaker, when the Frenchman, 
Alexis de Tocqueville, visited this coun
try nearly a century and a half ago, he 
was impressed by the way in which our 
countrymen banded together in volun
tary associations to get things done. In 
his book, "Democracy in America," he 
warned against allowing the Govern
ment to replace the role of these volun
tary associations, because of the threat 
this would pose to the morals and intel
ligence of a democratic people. And he 
concluded with these words: 

Among the laws that rule human societies, 
there is one which seems to be more precise 
and clear than all the others. If men are to 
remain civlllzed or to become so, the art of 
associating together must grow and improve 
in the same ratio in which the equality of 
conditions is increased. 

Mr. Speaker, I think it is essential in 
this democratic country that we heed 
those words well, for the quality of life 
and the human condition does depend 
upon how well we can work together as 
a people to solve our problems. And cru
cial to the success of this experiment we 
call America are the voluntary efforts of 
groups and individuals. I think the pro
posed Action Corps can play a catalytic 
role in mobilizing those voluntary efforts 
and I, therefore, give it my enthusiastic 
endorsement. 

Finally, Mr. Speaker, on a related 
matter, I want to mention the fact that 
I am today introducing a House joint 
resolution to designate the week begin
ning May 30, 1971, as "National Peace 
Corps Week," in recognition of the dec
ade of service some 45,000 Americans 
have given to the developing countries of 
this world. The Peace Corps has been a 
living symbol of the voluntary way in 
America and our willingness to serve 
others as well as ourselves. 
- At this point in the RECORD, Mr. 
Speaker, I include the proposed Action 
Corps budget for fiscal year 1972, and an 
article from the March 25 New York 
Times on the proposed merger: 

Ac-riON CORPS BUDGET: FISCAL 1972 
Component: Amount 

Peace Corps _________________ $71,200,000 

VISTA (OEO) --------------- 33, 100, 000 
Teacher Corps (OE) --------- 37, 435, 000 
Foster Grandparents (HEW)_ 7, 500,000 
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RS~ (~VV)--------------- 5,000,000 
SCORE & ACE (SBA) -------- 1, 800,000 
Office of Volunteer Action 

(HLnD) ------------------- 295,000 
Action Corps: "New Program 

Thrusts" ----------------- 20, 000, 000 

Total Action Corps budged; 176, 340, 000 

[From the New York Times, Mar. 25, 1971] 
NIXON VVOULD MERGE NINE SERVICE PROJEc-I'S 

(By Jack Rosenthal) 
WASHINGTON, March 24--After weeks Of 

internal infighting, President Nixon unveiled 
today a general plan for merging the Peace 
Corps, VISTA and seven other voluntary 
service programs. 

The merger would centralize management 
of 15,000 full-time and 10,000 part-time vol
unteers, young and old, foreign and domestic. 
The new agency's budget of $176.3-m1llion 
equals the combined budgets of the nine 
present agencies plus $20-million for inno
vation. 

If Congress concurs in the plr..n, the core 
of the new agency would be established by 
July 1, with other components to follow. 

In a special message sent to Congress, Mr. 
Nixon today called for still larger future 
efforts. "America must enlist the ideals, the 
energy, the experience and the skills of its 
people on a larger scale than it ever has in 
the past," he said. 

SOME UNCERTAINTIES 
The twice-delayed Presidential message did 

not offer answers to a series of issues that 
arose during the extended internal Admin
istration debate over the merger. 

Uncertainty extended even to the name 
of the new agency. Formally, it is labeled 
"Action," but officials today insisted that it 
would be called the "Action Corps." 

They also were uncertain whether the 
names VISTA and Peace Corps would con
tinue to be used for components of the 
agency. 

The President first offered the merger idea 
in a Jan. 14 speech at the University of 
NebrBBka Two distinct controversies quickly 
developed. 

One WBB over the future of VISTA-Vol
unteers in Service to America, some 4,000 
young people engaged in urban and rural 
antipoverty work. An outline of the merger 
plan that way recently circulated by the 
White House called for dissolution of VISTA 
into several new corps only partly related to 
poverty work. 

This intent was denied today at a VVhite 
House press briefing by Joseph Blatchford, 
the Peace Corps director, whom President 
Nixon has designated to head Action. 

VISTA's present poverty efforts, he said, 
would "not only [be] maintained, but ex
panded." He said he foresaw "many, many 
more volunteers" working in the same areas 
of concern as both the Peace Corps and 
VISTA. 

The second controversy was over inclusion 
of the Teacher Corps in the new agency. Offi
cials of the Office of Education, where the 
Teacher Corps is now located, resisted Mr. 
Blatchford's conclusion that the corps should 
be transferred. 

As had been expected, Mr. Nixon proposed 
today what one official described as "a subtle 
compromise." The Teacher Corps will not be 
included in the first phase of the reorga
nization plan. 

Rather, Mr. Nixon said, transfer of the 
Teacher Corps will be proposed in legislation 
if Congress concurs in the first phase of re
organization. 

A reorganization plan takes effect auto
matically unless either house of Congress ob
jects within 60 legislative days. Such plans 
customarily are successful. There is no such 
limit on consideration of legislation, which 
requires affirmative action by both houses. 
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CONTROVERSY FORESEEN 
Congressional experts said today they fore

saw little difficulty for the reorganization 
plan, which Mr. Nixon sent to Congress with 
his message today. But the outlook for the 
later Teacher Corps bill, they said, is for sub
stantial controversy. 

"The reorganization plan is not an issue 
most people care enough to oppose the Pres
ident on," one staff member said. "But as 
for the Teacher Corps, well, at a minimum, 
there are some very strong supporters who 
will vigorously oppose the legislation." 

Mr. Nixon's reorganization plan would con
solidate these six present volunteer agen
cies: 

VISTA and a small special program, with 
a combined budget of $33.1-million from the 
Office of Economic Opportunity. 

Foster Grandparents, with a $7.5-million 
budget, and the Retired Senior Volunteer 
Program ($5-million), from the Department 
of Health, Education, and Welfare. 

The Service Corps of Retired Executives 
and the Active Corps of Executives, with a 
combined budget of $1.8-mlllion, from the 
Small Business Administration. 

VVhen the reorganization plan goes into 
effect, the President said, he will transfer 
the Peace Corps, whose budget is $71.2-mil
Uon, and the small Office of Voluntary Ac
tion, to Action. 

The third phase of the Action merger would 
be submission of the legislation to transfer 
the Teacher Corps, whose budget is $33.4-
milllon. 

EXPLANATION GIVEN 
Administration officials gave two explana

tions for following the legislative, rather 
than a reorganization, course with the 

~Teacher Corps. 
Mr. Blatchford said at today's briefing that 

the President felt it was better to let Con
gress debate the question more fully. Rich
ard P. Nathan of the Office of Management 
and Budget added that the Administration 
also wished to propose some amendments to 
the basic Teacher Corps legislation. 

In his message, Mr. Nixon briefiy traced 
the rapid enlargement of Government vol
unteer programs in recent years. Their pro
liferation, he said, was "perhaps inevitable," 
but he added: 

"The foundation for a greatly expanded 
Government contribution to volunteer serv
ices already exists. Now we must consolidate 
that foundation in order to build on it." 

TENNESSEE GENERAL ASSEMBLY 
ADOPTS RESOLUTION TO HONOR 
J. EDGAR HOOVER 

HON. LAMAR BAKER 
OF TENNESSEE 

IN THE HOUSE OF REPRESENTATIVE~ 

Tuesday, March 30, 1971 

Mr. BAKER. Mr. Speaker, I have been 
distressed from time to time over the 
carping criticism directed to J. Edgar 
Hoover, Director of the Federal Bureau 
of Inve~tigation. It was refreshing, there
fore, to note the 9ction taken by the Gen
eral Assembly of the State of Tennessee 
this month in the adoption of House Joint 
Resolution No. 64 to honor this dedicated 
public servant. I commend the authors 
of this resolution, and likewise, Gov. 
Winfield Dunn for signing it. 

I am sure many of my colleagues will 
agree with the language of this joint 
resolution. I am pleased to place a copy 
of it in the RECORD so they can take note 
of the tribute the State of Tennessee has 
paid to J. Edgar Hoover. 
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The resolution follows: 
HOUSE JOINT RESOLUTION No. 64 

Whereas, J. Edgar Hoover has served this 
country well in law enforcement and :fighting 
subversion; and 

Whereas, There are all too few men today 
willing to stand up and be counted as loyal 
Americans dedicated to the principles of 
freedom; and 

Wherea,s, Mr. Hoover as director of the Fed
eral Bureau of Investigation has been a bul
wark of solidity for the United States of 
America; and 

Whereas, Mr. Hoover has always answered 
the call of duty immediately; and 

Whereas, The forces of the radical left have 
sought to discredit Mr. Hoover with false 
and misleading statements; now, therefore, 

Be it resolved by the House of Represent
atives of the Eighty-Seventh General Assem
bly of the State of Tennessee, the Senate 
concurring, That the General Assembly ex
presses its deep appreciation for the years of 
untiring service J. Edgar Hoover has rendered 
to the United States and wish him well and 
Godspeed in the days ahead. 

Be it further resolved, That we express our 
full confidence in his ability, integrity and 
leadership. 

Be it further resolved, That copies of this 
Resolution be sent Mr. J. Edgar Hoover, Di
rector of the Federal Bureau of Investiga
tion; President Richard M. Nixon; Attorney 
General John Mitchell; and all eleven mem
bers of the Tennessee Congressional delega
tion. 

PROPOSAL TO ESTABLISH A STAND
ING COMMITTEE ON THE EN
VIRONMENT 

HON. DONALD G. BROTZMAN 
OF COLORADO 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. BROTZMAN. Mr. Speaker, I am 
today reintroducing my proposal to 
establish a standing Committee on the 
Environment in the House of Repre
sentatives. Joining me today are seven of 
my distinguished colleagues: the gentle
man from Pennsylvania <Mr. WARE); the 
gentleman from New York <Mr. BRAsco); 
the gentleman from Michigan <Mr. 
VANDER JAGT); the gentleman from 
Pennsylvania (Mr. MoRGAN); the gentle
man from Texas <Mr. PicKLE); the 
gentleman from Georgia <Mr. 
BRINKLEY); and the gentleman from 
Ohio (Mr. KEATING). This brings to 182 
the number of Members offering identical 
resolutions. 

The fact that over 40 percent of the 
Members of this body have seen fit to 
sponsor resolutions to create a stand
ing Committee on the Environment indi
cates that this is an idea whose time has 
come. Both political parties in the House 
are represented in substantial numbers, 
and all aspects of the philosophical spec
trum are evident. 

No other single step, Mr. Speaker, 
could do more to bring this body into the 
forefront of the crusade to upgrade our 
physical environment than to establish 
the standing committee I advocate. For 
many years I have contended that Con
gress should be innovative, and that it 
should not merely react in the fight to 
preserve our earth, its waters, and its 
atmosphere. 
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I believe that so long as we treat the 
complex and interrelated environmental 
degradation problems piecemeal, through 
committees whose primary responsibil
ities lie elsewhere, we are destined only to 
react. We are destined to be tehind the 
problems instead of ahead of them. In 
the past, we could get away with reaction. 
Nature has been forgiving in terms of 
healing the wounds inflicted upon her 
ecological balances by man and his 
technology. 

In the past the axiom that time heals 
all wounds has been, in the main, quite 
true. However, we are now in an era when 
time-or, if you prefer, nature-simply 
cannot heal all of the wounds. Time 
definitely is not on mankind's side, and 
accordingly the very highest of priorities 
must be assigned to environmental 
quality by the Federal Government; and 
particularly the Congress. 

It is for this reason that I first pro
posed a single, action-oriented, standing 
Committee on the Environment in April 
of 1969. In the nearly 2 years since that 
date, the expressions of support from my 
colleagues in the House have been grati
fying. Members from each of our 21 exist
ing standing committees have cospon
sored the bill as have a number of com
mittee chairmen and ranking Republi
cans. 

Particularly gratifying has been the 
support from Members who serve on the 
committees which cw·rently have juris
diction over some of the environmental 
legislation considered by Congress. These, 
of course, are the Members who most 
keenly recognize the inadequacy of our 
current approach. They see fragmented 
efforts to solve interrelated problems, and 
they recognize the advantages which 
would accrue to the Nation if one stand
ing committee had jurisdiction over air 
pollution, water pollution, herbicide and 
pesticide problems, solid waste disposal, 
acoustical problems, and weather modifi
cation. 

Mr. Speaker, there has been a great 
deal of interest in proposals to establish 
a Joint Committee on Environment and 
Technology. Such a proposal, despite be
ing passed by both bodies in the 91st 
Congress, did not become a reality due 
to irreconciled differences on the part of 
conferees. While I supported the joint 
committee proposal on the floor of the 
House, I consider it to be only a half step, 
because the joint committee would 
possess few actual powers. It would not 
be a primary committee assignment. In
stead it would be an additional chore 
to be added to the already busy schedules 
of senior Members. Its functions would be 
primarily advisory, and it would lack 
the power to draft and report bills to the 
floors of the House and Senate. 

Mr. Speaker, I again call on the Rules 
Committee to hold hearings and favor
ably report a resolution to establish a 
standing Committee on the Environment. 
By so acting, this body will be in a posi
tion to fulfill an obligation which I be
lieve transcends all others; leaving the 
earth, its atmosphere and waters in bet
ter condition than we found them. No 
generation in the history of civilized man 
has been able to do this. We should not 
waste our opportunity to be the first. 
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INTEREST RATES AND COST-OF
L.IVING STABILIZATION 

HON. JAMES A. BURKE 
OF MASSACHUSETTS 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. BURKE of Massachusetts. Mr. 
Speaker, yesterday a very well-considered 
amendment to the temporary extension 
of certain provisions of law relating to 
interest rates and cost-of-living sta
bilization was defeated. I regret the ac
tion of this House in this instance be
cause I feel the amendment would have 
gone a considerable distance toward 
rectifying the present situation wherein 
the President can and has acted in an 
arbitrary manner singling out one 
special trade and union for punitive ac
tion in the name of combating inflation 
and changing the course of this Nation's 
dismal economic performance. The 
amendment offered by Mr. REuss would 
have indicated Congress' real intent in 
granting authority to the President to 
stabilize costs of living by insisting that 
it would be used on a basis sufficiently 
broad to facilitate substantial cost-of
living stabilization. It would have had 
the result of forcing the President to 
move on the whole economic front with a 
broad range of measures, with a well
t.hought-out program which would take 
into consideration all the interlocking 
economic reJationships and repercus
sions which his decisions would have. To 
date, we have witnessed an extraordi
nary performance by the White House in 
res1?onse to gro\ving pressure that some
thing be done to curb inflation. Rather 
than use the broad authority granted to 
him by Congress last session and renewed 
this session, the President elected to move 
in a manner which singled out one group, 
alheit an imoortant trade group, for pub
lic denunciation and ounishment. The 
construction trade industry was made 
a scaoegoat to cover up the fact that this 
administration does not have a de
veloped, coherent, well-thought-out ap
nroach to the economic problems this 
Nation faces. 

In the name of correcting the serious 
economic disorders presided over by this 
administration; the suspension of the 
Davis-Bacon Act had the curious effect 
of contributing in many instances to the 
very inflation the administration argued 
it was combating. The effect of the sus
pension was to require local communi
ties and States across the country to re
open bids and renegotiate contracts 
which had not as yet, been signed. In 
almost every instance it increased costs 
to the taxpayers of this country, either 
on the local or Federal level. In some 
cases, funds were held uo because ap
proval was denied which would have 
been spent in areas of high unemploy
ment. Again, we witness the curious man
ner in which the hasty, ill-conceived 
suspension of Davis-Bacon boomeranged 
on its creators Many Congressmen in 
th1s House could rise to document nu
merous cases where funds have been held 
up for close to 2 months now in areas 
which are in desperate need of more work 
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and more GDvernment spending. In other 
words, without too much effort, a well
documented case could be made to show 
that the suspension of Davis-Bacon, and 
nothing more these past 2 months, has 
actually in instance after instance added 
to the Nation's inflationary pressures and 
the same time contributed to growing 
unemployment, or, what is the same, did 
nothing to prevent it. 

Gentlemen, I am afraid that the Na
tion's economic structure is too delicate 
and too finely interwoven to allow any 
administration to act precipitously, at
tacking one sector without regard to the 
repercussions of such hasty action 
throughout the economy. While zeroing 
in on the construction trades might 
have made good political sense and gone 
over well with groups this administration 
is beholden to from th e last election, it 
has become crystal clear that political 
debts were repaid at great cost to our 
economy. 

Yesterday, the admL.J.istration finally 
ad..~itted the hopelessness of the situa
tion and back-tracked to the extent of 
litting its earlier suspension of the Davis
Bacon Act. Is it too much to hope that 
it has realized the er ror of its ways and 
will hesitate before acting so p!·ecip
itously again? Its position was patently 
untenable and in such circumstances, 
the best thing is to admit defeat. That 
does not, however, diminish the force 
of my admonition today, that even if 
the amendmEnt was defeated yesterday 
the administration had best take heed 
and learn from the painful exp~rience of 
the last 2 months and in the future treat 
the economy as a whole which is greater 
than the sum of its parts. 

I cannot leave the subject of the 
Davis-Bacon suspension without drawing 
the attention of the members to the 
fact that the administration found in 
this device yet another method of going 
against the intentions of Congress and 
delaying the disbursement of appropri
ated funds. Vvhen all is said and done, 
the only thing the administration was 
able to accomplish successfully these 
last two months with the suspension of 
Davis-Bacon was to prevent the dis
bursement of further millions, in addi
tion to those which were already being 
held up by the various departments 
through orders of the Office of Budget 
and Management. Again, it would seem 
to give the lie to the administration's 
concern about growing unemployment 
about which we heard so much in the 
recent SST debate. 

ALASKA LEGISLATURE RESOLU
TIONS ON THE PIPELINE 

HON. NICK BEGICH 
OF ALASKA 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. BEGICH. Mr. Speaker, one of the 
most important issues facing Alaska to
day is the proposed construction of the 
trans-Alaska pipeline. For sometime 
now, the Nation has heard arguments for 
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and against the proposed construction of 
the pipeline. Much study and testimony 
has already been made on this issue and 
many people have had the opportunity 
to express their points of view. 

Because of the importance of this 
resolution of this issue to the State of 
Alaska, the State legislature has passed 
two resolutions that I believe merits 
the attention of my colleagues. I sub
mit them for inclusion in the RECORD: 

SENATE CONCURRENT RESOLUTION No. 19 
Current resolution relating to the environ

mental impact bearings in Anchorage 
Be it resolved by the Legislature of the 

State of Alaska: 
Whereas the United States Department of 

the Interior is holding hearings in Anchorage, 
February 24 and 25 on the environmental im
pact of the proposed North Slope pipeline; 
and 

Whereas the Legislature wishes to express 
its appreciation to the Department of the 
Interior for conducting these hearings in 
Alaska, thereby presenting Alaskans the op
portunity to be heard on this subject vital 
to the future of the state; and 

Whereas the Legisl8iture desires to have 
the Stat e of Alaska participate to the maxi
mum extent in the proper and timely res
olution of this important question; and 

Whereas, because of the importance of 
this hearing, both Houses of the Legislature 
have recessed to allow their members to 
attend this bearing; 

Be it resolved that the First Session of the 
Seventh State Legislature commends the De
partment of the Interior for the hearings 
t> eld in Alaska and welcomes the many fed
eral officials to our great state; and be it 

Further resolved that, because the Legis
lature as well as all other Alaskans desires 
to have the pipeline issue resolved at the 
earliest possible time, officials of the De
partment of the Interior are respectfully re
quested to inform the Alaska State Legis
lature and the Governor if there are any 
steps or action of any kind that may be 
taken by the state to bring the pipeline issue 
to a proper, yet timely, resolution. 

Copies of this resolution shall be sent to 
the Honorable Rogers C. B. Morton, Secre
tary, Department of the Interior; the Hon
orable Henry M. Jackson, U.S. Senator and 
Chairman of the Senate Interior and Insular 
Affairs Committee; the Honorable Wayne N. 
Aspinall , U.S. Representative and Chairman 
of the House Interior and Insular Affairs 
Committee; and to the Honorable Ted Stev
ens and the Honorable Mike Gravel, U.S. 
Senators, and the Honorable Nick Begicb, 
U.S. Representative, members of the Ahska 
delegation in Congress. 

HOUSE RESOLUTION No. 4 
Resolution relating to the issuance of a 

permit for the trans-Alaska pipeline 
Be it resolved by the House of Representa

tives: 
Whereas at the recent hearings held under 

the auspices of the Department of the In
terior in Washington, D.C. and Anchorage 
regarding the proposed trans-Alaska pipe
line, Alaska's Governor has made clear the 
states' position-the pipeline must be built 
in order that the state be enabled to take care 
of its human needs; and 

Whereas the Governor bas made it known 
the state's position is that the pipeline can 
be built with minimal environmental 
change; and 

Whereas he has pointed out to the hear
ings panel that the state is doing and will 
do everything necessary to ensure adequate 
and strictly enforced environmental pro
tection programs; and 

Whereas the state is moving forward in 
a positive manner to ensure the ultimate 
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protection of our great land by considering 
such safeguards as the creation of a geo
logic-geophysical division in the Depart
ment of Natural Resources, creation of a 
Department of Environmental Conservation, 
establishment of a joint federal-state com
mission on land-use planning, the estab
lishment of reserves to protect Alaska's 0riti
cal habitat zones, strict enforcement of bal
last discharge laws, state monitoring of the 
p ipeline construction, and strong measures 
regarding the safe navigation of our waters 
by the on tankers; and 

Whereas the testimony taken as a whole 
at the Washington and Anchorage bearings 
clearly indicates the correctness of the Gov
ernor's position that the Prudhoe Bay to 
Valdez route is not only the most feasible 
route for the pipeline but that it can be 
constructed without environmental degra
dation to any appreciable degree; and 

Whereas by far the majority of Alaskans 
who testified at these bearings desired to 
have the pipeline built and viewed it as an 
economic necessity; 

Be it resolved by the Alaska House of 
Representatives that it supports the clear 
and concise position of the state, as pre
sented by Governor Egan at the recent In
terior hearings; and be it 

Further resolved that the House of Rep
resentatives urgently requests the Depart
ment of the Interior to issue the pipeline 
permit in the most expeditious manner pos
sible after a review of the testimony from 
the impact report hearings. 

Copies of this resolution shall be sent to 
the Honorable Richard M. Nixon, President 
of the United States; the Honorable Rogers 
C. B. Morton, Secretary of the Department 
of the Interior; the Honorable Henry M. 
Jackson, U.S. Senator and Chairman of the 
Senate Interior and Insular Affairs Commit
tee; the Honorable Wayne N. Aspinall, U.S. 
Representative and Chairman of the House 
Interior and Insular Affairs Committee; and 
to the Honorable Ted Stevens and the Hon
orable Mike Gravel, U.S. Senators, and the 
Honorable Nick Begicb, U.S. Representative, 
members of the Alaska delegation in Con
gress. 

IN DEFENSE OF THE LOCAL 
AFFILIATES 

HON. F. EDWARD HEBERT 
OF LOUISIANA 

IN THE HOUSE OF REPRESENTATIVES 

Monday, March 29, 1971 

Mr. HEBERT. Mr. Speaker, on March 
17, three representatives of the Colum
bia Broadcasting System participated in 
a program called "All About TV" over 
station WNYC-TV in New York. The 
show was hosted by Steven Scheuer. 

The CBS spokesmen were Morley 
Safer, Peter Davis, and Perry Wolff. In 
a press release issued March 22, I point
ed out some inaccurate statements made 
by Davis, who produced the discredited 
documentary "The Selling of the Pen
tagon." 

Davis said on the program that no 
representation had been made to any
one on Capitol Hill that CBS was doing 
a prisoner-of-war documentary. CBS 
representatives had talked with my of
fice numerous times and indicated they 
wanted a film clip of me and Maj. James 
Rowe, a former POW, for a special on 
prisoners of war. 

Knowing of my interest in the plight 
of the POW and his family, my press 
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secretary, Lou Gehrig Burnett, cooper
ated fully with them and with my per
mission sent CBS the film clip. 

I will discuss this in complete detail 
later in the RECORD, but the fact is that 
Davis said other Congressmen had been 
called for a clip of them with Major 
Rowe and that these Congressmen knew 
what CBS was doing-a documentary on 
Pentagon public relations. 

In the press release of March 22, I in
cluded five memorandums from congres
sional offices which show that they were 
told by CBS that the network was doing 
a documentary on prisoners of war. 

However, that is not my main concern 
here. I just wanted to point out that 
what I am about to relate was said on 
that same program called "All About 
TV." 

I feel compelled to come to the de
fense of the CBS affiliate in New Orleans, 
which is WWL-TV. Certain comments 
were made on the program about local 
stations that I feel do not apply to the 
New Orleans station. 

I quote verbatim from the transcript 
of the program: 

ScHEUER. One of the most interesting is
sues th!llt was raised on the program (The 
Selling of the Pentagon) is the que~?tion 
which Mudd put to Daniel Henkin. And he 
asked-he said the whole question of a gov
ernment having film crews in the field on 
any kind of story raises the question of put
ting the government in the position of de
ciding which stories to be covered. Is that 
valid, asked Mudd. Henkin's reply said, I 
don't believe it is any more valid than put
ting our news releases to what we in our 
trade call the 'hard print side of the pic
ture.' I don't think, said Henkin, that there's 
any great difference between putting out a 
printed news release to use in newspapers 
than making film available for television 
networks. Now if the networks disagree with 
that they have yet to communicate with me 
that disagreement. And Mudd's answer is, 
but in the case of a press release, the AP men 
or the Cincinnati Inquirer man can take 
your press release and dump it or rewrite it 
or add to it. But in the caEe of a film clip 
it's there to use or not to use. Isn't there a 
difference? Is there a difference, Morley? 
What's your reaction to that? 

SAFER. Well, I think there is a difference. 
I think one of the tragedies of broadcasting 
is-and its not just broadcasting-it's jour
nalism at the local level. That the Penta
gon knows the stuff it puts out, either on 
film or in printed version, is not going to be 
picked up and repeated word for word by 
the AP, or picked up and run frame for 
frame by CBS, NBC, or ABC. But their audi
ence is way out there and they publish it 
word for word, frame by frame, as it's put 
out. 

ANOTHER VOICE. On the local level. 
SAFER. It's a very cheap time filler for all 

those munificent station managers out there. 
It not only gives them programming for 
nothing, or fills newspaper space for nothing, 
it makes their relationship with the Penta
gon very handy. I'm sure a lot of the edi
tors get free trips to Washington, as we saw 
in ... 

ANOTHER VorcE. Or points beyond. 
SAFER. Or points beyond. Vietnam. They 

used to run them out to Vietnam. I don't 
know if they do anymore. And they would 
swallow the story put out by the Pentagon 
whole. 

These comments by Mr. Safer appear 
to be a blanket indictment of journalism 
at the local level. The thoughts expressed 
by him on this program again indicates 
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the desire of centralization of control by 
CBS so it can feed the people what CBS 
wants them to know and deny the public 
what it should know. 

I resent these remarks by Mr. Safer 
which are a direct attack on the integrity 
of our local stations. I must point out 
that WWL-TV, the CBS affiliate in New 
Orleans, has for many years sponsored 
·without charge a half-hour each Sun
day morning called "Congressional Re
port," in which the two U.S. Senators 
from Louisiana and the two Congress
men from the New Orleans area each 
h ave 15 minutes of air time twice a 
month. 

\VWL assumes full financial responsi
bility for the program and allows the 
Senators and Congressmen to institute 
their own format. WWL in no way cen
sors or intimidates the participants in 
this program. It is one of the finest pub
lic-service programs in the country. 

Similarly, a number of years ago, 
WDSU-TV, the NBC affiliate in New 
Orleans, had a program called Dateline 
Washington, in which the station as
su.'ned all financial liabilities and even 
supplied an individual producer. 

This program, like the WWL program, 
w:1s a public service presentation. The 
.first producer for the WDSU presenta
tion was Ann Corrick, who later became 
the only woman president of t.he Radio
TV Correspondents Association. 

During her regime as producer, Date
line Washington was presented the Syl
vania Award for public service. 

She was succeeded by John Corporan, 
now vice president and general mJ.nager 
of WTOP here in Washington. Mr. Cor
poran, in his present capacity, has dem
onstrated repeatedly by his expressions 
and actions that he believes both sides 
of an issue should be aired. 

It was WTOP which first offered me 
the opportunity to reply to the dis
credited program The Selling of the 
Pentagon. 

The ABC affiliate in New Orleans, 
WVUE-TV, and the local newspapers 
have always done a fine job of handling 
the news. 

Therefore, I could not let Mr. Safer get 
by with this all-encompassing indict
ment of local journalism, because it does 
not hold true in New Orleans. 

DAVID ROCKEFELLER: A DAY AT 
THE BANK 

HON. HALE BOGGS 
OF LOUISIANA 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. BOGGS. Mr. Speaker, the Chase 
Manhattan Bank is a leader in the bank
ing industry and in the effort to bring 
private capital and enterprise to bear 
on the many problems confronting our 
co1.mtry. Much of this is attributable to 
the energy and dedication of its chair
man, David Rockefeller. Mr. Rockefeller 
was the subject of a profile in the New 
York Post of February 20, 1971. I am 
inserting it in the RECORD and calling it 
to the attention of my colleagues: 
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MAN IN THE NEWS: DAVID ROCKEFELLER-A 

DAY AT THE BANK 
(By Roberta Brandes Gratz) 

He is the Rockefeller few really know, no 
matter how often they hear about him. The 
banker Rockefeller, head of Chase. The Gov
ernor's brother-and, by many accounts, the 
one with the most far-reaching influence. 

David Rockefeller is the youngest of the 
five brothers and one sister, the most ed
ucated (Lincoln School, Harvard, London 
School of Economics and the University of 
Chicago, where he received his Ph. D. m eco
nomics) and the only brother to have whole
heartedly followed his grandfather, the first 
John D. Rockefeller, into the competitive 
world of business and finance. (The second 
John D. Rockefeller, David's father, devoted 
himself to the family philanthropies.) 

In looks he most resembles Nelson. The 
nose is a little longer and thinner, the face 
rounder, the mouth when he's t&lking re
mains tighter. But the smile, the manner 
of speech, the intonations are similar. 

But David Rockefeller is never as relaxed 
in his public role as his Albany brother, who 
appears to relish each moment. Considerably 
less aggressive and occasionally even ill-at
ease, he sometimes gives the impression he 
lack the self-confidence which Nelson has 
to spare. 

Yet whenever anyone draws a list up of 
the 10 most powerful people in the country, 
David Rockefeller's name is bound to be 
on it--more often than Nelson's. 

Down through the years he's been men
tioned as a mayoralty prospect. Is anything 
like that possible? "I do think having two 
brothers as politicians [there's also Win
throp, twice Governor of Arkansas] may be 
enough for one family," he says. 

Only one position ever came close to en
ticing him into government service. President 
Kennedy was reported to have considered 
offering him the job of Treasury Secretary. 
Says David Rockefeller: "In a sense that 
position has appeal but I have to admit that 
I have an awfully good job. That sounds so 
silly, but really there is a certain freedom I 
have and really it's a sort of platform from 
which one can do many things." 

One not only can, one does and when he 
speaks, people listen. 

Few men can go before an audience as 
David Rockefeller did this week at the an
nual Regional Plan Assn. dinner, propose 
the formation of two new national agencies 
to deal with new-town development and 
core-city rehab1lltation, knowing full well 
that it would be on the front pages of the 
morning newspapers and taken seriously on 
all levels of government. 

For 25 years, he says, he's concerned him
self with urban problems and for this con
cern, the Regional Plan Assn. this week gave 
him its annual distinguished service award. 

But for all his public activities the image 
persists of David Rockefeller, the proto-typi
cal banker-remote, cold, calculating and 
stiff. It is not an image displayed to the 
closest observer, and it is one which Rocke
feller seems to find amusing. 

"Needless to say I don't think of myself 
as either remote or impersonal," he says 
laughing. "But then I suppose the fact is in
evitable that anyone you hear about and 
don't know seems remote and mysterious. 

"I suppose that bankers are thought of 
traditionally as being distant, cold, unhu
man, what I think is a wrong image but 
nevertheless they have it and it's not easy 
to change that." 

Perhaps that is why Rockefeller-who has 
never been very talkative about his private 
self in public-recently allowed himself to 
be persuaded to let this reporter accompany 
him through a day's routine. It was a rou
tine that included a session with NYU repre
sentatives seeking a large contribution from 
the Chase Manhattan Foundation, meetings 
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with groups of company executives, with 
Treasury Under Secretary Paul Volcker, with 
newly appointed Treasury Secretary John 
Connally and, at day's end, a meeting at the 
Brook Club-----an exclusive men's club-----of the 
Bilderberg Conference, a little-known group 
that Rockefeller helped organize seven years 
ago at which leaders of the Atlantic Com
munity meet informally and off the record 
to discuss common problems. 

In this office, he listens cru-efully as the 
NYU people appeal to his concern with urban 
problems, flatteringly recall his past gener
osity, inform him of the good-size commit
ments other banks have made and show 
him assorted promotional publications--the 
photography and lay-out of which impress 
Rockefeller, who has a similar assortment of 
publications about the bank that he likes to 
present to visitors. 

Rockefeller walks the few blocks to U.S. 
Trust at 45 Wall St. where he is to meet with 
Connally, and gets momentarily lost in the 
maze that is the financial district. He is 
amused and embarrassed. Returning after
ward to his 60-story building's two-acre 
plaza, he points with pride to the site where 
will stand in two years a 40-foot sculpture 
by Jean Dubuffet. It wlll be the largest out
door sculpture in New York. 

At 55, the father of four sons and two 
daughters, grandfather of one boy, Rocke
feller dresses in conservative but well
tailored custom-made suits, colored shirts 
and colorfully patterned ties, which are a 
little wider these days as his sideburns are 
a little longer. He is a non-smoking social 
drinker, wine and food enthusiast, polka 
contest winner (31 years ago with his wife
to-be Peggy McGrath), beetle collector, lin
guist (fluent French, German, Spanish), 
sailor, golfer, enjoyer of picnics and all in 
all a man of varied interests. 

He mostly enjoys a "friendly, quiet eve
ning at home," only occasionally still goes 
dancing but, he notes, "I must admit that 
I haven't gotten to where I can do rock 'n 
roll." 

He averages a 16-hour day packed full 
with high-powered auuointments but oc
casionally makes his own phone calls, takes 
time out for personal problems of staff mem
bers and is easily accessible if an urgent 
matter arises with any of his nonbanking 
involvements. 

He is close to his brothers and of their 
relationship, he says: "On the whole it's 
been a very good one. Our interests are very 
different and our temperaments and meth
ods of approaching problems are very dif
ferent. I think probably that Nelson, Win
throp and I tend to be the three that would 
be more outgoing, the other three (John, 
Laurence and his sister, Abby Mauze) some
what more reserved, if you have to make 
that distinction." 

Where his brother Nelson has been accused 
of arrogance, David Rockefeller, perhaps, 
may be accused of overzealous minimizing of 
his own influence. 

"Power is a very intangible thing," he 
says, " I have to say it is surprisinQ; to me 
that people feel it because in a sense I don't 
know why they feel it because it isn't as 
though as chairman of the bank I could ... 
obviously within the bank and within limits 
I have very considerable authority but in 
terms of things outside the bank this is not 
true. I have no legal or economic authority. 
It is more a question of persuasion and hu
man rapport." 

In the financial community, hi.s voice, 
whether heard publicly or privately, is one 
of the most respected. As board chairman of 
Chase, he has a financial power base that is 
the second largest in the country and world 
(the largest is the Bank of America) with 
assets of $25 btllion and investments in al
most every corner of the globe. 

After two years in non-combat Army duty 
overseas, he joined the 'Vank in 1945 at the 
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urging of then Chase chairman Winthrop 
Aldrich, Rockefeller's uncle. Groomed for 
executive position, he became president in 
1961 and chairman in 1969. 

He shares the Rockefeller predilection for 
monumental building projects, the "edifice 
complex" as it has been called. David Rocke
feller, first and foremost, has his Chase Man
hattan Plaza which opened 10 years ago. The 
first major office building put up in the area. 
in 25 years, it pretty much started the whole 
financial district rene ...... al. 

Rockefeller initiated the idea of the World 
Trade Center through his chairmanship of 
the Downtown-Lower Manhattan Assn. 
which he organized. He also founded Morn
ingside Heights Inc. to spur renewal of the 
upper Manhattan neighborhood. The proj
ects have brought him both sharp criticism 
and high praise. 

Both Morningside Heights and the World 
Trade Center have spurred out cries that they 
mean the destruction of the small busi
nesses and residences that comprise a com
munity. The Trade Center has brought addi
tional charges that it will create monu
mental traffic jams and, by competing with 
commercial office space, cheat the city tax 
base. 

How sensitive are you, he was asked, to 
the arguments against bigness--the imper
sonal kind of projects that engulf an area. 
Rockefeller reacts coolly to the indictment: 

"I just don't see how you can avoid a cer
tain amount of that. I don't think you will 
get things done without governmental and 
other action." 

His office is huge, with modern furn1ture 
to complement the building's architecture. 
Push-button opague-glass sliding doors in
sure maximum privacy. 

The office interior is a clear reflection of 
Rockefeller's passion for art and variety of 
taste. It is a melange of 19th a.nd 2oth cen
tury paintings (Cezanne, Signac, Rothke, 
Wyeth) African artifacts, Oriental treasures, 
and Greek vases. Most of the works are 
owned by him personally, the rest from the 
bank's collection of some 1,600 works--valued 
conservatively at $2.5 million-that has been 
selected over 10 years by a committee headed 
by Rockefeller. 

"My interest in primitive a.nd Oriental art 
stem from my family upbringing," Rockefel
ler says. "My mother was tremendously in
terested in art in general and in primitive 
and Oriental art in particular." 

He is director of the Business Committee 
for the Arts and Board Chairman of the 
Museum of Modern Art as was the Governor 
before him. It is the museum his mother 
helped found and which his family has gen
erously supported. The Museum, Rockefeller 
University and the Council on Foreign Rela
tions are the three outside involvements that 
interest him most. 

His own collection bridges the 19th a.nd 
20th centuries with the largest concentration 
in Impressionists and post-Impressionists. 
His wife is responsible for all the framing 
and deciding to which of their four resi
dences (New York City, Pocantico, Maine, 
West Indies) each work will go. 

While he credits his mother, Abby Aldrich 
Rockefeller, with so much of his art interest, 
he says: "Even in college I took art courses 
and always enjoyed going to museums a.nd 
visiting beautiful, historical monuments." 

"Nelson is probably more oriented toward 
sculpture and I toward painting and he's 
more interested in the very contemporary. 
It just happened to start that way. Another 
thing that my wife and I have always been 
interested in is porcelain and furniture. 
Nelson more recently is getting into that 
area. Actually I think we're coming clos~r 
together. He's been going farther back and 
I've been coming farther forward." 

Adventures in "sailing, camping and pack 
trips" are the kind of shared family activities 
he enjoys, as he did over New Year's when 
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the family vacationed in their West Indies 
home. "We had four of the six children with 
us which these days is doing rather well," he 
says smiling. 

Is there a Rockefeller generation gap? 
"I think we've had our share of it. On the 

other hand our eldest son is almost 30 and 
I think if anything the gap is narrowing. (He 
laughs). Who is moving toward whom is more 
difficult to say. 

"Our generation had equally great differ
ences with our parents but tended to express 
them less openly and less frankly and what 
we have today is probably better. This wasn't 
considered the thing to do in our day and if 
we had differences we expressed them with 
considerable diffidence. 

"Our children are a very lively and inde
pendent lot ranging from 18 to 29. And we 
have one daughter (Abby) who's been inter
ested in Women's Lib. I certainly share the 
feeling that women ought to be treated fairly, 
given the same opportunities as men and 
paid for the same work but I confess that I'm 
left behind with some of the things the more 
extreme Women's Lib people ask." 

As for the challenges of his children, he 
adds with good humor: I'm sure it's kept 
both my wife and myself younger, maybe 
turned our hair gray but certainly kept us 
younger in spirit." 

PRESIDENT NIXON DELIVERS KEY
NOTE ADDRESS AT THE NATIONAL 
CONFERENCE ON THE JUDICIARY 

HON. THOMAS N. DOWNING 
OF VIRGINIA 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. DOWNING. Mr. Speaker, Presi
dent Nixon recently visited my district 
to deliver the keynote address at the Na
tional Conference on the Judiciary which 
was being held in Williamsburg. 

No more appropriate locale could have 
been suggested for such a conference be
cause it was in Williamsburg in 1779 that 
the first college level school of law in the 
Western World was established. That 
chair of law and police, as it was styled 
in 18th century America was filled by 
George Wythe, the father of American 
jurisprudence. His early students at the 
school included a young Continental 
Army officer from Virginia named John 
Marshall. 

The school was founded by Gov. 
Thomas Jefferson himself, an earlier stu
dent of George Wythe. 

The President's fine address included 
his endorsement of the concept of a Na
tional Center for State Courts. 

President Nixon's speech was highly 
stimulating to all who heard it and I in
clude it in the RECORD in order that all of 
the Members might benefit from reading 
it: 
TEXT OF AN ADDRESS BY THE PRESmENT, 

NATIONAL CONFERENCE ON THE JUDICIARY, 

WILLIAMSBURG, VA. 

As one who has practiced law; as one who 
deeply believes in the rule of law; and as one 
who now holds the responsibility for faithful 
execution of the laws of the United States, I 
am honored to give the opening address to 
this National Conference on the Judiciary. 

It is fitting that you come together here 1n 
W11liamsburg. Like this place, your meeting 1A 
historic. Never in the history of this Nation 
has there been such a gathering of distin
guished men of the judicial systems of our 
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States. I salute you all for your willingness to 
come to grips with the need for court reform 
and modernization. And I would like to salute 
especially the man who has been the driving 
force for court reform; a man whose zeal for 
reshaping the judicial system to the need of 
the times carries on the great tradition begun 
by Chief Justice John Marshall-the Chief 
Justice of the United States, Warren Burger. 

I recall that when I took my bar examina
tion in New York City a few years ago, I 
dwelt at some length on the wisdom of the 
separation of powers. My presence here today 
indicates in no way an erosion of that con
cept; as a matter of fact, I have come under 
precedents established by George Washington 
and John Adams who both spoke out for the 
need for judicial reform. And President Lin
coln, in his first annual message to the Con
gress, made an observation that is strikingly 
current--that, in his words, "the country 
generally has outgrown our present judiciary 
system." 

There is also a Lincoln story-an authentic 
one-that lllustrates the relationship of the 
judicial and executive branches. When Con
federate forces were advancing on Washing
ton, President Lincoln went to observe the 
battle at Fort Stevens. It was his only expo
sure to actual gunfire during the Civil War
and he climbed up on a parapet, against the 
advice of the military commander, to see 
what was going on. When, not five feet from 
the President, a man was felled by a bullet, a 
young Union captain shouted at the Presi
dent: "Get down, you fool!" Lincoln climbed 
down and said gratefully to the captain: "I'm 
glad you know how to talk to a civillan." 

The name of the young man who shouted 
"Get down, you fool!" was Oliver Wendell 
Holmes, who went on to make history in the 
law. From that day to this, there has never 
been a more honest and heartfelt remark 
made to the head of the executive branch by 
a member of the judicial branch-though a 
lot of judges over the years must have felt the 
same way. 

Let me address you today in more tem
perate words, but in the same spirit of candor. 

The purpose of this conference is "to im
prove the process of justice." We all know 
how urgent the need is for that improvement 
at both the State and Federal level. Inter
minable delays in civil cases; unconscionable 
delays in criminal cases; inconsistent and un
fair bail impositions; a steadily growing back
log of work that threatens to make the delays 
worse tomorrow than they are today-all this 
concerns everyone who wants to see justice 
done. 

Overcrowded penal institutions; unremit
ting pressure on judges and prosecutors to 
process cases by plea bargaining, without the 
safeguards recently set forth by the American 
Bar Association; the clogging of court calen
dars with inappropriate or relatively unim- . 
portant matters-all this sends everyone in 
the system of justice home at night feeling 
as if they have been trying to brush back a 
flood with a broom. 

Many hardworking, dedicated judges, law
yers, penologists and law enforcement officials 
are coming to this conclusion: A system of 
criminal justice that can guarantee neither a 
speedy trial nor a safe community cannot 
excuse its failure by pointing to an elaborate 
system of safeguards for the accused. Justice 
dictates not only that the innocent man go 
free, but that the guilty be punished for his 
crimes. 

When the average citizen comes into court 
as a party or a witness, and he sees that court 
bogged down and unable to function effec
tively, he wonders how this was permitted to 
happen. Who is to blame? Members of the 
bench and the bar are not alone responsible 
for the congestion of justice. 

The Nation has turned increasingly to the 
courts to cure deep-seated ills of our society
and the courts have responded; as a result, 
they have burdens unknown to the legal sys-
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tern a generation ago. In addition, the courts 
had to bear the brunt of the rise in crime
almost 150 % higher in one decade, an explo
sion unparalleled in our history. 

And now we see the courts being turned to, 
as they should be, to enter still more fields
from offenses against the environment to new 
facets of consumer protection and a fresh 
concern for small claimants. We know, too, 
that the court system has added to its own 
workload by enlarging the rights of the ac
cused, providing more counsel in order to 
protect basic liberties. 

Our courts are overloaded for the best of 
reasons: because our society found the courts 
willing-and partially able-to assume the 
burden of its gravest problems. Throughout 
a tumultuous generation, our system of jus
tice h_as helped America improve herself; 
there 1s an urgent need now for America to 
help the courts improve our system of justice. 

But if we limit ourselves to calling for more 
judges, more police, more lawyers operating 
in the same system, we Will produce more 
ba:cklogs, more delays, more litigation, more 
ja1ls and more criminals. "More of the same" 
is_ not the answer. What is needed now is gen
ume reform-the kind of change that re
quires imagination and daring, that demands 
a focus on ultimate goals. 

The ultimate goal of changing the process 
of justice is not to put more people in jail or 
merely to provide a faster .flow of litigation
it is to resolve conflict speedily but fairly, to 
reverse t he trend toward crim.J and violence, 
to reinstill a respect for law in all our people. 

The watchword of my own administration 
has been reform. As we have undertaken it 
in many fields, this is what we have found. 
"Reform" as an abstraction is something that 
everybody is for, but reform as a specific is 
something that a lot of people are against. 

A good example of this can be found in the 
law: Everyone is for a "speedy trial" as a 
constitutional principle, but there is a good 
deal of resistance to a speedy trial in 
practice. 

The founders of this nation wrote these 
words into the Bill of Rights: "the accused 
shall enjoy the right to a speedy and public 
trial." The word "speedy" was nowhere 
modified or watered down. We have to 
laBSume they meant exactly what ,they said
a speedy trial. 

It is not an impossible goal. In criminal 
cases in Great Britain today, most accused 
persons are brought to trial within 60 days 
after arrest. Most appeals are decided within 
three months after they are filed. 

But here in the United States, this is what 
we see: In case after case, the delay between 
arrest and trial is far too long. In New York 
and Philadelphia the delay is over five 
months; in the State of Ohio, over six 
months; in Chicago, an accused man waits six 
to nine months before his case comes up. 

In case after case, the appeal process is 
misused-to obstruct rather than advance 
the cause of justice. Throughout the State 
systems, the average time it takes to process 
an appeal is estimated to be as long as 18 
months. The greater the delay in commencing 
a trial, or retrial resulting from an appeal, 
the greater the likelihood that witnesses will 
be unavailable and other evidence difficult 
to preserve and present. This means the fail
ure of the process of justice. 

The law's delay creates ball problems, as 
well as overcrowded jails; it forces judges 
to accept pleas of guilty to lesser offenses 
just to process the caseload-to "give away 
the courthouse for the sake of the calendar." 
Without proper safeguard, this can turn a 
court of justice into a mill of injustice. 

In his perceptive message on "The State 
of the Federal Judiciary," Chief Justice Bur
ger makes the point that speedier trials 
would be a deterrent to crime. I am certain 
that this holds true in the courts of all 
jurisdictions. 

. 

8765 
Justice delayed is not only justice denied

it is also justice circumvented, justice 
mocked, and the system of justice under
mined. 

What can be done to break the logjam of 
justice today, to ensure the right to a speedy 
trial-and to enhance respect for law? We 
have to find ways to clear the courts of the 
endless stream of "victimless crimes" that 
get in the way of serious consideration of 
serious crimes. There are more important 
matters for highly skilled judges and prose
cutors than minor traffic offenses, loitering 
and drunkeness. 

We should open our eyes--as the medical 
profession is doing-to the use of para
professionals in the law. Working under the 
supervision of trained attorneys, "para
judges" could deal with many of the essen
tially administrative matters of the law, 
freeing the judge to do what only he can 
do: to judge. The development of the new 
office of magistrates in the Federal System 
is a step in the right direction. In addition, 
we should take advantage of many technical 
advances, such as electronic information re
trieval, to expedite the result in both new 
and traditional areas of the law. 

But new efficiencies alone, import ant as 
they are, are not enough to reinstill respect 
in our system of justice. A courtroom must 
be a place where a fair balance must be 
struck between the rights of society and 
the rights of the individual. 

We all know how the drama of a c0urtroom 
oft en lends itself to exploitation, and, 
whether it is deliberate or inadvertent, such 
exploitation is something we must all be 
alert to prevent. All too often, the right of 
the accused to a fair trial is eroded by 
prejudicial publicity. We must never forget 
t hat a primary purpose underlying the 
defendan t 's right to a speedy and publlc 
trial is to prevent star-chamber proceedings, 
and not to put on an exciting show or to 
satisfy public curiosity at the expense of the 
defendant. 

In t h is regard, I strongly agree with the 
Chief Justice 's view that the filming of 
judicial proceedings, or t he introduction of 
live t elevision to the courtroom, would be 
a mistake. The solemn business of justice 
cannot be subject to the command of "lights, 
camera, action." 

The white light of publicity can be a cruel 
glare, often damaging to the innocent by
stander thrust into it , and doubly damaging 
to the innocent victims of violence. Here 
again a balance must be struck: The right 
of a free press must be weighed carefully 
again st an individual's right to privacy. 

Sometimes, however, the shoe is on the 
other foot : Societ y must be protected from 
the exploitation of the courts by publicity
seekers. Neither the rights of society nor the 
rights of the individual are being protected 
when a court tolerates anyone's abuse of the 
judicial process. When a court becomes a 
stage, or the center ring of a circus, it ceases 
to be a court. The vast majority of Americans 
are grateful to those judges who insist on 
order in their courts and who will not be 
bullied or stampeded by those who hold in 
contempt all this nation's judicial system 
stands for. 

The reasons for safeguarding the dignity 
of the courtroom and clearing away the 
underbrush that delays the process of justice 
go far beyond questions of taste and tradi
tion. They go t o the central issue confront
ing American justice today. 

How can we answer the need for more, 
and more effective, access to the courts for 
the resolution of large and small controver-
sies, and the protection of individual and 
community interests? The right to repre
sentation by counsel and the prompt 
disposition of cases--advocacy and adjudica
tion-are fundamental rights that must be 
assured to all our citizens . 
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In a society that cherishes change; in a 

society that enshrines diversity in its con
stitution; in a system of justice that pits 
one adversary against another to find the 
truth-there will always be conflict. Taken 
to the street. conflict is a destructive force; 
taken to the courts, conflict can be a creative 
force. 

What can be done to make certain that 
civil conflict is resolved in the peaceful 
arena of the courtroom, and criminal charges 
lead to justice for both the accused and the 
commu nity? The charge to all of us is clear. 

We must make it possible for judges to 
spend more time judging, by giving them 
professional help for administrative tasks. 
We must change the criminal court system, 
and provide the manpower-in terms of 
court staffs, prosecutors, and defense coun
sel-to bring about speedier trials and 
appeals. 

We must ensure the fundamental civil 
right of every American-the right to be 
secure in his home and on the streets. We 
must make it possible for the civil litigant to 
get a hearing on his case in the same year he 
files it. 

We must make it possible for each com
munity to train its police to carry out their 
duties, using the most modern methods of 
detection and crime prevention. We must 
make it possible for the convicted criminal 
to receive constructive training while in con
finement, instead of what he receives now
an advanced course in crime. 

The time has come to repudiate once and 
for all the idea that prisons are warehouses 
for human rubbish; our correctional systems 
must be changed to make them places that 
Will correct and educate. And, of special con
cern to this conference, we must strengthen 
the State court systems t o enable them to 
fulfill their historic role as the tribunals of 
justice nearest and most responsive to the 
people. 

The Federal Government has been treat
ing the process of justice as a matter of the 
highest priority. In the budget for the com
ing year, the Law Enforcement Assistance 
Administration will be enabled to vigorously 
expand its aid to State and local govern
ments. Close to one half billion dollars a year 
Will now go to strengthen local efforts to re
form court procedures, police methods and 
correctional action and other related needs. 
In my new special revenue sharing proposal, 
law enforcement is an area that receives 
increased attention and greater funding-in 
a way that permits States and localities to 
determine their own priorities. 

The District of Columbia, the only Ameri
can city under direct Federal supervision, 
now has legislation and funding which re
organizes its court system, provides enough 
judges to bring accused persons to trial 
promptly, and protects the public against 
habitual offenders. We hope this new reform 
legislation may serve as an example to other 
communities throughout the Nation. 

And today I am endorsing the concept of 
a suggestion that I understand Chief Justice 
Burger Will make to you tomorrow: the es
tablishment of a National Center for State 
Courts. 

This wlll make it possible for State courts 
to conduct research into problems of proce
dure, administration and training for State 
and local judges and their administrative 
personnel; it could serve as a clearinghouse 
for the exchange of information about State 
court problems and reforms. A Federal Judi
cial Center along these lines already exists 
for the Federal court system and has proven 
its worth; the time is overdue for State 
courts to have such a facility available. I will 
look to the conferees here in Williamsburg to 
assist in making recommendations as to how 
best to create such a center, and what Will be 
needed for its initial funding. 

The executive branch will continue to help 
tn every way, but the primary impetus for 
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reforming and improving the judicial process 
should come from within the system itself. 
Your presence here is evidence of your deep 
concern; my presence here bears Witness to 
the concern of all the American people re
gardless of party, occupation, race or eco
nomic condition, for the overhaul of a sys
tem of justice that has been neglected too 
long. 

I began my remarks by referring to an 
episode involving Justice Oliver Wendell 
Holmes. There is another remark of Holmes 
not very well known, that reveals an insight 
it would be well for us to have today. 

Judge Learned Hand told o'f the day that 
he drove Justice Holmes to a Supreme Court 
session in a horsedrawn carriage. As he 
dropped the Justice off in front of the Capi
tol, Learned Hand said, "Well, sir, goodbye. 
Do justice I" Mr. Justice Holmes turned and 
said, most severely, "That 1s not my job. My 
job is to play the game according to the 
rules." 

The point of that remark, and the reason 
that Learned Hand repeated it after he had 
reached the pinnacle of respect in our pro
fession, was this: Every judge, every attor
ney, every policeman wants to "do justice." 
But the only way that can be accomplished, 
the only way justice can truly be done in any 
society, is for each member of that society to 
subject himself to the rule of law-neither 
to set himself above the law in the name of 
justice, nor to set himself outside the law 
in the name of justice. 

We shall become a genuinely just society 
only by "playing the game according to the 
rules," and when the rules become outdated 
or are shown to be unfair, by law'fully and 
peaceably changing those rules. 

The genius of our system, the life force of 
the American Way, is our ability to hold fast 
to the rules that we know to be right and to 
change the rules that we see to be wrong. In 
that regard, we would all do well to remem
ber our· constitutional roles: for the legisla
tures, to set forth the rules; for the Judiciary, 
to interpret them; for the executive, to carry 
them out. 

The American Revolution did not end two 
centuries ago; it is a living process. It must 
contsantly be reexamined and reformed. At 
one and the same time, it is as unchanging as 
the spirit of laws and as changing as the 
needs of our people. 

We live in a time when headlines are made 
by those few who want to tear down our 
institutions, by those who say they defy the 
law. But we also live in a time when history 
is made by those who are willing to re'form 
and rebuild our institutions-and that can 
only be accomplished by those who respect 
the law. 

"CASTRO," RAILROADING THROUGH · 
THE OLD 92D-CHAPTER 1 

· HON. LEE METCALF 
OF MONTANA 

IN THE SENATE OF THE UNITED STATES 
Tuesday, March 30, 1971 

Mr. METCALF. Mr. President, I be
lieve Members of Congress and the public 
should be aware of the concerted and ex
pensive lobbying campaign that has been 
launched by major conglomerate cor
por ations. The program is called ASTRO. 
Its goal- a multibillion dollar subsidy 
during the seventies. 

ASTRO derives from America's Sound 
Transport ation Review Organization, 
which was created by the Association of 
American Railroada. The acronym, 
ASTRO, conjur es up visions of space-age 
transportation and astronauts such as 
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Wally Echirra, who along with our former 
colleague, George Smathers, is one of the 
main ASTRO spokesmen. The name 
evokes memories of the astrodomes on 
passenger trains such as the North Coast 
Limited, that great train now to be aban
doned if the Railpa x d ecision last week 
is not reversed, a decision reached despite 
railroad management's prior solemn as
surance that the Limited and its com
panion Mainstreeter would be continued 
"until the public abandons them." 

A number of the ASTRO corporations 
are conglomerates in which transporta
tion is secondary or tertiary to real 
estate, lumber, mining, or other lucrative 
business, none of which is described in 
ASTRO materials. So, I should begin a 
report on this massively deceptive lobby
ing campaign by renaming it properly
"CASTRO," Conglomerate America's 
Slick Transportation rip-off. 

Mr. President, CASTRO is mounting 
a national grassroots campaign designed 
to obtain legislative approval of its 
costly proposals. Recently there came 
into my possession the CASTRO kit for 
senior executive representatives. This 
CASTRO kit details the lobbying plan , 
names some of the re gional and s tate co
ordinators, tells how to get the news 
media, local civic organizations and legis
lators-us-to do what CASTRO wants 
done. The CASTRO kit is similar to Proj
ect Action, the power companies' massive 
national program against the Rural Elec
trification Ad~rJnistration and consumer
owned power systems during the Eisen
hower AdwJnistration, which I put in the 
CONGRESSIONAL RECORD on January 8, 
1964. I shall put the CASTRO kit in the 
RECORD at the conclusion of these re
marks. First, let me give you the flavor 
of the materials. 

The CASTRO materials emphasize 
throughout that their objective is politi
cal action, including appropriations to 
overcome past deficiencies, tax credits, 
tax exemption, rapid tax write-offs, loan 
gt:arantees, low-interest loans, authority 
for automatic rate increases and even 
more freedom to abandon service. 

CASTRO raises the specter, as the al
t ernative to its $36 billion package, of 
"nationalization-a dangerous proposi
tion at best--which has been estimated 
to cost as much as $60 billion for the 
initial acquisition alone." CASTRO ne
glects to state that it picked its $60 bil
lion figure out of the rarified air of the 
Harvard Business School. Two Harvard 
students, doing a paper last year for their 
MBA degree, estimated market value of 
railroad land, track and structures, added 
replacement cost for depreciated value 
of rolling stock and guessed at the worth 
of mineral and air rights. Their $60 bil
lion contrasts sharply with the $21 
billion estimate, by the National Asso
ciation of Railroad Passengers, as the 
amount for which the Government could 
obtain the railroa ds free and clear. 

It is important to note that the vastly 
in:fia ted figure of $60 billion has been 
cranked into a national publicity pro
gram at a time when the Interstate Com
merce Commission is considering Docket 
271, the railroad rate base case. You can 
be sure that the ICC will be inundated by 
CASTRO data, while the paying public 
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has no experts to present the counter 
arguments. 

The theme for the CASTRO program, 
entitled "Countdown for America's Rail
roads," sets forth the battle plan. 
CASTRO "will communicate with na
tional organizations and government 
bodies to obtain support for policies that 
will assist the industry." In phase one, 
Astronaut Schirra has already told us 
on McCann-Erickson's television and 
radio ads how water, food, and news
papers would go the way of the passenger 
pigeon-! almost said passenger train
if it were not for the railroads, which 
"will always deliver the goods" despite 
regulation and taxes. 

Then according to CASTRO: 
Beginning in 1971, the communications 

program will accent specific legislative solu
tions-some have already been introduced
and request support from the general pub
He, rail employees, shippers, national orga
nizations and others for positive congres
sional action. 

The action program includes operation 
of a national speakers bureau: 

Made up of Senator Smathers, other 
ASTRO personnel, AAR executives a.nd top 
industry representatives, national advertis
ing, newspaper articles, radio and TV ap
pearances and other public forums, plus work 
through shippers, suppliers, labor unions, 
women's 3roups and the financial com
munity. 

Basic tools, provided by ASTRO head
quarters, include brochures, speeches, 
radio and television interview scripts, 
press kits, charts to accompany speeches 
and slide presentations. There is a na
tional coordinator, com·dinating with the 
area coordinators, who in turn appoint 
State chairmen and vice chairmen, who 
establish the organization within their 
States, reporting up the chain of com
mand any trouble spots that may need 
special attention. The materials which 
follow will include the names and affilia
tions of the various area and State co
ordinators. This list may help Members 
determine which CASTRO man is re
sponsible for keeping him or her from be
coming a trouble spot. 

The State chairmen and vice chairmen 
select district chairmen-perhaps only 
four or five or possibly twice that num
ber. CASTRO permits some local au
tonomy but cautions that "it's better to 
have too many district chairmen than 
too few." 

The State leaders establish a State 
speakers bureau, pass up the chain of 
command the requests for materials: 

Keep the area coordinates informed con
stantly of the situation in each State and 
coordinate media contacts with all railroads 
having a public relations department of PR 
personnel operating within the State. 

All in all, CASTRO's big brothers 
blanket more of the States than Railpax 
covers. Only three States-Hawaii, Ver
mont, and New Hampshire--are without 
a State or area coordinator; 44 have 
State coordinators as well as being in
cluded in one of the area jurisdictions. 

CASTRO's workers are admonished to 
be especially careful in selection of 
speakers at the State level. District re
quest for speakers forms are filed in 
triplicate to the State chairman by the 
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district chairman, who makes contacts 
with various organizations and secures 
an invitation for a speaker. 

If the State chairman determines one 
of the big engines should be brought in 
from the national speakers bureau, he 
consults the area coordinator, who in 
turn gets in touch with ASTRO execu
tive director Richard E. Briggs here in 
the Washington dispatch center. 

Actually the selection of the speaker 
is probably not so important, because 
"the State chairman will provide the 
speakers \\<ith a complete set of pattern 
speeches, together with charts to ac
company them," or slide presentation 
sets if prefered. Freedom of choice does 
enter in-the State chairman permits the 
assigned speaker to select "which speech 
he intends to use"-so that the topic can 
be made a part of the press release to be 
transmitted to the district chairmen. 

Mr. President, the ASTRO kit sheds 
further light on the services for which 
professional fees are paid by railroad and 
utility companies, a subject raised in
creasingly in rate and service hearings. 
District chairmen are urged to go 
through: 

The Stat e railroad association represent a
t ive or the local counsel or one of the roads 
in their approaches to local government of
ficials. And in working through local counsel 
they sh ould request- t he--state chairman 
to contact t he law departmen t of that rail
road for the a.ssignment of the individual 
to be responsible. 

The dist rict chairmen are further ad
vised to "secure news stories, columns 
and editorials presenting the railroads' 
situation," using the press kits, the "sug
gested interviews of different lengths" 
and the radio tapes being designed for 
distribution to local stations. The busy 
district chairmen, who are to submit 
weekly reports, with press clips attached, 
also line up speakers for "Rotary, Ki
wanis, Civitan, Jaycees, PTA groups, pro
fessional organizations, church groups 
and women's organizations." The district 
chairmen are cautioned to: 

Not overlook the significance of support 
from such organizations as state and local 
chambers of commerce, even though they 
may not pr ovide speaking occasions. 

The CASTRO kit also outlines pro
cedures by which railroads will call 
meetings of their employees to go over 
this massive political action program and 
enlist their help on particular assign
ments, especially the writing of letters to 
Congress. 

Any weak spots . . . where reaction from 
the public may not be favorable to the rail
r oads ' p osition are to be reported promptly 
to the State chairman. And if a situation is 
particularly unfavorable he should get on 
the telephone so that immediate steps can 
be taken to correct such sit uations. 

Mr. President, I hope the phones jingle 
in the offices of all those State chairman. 
I frankly doubt that they will. The media 
will likely carry more CASTRO ads than 
exposes. The Congress, I fear, will lum
ber along, responding again to a power
ful and well-organized lobby. Perhaps 
the Interstate Commerce Commission 
will express ~ympathy for the idea that it 
should determine CASTRO's cost and 
exclude it from railroad operating ex-
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penses-if the Commission only had 
more t ime and money. 

I would hope, however, that the Con
gress would abstain from any action on 
CASTRO proposals until after it has 
ascertained CASTRO's cost to date and 
the manner in which the costs have been 
reported to the ICC and State regula
tory commissions. I would hope, too, that 
action on CASTRO proposals be defer
red until after Congress has considered 
emergency legislation introduced as a 
consequence of Railpax' recent actions, 
and measures such as S. 608, the Trans
portation Consumers' Information and 
Counsel Act of 1971. Neither the Con
gress nor the Commission presently has 
the information and expert counsel 
needed to suit rail transportation to pub
lic needs. The Congress is now on a 
course which will make it a party to a 
worse boondoggle than the Penn Cen
tral fiasco . 

I shall, in the near future, suggest 
some alternatives to the CASTRO 10-
year plan for a multibillion dollar sub
sidy. 

Mr. President, I ask unanimous con
sent to insert at this point in the RECORD 
the CASTRO kit to which I :1ave referred 
along -with an editorial from the Jan
uary 1971, issue of Burlington North
ern News and the "Watching Washing
ton" column, by Reid Beddow, which 
appeared in March 8 Railway Age. 

There being no objection, the material 
was ordered to be printed in the RECORD 
as follows: ' 

CASTRO Krr 
ASTRO LEGISLATIVE PROPOSALS 

1. The Federal government should exempt 
rail transportation from state and local prop
erty taxation and reimburse the states for 
the revenue loss. 

2. Permissible types of state taxes should 
not, as a matter of Federal law, discriminate 
against railroads. 

3. The Congress should require that the 
st ates devote 10 percent of Federal highway 
trust funds to grade crossing projects. It 
should also remove present restrictions which 
confine funds to the Federal aid highways. 

4. Uniform Federal safety standards gov
erning grade crossings should be promul
gated. 

5. Railroads seeking to increase work on 
roadbed should have access to funds from a 
newly-created Federal transportation fund. 

6. Government guaranteed loans should be 
made a vailable to expedite improvements on 
roadway and structures. 

7. Congress should allow the railroads to 
amortize the costs of grading and tunnel 
bores over a reasonable period. 

8. Rapid tax amortization should be al
lowed as an incentive for modernization of 
basic plant. 

9. Railroads should qualify for Federal as
sistance following natural disasters on terms 
no less favorable than those for other modes. 

10. The Federal government should guar
antee loans made by railroads and railroad
owned car lines to acquire new freight cars 
and locomotives. 

11. To provide an immediate increase in 
the level of cars now in short supply and to 
insure added motive power, the Federal gov
ernment should loan 20 percent of the capital 
needed for such purposes. The government 
should also help offset the cost of borrowings 
to obtain such additional equipment by as
suming interest charges in excess of 4 
percent. 

12. As a long-range program to assure an 
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adequate supply of general purpose cars, the 
Congress should create a Federally chartered 
non-profit corporation acquire car::~ under 
government guaranteed loans. 

13. Investment tax credits should be re
stored for acquisitions of freight cars and 
locomotives. 

14. The Congress should create a new 
agency to regulate all modes of transporta
tion under a broad mandate of equality. 

15. Railroads should be permitted to lower 
prices on particular commodities where the 
reductions would improve their earnings. 

16. Until railroads can earn a reasonable 
rate of return, they should be authorized 
autom.atic annual increases in the general 
level of rates to meet higher wage and ma
terial costs. 

17. Such increases should not be subject 
to state regulation. 

18. All transportation rates should be a 
matter of public record, except for certain 
movement of farm products. 

19. Selective removal of minimum rate 
oontrol should be allowed on an experimental 
basis to determine whether a general move
ment to deregulation is warranted. 

20. Accompanying a program of internal 
reform, the law should permit appeals from 
the ICC directly to Oourts of Appeal with 
further review by the Supreme Court as a 
matter of discretion. 

21. There should be a definite time limit 
within which appeals can be taken from or
ders of the ICC. 

22. Federal policies should remove abso
lute bars to intermodal transportation com
panies and permit controlled experimenta
tion ooncerning the benefits of common own
ership. 

23. Abandonment should be permitted on 
any line which fails to meet its avoidable 
costs. 

24. Abandonments applied for should be
come effective within six months unless the 
regulatory agency denies the application 
within that time. 

25. Reformed procedures should be 
adopted to eliminate unnecessary delays in 
merger proceedings. 

26. The degree of Federal participation de
pends on whether the passenger service in 
question is commutation, corridor or long
haul. The governing principle, however, is 
that railroads should be relieved of contin
uing and severe losses on unprofitable service 
required in the public interest. 

I; INTRODUCTION TO ASTRO 

The history of American railroading is a 
history of problems. 

But it's a history of accomplishment as 
well-of challenges met, of obstacles over
come. 

In the early days, the railroad pioneers 
battled a hostile environment, Indians and 
other formidable handicaps. They were de
termined to triumph, because their nation 
needed railroads, and they knew lt. 

Today, railroading again faces a ch.aJ.
lenge-perhaps its greatest. Today's challenge 
is not as easy to identify and to meet as floods 
or rough terrain. But the need to triumph is 
just as great as it was a century ago, be
cause our nation still needs railroads. 

It was for the purpose of surveying the 
dimensions of transportation difficulties
and focusing upon likely solutions-that the 
Board of Diretcors of the Association of 
American Railroads created America's Sound 
Transportation Review Organization
ASTRO. 

ASTRO looked at the railroad industry 
and found it in deep trouble. 

In the opening pages of the ASTRO report, 
there was presented a portrait of an industry 
beset on every side-by poor earnings, by ris
ing costs, by subsidized competition and by 
unfair regulations. 

This portrait was framed in the irony of 
forecasts that show a growing-not lessen-
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ing-need for railroad service in the future 
of America. 

And, grilnly, there was cited a real possi
bility that, when America most needs high
quality and low-cost rail service, her railroads 
may not be able to provide it. 

To avert such a consequence, the ASTRO 
report put forward a series of bold proposals 
aimed at creating an economic and regu
latory climate in which the railroads can 
continue to serve the country by competing 
for transportation business on equal terms. 

Recommended were updated laws and 
regulatory procedures that would free rail
roads from restraints of the past; financial 
help on rights-of-way and equipment, re
cognizing that railroads can no longer per
form their essential job without support 
such as their competitors have received; ex
panded federaJ. research, and a rational ap
proach to passenger service. 

While many of the proposals, such as 
regulatory changes, would have no significant 
"price tag," ASTRO concedes that its pro
gram, as a whole, would cost money. 

But it would not be as costly as the alter
natives: 

Not as costly as steadily deteriorating rail 
service at precisely the time when the nation 
needs to use all its transportation facilities 
to the fullest. 

And not as costly as nationalization-a 
dangerous proposition at best-which has 
been estimated to cost as much as $60 bil
lion for the initial acquisition alone. Nor 
would it be anywhere near as costly as the 
present levels of government spending on 
other transportation fac111tles. 

It's obvious that railroad management and 
railroad labor have an enormous stake in a 
financially sound rail system. It's our bread 
and butter. 

But, in a real sense, the state of the rail 
system has a direct relationship to the bread 
and butter of the nation at large. The rail
roads cannot be permitted to fail. 

The ASTRO proposals show a way to keep 
them whole. 

It's important to remember that the AS
TRO program is "not rooted in the private 
interests at stake," to quote from the report. 
It's aimed not at favoritism but at fairness
and more freedom-for the railroads. 

When we urge civic groups--or any part 
of the public-to support the ASTRO pro
posals, we are urging them to support justice 
and to allow us to do business like any other 
business. More importantly, we are urging 
them to act in the public's own best interests. 

Most of the recommendations are directed 
to Congress-because Congress is the only 
institution that can implement them. But 
the ASTRO message cannot be structured 
only toward convincing Congress of the just
ness of our cause. 

For Congress doesn't operate in a vacuum. 
It's responsive to expressions of public will. 
Therefore, implementation of the ASTRO 
program will depend on developing a legis
lative program and generating both public 
and organizational support for that program. 

II: THEME 

The theme for the ASTRO program will be: 
countdown for America's railroads. 

III; ASTRO: ITS OVERALL FUNCTIONS AND 
ORGANIZATION 

After the ASTRO Report was approved by 
the AAR Board of Directors, the ASTRO or
ganization was assigned the responsibility 
of implementing that report. ASTRO, which 
has its offices in the American Railroads 
Building in Washington, will provide three 
general functions in this effort: 

(1) Legislative Activities-After consulta
tion with the industry, ASTRO will develop 
policies and coordinate legislative efforts to 
effect legislation consistent with the recom
mendations of the ASTRO Report. The main 
thrust of this effort will occur in 1971. For 
the balance of 1970, these activities will be 
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limited to pending bills and any new legisla
tion introduced relating to freight car sup
ply; 

(2) Policy Activities-ASTRO will under
take continuing evaluation of legislative pro
posals related to the railroad industry and 
will communicate with national organiza
tions and government bodies to obtain sup
port for policies that will assist the industry; 
and 

(3) Communications Program-Prior to the 
introduction of major legislation in 1971, 
ASTRO will initiate both national and local 
communications programs to disseminate the 
basic points of the ASTRO Report-that the 
railroads are vital to the welfare of the Amer
ican economy today, that they will become 
more essential tomorrow, and that, in order 
to provide the low cost, efficient rail service 
which the public will need in the coming 
decade, the railroads must have help, since 
their resources are now grossly inadequate for 
both present and future demands. And the 
ASTRO communications program will be 
designed to emphasize that, given (1) up-to
date regulation that stimulates management 
innovation and allows railroads to operate 
like other businesses, (2) balanced govern
ment promotional policies and (3) reform 
in internal practices of management and 
labor, the railroads can do the job the na
tion requires. 

Beginning in 1971, the communications 
program will accent specific legislative solu
tions and request support from the general 
public, rail employes, shippers, national or
ganizations and others for positive Congres
sional action. 

The ASTRO organization is headed by 
former Senator George A. Smathers. Richard 
E. Briggs is the Executive Director and will 
coordinate the various staff functions of 
ASTRO. 

The ASTRO organization is comprised of 
the following personnel: 

George A. Smathers, General Counsel, 
Richard E. Briggs, Executive Director, J. C. B. 
Ehringhaus, Legislative Oounsel, Donald T. 
Martin, National Coordinator, Richard E. 
Keefer, Jr., Policy Analyst. 

The AAR's Public Relations, Legislative 
and Economics-Finance Departments will 
work closely with the ASTRO organization, 
providing materials, counsel and manpower 
in a coordinated effort to implement the 
ASTRO recommendations. Other AAR de
partments will also be involved in the 
ASTRO program from time to time. 

V. THE PLAN FOR THE COMMUNICATIONS 

PROGRAM 

The twin objectives of the communications 
program are: 

To inform the general public and create, 
in the public mind, an awareness of and 
sympathy for the acuteness of railroad 
problems. 

To encourage Congress to enact legislation 
that will give the industry the ability to 
solve its probleins. 

Because the accomplishment of the second 
objective depends upon achieving the first, 
the campaign will have two phases. 

Phase I will be primarily educational-es
pecially aimed, in other words, at the first 
objective. 

Phase II will be the time for action. 
Phase I should pave the way for crystal

izing public understanding into active 
"grass-roots" support for specific legislation 
during Phase II-support that would mani
fest itself in letters to Congressmen, reso
lutions by civic clubs and local governmental 
bodies, newspaper editorial support and the 
like. 

The national communications program 
v.rillinclude the following functions: 

1. Operation of a national speakers bureau. 
This would be made up of Senator Smathers, 
other ASTRO personnel, AAR executives and 
top industry representatives. 

2. National advertising in support of the 
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ASTRO program. (See Appendix A for TV 
and radio scripts and the Fall schedule.) 

3. Arrange for newspaper articles, radio 
and TV appearances and other public forums 
for railroad personnel to talk about ASTRO. 

4. Contacts with national organizations 
such as shippers, suppliers, labor unions, 
women's groups and the financial commu
nity. 

VI: THE "GRASS-ROOTS" COMMUNICATIONS 
PROGRAM 

To accomplish the objectives of the pro
gram, an organl.za.tion must be established 
to work at the local level throughout the 
nation. This program will be directed by the 
National Coordinator. 

Briefly, the nation has been divided into 
working areas that usually cover several 
states. Area Coordinators from various ran
roads have been designated to coordinate ac
tivites within the states assigned. 

In each state under his Jurisdiction, the 
Area Coordinator will appoint a State Chair
man and Vice Chairman, who will report di
rectly to him. In the few instances where 
only one state comprises the area, the Co
ordinator may choose also to serve as the 
State Chairman. 

A Speakers Bureau will be set up in each 
state under the direction of the State Chair
man, who will arrange for members of the 
bureau to fill suitable speaking engagements 
in the state. 

Geographical districts will be established 
in each state, and the State Chairman and 
Vice Chairman will name a District Chair
man for each. District Chairmen will be re
sponsible especially for contacts with news 
media, civic clubs, shippers and local gov
ernment. 

Basic tools will be provided by ASTRO 
headquarters. These will include brochures, 
speeches, radio and television interview 
scripts, press kits, charts to accompany 
speeches and slide presentations. The effec
tive use of this material will be a vital part 
of their responsibiUties. A summary of the 
materials and the dates they will become 
available are listed in Appendix B. 

In order to get the ASTRO program mov
ing quickly, the entire organization should 
be completed by October 15. 

Since individual railroads have the best 
channels of communication with their em
ployees, these chemicals will be used for this 
purpose (as described in Section XVII) . 
Vlli: DUTIES AND RESPONSmiT.ITIE5-NATIONAL 

COORDINATOR 

The National Coordinator shall be re
sponsible for directing the state and local 
communications program for ASTRO. 

In the execution of this duty he will: 
1. Coordinat e all activities with the Area 

Coordinators. 
2. Assist in establishing the organization 

for this program. 
3. Evaluate .the effectiveness of rthe orga

nization at all levels and aid the various ele
ments of the organization whenever needed. 

4. Constantly keep the ASTRO staff advised 
of the progress the organization is making 
toward the achievement of its stated goals. 

IX: DUTIES AND RESPONSmiLITIES-AREA 
COORDINATOR 

The Area Coordinator will be responsible 
for all of the activities in the states assigned 
to him. He is expected to: 

1. Appoint a State Chairman and Vice 
Chairman for each state. The selections can 
be made from his own or another railroad. 
Although there will be instances in which 
other t ypes of personnel can better fill these 
jobs, in most cases the State Chairman and 
Vice Chairman probably wlil be members 
of the traffic or operating departments (one 
from each), since the local organizations 
that are set up will be composed primarily 
of personnel from the traffic and operating 
departments. 

2. Assist the State Chairman and Vice 
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Chairman in the establishment of orga
nizations within their states. This wm in
clude making necessary contacts with the 
various railroads operating within a state 
to assure that the most qualified individuals, 
regardless of railroad, are available to carry 
out all activities required. 

3. Monitor the volume of materials used 
by the State Chairmen in the execution of 
their responsib111ties. Orders for materials 
from t h e National Coordinator will be made 
by the State Chairman with a copy to the 
Area Coordinator. 

4. Maintain close liaison with the State 
Chairmen. Reports submitted by the State 
Chairmen also will assist him in evaluating 
the activities of the organization and, at the 
,same time, Will provide him with the 
knowledge of any trouble spots that may 
need special attention. 

5. Work in close coordination with the 
National Coordinator in Washington, keep
his area and calling on him for any assist
ance needed. Reporting procedures for this 
purpose are discussed in Section XVI of this 
manual. 
X: AREA COORDINATORS Al\'D STATES ASSIGNED TO 

THEM 

States and area coordinator 
East 

Connecticut, New York, Pennsylvania, 
Rhode Island: William A. Lashley, Vice Pres
ident, Public Relations and Advertising, 
Penn Central Company, Six Penn Center 
Plaza, Philadelphia, Pennsylvania 19104, 
(215) 594-3112. 

Delaware, Indiana, Maryland, Michigan, 
Ohio: Howard Skidmore, Vice President, 
Chesapeake and Ohio Railway, Baltimore and 
Ohio Railroad, Terminal Tower, Cleveland, 
Ohio 44101, (216) 861-2200. 

New Jersey: George W. Eastland, Manager 
of Public Relations, Erie Lackawanna Rail
way, Erie Lackawanna Terminal Building, 
Hoboken, New Jersey 07030, (201) 659-2000. 

Maine, Massachusetts: Richard Sprague, 
Vice President--Public Relations, Bangor & 
Aroostook Railroad, 84 Harlow Street, Bangor, 
Maine 04401, (207) 945-5611. 

Virginia, West Virginia: Peyton B. Winfree, 
Director of Public Relations and Advertising, 
Norfolk and Western Railway, Roanoke, Vir
ginia 24011, (703) 344-1451. 

South 
Alabama, Georgia: W111iam F. Geeslin, As

sistant Vice President--Public Relations, 
Southern Railway System, Southern Railway 
Building, Washington, D.C. 20013, (202) 628-
4460. 

Arkansas, Louisiana, Texas: Harry E. Ham
mer, Assistant to President--Public Rela
tions, Missouri Pacific Railroad, Texas and 
Pacific Railway, Missouri Pacific Building, 
St. Louis, Missouri 63103, (314) 622-2201. 

Kentucky, Tennessee: Woodson Knight, 
Public Relations Director, Louisville & Nash
ville Railroad, 908 West Broadway, Louisville, 
Kentucky 4021, (502) 587-1121. 

Florida, North Carolina, South Carolina: 
W. Edward Rachels, Manager of Public Rela
tions, Seaboard Coast Line Railroad, P.O. Box 
1620, 3600 Broad Street, Richmond, Virginia 
23213, (703) 359-6911. 

Illinois, Mississippi: Clifford G. Massoth, 
Director, Publlc Relations and Advertising, 
Tilinois Central Railroad, 135 East Eleventh 
Place, Chicago, Illinois 60605, (312) WA 2-
4811. 

West 
Kansas, New Mexico, Oklahoma: William 

C. Burk, Manager of Public Relations, 
Atchison, Topeka & Santa Fe Railway, 80 East 
Jackson Boulevard, Chicago, lllinois 60604, 
(312) 427-4900. 

South Dakota: Chester C. Dllley, Director, 
Public Relations and Advertising, Chicago, 
Milwaukee, St. Paul and Pacific Railroad, 824 
Union Station, Chicago, Illinois 60606, (312) 
325-7600. 

8769 
Wisconsin: Frank V. Koval, Director of 

Public Relations, Chicago & North Western 
Rallway, 400 West Madison Street, Chicago, 
Tilinols 60606, (312) 332-2121. 

Colorado: Alexis McKinney, Director of 
Public Relations, Denver and Rio Grande 
Western Railroad, 1531 Stout Street, P.O. Box 
5482, Denver, Colorado 80217, (303) 222- 5533 . 

Iowa: James G. Pate, Director of Public 
Relations, Chicago, Rock Island and Pacific 
Railroad, La Salle Street Station, Chicago, 
Illinois 60605, (312) 922-3200. 

Missouri: Martin M. Pomphrey, Assistant 
to President, St. Louis-San Francisco Rail
way, Frisco Building, St. Louis, Missouri 
63101, (314) CH 1-7800. 

Minnesota, Montana, North Dakota, Wash
ington: A. M. Rung, Vice President, Public 
Relations and Advertising, Burlington North
ern Inc., 176 East Fifth Street, St. Paul, 
Minnesota 55101, (612) 224-5588. 

Idaho, Nebraska, Oregon, Utah, Wyoming: 
Edwin C. Schafer, General Director of Public 
Relations, Union Pacific Railroad, 1416 Dodge 
Street, Omaha, Nebraska 68102, (402} 281-
5822. 

Arizona, California, Nevada: James G. Shea, 
General Public Relations Manager, Southern 
Pacific Transportation Company, One Market 
Street, San Francisco, California. 94105, (415} 
DO 2-1212. 

XI: DUTIES AND RESPONSmiT.ITIES-STATE 
CHAIRMAN AND VICE CHAIRMAN 

The State Chairman and Vice Chairman, 
to best fulfill their duties in the organiza
tion they will head, should: 

1. Select District Chairmen throughout 
the state. Enough districts should be set up 
to adequately cover the state. In some cases 
this may mean only four or five. In others 
it could mean man y times that number. It's 
bett.er to have too many than too few. Here, 
again , efforts should be made to obtain em
pl eyes from other railroads for some districts. 

2. As soon as possible, call a meeting of all 
District Chairmen to outline the plans and 
procedures of the program so that each Dis
trict Chairman can select his own personnel 
necessary t o fulfill the responsib111ties of 
his position. This should be done so that the 
organization in each state is complete by 
October 15. 

3. Call upon the Area Coordinator to as
sist in those areas where there are multiple 
railroads and where the use of person nel 
from several railroads is desirable for the 
District Chairmanships. 

4. Establish a State Speakers Bureau, se
curing personnel from all railroads operat
ing within the st ate. Care should be exercised 
to insure that the best qualified persons are 
assigned to represent the industry as speak
ers. (Section XIV of this manual spells out 
in more detail how the State Speakers Bu
reaus should be set up and operated.) 

5. Order materials requested by the Dis
trict Chairmen from the National Coordina
tor and supervise the use of these materials 
by the District Chairmen. A separate order 
should be sent in for each District Chair
man, and a copy of all orders should be sent 
to the Area Coordinator. The materials or
dered will be mailed direct to the District 
Chairmen. Available materials are listed in 
Appendix B. Sample order forms are included 
in Appendix C. 

6. Maintain close coordination with the 
District Chairmen. 

7. Keep the Area Coordinators informed 
constantly of the situation in each state. This 
will be done by the normal reporting pro
cedures outlined in Section XVI of this man
ual. However, if emergency situations arise, 
immediate contact should be made with the 
Area Coordinator. 

8. Coordinate media contacts with all ran
roads having a public relations department 
or PR personnel operating within the state. 
9. Maintain liaison with the state railroad 
association representative. (A list of the rep-
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resentatives of each state ls contained in Sec
tion XIIT.) This liaison will be more impor
tant in accomplishing the objectives und~ 
Phase II than it will be under Phase I. How· 
ever, this contact should be made as soon as 
possible to obtain advice on the emphasis and 
coverage which state activities should have 
as well as the assistance which the state rail
road association representative can provide. 

In the absence of the Chairman, the Vice 
Chairman will assume all of his duties and 
responsib1llties. 

XII: STATE CHAIRMAN AND VICE CHAIRMAN 

Names and addresses of the State Chair
men and Vice Chairmen will be sent you 
for inclusion in the manual as soon as they 
are appointed. 

XIII: STATE RAILROAD ASSOCIATION 
REPRESENTATIVES 

Alabama 
Anderson, Walter M., Jr., Secy. and Treas., 

Alabama RR. Assn., Box 21, First Ntl. Bank 
Bldg., Montgomery, AL 36101, (205) 262-1925. 

Alaska 
Delaney, James J., Jr., Attorney at Law, 

1003 Lancaster Drive, Anchorage, AK 99503, 
(907) 279-3581. 

Arizona 

EXTENSIONS OF REMARKS 
Kentucky 

Renfroe, W. w .. Exec. Dir. & Gen. Coun., 
Kentucky RR. Assn., 101 East High Street, 
Lexington, Ky. 40507, (606) 255-7255. 

Loulsia.na 
Richardson, Harry H., General Counsel, 

Louisiana RR. Assn., 335 Austin Street, Boga.
lousa., LA 70427, (504) 732-4292; in Washing
ton: 4201 Cathedral Ave. NW., D.C. 20016, 
(202) 244-7747. 

Maine 
Houston, William M., VP & Gen. Coun .• 

Bangor & Aroostook RR., 84 Harlow street, 
Bangor, ME 04401, (207) 945-5611. 

Maryland 
Van Horn, Charles R., Asst. Vice President, 

C&O-B&O Railroad, 402 Transportation Bldg., 
Washington, D.C. 20006, (202) ST 3--8124. 
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Pennsyl van La 

Kepner, Franklin E., Special Counsel, Assd. 
RRs. of PA, Berwick Bank Building, Ber
wick, PA 18603, (717) 752-2766. 

Rhode Island 
Athy, James A., Asst. to VP-New England, 

Penn Central, 492 South Station, Boston, 
MA 02210, (617) 482-7800. 

South Carollna 
SimS, Lana H., Director, S. C. RR. Assn., 

1006 security-Federal Bldg., Columbia, sc 
29201, (803) 256-0646. 

South Dakota 
Richardson, Lloyd C., Jr., Chairman, S.D. 

RRs. Assn., Rim. 3, Milwaukee Sta Bldg., Aber
deen, SD 57401, (605) 225-6310. 

Tennessee 
Givens, Dave, Executive Secretary, Tennes

see RR. Assn., 916 Nashville Trust Bldg., Nash
Milano, James E., Attorney, Boston & ville, TN 37201, (615) 242-5130. 

Ma.ine Ra.ilroo.d. Oorp., 150 Causeway Street, 

Massachusetts 

Boston, MA 02114, (617) OA 7-6000, Ext. 586. 
Michigan 

Wyatt, George H., Chm. & Gen. Coun., 
Michigan RRs. Assn., 314M. C. Terminal, De
troit, MI 482:16, (313) 825-7000. 

Minnesota 

Texas 
Caven, Walter, General Counsel, Texas RR. 

Assn., P.O. Box 1767, Austin, TX 78767, (512) 
GRB-9389. 

Utah 

Stanton, Allan J ., counsel, Arizona RR Forbes, Gordon, Counsel, Minnesota Rail-
Assn., Luhrs Building, Phoenix, AZ 85003, roads, 207 Union Depot Bldg., St. Paul, MN 

Allen, Arthur A., Jr., General Counsel, Utah 
RR. Assn., 1007 Kearns Building, Salt La.kA 
City, UT 84101 (801) 322-1121. 

(602) Alpine 8-8041. 55101, (612) 224-5447. 
Arkansas Mississippi 

Virginia 
Waldrop, Emory F., Jr., Asst. VP, SCL, 

P. 0. Box 1620, 3600 W. Broad St., Richmond, 
VA 23213, (703) 359-6911, Ext. 438, 347-0935. Coleman, c. Fred, Chairman, Arkansas RR. 

Assn., 1100 Boyle Building, Little Rock, AR 
72201, (501) 376-2011 

Callfornia 
Lyon, LeRoy E., Jr., General Counsel, Cali

fornia RR. Assn., Eleventh and L Building, 
Sacramento, CA 95814, (916) 448-3381. 

Colorado 
Witherall, Richard F., Director, Colorado 

RR. Assn., 702 Majestic Building, Denver, CO 
80202, (303) 534-4663. 

Florida 
Pokes, W. Robert, Special Representative, 

Florida RR. Assn., P.O. Box 1169, Tallahassee, 
FL 32302, (904) 224-1812. 

Georgia 
Parmer, Hershel W., Asst. to President. 

Louisville & Nashville, 1800 First Ntl. Bank 
Bldg., Atlanta, GA 30303, (404) 523-6685. 

Bryan, w. B. (Bill), Asst. to President, Sea
board Coast Line, Rm. 644 Piedmont-Cain 
Bldg., 148 Cain Street, N. E., Atlanta, GA 
30303, ( 404) 521-1333. 

Idaho 
Grayson, Sam A., Special Representative, 

Union Pacific RR., 611 Idaho Building, Boise, 
ID 83702, (208) 343-1771. 

Illinois 
Smiley, Thomas W., Executive Director, 

Illinois R.R. Assn., Rm. 801, 135 E. 11th Place, 
Chicago, IL 60605, (312) 427-1919. 

Loop Office, Suite 1709, 12 So. Mich. Blvd., 
Chicago, IL 60603-726-9523. 

During Illinois State, Legislative Session: 
House Clerks Office, State Capitol, Spring
field, IL 62702, (217) 525-6010. 

Indiana 
Dalton, J.R., Executive Director, Assd. Rys. 

of Indiana, 1508 Merchants Bank Bldg., In
dianapolis, IN 46204, (317) 631-9709. 

Iowa 
Hicklin, M. F., Executive Director, Iowa 

Railways Association, 507 Bankers Trust 
Bldg., Des Moines, IA 50309, (515) 244-1888. 

Kansas 
Walton, William A., Attorney, Kansas R.R. 

Committee, Suite BOO Merchants Bank Bldg .• 
8th and Jackson Streets, Topeka, KS 66612, 
(913) 232-5805. 

Noblitt, H. Don, Exec. Director, Mississippi 
RR. Assn., P. 0. Box 3015, Jackson, MS 39207, Washington 
(601) 353-0214. 

Missouri Greenwood, Dale, Executive Director, 
Downey, Thomas J., Counsel, Missouri RR. Washington RR. Assn., 302 Hoge Building, 

Comm., Suite 701, Central Trust Bldg., Jef- Seattle, WA 98104, (206) 623-8714. 
ferson City, MO 65101, (314) 636-2245. West Virginia 

Montana Parrish, George F., Executive Secretary, W. 
Gough, Newell, Jr., Chairman, Montana Va. RR. Assn., 1106 Security Bldg., Box 7, 

RR. Assn., P. 0. Box 1686, Helena, MT 59601, Charleston, WV 25321, (304) 342-1323. 
(406) 442-4810. Wisconsin 

Nebraska Ostby, Byron C., Executive Director, Wis-
Miller, Ed R., Vice Chairman, Nebraska consin RR. Assn., 25 West Main Street, Madi

RR. Assn., Burl. RR, Capitol Plaza, 1815 Capi- son, WI 53703, (608) 257-0411. 
tol Avenue, Omaha, NB 68102, ( 402) 341- Wyoming 
6831. Evans, Harry D., Special Repr., Burlington 

Nevada Northern Inc., Burlington Depot, Casper, WY 
Soderblom, Oarl A., Legislative Repr., 82601, (307) 237-2766. 

SouPac-WnPac, One E. First St., Rm, 803, xrv: STATE SPEAKERs BUREAU 

Reno, NV 89501, (702) 329-2492. Each State Chairman is responsible for 
New Jersey the establishment of a State Speakers Bureau 

Nasmith, Augustus, Vice Ohm. & Gen. to operate within his state. 
Coun., Assd. RRs. of New Jersey, Pa. Station, The selection of speakers should be made 
Raymond Plaza, Newark, NJ 07105, (20l) with the objective of obtaining the most 

qualified persons capable of presenting the 
622-6900· New Mexico railroads' problems before the various orga-

nizations. To do this, he should call upon 
Holder, 0. J., Director, New Mexico RR. the Area Coordinator to assist him, lf neces

Committee, Box 2103, Santa Fe, NM 87501, sary, in contacts with other railroads. In 
( 505) 982-5221. any event, careful selection of personnel to 

New York 
Condello, Victor, Vice Ohm. & Gen. Coun., 

New York RR. Assn., Rm. 1537, 466 Lex
ington Ave .• New York, NY 10017, (212) 
532-2225. 

North Carolina 
Swindell, Russell A., Executive Director, 

N.C. RR. Assn., P .0. Box 2635, Raleigh, NO 
27602, (919) 828-0389. 

Ohio 
Gill, Joseph S., Counsel, Ohio RR Assn., 

16 East Broad Street, Columbus, OH 43215, 
(614) 224-4010. 

Oklahoma 
Welch, Don, Jr., General Counsel, Okla

homa Rys. Comm., Madill, OK 73446, ( 405) 
795-3388. 

Oregon 
Miller, Luman G .• Manager, Oregon RR. 

Assn .• 912 Failing Building, Portland, OR 
97204, (503) 227-0060, 227-4256. 

fill the assignments as speakers is extremely 
important to the success of this program. 

Sumcdent photographs and biographical 
sketches of all speakers should be secured 
and maintained on file in the State Chair
man's office. 

As the District Chairman makes contacts 
with various organizations and secures an 
invitation for a speaker, he should send the 
form titled "Request for Speakers" in tripli
ca~ to the State Chairman. (A copy of this 
form is included in Appendix C.) 

Upon receipt of a request for a speaker, 
the State Chairman should evaluate the im
portance of the organizwtion extending the 
invitation. 

If the State Chairman determines it is 
sufficiently important for a representative 
of the National Speakers Bureau, he should 
consult the Area Coordinator who, if it's de
termined to request a national spoo.ker, wlll 
contact the Executive Director of ASTRO in 
Washington to fill the engagement. 
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If the assignment of a. speaker is to be 

made from the state's own Speakers Bureau, 
the State Chairman should complete Part 
II of the request form and return it to the 
District Chairman, sending a. copy of the 
form to the speaker himself. The third copy 
of the form should be retained in the State 
Chairman's office. The making of an a...c:sign
ment, of course, must follow a personal con
tact with the speaker to make certain of 
his availability. 

The State Chairman will provide the neces
sary press reloose, as well as a biographical 
sket ch and photograph, to the District Chair
man so that maximum coverage can be ob
tained through the media of all speaking 
engagements. 

The State Chairman wiH provide the 
speakers with a complete set of pattern 
speeches, together with charts to accompany 
them. He also will have slide presentation 
sets available, if this type of presentation 
is preferred. These will be supplied by na
tional headquarters. Each speech will also 
have pattern releases that can be individually 
adapted for press coverage on the speech as 
well as advance news items. 

The State Chairman should determine 
from the assigned speaker which speech he 
intends to use so that the topic can be made 
a part of the press release to be transmitted 
to the District Chairman. 

All the materials for the Speakers Bureau 
are listed in Appendix B. · 

XV : DUTIES AND RESPONSmiLITIES-DISTRICT 

CHAIRMAN 

Each District Chairman will be-responsible 
for contacting the news media, civic clubs, 
shippers and local government. 

In carrying out these responsibilities, he 
should secure necessary additional personnel 
from all railroads operating in his district to 
insure adequate contacts with all such seg
ments of the public. In the assignment of 
personnel to contact the local government, 
he may determine the best contact would be 
the state railroad association representative 
or the local counsel of one of the roads. If 
the latter is the case, he should request his 
State Chairman to contact the law depart
ment of that railroad for the assignment of 
the individual to be responsible. 

His assignment of personnel should be 
made on the basis of selecting the best quali
fied individuals from among all railroads 
serving the district to accomplish the fol
lowing functions: 

1. Media contacts-contacts with newspa
pers, radio and television should be made to 
secure news stories, columns and editorials 
presenting the railroads' situation and em
phasizing the need for solutions to their 
problems. Press kits to assist him in these 
contacts will be supplied by the State Chair
man. In contacting the broadcast media, he 
should attempt to obtain appearances, either 
live or taped, providing opportunities to pre
sent the railroads' story. In making these 
contacts, he should keep in mind that the 
television or radio stations expressing an in
terest may have programs of sufficient im
portance to justify the use of tht- National 
or State Speakers Bureau. In that event, he 
should consult with his State Chairman so 
that an appropriate industry spokesman may 
be assigned. Suggested interviews of different 
lengths will be included in the press mate
rial. Also being designed are radio tapes for 
distribution to local stations. 

2. Civic contacts-Speaking engagements 
should be sought for presenting this story to 
all possible groups. Suggested speeches, in
cluding charts and slide presentations, wlll 
be made available by the State Chairman to 
assist him to carry out this function. A sepa
rate section on the handling of speakers be
fore various organizations is included in this 
manual. Typical of the organization that 
should be contacted for sp~aking occasions 
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are: Rotary, Kiwanis, Civitan, Jaycees, PTA 
groups, professional organizations, church 
groups and women's organiza-tions, including 
railway business women's associations. Pam
phlets will be provided for distribution to 
members of these organizations when pres
entations are made. Those responsible for 
contacts of this type should not overlook the 
significance of support from such organiza
tions as state and local chambers of com
merce, even though they may not provide 
speaking occasions. 

3. Shippers-The initial goal is to bring 
home to shippers and receivers the condition 
of the railroad industry and to present to 
them copies of the pamphlet outlinin~ the 
problexns and general solutions. 

4. Local Government-Mayors, councilmen 
and county commissioners should be in
formed of the problems confronting the rail
roads and of the need for legislation to re
move the handicaps under which they must 
now operate. 

It will be noted that the responsibility of 
the District Chairman for cont·acting the 
various "publics" mentioned above is aimed 
during Phase I at merely advising them of 
the conditions under which the railroads 
now operate. The material and supplies to be 
used in these contacts will not ask for any 
more than understanding and support. Un
der Phase II, the contacts should be designed 
to secure the following: 

1. Editorials in favor of definite legislation. 
2. Resolutions from organizations where 

speeches are made. 
3. Letters to Congressmen endorsing this 

legislation from as many shippers and indi
viduals as possible. 

The District Chairman will keep in close 
touch with the State Chairman, rendering 
weekly reports on activities in each district 
in accordance with the reporting procedures 
listed in the manual. 

All materials for the use of the District 
Chairman are described in Appendix B. They 
should be ordered through the State Chair-
man. 

XVI: REPORTING 

Reports covering activities in his district 
should be submitted by each District Chair
man so as to reach the State Chairman by 
Monday of each week. (A copy of the report 
form is included in Appendix C for this pur
pose. These forms will be supplied through 
the State Chairman.) 

The report form is designed to give the 
State Chairman information on activities 
which have been carried on in each District 
Chairman's area. The District Chairman, in 
making his report, should also advise the 
State Chairman of any weak spots in his 
area where reaction from the public may not 
be favorable to the railroads• position. In 
some cases, where the situation is particu
larly unfavorable, the District Chairman 
should contact the State Chairman by tele
phone so that immediate steps can be taken 
to correct such situations. 

The District Chairman should promptly 
furnish to the State Chairman all pertinent 
newspaper and magazine clippings and all 
broadcast transcripts. These should be at
tached to his weekly report. 

Upon receipt of the District Chairman's 
report by the State Chairman, the latter 
should consol1da1;e such reports, making his 
own analysis of the conditions that exist in 
his state, and then forward this report--with 
clippings and transcripts-by Tuesday of the 
same week directly to the Area Coordinator, 
with a copy to the National Ooordinator in 
Washington. {This will expedite reporting 
and also reduce the amount of work in the 
reporting procedure.) 

The Area Coordinators should analyze the 
results of contacts made in the areas under 
their jurisdiction and make a situation re
port to the National Coordinator in Washing
ton every two weeks. He should forward the 
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clippings and transcripts he has received 
with this report. In the event the Area Co
ordinator runs into special problexns between 
reporting periods, he should make immediate 
contact with the National Coordinator, who 
will render whatever assistance may be need
ed. Close coordination between the Area Co
ordinators and the National Coordinator 
should be maintained. 

XVII : EMPLOYEE CONTACTS OF INDIVIDUAL 

RAILROADS 

Among the most important groups to the 
success of the overall program are the em
ployes of the individual railroads. These con
tacts have not been assigned to the State 
Chairman or District Chairman since indi
vidual railroads can best do the job. 

The use of company publications and 
bulletins can be extremely helpful, not only 
to inform employes of the program, but also 
to secure their assistance in carrying out 
campaign functions. 

The AAR Public Relations Department is 
also developing a pamphlet for employes 
which will be made available in quantity to 
individual railroads for ma1ling to their em
ployes' homes. 

It also would be highly desirable for each 
railroad to call meetings of its employes for 
the purpose of outlining the objectives of 
ASTRO and enlisting their help on particu-. 
lar assignments, especially under Phase n, 
the letter-writing phase. 

APPENDIX A 

Advertising 
To provide a bridge between the AAR's 

established advertising program and a spe
cial campaign planned for next year to deal 
directly with ASTRO objectives, television 
and radio spots have been used this fall. 
They will continue through December. The 
commercial messages, concentrated in sports 
and high-quality news and dramatic pro
grams, stress the essentiality of railroad serv
ices and the need for freedom and equality 
in transportation. 

The schedule: 
Television 

October 6, First Tuesday (NBC), 9:00-
11:00 PM. -

October 10, NCAA Football (ABC), Texas 
vs. Oklahoma, 4:00-7:00 PM. 

October 14, Nightly News (NBC) 6:30-7:00 
PM. 

October 17, Wide World of Sports (ABC), 
1:30-3:30 PM. 

October 23, High Chaparral (NBC), 7:30-
8:30P.M. 

October 24, NCAA Football (ABC), Re
gional game, Various. 

October 31, NCAA Football (ABC), Re
gional game, Various. 

November 5, Nightly News (NBC), 6:30-
7:00PM. 

November 7, NCAA Football (ABC), Re
gional game, Various. 

November 11, The Men from Shiloh (NBC), 
7:30-9:00 PM. 

November 21, NCAA Football (ABC), 
U.C.L.A. vs. Southern California, 8:00-11:00 
PM. 

November 24, Tuesday Night at the Movies 
(NBC), 9:00-11:00 PM. 

November 27, NBA Basketball (ABC), 2:-30-
4:30 _PM. _ 

December 1, First Tuesday (NBC),· 9:00-
11:00 P.M. . , _ 

December 5, NCAA Football (ABC), Re
gional game, Various. 

December 23, The Men from Shiloh (NBC), 
7:30-9:00 PM. 

December 25, NBA Basketball (ABC), 2;~0-
4:30PM. 

December 26, Wide World of Sports (ABC), 
5:00-6:30 PM. 

. December 30, Four-In-One (NBC), 10:00-
ll:OOPM. 

December 31, Nightly News (NBC), 6_:30-
7:_00 PM. 
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(Note: All times shown are Eastern Stand

ard Time.) 
Radio 

The railroads will be a participating spon
sor of NBC's popular News on the Hour. 
Monday through Friday. There will be a total 
of 90 announcements during the 10-week 
period, October 5-December 11. 

(Scripts of these television and radio com
mercials follow.) 

ScHIRRA, V. 0.: This glass of water is 
brought to you by ... America's railroads. 
This, and a billion others like it every day. 
Without railroads, pouring a glass of pure 
water might become a luxury for most 
Americans. Without railroads to haul the 
chemicals to purification plants, a drink of 
water could be very scarce, and very expen
sive. We can't do without railroads. 

• And if railroads are just allowed to do 
business like any other business--with up
to-date regulations and fair taxation • then 
they'll always deliver the goods. And then 
nobody ... wm ever get ... Too thirsty. 

America's railroads. Who needs them? 
You do. We all do. 

SCHIRRA (VO) : America's Railroads. Who 
need them? 

The man who has a special on cantaloupes 
this week. 

The man who builds a house you can 
buy . . . without going to the poorhouse. 

The lady who prices her glassware so it 
doesn't break you. 

All the business you do business with. 
Where would most of them be without 

railroads to deliver the goods at the lowest 
cost? 

Out of business. America without rail
roads? We can't afford that. But, if rail
roads are just allowed to do business like 
any other business--with up-to-date regula
tions and fair taxation-then they'll always 
deliver the goods. 

ScHIRRA (VO): America's Railroads Who 
needs them? You do. We all do. 

ScHIRRA: What would happen if ... there 
were no more railroads? You might not even 
be able to read about it. Because a lot of 
newspapers could be no more. 

Without railroads to move it from the mills, 
paper wouldn't be so cheap any more. We'd 
all read less. And write less. It could even 
mean ... fewer school books and ... no ticker 
tape parades. Paper might be so scarce we 
could use it for money." 

America without railroads? We can't afford 
that. But, if railroads are just allowed to do 
business like any other business-with up
to-date regulations and fair taxation-then 
they'll always deliver the goods. 

ScHIRRA (VO): America's Railroads Who 
needs them? You do. We all do. 

ANNCR: Speaking for America's Ra11-
... Wally Schirra. 

ScHIRRA: A glass of clean, fresh water. 
ScHIRRA: We take it for granted sometimes. 

Just as ... we take America's railroads for 
granted sometimes. But did you know ... it's 
the railroads that help keep America from 
going thirsty? Because it's the railroads that 
haul most of the chemicals to water purifica
tion plants. 

Without railroads, a drink of pure water 
could be very scarce, and very expensive. 
We can't do without our railroads. 

If railroads are just allowed to do business 
like any other business-with up-to-date 
regulations and fair taxation-then they'll 
always deliver the goods. 

And then no·body ... will ever get ... too 
thirsty. 

America's railroads. Who needs them? You 
do. We all do. 

ANNCR: Wally Schirra has been brought to 
you by the Association of American Rail
roads. 

ANNCR: Speaking for America's Railroads 
... Wally Schirra. 

ScHIRRA: Take a piece of paper . . • write 
something on it . . . then tear it up and 
throw tt away. 
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That's one reason paper is worth so much 

to us: It's so cheap. But if there were no 
railroads to move it from the mills .•• pa
per wouLdn't be so cheap any more. And that 
could mean fewer newspapers and school 
books . . . shorter love letters . . . no more 
ticker tape parades. Paper might be so scarce, 
we could use it for money. America without 
railroads? We can't afford that. But, if rail
roads are just allowed to do business like 
any other business-with up-to-date regula
tions and fair taxation-then they'll always 
dell ver the goods. 

America's Railroads. Who needs them? You 
do. 

We all do. 
.ANNca: Wally Schirra was brought to you 

by the Association of American Railroads. 
.ANNca: For America's Railroads .•. Wally 

Shirra. 
ScBIRRA: Did you know that . . . it's the 

raiLroads who haul most of the chemicals to 
water purification plants. Without railroads, 
a drink of pure water could be very scarce 
and very expensive, and America could be a 
very thirsty place. But if railroads are just 
allowed to do business like any other busi
ness .•. with up-to-date regulations (and 
fair taxation) ..• then they'll always de
liver the goods ... America's railroads. Who 
needs them? You do. We all do. 

ANNCR: Brought to you by the Association 
of American Railroads. 

ANNCR: For America's Railroads .•. Wally 
Schirra. 

ScHIRRA: All the businesses you do busi
ness with. Where would most of them be 
without railroads to deliver the goods at the 
lowest cost? Out of business. America with
out railroads? We can't afford that. But, with 
up-to-date regulations and fair taxation, the 
railroads wm always deliver the goods. Amer
ica's Railroads. Who needs them? You do. we 
all do. 

ANNCR: Brought to you by the Association 
of American Railroads. 

ANNOUNCER. For America's Railroads . . . 
Wally Schirra. 

ScHIRRA. Take a piece of paper then tear 
it up and throw it away. That's one reason 
paper is worth so much to us: It's so cheap. 
But if there were no railroads to move it 
from mills . . . paper wouldn't be so cheap 
anymore. We can't afford that. With up-to
date regulations and fair taxation, the rail
roads will always deliver the goods. America's 
Railroads. Who needs them? You do. We 
all do. 

ANNOUNCER. Brought to you by the Asso
ciation of American Railroads. 

APPENDIX B 

Astro materials for communications program 
Now available are: Press Kits ... includ

ing a summary of the ASTRO report and 
these b81Ckground articles: 

1. Who Needs Them? 
2. A Future of Staggering Proportions 
3. Trouble With a Capital "T" 
4. Creative Involvement 
5. Needed: An Even Hand 
6. Realism About Passenger Trains 
7. Another Need: Teamwork 
8. The Worst Solution 
9. Stop, Look and Require It 
Speech Text ... for use before civic clubs 

and other general audiences. other texts for 
special groups wlll be available by October 1. 

Operations ManuaL ... for distribution to 
all who are actively participating in the cam
paign. 

Report Forms . . . samples of forms to be 
used for activity reports, for requesting as
signment of speakers and for requesting ma
terials are included in the Operations Man
ual. Additional copies may be secured from 
ASTRO headquarters. 

Radio Scripts . . . suggested for use when 
interviews can be arranged on local stations. 
Separate scripts are available for 2, 5 or 10 
minutes. 
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To be avalla.ble by October 1 are: 
Pamphlets . . . the first of a series will be 

designed for the general public. It will be in 
Q. and A. form. Another-written especially 
for shippers-will be available by October 15. 

News ReLeases ... suggested articles for 
the press that can be used in advance of an 
ASTRO speaker's appearance before a local 
club and as coverage Of the speech. 

To be available by October 25 are: 
Slides ... a 15-minute presentation with 

accompanying script. 
Radio Tapes . . . brief comments by na

tional spokesmen for ASTRO suitable for use 
on local newscasts. 

Charts • . • poster-size visuals suitable for 
display at meetings. 

To be available near the end of the year is: 
Pamphlet designed for employe dis

tribution. 
APPENDIX C 

District Chairman's contact report 
For Week Ended (Place) . 
From: (District Chairman). 
To: (State Chairman). 
Number of contacts-Total: 
General Reaction: 
No. of Very Favorable. 
No. of Favorable. 
No. ot Unfavorable. 
No. of None. 
Number of speeches made: 
Total Audience. 
General Reaction: 
No. of Very Favorable. 
No. of Favorable. 
No. of Unfavorable. 
No. of None. 
Number of news media contacts: 
Newspaper Interviews. 
Radio Appearances. 
Television Appearances. 
General Reaction: 
No. of Very Favorable. 
No. of Favorabl&. 
No. of Unfavorable. 
No. of None. 
Remarks: 

Request for speaker (in triplicate) 
To: State Chairman: (state). 
From: District Chairman: (name), (place). 
To Speak To: (Name of Organization), 

(city), (number of organization). 
Date, Time, Place. 
Remarks: 
To: District Chairman: (name), (place). 
From: State Chairman: (state). 
Assigned Speaker: (name), (title), (rail-

road). 
Remarks: 

Request for Materials, ASTRO 
Communication Program 

To State Chairman-
Please ship the following materials: titles. 

quantity. 
To: name, title, address. 
Date: (of request), signature. 
cc: (area coordinator), address. 
Received: date. 
Short Ordered: 

COUNTDOWN-FOR AMERICA'S RAILROADS 
Time is ticking away l.n a grim countdown 

for America's railroads. 
They're in deep trouble. 
Every American has a pocketbook interest 

in the "railroad problem" because trans
port::~.tion is an element in the price of just 
about everything we use or consume--and 
railroads are the backbone of our transporta
tion system. 

They move more ton-miles of intercity 
freight each year than trucks, barges and 
airplanes combined. 

And the load's getting bigger all the time. 
The railroad volume increased 83 percent in 
the last decade. It's expected to show even 
faster growth in the next-partly under the 
influence of environmental concerns. For 
railroads can help solve such critical prob-
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lems as urban congestion, air pollution and 
land ut111zation, even while expanding their 
capacity. 

so there's no question about the nation's 
Space Age need for railroads. 

But national transportation policy has not 
kept pace with the t imes. And the railroads 
have been the principal victims. 

They're still shackled by policies, laws and 
regulations imposed under a concept that 
began when railroads had a virtua.l trans
portation monopoly. They continue to be 
hamstrung in their efforts to compete-even 
though the monopoly situation hasn't exist
ed for almost half a century. 

In addition, billions In public funds have 
long been lavished on facil1ties used by 
trucks and buses, airlines and barges, whlle 
railroads have paid thed.r own way. 

Many railroads have now exhausted their 
financial resources in an extended struggle 
to keep pa{le with progress--and stay in 
business. -' 

But the situation is not hopeless. 
The costly course of nationalization can be 

avoided-if prampt and bold action is taken. 
Laws and regulations must be overhauled. 

The railroads must be brought "into the 
family" as part of a balanced national trans
portation system-based on fair and equal 
treatment of all modes. 

A comprehensive program to achieve this 
end has been proposed by America's Sound 
Transportation Review Organization. ASTRO 
was created by the Associatlor. of American 
Railroads to make a thorough study of 
present transportation conditions and fu
ture needs. Its report ca.lls for creative fed
eral involvement in railroad problems on a 
basis sim!lar to that which has long bene
fited other forms of transportation. 

To provide the facts you'll need to reach 
your own conclusion about the course our 
nation should follow, here are the answers 
to many questions about the ASTRO pro
gram and its alternative-nationalization of 
the railroads. 

Q. What is the most critical raflroad prob
lems? 

A. Simply put; it's the fact that the In
dustry is rapidly losing its ab111ty to find the 
money It needs for modernization and 
growth. 

Q. What does this need amount to? 
A. ASTRO assessed the industry's capital 

requirements through 1980 at $3.6 bllllon. 
This is what's needed for modernization and 
improvement of services. Given the chance 
that ASTRO proposes, a reviving railroad in
dustry could handle about three-fourths of 
this. 

Q. What would the $36 billton be used for? 
A. Part of this money Is required on ::-ome 

railroads to overcome past deficiencies. The 
bulk of it is to keep pace with present and 
future needs. About half-$18.6 b1llion-is 
needed for expansion of the freight car fleet. 
Another $6 bill1on should go for new loco
mot! ves and the modernizing of others. Ran 
and tie installations will require $5.8 b1111on. 
And other needed capital expenditures are 
estimated at $6 billion. 

Q. Why can't the railroads borrow the 
money they need? 

A. Some can, but interest costs are double 
what they were 10 years ago. Others can't 
because of their currently depressed finan
cial conditions. 

Q. What kind of "federal involvement" is 
proposed? 

A. ASTRO suggested a num-ber of ways in 
which the government could help. Most 
don't involve outlays of money at aU. Some 
call for loan guarantees, others for loans and 
advances requiring repayment. And many 
concern only changes in regulatory approach 
and tax policies. 

Q. What a.re some. of the speclfic proposals? 
A. It's recommended that the government 

guarantee loans to buy new equipment: pro
vide low interest loans for those types of 

EXTENSIONS OF REMARKS 
freight cars which are in short supply; restore 
tax credits on new equipment purchases, and 
create a non-profit corporation to acquire a 
"free running" fleet of general purpose 
freight ca.rs to relieve shortages. 

Q. Isn't any public money involved, other 
than for loans and advances? 

A. Yes. But it's a mere drop in the bucket 
compared to government expenditures on 
fac111ties benefiting other modes--like high
ways, airways and waterways. It's proposed 
that a single transportation trust fund be 
established, with the railroads contributing 
through a user tax. From this fund, ASTRO 
suggests the railroads receive $400 m1111on 
a year for maintenance-of-way and plant im
provements--a proposal that seems justified 
in light of the publicly financed "ways" 
used by competitors. It's also suggested that 
the government provide $100 m1111on a year 
for cooperative research in both the passen
ger and freight fields. This would amount 
to just 12 percent of its transportation re
search and development funds. The federal 
government will spend $290 million in the 
next 12 months alone on the supersonic 
transport. 

Q. Would a single transportation trust 
fund be in the public interest? 

A. A fund of this type would assure that 
tax money is spent where it will accomplish 
the most in solving overall transportation 
problems. Where rail transportation can be 
used to ease highway congestion, it becomes 
a good investment for the motorist--and 
the general public. 

Q. Why does ASTRO suggest using more 
highway money for grade crossings? 

A. Grade crossing safety has long been 
recognized by federal authorities as essen
tially a highway problem. States are author
ized to spend 10 percent of their trust fund 
money for crossing separations or protective 
devices. Most spend only a fraction of availa
ble funds for this purpose. ASTRO simply 
proposes that full use of the available money 
be required and that part of it be used 
where most of the hazardous crossings are
on state and local roads. 

Q. What kind of regulatory changes are 
asked? 

A. Mostly they're designed to give shippers 
and the public the benefit of truly competi
tive transportation-to let railroads operate 
more like other businesses do. It's recom
mended that they be given more freedom to 
eliminate losing freight services; that they 
be permitted to lower rates on certain com
modities to attract new business that would 
increase their earnings; that state rate regu
lations be ellmlnated as an undue burden 
on interstate commerce; that bars to the de
velopment of intermodal transportation com
panies be removed; that selective removal of 
minimum rate controls be tried on an experi
mental basis to see if such controls are really 
needed, and that a single authority be 
created to regulate all forms of transporta
tion with an even hand. 

Q. If the ASTRO program is adopted, w111 
it lead to lower freight rates? 

A. It should on selected commodities. But 
a lot of factors--not the least of them being 
inflation-enter into this question. Most 
other businesses can increase prices at w111 
when inflation hits. The railroads, too, must 
be able to adapt to changing economic con
ditions. ASTRO suggested that a general rate 
increase of up to 6 percent be permitted each 
year without government interference-until 
the railroads achieve an adequate rate of 
return on their investment. 

Q. What does ASTRO propose concerning 
passenger service? 

A. It broke this down into three different 
categories~ommuter, corridor and other in
tercity service. It proposed partnerships be
tween government and industry to operate 
and improve needed commuter services. It 
recommended further experiments in cor
ridor service with greater federal assistance. 
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And it endorsed a plan to put all intercity 
passenger train operations under a single 
corporation. 

Q. If such a corporation takes over pas
enger service, why not freight as well? 

A. Passenger service can be taken over and 
improved at much less cost to the public. 
The railroads themselves will provide the 
operating fac111ties-and a large part of the 
initial financing. The corporation, operating 
'llnder a completely new set-of government 
ground rules, would be able to tailor pas
senger services to the public need-and wlll
ingness to pay. Government operation of 
freight service, on the other hand, would 
necessitate a complete takeover of the rail
roads-at a tremendous cost. 

Q. Stnce land grants helped butld the ratl
roads why can't the government just take 
the land back? 

A. Only 10 percent of the national railway 
network was built with the help of either 
federal or state land grants. Where these 
grants were involved, and in other rare in
stances where aid was extended to the rail
roads, repayment was made-usually many 
times over. Thus most railroad facllities 
were brought and paid for and are privately 
owned. Through the years, they've been sub
ject to heavy taxes. 

Q. Haven't railroads complained about 
state and local taxes? 

A. They•ve been glad to pay their share of 
school and other governmental costs as long 
as they could. The big complaint has been 
over the fact they'Ve often been taxed at 
higher rates-deliberately discriminatory
than other property owners. ASTRO suggests 
federal tax-sharing with state and local gov
ernments to reimburse them for eliminating 
present property taxes on railroad operating 
fac111ties. 

Q. Wouldn't nationalization solve most of 
the railroad problems? 

A. It hasn't elsew1lere. On the contrary, 
Luis Armand of France-perhaps the most 
noted transportation authority in Europe
has said: "Government takeover is pointless. 
It solves no problems. It merely transfers re
sponsib111ty for them. Europe's experience 
shows how badly this can work out in all 
too many cases." We've ha.d an example of 
this in our own country. Under government 
control during World War I, the cost of rail
road operations to U.S. taxpayers was $2 
mlllion a day, and plant and quality of 
service deteriorated badly. 

Q. Why do other countries have national
ized railroads? 

A. In most cases they were taken over in 
times of distress because railroads were rec
ognized as essential. Once made, the choice 
can't readily be undone despite hlgh costs 
to taxpayers. 

Q. Don't the nationalized lines provide 
beter service than U.S. railroads? 

A. Comparisons are dl1Hcult because of 
differing circumstances. In our vast land, 
railroads are freight-oriented, providing 
twice the ton-miles of service as the national 
systems of Japan and Western Europe com
bined. Their railroads--operating in much 
smaller and more densely populated areas-
emphasize passenger service. The bulk of 
their traffic would correspond to commuter 
or "corridor" service in this country. The 
avemge trip length is 22 to 25 miles tn most 
countries. 

Q. How do nationalized lines fare finan
cially? 

A. They operate at an average 20 percent 
deficit in Europe and Japan. A simU'lr deficit 
by the American railroads would amount to 
more than $2 billlon a year. The taxpayers 
would have to pay it. 

Q. Are other transport modes nationalized 
in other countries? 

A. In most countries, the airlines are na
tionalized. Motor carriers are in some. Where 
they aren't, their operations often are re
stricted in various ways to make sure they 

. 
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don't divert too much traffic from the rail
roads. 

Q. What would it cost the government to 
take over U.S. railroads? 

A. Estimates run as high as $60 bilUon
based on the market value of property, facU
lties and equipment. If payment were made 
in government bonds, interest would add bil
lions of dollars to the cost. And there'd st111 
be the need for capital improvements cost
ing billions rrore. 

Q. What would ASTRO's proposals cost the 
government? 

A. It's anticipated that--in time-the gov
ernment would recover its investment 
through taxes resulting from business gains 
by the revitalized railroad industry. What's 
needed is a. helping hand-not a. handout. 
The railroads can regain their financial 
health with a reasonable amount Of govern
ment help during their present crisis and 
long-range policies that treat all f'Orms of 
transport>ation alike. 

OUR CONCLUSION 
If railroads are to keep pace with the times 

and achieve their full potential in service to 
the nation, they must be brought into the
transportation system and treated as equal 
partners. 

On this basis they can remain in private 
hands. They can be modernized and im
proved-largely at their own expense-and 
continue as a great national asset-. 

Nationalization would convert this asset 
into a public liability. The nation simply 
can't afford to let that happen. 

The switch is in your hands. And time is 
running out. 
SUGGESTED SCRIPTS FOR RAD!O INTERVIEWS: 2, 5 

. AND 10 MINUTES 
Suggested Radio Interview Tlm.e: 2 Minutes 

ANNOUNCER: One of the important prob
le~ facing _our nation t.oday concerns rail
roads. A special study group known as 
America's Sound Transportation Review Or
ganization-ASTRQ-recently recommended 
"cre~tive federal involvement" to help ran
roads solve their problems. Here to discuss 
this subject with us is Mr. --- of (ran
road). Mr.---, exactly what is m,ea.nt by 
"creative federal involvement"? 

RAILROAD SPOKESMAN: I'd say it means in
volvement that is positive and helpful. Up 
to now, most federal involvement in railroad 
problems has been in a negative or repres
sive way. 

ANNOUNCER: Doesn't it also mean finan
cial help from the government? 

RAILROADER: That's part of it, of course. But 
it's only a. small part. The amount of direct 
aid the railroads need is just a drop in the 
bucket compared to what the government 
spends every year on fac111ties used by our 
competitors. What .the railroads need is a 
helping hand-not a handout. 

ANNOUNCER: What kind of a "helping 
hand" is proposed? 
· RA~OADER: ASTRO suggested a program 
of loan guarantees and government loans 
requiring repayment. This would help the 
railroads get the cash they need t'O modernize 
fac111ties, buy new equipment and improve 
services. Changes in regulatory poUcies also 
are suggested to enable the railroads to com
pete with other forms of transportation on a 
fair and equal basis. That's something they 
can't do now. 

ANNOUNCER: And why should the govern
ment help the railroads? 

RAILROADER: I can think of three good rea
sons-right off the bat: 

One-Because railroads are essential to the 
national economy and the low-cost service 
they provide affects the pocketbooks of all of 
us. 

Two--Because outdated government poli
cies, laws and regulations are largely respon
sible for the condition many of our raU
roa~ are l1l today. 

And three-As a matter of simple fairness. 
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Other modes already are benefiting from 
enormous expenditures of public money every 
year. This fact alone places the railroads in 
an extremely unfair competitive position. 

The railroads are going to have to be 
brought "into the family" as equal partners 
in our national transportation complex if 
they're to survive as part of our free enter
prise system. That's all they're really asking. 

ANNOUNCER: Thank you Mr. --- for 
your comments on the railroad situation
and what needs to be done about it. 

Suggested radio interview 
Time : 5 min u tes 

ANNOUNCER: A special st udy group known 
as America's Sound Transportation Review 
Organization-ASTR0-recently completed 
a year-long study of national transportation 
problems and future needs, particularly con
cerning railroads. 

On the basis of this study, ASTRO pre
pared a prospectus for the railroad indus
try. It summarized railroad problems. And it 
spelled out a comprehensive program of "cre
ative federal involvement" which it consid
ered necessary to help the railroads solve 
their prcrblems. 

Here to discuss this with us is Mr. --
of (railroad) . 

First, Mr.--·-: Is there really a need for 
railroads in this day and age? 

RAILROAD SPOKESMAN: There certainly is. 
Our urban areas need them to solve such 
critical problems as traffic congestion, land 
utilization and air pollution. And the whole 
country needs them because they're a basic 
factor in our national economy. Railroads 
handle more ton miles of intercity freight 
than trucks, barges and airplanes combined. 
And the load's getting bigger all the time. 

ANNOUNCER: If business is that good, then 
why can't the railroads pay their own way. 
Why do they need help? 

RAILROAPER: They've ~lways paid their own 
way-up to now. And they could continue 
to hold their own in fair anti equal competi
tion. The trouble is, many railroads have been 
crippled trying to stay in busin ess against 
competitors tl;lat use facilities built and 
maintained by the government--at public 
expense. 

ANNOUNCER: ·You're talking about high
ways, waterways, airports and such? 

RAILROADER: That's right. The railroads not 
only pay their own way, but they're also 
shackled by policies, laws and regulations 
impoeed when railroads had a virtual trans
portation monopoly. They continue to be 
hamstrung by these regulations, even though 
the monopoly situation hasn't existed for 
more th an 50 years. 

ANNOUNCER: If that 's the case, then what 
should be done to correct i t ? 

RAILROADER: The laws and regulations ob
viously have to be brought up to date. 
ASTRO-the organization which made the 
study you referred to-proposed the creation 
of a single authority to regulate all forms 
of transportation on a basis of equality. It 
also recommended a single transportation 
trust fund-with the railroads contributing 
through a new user charge. 

ANNOUNCER. Would a single fund of this 
type be in the public interest--or just rail
roads' interest? 

RAILROADER. A fund of this kind is abso
lutely essential to the development of a bal
anced transportation system, and we've got 
to have that if this country is to solve its 
current problems and meet future needs for 
moving more and more people and goods. 

Where rail transportation can be used to 
ease highway congestion, it becomes an in
vestment for the motorist that is just as 
much in his interest--and the general pub
He's--as it is in the railroads' interest. 

ANNOUNCER. Specifically, what do the rail
roads need money for? 

RAILROADER. Well, let's remember that the 
eXpenditures rhllroads have be~n able to 
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make in the recent past have been minimal. 
So not only must these past deficiencies be 
overcome but the railroads must regain their 
ability to invest in t he future. Money's 
needed to upgrade roadbeds. To replace rails 
and ties. To modernize operating facilities. 
And to buy thousands of new freight cars 
and locomotives. Funds also are needed for 
a. forward-looking research and development 
program. 

ANNOUNCER. Approximately how much 
money are we talking about? 

RAILROADER. ASTRO assessed the indus
try's capital needs at $36 billion over the 
next 11 years. 

ANNOUNCER. And is the government ex
pected to provide all that money? 

RAILROADER. Not by any means. In fact the 
railroads, themselves, are expected to pro
vide at least three-fourths of it. 

ASTRO proposed a number of ways the 
government can help that don't involve 
cash outlays at all. Some call for loan guar
antees. Others for low-interest government 
loans. And others concern changes in tax 
policies. 

ANNOUNCER. Once the railroads start get
ting help from the government, would there 
ever be an end to it? 

RAILROADER. Some of the financial aid pro
posals made by ASTRO are only start-up pro
grams. With this help, the railroads should 
}?e able to get back on their feet. They could 
then remain viable under government poli
cies freeing them to compete with other 
modes on a fair and equal basis. In time, the 
government should actually recover its in
vestment through the greater taxes a revi
talized railroad industry would pay. What 
the railroads now need is a helping hand
not a handout. 

ANNOUNCER. Now, one final subject, 
Mr.--: 

What does ASTRO propose concerning pas
senger service? 

RAILROADER. It broke this down into three 
different categories-commuter, corridor and 
other intercity service. 

It proposed partnerships between govern
ment and industry to operate and improve 
needed commuter services. 

It recommended further experiments in 
corridor service with greater federal . assist
ance. And it endorsed a plan now before 
Congress to put all intercity passenger train 
operations under a sing1e corporation. 

ANNOUNCER. How would such a corporation 
operate? 

RAILROADER. The railroads would provide 
the operating facilities and a large part of 
the starting capital. The corporation would 
operate under a completely new set of gov
ernmen t ground rules. It would be free to 
tailor passenger services to the public need
t:.:ld willingness to pay. On this basis, it 
should have a chance for success. 

ANNOUNCER. Thank you, Mr. ---. 
Suggested radio interview 

Time: 10 minutes 
ANNOUNCER. A growing transportation 

crisis is one of the serious prob1ems con
fronting our nation today. 

A group known as America's Sound Trans
portation Review Organization-ASTRQ
recently completed a year-long study of this 
problem and the nation's future transporta
tion needs. 

The study was primarily concerned with 
railroads-the historic backbone of our 
transportation system which some believe to 
be an anachronism in the Space Age. 

ASTRO had some definite recommenda
tions to make as a result of its findingt;. 

Here to discuss this subject with us is 
Mr. --- of (railroad). Mr.---, 
do you agree that railroads are a thing of 
the past? 

RAILROAD SPOKESMAN. Certainly not. 
ASTRO found that the railroads st111 are a 
national necessity." And the need for them 
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is actually growing. It also found th81t many 
railroads are in deep trouble and must have 
help if they're to survive. 

It proposed a comprehensive program of 
what is called "creative federal involvement" 
to help the railroads solve their problems. 

ANNOUNCER : Mr.---, what is the most 
critical single problem facing the railroads? 

RAILROADER: Basically, it's the fact that the 
industry is rapidly losing its ability to find 
the money it needs for growth. 

ANNOUNCER: Then the "federal involve
ment" we're talking about primarily con
cerns m oney. Is that right? 

RAILROADER: Not exactly. What the rail
roads really need is a helping hand-not a 
handout. 

ANNOUNCER: What, specifically, do you 
mean by a "helping hand"? 

RAILROADER: Well, ASTRO suggested a pro
gram that's largely designed to help the rail
roads help themselves. It involves loan 
guarantees and low-interest government 
loans to prime the pump for funds the rail
roads need to modernize fac111ties and im
prove service. That should enable them to 
attract new business and increase their 
income. 

Then, changes in regulatory policies also 
are needed to enable the railroads to com
pete with other forms of transportation on 
a fair and equal basis. That's something they 
can't do now. 

ANNOUNCER: Why not? 
RAILROADER: As far as regulations are con

cerned, they generally stem from government 
policies or laws that go back to the days 
when railroads had a virtual transportation 
monopoly. That hasn't been true for almost 
50 years, of course, but still some of the 
restrictions are punitive and discriminatory. 

On top of that, railroads have to build, 
maintain and pay taxes on their own rights
of-way while their competitors use facilities 
built and maintained by the government-
at public expense. That, alone, puts the rail
roads at a. great disadvantage. 

ANNOUNCER: How much help do the rail
roads need-in dollars and cents? 

RAILROADER: ASTRO assessed their capital 
needs through 1980 at about 36 b1llion dol
lars. That's for things like upgrading road
beds and modernizing structures. For pur
chasing and rebuilding locomotives. And for 
acquiring thousands of new freight cars of 
all types. 

ANNOUNCER: Is the government expected 
to provide all of this 36 billion dollars? 

RAILROADER: Not by any means. The rail
roads themselves can provide about three
fourths of it--if their position is improved 
in line with the ASTRO proposals. 

ANNOUNCER: Hasn't a figure of about 700 
million dollars a year been used for this kind 
of government help? 

RAILROADER: That's about right-until the 
railroads get back on their feet. 

ANNOUNCER: wouldn't government aid of 
that kind be the first step toward nationaliz
ing the railroads? 

RAILROADER: Not at all. Government has 
spent billions of dollars on facilities used by 
other forms of transportation without na
tionalizing them. So why should it national
ize the railroads? 

This year alont' government transporta
tion budgets--for highways, airways and wa
terways-run to about 23 b1llion dollars. By 
comparison, the railroads need a mere drop 
in the bucket. 

There have been times in the past when 
the government has helped the railroads. 
And in every instance the debt has been re
paid-with interest. 

ANNOUNCER: Getting away from money 
again-what kind of regulatory changes does 
ASTRO propose? 

RAILROADER: Frankly, they're rather tech
nical. But, for example, it's proposed to ease 
minimum rate regulations to give shippers 
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rmd the public the benefit of true competi
tive transportation. ASTRO also recommends 
the elimination of barriers to the develop
ment of commonly owned, total transporta
tion companies-such as they have in 
Canada. 

ANNOUNCER: How would "total transporta
tion companies" differ from what we have 
now? 

RAILROADER: Under this kind of setup, a 
single company could offer rail, barge, truck 
and air service That's needed if we're ever 
to achieve the ultimate in transportation 
efficiency and economy. 

ANNOUNCER: I believe there were a couple 
of really basic proposals about the govern
ment's treatment of the transportation in
dustry. What are they? 

RAILROADER: Yes, there were. For one thing, 
ASTRO recommended the creation of a sin
gle authority to regulate all forms of trans
portation on a basis of equality. 

It also proposed establishment of a single 
transportation trust fund. The railroads 
would contribute to this through user 
charges. 

ANNOUNCER: Do you think a fund Uke that 
would be in the public interest? 

RAILROADER: It's absolutely essential to the 
development of the kind of balanced na
tional transportation system we've got to 
have-if we're to solve current problems and 
meet future needs. 

Where rail transportation can be used to 
ease highway congestion, contribute to bet
ter land utmzation or help curb air pollu
tion-it's certainly in the publlc interest. 

ANNOUNCER: ASTRO also suggested using 
a certain amount of highway money for grade 
cross1ngs. How can you justify that? 

RAILROADER: Federal authorities have long 
recognized grade crossing safety as essentially 
a highway problem. So they've already justi
fied it. 

The states are presently authorized to 
spend up to 10 percent of their allotments 
from the highway trust !und for crossing 
projects. But few of them spend that much. 
ASTRO simply proposed that full usage be 
required. 

ANNOUNCER: What does ASTRO propose 
concerning passenger service? 

RAILROADER: It broke this down into three 
different categories--commuter, corridor and 
other intercity service. 

It proposed partnerships between govern
ment and industry to operate and improve 
needed commuter services. It recommended 
further experiments in corridor service with 
greater federal assistance. And it endorsed 
a plan now before Congress to put all inter
city passenger train operations under a single 
corporation. 

ANNOUNCER: How would such a corpora
tion operate? 

RAILROADER: The rallroads would provide 
the operating facll1ties and a large part of 
the initial financing. 

The corporation would function under a 
completely new set of government ground 
rules and would be free to tailor passenger 
services to the public need-and willingness 
to pay. The railroads have never been al
lowed to do that. 

ANNouNcER: If a government-sponsored 
corporation takes over passenger service, why 
not freight service as well? 

RAILROADER: Passenger service can be taken 
over, improved and operated at a relatively 
small cost to the public. Government opera
tion of freight service, on the other hand, 
would involve a complete takeover of the 
railroads. In other words-nationallzation. 

ANNOUNCER: Wouldn't nationalization 
solve most of the rallroad problems? 

RAILROADER: It hasn't elsewhere. It merely 
transfers the problems from private hands 
to the government--at very high cost to the 
taxpayers. 
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ANNOUNCER: Don't the nationalized Unes 

in other countries provide better service than 
our railroads? 

RAILROADER: Not really. But comparisons 
are difficult because of differing circum
stances. In our huge country, railroads are 
freight-oriented. They provide twice the ton
miles of freight service as the national sys
tems of Japan and western Europe com
bined. 

Their railroads--operating in much 
smaller and more densely populated areas
emphasize passenger service. But the bulk 
of their traffic would correspond to com
muter or "corridor" travel in this coun
try. 

ANNOUNCER: How do the nationalized Unes 
fare financially? 

RAILROADER: They operate at an average 
deficit of 20 percent in the countries we're 
talking about. A simllar deficit here would 
amount to more than 2 billion dollars a 
year. And, of course, the taxpayers would 
have to pay it. 

ANNOUNCER: If the government should 
take over the railroads, how much would 
it cost? 

RAILROADER: Estimates of the initial cost 
alone run to about 60 blllion dollars. That's 
based on the current market value of ran
road property, facllities and equipment. 
Courts have held that a fair market value 
is the standard that should be used where 
condemnation proceedings precede a gov
ernment takeover of private property. 

If government bonds were used to pay for 
the railroads, it would add additional bil
lions to the cost in the form of interest. 
And there'd still be the need for b11lions 
more for capital improvements. 

ANNOUNCER: Since land grants built the 
railroads originally, why can't the govern
ment just take the land back? 

RAILROADER: Only 10 percent of our na
tional railway system was built with the 
help of either federal or state land grants. 
Where these grants were involved, the gov
ernment was repaid-ten times over
through reduced rates on government traffic 
over a period of about 90 years. 

Most of this property was sold by the 
railroads at an average price of $2.81 an 
acre-to encourage settlement. The ra.U
roads have paid heavy taxes for years on 
the property they retained-including their 
operating rights-of-way. 

ANNOUNCER: I believe state and local 
taxes have been a sore point with railroads 
for years. Is that true? 

RAILROADER: Railroads have never com
plained about paying their share of school 
and o"ther government costs--as long as 
they could afford it. The big complaint has 
been over the fact that they've often been 
taxed at muoh higher rates than other 
property owners. 

ASTRO suggests federal tax-sharing with 
state and local governments to reimburse 
them for eliminating present property taxes 
on railroad operating facUlties---since other 
transport modes aren't similarly taxed. 

ANNOUNCER: Now, one final question, Mr. 
---: Once the railroads start getting help 
from the government, would there ever be 
an end to it? Or would it go on forever? 

RAILROADER: The direct fl.na.nclal aid pro
posals made by ASTRO cover only an 11-
year period. During that time the railroads 
should be able to get back on their feet. 
They could then remain viable under gov
ernment policies freeing them to compete 
with other modes on a fair and equal basis. 

In time, the government should actually 
recover its investment through the greater 
taxes a revitalized railroad industry would 
pay. 

ANNOUNCER: Thank yOU, Mr. ---, for 
a most enllgh tening discussion of railroad 
problems and what should be done to re
solve them. 
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[From the Burlington Northern News, 

January, 1971) 
$36 Bll..LION NEEDED THROUGH 1980: RAILWAYS 

'SOUNDING THE ALARM' FOR FEDERAL ACTION 

A comprehensive "grass roots" etfort cur
rently is being conducted by BN and the rest 
of the ran industry to "sound the alarm" and 
tell the public about America's Sound Trans
portation Review Organization (ASTRO). 

"It's time for Congress to act," says An
thony Kane, BN's vice president, Law depart
ment. Congress must act because time is tick
ing away a grim countdown for the majority 
of America's railways. 

National transportation policy has not kept 
pace with the times. And railways have been 
the principal victims. Railways still are 
shackled by policies, laws, and regulations 
imposed under a concept that began when 
they had a virtual transportation monopoly. 
We continue to be hamstrung in efforts to 
compete--even though the monopoly situa
tion hasn't existed for almost a half-century. 

In addition, billions in public funds have 
long been lavished on facilities used by 
trucks and buses. airlines, and barges while 
railways have paid their own way. 

Many railways have now exhausted their 
financial resources in an extended struggle 
to keep pace with progress-and stay in 
business. 

But the situation is not hopeless. 
"ASTRO recognizes these problems and has 

long-term solutions," Kane says. "It's been 
14 years since our country has had any com
prehensive rail legislation passed by Con
gress, so new transportation policies are long 
overdue." 

Among the ASTRO proposals is a request 
for $36 b11lion for capital improvements 
through 1980. 

"Railways can no longer function without 
substantial Federal assistance," Kane says. 
Many railways currently are operating in 
deficit conditions. The Penn Central bank
ruptcy and the failure of the Central of New 
Jersey and Reading railroads are prime exam
ples of the economic starvation experienced 
by railways. 

Other transportation modes also are facing 
severe financial problems despite their bene
fiting from Federal subsidies and less govern
ment regulations than railways. 

In asking for Federal funds, railways basi
cally are requesting to be treated equally 
with all other forms of transportation. 

"We want our fair share from Uncle 
(Sam)," Kane says emphatically. 

Many Burlington Northernites are taking 
part in the grass roots program of carrylng 
the ASTRO story to the general publlc. State 
and district chairmen have been appointed 
to give the ASTRO message via speeches, slide 
and film presentations, and television ap
pearances. 

To give employees a better idea of the 
problems facing the industry and what 
ASTRO is all about, BN News provides the 
following answers to some important ques
tions: 

Q. What is the most critical railway 
problem? 

A. Simply put, it's the fact that the indus
try is rapidly losing its abillty to find the 
money it needs for modernization and 
growth. 

Q. How much money is needed? 
A. ASTRO assessed the industry's capital 

requirements through 1980 at $36 billion. 
This is what's needed for modernization and 
improvement of service. 

Q. What would the $36 billion be used !or? 
A. Part of this money is required on some 

railways to overcome past deficiencies. The 
bulk of it is to keep pace with present and 
future needs. About half-$18.6 b1111on-is 
needed for expansion of the freight car fieet. 
Another $6 billion should go for new locomo
tives and the modernization of others. Rail 
and tie installations will require $5.8 billion. 
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Other needed capital expenditures are esti
mated at $6 billion. 

Q. Why can't rail ways borrow the money 
they need? 

A. Some can, but interest costs are double 
what they were 10 years ago. Other railways 
can't because of their currently depressed 
financial conditions. 

Q. What can government do to help? 
A. ASTRO suggested a number of ways, 

most of which don't involve outlays of money. 
Some call for loan guarantees, others for 
loans and advances requiring repayment. 
And many concern only changes in regula
tory approach and tax policies. 

Q. What are some of the specific proposals? 
A. It's recommended that the g<>vernment 

guarantee loans to buy new equipment; pro
vide low interest loans for those types of 
freight cars which are in short supply; re
store tax credits on new equipment pur
chases; and create a nonprofit corporation to 
acquire a "free-running" fieet of general pur
pose freight cars to relieve shortages. It's 
proposed that a. single transportation trust 
fund be established with the railways con
tributing through a user tax. From this fund, 
ASTRO suggests the railways receive $400 
million a year for maintenance-of-way and 
plant improvements--a proposal that seems 
justified in light of the publicly-financed 
"ways" used by competitors. It's also sug
gested that the govern ment provide $100 mil
lion per year for cooperative research. This 
would amount to just 12 percent of its trans
portation research and development funds. 
It's interesting to note that the Federal gov
ernment is contemplating spending approxi
mately $290 mUUon on the SST (supersonic 
air transport) , an unnecessary and uneco
nomic monument to pollution and technolog
ical chauvinism. 

Q. What kind of regulatory changes are the 
rail ways asking? 

A. Mostly they're designed to give shippers 
and the public the benefit of truly competi
tive transportation-to let the railways op
erate more like other businesses do. It's rec
ommended that we be given more freedom 
to eliminate losing freight services; that we 
be permitted to lower rates on certain com
modities to attract new business that would 
increase earnings; that state rate regulations 
be eliminated as an undue burden on Inter
st ate commerce; that barriers to the develop
ment of intermodal transportation compa
nies be removed; that selective removal of 
minimum rate controls be tried on an experi
mental basis to see if such controls are really 
needed; and that a single authority be created 
to regulate all forms of transportation with 
an even hand. 

Q. Railways are forever talking about spi
raling labor costs. Where do railways rank in 
terms of employee compensation? 

A. The average American rail worker was 
compensated to the tune of $10,583 last year, 
according to the U.S. Department of Com
merce. That placed him on a higher income 
level than employees in other transportation 
industries as well as those in communica
tions and utilities, manufacturing, and min
ing. Last year, Class I railways paid $6,164,-
000,000 in employee wages, payroll taxes, 
and health and welfare benefits. Although 
rail workers rank first in wages and supple
mental payments, ·the ratio of employee com
pensation to corporate sales is 52 percent, 
compared to only 25 percent for communi
cations and utilities employees, and 26 per
cent for manufactur!ng employees. The ratio 
!or other modes of transportation is 47 per
cent. What this all means is that although 
the railway industry is the mm::t generous in 
terms of compensation, lt currently is in a 
position where it is least able to atiord the 
cost of maintaining that status. 

Q. Wouldn't nationalization solve most ot 
the railroad problems? 

A. Because of the very high cost of na-
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tionalizatlon, in the neighborhood of $60 bil
lion to buy out the railways, that course of 
action is unlikely. In addition, nationaliza
tion wculd result in a tremendous tax loss. 
Last year, railways paid Federal, state, and 
lccal taxes in excess of a billion dollars. The 
tremendous investment to nationalize rail
ways provides no assurance of improved op
erations-and certainly not of profitable op
er~ticns. Japan's well publicized railroads 
operate at a deficit of 20 percent. The same 
is true of nationalized railroads in western 
Europe. A similar deficit by American rail
ways would amount to more than $2 b1llion 
per year. U.S. taxpayers would have to foot 
the bill. 

Q. What would ASTRO's proposals cost the 
government? 

A. It's anticipated that-in time-the gov
ernment would recover its investment 
through taxes resulting from business gains 
by the revitalized railway industry. What's 
needed is a helping hand-not a handout. 
The railways can regain their financial health 
with a reasonable amount of government 
help during the present crisis and long-range 
policies that treat all fcrms of transporta
tion alike. 

[From the Railway Age, Mar. 8, 1971] 
WATCHING WASHINGTON 

By March 30 Congress must decide whether 
to continue funding the supersonic trans
port plane. A vote up or down for SST will 
clear the way for Senate Commerce Commit
tee consideration of ASTRO, so ASTRO Gen
eral Counsel George Smathers already is pol
i.shing his lea.d-otf testimony. 

Meanwhile, the first ASTRO legislation haa 
been lntroduced-H.R. 28, to provide for 50-
year amortization of railroad grading and 
tunnel bores. The blll's sponsor is Rep. Wil
bur Mills (D-Ark.), chairman of the House 
Ways and Means Committee, to which the 
measure has been assigned. 

At the AAR, meanwhile, the sta.1f of 
ASTRO is expanding: D. Michael Murray, 
former Norfolk & Western lawyer and one
time assistant Postmaster General, has been 
appointed legislative affairs counsel; Tom 
White of AAR's news service has signed on 
as a writer, and Seaboard Coast Ltne Assist
ant Vice President Emory F. Waldrop, Jr., is 
director of legislative atfairs, a new title. 
Waldrop will serve under AAR Legislative Af
fairs Vice President Patrick H. Mathews, 
Mathews and Waldrop, of course, handle 
many matters besides ASTRO, but Waldrop's 
appointment does mean there w111 be an
other hand at the oars. 

OTHER SIGNS AND PORTENTS 

Ready for introduction in Congress 1s an 
alternative proposal to car-equipment bills 
drawn up by both the NIT League and the 
AAR. 

The alternative, vastly more ambitious, 
was drawn up by four railroad brotherhoods, 
the United Mine Workers, two shippers de
scribed as "very large" but not otherw1SP 
identified, and electric power interests. 

The two earlier bills would (1) create a 
modest, quasipubllc National Freight Car 
Corporation with non-dividend stockholders 
and no direct Federal expenditure required 
and (2) provide a plan whereby individual 
railroads might qualify for government in
surance of $3 billion of equipment trust cer
tificates. 

The labor alternative seemingly combines 
the objectives but would simply establish a 
government-owned corporation, "Fastcorp," 
(for Fa.st Freight Systems), which would be 
eligible to acquire up to $3 blllion 1n car 
and motive-power equipment through gov
ernment-guaranteed loans. 

Although both proposed corporations 
would initially raise revenues ($10 milllon 
to $30 million) through a 50-cent per diem 
surcharge on use of equipment, to be cut off 
after a certain date, Fastoorp would receive 
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$20 million in direct U.S. aid for start-up 
costs. 

Fastcorp would be run by a 13-man board 
composed of the secretaries of the Treasury 
and Transportation, the chairman of the ICC, 
four railroad officers, and representatives of 
shippers, labor, public, consumer, financial 
and state regulatory interests. 

REALISM ABOUT PASSENGER TRAINS 

It's becoming increasingly clear that cer
tain types of rail passenger service may be 
required in the public interest. 

Alone of all modes of transportation, rail
roads can move large numbers of people 
swiftly and efficiently-without adding to the 
problems of pollution and congestion. 

But the fact is that, even where rail serv
ice attracts substantial patronage, it seldom 
pays its way. 

For America's railroads, passenger trains 
have been a losing proposition since the end 
of World War II. 

And this happened despite the fact that 
they spent more than $1 billion in the ten 
years after the war on new passenger equip
ment and millions more on advertising. 
Service was of the highest quality. 

But traffic constantly declined, resulting in 
losses that are now running at a level above 
$200 million a year on an out-of-pocket basis 
alone. 

Partly because of this, U.S. railroads are 
now experiencing a financial crisis. 

As a recent study of rail industry prob
lems by America's Sound Transportation Re
view Organization (ASTRO) found: "Rail
roads should be relieved of continuing and 
severe losses on unprofitable service required 
1n the public interest." 

Three main types of passenger service were 
Identified by ASTRO-commuter, corridor 
and long-haul. And, "since each of the three 
types of service is different, the solution must 
be different in each case," the ASTRO report 
said. 

By far the most necessary service, ASTRO 
added, is commutation. 

The "economic and social costs" of elimi
nating commuter service "are simply too 
great" for the communities to bear. 

But ASTRO also pointed out that forcing 
a railroad to operate necessary, but unprofit
able, commuter service "at its sole risk" could 
easily jeopardize its financial health. This 
was described as "particularly critical in the 
East, where the large commuting carriers 
have grave financial problems." 

ASTRO called for adoption of joint fed
eral-state assistance programs to insure that 
needed commuter service continues. 

"Regional planning commissions should be 
encouraged to develop concrete programs to 
place the responsibility for continuing com
mutation service under public sponsorship," 
the report said. "Federal funds should be ap
propriated for planning efforts as well as for 
the acquisition of equipment and the up
grading, where necessary, of fixed plant." 

Turning to service In densely populated 
corridors of up to 300 miles, ASTRO said: 
"This is clearly an area for further experi
mentation rather than preconceptions. If cor
ridors are to be preserved, cooperation will 
be required among federal and local agencies 
and the railroad industry." 

Pointing out that the popularity of the 
Metroliners between Washington and New 
York "suggests the existence of a definite 
market," ASTRO added that the "profitabil
ity of such service is not yet known, nor has 
it been determined whether significant mar
kets for high-speed ran service exist in other, 
less densely populated areas." 

Because "their 11m1ted financial resources 
prevent them from being able to fund the 
experiments," it was recommended that rail
roads should receive reimbursement for any 
operating deficits incurred. 

Regarding long-haul service--trips of over 
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300 miles-ASTRO noted that "the service 
has been in an irreversible decline for years." 

It recommended that a new, federally 
chartered public corporation be established 
as "the overdue vehicle for rationalizing the 
intercity rail passenger structure." 

By doing this, its report explained, "a rail 
passenger network can be preserved where 
patronage and potential so warrant. At the 
same time, operating contracts with railroads 
serving points within the network can relleve 
these roads of the heavy losses they are now 
incurring." 

Thus railroads could be relieved of their 
"largest single burden" and the hundreds of 
millions of dollars lost in passenger service 
could be used by the industry to meet grow
ing demands for the transportation of freight. 

At the same time, passengers could hope 
for a better deal, with money becoming avail
able from government sources to continue 
and improve passenger services. 

WHO NEEDS THEM? 

America lives by its transportation system. 
Food must move from the farms to the 

cities. Coal must move from the mines to 
the power companies and steel mllls. Steel 
must move from the mills to factories. And 
finished products must move from factories 
to consumers. 

Without the smooth functioning of its 
transportation system, American commerce 
would soon cease. Millions would be thrown 
out of work. 

America needs all of its transportation. 
But there is one mode it depends on above 

all others-the railroads. 
Transportation Secretary John A. Volpe 

underscored this recently when he said: "No 
other modes of transportation singly or in 
combination could conceivably fulfill the role 
of the railroads." 

It has been estimated that, even with 30 
days' preparation in the event of a nation
wide ran shutdown, the other modes would 
be able to absorb only a small fraction of the 
railroads' freight business. 

The railroads move a fieet of 1.8 million 
freight cars, with a carrying capacity of 118 
million tons. 

In 1969, they hauled 780 billion ton-miles 
of freight----or nearly 4,000 ton-miles for 
every man, woman and child in the country. 

Thus, the railroads were responsible for 
transporting about 41 percent of the coun
try's intercity tonnage-nearly twice as much 
as any other mode. 

As important--and revealing-as these 
statistics are, they don't show the country's 
true dependence on railroads. 

For ordinary necessities like water, elec
tricity, paper, canned and frozen foods and 
bread, we depend on the railroads. 

It's no exaggeration to say that your next 
glass of pure water may be brought to you 
by train-for it's the railroads that move 
most of the chemicals used in water purifica
tion. 

In a sense, electricity, too, is brought by 
the railroads. They move hundreds of mil
lions of tons of coal every year--coal that's 
used to provide electric lights to 80 million 
Americans. 

And for food-that, too, is probably 
brought to you by train. Almost all the 
canned and frozen foods moves by railroad, 
and so does much of the wheat needed for 
bread. Almost half of our meat and dairy 
products comes by train as well. 

Besides these necessities, railroads deliver 
something else to America-jobs, and a lot 
of them. 

Not alone for the nearly 600,000 people who 
work on the railroads. 

But also for thousands of employes in al
lied industries. 

And the jobs of mtl11ons of others depend 
on efficient distribution of their products by 
railroads. 
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These include miners-more of whose coal, 

metallic ores and other minerals move by 
rail than by any other mode. 

And cotton producers-who depend on 
trains to move over 73 percent of their crop 
to textile m11ls. 

As recently found by America's Sound 
Transportation Review Organization 
(ASTRO), railroads move: 

71 percent of household appliances. 
76 percent of automobiles and automobile 

parts. 
78 percent of lumber and wood. 
40 percent of furniture. 
63 percent of chemicals. 
and 68 percent of primary metal products. 
Railroads are also an essential component 

of the national defense system, moving near
ly 40 percent of the Defense Department's 
freight--one third of which its impossible 
to transport any other way. 

America's railroads. Who needs them? You 
do. We all do. 

A FUTURE OF STAGGERING PROPORTIONS 

America's depender.ce on its railroads is 
great. And it wlll grow. 

By 1980, according to a recent study by 
America's Sound Transportation Review Or
ganization (ASTRO), railroads wm have to 
move about 46 percent more freight than 
they do now-their total then exceeding an 
incredible one trllllon ton-miles annually. 

And railroads may once again become a 
prime mover of people. 

As ASTRO put it: "Our cities are in the 
throes of air and highway congestion; ac
cess to the metropolitan cores is already dif
ficult and, in peak periods, nigh impossible. 
Air pollution has reached intolerably danger
ous levels." 

There is one mode of transportation, how
ever, that can move more goods and more 
people more efficiently without contributing 
substantially to the problems of pollution 
and congestion. That mode is the steel wheel 
on the steel rail. 

But U.S. railroads aren't now in a position 
to meet this challenge fully. Capital improve
ment programs have lagged behind needs tn 
recent years, leading to inadequate supplies 
of equipment and deferral of work on road
way and structures. 

To make up for these past deficiencies and 
to meet the requirements of the future, 
ASTRO found that America's rallroads must 
invest a "staggering" $36 billion by 1980. 

The entire net investment of the industry 
today is only $27.7 blllion. 

ASTRO found that about half the new 
investment---$18.6 billion-should go toward 
a 24 percent expansion of the railroad freight 
car fleet by 1980. This would increase Class I 
railroad ownership from the current 1.4 mll
lion cars to 1.8 million. 

Although the railroads were able to move 
34 percent more revenue ton-miles of freight 
with a fleet that dropped from 1.7 million 
cars to 1.4 million during the last 10 years, 
ASTRO said expansion is now necessary be
cause "it is improbable that the railroads 
can duplicate the gain of 50 percent in 
freight car utilization" obtained during the 
1960s. 

ASTRO also recommended that the private 
freight car fieet, which currently numbers 
over 300,000 cars, be increased at the rate of 
2 percent a year. Private cars include those 
owned by shippers and leasing companies. 

Just as they must add freight cars, ASTRO 
reported, the railroads also will need to ac
quire new locomotives-nearly 22,000 by 1980, 
at a cost of $6 b1llion. 

And ran and tie replacements and other 
roadway needs are estimated to require an
other $11.9 b1111on. 

Noting that certain types of freight move
ments are already restricted because of the 
"low rate of rail and tie insertions in the 
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past," ASTRO said that new rail installations 
should be at a level three times that of the 
past decade and new tie installations should 
be at a level 50 percent greater than in the 
period from 1959 through 1968. 

"To increase the efficiency of the freight 
car fieet and to improve the reliability and 
quality of service," ASTRO also called for 
extensive programs of yard modernization, 
communications and computer expansion 
and intermodal transfer facllity construction. 

But, this report continued, the difficulty is 
the railroad industry "is rapidly losing its 
ability to find the money it needs for 
growth." 

TROUBLE WITH A CAPITAL "T'' 
America's railroads are in deep trouble

financial trouble that is rapidly becoming 
deeper. 

Four of them are now in bankruptcy
including the biggest Of all, Penn Central. 

Together these four railroads operate 
more than' 10 percent of the total rail m1le
a(7e in the United Sta.tes. They account for 
m~re than 15 perc-ent of the industry's rev
enues. And they employ more than 15 percent 
of its workers. 

At the same time, other railroads-
though not in bankruptcy-find their op
erations threatened by continued poor finan
cial results. On most lines, increased reve-

nues are being outpaced by increased ex-
penses. . 

Twenty-two major railroads were m the 
red during the first six months of 1970. 

And of the nation's 71 Class I railroads, 
38 showed poorer financial results than dur
ing the first half of 1969. 

As an industry, th-e railroads reported only 
$74 million in net income for the first half 

of 1970-down 71 percent from the $259 mil
lion reported during the same periOd last 
year. 

In terms of rate of return (operating in
come as a percentage of net investment), 
the industry hit a rock-bottom 1.88 percent 
for the 12 months ended June 30. 

That's one of the lowest levels recorded 
since the depression years of the 1930s and 
comes at a time when the railroads are pay
ing anywhere from 9 to 11 percent interest 
on money needed to finance ilnprovements. 

Another indication of the industry's fi
nancial trouble can be seen in its net work
ing capital position. 

At the end of last year, the rallroads had 
net working capital of $56 million, compared 
with a deficit of more than $320 million as 
of June 30, 1970. 

They must find the means not only of fi
nancing about $1.5 billion in capital im
provements, but also of paying off the $679 
million in long-term debt that will come 
due before June 30, 1971. 

Ironically, the rallroads' crisis has arisen 
at a time of record-breaking business and 
growing demand for rail services. 

In 1969, railroads moved a record of 780 
billion ton-miles of freight and received a 
record $11.5 billion in operating revenues. 

And both traffic and revenues have con
tinued to show increases in 1970. 

It was in the fall of 1969 that the Asso
ciation of American Railroads established 
a group called America's Sound Transporta
tion Review Organization {ASTRO} to study 
the nation's transportation problems and 
future needs. 

While ASTRO concluded that railroads are 
in no position to solve their own problems 
in a way the future will require, its report 
laid out a saving course of actdon for the 
nation to follow. Principally, it was a call 
for "creative involvement" of the federal 
government. 

CREATIVE INVOLVEMENT 

The ability of America's railroads to carry 
their share of the natLon's future transporta
tion loe.d. centers on a question of money. 
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Can they find the money needed for new 

equipment and f<8.Cilities? 
The recently released report of America's 

Sound Transportation Review OTga.niza.tion 
(ASTRO) puts the industry's capital needs 
at $36 billion between now and 1980. 

The money can be found, ASTRO said, if 
the federal government undertakes a pro
gram of "creative involvement" 1n the rail
road industry. But that doesn't mean 
solving the whole problem with federal 
funds, although a limited amount Jf such 
assistance is recommended. What's needed, 
ASTRO concluded, is equal treatment of the 
railroads as part of a balanced transportation 
system-with the scales also requiring reg
ulatory and tax reforms. 

The cost is now fixed in the report but f,t 
has been eSitl.ma.ted at less than $700 million 
a year-far less than the $23 b1llion all levels 
of government currently spend each year on 
other forms of transportation. 

What's more, the outlay could be expected 
to come back to the government eventually 
through the higher taxes that a healthy rail
road industry would pay. 

The money would be used to help railroads 
modernize their plant, augment their supply 
of freight cars and locomotives and benefit 
from research. 

The ASTRO recommendations !or financial 
help fall into three categories. One of these 
involves rights-of-way and structures. 

Only the railroads, of all forms of transpor
tation, are required to pay the entire cost of 
constructing and mainta.lntng the "ways" 
they use and at the same time pay taxes on 
them. 

To put railroads on the same footing a.s 
other mOdes, ASTRO urged Congress to: 

Establish a single transportation trust 
fund, from which raiLroad needs for road 
mOdernimtion would not be expected to ex
ceed $400 million a year under present con
ditions. The railroads will be expected to 
make an appropri&te contribution to the 
fund. 

Guarantee up to $400 mlllion annually in 
loans for similar improvements to rights-of
way. This would involve no government ex
penditure, unless a railroad defaulted. 

Eliminate state and local property taxes 
on railroad property used for transportation 
since there are none on competitors' fac111-
ties. ASTRO also recommended tax-sharing 
with state and local governments to provide 
reilnbursement for an estimated $230 mlllion 
annually they receive !rom these taxes on a 
non-discriminatory basis. 

Another major set of proposals concerns 
equipment. To help railroads step up their 
acquisitions, ASTRO made four recommen
dations: 

Government guarantees of loans for equip
ment purchases. No government expendi
ture would be involved unless a railroad de
faulted. 

Government advancement of the 20 per
cent down paym-ent r-equired for the most 
advantageous financing and reimbursement 
to the railroads for inter-est payments above 
4 percent. This is estimated to amount to 
about $60 million annually. 

Creation of a non-profit corporation to 
acquire a "fre-e-running" fieet of general 
purpose unassigned freight cars. Financing 
would come from railroads. 

Reinstitution of the investment tax credit 
on railroad equipment. 

The third major area of federal tnvolve
ment urged by ASTRO is in the field of re
search. 

ASTRO noted that "practically all the 
railroads' competitors are the beneficiaries 
of huge government expenditures for re
search, development, t-esting and engineer
ing programs." 

The Federal Railroad Administration, 
however, receives less than 4 p-ercent of the 
government's transport research funds. 
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Recommended w.as a federal >research pro

gram that would gradually build up to $100 
million annually over the next ten years. It 
would cover all aspects of freight and pas
senger service. 

With this kind of creative federal in
val vement, ASTRO expressed confidence that 
the railroad industry can regain its financial 
health, increase its expenditures for capital 
improvements and meet the demands of the 
future. This, it said, is the alterna.rtlve to 
nationalization. 

NEEDED: AN EVEN HAND 

There's an industry 1n ;this country that 
can't readily raise its prices--even when 
this is necessary to cover expenses. 

And, it can't freely lower prices either
even when this would aHow it to meet com
petition and gain new business. 

Nor can it easily begin new services that 
would allow tt to make money. 

Or automatically drop old services that 
cause it to lose money. 

In fact, there's very Uttle this industry 
can do---without government permission. 

This industry is the railroads. 
The ralls-faced with severe government 

restrictions on their operations, while their 
competitors receive far more financ.la1 as
sistance With considerably less !regulation
are finding it difficult to keep pace with the 
present and grow for the fUJture. 

This was rthe conclusion of America's 
Sound Transportation Review OTga.nlza.tion 
(ASTRO), which recently studied current 
transportation problems .and future needs. 

A new look in regulation was among its 
recommendations. 

It would free railroads from restra.lnits of 
the past--when the railroads were a virtual 
monopoly-and, at the same time, treat all 
forms of transportation with an even hand, 

Existing regulations attempt to treat each 
mode separately and not as part of a bal
anced transportation system, ASTRO's re
port pointed out. 

As a. result, one product may be regulated 
when moved by rail, regulated when moved 
by common carrier truck, unregulated when 
moved by contract truck, unregulated when 
moved by barge and regulated when moved 
by airplane. 

To end this confusion and imbalance, 
ASTRO recommended that the existing sep
arate regulatory agencies lbe a.bolished and a 
single new agency be established---one that 
would regulate all modes fa.lrly and ef
ficiently. 

And, instead of prohibiting the establish
ment of single transportation companies 
combining r·a.il, motor, water and a.J.r serv
ices, laws and regulations should permit 
them, ASTRO said. 

It also urged greater rate-making freedom 
for 11aUroads-to permit them to lower rates 
to 'any l-evel increasing earnings and, while 
their financial crisis continues, to institute 
a.n automatic rate increase of up to 6 percent 
annually. 

Also in the area of rates, ASTRO recom
mended that regulation of minlmum rates 
be eliminated on a selective, experimental 
basis, to see 1f it is really needed; tha.t state 
ra.te regulation be aboLished, because it con
stitutes "an undue burden on interstate 
commerce," and that rates on all commodi
ties, except for certain agricultural prod
ucts, be published by all modes. Presently 
only railroads ha.ve ro do this. 

Other recommendations include a speedup 
of the procedure for abandonment of little
used bTanch lines tha.t don't meet avoidable 
costs and expecMtious handling of merger 
proposals so that full savings can be realized. 

Any program of financial help for the ran
roads, ASTRO said, "will only be a short
lived palliative without a change in the deep
st81ted irrationalities of .the present legal and 
regulatory structure govern!ng all of trans
portation." 
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ANOTHER NEED: TEAMWORK 

The progress of any industTy depends 
upon its people-both labor and manage
ment. 

Certainly Ws \recognized that the ;railroad 
industry must work wtthin itself' foc im
provements. 

And any program to attack the problems 
of the railroads must have the support of 
both management and labor if it ~ to be
come a reality. 

Thus it is s1gnificant that both la.'bor and 
management are joining in support of the 
wide-ranging proposals made in the recently 
released report of America's Sound Trans
portation ReW.ew Organization (ASTRO). 

Supporl came from management through 
unanimous adoption of the ASTRO report 
by the Board of Direotors of the Assocl&tion 
of American Railroads-the organization 
which Tepresents all of the country's major 
roads. 

Agreements in principle with :the ASTRO 
report came from railway labor leaders at a. 
July meeting with mana.gement officis.ls in 
Chicago. 

Said George E. Leighty, chairman of the 
Cooperating Railway Labor Or~ntzation and 
head of rt;he labor team at the meeting: 
"We're g.lad to be able to lend our support to 
the Astro Tecommendations, which we feel 
represent •a giant stride toward solVing many 
of the problems of mutual concern to both 
ls.bor and management." 

In a.ddition to Mr. Leighty, labor officials 
present at the meeting included Charles 
Luna, president of the United Transporta
tion Union; C. L. Dennis, president of the 
Brotherhood of Rai1lway, Airline and Steam
ship Clerks; Harold C. Orotty, president of 
the Brothel"hood of Maintenance of Way 
Employes, and James Yost, president of the 
RailwaY, Em;ployes Department, .AF'lr-'OIO. 

The common interest which m.anagement 
and labor share was Te<X>gnized in the ASTRO 
report. It called on both sides to show 
"statesmanship" in their mutual dea.Ungs. 

"Over ha.l! of every rallroad dollar earned 
goes into labor costs," the ASTRO report 
said. "For .that reason, no real solution to 
the railroad .problem can ·be deW.sed wilthout 
labor-znanagement teamwork." 

·But the report noted tha.t, even with wage 
increases and improved benefits, there has 
been little change over the past 15 years in 
the proportion of rail revenues required 
for la.bor costs. 

ASTRO s.lso declared that the rallrO&d in
dustry must itself do more toward eUminat
ing its own disagreements and disputes. 

"The railroads have suffered greatly from 
their inability to agree on basic znatters ... 
in such elemental areas as car ownership, 
rates and divisions," the report added. 

Recommended was creation of arbitration 
machinery f•or intra-industry disputes as "a 
necessary first step" rthat "should be ex
ploited at every possible oppo:r.tunity." 

ASTRO also urged the industry to make 
greater efforts at improving lts services, not
ing that "rell&b11ity and speed of service 
are competitive tools Just as important as 
price in the movement of many products." 

The report aJ.so called op. the industey' rto 
improve its marketing research, noting that 
railroads not only must "constantly adapt 
to the changing serW.ce needs of their pres
ent customers, but they must also mold 
ti'Iansportation .products which meet the 
needs of many shippers who do not now use 
the r.ails." 

"Railroad managers cannot expect Fed
eral relief, however fair and necessary in the 
public interest, wLthout adopting those tbasic 
changes in direction which result from a 
thorough self-assessment," ASTRO said. 

"Admittedly, the ch1lllng effects of a nega
tive enviTonment have heavily deterred man
agement enterprise and the fullest measure of 
self-help cannot alone resolve present prob-
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lems. Nevertheless, the dnd'UStcy must reckon 
with its own shortcomings." 

THE WORST SoLUTION 

With America's railroads in financLa.l 
trouble, nationali2laltion is one way of going. 

But, a<:cording .to a recent report by Amer
ica's Sound Transportation Review Orge.ni
zation (ASTRO), it "would be the worst of 
all solutions." 

In fact, said ASTRO, "it would be the most 
costly, the most disruptive and the least ef
ficacious program possible." 

The report ctted non-industry sources tha.t 
have put the cost of nationalization "as high 
as $60 billion merely to acquire privately 
owned Tailroad facUi.ties. 

And, it was tadded, '~this would leave "un
touched the great capital needs of the in
dustry," which ASTRO put at $36 b11lion be
tween now ·and 1980. 

Then, too, that could be just the begin
ning, based on experience here and rabroad. 

The United States has gone that route. 
In World War I, the government rtook over 

the railroads. 
They lost about $2 million a day. 
In Wo11ld War II, railroads remained in 

private hands. With the same basic system 
as in World War I-but with fewer locomo
tives and cars--railroads hauled more than 
twice the freight load, handled 95 percent of 
all organized military traffic in the United 
States, served iboth the freight and passen
ger needs of the civilian population--6Ild 
paid the government more than $3 mil11on a. 
day dn taxes. 

In foreign countries, nationalization---the 
usual route-has taught a. similar lesson. 

Luis ATmand of Fmnce, pel'lhaps the most 
noted transportation authority in Europe, 
has said: 

"Government takeover is pointless. It 
solves no problems. It merely transfers re
sponsibility for them. Europe's e~erlence 
showed how badly this can work out in all 
too many cases." 

The national railroads of Western Europe 
and Japan operate at an average 20 percent 
defictt-despite the fact that frequently they 
receive interest-free financing and pay no 
taxes. 

The Japanese Tokaido line between Tokyo 
and Osaka is often cited a.s an example of 
an efficient nationalized operation. 

It's true that the Tokaido iline-which 
runs through one of the most densely popu
lated Teglons in the world-showed a $96 
million operating pro:ft;t in 1968. 

But overall the 12,000-mlle Japanese Na
tional Railway system lost $373.3 milllon, 
Wilth only 10 of 244 lines ·recording a profit. 

Other large deficits are annua.Hy recorded 
by nationalized systems in France, West 
Germany and Its.ly, among others. . 

And in Gre!llt Brttain it took some un
usual bookkeeping to come up with <black 
ink in 1969. 

First the British wrote off $3 bll!llon in 
capital debt-reducing annual fixed charges 
by hundreds of m111ions of dollars. 

Then the government .paid a subsidy of 
more than $158 million for continued opera
tion of uneconomic services. 

After all th!llt, they recorded a $36 m1111on 
"profit." 

Ce.nada also provides a good illustration 
of the results of nationalization. 

Two nationwide ran systems exist side-by
side-.the privately owned Canadian Pacific, 
and the government-owned Canadian Na
tional. 

In 1969, Canadian Pacific recorded a prof
it of $35 milllon. Oanadian National-be
cause it has been •required to operate many 
uneconomic operations-recorded a $24.6 
mi111on deficit. 

Canada has drawn the obW.ous conclu
sion. Through the Transportation Act of 
1967, it is giving ·both rail systems more 
freedom to manage their own affairs. 
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The law gives them broad authority to 

set rates without through regulatory pro
cedures and to abandon lines and services 
that are uneconomical. Where these are re
quired by the public interest, the railroads 
are compensated for their losses by the gov
ernment. 

There's another reason that foreign ex
periences are valuable. Where railroads are 
nationalized, the tendency is to nationalize 
or greatly restrict competing modes as well. 

In nost countries, the airlines also are na
tionalized. Competing private carriers are 
either prohibited or controlled. 

Motor carriers also can be operated by 
the government, as in the case of South 
Africa. 

And even when they aren't, as in Britain, 
frequently they are restricted in their opera
tions to make sure they don't divert too 
much traffic from the railroads. 

These restrictions may include limiting 
the number of trucking companies in the 
field, the number of trucks a single company 
may operate and the operating radius of 
trucks and buses to specified distances from 
home base. 

So, as ASTRO concluded, nationalization 
is no panacea. But time is running out on 
the alternative-balanced treatment of the 
nation's transportati-on facilities in a realistic 
statutory and regulatory atmosphere. 

It's a "Countdown for America's Rail-
roads." 

STOP, LOOK AND REQUIRE IT 

The fam111ar admonition-stop, Look and 
Listen-is not enough to remove tragedy 
from the places where highways and railways 
cross. 

Needed as well, it would seem, is money. 
Last year grade crossing accidents caused 

nearly 1,500 deaths and resulted in inJuries 
to an additional 3,700 persons. 

The problem is caused primarily by motor
ists who fail to exercise sufficient care, the 
Interstate Commerce Commission has found. 

The answer is improved grade crossing pro
tection, and the ICC concluded that the cost 
of instal11ng and maintaining separations 
and protective devices is a public responsi
bility that "should be financed with public 
funds the same as highway traffic devices." 

A more recent report by America's Sound 
Transportation Review Organization 
(ASTRO) noted there are now about 30,000 
grade crossings that "call for immediate 
improvement." 

Implementation of such a program could 
reduce the accident rate at these crossings 
by 50 percent, ASTRO estimated. 

The real tragedy, it added, is that much 
more money is available to combat the prob
lem than is being spent. 

More than $530 million a year may be used 
from highway trust funds on projects for 
which the federal contribution can range 
between 90 and 100 percent, but it's not now 
required that this be spent. In fact, from 
1963 through 1967, ASTRO reported, less than 
$85 million a year was actually used on this 
basis. 

In addition, about $77 million a year in 
other federal money-available on a match
ing-fund basis for highway projects-was 
used, but ASTRO pointed out: 

"Taking these sources together, govern
ment spent less than one-third of the per
missible expenditures that could have been 
made with almost total federal support." 

As a result, it was recommended that states 
be required to spend, for grade crossing proj
ects, 10 percent of the highway trust funds 
allocated to them. 

ASTRO also cited another limltation of 
existing programs. Only crossings on federal
aid highways qualify. 

"This results in less than 45,000 of the 
225,000 public crossings at grade in tbe 
nation being eligible for federal help," 
ASTRO said. 

-
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"Since few crossings on non-federal roads 

have protective devices, 85 percent of those 
crossings which should be immediately pro

tected are ineligible for federal highway aid." 
ASTRO thus urged that federal funds "be 

made generally available" to all types of 
highways where grade crossing protection is 
l\eeded. 

It also proposed establishment of federal 
standards for handling grade crossing safety 
projects across the country. 

cOUNTDOWN FOR AMERICA'S RAILROADS 

America has arrived at a crossroads where 
a hard choice must be made about its trans
portation system. 

You might say we're well into a "Count
down for America's Railroads." 

Railroads can look back on a glorious past 
and forward to a promising future. It's the 
present that's kllling us. 

And this is ironic, indeed. 
More and more observers--in and out of 

the transportation business-now see ran
roads as the answer to serious problems con
fronting the nation. Problems like: 

Pollution-of which railroads do far less 
than other modes. 

Congestion-which railroads can relieve 
better than highways. 

And growth-which railroads alone can 
efficiently accommodate by moving the mas
sive volumes of freight that an expanding 
economy and population wlll generate. 

Prospects for the railroad industry have 
never been so great-nor its financial posi
tion so precarious. 

Every known standard for testing the 
health of an industry points to a chronic 
and spreading illness among the railroads. 
In 1969, one-third of them lost money. 

There's no question about it: America's 
railroads are in very d1!ep trouble. 

For years, it's been assumed the railroads 
could take care of themselves. 

And for a long time they did. 
They took care of themselves tn the face 

of rising labor and material costs. In the 
face of expanding government help for the 
competition. In the face of discriminatory 
taxes. In the face of rate regulation that kept 
the profit margin thin. And in the face of 
policies that forced the continuation of un
economic services. 

But the years have taken their toll and 
brought the industry low. 

Even as the need for them grows, railroads 
are losing their abi11ty to bulld for the 
future. If a business can't earn money above 
and beyond its current expenses, it has no 
resources to invest in future growth, to re
pay debt or to attract new money. That's 
the central crisis in the railroad Industry to
day. 

Industry-wide return on investment was 
2.4 percent in 1969-the lowest of all U.S. 
industries. And the down-trend has con
tinued. 

This is particularly critical at a time when 
ra1lroads need new equipment, inproved 
roadbeds. new rail and ties-all the things 
that are baste to their operations. 

In short, they need to modernize-for 
greater capacity and improved performance. 

Because of a lack of money, improvement 
and maintenance programs have fallen bad
ly behind. This means deficient service, lost 
business--a vicious cycle. 

And the cycle continues. It is not merely a 
localized crisis--involving one region or one 
railroad. And, because of the interrelation of 
railroads in the nationwide movement of 
traffic, the crippllng of any major railroad 
affects all ra.ilroads. 

The health and growth of our economy 
depends on the smooth functioning of this 
network. Railroads now carry 41 percent of 
all intercity freight tra.ftlc. Their volume has 
increased 40 percent in the last decade, and 
it is expected to grow another 35 percent in 
the next 10 years. 
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By 1980, more than $36 b1llion must be 

spent on plant and equipment. That's more 
than the present net investment. 

But how can an impoverished industry 
spend $36 billion it hasn't got? 

Essential improvement programs are clearly 
beyond the means of today's railroads under 
existing circumstances. And yet, the question 
is not whether we will continue to have a rail 
network. The question is what kind. 

The federal government can nationa.ltze 
railroads or allow them to operate privately. 
Either way, money will be needed to buy 
equipment and improve operating fac111ties. 

That's the grim but realistic conclusion 
reached by a study group created in 1969 by 
the Association of American Railroads. 

The group was called America's Sound 
Transportation Review Organization. By the 
strangest of coincidences, the :first letters of 
that tl.tle spell out ASTRQ-which ties in 
nicely with an effort to move transportation 
poUcy into the space age. 

This group--headed up by former United 
States Senator George A. Smathers--was 
asked to take a close and objective look at 
current transportation problems and future 
needs. 

The problems obviously were not unknown 
within the railroad industry, but when they 
suddenly made headlines--including bank
ruptcy declarations in late June-ASTRO 
released its report in a hurry. Even so, it was 
a solid and thoughtful index of railroad Uis 
Mld suggested remedies. 

The ASTRO team did its homework. They 
talked with people--all kinds of people. They 
dug into the facts and the :figures. And, of 
course, they read all the reports--numer
ous and voluminous-of previous studies. 
This new report is more than words. It's a 
call for action-action that offers an alterna
tive to nationalization. 

Simple fairness is one cornerstone of the 
ASTRO recommendations. 

Take rights-of-way, for example. 
Trucks operate on a highway system paid 

for and maintained by federal and state gov
ernments at a cost of hundreds of b1111ons of 
dollars. User charges are paid, but not enough 
to offset all the costs. 

Airlines benefit from government invest
ment in an array of airway and airport facil
ities, provided at a cost of $21.6 blllion. They, 
too, pay user charges. But, again, the full 
cost is not recovered. 

Water carriers do even better. Total public 
investment in the nation's waterways comes 
to $14.6 billion. The barge lines pay no user 
charges. 

This is said without rancor but simply to 
reflect the facts of life in this transportation 
business. 

In contrast, the railroads acquired and 
developed their own rights-of-way. And they 
now maintain them-at a cost of about $1.3 
b11lion annually. 

Let's remember that the often-cited land 
grants some railroads received in the last 
century were a factor in only one of every 
10 miles of track in the nation. Furthermore 
a Congressional committee long ago reported 
repayment had been made for these lands 
many times over. 

So it's clear that, because of differences in 
government treatment, only the ratlroads 
bear the full cost of doing business in the 
transportation field. 

To place all models on a more even foot
ing where rights-of-way are concerned. the 
ASTRO report makes a number of recom
mendations. 

One of these calls for eliminating the bur
den of discriminatory state and local prop
erty taxes on ratlroad property used in trans
portation. The justification for this is that 
our competitors don't pay similar taxes. But, 
recognizing that raUroad. property tax: pay
ments have been an important source o:t 
school and other local government financ
ing, ASTRO suggests federal tax-sharing with 

March 30, 1971 
state and local governments to reimburse 
them for the nondiscriminatory part of their 
losses. 

Discrimination does enter into this. 
Through the years, in some localities, ra.ll
roa.ds have been dellberately taxed at higher 
levels than other property. The United States 
Senate has passed a blll to stop this, and its 
final enactment will be helpful-but not 
enough to generate needed changes in the 
railroads' :fixed plant. 

Another major ASTRO proposal would 
merge the present highway trust fund into a 
general surface transportation fund. 

This idea 1s not without controversy. But 
it seems absolutely essential-if really sig
nificant steps are to be taken toward re
storing balance in transportation and toward 
solving transportation problems. It simply 
means that the tax dollars involved can be 
spent where they will do the most public 
good. 

And the rallroa.ds would contribute to the 
new fund-through a user tax. From it, they 
would be authorized to receive $400 million 
a year-less than 5 percent of the highway 
expenditures by all levels of government in 
1970. 

Funds made available to railroads would 
have to be used for improvement or replace
ment of right-of-way and structures--over 
and above what they've been doing. 

In addition, it's proposed that the federal 
government guarantee up to $400 mill1on an
nually in private loans for similar purposes. 

ASTRO also urges assistance for railroads 
in acquiring locomotives and cars they're un
able to provide on their own. 

Briefly, it recommends that the govern
ment guarantee low-interest loans to buy new 
equipment; advance money for down pay
ments on rolling stock and offset excessive 
borrowing costs--at least for the next :five 
years; restore tax credits on new equipment 
purchases, and create a non-profit corpora
tion to acquire a "free-running" fleet of gen
eral purpose freight cars to relieve short
ages. 

These are among the dollars-and-cents 
proposals of the ASTRO program. 

It does cost money. 
But it's st111 a bargain, as we shall see

even adding in $100 m1llion a year for re
search that would cover both freight and pas
senger service. 

That, it's true, would be quite a jump in 
federal spending for rail research. But it 
would stm be very little when stacked against 
the vast sums railroad competitors have been 
receiving for research, development, testing 
and engineering. 

For example, the federal government is 
putting up $290 milllon for next year's work 
on developing the supersonic transport. A 
Congressional committee has estimated that 
t otal federal costs for this one project will 
reach $1.3 b1llion~en though few signifi
cant public benefits appear likely to result . 

But even if the ra1lroa.ds are given the 
financial means and the technological ways 
to modernize, success will not be assured 
without bold action on another front. 

The philosophy under which railroads are 
stm regulated evolved during the last cen
tury-when railroads, indeed, were a power
ful near-monopoly. They're obviously no 
longer that. But the regulatory philosophy 
remains the same. 

The problems of railroads are compounded 
by the fact that their competitors are not 
equally handicapped. Much of their barge 
and truck competition is not regulated at all. 

In fact, a good deal of the regulation which 
railroads oppose seems to be little more than 
a mechanism to protect other modes from 
the realities of free competition. 

So the first thing government could do to 
help the railroads ln this area. 1s to forget 
about the 1800s. This is the 1970s, and it's 
time to set the railroads free. 

-



March 30, 1971 
Railroads need the freedom to make day

to-day decisions and act upon them 
quk:kly-not six months--or years-later, 
when the opportunity to benefit may have 
been lost. 

Railroads need the freedom to combine 
with other modes to provide the best pos
sible "miX" of service to shippers. Transpor
tation is intermodal; transportat ion compa
nies should be, too. 

Rate freedom shoUld be encouraged-both 
up and down-to allow railroads to meet 
changing competitive and cost conditions. 

These alms could best be realized by the 
creation of a single agency to regulate all 
modes with equality. 

The ASTRO study, let me emphasize, did 
not overlook the segment of railroad oper
ations that has been the most consistently 
controversial in the present era-passenger 
service. 

It is now time for realism and fairness to 
govern the policies that affect this. 

As a means of alleviating automobile and, 
in some cases, airway conge5tion, the rail 
mode can be a valuable instrument in pres
ent and future transportation planning. 

But, make no mistake about it, the rail
roads can no longer absorb the severe losses 
of passenger operations. To impose large
scale deficits on them on the ground that 
they have obligations as "common carriers" 
uses a label to conceal an unfairness which 
could not otherwise be defended. 

Railroaders aren't blind to the public in
terest. They recognize the need-to cite an 
example-for commuter operations in metro
politan areas. They see the advantages of 
high-speed, medium-distance service in 
densely populated corridors. And they realize 
that there are some people who like to ride 
long-distance passenger trains. 

But railroaders aren't blind to the figures 
they see in their accounting books either. 
They know-as does just about everyone 
else-that commuter operations usually lose 
money. And that the initial investment re
quired for high-speed corridor service is be
yond their means. And that the number of 
people who want to ride a long-distance train 
at any given time is seldom large enough to 
make it pay. 

Since each of these three types of service 
is ditferent, the solution must be different 
in each case. 

So ASTRO suggests that state and regional 
commissions develop concrete programs for 
placing essentia.l, 1bUit unprofitable commuter 
service !UDder pu'bl.itc sponsorship. 

It believes the market for "corridor" serv
ice must be more extensively explored-with 
the federal government financing the research 
as well as the cost of preserving service pend
ing further study. 

And it supports the concept of a federally 
chartered corporation to run intercity pas
senger trains found to be in the public in
terest. 

Up to now, we've been concerned with 
proposals of ASTRO that are directed out
ward-to government, mainly. This is be
cause, whatever the cause of some of the 
problems, government is seen as the only 
source of meaningful solutions. 

But it would be a bit silly-and not very 
persuasive-to say that all railroad problems 
come from forces beyond the control of rail
road management. 

When ASTRO looked inward-upon rail
roads and their employes-it found a number 
of areas where there are things to be done. 
For exan:ple, it's realized that railroads must 
improve their record for working together on 
internal problems, using arbitration ma
chinery where necessary to iron out industry 
disputes. 

Railroad labor also has a stake in all this. 
Over one-half of every railroad dollar goes 
to labor costs. Thus, the ASTRO report notes, 
there's an urgent need to achieve better uti
Uzatlon of manpower and rto ll"ea.lize the bene-
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fit s that can result from technological ad
vances. 

To be sure, it's unlikely that all railroad
ers agree on what's most important among 
the various recommendations contained in 
this report. 

But the industry-including large seg
ments of railroad labor-is very much united 
in support of the principles involved. 

This unity-which may well be unprece
dented in the history of the industry-should 
testify to the seriousness of the situation. 

It's reasonable to ask how much these 
remedies-that consttiute an alternative to 
nationalization-will cost. 

One good answer would be: Not much
not in comparison with the cost of national
ization. 

Another might be: A drop in the bucket-
compared with expenditures on other forms 
of transportation. 

And a third: Nothing at all-because a 
railroad industry, with restored health, would 
pay more than enough in taxes to offset the 
outlays proposed. 

A more precise answer depends on how you 
figure it. Even if all of ASTRO's recommen
dations for financial aid to the railroads were 
eventually to be adopted, the total would 
contribute only about $700 milllon a. year to
ward the railroads' capital requirements. 

This even takes into account money that 
would ·be required to replace state and local 
revenue losses. 

But how much would nationalization cost? 
That, too, is a question without an easy 

answer-unless one is satisfied with words 
like "tremendous" or "exhorbitant.'' 

It could cost as much as $60 billion just 
to transfer ownership. And that would still 
leave unmet the industry's need for capital 
improvements. 

Neither does it allow anything for poten
tial-almost certain-operating losses. 

A New York brokerage firm, in its 1969 re
VIew of the railroad industry, observed that 
railroad service can deteriorate rapidly and 
costs skyrocket "once the discipline of pri
vate ownership is removed." 

And we know that, under government con
trol during World War I , the cost of rail
road operations to U.S. taxpayers was $2 
million a day, while plant and service de
teriorated badly. 

Speaking of service may well remind you to 
ask about other countries where nationaliza
tion is the rule. 

Well, comparisons are difficult because of 
differing circumstances. In our vast land, 
railroads are freight-oriented. They provide 
twice the ton-miles of service as the national 
systems of Japan and Western Europe com
bined. Those railroads-operating in much 
smaller and more densely populated areas-
emphasize passenger service. The bulk of 
their traffic would correspond to commuter 
travel in this country. 

And they operate at an average deficit of 
20 percent. A s1mllar deficit in this country 
would amount to more than $2 billion a year. 

By every possible yardstick-the cost of 
acquisition, the effect on customers and com
petitors, the experience of foreign national
ization-it is clear that a government take
over of U.S. railroads would be no favor to 
the American taxpayers and economy. 

Transportation, in America, is a vast and 
essential complex. It involves highways, 
country roads and city streets . . . airways 
and airports ... canals and rivers ... even 
p1pelines . . . and, of course, railroads. 

It moves not only people but also ever
increasing volumes of goods and materials. 

Each part of the complex must carry its 
own weight-doing that part of the job it 
can do best. Since transportation is an ele
ment in the price of just about everything 
we buy or use, this kind of efficiency is vital. 

Railroads handle the biggest share of the 
load-more ton-miles of intercity freight 
each year than trucks, barges and airplanes 
combined. 
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If railroads are to keep pace with the times 

and achieve their full potential in service to 
the nation, they must be brought into the 
transportation system as "part of the 
family." 

Given fair and equal treatment with other 
modes, railroads can remain in private hands. 
They can be modernized and improved
largely at their own expense-and continue 
as a great national asset. 

Nationalization would convert this asset 
into a public liability. The nation simply 
can't atrord that. 

America's railroads. Who needs them? You 
do. We all do. 

And they need you. 

THE FEDERAL JUDICIARY-
50 YEARS OF PROGRESS 

HON. WILLIAM L. HUNGATE 
OF MISSOURI 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. HUNGATE. Mr. Speaker, knowing 
of your and our colleague's interest in the 
judicial branch of our Government, I 
wish to invite attention to a very illum
inating article entitled "The Federal Ju
diciary-50 Years of Progress," written 
by the Honorable Tom C. Clark, which 
appeared in the fall1970 issue of the Fed
eral Bar Journal. That issue commemo
rates the 50th anniversary of the Federal 
Bar Association. 

The author of that article, as we all 
know, served with great distinction as an 
Associate Justice of the 'C.S. Supreme 
Court, after having been a member of 
the President's Cabinet as Attorney Gen
eral of the United States. The American 
Bar Association conferred its Gold Medal 
on this learned governmental official and 
jurist in 1962. 

Inasmuch as I have the honor of being 
the president of the Capitol Hill Chapter 
of the Federal Bar Association, I take 
particular pride in the fact that former 
Justice Clark was the national president 
of the Federal Bar bssociation from 1944 
to 1945. 

The Federal Bar Association, estab
lished in Washington in 1920, is an as
sociation of members of the Federal 
judiciary and of lawyers who are or have 
been in the employ of the U.S. Govern
ment in legal capacities. The association 
has chapters throughout the United 
States and in several European cities. 

The objects of the Federal Bar Associa
tion are: 

To advance the science of jurisprudence; 
to promote the administration of justice; to 
uphold a high standard for the Federal Judi
ciary, attorneys representing the Govern
ment of the United States, and attorneys ap
pearing before courts, departments and 
agencies of the United States; to encourage 
cordial and friendly relations among the 
members of the legal profession; and to 
promote the welfare of attorneys employed 
by the Government of the United States. 

Because of the importance of the arti
cle I referred to, I am inserting it in the 
RECORD: 

THE FEDERAL JUDICIARY--50 YEARS OF 
PROGRESS 

(By Tom C. Clark) 
As the Federal Bar Association celebrates 

its 50th year, it brings home to the minds 
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of us old-timers its many accomplishments. 
As an active member for thirty-two years 
I am proud of its record. It has been my 
good fortune to see the Association grow 
from a small group of a few hundred govern
ment lawyers to a distinguished association 
of thousands of members. But in my first few 
years as a member I learned from my work 
in the Association that in a fight strength 
counts more than size. The Federal Bar 
proved to be a fighter back in the early forties 
when it was the first bar association to inte
grate its membership. It had the courage 
and the will to fight for the right. Another 
reason for its phenomenal success is that it 
always looked to the opportunities offered 
by a. difficult problem rather than the road
blocks that stood in the way of its solution. 
At times this led to the building of castles 
in the air, but the Federal Bar always put 
foundations under them. Although, of course, 
it could not overcome the inevitable, the 
Association did not permit the inevitable 
to overcome it. The one lesson it taught its 
members was that the grandest life was the 
one that was spent for something that would 
outlast life itself. These are the things that 
make up its greatness. These are the reasons 
why every member always walks as if he 
had a flower in his lapel buttonhole or a cor
sage on her dress. On this golden anniversary 
we dedicate ourselves to a continuance of 
these principles. 

When the Federal Bar Association was 
founded, the uncertainty of the times was 
often tagged as "the winter of our discon
tent," a phrase that Shakespeare used in 
Richard III to describe the savage period of 
civil war in England. Now-fifty years later
we are disturbed by the disruption and vio
lence that recurringly erupts in our com
munities; of the galloping crime rate, the 
disrespect and distrust of constituted author
ity and the permissiveness of our society. As 
lawyers and judges, we are especially dis
turbed by the increasing disrespect, disorder 
and turbulence that has recently marked the 
sessions of our courts. If the rules of de
corum and the orderly procedure of the 
judicial process is permitted to be disrupted 
at the whim of a litigant or his counsel, then 
our free society will come to a sad and dis
appointing end. Likewise, the brutal and 
bizarre effort to free a defendant on trial in 
a California court points up the sad state of 
security in our courtrooms which resulted in 
the bloody toll of four dead, including the 
judge and the defendant himself. 

No clearer picture of the State of the Ju
diciary has been painted than that of our 
distinguished fellow FBAer, Chief Justice 
Burger, in his monumental address to the 
nation last month. Speaking of the federal 
courts he pointed out that they operate in 
a. supermarket age like a cracker barrel gro
cery store with the methods and equipment 
of 1900. And he pointed to the sad com
mentary that one C-5A military plane cost 
almost twice as much money as the entire 
expense of the federal court system for a 
whole year. Still the ccuntry continues to 
build C-5A's by the dozen, but fails to prop
erly staff the courts and afford its judges 
minimum protection from marauders. Only 
a few weeks ago while in the trial of a case 
in the United States District Court in San 
Francisco, a man in the rear of my court
room arose and in loud voice screamed blas
phemy at the witness on the stand and ran 
from the courtroom. The jury was disturbed 
as was the counsel in the case, but there 
was no bailiff or marshal in the courtroom 
and by the time I had dispatched the Clerk 
to fetch the intruder, he had disappeared. 
During the three weeks I have been on trial 
no bailiff or marshal has been assigned to my 
C"Urt. The clerk acts as crier, bailiff, clerk, 
law clerk, secretary and shepherd for the 
jury. 

It is true that the courts are, as the Chief 
Justice said, reeling under the impact of a 
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rising population, new statutory offenses and 
causes of actions as well as a tremendous in
crease in case filings. And, as he further 
said, procedural methods are archaic and 
must be drastically changed. Since his effec
tive statement of the situation and his strong 
voice for improvement, I am more encour
aged than ever before that we will overcome 
these difficUJltd.es. But it cannot be done with
out the help that he has so forcefully out
lined and requested. And that is where you 
come in. The Federal Bar must put its strong 
shoulder to the judicial wheels. 

'!'his is not to say that the courts-'both 
state and federal-have not made great prog
ress in the last fifty years, especially during 
the last decade. Indeed, the Chief Justice 
himself has contributed greatly to these im
provements for over a score of years. Let me 
mention only two programs. The first, which 
he chaired when he became Chief Justice, 
is the greatest advance in criminal law in 
this century-the ABA Standards for Crimi
nal Justice. He had worked diligently on 
them for over five years. The other, founded 
only last year, is the Institute for Court 
Management. It should give to the courts 
what they have long needed, i.e., capably 
trained administrators. The news media has 
failed to give these and other projects suffi
cient notice for the public to be aware of 
them. And the politicians have been so busy 
deriding the courts that they have not had 
time to give much assistance. The Congress 
did create the Law Enforcement Assistance 
Administration (LEAA) and we are hopeful 
that this year it will focus on court prob
lems, as it has in the past on the constab
ulary, and give us a. lift. This would af
ford opportunity for extending the existing 
programs, such as the organic reorganization 
of the state courts systems and procedures in 
the federal District Courts and the Courts 
of Appeals; the standardization of paper work 
and filing systems; the improvement of the 
procedures and techniques incident to trial; 
the expedition of trials and appeals of crimi
nal cases; the education and training of 
judges and their staffs; and the complete 
overhaul of our corrections system. All of 
these projects have been in progress for many 
years--especially during the last decade--but 
the funds have all come from private financ
ing and are wholly inadequate. The only ex
ception is the Federal Judicial Center, and 
its appropriation, over its three years of ex
istence, has run under a million dollars. Let 
us outline in short form some of the major 
accomplishments. 

The first dates back to the time of the 
founding of the Federal Bar Association. It 
is the Conference of Senior Circuit Judges 
organized in 1922 by Chief Justice Taft. It 
brought the Senior Judges of the Circuit 
into conference and gave opportunity to ex
change ideas and improve procedures. In
deed, the Federal Bar worked with the Con
ference in this regard and one of its accom
plishments was the creation of additional 
circuits and the adoption of the certiorari 
system presently in use by the Supreme Court 
of the United States. This Conference de
veloped into the Judicial Conference of the 
United States. In 1937 it sponsored the first 
compilation of federal civil rules, which be
came effective in 1938 as the Federal Rules of 
Civil Procedure. A few years later it secured 
the adoption of the first Federal Rules of 
Criminal Procedure. In the meanwhile at its 
instance the Congress created the Adminis
trative Office of the United States Courts 
in 1939. All of these things were momentous 
steps in the right direction. 

Men of vision-such as Arthur Vanderbilt, 
John J. Parker and Orie L. Phillips-began 
the extension of those improvements to the 
state courts. During the American Bar As
sociation presidency of Vanderbilt, the Sec
tion of Judicial Administration published 
a series of monographs on judicial adminis
tration. Judge Parker began sponsoring them 
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among the states. Vanderbilt organized the 
Institute of Judicial Administration at New 
York University where he was once Dean. 
Thereafter he edited and the Institute pub
lished the Minimum Standards of Judicial 
Administration, the only recognized work in 
the field. New Jersey, Vanderbilt's state, 
adopted a new Constitution in 1948 which 
streamlined its judicial structure and en
compassed the standards previously devel
oped by the Section. The Institute of Judicial 
Administration has been one of the most 
potent forces in judicial modernization, hav
ing established the first school for judges over 
fourteen years ago. 

Two other organizations have been very 
active in their respective fields. The Ameri
can Judicature Society was organized in 1913 
as a progressive movement to secure the 
adoption of the recommendations Roscoe 
Pound made in his famous speech on the 
present public dissatisfaction with the courts 
back in 1906. It founded a semimonthly legal 
publication originally known as the Ameri
can Judicature Society Journal and now 
called Judicature. This magazine has had a 
tremendous tnfiuence on court improvement. 
And no association has done more in the 
field of organic court structure; selection, 
tenure and compensation of judges; and ju
dicial discipline and removal than the.Ameri
can Judicature Society. Today, almost half 
of the states have a unified court structure, 
thanks to its efforts, and the nonpolitical 
selection of judges in over one-third of the 
states is largely due to it. Likewise, in recent 
years, it has been the catalyst in the adoption 
of procedures for the discipline and removal 
of judges for cause and for disab111ty. The 
second agency is that of the National Coun
cil on Crime and Delinquency. It has taken 
the lead in the area of corrections. Consid
ering its financing problems, this group has 
worked wonders in sentencing, parole and 
probation and related problems. 

The American Bar Association has also 
been active, especially during the past dec
ade, through its Section of Judicial Admin
istration. At the beginning of the sixties, it 
sponsored the Joint Committee for the Effec
tive Administration of Justice, a group of 
some twenty national organizations working 
in the field of judicial administration. It 
was funded by the Kellogg Foundation and 
conducted seminars for the judges of all the 
state courts of general jurisdiction. After 
three years of work the Committee organized 
the National College of State Trial Judges 
at the University of Colorado, likewise fi
nanced by Kellogg. Its first session was held 
in 1964 and accommodated one hundred 
judges from all of the states for a month of 
training. The next year the Fleischmann 
Foundation awarded a three million dollar, 
ten-year grant to the College, but terms of 
the Fleischmann Foundation trust require 
that all recipients of grants be based in Ne
vada, so the National College was moved to 
the University of Nevada. Fleischmann has 
since granted a. million dollar additional 
fund for a building for the College on the 
University of Nevada campus. The College 
has enlarged its activity to two thirty-day 
sessions each year with some 150 judges in 
attendance at each. In addition, 20 three
day seminars are yearly conducted in various 
parts of the country. The College is now be
ing organized into a national state court cen
ter that will service tpe judiciaries of all 
the states. 

In addition, the last decade has seen the 
development of the National Conference of 
State Trial Judges, the Appellate Judges' 
Conference, the National Conference of Spe
cial Court Judges, and the North American 
Judges Association. These groups are carry
ing on intensive programs in their respective 
fields. The North American group only this 
year, in association with the Judicature So
ciety, organized the American Academy of 
Judicial Education and held its first twelve-
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day training session last month. The Na
tional Conference of Special Court Judges 
also began a series of three-day conferences 
for its members. And the Institute for Court 
Management is presently conducting its first 
six-month session in Colorado. There, thirty 
carefully selected students are receiving in
tensive training in court management. 

Still another outgrowth of the Joint Com
mittee is the Conference of Metropolitan 
Court Judges which deals with special prob
lems of the heavy docket courts in the urban 
communities. Through this Conference the 
problems of congestion receive special atten
tion and new techniques are being developed 
to solve them. 

Returning to the federal system, the es
tablishment of the Federal Judicial Center 
was announced in late 1967 and started 
functioning in 1968. It was conceived by 
Chief Justice Warren and was promoted by 
the Judicial Conference of the United States. 
In the Congress, it was sponsored by Senator 
Joseph Tydings and Chairman Emanuel 
Celler. The Federal Bar Association took an 
active part in its organization. Indeed a 
number of persons in attendance here can 
take pride in its creation and present ac
complishment. No one has been more dedi
cated and dlligent on behalf of the Center 
than Miss Alice O'Donnell, who likewise has 
been active in the Federal Bar. And Miss 
Betty Baker, a former member of the Asso
ciation staff, has been most helpful to the 
Center. Without these two stalwart sup
porters, neither the Federal Bar nor the 
Center would be where they are today. 

The Center is less than three years old. 
Still it has induced more improvements in 
the federal judiciary than any agency in its 
history. During this short period the heavy 
dockets of six of the metropolitan courts 
have been switched from a central to an in
dividual calendar; two United States Courts 
of Appeals carrying the heaviest dockets have 
inaugurated screening processes; a model 
United States District Court paperwork form 
and procedure system has been perfected and 
is now being tested; an official Judge's Bench 
Book has been circulated; a data processing 
mechanism for metropolitan courts is being 
organized and a continuing program of edu
cation for judges, magistrates, clerks, proba
tion officers and referees in bankruptcy is in 
operation. There are hundreds of other ac
complishments. Time wlll not permit atten
tion to all O!f them, but I must mention one 
other. It is the reduction of backlogs and 
the accelerated disposition of cases, both 
civil and criminal. I am happy to say that 
we are making progress. A good example is 
the District Court for the District of Colum
bia. Recently, their entire criminal calendar 
was divided among nine judges who, during 
a three-month test period, disposed of 725 
cases, leaving a backlog of 1,277 cases (of 
which 320 were cases involving fugitives or 
those mentally committed). Dispositions 
were over twice as high as filings and the 
result was a reduction of 40.9 percent of the 
backlog. 

There is also a side benefit from the Cen
ter's accomplishment. It is a movement in 
the states to try out these new procedures. 
In both New York and Illinois, experiments 
are now being conducted in the state courts 
leading to a change in procedures. Indeed, in 
the Civil Court of the City of New York, tre
mendout progress has been made in recent 
months. This movement will soon spread to 
California, Texas and other states. 

In an address before the Federal Bar Asso
ciation at San Francisco on April 25, 1968, 
Mr. Justice Burke of the Supreme Court of 
California asked "Why ... should not a Na
tional State Courts Center be organized for 
the states along the llnes that the Federal 
Judicial Center serves in the federal system?" 
This sparked conversations that have now led 
to Resolutions by the various Judges Con
ferences requesting the establishment of 
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such a Center. It would have offices in Reno 
and Chicago as well as in Washington, D.C., 
thus affording close proximity to all of the 
states and atfording it access and cooperation 
with all organizations operating in the field 
of judicial administration. Its function 
would be to serve the states in a manner sim
ilar to that of the Federal Judicial Center in 
the federal area. In addition, the two Cen
ters would cooperate in oper81t1ons of mutual 
interest such as state prisoner habeas corpus 
applications in federal courts, etc. 

It would be most helpful if the Federal 
Bar Associat ion would otfer its cooperation in 
this endeavor. If you and others- join in the 
effort the prediction of Mr. Justice Burke will 
come true-that it will be but a short time 
until we have these two national judicial 
centers jointly attacking our seemingly end
less common problems to achieve the goal of 
rendering etfective justice in both federal 
and state courts and in every state in the 
Union. Until that goal is reached, our work 
will remain unfinished. 

Let us hasten; lest it be too late. I seem to 
feel death plucking at my ear and whisper
ing, "Hurry, I am coming." Let us remember 
life is not a goblet to be emptied, but a 
measure to be filled. I know that together 
ours will be filled to overflowing I 

MATERNITY CARE FOR WIVES OF 
SERVICEMEN 

HON. JAMES V. STANTON 
OF OHIO 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. JAMES V. STANTON. Mr. Speak
er, the bill I have introduced today would 
provide maternity care for the wives of 
servicemen who are pregnant when 
their husbands are discharged. 

This legislation fills a need that has 
left many former servicemen deeply in 
debt, often while they are still looking 
for a job. Under my bill, a couple would 
pay only $25 for complete maternity care 
at the hospital of their choice. The Fed
eral Gover nment would pay the balance, 
approximately $14 million annually. 

This bill has the bipartisan support of 
38 Congressmen, including many legis
lative leaders. About 18,000 of the 900,000 
servicemen discharged each year have 
wives who would qualify for these bene
fits, according to the Department of 
Defense. 

Under present laws, once a man leaves 
the service, there is no way he can get 
immediate maternity benefits. Veterans 
hospitals are usually too crowded to han
dle maternity patients. Private health 
insurance will not cover a woman who is 
already pregnant. 

As a result, an ex-serviceman faces a 
hospital bill of $800 or more at a time 
when he can least afford it. I believe the 
men who fought for our country deserve 
better than this. 

I introduced this bill after receiving 
a letter from the father of a Panna, Ohio, 
GI. Thomas M. Burke, 3995 W. 146th 
Street, Cleveland, wrote that his son, 
Steve, could not get insurance with ma
ternity coverage when he was discharged 
from the Army 3 months ago. 

Steve was still look{ng for a job when 
he was told the hospital would not re
serve a room for his wife without a $500 
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deposit. When a baby girl was born to 
the couple last Saturday, Steve said: 

I just hope Congress passes Mr. Stanton's 
bill so other guys won't have to go through 
the headaches I had. 

PLIGHT OF JEWISH CITIZENS OF 
THE SOVIET UNION 

HON. PETER W. RODINO, JR. 
OF NEW JERSEY 

IN THE HOUSE OF REPRESENTATIVES 
Tuesday, March 30, 1971 

Mr. RODINO. Mr. Speaker, I am in
troducing today a resolution to bring to 
the attention of the American public 
the horrifying plight of Jewish people 
in the Soviet Union. 

The increasing number of anti-Semitic 
practices by Soviet officials has gener
ated great dismay and outrage in this 
Nation and should be the concern of all 
people in the free world. It is a well
known fact that Soviet Jews have been 
subjected to religious, educational, and 
employment discrimination and have 
been severely restricted in their cultural 
endeavors by the Soviet Government, 
which "ihereby violates the Soviet Union's 
own code of behavior relative to nation
ality groups. Therefore, it is the moral 
responsibility of this Nation to exert dip
loma tic pressures on the Soviet Union in 
an effort to persuade them to cease their 
educational, religious, employment and 
cultural persecution of Soviet Jewry. 

In an attempt to acquire a human ex
istence, free from totalitarian oppres
sion, many of the 3.5 million Jews living 
in Russia have applied for visas to emi
grate from the Soviet Union. Their ac
tions, however, have been met with vari
ous forms of invidious conduct, ranging 
from outright denial of their applica
tions to imprisonment. 

It is, therefore, the purpose of this 
resolution to express the concern of this 
Nation about the grim future facing 
Russian Jews, by making it the sense of 
Congress that the President, through the 
proper diplomatic channels, shall en
courage and attempt to persuade the So
viet Union to permit persons of the Jew
ish faith to migrate to countries where 
they would be accepted and welcomed in 
the name of humanity and decency. 

Earl!er this month, 27 nations attend
ing the World Conference on Soviet 
Jewry in Brussels heard testimony to the 
effect that instances of anti-Semitism in 
the Soviet Union were greatly increas
ing. Jewish citizens of Russia are con
tinuously being harrassed in the exercise 
of their religious and cultural freedoms, 
which are guaranteed to them under 
Russian law. In addition, despite the con
servative estimate that 300,000 Jews 
would depart from Russia if they were 
so permitted, the Soviet authorities re
luctantly allow only 2,000 to emigrate 
annually. 

Recently, however, as a result of ad
verse world opinion concerning these 
harsh limitations on the number of Jew
ish emigrants, Moscow, albeit unwill
ingly, allowed 800 Jews to leave the 
country. This demonstrates that Moscow 
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is not totally immune to world pressures 
and emphasizes the need for passage of 
this resolution as a means of expressing 
United States public outrage at the mis
treatment of Jews in Russia. 

The United States, from its very in
ception, has strictly adhered to the prin
ciple that freedom of access or movement 
is a fundamental human right. Since this 
right is the cornerstone of liberty, it is 
essential to a free human existence. Like
wise, freedom from religious persecution 
represents not only a constitutional prin
ciple of our democratic society, but a 
basic humanitarian doctrine which 
should be observed by all nations, re
gardless of their structure. These two 
fundamental freedoms, which are basic 
to our system of government, are often 
taken for granted by many Americans. As 
a result, many of the people of the free 
world have remained indifferent and un
concerned about the problems of Jews 
in Russia. We, as a nation that cherishes 
the free exercise of basic human rights, 
can no longer remain apathetic with 
respect to the serious problems confront
ing Russian Jews. We must not allow 
ourselves to be stirred only occasionally 
by thoughts of 6 million Jews executed 
in Nazi conrentration camps or by news
paper accounts of 689 U.S. citizens ar
rested in peaceful protest against Soviet 
actions. 

As Americans, and not as members of 
a particular creed, racial or ethnic group, 
we must do all in our power to preserve 
man's basic rights and should publicly 
condemn any attempt by totalitarian 
governments to curtail these rights. 

It is for this reason that I have intro
duced this legislation. By requesting the 
President to exert diplomatic pressure on 
the Soviet Union to permit Jews to emi
grate from the U.S.S.R. to Israel or other 
countries willing to receive them, we will 
have taken a determined step forward in 
freeing the second largest Jewish com
munity in the world from the scourge of 
Soviet oppression. 

CLERGYMEN AND CONGRESSMEN 
MEET TO PLAN GRASSROOTS 
CAMPAIGN AGAINST CONTINUED 
U.S. INVOLVEMENT IN SOUTH
EAST ASIA 

HON. JOHN G. DOW 
OF NEW YORK 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 
Mr. DOW. Mr. Speaker, across the 

Nation there is a frustration which is 
growing like a cancerous sore. The peo
ple are confused and concerned about 
national policies which dictate an ex
pansion of a senseless war while ignoring 
domestic issues. 

When I first came to Congress in 1965, 
I was one of seven who opposed the U .8. 
involvement in Southeast Asia. That op
position is spreading rapidly. 

Now we need an increased effort at 
the grassroots level. As Members of Con
gress we should take a lead in bringing 
our convictions to the p.eople. We should 
restore leadership to this body. 

EXTENSIONS OF REMARKS 

This morning the gentleman from Ten
nessee (Mr. ANDERSON) helped to or
ganized a joint breakfast for Congress
men and clergymen opposed to the war. 
We hope this will be the start of similar 
meetings across the country to bring 
together a concerted effort. 

At the conclusion of this morning's 
meeting the following resolution was 
adopted: 

Considering the many reasons why the 
United States should withdraw from Viet
nam, and especially the moral reason, this 
joint gathering of clergymen and Congress
men advocates U.S. military withdrawal from 
Vietnam before December 31, 1971. We offer 
ourselves to go into the countryside carry
ing our convictions on this critical subject 
to the American people. 

One of the highlights of the breakfast 
meeting at the Church of the Reforma
tion on East Capitol Street near the Cap
itol Building was a report by the Rever
end William A. Banfield, elected head of 
the Presbyterian Church of the United 
States, who lead a 50-member delegation 
of clergymen and laymen to Paris last 
we.ek. 

Reverend Banfield met with all the 
delegations to the Paris peace talks and 
returned with definite recommendations. 
I would like to share his remarks with 
my colleagues and ask that each of you 
study them carefully: 

REMARKS BY THE REVEREND WILLIAM A. 
BANFIELD 

We are a group of 50 United States church 
men and women from nine denominations 
and two interdenominational groups, and 
from twenty states and the District of Co
lumbia. We went to Paris to listen and learn. 
We brought only our concerns and ques
tions, no petitions or proposals. . 

We were in Paris as members of the Chris
tian community, not as professional nego
tiators. While many in our group have ex
pertise in international affairs, that which 
binds us together as a group is not profes
sional competence in such matters but cer
tain religious and moral commitments. We 
share a loya.'lty to the God of justl.ce, Judg
ment, and mercy who demands that we love 
all our neighbors; commitment to our na
tion and concern for its integrity; anguish 
over what the war in Indochina is doing to 
our neighbors, our nation, and ourselves. 
Moreover, we share responsibility for all our 
nation has done and is doing: We are in
volved in the killing of every man, woman 
and child. Finally, we share a firm deter
mination to do all we can to stop the killing, 
work for peace and minister to the suf
fering. 

In Paris we had lengthy conversations with 
leaders of the official delegations to the Paris 
Conference on Vietnam from the four par
ties involved-the United States, the Repub
lic of Vietnam (South Vietnam), the Demo
cratic Republic of Vietnam (North Vietnam), 
and the Provisional Revolutionary Govern
ment of South Vietnam (PRG) . We also had 
conversations with Vietnamese Catholic 
priests, Buddhist monks, and former gov
ernment officials as well as with repre
sentatives of the Sihanouk government, 
French scholars and journalists, and other 
parties. We want to convey to our fellow 
Americans some of our convictions formed 
or intensified as a result of our conversa
tions. 

FIVE CONVICTIONS 

1. The brutal war in Indochina must be 
stopped now. :Millions have been killed or 
wounded. Millions more have been uprooted. 
Homes, fields, and forests have been de
stroyed. Societal structures have been un-
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dermined. A whole generation has known 
nothing but war. People have suffered 
enough! From all groups with whom we 
talked-regardless of their political stance-
came the same agonizing cry: "Stop the kill
ing!" This cry must be heeded. 

2. No acceptable military solution to this 
conflict- including "Vietnamization"- is 
possible. Each side firmly believes that tts 
cause is just. Thus, despite war-weariness, 
each side is prepared to fight as long as 
necessary. "Vietnamization"-the provision 
of arms for Asians to kill other Asians-wlll 
not resolve the political confiict that under
lies the war. Moreover, "changing the color 
of the corpses" is morally repugnant to us. 
If this brutal confiict, which began more 
than a quarter of a century ago, is not re
solved through political negotiations, it 
could continue indefinitely. 

3. Attitudes and methods of negotiation 
must change if a political solution is to be 
possible. Just as each side to the confiict 
believes that its cause is just and the others 
unjust, so each side in the negotiations feels 
that its offer is reasonable and the other's 
unreasonable. Moreover, the very style of the 
negotiation talks--with no chairman, no 
mediator, no exchange of notes, and no pri
vate meetings-severely limits the possib111ty 
of genuine dialogue. }:t is our feeling that 
because the United States is the only party 
who at the present time is willing to talk 
to all delegations, it should give the peace 
talks a much higher priority, and authorize 
its delegation to take initiative in fac111tat
ing negotiations. 

4. A pledge by the United States to with
draw all of its troops from Indochina by a 
certain date would be a highly significant 
contribution to the negotiations. Both the 
date and manner of withdrawal ought to be 
negotiated. We have concluded that the basic 
concern of the PRG, North Vietnam, and 
many other Vietnamese with whom we talked 
is that the U.S. military forces agree to leave 
their land. Our government has already con
tributed hundreds of thousands of men and 
billions of dollars over a ten-year period in 
fulfillment of whatever commitment it may 
have made to the 8a1gon government. The 
demand that our government now declare its 
intention to withdraw does not seem to be 
unreasonable. 

5. The only way to secure the release of 
prisoners of war is through a political settle
ment. The only way to secure that political 
settlement 1s to pledge to withdraw U.S. 
forces. The PRG and North Vietnam have ex
pressed their willingness to discuss the re
lease of all Prisoners as soon as the United 
States sets a date for the withdrawal of U.S. 
forces. While the opposing parties to the ne
gotiations have strong reasons based on his
tory to doubt the veracity of each other, the 
historical precedent on the release of pris
oners is clear. Within thirty days after the 
signing of the armistice between the French 
and the "Viet Minh" in 1954, the French 
soldiers held by the Viet Minh forces were 
released. We share with many others a pro
found concern for the prisoners being held 
by al lsides in the war and for their families. 
It is our firm conviction that the President's 
intention to leave a U.S. mllltary force 1n 
Vietnam so long as U.S. prisoners are held is 
inevitably self-defeating. 

APPEALS FOR ACTION 

In light of our moral commitments and 
these convictions, we make these appeals: 

1. We appeal to the President and to the 
Congress to declare immediately their pledge 
to withdraw unconditionally all U.S. mllltary 
forces from Indochina in the 1mmed1ate 
future. 

2. We appeal to the President to add credi
bility to this pledge and to bring a major 
part of the kUling to an end by directing all 
United States air, naval and ground forces 
in Indochina not to drop bombs or to fire 
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weapons except in response to direct attack. 

3. We appeal to our government to initiate 
immediately at the Paris Conference negotia
tions on the timetable for the pledged with
drawal of all United States military forces. 

4. We appeal to all of our fellow church 
men and women to join us in calling on the 
President and the Congress to take these 
steps immediately. 

Tomorrow, Mr. Speaker, the caucus of 
Democratic Members of the House is 
scheduled to meet and vote on a resolu
tion giving our support to a "sense of 
Congress" resolution to withdraw all 
American troops from Vietnam by the 
end of this year. 

While I and many others would pre
fer an early deadline, this is one that has 
gathering support. Such a pledge would 
move the Paris negotiations off dead 
center. 

The fact that this resolution is being 
seriously considered for action on the 
floor is strong evidence that the Amer
ican people generally believe we have 
more important problems to solve at 
home than we have in Southeast Asia. 

Once again, I would like to say that I 
and many of our colleagues here are 
ready and willing to go out and meet 
with the people at the grassroots level 
and I would strongly urge other Mem
bers to do so. Such action would be a step 
in restoring the faith and trust of the 
people in our legislative branch. 

SHORTAGE OF MEDICAL 
FACILITIES 

HON. JOE SKUBITZ 
OF KANSAS 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. SKUBITZ. Mr. Speaker, we are 
rapidly approaching a crisis in medical 
education in the United States. School 
facilities to educate and train future 
doctors are totally inadequate. Hundreds 
of dedicated young men and women, 
anxious to become physicians and alle
viate the sufferings of a large part of our 
population that requires more and more 
care, are denied the opportunity to at-

tend medical schools of their choice, or 
indeed any medical schools in this coun
try. 

In my own State of Kansas, sharp 
restrictions on enrollment in the State 
university medical school have deprived 
a substantial number of K ansas young 
people of an advanced professional edu
cation. Indeed, it is a sad commentary 
on this great and rich Nation that scores 
of young people have found it necessary 
to go to foreign countries to gain a medi
cal education. For example, in a medical 
college in Mexico, more than 80 percent 
of the medical students are from the 
United States. I regard this as deplor
able. 

I am, therefore, today introducing a 
joint resolution which would require the 
Veterans' Administration to establish a 
pilot program to assist in the establish
ment of new State medical schools. In 
so doing I am joining the distinguished 
chairman of the Committee on Veterans' 
Affairs, who proposed an identical bill a 
few days ago. It is an honor to follow the 
gentleman from Texas. I sincerely hope 
that his committee will promptly move 
our resolution forward to enactment. 

PROPOSED AMENDMENT TO 
H.R. 6531 

HON. SAM GIBBONS 
OF FLORIDA 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. GIDBONS. Mr. Speaker, in ac
cordance with clause 6 of rule XXIII of 
the Rules of the House of Representa
tives as amended by the Legislative Re
organization Act of 1970, I am inserting 
at this point in the CONGRESSIONAL REC
ORD an amendment to H.R. 6531, the 
Military Selective Service Act Amend
ments of 1971. It is my understanding 
that under this rule, I will be entitled 
to 5 minutes in which to explain my 
amendment even if the Committee of 
the Whole agrees to a limitation on de
bate time. 

The text of the amendment follows: 
AMENDMENT TO H.R. 6531, As REPORTED 

OFFERED BY MR. GIBBONS 
Page 11, between lines 22 and 23, insert the 

following: 
"(25) By adding immediately before section 

17 the following new section: 
"'SEc. 16a. No person who is inducted after 

June 30, 1971, for training and service under 
this title may be used in combat or deployed 
to a combat zone outside the United States 
unless at least one of the following shall 
have occurred: 

" ' ( 1) The President has declared that an 
armed attack has been made upon the United 
States. 

"'(2) The President has declared that an 
M"med attack on the United States is so im
minent that full mobilization of the armed 
forces ls required. 

"'(3) The Congress by concurrent resolu
tion authorizes such use and deployment of 
persons inducted under this title and direct s 
that a full mobilization of the armed forces 
be effected. 

"'(4) The President has requested that 
Congress declare war, but the authority to so 
use and deploy inducted personnel pursuant 
to this clause shall expire at the close of the 
30th day after such request was made if the 
Congress has not declared war on or before 
such 30th day. 

"'(5) The Congress has declared war. 
" (6) Such person consents to such use 

and deployment in such written form as 
shall be prescribed by the Secretary of the 
military department concerr.ed.'" 

MAN'S INHUMANITY TO MAN
HOW LONG? 

HON. WILLIAM J. SCHERLE 
OF IOWA 

IN THE HOUSE OF REPRESENTATIVES 

Tuesday, March 30, 1971 

Mr. SCHERLE. Mr. Speaker, a child 
asks: "Where is daddy?" A mother asks: 
"How is my son?" A wife asks: "Is my 
husband alive or dead?" 

Communist North Vietnam is sadisti
cally practicing spiritual and mental 
genocide on over 1,600 American prison
ers of war and their families. 

How long? 

HO·USE OF REPRESENTATIVES- Wednesday, March 31, 1971 
The House met at 12 o'clock noon. 
The Chaplain, Rev. Edward G. Latch, 

D.D., offered the following prayer: 
Acquaint now thyself with God, and 

be at peace: Thereby good shall come un
to thee.-Job 22: 21. 

Eternal Father, without whom we can 
do nothing wisely and with whom we can 
do all things worthily, unite these leaders 
of our people in the true way to achieve 
justice in -our Nation and peace in our 
world. 

During these Lenten days we renew. 
our prayer for our President, our 
Speaker, these men and women who rep
resent our Nation, and all who work with 
them. May Thy providence watch over 
them, Thy spirit sustain them, and Thy 
wisdom guide- them that with a high in-

~ tegrity of. purpose they may meet the 
dimcult demands of these troubled times. 

CXVII--553-Part 7 

Help each one of us to live this day 
without sin, and may Thy mercy be upon 
us as we trust in Thee. In the spirit of 
Christ we pray. Amen. 

THE JOURNAL 
The SPEAKER. The Chair has ex

amined the Journal of the last day's 
proceedings and announces to the House 
his approval thereof. 

Without objection, the Journal stands 
approved. _ 

There was no objection. 

PERMISSION FOR COMMITTEE ON 
APPROPRIATIONS TO FILE PRIV
ILEGED REPORT -

Mr. NATCHER. Mr. Speaker, on behalf 
of the gentleman from Pennsylvania <Mr.-

" FLOOD) I ask unanimous consent that the 
Committee on Appropriations have until 
midnight tonight to file a privileged re
port on the appropriation bill tor the 
Office of Education and related agencies 
for the fiscal year ending June 30, 1972. 

Mr. JONAS reserved all points of order 
on the bill. 

The SPEAKER. Is there objection to 
the request of the gentleman from Ken
tucky? 

There was no objection. 

CALL OF THE HOUSE 
Mr. HAYS. Mr. Speaker, I make the 

point of order that a quorum is not 
present. 

The SPEAKER. Evidently a. quorum is 
not present. 
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