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DRIGINAL

Decision No. ‘74832

BEFORE THE PUBLIC UTILITIES COMMISSION OF THE STATE OF CALIFORNIA

Application of SOUTHERN PACIFIC )

COMPANY for autnority %o discontinue )

the operation of traias Nos. 51 and ) Application No. 50211
52 between Oakland end Los Angeles, ) (Filed May 3, 1968)
and Nos. 53 and 54 between Sacramento )

and Tracy. g

(For list of appearances see Appendix A)

By this application Southern Pacific Company, hereirnafter
called Southern Pacific, seeks authority to discontinue operation oﬁ
its passenger Trains Nos. 51 and 52, hereinafter cailed the San
Joaquin Dayligzht, between Oecklarnd and Los Angeles, and Nos. 53 and 54,
hereinafter called the Sacramento Daylight, between Sacramento and

Tracy.

Public hearings were held before Commissioner Symons &nd
Examiner Bishop at San Franclsco on July 17 end 18, 1968, with
Commissiomer Mitchell in attendance part of the time. Subsequently,
hearings were held before Examirer Bishop im San Francisco on July 19,
29, 30 and 31, 1968 and in Sacramento, Stockton, Fresno, Bakersfield
end Los Angeles on July 22, 23, 24, 25 and 26, 1968, respectively.
At the close of the hearihg in Sen Francisco on July 31, 1968 the
matter was taken under submission and {s ready for decision.

During the course of the eleven days of hearing, 39 appear-
ances were 2ntered, 63 wilitnessas testified and 93 exhibits were
introduced. Additionally, several statements of position were made

which were not offered as evidence.
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The San Joaquin Daylights operate between Los Angeles and

Oakland via Lancaster, Mojave, Bakersfield, Fresno, Merced, Lathrop,

Tracy and Martinez, with bus connection between Oakland and San
Francisco. The Sacramento Daylights operate between Tracy and
Sacramento via Lathrop, Stockton and Lodi, with platform transfer at
Lathropl/ to and from the San Joaquin Daylights for passengers
originating at, or destined to stations south of that point. The |
scheduled departure and arrival times of these trains at San Francisco,

Sacramento and Los Angeles are set forth in Table I, below.

Table I
(A) San Joaquin Daylights
Northbound (Train No. 51)

Leave Los Angeles 5.40 a.n.
Arrive San Francisco 5.45 p.m.

Southbound (Train No. 52)

Leave San Francisco 7.35 a.m.
Axrive Los Angeles 7.25 p.m.

(B) Sacramento Daylights

Northbound (Trains 51-53)

Leave Los Angeles 5.40 a.m.
Arrive Lathrop 3.05 p.m.
Leave Lathrop 3.10 p.m.
Arrive Sacramento 4.35 pe.me.

Southbound (Trains Nos. 54=52)

Leave Sacramento 8.25 a.m.
Arrive Lathrop 9.45 a.m.
Leave Lathrop 10.08 a.m.
Arrive Los Angeles 7.25 p.m.

1/ lathrop is the junction of the lines to Oakland and Secramento.
gt ii located 20 miles north of Modesto and 10 miles south of
tockton.
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At Martinez, 32 miles east of San Frencisco, the northbound
San Joaquin Daylight (Train No. 51) connects with the northbound
Cascade (Train No, 12). The lattex train operates from Qaklaad to
Portland, Oregon, where it mekes connection with trains of other
rallroads for Scettle, Wash., Vancouver, B.C. and intermeciate points.
In the opposite Sirection, the southbound Cascade (Trein No. 1l)
conneets at Martinez with the southbound San Joaquin Daylight
(Train Ne. 52).

The normal consist of ghe San Joagquin Daylights during the

peak, or summer vacation period,  is as follows: one baggage and
mail car, 6 chalir cars, one automatic buffet car and one lounge caxr
(two days out of three) or dome-lounge car (onme day out of three),
making & total of nine cars. During the remeining ninz-month period
the regular consist is ome baggeze and mail car, three chair cars and
one automatic buffet car, toteling five cars. Twe of the chair cers,
in the pesk season, and one chair car, in the off-peak season, are
designated for passengers transferring to or from the Sacramento
Daylight at Lathrop. Additional cars are provided when necessary to
accommedate special tour groups, such as those going from or ¢
Yosemice Valley via Merced.

The normal consist of the Sacramento Daylight, in the peak
season, is made up of onme beggage-chair and two chair csrs. In the
off-peak season there is ome less chair car. Prior to October 30, 1966
through chair car service was provided between Sacramento and Los
Angeles. Under this arrangement passengers were not required to
change cars at Lathrop, since the through car was switched from the

Seceramento Daylight to the San Joaquin Daylight, or vice versa.

2/ Approximately from the middle of June to the middie of September.
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Historical Background

The San Joaquin Daylights were esteblished as a streamlined
train on July 4, 1941l. The Sacramento Daylights were established in
June 1946. In September 1958, The Atchison, Topeka and Santa Fe
Raflway Company (Santa Fe) and its subsidiary Santa Fe Transportation
Company (SFT) established, pursuant to order of this Commission in
Decision No. 56565, bus service from Los Angeles to Southerm Pacific's

Bakersfield station for a direct commection with the northbound San

Joaquin Deylight (Train No. 51) concurrently with authog}zed discon-

tinuance of certain Santa Fe San Joaquin Valley trains.” In April
1965, under the Commission's oxder in Decision No. 68686, SFT esteb-
iished similar bus sexvice southbound in connection with Train No. 52
from Southern Pacific's Bakersfield station to Los Angeles. This was
also concurrent with discontinuance of certain Santa Fe trains.

By Application No. 48220, filed Janvary 31, 1966, Southern
Pacific sought authority to discontinue operation of Trains Nos. 51
and 52 between Los Angeles and Bakersfield. It proposed to continue
operation of those trains north of the latter point. By Application
No. 48356, filed March 29, 1966, SFT sought authority to discontinuc
operation of the above-described bus service, in both directions. By
Decision No. 70939 of July 1, 1966 both of these applications were
denied. However, by Decisfons Nos. 73944, dated April 2, 1968, and
74495, deted August 8, 1968, SFT was authorized to discontinue said
connecting bus service. Eoth of these latter two decisions were

issued ex parte.

3/ SFT had, for meny years, opereted such cervice in cornection with
the Saata Fe Golden Gate trains, which opersted between Bakersfield
and San Francisco Bay points.
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Reasons for Filing Application

Applicant's passenger traffic manager testified that he had
recomnended to management that the current application for train dis-
continuance be filed. The considerations on which he based the
recommendation, he stated, were as follows:

1. The general outlook in the United States for passenger
train operation is discouraging.

2. Despite the discontinuance of three other pairs of
trains which formerly also operated over the xoute
here in issue,4/ and of the Santa Fe Golden Gates

(two pairs of trains), the loadings on Trains Nos.
51-54 have continued to decline.

Early in 1968 he concluded that the loadings and

use of the Valley Daylights had weached such a low
point, and the operating deficit was so heavy that

he could rot justify continued operation of the train.

This year the SFT was authorized to discontinue bus
service which had heretofore provided a connection
with the San Joaquin Daylight between Bakersfield
and Los Angeles.

Applicant has taken every step to effect economies
and still provide adequate service.

Attempted unsuccescsfully to improve the cost revenue
relationship by proposing discontinuance of operation
of the trains south cf Bzkersfield (a mountainous and
circuitous portion of theilr voute) and to cancel the
"extremely low" special coach fares between the Sen
Franclisco and Los Angeles metropolitan aveas.

Applicant is faced with increesed operating costs due
to recont labor agreements; these will result in even
greater operating deficits for these tralns.

Applicant lost a major portion of the revenue for
transporting mail when, effective Octobexr 1, 1967,
the Post Office Department removed the railway
post office (RPO) cars from these trains. This
action reduced the revenues by some $275,000
annually.

The losses on these, as well as cother passenger
trains, have a serious effect on the ability of
applicant to fmprove and expand its freight services--
services "which are being used by the pudlic".

\

4/ They were Trains Nos. 55 and 56, 57 and 58 (the Owl) and 59 and 60
(the West Coast). Operation of these pairs was discontinued in
1955, 1965 and 1960, respectively.

-s-
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Volume of Traffic and Trend

Exhibits presented by the passenger traffic manager show &
more or less steady decline since 1950 in the mumbers of revenue
passengers using these Daylight treins. There was & temporary in-
crease in 1951 and 1952 due to the Korean War. In Table II below the

average daily count of revenue passengers for each of the trains for

the year 1567 is compared with the corresponding data for 1950.

Table IIX

Average Daily Count of Revenuve Passengers

Percent
Train No. 1950 of Decrease

51 _ 373 61.4
52 336 58.0
53 80 62.5
54 76 57.9

These figures, together with those in another exhibit show-
ing the corresponding data for all Southern Pacific San Joaquin Valley
trains during the same period, show also that even as operation of
cach pelr of those other trains was discontinued, the volume of
traffic handled by the remaining San Joaquin and Secramento Daylights
did not improve. Other exhibits show that during that same period,
1950-1967, the population cf the cities sexrved by the Deylights and
of the counties through which they operate has substantially increesed,
in some cases by more than 100 percent.

Exhibits presented by appiicant's assistant passenger
traffic manager showed the vesults of en on end off count of revenue
passengers at ecach of the stationms served by the Valley Daylight troinc.

The counts were for the 12-month period f£rom June 1967 through May 1968.
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The figures show a great fluctuation in the daily average numbex of
passengers, dependent upon the time of year. For Train No. 31, the
daily average total ranged from a low of 79 passengers in March 1968
to a high of 249 passengers in July 1967.

The four summer vacation months and December showed daily
average totals substantially higher than the other eight months.
Similar results are disclosed for Train No. 52. The daily average
total number of passengers for thne entire year was 130 on Train No. 5i
and 136 on Train No. 52. The daily average number of passengers on
Train Ne. 51 at any one time ranged from 41.0 in March 1968 to 125.8
in July 1967. The corresponding deily avexrage for the entire l2-month
period was 63.8 passengers. For Train No. 52 the number correspondiag
to this last figure was 67.7 passengers on the train at any one time.

The on and off counts for Trains Nos. 53 end 54, the
Sacramento Dayligats, cshow that the bulk of the passengers rode the
full distance between Lathrop and Sacramento. The average deily count
for Train No. 53 ranged from a low of 17 passengers in October 1967 to
a high of 48 passengers in July 1967, the 12-month daily average being
28 passengerc. Comparable flizures were shown for Train No. 54,

Tables in an exhibit prepared by an associcte traansportation
engineer Lrom the Commission's staff showed that in the l2-month
period of 1967 the revenue passengexrs carried by Trainsz Nos. 51 and 53

combined totaled 50,475 while the total for Trains Nos. 52 and 54 was

51,881, mak%ng a total for the four trains of 102,356 revenue

passengers. The exhibit also showed that the total number of such
passengers transported by these four passenger treins in the 12-month

period from May 1967 to April 1968, inciugive, totaled 99,119.

S/ Figures were cdjusted so as not to count twice passengers trancfer-
ring at Lethrop between the San Joequin Daylights and the
Sacramento Daylights.

-7




A. 50211 MJO

A substantial portion of the traffic of the San Joaquin
Daylights consists of passengers transferring at Martinez from or to

the Cascade (Trains Nos. 11 and 12). The staff exhibit shows that in

the calendar year 1967, 13,100 passengers left Train No. 51 at

Martinez and 14,579 passengers boarded Train No. 52 at that point.
Representative origin and destination checks made by the staff engineer
indicate that the great majority of these travelers were transferring
fxom or to the Cascades. The staff study further indicates that about
25 percent of the passengers detraining at Los Angeles from the south-
bound Daylight board other trains at that point for destinations
beyond. Also, about 30 percent of the passengers arriving at
Sacramento on the northbound Sacramento Daylight were found, in the
check, to continue their journey by other trains to points beyond.
This check further indicated that about 30 percent of all revenue
passengers riding the San Joaquin Daylights may be expected to use
other Southern Pacific interstate trains to complete their Journeys.
A substantial portion of the traffic handled by the trains
here in issue, the traffic witnesses testified, consists of groups of
school children accompanied by one or more adults. These trips are
presumably educational in purpose. The children travel at half fare,
representing revenue which is not attractive to the carrier. The
trips, moreover, are usuvally quite short: for example, from Modesto
to Merced, from Madera to Fresno, and from Tracy to Modesto. The
average length of such trips, per passenger, on Trains Nos. Sl and 52
was 35.6 and 35.4 miles, respectively. On Trains Nos. 53 and 54 the
average trip was substantially less. These figures are for the 12-
month period from June 1967 to May 1968, inclusive. During that
period 9,662 persons were transported on such tours, 77 percent of

whom were children.
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Connections With Other Trains

The extremely early scheduled departure of Train No. 51 from
Los Angeles (5,40 a.m.) is made necessary, the passenger treffic
manager testified, in order to make comnection at Martinez with the
northbound Cascade (Train No. 12). As hereinbefore indicated, a
substantial portion of No. 51's traffic is transferred to the latter
train. If No. 51's departure from Los Angeles were changed to & more
reasonadle hour, this witness said, and Trein No. 12's departure were
correspondingly changed to maintain the comnection at Martinez, the
latter train would arrive at Portland too late to enable passengers to
transfer to & Great Northern Railway trein destimed to Seattle and
Vancouver. Under such an arrangement, however, he testified, connec-~
tion could be made with a later train going from Portland to Seattie.
The departure times of trains leaving Portland for poiats north there-

o, he pointed out, are under control of the roads operating those

trains. It appears, however, that some adjustment of schedules might
6

be worked out with those carriers.

The carly departure of Train No. 51 from Los Angeles prevents
a reasonable coumection with Scuthern Pacific's westbound Sunset
(Train No. 1), which is scheduled to arrive there from New Orleans at
7.15 2.m. In the reverze direction the southbound San Joaquin Deylight
does commect reasonably with Train No. 2, the eastbound Sunset. At
Sacramento, the northbound Sacramento Daylight has a good connection
with applicant's eastbound City of San Francisco (Trzin No. 102), which
operates from Oegkiand to Ogden, Cmcha and Chicago. It appears that

formerly the westbound City of San Francisco (Train No. 101) also made

8/ Southern Pacific's Coast Daylight Trains Nos. 98, southbound, and
99, northbound, operate batween Los Angeles and San Francisco via
the Coast Route. No. 9% leaves Los Angeles at $.15 a.m. and
exrives at Sen Franeiszo at 7.00 p.m., too lLate to connect with the
Cascade. A cimilar situetion preveils southtound. In both diree-
tlons an overnight layover at San Francisco would be necessary.

-9~
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connection at Sacramento with the southbound Sacramento Daylight.
However, such is no longer the case, the latter having taken its
departure over two hours prior to the arrival of Train No. 101.

The following facts are here to be noted in connection with

the foregoing recital of relationships of the trains here in issue to

other Southern Pacific passenger trains. Shortly after July 18, 1963,

while hearings were in progress in this proceeding, Southern Pacific
filed with the Interstate Commerce Commission (ICC) a statement of its
{atention to discontinue operation of the Cascades between Oakland and
Portland. Subsequently, that Commission issued its oxder requiring
operation of the trains to be continued pending its investigation in
the matter which 1t is conducting under Finance Docket No. 25209.

By its decision dated August 19, 1968 in Finance Dockets Nos.
24916 and 24918, the ICC denied applications of Southern Pacific to
discontinue operation of the City of San Francisco (Trains Nos. 101
and 102) between Oakland and Ogden, and of the Western Pacific Rail-
road Company (Western Pacific) to discontinue operation of the
California Zephyr (its Trains Nos. 17 and 18) between Oakland and Salt v
Lake City, respectively (333ICC525). Both of these gets of trains are
required to be continued in operation for the statutory period of one
year. In Finance Docket No. 25118, the ICC is investigating & proposal
of Southern Pacific to discontinue operation of the Sunset (Trains Nos.
1 and 2) between Los Angeles and New Orleans.

Southern Pacific Estimates of the Results of Operating
Trains Wos. SI, 52, 53 and 54 and of Their Discontinuance

The assistant to the menager of cpplicant's Bureau of
Transportation Research testified regarding the xevenues and expenses
of these trains. The costs were developed by the "Directly Assigned

and Unit Cost Method". Certain expenses, such as wages and fuel, were
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identified directly with the paxticular trains under study. To these
items of expense were added costs covering expenses which, though not
directiy related to the particular trains, were legitimate charges
which should be apportioned thereto. This was accomplished on a unit-
cost basis In accordance with the amount of work done, the units
employed being: gross ton-miles, locomotive unit-miles, yard engine
hours, train-miles, and car-miles. Unit costs applicable to commute

sexvice were excluded.

In the development of the unit costs, the accounts as

reported to the ICC were separated into two groups: (1) the varieble
costs, or those which vary with business volume; and (2) fixed costs,
or those which would be incurred if no traffic were handled. The
variable expenses only were assigned to the service units. Operating
results were developed for the l2-month period from May 1, 1967 to
April 30, 1968, inclusive, and projected operating results for the

12-month period from July 1, 1968 to June 30, 1969, The two sets of
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revenues and expenses are set forth in detail in Appendices "B" and
"C", heveof, respectively. The results are summarized in Table III,
below.

Table III
(4)

Revenues and Expenses for Period
May 1, 1967 - April 30, 1968

Trains Trains
51~=52 53-54 Total

Revenues $1,063,000 § 27,500 $1,090,500
Expenses (Qut of Pocket) 2,245,000 155,100 2,400,100

Net Loss Before
Fixed Expenses $(1,182,000) $(127,600) $(1,309,600)

Fixed Expenses 77,100 6,900 86,000
Net Loss $(1,259,100) $(134,500) $(1,393,600)
(B)

Projected Revenues and Expenses for Period

July 1, 1568 ~ June 30, 1949

Trains Trains '
5152 $3-S4  Total

Revenues $ 781,900 $ 21,200 $ 803,100
Expenses(Out of Pocket) 1,996,500 154,700

2,151,200

Net Loss Before
Fixed Expenses $(1,214,600) $(133,500) $(1,248,100)

Fixed Expenses 72.000 7.000 79,000
Net Loss $(1,286,600) $(140,500)  $(1,427,100)

A comparison of the revenue poxtions of the two sections of

Table III shows a decline from the recorded figure of $1,090,500 in
Section A to $803,100 for the proiccted year in Section B. The
principal factors in this estimated decline, &s shown in Appendices B

and C of this decision, are attributeble to the loss of railway post

=12~
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office revenue of $112,600 and an estimated deecline in revenue Irom
passengers from the recorded f£igure of $697,400 to $550,800. This
reflects &n cstimated decline of ZL pexcent for that category of
passenger train revenue.

The figure of 21 percent was developed by the passenger
traffic manager. It resulted £rom a comparison of the revenues
received from passengers on these tralns during the eight-month period
from September 1, 1566 to April 20, 1967, with those received during
the corresponding pericd Sxom September 1, 1967 to April 30, 1968.
This selection excludes the heavy summex travel period. 7The witness
pointed out that traffic was abnormally high in the summer of 1966
because of the airline strike. To use the figures of the surmer of
1965 for comparison with the corvesponding pexlod in 1667, he felt,
would not be proper, since conditions had substantially changed since
the earlier year. It appears, however, that a moxre accurate develop-
ment of the trend in passenger revenuves would have been obtained if
the period May-August 1955 and 1968, respectively, had been included.

The Staff's Estimates of the Results of Operating
the Valley Deviight Trains and Their Discontinuance

It will be seen from Table IIX, above, that Southern Pacifilc
calculates that operation of Trains Nosz. 5i, 52, 53 and 54 during the

period from May 1, 1967 to April 30, 1968 vesulted in & loss of

$1,393,600 and estimates that if the trains should continue opexating

through June 30, 1969, the loss sustained during the l2-month period
ended with that date would emount to $1,427,100. Applicant also
calculates that had the tralans not operated during the l2-month periced
ended April 30, 1968 the saving to the company would nave totaled
$1,309,600.
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The Commission staff presented exhibits in which cexrtain
adjustments were made in the out-of-pocket expense data set forth in
the applicant's statement for the period ended April 30, 1968; the
staff's estimate of the out-of-pocket loss was $453,400. The staff
kad not made similar adjustments in Southern Pacific's estimate of
operating results for the projected year. However, the staff witness
surmised that such adjustments would result in a loss for such pexiod
in the nefghborhood of $500,000 (as contrasted with applicant's
estimate of $1,348,100, as shown in Section B of Table IIX, above).

Staff adjustments were made in the following items of
expense: repairs to dlesel locomotives, station employees, joint
terminal expense at Los Angeles Union Passenger Texrminel, a traffic
reservation clerk, deprecfation on passenger cars, and interest on
locomotives. Applicant's amounts for the last three items were
completely eliminated, and substantial reductions made in the first
three items. As in past studies, the staff developed unit-cost expense
for repairs to locomotives by the use of both locomotive ton-miles and
trailing ton-miles with further adjustment. Applicant predicated its
expense development of unit-costs for this item entirely on locomotive
ton-miles. Joint terminal expense was reduced from $164,300 to
$93,100 becsuse the staff determined that only 20 percent of the total
expense was variable, and alone constitutes the savings in this item
which would obtain in the event of train discontinuance. Passenger
car depreciation expense wes eliminated because it was expected that,
whether the cars now used In these trains would be assigned o other
trains or stored, depreciation expense wvould contirnue to be xecorded
and there would be no out-of-pocket saving fin this item. In eccord-

ance with past decisions, the staff complerely eliminated interest

expense as not being properly an element to be included in an out-of-

[

pocket cost study.
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The foregoing staff adjustments reflect & total reduction
in out-of-pocket expense of $357,100, reflecting an adjusted net loss
of $952,500. Additional adjustments were made, as Zollows: estimated
expenses which, in the event of discontinuance, would be incurred in
the transportation, by other means, of company material and of
employees traveling on company business. & Southern Pacific witness
testifled that little, 1f any, company material moves on these trains;
moveover, 3 check of employee pass riders on business in two weeks of
June 1968, expanded to one year, produced $5,219 as the Southern
Pacific estimate of the equivalent cosct of alternate means of trans-
portation for such employees, the staff estimate being $20,900.
Additionally, the staff estimated the "feedexr value" of revenues to
other trains £rom passengers transferring from or to the Daylights to
or from such other trains, as $587,000. It further estimated the cost
of providing the service on the connecting lines as 50%, thus arrivieg
at a figure of $254,000 as the net annual loss to applicant by reasom
of the loss of passengers to comnecting trains if the Daylights are
discontinued. Southern Pacific made no allowance for feeder value,
apparently because discontinuance of each of Lts connecting trains
had been, or was expected to be, sovght when its studies were made.

The foregoing adjustments further reduced the out-of-pocket
expenses to & net operating loss (or amount which would have been
saved had the trains not operated during the 12-month study period)
of $647,700. The steff then reduced this figure by a 30 percent in-
come tex credit, reflectinz the amount of additional income tax to be
paid on the additional net income which applicant would receive by
reason of the annmual seving of $547,700 on discontinuance of the

subject trains. An effective rate of 27 percent was adopted by the
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staff, plus the 10 percent 1968 surcharge, rounded off to a total of
30 percent. This credit of $194,300 further reduced the net savings
to the above-stated figure of $453,400 previously mentioned.

Cost of Money

A representative of the Commission'’s Division of Finarnce

and Accounts introduced a report reflecting its study of the cost of
capital and selected financisgl deta. In Table IV below is shown,

from the study, the upward tread of average interest rates on rallroad
bonds for the past 12 and a fraction years. The data were taken from

Federal Reserve Bulletins.

Table IV

Railroad Bond Yieida

Percent
1956 average .
1960 average 4.92
1963 average 4.65
1965 average 4.72
1966 average 5.37
1967 average 5.89
1867 Janvary 5.63
1967 July 5.88
1967 December 65.63
1968 April 6.79

This exhibit zlso shows various comparisons of 15 raiiroads
with Southern Pacific during the S5-year perlod from 1963 through 1957.

The averages are summarized as follows:
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Table V
Cowgarison of Southern Pacific and
Railroads ~ Financia| ata

Fifteen Southern
Railroads Pacific

Return on Total Capitalization ..ceecesses 4.52% 5.10%
Comon Equity Ratio @O PPR2PREISILSISTOPIBITIOOPRE 61‘99 68.28
Return on Common EqQUItY ccecevecasccnsnes 4.87 5.67

Ratio of Operating Expense to
Operating REVEOURS <esssvercccscccscsvas 90.24 90.53

Current Ratios S0P PP RTOOI PR OROOGONBOPROsSe 1.74 1.51

Retained Earnings as a Percentage of
Total Capitalization L BN B B O B BN K BB B N N ) 40‘52 50.70

With respect to internally gernerated funds as & percentage
of Southernm Pacific's total financing, a table shows that this figure
renged from 90.07 percent in 1958 to a low of 54.09 percent in 1964,
since which time the trend has been generally upward: 74.35 percent
(1965), 63.29 percent (1966) end 76.03 percent (1967).

The cost of money to Southern Pacific as of December 31,

1967 was as follows:

Capital Cost Weighted
Item Ratios Factor Cost Total

Long"'tem Debt sevsevacnsse 30.9200 4-39"/0 1.3670

Minority Interest .eeecesces .18 15.90 .03

Common SLOCK eeveecevnccace 68.90 5.04 3.47
T00.00% 4,867

According to the staff witness, the operations involved in

the instant proceeding are such a small part of total company opera-

Cions that the earnings level of the company is negligibly affected
by them.,




A. 50211 Mio

Advertisine Program

The manager of applicant's advertising department testified
concerning the carrier's past program of adﬁertising of the San Joaquin
Daylight. He introduced an exhibit summerizing the expenditures in
this category which were made during the years 1959 to 1965, inclusive,

These figures are set forxrth in Table VI, below:

Table VI
San Joaquin Daylight Advertising

Type of Advertising Cost Total

Newspaper
Magazine

Newspaper
Magazine

Newspaper
Magazine

Newspaper
Magazine

Newspaper
Magazine

Newspapesx
Magsazine

Newspapex
Magazine

$ 6,853.32
2,179.50

31.,423.05
16,602,12

4,731.66
6,071.37

4,946 .45
10,796.55

760.55
836.70

361.25
7,424.30

5,514 .54
105.89

$ 9,032.82
48,025.17
10,803.03
15,653.00

1,597.25
7,785.535

5,620.43

Southexn Pacific spent over $11,500,000 from 1946 to 1958 on
passenger advertising, a good portion of which was devoted to promoting
the San Joaquin Daylight trains. The peak system yeer in this period
was 1954 when over $1,000,000 was spent. Individual figures for the
San Joaquin Daylight for the year prior to 1959 were not supplied.

The amounts chown in Table VI, a$ove, do not include the
cost of producing the ads; the figures relate only to the investment

in space in magazines and newspapers. Some of the ads related ex-

clusively to the San Joaquin Daylight. Many of them mentioned other

-1 S=




A. 50211 Mjo

trains, as well, not particularly emphasizing Trains Nos. 51 and 52.
During this same perifod (1959-1965), the manager testified, Southern
Pacific additionally spent $284,000 in genewal passenger advertising,
not mentioning specific trains, to promote rail travel.

Table VI shows a jump from $9,032 spent in 1959 to $48,025
in 1960. This reflected a special effort to secure more passengers.
However, the resuvlt was that fewer passengers rode these trains in
1960 than in 1959, and fewer still im 1961l. The experiment was deemed
a failure.

This witness further testified that since 1965 the company
has spent no money on promotional passenger advertising for any of its
trains. It has concluded, he indicated, that no amount of advextising
will bring back pessengaers to the trains f£rom their automobiles, the
buses or the planes.

Efforts of Southern Pacific to
Retain its Passenger Traffiec

In the latter 1540's and early 1950's the passenger traffic
menager testified, great efforts were made by applicant to retain
and increase 1ts passenger traffic. In the decade prior to 1958 the
company spent $30,000,0C0 for new passenger equipment. A part of this
expenditure was used to refurbish the San Joaquin Daylight with new
cars. This program was backed up by an aggressive advertising
campaign, &hich received national awards,

ter 1954, however, when it became apparent that, in spite

of all the company's efforts to attract txaffic, the losses and the

decline in loadings could not be stemmed, Southern Pacific entered

into another phace of its passenger operations. This, the witness

testifled, was to eifect econcmies which would permit it to continue

operating its best trains on cach route. The steps included
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discontinuance of Trains Nos. 55 and 56 and of the West Coast, ‘
acconmpanied by transfer of the through north Pacific coast business
of the latter onto the San Joaquin Daylight for transier to or from
the Cascacde; replacing coffee shop cars, which were not being used
extensively, with hamburger grill cavs, and eventually replacing the
latter with automatic buffet cars.

Sucecessively, other steps were teaken to curtall expenses,
such as elimination of thwough car service between Sacramento and
Los Angeles; discontinuance of chailx car porter service during the
off-peak season, on the Sacramento Daylight and south of Fresno on
the San Joaquin Deylight; the substitution of station luggage carts

for station porters. The discontinuence by the Post Qffice Department

of railway post office cars prompted the discontinuance, u?der ICC

autnorization, of checking of baggage on intexrstate trips. Other
econocmies were elso effected.

By 1965 Southern Pacific saw no hope for the passenger
business. It discontinued promotional advertising of its passenger
service, and the payment of commissions to travel égents.

Alternate Transportertion

Applicant's traffic witnesses testified that clternste
means of transportaticn are now available to take care of the
passengers now using the trains here in issve. First, the private
automobile. All points along the routes of the Valley Daylight trains
are served by modern highways, a large portion of which are freeways.

It was pointed out that for travelers between San Joaquin Valley

7/ It is to be noted that Santa Fe, Union Pacific, Great Northern,
Northern Pacific and Westernm Pacific (except to and from stations
between Oroville, California,and Salt Lake City, Utan), among
western roads, still provide interstate checked baggage sexvice.
Southern Pacific still provides this service on the line between
Ogden, Utah,and San Francisco.
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points and Los Angeles the highway distance over the segment south of
Bakersfield is much more direct than is the corresponding segment of
the railroad.§ Waen Interstate Highway 5 is completed to Los Angeles
the highway xoute will be even shoxrter and faster.

Frequent, fast and comfortable bus sexvice is avallable.
The traffic vice-president of Western Grevhound Lines testified re-
gaxding the high quality of bus service provided by his company. 4all
buses are air-conditioned, have lavatory factlities and are provided
with comfortable seats. Frequent service is provided along the route
of the Daylights and in many instances the transit time ig less than
that of the trains.gl Additionally, practically always the fare by
Greyhound is less then that between the same points by trein. This
witness testified that Greyhound would be able to accommodate all the
traffic now handled by the Valley Daylights, should the application
be granted. |

An exhibit wes introduced by the assistant passenger traffic
manager depicting airline schedules between San Francisco Bay points,
Secramento and Los Angeles, on the one hand, and Sen Joaguin Valley
points, on the other. The record indicates that there is considerable
room for improvement. One carrier opewetes jet equipment now, and
another is expecting to introduce jet service some time after
Jemusry 1, 1969. It appears that Fresno now has the best alr sexrvice
of the Valley points. Service between San Francisco-Oakland and Los

Angeles is also shown. The frequency and expedition of this service

8/ The railroad route is through Mojeve and Lancaster. It is
approximately 50 miles loonger than the main highway route, and
invelves more miles of mountain grades.

3/ An exception as to frequency of schedules and comvenience is found
in service from and to Lancaster and other points in the Antelcpe
Valley. Travel by bus between these points and points north of
zge ?ehachapis involves a bus transfer either at Saugus or Los

geles.
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are, of course, of the highest order. Another soxhibit shows the
increase in alrline traffic, as above described, from 1961 to 1966.
Between Los Angeles and Fresno, for example, the number of passengers
increased 105 percent, from 43,970 to 90,260.

Passengers between San Francisco Bay points and the Los
Angeles area, the traffic witnesses poiated out, will still be able
to ride the Coast Daylight, which 1s a better train then the San
Joaquin Daylight. The southbound Coést Daylight leaves San Francisco
at 8.25 aum., arriving =t Los Angeles at 6.15 p.m.; northbound, the
train leaves the latter point at 9.15 a.m., arriving at San Francisco
at 7.00 p.m. In the opinion of the passenger traffic manager, the
Coast Daylight has sufficient cepacity to handie all the passengefs
now using the San Joaquin Daylight between San Francisco Bay points
and Glendale~Los Angelies.

There would still remain, also, the Sante Fe's Trains Nos. 1l
and 2, the San Francisco Chief, which operate between Richmond (with
bus connections from and to East Bay points and San Francisco) and
Chicago via Stockton, Ffresno, Bakersfield and Mojave.lg/ The schedules
of these trains were recently revised. Eastbound, deparﬁure £rom
San Francisco is at 3,45 p.m., with arrival et Bakersfield at 9.55 pome
Westbound, Train MNo. 1 leaves Bakersfield et 3.30 2.m., Fresuo at
5.45 a.m., and Stockton at 8.00 a.m., arriving at San Francisco at

10 45 Cellle

10/ At the outset of the hearings, counsel for Santa Fe, appearing as

an interested party, urged that, in judging whether the public
interest will permit the relief sought by applicsnt, the Commic-
sion not base its decision in any way upon continued future
availebility of altewrnate rail service now afforded by Santa Fe
Trains Nos., 1 and 2. Heavy losses, due both to increased ex-
penses and to decline in traffic, are being sustained by these
trains. Unless there 1s a substantial cheange in conditions, he
csald, Santa Fe shall be forced, in the relatively neaxr future,
to consider seeking discontinuvance of these trains under
Section 13(a)(1l) of the Interstate Commerce Act.

-22=
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In response to a request from Commissioner Mitchell for

certain information, applicant introduced a series of exhibits through

the manager of its Bureau of Transportation Research.

One exhibit

showed the cerrier's gross capitel expenditures anmually for locomo~

tives and car equipment for the yeaxs 1957 to 1967 inclusive, and the

total for that period.
shown separately.

summarized as follows:
Treight Equipment

Lacomotives
Cars
Total

Freight and pessenger equipment purchases wexr

The total expenditures for the period are

$223,887,000

5791228000
$805, 115,000

Passenger Equipment

Locomotives

Cers
Total

$ 3,170,000
15,561,000
N 2> 1’

The passenger locomotive total reflects a single purchase

of ten such locomotives in 1967.

equipped with steam boilers
be used in freight service,
locomotives, which arxe 3600
speed of 70 miles per hour.

The passenger car

Passenger diesel locomotives are
foxr traln heat. Such locomotives may alsc
This is particularly true of these

horsepower units, geared for a maximum

purchazes include some of the gallery

cars used in San Francisco commutetion service; they also include

some "head-end" (baggage-meil-express) cars.

During the period in

question passenger equipment constituted only 2.28 perceat of total

equipment purchaces.

A second exhiblt compared passenger and freight revenues for

the same period. The ratio

of passenger to totel reverues steadily

declined fxrom 8.09 percent in 1957 to 3.l4 percent in 1967: the cor-

responding ratio for the entire period was 6.33 percent.
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A third exhibit set forth all of the train discontinuances
accomplished by Southern Pacific (including ome pair of Northwestern
Pacific Railvead trains)froem 1957 to the present, and the estimated
savings therefrom. The exhibit listed 21 pairs of California intra-
state trains with a total estimated savings of $5,640,000; and 16

pairs of trains other than California Intrastate, with a total esti-

mated savings of $11,017,000. The witness pointed out that the

savings estimates for both groups of trains were those made by the
carrier in i1ts showings in the discontinuance proceedings. He was
unable to indicate to what extent those savings had been realized.

In a third pair of exhibits were listed all freight or
passenger agency stations of Southern Pacific eand its subsidiaries,
respectively, which have been closed from 1957 to the present time.
The totals for the period in question were 141 Southern Pacific
agencies and 41 agencies of subsidiaries, with estimated savings of
$881,250 and $243,750, respectively.

In the final exhibit of this group were set forth estimated
cash savings to California industries in selected rate reductions
made by Southern Pacific during the period from 1957 through 1955.
Savings on Californis intrastate traffic and all Celiforrnia traffic
were shown separately. The commodity groups for which rate reductions
were listed were grapes, lettuce, lumbex, wine, canned goods, dried
frult, automobiles and parts, iron ore, sugar and suger beets. Only
the last three commodities were shown under the intrastate heading.
The total savings for the rate adjustments listed were $4,013,000,
intrastate, and $143,275,000, all California traffic (including intra-

state).
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The witness stressed the fact that this was by no means an
exhaustive list, that the shortness of time required the development
of an exhibit showing only representative rate reductions made during
the period in question. He stated also that the monetary savings
shown reflected estimates which were made at the time the respective
rate adjustments were being worked out.
Practically all rate adjustments shown in the exhibit are -
designated as "incentive loading” reductions; that is, the rates thus
established were made subject to higher minimum weights than those
prescribed for the previously published rates, in order to encourage
beavier loadings and fuller utilization of equipment. The wine rate
reduction of 1959 was indicated as having been made "to encourage rail
movement,”

The request for this exhibit was prompted by a letter dated
April 12, 1968 (received as Exhidbit 1 in this proceeding), from
applicant's vice president and chief counsel setting forth his view
that savings made by Southern Pacific through passenger train dis~
continuances have been passed on to its shippers through freight rate
reductions. It seems reasonable to conclude that all of these rate
reductions would have been made, whether any passenger trains had been
discontinued or not duxing the same period, simply as & part of the
carrier's on-going program to develop freight traffic and to maximize

freight revenues.

The Staff Service Studv

The associate transportation engineer from the Commission’s
Transportation Division Operations and Passenger Branch testified
concerning a study he hed made of the trains here in issue. Some of
the data contained ia the report in which the results of his gtudy are
summarized have been hereinbefore set forth. Others should also be

recounted.
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Records of arrivals of Trains Nds. 51 and 52 at final destin-
ation during the 12-month period ended April 1968 were checked for on-
time performance. Trains which are not more than 15 minutés late are
considered to be on time. It was found that Train No. 5L was about 77
percent on time arriving at Oakland and‘that Train No. 52 was 70
percent on time arriving at Los Angeles during that peried. In July
and December, 1967 the arrivals were significantly poorer. As &
comparison, the Coast Daylights during this same period were found
to be on time 86 percent norxthbound and 90 percent southbound. The
witaess concluded that improvement in on-time performance of the San
Joaquin Daylights was definitely needed.ll/

The witness had made a round trip on Trains Nos. 51 and 52
from Los Angeles to San Franciséo and return on June 23 and 28, 1968,
respectively. He observed instances in which passengers were be-
wildered and dismayed on learning that their baggage, in view of the
new rule heretofore mentioned, could not be checked to out-of~state
points. Moreover, he found congestion and delay created by passengexs
handling their own luggage onto the train at Los Angeles. Lack of
sufficlent train porters to assist passengers with their baggage was
noted.

In general, the equipment was cléan, including windows, with
adequate supplies for the trip, except that for parxt of the trip there
was no drinking water in one of'the coaches. The food in the auto-

matic buffet car was edible, served "picnic style” in paper containers

- ——

11/ A check of applicant's records, made by its general superinten-
dent of transportation, for the lZ-mouth period ended June 30,
1668, showed the following on-time arrivals: Train No. 51, 84
percent; No. 53, 82.3 percent; No. 54, 95.9 percent.

-26-
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or plates. No public timetables were in evidence for use of the
passengers. Some of the caxs had inédeéuéte baggage racks and baggage
was stacked in the seats.

Sixty-nine passengers detrained at Martinez. Baggage was
unloaded onto & baggage carrier by a porter for transfer to the
Cascade. Arrival at San Francisco was 45 minutes late, the loss in
time having occurred between Los Angeles and Bakersfield.

On the southbound trip the experiences Qere approximetely
the same, except that the automatic buffet car was better supplied,
and arrival at Los Angeles was only 20 minutes behind schedule.

Subsequently, on July 21, 1968, this witness rode Trains
Nos. 51 and 53 from Los Angeles to Sacramento. His only comment on
the Sacramento Daylight was that he was dismayed by?the lack of
cleanliness in the coaches: the lint, the haif”oﬁ;tﬁe seats, the torn

seat cushions.

Based on his study of the subjeéf traihs, the staff engineer

came to the conclusions and recommendations‘staCed below:

Conelusions

(1) There is a substantial volume of travel on the "San Joaquin
Daylights" and "Sacramento Daylights", averaging 235
revenue passengers per day in each direction in July and
August, 1967, and 136 per day during the 12 months ending
April, 1968, with a total of 99,119 revenue passengers in
that period. This clearly demonstrates a definite and
substantial demand for rall sexvice over other availsble
modes of transportation.

The passenger traffic on these trains for the months of
January-April, 1968 is not significantly below that for
the same months in 1967.

Traffic on these trains will increase as a result of the
schedule change effective June 15, 1968, for Santa Fe's
northbound San Francisco Chief, :
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(4) These trains provide an important service between Los
Angeles, Sacramento and the Bay Area through the San
Joaquin Valley and Auntelope Valley, and they are the
last remaining passenger trains affording through rail
service through and between those areas.

(5) They provide a vital link in the remaining minimum
national rail-passenger network and the only through
connection between Southern Pacific Company's "Sunset”
and "Cascade" trains, without an overnight layover in
San Francisco.

(6) Discontinuance of the "San Joaquin Daylights" will have
a serious detrimental effect on the continued operation
of the "Cascades" and "Sunsets".

(7) Southern Pacific Company has not demonstrated that it
has made a sincere effort to compete in the open market
with other modes of traasportsation by the manner in
which it presently operates the "Daylight" trains.

(8) Public convenience and necessity require the continued
operation of the "San Joaquin and Sacramento Daylight"
trains. «

Recommendation

In view of the above conclusions, and other considexations,
it is recommended that the request of Southern Pacific
Company to discontinue Trains Nes. 51, 52, 53 and 54 be
denied. In addition, the company should be required to
inform the public of the available sexrvice through regular
publicity and to operate the trains with & quality of ser-
vice which will be attractive to and meet the needs of the
public.

A supervising transportation engineer from the Commission
staff testified that he had reviewed the report of the preceding
witness and that he concurred in the conclusions and recommendations
of that witness, stating other considerations also which entered inteo
such concurrence.

This witness also presented an exhibit which cOmpares the
relationship of money spent for passenger advertising to passenger
revenues as experienced by six westerm railroads, including Southern
Pacific, during the year 1967. Subsequently, the Southern Pacific
introduced the same exhibit, but showing in addition the relationship

of passenger deficits to passenger revenues for the same year. All of
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the monetary figures are taken from annual reports to the ICC.

Table VII, belod; all of these data are éec forth.

Table VII

Comparison of Advertising Expense and Passenger Deficit
With Passenger Revenue for Five
- Major Western Railroads - Year 1967

GCreat Northern Railway Company

1. Passenger Revenue $ 9,586,785
2. Passenger Deficit - 16,193,705
3. Passenger Advertising 507,299
4. Percent Advertising to Reveunue 5.3%
5. Percent Passenger Deficit to Revenue - 168.9%

Union Pacific Railroad Company

Passenger Revenue $18,416,117
Passenger Deficit 36,543,431
Passenger Advertising 514,436
Percent Advertising to Revenue 2.8%
Percent Passenger Deficit to Revenue 198.4%

The Western Pacifilc Raillroad Company

11. Passenger Revenue - $ 2,142,178
12. Passenger Deficit 3,549,845
13. Passenger Advertising 67,283
14. Percent Advertising to Revenue , 3.1%
15. Percent Pasgenger Deficit to Revenue 165.7%

The Atchison, Topeka and Santa Fe Railway Company

16. Passenger Revenue $33,751,349
17. Passenger Deficit 47,978,875
18. Passenger Advertising 1,343,706
19. Percent Advertising to Revenue - 4.0%
20. Percent Passenger Deficit to Revenue 142.27%

Southern Pacific Company

21. Passenger Revenue : $15,456,154
22. Passenger Deficit 19,697,996
23. Passenger Advertising 29,444
24. Percent Advertisiung to Revenue 0.2%
25. Pexcent Passenger Deficit to Revenue 127.47%
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The amount of $29,444 shovm for Southern Pacific is for
timetable printing and for supervision. With respect to the deficit
figures shown for each of the roads, applicant's witness did not know
whether the ICC had formally found that any of them were actually the
losses experienced. The staff witness pointed out that the percentage
relationship of passenger advertising to passenger revenue ranged from
2.8 to 5.3 percent for all the roads shown, exclusive of Southerm
Pacific.

In another exhibit this staff witness showed the trend of
revenue passenger miles of six western roads during the period from

1960 to 1967, inclusive. The total for each road for each year is

shown and the mileage for each year following 1960 is expressed as a

percentage of the mileage for that base year. The exhibit is re-
produced in Table VIII,




TABLE VIII
REVENUE PASSENGER MILES
OF SIX MAJOR WESTERN RAILROADS
1960 THROUGH 1967

SP T1205 v

S.P. Co, The Yest,Pac, The A.T.&S.F, G.H.R. Co., Ho,Pac.Ry.Co. Union Pac, Co,
Psgr, Psgr, Psgr, Psgr, Psgr. Psgr,
Miles Miles Miles ldles 1files Hiles
{000) Index (000) Index (000) "Index (000) 1Index (000) Index (000) Index

1,022,133 100,0 115,168 100,0 1,639,324 100.0 409,356 100.0 323,24} 100,0 1,232,604 100,0
1,002,256 98,1 109,155 948 1,695,803 100.4 432,010 105.5 356,201 110,2 1,149,737 93.3
913,801 95.3 109,109 9h.7 1,698,834 100.6 502,782 122.8 391,385 121,1 1,173,616 95.2
843,176 82,5 104,332 90.6 1,617,038 95,7 111,971 100,6 322,269 99.7 1,068,517 86.7

135,733 72,0 110,133 95,6 1,70k,758 100.9 422,553 103,2 339,601 105,1 1,055,943 85,7
634,618 62,1 111,368 96,7 1,653,006 97.9 h2l,383 103.7 332,064 102.7 1,012,699 82.2
585,018 57,2 108,265 94,0 1,679,515 99,4 L3k,71y 106.2 368,620 11,0 998,076 81.0

{not

434,800 L2.5 92,719 80,0 1,431,506 8h.7 396,807 96,9 (available) 815,918 66,2
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Passenger miles from Southerm Pacific commute operations
were excluded from the exhibit and table. The contrast between the
percentage decline in passenger miles, by 1967, of that road with the
experience ¢of the other roads was pointed out. The witness admitted
that 1968 figures for Santa Fe would, no doubt, show a substantial
drop from 1967 because of several discontinuances effected by that
road late {n that year. Also, it was indicated that the relatively

high percentages reflected in the 1966 figures for the several

carriers were due, at least in part, to the airlines' strike in that
year. The general conclusion which the witness drew from the data
in Table VIII, considered with Table VII, was that the railroads

which advertise and promote their passenger service the most had the

least loss in passengers as reflected in passenger miles operated.

Support for the Application

Five bodies, the Greater San Francisco Chamber of Commerce,
Kingsburg Chamber of Commexce, Delano District Chamber of Commerce,
Los Angeles Area Chamber of Commerce and San Leandro Chamber of
Commerce, also the secretary of the last-named, testifying in his
own behalf, supported the applicant in its request for relief. The
chambers acted through resolution by their boaxds of directors.
Generally, the basis for their positions was that operation of the
trains is resulting {u substantial deficits, which must be under=-
written and subsidized by the users of the freight traffic service;
and that the public gemerally no longer requires the use of the trains
in question, having turned to other means of transportation.

Opposition to the Proposals

Granting of the application was opposed by 19 public bodies

and organizations. Among these were the State of Arizona, the Public
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Utility Commissioner of the State of Oregon, and the City 35 Portland,
1
City and County of San Francisco, and City of Los Angeles. In this

group should also be included a State senator and two State assembly-
men, who, no doubt, had the interests of their constituents in mind.
The protests of the citles and counties, as well as of some others,
were set forth in resolutions adopted by the boards of supervisors,
city councils or other governming bodies. The State of Arizona was
represented by the chairman of the Arizoma Corporation Commission,
who testified.

The principal reasons given by these protestants for their
position were: the Valley Daylights are the last Southern Pacific
trains via the Valley route; they are the last hookup with the
Cascades to and from the noxthwest, and if they are eliminated they
will cause deterioration of patronage and revenues of the Cascades;
they are the only bridge between the northwest and Arizona and eastex-
ly thereof via Los Angeles; they provide feeder value to othex trains;
Southern Pacific has almost completely failed to compete with other
nmeans of travel by advertising and improvement of the service to make
it attractive; air service to and from the Valley is unsatigfactory;
monetary profit is not the only consideration--these trains constitute
& great public convenience, service and necessity; Federal legislation
is now pending almed at curtailing the decline in rail passenger
service until completion of a comprehensive study of the need for a
national transportation passenger system; the status quo should be

maintained awaiting outcome of the Federal proposals.

12/ The other entities are Counties of Los Angeles, San Joaquin,
Fresno and Tulare; the Cities of Sacramento, Modesto, Fresno,
Bakersfield and Tehachapi; South San Joaquin Division - League
of California Citles; Chambexs of Commerce of Lancaster and
Tehachapi; Sacramento Optimist Club; Rail, Bus and Sightseeing
Committee, Southern California Chapter, American Society of
Travel Agents.
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13/
Among the protestants were five employee organizations.

Two 05 tkese presented evidence. A witness for the Brotherhood of
Locomotive Engineers testified regarding time that could be cut out

of the schedule of Train No. 52 between Mojave and Los Angeles. He
is a locomotive engineer assigned to this train on that segment of
its route. Since mail 1s no longer handled at Mojave and Lancaster,
there is a cexrtain amount of dead time which would permit shortening
the schedule by about 10 minutes. This witness also testified that
the maximum speed limit of 79 miles per hour, which had formerly
applied over about 40 miles of his run,had been reduced to 70 miles
per hour.&/

A witness for the Brotherhood of Railroad Traimmen testified
regarding the number of train sexvice positions which will be elimin-
ated 1f the subject trains are discontinued. A total of 23 positions
would be affected, he indicated. This would be exclusive of the
engine crews which would also be involved.

A total of thirty-two individuals testified in opposition
to the granting of the application. Such witnesses testified at all
hearing places except Stockton; the largest groups were at Fresno,
Bakersfield and Los Angeles. All of these have ridden the San Joaquin
Daylight or both Daylights here in issue; some have been and are
consistent riders; most stated or clearly indicated that they would

continue to ride the trains 1f the trains continue to operate.

13/ They were the Brotherhood of Locomotive Engineers, the Brother-
hood of Locomotive Firemen and Enginemen, the Order of Railway
Conductors and Brakemen, the Brotherhood of Railroad Trainmen,
and the Brotherhood of Railway and Airline Clerks.

14/ Applicant's general superintendent of transportation testified
that practically everywhere on the system the maximum passenger
speed is now 70 miles per hour under company rules. The new
SDP 45 series of locomotives is geared for that speed.
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Among the reasons given for keeping these trains in opera-
tion were the following: the Daylights are comfortable, clean and
relaxing; driving is objectionable, with the highways so crowded;
buses are cramped and uncomfortable; some do not like to fly; airports
are congested, and air fares to and from Valley points are higher
than rail fares; elderly people, travelers with small children and
handicapped persons all f£ind the train more practicable than bus or
plane; the trains are essential in foggy and other bad weather; the
food and service are good; the dome car and the scenic route between
Bakersfield and Los Angeles are attractions; Daylights make good
connection with the eastbound Sunset; this is the last train serving
the San Joaquin Valley--to discontinue its operation would be tragic.

Although these witnesses want the traln to comtinue, many
of them had complaints about it and made suggestions for improving
the service and increasing the train's patronage. Among these were
the following: delays are emcountered at Martinez, walting for the
Cascade; the Los Angeles departure time for Train No. 51 is unreason-
ably early; the trains often run late; scheduled rununing time is too
long~~cut out the dead time and shorten the schedule; automatic buffet
cars are inadequate for long distance trips; the food is poor; the
train is still good, but it is run down; cars are not as neat and
clean as they should be; upholstery was worn; there were no time-
tables~--they should be provided; there were evidences of improper
maintenance of the equipment; the porter should be restored to year-
round service and there should be more porters; the through coach

between Sacramento and Los Angeles should be restored, as the transfer

at Lathrop 1s difficult for elderly people; also the connection at

Sacraemento between Train No. 101 (the westbound City of San Francisco,
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and the southbound Sacramento Daylight) should be restored; pillows
should be restored; the interstate checking of baggage should be
restored; statlons at Martinez, Fresno, Bakersfield and Lancaster
are run-down and should be modernized; L/ the parking space at
Fresno and Lancaster is inadequate; modernize the equipment, upgrade
the service generally, and advertise it so that people will know the
trains are still running.

Two tour opexators, one also an individual travel agent,
testified in opposition to applicant's proposal. They emphasized the
difficulties created by the new policy of Southern Pacific of not
paying commissions to travel agents. They use the San Joaquin
Daylight in their routings, particularly in counection with the
- Cascade via Martinez. One of these witnesses would not object to
discontinuance of the San Joaquin Daylight if the schedules of the
Coast Daylight and Cascade could be adjusted so as to make a reason~
ably direct commection, without overxrnight layover at San Francisco,
between those two trains.

One individual protestant filed an unsworm statement of

position.

Discussion, Findings and Conclusions

At the outset it should be observed that all revenue, ex-
peunse and traffic estimates for the future made by applicant in its
presentation, the recoxrd shows, are predicated on the assumption that

the Cascade and Sunset trains will continue to operate indefinitely.

15/ The Mayor of Fresno introduced a series of photos showing the
generally run-down and unattractive condition of applicant's
station there. He urged, among other things, that the sexvice
and facilities be updated to accommodate the rapidly growing
population of the Fresno area.
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Likewise, the Commission's conclusions and order in this proceeding

will necessarily be predicated on that assumption, since the proceed-

ings in which discontinuance of those trains is sought are now pending

before the Interstate Commerce Commission.

Under both the carrier's and the Cormission staff's esti-
mates of operating results for the l2-month period ended April 30,
1968 substantial losses are reflected, though of much greater magni-
tude according to the carrier than to the staff. The modifications
made by the staff ia Southexrn Pacific's out-of-pocket expense figures
and the further adjustments which It made appear reasonable, with the
following exceptions: salary ($7,500) of the traffic clerk should be
restored; the adjustment in the £igure for repairs to diesel locomo-
tives (from $233,900 down to $113,900) should be revised to restore
the 25 percent reduction the staff made to reflect the relative
levels of expense in this item incurred by certain other western roads,
thus revising the figure of $113,500 to $151,900; haul of company
naterial and value of alternmate transportation should be reduced from
$10,100 and $20,900, respectively, to $1,000 and $5,000, respectively;
in view of the interrelationship of discontinuance proccedings in-
voiving the conmnecting Daylights and Cascade, the feedexr value figure
of $294,000 should be reduced by 50 percent to $147,000., These
adjustments result in a revised estimated net out-of-pocket loss of
$592,500 for the test period (See Appendix D).

The experience of applicant with the San Joaguin an
Secramento Daylights has been the old story of the viclous circle.
As the heavy traffic on these trains, which reack:d 2 peak slout 1952,
declined and continued to decline in spite, spparently, of ccatinued
advertising, applicant began to modify the high cuality of its service

by easy stages to reduce operating costs. Several of the ways, but

-37~
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not all, in which the quality of service and the expenses were grad-
ually curtailed have been hereinbefore described. Then, as the
quality of service declined, and riding on the Valley Daylights became
less attractive the volume of traffic further declined, which, in
turn, dictated further curtailment in expenses.

Applicant's traffic witnesses made vigorous efforts in their
testimony and by exhibits to show that the service rendered with these
trains {s still attractive. But the fact remains, as reflected by the

staff service study (much of which has not herein been detailed) and

by the testimony of pasgenger witnesses that the service currently
- /

provided on, by and auxiliary to these trains is not attractive.
There 1s ample testimony to the effect that even normal maintenance
has been downgraded. Then, as to the quality of food provided in the
automat cars, while one or two witnesses said the food was good, others
were very critical, and thought it a poor substitute for coffee shop
car or diner service.

Then there is the c¢umulative effect of train discontinuances.
As earlier stated, formerly there were three other sets of Southerm
Pacific and two sets of Santa Fe Golden Gate trains operating in and
through the San Joaquin Valley. These, together with the set of
Daylights, provided many people with an attractive choice of schedules.
As train after train was vemoved the choice became more and more
limited, and travel by train less useful, so that former passengers
drifted away to other means of travel.

Another cumulative effect is found in the increasing burden
of expenses on the remaining trains. The cost of maintaining facil-

ities, as an example, must be apportioned among fewer and fewer trains.
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A highly important factor in the development of traffiec is
advertising; this goes without saying. Yet, applicant's witnesses
frankly testified that the carrier has completely given up on passen-
ger advertising. It does not even make available sufficient time~
tables to supply adequately its trains and stations with them. The
amounts spent by applicant on passenger advertising in the 1950's
appear to have been substantial, but it i{s not clear how much was
spent on these trains. The impression obtained from the testimony 1is
of economy. The advertising should have been kept up through the
years, as the intensity of competition increased. In this day and
age it is inconceivable that any business should expect to market its
product successfully without large and unrenmiltting doses of advertis-
ing. It 1s, therefore, astounding to find in this record that as of
October 1965 Southexrn Pacific completely abandoned all passenger ad-
vertising. It is to be wondered that anyone rides these Daylights,
under these circumstances.

But the record shows that in a recent 12-month period
100,000 passengexrs made trips on the trains in question, bearing in
mind that a fair portion of these were children on short excursions.
The San Joaquin Daylight performs an important function in comnection
with the Cascade fn the movement of traffic to and from the noxrthwest.

It 1s of great importance to the people of the Antelope Valley, as the

only convenient means of public transportgtion between that valley and
1

points Bakersfield and north thereof.” Other respects in which
these Daylights £1li a useful and necessary function have been

zentionad eerlier in this proceeding.

16/ One of spplicant's exhibits shows that in a recent l2-month
period a total of 4,719 pessengers boarded or elighted from
Trains Nos. 51 and 52 at Lancaster.
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Applicant's traffic witnesses stressed the pessimistic

outlook for passenger trains across the nation, citing certain

passages of a pamphlet issued by the Assoclation of American Railroads
and bearing the title of "The Case of the Vanishing Passenger Train'.
Sections of this publication bear subtitles such as "Railroads Tried
Hard™, "Efforts Futile", and "Situation Hopeless". A document to
which frequent reference was made during the hearings bears the title
"Intercity Rail Passenger Service in 1968" and the subtitle "Report
and Recommendations of the Interstate Commerce Commission to the
Senate Committee on Commerce and the House Interstate and Foreign
Commerce Committee". It 1s dated June 25, 1968. L/ Pagssages of this
report pointing out the sharp decline in the number of passenger
trains in recent years and the way in which former passengers have
deserted the trains in intercity, noncommuter trangportation, and the
apparent hopelessness in the situation were read into the record by
the rail witnesses.

Staff counsel and witnesses, however, drew attention to the
statement of the ICC in the above-mentioned report to the effect that
railroads still retain the fundamental obligation to provide service
if the public convenience and necessity require it and that this
obligation is not automatically extinguished by an operating loss.
Attentlon was drawn also to that Commission's recommendation in the
report that a comprehensive study be undertaken on the need for a
"National Rail Passenger System" and the methods for developing a
modern rail metwork if such a system is desired. The staff further
directed attention to the ICC's statement that, in the interim, steps
should be taken to maintain & minimum level of essentizl railroad

passenger service,

17/ 0Official notice is here taken of the report.

<40~
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This record shows that passenger train service in the West
has been reduced to a mere skeleton. Over each route west of tﬁe
Rockies and south of Portland, Oregon, only one passenger train is in
operation. The recommendations and sﬁatements of the ICC, as set
forth above, point to the conviction that, in any event, the "bare
bones” of the rail passenger network should be kept intact pending
the completion of the study envisioned in its reporxt, which will

entail Congressional action and cooperation of State and Federal

35?“91%5. The ICC’S deciSiOQ to Yequire continued operation of the
City of San Franmcisco and California Zephyr txains comports with that
conviction.

The trains here under consideration, as has been shown, are
an essential part of the rail passenger skeleton. Assuming that the
Cascade and/or Sunset should be required to continue in operationm,
discontinuance of the San Joaquin and Sacramento Daylights would
disrupt the aforesaid network and greatly diminish the value of rail
passenger sexvice to the areas now served by the Daylights as well as
to through passengers.

We find that:

1. The patronage on the San Joaquin and Sacramento Daylights
has been steadily declining for at least the past 10 years.

2. Southern Pacific discontinued all promotional advertising
for passenger trains in 1965.

3. Applicant has not demonstrated that it has made a sincere
effort to compete in open market with other modes of transportation by
the manner in which it presently operates the aforesaid trains.

4. The adequacy and attractiveness of Trains Nos. 51, 52, 53
and 54 have gradually declined as traffic has diminished; this has
been the result of the combinatlion of the lack of desire of applicant

to attract passengers end efforts to reduce operating costs.

4] -
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5. The out-of-pocket loss, after allowance for income taxes at
an effective rate of 30 percent, for the l2-month period ended
April 30, 1968 amounted at least to $592,900.

6. The loss for the 1l2-month period ending June 30, 1969 will
probably be greatex than the amount stated in Finding 5.

7. In spite of their drawbacks, the trains in issue are used
by a substantial mumber of persons. These trains averaged 235 revenue
passengers per day in each direction in July and August 1967 and 136
per day in the 12-month period cended April 30, 1968, with a total of
99,119 passengers in that period.

8. The passenger traffic on these trains for the first four
months of 1968 was about 15 percent below that for the corresponding
period of 1967.

9. These trains provide an important service between Los Angeles,
Sacramento and the San Francisco Bay area, through the San Joaquin and
Antelope Valleys and they are the last remaining passenger trains
sffording through rail service through and between those areas.

10. These trains provide a vital link in the remaining minimum
national rail passenger network and the only through connection
between Southern Pacific's Sunset and Cascade treins, without an
overnight layover in San Francisco.

1l. Discontinuance of the San Joaquin Daylights will have a
detrimental effect on the continued operation of the Cascade and
Sunset trains.

12. Southern Pacific should be directed to provide each coach

on each of the trains here in issue with a supply of timetables

showing the current schedules of said trains; to provide each station

at which each of these trains stops with a supply of said timetables
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adequate for the needs of passengers and inquirers; and to see that
such supplies are regularly maintained.

13. Public convenience and necessity require the continued
operation of Southern Pacific's Trains Nos. 51, 52, 53 and 54.

We conclude that:

1. The declining patronage of the San Joaquin and Sacramento

Daylights 1s attributable partially, 1f not largely, to the lack of
promotional advertising, the diminished adequacy and attractiveness
of the sexvice and the failure to meke the effort necessary to compete
effectively with other modes of transportation.

2. The continuation of the operation of the San Joaquin and
Sacramento Daylights is essential to provide the public with a
recessary and convenient raill passenger service for numerous
California communities and areas, to retain the last passenger txains
between Los Angeles and Sacramento and the San Francisco Bay area via
the San Joaquin and Antelope Valleys and to presexve the Califormia
section of the remaining national rail passenger network through
sexrvice provided by conmecting trains serving the Pacific Northwest
and points east of California.

3. Despite Southern Pacific's failure to provide modern and
attractive service and its negative and indifferent attitude on pas-
senger service generally, there is still substantial patronage of the
Sacramento and San Joaquin Daylights.

4. It 1is the public utility obligation of Southern Pacific
Company to continue passenger service provided by the Sacramento and
San Joaquin Daylights notwithstanding operating losses since there is
a substantial public need for the service in question and although
Southern Pacific apparently incorrectly assumes that it may divest
{tself of all unprofitsble operations.

5. Application No. 50211 should be denied.

-43-
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IT IS ORDERED that:
1. Application No. 50211 is denied.
2. Southern Pacific Company is directed to provide for
passengers and the public adequate supplies of timetables showing
the schedules of Trains Nos. 51, 52, 53 and 54, {n the manner set

forth in Finding 12 in the preceding opinion.

This order shall become effective twenty-five days after
the date hereof.

Dated at San Francisca

day of OCTOBER | 1968.

» California, this _/57%
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APPENDIX A

(List of Appearances)

FOR APPLICANT:

W. Harney Wilson and Kenneth E. Johnson.

FOR PROTESTANTS:

(a)

(e)

E, T, Willians Jr,, Chairman, Arizona Corporation Commission,
for State of Arizona; Leon L. Hagen, for Sam E. Haley, Public
Utility Commissioner of Oregon; William C. Taylor and Robert
R, Laughead, for City aund County of San Francisco; Ronald L.
Schneider, for County of Los Angeles; Thomas M. Zuckerman,

for County of San Joaquin; Wayne Robertson, for lulare County
Board of Supervisors; Kemneth W. Hoagland, for City of Bakers-
field; M. Dwain Smith, for City of Ilchachapi and Tehachapi
Chamber of Commerce; J. M. McFadden, by Vincent B. Tobin, for
City of Palm Springs.
C. H. Purkiss, D. H{. Brey, J. E. Howe, K. R. Burns, G. W.
Ballard, R. H. Woodhaus J. L. Evans, Howerd A. Bliss, Earl
P. Kinsinger, G. R. Mitchell, Henry F. McBride, James Laurence
Montel, Donald E. Green, Herbert F. Green and L. L. Lare, for
various railroad. employee organizations,
John Morris, Bruce Heard, Frank Finley, Timothy Lemucchi,
Bonny M. Packer and Lanier Walker, in propriae personae.

FOR INTERESTED PARTIES:

Roger Arnebexrgh, by Charles E. Mattson, for City of Los
Angeles; Joseph S. Coomes, Jr,, for City of Sacramento; James
M. Cooper, tor San Francisco Chamber of Commerce: Leland E.

Butler, for The Atchison, Topeka and Santa Fe Railway Company;
and William V. Ellis, in propria persona.

FOR THE COMMISSION STAFF:

Vincent V. MacKenzie, Counsel.
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APFENDIX B

REVENUES AND EXPINSDS OF PASSENGER TRAINS S1-52-53«5L

BETWEEN LOS ANGELES, OAKLAND AND SACRAMENTO, CALIFORNIA

May 1. 1967 - Aprdil 30, 1968

Trains
Deseription _S_l-_s_g_
Revenues:

&~

s 676,900

112,600
160,900
16; 200

Passenger $ 2
M&il, R?o*

¥ail, Other

Other transnortation
Dining and duffet

Total revenves

23]
WC‘WO,E”P

Variable Expenses:

$ 185,200
75,500
177,800
218,200
31,8,8C0
84,5C0
10,100
69,300

Wages - train and engincmen

Servicing ~ diesel locomotives

Servicing - passenger cars

Repadirs = diesel locomotives

Repairs -~ passenger cars

Myintenance of way and structures

Switching

Station amployeces

Station custodial service

Tickots and timotables

Injuries to persons

Troffic reservation clexks

Dindng and bdbuffet

Increased wages and prices, lines 7-1L 7,000

Health and welfare for lines 6-18 L3,1Cc0

Payroll taxes for Lines 6-18 125,100

Train fuel 62,700

Trans-bay bus sorvice (WGL) 19,500

Joint terminals (LAUPT) 16).;,300

Depreciation = diesel locomotives 62,000

Depreciation - passenger cars 66 900

Interest - locamotives
Subtotal expenses on lines 6-27

6
7
8
9
10
Nh
2
a3
L
15
16
7

N NN NN
co«!O\\nl:"megb;g

N
0

Net profit or (loss)
before expenses on lines 30-36 $(1,182,000)

All other maintenance of cquipment $ 17,000
General 38 700
Hawl of company material 13, 7800
Increaced wages & prices, Lines 30-32 600
Health and welfare for lines 30-32 1,8C0
Payroll taxes for lines 30-32 5,200

[V
(o]

$

Lo Lo Lo ot
W E W D

$ 60,100

11,600
15,700
15,200

Trains
53-5L

$ 69?,uoo
112,600
167,800
16,300
96.,1,00

0,500

6,900
100

96 Lo0 -
e 063:656 $ 27.3& ﬁ:oga’gbﬁ

$ 5L5,300
81,000
189,400
88,100

W, 700

5,500

3,600
1,600
7,100

200

3,900

L0
3,300
9,500
L,300

14,900
2800
100

2, 2 600

"E'2E5LUUU"'""TEEFTRRT"‘FTFTREfIGU

$(127,600)  $(2,309,600)

900
3,800
1,L00

100

200

400

$ 17,900

42,600

L
()%

Subtetal oxpenses on lines 30-35 § 77,%00 $
$(2,259,100)

# RPQ service discontinucd September 29, 1967.

w
—~3

Vet profit or (loss)

3,900

$(13L,500)  $(3,393,600
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APPENDIX C

PROJECTED REVENULS AD EXPENSES OF PASSENGER TRAINS S1-52453-5L
BETWEEN 10S ANGELES, OAKLAND AND SACRAMENTO, CALIFORNTA

July 1, 1968 - June 30, 1969

Trains Trolns
Deseription S1-52 53=54

Revenves:

Passenger 534,300 $ 16,500 $ 550,800
Mail e 165,200 14,600 169,800
Other transportation 5,500 1c0
Dindng and buffet 76,900 -

Total revenuecs 781,900 § 22,200

Variable Expenses:

Tages - train and cnginemen 490,500 $ 63,400 553,900
Servieing - diesel locomotives 51,600 1,600 56,200
Servicing - passenger ¢ars 156,500 11,100 167,600
Repairs - dicsel locemotives 109,100 13,200 162,300
Repoairs - passonger cars 290,900 13,700 304,600
Maintonance of way and structures 62,100 3,900 66,000
Switehing 36,800 4,300 11,200
Station employeos 73,500 7,500 81,000
Station custodial service 3,200 200 3,400
Tickets and timetablos 700 - 700
Injurdies to persons 37,300 3,800 41,100
Traffic reservation clerks 7,9C0 - 7,900
Dining and buffet 116,400 - 116,400
Increased wages and prices, linmes 7-11  L1,300 2,700 L, 0C0
Health and welfare for lines 6~18 45,300 3,800 49,100
Payroll taxcs for lincs 6-18 118,000 10,000 128,000
Train fuel 115,800 3,900 49,700 |
Trans-bay bus serviece (WGL) 19,100 - 19,100
Joint terminals (LAUPT) 133,400 - 133,400
Depreciation - diesel locomotives 33,200 4,200 37,300
Depreclation - passenger caxrs 55,000 2,500 57,500
Interest -~ locamotdves 28,900 -2, 000 30,900
Subtotal expenses on lines 627 § 1,996,500 & 46L,700  § 2,151,200

6
7
8
9
10
p
12
3
L
25
16
17
18

Net profit or (loss) ' -
before cpenses on lines 30-36 $(1,214,600) $(133,500)  $(1,3u8,100)

A1l ¢ther mointenance of equipment $ 13,200 800 $ 1,000
General 35,700 , 39,500
Bavl of campany material 12,700 1k,1C0
Inercased wages & prices, lines 30-32 3,600 3,900
Health and welfare for lines 30-32 1,900 2,100
Payroll taxes for lines 30-32 1,900 100

Subtotal oxpenses on lines 30-35 {2y % B3 »

Net profit or (loss) $(1,286,600) $(140,500) $(l,h27,1C05




APPENDIX D
SQUTHERN PACIFIC COMPANY

TRAINS NOS. 51, 52, 53 AND 54
ESTIMATED RESULTS OF OPERATION
H SIPI COP.UDCU H : Total H

Reference : Itenm _:  Expense Expense : Difference : Amount

; ) &) @ ) SR
M : {(3) less (4) ® .

Revenues
S.P. Exhibit _ Statement A Line 5 $1,090,500

Expenses
S.P, Exhibit Statement A Line 23 2,400,100

Expense Modifications oy C,P,U,C. Staff

Repairs to Diesel Locomotives $233,900 $151,900

Station Employees 76,400 31,200

Traffic Reservation Clerk 7,500 7,500

Joint Terminals 154,300 71,200

Depreciation Passenger Cars 59,700 -

Interest - Locomotives 21,600 -
L3 to L3 Total Difference $ 311,600
L2 less L9 Expenses as Modified by C,P,U,C, Staff $2,088,500
L1 less L10 Net Loss as Modified by C,P.U,C. Staff ) $ 998,000

3
4
5
5
7
8
9
0
1

-

Adfustments
Haul of Conpany Material ; 1,000

Feeder Value ' 147,000
Value of Alternate Transportation 5,000
L11,12 less
L13, 4 Operating Loss After Adjustments . 847,000

L15 x 307 Income Tax Credit 254,100

L15 less L16 Net Odperating Loss 592,900

Q xypuoddy
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WILLIAM M. BENNETI, Commissioner, Concurring Oplnion

I concur In today's ordexr. The Southerm Pacific Com-

pany has been admerished by me many times to give to the State

of California fixst class passenger train service. Southern

Pacific has the rights of way, the equipment and the financial
ability to do that which 1s necessary to give a growing state
an alternative wmeans of transportation to bus and plane.
Euxopeans enjoy passenger train sexvice which is a marvel of
cfficicency. The Jepanese have exceeded this nationm in providing
outstanding rall sexrvice., The public responsibilities of
Southern Pacific demand that its cexecutive hiersrchy undertake
long range planning for the transportation neads of a state
which will have a population of almost 4 williorm by the year
2C00.

It is heartening that the Interstate Commexce Commis=-
sion and even this Commission after having pormitted the adban~
dooment of most of the passenger trains of the United States
and of Califomia -~ as witness the recent Lark decision --
has £inally come to the cornclusion that the railroad industzy
in reporting its losses upon passenger traln service has been
less than accurate. So it has always been hexe in Califomuia.

Considering the great gifts of public lands to the

Scuthern Pacific, its undisputed obligation towaxd the public
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as a regulated eatity, I continue to hold my views that the
management Oof Scuthern Pacific is indifferent to its public
sexvice obligations. It displays no imagination and apparently
no knowledge of the great changes in technology ac evidenced by
the European and Japanese train systems. Wheress once America
waz f£irst in rallroad passenger train service we are now second
rate and California Is second rate as well. The public should
be aware of the fact that there is a legal compact between
themselves, the gilvers through govermment of valuable franchises,
aod railroad management. Rallroad management has the absolute
obligation to carry people as well as property and regulatory
agencies and particularly the Intexstate Commerce Commission

have the obligation to see that such a compact is enforced.

g LA B

Commiséioner

DATED:  COctober 15, 1968

San Francisco, California




