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FOREWORD
The preparation of State Rail Plans was enabled by the Railroad

Revitalization and Regulatory Reform Act of 1976'(PqL.H94-210, commonly
referred to as the "4 R Act"). Ohcé é:State has established a Rail Plan

administered by a designated State agency with authority to "... develop,
| promote, supervfse, and support safe, adequate, and efficient rail trans-
portation services ..." it becomes eligible to participaté in rail freight
assistance programs through a Certified Program of Projécts (CPP). The

Texas State Rail Plan, prepared by the Railroad Commission of Texas in

accordance with the requirements of the 4 R Act, is comprised of two
volumes.

Volume I details the methodology employed in the development of the
Plan, presents recommendations for subsequent inclusion in a CPP for the
State of Texas, and describes the'public participation process, transpor-
tation planning activities in Texas, and the ongding rail planning pro-
gram. | |

As of June 30, 1978, 21 light-density rail lines had been designated
for possible abandonment by railroads in the State of Texas. Detailed
analyses of these lines were performed to determine which segments should
be considered for project assistance under the 4 R Act. Volume II, in
four parts, contains the }esults of these-anaTyses..
Part A: |

Valley Lines (Victoria-Beeville,

Skidmore-Alice, Falfurrias-Edinburg)

Alice-Falfurrias : '

San Benito-Rio Hondo

Mission Hidalgo

Mission-Spaulding
Spaulding-Rio Grande City

iii



Part B:

Abilene-Winters

San Angelo-Maryneal

Crystal City-Carrizo Springs
Brenham-Giddings
Llano-Scobee

"~ Part C:

Acme-Floydada
Burkburnett-Oklahoma Border -
Pampa-Oklahoma Border
Pringle-Stinnett
Skellytown-White Deer
Whiteface-Bledsoe

" Part D:

Seagoville-Bonita Junction -
Thedford-Lindale
Weatherford-Mineral Wells
Soumethun

A fifth part of Volume II, Part E, contains a retrospective analysis
of 12 Texas rail lines that had already been approved for abandonment by
the Interstate Commerce Commission in June of 1978:

Teague-Mexia
Mission-Palmhurst
Edinburg-McAllen
Raymondville-Monte Alto
Stamford-Rotan
Sonora-~S.N. Jct.

E1 Paso Union Depot
Bridgeport-Graham
Georgetown-Austin

San Martine-Rockhouse
Quinif-Rosebud
Sterley-Silverton
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PART A. SUMMARY

1. Introduction

The Missouri Pacific Railroad Company (Mo-Pac) has filed public
notice that the 38.6 mile railroad of the Abilene & Southern Railway
- (A&S), its wholly-owned subsidiary, has been designated a Category 1
line which the carrier anticipates will be the subject of an abandonment
épb]ication fo be filed within three years, pursuant to 49 CFR.1121.20
(b)(1). The Yine is located in West Central Texas, and extends between
Abilene, in Taylor County, and Winters, in Runnels County. In the event
- of abandonment, Abilene would retain north-south rail service via the
Fort Worth & Denver Railway (FW&D) and east-west service via a main line
route of Mo-Pac. Winters would lose all rail service. This Tine was
the subject of a previous abandonment application, which was denied in

1977.

2. Traffic Characteristics

Traffic over the Tine in 1977 was estimated at 5,120 cars. Com-
modities carried ﬁncluded primarily grain and livestock feeds, cotton-
seed and refined cottonseed oil. Other goods and products included
farm, construction and other heavy equipment, non-durable consumer
products, and petroleum-related products, such as lubricants and dril-

Ting muds.

3. Economic Characteristics

a. Economic Activity

The economy of Runnels County is based primarily on agriculture,




with businesses in Winters oriented toward providing services to agri-
culture. Manufacturing in the area is a comparatively recént develop-
ment, and is relatively small. .

The economy of Abi]ene and Taylor County‘is based on man&facturing,
~wholesale and retail trade, and services. Agricuitural prbduction has
historically been and continues to be'é significant economic activity.
0i1 and gas production isstill important, although emﬁ]oyment in this
industry has been declining. There are severa]ieducatioha1 institutions
located in Abilene and an Air‘Force base sifuéted near thé City, which
are important in terms of emp]oymenf and contfibution to persoﬁé] income.
b. Rail Users | |

There are 15 eétab]ishmentsvthat Vuti]ize rai] éervices of the A&S.
Five of these are located {n Winters, and ten in Abilene. Three’firms,
which ship or receive agkicu]tura] commodities, éccounted for 95% of
the traffic and 84% of the freight tonnage. One of these firms, located
in Abilene, was predominant, accounting for two-thirds of the estimated

traffic.

4. Impacts of Abandonment

The near-term impacts of complete abandOnmeﬁt of the Tine would
include marginal increases in emp]oymént,_;he result of offsets between
firms that would close doWn or curtail emp]oymenf and those that would
increase employment to meet transportation requirements. There woﬁ]d be
corresponding increases in payroll in the near term whfch represent
higher costs to the rail users. Significant increases in current
capital and operéting costs would be expected for those firms re-

maining in business. At least one firm reports that it would shut



down, another would cut back operations, and a third would likely re-

locate to retain access to rail service. Increased unemployment and
higher costs would occur in the longer term.

Some investment would be foregone, since a planned expansion by one
‘ firm would reportedly be cancelled as a result of abandonment.

If partial abandonment of the line occurred, with Abilene retaining
and W1nters losing serv1ce, the impacts would be confined to N1nters
At least two firms would be severely affected by rising transportatlon

~costs, and the loss of jobs would be expected.

5. Alternatives to Abandonment

Continuation of service with temporary operating and rehabilitation
subsidies and reorganization as a short line were considered to be

alternatives to abandonment.

6. Inclusion in Certified Program of Projects

Although the segment is not recommended for inclusion in the CPP at
the present time, there is State interest in maintaining service on the
Tine. It is recommended that the State explore non-subsidized and
amicable strategies for continuing service and avoiding an abanddnment.
Should these strategies fail and abandonment actually be sought, it is
recommended that the continuation of service with temporary subsidies

alternative be considered for inclusion in the CPP.



PART B.  DETAILED ANALYSIS

1.  Description of the Line and Proposed Action
1

Public notice' was filed in April 1978, identifyihg the Abilene &
Southern Railway (A&S), as a 1fne "which‘the carrier anticipates will

7 be the subject of an abandonmenf or discontinuance application to be
filed within three years." [This is a Category 1 designation in
accordance with 49 CFR 1121.20(b)(1).] A previous app]icatidn to
abandon the subject line was recommended for denial by an Interstate

Commerce Commission (I.C.C.) administrative law judge in May 1977.2

The recommendation was adopted by I.C.C. Division 3 in September 1977.3
This decision rendered moot a related app]ication4 by the Texas & Pacific
Railway Company (T&P) to acquire approximately 7.3 miles of the A&S, in
order to continue service to the customers in the immediate Abilene area.
The Missouri Pacific has indicated it would file a similar companion
application with any future abandonment application. The A&S became a
subsidiary of the Missouri Pacific System'(Mo;Pac) when T&P was merged

into Mo-Pac in 1976.°

]Abilene Reporter-News, April 1978.

21 nitial Decision, Docket No. AB-21, 'served May 17, 1977.

3Decision and Order, Docket No. AB-21, served September 7, 1977.

41 C.C. Finance Docket No. 27929.

5The A&S was recently merged into Mo-Pac in a corporate simplification
in 1.C.C. Finance Docket Nos. 28586 and 28637, served September 29, 1978.



" The A&S railroad is approximately 39 miles in length and is con-
tained within Taylor and Runnels Counties in West Central Texas (see
Figure 1). The railroad originates in Abilene, where it intersects the
Mo-Pac main line, and terminates in Winters. The line passes through
the towns of Tuscola, where it intersects the Atchison, Topeka & Santa
Fe Railway Company, and Bradshaw. The line formerly extended beyond
wihters gouth to Ballinger, the county seat of Runnels County. The
Winters-Ballinger segment was previously abandoned by the railroad (see

Figure 2).
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I. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS ON THE LINE OF
THE RAILROAD

a. Freight Traffic

Freight originating at Winters consists primarily of agricultural
products, including milo, wheat, and oats, which are shipped to commodity
markets in other parts of the State. Freight terminating at Winters in-
cludes some grain and feed, as well as farm equipment and implements,
and petroleum products. Cotton was formerly a commodity produced and
Shipped in Quantity from Winters; however, the relative importance of
this crop to the area has declined in recent years in favor of grain
crops.

Those firms in Abilene that use the Abilene & Southern Railway do
so primarily for the receipt of terminating Shipments, indicating that the
markets for the products of these firms are primarily in the local area.
Users of‘the A3S at Abilene include wholesalers, heavy equipment dealer-
ships, and manufacturing firms. One of the latter businesses, Anderson
Clayton Co., is the major user of rail service on the line; one of the firm's
three Abilene divisions alone accounted for over 2,000 cers per year in
1977.] An average of 4,240 cars per year was shipped on the line during

the period 1973-1975.2

Since the A&S Railway's southern terminus is at
a distance from other main lines, the line is not significant in terms

of the routing of bridge traffic outside of Abilene.

]See Table 1 based on shipper interviews and questionnaires.

2Based on I.C.C. Abandonment Docket No. AB-21; data for the last full
year for which traffic density aredocumented in the public record.



b. Shipper Characteristics

As shown in Table 1, there are approximately 15 major rail users on
the A%S line, five in Winters and the remainder located in Abilene. At
the present time, there are no firms using the line located in either
Tusco]a or Bradshaw, intermediate points along the Abilene-Winters seg-
ment. These major users are characterized in Table 2 as to the size of
the firm (sales or employment) and use characteristics (shipper or
receiver and commodities involved).

In general, the users of the Abilene & Southern Railway are engaged
either in agribusiness activities, or in the manufacture and, distribu-
tion of consumer products. There are, of course, exceptions to this
generalization, notably the distributors of general and heavy construc-
tion equipment.

The principal users of A& services are two firms that are primarily
involved in the storage, processing, and distribution of grains and
feeds. One of the firms, Anderson Clayton Co., also has a division that
processes cottonseed oil. The other, A]derman-Cave Co., has, in addi-
tion to the grain elevator and milling operations, a farm supply business
and cattle feedlot. Since these two firms are engaged in essentially
the Same business, there is an element of competition in their interac—
tion.

Anderson Clayton Co., located in Abilene, is the larger of the two
firms. The A&S is the railroad of convenience for this company, since the
trackage parallels the firm's major operations. With the industrial

deveiopment of the Abilene metropolitan area, there are potential alter-

natives for the provision of rail service to this company, though in the

10
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RAIL FREIGHT USERS:

TABLE 1

ABILENE-WINTERS SEGMENT

C
0
D ' :
E Rail User Location Commodi ty
1 Alderman-Cave Winters Grain
2 Chickasha Cotton 0i1 Co. Winters Grain
3 Winters Farm Equipment Winters Farm equipment
4 Mansell Bros. Winters Farm equipment
5. Bob Loyd LP Gas Co. Winters Lubricants, empty
TOTAL Winters drums
6 Anderson Clayton Co. Abilene
011 Seed Processing Div. Cotton seed
7 Acco Feed Div. Grain
8 Featherlite Corp. Abilene Bricks
9 Mrs. Baird's Bakery Abilene Flour, etc.
10 Independent Grocery Abilene Food & paper prod.
11 Abilene Lumber & Supply Abilene Lumber & supplies
12 Wholesale Food Supply Abilene Food & paper prod.
13 . Packing Corp. of America - Abilene Corrugated prod.
14 . Treanor Equipment Abilene Construction equip.
15 Plains Machinery Abilene ’ Heavy equipment
16 Grand Mud Co. Abilene Salt water gel
' TOTAL Abilene ‘
TOTAL
Wrthur D. Little, Inc. est

Q976

imates

= no rail shipments/receipts.

Source: Interviews with rail users.

1973, 1977
Originating Terminating Ig}gl;lggffig

1973 1977 1973 1977 1973 - 1977
(Cars) {Cars) . (Tons) (Cars) (Cars]  [Tons) (Cars) (cars) {Tons)
313 211 14,770 390 363 14,520 703 574 © 29,290
2371 83! 3,652 - - — 23 8 3,652
- -- = == == S } g K 81

-- -- - 9 9 81

2 2 10 5 9 260 -7 n 270
. % o T BT TEmET 956 677 33,293
1,074 1,145 77,125 gi¢ 881 56,075 1,893 2,026 143,200
-- 600 60,000 - 900 90,000 -- 1,500 150,000
-- -- -- 59 60 3,600 50 €0 3,600
- -- - 175 175 9,062 175 175 9,062
-- -- -- 120 200 8,500 120 200 8,500
- - - - 240 12,000 .-- 240 12,000
- - - - 82+ 3,200 g 82 3,200
- 122 360 -- 12 360 - 24 72
- -- - 24 24 960 24 24 960
-- -- -- -- 12 600 -- 12 600
- . - - 100 5,000 -- ~ 100 5,000
1,074 1,757 137,485 1,168 2,686 199,357 2,262 4,443 335,342
1,626 2,053 = 155,917 1,592 3,067 214,218 3,218 5,120 370,135




TABLE 2

CHARACTERISTICS OF USERS OF ABILENE AND SOUTHERN
RAILWAY SERVICES (1977)

WINTERS
Shipper or Sales
Company Receiver Commodity MM $) Employment
Alderman-Cave Milling and Grain S/R'l Primarily grain 4.9 44-55
Chickasha Cotton 0il Co. S Grain - n.a. 1
Winters Farm Equipment R Farm equipment 1.8 - 12-14
Mansell Bros. R Farm equipment .7 8
Bob Loyd L.P. Gas Co. S/R Lubricants, 3.5 15
empty drums
ABILENE
Anderson Clayton Co.
0il Seed Processing Div. S/R Cottonseed 30.0 { - 100
ACCO Feed Div. S/R Grain and feed 130-150
Mrs. Baird's Bakery R Flour, syrup, n.a. 100-249
starch
Wholesale Food Supply, Inc. R Food and paper 12.3 65-70
‘ products
Independent Grocery Co. S/R Food and paper 16.0 60
The Featherlite Corp. S/R - Brick 2.5 25
Treanor Equipment Co. ’ R Machinery n.a. 220
Plains Machinery Co. R Heavy equipment n.a. n.a.
Grand Mud Co. R Salt water gel n.a 25
Packing Corp. of America S/R Corrugated products n.a. 45
and scrap
Abilene Lumber and Supply R Lumber and wood n.a, 78

]Ship/Receive
n.a. - not available.

Source: Interviews: with rail users.

products



event of complete abandonment, inter-modal transfer of cdmmodities with-
in the city limits would be required.

1. Major Rail Users in Winters

Five rail users in Winters will lose a]] ra1] service if the
Ab11ene-W1nters segment is abandoned. A1l receive and ship at a team
track adjacent to the Alderman-Cave Company in Winters. Thus Alderman-
Cave is fhe bn]y user shipping and receiving directly at its own facility;
“the others must truck their goods a short distance.

~ For the Alderman-Cave Company, there are no other rail transporta-
tion alternatives. The A&S is the only railroad serving northern Runnels
County. Discontinuation of service and abandonment of the A&S would
eliminate the railroad as an alternative transportation mode for the
area. The company's management has indicated both in written testimony
and personal interviews, that the company ié dependent on rail service
in order to compete effectively in business.
| The other users based in Winters generally concurred with this
assessment of the importance of rail services for their businesses. For |
two of the users in Winters--Alderman-Cave and the Chickasha Cotton 011
Co.--dependence on adequate rail service is acute. Like Alderman-Cave,
Chickasha operates grain elevators in Winters. For these companies, rail
is considered a more efficient alternative, since greater volumes can be
transported in fewer shipments. Due to this efficiency, rail freight
costs are lower. Manageﬁent has characterized the grain elevator and
milling activities as high-volume, Tow-margin operations; hence, freight
costs can be a critical factor in the determination of profitability and

viability of the business. Moreover, since sales transactions are on an
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FOB origin basis, the cost of freight has a direct effect on the market-
ability of grain. In addition, for certain products--i.e, wheat--the
mode of transportation determines whether premiums are paid on the
grain. For these reasons and more, access to rail service is considered
crftica] to the opefations, and rail is the preferred transport option.

Runnels County is an agricultural area, predominantly producing
grain crops; in turn, the prbducts and serviceé of rail users are
oriented toward the agricultural basis of the local economy. In addi-
tion to serving farmers of the area, individuals in the user companies
may themselves own ranches and farms. The types of products and services
offéred--e.g., farm equipment sales and services, lubricating oil and
fuel, grain storage and feed--are all products and services essential
to large-scale, mechanized farm operations.

These essential products and serviées could only be obtained by
farmers in northern Runnels County at more distant locations (e.g.,
Abilene, Ballinger) at greater cost. in this respect, rail users repre-
sent a key sector of the local economy. Moreover, because the manufac-
turing and retail sectors are relatively small, the companies are

significant for the non-farm sector of the economy.

2. Major Rail Users in Abilene

The economy of the Abilene area is not as concentrated in one sec-
tor as is that of the more rural Runnels County. Agriculture is impor-
tant, but mining and the federal military sector (through Dyess Air
Force Base) are also considered important to the area. Wholesale and

retail trade, manufacturing, and services are the major sectors, but
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emp]oyment in, and contributions to personal income from these sectors
are not as important for the Abilene area as for the State as a whole.
Significantly, the firms comprising major subsectors of the manufacturing
sector, i.e., manufacturers of electronic components and appliances (in-
cluding electrical appliances and aerospace components), are not depen-
dent on rail services.

Ab1]ene based users of the A&S constitute a more d1vers1f1ed group,
in terms of the range of products and services offered. However, as in
Winters, a single firm--Anderson Clayton Co.--predominates in its use of
A&S rail services. The princ%pa] businesses of this firm (feed manufac-
turing and cotton seed oil processing) are more closely related to agri-
culture than are the manufacturing and distributing activities of other
Abilene-based A&S users. |

Cattle production is a significant component of the agr1cu]tura]
sector in the Abilene metropolitan area. As a major manufacturer of
cattle feed, Anderson Clayton Co. is directly involved in this sector of
the local economy, through its ACCO Feed Division.

There is evidence of recent construction activity in the Abilene
area, primarily in the residential, commercial and public sectors. Among
the users of the A&S railroad are firms that distribute and service con-
struction machinery, and manufacture and distribute building materials.
These firms, therefore, serve a key sector of the Abilene economy .

Other users of the A&S services are engaged in the processing and
distribution of foodstuffs and related consumer products. This, clearly,
is another important sector of the economy. Exploration for and produc-

tion of 01l and gas are considered part of the broadened economic base
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of the area. At least one firm engaged in oil field services and supply
activity is a user of the A&S railroad. -
Though few of the Abilene-based A&S rail users afe among the largest
employers in the Abilene area, the firms are engaged in agriculture-re-
lated, industrial and service acfivity, all of which are of important

to the local economy.



II. REVENUES DERIVED FROM RAIL FREIGHT SERVICES AND THE COST OF
PROVIDING THESE SERVICES

a. Revenues :

The Abilene & Southern Railway Company (A&S), a who]]y—owned subsi-
diary of the Mo-Pac, serves approximately-39 mi]es-from Abilene to Winters.
There are more published data on this line, much of it inconsistent, than
for most bther Texas segments because of the availability of (1) a "branch
Tine" accounting form R-6, (2) a Class II railroad annual report form
R-2 ; (3) A&S traffic and revenue data for 1967-1976 filed with I.C.C.
as parf of a Mo-Pac corporate simplification, and (4) previous abandonment
case data;

In part, inconsistencies occur because Abilene-area traffic of A&S
apbears sometimes to be éredited to subsidiary A&S and other times to
parent Mo-Pac. In‘the absence of consistent treatment, it is impossible
to determfhe whether the reVenues credited to A&S arise from the perfor-
mance of the same rail sérvices for which costs are charged.-

For‘exampTe, the A&S R-2 form is intended to treat the subject 39-
mile segment as though it were an independent railroad. Most of A&S
traffic is‘interlined with parent Mo-Pac,without credit for the system
revenues going to A4S, however. Yet substantial switchjng expenses bene-
fiting both A&S and Mo-Pac are charged against A&S.. For 1977, switching
revenues were only $42,392, but yard empldyee costs alone wére $87,195.
The latter was . the 1argesf Single Tine item of operating expense, and
half of all transportation expense. By contrast, train crew wages for
road service were $46,427 and fuel was only $11,658. Thus, the major ex-

penses result from the performance of terminal services, for which

revenues are inadequate and not from line-haul service.
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A 10-year history of traffic and revenues on the line [Mo-Pac Exhibit
A-14(ii) in I.C.C. Finance Docket No. 28586] shows the following for 1967
and 1976. Data for 1977 are from the R-2 report, and all data appear to

exclude A&S traffic in Abilene.

Item ; 1967 1976 1977
Carloads - 1,056 844 735(e)
Revenue Tons 32,696 43,290 47,574
Revenue Ton-miles 951,359 1,262,560 1,341,242]
Gross Freight Revenue $78,028 $117,672 $149,076

Each measure of activity on the 1fne, except cars, has increased over
time. Total freight revenues are higher than "gross freight revenue" be-
cause of switching and incidental sources such as freight storage.

Reference to the Revenue and Expense Estimation Sheet for the base year
1977 shows a total revenue of $391,296. This is based upon the A&S R-6
filing for 8 months of 1977 annualized. The amouht represents an A&S
estimation of both on-line and beyond-the-]ine’revenues attributable to

traffic originating or terminating on the line. Although the amount is

used without adjustment (except annualizing from an 8-month sample), one

note is warranted.

The railroad's designation of the line in its annual map is for 38.6
miles, an amount approximately equal to the full 39 miles on which the
R-2 is based,and similar to the mileage for which Mo-Pac once soughtV
abandonment. The R-6 mileage, however, on which the above-cited revenues
are based, is for a distance of only 30.89 miles between Mileposts 7.31
and 38.2. Thus, R-2 and R-6 data are not strictly comparable, and the

establishment of a consistent data base will be an important part of any

]Excludes $56,436 in other revenues (including $42,392 switching revenues
and $12,110 freight storage) for a tota1 of 3205,512.

(e) = signifies estimated.



future I.C.C. proceedings involving proposed abandonment or subsidiza-
tion of the segment.

The difference between the 30.89 miles and 38.6 miles is apparently
dictated by a railroad preference for retaining branch line near-in traffic
(i.e., Abilene) while abandoning a more distant ppint (Winters). Thus, for
one official purpose, the full 38.6 miles is claimed and for another official
purpose, the lesser mileage is asserted. ‘Use of data for the shorter mile-
age makes the segment appear less viable in that the denser "near-in" sources
of revenue are omitted along with the Maintenance of Way (M/W) and Transpor-
tation expenses for a minimal portion of the operation. The R-6 data (based
on the shorter mileage) are, hpwever, reasonably well suited to the new
formula requirements and are used for that reason.

b.  Expenses \

The M/W expenses derived from the R-6, after being annua]ized; ex-
ceed the total amount shown in the R-2. This is an impossibility, 51nce
the R-6 represents a 30.89-mile part of the 1ine and the R-2 represents
a 39-mile whole. One explanation is that M/W work tends to be seasonal,
with Tess of it performed in the winter months; the R-6 actual data are
for May-December. Consequently, R-2 data for $73,929 for 39 miles
($1,896 per mile) were used. |

Consistent with an approach wh1ch requ1res the estimation of both
on- and off- 11ne revenues and expenses, fre1ght train car costs and
maintenance of equipment costs are ascribed from the R-6 data. These
total $91,297.

Transportation expense is also based on R-6 data. Since the shorter
mileage is used, the Abilene-area yard expenses, mentioned earlier, appear
to be excluded and the on-branch transportation cost of $49,859 appears

to represent a road-service cost. An off-branch expense of $44,270 for
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train gross ton-mile costs is also included, and transportation exbense
totals $94,129. The operating expense subtotal, based on thé preceding
items, is $259, 355. |

Other items of expénse, all based on R-6 claims, are payroll tax
expense, representing old age retirement contributions of the railroad
and unemployment taxes. These total $38,190. State taxes are $4,295.
An additional $20,468 for equipment renta]is'incldded, representing
lease or other payments‘to the owners of rolling stock for use of the
equipment. Other expenses include $9,431 in claimed working capital
and a $3,912 claim for administrative costs (1% of revenues).

c. Comparison of Revenues and Expenses

Total expenses sum to $335,651 and the net result of operations is
a profit of $55,645. This contrasts with a 1oss claimed by the carrier
for the entire (R-2) line operation. Any such loss, however, appears
to be the result of different accounting formulas or of failure to
adjust cost accounting techniques between A&S and parent Mo-Pac so that
revenue and expense calculations are on a consistent bgsis. In addi-
tion, switching services at Abilene may bé 1nadeqﬁate1y compensated,

and subject to adjustment within control of the_parent.
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REVENUE AND EXPENSE ESTIMATION SHEET

Line: Abilene~Winters Railroad: Class II Miles: 38.601
(Abilene & Southern) owned by Mo-Pac or 30.89

1977 Carloads & Tonnage: 735 cars (over the 30.89 mile segment
from MP 7.31 to 38.2; average 23.8 per
mile), per R-6; 47,371 tons calculated
per R-6. [Differs from ADL estimate
in Table 1.] '

A. Revenues $391,296 1. Basis of estimate: 8-month data
from R-6 annualized to full year.
Based on only 30.89 miles of full
38.6-mile line; apparently includes
off-branch revenues, however.

2. Description of O&T or Bridge Traffic:

Assumptions: Bridge traffic possible.
via ATSF at Tuscola, although R-6 does
not reflect this traffic. A Mo-Pac ex~
hibit in its merger case (Exhibit A-13
(i1)) shows 60 bridge cars in 1976.

B. Expenses ‘
1. Maintenance of Way $ 73,929 Basis: From R-2 for full 39-mile seg-
ment for 1977, equivalent to $1,896/mile.
Annualized R-6 amount produces impossi-
bility of part of line costing more than

-whole. :
2. Maintenance of Basis: From R-6 claimed freight train
Equipment $ 91,297 car costs (off-branch) of $89,243 plus
on-branch maintenance of equipment of
$2,054.
3. Transportation : Basis: From R-6. Uses annualized on-
On-branch: $49,859 branch transportation expense of
Off-branch: _44,270 $49,859 plus off-branch train gross

$ 94,129 ton-mile costs of $44,270.

Operating Expense Subtotal $259,355

1
Data sources filed by Mo~Pac are inconsistent.



4. Estimated Taxes ‘ ‘
Payroll ' $ 38,190 Basis: Annualized R-6 data.

Other-than-federal  $ 4,295 Basis: Annualized R-6 data.

Tax Subtotal $ 42,485
5. Equipment Rents $ 20,468 Basis: Annualized R-6 data.
6. Other Expenses $ 9,431 Basis: Annualized R-6 working
capital estimate. ‘
7. Management Fee $ 3,912 Basis: Annualized R-6 administrative
costs.
EXPENSE TOTAL - $335,651

NET RESULT $ 55,645



IIT. REVIEW OF CONDITION OF RAIL PLANT, EQUIPMENT AND FACILITIES

a. History of the Line

The Abilene & Southern Railway was operated by the Texas & Pacific
Railway Co. (T&P) unfi] the recent merger of T& into the Missouri Pacific.
The A&S 1is now a subsidiary of the Missouri Pacific system 11nesj

The A&S was originally constructed in 1909, of 54-pound rail. The
Tine originally ran between Abilene and Ballinger; in the early 1970';,
the 16-mile segment between Winters and Ballinger was abandoned and the
track removed. This action reduced the operating length of the line to
approximately 39 miles, with the southern terminus at Winters. .

};Subsequent to the abandonment of the Winters-Ballinger Segment, up-
grading and improvement of the Abilene-Winters segment were undertaken
by the railroad. These improvements included reballasting, tie replace-
ment, and track rehabilitation with relay rail along the entire length
of the line. This project, initiated in 1970, was terminated in 1974.
Bridge improvements were not completed as part of this project.

b. Description of the Layout of the Branch Line

The A&S Tine passes through four communities at Abilene and Bradshaw in
Taylor County,\and Tuscq]a and Winters in Runnels County. Some shippers
in Abilene utilize team track facilities. There 15 a‘siding at the Winters
depot. The 31.69-mile segment of the Abi]ene-Winters line that was the
subject of the previous abandonment proceeding occupies approx1mate1y 442
acres, with the average width of. right-of-way being 115 feet. O0Of this
acreage, 332 acres are held in fee by the Abilene & Southern. Total area
occupied by the A&S 1is estimated to be 550 acres. The line crosses the

Santa Fe Temple-Lubbock main line at Tuscola.
1

The A&S recently merged with Mo-Pac as part of a corporate simplication.
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At present, the railroad consists of 85-90 pound rail supported by
creosoted cross ties, with the ballast consisting’of gravel and rock.

The length of the rails is 39 feet. Joints are staggered. Ties were
spaced to average 21 per 39-foot rail length. A spot check revealed
that the condition of the ties is generally good, although 15-20% were
observed to show signs of advancing rot or were split fully along the
length of the tie. The latter observations are indicative of stress and
weathering, and the current status of maintenance.

- Spot inspections also showed angle bars and tie plates to be in
place, though some of the latter were found to be inadequately secured.
Spacing between rail ends was observed to be less than 1 inch at all obser-
~vation points. The condition of the alignment appeared good, and no
evidence of recent derailment was observed. |

There are at a minimum 60 grade crossings, 42 culverts, and 30
bridges in the 31.69-mile segment that was the subject of the previous
abéndonment proceeding. According to testimony given during the previous
proceeding, at least six additional bridges are located between Miltepost
0 and Milepost 4.2. Bridges vary in length from 14 to 250 feet.

Weight limitations on the existing bridges do not permit the passage
of certain types of cérs, notably the jumbo hopper cars, which are widely
uéedxe]sewhere for the transportation of grain.

Since the railroad has undergone substantial rehabilitation within
the last 4-8 years, it is in reaéonab]y good and serviceable condition.
With the exception of the bridges, which have not been rehabilitated,

‘extraordinary repairs are not required in order to improve service.

According to testimony presented at the previous proceeding, the cost of
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bridge improvements would be modest§ materials for upgrading and repair-
ing the bridges were actually unloaded at Milepost 4, but were never
used. The estimated cost of these repairs was not determined in the
course of the proceeding. However, the railroad has indicated that it
is not prepared to assume these costs. (See Docket No. AB-21, Initial

Decision, "Discussion and Conclusion.")

()
(&2






IV. ECONOMIC AND OPERATIONAL ANALYSIS OF PRESENT AND FUTURE
FREIGHT SERVICE NEEDS

a. Economic Overview

1. Definition of the Area of Impact

Runnels and Taylor Counties, the area which the A&S Railway
serves, are located in West Central Texas. Taylor County, including
the City of Abilene, is part of the Abilene Standard Metropolitan
. Statistical Area (SMSA).] Runnels County borders on,‘but is not
included in the SMSA.

Abandonment of the line would affect the cdﬁmunity of Winters"
in Runnels County where shippers would be left without rail service.
Abilene and Taylor County would not be as adversely affected. A1l
shippers in Abilene are located in relative proximity to the Mo-Pac
main line. There are no other shippers located along the 39 miles

of track other than those at Abilene and Winters.

]The SMSA includes Jones County, Callahan County, and Tay]or

County. Part of Abilene proper is in Jones County.
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2. Overview of Regional Trends and Projections

Taylor County is located in the Abilene BEA Economic Area (see
Figure 3). Runnels County,‘as’shownlin the figure, is ]ocatéd in the
San Angelo BEA Area. The Abilene BEA Area consists of 17 counties, in-
cluding the three counties that.make up the Abilene SMSA. The San
Angelo BEA Area consists of 14 counties. Taylor County, where most of
the Abilene metropolitan area popu]ation resides, accounted for about
37% of the Abilene BEA Area's 1970 population. Runnels County accounted
for 9.5% of the San Angelo BEA Area population. Combined, the two coun-
ties accounted for about 28% of the 31-county Abilene-San Angelo regional
population. ‘

Overall trends forecasted for the BEA areas have only general impli-
cations for rail traffic on‘the Abilene-Winters segment. However, these
areas are the smallest for which long-term economic forecasts have been
made on a basis consistent with State and national forecasts.

The Abilene BEA Area had a population of about 265,000 in 1970.
About 34% of the area population resided in the City of Abilene. The
major economic sectors in the area, on the basis of employment and per-
sonal income, include services, wholesale and retail trade, and agricul-
ture. Mining, manufacturing, and government were also important to the
area.

The San Angelo BEA Area had a 1970 population of about 125,000. Its
important economic sectors included agriculture, wholesale and retail
trade, and services. Manufacturing and government were also significant

contributors to employment and personal income.
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Total employment in the two BEA areas was 146,988 in 1966, a decline
of approximately 4.9% from the level of employment in 1950. This decline
contrasts with the level of growth in emp]oymént for the State, reported
at 38% over the same period. The areas are expected to experience growth
of 1.9%, or about 0.1% per year for the period 1966-1980. Growth in
employment in the Abilene BEA Area will be offset by further decline in
the number of employed persons in the San Angelo area, resulting in the
marginal rate of growth indicated by the forecast to 1980. Employment is
. expected to increase by 14% between 1980 and the year 2000, at an average
annual rate of 0.7% per year. During this period, employment in the San
Angelo BEA Area is expected to grow at a slightly faster rate (0.9% per
year) than Abilene (0.6% per year).

The structure of employment, as shown in Table 3, isibased upon
re]ative]y higher employment in certain sectors, e.g., agriculture, which
are growing slowly or declining in the State as a whole. Conversely, the
two BEA areas have a lower percentage average employment in faster grow-
ing economic sectors, e.g., manufacturing. For example, the San Angelo
BEA Area had 15% of employed persons engaged in this sector. The level
of agricultural employment for the State as a whole was on the order of
7%.

About 9% of those employed in the San Angelo BEA worked in manufac-
turing. At 11%, the level of employment in manufacturing in the Abilene
BEA Area was slightly higher. At the State level, 18% of employed persons
in Texas worked in manufacturing. The employment structures in the two BEA
areas are generally expected to follow State trends, with declining employ-

ment in agriculture and increased manufacturing employment.

30



TABLE 3

EMPLOYMENT STRUCTURE. TRENDS AND PROJECTIONS FOR COMBINED
SAN ANGELO AND ABILENE BEA AREAS 1950-2000

1950 Diét. 1966 Digt. 1980 Digt. 1990 Diﬁt. 2000 Di:t.
Agriculture 37,547 24.3 | 20,207 13.7 13,100 8.7 10,600 6.8 | 9,600 5.6
Mining 9,796 6.3 5,953 4.1 4,500 3.0 3,900 2.5 3,300 1.9
Construction 13,584 8.8 10,239 7.0 10,300 6.8 10,700 6.8 11,700 6.8
Manufaéturing © 9,658 6.2 14,841 10.1 16,000 10.6 17,200 11.0 19,100 11.1
Transportation & 11,398 7.4 9,995 6.8 10,000 6.7 10,300 6.6 11,100 6.4
Utilities
Wholesale & Retail 32,626 -21.1 29,814 20.3 30,500 20.3 31,300 20.0 33,700 19.6
Trade
Finance, Insurance & | 3,842 2.5 4,716 3.2 5,100 3.4 5,600 3.6 6,300 3.7
Real Estate
Services 28,876 18.7 35,028 23.8 41,300 27.4 46,000 29.3 53,100 30.9
Government 7,305 4.7 16,195 11.0 19,000 12.6 20,700 13.2 24,000 14.0
TOTAL 154,632 146,988 149,800 156,300 171,900

Source: U.S., Department of Commerce and Department of Agriculture. OBERS Projections of Economic
Activity in the United States. Volume II. BEA Economic Areas. Washington, D.C., 1972.




3. Demographic Characteristics and Trends in the Two-County Impact Area

Population trends in the two counties were divergent between 1910
and 1975. ,The population of Taylor County has trended upward over the
period, at least until the 1970 censu;. ‘The trend in Runne]s County,
however, was toward population decline through the early 1970's. This
divergenee may be attributed in part to the urbanization of the Abilene
area, with aftendant industrial development. Events such as the estab-
Tishment of the Dyess Air Force Base and an oil.boom may have contributed
to growth between 1940 and 1960. Runnels County, on the other hand, has
maintained an essentially rural character with the exteﬁt of major indus-
trial development insufficient to stimulate major population growth.

- The combined population of the two counties at the 1970 census was
approximately 110,000 persons (see Table 4). Of the total population,
89% resided in Taylor County. The City of Abilene (1970 population--
89,653) represented about 81.5% of the combined population for the two
counties.

Population estimates for the year 1973 indicated that the propor-
tion of the area population located in Taylor County had increased margi-
nally, to 89.6%. Between 1970-1973, the population of Abilene increased
by 3.2%, to about 92,500; however, the estimated county population in-
creased by a somewhat greater rate, 4.6%.- Accordingly, the proportion
of area population residing in Abilene decreased marginally to 80.9%.
This trend, confirmed by eva11ab]e 1975 population estimates, is indica-

tive of a trend toward suburbanization within the Abilene SMSA.

While Taylor County registered population growth between 1970 and



TABLE 4

HISTORICAL POPULATION OF TAYLOR AND RUNNELS COUNTIES
INCLUDING CITIES AND TOWNS IN THE IMPACT AREA - 1910-1975

Taylor County Runnels County
Total Abilene’ % of County Total Winters ¥ of County
11910 26,293 9,204 35 ‘ 20,858 1,347 6
1920 24,081 10,274 43 17,074 1,509 9
1930 41,023 23,175 56 21,821 2,423 11 |
1940 44,147 26,612 60 18,903 2,335 12
1950 63,370 45,570 72 16,771 2,676 .16
1960 101,078 90,368 89 15,016 3,266 22
1970 97,853 89,653 92 12,108 2,907 24
1973 102,400 92,479 90 11,900 2,403 24:
1975 105,337 96,459 92 11,540 2,711 23

1Part of Abilene proper is in Jones County.

SOURCE: Texas Almanac, 1978-79, A. H. Belo Corp., Dallas, Texas. (Data
are from U.S. Census, with the exception of 1975, which are
estimates).
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1973 totaling almost 5%, Runnels County experienced a decline in popula-
tion of almost 2%. The proportion of the area population resident in
Runnels County declined marginally from about 11% to about 10%. The
population of Winters declined slightly between 1970 and 1973, but this
trend appears to have been reversed.

Population estimates for 1975 indicate continuation of the trends,
i.e., declining population in Runnels County and population growth in
Taylor County and Abiléne. By 1975, the combined county populations
reached 116,937. Taylor County accounted for 90.1% with the balance in
Runnels County. Over the period 1970-75, population in the two-county
area had increased by 6.3% at a compound rate of slightly more than 1.2%
per>annum.

Population projections for the area forecast the trends to continue
through the year 2000 and beyond. That is, the population of Runnels
County is expected to dwindle, while Taylor County will continue to demon-
strate growth (Table 5). The Texas Department of Water Resources has pro-
jected that the population of Runnels County will drop to about 10,000 by
the year 2000, while the Taylor County population is projected to increase
to about 123,000.

Projections of the population for the area indicate a slower growth
rate than that forecasted for the State (as shown in Table 5). The two-
county area is expected to increase in population at the rate of only
about 0.5% per year through the end of the century; the total increase is
projeéted at 13.5% between 1975 and 2000. Taylor County is expected to
grow at a slightly faster pace than the Abilene BEA Area. The San Angelo
BEA Area is also expected to grow, dgspite the decline in Runnels County.

The decline in population in Runnels County may be attributed in part to
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TABLE 5

POPULATION TRENDS AND FORECASTS FOk FAYLOR AND RUNNELS COUNTIES

IN RELATION TO FORECASTS FOR BEA AREAS AND THE STATE, 1960-2000

Two-County Area1
Taylor
Runnels

Abilene BEA Area’

4 2
San Angelo BEA Area

Total

State of Texasl

1960-1970

1970-1980

1989-1990 1990-2000

9.9%
11.8%
(5.0)%

3.1
2.4%
2.9%

19.7%

3.47 6.27%
4.47 7.4%
)% (6.5)%

.1 6.3
.5% 9.3
.5% 7.3

¥4 17.2%

lTexas Department of Water Resources. Population Projections. 1976.

2

U.S., Department of Commerce and Departmént of Agriculture. OBERS

Projections of Economic Activity in the United States. Volume II,

BEA Economic Areas.

Washington, D.C. 1972.



an out-migration from the farms to more urbanized areas, principally by
younger residents. Indicative of this was the median age for the county,
which was 39 years. The indicated trend may be part of a more general
statewide trend of population growth in the industrialized centers

coupled with decline in the agricultural, rural areas.

4. Economic Characteristics and Trends in the Two-County Impact Area

As preVious]y noted, the economy of Runnels County is based prim-
arily on agriculture. Grain crops and livestock weré the principal
sources of income from agriculture in 1976. Income from farm products
was more than double the combined income from the manufacturing sector
and oil and gas production.

On both an acreage and production basis, sorghums are the principal
crops in Runnels County. Wheat and oats are also of economic signifi-
cance to farmers in the county. Table 6 provides statistics on acres
planted and volume of production for these principal crops. |

AsAnbtéd, there has been a shift in the cash crop emphasis in
Runnels County in recent years. Formerly, cotton was a prfncipa] crop
in production; the shift to grain crops has been attributed to an infes-
tation of boll weevil, which severely reduced production and marketability.
of cotton. Feed grains produced are destined primarily for export mar-
kets, although grain production*is also infegrated with the production
of Tivestock.

Income from marketing of livestock and 1ivestock products exceeded
crop income in the county in 1976. Cattle and sheep are the principal
Tivestock maintained. About 31,000 cattle were marketed from feedlots

in 1976, and over 400,000 pounds of wool were produced in that year.



TABLE 6

PRODUCTION AND VALUE OF AGRICULTURAL COMMODITIES

TAYLOR AND RUNNELS COUNTIES, 1976

Crops

Wheat
QOats
Sorghum

Cotton

Livestock and Products

Cattle from feedlots
Wool

Income from Farm Marketg

All Crops

Livestock and products:

SOURCE:

Taylor ‘ Runnels
Hafvested Harvestgd
Acres Production Acres Production
63,000 97,000 bu. 59,100 610,000 bu.
4,900 104,300 bu. 9,000 217,600 bu.
21,700 595,800 bu. 79,200 2,277,800 bu.
8,600 "4,108 bales| 31,900 18,000 bales

117,000 head
111,000 1b.

(000%)
5,952
29,140

$35,092

31,000 head
408,000 1b.

(000%)
13,594

15,990
$29,584

U.S. Department of Agriculture and Texas Department of Agriculture.

1976 Texas County Statistics. Bulletin 152, September 1977.



The principal rail user in Winters, Alderman-Cave, is part owner of,
and vertically integrated with (through its feed mi1l operation), a major
cattle feedlot in the county. The Win-Tex feedlot is reported to have a
capacity of 10,000 head of cattle, and is designed for expansion to a
capacity of 25,000 head. | |

In addition to beef cattle and wool, milk and eggs play a secondary
role in Tivestock production. A major sector of the local economy, live-
stock marketing is not as dependent on rail service as marketing of grain
crops.

In agriculture, Taylor and Runnels Counties are similar in the type
of crops cultivated and livestock produced. However, livestock more
clearly constitutes the agricultural base in Taylor County. Over 85% of
farm income in Tay]ok County was from cattle, sheep, and other livestock;
while in Ruﬁne]s County, about 60% of farm income was generated from
Tivestock. Over 117,000 head of cattle were marketed from Taylor County
feedlots in 1976; total income for farm marketing was reported at approxi-
mately $35 million (see Table 6). The value of manufactured goods in
1976 was reported at approximately $57 million, with the value of oil,
gas, and other mineral production reported at about $22 million.

The manufacturing sector of the local economy for the two-county
region is based primarily in Abilene, although a number of manufacturing
firms in Winters have shown rapid growth in recent years. AhOng the

manufacturing firms in Winters are the Dry Manufacturing Division of
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Wallace-Murray Corp., which fabricates grates and registers for heating,.
ventilating and air conditioning systems; Johns International, which
fabricates tool boxes as accessories for pickup trucks; and WinfTex
Industries, manufacturing metal display shelving. None of these firms
currently uses the subject 1ine. Sales for these companies in 1978 were
estimated by the firms to have exceeded $30 million (including Win-Tex
 Feeders). |

Among the products manufactured in Abilene and Taylor County are
apparel, aircraft components, appliances, musical instruments, faucets,
meat and milk products, etc. There were 125 firms engaged in the manu-

facture of 83 products listed in the 1978 Directory of Manufacturers for

Abilene, Texas. In addition to this industrial base, a large military
insta]]ation, the Dyess Air Force Base, is located in Abilene. Besides
the comp]ement of military personnel, the base is a significant employer
of area civilians.

The e]ectrica]lcompOnent and appliance industry is an important
factor in thé‘manufacturing sector because of‘the significant level of
employment iq this industry. Among the major firms located in Abilene
and‘engaged in the manufacture of electronic components is Texas Instru-
ments. Components for digital watches and calculators are manufactured
at the firm's Abilene plant. The manufacture of electrical appliances
is significant, but is ofkseéondarybimportance with the emergence of
é]ectronic components'as'a leading industry. Aérospace components are
an importént product of the manufacturing sector. Genefa] Dynamics
recently established a faci]ity_for thevmanUfaéture of aircraft and

missile structural components in the Abilene area.
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Increases in oil and’gas drilling activity in the Abilene area have |
been important for the o0il fié]d services and supply industry. There
are a number of small firms in this industry located in the immediate

Abilene area.

5. Employment

Both Taylor and Runnels Counties haVe relatively high levels of
employment. Tota] labor force in the two-county area in 1976 was
approximately 54,000. Wholesale and retail trade, manufacturing, agricul-
ture, and education were thé principal sectors of employment for area
residents. Unemployment in the area was below the statewide annual
average. Runnels Cbunty reported‘an unemp]oyment raté of only 2.3% for
the year 1976, while Taylor County reported 4.1% of the labor force was
unemployed in that year, as shown iﬁ Table 7. Unemployment for the
State in 1976 was about 5.7%.

Available data through the third quarter of 1977 showed unemploy-
ment to have been increasing’in Taylor County and decreasing in Runnels
County. Unemployment in Taylor County for the period was slightly higher
than the statewide average of 4.9%, but was oh]y 2.0% in Runnels County.
Contraction in the Runnels County labor force may have been a factor in
the marginal decline in unemployment. The decline in county population
was due in part to a net out-migration, which resulted in a reduction in
the total labor force of approximately 3%. The ranks of the unemployed
were reduced by 14%,which contributed to the decrease in unemployment,
in the absence of growth in the labor fdrce.

Retail trade was the sector of principal employment for members of

the Taylor County labor forée in 1970, while the agricultural sector was
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Labor Force

Employed
Unemployed
'Total

Percentage
Unemployed

TABLE 7

EMPLOYMENT CHARACTERISTICS

TAYLOR AND RUNNELS COUNTIES

Taylor County

Runnels County

Total Taylo¥ & Runnels

SOURCE: Texas Employment Commission, Austin, Texas.

1970 1976 1977 1970 1976 - 1977 1970 1976 1977

36,482 49,173 50,343 | 4,435 4,889 4,763 | 40,917 54,062 55,105

35,173 47,155 47,787 4,268 4,778 4,668 [39,441 51,933 52,455
1,309 2,018 2,555 167 111 95 1,476 2,129 2,650
3.6 4.1 5.1 3.8 2.3 - 2.0 3.6 3.9 4.8



of primary importance in employment in Runnels County. Employment data
by industry sector are presented in Table 8. wHen compared with the
State of Texas as a whole, the two-county area has higher proportions

of employment in agriculture, mining, transportation, and public utili-
ties, and wholesale and retail trade. The proportion of agricultural
employment is lower in the two-county area than in either BEA Area, but
more concentrated in other areas, e.g., wholesale and retail trade, par-
ticularly in Abilene and Taylor County. The two-county area has much
Tower levels of employment in finance, insurance and real estate; ser-
vices; and government than either the BEA Areas or the State. Taylor
and Runnels Counties also have lower levels of employment in construction
and manufacturing than the State, but are higher than the BEA Areas due
to the concentration of manufacturing activity in Abilene and Taylor
County (see Table 9).

A significant level of employment in the manufacturing sector is a
relatively recent phenomenon in Runnels County. The succésses of locally
established manufacturing firms are indications fok some area observers
of the growth potential of the sector. A significant characteristic of
the manufacturing sector in Runnels County, particularly in the Winters
area, is that the major local firms are relatively indebendent of rail
service. This characteristic may have significance with respect to long-
term impacts should the potential abandonment occur.

The production of 0il, gas, and minerals is a factor in the economies
of Taylor and Runnels Counties. Some o0il and gas are produced in Runnels
County; the value of such local production was estimated at $6.5 million

for 1976 and $11 million in 1977. In addit%on to oil and gas, stone,



TABLE 8

COMPARISON OF THE EMPLOYMENT STRUCTURE OF TAYLOR AND RUNNELS COUNTIES,

ABILENE AND SAN ANGELO BEA AREAS, AND THE STATE OF TEXAS:

Agriculture
Mining
Construction
Maﬁufactﬁriﬁg

Transportation and
Utilities

Wholesale and Retail

Trade

Finance, Insurance
and Real Estate

Services

Government

1970
Two Counﬁy Abilene ‘San Angelo
Area BEA Area BEA Area2 Texas
7.3 13.1 15.0 4ot
5.4 5.0 2.3 2.4
6.3 6.6 7.7 7.0
16.3 10.7 9.0 17.4
8.0 6.6 7.2 6.4
30.1 20.9 19.0 ©20.9
5.2 3.2 3.1
} 29.9
21.0 23.2 25.1
-3 10.7 11.6 11.6

U.S. Department of Commerce, Bureau of the Census.
Patterns. Texas. CBP-70-45, Washington, D.C., 1971.

County Business

2U.S. Department of Commerce and Department of Agriculture.

Jections of Economic Activity in the United States.

OBERS Pro-

Economic Areas.

3Included in services.

Washington, D.C., 1972.
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TABLE 9

EMPLOYMENT IN TAYLOR AND RUNNELS COUNTIES

Taylor County Runnels County Total
1970 1975 1970 1975 1970 1975
Mining - 1,322 986 216 361 1,538 = 1,347
Contract Construction 1,729 2,321 63 72 1,792 2,393
Manufacturing 4,323 6,432 330 472 4,653 6,904
Public Utilities 2,163 2,374‘ 112 48 2,275 2,422
Wholesale Trade 2,044 2,376 214 203 2,258 | 2,579
Retail Trade 5,853 6,988 473 458 6,326 7,446
Finance, Insurance, 1,411 1,394 85 92 1,496 1,486
Real Estate
Services 5,727 7,360 254 351 5,981 7,711
Other 82 399" sl 46 1228 a5t
Sub--total2 24,654 30,630 1,787 2,103 26,441 32,733
Agriculture3 1,098 1,098 977 977 2,075 2,075
Total 25,752 31,728 2,764 3,080 28,516 34,808

lMay include some employment in agricultural services.
5 v
U.S. Department of Commerce, Bureau of the Census. County Business
Patterns. Texas. CBP-75-45, Washington D.C., 1976. (Excludes
self-employed persons, farm employees, domestic workers, and railroad
‘eapicye=s. Data are reported for county of employment.)

U.S. Department of Commerce, Bureau of the Census. General Social and
Economic_Characteristics. Texas, PC(1)-C45 Tex., April 1972. (Data on
agricultural employment are not available for 1975 from the Census;
therefore, the 1970 estimate is used. With generally declining agricultural
employment, it is likely that this somewhat overstates agricultural
employment in 1975.)
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clays, sand and gravel are extracted in Taylor County. The value of pro-
duction from these sources was $13.6 mi]]ion in 1976 and $21.5 million in

1977.

6. Implications of Trends in Se]ected Econom1c Sectors for Future
Rail Traffic

Expansion of industry in the Abilene area, as is occurring along the
South Treadway Boulevard industrial érea, could result in an increaéed
demand for rail services. The Abilene & Southern is at present the
only railroad directly serving fhis section of the city, where an indus-
trial park is being developed. Manufacturing and minerals are areas where
continued growth will utilize increasing rail traffic. These areas rep-
resent two growth sectors in the local economy of Abilene and.Tay]or
County. In addition, agriculture, including both crop and livestock pro-
duction, will continue to utilize the railroad in Abilene.

With a substantia]ly develoPed infrastructure, Abiiene is served
by the Fort Worth & Denver Railway and the Missouri Pacific in'addi-
tion to the ABi]ene & Southern. Continued rail service'in the South
Treadway Boulevard area would be a convenience for present and potential
users. In the preVious proceeding the volume of traffic in the area was
considered sufficient to justify the retention of service. Further
development along the South Treadway transportation corridor will enhance
the potential for rail traffic. ‘

In Runnels County and the Winters area, agricultural production'
emphasizes certain commodities that are ideally suited to efficient
transportation via rail. As with all agricultural commodities, produc-

tion is seasonal and subject to cyclical climatic conditions. However,




productivity, in terms of acres harvested and yield, has tended to in-
| crease in recent years. Despite the fact that population and the labor
force are in decline, mechanization of the farm and increasing use of

other aids (e.g., fertilizer) to boost productivity will contribute to

increased output; The demand for rail will also be increased by the
shift from cotton to grain. The volume and weight of grain harvested
per acré is greater than for cotton. |
In the view of area shippers, the volume of rail traffic could be

‘great]y increased if the railroad provided better service. One shipper
alone--Alderman-Cave--estimated that it would have shipped an additional
16,000 tons of grain per year if cars had been avai]éb]e and if the
'bffdges on thé branch had been capable of accommodating large hopper cars
on which favorable rates depend.] The potential for future increases in
rail traffic exists, due not only to increased output, but also to poten-

tial shortages of petroleum fuels.

- b. Current and Projected Rail Freight Operations and Traffic

1. Current Rail Operations

Service is provided by the Abilene & Southern on both a scheduled
and'on-call basis. The current schedule calls for three trips per week
over the 38.6-mile distance between Abilene and Winters.

On-call service is more in demand during the periods of harvest,
when large quantities of grain are shipped from Winters. Shippers have

reported that the response of the railroad to the demand for an adequate

]Letter from Alderman-Cave to T&P General Freight Agent, July 18, 1972.
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number of cars for the.shipment of grain has been less than satisfactory.
This is due to the inability of the railroad to supply jumbo hoppers be-
cause of weight restrictions on the 1ine; and a diminishing supply of
regular hopper cars.

Because of the non-agricultural nature of their industries, some
Abilene-based users of the Abilene & Southern are not as subject to
seasona]:vafiation in their demand. for service. For these users, the
A&S provides convenient access to tﬁe east-west Mo-Pac line, and the Fort
Worth & Denver line to the north. Users in Abilene have not reported
difficulties in obtaining an adequate number of cars or service.

2. Rail Users: Current Traffic and Projections for Future Traffic

Estimates of current traffic indicate 5,120 cars per year moved on
the 1ine in 1977, or 131 cars per mile. These data are presented in
Table 1. Total tonnage shipped is estimated at more than 370,000 tons
during 1977. About 82% of the cars and 88% of the freight tonnage was
accounted for by agricultural products, primarily feed grain and cotton-
seed. These products were shipped by three companies. The data filed
by the Mo-Pac and A&S at the time of the previous abandonment proceeding
understated traffic on the entire line by excluding the data for shippers
on the 7.31-mile segment in the Abilene area. Uncertainties still remain
with respect to the uniformity ofttraffic;.revenue and cost data between
A&S and Mo-Pac for the Abilene area. The effects of these differences on

the apparent viability of the A%S are noted in Section II.
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Those éompanies in Winters that rely on the A&S all project that
their use of the railroad could be increased in the future if the quality
of service were improved. Testimony offered by two of the major shippers
in Winters indicated that significant tonnage was lost by the railroad
to truck, due to the failure to provide adequate service. |

Because of the nature of the commodities shipped, quantitative
projections of future rail requirements by area shippers were difficult
to obtain; In general, however, shippers in Winters felt that thé use of
the railroad would increase if service were improved. Abilene users also
indicated that rail usage is 1ikely to increase in the futUre;

South of Abilene, the use of the railroad is highly dependent on
the seasonal and cyclical nature of agricultural production. The volume
of rail traffic may, therefore, vary significantly from year to year.

At present, the use of the railroad is limited to a large degree by the
quality of service. It is clear that increased traffic could be achieved
in times of good harvest if shippers were supplied with the required num-
ber of cars. Moreover, if service became more ré]iab]e, area manufacturers
might also utilize the railroad. The estimates of future traffic by rail
users in Winters and Abilene are presented in Table 10.

Apparently the potential for increased use of the Abilene and
Southern exists. The degree to which this potential can be realized
should soon be put to a test; after an extended period of inaction on
the matter of bridge repairs, Mo-Pac informed the Railroad Commission
recently that "...arrangements have been made for the upgrading of the
bridges On the 1ine from Abilene to Winters...to permit handling of

jumbo hopper cars..."1

]Letter from William R. McDowell, Vice President and General Counsel,
Missouri Pacific, January 22, 1979.
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TABLE 10

ESTIMATES OF 1980 TRAFFIC
ABILENE-WINTERS RAIL SEGMENT

Rail User Cars Tons
Alderman-Cave 600 42,000
Mansell Brothers } |

- 10 100
Winters Farm
Bob Loyd LP Gas ' 12 180
Chickasha Cotton 0il Co. 210 14,700
Anderson-Clayton Co. | 3,840 307,200
Featherlite Corp. 70 4,200
Mrs. Baird's Bakeries 200 10,356
Independent Grocery Co. i 250 10,000
Abilene Lumber & Supply Co. 265 13,250
Wholesale Food Supply 96 3,840
Packing Corp. of America 12 120
Treaner Equipment 25" 250‘
Plains Machinery 15 150
Grand Mud 110 5,500

5,7;5 411,846

SOURCE: Arthur D. Little, Inc., estimates based upon interviews
with rail users.
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V. ANALYSIS OF THE IMPLICATIONS OF THE ABANDONMENT ON THE TRANSPORTATION
NEEDS OF THE STATE

a. Relationship of the Line Segment and its Traffic to the State Rail
System and Its Traffic

The Abilene & Southern Rai]way'represents approximatelyrl.Z% of the
Missouri Paéific System's miles of road in the State of Texas, and less
than 0.3% of the total miles of road reported by ﬁhe ten major railroads
in the Siaté. From this pe;spective, the Abilene & Southern constitutes
a relatively insignificant proportion of both the parent company‘s
trackage and the entire.railroad system for the State.

In a local context, however, thé railroad assumes a somewhat larger
importance. Abandonment of this line would eliminate the possibility of
rail service for farms and businesses between Tuscola, in southethTaylor
County, and Ballinger in southern Runnels County. Although it accounts
for a smaller proportion of the traffic, the Abilene & Southern is
roughly estimated to account for about 25% of the trackage in Runnels
"and Tay]or Counties. Though the effect of the abandonment on tﬁe movement
of rail traffic through the two-county area would be mitigated by shifts
to other rai]roads‘or intermodal transfers, the impact on the avail-
ability of in-place railroad facilities would be substantive and‘irre-
versible.

The A&S line is designated AS 001 and AS 002 in the U.S. Department

of Transportation Final Standards, Classification and Designation of

Lines of Class I Railroads in the United States, but the traffic densi-
ties are not shown for A&S (or for other Class II railroads). The AS 001
segment from Winters to Tuscola connects with Santa Fe 1ine segments

SF 152 between Sweetwater and Tuscola and SF 306 between Tuscola and
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San Angelo Junction. The AS 002 segment from Tuscola to Abilene connects
with Mo-Pac segments TP 046 (Sweefwater-Abi]ene) and TP 026 (Abilene-
Weatherford). The two Santa Fe segments are designated Category A

main lire and carry 20-30 million gross tons annda]]y.. Although the two
Mo-Pac segments wou]dlnormally be designated Category B main line, based
on traffic density of 10-20 million gross tons, they also carry a
c]assifiéatibn as routes required for national defense and are, there-
fore, designated as Category A main Tine.

b. Relationship to Highways, Waterways and Other Modes of Transportation

As seen in Figure 1, the Tine segment runs rough]y parallel to U.S.
Highway 83, a north-south, p(imari]y undivided, road that 1inks Taylor
and Runnels Counties. The line is also crossed by farm-to-market roads
at Winters and other points. The Santa Fe line intersects the Abilene &
Southern at Tuscola. The Abilene area is served by Mo-Pac on the former
T&P rail Tine, by the Fort Worth & Denver, a subsidiary of the Burlington-
Northern, and by other major highways, including Interstate 20, which

connects Abilene with the Dallas-Fort Worth area.
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VI. RELATIVE ECONOMIC, SOCIAL, ENVIRONMENTAL, AND ENERGY COSTS
AND BENEFITS

a. Identification of Alternatives

In the previous abandonment proceeding concerning the Abilene-
Winters line, and in the more r;cent public notice indicating that the
line may still be subject to abandonment, -the Abilene & Southern Railway
identified two options with'respect to abandoning the Tine. These were:
(1) partial abandonment oflthe Tine (including 31.09 miles out of a
total of 38.4), with service to be continued within 7.31 miles of Abilene;
and (2) coﬁp]gte abandonment of the entire length of the line, including
Abilene. The first alternative, which was the substance of the previous
app]ication, inc]uded the conveyance of trackage rights on the 7. 31
miles to the Missouri Pac1f1c resulting in the d1sso]ut1on of the Ab1]ene
& Southern Ra11way The Mo-Pac recently indicated that it wou]d continue
service to Abi]ene, but in the absence of a formal abp]ication, both
possibilities must be considered. Either option would result in the com-
p]eté loss of rail service to Wintersi ‘

The three a]terhatiyes to abandonment of the Abilene-Winters rail
‘Tine that haVe been considered would all retain service on the line:

(1) Continue rail servfce bn the 1inet The analysis of current
financial performance in Chapter II indicates that the line is operating
at a net annual profit of éboutv$55,000. However, inclusion. of return on
value‘of 1nvestmént would undoubtedly result ip a deficit. An annual
| return-on—va]ue‘c]aim by Mo-Pac could be as much as $200,000, based on R-§

assertions. Therefore, continuation of service could require a temporary

53



operating subsidy. Any continuation subsidy would be justified as a
means of allowing sufficient time for additiona] traffic to develop so
that the line could become a long-term, self-sustaining operation for
the carrier. In addition, a rehabilitation subsidy could be required for
one or more birdges currently in need of repair that are‘cited by the
carrier as precluding the use of jumbo hopper railcars on the line. Rail
users in Winters have indicated in testimony before the I.C.C. and in
public meetings held by the Railroad Commission that the availability of
Jumbo hoppers would significantly increase rail traffic on the 1ine.]
(2) Continue rail sefvice on the entire designated segment by
reorganization of operations on a short-line basis. This would be any
form of operation, within the private sector, which would continue to
provide rail service without réquiring an on-going commitment of public
funds. Although establishing the financial feasibility of a short-line
operation on this segment would require further study, the present
circumstances of the line and its traffic include at least two favorable
aspects: control over a substantial amount of originating traffic and
access to at least two carriers (Santa Fe at Tuscola and Mo-Pac at
Abilene) andvpossib]e access to a third (Fort Worth and Denver at
Abileéne). The success of this a]ternatjve would depend upon its financial
feasibility, the interest of some group in assuming operations, and the

willingness of the present carrier to negotiate a sale. The cost of

]Mo-Pac recently notified the Railroad Comnission and the major rail

users in Winters (by letter from William R. McDowell on January 23,
1979) of its intention to upgrade bridges on the line to permit
handling of jumbo hoppers.
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acquisition of trackage and right of way could cost approximately
$1 million or more,] with further investment required in locomotives,
rolling stock, etc. This alternative could require a temporary con-
tinuation subsidy to allow time for negotiation and the assistance
of the Railroad Commission during the negotiation proceés.

(3) Continue rail service on the entire designated segment through
a combfnation of (a) a short-Tine operation serving between Winters and
Tuscola and (b) either continued service by Mo-Pac to the 7.3 miles
between Abilene and Tuscola or conveyance of that portion of the line
to the Fort Worth and Denver. This alternative assumes that the Mo-Pac
might prefer to retain the portion of the rail line just south of
Abilene because of its high traffic density. Thus, although the acqui-
sition costs associated with this alternative would be somewhat Tower,
the volume of revenue traffic would also be significantly lower (381
versus 2,687 railcars in 1977).

b.  Economic, Enerqy, Envirommental, and Social Costs and Benefits

Table 11 summarizes the impacts of the two possible abandonment
scenarios (loss of service on the entife designated segment and only on
that portion-south of Tuscola) and the three alternatives to abandonment
considered. The specific economic, energy, environmental and community

impacts presented in the table include:

]Based on worksheet data of Mo-Pac witness, C.D. Bowman, and shipper
witness,C.H. Nelson, in Docket AB-21. :
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TABLE 11

SOCIOECONOMIC IMPACTS OF ABANDONMENT OF THE ABILENE-WINTERS RAIL LINE
ANNUAL IMPACT

Partial
Abandonment
Abandonment Retain 1
Abilene-Winters Abilene Only Alternative 1 Alternative 2 Alternative 3
X Continue Service Short Line
ECONOMIC IMPACTS Rehabilitation and - . Tuscola-Winters
Operating Subsidy Continue Service Continue Service
Employment Changes if Needed Short Line Abilene
Direct employmenrt
Current - : +3 -7 0 : 0 0
Future -13 -19 0 0 0
Unemployment . :
Number <1% 20 No effect No effect No effect
Rate Negligible 00.4 No effect - No effect No effect
Payro]l2 . ‘
Current : +$ 30,000 -$ 70,000 0 -0 0
Future . ' -$130,000 -$190,000 0 0 0
Transportation Costs2 ) ]
Additional .cost of transporting goods - Current +$414,361 +$35,570 0 4] 0
Additional cost of transporting goods - Future (1980) +$426,1013 +$55,224 0 0 0
Capital cost of facilities and equipment - Current : +$128,7003 +$13,000 0 0 0
Capital cost of facilities and equipment - Future (1980} +$142,700 +$18,00C 0 0 0
Investment2
Amount of investment lost (companies) ‘
Current ’ 0
Future : $500,000 $500,000 0 0 0
Taxes] '
Amount of local taxes lost {companies)
Current $ 1,750 $ 1,750 0 0 0
Future ‘ $ 4,250 $ 4,250 0 0 0
Amount of railroad taxes lost
Current . : $ 5,435 $ 4,400 0 0 0
Future $ 5,435 $ 4,400 0 0 0
Other Public Costs'
Increase in unemployment benefits $ 7,560 $ 6,156 o 0 -0

ENERGY IMPACTS

Net cﬁange in fuel consumption (gallons per year)

Current +14,461 +4,833 0 0 0
Future +18,111 +6,905 0 0 0
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TABLE 11 (continued)
ANNUAL IMPACT

Pértia]

Abandonment
Abandonment Retain
Abilene-Winters Abilene Only Alternative 1 Alternative 2  Alternative 3
Continue Service . —EB;;E—[;___-
ENVIRONMENTAL IMPACTS gehabilitation and ‘ Tuscola-Winters
. o perating Subsidy Continue Service Continue Service
Net change in emissions (pounds per year) if Needed Short Line Abilene
Current »
HC 342 114 - Q 0 0
NOx 5,351 1,789 0 0 0
co : ‘ 3,576 1,195 0 0 0
S0, 289 96 0 0 0
Particulates o 147 50 0 0 0
Future
HC , ‘ 428 163 0 0 0
NOx ’ 6,700 2,555 0 0 0
co 4,479 1,709 0 0 0
o, . : ’ 362 138 0 0 0
Particulates N 236 n 0 0 0
Impact on Air Quality ’ : ) Negligible - Negligible 0 0 0
COMMUNITY IMPACTS
Change in Population ’ Some in Winters Some in Winters None None None
Change in Development Potential Negligible Negligible ' 0 0 0
. SUBSIDY COSTS?
4
Operating Costs ‘ 0 2t ' 2t ?
0 : $ 50,000°

Capital Costs

IMo-Pac indicated in an interview that service to Abilene would be continued in the event of an abandonment. This column indicates the
impacts of ‘abandonment under this scenario. However, in the absence of a_formal petition indicating the carrier's intention to continue
service in Abilene, the worst case must be assumed, that is, abandonment of the entire Abilene-Winters line.

2A11 dollars are 1977 constant dollars.
3One-time capital investment depreciated over 10 years.

4 o . ,
Each alternative could require temporary subsidization of operating costs, although the analysis presented in Chapter Il
shows the line to be currently profitable (excluding a return-on-investment element).

5
Ibe recgnydannouncement by the Mo-Pac of its intention to upgrade bridges apparently obviates the need for any rehabilita-
ion subsidy.



Employment - Net change in employment resulting from
the Toss of jobs in businesses adverse]y‘affected'by‘
abandonment less the increase in jobs due to additional

workers employed in trucking (or other activities).

Payroll - The net change in payroll estimated to be

associated with the change in employment.

Unemployment - The net change in unehp]oyment antici-

pated as a result of the abandonment.

Transportation Costs - Additional costs of transporting

goods by a]ternative mode (e.g., truck) to the nearest
rail head, including annualized capital costs for new
transportation facilities such as trucks and loading

docks.

Investment - Investment lost (especially in recently
constructed rail facilities) and future investment that

would not be made should rail service be abandoned.

Taxes - Local taxes lost (or in the long term, foregone)
due to abandonment of the rail line, closing of certain

plants, or decisions to cancel planned investment.

Other Public Costs - Increase in unemployment compensation.

Energy - Net change in fuel consumption due to a shift to

alternative transportation modes.
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® Environmental Effects - Change in air emissions such

as increase in hydrocarbons, nitrous oxides, carbon
monoxide and particulates due to change in fuel

consumption resulting from modal shift.

® Community Effects - Change in development potential

- and population that is likely to occur in the Impact
Area as a resd]t of the cumulative effects of abandon-
ment. |

1. Economic

The major economic effects of'thé complete abandonment case would
be concentrated in the Winters area. Compénie§ using the A&S'in the
Abilene area have various transboktation éliernatives avaiiab]e, such
as intermodal trahsfer:ovér a shoft'cross-town haul, which could
~ partially offset the lack of direct rail services.‘ The companies would
be most likely to inckease their requiréments for truck driveks and
‘other transportation personnel. These increases, including an estimated
requirement for 10 truck drivers and two supplementary personnellby
Anderson Clayton Co., are indicafed in Table 11. The additional
employees represent increased operat1ng costs to the firms involved.

It is s1gn1f1can» to note that the magn1tude of the increase in
employment, related pr1mar11y to transportat1on, assumes a major hiring
effort by the Anderson Clayton Co. However, management at the company's
Abilene facility has raised the possibi]ity that complete abandonment of
the line might force consideration of fe]ocating the facilities' opera-

tions. It is not clear whether such relocation would occur within the
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Abilene area or elsewhere in the Stnté; (One other firm in Abilene
indicated that the loss of rail service could prompt a cross-town
relocation to a site with access to rail services.) The estimated
cost of relocation for the Anderson Clayton Co. was placed at about
$20 million. For purposes of}estimating the costs and benefits
relating to the abandonment, it was assumed fhat the company, which
is located in proximity fo‘the‘MofPac, wou]d’adjust, either by
obtaining a spur connecting wifh Mo-Pac or by making a substantial
investment in truck transportation. |

One firm located in Winters indicated that the shut-down and
disposa] of its grain elevator would be considered if the abandonment
occurred. Additional freight costs would reduce the margin on elevator
operations to an unprofitable level and could be sufficient to induce
é]osing. This ana]ysié assumed that this closure would occur, with
the loss of three to five full-time equivalent positions.

One other Winters firm would, in all Tikelihood, be forced to
curtail operations as a result of abandonment. The volume of traffic
ofiginated by the A]denman—Cave Co. was estimated to be reduced by as
much as one-third, with a corresponding reduction in employment. The
company c]aims that it might not be able to‘adjust to the limitations
imposed on its operations‘by_thé abandonment and could go out of
business. It‘is concenned with the incrgased costs and the inability

to compete in the event of an abandonment.
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A further assumption is that adjustments to the abandonment
required of other Winters-based shippers would be relatively limited.
The Mansell Bros. farm equipment dealership,indicated that additional
personnel might be hired specifically for transportation purposes.
However, the estimated net effect of the abandonment in the longer
term would be the loss of jobs and'income to the people of Winters.

The total net change in employment in the short-term indicates an

increase of three jobs. However, the loss of seven job opportunities
in Winters must be distinguished from the increase of 10 trucking
related jobs in Abilene. The latter are not necessarily a benefit |
since they represent a significant additional cost to the firms.
TranSportat1on costs wou]d be expected to increase in excess of

$400,000 -if the entire Tine were abandoned. If Winters only were
| abandoned, total transportation costs were estimated to increase by
nearly $50,000 annually. In addition to these increases, abandonment
assumes, at a minimum;uthe loss of investment in a fertilizer blending
plant projected for the Winters area, which would be foregone if the
abandonment occurred |

| The continuation of service e1ther with operating and rehabilita-
t1on subs1d1es or both and by reorganization as a short Tine would
avoid all of the econom1c 1mpacts of abandonment The, costs associated
with each a]ternat1ve are e]aborated in Section X.

2. Energy

The loss of more fuel efficient rail transportation would result in
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increased fuel consumption under the abéhdohment a]ternétives Abandon-
ment of the entire Tine would result in a net 1ncrease in diesel fuel
consumpt1on for truck transport of 14,000~ 18 000 ga]]ons per year.

The abandonment of Winters only wou]d resu]trin fuel consumption
increases of 5,000-7,000 gallons bér year. Energy4impacts would be
avoided under the alternatives to abandonment. It should be noted that
this assumes trucking commodities to and from the nearest rail head.

The major shipper in Winters has indicated that it would ship much of
its commodities to/from the destination/origin_direct]y by truck,
resu]ting in significantly greater fuel consumption.

3. Environment

Increased fuel consumption would resu]t in 1ncreases in atmospheric
emissions associated with the combust1on of diesel fuels. These emissions
include hydrocarbons, nitrogen ox1des, sulfur oxides, carbon monoxide
and particulates. The latter is of significant interest because the
Impact Area is at present a hon—attainment area for particulates, with
respect to federal air quality criteria. Nitrogen oxides (NOX) will be
emitted in the greatest volume. National ambient air quality standards
for this gaseous contaminant have been estab]ished on a 1ong-term measure-
ment basis (micrograms per cubic meter, annual arithmetic mean). The
status of NOX concentrations in the Impact Area are undetermined at the
present time.

Increased emissions of atmospher1c contam1nants are not anticipated

if service is cont1nued

62



4. Community Impacts

The impacts of the abandonment alternatives on population appear
to be minimal. However, it should be noted that population in the
Winters area  declined between 1960 and 1973, but has begun to increase
in the last few years. The abandonment of rail service could reverse
the recent grthh, by reason of the limitations imposed on the economié
growth potential of the area. A]thoughvthe direct net effect of job
Toss will be relatively small, the lack of railroad 1nfrastrycture as
a transportation alternative might be viewed as a disadvantage by
companies that otherwise might consider locating in the Winters area.

A similar view may apply in the case of potential development in the

’ South Treadway industrial area of Abilene. These perceptions may limit
growth in the number of available jobs, and hence accelerate net out-
migration, particu]ar]yvamong youthful job seekers. The Winteré area
would be most 1ike1y to experience such decline.

An important community impact of abandonment would be lower incomes
for farmers, particularly in the Winters area. Wheat farmers would be
adversely affected by the loss of a wheat premium. The wheat grown
in the area usually has a high protein content, making it particularly
desirable to the bread baking industry. The premium paid for this wheat
varies between a few cents and 60¢ pér bushel, depending on the protein-
rich wheat. Because of the high costs of sampling and separately
storing this wheat, buyers only offer the premium on wheat shipped by
rail. The premium passed on to area farmers by the principal elevator

in Winters, Alderman-Cave, amounted to $102,812 in 1976.
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Milo farmers would be adversely affected because it is usually
more economical to Ship milo by rail. Elevators located along a rail
Tine are usually able to offer higher prices. Livestock producers
would have to pay higher feed prices, since much of the feed sold in
Winters is presently brought in by rail. Trucking the feed grains

ordinarily results in higher prices.
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VIT. EVALUATION OF METHODS OF ACHIEVING.ECONOMIES IN THE COST OF RAIL

One method of achieving economies in the cost of rail service
operations on the Abilene & Southern Railway would be to complete the
Job begun in the track rehabilitation program by now strengthening
the bridges to accommodate jumbo hopper cars} Rail users have
indicated that they would benefit from lower rates if the line per-
mitted shipments in this type of car. Moreover, the major users have
asserted they have the capability to provide more revenue traffic for
the railroad, given fmprovement of service. Should such improvements
result in a change in competitive position in favor of the railroad vis-
a-vis truck transport, the operational deficit asserted by thé railroad
(a]thdugh not supported by this analysis) could be turned around.‘

An additional form of economy might be accomplished by careful re-
view of the revenue and cost allocation procedures established between ,
A&S and parent Mo-Pac. The available data suggest that revenues gener-
ated from switching activities performed by A&S at Abilene may be in-

adequate to compensate A&S for the expenses resulting from the work.

Other methods of achieving economies for this railroad might in-
clude: 1) integration of services with those of the Missouri Pacific
in order to reduce duplication of equipment and 2) maintenance of service
on an "on-call" basis year round, as opposed to the present scheduled

service complemented by "on-call" service during the harvest season.

]The Mo-Pac recently notified the Railroad Commission of Texas (letter of

January 22, 1979, from William R. McDowell) of its intention to upgrade
bridges on the 1ine to permit handling of jumbo hopper cars.
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VITI. COMPETITIVE OR OTHER EFFECTS ON OR BY PROFITABLE RAILROADS
a. Competition

The A&S does not compete with other railroads to provide direct

service between Abilene and Winters. In the event of discontinuance
of rail service on the line, the shift to other carriers serving
Tuscola and Abilene should not involve a substantia]‘enough volume of
traffi; to affect competition among them.

b. Profitability

In the near term, the pfofitabi]ity of the parent company might
be feduced by the abandonment, through the reduction of the net
operating gain found by the analysis. In the parent's (Mo-Péc) View,
however, claimed losses would be avoided and additional benefits gajned
from disinvestment by sale of the right-of-way and salvage of the
trackage. These revenues would not materially affect the financial
performance of the parent railroad, which is presently profitable

system-wide.
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IX. CONSIDERATIONS RELATING TO RAIL BANKING

a. Recommendations

This 1ine is not recommended for rail banking. The development
potential for fossil fuels and minerals appears at this time to be 1imited.
Agriculture is dependent on rail service at present, but would not derive
any near-term benefit from the rail banking alternative, barring a massive

petro]eumfshortage that would impair truck service.
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X.  DESCRIPTION OF ALTERNATIVES EVALUATED TOGETHER WITH AN ANALYSIS
OF THE RELATIVE ADVANTAGES, DISADVANTAGES, AND COSTS ASSOCIATED
WITH EACH ALTERNATIVE

a. Brief Description of Alternatives

Table 12 summariies the benefits.ahd~co$ts,associated with the
alternatives identified in Section VI relative to abandonment of the
line. The advantages and disadvantages of each a]ternatives are noted

below.

Alternative 1: Continue A1l Service; Provide'Operating and
Rehabilitation Subsidies If Needed

This alternative involves maintaining the status quo and providing
cont{nued service to all rail users by means of a temporary operating
subsidy and one-time rehabilitation grant as needed. The loss of 7-13
jobs associated with abahdonment would be avbided. This a]ternatiVe‘
has the important advantage that $1,724,000 in increased transportation
costs would be avoided within the first year and an additional $566,000
would be saved within two years. Other benefits include avoidance of
the loss of $500,000 investmentywhich would otherwise be foregone; a
Toss of Tocal taxes; increased fuel consumption; and increased levels
of fuel emissions. Avoiding hfgher fuel emissions is important given
that the Impact Area is a non-attainment area for particulates. Finally,
rehabilitation of the bridges would help Tead to additional rail traffic.
The disadvantage of this alternative is that some public costs would be
involved. These costs are discussed below. It should be noted that
~ this alternative considers the entire length of the line from Abilene to
Winters. Not including the first 7.3 miles in Abilene, as is done by
Mo-Pac, is in effect an aécounting procedu}e which indicatés greater |
subsidy requirements than”Wou]d,Bé the case if the entire line is con-
sidered.
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TABLE 12

BENEFIT-COST ANALYSIS RELATIVE TO THE
ABANDONMENT CASE, ABTLENE-WINTERS SEGMENT = -

A]terhativevl ' A1tefnative 2 A]ternative 3
. Diff.  Relative .  Diff. ° Relative  Diff. Relative
Re1§t1ve ~ from Benefit from Benefit From: Benefit
Weight Abandonment _Units Abandonment Units Abandonment Units
Employment ' 4 , :
(Jobs) -.20 : : T SRR
Current L1580 -3 =033 -3 = -.33 : -3 -.33
Future .05 +13 1 - +13 } 1 +13 1
Transportation .30
Costs ($thousands) - - : Co "
Current .25 - 1,724 1 1,724 1 1,724 1
Future ’ .05 ‘ 566 1 566 1 . 566 1
Investment .10 500,000 1 500,000 1 .500,000 1
($thousands) : ‘ '
Taxes 200 10 ‘ 5 .1 5 1
($thousands)
Energy .10 ;
(Gallons/Year) o : , -
Current .08 14,461 1 14,461 1 14,461 1
Future .02 18,111 R L A A I : 18,111 1
Emissions .10 ' _
(Lbs/Year) : : o : “

Current _ .08 y,705 1. 9,705 1 9,705 1
Future .02 12,205 1. 12,205 1- 12,205 1
Total Benefits 1,00 80 | - 80 .80

) . : : o 2
Annual Cost ~ $50,000 ' s $120,000] $60,000
Benefit Cost Ratio 06 o 006 - ©.013
v ' 3 : 3
Ranking : T v 2 , 3

]Estimated acquisition cost of $1.2 million annualized. (10-year basis).
2Estimated acquisition cost of $1.6 million annualized (10-year basis).

3Despite tha calculated cost-benefit ratios for Alternatives 2 and 3, Alternative 2 is ranked
higher because its success is viewed as more 1ikely (Alternative 3 is riskier).
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Alternatives 2 and 3: Continue Service as a Short-Line Operation

This a]terhative, like A1térnative 1, would provide continued
service to all rail users and‘évoid all the.impacts'of abandonment.
This would apply to both short-Tihe;possibilities: Abilene-Winters and
Tuscola-Winters. The difference is that in the latter case, Mo-Pac would
continue to extend sérvice to shippers in Abilene. Besides cost factors
which will be described below, this a]ternative has the disadvantage of
certain risk factors associated with it. 'Ahong them are the possibility
~ that no private investors may. be intereéted in the 1ine, and the risk
that a short line operator may not succeed in‘profitably operating the
Tine. |

b. Movement of Existing and Future Traffic by Rail and Alternative
Modes ' :

- Rail traffic is presently routed through Abilene. In the future, if
- the segment is not abandoned, traffic would be expected to be routed in
the same manner. If a short line is established between Tuscola and
Winters, Winters traffic would be routed through Tuscola onto the Santa
Fe. In all likelihood, Mo-Pac would tear up its trackage from Tuscola fo
. a pofnt south of Abilene. Truck traffic is primarily routed over U.S.
Highway 83, which parallels the rail line. Interstate 20 passes through
‘Abilene, while several farm-to-market roads also travérse the region.

Truck traffic would be eXpected-to move in a similar fashion in the future.
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c.  Identification of Costs Associated with A]ternatives

The costs assoc1ated with Alternative 1 include possible temporary
operating subsidies and a rehabilitation subs1dy In Section II it was
noted that the 11ne segment appears to be currently profitable if the
entire line is considered and if it is credited with its share of switch-
ing fees.

Mo-Pac claims a loss for the line, apparent]y because it does not
include the 7.3 miles of trackage in Abllene which are profitable in
cost-revenue calculations. The carrier justifies this position on the
basis that it would file a ‘companion application to cont1nue service on
this port1on of track. However, in the absence of a forma] application,
the line as a whole must be considered ih formulating a service continua-
tion alternative. Otherwise, when the most profitable segment of the
Tine is excluded, subsidy requirements would appear to be unnecessarily
high.

Since theOAbi]ene-Winters Tine does appear to be presently profitable,
no operating subsidy would be fequired at this time. In the event of a
downward trend in revenues and considering a return-on-value-of-investment,
a small temporary subsidy might be required. This would not be expected
to exceed $50,000 per year. .This type of subsidy would be justified as
a means of buying time to allow traffic to deve]op or to permit the
establishment of a short-line operation.

The opportunity for generating increased traf%ic would be greatly

enhanced by the completion of a rehabilitation program, particularly the
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strengthening of bridges. This would allow for 100-ton jumbo hoppers
to move over the line. The Winters shippers have indicated that this
would result in significant increases in traffic.

The major portion of the rehabilitation was completed in 1974. The
remaining work, strengthening of the bridges, could be undertaken by
Mo-Pac, with the assistance of the users, or with external assistance
prbvided in.the form of a capital subsidy. As the public record is unclear
as to thé extent to which such subsidy assistance might be requfred, ény
valuation of the rehabilitation expense estimated here is speculative.
The best evidence in the‘hearing record kegarding bridge conditions was
developed by a éhipper; the owner of Alderman-Cave, who recorded attributes
and measurements of bridges on which‘220,000-p0und limits had been placed
by Mo-Pac, and compared them with other bridges on.the 1ine that were not
- S0 restricted. He found that the bridges did not appear to be significantly
different. The testimony was given substantial weight'by the judge. Mo-
Pac has provided an informal recent estimate that bridge rehabilitation
might be accomplished for approXimate]y $50,000.

The costs associated with A]ternative 2--establishment of a short-1line,
are also difficult to quantify. The alternative could requife the operat-

ing subsidy in Alternative 1 as a means of providing sufficient‘time to

]The recently announced intention of Mo-Pac to upgrade bridges'on the line
appears to eliminate the need for a rehabilitation subsidy, thereby
further reducing the costs of this alternative.
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| negotiate and estab]ish the short line. It would also involve acquisi-
tion of the trackage at a minimum cost of the net salvage value of the
line and the market value of the right-of-way. If a short line were

to be established over the entire length of the line, the cost of
acquiring the trackage might range between $0.7 to $1.3 million, with
the cost of.the Tuscola-Winters trackage estimated close to the low end
of the range.

d. Selection Process

Alternative 1--Continuation of Service--with a temporary subsidy
and rehabilitation subsidy as needed is the preferred alternative to.
abandonment. Table 12 indicates that the relative benefits of all
three alternatives are the same in that they both avoid the impacts of
abandohment. Alternative 1 is selected as the preferred alternative
because of the Tower Costs associated withit and because it is less com-

plex and risky. Table 12 indicates that the benefit-cost ratio for
| Alternative 1 is considerably better since the only costs associated with .
it are some rehabilitation expenditures and possibly some temporary
operating subsidy. Alternatives 2 and 3 involve the significant cost of
acquisition as well as the intangible problems of finding a suitable
short-line operator and negotiating a successful acquisition and take-
over of services. Alternative 3 is, in‘turn, somewhat riskier than
Alternative 2 since retention of the entire Abilene-Winters traffic base

is more likely to be capable of financial viability.
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XI. CONCLUSION OF THE STATE AS TO WHETHER THE ALTERNATIVE SHOULD
BE SELECTED FOR FEDERAL OR STATE ASSISTANCE

The Abilene-Winters line is recommended to be considered for
inclusion in the Certified Program of Projects (CPP). The public
impacts of abandonment would be significént, Alternative 1--Continua-
tion of Service with a Temporary Operating Subsidy and a Rehabiliation
Grant--would avoid the impacts of abandonment at a relatively small
cost. The subsidies.WOuld be justified as a means of allowing time
for additional traffic to develop and to stimulate additional traffic
by improving the physical condition of the line. The exact costs
invo]ved_wou]d have to be re-examined before the alternative could be
implemented. The cost-revenue record would have to be better elaborated
and an engineerihg study of the bridges would. be réquired.

Should Alternative 1 not be feasible, a short-line alternative
should be explored. The Abilene-Winters short-1ine possibility would be
preferable to a Tuéco]a-Winters line since it would have a greater
probability of success. However, Mo-Pac would almost certainly resist
creation of an independent short line with access to two major trunk
lines (Mo-Pac at Abilene and Santa Fe at Tuscola) for fear of signi-
ficant traffic diversion from its system. The Tuscola-Winters short line
has the advantage that Winters shippers have shown an interest in this
possibility. The disadvéntages;are thét there is no assurénce that
Abi]ene_wou]d continue to receive rail service or that the Santa Fe

would be interested in a connection at Tuscola.
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Prior to an abandonment application and thé fmpleméntation of
one of the alternatives, it is recommended that the Railroad Commis-
sion of Téxas adopt the strategy of exploring non-subsidized means

of continuing and improving rail service‘ahd poésib]y avoiding an
abandonment application altogether. The preferred strategy would be
~a shipper surcharge to cover any possible operating41055es and rail
user participation in the rehabilitation costs. Should the carrier
document that it is indeed operating at a'loss, it could be encour-
aged to negotiate a shippek surcharge to cover these losses until]
additional traffic could be generated. The role of the Commission
would be to provide technical and informational services. This
Strategy should be feasible since there is a pdtentia] for increased
traffic and revenues, the Winters shippers have much to gain from
continued service, and the costs involved are not pérticu1ar1y great.

A second, but less promising strdtegy WOuld be to éntourage the
Santa Fe to acquire the trackage between Tuscola and Winters while the
Mo-Pac continued to provide service to Abilene. The principal problem
would be whether the Santa Fe would be interested in acquiring the

“trackage. Winters shippers might help stimulate interest by offering
to pay part of the costs of acquiring the line.

In summary, it is recommended that the Railroad Commission explore
strategies for working cut an amicable solution and avofding a costly
and difficult abandonment proceeding. In the event that these strategies
do not succeed, and the carrier files for abandonment, it is recommended
that the preferred alternative to abandonment be considered for inclu-

sion in the CPP.



XIT. STATEMENT OF THE STATE'S FUTURE ROLE

The State would not expect to assume any financial responsibility
for the Abilene-Winters line (or any portion of it) upon the expiration

of any project.
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PART A. SUMMARY

1. Introduction

The San Angelo-Maryneal line segment of the AfChison, Topeka and
Santa Fe Rai]way Company {Santa Fe) has been designated a Category 2‘]ine;
that is, potentially subJect to abandonment in accordance w1th 49CFR
1121.20(b) (2 ), The 53.4- m11e segment beg1ns approx1mate1y one m11e north
of the C1ty of San Ange]o and ends Just south of the commun1ty of Marynea].

The 1ine traverses parts of Coke, No]an and Tom Green count1es in Texas.

2. Traffic Characteristics.

There isvho 1onger‘any traffic on the line segment, nor is ahy
anticipated in the future. There are no rail users on this segment.
The State'Department of Highways and Public Transbortation, the last
identified user of the line, shipped three carloads in the mid-1970's.
The Santa Fe has occasionally routed a work train ovef the line, and
the line has also been used on occasion as an'alteknative route when-

the San Angelo-Ballinger line has been blocked.

3. Economic Characteristics

The economy of the area served by the subject‘1ine is based primarily
on agriculture and mineral production. Manufacturing activity has tradi-
tionally been minimal in Coke County and is declining in Nolan County.

In Tom Green County, the City of San Angelo has emerged as a manufacturing

center for the area.

4. Impact‘of Abahdonment

No Tocal shippers would be affected by the abandonment. Taxes now




paid by the railroad could be lost if the abandonment occurred, although
these lost taxes might be offset in the future through new use of the

land.

5. Alternatives to Abandonment

Because of the apparent absence of adverse public impacts and the
»un]ike]ihood of the line becoming viable, no alternatives to abandonment

are considered practical or reasonable.

6. Inclusion in Program of Certified Prdjects

This line is not recommended for inclusion in the Certified Program

of Projects.



PART B. DETAILED ANALYSIS

a. Description of the Line

The Santa Fe filed notice' on March 31, 1978, designating its rail
line from San Angelo to Maryneal in Categoryrz, that is, potentially
~subject to an abahdonment application in accordance with 49CFR 1121.20

(b)(2).

The 53.4-mi]é Tine segment is located entirely in Texas, in Nolan,
Coke and Tom’Green counties (Figure,]). The qesignated'segment lies
between Milepost 658.6 (1.3 mi]és south of fhé égénéy station‘af.Many-
neal) and Milepost 712.0'(2;5 miles north of the Sayard agency station).
The Tine, reférred;to és the San Angelo-Maryneal segment, has no agéncy
‘stations actué]]y ]ocated on it but could be served by agency stations
located at Maryneal (Mi]epost 657.3), Sayard (Milepost 714.5), or San
Ange]d (Mi]epost 717.4). The City of'San Angelo would continue to bé
served bylfhéysénta Fe branch Tine running west to east between Presidio
and Brownwood. The communify of Manynealwou1d continue to be served by

the Santa Fe line to Sweetwater, Texas (see Figure 2).

1See letter from William L. Paul, Assistant to the President, The Atchi-
son, Topeka and Santa Fe Railway Company, to the Governor, State of
Texas, Public Service Commission, Designated State Agency, dated

March 31, 1978.
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I. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS ON THE LINE OF
THE RAILROAD

a. Freight Traffic

There was no originating or términating traffic on the designated
line segment in 1977 or 1978. The only freight traffic in recent years
was three carloads df asphalt shipped by the State Department of High-
ways and Public Transportation. There is no regular bridge traffic on
the segmeht. ’The line is occasionally used to route a work train between
San Angelo and Hamlin, where crews for the Santa Fe Plains Division are
based. It was reported that the line has also been used, on occasion, as
an alternate route when the San Angelo-Ballinger line was blocked. There
has apparently been no regular service or freight traffic on the segment
since 1969.

b.  Shipper Characteristics

There were no shippers using the designated 1ine'segment on either
a regular or occasional basis in 1977 or 1978. The Santa Fe has indi-
cated that no cars were shipped or received and no tonnage was accdunted
for by the affected stations of Sayard, Tennyson, Shawville, Bronte,
Fort Chadbourne, and Blackwell during 1977. Of the six firms that‘haVe‘
leased property on the 1ine between San Angelo and Maryneal, none has had
a carload of traffic since 1969. Only one occasional user of the rail
Tine--the State Department of Highways and Public Transportation--was
identified. Firms located in San Angelo and Maryneal (e.g., Lone Star

Cement Company) would not be affected by the potential abandonment.

]Correspondence from William L. Paul, Assistant to the President, The
Atchison, Topeka and Santa Fe Railway Company, August 2, 1978, and
August 4, 1978.






II. REVENUES DERIVED FROM RAIL FREIGHT SERVICES AND THE COST OF
PROVIDING THESE SERVICES

a. Revenues

This segment has not been used for either bridge or originating
and terminating (0&T) revenue traffic since 1969, acéording to data
submitted by the Santa Fe. Consequently, no revenues have been generated
by operationé on the segment for eight years, including 1977.
b.  Expenses |

In the abSence of revenue-generating traffic, no production costs
can be attributed to operations on or off the branch. Costs that
could be avoided by tﬁe railroad, should the abandonment occur, would
include minima] maintenance-of-way expenses incurred in the course of
occasional inspections of the line, and property or other local taxes
assessed against the value of the right-of-way.

c. Operating Results and Breakeven

No operating results are ca]tu]ab]e for the line. Similarly, no
breakeven traffic can be usefully estimated.

Continued maintenance of the line and property represent a continuing
deficit for the'rai]road. Abandonment would contribute marginally to the
near-term profitability of the railroad through revenues generated by the

sale of the right-of-way and trackage.
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TABLE 1

CARLOAD RAIL TRAFFIC OM THE CARRIZO SPRINGS-CRYSTAL CITY RAIL LINE-
1973, 1977 and 1980 ‘

Rail s - . ADL
User Originatina Terminating Total Traffic Estimate
Code* Rail User Location Commodi ty 1973 1977 1980 1973 1977 1980 1973 1977 1980 __1980
1 Alamo Lumber Co. Carrizo Springs Lumber 0 ] 0 2 0 2 2 - 0 2 2
) Drilling Mud 0 0 0 60 7 80 60 n 80 70
2 Dimmit Supply Co. Carrizo Springs Lumber - 0 0 0 3 3 4 3 3 4 3
Metal Products 0 0 0 2 2 2 2 2 2 2
3 Chemic?l Enterprises Carrizo Springs Sul fur 2 0 58 58 0 0 0 0 58 - 58 58
Inc. ‘ Liquid Fertilizer 0 21 110 0 0 0 0 21 110 110
T.J. Power & Co. Carrizo Springs Vegetables : 20 0 30 0 0 0 20 0 30 20
Dowell Corp.] Carrizo Springs 011 Drilling Materials 0 0 0 0 6 6 0 6 6 10
Haliburton 0i1 Carrizo Springs 0i1 Drilling Materials 0 0 0 50 29 30 50 29 30 30
Services -
Subtotal ' 20 79 198 117 m 124 137 190 322 305
7 Tesoro Petroleum Carrizo Springs Petroleum 91 1,200 1,600 0 0 0 91 1,200 1,600 1,500
Co.
Total k : 111 1,279 1,798 117 m 124 228 1,390 1,922 1,805

*Keyed to location on Figure 2.
]This facility began operations in 1976.

21980 estimates do not assume that Chemical Enterprises Inc. will receive a contract from the Sun 0il Co.'s sour gas processing plant now under construction.
Should they receive this contract, 1980 rail use might increase by 50 rail cars annually.

Source: Interviews with rail users and Arthur D. Little, Inc., estimates.



ITI. REVIEW OF CONDITION OF THE RAIL PLANT, EQUIPMENT AND FACILITIES

a. History of the Line
| The 53.4 miles between San Angelo and Maryneal were‘constructed in
1909 by the Kansas City, Mexico‘and Orient Railway of Texas as part of
a 1,600-mile rail line that was to join Kansas City, Kansas With
Topolobampo, Mexico. The road reached as far as Alpine, Texas by 1913
and 1ntd Presidio, Texas (across the border from Ojinaga, Mexico) in
1929. »

| The 0r1ent unfortunate]y, was never prof1tab1e and was in receiver-
ship for many years. In 1928 the Santa Fe bought and operated the
suhject line. The San Ange]o—Marynea] segment is now part of the Sayard’
Dietrict of the Plains Division. |

b.  Description of the Layout of the Branch Line Stations

Agency stations at Marynea1 (Milepost 657 3), Sayard (Milepost
714. 5) and San Ange]o (M11epost 717 4) are exc]uded from the segment
potent1a11y subJect to abandonmentv(M11eposts 658.6 to 712.0). A f1er
survey noted cnly twc Structures-remaining on the segment ‘those being
the abandoned Fort Chadbourne depot at M11epost 677 5 and the Bronte |
depot, now utilized as a Mason1c ‘Lodge.

The on]y sidings or team tracks detected by field survey were at
Bronte in the immediate vicinity of‘the former‘depot. These facilities
are no 1onger in use.

c. Physical Characteristics

Rail condition spot checks were performed at Mileposts 659.5, 685.0
and 712.0 Rail weights range between 70-112 pounds per yard, with the

preponderance of rail in the 70- and 90-pound categories. HNinety-pound

1




rail inspected 1n the field was or1g1na11y rolled between 1920-1928;
70-pound rail in 1909. Wh11e old and somewhat 11ght the rail consis-
tently appeared to‘be in good condition with no spa111ng or other
obvious defects. The alignment was good.

The ballast is grave] in most 1ocations, washed out td a depth of
1 to 2 inches below the tie surface. At Milepost 659.5, the ballast is
small sized, sharp-edged black cinders in sufficient quantity'to reach
to the top of the»ties.

Date nails signify that the ties in place were laid as long ago as
1936. Most existing ties obéerved were installed in 1956 and a very
few as late as 1964; The number of defective fies per 100-tie section
varied from four to thirteen. Some of fhe oldest ties were still in
excellent condition, while some others that were much newer appeared to
have rotted or split. |

Vegetation was found growing between the ra1ls and along the right-
of-way. Blooming prickly pear cacti, 2 to 3 feet in height, were observed
between the rails as were other common plants of the area.

Numerous short, pile timber trestles are found on the line, particu-

larly where the track parallels U.S.‘Highway 277. A long pile timber
trestle crosses the Colorado River.. A1l bridges and trestles examined
appeared to be in §atisfactory condition. In reviewing a draft copy of
the segment analysis, Santa Fe provided information regarding bridges

and other structures along the segment as follows:

12



Structure

Steel bridges

Ballast deck pile trest]és
Open deck pile trestles

Reinforced concrete boxes

Numbek

32
1

13

kata]

Length
(Feet)

635
3,585
672

399
5,291






IV. ECONOMIC AND OPERATIONAL ANALYSIS OF PRESENT AND FUTURE FREIGHT
SERVICE NEEDS

a. Economic Overview

1. Regional Area of Probable Impact

Nolan County is located in the Abilené BEA area. Coke and Tom
Green counties, as shoWn in Figure 3, are located in the San Angelo BEA
area. These1two BEA éreas are comprised of a tota]lof 31 counties, 17
of which are in the Abilene area and 14 of which are in the San Angelo
area. The total bopu]atfon 1h the’region was approximately 390,000 in
1970; about 39% of this population resided in the cities of Abilene
(23% of thé régibnal population) and San Ahge]d (16% of the regional
population). The three counties accounted for about 24% of the reg1ona17
population with a h1gh concentrat1on of the reg1ona1 tota] in Tom |
Green County. | |

Overall trends‘for the BEA areas only havé the most general impli--
catjons for the area traversed by the subject 1ine segment. Additional
infbrmation on the}regional area is presented in the segment analysis
of Abilene & Southern Railway for the Abilene-Winters segment.

Three cOuntfesQ;Nolan, Coke and Tom Green--form the probable impact'
region. These counties are 1o¢ated in West’céntra1 Texas, approximately

200 mitles nbrthwest of Austin.

2. Demographic and Economic Characteristics of the Area

The population of Coke County peaked in 1910 and until 1970, was
in general decline. Between 1970 and 1975, there has been a slight gain.

The population of Nolan County peaked in 1950, has since declined and is

15
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forecasted to continue to fall (as is Coke County) through 1990 (see
Tables 1 and 2). | |

In contrast, Tom Green County has experienced a continual population
increase since 1900. Propelled by the expansion of San Angelo, an
industrial and agricultural center for much of west Texas, Tom Green is
the only couhty of the three consistently and substantially increasing
in size.

Agriculture and mining have traditionally been primary‘factors ih
the economy. Cattle (both beef and dairy), hogs, sheeb and goats dominate
the agricultural sector. Sén Angelo is often'referred to as "the sheep

and goat capita1‘of TeXas." Cotton, sorghum, small grains and hay are
| the leading crops. Table 3 delineates the agricultural base of the
impact region counties.

0i1 and gas production qre responsible for much bf the region's
economic base. In addition, the mining of sand,‘gravel, stone and
gypsum has economic importance. Cement is produced in Nolan County in
Marynéa1.at the Lone Star Cement plant, but this plant is not on the
line segment under consideration. "

~ Manufacturing is on the increase within the impact area. San
Angelo, in particular, is becoming a center for diversified manufacturing
in west Texas. Table 4 quantifies the vé]ue of both mineral production
and manufacturing in the three counties. ‘

The ascendance of Tom Green County (and San Angelo) is perhaps the
most obvious trend, particularly in manufacturing. Table 4 details

employment by major sector within the impact region.

17



TABLE 1

HISTORICAL POPULATION OF COKE, NOLAN AND TOM GREEN COUNTIES

INCLUDING CITIES AND TOWNS IN THE IMPACT AREA - 1900-1975

Coke County

1900
1910
1920
1930
1940
1950
1960
1970

1975
(Est.)

Source:

Total
3,430
6,412

4,557

5,253"

4,590

4,045

3,589

3,087

3,381

Nolan County

Total Sweetwater
2,611 670
11,999 4,176
10,868 4,307
19,323 10,848
17,309 10,367
19,808 13,619
18,963 13,914
16,220 12,020
15,986 11,574

Tom Green County

Total San Angelo
6,804 -
17,882 10,321
15,210 10,050
36,033 25,308
39,302 25,802
58,929 52,093
64,630 58,815
71,047 63,884
74,534 66,099

Texas Almanac, 1978-79, A. J. Belo Corp. (data are from U.S.
Census, with the exception of 1975, which are estimates).
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TABLE 2
POPULATION TRENDS

(Percent) |
1960-1970  1970-1980  1980-1990  1990-2000
Three-County Area1 :

Coke - (14.0) (12.5) (11.1) (16.6)
“Nolan (14.5) (2.0)  (3.8) (3.3)
Tom Green 4.5 13.4 13.3 13.1
Abilene BEA Area’ ( 9.0) 3.1 4.1 6.3
San Angelo BEA Area? ( 1.0) 2.4 5.5 9.3
Total ( 6.5) 2.9 4.5 7.3
State of Texas' 16.9 19.7 17.2

" () signifies decrease

1 Source: Texas Water Development Board.

Popu]ation'Projections.

16.4

1976.

2 Source: U.S. Department of Commerce and Department of Agriculture.
OBERS Projections of Economic Activity in the United States

Volume II,

BEA Economic Areas.

19
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TABLE 3

AGRICULTURE IN IMPACT REGION COUNTIES, 1974

VALUE OF VALUE OF ~ VALUE OF
COUNTY AGRICULTURAL PRODUCTS  CROPS & HAY  LIVESTOCK PRODUCTS
($000) ($000) ($000)
Coke $ 4,278 $ 209 $ 4,068
Nolan 17,658 2,279 15,302
Tom Green 27,656 8,992 17,124
TEXAS 5,625,188 2,112,997 3,168,764

SOURCE: 1974 Census of Agriculture
U.S. Department of Commerce, Bureau of Census

ACRES

- IN FARMS

487,474
495,391
1,041,775

134,185,289

CROPLAND
HARVESTED
(Acres)

9,996
48,990
147,945

19,246,083



TABLE 4
EMPLOYMENT IN COKE, NOLAN, AND TOM GREEN COUNTIES

1975 ,
COKE NOLAN TOM GREEN

Mining - 177 350 . 1238
Contraét Construction B | ‘ 97 ; ' _1640
Manufacturing | A | 1260 4273
Public Utilities - 392 c
Wholesale Trade B 307 . | 1257
Retail Trade 6 195 4982
Finance, Insurance,

Real Estate - B ) . 154 : 984
Services B L 533 . | 4217
Other ' , - 56 -

Subtotal | 477 3944 o 22331
Agricultural2 - 311 4_2&1 - 1329
TOTAL | | 788 465 23660
A: 0-19
B: 20-99
C: 100-249

1)Source: 1970 Census of Population--Census data for agricultural employment
not available for 1975. Therefore, 1970 data were used. See note B.

)Source: U.S. Department of Commerce, Bureau of the Census, County Business
Patterns, Texas. CBP-75-45, Washington, D.C., 1976.
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3. Implication of Economic Trends for Future Rail Traffic

The subject line begins in the southern third of Nolan County,
extends southward through the western portion of Coke County, and
terminates approximately one mile north of the San Angelo city limits.
Coke County, through which most of the line passes, is not character-
ized by economic growth. In particular, the communities of Blackwell,
Bronte, and Orient along the line appear to be stable or declining
sTowly. San Angelo is experiencing consistent economic equnsion and
population growth, but interviews in the field failed to reveal anyk
correlation between the growth and freight service on the San Angelo-
Maryneal rail segment.

There are no known deposits of undeveloped natural resources in
the vicinity of the rail segment.

b. Current and Projected Rail Freight'Operations and Traffic

1. Current Rail Operations

There are no current rail operations over the line segment and
there have been none for several years. The Santa Fe trainmaster in |
San Angelo related that the only operations over the line were per-
formed by hi-rail vehicles. These vehicles run on occasional safety
inspection trips for the purpose of ascertaining that the line could
safely be traversed by trains should the heed arise (e.g., a washout
near Ba]]ihger could close the line to Brownwood, necessitating use
of the segment as an alternate route):

The existing Santa Fe timetable--Plains Division Timetable iio. 3,
may 7, 1978--allows a inax imum authorized speed of 20 m11e§ per hour

between Mayrneal and San Angelo.



Rail service into Maryneal is routed through Sweetwater; engines
and crews are based in Hamlin, serving Hamlin-Maryneal once a day, six
days per week. Rail service into San Angelo is,routed through Brown-
wood; engines and crews are also based there. As noted above, these

operations would not be affected should the abandonment occur.

2. Rail Users

| Official Santa Fe records Specify that there have been no carloads
shipped, no carloads received and no tonnage in the 1ést reporting year.
The economic outlook fbr the area traversed by the 1ine; fie]d inter-
views and other data do not indicate any potential for'future rail

traffic.
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V. ANALYSIS OF THE IMPLICATIONS OF ABANDONMENT ON THE TRANSPORTATION
NEEDS OF THE STATE

a. Relationship of the Line Segment and_its Traffic to the State Rail
System and its Rail Traffic

As was noted in Section IIl.a., the San Angelo-Maryneal line seg-
‘ment is part of the former "Orient Line," constructed to join Kansas with
the Pacific Coast of the Repub]ic of Mexico at Topo]obampo Traffie
n density on the line has never reached a high level (see Table 5). |
The San Ange]o-Marynea] segment is part of the line des1gnated as

SF 307 in the U.S. Department of Transportat1on Final Standards, Classi-

fication and Designation of Lines of Class I Ra11roads in the United

States. The segment is shown as a Category B branch line, signifying
traffic of less than one mil]ion gross tons per year. The San Angelo
end connects with lines SF'O46 and SF 047, which run to Presidio; both
of these are also Category B branch]ines. 'Another conhection at San
Angelo is to SF 308, a Category A branch 1ine carrying 1-5 million
gross tons on an east-west route between San Angelo- and San Angelo Jct.
An absence of traffic--both local and throughline--over this seg-
ment for the past several years has been noted. No future traffic is

anticipated.
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2¢

STATION

From:

TX-0K St Line
Hamlin
Sweetwater
Maryneal

San Angelo
Fort Stockton

Alpine

SOURCE :

To:

Hamlin
Sweetwater
Maryneal

San Angelo
Fort Stockton
Alpihe

Presidio

_TABLE 5

TRAFFIC DENSITY
STATE OF TEXAS - SANTA FE FREIGHT ONLY

Traffic Density (millions of gross tons)

1971 1972 1973 1974 1975 1976
0.3 0.4 0.5 0.3 0.5 0.5
0.9 1.0 1.1 1.0 1.2 1
0.2 0.2 0.7 0.9 0.7 0.8
1.0 1.0 11 1.0 1.1 1.1
0.9 0.9 0.6 0.4 0.5 0.4
0.4 0.3 0.2 0.3 0.3 0.3

Atchison, Topeka and Santa Fe Railway Company



(As yet, the Santa Fe has filed no formal notice of intent to seek

abandonment of that segment.)

b. Relationship of the Line Segment to Highways, Waterways and Other
Modes of Transportation

The segment is paralleled for most of its length by U.S. Highway
277 and Nolan County Road 1170 in Nolan County. The line also crosses
the Colorado River near Milepost 69.0 in Coke County, as shown in.

Figure 2.
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VI. RELATIVE ECONOMIC, SOCIAL, ENVIRONMENTAL AND ENERGY COST AND
BENEFITS RESULTING FROM THE SELECTION OF ALTERNATIVES

a. Identification of Alternatives

The ‘San Angelo-Maryneal line was apparently designated és
potentially subject to an abandonment application because of pro-
longed disuse. If the line were to be abandoned, the only foresee-
able impact to the community would be the loss of property taxes
assessed to the railroad foadbed. The rail loss due to abandonment
is estimated as follows:

" Coke County . $ 4,252
Tom Green County 9,637

Nolan County 13,057
‘ $26,946

The effect of abandonment on the tax bases of the three codnties |
would be negligible, representing only 0.65%, 0.36%; and 0.21% in Coke,
Tom Green'and Nolan counties, respectively. These‘losses would .
probably be offset at some’time in the future through new use of the
land. |

Since the line is not currently being used, fhere would be no
benefits gained by the community through continuation of service.
Abandonment of the Tine would allow Santa Fe to avoid maintenance of
way expense and ad valorem tax expense.

Because of the lack of significant public impacts, no alternatives

to abandonment have been considered further.

29






VII. EVALUATION OF METHODS OF ACHIEVING ECONOMIES IN THE COST OF RAIL
OPERATIONS ON LINES ON WHICH SERVICE WILL BE CONTINUED

Since there is currently no service on the San Ange]o?Marynea]

line, the only available method of achieving economies is abandonment.
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VITI. COMPETITIVE OR QTHER EFFECTS ON OR BY PROFITABLE RAILROADS
a. Competition ‘ .
The abandonment pf the San Angelo-Maryneal 1ine would not alter

competition among railroads.

b. Profitabi]i;x

The profitability of the Santa Fe should be mafginally enhanced
by a reduction‘of cost in maintenance of way and taxes avoided. Fur-
thermore, the abandoned rail could presumably be redeployed by the Santa

Fe or sold for its salvage value.
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IX. CONSIDERATIONS RELATING TO RAIL BANKING

Rail banking is not re]evaht to this segment. There is no present
or foreseeable future traffic, 1hc1uding‘any traffic required by

agricultural or fossil fuels develonment.
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X.  DESCRIPTION OF THE ALTERNATIVES EVALUATED TOGETHER WITH AN ANALYSIS

OF THE RELATIVE ADVANTAGES, DISADVKNTAGES AND COSTS ASSOCIATED WITH

EACH ALTERNATIVE

No alternative toyabandonmentvappears practical in view of the lack
of significant public impacts. There are no rail users on the line

segment under consideration.
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XI. CONCLUSION OF THE STATE AS TO WHETHER THE ALTERNATIVE SHOULD BE
SELECTED FOR FEDERAL OR STATE ASSISTANCE

Because abandonment of the San Ange]o-Maryneal‘ling would result ‘
in negligible public impacts and because of the unlikelihood that the

line would become a viable operation in‘the forseeable future, this

~ line is not being considered further for inclusion in the Certified

Prograh‘of Projects.
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XII. STATEMENT OF THE STATE'S FUTURE ROLE ON EXPIRATION OF FEDERAL
ASSISTANCE

No short-term or 10ng-term~a$sistah¢e is cdntemp]ated,for this

~rail segment.
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PART A. SUMMARY

1. Introduction

The Missouri Pacific Railroad Company (Mo-Pac) has given notice»that
its rail line from Crystal City to Carrizo Spriﬁgs is potentially subject
to abandonment. (This is a Category 2 designation in accordance,with_

49 CFR 1121.20 (b)(2)), The 11.6-mile Tong segment in Dimmit and Zavala
Counties lies between Mileposts 144.7 and 156.3:(Carrizo Sprith). |

The rail 1line mainly passes through farm and ranch Tand between Crystal
City (1975 population about 8,000) and Carrizo Springs (1975 population
about 6,500). Seven companiesy]ocated along this 1ine are using, or have
used, rail service regularly. All are in Dimmit County and Carrizo,Springs.
These companies employ nearly-250 workers. No rail users in Crystal City
or Zavala County would lose rail service if the rail segment were abandoned.

2. Traffic Characteristics

A total of 1,390 carloads ofvtraffic_was generated in 1977 by the
seven companies located on‘this line. Some additional traffic is génerated
by other occasional users of the team track. ,Most of the goods moved err
the line are petroleum-related dieselyfuei, arilling mud, chemica]skand.'
related supplies. Theylargest shipper on the 1ine_(which accounts for over
85% of all receipts and shipménts) is the Tesoro Petroleum Company, which
sells diesel fuel to the Mo-Pac. Because Tesoro's diesel fuel is trans-
ported by the operating carrier for its own use, these shipments are assumed
to be non-revenue carloads. Only 190 carloads in 1977 were rateépaying
traffic.
| The roadbed, rai1,»bridges, and trestles appear to be in good con-
dition. The roadbed is ballasted with gravel. The track is we]déd rail
from the Tesorb Petroleum Company to the junction with the Mo-Pac main

line in Crystal City.



3. Economic Characteristics

Agriculture, ranching and oil-related activities are important sec-
tors of the Dimmit and Zavala County economies. The area is part of the
"Winter Garden" area of Texas, in Whith vegetables such as onions, carrots
and spinach are grown. Together, agriculture and food processing accounted
for approximately oné-ha]f of total employment in the two-county area in
1970. HowéVer; these activities make 11ft1e use of the rail line. 0il
and gas exploration, production and refining,accounted for 3% of employ-
ment in 1970 (6% in 1975), yet thiS sector accounted for almost 94% of
the rail shipments on the 1ine. This sector has been growing, especially
in Dimmit County, where it is concentrated; county emp]byment in 0il and
gas more than doubled from 105 to 260 jobs between 1970 and 1975. Included
in this sector is oil drilling, exp]oration; 0il field services and a |
refinery, the Tesoro Petroleum Company-émost of which activities are
located in or near Carrizo Springs.

Overall, the two-county area has not been growing very rapidly, and
its population increased by less than 100 personsv(to 21,954) between
1950 and 1975. During the 1980-2000 period, its rate of growth is fore-
casted to be about 10% as fast as the State's--1.4% to 1.9% per decade--
compared to 16.4% to 17.2% for the State. Reasons for this slow projected
" growth include a continued reduction in agricultural employment due partly
to mechanization. In Dimmit County, a falling water table is also hindering
intensive irrigated farming. Some local observers feel that in the short-
term 0il operations will level off. Therefore, it does not appear that
the Dimmit-Zavala economy as a whole will expand significantly in the

near future; nor are rail-related economic sectors likely to increase



rapidly, generating large amounts of additional traffic. On the other
nand, rail users constitute an important sector of the local
economy, particularly of .Dimmit County, where they acc0unted for

more than 11% of total employment in 1975.

4. Impacts of Abandonment

" Abandonment of the rail line could result in an increase in
shipping coSts of about $87,000* annually to companies located in
Carrizo Springs. New equipment and facilities to handle goods
formerly shipped by rail are estimatgd to reqdire aﬁ invéstmentv ‘
.of $36,000. Approximately 10,000 tons 6f goods would be diverted
to trucks. In the short-term, abandonﬁent would result in the net
loss of seven jobs in CarrizokSprings and the diversion of some
future investment (about $10,000) to Crystal City. The tax loss
in Dimmit County is estimated to amount to about $400, which is
less than 0.5% of its annual tax receipts. The long-term effect -
of abandonment is likely to be that Crystal City would attract a
larger proportion of growth in the two-county area than would Carrizo
Springs. ;

Most of the rail Tine is in good condition and probably will
not require substantial maintenance expenditures during the next

few years. Rased on current plans of rail users, it is unlikely

*~ . - -

This does not include Tesoro Petroleum Company. It is assumed that its
contract with Mo-Pac for diesel fuel will be cancelled prior to abandon-
ment. It is also assumed that Alamo Lumber Company in Carrizo Springs
will cease operations. :



that rail traffic will increase by more than 50% during the next five years.
The line now carries more than 120 railcars per mile annually (including
Tesoro Petroleum Company). .

5. Alternatives to Abandonment

The alternative to abandonment that has been evaluated is: continua-
tion of service, with a temporary subsidy if needed. This alternative
would avoid the public impacts of abandonment. The public cost currently
associated with it would be small as the line apbéars presently profitable
(excluding return on investment that wou]d be considered during négotiations
between the Carrier and other partiesufor an actual subsidy).

6. Inclusion in Certified Program of Projects

If the Mo-Pac files for abandonment, the Crystal City-Carrizo Springs
line is recommended for inclusion in the Certified Program of Projects

pending a cost-benefit evaluation of all possible projects.



PART B. DETAILED ANALYSIS

1. Description of the Line and Proposed Action

Public notice was filed in 1977 by the Miséouri Pacific Railroad
Company (Mo-Pac) that its 11.6-mile rail line from.Crystal‘City to Carrizo
Springs, Texas, is potentially subject to an abandonment app1ication.]
[This is a Category 2 deéignation in accordance with 49 CFR 1121.20(b)(2).1]
No agency stations are located on this segment. It is served by a mobile
agent based at nysta] City (Mi]epost 145.8).

The rail line connects with another branch of the Mo-Pac at Crystal
City. No shippers in Crystal City (population about '8,000) would lose
service as a result of the abandonment. South of Crystal City the‘rail
1ine passes through a predominantiy farming and agkicu]tural area. Carrizo
Springs (1975 population about 6,500) is located at the southern terminus
of the line. A1l seven companies that are using or have used the rail
line are located in Dimmit County, particularly in Carrizo Springs, which
would lose all rail service if this 1ine‘were abandoned. |

Figure 1 shows the location of the segment in relation to the State

rail systém. Figure 2 shows its location in Dimmit and Zavala Counties.

]Federal Register, Vol. 42, No. 63, April 1, 1977, p. 17731.
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I. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS ON THE CRYSTAL CITY
TO CARRIZQ SPRINGS RAIL SEGMENT

a. Freight Traffic

Table 1 shbws the historic and projected freight traffic on the Crystal
City-Carrizo Springs rail line by rail user and by commodity. It indicates
that total traffic on the line increased from 228 carloads in 1973 to nearly
1,400 in 1977 and is expécted by the rail users to increase to 1,922 carloads
in 1980. Tesoro Petroleum Company ié responsible for most of the increase in
traffic.

Presently, Tesoro Petroleum Company ships 94% of total originating
traffic (1,200 carloads of diese]_fue]lto Mo-Pac) and 86% of total traffic.

Excluding Tesoro Petroleum Company, nearly all (96%, 106 carloads) of
the terminating and 100% of the 6riginating rail traffic 15 related to oil
exploration or processing. Only two rail users are involved in non-petroleum-
related fields. .Thése are T. J. Power and Company, a vegetab]é produce
processor, and Dimmit Supply Company, a building supply company. |

There is no local or bridge traffic on this rail segment.

b.  Shipper Characteristicé

Seven rail users are located on the rail line. All of these are
within 3 miles of the end of the line in Carrizo Springs. The location
of the four principal shipﬁers is shown in FigUre 2. The characteristics
of these seven rail users, all of whom would 1ose‘rai] service if the

line were abandoned, are summarized below and in Table 2.



Gt

TABLE 1

CARLOAD RAIL TRAFFIC ON THE CARRIZO SPRINGS-CRYSTAL CITY RAIL LINE-
1973, 1977 and 1980

Rail o - . ADL
User Originatina Terminating Total Traffic Estimate
Code* Rail User Location Commodity ) 1973 1977 1980 1973 1977 1980 1973 1977 1980 1980
1 Alamo Lumber Co. Carrizo Springs Lumber ‘ 0 0 0 2 0 2 2 . 0 2 2
Drilling Mud 0 0 0 60 7 80 60 Al 80 70
2 Dimmit Supply Co. Carrizo Springs Lumber 0 0 0 3 3 4 3 3 4 3
Metal Products 0 0 0 2 2 2 2 2 2 2
3 Chemical Enterprises Carrizo Springs Sulfur 2 0 58 58 0 0 0 0 58 - 58 58
Inc.! Liquid Fertilizer 0 21 110 0 0 0 0 21 110 110
T.J. Power & Co. Carrizo Springs Vegetables -20 0 30 0 0 0 20 0 30 20
Dowell Corp.] Carrizo Springs 0i1 Drilling Materials 0 0 0 0 6 6 0 6 6 10
6 Haliburton 011 Carrizo Springs Ni1 Drilling Materials 0 0 0 50 29 30 50 29 30 30
Services
Subtotal 20 79 198 17 m 124 137 190 322 305
7 Tesoro Petroleum Carrizo Springs Petroleum 91 1,200 1,600 0 0 0 91 1,200 1,600 1,500
Co.
Total 1M 1,279 1,798 117 111 124 228 1,390 1,922 1,805

*
Keyed to location on Figure 2. _
]This facility began operations in 1976.

21980 estimates do not assume that Chemical Enterprises Inc. will receive a contract from the Sun 0i1 Co.'s sour gas processing plant now under construction.
Should they receive this contract, 1980 rail use might increase by 50 rail cars annually. .

Source: Interviews with rail users and Arthur D. Little, Inc., estimates.



Alamo Lumber Co.--A dealer in a chain of retail lumber and
hardware stores that supply drilling mud locally. The company
is Tocated at the end of the rail line on Pena Street, fh |
Carrizo Springs. It employs 11 people and has a'payrol1 of
nearly $74,000 annually. This store‘receives all of its drilling
mud by rail; it received 71 carloads in 1977. Accordfng’to
the fifm, rail abandonment would éause its transportatibn costs
to rise significantly. Chemicals and lumber are received by
truck. A "sister" store is located in Crystal City, but it
does not handle drilling mud.

Dimmit Supply Company--The largest Iocal'retafl building
‘materials outlet, hardware store, and c0mpany in Carrizo
Springs, employing about 20 people and having an annual pay-
roll of almost $200,000. This firm brings in five or six

rail carloads of lumber and metal building products and almost
60 truckloads of these products. Thus, the firm appears to

be not totally dependent on rail service.

Chemical Enterprises, Inc.--A shipper of ]iquid fertilizer and
molten. sulfur. The company employs one person at its storage
and loading facility in Carrizo Springs. It shipped all of
“its molten sulfur by rail in 1977--a total of 79 carloads.
T.J. Power & Co.--A carrot and onion groWer, processor, and
shipper. The company employs about 20 people in its pro-
cessing and shipping operation and has a payroll of'about
$100,000. Truck is presently the principal mode of transpor-
tation used. Rail shipments generally amount to 20 to 30

carloads annually, although the number varies considerably

11



from year to yeér depending upon freight rates, truck and
railcar availability énd customer preference.

o Dowell Corp., a division of Dow Chemical Corporation--One of
two 1océl suppliers of oil field services and chemicals. The
company employs about 25 people and has a payroll of $300,000.
It brings in about six raf] carloads of oil drilling materials
comparéd with 320 truckloads.

e Halliburton 0il1 Field Services, Inc.--An important local sup-
plier of o0il and gas field services. The company employs 85
people and has an annual payroll of about $1,200,000. Rail
transportation plays a role in its operations since the com-
pany brings in about 30 carloads by rail. Total tonnage Prought
by rail in 1977 was 2,250 compared with 11,040 by truck.

e Tesoro Petroleum Cdmpany--A refinery pfoducing fuels for re-
gional and national distribution. The company employs about
150 people and has an annual payroll of over $2,000,000.

Twelve percent of total production is shipped by rail, mostly

to the Mo-Pac system. This amounts to about 1,200 cars an-
nually. Much of this is shipped in unit "Tank Trains".]

Several other local companies usé the rail line from timé to time.

These include local vegetable growers and shippers, the county and state

highway departments, as well as local ranchers.

\ The characteristics of the seven companiés that use or have used rail

regularly are briefly summarized in Table 2. These have a combined employ-

ment of 312 and an annual payroll of $4 million.

]“Tank Trains" are six tank cars modified so that all six cars can be filled

simultaneously from a single point.

12
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TABLE 2

SELECTED CHARACTERISTICS OF RAIL-RELATED COMPANIES ON THE
CRYSTAL CITY-CARRIZO SPRINGS RAIL SEGMENT

1977

, Rail Use _ Truck Use ,

Company _ Employment Payroll Total Carloads .Total Truckloads
1. Alamo Lumber Company 1 $ 73,970 71 78
2. Dimmit Supply Company 20 197,000 5 ‘ 59
3. Chemical Enterprises, Inc. 1 10,800 79 - -=
4. T.J. Power & Co. -~ 20%  300,000° 0 N.A.
5. Dowell Corp. » | 25 300,000 | 6 320
6. Halliburton 0i1 Field Services 85 1,200,000 29 580
7. Tesoro Petroleum Company 150 | 2,000,000 1lggg 38,400

TOTAL - | 312 $4,081,770 1,390 39,437

]Does not include trucks used for local pick-up or'delivery of materials.

e
Arthur D. Little, Inc., estimate.

Source: Interviews with companies and supplementary data.






II. REVENUES DERIVED FROM RAIL FREIGHT SERVICES AND THE COST OF
PROVIDING THESE SERVICES

a. Revenues

The line is unusual in that the dominant traffic is diesel fuel, trans-.
portéd by the operating carriér for %ts own use. Since this is non-revenue
tonnage, it has not been included in the estimate of revenues attributable
to the line. Anﬁua11y, 190 cars of rate-paying traffic move to and from
divérse 1océtions ovér the line. ‘Revenues attributable to rate-payers
are estimated af $178,750 as shown on the Revenue and Expense Estimation
Sheét.
b. - Expenses

The line needs no rehabilitation, and average maintenance of way ex-
penses for the 11.6 miles total an estimated $19,732. Maintenance ofy
equibment is baseq on average costs ber carload, for revenue equipment
only, and totals $22,237. On-branch transportation expenses are based on
an R-6 branch line average of $5.05 per locomotive unit mile assuming a
separate weekly train run apart from any cbmpany material train service.
0ff-branch expenses are based on average system transportation exbenge.
The operating expense subtotal is $99,701.v

Other items include $8,136f1n payroll taxes, assumed to be avoidable,
plus state taxes of $11,500. Total expenses amount to an estimated $132,570.

c. Operating Results and Breakeven

A comparison of revenues and expenses shows an apparent net operating
profit of $46,180 for the seé@ent. Based on the revenue and expense re-
lationships eétimated in the analysis, the line is capable of profitable
operation above a breakeven trafffc level of approximately 100 carloads

of revenue traffic annually.

15




REVENUE AND EXPENSE ESTIMATION SHEET

Line: Crystal City-Carrizo Springs

1977 Carloads & Tonnage:

A. Revenues: $178,750
|
|
|
|
|
\
|
|
| B. Expenses:
1. Maintenance of way $ 19,732
|
2. Maintenance of $§ 22,237
equipment :
3. Transportation
On-branch $ 6,092
Of f-branch 51,640
$ 57,732
Operating Expense $ 99,701
Subtotal:
4., Estimated Taxes:
Payroll $ 8,136

.only.

Basis:

Railroad: Mo-Pac Miles: 11.60
190 rate-paying carloads plus 1,200 cars
of Mo-Pac fuel purchased ‘from Tesoro
Petroleum. Total traffic: 1,390 cars.
Revenue Tons: 14,300 by rate-payers

1. Basis of estimate: Revenue.traffic

Excludes Mo-Pac's non-revenue ton-

nage .
[ 14,300 x 500 x$ 025 = $178,750].

2. Description of 0&T or Bridge Traffic,
Assumption: Revenue traffic consists of
190 cars per year of various bulk commo- .
dities (lumber, sulfur, drilling mud, etc.).
Origins are Pacific Northwest, Southeast,
etc., No provision made for attributing
revenue to line arising from railroad
hauling its own materials. Avg. haul
assumed longer than system average. Rate

of $0.025/net ton mile.

Basis: Line in good condition; no re-
habilitation assumed. Annualized m/w
expense per mile is $1,701 per R—6.
[$1,701 x 11.6 = $19,732].

Basis: 1Includes revenue traffic only
[ 14,300 x 500 x$.00311 = $22,237].

Assumes 52 trips per year.
On-branch costs, per R-6 are $5.05/loco-
motive unit mile : ‘

- [$5.05 x (52 x 2) x 11.6 =$6,092].

Off-branch costs based on R-1 transporta-
tion expense per ton-mile and 488-mile
off-branch trip. [14,300 x 488 x $.0074=$51,640.]

Basis: Payroll taxes (FICA, retirement,
etc.) estimated to add 17% to labor cost,
which accounts for 487 of operating ex-
pense

[$99 701 x 48 X 17 = $8, 136]

1Includes an estimated $2,680 Health and Welfare contributions on the

basis of 5.6%Z of labor costs.

16




Other-than-federal

Tax Subtotal

5. Equipment Rents

6. Other Expenses

7. Management Fee

EXPENSE TOTAL

NET RESULT:

$ 11,000

$ 19,136

$ 7,752

'$ 4,193

$ 1,788

$132,570

$ 46,180

Basis: Avg. other-than-federal tax ex-
pense in Texas for system is $948/mi. of
road

[$948 x 11.6 = $11,000].

Basis: System average equipment rental
per loaded car mile is .0816.
[$.0816 x 190 x 500 = $7,752].

Basis: Pro-rate of other avoidable ex-
penses, per R-6, on a mileage basis
[(11.6/438.29) x $158,412 = $4,193].

Basis: 17 of gross revenues
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Missouri Pacific made no comments bn the Crystal City-Carrizo Springs
rail segment based upon review of a previous draft analysis. No detailed
R-6 branch line worksheet data for the segment were available to the Rail-
road Commission, although publicly-available systemwide R-6 branch Tine

data were used.
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IT1I. REVIEW OF CONDITION OF THE RAIL PLANT, EQUIPMENT AND FACILITIES
a. History of the Line o

The Crystal  City-Carr1z6 Springs rail segment was brigina]]y laid by
the Missouri Pacific Railroad Company in 1910. This railroad company con-

tinues to operate the rail segment..

b. Description of the Layout of the Branch Line Stations (Sidings)

The rail segment in question branches from another Mo-Pac line approxi-
mately one-half mile south of Crystal City. It méanders south through farm
and open fields, roughly paralieling U.S. Highway 83 to Carrizo Springs.
Approximately 1,200 feet before the rail segment crosses Refinery Road is
Tesoro-Petroleum Company's rail siding. Just south of Refinery Road is the
siding of Halliburton 0il Field Services. The rail segment continues south,
crossing 9th Street North where the Dowell Corp. rail siding is located, it
then closely parallels U.S. Highway 83. Along these last 2 miles are several

k\rail sidings that are used occasionally--if at all. The rail segment ends

at U.S. Highway 277 (Pena Street) in Carrizo Springs.

c. Physical Characteristics -

Visual spot checks revealed that the trackage on the Crystal City-Carrizo
Springs rail segment is generally in good condition. The 90—pound’rai] itself
appears to be in reasonably good condition, The section of the line between
the Tesoro Petroleum Company's spur and the main line at Crystal City is
welded rail. Only about 10-15% of the rail ties appear to be in poor condi-
tion. About 2-3% of the ties observed have missing or loose spikes and

most appear to be more than 10 years old. The line is ballasted with gravel,
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which is in good, clean condition, nearly covering the ties in some places.

The track alignment appears to be good. There is evidence of recent work

on some of the trestles and these generally appeared to be in gobd condition.
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IV. ECONOMIC AND OPERATIONAL ANALYSIS OF PRESENT AND FUTURE FREIGHT
SERVICE NEEDS

a. Economic Overview

1. Definition of the Area of Impact

Two counties--Dimmit and Zava]é--woqu bé affécfed by the abandonmént.
These counties are located in the South Centf‘alTeXa;vRegion,1 which in-
cludes the communities of San Antonio, Laredo, and Cbrpus Christi (see
Figdre 3). ‘The rail segment is a spur that connects the main Mo-Pac line

at Crystal City in the southwestern part of Zavala Couhty with Carrizo

?-Sbrings in the northwestern part of Dimmit County. Crysta1‘City wqu]d

continue to receive rail service on the Mo-Pac main line. Zavala County

- would be virtually unaffected by abandonment because there are no other
 communities or-shippers on the few miles of track in the County. Carrizo

jSpr1ngs, located in Dimmit County, would Tose all rail service. Both

Crysta] City and Carrizo Spr1ngs are County seats

2. Overview of Trends and Proaect1onsfbr‘the South Central Texas

BEA Regional Area

Both Dimmit and Zavala Counties are located in the South Centra]'Teias
Region which includes 42 counties in the San Antonio and Corpus ChriétihBEA
areas. This BEA region is the smallest area for which long-term economic
forecasts have been made on a consistent basis with state and national

forecasts.

The Laredo SMSA, the closest SMSA to the-impacted communities, had a

population of about 81,000 in 1975. Its important economic sectors include

]The South Central Texas BEA Re?1ona1 Area is made up of the San Antonio
and Corpus Christi BEA Regional areas as defined in OBERS Projections

of Economic Activity in the United States. Volume IT. BEA Economic
Areas, U.S. Department of Commerce and Department of Agriculture;
Wash1ngton, D. C., 1972. These two BEA Regional areas were combined
since rail line 1n question is located in both.
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manufacturing (such as refining metals); minerals (oil, gas, sand and
gravel); agriculture (especially cattle, vegetables and cotton); and
foreign trade with Mexico.

The San Antonio BEA includes Sén Antonio (popu]ation about 982,000)
and Austin, the State capital (population about 397,000 in 1975). The
area's important economic secfors include: government (including the
State capital and several military installations); tourism; and a'vafiety
of manufacturing industries. It is also a major retail and wholesale
distribution center. | |

Corpus Christi is the major exporting point‘for theASouth Central
vTexas Region's agricultural pkbducts, minerals and fuels. Its metropolitan
area had a population of about 299,000 in 1975. It is the most important
industrial and commercial center for the Texas Coastal Bend Region. Of
partiéu]ar importance in the manufactdring sector are refining and related
activities, primary metals, and printing, Agricultural-related industries
include gain storagé and transshipment and agricu]tura] chemicals. In the
outlying parts of the Corpus Christi BEA, ranching and'farming are
important activities.

Total employment in the South Central Texas Region amounted to nearly
442,000 fn 1950 and increased to nearly 596,000 by 1966 (see Table 3). |
Between 1966 and 1980, employment in the South Central Texas Region is
expected to grow at a rate of 15% compared with the State average of 25%.
Looking ahead to the year 2000, employment is expected to increase by
21%, reaching a total of nearly 831,000. This rate of growth is sub-
stantially slower than tﬂe 36% rate that the State of Texas is expected

to experience.
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TABLE 3

EMPLOYMENT TRENDS AND PROJECTIONS IN SOUTH TEXAS REGION, 1950-2000

Percent Percent -Percent Percent Fercent
Distri- Distri- Distri- Distri- Distri-
1950 bution 1966 bution 1980 bution 1990  bution 2000 bution
Agricul ture 75,891 17.2% 44,444 7.5% 30,400 4.4% 25,800 3.5% 23,300 2.8%
Mining 12,419 2.8 14,972 2.5 12,000 1.7 110,700 1.4 9,500 1.1
Construction | 3,048 8.1 43,894 7.4 45500 6.6 50,200 6.7 56,300 6.8
Manufacturing 35,673 8.1 64,338 10.8 78,300 11.4 87,700 11.7 99,700 12.0
- Transportation and Utilities 30,064 6.8 30,727 5.2 ‘34,500’ 5.0 37,800 5.1 42,200 %"5.l~
Wholesale and Retail Trade 90,343 20,5 114,333 19.2 135,400 19.8 147,500 19.7 163,300 \9.7
Finance, Insurance & Real Estate 11,975 2.7 16,563 2.8 27,500 4.0 31,200 4,2 35,600 4.3
Servi ces 79,463 18.0 122,450  20.6 162,300 23.7 190,700 25.5 225,500 7.1
-Government ‘ 69,778 15.8 143,934 24.2 159,300 23.2 165,800 22.2 175,300 21.0
Total ; 441,654 100.0 595,655 100.0 685,200 100.0 747,400 100.0 ﬁ30,700 1C0.0

Note: The South Texas Area inciudes BEA Economic Areas 142 and 143 . (San Antonio and Corpus Christi),

SOURCE: U.S. Department of Commerce and Agr1cu1ture OBERS Projections of Economic Activity in the
United States. - Volume II. BEA Economic Areas Washlngton D.C., T972.




Part of the reason for this comparative deciine in employment is the
particular economic structure of the South Central Texas Region combared
with that of the State. The Region's structure has higher pr0portions of
employment in s]ow]y-gfcwing economic categories such as agricu1fere and
mining. It also has Tower proportions of employment in faster-growing
economic sectors--especially inkthe two‘most rapidly-growing sectors,
manufacturing and éervices. The size of the‘manufacturing sector in the
South Central Texas Region is estimated to amoent to 11.4% in 1980 tompared
with 18.6% for the State.

Interviews with Tocal industrial development agencies indicate thet
since the 1973 change in 0il prices, there’has been a spurt in industrial
development in the Corpus Christi and San Anton1o areas due to the moderate]y
warm climate and ava11ab1]1ty of oil and natural gas.

Agricultural employment in the South Central Texas Region has de-
c]ined at anrannua] rate of about 2.0% since 1966 and during fhe next two
decedes, is expected to.continue to dec]ine. Two industries ih which em¥
p]oymenf is declining, agriculture and mining, are concentrated in the
rural areas of South Central Texas such as that in wh1ch the Carr1zo Spr1ngs—
Crysta] City rail line is 1ocated However, decline in agricultural em-
ployment is due largely to increased mechanization of agriceltural operations
and does not necassarily mean a decrease in agricultural production, as |
shown by county agricultural statistics. |

Population trends in the South Centra] Texas Reglon and in the State
as a whole reflect changes 1n.the economy of the area. The annual rate
of growth in population estimated in the OBERS projecfions indicatesvthat
the Region has grown‘and'wi11 continue tovgrow atba's]ower rate than the

State as a whole. Between 1980 and 2000, population in the Region is
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expected to increase by nearly 0.8% annually, compared with the State's rate

of increase of 1.4%.

3. Demographic Characteristics and Trends in the Two-County Impact Area

The combined population of’Dimmit and Zavala Counties, in which the
rail line is located, was 20,409 in 1970 and 21,954 in 1975. This is about
1.1% of the population of the South Céntra] Texas Region and about 0.2% of
the popu]afion of the State.

After a period of rapid growth through 1930, the population of both
Dimmit and Zavala Counties has fluctuated in recent decades (see Table 4).
Dimmit County appears to have recovered earlier population losses, whereas
Zavala County has experienced population decline since 1960.

Carrizo Springs and Crystal City now represent 66.3% of the total com—
bined population of the twe counties. Crystal City's popu]ation‘peaked in
1960 while that of Carrizo Springs, the only community that would lose
ai] rail service, is still growing ata moderate rate. The 1975 U.S. Census -
population estimate is 6,563, but city officials indicate that the popula-
tion is now closer to 9,000.

The recent growth in Carrizo Springs' population is.due to new employ-
ment opportunities resulting from oil and gas exploration and development
during the past few years. How long this will continue is uncertain. Rep-
resentatives of local combanies have indicated that exploration has levelled
off. Thus, it is doubtful whether the community's population is likely to
increase as rapidly as it has during the last few years, particularly if
it loses rail service. Fol]ow1ng abandonment of the subject line, Crystal
City would sti]i have rail service. Some of the growth that might other—

wise occur in Carrizo Springs would probab]y take place in Crysta] City.
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TABLE 4

\ POPULATION OF DIMMIT AND ZAVALA COUNTIES, 1900-1975
Dimmit | Zavala
Year %%%25y~ . Carrizo Springs ;Z%T?y - Crystal City
Number Percent of County Number ~ Percent of County
1900 1,106 cee ces 792 cee ces
1910 3,460 e R 1,889 . ... ..
1920 5,296 954 18.0 3,108 800 25.7
" 1930 8,828 2,1M 24.6 10,349 6,609 63.9
1940 8,542 2,494 29.2 11,603 6,529 56.3
1950 10,654 4,316 40.5 11,201 7,198 64.3
1960 10,095 5,699 56.5 12,696 9,101 n.7
1970 9,039 5,374 59.5 11,370 8,104 71.3
1975 10,881 6,563 60.3 11,023 7,693 69.5
SOURCE:  Texas Almanac, 1978-1979. A. H. Belo Corporation, Dallas, Te*as, 1977. (Data are from
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Viewed in a broader context, the rate of population growth in the

two-county impact area has lagged behind that of the South Central Texas

B N

Region and the State, as shown in Table 5. During the next two decades, |
growth in Dimmit and Zavala Counties is expected to continue to lag
behind that of the Region and the State.

The slow rate of growfh>in the two-county area--one-fourth as fast
as that pf:the South Cehtra] Texas Region--suggests that comparatively
Tittle new rail traffic will be generated in the future by construction,
manufacturing and other economic sectors related to urbanization and growth.
Rail traffic is likely to remain related to petroleum and agricultural

~activities.

4. Economic Characteristics and Trends in the Two-County Impact Area

Zavala and Dimmit Counties are located in the "Winter Garden" district
of Southwest Texas. This district--1ike parts of Southern California,
Arizona, and Florida--has a mild climate and suitable soils, water, and
other conditions favoring commercial production of cool-season vegetables.
Zavala County is the leading county in Texas in terms of vegetable production.

In Dimmit‘County, 0il and‘natura1 gas, together with various petroleum-
related industries, have surpassed farming, ranching, and associated agri-
business as the largest dollar earner in recent years. However, agriculture

is still the largest employer.
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TABLE 5

POPULATION GROWTH RATES IN THE
TWO-COUNTY AREA, THE SOUTH CENTRAL

REGION, AND THE STATE OF TEXAS

1960-2000

Percentage Increase in Population
1960-1970 1970-1980 1980-1990 1990-2000

Two-County Area! IS L I 2.9% 1.4% 1.9%

- (Dimmit and. Zavala) : _

South Central Texas Region _ 14.5 7.7 9.4 8.6
~ State of Texas? - 16.9 19.7 16.4 17.2

]Texas Water Development Board (now Texas Department of Water Resources);
Population Projections. 1976.

2U.S.~Departmeht of Commerce and Department of Agriculture. OBERS Projections

of Economic Activity in the United States. Volume. II. BEA Economic Areas.
Washington D.C., T1972.

29



The petro]eumffndustry will become increasingly important to the
economy of the Impact Area. Petroleum-related activities in the Carrizo
Springs area include a refinery and a liquefied petroleum gas (LPG) plant
in Carrizo Springs and twa desulfurization plants located just south of
Carrizo Springs near Ashehfpn. (A third is planned for 1978-79.) Firms
supplying both materials and services to these industries also are located
in Carrizo Spfings. These activities are the principal source of rail
traffic in the area.

Other local economic activities include light manufacturing (a clothing
factory), tourism, building materials suppliers and a vafiety of retail and
service activities. '

Total employment in Dimmit and Zavala Counties was almost 5,300 in 1970,
according to the U.S. Census. Table 6 shows the two counties to be heavily
dependent upon agriculture, which accounts for some 35% of all employment.
Manufacturing is also closely related to the agricu]tural sector; more than
two-thirds of manufacturing employment in the two counties is in canning
locally-grown fruits and vegetables. Most canning activity takes place at
the Del Monte canning plant inVCrystal City. Canneries generally use
rail service as a convenience but only one company uses rail to any degree.

More recent data for 1975 show an increase in two sectors of the
area's economy-mining (o0il and gas production) and clothing manufacture.

Both of these changes took place in Dimmit County.
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TABLE €
EMPLOYMENT IN DIMMIT AND ZAVALA COUNTIES, 1970 AND 1975],

Dimmit E Zavala

1970 1975 01970 1975
Mining (0i1 & Gas Extraction) 105 260 108 108
Contract Construction , 20 30 60 43
Manufacturing -- 61 510° 476°
-- Canned Fruits & Vegs. e 383¢ 357¢
-- Children's Outerwear | -- . 958 - -
Public Utilities : 19 158 24 14
Wholesale Trade | 1055 185 - 39 34
Retail Trade . 242 282 - 358 - 277
Finance, etc. ‘ 33 158 40 32
Services 105 182 127 110°
Other -, B 50€ 57
Subtotal’ 525 1,430 1,601 1,410
Agricultural Services® 610 610 894 894

Grand Total 1,135 2,040 2,495 2,304

1U.S. Department of Commerce, Bureau of the Census. County Business

Patterns. Texas. CBP-70-45, 1971 and CBP-75-45, 1976, Washington, D.C.
(Excludes self-employed persons, farm employees, domestic workers, and
railroad employees. Data are reported for county of employment.)

2U.S. Department of Commerce, Bureau of the Census. General Social and

Economic Characteristics. Texas. PC(1)-C45 Tex., April 1972. (Data on
agricultural employment are not available for 1975 from the Census;
therefore, the 1970 estimate is used. With generally declining agricultural
employment, it is likely that this somewhat overstates agricultural employ-
ment in 1975.)

Arthur D. Little estimates.
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Employment in 0il and gas production rose from 105 in 1970 to 260 in
- 1975; most of this increase occurred“in the oil and gas field service sec-
tor due to increased petroleum exploration. This sectof, rose only 17%
within the‘State of Texas compared with the increase of 148% in Dimmit
County. A number‘of petroleum-related firms are rail users.

Growth also occurred in the children's outerwear industry. This was

due to the establishment of a new industrial plant. This plant had sought

trailer-on-flatcar rail service from Carrizo Springs but did not receive it.

Rail service is used to only a limited extent, since it is too costly to
transport the trailers to and from Crystal City.

In general, the two-county area is highly dependent on agriculture
(28.4% of employment), in comparison with both the South Central Texas
Region (7.5%) and the State (6.5%) (see Table 7). Agriculture is a slow
growth employment sector. Those sectors with a high forecasted growth
rate are less significant employers in the two counties than in the ‘South
Central Texas Region or the State. For example, service industries account
for 31.4% of the Counties' economy compared with 47.5% of the Region's and
39.2% of the State's.

Both counties exhibit unemployment rates higher than the State average
(see Table 8). Zavala County has a significantly higher unemployment rate

than Dimmit County (13.4% versus 9.8%).
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Dimmit
and
Zavala
Counties
Agricu]ture 28.4%
Mining 1.4
Construction 5.5
Manufacturing 10.3
Transportation and Public
Utilties 3.2
Wholesale and Retail Trade 19.8
Finance, Insurance & Real
Estate Services & Other 31.4
Government 3)
Total 100.0%

TABLE 7

COMPARISON OF THE EMPLOYMENT STRUCTURE OF
THE TWO-COUNTY IMPACT AREA, SOUTH CENTRAL

TEXAS REGION AND THE STATE OF TEXAS--1970

1

Texas.

2U.S. Department of Commerce and Department of Agriculture.
Projections of Economic Activity in the United States.

1

U.S. Department of Commerce, Bureau of the Census.
Economic Characteristics.

South Central
Texas
Region

7.5%

2.5

7.4
10.8

5.2
" 19.2

. 23.3
24.2

100.0%

State
of Texas

6.5%
2.8
7.3

17.7

6.7
19.8

27.9
11.3

—

100.0%

General Social and

PC(91)-C45 Tex., April 1972.

OBERS
Volume II.

BEA Economic Areas. Washington, D.C., 1972.

3

Included under services.
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Table ji

EMPLOYMENT, UNEMPLOYMENT AND LABOR FORCE IN DIMMIT AND
ZAVALA COUNTIES AND IN THE STATE OF TEXAS

1976 .

. Unemployment Total
County Labor Force Unemployment Rate Employment
Dimmit - 3,861 380 | 9.8% 3,481
Zavala 4,345 583 13.4 3,762
Two-County Area 8,206 963 11.7 - 7,603
State of Texas 5,535,000 ~ 318,000 5.7 5,217,000
Percent of Two
Counties of the
State 0.2% 0.3% : , 0.1%

Note: Total employment includes resident wage and salary workers, self-employed,
unpaid family workers and domestics in private households, agricultural
workers and workers involved in labor-management disputes.

SOURCE: Texas Employment Commission, Labor Force Estimates for Texas Counties,
Annual Average 1976. (Rgvised February 7, 1977.) Austin, Texas.
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In Zavala County, and to a lesser extent Dimmit County, the high Tevel

of unemployment is partly attributable to the large supply of low-cost
Mexican labor (the Mexican border is only 40 miles away) and by the recent

devaluation of the peso, which has reduced retail spending regionally.

5. Agricultural Characteristics and Trends

Dimmit and Zavala Counties have approximately the same numbers of live-
stock. Zavala County has from five to six times as much harvested acreage
as Dimmit County (see Table 9). The difference in harvested acreage is
due mainly to the greater availability of water in Zavala County. In recént
years, the lack of water; due to a falling water table, has become more
severe in Dimmit County. Thé major crops grown in and around Carrizo Springs
(Dimmit County) are carrots, onions, and spinach. When convenient, these are
sometimes shipped by rail. |

During 1976, 27,000 head of cattle were marketed from feedlots in Dimmit
County, and 25,000 in Zavala County. Hogs and sheep-raising accounted for a
small proportion of all sales of 1ivéstock and livestock products. Typically,

Tivestock is not transported by rail.

6. Other Significant Characteristics

Activities related to agribusiness play important roles in the economic
structure of Carrizo Springs and Crystal City. This is particularly true of
Crystal City, whfch has packing plants forvproduce, a cannery, and a ferti-
lizer companyAsupplying the area's farmers. None of these firms would lose

rail seryice should the Crystal City-Carrizo Springs line be abandoned.
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TABLE 9 -

HARVESTED ACREAGE IN DIMMIT AND ZAVALA COUNTIES, 1971 AND 1976 .
- Dimmit Zavala
| T9711 1976 2 1971 1 1976 2
Upland Cotton - 700 3,300 7,000
Grains o 4,700 6,400 30,000 40,000 ;
Hay 1,900 ... 3,400 2,200
Vegetables | 3,200 3,475 11,400 10,895
Total 9,800 10,575 48,100 60,695

]U.S. Department of Agriculture and Texas Department of Agriculture.
1971 Texas County Statistics. Bulletin 92, August 1972.

2U.S. Department of Agriculture and Texas Department of Agriculture.

1976 Texas County Statistics. Bulletin 152, September 1977.
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Carrizo Springs, with a clothing manufacturing company, an oil
refinery, and at least three other firms related to oil and gas extrac-

tion, has a more diversified economy than does Crystal City
The 1975 76 data on petroleum production and value are given in

Tab]e 10.

7. Implications of Trends for Future Rail Traffic

The area potentia11y‘affected by abandonment exhibits a slow rate of eco-
nomic growth. Significant future industrial development is un11ke]y in the
Carrizo Spr1ngs area (which would lose all rail serv1ce) because it is not
lTocated near major industrial and commercial markets.

Only a small proportion of the crops grown locally‘are shipped by rail.
Furthermore, the large cannery in Crystal City fhat processes local produce
would not Tose rail service. The agribusiness Sector, whichvpresently makes
little use of the line, is not expected to generate significant rail traffic
in thé future. |

Thus, petroleum rail traffic can be expected to continue to account
for most traffic carried on the line. Future demand for rail service is

expected to be most closely linked to that sector.

b. Current and Projected Rail Freight Operations and Traffic

1.  Current Rail Operations

Rail service is on an "on-call" basis for all companies on the rail

segment. Other than Tesoro Petroleum Company, rail users receive less than
two cars each week. Occasionally, Tesoro receives as many as three spottings

of tank cars daily because of its high volume. It also ships by "Tank Tréin."
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TABLE 10
PETROLEUM STATISTICS FOR DIMMIT AND ZAVALA COUNTIES

1975 AND 1976

Dimmit Zavala
Barrels per day (1976) 11,404 1,821
Value of 011 and Gas (1975) $50,000,000 $5,200,000

SOURCE: A.H. Belo Corporation, Texas Almanac, 1978-1979. Dallas,
Texas, 1977. ‘




The other companies on the rail segment generally use hopper cars (for
cement, sand, and drilling mud) and boxcars (for vegetables, drilling mud,
and building materials). Other than Tesoro's service, the trains are

short, usually having from three to five rail cars.

2. Rail Users

Within the last two years, rail use of the Crystal City-Carrizo Springs
rail segment has increased appreciably. This has been due to increased
petro]eum)productjon and exploration. The future demand for rail service
in the long- and short-term is expected to be closely related to a continued
expansion of the petroleum and‘pe%ro]eum-re]ated industries.

Ninety-nine percent of all rail tonnage at Carrizo Springs is petroleum-
related--including the shipment of diesel fuel by Tesoro Petroleum and receipt
of materials (such as drilling mud) for the local oil fields. Terminating rail
shipments amounted to about 6,400 tons in 1977. This includes materials such
as drilling mud, chemicals, sand, and acid.

Should there be an expansion in 0il exploration, inbound shipments might’
increase by 50% or more--or about an additional 50 to 80 carloadé annually.
However, industry sources indicated that oil exploration is levelling off,
at least for the next few years (See 1980 rail user estimates in Table 1).

Diesel fuel sold to Mo-Pac by the Tesoro Petroleum Company accounts for
86% of total traffic on the Tine and 94% of originating traffic. Since
there is no long-term contract between Tesoro and Mo-Pac, it is difficult
to forecast how these rail shipments will change in the future. The refinery

spent $20,000 for improvements to facilitate shipment by rail in 1976,



and the refinerykanticipates a 10% annual increase in rail use. ‘This expén-
sion would be caused by ]arger sales of diesel fuel to Mo-Pac, as well as
greater amounts of fuel sold to markets outside of Texas.

The rest of the originating shipments (7,900 tons) are of liquid ferti-
lizer and molten sulfur by Chemical Enterprises, Inc. Sulfur is a by-product
of “sour gas" proéessing and an important component of 1liquid fertilizer.
Shipments of 1iquid fertilizer are expected to increase at least five-fold
over the next three to five years--an increase generating almost 90 additional
carloads. If Chemical Enterprises' bid is accepted for the purchase of molten
sulfur that may be produced at the sour gas processing plant that is now under
" construction near Carrizo Springs (by the Sun 0i1 Company), an additional 50
carloads of liquid fertilizer/sulfur would be generated.

In summary, total rail traffic is expected to increase by 415 carloads,
~from 1,390 in 1975 to ],805 in 1980--a 30% increase. This takes into account
continued growth of Tesoro Petroleum and Chemical Enterprises. No additional
“-rail user is anticipated to locate on the rail line during the next three
years. The annual average carloads per mile in 1977‘was almost 120;
by 1980, this is expected to increase to about 155. Of course, it is
possible that rail use might actually decline or remain stable should
- Tesoro Petroleum lose its contract or the expectations of the other
rail users not be realized. Based upon present estimates of operations,-
the projected traffic increases should be enough to insure profitable

‘operation of the rail segment.
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V. ANALYSIS OF THE IMPLICATIONS OF ABANDONMENT ON THE TRANSPORTATION
NEEDS OF THE STATE

a. Relationship of the Line Segment and its Traffic to the State Rail
System and its Rail Traff1c

The Crystal City-Carrizo Springs segment is designated MP 220 in the

u.s. Department of Transportation's F1na1 Standards, C]ass1f1cat1on and

Des1gnat1on of Lines of Class I Railroads in the United States. It is

a stub-end branch from MP 222 and MP 218, and all three of these'segments
are designated as Category A branch T1ine, sfbnifying that they carry be-
tween 1 and 5 million gross tons annually. The'subject segment and its
two companion segments connect at Gardendale with the Mo-Pac Category

B main line (5-10 million gross tons--segments MP 221 and MP 294) between
Laredo and San Antonio.

b. Relationship of the Line Segment to Highways, Waterways, and Other
Modes of Transportation

The South Texas Region is well served by rail transportation faci-
lities and an extensive federal-state highway network.

Southwest Zavala County and Northwest Dimmit County are served by
U.S. Highway 83, which runs from Uvalde in the north through Crystal
City and Carrizo Springs paralleling the rail spur and continuing south-
east towards Laredo. Carrizo Springs is also served by U.S. Highway 277,
which continues west to Eagle Pass at the Mexican border, as well as
State Highway 85, which connects with Interstate 35 approx1mate1y 45
miles to the east.

Abandonment of the Carrizo Springs-Crystal City spur would mean
that Carrizo Springs would lose all rail service; however, Crystal City

would continue to be served by the main Mo-Pac line. Carrizo Springs
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is approximately equidistant from Crystal City (on U.S. Highway 83) and
Brundage (on State Highway 85), both of which are on the Mo-Pac line.

An extensive network of petroieum pipelines connects the local gas
and oil fields with local petroleum processors. Currently, there is no
pipeline that al]owé local processors to distfibute l1iquid petroleum
products national]y or internatioﬁa]]y..

C. Specia] Considerations

This segment is vital to Tesoro Petroleum Company for making deliveries
to the Mo-Pac. Presently rail transportation is the only current economical
way for Tesoro Petroelum Company to distribute certain of its'products to

national markets.
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VI. RELATIVE ECONOMIC, SOCIAL, ENVIRONMENTAL AND ENERGY COSTS AND
BENEFITS RESULTING FROM THE SELECTION OF ALTERNATIVES

a. Identification of Alternatives

Although several a]terndtives for the Crystal City-Carrizo Springs
Tine could be considered, practical recognition was made that: 1) the
Tine appears presently to be profitable and in good condition and, there-
fore, in the ébsence of changed traffic circumstances affecting the
viability of the line, Mo-Pac is not likely to seek abandonment; 2) since
all revenue-producing shibpers are located at the extreme end of the seg-
ment, there .are limited opportunities for partial abandonment by means of
line segmentation.

Therefore, the one alternative to abandonment of the Cyrstal City-
‘Carrizo Springs rail line that has been examined is:

continuation of all service on the line segment with a

temporary operating subsidy provided if needed. Any

operating subs{dy would be justified as a means of:

(a) providing a short-term opportunity for traffic on a

line to develop to the point that the line could become

self-sustaining; or (b) giving shippers an opportunity

to arrange for alternative transpoftation or plant sit-

ing and thus allevaite the impact on rail users and the

communities served.

The Tline is currently profitable for the Mo-Pac, as shown by the analysis
in Chapter II. Furthermore, it is in generally good condition. Thus, should

a temporary continuation subsidy be requfred,,it should not require a large
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expenditure of public funds (despite the current operat1ng profit of

$46,000 estimated in Chapter II, any actual subsidy negot1ated between |
the carrier and other parties would include return-on- 1nvestment and
other con%1derat1ons not reflected in the analysis of current financial
performance),

b. Economic, Social, Energy, and Environmental Costs and Benefits

1.  Overview and Summary of Socioeconomic Costs and Benefjts

\Table 11 compares the Tikely impacts of‘abandonment of the Crystal
City-Carrizo Springs line With the alternative to abandenment con-
sidered. The specific economic, energy, environmental and community
impacts presented in the table include: |

e Emg1oxment - Net change in emp]oyment resulting from the
loss of jobs in businesses adversely affected by abandon-4
ment less the increase in Jjobs due to additional Workers
employed in trucking (or other activities). |

¢ Payroll - The net change in payroll estimated to be associ-
ated with the change in employment.

o Unemployment - The net change in unemployment anticipéted

as a result of the abandonment.

¢ Transportation Costs - Additional costs of transporting ’

goods by alternative mode (e.g., fruck) to the nearest
rail head, including annualized capital costs for new
- transportation facilities such as trucks and loading | .
- docks.
o Investment - Investment lost (especié]ly in fecently con-

structed rail facilities) and future investment that would
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“TABLE 11

B e N

SOCIOECONOMIC IMPACTS OF ABANDONMENT. OF THE CRYSTAL CITY - CARRIZO SPRINGS SEGMENT

Abandonment

ECONOMIC IMPACTS

Employment Chahges

Direct Employment
~ Current
Future

Unemplioyment

(Number)
(Rate)

Payro]]l

Current
Future

Transportation] \

Additional Cost of transportation
qgoods

Current
Future (1980)

Capital Cost of Facilities and Equipment

Current
Future

Investment]

Amount of Lost Investment (Companies)
Current
Future (Foregone)
Taxes]
Amount of Lost Local Taxes (Companies)
Current
Future (Foregone)

Amount of Railroad Taxes Lost
Other Public Costs'
Increase in Unemployment Benefits

Negligible
Negliglble

-$60,000

$ 86,870
$147,200

$ 3,600°
$ 3,6002

$ 1,200
$ 1,200

$ 370

Negligible

ANNUAL _IMPACT

.~ Continue Service
Provide Operating
Subsidy If
Needed

o oo
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TABLE 11 (Continued) ANNUAL IMPACT

Continue Service
Provide Operating

' : Subsidy If
Abandonment Needed
ENERGY. IMPACTS
Net Change.in Fuel Consumption
(Gallons Per Year)
Current ‘ 2,000 , 0
Future _ 3,900 0
ENVIRONMENTAL IMPACTS
Net Change in Emissions
(Pounds per Year)
Current |
HC ‘ 46 0
NOy 740 0
Co ‘ 498 0
SOy 39. 0
Particulates ‘ 20 0
Future
HC 93 0
NOx 1,443 0
co 963 0
SOy 79 0
Particulates 39 , 0
Impact on Air Quality Hegligible "~ None
COMMUNITY IMPACTS
Change in Population 0 None
Change in Development Potential Slight None
SUBSIDY COSTS
Operating Costs : 0 03

Capital Costs

]A1] dollars are 1977 constant dollars.
2One-time capital cost of $36,000 depreciated over 10 years.

3Segment currently appears to be profitable, excluding return-on-investment. A
small operating subsidy could be required in the future.

NOTES: Under the abandonment case, the following assumptions were made:

¢ Tesoro is not affected because their contract with Mo-Pac would be
~cancelled prior to abandonment.

® - That Alamo Lumber would close due to the additional cost of transportation.

e That the $10,000 investment in storage facilities currently planned by
Chemical Enterprise, Inc., in Carrizo Springs would occur in Crystal City.
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e
not be made should rail service be abandoned.
® Taxes - Local taxes lost (or in the long term, foregone)
due to abandonment of the rail line, c]osing of centain
plants, or decisions to cancel pfanned investment.

o Other Public Costs - Increase in unemployment compensat1on

o Energy - Net change in fuel consumption due to sh1ft to.
alternative transportation modes.

¢ Environmental Effects - Change in air emissions such as in-

crease in hydrocarbons, nitrous oxides, carbon monoxide and
particulates due to change in fuel consumption from modal
shift.

e Community Effects - Change in development potential and ‘

population that is likely to occur in the Impact Area as
a result of the cumulative effects of abandonment.

Table 11 indieates that abandonment would have some adverse effects
on the Impact Area; seven jobs would be lost, investment would be shifted
from Carrizo Springs to Crystal City, and fuel use and its attendant
environmental emissions would increase. |

Impacts of abandonment on the A]amo Lumber Company in Carrizo Springs
vary depending on the course of action chosen by the company. There are
five possible scenarios for this f1rm. .

(1) No change in company oberations in the unlikely event

that the supplier of drilling mud and chemicals ab-
aorbs all additional transportation costs. |

(2) The addition of two employees, a truck, and a forklift

to transport materials from Crystal City with associated
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costs to be absorbed by the Alamo Lumber.Company.

(3) A change in suppliers of materfa]s presently received
by rail so that truck transportation becomes a reasonable,
economic alternative. | |

(4) Diversification by the Alamo Lumber Company's Carrizo

. Springs branch into cakrying a much wider range of goods--
similar to the branch in Crystal City.

(5) Closing the company's branch in Carrizo Springs; this

could result in the loss of nine jobs in the City or
the transfer of thbse jobs to the Company's Crystal
City branch.

Chemical Enterprises states that it would relocate the existing sto-
rage tank (now in Carrizo Springs) to Crystal City; Their planned future
investment in storage facilities also would be switched to Crystal City.

Dimmit Supply Company would eithek pick up materials in Crystal
Citykor contract for dé]ivery by truck.

Both oil field supply service firms, Dowell,Inc., and Halliburton
0il Field Services, Inc., would haul all of their materials by truck
from various regional and national distribution points, while implementing
a stricter meihod of inventory control. 'This would requike the addifion
of roughly two employees and result in an increase in operating expenses
for these firms.

T.J. Power &‘Cdmpany would be deprived of a secondary means of
transportation. |

Tesoro Petreleum Company's use of rail is mainly dependent on the

purchase of fuel by Mo-Pac, the owner and operator of the rail line.



The assumption is made for the abandonment case that the rai]road‘would
not file for abandonment unless it planned to stop receiving fuel from
Tesoro Petroleum. Thus, Tesoro is not considered in the'impact‘ana1ysis
of abandonment. If Tesoro were included, the effect would be the addi-
tion of four emp]oyeesfwith an average annual salary of $11,500 each.
(These employees would represent an increased operating expense for the
company.) Four trucks, having an average cost of $65,000 each, would be
purchased for regional delivery. No changes in investment, transportation
(other than the above), or taxes would take place.

In summary, presently all but one firm (A]amd Lumber- Company) would
be able to adjust to the abandonment without dfastic changes. However,
nearly all would feel the effect through higher transportation costs that
would tend to reduce their‘profits .or adversely affect their competitive
position. Additional annual transportation costs are estimated at roughly
$60,000'for the present and nearly $120,000 by 1980.

In general, the social, economic, and environmentalyimpacts of the
potential abandonment are as follows:

° Emp]oyment Income and Local Spending Impacts

The seven companies that use rail service in Dimmit County] account
for a total employment of rough]y 300 persons; an annual payroll of about
$4 million; and Tocal purchases of approximate]y $2 mi1lion annually. |
Local taxes paid by these industries are estimated to amount to over $85,000
annually. The total employment directly related to rail users amounts to

almost 15% of total employment in Dimmit County.

]There are no companies in Zavala County that would lose rail
service as a result of this abandonment.
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Nine ful]-tihe eduiva]ent jobs could be lost by the C]osing of Alamo
Lumber's brancﬁ in Carrizo Springs and two jobs would be gained at the
oilfield service firms. The Tatter two jobs represent increased costs
to these firms. The net job loss could possibly be seven, though it
is likely that the unemployed workers would commute to other parts of the
local labor market in search of work.

 The loss of direct payroll within the County is estimated to be on
the order of $60,000 in the short term.

® Transportation Costs

Transportation costs for most local rail-using companies would
increase due to the loss of rail service. Sevéra] rail users in Carrizo
_Springs-would probably be able to pasé on all or most of the increased
.cost of transportation to their customers. Total tonnage diverted from
rail to truck would amount to about 92,300 tons, inc]uding Tesoro Petroleum

(see Table 12).

The increased cost of transporting commodities that formerly moved
by rail is estimated to amount to nearly $260,000 annually for all firms.
This assumes all rail users would truck to the nearest rail head (Crystal
~,‘City)‘except Tesoro Petroleum, which would sell. fuel regionally. Excluding
Tesoro Petroleum Company, total additional transportation costs are $90,470,
if all current shippers remain in business. Additional transportation costs
- would be $24,000 less if Alamo Lumber Company closes its branch in Carrizo

- Springs, as assumed in the worst case.
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TABLE 12

ESTIMATED RAIL FREIGHT THAT WOULD BE DIVERTED TO
TRUCK SHOULD THE CRYSTAL CITY-CARRIZO SPRINGS RAIL
SEGMENT BE ABARDONED

Average Increased
1977 Average weight Total Cost Total
Company Rail Carloads (Tons) Tons ' per ton Cost
Alamo Lumber Company 7 55 3,905 $ 6.14(]) $ 24,000
Chemical Enterprises, : o | |
Inc. 79 100 7,900 $ 6.60 $ 47,400
Dimmit Supply Company 5 40 200 $ 8.50 $ 1,700
Dowell Corp. 6 20 120 $ 6.00(®) $ 720
Halliburton 0i1 Field : o
Services B [ 2,175 $6.0008) § 13,050
T.J. Power and Company 0 25 - . .
‘Subtotal 190 315 | 14,300 $ 6.08 $ 86,870
Tesoro Petroleum Co. 1,200 ( 65 78,000 $ 2.15 $168,000

Grand Total 1,390 380 92,300 $ 8.23 $254,870

Notes: (e)yy estimate.

(])The existing supplier estimates increased cost of approximately $20/ton
if shipped directly from Laredo.

SOURCE: Interviews with shippers; based on the assumption that alT materials
would be trucked from Crystal City, the nearest rail station, except.
Tesoro Petroleum, which would sell fuel regionally.



e Investment
Only one firm, Chemical Enterprises, Inc., woﬁ]d forego any
planned investment under any of the alternatives in Dimmit County.
Under the conditionkof total abandonment, the firm would transfer its -
planned investment from Carrizo Springs to Crystal City. It would also
move its existing storage tank to Crystal City.
o Taxes
Abandonment of the Carrizo Springs-Crystal City segment of the
Missouri Pacific rail line would cause a small reduction in the tax |
base of Dimmit and Zavala Counties. The moving of Chemical Enterprise§'
storage facility from Dimmit to Zavala County would result in almost no

change in the tax base of the two counties.. In 1977, the assessed

| valuation on the railway roadbed, railroad rolling stock and intangible

~ railroad property, amounted to about $200,000 or less than 0.5% of

Dimmit County's totally assessed valuation. At current tax rates, this
could result in an annual local tax loss of about $370.] Should Alamo
Lumber in Carrizo Springs close its doors, it is doubtful that the new
use of the property would not be taxable. If the newuser paid no’taxes,
there would be a loss of $1,200 in taxes annually. Zavala County's rail-

road taxes would decline a negligible amount due to the abandonment of

‘less than 1/2 mile of trackage.

]This may overstate the tax loss, due to the assumption that the rail-
road land would be removed from the tax rolls. It is likely that this

Tand will be used for taxable purposes but which have a lower value.

[$3)
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® Energy Impact

Abandonment of the rail Tine would result in increased local con-
sumption of fuel, due to greater use of trucks picking up and dropping
off materials previously shipped by rail. In the Tong-term, the shift
of some activities from Carrizo Springs to Crystal City would have a
minor offsetting effect.

Abandonment of the rail line would mean that, on average, about
10,000 tons of commodities would have to be transported,by truck at least
the 11 miles to Crystal City (if not to their final destination), notb
including Tesoro Petroleum and if Alamo Lumber Company is assumed to é]ose.-
This would probably mean an additional 415 truék shipments annually (1
to 2 per diy)andan annug] total of over 100,000 ton-miles.

° Environmenta] Impacts

Beyond the small increased use of the local highways for the dis-
tribution of goods, no marked effects on thé envirbnment shoﬁld follow
abandonment. Approximately 100,000 ton-miles of truck traffic»wou]d be
generated annually with attendant emissions.

o Community Impacts

In the long-term, abandonment of the raf] segment would probably
mean slower growth of Carrizo Springs, particularly of.its non-agricu]tura]
sector. This would mean a continued out-higration of younger peopTe who
are unable to make a living in farming and ranching, or who find employ-
ment in other economic sectors. It would slow down the transition of the
economy from one based on agriculture and mining (petroleum) to one with

“more diversification.



® Future Development Potential

In addition to the estimates of the future impact of the loss of
rail service on existing industries, there might also be a dampenihg of
potentia]kindustrial expansion. An industrial foundation was established
in Dimmit County several years ago to promote industrial development be-
cause it appeared to local leaders that there were such opportunities.
The efforts of the industrial foundation and Chamber of Commerce during
- the last 5 years helped to attract the Carrizo Springs Manufacturing

Company]

(a clothing manufacturer which employs more than 100 workers).
Meetings also have been held with several other industrial prospects.

The population of Dimmit County (much of Which is located in Carriio
Springs) has recently shown signs of stabilizing after decades of out-
migration. This has been due to expansion in non-agricultural sectors
of the economy, especially in mining (oil and gas), manufacturing and
services. The existence of the rail 1ine probably has been a factor in
this expansion. Continued rail service would be an asset for continued
non-agricultural development.

Losing rail service would diminish the attractiveness of Dimmit
County for new industry and would result in slower industrial development

in the future. Therefore, 10ss of rail probably would reduce the potential

rate of non-agricultural growth.

]This firm utilizes TOFC from Crystal City occasionally.
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As shown in Table 11, the continuation of service alternative
“would avoid all of the adverse effects already discussed. This

alternative essentially involves maintaining the status quo by

continuing all service and providing a temporary operating subsidy

, if needed. A1l current rail users would continue to receive service.
Although current estimates (Section I1)i show that the 1line is not

g operating at a loss, continued profitability will depend upon whether

9 “the optimistic traffic projections made by the rail users materialize.

Should traffic increases not materialize and the segment operate at

é loss, a small operating subsidy could be required in the future.

(The estimates also do hot take into account a retufn-on-va]ue-of-

investment consideration, which would be the subject of negotiations.)
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VII. EVALUATION OF METHODS OF ACHIEVING ECONOMIES IN THE COST OF RAIL
SERVICE OPERATIONS ON LINES ON WHICH SERVICE WILL BE CONTINUED

Should the rail line be retained in ité entirety, additional
economies cou]d‘be effected by reducing service. The reduction of
service could take place in three forms: one being a reduction in the
maintenance of the rail Tine itself. The line is presently in good-to-
excellent condition; and, therefore, should not need any major
expenditures within the next several years. In the long term, this
economy could become costly should the Tine actually be retained for
a long period of time and could represent a diseconomy. A second method
of achieving economies would be to reduce service on the rail segment.
This could be accomplished by switching from an on-call service to a
weekly or biweekly service. The current onéca11 service provides rail
service on the average of more than once a week. However, nefther of
these alternatives for achievihg economies in the cost of operation is
very practical, particularly in the long term. \

A third possible economy would be to abandon the trackage in the
City of Carrizo Springs. The cost of maintainihg the several grade
crossings in the town would be avoided ahd the‘rail users could use a
team track outside of town. This alternative is favored by city officials
and has been suggeéted to Mo-Pac. However, thé potentfa] savings offerred

by this strategy appear to be limited.

£
]
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VITI. COMPETITIVE OR OTHER EFFECTS ON OR BY PROFITABLE RAILROADS

a. Competition

The transfer of most service from the Carrizo Springs-Crystal City
rail head}would not affect the competitive condition existing between
the Mo-Pac and the other rail lines in the region because the amount
of traffic diverted to other modes of transport is limited.

b. Profitabi]ity

The 1ine segment in question appears to be presently slightly pro-
fitable. Abandonment of the line would probably result in a small decrease
in the profitability of the‘Mo-Pac. The Mo-Pac is currently profitable

on a system-wide basis.






IX. CONSIDERATIONS RELATING TO RAIL BANKING

This rail segment does not appear to be a candidate for rail banking.
The forecast of future development does not indicate é strong potential
that would generate a large volume of rail traffic in the foreseeébTe
future. It appears that petroleum and related ihdustries will not ex-
pand dramatically. Pipe]ine‘installation would be more economical for
the trahsportation of oil than the reconstruction of the rail segment
in the future. Presently, agricu]ture is stable in the two-county area.
Industrial deve1opment appears limited because the Carrizo Springs area
is not as well located as are other cities that are nearer the major

industrial and commercial markets.
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X. _ DESCRIPTION OF THE ALTERNATIVES EVALUATED TOGETHER WITH AN ANALYSIS
OF THE RELATIVE ADVANTAGES, DISADVANTAGES AND COSTS ASSOCIATED WITH
EACH ALTERNATIVE

a. Brief Description of Alternatives

The alternative to abandonment that has‘been'evaluated - continued
service with avtemporary'operating subsidy.if'needed would maintain the
status quo. Since Mo-Pac seems to be currently 6peratihg the segment at
a profit‘no subsidy appears to be hecessary, pending negotiatidh of a
reasonable return-on-value-of-investment. In the future,Aif the financial
situation changes, an operat1ng subsidy m1ght be needed The'advantages
of this alternative to abandonment are that about seven jobs could be
saved. Rail users would save paying increased transportat1on costs, of
about $87,000. They would also save making additional transportation
equipment investment of about $36,000. One local area would not lose |
taxes of about $1,000 and increased energy use and envirdnmenta] po]]utioh
would be prevented. The possible cloSing of one firm and increased opera-
ting expenses for others might be avoided.

b. Movement of Existing and Future Traff1c by Ra11 and Alternative
Modes

The segment under consideration is a stub-end line from Crystal City.
A1l rail traffic is routed through Crystal City.- In the future if service
is retained, traffic would be expecfed to be routed in}the same manner.
Truck traffic serving communities_affeCted by the proposed abandonment
moves over U.S. Highway 83, which parallels the rail segment. In the
future, truck traffic would be expected to move in the same manner as at

present.
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c. Identification of Costs Associated with Alternative

The line appears to be currently operating at a profit (excluding
return-on-investment considerations). Thus, at present, the alternative
to abandonment does not appear to have any cost associated with it. In

the future, an operating subsidy may be needed if the segment ceases to
be sufficiently profitable.

d. Selection Process

Continuation of service with a temporary operatingvsubsidy, if needed,
is the selected alternative because it &voids all of the 1mpacfs of
abandonment with 1ittle or no public cost. A small tempdrary subsidy
could be warranted as a means of avoiding the bub]ic impactsrof abandon-
ment. Traffic‘projections indicate that, if needed, a temporary subsidy

might provide the time for enough traffic to be generated to ensure the

long-term viability of the line.



XI. CONCLUSION OF THE STATE AS TO WHETHER THE ALTERNATIVE SHOULD BE .
SELECTED FOR FEDERAL OR STATE ASSISTANCE

The Crystal City-Carrizo Springs rail line appears to’be profitable
for the carrier at present and the volume of traffic carried is expected
to grow.  This sitUation,‘combined with the generally good physica1 con-
dition of the rail line itself, suggests that the outlook for the line
is quitefgood.

City officials in Carrizo Springs have'suggested_abandoning the
trackage in the city proper and having rail users ship and receive at a
team track outside of the city; this would save the Mo-Pac the expense of
maintaining several grade crossings.

Should the carrier file an application for abandonment of the line,
this segment is recommended for inclusion in the Certified Program of
Projects, pending a cost-benefit evaluation of all possible projects.
Pub]ic’costs associated With a project would be low, and fhe offsetting
benefits to the community of Carrizo Springs important.

In the meantime, it is further recommended tﬁat the Railroad Commission

of Texas monitor the volume of rail traffic moving over the line.
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XII. STATEMENT OF THE STATE'S FUTURE ROLE ON_EXPIRATION OF
- FEDERAL ASSISTANCE

Should any Federal assistance be required, thelstate'of Texas would
not expect to assume any financial reéponsibi]ity‘upon expiration of such

assistance.
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PART A. SUMMARY

1. Introduction

The Southern Pacific Transportatlon Company (SP) has an abandonment
app11cat1on pending to discontinue service on a 35-mile 11ne between
Brenham and Giddings. This Category 3 line pursuant to 49 CFR 1121.20
(b)(3) is located in Washington, Fayette and Lee Counties. Figure 1
shows the location of the segment:in re]ation‘to the rest of the'rail
system in the State, while Figure 2 shows the location of the line in
the three counties. ' |

During the hearings concerning the abandonment application, the
SP indicated that it intended to convey 2.66 mf]es of trackage at |
Brenham to the Atchison,'Topeka & Santa Fe Railway Company (Santa Fe)
in order to provide Brenham rai]_uoers with continued raij service.

The Santa Fe 1nd1cated it had agreed to this conveyance and operat1on,

although forma] app11cat1on had not yet been made In add1t1on, G1d- ’
d1ngs wou]d continue to be served by SP. If this agreement is forma]ized, '
rail service would be d1scont1nued only at stat1ons between Giddings-

and Brenham--Ledbetter, Carmine, Burton and Mill Creek.

/

2.  Traffic Characteristics

“'Rail service is provided on the branch line on an average of'three
times a week. The condition of the rail line is relatively good (al-
though indistrial sidings within the City of Brenham are in generally
poor and dilapidated condition). | -

Annual movement over the line amounts to an average of 989 car-

loads and approximately 38,000 tons. Food products constitute about



70% of the tonnage moved, paper products about 8%, petroleum products
about 7%, and nonmetallic minerals about 4%. |
Approximately three-fourths 6f the traffic originates or terminates
at Brenham and is moved over the 1en§th of the branch line. (Under the”
conditional arrangement, for conveyance of trackage at Brenham to the
Santa Fe, all Brenham traffic would continue to be moved over alterna-
tive Santa Fe routings.) The rest of the traffic originates or termi-
nates at Carmine. No significant bridge traffic moves over the rail
segment. There has been an opportunity in the past to develop bridge

traffic, but this did not materialize.

3. Economic Characteristics

a. Economic Activity

The three-county region served by the rail segment is predominantly
agricultural. Population is slightly over 45,000 and growing slowly.
Cattle ranching, poultry and egg production, and farming are the most
important economic activities in the area. Employment amounts to about
12,000 in the three-county area. |

The three-county area is located at the outer fringes of two rabid]y
growing economic areas--Austin and Houston. The region is expected to
have stable or declining population during the next decade, but the com-
munities of Brenham and Giddings have been growing steadily and should
continue to do so. No sfgnificant economic or agricultural development
is anticipated. (Recently oil énd gas drilling activity has been initi-
ated, particularly in Lee County near Giddings. This activity is expected

to continue growing, although it shbu]d have 1ittle effect on rail move-

ments. )



b. Rail Users.

Five rail users account for slightly more than 80% of the car1oad?;
tfaffic originated or terminated on the rail segment. They are: éreﬁhﬁm
Wholesale Grocery, Texas Fibers, Green Grain, Brentex Mills, all in
Brenham, and Jacobs Stbre; an egg production fac11ﬁty'at Carmine.
Twelve other rail users accountfor'the‘rest of the carload traffic.
Jacbbs Store and Luedemann Grbcery and Mill are the only cubkent rail
users that would lose rail service if abandonment occurs and Santa Fe
takes over the Brenham traffic. Direct employment associated with
thése two firms is about 40.- | |

: Due'té the relatively low potentiaT for new economic devélopment
in the region, change in rail traffic on the segment is 1ike1y to be
related to the current rail users. Little additional rail traffic
. can be expected from oil and gas dri]]ihg activity,’unlesé majbr‘new;
discoveries are made requiring 0il field materials.

¢. Importance of Réi] to Users

None of the rail users is critically dépendent oh the rail
service sought to be discontinued. U.S. Highway 290 parallels the
rail line between Brenham énd'Giddings and provides an adequate route‘
for trﬁcking.. AT1 of the rail users can switch to truck use;a1beit at
an added transportation cost. |

4. Impact of Abandonment

On the assuhptions.that‘serVEée‘by'SP‘will be coﬁtinued at Giddings
and that service af.Brenham WiT] be taken over by;Santa Fe, the impact

of the proposed abandonment on the three-county region would be expected



to be negligible. Two current users would lose rail service: Jacobs
Store at Carmine and Luedemann Grocery and Mill at Mill Creek. (Cities
SerQiCe at Carmine wou]d also lose service, but this company has not
used the line in two years.) These three shippers account for an |
average of 226 carloads per year -- 90% of which is for Jacobs Store.

° The Jacobs Store at Carmine is the Ralston-Purina feed |
distributor and includes a substantial egg-laying operation.
Currently Jacobs Store employs 22 full-time-equivalent
workers and has a payroll of about $400,000 annually. Ex-
pansion plans for thé next 12-18 months call for an increase
in employment to 25-30 workers and a payroll‘of $500,000 -
$550,000.

Loss of rdi] service would increase operating costs,
which wou]d either be absorbed or passed-on. Loss of rail
~service is expected to result in neither curtailment of
operations nor in reduction of planned expansion.

e Luedemann Grocery and Mill located at Mill Creek sells dairy,
cattle and hog feed‘as well as range meal. It currrently
employs fewer than 20 workers. Loss of rail service would
require use of truck transportation at an increased cost
of $300 annua]]y,'with no anticipated detrimental effect on
current or future operations.

e Cities Service Corporation at Carmine has not made use of rail

| sérvice in the lasf two years. Consequent]y, loss of rail
service is not expected to have an appreciabTé’effect on

operations.



® Abandonmeht would reduce taxes by $14,000'annua11y, pendihé
re-use of the land. No jobs would be lost. The railroad's
profitability would be slightly affected by elimination of
a marginal line.

5. Alternatives to Abandbnment

Under the assumptions of continued service to Brenham and Giddings,
no jobs would be lost due to the abandonment and public impacts would
be negligible; therefore, no alternatives to abandonment were evaluated.

6. Inclusion in Certified Program of Projects

No project has been ideﬁtified for inclusion in the Certified

Program of Projects.

7. Addendum

Subsequent tb Comp]etion of the Brenham-Giddings rail segment analy-
sis, ICC Administrative Law Judge David H. Allard issued his decision |
in the abandonment proceeding, Docket No. AB-]2 (Sub.-No. 56), recom-
mendingithat abandonment be granted, subject to conditions. Principally,
the conditions require conveyance of Brenham trackage from SP to Santa
Fe and provide for service to Jacob's Store at Carmine via the Giddings-
Carmine subsegment until June 1, 1980. Physical abandonment may not be
accomplished before June 1, 1980, employee protective conditions are
specified, and sa]é of the line to a respénsible‘party for continued
operation is permitted.

A second event subsequent to both issuance of the ICC decision and
the completion of the segment analysis by the Railroad Commission is

receipt of a letter of January 12, 1979 from the Lower Colorado River



Authority stating its interest in preservation of the rail line pendihg_
analysis of the possibility of transporting lignite from the vicinity

of Ledbetter to a proposed Fayette Power Project east of LaGrange.’



PART B. DETAILED ANALYSIS

1.  Description of the Line

The Southern Pacific Transportation Company (SP) has an abandon-
ment application pending before the‘Interétate‘Commerce'Commission (1CC)
cbncerning its rail line from Mi]epo§£ 20.86 near Brenham to the end of
the branch at Milepost 55.78 near,Giddings, a distance of 34.92 miles.
This category 3 line based upon 49 CFR 1121.20(b)(3) is in Washington,
Fayette, and Lee Counties. Figure 1 snows the re]atidnship of this seg-
ment to the rest of the railway system in‘Texas. Figure 2 shows the
Tocation of‘the 1iné within the impacted counties.

| During hearings held by ICC, the SP indicafed its intention'tO‘con-
vey trackaéé of 2.66 miles between Milepost 21.89 and Mi]eposf 19.23 in’
Brénham‘to the AT&SF Railway Company (Santa Fe); and to retain 0.78
miTes,:from Milepost 55.78 to Milepost 55.0 near Giddings. A remaining
0.56 miles of track in Brenham (Milepost 19.23 to Milepost 18.67) at

the stub end was claimed to be ftai] track"_not subject to ICC jurisdic-
tion. The proposed conveyance anpears to signal a willingness to have
the abandonment conditioned upon successful transfer of property and
service obligations at Brenham to Santa Fe. The effect of these changes
would bé to preserve rail service}to all large shippers in Brenham. SP
asserted that the proposed abandonment wouid have no effect on shippers
or rail traffic in Giddings, és this community would continue to be
served by the SP network. Thus, no shippers at Giddings would lose

rail servicé{ Of the other sfafidns betneeanfddings and Bnénham--

Ledbetter, Carmine, Burton and Mil] Creek--only Carmine accounts for




FIGURE 1

LOCATION OF BRENHAM- GIDDINGS LINE IN RELATION
TO TEXAS RAIL SYSTEM
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substantial traffic. The SP asserted that Santa Fe indicated willing-
ness to continue service to the SP shippers at Brenham via the Santa
Fe maih line. The following schematic shows the various mileposts in-

volved in the current SP filing and classification.

SCHEMATIC REPRESENTATION OF

MILEPOSTS INVOLVED IN BRENHAM-GIDDINGS CASE

GIDDINGS ) o BRENHAM
55.78 ’ 20.86
k—————-Actual Filing (34.92 mi.) ,
r , T 1 T
1 ‘ .- 40.00 : |
— 0.78 mi. Carmine \ —": € 0.56 mi.
]
—3  &— 2.66 mi.
- 1 ]
55.0 ! :
l(—"Clarified" mileage (33.11 mi.)—3 !
7'721.89 19.23
18.67

The SP-Santa Fe agreement was the subject of extended argument in
the hearings leading to clarification by the SP in Exhibits 6 and 12 of
the hearing and to testimony of a Santa Fe representative. Exhibit 6
is an October 25, 1977 letter from the Santa Fe to the SP confirming
that "... Santa Fe will switch the Southern Pacific industries at Bren-
ham provided Southern Pacific will convey to Santa Fe, at no cost, its
tréckage and related facilities, including rights of way, between Blinn

Blvd. and the end of the trackage at The Industrial Park." Exhibit 12

10



is a December 16, 1977 SP letter to the Santa Fe stating that:

"Upon abandonment of our service after receipt of authority
from the 1.C.C., Southern Pacific will convey to Santa Fe,
without monetary consideration, all of our trackage between
Blinn Boulevard (MP 21.89) and the end of the trackage at
the Industrial Park (MP 19.23). With respect to the right
of way, it was understood in recent discussion with your
representative that an easement would be satisfactory to
Santa Fe. Accordingly, we will grant Santa Fe an easement
for railroad purposes on land underlying the subject track-
age without monetary consideration." ,

The SP asserts that such conveyancé of property and rights and a
commitment by the Santa Fe to switch "Southern Pacific industries" would

assure that Brenham would retain rail service as presently provided.
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[. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS ON THE LINE OF
- THE RAILROAD

a. Freight Traffic

Table 1 summarizes the carload and tonnage data for the Brenham-
Giddings branch line, by station and commodity as reborted by the SP.

In 1976, 959 carloads carrying 37,151 toﬁs moved over the branch line,
compared with 938 carloads andv36,366 tons in 1975, and 844 car]oedS'and'
33,189 tons in the first nine months of 1977. Table 2 shows car]oad
data by shipper and stat1on for 1977 and proaected 1980, based on a
shipper survey.

Between 75-79% of the traffic has originated or terminated af éren-
ham and moved over the entire 1ength of the Tine. Between 20—33% of the
traff1c terminated at Carmine and one percent at Mill Creek.

| The pr1ncipa1 commodities being moved over the branch Tine as a
whole are food, farm and paper‘pkoduefs. Almost all of thevcommodities :
are being delivered to points on the line whereas onTy aboutt6% repre=
sents originating traffic. | _ | | |

Approximape]y 5-7.5% of all traffic is,origineting trafffc. The
rest is terminating trafficf The SP reports no:bridge traffic‘at this
time. However, according to information presehted by the shippers'
economic consultant, an opportunity for significant bridge traffic came
close to‘materializing in recent yeers. v

: The dpportunity arose from events subsequeht.to SP abandonment of
another segment that served Brenham. ' In 1961;kthe SP was authorized to
abandon the segment-of its Tine between Brenham and Hempstead (21 mi1es)

on the basis that no traffic originated or terminated on the segment.
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TABLE 1

1

SOUTHERN PACIFIC TRANSPORTATION COMPANY
CARLOADS AND TONS ON BRENHAM-GIDDINGS RAIL SEGMENT

1

_ : _ Year 1975 Year 1976 Year 1977
By Station: Cars Tons Cars Tons Cars Tons

Brenham - 722 25,070 723 24,614 668 22,998
Carmine 202 10,889 225 12,213 167 9,934
Mill Creek 13 365 11 324 9 257
Burton 1 42 - 0 0 0 0

Totals - 938 36,366 959 37,151 844 33,189

By Commodity:

Food Products 636 26,333 649 27,360 459 20,592
Paper Products . 134 2,947 134 3,164 116 2,438
Waste & Scrap 0 0 19 825 92 2,132
Chemical Prod. 10 620 27 946 59 1,814
Nonmetallic Min. 24 1,677 9 649 42 - 2,997
Clay/stone Prod. 9 445 10 437 27 ],336
Prim. Metal Prod. 1N 706 29 1 701 20 1,276
Farm Products 20 547 22 - 620 8 238
Wood Products 2 104 28 711 0 0
Containers, empty = 16 246 13 240 10 178
Machinery - 10 144 10 201 9 106
Petroleum Prod. 53 2,139 5 - 245 2 82
Rubber/plastic 13 458 3 31 0 0
Miscellaneous 0 0 ;| 21 0 0

Totals 938 36,366 959 . 37,151 844 33,189

]Nine monthsz- January-September 1977.

Source: Southern Pacific, Exhibit 4, Brenham-Giddings Abandonment Hearings.
A subsequent filing, Exhibit 4a, changes the 1975 results to an
estimated 871 carloads and 33,662 tons and the 1976 results to
960 carloads and 37,161 tons.
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B

TABLE 2

CARLOAD TRAFFIC ON THE BRENHAM-GIDDINGS RAIL SEGMENT, 1977

AND PROJECTED 1980

1980 Est. .

Location and Rail User .Originating]977Terminatigg Total _Total
Brenham . | ,
Brenham Wholesale Grocery -- 375 375 465
Green Grain B 106 158 175
Texas Fibers o s 43 161 160:
Blue Bell Creameries v , - 25 25 30
Brentex Mills - 57 . 57 . 50
Brenham Produce ‘ -- 24 24 75
Woodson Lumber -- ' 5 5 7
Beaumier Iron Works Som . 8 8 25
Mi1chem o -- 9 9 50
Other B - 20 (es.) 20 2
TOTAL Brenham | 170 -~ 672 . 842 1,062
Mill Creek
Luedemann Grocery & Mill T e- 12 12 f 12
Carmine ,
Jacobs Store | - = 220 220‘ 310
Total Mill Creek & Carmine - 232 232 322
‘Total Brenham-Giddings - 170 904 1,074 1,384

NOTE: There is a small difference between'the SP's estimates and résu]ts of

shipper survey.

Source: Shipper surVey and Arthur D. Little, Inc. estimates;

15



Before the abandonment, the short line route between Austin and Houston
was via Giddings-Brenham-Hempstead (Figure 3). The abandonment required
an alternative routing that was 43%.16nger (72.5 miles) via Giddings-
Caldwell-Hearne-Hempstead-Houston.

Subsequent]y, rock traffic from the hill country'nokthwest of Austin
increased to the‘point of requiring trainload movements to Houston; This
traffic moved via Hearne (or Flatonia and Victoria) in the absence of a
shorter route and added to congestion at Hearne. Sustained jetty stone
and aggregate traffic eventually led the SP to negotiate'trackageArights
over Santa Fe's Brenham-Rosenberg route in order to decrease circuitous
movement. |

Agreement on the trackage rights was negotiated at $2.50 per train
mile for a route that would have reduced circuity by 46.5 miles compared
with the al1-SP route via Hearne. The agreement was approved by the
I.C.C. on December 31, 1974, but it was never put into effect and lapsed
in 1977. SP data from a separate regulatory proceeding involving the
rock traffic indicate that 6,515 carloads moved from origins northwest
of Austin via Hearne to Houston in 1974--the equivalent of a weekly train
of 125 Cars. The shippers' consultant estimated a foregone benefit to
SP‘of about $207,000 annually by failure to use the Giddings-Brenham
route for this bridge traffic. '

b.  Shipper Characteristics

Table 2 1ists the rail users moving commodities over the Brenham-
Giddings line, their location, and the estimated number of carloads
originated and terminated during the 1975-77 period. As the table shows,

almost all of the rail users are located in Brenham. All have access to

16
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the 2-1/é mi]eS‘bf track that the SP appears to be wi]]ing to convey to
the Santa Fe. (If the abandonment proposal is granted subject to the
condition that the Brenham tfackage is conveyed to and operated by the
Santa‘Fe,'nQ Brenham shippers would be adversely affected.)

Thére are four significant users on the line in Brenham: Brenham
 Wholesale Grocery, Green Grain, Texas Fibers, and Brentex Mills (divi-
sion of CHroma]]oy‘American). These four shippers account for 60% of
all traffic on the line, predominantly as receivers; only about 50 cars
were originated in 1975 and 136 carloads in the 21 month period of
January 1975-September 1976. Other small shippers located at Brenham
include: Blue Bell Creamery, Brenham Produce,lTrinity Mud, Beaumier
Iron Works, Woodson Lumber, Milchem, and other occasional users. The
Brenham shippers would be affected if the Brenham trackage is not trans-
ferred to the Santa Fe.

° Brenham Wholesale Grocery

This is the largest shipper in Brenham in terms of rail use. 'The
fjrm'received about 375 carloads of genefa] merchandise in 1977 via the
SP and>expects its tonnage to 1ntrease 10-15% for 1978. Rail accounts
for 30% of the goods received. The firm employs 180 people, representing
a payroll of $2.5 million. Substantial expansion has taken place at the
current site, largely because of the avai1abi]ity of rail service. If
the Santa Fe does not operate the SP trackage, the impact of abandonment
would be'considerable, resulting in higher trucking costs and requiring
the construction of new loading facilities, and the purchase of several
trucks. These costs could affect the company;s abiiity to compete. Even

if Santa Fe acquires the trackage, the firm is concerned that the

18



qua11ty of service may suffer.
° Green Grain

This major rail user is 100% dependent on rail for transport of
beer, feed and grain, and tissue supplies, which represent almost all of
the firm's business. Rail use is expected to increase 10-15% over the
next three years from its 1977 level of 158 cér]oads. The firm would
be seriously impacted if the ]iﬁe is abandoned and the Santa Fe does
not provide alternative service because it is completely geared toward
rail use. Trucking would represent s1gn1f1cant1y higher costs to the
firm. The firm is concerned that service may deteriorate even if Santa
Fe provides alternative serviee. Green Graih‘employs 10, representing
a payroll of $100,000.

° Texas Fibers

This Brenham rail user received about 43 carloads of cotton by-
products and shipped 118 carloads of polyurethane and cotton by-products
in 1977. The firm is about 33% dependent on rai]. Abandonmeﬁt with no
alternative service by the Santa Fe, would represent some increased costs
to the f1rm Because 1t also has a warehouse on the Santa Fe line, the
firm could adJust by rehabilitating the spur and the warehouse, albeit
at a substantial cost to the firm. The company employs 10 with a payroll
of about $100,000. These impacts would be avoided by alternative rail
service. |

] Blue Bell Creameries

Blue Bell is one of the most important employers in Brenham with
300 employees. Although the firm presently receives most of its rail

freight via the Santa Fe, the 25 carloads received via the SP is of

19



particular importance. Thesé carloads of corn syrup and 1iquid sucrose
mdst be unloaded at a liquid pump station which is now located on the
SP. This pump station cannot be moved and there is no room at the Santa
Fe location to build a new one. Thus, trucks would have to oe utilized
in the event‘of a complete abandonment of the SP trackage at great cost
and inconvenience to the firm. The cost would be passed on in higher
prices. -The Santa Fe could provide adequate a]ternatfve service. |

] Brentex Mills

Located in downtown Brenham, Brentex Mills is a major emp]oyer
with 250 workers and an annual payroll of $2 6 m11]1on In 1977 the firm
received 12 carloads of starch and 45’car10ads of po]yester byvrail. \
Other materials and the final product are trucked. Complete abandonment _
would result in considerably higher transportation costs as a resu]f
of having to switch to trucks. The Santa Fe could provide adequafé
a]ternat1ve service. |

® Brenham Produce

- This firm received about 24 cars of sacked feed in 1977 via the
SP. Although it currently receives most of’its feed via the Santa Fe,
the firm was considering relying more heavilyvon the SP because of
concern with the quality of sérvice'provided by Santa‘Fe} The firm
must pick up the feed de]1vered by both carriers at a team 1oad1ng
‘facility. Rail accounts for 50% of the company's supp]1es The firm )
expressed concern that with complete abandonment it would lose the ability
to choose between two competing carriers."

o Occasional Users

Woodson Lumber receives about 5 car]oads of lumber and wood shingles
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annually, representing 10% of its receipts. Trucking is usually con-
»sfdered more convenient. Loss of ra11 service would have little 1mpact
Beaumier Iron Works receives between 8 and 20 car]oads of dr11]1ng mud
annually. Complete abandonment would increase the firm's transportat1on
costs and possibly affect its competitiveness. The Santa Fe cou]d‘pho-
vide adequate a]ternative service. |
‘Trinity Mud receives only one car of dri]]iné mud per year and does

not expect’this to change much. |

Milchem receives about 9 carloads of dri]ling mud annually. How-
ever, the firm expects this to increase substantial]y,vpossfbly by as
much as 50 carloads annually. Abandonment without alternétive serviee
by the SantalFe would result in higher transportation costs, possibly
adversely affecting the firm's competitive position.

0f the four stationse;Mi11 Creek, Burton, Carmine and Ledbetter--
located on the portion‘of the line subject to abandonment'in the current
SP proceeding, only Mi1l Creek and Carmine are presently being utilized.
At Mill Creek, Luedemann Grocery and Mill receives about 12 cars annu-
ally. Carmine is the location of one regular rail user, Jacbbs btore
(about 219 carloads are received annua]]y), and one user, Cities Service,
which has not made use of rail since 1975 when 19 carloads were received.

° Luedemann Grocery and Mill

This company, established in 1937, sells livestock feed. The firm
employs between 8 and 24 people. About 12 car]oeds of feed are received
every year at the pub11c siding in Mi1l Creek and trucked two miles to
the store. Much of the feed and other products sold by Luedemann is

brought in by truck from Brenham. Because of the inconvenience and
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expense of driving two miles to pick up goods brought by rail, and the
aTternative available of trucking diféctiy from Brenham, the firm is not
dependent on rail service and is Qn]ike]y to make further use of rail.
It fs believed that.the firm is indifferent to the need to truck from.
Brenham rather thah Mill Creek. |

] Jacobs Store

The Jacobs Store at Carmine is a Ralston-Purina feed distributor
and a 350,000-hen egg-]ayiné operation. The store receives approximately
220 carloads (about 15,000 tons) of feed annually from Fort Worth, most
of it for the egg-laying operation. Rail use has increased signff%cant]y
over the past several years. The eggs are shipped out by truck, mosf]y
to the Houston area. About a dozen families in the area have entered in?
to'confkactual arrangements under which they build and make avai]ab1é
hen houses which, in turn, are stocked with hens by Jacobs Brothers who
a]so supply the feed. The families provide the labor necessary to feed
and care for the hens. Jacobs Store also maintains a standby truck ser-
vice to haul poultry feed in the event of a serious delay in rail deliv-
eries. Jacobs currently emp]bys 22 full-time (equivalent) workers,
representing an annual payroll of $400,000. The tonnage shipped by
Jacobs Brothers has increased steadily from 3,235 tons in 1967 fo 13,116
tons in 1976 and an estimated 15,000 tons in 1977.

.During the next 18 months, the owners expect to expand the egg-
“laying operation to 500,000 hens. This would result in an increase in
the use of rail to a total of 310 carloads, and 21,500 tons of feéd
annually. The expansion would also involve 3 to 8 additional émp]oyees

and an increase in payroll of $55,000 to $145,000 per year.
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(] Cities Service Corporation

Cities Service Corporation, located at Carmine, has utilized rail
service in the past (19 carloads were shipped or received in 1975), but
did not use rail service in 1976 or the first nine months in 1977. It

appears that the firm is not dependent on rail service.
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II. REVENUES DERIVED FROM RAIL FREIGHT SERVICES AND COST OF PROVIDING
THESE SERVICES

a. Revenues ‘ . 7 .
Revenues attributable to the branch line weré estimated by SP.as‘
$222,503 in 1975; $274,764 in 1976; and $265,039 for nine months of 1977--
$353,385_annué]ized.] In each year, 1ine-hau1 fréight revenue represented
98-99% of the total, with small amounts of swifching, demurrage and other

revenues éccounting‘for the difference. | |
Revenues appear understated due to estimation procedures emp]oyed,‘
which excluded revenues from some intransit traffic.? Adjusted revenues
attributable to the branch 1ihé are estimated as $222,503 in 1975; »
$376,870 in 1976, and $342,241 for hine months 6f 1977--$456,321 annualized.’
b.  Expenses o
Costs attributable to the branch line were estimated by SP as
$525,348 in 1975, $575,237 in 1976, and $475,600 for nine months of 1977--
$634,133 annualized. | |

]Exhibit\s, Testimony of SP Witness Lundeen, Brenham-Giddings Abandonment
Hearings. In response to an opportunity to review a draft of this seg-
ment analysis, SP submitted revised numbers as follows: $216,809 (1975);
$275,524 (1976); $269,997 (nine months 1977). Details are not available.

2Transit revenues estimated by this analysis to result in a 25-30% under-

statement. .

3In reviewing a draft of this segment analysis, SP submitted revised num-
bers as follows: $216,809 (1975); $305,073 (1976); $276,909 (nine months
1977); $369,212 (annualized 1977). Details are not available and these
revisions are not reflected elsewhere in this analysis. Revenues used
also exclude estimated foregone benefit to SP of $207,000 by reason of
failure to use Giddings-Brenham route for bridge traffic, as described

in Section I-a.

4Exh1bit 5, Testimony by Witness Lundeen, Brenham-Giddings Abandonment
Hearings. In reviewing a draft of this segment analysis, SP submitted
revised numbers based on Exhibit 5-a as follows: $506,007 (1975); ’
$575,963 (1976); $468,004 (nine months 1977); $624,005 (annualized 1977).
Details are not available and these revisions are not reflected else-
where in this analysis.
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CostS are divided into two major categories--off-branch and on- ’
bfanch, both of which can be avoided if the line is abandoned. The off-
branch costs are derived by app]ying a series of system-average formulas
to car movements. In other words, off—brénch costs reflect maintenance
of equipment and transportation operating expenses incurred in moving
branch-related cars off-branch (but "on-system").

On-branch costs consist of maintenance of way (M/W), maintenance of
equipment (M/E), transportation expense (primarily crew costs and loco-
motive fuel), payroll taxes and miscellaneous and rehabilitation expenses.

Expenses appear overstated due to estimation procedures employed,. ;
which included major claims for rehabilitation and for crew cost savings
which apparently cannot be achieved. ! Adjusted expenses attributable to
the branch line are estimated as $197,135 in 1975, $210,776 in 1976, and
$271,671 for annualized 1977. |

c. Comparison of Revenues and Expenses

Table 3 summarizes the adjustments in revenues and expenses. Major
adjustments, in order of significance were (1) reflection of complete v |
révenues attributable td the line, (2) elimination of rehabilitation ex-
pense, aﬁd (3) revised allocation of transportation expense.

Table 4, which restates'operating results from the line to reflect
these adjustments, shows thaf the branch line appears to be marginally

profitable at present. The adjusted analysis shows an annualized profit

]Principa] adjustments involved elimination of $99,698 in claimed rehab-
ilitation expense, $72,489 in trainmen and enginemen expense, $10,612 in
associated payroll taxes, and $11,320 in off-branch expenses based on
through-train averages.
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TABLE 3

COMPARISON OF ADJUSTED OPERATING RESULTS
WITH SP. ABANDONMENT APPLICATION |

Annualized

1975 1976 1977

Revenues

SP-estimated revenues $222,503 $274,764 $353,385
Adjusted Revenues 222,503 376,870 , 456,321 .
Adjustment Increase § 0 ' $102,106 $102,936
Expenses | ’
SP-estimated expenses $525,348 $575,237 $634,133
Adjusted Expenses 340,172 . 368,750 : 430,923
Adjustment Decrease $185,176 $206,487 $203,210
Profit (loss) .

SP-estimated loss $(302,845) $(300,473). $(280,748)
Adjusted (loss) Profit 117,669 - 8,120 25,398
Diminished Loss 185,176 $308,593 ' $306,146

~

Sources: Exhibits, Workpapers and Testimony in ICC Docket AB-12 Sub.
No. 56 and Arthur D. Little, Inc. analysis.
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TABLE 4

OPERATING RESULTS FOR

BRENHAM-GIDDINGS BRANCH LINE

ADJUSTED REVENUES AND COSTS

Item

Total Revenues

Exgenses-
0ff-branch costs

On-branch costs
Maintenance of way
Maintenance of equipment
Transportation
Taxes
Miscellaneous & rents

Subtotal

Total Expenses

Profit (loss)

Year Year

1975 1976
$222,503 $376,870
$197,135 $210,776
$ 35,000 $ 35,000
20,040 22,107
69,183 79.542
11,954 13,674
6,860 7,651
143,037 157,974
$340,172 $368,750
$ 8,120

$(117,669)

Annualized
1977

$456,321
$271,671

$ 35,000
23,492
78,807
14,149

7,804

159,252
$430,923
$ 25,398

Sources: Exhibits, WOrkpapers‘and Testimony in ICC Docket AB-12 Sub.
No. 56, and Arthur D. Little, Inc. analysis.
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of about $25,400 for 1977 and a profit of only $8,120 in 1976. In 1975,
a loss of almost $118,000 was recorded. This analysis excludes adminis-
trative costs and return on the fixed assets for which the public wou'ld
be asked to pay if the line abandonment were approved and continuation
subsidy were offered. | o

Subsequent to completion of a draft analysis bf the BrenhamQGiddings
rail seghént, SP‘provided its 1977 Railroad Branch Line Annual Report
Form R-6 worksheets specifically applicable to this segment. Whi1e'>
essentially similar to data presented by SP in its abandonment case,
and subject to-similar adjustments, a summary of the data is shown in
Table 5. The tabulation shows revenues of $353,384 and on-branch expenses
of $196,307. Total expenses, however, are estimated at $579,592, resulting
in a claimed operating loss of $226,208. The inclusion of a claimed
$274,949 return on value element in addition to the operation loss would
result in a continuation subsidy claim by SP of at least $501,157. As
noted in footnotes to the table, these amounts exclude rehabilitation
and foregone tax benefit claims.

\ No comprehensive analysis of these worksheet data has been attempted.
However, one test suggests that expenses may be overstated. The off-
branch expenses of $290,651 (somé 50% of total adjusted expenses of
$579,592) are associated with 12,440,410 kevenueqton-mi]es, according to
the available worksheets. This traffic presumably shares average off-
branch system characteristics that make it indistinguishable from other
SP average traffic. However, the off-branch expenses of this traffic
equate to $0.0234 per net ton-mile, or nearly 30% more than the average

of $0.0181 per net ton-mile for all SP system expenses; since the system
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average itself is increased by the inclusion of high unit cost branch
operations, the overstatement in off-branch expenses a]]dcated to
Brenham-Giddings operations éxceeqs 30%. | |

No attempt at estimating breakeven traffic for the rail segment
has been made, sincé theré afe fundamental differences in the appiicab]e
revenues and expenses between the SP results and the findings of the
1ndependént éegment analysis. 'Extensive_data sourﬁes were used and

generally cited in sources or footnotes.
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TABLE 5

BRENHAM-GIDDINGS BRANCH LINE R-6 WORKSHEET DATA
PROVIDED BY SOUTHERN PACIFIC - 1977

Line mileage: 34.92 Carloads: 939!

R-6 : Line
- Schedule Item Amount No.
A Revenues ’ -1
Freight $ 349,934 2
Other 3,450 3
Total . $ 353,384 4
B-1 On-Branch Expenses 5
o5 Maintenance of way $ 37,350 6
Maintenance of equipment 9,701 7
Traffic. - 8
Transportation 149,256 9
Subtotal $ 196,307 10
B-2 Income Account Expenses ' 11
Tax Accruals A $ 12,304 Ta
Work equipment rental 2,007 11b
Subtotal L $ 14,311 e
B-3 Computed On-_and Off- ' 12
branch Expenses o 13
Locomotive ROI 3 $ 2,383 14
Car Costs 25,929 15
Fringe benefits . 34,311 16
Subtotal $ 62,6232 17
B-4 Off-Branch Avoidable Expenses 18
Terminal costs $ 93,325 19
Car costs 65,340 20
Gross ton-mile costs 131,986 21
Subtotal $ 290,651 22
B-5 A1l Other Avoidable Expenses 23
Working Capital $ 15,700 24
Administrative Costs - 3 25
Subtotal : $ 15,700 26
Total Expenses (Lines 10,11c,17, $ 579,592 27
22,26) .
Operating Results (Line 4 minus 28
Line 27) $(226,208) 29
Return on Value - $ 274,949 30
Operating Results including $(501,157) 31
Return element (Line 29 minus
Line 30)

]Based upon 65,552 loaded and empty car-miles over 34.92 miles.

Zomits $119,530 for rehabilitation claimed by SP.
Somits $132,800 foregone tax benefit claimed by SP.

Source: Southern Pacific R-6 Worksheets for 1977.
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III, REVIEW OF THE CONDITION OF THE RAIL PLANT, EQUIPMENT AND
FACILITIES

a. History of the Line

The Houston and Texas Central (H&TC) completed its link between
Brenham and Austin (via Giddings) in 1871. The first Pullman service
in Texas was established between Houston and Austin in 1872, utilizing
this segment. The H&TC went into receivership in 1885 and the
Southern Pacific obtained control in 1893. The current track was
laid in the 1940's with rail rolled in 1920. No general rehabi]itafion
has been done since the early 1940's.

b. Description of the Layout of the Branch Line Stations

There are six stations on the Brenham to Giddings branch Tine.
Giddings and Brenham would not be affected by an abandonment provided that
the arrangements between the SP and Santa Fe cited at the hearings (see
Part B, Detailed Analysis) are introduced. The four stations that would
lose service are Mill Creek, Burton, Carmine, and Ledbetter.

c. Physical Characteristics

Visual inspection at several points along the 1ine and observations
from a "hi-rail" car ihspection trip of the line indicated that the physi-
cal condition of the line is relatively good. The rail is 90-pound and
was laid in the 1940's. Only 3% to 5% of the cross ties need replacement.
Gravel ballast was added in the 1940's, the last time that a rehabilitation
was undertaken. The ballast is'ample, sound and draining well. The SP
reports a possible bridge problem in the area between Carmine and Brenham.
Timetable speeds permit a 28 mile-per-hour average speed over the line.

Industrial sidings--of both SP and Santa Fe--within the City of

Brenham are in generally poor and. dilapidated condition.
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IV. ECONOMiC AND OPERATIONAL ANALYSIS OF PRESENT AND FUTURE SERVICE NEEDS

a. Economic Overview

1. Definition of the Area of Impact

The Brenham to Giddings Branch Line runs through three Texas counties--
Washington, Fayette and Lee (see Figure 4). From east to west, the railroad
line crosses through half of Washington County, the northern tip of Fayette

County, and a small portion of Lee County.

2. Population and Economic Trendsl

The population of the threé-county area decreased steadi]y between 1900
and 1970 although it has grown slightly since then (see Table 6). From a high
of 84,068 in 1900, the population fell to 44,540 in 1970 before it increased
slightly to 46,718 in 1975. The pattern has been the same in é]] three
_éounties except in Fayette where the popU]ation continues to decline. -

Population projections developed by the Texas Water Development Board
(now the Texas Department of Water Resources) indicate that the population of
the three-county area will continue to decline through the year 2000. The
exception is Washington County where a 4% increase is expected in the 1970-
1980 decade followed by no change for the following two decades (see Table 7).

County population trends reveal little about the growth of the jmpact
region since the line passes through such small portions of Lee and Fayette
County. The economic activities in the two principal communities located at
each end of the railroad line--Brenham and Giddfngs county seats of Washington
and Lee Counties, respectively--are more indicative. Both have been,grdwihg
steadily, such that the population of Brenham (10,329 in 1975) now represents
51% of Washington County's population whereas Giddings (3,470) acﬁounts for

39% of Lee County's population. Giddings is expected to retain rail service.
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Washington County

Brenham
% of County
Mill Creek
% of County
Burton
% of County |
Fayette County

Carmine
% of County
Ledbetter
% of County
Lee County
Giddings
% of County

Three County Area

Source: Texas Almanac, 1978-1979. A. H.

TABLE 6
POPULATION OF WASHINGTON, FAYETTE AND LEE COUNTIES
1900 - 1975
1900 1910 1920 1930 1940 1950 1960 1970 1975
32,931 25,561 26,624 25,394 25,387 20,542 19,145 18,842 20,112
5,968 4,718 5,066 5,974 6,435 6,941 7,740 8,922 10,329
18 18 19 24 25 34 40 47 51
NNALONA ONA NA NA L NA NANA 40
- o . — - - - - 2
NNAGONA NA NA L NA L NANANA 325
- - - - - - - - 2
36,542 29,796 29,965 30,708 29,246 24,176 20,384 17,650 125048
NALONA L NA L NA NA NA NA L NA 215
- - - - - — - 1
NA NA NA O NA NA  NA  NA  NA 76
- - - - - - - - 4
14,595 13,132 14,014 13,390 12,751 10,144 8,949 8,048 9,558
-- - 1,650 1,835 2,166 2,532 2,821 2,783 3,470
-- -- 12 4 17 25 32 35 36
68,489 50,603 69,492 67,384 54,478 48,478 44,540 46,718

84,068

A

Belo Corporation, Dallas, Texas, 1977.



" TABLE 7

POPULATION TRENDS AND FORECASTS IN WASHINGTON,

FAYETTE, AND LEE COUNTIES, HOUSTON AND AUSTIN BEA

REGIONAL AREAS AND THE STATE OF TEXAS

Washington County1
Fayette County]
Lee County]

Three County Average
Houston BEA2

Austfn BEA2

State of Texas2

1990-2000

1960-1970 1970-1980 1980-1990

- 1.6% 4.0% 0 0

- 13.4% - 4.8% - 6.5% - 6.4%

- 10.1% - 4.3% - 6.5% - 5.5%

- 8.1% - 1.0% - 3.6% - 3.3%
31.0% 23.9% 23.1% - 19.0%
15.7% 19.3% 15.5% 13.5%
16.9% 19.7% 17.2%

.16.4%

]Texas Water Development Board (now the Texas Department of Water ReSources)
Population Projections, 1976. '

2

U.S. Department of Commerce and Department of Agriculture, OBERS
Projections of Economic Activity in the United States, Volume II,

. -BEA Economic Areas, Washington, D.C., 1972.
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Brenham may retain it if agreements between SP and the Santa Fe to have
the. Santa Fe serve Brenham are formalized.

Four other communities along the rail line are expected to lose rail
service. Burton, the largest of these with a population of 325, does not
currently use rail service. Carmine and Mill Créek, the two stations that
are in use, have a combined population of 255. The fourth town, Ledbétter,
has a population of 76; It appears that these communities have stable or
declining bopu]ations. | |

kThe employment sfructure of the three counties, shown in Table 8’and 9,
indicated an economy high1y concentrated in the agricultural and fradé sectors.
Agricu]ture in the three-county area averaged 34% of employment in 1970
(ranging from a high of 41.9% in Fayette to a low of 26.8% 1n,washingtqn .
County).‘ This contrasts sharply with the state. average of 4.4% and the |
Houston and Austfn BEA averages of 3.1 and 9.9%, respective]y.]

The wholesale and retail sector accounts for approximatéiy the same
level of employment in the three-county area as agriculture does. Employment
in manufacturing and services is unusually low in the three-county area com-
pared to the State and to the BEA areas, but in Washington County manufac-
turing, with about 23% of total employment, is as significant as agriculture
and trade and, in fact, accounts for a higher percentage of employment than
it does in the Houston area or in the State as a whole. In Fayette and Lee
Counties manufacturing accounts’for only 4.8% and 6.9% of employment,

respectively. Plants manufacturing wood and metal products are concen-

trated in Brenham and Giddings. Metal product plants in Fayette County

]The three-county impact area falls in both Houston and Austin BEA Areas

(see Figure 4). These areas are a useful source for projecting economic
activity and for comparative purposes. U.S. Department of Commerce and
Department of Agriculture. OBERS Projections of Economic Activity in the

United States. Volume II. BEA Economic Areas. Washington, D.C., 1972.
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TABLE 8
EMPLOYMENT IN WASHINGTON, FAYETTE AND LEE COUNTIES
1670 and 1675

Washington County Fayette County Lee County

| ~1970 1975 1970 1975 19700 1975
Mining - - 103 100 - -
Contract Construction 385 431 150 164 286 424
Manufacturing : 1,104 1,101 211 552 110* 235
Public Utilities 153 1757 91 90 14 40
Retail & Wholesale o
Trade 1,165 1,323 1,417 1,556 . 419 581
Finance, Insurance,
Real Estate 175 230 n7 - 162 - 47 64
Services v 495 393 471 505 218 . 330
Subtotal 3,477 3, 653 2,560 3,039 1,094 1,674
Agriculture’ 1,271 1,144 1,848 1,660° 493 _ 444
TOTAL 4,748 4,797 4,404 4,699 1,587 2,118
*Estimated
1

U.S. Department of Commerce, Bureau of the Census, County Business Patterns,
Texas. CBP-75-45, Wash1ngton D.C., 1976. (Exc]udes self-employed persons,
farm employees, domestic workers, and railroad employees. Data are reported
for county of employment.)

2U.S. Department of Commerce, Bureau of the Census. General Social and Economic

Characteristics, Texas PC91- C45-Tex, April 1972. (Data on agricultural
employment are not available for ]975 from The Census; an est1mated 10%
decline has been assumed.)

40



TABLE 9

DISTRIBUTION OF EMPLOYMENT IN WASHINGTON, FAYETTE
AND LEE COUNTIES

1970
- Houston Austin State
Washington  Fayette. Lee BEA BEA. of .
Countyl County! County! Area? Area? Texas!
Agriculture 26.8 41.9 31.1 3.1 9.9 4.4
Mining ' - 2.3 - 3.1 .8 2.4
Construction 8.1 .4 18.0 10.1 7.5 7.0
Manufacturing 23.3 4.8 6.9  20.9 - 9.3 . 17.4
Public Utilities - 3.2 2.1 .9 8.4 4.4 6.4
Wholesale & Retail Trade 24.5 32.2 26.4 20.6 19.1 20.9
Finance, Insurance, '
Real Estate 3.7 2.7 3.0 4.8 5.0 -3
Services 10.4 10.7 13.7 28.9 44.0  41.5
Total 100.0 100.0 100.0 100.0 100.0 100.0

]U.S. Department of Commerce, Bureau of the Census. General Social and Economic

Characteristics, Texas. PC91-C-45 Tex., April 1972.

2U.S. Department of Commerce and Department of Agriculture. OBERS Projections of

Economic Activity in the United States. Volume II. BEA Economic Areas. Washington,
D.C., 1972. ‘ :

3Inc]uded under Services.
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are found in central and southern cities, La Grange and Schulenburg. While

there are no indications that manufacturing activity will increase substan-
tially, the Brenham Industrial Foundation's efforts to promote a 35-acre
industrial park have had some:results.

Employment in the service sector ranges between about 10 and 14% in the
threé counties compared with almost 40% for the State.

Non-agricultural employment opportunities have been increasing at a
moderate rate whereas agricultural opportunities are decreasing. However,
the counties exhibit high concentrations of employment in the State's slower
growing sectors, such as agriculture, and lower proportions in rapid]y growing
vsectors such as manufacturing énd services. This implies that employment
growth in the counties in the future will be relatively limited with current
trends and patferns likely to continue. Employment growth will probably con-
tinue to occur at Brenham and Giddings.

The unemployment rate in the three counties is unusually low, probably
partly due to the outmigration from the area (see Table 10). |

Agriculture is the most important productive sector in the three counties.
As shown in Table 11, production of most of the major agricultural commodities--
Tivestock gnd livestock products, peanuts, corn and sorghums--increased between
1971 and 1976. However, farm products account for relatively 1ittle of the
rail traffic in the area.

Petroleum and gas activity has been iﬁsignificant as shown in Table 123
0il production amounted to about 500 barrels per day in each county in 1975.
Gas production amounted to about 500 MCF per day or less than 0.01% of the
State's production of each. Recently, there has been an increase in oil
drilling activity, particularly in Lee County near Giddings. As a result,
several of the major oil-drilling service industries have established sub-

sidiaries in Brenham.

42



TABLE 10

UNEMPLOYMENT IN WASHINGTON, FAYETTE AND LEE COUNTIES

Washington County

Unemployment
Unemployment

Fayette County

lUnemp]oyment
Unemployment

Lee Countz

Unemployment
Unemployment

State of Texas

Unemployment

%

%

%

%

AND THE STATE OF TEXAS
1976 AND 1977 .

April 1976

74
2.0

5.3

October 1977%

4.9

o Texas Almanac, 1978-1979. A.H. Be]o‘Corporation, Dallas Texas,

1977.

Texas Employment Commission. Labor Force Estimates for Texas

Counties, Final October 1977.
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TABLE 1!

Production of Agricultural Commodities in 1971 and 1976

Washington County Fayette County Lee Count Three-County Area
Commodi ty Unit 1971 19762 1971 19767 1971 1976 1971 1976
Crops ,
Corn Bushel 255,000 266,000 433,000 501,400 89,000 79,400 777,000 846,800
Sorghum Grain Bushel 30,000 25,600 199,000 259,600 83,000 166,600 312,000 451,800
Hay & Silage Ton 48,100 48,000 81,290 67,000 14,050 26,900 143,440 941,900
Oats ' Bushel 1,300 8.200 800 9,200 1,200 11,000 3,300 28,400
Cotton Bale 920 - 1,400 - ‘ - - 2,320 -
Wheat Bushel - - 2,000 6,000 16,200 17,000 18,200 - 23,000
Peanuts ’ Pound - - 951,000 1,702,000 6,422,000 10,329,000 7,373,000 12,031,000
Cowpeas , Pound - - 27,000 - - - 2,700 -
Soybeans Bushel - 15,800 - - - 15,800
Livestock & Products
Cattle Number 64,000 102,000 86,000 135,000 54,000 98,000 204,000 . 335,000
Hens 3 Humber 84,000 111,000 472,000 472,000 121,000 66,000 677,000 649,000
Hog§3 Number 6,100 4,100 29,200 24,600 17,000 8,300 52,300 37,000
Eggs Dozen 1,454,000 2,166,666 6,547,000 8,800,000 1,845,000 1,167,000 9,846,000 12,133,666
Milk Ctn. 309,880 293,000 421,230 267,000 29,650 14,000 760,760 574,000

1
2

U.S. Department of Agriculture and Texas Department of Agriculture. 1971 Texas County Statistics. Bulletin 92, August 1972.

U.S. Department of Agriculture and Texas Department of Agricu®ture. 1976 Texas County Statistics. Bulletin 152, Septembef 1977.

3On farms on January 1, 1972.



TABLE 12

PETROLEUM AND GAS STATISTICS FOR WASHINGTON,
FAYETTE AND LEE COUNTIES, 1975

Crude 0i1 Natural Gas
County Barrels MCF
Washington 149,413 171,232
Fayette ] 238,825 ‘ 100,421
Lee 156,303 A 152,857
State " 1,189,740,007 7,990,133,290

Source: Texas Almanac, 1976-1977. A. H. Belo Corporation,
Dallas, Texas, 1977.
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There are known 11gn1te deposits of the Jackson, Yegua and W11cox
format1ons crossed by the Brenham-G1dd1ngs segment. Although testimony
by a witness for the State syggested the possibility that the segment
should be retained in order fo transport lignite, no quantification of
timing or quantities was offered. Current information makes it difficult

to forecast when deve]opmentEmight occur.]

3. Imp]ications of Trends for Future Rail Traffic

The demographic and economic situation discussed above has a number

of important implications fo% future rail traffic:

@ The Timited potent1a5>f0r‘development in areas of the counties
outside the principal cities of Brenham and Giddings restricts
the potential for increasedloriginating and terminating traffic.

e Brenham, 1ocated on the end of the branch 1ine, is growing and
should generate more rail traffic. Some of it would undoubtedly
move over the Santa Fe, but a substantial amount would pass over
the Brenham-Giddingsl1ine as present traffic does now, if the
line continued in operation.

@ The small towns located along the line are unlikely to generate
much new traffic. i

e Agricultural production is increasing, but none of the crops is
currently shipped out over the Breﬁham-Giddings line. Livestock

feed is the only poteﬁtia] growth area and even this is limited.

]Testimony by Dr. William R. Kaiser before the Interstate Commerce Commis-
sion, Docket No. AB-12, Sub. 56, April 3, 1978, Tr. 219-245. The Lower
Colorado River Author1ty (LCRA) by a letter of January 12, 1979, indi-
cated a possibility of mining lignite from an area both north and south
of the Brenham-Giddings rail segment to serve a proposed plant, east of
LaGrange. The Authority states that it has acquired 15,000 acres and
might commence operations by 1986, involving an est1mated 3.5-7.0 million
tons per year. The LCRA did not participate in the abandonment proceed-
ing before the ICC.
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@ 0il and gas will not generate much traffic unless major new
discoveries are made requiring oil field materials.

In short, the economic characteristics and trends in the impact area
imply that there are few opportunities for substantial increases in 0&T

| fraffic over the Brenham-Giddings line. Growth in Brenham is the only

exception and the City will retain alternative service if agreement is

reached Eetween>the SP and the Santa Fe for operation by the Santa Fe in .

the Brenham area. The only other possibility for new traffic is aggregate

traffic now moving over an alternative route, but which could bridge the

rail segment (see Section I-a).

b.  Current and Projected Rail Freight Operations and Traffic

1.  Current Rail Operations

Rail service is provided on the branch line an average of three
times per week. Hearihg testimony and the on-branch statistics that
underTie the SP cost calculations show the number of round trips for
1975, 1976 and the nine months of 1977 as 165, 153 and 118; respectively.
The single-locomotive train originates and ties up at Austin. It per-
forms local switching work over the 59.2-mile route bétween Austin and
Giddings, in addition to work on the Giddings-Austin branch and some
industry switching for the Santa Fe at Brenham. The averageynumber of
cars handled on the branch per trip is 51*. This service Tevel is not
perceived as adequate by some rail users; several complain of unreliable
delivery, misrouted cars, and delays in receipt of cars.

Speed restrictions between Giddings and Brenham range between 25
and 35 miles per hour. The estimated round-trip time is about four hours,
made up of one hour and 15 minutes running eastward, two hours running

westbound, 30 minutes switching, and 15 minutes tie-up time.
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Within Brenham, both Sﬁ and Santa Fe perform reciprocal switching,

with SP switching about 100 cars per year for Santa Fe.

2. Current and Projected Rail Freight Traffic

As indicated in Sectioq I-b, the principal shippers on the Bfenham-
Giddings are located in Bre%ham, although a number of smaller shippers
are located in Giddings. Oﬁe shipper is located at Mill Creek and a
major user is at Carmine.

Current rail use is shqwn in Tables 1 and 2. Table 2 in Section I-b
also shows the projected rai] use by shipper for 1980, based on a survey
of the principal shippers. ; ‘

Rail traffic generated by the Brenham shippers 1h 1980 is expected
to total 1,062 carloads compared with 842 in 1977. Brenham Wholesale
Grocery, Green Grain, and Texas Fibers will account for 75% of this
traffic. This traffic wou]é not be significantly affected by an abandon-
ment if the Santa Fe agrees to acquire and serve the 2-1/2 miles of track
in Brenham.

The traffic over the rest of the line is expected to be about 322

cars, of which 310 will be éenerated by Jacobs Store and 12 by Luedemann's

Grocery and Mill.
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V.  ANALYSIS OF THE IMPLICATION OF ABANDONMENT ON THE TRANSPORTATION
NEEDS OF THE STATE

a. Relationship of the Line Segment and Its Traffic to the State Rail
System and Its Rail Traffic

The relationship of the Brenham-Giddings 1ine to a number of other lines
in the vicinity has been discussed elsewhere in connection with the potential

movement of bridge traffic. The segment itself is designated as SP 027 in

the U.S. Department of Transportation, Final Standards, Classification

and Designation of Lines of Class I Railroads in the United States (1977).

It is categorized as a Category A‘branch line, carrying 1-5 million gross
‘tons annually. This characterization is at odds with evidence that only
approximately 1,000 cars per year are carried on the line, since the combined
lading plus tare weight of 1,000 cars, inc]uding‘empty return is approximately
125 tons (65 tons lading p]us‘twice 30 tons tare); trailing gross tons cannot
eXceed 125,000 gross tons annually. Locomotive tare might add another 37,500
gross tons (125 tons x 150 one-way trips x 2), for a total of 162,500 gross
tons. No explanation for the wide discrepancy is available other than the
possibility of error in the DOT publication.

The connecting lines at the Giddings end are designated SP 182 (to Austin),
a Category A branch line, and the north-south éP Category A main lines,
SP 168 (20-30 million gross tons) between Giddings and Caldwell, and SP 179
(over 30 million gross tons) between Giddings and West Point. At the Brenham
end of the subject line, Santa Fe Category A main lines are SF 271 (20-30
million gross tons) between Brenham and Somerville, and SF 270 (20-30 million

gross tons) between Brenham and Sealy.
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b. Relationship of the Line Seagment to Highways, Waterways, and Other
Modes of Transportation

" East Central Texas is served by excellent, all-weather, two and four-
lane highways. United States Highway 290 parallels the segment between
Giddings and Brenham. State Highway 90 intersects with U.S. 290 in Brenham
and State Highway 105 ends in Brenham.

C. Special Considerations

There are no specia1 crops that would be adversely affected by an
abandonment of the line. Supplies for potential oil and gas fields could
be brought in by alternative rail Tines or other modes of transportation.
Lignite deposits exist in the three counties although the timing of any
development is uncertain. Higher quality deposits are being exploited
e]sewhefe in Texas. The 1ikalihood of the deposits near Brenham and
Giddings being exploited will depend on a combination of increasing fuel
and transportation costs and environmental regulations (see Chapter

IV-a.2).

50



VI. RELATIVE ECONOMIC, SOCIAL, ENVIRONMENTAL, AND ENERGY COSTS AND
BENEFITS RESULTING FROM THE SELECTION OF ALTERNATIVES

a. Identification of Alternatives

The principal reason for the SP abandonment application on the
Brenham-Giddings rail segment is that there is limited traffic potential
that cannot be accommodated by alternative routings. Without bridge
traffic or significant new on-line traffic development, prospects for
segment viability are s]ight5 The 1ine’is, at best, marginally profit-
able based upon our segment ana]ysis; and significantly unprofitable
based upon SP claims. In either case, continuation subsidy would require
éubstantia] public outlays for a return on value element in addition to
meeting direct operating losses.

At the same time, the line segmentation decision of SP’to provide
for service to Brenham raf] usefs by transfer of operations to Santa Fe
effectively restrfcts impacts to the one major rail user at Carmine
whose operations would be significantly affected by the abandonment.
Possible alternatives to compfete abandonment, such as stub-end opera-
tions from Giddings to Carmine By SP or from Brenham to Carmine by Santa
Fe would in effect require continued operation of approximately half the
line for about one-fourth of thé traffic. Such alternatives would be
costly to the public in exchange for limited benefits.

In view of SP's stated intention to provide for continued rail ser-
vice at Brenham through conveyance of trackage to Santa Fe, only one
alternative to abandonment of the whole line was considered: continued

service at Brenham but abandonment of the remainder of the line.
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b. Economic, Social, Energy, and Environmental Costs énd Benefits
Table 13 compares the likely impacts of abandonment of all service
on the entire Brenham-Giddings raf] line with those of the likely alter-
native of continued service on that portion serving users located in
Brenham. The specific economic, energy, environmental and community im-
pacts presented in the table include: |
° Emg]oxment - net change in employment resulting from the loss

of jobs in busineéses adversely affected by abandonment less

the increase in jobs to additional workers employed 1n:trucking
(or other activities).

& Payroll - net change in payroll estimatéd to be associated with
the change in employment. 4

e Unemployment - net change in unemployment anticipated as a

result of the abandonment.

® Transportation Costs - additional costs of transporting goods

by alternative mode (e.g., truck), to the nearest rail head, | 1
including annualized capital costs for new transportation facili-
ties such as trucks and Toading docks.

e Investment - investment lost (especially in recently cdnstructed
rail facilities) and future investment that would not be made
should rail service be abandoned.

® Taxes - local taxes (or in the 1ohg term, foregone), due to
abandonment of the rail 1ine, closing of certain plants, or
decisions to cancel planned investment.

e Other Public Costs - increase in unemployment compensation.
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® Energy - net change in fuel consumption due'to a shift to

alternative transportation modes.

@ Environmental Effects - change in air emissions such as in-
crease in hydrocarbons, nitrous oxides, carbon monoxides and
particulates due to change in fuel consumption resulting
from modal shift.

® Community Effects - change in deve]opment'potentia]'and'popu-

lation that is 1ike]y to occur in the Impact Area as a result

of the cumulative effects of abandonment.

The impacts of abandonment would be severe, howéver, if Santa Fe
service is not extended to Brenham rail users. If the line were discon-
tinued and the agreement between the SP and Santa Fe to have Santa Fe
provide service to the Brenham area were not carried out, a large number
of shippers would bé affected (see Table 2). Of the total number of car-
loads carried on the Tine annually, about 75% are accounted for by(Brenham
shippers. This situation would result in serious impacts for the princi-

pal Brenham rail users, which can be summarized as follows:

® Brenham Wholesale Grocery wou1d>experfence a significant increase
in transportation costs. In order to switch to trucking, the
firm claims it would have to bui]d_new facilities and purchase
4-5 new trucks. The cost was estimated at about $500,000. The
higher trucking rates would involve an additional transportation

cost as well. The need to unload trucks quickly would represent

an inconvenience. Together, these impacts might hurt the firm's

competitive position.
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® Green Grain is now| 100% dependent on rail for its supplies.

The firm estimates| that trucking the 52 carloads of feed and
grain currently reFeived by rail would cost an additional

$6.85 per ton or $?5,620. The beer and other commodities
would also invo]ve?higher costs. A truck might have to be
purchased. Trucking would also be an inconvenience in that
frucks have to be yn]oaded immediately.

Texas Fibers has a warehouse located on the Santa‘Fe line
which has not been used in years. In the event of an abandon-
ment, this facility and the rail siding would have to be
rehabilitated at a cost estimated by thé firm to range between
$5,000-$10,000. This cost might be higher, since the 200 foot
long siding is in serious disrepair.

Blue BeT] Creameries receives it liquid syrups via the SP. A
1iquid pump station, located on the SP; is indispensable for
unloading the syrup. The pump station cannot practically be
moved or rebuilt at the Santa Fe facility because of inadequate
space. This would force the firm to truck the syrup at a con-
siderably higher cost which would be passed on to the consumer.
Unloading faci]itiés would also have to be revamped.

Brentex Mills receives starch and-polyester via the SP. The
starch is stored in a silo along the SP track. In the event of
abandonment, rebuilding the silo or constructing a pipe to the
plant would cost between $50,000-$70,000. The firm estimates
that trucking starch would cost $1.47 per hundred pounds more

than it would cost by rail or $10,832 annually. Trucking
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polyester would cost an additional $1.10 per hundred pounds
or $30,395 per year.

e Beaumier Iron Works wou]d‘have to unload its drilling mud at
the Santa Fe team loading facility. This would require the
purchase of a truck and the hiring of one or two additional
'peop1e for a total increase in costs of about $15,000 annually.
The firm believes that abandonment would adverse]y'affect its
ability to expand.

® Brenham Produce is 50% rail dependent, but presently uses bbth
the SP and the Santa Fe. N

e Milchem would incur higher transportatibn costs as a conse-
quence of an abandonment. The firm is concerned about the
impact of these costs on the firm's competitiveness.

As shown in Table 13, the greatest impact of abandonment, in the
event that the Santa Fe does not acqu1re the 2 1/2 miles of Brenham
trackage, would be $377,275 to $464,105 in additional transportation
costs incurred annually by the rail users. These estimates may be con-
servative since they assume trucking to the nearest rail head (the Santa
Fe line in Brenham). Similarly, the estimates of additional fuel con-
sumﬁtion and fuel emissions are conservative. This scenario wbu]d also
adversely affect the development potential in Brenham, as.well as in the
other communities along the line. Brenham has been growing rapid]y;

" The SP serves many of the major employers in Brenham and a]éo passes
through locations with potential for future industrial development such

as the Industrial Park.
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TABLE 13

SOCIOECONOMIC IMPACTS OF ABANDONMENT OF THE
BRENHAM-GIDDINGS RAIL SEGMENT

ANNUAL IMPACT

Abandonment of Alternative 1
all Service Abandon Service;
Including Brenham Santa Fe Serves Brenham

' ECONOMIC IMPACTS
Employment Changes

Direct employment

Current 0 0
Future 0 0
Unemployment 1
(Number) 0 0
(Rate ) | 0 0
Payroll ,
Current 0 0
Future '
Transportation Costs1
Additional cost of transporting goods
Current $306,275 $ 81,300
Future 393,105 116,300
Capital cost of facilities & equipment2 71.000 4.000
Current 71,000 4,000
Future i >
Investment]

Amount of investment "lost" (companies)
Current 0 0
0

Future (foregone) 0
Taxes]
Amount of local taxes "lost"
Current 0 0
Future 0 0
Amount of railroad taxes "lost"
Current 13,000 12,000
Future 13,000 4,000
Other Public Costs1
Increase in unemployment benefits 0 0
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TABLE 13
(Continued)

Abandonment of
all Service

ANNUAL IMPACT

Alternative 1
Abandon Service;

‘Including Brenham  Santa Fe Serves Brenham

ENERGY IMPACTS

Net change in fuel consumption
(gallons per year)

Current : 4,996 3,911
Future : . 6,935 5,600
| ENVIRONMENTAL IMPACTS
Net change in emissions
(pounds per year)
Current
HC , 119 93
NOX . 1,849 1,447
co ' 1,236 967
SOX 99 78
Particulates 49 40
Future
HC , 165 133
NO, . 2,564 2,070
co 1,713 1,383
SOX 139 112
Particulates 70 - 57
Impact on Air Quality Negligible Negligible
COMMUNITY IMPACTS -
Change in Population Negligible Negligible
Change in Development Potential Some Negligible

TA11 dollars are 1977 constant dollars.

ZDepreciated over 10 years.
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Formalization and implementation of the agreement to have the Santa
Fe take over Brenham service would Tlimit the impact to two regular rail
users and one former user who would lose all rail service. The impacts
on these three users can be summarized as follows:
® Luedemann Grocery and Mill reports that it would truck all of
its feed from Brenham in the event of an abandonment. Since
fhe firm already has fo truck the feed two miles from a team
track to the store, abandonment would involve driving only
four additional miles and increased transportation costs of
$300 annually.
® Jacobs Store would have to truck 220 to.3]0 carloads of feed
19 miles from Brenham to Carmine in the event of an abandonment.
The additional cost of trucking has been estimated by Jacobs to
be $3.80 per ton based on rail freight costs of $2.80 per ton
compared with truck rates of $6.60 per ton.! This means the
additional transportation cost would be about $57,000 at current
shipping levels and $81,700 after the planned expansion tnkes
place. However, if the additional costs of both transporting
and handling the goods are considered, the additional transpor-
tation costs would be $81,000 currently, and $116,000 in 1980.
The Toss of rail service is not exbected to have any effect on
either the present level of operations or on the planned

expansion.

]Petition of Jacobs Store filed before the ICC on February 18, 1977.
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o Cities Service Corporation has utilized service in the past
but has not used it in the last few years. Hence, it appears
that this firm would not be adversely impacted by an abandon-
ment.
Thus, the most significant effect of the abandonment in the likely
“event that the Santa Fe continues to serve Brenham; would be an increase
in transbortation costs of $121,300 immediately and $146,000 in two
years (see Table 13). Almost all of these costs would be incurred by
one rail user, Jacobs Store, which would also incur a capital cost of
$40,000. Jacobs Store representatives indicate that the increased costs,
which are equivalent to 1/2¢ per dozen of eggs; would not harm present
operations or future expansion plans. The community impact is negligible;
there will be no loss of employment, although property taxes would be
reduced by $12,000 unless and until the abandoned property can be re-
used for other tax-paying purposes. While some development potential
might be lost, the areaalong the line is economically stable and the two
- main points of activity--Brenham and Giddings--would retain service.
There is some concern among Brenham shippers that the quality of service
would deteriorate if they had to depend on on]y)one carrier. The rail-
road would be expected to improve ijts operéting profitability as a result
of abandonment. |
In summary , the public impécts of abandonment depend on whether or
not the agreement between the Santa Fe and the SP regarding 2 1/2 miles
of trackage in Brenham is formalized and implemented. If the agreement
does materialize, the public impacts of abandonment are relatively

limited. In view of the lack of public impacts, no alternatives to
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abandonment were evaluated, pending formalization and implementation of
the agreement between the SP and Santa Fe. Should this agreement not be

carried out, alternatives would have to be reassessed.
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VII. EVALUATION OF METHODS OF ACHIEVING ECONOMIES IN THE COST OF RAIL
' SERVICE OPERATIONS ON LINES ON WHICH SERVICE WILL BE CONTINUED

The implementation of the agreement between the SP and the Santa
Fe would represent a method of achieving economies in the cost of rail
service operations on the segment in Brenham. The twd carriers present1y
perform reciprocal switching at Brenham. The SP's crew is based at
Austin. Some economies might be achieved if all switching duties were

pérformed by the Santa Fe crew based in Brenham.
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VIII. THE COMPETITIVE OR OTHER EFFECTS ON OR BY PROFITABLE RAILROADS

a. Competition

The transfer of service in Brenham to the Santa Fe, agreed upon
by both and inc]uded in the current SP proposal but not as yet formalized,
wbu]d not alter competitive‘conditfons between the‘two lines to any sig-
nificaﬁt degree. The amount of traffic transferred, which is most of
the traffic on the Brenham-Giddings segment, would be a very small part

of the total traffic hauled by each line.
b. Profitability -

Abandonment of the Brehham—Giddings rail line would increase the
profitability of the SP to some degree by eliminating the annual loss
presently experienced by the railroad in operating the line and by

realization of revenues from the sale of trackage and right-of-way.
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IX. CONSIDERATIONS RELATING TO RAIL BANKING

It is possible that the Brenham to Giddings rail segment might be
considered a candidate for rail bahking, at Teast to the extent of
maintaining the right of way. 'Substantial lignite deposits exist in
the area, of lower quality than those currently being exploited. If
energy costs, using other fuels, continue to increase, it is possible
that the lignite deposits in the Brenham-Giddings area may be of

increased value, warranting exploitation (see Chapter IV-a.2).
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X. DESCRIPTION OF THE ALTERNATIVES EVALUATED TOGETHER WITH AN ANALYSIS
OF THE RELATIVE ADVANTAGES, DISADVANTAGES AND COSTS ASSOCIATED WITH
EACH ALTERNATIVE

As indicated in Section VI, the only alternative to abandonment of
the entire Brenham-Giddings rail line evaluated was abandonment of all
but the 2.66 m11es serving‘Brenham users. Should the appfopriate agree-
ments between the Santa Fe and the SP not be formalized, alternatives

to abandonment might have to be reassessed.
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XI. CONCLUSION OF THE STATE AS TO WHETHER THE ALTERNATIVE SHOULD BE
SELECTED FOR FEDERAL OR STATE ASSISTANCE

No federal or state assistance is contemplated at this time. How-
ever, it is essential that the Commission ensure that the appropriate
agreements are filed with the I.C.C. to have the Santa Fe take over and
operate the 2.66 miles of track in Brenham between Mileposts 19.23 and

21.89, thus providing continuing service to Brenham shippers.
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XII. STATEMENT OF THE STATE'S FUTURE ROLE ON EXPIRATION OF FEDERAL

ASSTSTANCE

Mo Federal financial assistance is contemplated.
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PART A. SUMMARY

1. Introduction

The Southern Pacific Transportation Company (SP) has given hotice
that an abandonment app]icétion may be filed with the Interstate Commerce
Commission (ICC) within the next three years for the Llano-Scobee rail
segment, which is classed as a Category 1 1ine in accordance with
49 CFR 1121.20(b)(1). This 25 mile long rail line is located between
Scobee 1ﬁ Burnet County and the City of Llano in Llano County, where it

ends. It is located about 50 miles northwest of Austin.

There are eight rail users on the line, seven of whom are located
at or near the end of the rail line in the City of Llano.. About three-
fourths of the traffic tonnage and 60% of the carloads are generated by
one company, the Wootan Farm‘and Ranch Center. Since this is the only
rail line in Llano County, abandonmentvwou]d mean the loss of all direct
rail service there. The SP would continue fo provide service to most of

Burnet County and no rail shippers in Burnet County would be affected by

the abandonment.

2. Traffic Characteristics

| A total of 333 carloads of rail traffic (approximate]y 13 cars per
mile) cérrying 19,073 tons was shipped over the rail segment in 1977, in
contrast to 57 cars and 1,652 tons in 1973. The bulk of the increase

was attributable to two feed suppliers, Wootan Farm and Ranch and Llano
Feed and Supply. Nearly all of the 1977 trdffic'terminated on the Tine
(330 car]oads); only three carloads carrying a total of 60 tons originated
on the Tine. The principal commodities cafried on the line were soybean
meal (160 carloads), commercial feed (98 carloads), corn solubles (35 car-

lToads), chemicals (15 carloads) and granite and related products
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(7 carloads); combined these accounted for 95% of the traffic on the
1{ne.

Estimates of future traffic fndicate an increase to 350 carloads
annually. This estimate is based on the planned expansion of current
rail users, especially the WOotah Farm and Rdﬁch Center. Recently, a
granite quarry operator, A.B. Snead, reported receiving a one-year
contract:for 1,000 carloads of jetty stone. ATthough this would result
in a dramatic increase of traffic in the next yéar, the firm is not
sure whether this level can be sustained in the long run. There are
also possibi]ities for additional rai] use by a compény reported to be
developing a limestane deposit in Llano County.- If service on the rail
line continues, the Company expects to begin shipping 80—car-unit trains

of crushed limestone materials every othér day beginning in 1980.

3. Economic Characteristics

The Llano-Burnet area generally is rural in character. Its popula-
tion was 24,400 in 1975. The City of Llano, the 1argest community on
the rail segment, had a population in 1975 of 2,956. The largest employ-
ment sectors are agriculture, mining, construction, trade and services.
The share of employment in manufacturing is oné-ha]f that for the Austin
~ area and less than one-fourth that for Texas.

The two-county area's population is expected to increase by about
14% to 15% each decade for the rest of this century, a substantial slow-
down from the rapid growth experiénced between 1960 and 1975 when the
two-county population increased by over 68%. Llano County, in which the
kaiT line is mainly located, has grown slower than adjoihing Burnet

~ County and is expected to continue to grow less rapidly in the future.

2



NG

4. Impact of Abandonment

Abandonment of the rail 1ine would mean the elimination of-all rail
service in Llano County. Most -severely affected on]dvbe the ‘Wootan -
Farm and Ranch Center, which reports it would lose two-thirds of its
business--a reduction of $4 to $5 million in sales--as well as 9-10 jobs,
accounting for about $90,000 in wages. 1If higher transportation costs,
resu]ting from truck shipments, caused Wootan to Tlose this}businéss, it
is 1ikely that the turkey growers to whom they sell the feed would have
to relocate or cease operations, thus reducing emp1oyment by up to an
additional 100 persons. |

Some other rail users, such as Premier Granite Company (wh1ch
brings in silicon carbide by ra11) and Thompson- Hayward Chemical Company
(which brings in chemicals), would experience significantly higher trans—
portation costs, as well as difficulty in having some materials
used in their operations.éhipped by truck. Other activitieS‘(espécia11y
farming and ranching), which are located in Llano County and in Mason
County (to the west) would be indirectly affected by abandonment, largely
due to higher costs for fertilizer and feed, resulting from higher trans-

portation costs.

Opportun1t1es for mineral extraction, including Jetty stone dolo-
mite, and iron ore ballast would be seriously curtailed by loss of rail.
At least one project 1nvo]ving crushed limestone materials is known to
be p]annéd. A granite quarry Operator also recently acquired a 12-month

contract for 1,000 railcars of jetty stone to be hauled during 1979.
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~ . The loss of rail service is jike]y to cause a slightly higher
unemp]oyhent rate. Loss of job opportunities and cancellation of
some expansion plans would slightly reduce the expected rate of
economic and population growth in Llano County. -
.Transportation costs would be expected to increase as a result of
the shift from rail to truck transportation. The added annual cost to

present users of shipping by truck is estimated to amount to nearly

$59,000 currently and to over $62,000 by 1980. - In addition, capital
equipment acquisitions such as trucks, Toading docks and other related’
faci]ities are estimated to require a one-tiine investment of $70,000.

| - Abandonment of the rail 1ihe could result in an annual net loss of
$3,089 in local property tax revenue paid by the railroad. After aban-
donment and removal of the track, the right-of-way would probably be
used for farming and grazing and considerably. lower taxes would be paid
on it. Loss of this tax revenue would have little effect on the finances
of L1ano and Burnet Counties, however.

- Abandonment would slightly improve the profitability of the rail-

road by reducing the net annual loss on this segment, estimated at
$30,687 in 1977. |

5. _Alternatives to Abandonment

One alternative to abandonment was considered: to provide an
operating subéidy to the SP to ensure continuafion of service for three
years, dufing which time additional freight traffic potential from the
development of dolomite and other mineral deposits in Llano County could

be evaluated.



6. Inclusion in Certified Program of Projects

Because of the favorable outlook for substantial increases in rail
traffic, the Llano-Scobee 1ine is recommended for inclusion in the
Certified Program of Projects. The Railroad Commission of Texas will also

monitor the status of mineral development projects contemplated for the

area served by the Tline.






PART B. DETAILED ANALYSIS

1. Description of the Line

a. Proposed Action

The Southern Pacific Transportation Company has filed notice that
it may submit an abandonment app]ication to the ICC for the branch line

segment between Llano and Scobee, a Category 1 line [49 CFR 1121.20(b)(1)].
b. Description of the Rail Segment

The subject rail segment is 25.07 miles in length and located wholly
within the counties of Llano and Burnet in the State of Texas. The two
counties are located to the northwest of Austin. The'segment begins
at Milepost 74.0 at Scobee, Burnet County and ferminates at Milepost
99.07 in the City of Llano, Llano County. Approximately 20 miles of the
segment are in Llano County; this is the only rail line in the County.
Approximately five miles of the éegment are in Burnet County, represent-
ing about 10% of the miles of rail line in that County.

The branch line diverges from a Southern Pacific line in Burnet
County near the town of Fairland. Scobee is the beginning of the desig-
nated segment and is located to the west of Fairland near the L]ano-

Burnet County line.

Figure 1 shows the relationship of the Llano-Scobee segment to the
rest of the State's rail system.' Figure 2 shows the location of the‘
segment in Llano &and Burnet Counties, while Figure 3 is a schematic rep-
resentation of the segment being considered for abandonment, showing

significant mileposts, shipper location and stations.
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I. FREIGHT TRAFFIC AND CHARACTERISTICS OF SHIPPERS ON THE LINE OF
THE RAILROAD

a. Freight Traffic

Nearly all traffic carried oh this line is destined for Llano. Inv
1977, terminations totalled approximately 330 cars or about 19,000 tons
of materials, and originations amounted to 3 cars and 60 tons. The bulk
of the commodities received by firms in L]ano is commercial feed and
components, which‘are subsequently distributed to local ranchers (Table 1).
The feed componeﬁts (soybean meal, corn solubles, phosphoric acid) are
blended into dry feed mixtures and 1iquid feed supplement used in réis-
ing turkeys, hogs and cattle. Granite is also unloaded in Liano,‘a]ong
with ofher materials used in tﬁe finishing of granite for commercial
purposes. Some chemical products are also terminéted on the line. All
compénies that receive commodities at Llano distribute their products by
truck. o N

Freight traffic, as shown in Table 2, increased substantially be-
tween 1973 and 1977, from 57 to 333 carloads, due Targely to shipments
by Wootan Farm and Ranch Center and L1ano Feed and Supply. Wootan
received no shipments in 1973; information on Llano Feed's shipments in
1973 is not available. |

Provided an opportunity to review a draft of this segment analysis,
the SP supplied carload traffic data for 1977 that are somewhat at
variance with the results of the rail user survey‘presented in Tables
land 2. SP records indicate a total 1977 traffic of 287 carloads
(rather than 333).

b.  Shipper Characteristics

The companies that make the greatest use of the Southern Pacific

rail services to Llano are engaged in the manufacture, blending, and
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TABLE 1

TERMINATING TRAFFIC ON LLANO-SCOBEE RAIL

LINE, 1973 AND 1977

Soybean Meal
Corn Solubles
Commercial Feed
Fertilizer
Phosphoric Acid

Sodium Chlorate and Other
Chemicals

Granite
Euery
Sand
Hardware®
Cross Arms

Transformers

e = Estimated

- Cars

25

14

lU‘ Hooe = W

57

1973

Tons

1,162

910
195
45
240
25

75

2,652

Source: Interview data and Arthur D. Little,

12

1977

Cars - Tons
160 12,800
35 1,400
98 3,060
2 100
6 240
15 638
6 510
1 60

6 180
1 25
330 19,013

Inc. estimates.



el

Rail
User
Code*

Note: All rail uvsers located at Llano, with exception of Donop

n.a.

e

*Keyed

Source:

CARLOAD RAIL TPAFFIC ON THE LLANO-SCOBEE LINE FOR 1973 AND 1977

TABLE 2

Rail User

Wootan Farm and Ranch Center
Llano Féed and Suﬁply Co.
Thompson—Hayﬁard Chemical Co.
Buttery Hardware

Premier Granite Quarries
Hasse Bros. Feed Co.

Central Texas Eleétric Co—ép

Donop Feed

not available.
no shipment

estimated

to Figure 2.

Survey of rail users, 1978.

Commodity

Feed ingredieﬁts
Commercial feed
Misc. chemicals

Building materials

_ Granite block, etc.

Salt

Poles; transformers

- Feed

Feed, which is at Mason.

Originating Terminating
1973 1977 1973 1977
-Cars Tons Cars Toms Cars Tons Cars Tons
- - - - - - 201 14,440
- - - - n.a. n.a 91 2,850
- - 3 60 25 162 15 638
- - - - 8 240 6 180
- - - - 18 1,150 7 570
- - - - - - 2 60
- - - - 6 100. 1 25
- - - = n.a. n.a. 7€ 250¢
0 0 .3 60 330 19,013



distribution of commercial livestock feeds and feed supplements. Of
the eight companies receiving shipments at Llano, the four companies

in the feed and supply business accounted for almost 90% of total 1977
traffic.‘ The Targest of these companies, Wootan qum and Ranch Center,
accounts for about three-quarters of the inbound‘tonnage. The feed
materials for blending originate at points in the Midwest and South.
Other commercial feeds originate at points in Texas, primarily the
Dallas/Fort Worth area, and are shipped to the Llano Feed and Supply
Company for distribution at the retail level to area ranches.

The Wootan Farm and Ranbh Center employs ]3 persons (full-time
equivalent), while Llano Feed and Supply employs five (seveh during
periods of peak employment). Combined sales were $6.8 million in
1977, with the Wootan Farm and Ranch Center accounting for almost 90%
of the total. Sales and employment data are summarized in Table 3.

These two firms are very dependent on rail service. The Wootan
Farm and Ranch Center has a contract with the Armour Company to supply
feed to 25-30 growers who raise approximately 2 million turkeys annu-
ally. The ability to honor this multi-year contract is contingent upon
aécess to rail services for obtaining low-cost feed. The company ex-
pects that the loss of rail service would place it at a cost disadvan-
tage, which might result not only in 1os§ of the contract to a more
competitive bidder elsewhere when the present one expires, but also in
many of the turkey growers béing forced to relocate or cease operations

because of the high cost of feed.
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TABLE 3

SELECTED CHARACTERISTICS OF RAIL USERS OH THE LLANO-SCOBEE RAIL LINE

Company ‘

Wootan Farm and Ranch Center

Llano Feed and Supply Co.

Thompson-Hayward Chemical Co.

v

Buttery Hardware-
Premier Granite Quarries

Central Texas Electric Co-op, Inc.
Donop Feed

Hasse Bros. Feed Co.

e = Estimated

1977 . :
Sales “Employees  Principal Line of Business
($m1)
6.0‘ 13 Manufacture and sale of livestock
’ feed
0.8 5 Retail feed dealer
n.a. 11 Manufacture of agricultural
chemicals ~
9.6 77 Retail hardware and building
supplies
0.7 33 Manufacture and wholesale of
monument stones
5.3 89 Electric utility
n.a 5-10° Retail'feed dealer
n.a. 5-10° Retail feed dealer
238-248 |

Source: Interview data and Arthur D. Little, Inc. estimates.



Currently turkey raising accounts for about 80% of Wootan's volume
of business. The manufacture of liquid feed supplement accounts for
most of the rest of the company's business. The company produces a11
of the liquid feed supplement used by Swift and Company in Texas. No
other firms in Central Texas produce this product, which is distributed
throughout the State and other parts of the Southwest. “Loss of rail
service would mean an fncrease in the cost of brihging in some ingre-
dients from outside Texas. This added transportation cost would make
it more difficult for the Wootan Farm and Ranch Center to compete, espe-
cially if it had to rely on truck shipments for out-of-state markets.

The Llano Feed and Supply Company has stated that rail freight costs
enable it to keep its feed competitive with ofher dealers in the region.
The firm expects that the added costs of motor freight would result in
declining sales, since the company would be fo}ced to pass along the
higher costs tolits customers. In summary, the two largest users of rail
freight in Llano - the Wootan Farm and Ranch Center and Llano Feed and
Supply Company - expect to experience higher costs, which would be
reflected in higher prices, and which in turn would adversely affect
their sales (one of the firms estimates that up to 80% of its sales
would be lost). |

The Premier Granite Company receives both granite blocks and other
supplies from points in the Southeast, Midwest and North. Out-of-state
blocks are estimated to account for about 30% of total sales. A1l sili-
con carbide, an abrasive used in the cutting and polishing of the stone,
is received by rail from New York State. This amounts to about 100 tons
or roughly 15% of the inbound rail shipments. The company reports that

trucking silicon carbide would increase production costs.

16



~ Thompson-Hayward Chemical Company manufactures herbicides and
various other agricultural chemicals at its Llano facility. The

company receives 15 to 25 cars at Llano. Some of these producfs, for

example, sodium chlorate--reportedly are received only by rail. Most
outbound shipments are by truck; however,about 60 tons of weed-killing
compounds were shipped by rail in 1977.

ThévButtery Hardware Company is a retailer and wholesaler of hard-
ware and building suppliies. This compény receives a small proportion
of building materials by rail. 1In 1973 and 1977, six to eight cars
per year of building materials were received. Most of the company's
receipts and shipments have been handied by truck because of conven-
ience and lower cost. Now that a new warehouse has been completed,
the company expects to increase jts use of rail up to 25 carloads by
1979. Reliance on rail could increase even more in future-years. The
hardware company is the only one of the users situated across the
river from the railroad terminus and siding. This means that materials
are transferred from rail to truck, then transported a mile to the

company and unloaded.

The users of rail freight service in Llano are in important sectors
-of the localeconomy. The mining and processing of granite is one 6f |
the important manufacturing activities in the county. The manufacture
and distribution of livestock feed are significant for area ranches,
as is the distribution of hardware and building supplies. The loss of
rail service to rail users could have adverse indirect effects on other
activities, such as ranching and turkey growing which are the principal

economic activities in the area.

17






II. REVENUES AND COSTS ATTRIBUTABLE TO THE RAIL LINE

a. Revenues

Revenues attributable to the branch are predominantly derived from
terminated traffic, which accounts for about 99% of‘all traffic travers-
ing the line. Only one user iniL]ano reported any outbound shipments
during 1977. These consisted of inter-plant transfers to out-of-state
faciTities owned by the corpbration. On the basis of shippek interyiews,
it was determined that the majority of shipments originatéd in the Mid-
west, primarily in the states of I1linois, Iowa'and Kansas. Other ship-
ments are originated at points as far away as Buffalo, New York.
‘Approximately one-third of inbpund shipments are originated within the
state of Texas, consisting primarily of commercial feeds shipped from
the Dallas/Fort Worth area. A lesser freight tonnage is originated
at Houston. | |

On the basis of this information, the average distance moved per
ton of fevenue freight was estimated at approximately 740 miles, an
average haul approximately 30% greater than the Southern Pacific system
average of 570 miles, based on Form R-1 data. .Freight tonnage terminated
or originated on the branch is estimated to account for approximately
14.1 million net ton-miles. On this basis, revenues attributable to the
branch, both on the line and beyond the line, were estimated at $330,714
in 1977, as shown in the attached Revenue and Cost Estimation Sheet.
b.  Expenses

Total operatfng expenses, including maintenance-of-way ‘and equipment
and both 6n- and ofobranch transportation expenses, were estimated at

$267,977 for the Llano-Scobee segment. Transportation expenses accounted
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for 50% of the operating expenses. The contribution of off-branch
fransportation expenses to the operating expenses i; expected to be
high, given the length of haul estimated for traffic attributable to
the segment. Tax expense attributable to the line is estimated at
'$59,634 for 1977. Other expenses were estimated at $33,790, A major
component of the "other expenses" category was equipment rentals, which
accounted for about two-thirds of this expense.

Expense total attributable to the branch 1ine is estimated at
approximately $361,401.

¢.  Comparison of Revenues and Expenditures

The estimated revenues of $330,714 yie]d'an operating loss of
$30,687 for 1977.

In response to an opportunity to review the estimated results of
the LTano-Scobee segment analysis, SP made available a copy of its de-
tailed R-6 branch line worksheet for the segment. The results, shown
in Table 4, are substantially at variance with the estimated results
discussed above. Direct comparison is not possible, in fact because the
time period is not specified, but also because there are inconsistencies
that we are unable to resolve. For example, fuel expense alone is
claimed to be $77,648--nearly 55% of reported revenues of $142,385; by
contrast, other light density lines (e.g., Alice-Falfurrias) show fuel
expenses well below 10% of reQenues. In addition, the SP Llano-Scobee
data for "on-branch servfce units" show that an average of 2.5 locomo-

tive miles are claimed for every one car mile, whether loaded or empty.
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TABLE 4
LLANO-SCOBEE

BRANCH LINE R-6 WORKSHEET DATA PROVIDED BY SOUTHERN PACIFIC
{Time period unknown)

Line mileage: 25.07
Carloads : 250 ea.
Revenue tons: 12,000 ea.
R-6 Line
Schedule Item Amount No.
A Revenues
1
Freight $133,567 2
Other 8,818 3
Total $142,385 4
Bl On-Branch Expenses 5
Maintenance of way $ 43,399 6
Maintenance of equipment 34,530 7
Traffic ' } - 8
Transportation 135,916 9
"~ Sub Total $213,845 10
B2 Tax Accruals $ 7,578 n
B3 Computed On- and Off- 12
Branch Expenses : 13
Locomotive ROI $ 12,824 14
Car costs 5,593 15
Fringe benefits ' 15,701 16
Sub Total $ 34,118 17
B4 0ff-Branch Avoidable Expenses 18
Terminal costs $ 24,943 ’ 19
Car costs 20,97 20
Gross ton-mile costs 45,094 21
Sub Total $ 91,008 22
B5 A1l Other Avoidable Expenses . ' 23
Working capital $ 8,838 24
Administrative costs ! 25
Sub Total $ 8,838 26
Total Expenses (Lines 10, 11, 17, 22,26) $355,387 27
Operating Results (Line 4 minus ' ‘ 28
Line 27) ($213,002) 29
Return on Value $270,946 30

]Excludes claimed foregone tax benefit in the amount of $224,900.

Source: Southern Pacific Transportation Company R-6 Worksheet for unspecified period during 1977.
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Further, the operating data on which the expenses are based charge the
ségment with 313 train round-trips, or the equivalent of one train a
day in each direction, six days per week; however, shippers indicate
that three-times weekly service is actually provided. Thus, substantial
clarification of operating and financial data will be necessary to

determine SP's actual estimate of results on the segment.
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REVENUE AND COST ESTIMATION SHEET

Line: Llano-Scobee Railroad:

1977 Carloads & Tonnage:

A. Revenues: $330,714

B. Expenses:
1. Maintenance of Way $§ 71,525

2. Maintenance of $ 57,663
equipment :

3. Transportation:
On-branch $ 14,666
Off-branch

124,123

$138,789

Operating expense $267,977

Sub~total

4, Estimated Taxes
Payroll $ 27,365

Southern Pacific Miles: 25.07
333 cars (13.3 cars per mile); 19,073 tons

1. Basis of estimate: System average revenue
per net ton mile of $0.0234 used to estimate
revenue. Average haul estimated at 741 miles.
[19,073 x 741 x $.0234 = $330,714] -

2. Description of 0&T and Bridge Traffic:
Originating traffic accounted for less than
1% of cars traversing the line. Terminating
traffic principally originates in the Midwest:
therefore, the average haul was estimated

on the basis of railroad miles between M1d—
west points and Llano.

Basis: Branch M/W expense per, mile, as

reported in R-6, is $2,853.00.] This branch
line average expense, applied to subject
branch yields estimated M/W expense.
[$2,853/mi, x 25.07 mi. = $71,525]

Basis: System average M/E expense per net
ton mile = $0.00408, based on R-1 data. Net
ton miles attributable to the branch equals
11,443,800,

[$.00408 x 19,073 x 746 = $57,663]

Basis: On-branch transportation expenses
per locomotive unit mile of $1.95 based on
R-6 data. Annual trips estimated at 150,
based on interview data. Total round trip
distance on the branch is 50.14 miles.
[$1.95 x 150 x 50.14 = $14,666]

Basis: Off-branch transportation expenses

per net ton mile is $0.00909, a system average
based on R~1 data. Net ton miles off-branch
estimated at 13,694,933,

[13,694,933 x $0.00909 = $124,123]

Basis: System-wide labor cost as a percentage
of operating expense used to estimate branch
line labor cost. Payroll taxes add 16.73%

to system average cost of labor compensation.
Proportion assumed constant for branch line,
[$330,714 x .4946 x ,1673 = $27,365]

... . . .
This is higher than the per mile expense encountered on other lines.
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Other than Federal
Tax Sub-total

5. Equipment Rentals

6. Other Expenses

7. Management Fee
EXPENSE TOTAL

NET RESULT:

$ 32,269

Basis: Average tax expense per mile of road

$ 59,634

$ 21,048

$ 9,435

$ 3,307

- miles attributable to the branch used to

derived from R-1 data for Texas is $1,287.17.
[$1,287.17/mile x 25.07 miles = $32,269]

Basis: System average rental expense per
loaded car miles ($0.0853) and loaded car

estimate the expense
[$0.0853 x 333 x 741 = $21,048]

Basis: Pro rate of branch line other avoidabl
costs. .
Note: exludes foregone tax benefit reported

by Southern Pacific. : N

$361,401

($ 30,687)

Basis: 17% of revenues
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III. REVIEW OF THE CONDITION OF RAIL PLANT, EQUIPMENT AND FACILITIES

a. History of the Line

The Llano-Scobee segment was constructed in 1892 as an extension of
the Austin and Northwestern Railroad (A&N). The A&N was built in the
1890's to haul granite from Burnet and Marble Fd]ls to the State capital
which was then under construction in Austin. The extension connected
Llano with Fairland, then a junction point on the A&N. In the early
1900's, the line was acquired by Houston and Texas Central, which was
later absorbed into the Southern Pacific system. The Llano-Scobee line
‘is presently part of the SP system.

b.  Description of the Layout of the Branch Line Stations

There are no stations on the Llano-Scobee line. Sidings in Llano
serve the Wootan Farm and Ranch Center and Llano Feed and Supply.
Premier Granite and Thompson-Hayward Chemical Company also héve sidings.
Until recently the line was servéd by an agent from the Llano Depot.

c. Physical Characteristics

The Tine is constructed of 90-pound rail, of 33-foot 1engths. A
spot check indicated that joints are staggered, 'with some evidence of
heavy wear on the rails. The a]fgnment appeared good.

The ballast, which consists of gravel, was observed to cover the
ties in some places, but generally appeéred to provide adequate drain-
age.

The condition of the trackage generally appeared to be good. Ties
were spaced at 19 per length of rail. The age‘of the majoirty of ties
is estimated to be betweeh 10 years and 25 years. Fewer than 10% of

the ties appeared to be defective. Observed defects included rotting
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and sponginess; some ties were broken across the middle.

About 90% of the tie plates were observed to be securely spiked.
Nearly one-third of the angle bars in one section were observed to
be secured by loose bolts. Vegetation along the tracks and between

ties indicated relatively infrequent use.
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IV. ECONOMIC AND OPERATIONAL ANALYSIS OF PRESENT AND FUTURE FREIGHT
SERVICE NEEDS :

a. Economic Overview

1. Definition of the Impact Area

The Llano-Scobee rail line is locatedinLlano and Burnet Counties.
which are northwest of Austin, Texas.  Abandonment of the line would
e1iminate all rail service in Llano County. Burpet County would con-
tinue to have rail service east of Scobee.

2. Population and Economic Trends

e Overview of Trends and Projections in the Austin BEA
Regional Area '

L1ano and Burnet Counties are located at the northwestern end

.of the 16-county Austin BEA Regional Area (Figure 4).1 The popu]atibn
of Llano and Burnet Counties accounted for only 3% of the Austin area's
population in 1970. Therefore, overall trends in the Austin area have
only general implications for traffic on this rail segment. Nevertheless,
it is the smallest area for which long-term economic forecasts have-
been made consistent with statevand national forecasts.

The Austin BEA area had a population of nearly 560,000 in 1970.
About 46% of the people live in the‘City of Austin, the State's capital.
State government is a major economic factor for the area, but education,

tourism, research and science-oriented manufacturing are also significant.

]BEA Economic Areas defined in OBERS, Projections of Economic Activity

in the United States, Volume II.
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¢ Employment Trends and Projections

Total employment in the Austin BEA region was 145,575 in 1950;
by 1966 it had increased by 25% to 181,595 (see Table 5). This was
below the 38% rate experienced by the State as a whole. For the
1966 to 1980 peried, employment in the region is expected to increase
35%, which is higher than the State's expected increase of 25%. During
the 1980 to 2000 period, employment in the region is expected to
increase by 35%. |

In 1970, the Austin BEA Area had 8% of its employment in agri-
culture (compared to 4% for Texas) and 40% in finance, insurance, real
estate and services (compared to 30% for Texas). Austin's manufacturing
sector is small relative to that of the State; in 1970 it was 9% compared
to 17% for the State. As can be seen from Table 5, it is the seryice
sector that is expected to experience the most rapid growth in Austin,
increasing from 34% in 1966 to 40% by 2000. On the other hand,'agricul-
tural employment in both the Austin area and in the State is prbjected
to decline. The decline in agricultural employment in Austin from
18,000 in 1966 to 8,400 by 2000 is expected to be due méin]y to increased
mechanization. Recent trends in the Llano and Burnet County area indicate
that agricultural production has increased. In 1971, total harvested
acreage was 14,500 and this increased 27%; to 18,525 in 1976.

¢ Demographic Characteristics and Trends in Llano and Burnet Counties

The population of Llano and Burnet Counties was 24,400 in 1975 with
'36% (8,696) in Llano County and 64% (15,706) in Burnet County (see Table 6).

This is three percent of the Austjn BEA Region's population. The population
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Table 5

EMPLOYMENT STRUCTURE, TRENDS AND PROJECTIONS
IN THE AUSTIN BEA REGIONAL AREA 1950-2000

Percent Percent Percent Percent Percent
Distri- Distri- Distri- Distri-~ Distri-
1950  bution 1966  bution 1980  bution 1990 bution 2000  bution

Agriculture 35259 24.27% 18063 9% 11500 4.7% . 9300

9.9 3.3% 8400 2.5%
Mining S . 1478 1.0 1424 0.8 1300 0.5. 1200 0.4 1200 0.4
Construction 12639 8.7 13682 7.5 20600 8.4 23500 8.3 27300 8.3
Manufacturing 7846 5.4 16816 9.3 21500 8.7 25300 9.0 30100 9.1
Transportation & Utilities 8559 5.9 7976 4.4 10300 4.2 11900 4.2 14000 4.2
Wholesale & Retail Trade 28223 19.4 34737  19.1 49300 20.0 56600 20.0 65900  19.9
Finance, Insurance, and .

Real Estate 3674 2.5 9009 5.0 13000 5.3 15000 5.3 17600 5.3
Services ' 37224  25.6 61118 33.7 92300 37.6 109400 38.8 130800 39.5
Goﬁernment 10673 7.3 18770 10.3 26000 10.6 30100 10.7 35600 10.8
TOTAL 145575 100.0% 181595 100.0% 245800 100.0% 282300 100.0% 330900 - 100.0y

Source: OBERS Projections of Economic Activity in the United States, Volume II BEA Economic
Areas, U.S. Department of Commerce and the U.S. Department of Agriculture, Washington, D.C. 1972




1900
1910
1920
1930
1940
1950
1960
1970

1975

TABLE 6

POPULATION OF LLANO AND BURNET COUNTIES 1900-1975

Total
.Llano and
Burnet
Counties

17,829
17,255
14,859
15,893
16,767
15,733
14,505
18,399

24,402

City of Llano’
as Percent

Llano City of of Llano
County Llano County
7,301 - -
6,520 1,687 25.9 %
5,360 " 1,645 30.7
5,538 2,124 38.4
5,996 2,658 44.3
5,377 2,960 55.0
5,240 2,656 50.7
6,979 2,608 37.4
8,696 2,956 34.0

1

Burnet

County

10,528
10,755

9,499
10,355
10,771
10,356

9,265
11,420

15,706

Source: U.S. Census of Population and the Texas Almanac, 1978/1979.
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growth of the two-county area has been erratic. In 1900, the two-

county population was 17,829, a low of 14,505 was reached in 1960 but
since then, both counties have grown. Their combined population increaéed
by 27% between 1960 and 1970, and by 33% between 1970 and 1975. Burnet'
County, which is closer to the Austin metropolitan area, has grown

faster than Llano County.

Since 1950, the City of Llano, the county seat, has been growing more
slowly than the county as a whole. In 1950, the City accounted for 55%
of the county's population; by 1975, it had declined to only 34%.
Kingsland, the other town on the rail line in Llano County,had a popu-
lation of 1,500 in 1970. Together, Llano and Kingsland accounted for
51.2% of the county's population in 1975. Scobee, the end point of
the line segment subject to abandonment, has no population.

Population forecasts indicate that the two-county area will con-
tinue to grow through the year 2000. From 1970 to 1980, growth is
expected to exceed that of the Austin BEA region and the State. This
seems reasonable considering the strong population growth experienced
over the 1970 to 1975 period. After 1980, the population of the two-
county area is expected to grow less rapidly than the Austin BEA region
and the State (Table 7).

@ Economic Characteristics and Trends in Llano and Burnet Counties

The prihcipa1 economic sectors in Llano and Burnet Counties are
granite mining, stone processing, services, trade and construction.
Agribusiness, which includes ranching, farming, feed manufacturing,
fertilizer, and related activities, is also an important sector. The
development of several recreational lakes in the two-county area has

resulted in increased recreation and tourism activity.
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- TABLE 7

POPULATION TRENDS AND FORECASTS IN LLANO AND BURNET COUNTIES,
AUSTIN BEA REGIONAL AREA, AND THE STATE OF TEXAS

Percent Population Increase
1960-1970 1970-1980 1980-1990 1990-2000

Two County Area | | 26.8% 30.4% 14.6% 14.99
Burnet 23.3 331 17.1 16.9
Llano ) " -33.2 26.1 10.2 11.3

Austin BEA Regional Area - 23.7% - 28.0% 21.7% 22.6%

State of Texas 16.9% 19.7% 16.4% 17.22

Note: Percent increases are for each ten-year period.

SOURCE: Population Projections, Texas Water Development Board (now Texas
Department of Water Resources), 1976.
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In 1970, employment in the two-county area was nearly 3,000
(Iéb]e 8). From 1970 to 1975, employment increased 24% with significaht ,
gains in most sectors, except agricU]ture and manufacturing, which declined
16%. Larger gains occurred in Burnet County than Llano County.

Table 9 compares the employment structure of the two-county area
to the Austin BEA region and the State of Texas. Relative to the State,
Llano and Burnet Counties are high in agriéu]ture and construction,
and low in manufacturing. The other sectors are close to the State's
average in their employment distribution.

Unemployment in the two-county area.is very low. In 1976, the
average -unemployment rate in the two-county area was 3.6%, in Llano
County 2.9%, and in Burnet County 4.0% (seé Table 10). The same year
the average unemployment rate in Texas was 5.7%, while the national
average was 7.7%.

® Agricultural Characteristics

Agricultural production has fluctuated in recent years. Harvested
acreage increased 27% between 1971 and 1976. Burnet County accounted
for 85% of the area's harvested acreage 1in 1976. The largest harvested
acreage is for sorghums but the acreages for hay, wheat and oats are also
significant (Table 11).

In terms of cash generated, livestock is a much more significant
sector of agriculture than crops. In 1976, livestock accounted for 93%
of cash receipts from farm marketing ($16.3 million) and crops for 7%
($1.2 million). Total 1976 cash receipts from farm marketing reached
$17.7 million, an increase of 34% over 1971 receipts of $13.2 million

(Table 12).
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TABLE 8

EMPLOYMENT IN LLANO AND BURNET COUNTIES 1970 and 1975

Two~-County Area Llano Coﬁnty Burnet County
1970 1975 1970 1975 1970 1975
e e

Mining ' 98 141 21 7 77° 134
Contract Construction | 132 322 69 87 63 235,
Manufacturing 243 203 63 70 180 133
Public Utilities 90 106 42 31 48 75°
Wholesale Trade ‘ 108 148 83 112 25 36
Retail Trade 799 986 342 360 457 626
Finance, Insurance,‘Real Estate 119 257 47 89 72 168
Services! | 545 602 172 195 373 407
Other | 30 82 15° 18 15°  64¢
SUBTOTAL? 2164 2847 854 969 1310 1878
Agriculture3 | 831 831 362 342° 489 489°

GRAND TOTAL 2995 3678 - 1196 1311 1799 2367

Note: lIncludes government employment

e = estimated.

Sources: 21970 and 1975 County Business Patterns, (excludes self.
employed persons, farm employees, domestic workers, and
railroad employees. Data arereported for county of
employment). ‘

31970 Census of Population. Data on agricultural employ-
ment are not available for 1975 from the Census therefore,
the 1970 levels were used. With generally declining
agricultural employment, it is likely that this somewhat
overstates agricultural employment in 1975.
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TABLE 9

COMPARISON OF THE EMPLOYMENT STRUCTURE OF LLANO AND BURNET COUNTIES,
THE AUSTIN AREA AND THE STATE OF TEXAS: 1970

Percent of Total Employment

Two~County Austin BEA ;
Area!l Region Texas?
Agricu}fure 13.1% 8.47% 4.4%
Mining | 2.9 0.7 ' 2.4
Construction | o 13.0 7.8 | 7.0
Manufacturing 4.2 ‘; 9.1 17.4
Transportation & Utilities 6.0 4.3 6.4
Whoiesale & Retail Trade 23.3 ‘19.4 20.9
Finance, Insurance, Real
Estate, Services & Other 37.5 39.9 29.9
Government ’ 3 10.4 11.6

Total 100.0 % 100.0 % 100.0 %

1 ,
U.S. Census of Population, 1970

2 . . . . s
OBERS, Projections of Economic Activity in the United States, Volume II,

(data for 1970 is interpolated)
3Included with Services
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TABLE 10

UNEMPLOYMENT IN LLANO AND BURNET COUNTIES

AND THE STATE OF TEXAS: 1970 and 1976

Total Two-County Area:
Number of Unemployed

Percent Unemployed

Llano County:
~ Number of Unemployed

Percent Unemployed

Burnet County:

Number of Unemployed

Percent Unemployed

State of Texas:
Percent Unemployed

1

Source: Texas Employment Commission.

1970

85
1.6

30
1.5

55
1.6

3.6

1976

296
3.6

84
2.9

212
4.0

5.7



TABLE 11

HARVESTED ACREAGE IN 1971 AND 1976
Llano and Burnet Counties

1971 1976

T

Total Two- Total Two-
County Area. Llano Burnet County Area Llano Burnet

Wheat 50 - 50 3,700 - 3,700
Oats 1,100 ZQO 900 3,100 300 2,800
Sorghums 8,200 1,000 7,200 6,100 700 5,400
Other Hay,

Except

Sorghums 4,100 500 3,600 4,500 700 3,800
Peanuts 850 850 - 1,125 1,125 -
Other 250 250

Total 14,550 2,550 12;000 | 18,525 2,825 15,700

Source: Texas County Statistics, U.S. Department of Agriculture/Statistical
Reporting Service.
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TABLE 12

FARM MARKETING CASH RECEIPTS

FROM LIVESTOCK AND CROPS IN

LLANO AND BURNET COUNTIES
1971 and 1976

Cash Receipts from Farm Marketing ($M)

1971 ' 1976

Total Two- Total Two-
County Area Llano Burnet County Area Llano Burnet’

Total Crops
& Livestock $ 12,736 $ 7,394 $ 5,342 - §$17,498 $11,703 $5,795

Crops 195 118 77 1,191 506 685
Livestock 12,541 7,276 5,265 16,307 11,197 5,110
Government
Payments . 462 133 329 227 96 - 131
Total $ 13,198 $ 7,527  $5,671 $17,725  $11,799 $5,926

Source: Texas County Statistics, U.S. Department of Agriculture/Statistical
’ Reporting Service.
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e Other Characteristics

LTano County is known to contain mineral resources that could be
exploited, including jetty stone, dolomite, and iron ore ballast. At
the time of the field survey, none of these commodities was being
‘shipped by rail. Subsequently, however, an as yet unidentified company
has been negotiating to purchase and develop limestone mineral reserves
in westeérn Burnet County in the vicinity of Fairland. Current plans
call for shipping an estimated 1,450,000 tons of crushable grade lime-
stone over the eastern portion of the Llano-Scobee 1ine and on to the
Houston and San Antonio areas. A granite quarry operator has also
recently signed a contract to supply 1,000 railcars of jetty stone to
be hauled over the subject line during 1979.

3. Implications of Trends for Future Rail Traffic

The mineral resources in Llano and Burnet Counties have important
implications for future rail traffic moving over the Llano-Scobee rail
segment. Granite, dolomite, and iron ore ballast deposits are Tow value,
heavy density commodities that can often be economically developed only
if rail is available. Production of these minerals in the impact area
has been cyclical. The granite in the area had been produced in large
quantities during the construction of the capitol in Austin and in the
growth of the principal metropolitan areas in Texas. Granite quarry-
ing halted almost entirely for a number of years as sources were
deve]dped closer to urban markets. It now appears that Llano's granite
is competitive again, as is the region's dolomite. This implies poten-
tial for a very significant increase in traffic at least in the short

and medium future.
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Trends in other economic sectors, particularly agriculture and
manufacturing, do not appear to suggest significant increases 1in
rail traffic.

b. Current and Projected Rail Operations and Freight Traffic

1. Current Rail Operations

According to rail users in Llano, serviée on the rail line is
provided three times per week, on Monday, Wednesday and Friday.
Service has been more frequent in the past but WaS'cut back to the .
present schedule -early in 1978. The service provided by the railroad
was characterized by most rail users as good.

2. Rail Users

Rail freight traffic generated by most current users is not likely
to increase much above the 333 carloads of 1977 in the near future
(Table 13). Wootan Farm and Ranch Center has planned to install a
pellet mill, which the firm expects would increase its use of rail
service.

Estimates of future traffic for existing shippers are presented
in Table 13. Because of the present threat of abandonment,‘it is
asSumed in the table that the proposed addition of a feed pelletizing
mill at the Wootan Farm and Ranch Center will not occur before 1980,
but that éurrent contracts requiring the'receipt of bqu}mater1a1s
would remain in force through that time. Moderate growth is projectéd
for the firm and rail use is expected to increase proportionately. Two
other firms--Premier Granite and Central Texas E]ectric Co-op--expect
to increase rail traffic over 1977 levels, but their use will still

remain below 1973 levels. The Electric Co-op is assumed to require two
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TABLE 13

PROJECTED USE OF LLANO-SCOBEE. RAIL
LINE BY EXISTING SHIPPERS

1980

. Total Car Loads
Centeal Texas Electric Co-op 3
Premier Granite 10
Thompson-Hayward Chemical 17
Wootan Farm and Ranch Center ' 215
Buttery Hardware ) 25
Hasse Bros. 2
Dunop Feed 7
Llano Feed & Supply _9%

toraL (M) 369

¢9)

A granite quarry operator recently reported receiving a
contract for 1,000 carloads of stone to be delivered over
the next 12 months. In addition, a limestone development
project could generate rail traffic of 15,000 cars per
vear beginning in the summer ~f 1980,

Source: Arthur D. Little, Inc. estimates, based on survey of shippers.
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transformeré and a shipment of transmission poles in 1980. Buttery
Hardware has been increasing its wholesale supply business,
especially heavy goods, which the firm expects will increase its

rail use appreciably. It is expected that use by other current users
will remain constant or decline s]ight]y.

Thus any major increases in freight traffic depend on the emergence
of new rail users. A granite quarry operator recently reported receiv-
ing a contract for 1,000 carloads of jetty stbne to be delivered over
the next 12 months. Although this represents a major increase in
traffic over the next year, it is not yet clear whether this Tlevel of
traffic will be sustained by the quarry. Another possibility exists--
the development of a dolomite deposit along the rail Tine. At present,
no specific plans exisi-to exploit this deposit becausé of the proposed
abandonment of the line. However, an agent for an industrial prospect
claims the firm would shiﬁ 15,000 carloads per year if it received
assurances of continued rail service.

Without new rqi] users, the projected level of traffic for 1980 .
does not appear sufficient for the line to be operated profitably. With
the possible addition of 16,000 railcars carrying jetty stone and Time-

stone, the annual breakeven traffic volume would be met many times over.
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V. ANALYSIS OF THE IMPLICATIONS OF ABANDONMENT

a; Relationship of the Line Segment and its Traffic to the State
Rail System and its Rail Traffic

The Llano-Scobee segment is designated as part of SP 199 in the

U.S. Department of Transportation Final Standards, Classification and

Designation of Lines of C]ass'I Railroads in the United States. It

appears as a Category A branchline, indicating that it carries from
1-5 million gross tons 6f tfaffic per year. It connects with SP 031 at
Fairland, also a Category A branch 1ine which continues into Austin.

The segment represents about 0.8% of the miles of road of the
Southern Pacific system in the State of Texas and provides all rail
services to Llano County. Abandonment would eliminate the rai]road‘as
a transport alternative: there. 4Burnet County would continue to be
served by the SP which connects with rail lines serving Austin and other
points. |

Commodities presently terminated on the segment are used by the
basic economic activities in Llano County, but very little rail freight
is originated in the County.

b.  Relationship of the Line Segment to Highways, Waterways and Other
Modes of Transportation

Llano County and the éity of Llano are served by Texas Highways
16, 29 and 71 (Figure 2). Farm Road 1431 roughly parallels the route
of the SP segment between Llano and Scobee. While the rail line
terminates at Llano, the highway continues in a westerly direction
(Figure 2). State Highway 16 is a north-south route. The Llano River
also roughly parallels the SP route between Llano and Lake Lyndon B.

Johnson, near the Llano-Burnet County line. The Lake is used for

45



recreational purposes but, for the most.parf, the river is not navigable
by commercial craft.

The Llano County Airport is located about two miles from the City.
The airport is for small planes only; schedu]edkair carrier service is
not available. Several motor freight lines, including Southern Pacific
motor lines, hold certificates to serve Llano. Service provided by these
carriers varies from daily to three times weekly.

c. Special Consideration

Key sectors of the local economy
by the abandonment include ménufacturing and who]esa]e and retail trade.
In addition, mining and ranching would be indirectly affected through
impacts on firms which provide services to these sectors or process
their finished products. As noted previously, mineral resource develop-
ment projects would be curtailed.

Llano has no underground source of water. In times of severe
drought, the Llano River runs dry and water has been brought into the

City by rail.
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VI. RELATIVE ECONOMIC, SOCIAL, ENVIRONMENTAL AND _ENERGY COSTS AND
. BENEFITS

a. Identification of Alternatives

The abandonment of the Llano-Scobee rail line would adversely
affect maJor feed suppliers in an area heavily dependent on ranching
and turkey grow1ng and would preclude at least one major mineral
resource development. |

Thefefore, the one'rea1istica11y feasib]e alternative is considered
to be continuation of all service on the line. Since the Llano-Scobee
line appears to be marginally unprofitable for the SP at present, this
alternative could require provision of a temporary operating sUbsidy for
the purpose of retaining service until such time as anticipated increases.
in rail traffic could develop. A potential limestone deve}opment a]dng
the Tine in Burnet County is the reason for optimism in fhis regard. If
that project proeeeds as intended, the limestone traffic could begin as
early as the summer of 1980 and possibly eliminate the need for any
subsidy. In the meahtime, a subsidy of at Teast $30,700, excluding return—
on-investment considerations might be required.

Retention of service by means of a short-line operation was initia]]y
considered as a possible alternative but not subjected to detailed analysis
because of the low traffic density end because any short Tine would remain
entirely dependent on the SP system for its connections.

b.  Economic, Social, Environmental and Energy Costs and Benefits

Table 14 compares the likely impacts of abandonment of the Llano-Scobee
line with those of the alternative to abandonment considered. The specific

economic, energy, environmental and community impacts presented in the

table include:
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TABLE 14

SOCIO-ECONOMIC IMPACTS OF ABANDONMENT
OF THE LLANO-SCOBEE RAIL LINE

Annual Impact
Continue Service
: with an
Abandonment  Operating Subsid

ECONOMIC IMPACTS
Employment Changes

Direct employment

Current -9] 0
Future , : . -9 0
Unemployment |
Number : up to 9 0
Rate +0.3% 0
Payroll
Current -$90,000 0
Future 0
Transportation CoSt52 .
Additional cost of transporting goods - Current +$58,726] 0
Additional cost of transporting goods - Future » +$62,345" 0
Capital cost of facilities and equipment - Current +$'7,0003 ' -
Capital cost of facilities and equipment - Future 0 ‘
Investment2 | |
Amount of investment "lost" (companies)
Current
Future (foregone) ' -$250,000 0
Taxes2
Amount of local taxes "lost (companies) ,
Current - 0 0
Future , -5399 0
Amount of railroad taxes "lost" ‘ ‘ '
Current : -$3,089 0
Future \
Other Public Costs2
Increase in unemployment benefits +$2,916 0
ENERGY IMPACTS
Net change in fuel consumption (gallons per year)
Current , + 7,724] 0
Future ' + 8,190 0




TABLE 14 (continued)

ENVIRONMENTAL IMPACTS

Net change in emissions (pounds per year)

Annual Impact
Continue Service
with an
Abandonment Operating Subsidy

Current
HC 183 0
NO, 2,858 0
co 1,910 0
SOX 154 0
Particulates 79 0
Future
HC 193! 0
NO, 3,030 0
co 2,025 0
SOX 83 0
Particulates 163 0
Impact on Air Quality Insignificant | None
COMMUNITY IMPACTS
Change in Population Reduced grthh | 0
Change in Development Potential May adversely 0
' influence indus-
trial develop.
SUBSIDY COSTS?2
Operating Subsidy 0 $30,687
Capital Subsidy 0 . 0

1
a major contract for shipping stone.

2011 dollars are 1977 constant dollars.

3

Does not include impacts associated with granite quarry operator ;hét recently reported

"A one-time expenditure of $70,000 depreciated over 10 years.

Source: Estimates based on shipper interviews and other data.
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Emg]oyment'- Net change in direct employment resulting
from the loss of jobs in businesses adversely affected
by abandonment less the increase in jobs due to addi-
tional workers employed in trucking (or other

activities).

Payroll - The net change in payroll estimated to be

associated with the change in employment.

Unemployment - The net change in unemployment anticipated

as a result of the abandonment.

Transportation Costs - Additional costs of transporting

goods by alternative mode (e.g., truck) to the nearest
rail head including annualized capital costs for new

transportation facilities such as trucks and Toading docks.

Investment - Investment lost (especially in recently con-
structed rail facilities) and future investment that

would not be made should rail service be abandoned.

Taxes - Local taxes lost (or in the long term, foregone)
due to abandonment of the rail line, closing of certain

plants, or decisions to cancel planned investment.

Other Public Costs - Increase in unemployment compensa-

tion.

Energy - Net change in fuel consumption due to a shift

to alternative transportation modes.
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® Environmental Effects - Change in air emissions such

as increase in hydrocarbons, nitrous oxides, carbon
monoxide and particulates due to change in fuel

consumption resulting from modal shift.

° Communi ty Effects - Change in development potential and

population that is 1ike]y to occur in the Impact Area
as a result of the cumulative effects of abandonment.

The direct economic effects of abandonment would be experienced
in Llano County and primarily in the City of Llano. Other neafby
shippers in Llano and Mason Counties also might be directly or in-
directly affected. There are no current shfppers located on the rail
segment in Burnet County so there are not expected to be significant
impacts in this county.

Loss of rail service would result in employment cutbacks in Llano.
These wdu]d result from a substantial reduction in operations expected
by the 1argest‘rai1 user, Wootan Farm and Ranch Center and in the possible
reduction in or elimination of the operations of up to 25 turkey growers

in the Codnty,employing as many as 100 people. The loss of rail service and

the need to transfer to truck delivery would cause an increase in costs
of feed. This could lead to a loss .by Wootan of a major contract with
Armour Company to supply feed to turkey growers in the county. Since
this contract accounts for about 80% of the company's current volume of
business, termination of the contract could result in a reduction of
Wootan to about one-third of its current size and the loss of about nine
employees. This could raise total unemployment in the county from 84 to
93. This increase would raise the unemp]oyment rate for the county by

0.3%.



Since the feed produced by Wootan is supplied to 20-25 turkey
growers, each raising between 50,000 and 500,000 birds, the increased
cost of feed and the possible loss of contract could cause these turkey
growers fo relocate or go out of business. Apparent]y,Ano firm closer
‘than Fort Worth has the capacity to supply the necessary feed.

It is assumed that the impacts on other current rail users would not
be as severe. Adjustments probably would be made in current operating
procedures that would result in no further net job loss, either currently
or in 1980. Most of the other rail users are not as dependent on rail
service as Wootan. | |

In the event of abandonment, the operating costs for transporting
goods and materials would be expected to increase by almost $60,000 for all
rail users in Llano. Wootan would account for nearly three-fourths of
this increased cost. In the short-term, the total increase in transpor-
tation costs, including both operating and capital costs (for trucks,

Toading facilities, etc.) would be about $130,000. In the longer term,
total transportation costs would be expected to exceed $132,000. The

one-time capital cost of facilities needed to shift from rail to truck
is estimated to be $70,000 and the annual operating increase, to be
$62,345. Wootan would bear nearly 90% of this cost 1ncrease.

The annual tax loss to the county if the Tine were abandoned is
estfmated to be about $3,500. Approximately 80% of the decrease in tax
receipts would result from the loss of railroad property tax revénue.

The remaining portion of property taxes "lost" would be accounted for
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by future expansion cancelled as a result of the abandonment. It is
possible that some of the tax loss can be offset by taxes paid by new
users, although such taxes will be Tess due to the probable use for
farming and grazing.

Public costs for unemployment and welfare would increase in the
short term by as much as $3,000 as a direct result of increased unémp]oy-

ment décurring'due:to the abandonment.

In the event of abandonment, fuel consumption would increase as a
result of greater'dependence_on motor freight by current rail users.
This increase is expected to total approximately 7,700 gallons of diesel
fuel, based on current ton-miles hauled. Future increased consumption
is expected to reach about 8,200 gallons by 1980. This would result in
the generafion of air contaminants. However, the increase is not ex-
pected to cause a significant deterioration in air quality in the two-

county grea.

Current projections of population growth indicate a s]owdéwn during
the period 1980-2000 (Table 7). If a line were abandoned, it is expected
that the rate of population growth would be further reduced, because eco-
nomic expansion would occur at a slower pace. Existing rail-related

business would experience slightly higher costs,which would adversely

offset their market positions regionally.



The possibility of rail abandonment is perceived to limit the
development potential of the area. The lack of railroad infrastructure
might make the community less attractive to certain types of potential

industrial development. An industrial commission was recently established
to bring new industry to Llano.

One immediate effect of abandonment would be to curtail a dolomite
development project being considered by an as yet unidentified company at
a site served by the eastern portion of the subject line. In addition, a
Jetty stone quarry, with a rail spur off the line, has generated rail
traffic in previous years; the owners have recently signed a contract to
supply 1,000 carloads by rail during 1979, and expect future contracts
requiring use of rail.

A1l of the impacts of abandonment would be avoided by the alternative.
The actual amount of any operating subsidy required under this alternative
would be negotiated between the railroad and other parties. If this were
to occur before projected increases in rail traffic occurred, the amount
shown in Table 14 must be viewed as the minimum, since it excludes return

on investment considerations for the carrier.
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VII. EVALUATION OF METHODS FOR ACHIEVING ECONOMIES IN THE COST OF RAIL
SERVICE OPERATIONS ON LINES ON WHICH SERVICE WILL BE CONTINUED

Cutbacks in service were already instituted in 1978 as a method'ofv
achieving economies in the cost of providing rail service on this line.
Since consolidation, pooling and joint use of equipment and facilities
-are not possible for this line, further sefvice cutbacks are the only 1
available method of achieving economies. Service might be further
reduced to an on-call basis (less than three trains per week) although
this might not result in sufficient reduction in costs to make the line
profitable (Section II).

City of Llano officials note that because the rail line extends into
the City, the carrier muét maintain about seven grade crossings at some
expense. As a cost saving measure, these officials suggest that the seg-
ment of track in the City bg abandoned and a team loading facility be
built outside of the City. Apparently, this recommendation was made

directly to the SP, but the carrier has not yet responded to this sugges-

tion.
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VIII. COMPETITIVE OR OTHER EFFECTS ON OR BY PROFITABLE RAILROADS

a. Competition

Since no other rail line servés Llano County, the Toss of rail
service cannot reduce competition between lines. Intermodal competition
would be reduced, since the only kemaining transportation alternative
is motor freight.

b. Profitability .

The profitability of the parent railroad company would be affected
slightly in the near term, through reductions in losses, by revenues
generated by sale of the right-of-way and any salvaged materials re-

‘covered from the trackage. The SP is present1y profitable system-wide.






IX. CONSIDERATIONS RELATED TO RAIL BANKING

This line is not recommended for rail banking, since the future

economic potential of certain key sectors (e.g., agriculture and fossil
fuel development, etc.) is considered limited and none is presently

directly dependent on rail services.
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X.  DESCRIPTION OF THE ALTERNATIVES EVALUATED TOGETHER WITH AN ANALYSIS
OF THE RELATIVE ADVANTAGES, DISADVANTAGES, AND COSTS ASSOCIATED
WITH EACH ALTERNATIVE

a. Brief Description of Alternatives

Abandonment of the Llano-Scobee line would eliminate rail as an
alternative (to truck) form of transportation for Llano and would so
~increase transporfation costs for the largest user (Wootan Farm and
RanchVCenter) that this user expects to Tose an estimated 80% of its
market. This would result not only invthe loss of nine jobs and
increase unemployment in Llano County from 84 to 93, or an increase
of 0.3% in the total unempioyment rate, but potentially in the loss of
~as many as 100 jobs among turkey growers in the Co&nty. Abandonment
would place a limitation on future industria]'deve]opment'(although
the extent is unknowh), and would apparently preclude any possibility
of development of a dolomite deposit and other mineral reserves in
Llano County and the portion of Burnet County served by the Tine.

Most of Burnet County, where Scobee is 1ocated,vwou1d continue to
receive service from SP.

Abandonment would improve the profitability of the Southern Pacific
Railroad by reducing the current annual loss estimated at $30,687.

Continuation of operation with a subsidy to the SP sufficient to
offset losses and to provide a reasonable return on investment, would
leave the competitive positions of Wootan Farm and Ranch Center and
Llano Feed and Supply unchanged. Since an operating subsidy would be
available for a maximum of three years, at the end of this time, abandon-
ment would occur, unless new traffic sufficient to permit the line to

operate profitably had materialized. In view of the deVe]opment
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potehtia] of the dolomite deposit and the opportdnity for signifi-
cant granite traffic cited ear]ier,’the three-year delay in
abandonment would permit sufficient time to see whefher such traffic
could materialize. (The total amount of potential traffic is
unknown. The realtor hand]fng the site where the deposit is said to _
be 1ocated, claims that as much as 1 mi]fion tons of dolomite
annua]1y might result, whereas the granite operator now has 1,000
carload contract. )

b.  Movement of Existing and Future Traffic by Rail and Alternative
Modes

Traffic moving by truck and serving Llano and the surrounding
area can use Texas Highways 16, 29, and 71 and Farm Road 1431, which
parallels the route followed by the SP segment between Llano and
Scobee. Highway 16 is a north-south route.

c. Identification of Costs Associated with Alternative

An operating subsidy would amount to $30,687 to cover current
operating losses plus an adequate return on investment to be nego-
tiated. If the granite traffic develops and is sustained, no subsidy
"~ may be needed.

d. Sedlection Process

Because of the favorable outlook for this rail line and, in
particular, the possibility of a major dolomite project requiring rai]
service, the continuation of service alternative is judged to merit
serious consideration.

In view of the opportunity to minimize the impact of abandonment

on the two major Llano shippers, particularly Wootan Farm and Ranch
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Center and the local turkey growing industry that they support,
‘and to evaluate the dolomite and granite potential, utilization
of a short-term operating subsidy is suggested should public
assistance be required to ensure continued operation of the line.

~Abandonment of the Llano-Scobee rail line would result in signi-

ficant public impacts.






XI. CONCLUSION OF THE STATE AS TO WHETHER THE ALTERNATIVE SHOULD
: BE SELECTED FOR FEDERAL OR STATE ASSISTANCE

If the SP files an application to abandon the Liano-Scobee rail
line, the segment is recommended for inclusion in the Certified
~ Program of Projects, pending a cost-benefit evaluation of all
possfb]e projects. The condition of the ra11'1ine is generally good
and the outlook for future rail traffic, particularly crushable Time-
stone from reserves ih the eastern portion of Burnet County and jetty
stone from a quafry in Llano County, suggests that the line would be
capable of achieving 1ong-t¢rm viability upon termination of a project.
It is further recommended thét the Railroad Commission of Texas monitor
the status of the proposed do]omife project and the volume of traffic

carried on the line.






XII.  STATEMENT OF THE STATE'S FUTURE ROLE ON EXPIRATION OF FEDERAL
ASSISTANCE :

When federal assistance expires (at the end of three years), if
sufficient new téaffic has not materialized to increase the profitabil-
ity of the line sufficiently for SP to continue service without subsidy,
it appears that some form of surcharge would be the only means of con-
tinuing operation. This surcharge, to be borne entirely by the
shippers, would result in increased costs to the shippers, but would be
considerably Tower than the costs assocfated with trucking. The State
should not play a role except to help negotiate a surcharge. It should

be noted that one major shipper has already indicated a willingness to

pay a surcharge.
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