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We therefore conclude that the public convenience and necessity
requires the construction of line proposed by NP, The record
demonsirates an overwhelming public support for the granting of
NP’s application. There is little public support for Milwaukee's
application, The record clearly demonstrates a need for service
from Mesa to Marttawa., As indicated earlier, Milwaukee’'s
application contemplated construction of a line only from Beverly
tc a point beyond Martawa, which would service only about
one-third of the area. This would leave almost two-thirds of the
area east of Mattawa without rail service, We do not believe
granting Milwaukee’s application would be In the public interest.
Furthermore, both applicants concede that the potential traffic
would only support the construcrion of line by one railrecad, In
these circumstances we would grant NP’sapplication because it is
responsive to public support for rail transportation in the entire
area under development for irrigation. The record clearly in-
dicates that NP can handle adequately, efficiently and economically
all of the porential traffic in the area.

We find the present and future public convenience and necessity
(1) in Finance Docker No. 23825 require construction Ly the
Northern Pacific Railway Company of alineof railroad from Mesa
to Mattawa, Wash,, as described herein, and (2) in Finance Docket
No. 23914 do not require construction by the Chicago, Milwaukee,
St. Paul & Pacific Raiiroad Company of a railrcad line in Grant
County, Wash., as descrined herein. An appropriate certificare
and order will be entered which will provide that the construction
authorized shall be commenced within 3 nionths of the date of
service thereof, and shall be completed on or before January 1,
1969,
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FINANCE DOCKET NO. 213495
NORTHERN PACITIC RAILWAY CO. DISCGANTINUANCE OF

FRAINS NOS. 3 AND 4+ BETWEEXN 5T. PAUL. MINN., AND
JWESTOWN . N. DAK.

PDecwled Sepiember 27 1967

- dnvestigation, , found that vperation ta Northern Pacilie Railway
tompany of passenger traing Nos

w3 and 1 botween St Paul, Mian.,
sl Jamestown, No Dak.. i not required by the public convenience
md necessity and that continued operation thercol will unguly bur-
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Woyinald Ames for Northern Pacific Railway Co.

[ layd Wandtke for Minnesota Public Service Commission. inter-
Sener in opposition.
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ws, Commissiuner.

sorthern Pacific Railway Company, (NP) a2 carrier by railroad
vhoer to the provisions of partlofthe Interstate Commerce Act,
urwuant to secrion 13a(l) of the acr, on May 12, 1967 filed with
vaw Commission notice that effecrive June L8, 19¢7, the carrier
sould discontinue service of its passenger trains Nos. 3 and 4l
ctween St. Paul, Minn., and Jamestown, N. Dak., a distance of
wproximately 344 miles. The notice was accompanied by an
ppropriate supporting statement. Copies of the notice were served
ind posted in the manner prescribed by secrion 13a(l) and the
.ulations of the Commission pertaining thereto,

wt one time had been transcortineatal trains but e=

and raildwar po=t oflL e @mail —ervioe

faling was cut back sucvessivels, to Glendive | ManL
e,

] NS



78 INTERSTATE COMMERCE COMMISSION R r'ORTS

Numerous petitions and letters of protest were received from
individuals, municipalities, and others within the area served hy
the trains. Protests also were filed by chambers of commerce,
city councils, and several organizations of railway employees.
The Minnesota Public Service Commissionwas permitted tointer-
vene in opposition. The protestants assert they would be injured
by the proposed discontinuance.

Investigation of the proposeddiscontinuance was instituted by our
order dated June 6, 1967, which requires continued operation of the
noticed trains for a period not exceeding 4 months beyond the date
when termination of the operation otherwise would have become
effective. The 4-months period expires October 18, 1967, Because
of the statutory limitation upon the time available for investigation
and decision, the order of investigation provided for the omission
of a report and recommended order by the examiner, and for
certification of the record to us for initial decision. Public
hearings were held at St. Paul and Little Falls, Minn., and Fargo
and Jamestown, N. Dak., during the week commencing July 17,
1967.

Train No. 3 operates westbound daily except Saturday, depart-
Ing St. Paul 10:10 p.m., arriving Jamestown 7:36 a.m.; and train
No. 4 operates eastbound daily except Sunday, departing James=-
town 4:22 p.m., arriving St. Paul 2:53 a.m. The principal inter-
mediate points served by the trains are as follows: Minneapolis,
St. Cloud, Little Falls, Staples, Wadena, Detroit Lakes, and
Dilworth, Minn., and Fargo and Valley City, N. Dak. Of the 42
intermediate points between St. Paul and Jamestown, trains No.
3 serves 19 stations, and train No. 4 serves all the intermediate
points daily as regular stops or flag stops (except oh Monday
early mornings between Sartell and St. Paul). The trains pro-
vide passenger service and also handle mail, express, and other
head-end business. '

NP operates other passenger trains between St. Paul and James-
town as part of through transcontinental trains. Trains Nos. 1 and
253 provide daily service departing St. Paul 8:40 a.m., and 8:25
p.-m., respectively, and arriving Jamestown 4:22 p.m., and 2:32
a.m., respectively. Eastbound, trains Nos. 2 and 26 depart James-
town 2:33 p.m. and 12:03 a.m., and arrive St. Paul 10:20 p.m., and
6:40 a.m., respectively. Tralns Nos. 1 and 2 (Main Streeter) serve
14 intermediate stations including the principal points served by the
noticed trains, and trains Nos. 23 and 26 (North Coast Limited)
provide intermediate point service at Minneapolis, Staples, Fargo,
and Valley City (flag stop).
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Reproduced from NP’s current printed timetable, and attached
hereto as appendix A, are the times of departure and arrival at
the terminal points, the provisional intermediate stops, and the
miles from 5t. Paul.

In additicn to the described passenger service between points
on the routes served by trains Nos. 3 and 4, the Great Northern
Rallway operates five daily trains in each direction hetween St.
Paul and Fargo. Each serves Minneapolis, and four serve Moor-
head (near Fargo). St. Cloud is the only intermediate station
affected by the noticed trains at which service is provided by
Great Northern trains, No station west of Fargo which is served
by trains Nos. 3 and 4 is served by Great Northern, Northwest
Alrlines provides one schedule in each direction daily between
St. Paul-Minneapolis and Jamestown, and seven trips eastbound
and six trips westbound between St. Paul-Minneapolis and Fargo.

Should the proposed discontinuance become effective, 24 of the
points served by trains Nos. 3 and 4 would be without direct
railroad service eastbound or westbound., The largest of these
points is Anoka, population 11,500.2 It is 12 miles by highway to
Minneapolis which is served by the remaining trains of NP and
by Great Northern. The next largest is Sauk Rapids, population
4,000, which is 2 miles from 5t. Cloud where railroad service
will continue to be available. Simlilarly, Elk River, population
1,750, is 23 miles from Minneapolis, and Casselton, population
1,400, is 22 miles from Fargo. Elk River and Casselton are
listed as conditional restricted stops on NP trains Nos. 1 and 2,
The other affected stations have populations not exceeding 830
each (12 have populations of about 300 or less). By highway they
are from 3 miles to 28 miles from the nearest point where
scheduled railroad service would be in effect.

Numerous primary public highways, including completed por-
tions of the new Interstate Highway system connect St. Paul
and Jamestown, and most of the communities served by trains
Nos. 3 and 4. Central Greyhound Bus Lines is shown by the
Official Bus Guide (July 1967) to operate many daily schedules
throughout the affected area. Atleastfourdaily through schedules
are available to riders between 5t. Paul or Minneapolis and
Jamestown. Of those, three schedules serve a majority of the
principal intermediate points affected herein. Other schedules
operate between St. Paul and Fargo. Except at Philbrook, Bluff-
ton, and Mapleton, the population of each of which does not ex-
eeed abour 200, every station served by trains Nos. 3 and 4

?1965 estimated populations shown.
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receive some degree of bus service. Several of the points have
only one daily schedule available and others have only flag stop
service or service at adjacent Interstate Highway interchange
points to accommodate local passengers. Ineachcasepassengers
can reach other intermediate stations at which through route hus
schedules are maintained.

The normal equipment consist of trains Nos. 3 and 4 over the
full route between St. Paul and Jamestown includes one diesel
unit, a baggage car, a railway post office car, and a coach.
Westbound, train No. 3 also carries a second diesel unit, two
baggage cars, a railway post office car, and a coach which are
detached at Little Falls. At the latter point the extra diesel
and care are routed as train No. 11 from Little Falls to Inter-
national Falls, Minn., a distance of 232 miles.3 Train No. 3

also carriers a baggage car which is detached at Detroit Lakes
and one which is detached at Fargo. In the reverse direction,
train No. 4 picks up the baggage cars at Fargo and Detroit
Lakes, and the diese]l unit and cars (train No. 12) at Little
Falls for return to St. Paul, In total, two diesel units and nine
cars depart from and return to St. Paul, and one diesel and three
cars arrive and depart Jamestown. The passenger coaches
operated on trains Nos. 3 and 4 are drawn from a pool of five
similar cars. They areof steel construction, 70 feet in length, air-
conditioned, and have 55 to 60 reclining seats, Of the cars in the
pool, two were built in 1935, and 4 are about 50 years of age.
In the event the proposed discontinuance becomes effective, the
oldest equipment or that which requires the greatest amount
of maintenance would be retired.

Between St. Paul and Fargo, the trains herein are crewed by
an engineer, fireman, conductor, and two brakemen; and between
Fargo and Jamestown they operate with an engineer, fireman,
conductor and one brakeman. Train No. 3 departs 5t. Paul
with one baggageman who works through to Jamestown. It also
has another baggageman and a helper (5 nights a week) between
St. Paul and Little Falls who work beyond Little Falls on the
International Falls train. Thus, there are 17 enginemen and train-
men operating trains Nos. 3 and 4, plus two baggagemen each
day, and a baggage helper 5 nights per week. The baggagemen
are employees of Railway Express Agency (REA) and a portion of

3P0nding before the Minnesota Public Bervice Commission is NP's appli-
¢ation to disconlinue operation of train Neo. 11 and train No. 12. That matter
has been the subject of a public hearing. Heretclore, the State commission
permitted discontinuance of thede trains between $i. Paul and Little Falls,
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their wages is paid by the subject carrier. Conceivably, if the
discontinuance takes place, NP may be able to eliminate the
positions of one clerk each at 5t. Cloud, Staples, Wadena, and
Detroit Lakes, and a telegrapher at Little Falls.

The chief objective of the employee organizations is to persuade
the Commission to require continued operation of trains Nos. 3
and 4. Nevertheless, they urge that, in the event the proposed
discontinuance is ordered, we impose for the protection of
adversely affected employees, conditions similar to those pre-
scribed in Chicage, B. & @. R. Co. Abandonment, 257 1.C.C,
700. The Commission consistently has found that it is without
authority to impose the requested protection in section 13a(l)
proceedings. See Greal Norfihern Ry. Co. Disconlinuuance of
Service, 307 [.C.C. 59. However, we have considered the probable
effect which the proposal would have upon employees as a factor
in determining public convenience and necessity. In our opinion
there are insufficient grounds related to the employees’ position
to make the findings necessary to order continuance of the herein
noticed trains.

During 1965, train No. 3 carried 8,875 passengers on 315
trips, an average of 28,17 passengers per trip, and train No. 4
carried 6,859 passengers, or an average of 21,77 per trip. In
1966, train No. 3 carried 9,443 passengers on 314 trips, or
30.07 average per trip, and train No, 4 carried 6,584 passengers,
or 20.97 per trip. For these years the combined average passen-
gers per trip on both trains was 25.0, and 25.5, respectively.
NP also submitted passenger counts and averages for the first
4 months of 1967, showing 49.39 passengers per trip on train
No. 3 and 26.61 per trip on train No. 4. The latter data cannot
be considered typical of the per-month average during 1967, in-
asmuch as those months normally are heavy passenger travel
months because winter conditions make highway and airline travel
uncertain, The foregoing data were determined from analysis
of records of tickets collected by conductors; cashfares received;
and tickets honored but not collected, apportioned to the suhject
trains according to the number of miles traveled thereon.

The supporting exhibits alse show results of studies of
passengers boarding the trains at each terminal and intermediate
station, and the number of passengers leaving the trains at each
station. The exhibits omit listing of intermediate stations which
provided no business for the trains in question. The data is
shown for the 2 years and 4 months previously mentioned. For
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purposes of this report we will consider the statistics for 1966
as representing the present level of operations. Between St
Paul and Jamestown 10 intermediate stations averaged no
passengers per trip boarding trains No. 3, and 13 stations
hoarded fewer than 1 passenger per trip. Theonly stations
having an appreciable number of passengers boarding per trip
were St. Paul 8.82 and Minneapclis 18.30. St. Cloud provided
1.25 passengers. The number of passengers leaving train No. 3
at 18 intermediate points averaged less than one per trip, and
at the others were as follows: St. Cloud 2.03, Little Falls 1.60,
Staples 1.21, Wadena 1.97, Detroit Lakes 3.25, Farge 1.86, and
Jamestown 1.43. In addition, an average of 15.14 passengers
per trip were carried in the coach attached to train No. 3 for
Little Falls and operation beyond as train No. L1.

Similar information for train No. 4 shows that no passengers
boarded at 11 of the intermediate stations between Jamestown
and St. Paul, and that fewer than 1 person per trip boarded at
20 of the stations listed. The only stations having more than
1 person per trip boarding the train were Jamestown 2.09, and
Fargo 3.75. Additionally, the train No. 12, car attached at
Little Falls for movement to St. Paul, provided 11.4 passengers
average per trip. The average count of passengers leaving
train No. 4 was none at 8 intermediate stations, and less than 1
per trip at 22 stations. The others were Fargo 2.09 average
per trip, Detroit Lakes 1.69, Minneapolis 8.03, and St, Paul 3.06.
Only between Minneapolis and Royalton (86 miles) were there an
average of more than 10 passengers on trainNo. 3 at and between
stations. On the segment mentioned the average was 26.40 per
trip, including train No. 1l passengers. Between stations west
of Detroit lLakes, the average number of passengers was fewer
than 6 per trip. On train No. 4, the average passengers on the
train at and between stations was slightly more than 13 between
Little Falls and Minneapolis, and between Jamestown and Randall
(226 miles) the average was fewer than 5 passengers per trip
between any successive stations.

NP expends approximately $1 million per year to advertise its
railroad services. About one-third of the advertising budget is
devoted to passenger service. GCenerally, the amount spent for
advertising specific passenger trains is not ascertainable. By
a program announced in May 1966, to be effective June 1, 1966,
NP established a new fare schedule providing coach service for
persons of 12 through 21 years of age at 50 percent of the adult
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fare. The youth fares are honored on all trains except the North
Coast Limited (trains Nos. 25 and 26). Generally, they are
applicable between all points on NP's system between St. Paul-
Minneapolis and Seattle. An advertising campaign was under-
taken to attract young people to ride the trains. In addition to
advertisements in newspapers throughout the affected area, NP
distributed cards, posters, and direct mailing material publicizing
the youth fares. The advertising was repeated periodically during
1966 and 1967,

No official or other perscon appeared on behalf of the United
States Post Office to assert its viewofthe proposal to discontinue
trains Nos. 3 and 4. The manager of NP’s mail and express
department believes that an indeterminable portion of the mail now
handled onthe noticed trains would be routed on its other passenger
trains, but that most of the mail would be diverted to highway and
air line transportation. He also is aware thatthe Post Office has
created secticnal distribution points which would relieve the
congestion at the major postal centers. St. Paul-Minneapolis,
Jamestown, Fargo, and Detroit Lakes have been designated on
the route between St. Paul and Jamestown. This development, in
his view, permits the phasing out of railway post office cars for
the reason that mail would not be worked en route to the regional
¢enters. In many instances, delivery of mail to the regional
points would be by transportation medes other than railroads.
Also, mail from the regional centers to ultimate delivery points
would not be expected to be routed via railroad, Therefore, he
anticipates that the mail revenues generated by trains Nos. 3 and
1 would decline in the future.

A representative of the coperations division of REA indicated
that some of the business now handled by trains Nos. 3 and 4
would be transferred to trains Nos. | and 2, and to trains of
fircat Northern between St. Paul and Fargo. He also believes
that appropriate authorization would be sought to operate high-
wily vehicles which would provide service in substitution for that
of the trains in question. REA expects to continue to handle all
Itd present business between St. Paul and Jamestown, but antici-
pates that express stations would be closed at some of the
Intermediate points served by trains Nos. 3 and 4.

The general balance sheet of NP as of May 31, 1967, shows
total assets of $1,067.5 million, including current assets of
$110.8 million, special funds $2.4 million, investments $168.3
mllilon, total properties less recorded depreciation and amorti-
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zation $775.2 million and other assets and deferred charges
$10.8 million. Liabilities include current liabilities $43.5 mil-
lion, long~term debt due within 1 year $14.5 million and due
after 1 year $283.8 million, reserves $9.6 million, other liakili-
ties and deferred credits $2.6 million, capital stock $30.2
million, capital surplus $262.9 million, and retained income-
unappropriated $420.4 million.

The income statements of NP for the years 1965, 1966, and
the first 5 months of 1967, show, respectively, railway operating
revenues $197.9 million, $210.2 million, and $76.3 million; net
railway operating income $18.2 million, $21.0 million, and $0.4
million; and net income (after non-operating income, fixed
charges, and other deductions) $28.0 million, $30.7 million, and
$3.9 million. Systemwide passenger operations during 1965
and 1966 incurred total net railway operating deficits of $16.9
million and $16.0 million, respectively, calculated on a fully
allocated basis. The deficits relating to the passenger operations
reduced total net railway operating income (primarily from
freight operations} by close to 50 percent in each of the years
studied.

Appendix B attached hereto, shows revenues derived from the
operation of trains Nos. 3 and 4 for 1965 and 1966 were $637,814
and $584,288, respectively. The out-of-pocket expenses incurred
by NP in operating the two trains during 1965 and 1966 were
claimed to be $1,022,590 and $925,563, thus resulting in net out-
of-pocket losses of $384,776 and $341,275, respectively.

Revenues from passengers, mail, milk and cream, transpor-
tation of remains, sleeping car and dining and buffet service
(discontinued after 1965) are based on actual amounts received.
Express revenues are based on an allocation of REA payments
on the basis of revenue per car-foot-mile for registered space
on these trains. Newspaper revenue is based on applicable rates
per hundredweight of newspapers handled on these trains.

The cost of crew wages reflects actual payments to employees
engaged in operating the trains, plus payroll taxes, health and
welfare benefits. Among the expenses incurred are those for
gross earning tax, injury claims, rents for passenger-train cars
and dining and buffet service which are actual. Repairs to
diesel locomotives are based on a 10-year average cost per
diesel unit-mile for class of locomotive used on these trains.
Repairs to passenger cars are based on annual system cost per
passenger car-mile. Depreciation is based on annual depreciation
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rates authorized by this Commission and computed only for
actual number of days units of equipment were operated on these
trains. Lubricants and other supplies for locomotives plus
enginehouse expenses are based on annual system average cost
per diesel unit-mile in passenger service. Train fuel is based
on average cost per diesel unit-mile by class of locomotive
used on these trains, Train supplies and expenses are based
on annual system average cost per passenger car-mile. The
expenses accrued at the St. Paul and Minneapolis terminals
represent the minimum amounts by which those expenses would be
reduced if trains Nos. 3 and 4 were to be discontinued. The
totals shown are adequately supported by excerpts from the exist-
ing contracts with the terminal companies, and by typical vouchers
and other documents itemizing the cost of each service provided,
The estimated savings have been determined on an avoidable
cost basis in a manner similar to that approved in Chicago, R. I.
& P. R, Co. Discontinuance of Trains, 328 L.C.C. 278, 285 ¢t segq.

The procedures used to determine the out-of-pocket cost of
operating trains Nos. 3 and 4 present reasonably accurate state-
ments of actual costs. The methods utilized in the aforesaid
computations are similar to those heretofore found appropriate
in abandonment cases and indiscontinuance proceedings considered
by the Commission, The estimates as calculated are accepted
herein.

Except in the instance of trains Nos. 11 and 12, trains Nos. 3 and
4 do not make reasonably close connection with other passenger
trains of NP. Thus, it is not likely that the trains proposed to
be discontinued derive any benefit from passengers traveling
heyond the points of comnection, For that reason consideration
has not been accorded to any feeder value accruing to trains Nos.
d and 4. The record does not explainwhy the noticed trains should
ot be credited with some feeder value accruing from the pas-
sengers who travel on trains Nos. 11 and 12 north of Little Falls.
lowever, the revenues and expenses discussed hereinabove in-
clude on a mileage pro rata basis, all the revenues and expenses
related to the trains beyond Little Falls, that properly are as-
slgnable to trains Nos. 3 and 4. The computation shows that the
total revenues amounted to $123,367 in 1965, and $130,197 in
1966. The related expenses are shown as $186,750 and $173,025,
vespectively. Considered alone, that aspect resuited in ocperating
deficits of $63,383 in 1965, and $42,828 in 1966,
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For lack of a more reliable measure, we may as<.sume th::t
revenues equivalent to those allocated for the‘handhng if' ttﬂ e
equipment of trains Nos. 11 and 12 were derived _from Flaue
Falls connecting passengers to and from International ]
and intermediate points. Also assuming that.: the cos.t of ha'm—
dling those passengers in addition to the_ riders using trzzll?s
Nos. 11 and 12 beyond Little Falls, was equivalent to the usu 3;
accepted 50 percent of the allocated revenues, the nztslgzg ?n
operating trains Nos. 3 and 4 would be reduced to $323, i

276,176 in 1966. .

195‘5, ;éic(liit?on ,to the avoidable costs developed in the dt-?,SCI'lbed
estimates of direct savings upon discontinuance'of trains Nos.
3 and 4, the record reveals that certain less. direct costs also
would provide operating savings to NP. ‘For 1nstancet the 01.1;-
of-pocket costs do not include yard engine eXpenses in mcla(\u gf
the equipment between St. Paul Union Depot.and. the trac s.o
Northern Pacific, and exclude the cost of switching the equ%p-
ment within NP’s coach yard, which might result in ‘a reduction
of overtime switching payments. Also disregarded Is the pay-
ment of retroactive wage increases for the period since Alfgust
12, 1966, for which NP is responsible under recent.ly negonated
agreements. Another area of probable indirect savings mvo}ves
the elimination of station clerk positions at St. Cloud, Little
Falls, Wadena, Staples, and Detroit Lakes. Other wages and
station expenses also might be reduced to some degree.

The protestants presented a total of 23 witnesses 'to expr'ess
their reasons for opposing discontinuance oi..’ the sub]ect_ tra_ms.
geveral presented the viewpoint of commL.mitles or org.amzanol?s
they represented, and also explained their personal mte'rt-ast in
the train service. In total, there were nine mayoxs of cities or
towns and officials of chambers of commerce; eight members of
the legislatures of Minnesota and North Dakota; three Persons
whose primary interest was the retention of adequat.e mlaul siﬁv;
ice; a representative of a railway employee organization 'lal.rl fci
opposes all discontinuance proposals; anc% two perso'ns chie %
interested in the passenger service provided by trains Nos-.
and 4. The cities and towns represented were St. Pa}ul, Min-
neapolis, St. Cloud, Little Falls, Staples, Wadena, Detroit Lakes,
Dilworth, Fargo, Valley City, and JamestowI.

Presented in evidence were several resolutions enac.:t.ed by Fhi
governing body or chamber of commmerce of. cor.nmu'nmes \;rhlcd
anticipate they would be affected. On examination it develope

331 L.C.C.

NORTHERN F l RY. CO. DISCONTINUANCE-ST. PAUL & JAMESTOWN 87

that the resolutions were not preceded by investigations, and
generally were not founded on knowledge of the railroad’s pro-
posal or the situation which motivated its action. Most falled to
consider the alternative transportation that would be available
in lieu of trains Nos. 3 and 4. The resolutions are broadly
stated in terms of the welfare of the communities in hopes that
the towns would enjoy prosperity and growth in the future if all
the existing railroad service is retained.

The contention by the public-type witnesses is that the con-
venience and personal preference of the public requires con-
tinuation of the trains, and that their loss would injure the
tourist trade and industrial growth of the affected areas. Several
theorized that the available railroad passenger service should be
improved and expanded to keep pace with the increasing popula~
tion and its potential needs. This, they believe, could be en-
couraged by aggressive promotion and salesmanship on the part
of the railroad. Other spokesmen allege that removal of these
trains would discriminate against the rural population of the area
and further thwart their economic growth. The protestants also
object because of the likelihood that elimination of the trains
would cause further deterioration or removal of mail service,
which is essential to the local citizens and various businessmen
at and near points served by the trains. To the extent they had
knowledge, the witnesses had no serious complaints about the
operation of the trains or the condition of the equipment being
used. However, a few witnesses were critical of the service
and the lack of modern equipment, which they believed could
attract additional passengers.

The riders who oppose the discontinuance include a housewife
residing at Little Falls. Her son is a university student at
Minneapolis who visits home on about six weekends during the
spring season. He uses train No. 3, because its departure from
Minneapolis at 10:35 p.m. suits his work schedule, and the arrival
at Little Falls at 1 a.m. is convenient to the family. Generally,
he does not use train No. 4 to return to school. Other members
of the family do not make use of either of the trains in question.
Another student of the university at Minneapolis also uses the
late train for trips to his home at Staples.  In the reverse direc~
tlon he rides train No. 2. He purchases the youth half-fare
tickets and appreciates the economy involved.

The only other specific .reference to persons who require
continuation of the trains as riders, was the director of a vo-
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cational technical school located at Wadena. The school serves
about 75 high schools throughout Minnesota. The witness as-
serted that many students commute to their homes on weekends
and during holiday seasons. He concedes that some students
travel by private automobile, hut contends that passenger trains
also are used by the students. Also, faculty members have oc-
casion to travel to State meetings, frequently at Minneapolis, and
the witness believes that railroad service is used by such persons,
In neither case was he certain that the riders utilize trains Nos.
3 or 4, and presumed that the other rrains of the railroad also
are used. The observations of this withess were not supported
by the appearance of students or faculty members of the school.

CISCUSSION AND:CONCLUSIONS

In our opinion, the record establishes that operation of trains
Nos. 3 and 4 by NP is the source of annual deficits of the magni-
tude of approximately $300,000. The possible savings of such
out-of-pocket expenses are based upon conservative -estimates
of the effect upon the carrier if the trains are discontinued.
Considering the drain upon net-system railway operations that its
passenger service represents, the savings that would occur would
serve to improve NP’s overall financial posture. The record is
clear that the subject trains are not patronized by passengers
sufficiently to warrant their continued operation, and that the
relief from the losses related thereto would servethe public con-
venience and necessity, This finding is underlined by the fact that
mail revenues handled by the trains in 1965 and 1966 have ac-
counted for more than 85 percent of the total revenues produced
by these trains. Nevertheless, the Post Office Department has
not voiced -objection to removal of the trains, There is no doubt
that the regular collection and delivery of mail within the affected
areas will continue satisfactorily without these trains.

The proposed discontinuance of trains Nos. 3 and 4 would not
result in the elimination of railroad passenger service between
St. Paul and Jamestown and most of the principal intermediate
stations, NP would continue tooperate two pairs of trains between
the points, and a competing railroad provides several schedules
between 'St. Paul-Minneapolis and ' Fargo, with service at St.
Cloud. While the times of arrival and départure of the other
trains might be less convenient to the individuals who now travel
~on trains -Nos. 3 and- 4, applicable fares for the same type of
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service would remain unchanged. In addition to railroad service,
there is airline service between the principal points in question,
and with few exceptions there are bus schedules that the public
could utilize for the entire trip, or for travel to and from nearby
railheads where train service would be available. The traveling
public would not be unduly burdened by the withdrawal from serv-
lee of the noticed trains. '

The provisions of section 13a(l) reflect the intent of Congress
to enable carriers to discontinue train services that no longer
pay their way, and for which there is no longer sufficient public
ticed to justify the financial loss involved. See Southern Ry. Co.
v. North Carolina, 376 U.S. 93. OQur decision must rest upon a
balancing of the public need for continuation of service at the
points served by trains Nos. 3 and 4 against the financial results
reagonably expected to accrue from termination of that service.
The evidence proves that only a few passengers use the trains
each day. Only two users of the trains testified in opposition to
the proposed discontinuance. Other witnesses were chiefly con-
cerned with mail or express service, which would be continued by
thuse responsible for that service. They also offered unconvincing
conclusions as to the effect of the removal of the trains upon the
comniunities along the line, and alleged undesirable consequences
of losing one of three pairs of NP trains which provide passenger
and incidental services. We find that trains Nos. 3 and 4 actually
gerve no vital public need at this time.

Consideration of the evidence of record convinces us that che
balance lies in favor of permirting discontinuance of trains Nos.
3 and 4. Contentions of the parties as to fact or law which are rot
specifically discussed herein have been considered and found to be
wlthout material significance or merit,

We find that operation by the NorthernPacific Railway Company
of its passenger trains Nos. 3 and 4 between St. Paul, Minn., and
Jainestown, N. Dak., is not required by the public convenience and
fecessity, and that continued operation thereof would constitute an
undue burden upon interstate commerce.

An appropraite order will be entered discontinuing the investi-
gution herein.

41 LC.C,
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APPENDIX A
Northern Paeific Railway

ST. PAUL, MINN, - JAMESTOWN, N. DAK(EFFECTIVE JUNE I, 1967)

—
Z
-
West—read down Kast —read up E
Depariure train Trains Train No. 25* Train No. 26 | Trains Nos. Deparlure E
No. 3 Nos., 17-1 North Miles Main-ling Table 1 AltiLade I:Icnrth 2-4.8 train Nn. 4 =
daily Main Coast. L'oe.m!. Main daily =
excepl Streeter L.imited Limited Stre?ter except =
Saturday daily daily daily daily Sunday o
10; 10 p.m. 8;40 a.m. 8:25 p.m. O|Lv. 8. Paul 7, §------ Ar. 10:20 p.m. 2:55 a.m. %
10:35 11} Ar. Minueapaolis 7,8 A - Ly 2:30 z
10:55 [1|Lv. Minneapalis ------ Ar. 2:20 T
29 Aunoka ---e-vovn- 1:46 j=vl
40 Elk River -------- 1:20 %
49 Big Lake - 1:086
57 Becker 112:54 O
64 Clear Lake 12:45 2
76 St. Cloud 8 12:27 2
77 Sauk Rapida --~--- rez:l4q a
80 Bl . = < ommimmmm oot IR 110 R | & — 12:08 o
17| Ar. Little Falls 7,8 --- Liv T:43 [1:32 p.m. 8
118 Randall ---------~ |  1179|----------| -=-==--=-- rjo:51 g
135 Philbrook -------- 1 I24B|--------c-d comamna f10;:22 g
141 Staples §, 8 ~----~ 7:03 16:12 m
141! |Lv. Staples - Ar. 6:56 10:02 2]
152 Verndale --------- | 18409 -------mooimiiimm o 9:43 =)
159 Wadeua B - 6:31 9:33 E;
164 et | 1| e et | et S Snee R 4 =3
---------- 172 New York Mills --- memmm e r19:06
12:38 182 Perham-+------ 6:01 B:i54
1:01 203 Detroit Lakes 8 5:38 8:06
---------- 210 Auduboo - e I7:59
---------- 216 Lake Park-------- B T:51

See footnotes at end ol table.

e —

*- HRemains not carried oo train No. 25.

f- Stopa on flag.

&- Stops to discharge revenne passengers [rom Detroit Lakes and west.
ii- Flag stop daily, but full stop Saturday, Sunday and holidaya.

i- Btops [or revenue passengers only, to or from Minneapolis and east or Billlngs and west where scheduled to stop.
m- S3tops for revenue passengers from Minneapolis and east. or to Detroit lakes and west, at scheduled atops.

Regular stop on
Mondays.

A- Auto rental available at this point.
{R)}- Station restaurant.

2z
- Sarthern facific Radiway—Cun. =
: ST. PAUL., MINN . ~JAMESTOWN. N. DAK. (EFFRECTIVE JUNE 1, t867) =
T e
i West—read down East—read up 2‘
=t e 2 = T S >
Departure train Trains Train No. 25* Train No. 26 |Trains Noas. Deparlnre es)
No. 3 MNos. 47-1 North Miles Main-line Table [ Altitude North 2-48 train No. 4 =
daily Main Coast Coasl Main daily (') -
exeept Streeter Limited Limiled Streeter eaxcept =
Saturday daijly daily daily daily Sunday -
228| Ar. Hawley B-----cooon- Lv. 1153 5:07 p.m. f7:37 a.m. 8
242 Glyndon--~=-------_ L | e el [ L LR T g f7:21
247 Dilworth - 911 4:42 Til5 g
251 Moorhead, Minn --~- 906 h4:27 6:57 o]
252 Fargo, N. Dak 8---- 905 4:25 6:55 8
252| Lv. Fargo (R) A ----~-- Ar. 4:15 6:35 Z
264 Mapleton --~------- L el EEEE R LT 16:04 =)
272 Cassellon - 936 i3:45 5:57 ';:
278 Wheatland -~ L Tl [E PP 5:45 ~
288 Buffale ==-------.. 1200 |- - - oo e 5:35 o
294 Tower City ~------- O [ 5:27 @)
289 Oriska -«o-mnnmnnnn LB et TR 3:21 &
310| Ar. valley City = 1224| r(2:36 3:10 5000 n
310 | Lv. Valley City - --Ar. 112:36 3:10 5:00 =]
320 Sanborn - - -- [A4T == emmmmmes foem e r4:44 b
326 Eckelson----v----- 1467 |- mmmemecmee o icae £4:43 E
333 Spiritwood--=-v--o- 1482 e et f4:36 =
T:36 : 3 3 344 | Ar. Jamestown (R) ----- L. 1414 H 2:35 4:22 o
o
=
o+
;
=
<
=
Z
=
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LOUISVILLE & N. R. CO. ABANDONMENT vl

APPENDIX B
Finance Docker No. 23570
Northern Pacific Ratlway
L.OUISVILLE & NASHVILLE RAILROAD COMPANY ABANDON-

OUT-OF-POCKET REVENUES AND EXPENSES TRAINS NOS. 3 AND 4 MENT BETWEEN JACKSON AND SHELL PLANT, TENNESSEE

1965 AND 1966 ;
i U In Finance Dockel No. 23970, certificale and order 1ssucd permitting abandon-
[tem 1965 1966 = ment _by. the Louisville and Nashvilte Railroad Company of a portion of its
Revenuss: £ Jm;.- ol |‘a11roac! rbcmeen Jacksm? \anc_l §!w11 Pl.anl. T-E“IIII‘L ¢ i
Passenger~ e e e e 3 In Finance Dockel No. 23969, acquisition by Lowsvilic and Nashville Railroud
MBIL = mm o mm T $48,530[ 339,071 = Company of trackage rights over the line of Gulf, Mobile and Ohic Railroad
EXPrass - nveemmmmmen oL T 541,232 510,684 * Company between Jackson and Humboldt, Tenn., approved and authorized,
Milk and cream~-------'----u..._.-._::::::::::::: 42522 3};2; _-'. Conditons preseribed.
g;ﬁﬂ_‘il?ortalion Of FEMAINS === - mmmmmmm dm e e e “'513 g :1
SIE:;;’:;E:“':::::::::::::::::::::::::::::::::::: 154 122 ¥ Joseph L. Lenihan, David M. Keeble, and Clifford T. Coomes for
Dining and buifet--=-v-woommno ... ... 1177 e B 5 applicant.
T mm = Grami W. Smith, James L. Bomar, Jr., Troy W. Torlin, Pairick
Ei‘vpe“”f , ' fehnson, Sr., and Arthur J. Shea for protestants.
woges ol engiuemen - - --no oo 100,534 103,764 i
Wages of Joint train meosommen basen e (1T 115,365) 108,549 _ ‘
: ger-baggagemen ----------. 12.211] a7T.491 ey Decision, CERTIFICATE anp ORDER
bl e Bl T L IO
Minnesota gross eamings ta -~ oreronooiiioooii | 0428|4874 By 4 Session of the INTERSTATE COMMERCE COMMISSION,
gi:‘;’;rzl_a;‘i’;ie'l'l'o;'o'n“l;t'i;_;‘S“:::::::::::::::::- ------ 6,318 4,907 5 Division .3, Commissioners Tuggle, Brown and Deason, held al its
ReDairs —Passenger 0ars -« ---~ oo oL Lgatz S.28e ¥ office jn Washington, D. C., on the 19th day of July 1967.
DeDTEClatiDnﬁof £QUIDMents - - 42:162 34:474 '
?“fanil.?r;’:e‘;?.sf-e?.g?f-.tfi_”_n. S i 5 g;g y ?ég i L:Fpon considcralion _of lh.e applications and the record in the above-
Lubricants for locomotives «- === -eeeuomoan oL, 6,502 5142 ] entitled proceedings, including a report and recommended cerlificate
g;};‘jl’m“’;xg"::xfse’n‘;:s"’ff‘_”_"f_s.:_‘:::::_‘:::::::::::::: 1,513 1,022 ;_ and order of the hearing examiner served February 21, 1967, and the
Train supplies and expenses---- - ... ............ 10207 | otiaes juint cxceptions filed thereto by the Tenncssee Public Service Com-
gfj:ﬂ?‘;ﬁ;ﬁiﬁ;;‘i::,’iic(‘f")_::_‘_‘::":_‘_‘:::_' --------- 1,869 435 'i mission, the Lowns of Somervilte, Osakland, and Whiieville, and the
St Paul Union Depot ~-~-+v-nnoooooooo o L L1000 | pateRs Lieei - counties of Fayette and-Hardeman, Tenn., and the accompanying
Mipneapolis Depot---ooomommonioon 128,074 | 73633 B petition for oral argument and the reply to the exceplions and the
oial EXPERSES -t m ool 1,022,590 | 925.563 % petition filed by applicant.
----------------- 384,776 | 841,273 3
-
331 LO.C. Il'-" lt ugpearincr, Thal the findings and conclusions of the hearing .exami-
ner with respect to all matters of facl and law considered and disposed
' of in his report are in all malterial respects proper and correct, and that
i the exceplions and the replies raise no new or malerial issues or mal-
& lers of fact or law not adequalely considered and properly disposed of

by the hearing examiner in his report; and that the exceptions and
replics are not ol suck a nature as to require the issuance by division 3
of a report discussing Lthe evidence in light of such pleadings;

iThis ceport alsu smbeaces Finunce Docket We 23969, Louisaille & Nashville Rarlroad Company—
Itachage Righis Berween Jack~on and Humboldt. Teanessee—Gull, Mobile, and Ohw Railroad Co.
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