Complementarities between DOT’s DB1B Survey and DOC’s SIAT
The Department of Transportation’s Origin and Destination Survey, or DB1B Survey, is the standard data source for researchers from industry, government and academia to study topics related to the airline industry.  Recent notable studies include GAO (2013, 2014), Ciliberto and Williams (2014), and Snider and Williams (2014).  Despite its widespread use, the DB1B survey has many shortcomings, which have limited research on a variety of topics that are of substantial importance and interest. 
The DB1B survey includes information on passengers’ itineraries: fare paid, connections made in route to final destination, identity of operating and ticketing carrier, and quarter in which travel occurred.  Yet, there are many useful items that are not reported: actual date of purchase and travel, reason for travel (business, leisure, etc), method of purchase (travel agent, pc, etc), and passenger demographic information (race, gender, nationality, income, etc).   The Survey of International Air Travelers (SIAT), conducted without interruption for over 30 years by Office of Travel & Tourism (OTTI), which was recently renamed the National Travel & Tourism Office (NTTO), includes nearly all the information in the DB1B survey along with each of these important omitted factors for a sample of international passengers.  The SIAT is also conducted on all foreign carriers, a major advantage over the DB1B which only covers foreign carriers as part of a code-share route.
[bookmark: _GoBack]Currently, the NTTO’s SIAT is vastly underutilized by researchers, both in academia and industry, while government agencies, including the Bureau of Economic Analysis (BEA), Center for Disease Control (CDC), and Department of Homeland Security (DHS), use the data regularly for a variety of purposes.  The additional information in the SIAT represents opportunities to provide crucial and direct insights into the airline industry that are not possible with the DB1B survey, as well as tangential economic issues like international flows of human capital.  The very clear complementarities between the SIAT and the DB1B also represent a missed opportunity for intra-governmental cooperation in conducting two separate surveys in isolation.  Our goal in the remainder of this brief is to provide evidence that, despite its modest sample size, the SIAT provides reliable and useful information that complements the much larger scale DB1B survey.  
To demonstrate the information from the SIAT that provides the most value in complementing the DB1B, we provide descriptive statistics on air fares for different groups of passengers from the 2009-2011 SIAT.  The lack of this type of information in the DB1B has left many well-known hypotheses from economics regarding how fares should vary with passenger characteristics untested.
First, in Table 1, we present the average fare paid by all passengers using different methods to purchase their ticket.  The patterns are quite intuitive and consistent with economic models of consumer search that result in price dispersion.  Passengers purchasing their ticket through an agent or their employer pay the highest fares, while those purchasing through travel clubs, an airline, or using their PC pay fares that are 30% less on average.  
	Table 1: Average One-Way Fare by Method of Purchase

	 
	Average Fare

	How did you purchase your tickets?

	Agent    
	      722

	Club     
	      596

	Airline  
	       567

	Employer    
	       960

	PC       
	       515



Second, in Figure 1, we break down the average fare paid by the reason for travel (business or leisure) and the number of days in advance of travel that the ticket was purchased.  Given the results in Table 1, it is expected that those traveling for business purposes pay more.  Additionally, fares should rise for all passengers as the date of travel nears, since capacity becomes scarce and the composition of passengers likely shifts to more inelastic business travelers, as simple economic models of intertemporal price with capacity constraints would predict.  



Figure 1: Average Fare by Time Before Purchase and Reason for Travel
[image: A description...]

Figure 1 suggests that the composition of passengers likely changes as the date of travel nears, from leisure or planned travel to business or unplanned travel, since fares rise rapidly near the flight date, consistent with more inelastic demand.  Figure 2 presents the proportion passengers traveling for business, and all other reasons, by the number of days that the ticket was purchased in advance of travel.  This confirms that almost no business travel is booked 90 days in advance, while in the week before the flight, almost 40% of purchases are for business travel.  The ability to explain pricing dynamics in the airline industry are a significant advantage of the SIAT relative to the DB1B.    
Finally, we also have a substantial amount of demographic information about each of the passengers.  This information is useful for testing economic models of consumer search and oligopoly pricing, which predict that fares should be related to demographic information of passengers.  For example, higher income passengers would face higher fares, since these passengers have a greater opportunity cost of time and would search less for lower fares, and markets with a higher-income population would permit airlines to higher prices, all else the same.  
Figure 2: Proportion of Passengers by Reason for Travel
[image: A description...]
Table 2 reports average fares by passenger income.  Consistent with predictions from economic models, we find a strong positive monotonic relationship between the income of the passenger and the fare paid.   The average fare for those passengers with income over $200,000 is 32.5% greater than the average fare for those with incomes less than $60,000.  
	Table 2: Average Fares by Income

	Income 
	Average Fare

	less than 60,000
	567.18

	60,000 - 120,000
	598.64

	120,000 - 200,000
	656.77

	over 200,000
	749.58



Each of the Tables and Figures above confirms the usefulness of the SIAT survey for researchers from government, academia, and industry.  The scale of the SIAT is limited (0.2% of international passengers) is, due to its scope and detail as well as the care with which it is conducted, but the information it provides can’t be found anywhere else, including the DB1B.  The complementarities between the two surveys represent a great opportunity for cooperation to improve both. 
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