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BEFORE TEE PUBLIC UTILITIES COMMISSION OF‘IHE'STATE,OF\CALIFORNIA 3

Decision No. 73850

épgémtiondzf SOUTHERN PACIFIC g o .
0y to discontinue the oper- - son. No. 496
ation of passenger trains Nos. 75 ) pﬁg%ri?é;’ég;bgﬁ'l 9,1327--
and 76 between San Francisco and g >
Los Angeles. - o

Chaxles W. Burkett and Hexbert A, Waterman,
for Southern Pacific Company, applicant.

Jawes E. Howe and George W. Baliard, for
Brotherhood of Railroad Trainmen;
Charles E. Porter and Donovan P. Anderson,
tor Orxder of Railway Conductors and prake-
men; G. R. Mitchell and J. J. Willey, for
Brotherhood of Locomotive Engineers;
Victor E. Garwecod, for Sierra Club; Paul L.
McKaskle, 1o his own behzlf; Ralph PaZey,
for Lompoc Valley Chamber of Commerce; and
M. Dwain Swith, for City of Tehachapi, v
protestants.
L. (Jim) Evans, for B.L.F. & E. State Leg-
islative Board; Charies H. Purkiss, for
Brotherhood of Railway Clexrks; lbomas M.
0Connox, William C. Taylor and Robert R.
Laughead, for the City and County of San

rancisco; James M. Cooper, for San

Francisco Cheamber of Commerce: Edward F.
_?uckner, foxr County of Santa Baxbarz;
darold W. Kenmedy by Raymond W. Schneider
2ud Edward 4. Nuzent ,—:?ﬁ:m
Los Angeles; Kennmeth C. Delamey, for Los
Angeles Area Chamber of Commezce; Edwaxd I.
Blincoe, in his own behalf and for Utility
Users League of California, interested
parties. ‘ o o

John C. Gilman, Counsel, for the Commission
statt. ‘

OPINION
Southern Pacific Company, hexeinafter called Southern
Pacific, filed its application herein to discontinue the operaticn
of its passenger Traims Nos. 75 aad 76, he'_reinéfte:": called the

Lark, between San Frzncisco and Les Angeles on September 1, 1967.

-1~




On October 16, 1967, the Commission held a hearing.béfore‘

Examiner Cline on the motion of the staff for am interlocutory
order filed October 2, 1967, and the Cormission issued an inter-
locutory order, Decision No. 73213, on October 17, 1967, requiriag
Southern Pacific, either by amendment to its application-or By
advance distribution of proposed exhibits, to provide detailéd,
statements of certain specified information on_or‘befbre October 27,
1967. Pursuant to said decision Southern Pacific'madé;an advance
distribution of proposed exhibits.

Public hearings on this application were held before
Commissioner Gatov and Examiner Cline in‘SanuFrancisco\oﬁ |
November 15 through 17, 1967. Commissioner Bennett was in attend-~
sace at the San Francisco hearings. Further hearings were held
before Examiner Cline in Santa Barbara on Nbvembér 20; and in Los
Angeles on November 21 and 22, 1967. Near the conclusion of the
hearing in Los Angeles the counsel for the Commission staff moved
to dismiss the application on $he-basis of DecisionsNb,i709395
in Application No. 48219, and Case No. 7378. The motionm was taken
undexr submission. The entire matter was taken.under éubmission
at the conclusion of oral argument before the Commission en.banc
and Examivex Cline on December 19, 1967.

Brief Description of the
Southern Paciftic Lark Txains

The Southern Pacific Lark Trains Nos. 75 and 76 provide

overnight service between San Francisco and Los Angeles along the
Coast Route with stops at intermediate points. These trairs have

a departure time of 9:00 p.m. and an arrival time of 8:30 a.m.
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In 1949 the Larks were advertised as the finest ovéfnight
trains in America. The average comsist at that time and‘unti1 1956
was two head-end caxs, 13 to 15 sleepers and a triplé unit:diner-
lounge. The Oakland-San Jose section of the train had a buffet
loumge. During the year 1956 two coaches and a smack lounge'weie
added to the Lark comsist and two sleepiﬁg cars were\remoﬁed.

In 1957 the Starlight overnight coach trains we:e‘con-
solidated with the Lark trains, and the consist‘of'the<tark trains
was increased by ome head-end car and additional coaéhes; This
change was accompanied by the reduction of pullman cars from an
average of 10 prior to the cbnsolidation‘to au averagg of-sevén'
in 1959. | ” |

Tn 1960 the Commission granted Southern Pacific Company
authority to discontinue the Oakland?San Jose portion of the”~ark
and required conmecting bus service between the 3rd and *ownsend
Street Station in San Francisco and the 16th Street Statmon in
Oakland. This change was accompanied by the further”reductlon of
one pullman ¢ar. | | | _

In September 1963 one unit of the trlp-e-unat dxner was-
converted to a lounge for coach passengers; and 1n‘March 1564
when the triple-unit car was opened both to first-class and coach
passengers, one car for coach dining was removed.

During 1967 the cancellation of the United States mail
contract resulted in the removal of the R.P.O. cars from the Lark.

The counsist of the Lark trains or September 30, 1967 included ome

bead~end cax, two coackes, two puliman cars aod oue dimez~lounge,

or a total of six cars.
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By Decision No. 70939, issued July 1, 1966, the Commis=
sion denied Application No. 48219 of Southerm Pacific to discon-
tinue the Lark and ordered Southern Pacific to take neceésary
steps to imprbve the on-time performance of the Lark Tfain No. 76
and to do all things necessary to provide sufficient pulimen and

coach accommodations in compliance with the provisions of Decision -
No. 55202.

Southern Pacific Estimates of the
Results o< Operating the Lark Trains
and of their Discontinuance

The assistant to the manager employed in Southern
Pacific's Bureau of Tramsportation Research testified regarding
the revenues and expenses of Traims Nos. 75 and 76 which are shown
in Exhibit No. 37. The costs were developed by the "Directly
Assigred and Unit Cost Method" described in Exhibit No. 39; Cer-
tain expénses such as wages and fuel were identified directly with
the particular trains under study. To these directly associated
items of expense were added costs covering_expenseé which, théugh
not directly related to the particular trains, were 1egitiﬁate ’
charges that should be apportiomed thexeto. This was aCcthLiéhed
on & unit-cost basis in accordance with the amount of work dome,
the unit costs being: gross ton-miles, locomotive umit-miles,
yaxd engine miles, train miles, and car-miles. Unit costs appli-
cable to commute service were excluded. |

In developing the unit costs, the accounts as reported
to the Interstate Commerce Commission were separated into two
groups: (1) the variable costs, or.those wbich vary wiﬁhnbusiness
volume; and (2) fixed costs, or those which would be incurred if
no traffic were handled. The variable expenses only were assigned
to the sexvice units. | | a
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~ The following tabulation of revenmues and expemses appears

in Exhibit No. 37:

REVENUES AND EXPENSES OF TRAINS 75-76.
BETWEEN SAN FRANCISCO AND LOS ANGELES

Actual for' '

12 Mounths:

Deseription . 5/66 - 8/67 :

Revenues

Passenger . . . . .. : 3
Maf

Other 'irénépért.:aaién.
Dining and Buffet . .
Total Revenues .

A

E ses

Wages - Train and Enginemen . .
¢ing - Diesel Locomotives.
Servicing - Passenger Cars . .
Repairs - giesel Lococmotives ‘;
Repairs = Passenger Cars . .
Swgﬁ:ching 8 .
Maintenance of Way and Structures
Dining and Buffet Service . '
Station euployees v o v e o o
Non-operating employees' wage
increase lines 7-13 . . . . .
Hegl_tlsz and Welfare for lines _
et * ® P 9 e e e s ee e e
Payroll Taxes for lines 6-15 .
IxainFuel . . v o 0 o o . - .
Depreciation-Diesel Locowetives
Depreciation-Passenger Cars . .
Interest -Diesel Locomotives
Interest -Passenger Caxrs . .
Passenger Bus and Baggage Truck
ce - - .Y - - L] * .A - - -
Pullman Company o o o o o o . .
Joint Facilities (LAUPT) . . .
Sulgfggal Expenses on lines
Net Profit or (Loss) before
Expenses on lines 29-36 . . .
All Other Tramsportation . . .
All Other Maintenance of Equip-
m&t - - - - L J L - - - L 4 L 4 -
General - - - - - - - - L -» L J -»
Haul of Compeny Material . . .
Non-operating employees' wage.
increase lines 29-32 ., . . .
Health and Welfare for lines.
29“32rt.¢--ooacoc‘.
Payroll Taxes for lines 29-32
Suggoggl Expenses on lines
Net Profit ox Loss . . . . . .

(Red Figure)
-5

573,606

4,400
57900

415,300
61,500

192,700

251,500
40,500
33,800

108,700

76,800
142,500

32,000

28,800

96,000
76,100
69,800
48,800
6,200
25,400

8,600

150,400

182,600
2,186,200
066,000)"
(_1’ 34,400
18,600
34,400
20,000
4,200
2,100
7,060

120,700
x,186,700) -

Estimated
Year 1968

. $ 488,100

85,000

44000
48,000
525,300

IV

417,600
55,600
113,800 -
174,200
184,100
38,000
32,000
85,400
63,200
142,500,

26,400 o

25,700
85,800
59,500
63,100
34,200
3,600
9,300

8,700

'133,400

i

1 ,éék.‘,e_oo- .

,269,100)
30, $00-

15,000

30,300
17,700

3,600
1,900

6,200

105,600
@,374,700)




Exhibit No. 12 of Southern Pacific shows the amnual and

cunulative results of Operatidn of Trains Nos. 75 and 76 during

the period 1953 through June 1967, as follows:

Amnual Results for Trains Nos. 75 and 76

to June

1953 . $ (305,359)
1954 (468,330)
1955 (389,420)
1956 (926,370)
1957 (701,639)
1958 (610,718)
1959 (730,803)
1960 (823,439)
1961 (653,605)
1962 (399,711)
1963 (514,649)
1964 (847,456)
1965 (1,036,162)
1966 © (1,100,096)

First

6 mos. 1967 (566,186)

(773,689)
(1,163,109)
(2,089,479
(2,791,118)
(3,401,836)
(4,132,639)
(4,956,078)
(5,609,683)
(6,009,396
(6,524,043)
(7,371,499)
(8,407,661)
(9,507,757)

(10,073,943)

(Red Figure)

Exhibit No. 49 introduced By'Southern Pacific‘develops ,
the increase in estimated net profit om the Coast Daylight-Trains
Nos. 98 and 99, which would result from the shift of passeagexrs
to these trains by reason of the discontinuance of the'LarkTiains

- Nos. 75 and 76, as follows:
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EFFECT OF DISCONTINUANCE OF
TRAINS 75-76 ON TRAINS 98-99

IWELVE MONTHS

Description , | Increasc
Revenues

Passenger . . . .
Mall and Express
M%age - L > - -
Newspapers . . .
Dining and Buffe

Total Revenues

$ 150,000

.506 ‘
1,900
29,000

.IEIfSUC" 

LI B T A

ses

Wages - Traip Baggageman and Chair Car Porter 32,100
Sexvicing - Passenger Caxs . e - 8,100
Repairs - Passenger Cars . 23,400
C&Su&lties *® ® & & & & o @ - 500
Switching . » v v ¢ ¢ ¢ o . . 900
Maintenance of Way and Structures . 5,200
gining Bngiguffetl. - -'o L ino' - 1 20,000
on-opera exployees’ wage increase .
8-13 a.?....--'nooo‘ 1,500
Health and welfare for limes 7-14 1,800
Payroll taxes for limes 7-14 . . 5,900
T!.'ain fuel *« ® o o & o @ o‘ - - 3,600
Depreciation, Passenger Cars . 5,100
Joint Facilities (LAUPT) . . . . 13,900
Subtotal Expenses on lipes 7-19 'I?Z',','UO'O'

Negszgfit or (Loss) before Expenses on

¢t s ¢ 2t 4 0. De .0 & &
L]

All Other Maintenance of Equipment
All Other Tramsportatiom . . . ..
naffic and ’ Generﬂ - L - L J - L] .‘ L]
Haul of Company Mgt:erial.. e e e o s s
Non-operating employees' wage increas
Healtlgegnd ngfare for lineg 22-26 . .
Payroll Taxes for limes 22-26 . . . . ‘
Subtotzl Expenses on lines 22-28 : 7,100

Net Profit or 1oSs . ¢ v v o v « « : '  $"5‘2','40'O-'

Statisties

Head-end car miles “ - . . 1-34“,4205_: '
Chair car miles .. . . _ 114,680

Total car miles DI 245,100




The Southern Pacific witness testified that’théyfeedér
value of the Lark trains was small in comparison with the Coast
Daylight and San Joaquin Daylight trainms, because‘the‘Lark'does.not
provide a direct commection at Los Angeles with the ééstbdugd*trains
and it does mot provide a commection in San Fraﬁciscofwith'Soﬁthern,
Pacific's service between Sau Francisco and Portland. The witness'
estimate of the annual loss of such contr1butive revenue which
would result from the dxscontinuance of the Lark trains, “s shouwn
on Exkibit No. 14, amounts to $7,638.

Southern Pacific's Exhibit No. 47 was introdgced to show -
the value of Trains Nos. 75 and 76 in providing‘transpértation for
employees travelirg on company buSiness. The following estihates
are taken £rom this exhibit: | |

Annual
Value

Freight Train Crews
on Company Business

Other Employces on
Company Business
Total

The Staff's Estimates of the
Results of Operating the Lark
Trains and their Discontinuance.

Exhibit No. 46 which was presented by the-Commiééion
staff shows the estimated results of Operétion on an out-of-pocket
basis for Trains Nos. 75 and 76 for ome year based on current opex~
ations. The expenses included in the out-of-pocket e#timatesvw¢rev
those expenses which would be saved if the operation of the trains
were discontinued. Most of the expenses were computed by using

unit costs which were developed by spreading the variable portionS'

of system expepses over system service units. The system expenses’

-




and system service units were obtained from Southerm Pacific

reports. The following tabulation is taken from Exhibit No. 46.

ESTIMATED RESULTS OF OPERATION ON OUT-OF-POCKET BASIS
TRAINS NOS. 75 and 76 ~-- ONE YEAR CURRENT OPERATION

sLine:
: No.: Reference Item Amount

&) ) | )

Revenue

- -
- -
- -
- -

Passengex’ : .$‘ 544;900‘.
Mail 85,000
Other Tramsportation 4,400
Dining and Buffet 48,000
Feeder Value 32,300
Lines 1 to § Total Revenue 714,600

Table II .
Line 36 Total Out-of-Pocket Cost 1,597,700

Line 6 Net before Adjustments
Less Line 7 and Taxes ‘ :

(883,100)

Adjustments

Haul of Company Materials (7,800)
Reduced Fare Passengers 52,700%
Lines 8 to 10  Net before Taxes (838,200)
Income Taxes | 432;900”,
Lines 11 and 12 Net after Adjustments L
and Taxes (405,300)_
(Red Figure)
* Credit to passenger operation for tranSpér-

tation service provided for the freight
operation without chaxge or at reduced fares.
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Differences between the Southern Pacific and
the Stafr's Estimated Results of Operation of
the Lark Trains and or their Discontinuance

In estimating reverues for the year 1958 the Southern
Pacific witness projected a further reduction of 15 percent over
the actual revenues for the period shoﬁpvin its exhibit. The test
year which the staff witness used was b&sedvon a six months préjécé
tion from September 1, 1967. As the downtrend has been abbut '
10 percent per year this resulted in a Sfperceut‘reduétion‘in reve-
nues. 1If the staff had projected the reduction in revenues to the
end of 1958, the reduction would have been 13.3 percent compared'to¢
Southern Pacific’s 15 percent reduction.

The staff estimated that the loss of contributive or feeder
revenue f£rom discontinuance of the Lark trains would be'$32;300-és
compared to Southern Pacific's estimate of $7,638. Both started
with the same feeder revenue figure but the Southern Pacific esti-
mated that only 20 percent would be'lost,.whereaﬁ thé staff’esti-

- mated 50 percemt would be lost. | | |

The Southern Pacific's Exhibit No. 47 showed $28,686 addi-
tional expenses would‘be'incuxred in furnishing\tranSporﬁation to
cmployees on company business who rode the Larks on passes. The
staff estimate of $52,700 was based on 90 percent of the valué of
passenger services furnished without charge or at reduced~fares
whether the passengers weré‘on company business or mot.

Turning to expenses, we find that Southerﬁ‘Pacific computed
the Los Angeles Union Passenger Terminal expemses to be $138,000.
The staff determined that only 30 pexcent of thisﬂamouptvwas var-
iable, and although the 70 percent nonvariable poxrtion of thesé
expenses would be passed on to other users of the terminal, the
nonvariable portion should not be considered as being saved.

Southern Pacific included $13,000 interest on locomotives

and passenger cars in its estimates. The staff omittedvthe:interest_

-10~
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on the ground that such interest is not properly inCluddb1e in an
out-of-pocket cost study. .

The Southern Pacific used a 16-year life,‘whefeas.the.‘ |
staff used a 25~year life in computing depreciation'On'locb&ocives.
For locomotive repgirs Southern Pacific used a recorded figure and
spread the costs on the basis of diesel unit miles. The staff
witness pointed out thet the diesel unit in‘freight'serviée héuls
approximately 900 tons per unit as compared to 250 tons per wnit in
passenger sexvice, and for that reason he was of the dpinion_that
diesel unit miles should not be used. The staffjreduced“thé*;ecorded
costs for locomotive repairs by 25 percent, because the staff in
prioxr studies had determived that Southern Pacific's unit cost for
locomotive repairs is comsistently higher than that of other Western
railroads. The adiusted cost was distributed on the basis of ton-
nage hauled by using locomotive gross ton miles and trailing gross
ton miles. | | |

For station employees ﬁhe-Southern Pacific shbwédv$142;500;'
whereas the staff estimate wés reduced to $87,600 thréﬁgh the elimi-

naﬁion of three mail and baggage handlers in San Francisco because
of the loss of the mail contract and the elimination of a rate

revising clerk at Ventura.

In computing income taxes the staff allowed 7'perceﬁt for

California franchise tax. After decucting the franchise tax from
the net before taxes an additional 48 percent for Federal income

tax was deducted f£rom the balance; The total effective‘cax*rate‘for
both taxes deducted by the staff was 52 percent.

Counsel £ox Southexrn Pacific uvrged the Commission to make
no allowance for income taxes on the ground thaﬁ-the full impact of
the loss on the economy, including the State of California and the
Federal Govermment, as well as Southern Pacific, should be comsid-
ered by the'Commission'in.making its determination oﬁ thié.'

«l]l-
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application. A wituness for Southern Pacific testified that by rea- |
son of unused investment credit ‘for the years 1966 and 1967,.the
effective Federal income tax rate of Southezn“Paciﬁic'for‘the fore-
seeable future, assuming the tax rates remain the géme,'willrbe‘ |
24 percemt. After considering the 7 percent Califorﬁia'franchise
tax, he testified that the total effective rate for both*taxes‘would”
be beﬁween 27 and 28 percent. | o |

Results of Operation
of southern %aEiEzc

Southern Pacific's Exhibit No. 38, which is based on its

annual report to the Interstate Commerce CommisSion, shows that
Southerm Pacific experienced a systemwide deficit from passenger

opexations of $15,599,811 for the year 1966. This figure is derived

fzon the revenues and fully allocated costs attributable to the

passengex service.

The following tabulation of net railway‘Opéraﬁing'inccme |
and rate of return on investment in, and valuation of,‘proﬁerty used
in tranportation service is prepared from Southern Pa¢ificférExhibit
No. 52. The exhibit shows the information for the caleﬁdar years
1960 to 1966, inclusive, but bnly the last two of theée‘years‘are
Included in the tabulation below. | - .

| | Calendar Year
Description =266 - - 196>

Average Miles of Road Operated o 11;707 ..115708f-
Revenue Ton Miles (Thousands) - 61,002,424 37,365,360
Revenue Passenger Miles (Thousands) 767,819 - 797,358

Railway Operating Revenues $ 822,355,410 $ 795,895,602
Railway Operating Expenses ...... - 641,467,728 N X
Net Revenue from Ry. Operations 180,887,682 - 176,724,447
Railway Taxes .cevevecee. cocosmema 81,773,036 74,560,119
Railway Operating Income _ 9,114,646 102,164,328
Equipment & Joint Facility Rents 37,054,501 | "34.816.260-
Net Railway Operating Income .... 62,060,145 .57,353,553”
Property Used in Transp. Service _ o | o -
2.Avg.Net Book Value of Investment 1,858,550,243 1,814,471,416
b. Avg. I.C.C. Valuation 1,678,751,577 1,655,832,693
Rate of Return (Pexcent) o | g
a. On Basis of Avg.Book Value ... . 3.347 , 3.71%.

b. On Basis of Avg.I.C.C.Valuation 370 4.07




The statement of consolidated income of Southern Pacific -
Company and subsidiary companies for the years 1966 and 1965 whick
was submitted to Southern Pacific's stockholders was intfoduced in -
evidence by the staff as Exhibit No. 36. The followin‘g tabulation
is prepared from Exhibit No. 36. | o

' Calendar Year
Description 1966 =~ 1965"

Railway Operating Revenues $930,530,992  $896,659, 959
Railway Operating Expenses 712,737,194 68408 -
Net Revenue from Railway Operations 7,793,798 212,574,888

Taxes other than Federal Income .... 73,557,423 §§,§§3,211
Railway Operating Income 3236,37 143,721,677
Equipment & Joint Facility Rents .o 38,301,349 36614 .019:
Net Railway Operating Income , 105,935,026 107,107,658
Iacome from Operations of Non- . ‘ U T
Railway Companies - ' : : ‘ :
Income from Operations .. . 125,963,499 124,473,931 .
Other Income - 4] ¢ 468 7188 30, 407 127,
Income before Fixed Charges and .
Federal Income Taxes ' 167,431, 687 154,881, 058

Fixed CHATEES .cverereevcnvecnnnns . 311207.203 30.241.976
Income before Federal Income 'l'axes 136,224,484 124,635,082

Federal Income Taxes 33,244,282 : 2@,1_?_&,658‘,
Consolidated Net Income - 5,980,202 8,502,414
Less: Minority Interests 607,823 706,666
Net Income 102,372,379 97,795,748
Reduction in Federal Income Taxes '
by reason of Accelerated Depre-

ciation and Amortization - - 12,633,ggav 11,926,239
Net Income Adjusted for such Reduction 89,719,185 . 85,871,509

Net Income per Share . ' 3.77 - 3.60
Net Income per Share Adjusted : - o =
for Tax Reduction .......... ceeece , 3.3 3.16

Cost of Money

The staff’s Exhibit No. 48 is a special report on cost of
money and selected financial data. This exhibit shows various com-

paxisons of 17 railroads with Southern Pacific during“'thé‘




10=-year period from 1956 through 1965.

as follows:

The 10-year averages are

'Southern
Pacific

Seventeen‘
Item : Railroads

Return on Total Capitalization~

Common Equity Ratio .........

Retwrn omn Common Equity .....

Ratio of Operating Expense to
Operating Revenues

Retained Earnings as a Percent-
age of Total Capitalization

4.097
61.70%

4.307

90.80%
38.34%

4.85%
63.61%

5.58%
91.25%
40. 192.?‘

Current Ratios ..eee.. 1 70 . , l 64

The cost of money to Southern Pacific as of December 31 :
1965 was as follows:

_ : . weighted
Capital Cost Cost
Ratios Factor Total

Long-Texm Debt  31.23%  4.09%  1.28%
Common Stock 68.77 5.82°  4.00
Total T00-00 B~

Number of Revenue Passengers
Using the Lark rrains

The average daily count of revenue passengers»has declined
from 191 on Train No. 75 and 148 on Train Nb. 7o in 1960 to 83 on
Train No. 75 and 73 oun Train No. 76 in 1967 (Exhibit No. 4).

this same period the population along the route of the Lark,

Duering

including San Frauncisco and Los Angeles, has increased by?17 percent
(Exhibit No. 3).

tinuance of the Lark trains was filed, the average daily number of

Since the last application (No. 48213) fer discom~-

revenue passengers using these trains has deélined’l?'percent;
Although the Lark trains were designed primatilyeto‘attfaet the’
businessman, the average daily oumber of pullman passengers hns
declined, since said last. applicat;on, from 26 to 16 on Iraln Nb 75'
and from 24 to 17 on Train No. 76. | |
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The daily average number of revenue passengers oﬁ.and off

Trains Nos. 75 and 76 for the period September 1, 1966 to Avgust 31,
1967, inclusive, is as follows (Exhibit No. 5).

;hdh&x?S
53 Day Average
First Class Cg ch Class

Leaving ' Leaving
Off Stations Off . Stations

14 45
15 49
15 49
15 49
16 47
16 47
16 47
16 47
16 47
16 45
16 45
15
14
14

Stations

San Luis Obispo

Paso Robles

Salinas

Watsonville Junction .....
San Jose

Palo Alto

Burlingame .

San Francisco ...

41
41
45"

alllﬁﬁ%#%ﬁﬁwﬁﬁHglg

dgﬁHHﬁﬁﬁﬁﬁﬁﬁkﬁll
< D
%'MQNHH%H%*NHHbmlg

ﬂsHumeﬁwﬁﬁprﬁl

# Lless than onme pexr day.

Train No. 76
363 Day Average :
First Class - Coach Class

Leaving : L&mmg:
Off Stations 0ff Statioms

14 39
14 .
15
16
16
17
17
17
17
17
16
16
16
15

Stations

San Francisco
Burli
Palo

Salinas

Paso Robles
San Luis Obispo
Guadalupe

m %HHN%#H#NHmwwglg

ngprﬁﬁwﬁwwmey<

. 3
L [N R OURTITIN, < -t
d59§*~*§*%§*§§¢-

¥+ Less than one per day.

-15-
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Availability of Other Passen-
'Rer lransportation Service

A consulting transportation economist, who was a Fellow

in Transpoxtation at the Graduate School of Yale University during
the years 1939 and 1940 and who was formerly employed as Passcnger.
Sales Representative for the New York Central, as:Chief of thé’Civil-
Aeronautics Board Air Transporxt Service Section and asrCivzlian
Industrial Specialist in Transportation for the Air Forcc, tes ified
for Southern Pacific regarding the reasoms why, in his 0pin£on,
public necessity and convenience no longer xequire the one:ation of
the Laxk trains. He testified that the public, by its overwhelming
preference for the alternate modes of transportation, has demonr-
strated that it does not consider the service on the*e trains a
convenience.

This witness pointed out that in thc postwar pexriod
govermment financial support has deen a majo% factor in the
domination of intercity passenger service by road and air vehicles.
Table 1 of Exhibit No. 17 shows that the rate and amount of publxc
expenditure for highway, waterway and air transportation has greatly
accelezated. For exaxple, duxing the six-year period from 1961
through 1966 public expendituxres fo“ such domestic transportation
facilities were 38 percent wore than the cumulative total of such
' expenditures in the 159-year period from 1789 to 1948, He testzf;ed
that except for a small amount of money allocated for the rail test
project in the highly congested Boston to Washington ox Northeast
corrxdor, there has been no public expendltute for imp*oved rail
transportation for many years and that consequently, the recent;y
accelerated rate of,government aid to nonrail modes hzs greatly
enhanced their competitive position in relation to the railroads.

Table 2 of Exhibit No.17 shows that Pacific Air Limes, Imc.,

in 1966, received Federal subsidy fumds in the amount of $3-59S 000 .
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and that Pacific and its predecessor, Soutbwest Airways, received a
total Federal subsidy of $44,748,000 from 1947 through 1966, Table 3
of Exhibit No. 17 shows that the growth in Pacific's traffic amounted
to a 551 percent increase in passenger miles during the years from
1951 to 1966. | | o
Approximately one-half of the 1966 subsidy to Pacific was
in support of air service to the commmities in the Sen Francisco-
Los Angeles corridor which are served directly and indirectly by the
Lark. The 1966 subsidy per originsted passengef at the intermediate
points, shown on Table 4 of Exhibit No. 17, was $13. This amowmt may
be compared to the average commercial‘reveﬁue from each passenger of
$17. This witness determined from an analysis of the loss which
Southern Pacific has incurred in operating the Lark trains)that‘the

Southérn Pacific subsidy to passengers traveling on the Lark has

amounted to $18.36 per passenger.

The witness testiffed that sinmce World War II a total of
over six billion dollers in Federal and local funds have been expended
for domestic, civil and military airport comstruction; and another
seven billion dollars of Federal funds has been spent for estab-
lishing.and operating the Federal Airways System. Table 5 of Exhibit
No. 7 shows that almost $156,000,000 of Federal and local money has
been expended on the airport facilities wnder the Federal-Aid airport
program at the points served by the Lark trains, _

This witness pointed out that by far the largest expenditure
of public funds for domestic transportation bas been for highways.
The total expenditure approximates two thirds of the national debe.

. The basic ABC program for the improvement of primary énd‘seconda:y
rural highways was initiated in 1916 and it was,extendedféo include

grants for urban sections of such highways in 1944. ihis'maSS£ve
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progran has developed rapidly with twenty-three bzllion dollars ‘worth:
of construction undexr way as of September 30, 1967 xnvolving 231,000
route miles of highway in the United States. 0f the total expendltures
for the A3C program, over $566,000,000 has been spent for progects
completed in the State of Califormia since July 1, 1956; add;txonally,
projects are under way in California totaling a further $110 000 OOO

This witness testified that since l956~the Natzonal Sys*mn
of Interstate arnd Defense Highways program has.overshadowed-the AEC«
program. Designated Interstate Syster.route mileageﬂﬁithie’the’Stste
of Californiz totals 2,185 miles or 5. 3 percent of the national totel.
Federal expenditures for Interstate System pro;ects completed u:eer
way or authorized for comstxuction in Califormia, not mncludlng,tne;.
10 pexcent put up by the State of Californmia, amount to $2,431;500;600
or 9.2 percent of the national total. The portion of Interstatee“
Route 5 between San Francisco and Los Angeles, when completed, will
provide a substantial savings in driving time 23 cempared;with,thei'
routes now available. | " B

The witness further testified that generally the Western
Territoxry has been regarded as more suitable than the«East for
passenger train operation between centers of population of greater
distances. However, the volume of traffic often justifies~only‘one
or two trains per day on most routes, and schedules arrangedltelv
provide cenvenient arrival and departure tﬁmes-at the ends of the |
rms frequently sexve intermediate stations at very 1neonven1ent

hours. On the other hand bus travel generally offers freqtent

departures inasmuch as the passenger requirement per equipment upit

is so much less than for the train.
At the other end of the competitive scale, the much .

greater speed of air travel is combined.with_departure frequenciess-
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which generally far exceed the best of rail service‘an& on high |

density routes often exceed bus frequency.

This witness stated that on longer txips the traveling
businessman of this era has found it more comvenient to use the speed
and the flexibility of air travel, which 2llows him to spend more
time at home while still accomplishing his goals. Even those who
travel for private reasoms or for ﬁleasure are, for the most part,
conditioned to choose the mode with the shortest traunsit time even
though the time saved may have no practical value.

Table 14 of Exhibit No. 17 shows the number of passengexs
boarding airplanes in 22 Wéstern'states amountediﬁo-almost‘fiVe'
million duxring the base year 1948, By the fiscal year'1966‘the
numbex of such passengers had grown to over 36 million, am inéfease
of 626 percent. California air traffic has increased at anZEVén |
greater rate with the boarding passengers rising from 1-1/4 millién
in 1948 to 11 million in 1966, an incresse of 798 percent.

The growth recoxd of‘PSA.is ill@strative of the dramatic
success of air travel in the San Francisco-Los Angeles corridoi.

As recently as 1961 PSA operated only'fbur aircraft. Om Augu#t 31,
1967, with an investment of ovei $60,000,000, it operated 15 air-
craft, of which 9 were late-model pure jets and had approximately
1,40C employees. Between 1957 and 1968 PSA experienced a xise in
azmual revenue from $3,000,000 to $38,000,000. PSA mow provides
between 40 and 60 daily flights between San Franeisco, Oukland

San Josc and Sacramento in Noxthern California and Buroank Los
Angeles and San Diego in Southern Califormia.

This witness fﬁrther testified that during the period from
1950 through 1965 automobile registrations increased 85.6 percent

and gasoline consumption increased 98.5 pérceht. In‘the‘ﬁatidnfaé,
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& whole the private automobile share of total domestic intewcity
passenger miles amounted to 86 percent in IQSQ-and'approximatély
89 percent on 1965.

Table No. 15 of Exhibit No. 17 shows the common carrier
passengexr volumes, frequencies and elapsed times in the San

Francisco-Los Angeles corridor for the years 1953 and 1965 as
follows:

Passenger Volumes
in Thousands
Rail Bus Alr

1,551.7 726.4 582.1
512 2 1,383.6 2,572.2
450.4 1, 386 3 Unava:.lable

Weeklj_' One-Way Freguencies

70 56 350
35 147 763

Minimum Elapsed Time in Fours.

1953 9.8 10.5 2.0

Tables 24 and 25 show the bus service wh:’.ch” is competitive.
with the Southexrn Pacific Lark trains. In Septembex of 1967 ‘there
wexe 28 daily bus schedules operating in each dlrect:.on between
Sen Francisco and Los Angeles. |

The Los Angeles-San Francisco air travel market is ‘the

most heavily traveled of all city pair markets. Table 26 of

Exbibit No. 17 shows that in September of 1967 there were 82 daily

northbound £1 n.ghts and 78 daily southbowmd fln.ghts ‘between San

“r.anclsco and Los Angeles.
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This witness pointed oﬁt the air coach fare between Sen
Francisco and Los Angeles was a bargain at $14.85.’ PSA's present
fare of $12 between these points comstitutes the Lowest fare‘per
mile for comparable distances in the Un;ted States. Ia 1957 PSA )
carried 124, 000 passengers or one eighth of the 961, 000 passengers o
between Los Angeles~Buxbauk-Long Beach, on the one hand; and San
Frencisco-Oakland, on the other hand. 1In 1966 it carriedh1‘763VOOO
passengexs or well over half of the 3,251,600 passengers carrmed
between these points.

‘ The certificated air service in the San.Franczsco~Los
Angeles corridor is supplemented by air taxi oPeratxons which extend
the scope of air transportation to smaller markets and give unmatchea g
schedule £lexibility. .

A sleeping car passenger on the Lark paysl$33.31_for_first§
class rail fare and a roomette between San Frangisco*énd Los Angeles.
This may be compared to the first-class air fare of $29.87. The
one-way coach class fzxre on the Lark of $12.50 between SankFranéisco
and Los Angeles is slightly lower than the $13.50 one-way jet coach
fare, but it is higher than the $12 one-way propeller air coach -
faxe. The bus fare of $10.32 is lower than the rail coachrf#re;

The witness also pointed out that fbr severzl people traveling
together, the private automobile offers umriveled econony.

The witness stated that he had reached 10 conclusmons as

a result of tne various studies he had included. in Exhxbits;Nbs. 17
and 18.
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1. The private automobile is Che'predominant:paSSengof car-
rier in the San Francisco-Los Angeles corridor and probably carries
more than twice the number of passengers moved by all modes of com-
mon carrier transportation. ) .

2. Highway construction and improvement programs whlch are
under wey and projected for the corridor will, in the future, pxo-
vide highways far superior to those now available, thus supporting
past trends of ever greater relianoe-upon-the privaté‘autoffor nost
domestic travel requirements. o

3. Common carwier bus transportation continues tonprovide
surface transportation ﬁith improved'equipment on more fréquentrand,
more useful schedules than those providedoby rail.

4. The demand for and use of airline service in the San
Francisco-Los Angeles market has experienced a trémendbus growth.
The air carriers nurture this growth by providing an‘evek‘increas-
ing volume of serxvices and utilizing new and larger equioment,
often at declining fares. The San.Francisco-LosrAngeles.corridor
has more air traffic than any othex travel market in thefworld;'

5. The public has recognized a need for.éir service an&
promotes azd supports it through both dmrect and 1nd1rect sdbsmdxes
and through facilitating the provision of better air travel equip-
ment and better azir travel service xmprovements.

6. Adr taxi operators supplement trunk and regional air
carriers by providing customer-oriented local air service between

many points in the corridor.

7. Rail traffic in the corridor has been declining for sev-

era]l years and will continue to decline at an even greater.rate.
This decline will not be altered by any ecomomically feasible oper-

ation on the part of Southern Pacific.
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8. The Lark provides less than one percent of fhe‘daiiy

common carrier schedules between San Francisco and Los Angeles.

9. Excellent alternstive bus service exists between the
intermediate points within thé corridor; generally on a f§ster
schedule than the Lark. | |

10. The Lark is no longer a public necessity. There aze
numerous excellent altermatives, and by its overwhéimiﬁg.prefeience
for the alternatives, the public'has.demonstrated5that,itﬂdoés not
even consider the service of the Lark to be convenient. |
Position of the Commission

>tatf on Service and Promo=
tion of the LAark Irains

| The Commission staff, as one basis for demial of the
application, states that Southern Pacific did~not’sufficientiy
heed the following language which apéears in the conclusions of
Decision No. 70939, in Application No. 48219, of the Séuthérn
Pacific to discontinue the Lark trains and Case No. 8378:‘.

"This Commission hereby places Southern Pacific
on notice that it will not autbhorize the dis-
continuance of any passenger trains unless it
has first clearly demonstrated that Southern
Pacific has made a sincere effort to compete in

the open market with all other modes of trans-
portation. '

% %k d vk %k

"Based upon this record it is clear that
Southern Pacific has not explored 2ll of the
avenues available to it in promoting the advan-
tage of the Lark trains, including the possi-
bility of reducing fares.

EE A

"We are not unmindful that Southern Pacific,

in its attempts to completely abandon passen-
gexr service, defeats its own purpose throu

1ts uncomprising (sic) and indifferent atti-
tude. Southern Pacific should make a sincere
effort to merchandise attractively and vigor-
ously its Lark trains. The measures previously
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directed by the Commission, those presented
by the staff in this proceeding, and innova=-
tions utilized by other railroads to stimu-~
late passenger traffic should be adopted by
Southern Pacific.

"This Commissicn will mot oxder Southern
Pacific or any other public utility specifi-
cally how to promote and advertise its service,
but this Commission will sexriously consider all
future discontinuance applications in the lxght
of the efforts made along thkis line .....

The staff witness in Exhibit No. 42 which reviews the
history of the Lark trains, past Commission action relating to these

trains and the position of the staff in the present proceeding in

opposition to the application, stated that certain very minimal

action was taken by Southeram Pacific in improving the‘onpﬁime\pere
formance of Traim No. 76 from 80 pefcent on time to 8S'percent on
tize for the year ending Auvgust 1967. He polnted out that the Lark
schedule is a convenience schedule whica is zn hour and tbl*ty |
minutes longexr than the sdhedule Lor theACoast Daylxght‘tralns. 'Ie
view of this "fat" in the schedule, the staff'wieness was:of~the
opinion that the on~time performamce of the Lark except for an
occasional mechanical failure, should be approaehlng 100 percent.

Exhibit No. 42 points out that a free "continental"
breakfast is preseatly offered the puliman passengers, and:eoech
passengers purchase the same at 25 cemts per item‘(75‘cents for
juice, roll and coffee) The primary effect of th;s change was a
substantial cost savings tO‘the company which has‘ofﬁset-to~some
degree the loss of R.P.0. car revenue.

The staff witness was of the opinion that the substitu-
tion of the approximately 17-year old stainless steel s;eepers for}
the older Puliman-Standaxrd-type sleepers is highly‘questionablea

insofar as any appreciable additional passenger comfort amd
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convenience is concerued, and the staff still takes the‘positibn |
that the old '"Daylight Type" coaches having afpassenger_caéécity*off |
50 nonleg rest seats with 39-inch seat. spacing, now used on the
Lark trains, are not satisfactory for the overmight long~haul |
sexvice. j'  4 _

The staff wituess in Exhibit No. 42 poimted out that
Southern Pacific has made no effort to advertise or to prqmoté
passengér rail service on the Lark or othér passenger trains, other
than the release ¢of an item to the newspapers concerning-tﬁé‘ccm-
plimentary breakfast now served to pullman passengers on the Lark
trains. The staff witness stated that it muSt'be‘conciﬁdethha§
Southern Pacific continues to ignore the findings and comclusions
of the Commission in Decision No. 70939 that it should demomstrate
clearly it has made or will make a sincere effort to competépin‘tﬁe
open markeﬁ with other modes of transpdrtaﬁion. ; |

Apother staff witness testified regarding the recent
improvement of the passenger train service on the'Canadiaﬁ~gove£n-
ment's Cavadian National Railways system. C;N.R.‘has institﬁted a
narket-oriented fare structure. The bé#ic passengé: faré ig.the
same for coach and pullman, and the basi?lfare exists‘at~th:eef
levels, the red (lowest), the white‘(intermediéte), and the blue
(highest). The red fares are applicabie on midweek days'du:ing;the
off-sezson, the days of lowes§ demand. The white fates:are app1i-
cable during the weekends of the off-season and midweek during the
highest travel season such as sumger and‘hoiiday seaéons. .Théjblﬁg
fares are applicable on the weekends during the cff;ééason éndf
midweek during the highest travel season such as summer and‘ﬁoiidéjs.
For example, the fares becween.sztreal_and Toronto, a disténce'of
335 miles, are as follows: red fare, $8.20; whi:é’fare,,$9;§0§-aﬁd
blue fare, $11.40. R
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The witness testified that‘thé C.N.R. hés a sense of
style that is reflected in the makeup of their priﬁted décuments
and the decor of their stations and rolling stock and which has a
generally inviting and attractive effect on the poténtial”and \
actual passengers. Other aépects of marketiﬁg,inVolVe*the extras
furnished on the trains without an increase in;crew,‘sudh as coffee
hours, bingo sessions and entertaimment for children. It haé
refurbished equipment and stations. It serves coﬁéliﬁentary-meals*
to first-class passengers. The Rapide which travels betweén?
Montreal and Toronto is the fastest trainfin-Nbrth{America;‘and‘
shortly the C.N.R, will be operating turbb.;rains between these two
cities. C.N.R. has computerized its coach reservatioﬁs~and-during‘
1968 will computerize its pullman reservations. Tickeiing'is'fast,-
éimple and straightforward. | | -

The witness deseribed his experiemce traveling on the
Rapido from Montreal to Toronto. The 335 mile trxip takes fbgr'
hours and fifty-nine minutes and the train‘averéges about 70 miles
per hour. There were no intermediate stops eiéépﬁ~ohe?on‘the-
western fringe of Montreal and one on the eastern fringe of Toronto
to afford passengers not destined for the center of‘the~metropo1i-
tan ares an opportunity to get to the eventﬁal‘destinati§n;moré
conveniently. There are no other passenger stops but there %s e
crew stop about halfway. C.N.R. personnel were unifo#mly courteous

and gave good service.

The witness testified that C.N.R.'s bolicies have resﬁl;ed"‘

in a dramatic increase of passengers and passenger revenues om its
system and that the cost-revenue relationship of passengef-revenue<
on the C.N.R. is improving. The C.N.R. is aiming for zm elimina-

tion of the passenger deficit by the early-1970fs."Thé‘récOr&;,'_
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however, does not show the extent ofvthe'existing and past deficits.
The rail proportion of the travel between Toronto aﬁd'Mbﬁtreal‘has
increased over the aixr portiom.

The staff witness compared'the Montreal-~Toronto corridor
with the San Francisco-Los Angeles corridor. He stated that both
are corridors connecting 1arge.metropolitan areas with day and night
rail services. The population of the two big metropolitan ateés
in the San Framcisco-Los Angeles corridor is.larggr'aﬁd so the mar-
ket is larger. Also, the standaxd of living is higher. He testi-
fied. that the Lark trains, however, face ceftéin‘aspeéfs‘ofnattof.
and air competition not quite as is.present'iﬁ the Mbntreal;roront04
corridor, but that the distance between San Fréncisco and Los
Angeles is more suitable to an overnight—triphthan‘is thé distance |
between Montreal and Toronto.

Position of the Southern

Pacific om Service and -
Promotion of the Lark Trains

Southern Pacific's Exhibit No. 7 lists the—efiértsfmade
by Southern Pacific sinece July 20, 1966, to improve serviCé‘and to
promote passevger traffic on its Passengex Traiﬁs Nos. 7S:and 76
between San Francisco and Los Angeles, as follows: _
1. The statement in the Commission’s Decision No. 70939 that
Southern Pacific should take steps to improve the on-time performance
of the Lark was circulated on August 16, 1966, tb‘officers énd |

employees of Southern Pacific.

2. Expendituxe of $130,000 to improve the‘operatihg efficiency

in the vicinity of Burbank Junction, the éoint where Southern =
Pacific's Coast and San Joaquin Valley routes intersect. With the
completion of construction, trains will operate on each of the two

tracks in both directions. The Burbank Towexr operator will be able -
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to move the Lark from ome track to amother in thé‘event‘é fréight
train is shead of the Lark on the same: track, or the operator will
use one of the two mainline tracks as a siding‘to~h61d'a fiéight 
train. , |

3. Completion of the Santa-Susana-sidiﬁg extension, 2,884 feet
in length, with spring switches. This is improving the ngratiﬁg"
efficiency on the coast route by providing édditionalisiding'track'
for the holding of freight trains. | . |

4. Realization of improvement in on-time perforhance of the
Lark, Southern Pacific's Exhibit No. 2i shows the on-tiﬁe\perfbrmance
for the period Septembexr 1966 through August 1967 of Train No-. 75
from Los Angeles to San Francisco was 1mproved to 83 percent and of
Train No. 76 from San Francisco to Los Angeles was lmproved to
85 pexcent.

5. Change in breakfast service on Lark effective'NbVember:ZO
1966. The new service was publicized by a news release to 445 ouu-‘
lets connected with newspapers, magazines and wmr@ services and to
35 radio and TV stations, by a circulzr lette* to interested
officers and employees of Southerm Pacific, by the Southern Pacific

System Time Table and in The 0£ficial Guide of the‘Railwa&s.‘

6. Acsignment as regular cquipment for thke Lark traivs of
stainless steel sleeping cars, the most attractlve and mode*n *n
the Southern Pacific's fleet. |
Another Southerm Pacific witneés.testified tﬂat fbr_:he
period 1949 through 1958 Southern Pacific invested over $1,729,000
in local advertising for its coastwise trains:. the Shastd:Daylight,
the Cascade, the Lark, the Starlight and the Daylights,«both'£n~the‘

valley and on the coast route. For tae same l0-year period on an

~average $930,000 was spent anaually on promotion of a1l of its
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passenger train service. The peak of passenger advertiéihg'and-
promotion was reached im 1953 when the sum of $1,179;164‘w§s 
expended for this purpose. As the need for funneliﬁg_pxbmotibnal
funds into the sexvices other than passenger became evideﬁt-the‘.
wmanager of the advertising department reduced the'émouﬁtS*SPeﬁt'fér
advgftisiug on the Lark and other Southern Pacific passenger tramns.
Iﬁ>1957 Southern Pacific reduced such expenditures' to 3456-000 in-
1960 to $339,000 and in 1963 to $100,000. Because of the'cpnstant

diminution of traffic of its passengex traims Southern Pacific

management concluded it could nmot justify extensive advertising and

promotion of its passenger train service. _

This witness pointed out that even after Southern Pacific's
management determined to curtail its_expenditutes fbriéassengér
train advertising and promotion, other limes such as the
Pennsylvania, the Baltimore and Ohio, the Santa Fe and the Western
Pacific coutinued to spend considerable sums of ﬁoney~oh’advertis~ |
ing and promoting their passenger train service withouc success,
and that these railroad limes have subsequently curtailed such-

expendxtures also.

Counsel for Southern Pacific stated that Sduthern‘Pacific‘s'

mahagement considered that to have done more than it did td‘comPIY‘
with the admonitions of the Commission in Decision No_f70939 would

have incurred a needless dissipétion of funds, He asked this Com~

wission in viewing the actions offSoutherﬁ Pacific‘s'managegenc_to-‘
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consider the experience of the other railrocads which to no*évaii N
were more lavish in promotxng their passenger train services: sdbse-
quent to the issuvance of Decision No. 70939 and until very~recent1y.

| The Southern Pacific witness who testified regarding‘the
alternate passenger service also testified regarding the substantial
differences between: (1) the San Francisco-Los Angelés corridor; on
the one hand; and (2) the Bostonéwashington or Nbrtheast corridor-‘
and (3) ‘the Montreal-Toronto corxridor, on the other bhand.

. The Northeast corridor is a chain of very large cities,
including Boston, Providence, New London, New Haven, Bridgeport,
Stamfoxrd, New York City, New Brunswick, Trenton, Wilmiﬁgtoﬁ,'
Baltimore and Washington, spaced fairly close together. With the
exception of San Jose there is no intérmgdiate point between the
San Frauncisco Bay Area and the Los Angeles Axea~which can match the
above-listed cities in the Northeast corridor im population, ecomomic
activity and transportation potentlal. Between New-York'aﬁd‘Wéshing-
ton the Pennsylvania Railroad traverses essentially a flat terrain.

The coast route of Southern Pacific traverses semimountainous tex-

rain and the amoumt of cuxvatuze~iﬁ‘the line aud the radius ﬁhich’

the cars traverse are substantially greaterlthan over the*rou;éfin
the Northeast corridor. Also, in the Northeast corridor between |
New Haven and Wilmington there are mo crossings of highway'at-gxadé
with the rail line, whereas on the coast line of Southern Pacific
there are a large number of such cfossings. Between NGW‘Ybrk Citf*
and Washington there are 55 niles of triple tradk and the remainde“'
consists of four or more runnlng‘tracks. For the most part Sou:hern~
Pacific’s coast lire is a single track operation.

The witness testified that prior to the inaugurat1on of
the Rapido by the Canadian National Razlway in the-Mbntreal—Tbronco
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corridor two thirds of the travel moved by air and after fts imaugu-
ration approximately two thirds moved by rail. Thke air servi.ce in
this corridor is operated by Air Camada. Both Air Canada and the
Canadian National Railway are owned and subsidized by the Canadian |
govermment. The witness testified that there is much to indica.t_e
that Air Canada and C.N.R., were acting in concert under the d:irection
of the Caznadian government to divide the market in the Montreal- .
Toronto corxidor between themselves. This is ev:'.denéed by ‘the fact
that Air Canada maintained its $21.30 one-way fare between Mbntreal
and Toronto despite the vastly improved service offered by the
Rapido. ;

Between Montreal and Toronto the air miles are 315‘§nd1the'
rail miles are 335 or 106 percent of the air miles. Between San
Francisco and Los Angeles the air miles.are‘340\and‘the~rai1~miles
traversed by the Lark are 470 or 138 pexcent of the air miles. There
is 2 flat terrain and there are multiple track rails: bé::'weé:i Montreal
and Toronto in contrast to the difficult mountaimous terrain and
single track line on Southemmn Pacific'S-coast'rqute‘whicﬁphasgbeen'
previously described. |

By reaéon of the differences between the San Franeisco-
Los Angeles corridor and the Northeast and the Mbntreal-Toronto
corridors the witmess concluded that the Southern Pac;fic does ot
have the opportunity economically to imstitute improved passengex
services on the model of the Northeast cofridor'aﬁd‘theiMont?éalé
Toronto corridor. | | ’ |

Public Witness Testimony

A total of 27 public witnesses testified at the héa:ingsj )

nineteen were opposed and eight were in favor of discontinuance of

the Lark trains.
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Those who were opposed included tepresentatives-éppearing
on behalf of the Lompoc Chamber of Commerce, the Boards of
Supervisors of the County of Santa Barbara and of the County of
Los Angeles, the Executive Secretary of the Los Padres Chaptef’of
the Sierxa Club, a self-employed manufaéturers égeﬁt, aﬁ eiectroné
lcs technician, a genmeral agent for a 1ife‘insuran¢é company, a
Santa Barbara attorney, three students of U. C. Davis, a HaStings
Law School student, a Pierce College studect, a Santa Cla:a;High
School student, the wife of an Assistant Professor at U. C. Saﬁta
Barbara, the President of the Utility Users League, two umionm
representatives, and a semiretired newsman and writer.‘

Many of the above public witnesses related their
experiences while traveling on the Lark traims. They pointed out
the difficulties encountered in obtaining reservations and tickets
for the Lark, and complained of the lack of leg rests and leg;room
on the coaches aund the inadequacy of the meal service. Seﬁeral
expressed the view that Southern Pacific had‘downgraded‘the serv- .
ice for the purpose of discouraging passengers from using the
Larks and were of the oPinion.thaﬁ the Southern Paéific‘héd‘
desexted the businessmen passeﬁgers. Others testified‘regarding
substantial delays in arriving?at their descinations. The union
xepresentatives pointed out that some of these delays in arriving,
at Los Angeles resulted from the Lark having to folléw-Freight
Train No. 374 after 1eaving'8an:a Barbara. Public'witaesﬁeérat"
Santa Baxbara testified that the present fares tdv83ﬁ~FrénCi$¢o on
the Laexk are competitive with the air fares end that rhe trains-1
offer more comvenience to travelers going to the SaﬁiFradcisco

Bay Area. Ome of the students at U. C. Davis took a survey’of_

students living near the xoute of the Lark-trains,rExhibitpra 20,
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it

which showed that 54 percent of those included in the survey had

not heard of the Lark and that 27 pefceﬁt had heard of'the Lﬁrk
but did not know where it ran. The Executive Secretary of the Los
Padres Chapter of the Siexra Club urxrged that the passenger-trains
should continue to operate to relieve tﬁe congéstidh‘on'the»high-
ways and to alleviate the"smég problem. The public witnesées*in
general wanted the service on the Lark trains continued‘dndf
improved.

Representatives of the San Fréncisco Chamber of;Cohmerce
and the Los Angeles Area Chamber of Commexce testified that their
orgamizations were supporting the discontinuance of the Lark‘tfains
because of the losses sustained by Southern.Pacific'in their oper-.
ation and because of the slight usage of‘these trains by the pub-'
lic which indicated that their continued operation was no 1éhgér a
public convenience and necessity. Répresentatives of'shippers;
including Allied Chemical Co., Calaveras Cement, Monolith Portland
Cenment Co., Southern Califormia Edisonm Co., and Coast Cafloéding“
also testified in support of the application to discontinue the
Lark trains. They testified that their officers and other
exployees use air t:ansportationcr‘private automobiles,instéad of
using the Lark txains, and it was their opinion thaﬁuno-iﬁp:ovement
in service or promotiomal efforts on the part of the Southefn‘
Pacific would induce the businessmen to change ﬁheir p:efereﬁce for
other modes of travel between points served by‘the,;ark; fThése
witnesses were also of the opinion that losses resulting from.
uneconomical passenger train operations would havé to‘be*bétne‘out
of other railroad revenues and ultimétely wéuld‘have‘an ad@éfsg y

effect on freight rates.
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Findiﬁgs |

1. If Southern Pacific continues to operate Trains Nbs. 75
and 76 it will incur an amnual out-of-pocket loss before income |
taxes of at least $880,100. This figure is derived By“decreasing
the staff’s estimate of passenger revenues as showm on Exhibit
No. 46 by $41,900 to reflect a 13. 3 percent 1nstead of a 5 percent
downtrend in traffic. No further adgustments kave been made to
reconcile the staff's estimates and the Southern Pacific's estl-v
mates because the adjusted staff eétimate‘ofioﬁt-of-pocketjlbss 
itself is so substantial.

2. Southern Pacific’s anoval outiof-pockeﬁ loss after
allowance for income taxes at an effective rate ofv27b1/2'péfcent
will be at least $637,800. | |

3. Since the last application (No. &8219) for discontznuance 
of the Lark trains was leed, the average daily number of revenue
passengers using said trains has declined to-83~on‘Train:Nb§ 75 :
and to 73 on Traim No. 76, an overall declime of 17 percent. |

4. Although the Lark trains were designed przmarxly to
attract the businessman, the business man bas been drzven,away or
has deserted the Lark trains. The average daily number of revenue
pullman passengers has declined siace said-las;_apblitétibn.

(No. 48219) from 26 to 16 on Train No. 75 and from 24 to 17 on
Traia No. 76. |

5. Passenger traffic on the Lark trains has been declining

for several years, and this tremnd will not be reversed by any
economically feasible operation of these trains on the part-of“
Soutnern Pacific..

6. Comprehensive alternative common carrier sexvice for
passengers by bus, air and rail exist between the points now sexrved

by the Lark trains.




7. The private automobile is the predominant passenger car- |
rier in the San Francisco-Los Angeles corridor.

8. Highway construction and improvement programs which are
under way and projected for the corrider will, in the future, .
provide highways superior to those mow ‘avaiiable, thus supborting_
past. trends of greater reliance upon the private automobile for
passenger travel requirements in this corridor.

9. The management of Southern Pacific made only a minimal
response to this Commission's admonition. td compete: in the open
market by aggressively advertising and pﬁomdting its own passenger
train service on the Lark trains. | | _

10. Train operations in the Northeast corridor and the |
Montreal-Toronto corridor do not provide suitable yardstick‘.é‘ for
comparison studies involving the operation of the Lark trains in
the San Francisco~Los Angeles corridor.

Conclusion |

1. By its overwhelming §reference for the alternative nedes
of passenger travel in the San Francisco-Los Angeles corridoi_.-; the
public has demonstrated that it does not consider the service of
the Lark trains to be a convenience, and the contiuuang;e of the
6peration of the Lark trains at a substantial out-of-;;bckét loss
to Southern Pacific is no longer a public necessn.ty.

2. The staff's motion to dismiss the appl:lcation should be
denied.

3; Southern Pacific should be authorized to discontlnue the :

ope::atxon of Trains Nos. 75 and 76 between San Francxsco and Los
Angeles. |
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IT IS ORDERED that: |

1. The motion of the staff towdismiss-the‘applicatiOﬁfhéfeinlv"
is denmied. - | |

2. The Southexrn Pacific Company is,heréby-authorized:td.dié-
continue the operation of its Passemger Trains Nos. 75 and 76
between San Franclsco and Los Angeles and intermediate points.

3. Applicant shall cancel in conformity with therrules of
this Commission, the passenger timetables and passenger tariffs
applicable to the operation of Trains Nos. 75 and 76 between San
Francisco and Los Angeles and intermediate points. |

4. Applicant shall give not less than seven days' notice to
the public oftits discontinuance of the passenger train service
herein authorized by posting notices respecting the discontinuance
of Passenger Trains Nos. 75 and 76 in said trains and in the

agency stations involved.

5. Applicant shall notify this Commission in wrmtxng of

the date of the discontinuance of each of the'passenger trains as
herein authorized within ten days after the»discon;inuance of each;u

of said passenger trains.
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6.7 The authorizations herein granted , if nqt exercised
within six months from the date hereof, shall expire six months
from the date of the issuance of this order. | |

The effective date of this order shall be twenty days
. after the date hereof. ' |

Dated at_gen Freneisco _ » California, this J2ph day
of Maxch . 1968, - -

.

. e

vt e e

Presi?lent
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WILLIAM M. BENNETT, COMMISSIONER, DISSENTING

It has 21l turned - end 1t has turned for the worse.
Regunlation is for the protection of the public ~ not the utilities.
Ttility services and products a.re dispensed rof the benefit of the
public - not the utilities. Th:.s Commission was. crea.ted by
Hiram Johnson to protect the public zgainst exploitation by utility
interests. ' | |

| The sad state of utility reg:lation 1 Caiifornia‘ in the

year of our Lord 1968 i1s quickly seen by looking #o the almost
contemporary history ¢f the Lark. And the supine posit:!.oi\. of nv" |
brethren is z2lmost startling to me as & Comissioner and a 1awyer

with some regaxrd for Commission precedent In the pa.st Commissioa
decisions were meant to have some degree of finality. Not so,
however, in 1968 with a new stye of regula.tion which accord:!.ng to my
phllosophy represents an abandonment of pub‘.!.ﬂ.c responaibility.

Now comes the Southern Pacific which was told in 1966 by |
2 unanimous Commission that it was not to abandon the ...a.rk Fur'tber '
the Scuthern Pacific was directed and ordered to recrult pa.‘cronage by
advertising and to Improve sexrvice. The Southem Pa.cifi_c b-re.zenly,_:
advised the Comxlssion in oral argument that it did neither ‘61‘\ ‘these,j
things -- "management” choosing not to comply. |

"COMMISSIONER BENNEIT: Mr. Burkett, as far as

advertising Iis concerned, your advertis:nng"before“tbe-
deeision of July 1966 and the advertising:today is
the same; no cba.nge was made In the advertising”

"MR. BURKETT: As far as I know, there was no change.
(p. 1079} |

"MR. BURKETT: Well, the attitude is we have considered

that 1t v‘c\ould be, 1f we advertised. would be an Iimproper

diss pation of corporate fimds to spend money to directly
advertise the Lark." (p. 1091‘}‘
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The construction I place upon the posit1on Qf the Southe:n
Pacific as frankly stated in oral argument before this Commission
i3 that 1t deliberately d*sregarded the directives of the public |
agency which regulates 1t -- and with.impunity as today's decision |

shows.

In the 1966 decision we said: "This Ccmmission‘hereby',

places Southern Paclific on notice that it will not authoriZevthé'
discontinuence of any passenger tralns unless 1t has £irst been
¢clearly demonstrated that Southern Pacific has made a Sincere effort
to compete in the open market with other modes of transportation

The Amerdcan system of public utility conxrol perm;tslthe
creation of monopolies, controlled; however;_by strong regulatibn.
It 1s proper that the public utility industry of California be
financlally healthy and strong Just 28 it is ZImperative that
regrlation be strong, vigorous and militanx toward the 1ntereats of
consumers. The compact has been broken and the balance has vhifted
That the utilities are strong s beyond argument - that regulation is
weak 1s becoming increasingly evident as today's declsion indicates.
It is to the best Interests of the public w t11ity industry of the
State of California that regulation renain strong if the present
system of utlility controls is to have valldity and popular acceptahce.
The history of public utility regulation in California shows that
Hiram Johnson and the Progreasi#es turned away from a system‘of
Public ownership upon which he had been elected to the present
system of a strong Commisaion. Those Californiane made this choice
upon the £irm expectation that regulation would wo:k az-‘a sdbstitute
for public ownership. | R

The Sotthern Pacifié has consistently ignored‘ﬁhe'needs
of the travelling public of Californfs. It Zas feiled td advertise,
it has downgraded service, it has ignored schedu es, 1t has failed
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to experiment as have Eastern lines with the high speed tralns. All
of this 1s based upon the greed for profit at the eicpense,- of people
and upon an ignorance of the needs of the State of Ca.lif.‘émila‘..
Preeways are becoming Increasingly 1na.deqﬁate for traﬁsporation,
airlines are hard put for sultable land space for additional
alrports, automoblles are nothing but smog producers with 'deletérious
consequences to health and life. The only fea.sible, ex.’x.sting and
avallable means of surface transportation 1s found in the pa.ssenger
train and a raillroad with any degree of vision as well as self-
interest would be planning with public agencles a statewlide transpor-
tation network. California should be viewed as it will be in 1980,
1990 and in the year 2000. And the day will come and soon when the
people of Calliformia will be required to tax themselves as was:

required with BART to place into serv:I.ce a 2lst Century ‘cra.nspo:xation
systen.

Such a system should be planned using existing rights of

way and compensatory arrangements with California's ra.il:bads. It
should be a coordinated effort calling upon the expertise of the
California railroads and it should be undertaken as soon as possible.
It will not be, however -~ Southern Pacific does noﬁ cooperate with
BART, with the West Bay Repld Transit Authority or with this
Cormission. The oral argument discloses: o |
"COMMISSIONER EENNETT: Do you have any plans to put
in a2 rapid service between San Francisco and Los Angeles‘
such as Pennsylva.nia. is trying to do :I.n the East? |
“MR. BURKETT: No, sir, we heve not. ..." (p. 3.099)
"COMMISSIONER EENNETT: Would you have any opinion,
assuming that one day we would need paséenger, :tra;'.na; and
since your Company isn't going to provide them_,' wquld'
they lease them or loan your train ‘for.‘éome ‘State': type .

transit system?
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"MR. BURKETT: We need our trairs, Mr. Bennett,ﬁfor‘
the continuing growth -- the shipping public for the
State of Califorrmia; and as far as,the loan experience,
whenever we attempted to use ouwr right of way with
other companies it has :esulted-in substantial
deterioration of our service. | |
"COMMISSIONER EBENNETT: You would Just have to
double the whole system 1f you want a public train
to be operated iIn the future°

"MR. BURKETT: Well, I den't know. ..." {p. 1100)

Californians and agencies concerned with planning should
be aware of the efforts of the Eastern iines toward public
responsibility. The New Haven Railroad and the Pemnsylvania Railroad
together with train manufacturers and'the‘federai governmentVWill.
shortly utilize high speed passenger trains at speeds up to 110
miles an hour. New stations‘are belng bullt, oid ones'rejuyenated,
and there is a company emphasis upon service to 1etvthe‘passenéer
know that his needs are to he first. Thetra;na are as modern as a
Jet liner with plush intexriors, featuring taped music, 1nd1rect
lighting, carpeted floors, comfortable padded reclining seats, a
reading dght, 2 smolkdng car and alr conditioning. The mae 1s
smooth as to seem almost motionless. These trains known as-the
Turbo-Train and the Metro Liner will be an investment 1n excess. of
$60 m2llion of equipment along the Eagtern transportation corridor.‘
The Boston to New York run will be made in about?33hours”andwthe'

New York to Washington, D.C., 227 mfle xun will be made in \'311‘shtly
more than 2 hours. These are wnigue traihs unlike‘anylever'pfé&iou&hr
bullt. The Southerm Pacific should be ‘advised f*om this opin*on |
that these trains have come into being because deepite the
expenditure of $120 billion on 2irways, waterways andthibhways,

tragsportation in the (nited Stases is becoming increasingly dirricult.‘
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It 1s common knowledge that highways and air;oor’cs are overcrowded
and frequently air travellers spend more time en route to plan_es or )
reverse than in flying. Note this significant i‘ect_ in ‘terms of
raflrcad economics -~ oz a single track these tralps can haul 60,000
persons in an hour regardless of weather and without delé.ye‘ " There
1s a strange pa.fadox in our soclety that this nation ‘-zasbecome -
second rate in the railroad business to Europe and Japan whereas
at ome time 1t was first. I only the Southern Paciric had the
vision and sense of responsibllity of either the Pennsylvania
eroa.d or the New Haven! It will be but a ma.tter of t:!.me before
there 1s widespread a.ccep’ca.nce of the fact that the pu‘olio wants
fast, dependable and convenlent tranaportation.
It 1s relevant to me and to today's action that the

Southern Pacific through 1ts President admitted the screening of
candidates foi' this Commission and I note this deliberately; ' I“c ,
goes a long way toward explaim.ng our fallure to reduce util:tty
rates when excessive. The public utilities of California. and the
Southern Pacific, all of them, have no fear of the Publie Utili‘cies
Code, owr constitutional a.uthority, our grea.t p‘owers, ha.ving
entrusted them to a safe Comission. ;

| T araw great sign:.fica.nce from the fact theat today's .
decision which gives away a train was quickly decided and quickly
signed out by my colleagues without discussion, delay or mdividual
requests for "more time". On the other hard proceedihge mvoiving'
possible contempt by the Southern Pacific have met. 21l manner of
d1fficulty and thus far the Cormission has been unable to issue ary
decision determining whether or not the conduct of the. Southern |
Pacific was contemptuous. The contempt proceedings have been . be.. ore
the Commission for many weeks now. The p"oceedings ...nvolv:!.nb
contenpt were quick with only 2 days of hearing but sti...l the

Commlssion is unasble to reach a decision. And toda.y 3:I.gnif1cantly
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the contempt proceedings have been reassigned by.the President:of 
the Commission to himself, reassigned to another examiner and
whatever ls written now 1in the contempt proceedings Qill-be by an
exanminer who did not sit on the case, was in no position to Judge.
the witnesses by his nonpresence and his decision will be dictated
by a Commilsslioner who opposed the initiation of contempt proceedings
in the f£irst instance. | -
There have been 33 or more train discontinuances within
the State of California since Janmuary 1950. These discomtinuances
amount t0 an annual and ever recurring dollar savings of $13,318,000.
In that same period agency discontinuances resultedfiﬁ doilar éavings
of $1,241,737. The total annual dollar savings which are a present |
and recurring benefit to the California_railroads'is the'impressive |
figure of $14,559,737. And in a périod of ten yearS‘this:savings“
will, of course, amount to 140 million dollars by way of rounding
1t off to an impressive figure. And incidentally thése‘savingév
were not used in the slightest to reduce rates to shipperS«or any

othe* users of railrozad service.

I should also point out that the savings resulting from’

the elimination of extra personnel upon trains has been7estiﬁaéed‘
to be substantial. ‘ |
California and the nation are in a transportation crises
We have been brought to this point by short sighted management
which today is not only short sighted but irrespons*ble, When the
public cannot obtain through the usual means oatisfaction of 1ts
needs? then it must resort to governmment and I reiterate‘here again
my publicly stated proposal for the creation of a statewide
transportation agency pdsse°°1n° statewide powérs inclﬁdingmthe
power of cordemnation, of use of railroad‘righps diw§y;.the power

to lease équipment and to lease and eﬁploy persbnnélfféioperaﬁe a .
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public train system in California. Tho:unthinkabie aiternafive'toV -
the fallure of responsidility by the railroads is simply a completely ‘
immobilized soclety.

It is Ironic that this Commission did not even wait unt1l
the Interstate Commerce Commission acted upon the plea of Southern
Pacific to abandon another train. Our supine acQuiesconoe*to the

wishes of Southern Pacific comes at a time when‘thé Congrésé‘or“the

United States 13 being auked to declare a moratorium upon passenger

traln abandonment and when vhe ICC 1s beginning to stir itself
toward preserving the few remaining trains.

nne
Commissioner

DATED: San Francisco California
Maren 12, 1 068
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COMMISSIONER PE’I‘ER B. MITCHELL DISSENTING:

The Southern Pacific Lark has always been an :‘.ntegra.i link
in the communications network of communities in northern and southern
California. The value of the Lark's service to the people of the State of |
California bas long cutweighed any aueged‘-aseendancies in its attendant |
cost of operation. Were we to insist on a strict cost of service ré.tienale |
in utility regulation, the suburban population of our state wm.xll.d‘j be |
penalized unconscionably. There is no question that the ¢ost ef pro-
viding telephone service, natural gas sei-vice, electric service and even
water service is greater to subscribers who live outside the city. Indeed,
the Southern Pacific claims that its cost of service for its intrastate
freight operation is greater than its revemue. Showld ﬁe, there‘fore‘,‘.
eliminate the telephone service, gas service, electric service eﬁd water
service to those people who cannot pay the price? Should the Southem
Pacific abandon its intrastate freight operations? Obviously not, for |
the value of service concept in all ut:‘Jity"Opera.tions b.as_aﬁeqﬁivaient |
weight with the cost of service. |

The decision by the ma;onty authorizing discontinuance of
the Lark unfortunately makes erevocable its ¢cessation of semce. The
immediacy of $s0 many alternatives to abandonrment insist that tb.e‘
Commission should require the continuance of the La.rkuntﬂ fma.l
resolution of all significant proposals. The Califernia. Publie Utilities
Commission and its staff have advocated numerous reforms for'the
improvement of passenger traffic on the Southem Pacific Lark. Staﬁ
Exhibit No. 42 relates the past Comma.ssmn actions in urgmg and

ordering the Southern Pacific to upgrade :.ts serv:\ee on the La.rk.
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Decision No. 70939, Application Nos. 48219, 48220, 48356 and -
Case No. 8378, dated July 1, 1966, ordered the Southeni Paéiﬁcto-‘ta.ké a
certain stei:s to promote passenger traffic on the Lark; As the majority
decision statés, the Southern Pacific adrits that they did not compl};*_
with Decision No. 70939, inasmuch as in their opinion it Qvould have
incurred a needless dissipation of funds. Essentially, both the
Commission and its staff bave propesed :;ncreasedfadvertising, better‘
service, fare incentives and aggreésive solicitation and sales efforts
by the Southern Pacific. There has been no attempt by the raﬂfoad‘ -

to carry out the orders of this Commission. Vere the Southern Pgdﬁc
(as well as other railroads in the country) to expend-. as much enthusiasm
in promoting passenger traffic as it is dding in f.ilip.gya'vpplicaﬁoés for
passenger train abandonment, its paséenger prébléﬁas today %;vbuld;be’_

de minimus.

Another immediacy in connection witk the Lark service are

the hearings scheduled pefore the Interstate Commerce Co::ﬁmié sion
commencing next week on the Southern Pacifie's petition to diéconﬁnué
the Lark. The Interstate Commerce Commission is emphasizing _‘ |
"a new look' at passenger trai.n_ébandonmeﬁts}. Certainly the exﬁertise
of its staff and oflour staff could be utilized to preseﬁt'testimbny which
would develop a full record for the coxﬁsiderata‘.qn of the iiaterétate |
Commerce Commission and the Federal Governﬁaen:. Also, as another
avenue of reiief, remedial legisiaﬁon bas been suggested af thé
Congressional level to rescind the carte blanchewgiyvén rail:oé.ds to
abandon passenger service by the Passénger Act of ’1958..“ o |
This Commissién kas presided or been.réprcseﬁtcd at the
demise of many passenger trains. The list is t00 numerous topr‘esent\ '

in this short statement. The Southern Pacific and o:hér ra:‘lroads have
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been allowed, by this Commission and other regulatoryl bodies, to retain |
(by their own figures) millions of dollars per year in s.avingsy as pas.éenger
train after passenger train is discohtinued. Nevertheless, the’}Southern
Pacific has not attempted to apply any of the pa.sSénger train savings in
compliance with our Tecision No. 70939 and previous decisions of'this !
Commissi§n relating t0 passenger service.

Passenger train service in the State of California and in the
United States is not a luxury bgfa necessity. For many pedple our - |
action today narrows still further their 2bility to travel. We cannot
and should not authorize tae isolation of communities which dépend on
the railroad. I do not believe that the discontinuance of the Southern
Pacific Lark is in the best interest of the public or the utility. The basic
‘purpose of regulation is to assure adequate service to all pﬁl:}]ic uma.ty \
patrons without discrimination. The benefit in today's decxs:.on has

shifted to the raﬂroad and the burden to the people of the State o£
California.

/‘\W)

“‘\- 1 k -
2, o S S 4
Petezf E. M:.tchell , Presxde_;;t._

San Francisco, Califormia

March 14, 1968




