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The Regional Rail Reorganization Act of 1973 (P.L. 93-236), 
enacted January 2, 1974, directed the Secretary of 
Transportation to submit a comprehensive report containing 
his conclusions and recommendations with respect to the 
geographic zones in the midwest and northeast region within 
and between which rail service should be provided. This 
report is submitted in accordance with that provision. 

I urge the United States Railway Association, the Interstate 
Commerce Commission, the Congress, and other affected parties 
to consider carefully these conclusions and recommendations. 
I believe they provide the proper guidelines for the difficult 
task of developing a viable system that meets the rail service 
needs of the region. 

This report, which was prepared under my supervision, is 
the product of a joint task force from the Federal Railroad 
Administration and the staff of the Office of the Secretary. 
Although a great many individuals contributed to its pre­
paration, I would like to give special recognition to James 
Hagen, William Loftus, James McClellan, and Gerald Davies of 
the Federal Railroad Administration; to Barrs Lewis and Gary 
Broemser of the Office of Transportation Policy Development; 
to Ralph Mueller of the Office of Planning and Program Review; 
and to 1-,saph Hall, Special Assistant to the Secretary. 
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INTRODUCTION AND SUMMARY 

LEGISLATIVE MANDATE 

Much of the railroad system in the region comprising 
the Northeast and portions of the Midwest has fallen into 
serious physical disrepair and financial insolvcncy.1 Seven 
of the region's Class I and one of its Class II railroads arc 
undergoing reorganization under section 77 of the Bank­
ruptcy Act, and some are close to liquidation." There are 
also 15 subsidiaries of the Penn Central that have filed for 
reorganization. 

The Regional Rail Reorganization Act of 1973 (P.L. 
93-236) ("the Act") which became law on January 2, 
1974: 

( 1) Established the United States Railway Associa­
tion to plan and finance the restructuring of this ailing 
rail system; 

( 2) Directed the establishment of the Consolidated 
Rail Corporation to operate and modernize parts or all 
of the restructured system ; 3 

( 3) Allowed for the future abandonment of unneces­
sary services; and 

( 4) Established an interim joint Federal-State sub­
sidy program for the continuation and improvement of 
local rail services which would otherwise not be included 
in the Corporation's or other solvent railroads' operations. 

The planning process for restructuring rail service 
within this region is to be accomplished in seven basic 
steps: 

( 1) Within 30 days of the date of enactment of the 
Act, the Secretary of Transportation will submit a re­
port containing his conclusions and recommendations 
for rail service within and between the several geo­
graphic zones of the region and describing the criteria 
used in developing those conclusions and recommenda­
tions. This document, consisting of two volumes, is that 
report. 

( 2) The Rail Services Planning Oflicc ( "Oflice") of 
the Interstate Commerce Commission ("ICC'), estab­
lished pursuant to tlw Act, will hold public hearings on 
the Secre,ary's report and prepan, a report containing 
an evaluation of the Secretary'« recornmendations. 

(3) The United States Hailway Association will pre­
pare a detailed Preliminary SyHtem Pla11 based upon 
the reports prepared by the Secretary of Transporta­
tion and the ICC Office. 

(4,) The ICC Office will hold public hearings on the 
Preliminary System Plan and prqmn: a report eval­
uating the Plan. 

( 5) The Association will then prepare a Final Sys­
tem Plan reflecting the changes recommended by the 
ICC Office report on the Preliminary System Plan. 

( 6) The I CC will prepare an evaluation of the Final 
System Plan. 

(7) The Congress will approve or reject the Final 
System Plan before it is implcnwnted. ( If rejected, the 
Plan must be revised by the Association and returned 
to the Congress for approval.) 

Once approved by the Congress, tlw Final System Plan 
will become the basis on which sprcific rail propcrti<'s of 
the existing bankrupt• and solvPnt railroads in the region 
arc transferred or conveyed to the Corporation or other 
solvent railroads to make up the n~strnctured syst!'m or arc 
abandoned ( unless retained for the provision of rail serv­
ice under the subsidy provisions of the Act). 

Three of the six purposes set out in the declaration of 
policy in the Act arc directly r<'lcvant to this plarrning 
process. They are: 

"to provide for--
( 1) the identification of a rail snvicc system in the 

midwcst and northeast r<'gion which is adequate to 
meet the needs and service wquircmPnts of this region 
and of the national rail transportal ion system; 

1 The region, as designated in the Act, includes Maine, New Hampshire, Vermont, Massachusetts, Hhodc Island, Connecticut, New 
York, New Jer,ey, Pennsylvania, Delaware, Maryland, District of Columbia, Ohio, Indiana, Illinois, Michigan, Virginia, West Virginia, 
and those portions of contiguous States in which are located rail properties owned or operated by railroads doing business primarily in the 
aforementioned jurisdictions (as determined by the Interstate Commerce Commission by order). In its order in Ex Pa rte No. 293 approved 
January 14, 1974, and served January 23, 1974, the Commission delineated areas in the vicinity of Louisville, Kentucky, St. Louis, Missouri, 
and Kewaunee and Manitowoc, Wisconsin, as included in the region. 

2 Railroad operating companies are classified by the Interstate Commerce Commission on tlw basis of opcrnting revenue, with those 
carriers with $5 million or more of annual revenue classified as Class I and those with less than $5 million classified as Class II. The Class 
I .railroads in reorganization are the Ann Arbor, Boston & Maine, Centrnl Railroad of New Jersey, Eric Lackawanna, Lehigh Valley, Penn 
Central, and Reading. The Class II railroad in reorganization is the Lehigh & Hudson River. 

'If the Association deems it necessary for competitive or other reasons, there could be two or more new mil corporations established 
to operate the system. 

4 The term "bankrupt railroad" is used throughout this report to identify a railroad which is within the definition of "railroad in re· 
organization" in section 102 (12). 
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(2) the reorganization of railroads in this region 
into an economically viable system capable of pro,iding 
adequate and efficient rail snvicc to the rl'ginn; 

* * * * 
(6) necessary Federal financial assistancl' at the low­

est possible cost to the gcricral taxpayn." 

The Act prm·idcd specific guidelines for tlw re­
structuring and reorganization process in terms of tlH' 
goals to be sought in the Final System Plan. Among thost~ 
goals arc ( 1) the creation of a financially sel f-sustai11 i11g 
rail service system in the region; ( 2) the cstahlish11w11t and 
maintenance of a rail service system adequate to nwd the 
rail transportation needs and service requirenwnts of the 
region; ( 3) the preservation, to the extf'nt consisll'nt with 
other goals, of existing patt1·rns of service hy rail roads. 
and of existing railroad trackage in areas in which fossil 
fuel natural resources arc located, and tht' utilization of 
those modes of transportation in the region which require 
the smallest amount of scarce energy resources and which 
can most efficiently transport energy n'sources; (I.) tlw 
retention and promotion of competition in the provision 
of rail and other transportation services in the rt'gio11; and 
( 5) the attainment and maintenance of t•11viro1111w11tal 
standards, particularly thP applicable national amhiPnt air 
quality startdards and plans established undn tlw CIPan 
Air Act Amendments of 1970, taking into considnation 
the environmental impact of alternative choices of action. 

Other factors which the Act directs tlw Association 
to consider in arriving at the Final SystPm Plan includP: 
the need for and the cost of rehabilitation and modPrniza­
tion of track, equipment and other facilities; nwthods of 
achieving economies in the cost of rail operations in tlw 
region; means of achieving rationalization of rail servicPs 
and the rail system in the region; marketing studies; t lw 
impact on railroad cmployf'es; consumer needs; traffic 
analyses; financial studies; and any other factors iden­
tified by the Association or in the report of the St'crl'tary. 

This summary of the legislative mandatl' show:- the 
important role of this report in the reorganization planning 
process. In essence, the purpose of this report is to launch 
the planning process and to give it direction as tn when· 
rail service should be provided in the ~estructuring of the 
region's rail system. 

Thus, the objectives of this report are to provide: 

• A description of the existing rail system in the rqrion; 

• An analysis of the capital and operating prohlc·ms 
that exist and possible improvements that might lw 
realized; and 

• Recommendations as to where rail service should I)(' 
provided and for the restructuring and consolidation of 
interstate and local rail service. 

The report first discusses the railroad problem in tlw 
region with reference to the specific factors addn·ssPd by 
the Act. It then discusses the criteria on which thl' 
recommendations for rail service arc based both for the 
interstate and local service rail networks. and presents 
conclusions and recommendations for use by the Associa­
tion in its development of the Preliminary and Final 
System Plans. 
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CONCLUSIONS 

Th(' lkparl111n1t's analysis ol' rail snv1cti in tlw rq;ion 
has lt·d to s1·\·1·ral basic: 1·011clusio11s whif'.lt underlit· tlw 
rccommcndal ions co11taincd in th is rqiorl. Thc~sc concl11-
s1ons arc: 

• A fundan11·nlal co11sol1dation and n·.slrncluring ol' tlw 
rPgion's railroad indusl ry ( i lll'i 11ding hoth bankrupt 
and sohTnt <'arrit~rs) is n,q11in·d if tlw public policy 
goals d(·scril1ed in tlw Act arc to IH' n·,tlizt·(I. 

• Tl11~ major lw11dits to Ii,· n·alizt·d front this consolida­
tion ancl n·strncturing will IH', first, improved capital 
product ii ity and a I iahlt, fi11anl'ial liasc for tlw ( :or­
poratio11 and othc·r rnilroads in tlu~ region. This im­
J.HO\'t'HH'nl will then lt·ad lo highn quality rail service 
for the· l'ntin· n·gion. 

• In ordn to a.chit·vt· improwd productivity, tlw <''.­

isling, highly duplicatiw a11d un1lt-rutili:r.1'd i11divid11al 
railroad intnstatc 1nai11lin1·s in 1lw n·gion should IH' 
consolidated into a high \'olunw, upgraded intnstatt• 
nl'lwork. 

• In orcl1·r to maintain a11d 1·11ha11ct· rail co11qwtition 
and improve l'fiicil'ncy of opera I ions within tlw region. 
the Corporation and otlwr solvnrt <'arri,·rs should, lo 
tlw fullc·st <'xlent prad il'alil,·. shan· facil it il's and co­
ordinate· opnalions 0\'<'1' the high volurrw 1wtwork. 

• Local rail snvicl' 1Tqu in·111t·nls in I Ill' rPgion should 
he fulfill('d gt•ncrally with si11glt- l'arrit•r, din·r:t rail 
sPrvicl' in ordc·r to giv,• l.lw rail 111od1· a viahlt' t·co­
nomic lwst' and to s11pporl dft.t'livc intnmodal corn­
pctition. 

• Tlw l'Xisting, highly duplil'atiw. f,•t·tkr and local 
sPnict· rwtwork used for lo<'al rail st•rvit·t·s should ht· 
strcamlinl'd hy permitting tlw abandonment of rail 
faciliti"s which an· not financially st'lf-s11staini11g. 

RECOMMENDATIONS 

Based on the above conclusions. tlw l>qiartnwnt makl's 
the following n·commc1Hlatio11s: 

• The solvent carriers in the n·gio11 an· urgt•d to lw­
comc full participants in tlw planning and n·strnc­
turing of the region's rail system. 

• The Association should conct•11tralt· ils planning l'fforb 
on two lt•vels of tlw n'gion's rail systt·m -local rail 
service and high \'olunw, i11tl'rc<tatc rail s<'r\'ir·t·. Each 
of tht·st· lt·n•ls rnnst lw reslnwltm:d in ordt•r to im­
prn\'c the economic <'fiicicncy and financial viability 
of rail opt'rations in tlll' n·gion. 

• At the local snvicc lcvl'I. co11li11111'd din·ct rail ~l'rvir·t· 
should be provided for rwarly all of l!H' n•gion's 
normal rail freight traflic. Less than -'I, 1wrr-t•nt of 
the n·gion's rail trallic is originated or tl'rminall'd on 
lines which arc pott·11lially CX('('SS and most of this 
traffic can lw rctairwd by tlw rn il mod,: through sub­
sidy program:-: or cm11hi1wd motor carriN/rail snvict•. 

• At the interstate levd, duplicative· lint's and facilities 
should lw downgrad,·d or eli111inat<'d and servict' co­
ordinat!'d with thC' goal of substantially increasing 
utilization of the consolidated and n•structured sys!t'm. 
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• At the local level, rail pick-up and delivery service 
should he coordinated so that it is provided by a 
single railroad in a givrn geographic area. 

• Existing intnstatc routes should be consolidated to 
establish a high volunw interstate nPtwork which 
warrants a major modernization program. 

• Rail competition should be maintained only ovn 
the high volume interstate n!'twork hctwP!'n major 
traffic generating CPntPrs which provide a sufficiPnt 
volume of rail traffic to produce al least f'ight train 
loads ppr day each moving morP than approximatrly 
200 miles in the same gPneral direction. In our 
judgm('nt othc-r points do not rrquirc mainlinP sen-icr 
by more than one railroad. 

Table 1 summarizt's, by State in the region, thc- Secrc•­
tary's rPeommendations on regional rail snvice. comparinµ­
currPnt kvds of traffic and rout<' mikagP with the kvels 
resulting from the recommendations as to points in tht• 
region which should reeein~ dirPct local rail sf'rvicc. As 

can he S!'Pn in tlH' tahle, at ]past 96 pt•rc<'nl of the region's 

rail traffic would continue to receive direct rail service. 

Of the remaining I], percent of the traffic, a part may be 
covered hy additions to the Association's Final SystPm 
Plan, othf'r f'k•mPnts may contimw under the short term 
subsidy provisions contained in tlu~ Act, and the remainder 
can lw servrd by motor carriN or joint motor carric·r/rail 
service. Thu::-, the overall impact of the recommended 
cuthac:k in rail fn·ight sNvicc is quilt' small. 

Approximately 2.S percent of the region's railroad route 
milPage appPars to lw potPntially t·xcf•ss, E'ithPr hc:c:ause it 
is um'c:on0mic or clearly redundant. Howcvc-r, it is 
emphasized that this constitutes only a rough e::-timate of 
the route mil!'agf' which may lw classified as excess m 
the Final Sy::;t!'m Plan. The available mileage data is 
ncitlwr c:urrf'nt nor pn·cise, and additional analysis by the 
Association will be necessary to establish the mileage in­

volved and further define the potentially cxc1'ss trackage. 

TABLE !.-SUMMARY OF SECRETARY'S RECOMMENDATIONS 

1972 Route M iJpage 1972 Annual Carloads Generated 1 

Retained In Service 
Potentially Excess 2 Recommendations 

State Rail Linc Hi.ate 
Totals Totals Carloads Percent of 

States (Miles) Miles Percent of Total (Thousanrls) (Thousands) Total 8 

Connecticut_ _________________ _ 664 175 26 161 154 95 
Delaware ____________________ _ 291 75 26 157 154 !)8 
District of Columbia __________ _ 30 180 4 167 4 93 
Illinois _____ . ________________ _ 10,822 2,650 24 4,541 6 4,393 6 97 
Indiana _____ . ________________ _ 6,405 2,350 37 l, 846 6 1, 73:{ 6 94 
Maine ______ .. __ .. _____________ _ 1,666 75 5 309 28!1 94 
Maryland ____________________ _ 1,110 225 20 !131 613 !)7 
MassachusC'tts ________________ _ 1,430 475 33 3\l\J 375 !)4 
Michigan .. ________________ _ 6,159 2,275 :n 2,053 1,985 97 
New Hampshire ______________ _ 817 400 49 71 (la 88 
N cw .J crsey ______ .. ___________ _ 1,742 300 17 81\l 809 !)!) 
New York ___________________ _ 5,595 1,875 34 1,330 1,258 95 
Ohio. 7,804 2,500 32 :{, 979 3,837 96 
Pennsylvania _________________ _ 8,273 1,450 18 :3, 53\l 3, 38!) 96 
Rhode Island_ _ _ ____________ _ 146 25 17 41 38 91 
Vcrn1ont _____________________ _ 766 250 33 60 52 88 
Virginia_ .. _____________ .. _____ _ 3,895 275 7 1,872 1,824 97 
West Virginia ________________ _ 3,569 200 6 1,985 1, 9Hi 97 

----- ----------
Total for Region ________ _ 61,184 15,575 25 23,!)73 23,049 96 

1 Total, originating or terminating traffic. 
2 Estimated from zone maps (sec Volume II); does not include mileage in zones not Herved by bankrupt railroads. 
3 It is expected that some additional traffic will also continue to be carried by rail, either directly or via motor carrier/rail 

piggy-back combinations. 
4 Includes entire Washington, D.C., Standard Metropolitan Statistical Area. 
6 Includes St. Louis, Missouri. 
6 Includes Louisville, Kentucky. 

Data Sources: (1) State Mileage from Transport Statistics in the U.S., Interstate Commerce Commission; (2) State annual car­
loads from Federal Railroad Administration, Office of Economics, compiled from traffic data supplied by the region's Class I 

railroads. 
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FIGURE 1 
ROUTE MILES OF RAILROAD IN THE REGION 

(1860 TO 1971) 
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SOURCE: STATISTICAL ABSTRACTS OF THE UNITED STATES, U.S. DEPARTMENT 
OF COMMERCE, AND TRANSPORTATION STATISTICS IN THE UNITED 
STATES FOR THE YEAR ENDED DECEMBER 31: INTERSTATE 
COMMERCE COMMISSION. 
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PART I 

THE RAILROAD PROBLEM IN THE MIDWEST AND NORTHEAST REGION 

PROBLEM 

Any analysis of rail sen·icc in thl' midwl'st and northt'ast 
region must take into account the fundamental problem~ 
facing the rail industry in the rq;ion, the importance of 
the rail industry to thl' t'conomic hase both of thl' region 
and the nation as a whole, and the role of the bankrupt 
railroads as essential elements in the region's transporta­
tion system. Since these subjects havf' been Wl'll docu­
mented in pn'vious reports,1 this report only summarizl'S 
these important factors, with primary emphasis on aspl·cts 
relat(•d directly to the restructuring process established by 
the Act. 

The canscs of the region's rail problems are both ex­
ternal and intnnal to the industry. The major external 
factors are limited access to capital markets due to historic 
low profit rates; trends in intermodal competition; shifts 
in regional transportation demand; unbalanced Federal 
irffestmcnt policies; and adverse regnlatory policies. The 
main internal factors art' operating indlicicnciPs, low 
service quality, n'sistance to change by both management 
and labor, and lack of innovations in marketing and pric­
ing strategics and operating practices. The restructuring 
process for tlw region's rail syste·m can only hope to im­
prow certain of these factors. Spt'cifically, in dealing with 
external factors, the process can sen·!' to improve: ( l ) the 
cfiecti,·eness of rail as a competitor with othn transporta­
tion modes; (2) indirectly, the balance of Federal invest­
ment among the rnrious transportation modes; and ( 3) thl' 
ability of the railroads in the region to attract capital. In 
dealing with intl'rnal factors it can influence primarily 
those relating to diflicultil's with operating efficiency and 
quality of service, although hopefully it will also help 
bring more flexibility into the future roles of management 
and labor. 

It is imFortant to realize that other factors adversely 
affecting the rail industry in the region will not be changed 
simply through a "successful" restructuring process. Still 
remaining will be the long-term effects of restrictive and 
outdated regulatory policies, work rule practices, and the 
inability of both rail management and labor to adapt more 
quickly to changing technology and market conditions. 

This report concl'ntrates on the discussion and develop­
ment of recommendations for improving the operating 
efficiency of both the bankrupt and solvent railroads in the 
region through a restructuring and consolidating process 

as set forth as a primary ob j1•<'livc of tlw Act. While these 
stl'ps will go a long way toward i111provi11g th!' industry's 
financial viability and ;-1•n·ir·t• quality, tht,y must, of course, 
he suppkml'ntcd by actio11 to d1·al with tht• otlwr factors. 
These other actions, ho\\'t'\"t'r, an· beyond the scope of 
this report. 

Historical Background 

From a mcag1•r start 111 about w:m, the rail systt•rn in 
the region grew rapidly followi11g tlw Civil War. By 
1900 the construction pltast' alo11g I lw nortlwastern S!'a­
coast was nearly c:ornpldl'd; by 1 <) l O the growth in remit' 
milf'agc in the entin· rq!io11 was pradiC'ally <'nde·cl and 
the physical basis for today's syst,·rn was sl'I. As shown 
in Figure 1, 90 1wrc:1•nt of tlw Jll'ak rout,· milt-age in the 
r!'gion was in place· hy I<)()()_ a11cl e)<) JH'JT!'llt was in place' 
hy 1910. Since 1920, wlw11 till' JH'ak of 7BJ)()() roul1' 111iks 
was rcaclwd, route 111ile·,q.>;1' has cledi1wcl slowly al an avn­
agp yf'arly rate• of ahonl :t\O mil,·s. The pn·srnt system 
totals 61,000 miles. 

The capacity of this systt·111 i:ontintwcl to i11c:rc·ase· aftn 
1920, despitt' tlw leveling off i11 total mull' rnileag!'. Ton­
nage capacity multiplil'd s,·v<Tal Linws as freight cars 
lwcamc larger and loco11101i,·t•s more· pow!'rful. Mon·ovN, 

TABLE 2.--ltAII, 8 YHTl•!M CAPACITY 

Number 
of Tracks 

Single __ .. _ _ _ -
Double ______ _ 

8ig11al Hyskrn 

Auiornal ic !\lock 
8ig11al 

Ct,nt.rnli?,nd Traffic 
Control 

( :n)HH 

Tons 
'J'rains P1.1 r P<)r Y t~ar 2 rrraius Pt~r 

Day 1 ('.'v1illio11s) llay 1 

-10 
120 

{i2 

l8Ci 

(\{) 

lliO 

Grosi; 
Tons 

Per Year' 
(Milliorm) 

!)3 
250 

1 Total both direciio11s. 
2 Gross ton miles per rout.,, 111i1"; t.otal boih diri,ctions. 

Data Source: Feclernl llailron.d Administrntion, Office of 
Research, Develop111e11t. & I ln111011strntions. 

Nate: This table represents t.lw «11gi1w1 ◄ ri11g capacity of the 
respective lines. l'rnc1.ical capacity will be affocte,l by 
terrain, train si?,< ◄, ton11ag1,, opmating procedures, otc. 

1 Notably in The Penn Central and Other Railroads, a report to th!l Senate Committee on Commcrc,·, DPc<'llllwr 1972; The Northeastern 
Railroad Problem, U.S. Department of Transportation, March 1973; and Improving Railroad l'roductivity, Final Hcport or the Task Force 
on Railroad Productivity to the National Commission on Productivity and the Council of Economic Advisers, November 1973. 
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track f'apacity increased dramatically as c<•ntralized track 

control ( CTC) signal systems werl' installed. Thi' in­

cn•ascd capacity associated with the installation of vario11s 

signal systl'ms on a giwn track is illustrated in Tahlc 2. 
which shows that thf' change from an automatif' block 

system to a err. signal system results in a .so pcrC('Jil 

increase in the train capacity of a single track roadway. 1 

While capacity of the rail system incrrns{'(I after 1920. 
the economic fortunes of the railroads in thl' region began 

to declirn· significantly. This ckcline was a result of tlw 

cornbineLl influences of changing demand for transportation 

service from bulk commodities ( particularly coal) to hiµJ1 

vahlf' proc!'ssNl goods, the decentralization of rnanu factur­

ing, and tlw inability of the railroads to adjust their oper­

ations and physical plant to changing market conditions. 

During the same period inlf'l'city motor carriage cap­

tured much of tlw short and rnl'dium haul. high valut'. 

high rated traffic, ll~aving the railroads with the IowlT 

Yaliw, !own rall'd and long haul cornmoditiP:s. Thi.a was. 

of coursl'. tlw logical result of the rapid dl'\elopmPnt of a 

national highway network which accekratcd till' l'llll'rgctH't' 

of highly flcxihle and rcsponsi\·e motor f'arrif'rs which 

C"ould prmirle fast, frcqu<·nt and reliabl<- fn·ight snvicc. 

Also duri11g this pni()(I new t1·,·l111ology for i11land 

walnway l>argl' O]ll'rnlio11.;; was 1·11H·r."i11g in lhl· fonn of 

larger, rnon· powcr1'11l towlio,1ts and largn barges. !11 

addition. laqJ1· F(·dnal im1•slllll'tils in 11·;1l1•rway. lo('k and 

dam fa('il it ics (h11t w ithoul approprial<' cha rgcs lo thl· 

11.,l'rs) WPn~ producing lll'W and l<>w <"osl r·1mq1dition for 

railroads for the JIIO\'l'IIH'11t of s1wl1 l1111g haul. hulk co111-

rnoditil·s as coal a11rl grain. 011 a 11atio11al basis. th,· rail 

share of inlnC"ity fr<"ight to11-111il<•.;; drnpp<"d frorn 1111i1T 

than 7.5 JH'ITl'lll in 11)21) lo;\(, JH'tT1•11t in ll)7()_ 

The legacy of th1•s(· ,·hanging ,·011diti<>11s and Ill!' rail­

roads' inability to adjust to tlwlll is a pliYsil'al pla11t with 

a capacity far 1·xc,·1·di11,,, tlw fon·s1·1·ahl1• d1·mand for rail 

snYiCl', and with ;1 IH'l'd of s11l1.,la11lial upgrading. 

D,•spill· ilws1· ad11·rs1· <"011ditio11s, rail n·rnai11s a11 t·ss,·n­

lial <dl'rnntl of tlw total lra11sporl,1ti<>11 sysll-111 of th<' n·gio11. 

Tahi<- :{, which gi\'<'S thl' proporl ion of IIWllllfal'l11ri11g 

rnrtput shipp1·d hy rail for fl)(' 1·1·µi<>11's Ir, maj<>r prrnhw­

tion arl'as, shows that railroads l'ill'I') :i:z p1•r,·,·11l of tlw 

ong111ati11g trnrnaµl'. Tlw siµ11ific,111,·1· of tll('s<" data is 

1111dcrs<"on·d hy lh1· fa<"l that l:i 1,I' tl11· 11atio11\ lop 2:i 

major produl'lio11 an·as ar1· l,)('afl'd i11 tlw n·gio11. 

TAn1,1,;3. OHICHXA'IT:\'C1 TONNAOE, :\IOPAL S!TAIU-;, AXll LI<:\'(\TII 01<' lfA(TI, l•'OH 111•:<:IO:\''S :\lA.JOH 
c1,;NSUS PlWl)lfCTIO\' AlrnAS 

Production Ar0a 

City 

Chicago, IL 
PhiladPlphia, l' A_ 
Pdroit, :\I[ 
l'ittslrnrgh, PA 
C'lP\'(•land, 0 ii 
St. Louis, :\10 _ 
N<>wark, XJ 
Buffalo, NY 
B alt i rn on•, :\ I l) ___ _ 

Boston, :\[A __ _ 
Cincinnati, 01[ __ 

AllPnlo\\'11, l' A 
Xt•w York, NY __ 
Syraclls,•, X Y 
llarrisburg, PA __ _ 
II art ford, CT ____ _ 

lfi - ArPa Totals 
li.S. Totals ___ _ 

Total 

l\:!. :! 
5:2. 7 
,11.1 
:H.5 
:{3. H 
28. :{ 
27. :{ 
23. ,f 
12.0 
11. ti 
11. 2 
8. ;3 

G.H 
G. 7 
G.2 
·1. H 

3n.5 
__ l,385.0 

(i\1an11fact ming 011t.p11t) 

Originating Tonnrtp;r· 
(:\'lillion Ton;;) 

Rail 

:23. 5 
7. I 

:20.0 
15.7 
11. \) 
8.0 
:\. 8 
!). \) 

-1. 1 
l.l 
:3. \) 
2.G 
0.H 
;3. 1 
1.\) 

1.0 

l 18, ,5 
-Hi'1.0 

Tt'll('k 

:1:\. () 
:21. 7 
l\l. s 
15.0 
21. S 
1:u> 
I fl. 7 
8 .. \ 
7. (i 

10. :! 
7. :.' 
5. {i 

fi. I 
;\,(i 

-L :l 
a. 1 

1 \Hi. 0 
5ti0. 0 

()t.!wr 

fi. 7 
:.>:\. \) 
I.Ii 
(\, s 
0.2 
7. :\ 
7.8 
5. I 
0. -1 
0. :1 
0, I 
0. 1 
0, (i 

0. l 
0.0 
0,2 

liO. :! 
:17 I. 0 

1 Totals may not add to 100 percent in all eas,•~ lH·ca11s1, of rrnt11ding. 
2 WL•ight<,d by tons carried by motor carril'l' and pri\'alt: truck. 

Hail 

:rn 
t:\ 
,18 

,12 

:lfi 
28 
1,1 
-12 
:11 
10 
:1r, 
:12 
11 
-15 
:11 
20 

:1:.i 
:rn 

\1odal Shari· 1 

(l',·rc,•1,!.) 
A v,•rng,• I ,,•11gt.h of 11 a11I 

( \Jiles) 

Truck !l\l)('r All \l<>d,·s ll:til Tr11"k' 

fi:I q ~,r, :l77 :!OS 

II .ff, :mo 17:l '..'01 

·18 I :!77 -IOI I f,<i 
,10 IS :11 ·, :)7fi :!:!!I 
(i,1 :.>7:\ ,fOli 1% 
.1(\ '._)(i :IO:.> I'l'J~) IS:! 

G8 :!\I :.' 17 ti20 ')'),_, 
~-1 

:Iii :!~ :mo :nr, '.2:lfi 
n:1 :1 '.2()'2 :1\11 181 
88 :1 ;177 ti(i'.2 :110 
{ii) :1:.i1; 1\11 2:1 t 
li8 1\Hi :2:11 t:i:I 

78 \I ,\OS lilili :rni 
fi.\ :11:2 111 :211 
(i\l 'Jf,~I IOS I \JI 

77 :1 .ffi.f \l:.'I :1:.it 

C•> .,_ Iii :m, l:.'O :.'I:! 

10 •)'-• 
~ I l\lll ,,fill '.2'2\1 

/)ata 801uce: 1!JIJ7 Cens11.s of Transportation, Volwne I [ I, (,',,11111wdiiy '/'m.nsportation 811r1•i:11, lJ.:-:. I >,·parl.1111•111. oi' ( :0111111,·rc,• 

1 It i~ int<·resting to note that while the train ('apadty of tli(' ~-y:-:t1•rn
1 

in 1·ni .. d11et'ring l<'rrn..,, i1H·1-i-a:--('d witl1 1lw i11~,talla1io11 ol 11101T :-,o• 
phisticatl'd siµ:nal ~y~tcm~, tht· nt1111lwr of trains opl'rating ovl'r tll<' :--y,..,f('tll did no! i11<·n•a:-;(' p1oportionalt'l~. Tl1i:-- 1t·c..11lh lro111 tlit' fad that 

the i1npl'tlls for in..;tallation of 1norc productin_~ traflil' control :-,y:--t1·111"' was Je:-,-., that of incr<'a-...i11g sy ..... 1<'111 <'ap.:wily ;111d 11101T that of rcdtlt'· 

ing the labor cost associatc<l with the less sophisticated systems. 
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TABLE 4.-SELECTED STATISTICS FOH l•:ASTJ<:HN D[STlUCT CLASS I HA[LIUJAl>S 
(1!)72) 

:\Ii!Ps of Hoar! OpC'rntrd H1•v1•1111,· Ton '\Jil,,s <lp,•r:tting H,•v1•1111r•s 

Totnl 1'ert'<'tl1. of Antount l',•rc,•nt. of A!ll()(!ll1 l',·rcr•n t of 

Hailronrls 

Bankrupt Rnilroads 

Ann Arbor ____ . __ . _. __ .. _ _ _____ . 

Boston and Mninr. 
Centrnl RR of New JerSP)" _ 

Eric Laclrnwnnnn .. ______ _ 
Lehigh V nllcy _ _ _ ______ _ 
Penn Central. ___ _ 
HParling _______________ _ 

Total, 7 Bankrupts_ 

SdcctPrl Solvent Railroads 

CIH•ssic System 1 _ _ _ __ _ 

Delaware and Hudson __ _ 
Pittsburgh and LakP EriP. 
M ainc Central 
Norfolk and \VpstPrn __ . 
Richmond, Frec!Pricksburg and Polomac_ 
1 ktroit, Toledo & Ironton 

Total, 7 Solvents_ 

Other Eastern f-lol\·,·11ts--Total 
Total Eastern Solvents_ 

Easkrn District--Total __ .. 

United States---TotaL ____ _ 

(:\Ti!Ps) Di,1 rid 

300 
l,ilG 

402 
2,!)7() 

\J72 
l\l, 853 
I, l(i\l 

27,0\Jl 

_ 11 , :{5 i 
717 
211 
!)08 

7, (j I() 

I 10 
-17(i 

5. :{38 
_ 2(i, 730 

5:l, 821 

.208, 0-H 

0. !i 
2. (\ 

0.8 
G.G 
I. 8 

:Hi. !l 
'.2. '.2 

!iO. :l 

21. I 
,.:\ 
0. I 
I. 7 

11. 2 
o.:.> 
0. !l 

:rn. 8 

!l. !l 
l\l. 7 

100.0 

U.S. (Billions) Dist ri<'t, 

0. 1 
o. 7 
0, 2 

I. -i 
0. !i 
\J. !i 
fl.ti 

I :1. 0 

0. :i 
0. I 
0. I 
:,. 7 
0. I 
0.2 

10. :1 

:.>. ti 
I:.>. 8 

100.0 

0.7 
2.n 
0.8 

1:1.:1 
'2. 7 

8:l. '2 

:1. !i 

l(Hi. 8 

!i'7. () 
:.>.:l 
l.:l 
0.\J 

18. 7 
I. I 
I. I 

I I:.>. 7 

11. ti 
I:.> I. :1 

2:l J. I 

Ti8. I 

0. :l 
I. 2 
0. :1 
!i. 8 

I. I 
:lti. 0 

I. !i 

!ti. 2 

21. ti 
I. 0 
0. ti 

ll. I 
:!I. I 

0. !i 
ll. ti 

1:--:. 8 

''· 0 :;:1. :--: 

100. 0 

! 1.S. (S \lillions) llislrict U.S. 

0. I 
0, :\ 

0. I 
I. 7 
0. :\ 

10.7 
0.:; 

t:L 7 

7. :1 
0. :1 

0. '2 
ll. I 
ti.:\ 
0. I 
0. :> 

I I.,, 

I. r, 
\ti.O 

11 
77 
-1:.> 

:>(ii 
!ii 

I, S:!f> 
111 

1,()()2 

I:> 
:1,'l 

J8 

IHG 
~fi 
\J 

I, !17J 

1:w 
., !O:> 

I, -,:--::1 

I (ltl. 0 I :1, 11 I 

0. :> 
I. (i 
0. !l 

G. f> 
I. I 

:rn. 2 

J. :1 

l!l. 8 

:>!.() 
0. !I 

0.X 

0. Ii 
\ti.Ii 
0. [i 

ti. !I 

11.:1 

8. !I 
r,o. :> 

100.0 

0. 1 
o. (j 

0. :\ 
2.0 
0. l 

I:{. ti 

0.8 

17.8 

7. !i 
0. :1 
0. :1 
O,J 
!i.!l 

O.J 
0. :1 

I I. 7 

:l. 2 
I,. !I 

100. 0 

1 8tat.istics giv1•11 for the Ch,·ssil' SystPlll r<•prl'sr·nt th<· crnnl>itH·d stalistiC's for ih,· l\&t>, lh,· (\~(), :ind tll<· \\',·st,·l"ll \l:tryland 

Data Sources: (1) Statistics for individual railroads: Jloocl//s '/'n111.,port11tio11 .\Tn111111I, I !17:1, S(l\>\>l,·11<1'!1l1•d l>y :\ssociat ion of 
American Hailroads statistics. 

(2) Miles of Road Operated, ltr;n'!llll' T011-\ 1 ill•s and Opera Ii ,,g H,·\·,•11 <t<' Tot :tis for f.l<t· t•::tsl 1 ·l"!l I list ri!'L and 
the United 8tatPs: Association of A11lf'rica11 Hailroads. 

A summary of data on the major railroads in the Easll'rn 

District1 is shown in Table ,1,. The importance of the 

bankrupt Class I railroads is indicated by th<' fact that, i11 

1972, they accounted for ,1.6 pnc1·nt of tlw Di"trict\ ton­

mile rail freight volurnf' and 14 pnccnt of the total U.S. 
rail freight volume. In addition, a high percentage of rail 

traffic is interchanged between bankrupt and solvent r-ar­

ncrs. For example, 71, percent of Penn C1•ntral\ 1972 
traffic was handled in conjunction with some 80 oth1·r 

railroads. 

FACTORS INFLUENCING RAILROAD EFFICIENCY 

As point,~d out carlin, a basic purpos(' of tli(' n·,tn!('­

turing process cstahlislwd by th<' Act is lo rnai11tai11 

adequate rail service while r<'vising the 1·xi,ti11µ rail sysl<'Jn 

so that financially viahh-. prirntely-opt·rat('(! railroads will 

continue to serve the region. This procl',s JH'Ccssarily i11-

volvC's all o[ the railroads in th<' r<'gion--lmth hankrnpl 

and solv,·111 sill<:(' 111<' op1·ra\i1>11s or (',!('It i111pa!'I Oil all tlw 

otlwrs. Tlt<'rdorl', ti!(' 11,·,·d is \1> i11q>rn\<' tlw op1·rali11g 

diici1·11cy of tlw rq•:ion ',.; ra i I roads as a 11 Ito!!". alt ltou;.d1 

!hf' most notif'<'ahl,· ('ltd pr()(!t!l"I or \II(' J>l'<l('('SS will lw a 

rl'organizalio11 of tlw l,ankr11pl r·anil'rs 11ndn a 1ww r·r,r­

poratl' organization. 

To irl<-11tify tlws1· ;rn·as wll<'n' op,·raling ,·1li .. i,·1wy 111ay 

IH' i111prn\Td, ii is 11sd11I l1> anah z,· ilw rail sys\1·111 rn1 

two lnTls. 011,· ll·1<·l 1·1>1,·rs \II(' inlt'r,\;1\1· 11,ainli11,· nd· 

work m·r·r whir:h tlt1· i11di1id11al r;1il ,·arril'rs 1>pnat,·. Tlti.s 

llf'twork ('()l\sists l,a.si,·;,lly ()f tll<' ,,y;-;1<-111\ ,·0111parali\l·l', 

ltigft q11alily. lti,dt d,·11,ity rail litl<'S. 011 ill<' .,(ll('r lt'\l'I. 

titer!' is tlw l(H'al S('J"\ i,·,·. pi,·k-ttp and d,·li11·n ;111d r,•,·dn 

11d11·ork 1vltid1 S('t"\('S '" r,,,·d lit,· i11\nsta\,· 111ai11li11<· ,lr11,·­

l11rr·. Tl)(' f1>lll>11i11g disr-11.s,,io11 d,·;11.s fir.,\ 11itlt d]i,·i,·1wi,·s 

in tlw prnd11di"11 of r;,il s,.n i,·,·s i11 ;:r-t!('ral and tlt,·11 11 itl1 

ilw prn1i.si"11 of lft<>Sl' ,sf'!'\ i,·,·s II illti11 tlw fra11H'\\'1>rk of 

i11tra111odal a11d i111l'rJ111Hlal ,·<>nqH'I ii i<111. 

1 Thc Eastern District, as defined by the Intc~rqate ConntH'rtT (:01H111i_i..;:-:ion, diff('r.-; fro111 tl1I' rq~io11 addr1•~,._,,•d iu ll1i-..., l"('porl ill tl1at it 
,·xclnrles the northwestern third of Illinois and th<' Uppn l'<'ninsula 0 \ ~licl,igan. 
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To understand the factors which influPnce the Pconom1c 
viability of a specific rail sPrvicc, it is nccpssary to con­
sider separately thP major operations inrnlvcd: ( l) origina­
tion and termination switching; ( 2) intermediate switch­
ing; and (~) the line haul. Owrall operating dliciency is 
closely linked to the generation of sufficient traffic volumes 
to achieve high utilization of labor and equipnwnt in the 
line haul operation. 

Because individual shippns s<'ldom gr·n<'rat1~ tJu, traffic 
volumes required to fill an rntire train. carrins must pi<'k 
up cars from several shippers and assPmble th<'m into 
efficient-sized trains for t!lC' linr haul portion of the oVt'rall 
movement. The sp<'cific location of the shipper\ siding 
also has an important influence on t!lC' cost of rail pick-up 
and delivery service, a cost that can b<' m<'asured in both 
time and money. If a shipper generat<'s a large numlwr of 
cars which can be efficirntly assembled into trains with a 
minimum of crew and engine tinw. tlwrP will b<' a !own 
per unit cost. If, howevPr, a shippn genPratPs only om' 
or a frw cars at a time, the unit cost of ass<'mhling trains 
will be high. 

Each individual rail carrier providing service within a 
given area gPncrally providPs yards for tlw assPmhly and 
disassembly of trains, and Pach of these yards must lw 
maintained, stafTed with train and yard crr'ws. and 
equipped with switching locomotiws. Thus. where two or 
more railroads provide local service. the resultant rPclun­
dancy and under-utilization of rPsources incremws thP ov1·r­
all cost to the system of providing pick-up and delivery 
services within that area. In this connection, it should 
be noted that the time taken to ass1·mhlP trainload volumes 
rcpresC'nts essentially lost time to shippers lwcausf' their 
goods are not moving toward their destination. To th!' 
extent that this assf'mbly process is prolonged by the pr<'s­
ence of more than one carrier in a giwn local arPa, the 
"cost" to the shipper is just that much more. 

In addition, a shipment's delay in transit will be further 
incrPascd if the train cannot mow through to its ultimatP 
destination without additional switching <'nroute. Such 

intermediate switching is requirc·d in thrPe types of situa­

tions. First, it is necessary when cars arf' added or 

dropped off at small traffic-gerlC'rating points along thc 
route. Second, such switching rPrnlts from the fragmenta­
tion of locally generated traffic among the mainline sr­
tems of the several railroads providing the local sPrvicP. 
In both of these cases it is rwcessary to reclassify (or 

regroup) cars at major junction points in order to keep 
traffic moving in trainload lots. Finally, intermediate 
switching occurs where a shipment moves out of one car­
rier's territory into another's. 

The optimum train operation, obviously, is th<' din'C't 

movement of trainload lots from one origin to one' termina­

tion. The cost for this highly efficif'nt type of direct snvicr• 

is roughly half that of the average train movement. How­
ever, as traffic volumes decline, the rates of labor and 

equipment utilization, and hence efficiency, also decline. 

1 Improving Railroad Productivity, November 1973, p. 79. 

Of the thrr'c pri11C"ipal factors of production involved in 
the provision of rail snvict's (]ahor, capital and rnalPrials), 
labor and capital costs 1·ar·h amount lo approximately ;J,4 

pncPJ1t of total cxp1•11sr:s. 1 

Thus, while the dliciPncy of rail 01wral ions l'an he irn­
provpcJ in many ways, th1' significant irnprm·('fllt'nts will 
have to lw realizPcl through irl('rr'as!'s in capital and/or 
labor prod1•ctivity. fn our opinion, orH· of tl!P gn'atPst 
opportuniti•.'S for innt'asing prodtwlivity is in finding ways 
to change inflexible lahor work rulrs to pnmit lwtter 
utilization of hoth lahor and capital. TiowcvN, sinc1· tlw 
Act does not prm·ir!P any direct nwchanism for making 
such changPs, tlw fol'us of this rqiorl is 011 obtaining im­
provements in <'apital produdivity. Srwh improvem<'nts 
may also provide a llH'ans for inf'reasing rail H'\'t'n111·s hy 
attracting new and highn ratPd traflic. 

Means of Improving Capital Productivity 

The grPatf'st potential for i111prov('J1wnt i11 rnpital prn­
rluctivity li<'s in irwn•asing the rat1· of 11tilizalio11 o[ the 
f1xl'd plant (right-of-way and yards), i11cn'asi11g tlw pro­
ductivity of equipnwnt, and 1·li111i11ati11g lllllH'l'r•ssary 1·xcPss 
capacity. Tlw opport1111iti1·s for a1·1·01nplishi11g this in tlw 
rrgion an' clearly r-\·idt'nt, and i11('l11d1• nrni11li11t'" and local 
trar·ks and facilitiPs as 1wll as r-q11ipnw11t, esp1·cially frPight 
cars. 

Duplicate Mainlines: Tlw rr·gio11's !'xisting :~6,000 miles 
of mainline track Po11tain so11w s('g1n1·11ts which f'arry tlw 
highest traffic density ( nH·as11red i11 l!'r111s of gross lo11-111iles 
pr'r track milt• per y1•ar) of any rail lirws i11 tlw nation. 
IIoW('V<'r, tlw av<'rage traffic dPnsiLy 011 most o[ this main­
lirw ndwork is vcry low rdativt• lo <',l(Hlf'ily. As shown i11 
Table 5, almost a third of th1• Easlnrr llistrict's 111ainlim· 
track falls into tlH· trallic 1k11sity l'at1•gory having only 
three avPrage-sizcd trains pn day or l .S trains i11 each 

TABLJo; ,5.·- ·MAINLINE THACI\ lJTll,11/,ATTON 

(In Eastr·rn I )ist.rir:(, I !172) 

Million (;ross 
Ton :\TiJps l'Pr Track 

Mile Pl•r YPar 

1-- !l. \) 
10---1!). !) 
20--2!).!l 
30--<J!l, !l 
40 and ovc,r 

N11111lwr of 
A v .. rag1, Si;w, I 

Trains l't•r I )ay 1 

0. (i-- (i. I 
(i. 2 12. a 

12. ,[ -18 . .'i 
18. (i 2~. 7 
2·1. 8 and over 

l'Prc1•11t of Total 
Track :\lil<'s 
In ])is(ric1, 2 

27 
:rn 
2:1 
10 

I 

1 Bas<,ri on Eastern I )istricL :tVPr:tµ;r, train si,,,, J)f ·1, 25·1 
tons in 1 \J72, data co11tairn•d i11 Class I l{.ailro:ul Financial 
and Operating Slali8tic8, l11t,•rstaL1~ Co1nm1·rc,• Cornmission 

2 Eastern District as d<'fi11<'d by l!H) Int,·rst.at.r, Commerce 
(;om mission 

/)ala Source: FPdcral llailroad Administration, Offict) of 
Economics, compikd from traffic dt•nsity maps s11ppli1,d 
by region's Class [ railroads. 

'In this report a section of track is classified as "mainline" i[ it is l'qt1ipped with railroad si~nals. 
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dire<:tion per day. Only one percent of thr District's 

mainline trackagr is found in the' highest density category 

which reprcscnts at least one train per hour. 

An insight into the low rate of capacity utilization n·pn'­

sentcd by thest' data can be gained by comparing it with 

the practical capacity of a track Pquippt'd with an auto­

matic block signal system. As shown Parlier. the capacity 

of a single track automatic block signal system is i10 
trains pPr day ( total in both dirPctions). For a (TC 

signal srV'm on a singlP traPk tllf' daily capacity is 60 
trains. 

A sPcoml method for mf'asuring mainlinP track utiliza­

tion is to compare actual traffic densities with practical 

line capacitiPs for the mainlines in sdPcted arPas of th<' 

region and other sections of the nation. As shown in 

Table 6, such a comparison indicates that utilization rates 

TABLE G.--:\IAINLI:NE CAPACITY UTTT,17,ATION IN 
SELECTED AHEAS-(1972) 

Sdcctccl Area 

Estimat(,d 
Typical 

l!1 ilization 
(P('rccnL) 

-----------------------

In Hcgion 

EastPrn Seaboard to tlw AllcghcniPs (Ilarris-
lmrg/Cumbcrland) _ _ _ __ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 25 

:\IainlinPs through the Allcghcnips to Pitts-
burgh_____ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ ·IO 

Kt,\\" York and -:-.;-,.w England to B11ff1lio____ 20 
Easl-Wt•sl :\IainlinPs in CPntral Ohio__ 30 

'.\"orth-South :\Iainlinc·s in CPntral Ohio and 
C'Pntral Indiana ________________________ _ 

:\lainlin('S into St. Louis ______________ _ 

:\lainlint'S into Chicago __ _ :lO 

Out sidt• Hegiou 

:\Iainlirws through Rocky :\fountains __ 
Los Ange•lps to the North ____ _ 
Los AngelPs to th(• East_ _______________ _ 

IJnln So11rce: Federal Hailroad Administration, Office of 
Economics, compil('d from tra!Tic c[pnsity maps s11ppliPcl 
by Class I railroads. 

for thP n·gion range from 20 to ,JS p<'rcent of practical 

capacity hut center around 25 pncent. In contrast. utiliza­

tion rat<'s in the wt•stnn part of the lJ .S. arc suh,-;tantially 

higher. 

This low utilization of capacity results primarily from 

duplicative mainlines. This suggests that om· obvious 

solution to this problem is to !'ither l'liminatl' or down­

grade to secondary feeder status the unnecessary main­

li1ws and utilize the remaining lirws at a much highn le·\·el. 

Excess Local Lines: As disr:uss!'d in detail in Part 11 
of this report, th<' n·gion abounds with low density local 
lines which wen~ laid during an <'ra wl1C·11 rail transporta­
tion was the only dlicienl way lo rnove· goods. \Vitl1 the 
changing' structun· of tlw t•r:01101ny of tlw n·gion and the 
great increase in transportal io11 by motor carri1·r. tlw 
traffic ovPr many of these li11C's is so light that tlw cost 
of their operation far t'XC(•e·ds tlJC' n•V('tl\W prodtH'('d. 
Howen~r, hy introducing cc,rtai11 ('IJang'<'S in operating 
procedures, hy 11;-;ing t]lC' se·rvi,·<·.s or a dilfrre·nt rail carrin 
in som<\ cases, and hy adjusting sollH' tariff rates, ('0ll­

tinued dir<cct rail snvict• should h<· possihl!' to almost all 
tlw region's cu1Te·11t rail c·uslonwrs while· still pNmitting 
tlH' elimination of a ~ignificant part or th<' t•xisting rail 
network. Also, altnnative· 111C'a11s of transportation hy 
motor carrie·r/rail ,·ornhinatinns will ht• availablt- for thnse· 
few shippers who could 110 longer lie, lo('atcd on a clin·<·I 

rail line. 

Freight Car Utilization: Tlw J'C'lative· indli('it·n,·y or 
present rail industry practie'.<'s is ill11slratC"d hy th<' utiliza­
tion pattern of fn•ight cars. A national 111,·asun· of fr<'ight 
car utilization is shown in Figun· 2. Out or a typical 
car cyck totalli11g 2(> days, H, JH'['('('nt of tlw avnage· 
car's time is sp('JJI i11 tlw li1w haul opnation whik :l:', 
percent is spent: in inlt•rnwdiatc- switching opnatio11s. 
29 1wrct·nl· is s1wnt i11 a railroad's tnminal 01wratio11s al 
origin or termination poi11ts. and 2:>, p<·n'.e•nt is sp<·nt at the· 
;shippN's siding. 

The rc·gion's prohi<'lll is COlll]H>IJttcle·d hy th<" fact that its 
average daily car mile•age· is substantially lowt·r than in th<' 
rest of tlw rnuntry-- about ti rnilc-s as e·o111parcd lo 52 
miles in the south and 72 mile·s in till' \V(',<l. 

The lt-ngth of time a fn·ight ('ar s1w11ds in switching 
lards at t·ithcr tnminal or i11tC'l'lll< 0 diate· points contra;sb 
sharply with thf' physil'al le·ngth 111' ti1111· rc·quin·d lo per­
form tlw actual mechanical switd1ing and classification 
opcration. 1 Obviously, sonH· additional tnrninal time lw­
yond that actually 11('('.{',SSary ror ti!(' physind prm·t·ss or 
car switching is int•vitahlt•. I lowe·1 e·r. ti!(' e•xe·t·ssin· a11wu11t 
of Lime frt>ight cars an· idlt•d in this ,·sst•ntially uttprodue·­
Livc activity is indicative'. of tlw gap IH't11·<·e·11 today's train 
operations and what is possible·. 

Impact on Costs: Tl!(' inrpact or tlJC' ptTs<·nl low ratc-s 
of plant and cquipnwnt utilization 11po11 ti!(' industry's cost 
structure is cvid('[tt ir ott<' considns tire• largt• amoul of 
capital currently invt•stcd in f r<'iglrt ca rs. Tl!(' nd in­
vestment of Class I railroads 011 road and cquipnlC'ttl in 
1972 was 1·stimal<•d to lw $25 billion. Of this, freight 
cars account for $B hillion or roughly ;]:', JH'l'Ct'nl." In 
addition a signifi"ant portion of the· nation's railroad 
<'f!Uipnwnt fl<•t'l is ow11C'd hy c·ntitit•s othn than railroads 
(e.g., shippeTs, finan"ial institutions, C'lc.). Th<' total vahw 
of such 11011-railroad owtJ('d <'qt1ip111('11t is u11k11ow11 hut 

has lw<'n <·~tirnatt•cl to ht• as high as $S billion (hy th,· 

1 The avera~e length of ti1ne required to perform the actual switchin:,r or rla~~ification prrn·c~--; at origiu or t1·rrnination l<'rminals i~ 
kss than 30 minutes, and the time required to perform ti!(' a<'tual swit<"hing and rt"classifirntion <>1H'ratio11 al ,·acl1 i11t,·rnwdiat<'. switching 
point along the line haul mon•nwnt requir<'s less than l<'n minut<•s. 

'Transport statistics in the United States, 1973, Intr,rstate Com IIH'IT<' Commission. 
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TABLJ<; 7.-ERTI:\IATED CORT TO .\IODETIXIZE 
TRACK AXD HOAD\\'A Y 

Track Fnctors EstimntPd .\Iockrnizntion Costs 

Totnl 
T_qw of '.\fil<'s Cost 

l\IodPrnizntion of Trnck 1 l'l'r .\IilP 

Major Hehuild 
of Signnllccl 
Track 2 _ 3G,000 :3225,000 

l\Iinor H<'lrnild 3 

of Signail(•d all(! 
U1rnigna!l(•d 
Track 75,000 :320,000 

Totnl 
.\Iod<'rn­

izPrl 
(PPrcPnt) 

100 
25 
10 

100 
25 
10 

Total 
Cost 

(Billions) 

$8. I 
2.0 
0.8 

$ l. fi 
0.4 
0.2 

1 ThPre an~ approximate!~· 75,000 milC's of track ((•xcluding 
yard and way-switching tracks) in th(• ICC EastPl'll District 
of which 3(i, 000 rniles arc signa!JP(i. 

2 Inc[u(IPs rPhuilding suhgrad(• and ballast, 1ww tics and 
rails, and rehabilitating signal sysLerns. 

3 IncludPs 1H'CC'ssary ti(~ and rail rcplact'n1ent, n•surfacing 
and aligrrnll'nt. 

Data Sources: (1) Cost <'Stilllat<'s frolll Fe(ieral Hailroad 
Administration Officps of Econolllics; HP­
scarch, DcYl'ioprnent and Demonstration; 
and Safety. 

(2) Total track miles fron1 
Transport Statistics in the United States, Ui'll 
Intprstatc ComnH•rcc Co,nlllission. 

(3) Signalled track miles frolll 
Federal Railroad Adlllini,;trnlion, 
Office of Safety; as of 1 !)70. 

Task Force on Railroad ProcluctiYity) .1 If that estimate 

is correct, thPn freight cars could account for som(· 

SO percent of thP total net capital inwstnwnt involved 

in prO\·iding rail scrYicc. Any reduction in the propor­

tion of the freight car cycle which is S}JPnt in non-produc­

tive terminal opl'rations would thus appreciahly increase 

the productiYity of the indu:-try's capital inwstment. 

Similarly. any increase in tlH' indu:-try's utilization of 

its mainline capacity would also pnmit an appreciable 

increase in the industry's capital productivity. Improved 

utilization of the mainline hecomes particularly important 

when considering the magnitude of the estimatc·d capital 

costs of rehabilitating the region's mainline system. 

The poor capital productiYity resulting from the rail 

system's excess capacity is clearly one of the causes of 

rail's low rate of return on inYestmcnt. Morco\·cr, the 

great cost of major plant modernization coupled with this 

low rate of return tends to deter the incliYidual railroad 

from risking such inYcstments. Needless to say, given the 

1 Improving Railroad Productivity, November 1973. 
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currc'nl prl'earious financial situation of much of thl' rail 
industry, most railroads !incl it diflirnll lo raise expansion 

and modernization capital. 

The magnilucle of this prohln11 is placed in sharp 
forus hy tlw clata in Tahle 7. The data indicate that major 
n·lmilding of all existing signall(•d track in the Eastern 
District would n·quirc· som(• ,i!iB billion. This cost is, of 
course, not only prohihili\·e·, hut wonlcl also !1C a poor 
i11YPstnwnt. JnyestmPnt is warranlc,d only where the 
utilization of tlw fixed plant is high Pnongh to produce an 
acceptahle rdurn on the· investrne·11l. We hclicvc that in 
a restructured sysl('lll only )1Cl W('e'n l O and 2S percent of 
tlw current track miles woulcl n·quin· major or minor 
rdrnilcling. 

Similarly. maintP11a11cc• costs. as shown in Tahk 8, 
would lw so larg(' as to he· prohibitive if the cntin) track 

ndwork in the· F:aslPrn Distrid W('l'l' lo r!'main in plae(• 

and he properly 111ai11lai1wd. H<'!('lltion of the existing 

track structun· and patkrns of OJl(•rat ion would rc,quirc 

( l) maintcnanc·c of approximatc·ly :l().()00 miles of sig­

nallC'cl trar-k at an annual cost of about $'1,:lO million. 

(2) mainl('!JaJH"(' of :\9,000 rnilt>s of unsignallcd track at 

an annual cost of approxirnakly $1<):i 111illion, and (,'l) 
maintcnanC() of yard and way switching tracks at an 

TA111,1,; 8.---ESTil\fATED ANNlJAL COST TO MAINTAIN 
::\fOllEHNl½I•;J) Tl!i\CK ANll IWADWA Y 

Track Fact.ors 1,;st.im11L('d Annnal 
M ai(,(•1111anrn, Costs 

Total 
Total :\fai11- Total 
Mi!Ps Cost. pe•r t.:d11e,el Cost 

Type of Track of Track 1 Mile' (l'(•rc1•nt) (Milli011H) 
---~--·--

Signalled Track 
(primarily 
heavy de11sity) :rn, ooo $12,000 100 $430 

,10 170 

Unsignalled Track 
(primarily light, 
(knsity) ______ 3H,000 $fi,OOO 100 $1!)5 

7fi 145 
--------- -----------·----

l ICC J.;a-,tern District,. 
2 Signalled track ass1111H,d rnain(,ained to F,,(JP,ral R:tilroad 

Administration Trnck Safd,y Sl.an1hr,Js, 111inim11rn Cla-;s 4 

and maximum Class fi; 11nsig11al!Pd l.rnck Lo minimum Class 3 
and maximum Class 4. 

Data Sources: (I) Cost (,stimat(,s from l◄'eeleral Railroad 
Administ.rat.ion, < )lfirn,s of J•;conomics; Re­
search, I kvdopnH'nl. an(! De,monstration; 
and Safd,y. 

(2) Total track miles from 
Transport Statistics in tlw [! n1:terl 8tates, 1971 
InkrHtat(1 Comm,n-ce ConunisHion. 

(3) Signall('d tmck mikH from 
Federal ltailroad Adlllinistrntion 
Office of 8afoty; as of I ! ► 70. 



annual cost of approximately $150 million-a total of 
$775 million. It is estimated that the annual cost of main­
taining a restructured and modernized system would lw 
approximately $150 million. 

Reducing Variable Costs: The Department cvaluaterl 
the impact upon \'ariable costs of changes in two seleC'led 
aspects of operating efficiency. For line haul operation. po• 
tential variable cost savings were calculated on the basis 
of various possible reductions in the circuity of carrier 
routing in the region. On the a,erage trains within the 
region follow routes that arc B percent longer than ti!(' 
shortest a,·ailable rail routes. In the case of switching 
operations, potential variable cost savings were calculakd 
on the basis of reductions in the average amount of time 
required to perform the actual switching operation. 
The results of these calculations are shown in Table 9, 
which summarizes the estimated 1970 variable cost and 
the range of estimated variable cost savings for four pri­
mary rail operations at improwd levels which the Depart­
ment believes to be achievable: 

] . Line haul services-Consolidation of traffic flows 
011 a more direct and reduced mainline network could 
eliminate 30 to 50 percent of the existing circuity­
saving $60 to $110 million annually. 

2. Terminal switching-Consolidation of local snvit·t· 
rail operations could produce an estimated 20 to !(.() 

pncent improwment in the amount of time requin·d 
for terminal switching-sa,ing $105 to $215 million 
annually. 

TABLI-; \J.-ESTI:\IATED VAIUABLE COST8 FOil 
HAILHOADS IN TIIE HEGION-(1970) 

Cost Factor 

Tcrmi- Inter-
nal change E11roul<• 

Linc Switch- Switch- 8wileh-
Co8t Element Haul ing ing ing 

At 100 Pncc11t of l!J70 Average 
Circuity (pcrce11t) 1 ___ 13 
Switch l\linutes (per 

ca~--------------- 31 14 8 

Costs 

Roadway ($ millions) 250 30 10 10 
Equipment ($ millions) 510 60 30 :w 
Direct Labor 

($ millions) _________ 290 270 120 !)0 
All Other ($ millions) __ 730 170 80 GO 

Total ($ millions)_ 1, 780 530 2,10 180 

Probable Percent Im-
provernent Attainable _30-50 2 20-40 40-GO 30-50 

Possible Annual Saving 
($ millions) _________ 60-110 105-215 ()5-145 55-\JO 

1 Percent in excess of shortest available rail dbtance. 
2 Percent reduction in 13 percent circuity. 

Data Source: Federal Railroad Administration 
Office of Economics 

3. lntl'l"clvang<' .,witching- -Consolidation of operations 
of the bankrupt railroads in tlw rq~io11 would eliminate 
much of the i11l('rcliang<· switching that 1ww goes on 
among tl!f'111; also, consolidation of hoth mainlines and 
local service lirH's and tlH' coordination of s<~rvices over 
thos<· lines would rurtlwr n·duc<' the 11e('(l for inter­
change switching- all tog!'lll('r saving 1),0 to 60 percent 
or $95 lo $11(5 rnillio11 annually. 

!(,, A'nroutc switching Consolidation of local service 
opcrations would s<·rv<· to conc<·ntral<' line haul traffic 
flows and tlwr('hy ffduc(' tlw n<·t•d for <·nrnulc switching 
by ~Oto 50 ]H'l"<'t'llt -saying $S5 lo $90 million annually. 
These savings an· rq ►n·st•ntalin· of tlw variable costs of 

thcs(' four op('ral ions lo th(' nll'nt they can !H' quantified. 
It is 1'xpe<tt•d that furlh<'r savings will accru<· in tlwse and 
other opcration~ wh('n overall op('rating elTicicncy is im­
pron'd. 

Reducing Service Duplication: S<·lting aside for thl' 
moment considcralio11s of rail compdition which an• dis­
l'Ussccl in tht~ following s<•dion, th<~ rail industry has till' 
problem of loo many railroads <'0111pding in low density 
markl'ls that can support only a sing!<~ rail carrin. More­
on'r, tlH' quality of rail s<'l'I i<·t• i., substantially lwlow that 
required hy tlw n·gion's rail usns. Tiu~ greal<·sl potential 
for scrvic<, irnpron11H·nts lit·s in tlw <'li111inatio11 of duplica­
tive service in onln to pnrnit llw 1110n' frcqtwnl scheduling 
of <'fficient train sizt· lots from origin h-rminals, and to 
permit nron· dirl'cl origi11-lo-d<·stinalio11 service without 
inl<•rmcdiatc stops for n·classification ( n~grouping) of 
trains. 

The poor st•rvict, kv<·ls which result fro111 duplication 
of snvic<· is l)('sl 11wasun·d hy tlu· larg<· amount of time 
th<, av<·rag<' fn·ighl car is idl<·d in <'SS<'lllially unproductive 
activity, as discuss<·d abovt•, This unproduc:liv<' activity, 
which results primarily fro111 the holding of cars for train­
load lots and from switching cars into trains, represents 
delay in the movt·11wnt of cars lowar<l their destination 
and therefore is vi<'W<'d as a n•<luclion in ;-wrvice quality 
by the shipper. ln addition, tlw low average daily car 
movement furthcr reduc<·s snvit·c q1wlity. Tims, rail's 
long average transit time places it at a competitive disad­
vantage with the motor carril'r. 

Some further insight into tlw prohlern of mainline 
service duplication l'an he gai,wd by comparing the total 
traffic g<~nnal<•d al 17 of lhc n•gion's major freight 
generating SMSA's' lo thl' 1111111lwr of rail carriers serv­
ing them. Table IO shows that tht· avl'ragc number of 
daily trains per carrier is eight or nwrc for only eight of 
these major SMSA's. Tlw n·sult. is fragnl('ntcd traffic 
flows, reducl'd s<•rvict• fr('(pl('11cy by cach carrier, and 
overall, lowl'r quality snvict, than would he possible with 
fewer carriers. 

Rail Competition: The n•qui n·d irnprnV<'menls in rail 
operating efficiency cannot lw achieved without making 
some significant reductions in inlnrailroad competition. 
Railroads compl'tt~ with <~ach ollH'r largdy 011 the basis 
of quality of s<,rvict·, which i11dud<•s fn,ight car avail­
ability. Price co111pdition among railroads is also a factor, 

1 SMSA's (Standard Metropolitan Statistical Areas) arc con,prisc<l of one or more co11tiµ;11011s co11ntics havinµ; a total population in 
excess of 50,000 and sharing certain socio-economic characteristics as cstal.ilishe<l by the Uniti,d Stales Oflicc of Management and Budget. 
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TABLE 10.-TRAFFIC GENERATED BY 8ELECTED 
MAJOR SMSA's IN REGION 1 

(HJ72) 

Average Number of 
No. of Linc I-Taul 
Trains Rail 

8M8A Per Day 2 Carriers 

Chicago, IL ___________________ _ 175 16 
Pittsburgh, PA ________________ _ 91 6 
Detroit, ML __________________ _ 80 8 
Rt. Louis, l\HL ________________ _ 75 14 
Philadelphia, PA/Camden, NJ ___ _ 69 4 
Newark, NL ________________ _ 56 (\ 

Cleveland, OIL _______________ _ 53 5 
Baltimore, MD ________________ _ 47 3 
Gary, IN _____________________ _ 41 8 
Buffalo, NY ____________________ _ 36 8 
New York, NY ________________ _ 25 5 
Cincinnati, OI-L 

O 
______________ - 24 (j 

Boston, MA ___________________ _ 19 2 
Indianapolis, IN _______________ _ 17 5 
Peoria, JI,_ ____________________ _ 16 9 
Washington, DC _______________ _ 16 5 
New Brunswick, NJ ____________ _ 16 4 

1 Includes both originating and terminating traffic to S:vISA 
noted. 

2 Computed on the basis of an average of 30 loaded cars per 
train (actual HJ72 Eastern District average number of loaded 
cars per train was 38). 

Data Source: Federal Railroad Administration 
Office of Economics 

but not of the same magnitude. For most traffic, compe­

tition in such service quality as transit time, reliability, 

and handling can• is minimal, largely becausP a railroad's 

actual market (i.e., the origin-destination dimensions of a 

specific shipmrnt) often lies outside its own service area 

and therefore involves other railroads. Since most traffic 
must be interchanged with another carrier, any single 
railroad is unable to control the efficiency of a shipment's 
total movement and thereby loses much of the incentivt~ 
to try. 

Despite the fact that a shipper may be served directly 
by only a single railroad, he can still choose among com­

peting railroads by specifying the routing of his traffic. 
Thus, the shipper can switch his shipments from the rail­
road which provides his local service to another railroad 

at the nearest interchange point. This form of shipper 
control provides some significant measure of compctitivt~ 

leverage since it can deprive the originating railroad of 

the revenue from the more desirable line-haul segment 
of the overall movement. In instances where an individual 
shipper generates a large volume of traffic and where the 

shipper is located in a metropolitan area which also gen­
erates large volumes of rail freight traffic, direct rail access 

is even less of a constraining factor in a shipper's choice 
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of railroads. 111 such an·as, railroads oftt•n !'lllt'r into 
agr!'rmPnts which allow OlH' !'arrier lo SN\'<' a shippn 
dirrctly hy using the tracks of anotll('r railroad. 

Ry far the most significant Jllarkd forc1• facing till' rail 
industry is i11tl'n11odal compt·lilio11. Though limitl'd hy 
geography, thP r!'lat iv!' !'fficit•JH'Y of watt•r carriers in tlw 
movrm('nt of hulk commoditi1•s has forci,d railroads to tak<' 
innovativt• st('ps in th<' an•a.~ of ralt•s, op(']'ating te!'hniqm·s, 
arnl fr('ight car drsign. T-Iow<'\'t'r, !'ompetition from motor 
carrirrs is mon· signifi!'a11t lll'r·nus,· of tlu· large 1111mlwr 
of trncks and tlwir ability to JH'O\'idt• n·liahlt-. high qnality 
s!'rvice. Th('st' factors, tog!'ll\('r with th,, growth of till' 
importance of s<'rvice-sr·nsiti\'t' 111a11ufactnrr~d cornmoditi!'s 
in tlw total transporlation st•r·tor, tht• dt•ct•11tralizatio11 of 
manufact11ring activity, and till' i1ll'ffici1•11ci,,s of the exist­
ing rail system, have• limitt•d tlw dTt·div1·1H·ss of railroads 
in competing with other modes. As shown in Tahlc 1 L 
whrn compared with motor <'anit·rs, tht• railroads clearly 
find it hard to comJH'te in tlu~ sl10rt-lw11l markds of 1111rln 
200 miles. 

The primary reaso11s for rail's dt•clin1· as a11 eff,·ctiv1· 

intermodal comp!'litor an· two: ( l) Ilic t·conomic ad­

vantages of motor carrit•rs in t Ill' shorlt•r haul lllarkl'ls hy 
providing gn·atl'r flt-xihility in pi<'k-11p and dl'liwry op­
nation, great!'r load factor dlici,·11cy for lt-ss Lha11 trai11load 
shipm!'nts, and mon' rr·liahli- snvic1~; and (2) tlH' difT(']'cnt 
intnmodal !'nviro1111u·nt in which. tlH' rail industry now 
compct('s, which has hccn significantly afTt•ctcd hy an 

1mr•vt•n public policy toward t•ad, of Lill' nwd('s. We lH'­
lieve that rail has hc,·n tin• 1wl losn fro111 this tllll'\'!'11ncss. 

TAHLic 11.-DIRTRIBUTION OF NONT!ll.BAN FltEIGITT 
TRAFFIC BY TYl'I•; OF CAHHrnH AN!> LENC:TII 
OF IIAUL--(Ul65) 

Lengt.lt of IIaul (\fi(.,s) 

0 aucl under 2.5 __ 
2 . .5 and under 20., _ . _ 
20 and under 50 __ _ 
50 and under 200 ___ _ 
200 am! un<IPr 400_ 
400 and under GOO 
GOO anrl under 1,000 _ 
1,000 and over_ __ 

Total, all Hauls 

-

- -- -

l',~rc,•nt,a.gi, of Total Ton-\files 
llauli,d 

Total, 
all l)o-

Car- Motor 11wstic Pipe-
riPrs I llail Carri1,r Watt•r li1rn 

* * 
2, !) 0. I 2.2 0. J O. li 
7. !) I. :I 4 •) . ~ I. :i I. I 

20. (i :1. 4 8, (i 4,7 :1, !) 

l\l, 5 1. 7 1. :i r,, 1 5. 1 
H. -1 ·1. :1 t ·> . ~ 1. !) 2.0 

t,1. 7 li.0 0.8 5.H 2.a 
25. 0 17. •1 0,2 li. 2 1. 2 

-- ----~---------- --~-

100.0 :l7.:l 21. 5 2fi. 1 LG. l 

1 Includes nir (less than 0. t p<'rc<mt. of Ll)Lal for all hauls). 

* Less than 0.1 p1,rce11t, 
Nate: Figures mny not. add to Lot.als dn" Lo rounding. 

Data Source: U.S. I )t1part11H•nt, of Transportation, 
1972 National Transportation H,qwrt. 



The rail industry, however, still retains important ad­
vantages over its intermodal competition in cntain areas. 
The principal advantages of rail over water carriers an• a 
more flexible pickup and dPlivery operation, a more ex­
tensive network, faster transit timP, and greater load 
factor efficiency at volumes less than barge-load. The 
advantages of rail ovt'f motor carrier are lowPr co.sts. the 
alternative of converting to non-petroleum electric motive 
power, and the potential of fast long haul transit times. 

RESTRUCTURING PROCESS 

As the Association, the ICC and the Congress carry out 
the remainder of the planning process, they will haw to 
consider various trade-offs among the counten ailing 
pressures for equitable ( or favored) treatment of par­
ticular groups. This section points out the principal 
areas where these choices must he made prior to puhlica­
tion of the Association's Final System Plan. 

Participation by the Region's Solvent Railroads 

Although the legislation did not specify that the r<'gion 's 
solvent railroads must participate in the restructuring proc­
ess, our analysis indicates the potential value and im­
portance of their participation. Full participation would 
offer the solvent railroads not only the long term financial 
advantages of a streamlined and rationalized sptem hut 
would also preclude the possibility that their own , iahility 
would he threatened by a Federally-assisted new rail sys­
tem. Their nonparticipation would prevent full realization 
of the rail industry's economic potential in the region. 
The Department urges the solvent railroads to become 
participants in the planning and restructuring process. 

Both the Association and the solvent railroads should 
consider the options of the Corporation buying lirws and 
facilities from the solvent railroads, or selling lines and 
facilities to them, or joining with them in ~oordinated 
operations. In the local service area, the solvent railroads 
should consider abandoning service on lines they own which 
are excess to the system, and combining services with tl1P 
Corporation or other railroads to points which are jointly 
served. On the mainlines, solvent railroads should con­
sider combining some operations with the Corporation, 
either by buying or selling lines or by joint use of lines 
where this would improve efficiency. 

lnterrailroad Competition vs. Financial Viability 

Under the private enterprise organization of our econ­
omy, balanced competition is a vital mechanism for regu­
lating efficiency and safeguarding the public interPst. In 
the rail industry today, both the enhancement of tlw com­
petitive balance in the region's multi-modal transportation 
system and the need for rail consolidation require a major 
competitive reorganization of the industry. 

Our view of the promotion of competition in the provi­
sion of rail freight transportation has two aspects. First, 
where traffic volumes are low or where the length of haul 
is short, public policy should seek to encourage intPrmodal 
competition between rail and motor carriers. Second, 
where traffic volumes are high and the length of haul is 
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rPlatively long, puhlic policy should pro111ot<· inlt'rrailroad 
('ompet1tron. Also, in thos<· markcls whnc hargi~ opera­
tions arP a rdcvant factor, inl<'r111odal <·01np<'litio11 lwtW<'<'II 
water carrins and rail should IH' <'ll('ourag('(I. 

Based on tlw evaluation of tlw 11alun· of the excess 
capacity and s<·rvic<· duplicalion prohl<•J11 and our view 
of the appropriat<· puhlic polil'y. ii is clrnr that tlw 
<·om1wtitive n•alignnH'nt of 111<· rail industry should lw 
co11duct!'d difT<•r!'ntlv al tlw mai11li1w and local snvicl' 
levels. At the local servi<'<' ll'wl. rail op,·rations should 
in most, if not alL cas<·s lw <'nnsoiidat<-d so that sPrvicc is 
provided hy only orw railroad. On th<· rnainlirws, inti'r­
railroad <·om1wtitior1 :-dwuld g<'tlt'rally Ill' 11Jai11tai1wd for 
din·ct snvic!' lwtw<'<'II th!' rq.>;io11's major traffrc gPrwrating 
centPrs. J II cntai11 a1Tas, this <·ornp<'I itiv<• snvicc may he 
provided owr tlw sam1· righl-of-way. 

Thes<• conclusions an• has1·d 011 <·xplicil policy trad!'­
ofis. We hdi<·w 1 hat th<· hrndits of fi11m1cial viahility, 
economic effrciency, am! <·ffrdiv,· i11ln111odal cornpdition 
all outweigh thP disadvantag<·s asso<'iall'd wilh tlw cn·ation 
of local s!'rvicc rail n1mropoli!'s. B,·solutio11 of the financial 
viability probkm should 1wrlllil 1111' railroads coll!p<'ti11g 
in the n·gion's major i11tPrstat<· markds lo maintain a 
more Yitai J..n·l of ,·onqwtiliv,· i1111ovatio11 than was pos­
sible wlwn their hasic finan<'ial viahility was under con­
stant thn•at. In addition lo n·c,·iving IIH' bt•nl'fits of 
industry-wide innovations, shipp,·rs in local service areas 
will still ha\'(' th,. IH'ndits of i11l<'rrailrnad compl'lition 
since they will he ahk to switch to a ,·ornpcting railroad 
at mainli1w inl!'rcha11ge points. 

Optimizing Investment 

Given tlw serious 11<·<·d for 11pgrndi11g which <·xists in tlw 
rPgion's JH<·s<•nt rail sysl!'lll and th,· limitations on Lh<' 

amount of funds which can productiv<·ly lw invest<·d, an 
optimum allocation of the availabk n•sourc<·s for moderni­
zation is <•sscntial. The magnit1uk of th,· costs r<'quircd 
for significant up-grading of th<' n·gion's physical rail sys­
t<'m coupl1·d with tlw level of utilization rnp1ircd to mak!' 
this inn•stment <'Conomic co11stit11t!'s 011,· of the strongest 
argum<·nts for substantial consolidation. In addition, joint 
usage of the rebuilt right-of-way, wh<·n· possible, would 
cnhancr the effrciency in the us<' of n·sou1T1·s. 

Energy Considerations 

The energy effrcirncy of rail i11 inll'rcity fn•ight rang!'s 
from two to five tinws that of rnotor carrins in long-haul 
service. Cons<'qU(•ntly, an improv,·m,•11l in th1• competitiv<' 
posture of the rail vis-a-vis tlw molor carri<·r mode would 
work toward greater <'ll<'rgy co11s1·rvation in the nation's 
transportation system. Mor<'ovn, consolidation of the large 
rail traffrc flows ov!'r a mai11li1w ndwqk shared by rail 
carriers could warrant P!Pctrification of many of tlw 
mainline routes as an r·c011om1c and !'ncrgy-cfTcctiv<· 
improvement. 

In contrast, the ,·1wrgy dlici,·11cy of motor carnns ts 
greater than that of rail for short ha11l and very low 
volume movements. In this cast•, the ohj,·ctivc of energy 
conservation would he promol<'d hy the elimination of 

1 

l 



light density, short haul rail movcmrnts. In many otlwr 
cases, substitution of truck or containerized intermodal 
(piggyback) movements would also improve the energy 
efficiency of the overall transportation sp,tcm. 

Environmental Considerations 

Consolidation of traffic onto a n·duced rail syst<-m and 
the modernization of that system can serve to reduce 
existing adverse environmental impacts in three ways. 
First, the movPmcnt of rail traffic can be made more 
efficient with the consequent reduction in resource con­
sumption and pollution. Second, the railroads' improved 
intcrmodal compl'litive ability can attract traffic back to 
rails from the highways either as piggyback or freight 
car traffic. rfhird, rights-of-way rdcased by the restruc­
turing process can be employed for other more useful 
public purposes. 

W c recognize that the abandonment of rail freight lint's 
as part of the restructing process could have other inter­
related impacts on the environment, including the potential 
social and economic effects on a few local communities 
that might lose rail service. From tlw standpoint of the 
communities, it appears that nearly all of the region's rail 
traffic will continue to move by direet rail service, and 
employment and other economic impacts will thus be 
minimal. The availability of substitute transportation and 
of the short-term rail service continuation subsidy support 
under the Act can also serve to eliminate these impacts. 
It is not expected that rail passenger service will be ad-
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n·rsPly affocted; in fact it should he· mat,·rially improved 
as a result of the modernization of the rail system in the 
n·gion. 

The shift of freight from rail to motor carri1·r may haw 
a small impact upon the 1·xisti11g a111hi,·n1 air quality in a 
few instances. The amount of tlw irnpac:L would depend 
upon the level of dfici1·11cy of till' rail opt•rations to he 
rlropp<'d. In the !'Use of some indfici1·11l 1·11rr1·11t rail opt'ra­
Lions, the !"missions pt•r lon-111il1· t'X('t'l'd 1hos1· for motor 
carrier operations. From tlw long rang<' \'i1·w, the kl'y point 
is that an irnprov1·m1·nl in llw compl'litiv,· position of till' 
railroads v1·rsus motor carri,·rs will It-ad lo n1on· frl'ight 
hl'ing moved hy rail and rl'lat ively lt-ss hy 111otor carril'r. 

Rl'garding land us11 impacts, Lill' opportunity exists to 
promote positiYc l'ffocts if !'arc is takt•n, particularly at 
tlw Stall• and local l1·v1·ls, lo provid,· for 1·011tint1l'd trans­
portation use of rail rights-of-way sdl!'dul1·d for ahandon­
nwnt or, in th1· l'Vl'llt that is not f1·asihl1·, lo promote tlw 
use of such corridors for otlll'r public purposes. 

-::- -::-

Proceeding from the analysis of lht'. n'gion's rail system 
and thl' pot!'ntial for its inq>rm·1·n11•nl, !'art II of this 
Volume pn·sents nikria and n·1·11mm1·1Hlal ions co11c1·nring 
tlw rl'structuring proc1·ss at both th,· int1·rstat1· and local 
service lcv<'is. Volume 11 presn1ts till' S1·1·1Ttary's n•com-
1111·1Hlations for specific: points to n·<·l'iv,· din·ct local rail 
sPrvice based on the critnia and analris ,kscrilll'd in 
this volume, together with maps and otlwr pertinent 
information 011 each of till' l iM, zones. 



PART II 

RECOMMENDATIONS FOR RAIL SERVICE 

OBJECTIVES AND METHODOLOGY 

The process of restructuring the region's rail services 
must achieve these four objectives: 

1. The resulting rail system should be capable of pro­
viding service of adequate quality to meet user require­
ments. Service of unacceptable quality will cause 
continued diversion of traffic from rail carriers to less 
pfficient modes or, where other modes do not represpnt a 
long-term alternative, changes in the location of produc­
tive activity in order to minimize dependence on rail 
service. 

2. The resulting rail system should have sufficient 
capacity to meet the needs of the region's commerce. 
The process of consolidation of services and rationaliza­
tion of facilities must not proceed so far as to preclude 
access to the resulting rail system by a significant portion 
of existing or projected traffic flows. 

:·t The resulting rail system should improve efficiency 
in the use of resources. Inefficiency results in the con­
sumption of excessive amounts of resources not only in 
the transportation sector but throughout those sectors of 
the economy which require transportation services. 

4. The resulting rail system should be financially 
viable. Long-term financial stability is essential so that 
the rail system will be capable of c>fficiently meeting the 
region's transportation requirements without further 
major restructuring or continuing Federal financial 
involvement. 

General Methodology 

Attainment of the above objectives requires the applica­
tion of difINent guidPlinc>s, criteria and analyses according 
to the type of rail service under study. For the purposes 
of this rc>port, the region's rail freight services have bec>n 
divided into two groups classed as eithPr interstate (high 
volume traffic between zones) or local ( pick-up and delivery 
within zones and feeder connections to the interstate net­
work) . The problems associated with each type of service 
are different, as is the approach to rationalizing and 
revitalizing them. 

The interstate service network is that portion of the rail 
freight system which carriers the major traffic flows be­
tween traffic generating areas (zones). The existing intc>r­
state rail network is characterized by many duplicate, 
underutilized facilities due to the fragmentation of the 
traffic flows. The overall goal of the restructuring of the 
interstate network is the concentration of traffic flows onto 
a reduced network of track and associated yards and t<·r­
minals. Such concentrated flows enable the efficiPnt use of 
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roadway, e•quipnwnt and labor, and S<'l"Vt' to make> finan­
cially possibk the inveslnwnt in and n1ai11IC'na11c:1· of fa. 
cilities necessary to proviek high q11al it y s1·rvicC'. 

The local scrvicc> network is that port ion of th1· rail 
frc>ight syst<·m which COJltl<'('.ls tlw rail 11s1·r in a zorw to 

the int!'fstalc network. Tims, th,• local s<•rvicc nC'lwork 
provides pickup and dcliv1Ty service to till' systl'm's users 
and funnels that traffic onto tlw high vol1111w intNstat1· 
mainlines. The region's local service' nC'lwork is char­
acterizPd by substantial rcdundan(;Y in faciliti<·s and 
services with resulting poor dlici1·11cy, <'XC<'ssivc costs and 
fragme·ntation of intnstate· trafiic flows. Ofrrall, thc goal 
of the pror:c>ss of rcstrut:luri11g LIH' local s<'rvi('(' rwtwork is 
the elimination of rcdundancy i11 ordn to make· the ,wtwork 
financially viable and more economically dTicicnt, hut y!'I 
provide adt·quate sc~rvice·. 

The Act specifi!'s that this rq1ort contain " ... conclu­
sions and r!'comnwndat ions with J'l'S]H'cl to till' gc·ographic 
zon!'s within the region in and h!'LW<'C'll which rail sen·icl' 
should be provided ... ". Till' basis for id,·nlificatio11 of 
these zorws may he SMSA's, groups of SMSA's, counties, 
or groups of countic·s having similar ,•cmwmic charactn­
istics such as mining, manufacturing, or farming. 

This zone approach facilitat!'s thC' analysis of the rcgion's 
rail rcquirc>ments in four ways: 

]. It pnmits the analysis of an a rc•a which is small 
enough to allow the inclusion of a substantial amount 
of detail and the idrntification of !'ach trallic generating 
point. 

2. It emphasizes local rail sNvicC' requircmrnts by 
excluding the need to consider lrallic which now flows 
through th<' zone on rnainlinl's hut which may not con­
tinue to be routed through tlH' zone in the future. If 
the points in a zone g('m•ratt· sufli<'iC'l1t traffic to justify 
local rail servic<', that snvic1' will cont inuc regardless 
of the ultimal!- configuration of th.. mainlines which 
carry traffic through the ar<'a. 

3. It maintains a neutral position with r<'spect to the 
present railroad corporate strudun~s and their rl'lat<'d 
track networks. Th(' zone approach t'lll]lhasiz<'S the 
area's basic demand for rail snvic1· wlwn• th<' trallic 
originates or t<'rminate•s and dcfirH's altnnatives that 
allow the rail system ( not s1wcific companies) to meet 
that demand as c>fficicntly as possibk. 

4. It facilitates the grouping of traffic gt•nerated in 
the zon!' in order to 1•valuak tlw n•quirt'ments of the 
mainline rail network. 

The r!'gion has lwC'n dividC'd into a total of 181, zones, 
shown in Figure 3. The ZOJH'S Wt're creal<'d in two steps. 



First, the SMSA's were used as the hasis for ddininf! tlw 
initial set of zones. Second. those areas of the region 
outside of S:\ISA's were aggregall'd into groupings of con­
tiguous counties ( townships in the l\'ew F:n/!land States) 
with similar socio-economic characteristics. Tlw resultin/! 
181, zmws include St. Louis and Louisville. which are in 
states contiguous with the States specified in th1· Act as 
constituting the rq:don. With these two exceptions. the 
184 zones clo not include any zones in Stall's conti/!uous 
with those specified Statcs.1 

Of thc 181 zonPs, 21 do not contain facilities or opera­
tions of hankrupt carriers. ThPse zones arc on the 
periphery of tlw n·gion and include two zones in the 
Upper Peninsula of Michigan, six zones in northern and 
western Illinois, om· zone in West Virginia. nine zmws 
across southern Virginia and the three most northerly 
zones in Maine. 

Following the identification of the zom's, information 
was gathen·d for each zone with regard to major highways, 
rail lines and their characteristics (e.g., number of tracks, 
type of signal syst1·m, traffic density, etc.), and railroarl 
traffic generating points. This information is needed for 
an understanding of each zone's overall transportation 
system, the capacity of its rail n!'lwork and the sources of 
rail frei~ht traffic. 

Traffic data for 1972 originations and tPrminations 
were then obtained from all Class I railroads operating in 
the region. Aftn thesP data wne sorted by zone, th<>y rPp· 
resented a comprPhensiYe in formation base as to traffic, sta­
tion loadings and the commodities imolwd. Table 12 
summarizes total originating or terminating traffic for 
Pach of the 181 zones in the region. 

Using this traffic data and rail facility information 
for each zone, the analysis was conducted on two le,·cls 
with a continuous iterative procPss between th<> two. First 
adjacent zones wen~ analyzed on a state wide basis to 
dPtermine connecting traffic flows between adjac<>nt zon<>s 
and to points outside the region. Next, zone traffic was 
aggregated to giVP a first cut at dPtermining the major 
traffic gcnprating centers which would support high volunw, 
mainline interstate traffic in th<> region. Tlw possib!P 
mainline routes connecting these c<>nters were then identi­
fied on the zone maps. 

From this point, various criteria Wf'rt' applied on a 
zone-by-zonc basis to determine which points in each zone 
should be recommended for local rail service. Similarly, 
other criteria wne applied on a regional basis to deter­
mine which major traffic generating centers should be 
recommenderl for competitive rail service on an interstate 
network. Roth sets of criteria and recommendation~ arc 
discussed in detail in the sections that follow. 

Each of the 184 zones has been analyzed uniformly with 
regard to recommendations of points to rPcci,·e direct rail 
service. However, for the 163 zones served by bankrupt 
railroads, the analysis went one step further by identifying 

potentially cxcPss rail lirws which an~ not necessary to 
snvt· the points n·con111H'lHkd for s1·rvict• or arc duplicate 
light-density frpder lint's. This additional analysis is in­
LPndPd as a potential planning tool for thP Association and 
for the Statc·s and local c·ornrn1111 iti1·s in 11<-t!'fmining where 
tlwir own analysis should ll!' conc1·ntratc·d during the re­
mainder of the planning process. 

For the remaining 21 zorws Wt' did not carry out the 
additional analysis of pot1·11Lially Pxc1•ss lint's. This type of 
analysis, when it impacts only on solvPnt carriers, can 
hPst he rna(k in tlw ccml!'xt of the Association's overall 
dealings with tht•st• carrit•rs. 

TABLE 12.~SUMMAHY OF THAFFIC BY ZONES 

(Rank1·d in Ord1·r of Traflic Volume) 

(] 972) 

Total Originating or Tarninating Traffic 

lone A11n11al Cumulative 
Carloads Pcrcentag/( of all 

No. Name and Stat,· (Tho11.11mds) Ucgional Carloads 

------------

Bl Chicago, IL 1,906 8.3 
076 Pittsburgh, PA 971, 12.5 
155 Detroit, Ml 871, 16.3 
195 Beckley, WV 8:16 19.9 
:-12:-l St. Louis, MO 805 23.1, 

066 Philaclclphia, l'A 71,9 26.7 
191, Bristol, VA 627 29.4, 
091, C!Pveland, OH S79 :n.9 
060 Newark, NJ S7:-l 34,,4, 

087 Baltimon\ MD SOI 36.5 
lL-\ To!Nlo, OH tl,60 38.5 
116 Carhonda!P, IL 11,9 4,0.5 
181, Norfolk, VA 1.:-m 42.:-l 

BO Gary, IN 1,20 44.2 
Otl,9 Buffalo, NY :190 4,5.9 

200 Huntington, WV ;\51, tl,7.4, 

07S New Castle, PA :\39 tl,8.9 

197 Clarksburg, WV :l:H 50.3 
09:-l Youngstown, OH :im 51.6 
092 Ashtabula, OH 291 52.9 
205 Louisville, KY 280 54.1 
078 Johnstown, PA 276 55.3 
098 Steubenville, OH 276 56.5 
058 New York, NY 266 57.7 
106 Cincinnati, OH 256 58.8 
091 Lorain, OH 230 59.8 
123 Vincennes, IN 223 60.7 
014, Roston, MA 199 61.6 
122 Indianapolis, IN 187 62.4, 

199 Charleston, WV 187 63.2 
069 Allentown, PA 18:-l 64,.0 

100 Sandusky, OH 176 64,,8 

099 Wheeling, WV 175 65.5 

1 As indicated in the first footnote in the Introduction and Summary, the Commission served on January 23, 1974, an order delineat­
ing four areas to be included in the region which are in States not spccifiPd by the Act as constituting part of the region. The Depart­
ment anticipat<•d the delineation by the Commission of the areas in the vicinity of Louisville and St. Louis. Tlwrc was insufficient time 
to adjust this report to the delineation of the areas in the vicinity of Kewaunee and Manitowoc, Wisconsin. The Department will publish 
an addendum to this report dealing with those two zones. 
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No. 

156 
090 
1:37 
062 
185 
001 
107 
166 
097 
01,6 
l 31, 
074 
103 
186 
082 
083 
081 
I:-l9 
084 
167 
117 
047 
136 
196 
124 
145 
108 
163 
187 
193 
198 
142 
125 
190 
133 
135 

042 
161 
002 
141 
102 
165 
088 
095 
112 
096 
150 
162 

TABLE 12 (continued) 

SUMMARY OF TRAFFIC BY ZONES 

(Ranked in Order of Traffic Volume) 

(1972) 

Total Originating or Terminating Traffic 

Zone Annual Cumulative 
Carloads Percentage of all 

Name and State (Thousands) Regional Carloads 

Flint, MI 168 
Washington, DC 167 
Peoria, IL 166 
New Brunswick, NJ 164 
Newport News, VA 160 
Bangor, ME 148 
Hamilton/Middletown, OH 144 
Escanaba, MI 137 
Do,<'.r, OH 136 
Syracuse, NY 136 
La Salle/Peru, IL 135 
State College, PA 1:32 
Columbus, OH 128 
Petersburg, VA 127 
Potts\·ilk, PA 126 
York, PA 125 
Harrisburg, PA 122 
Kankakee, IL 120 
Wilmington, DE 119 
Marquette, MI 117 
Kokomo, IN 115 
Rochester, NY 115 
Galesburg, IL 112 
Martinsburg, WV 111 
faansvillc, IN 107 
Mt. Vernon, IL 105 
Dayton, OH 103 
Grand Rapids, MI 98 
Richmond, VA 96 
Radford, VA 94 
Parkersburg, WV 94 
Decatur, IL 92 
Terre Haute, IN 92 
Staunton, VA 90 
Sterling, IL 89 
Davenport, IA/Rock 87 

Island, IL 
Albany, NY 87 
Lansing, MI 84 
Augusta, ME 83 
Mattoon, IL 82 
Zanesville, OH 82 
Traverse City, MI 80 
Hagerstown, MD 78 
Akron, OH 78 
Marion, OH 77 
Canton, OH 75 
Battle Creek, MI 72 
Midland, MI 69 

66.2 
67.0 
67.7 
68/J. 
69.1 
69.7 
70.!J 
71.0 
7L5 
72.1 
72.7 
73.3 
73.8 
74.!J, 
74.9 
75.5 
76.0 
76.5 
77.0 
77.5 
78.0 
78.5 
79.0 
79.S 
79.9 
80.4 
80.8 
81.3 
81.7 
82.l 
82.5 
82.9 
83.3 
83.7 
84.1 
84.4 

84.8 
85.2 
85.6 
85.9 
86.3 
86.6 
86.9 
87.3 
87.6 
87.9 
88.3 
88.6 
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No. 

105 
B2 
188 
126 
01]4 
077 
143 
052 
068 
116 
l!J,8 
159 
024 
0!J,l 
189 
101 
065 
151 
110 
157 
153 
114 
067 
111 
158 
010 
027 
005 
051 
085 
191 
144 
073 
192 
072 
121 
149 
070 
120 
0.32 
o:-n 
089 
050 
MO 
080 
012 
008 
025 
071 

TABLE 12 (continued) 

SUMMAHY OF THAFFIC BY ZONES 

( Hanked in Order of Traflic Volume) 

(1972) 

Total Originating or Terminating Traffic 

loTlc 

Name r,11,l State 

l'ortsrnouth, OH 
Rockford, IL 
Charlottesvilk, VA 
( :rawfordsvillc\ IN 
Watertown, NY 
Uniontown, PA 
Lincoln, II, 
Elmira, NY 
Heading, PA 
Ft. Wayne, IN 
Quincy, IL 
Saginaw, MI 
Springfield, MA 
Plattsburg, NY 
Winclw~ter, VA 
Mansfield, OH 
Vinelan_d, NJ 
Kalamazoo, Ml 
Bellefontaine, OH 
Port Huron, MT 
Ann Arhor, MT 
Defiance, OH 
Lancaster, I> A 
Lima, OH 
Bay Gty, MI 
Montpelier, VT 
Providence, HI 
Portland, ME 
Eric, PA 
Dover, DE 
Roanoke, VA 
Springfield, IL 
Williamsport, PA 
Lynchburg, VA 
Wilkes-Barre, PA 
Bloomington, IN 
Benton Harbor, Ml 
Lehighton, PA 
Richmond, IN 
Hartford, CT 
New Haven, CT 
Waldorf, MD 
J amcstown, NY 
Champaign, TI, 
Chambersburg, PA 
Lawrence, MA 
Nashua, NH 
Worcester, MA 
Scranton, PA 

Annrwl (,' rtmulati vc 
Curlo,uls Percentage of all 

(Thousaruls) Ncgional Carloads 

68 
65 
62 
62 
60 
59 
55 
S!J, 
51, 
51], 
5:i 
so 
!J,7 
!J.6 
!J,6 
!J.S 
45 
,1,!], 

;J,:{ 

;J,:{ 

;J,:{ 

!J,2 
41 
!J,l 
!],() 

:m 
:m 
:-m 
:m 
:15 
:15 
:H 
:H 
:ti 
:12 
:11 
:H 
:11 
:n 
:m 
:m 
:10 
:m 
:-m 
29 
29 
29 
28 
26 

88.8 
89.l 
89.!J, 
89.7 
89.9 
90.2 
90.4 
90.7 
90.9 
91.1 
91.3 
9l.6 
91.8 
92.0 
92.2 
92.4 
92.6 
92.7 
92.9 
93.1 
93.3 
93.5 
93.7 
93.8 
94.0 
91,.2 
91,3 
94.5 
94.7 
91,.8 
95.0 
95.1 
95.3 
95.4, 
95.5 
95.7 
95.8 
95.9 
96.1 
96.2 
96.:i 
96.5 
96.6 
96.7 
96.9 
97.0 
97.1 
97.2 
97.:-3 



l. 

No. 

035 
ll5 
128 
183 
129 
119 
104 
164 
127 
007 
063 
079 
045 
031 
004 
Oll 
ll8 
056 
030 
038 
021 
054 
152 
053 
020 
036 
009 
048 
055 

TABLE 12 (continued) 

SUMMARY OF TRAFFIC BY. ZONES 

( Ranked in Order of Traffic Volume) 

(1972) 

Total Originating or Terminating Traffic 

Zone 

Name and State 

Bristol, CT 
Elkhart, IN 
Michigan City, IN 
Fredericksburg, VA 
South Bend, IN 
Anderson, IN 
Athens, OH 
Muskegon, MI 
Lafayette, IN 
Berlin, NH 
Trenton, NJ 
Altoona, PA 
Utica/Rome, NY 
Middletown, CT 
Biddeford, ME 
Rutland, VT 
Muncie, IN 
Poughkeepsie, NY 
Norwich, CT 
Bridgeport, CT 
Greenfield, MA 
Cortland, NY 
Jackson, MI 
Binghamton, NY 
Fitchburg, MA 
Waterbury, CT 
Manchester, NH 
Batavia, NY 
Hudson, NY 

Annual Cumulative 
Carloads Percentage of all 

(Thousands) Regional Carloads 

26 
26 
26 
24 
24, 
22 
22 
20 
20 
19 
19 
18 
15 
15 
15 
14 
14 
13 
13 
13 
13 
12 
12 
12 
12 
10 
10 
10 

9 

97.5 
97.6 
97.7 
97.8 
97.9 
98.0 
98.l 
98.2 
98.2 
98.:1 
98.4 
98.5 
98.6 
98.6 
98.7 
98.7 
98.8 
98.9 
98.9 
99.0 
99.0 
99.1 
99.1 
99.2 
99.2 
99.3 
99.3 
99.4 
99.4, 
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No. 

138 
109 
029 
OU 
019 
022 
003 
017 
016 
061 
018 
086 
015 
006 
160 
023 
OM 
0:3:1 
04:{ 
040 
039 
026 
0:14 
182 
028 

TABLE 12 ( coutiuuccl) 

SUMMARY OF 'J'llAFFlC BY ZONES 

( Ranked in Order of Traffic V ulume) 

( 1972) 

Total Originating or Terminating Traffic 

Zone 

Name and State 

Bloomi11gto11, IJ, 
Springfield, OH 
Putnam, CT 
Lowell, MA 
Marlboro, MA 
Piusficld, MA 
Lewiston, ME 
New Bedford, MA 
Taunton, MA 
Sparta, NJ 
Fall River, MA 
Salisbury, MD 
Brockton, MA 
Portsmouth, NH 
Owosso, Ml 
Adams, MA 
Atlantic City, NJ 
New Britain, ( :T 
Arnsterdaru, NY 
Stamford, CT 
Norwalk, ( :T 
Webster, MA 
Mr~riden, ( :T 
Cape Charil's, VA 
Westerly, Ill 

Annual Cumulat,:vc 
Carload.s l'acenlllgc of all 

(Thousands) /fo14ional Carload.s 

9 
8 
8 
8 
7 
6 
() 

6 
() 

5 
5 
5 

() 

0 

99.1, 
99.5 
99.5 
99.S 
99.() 
99.6 
99.(, 
99.7 
99.7 
99.7 
99.7 
99.7 
99.8 
99.8 
99.8 
99.8 
99.8 
99.8 
99.9 
99.9 
99.9 
99.9 
99.9 

Note: Totals do not add to 100% due lo rounding. 

Data Source: 1972 Traflic data from Class I railroads. 
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FIGURE 3 

ZONE MAP OF THE MIDWEST 
AND NORTHEAST REGION 

Zones are either Standard Metropolitan 
Statistical Areas (1970 SMSA) 
or contiguous county groupings 



Zone 
Number 

Zone 
Name 

00L _________ Bangor, ME 
002 __________ Augusta, ME 
003 __________ Lewiston, ME 
004 __________ Biddeford, ME 
005__________ Portland, ME 
006 __________ Portsmouth, NH 
007 __________ Berlin, NH 
008 __________ Nashua, NH 
009 __________ Manchester, NH 
010 __________ Montpelier, VT 
OIL _________ Rutland, VT 
012 __________ Lawrence, MA 
013 __________ Lowell, MA 
014 __________ Boston, MA 
015 __________ Brockton, MA 
016 __________ Taunton, MA 
017 __________ New Bedford, MA 
018 __________ Fall River, MA 
019 __________ Marlboro, MA 
020 __________ Fitchburg, MA 
02L _________ Greenfield, MA 
022 __________ Pittsfield, MA 
023 __________ Adams, MA 
024 __________ Springfield, MA 
025 __________ Worcester, MA 
026 __________ Webster, MA 
027 __________ Providence, RI 
028 __________ Westerly, RI 
029 __________ Putnam, CT 
030 __________ Norwich, CT 
03L _________ Middletown, CT 
032 __________ Hartford, CT 
033 __________ New Britain, CT 
034 __________ Meriden, CT 
035 __________ Bristol, CT 
036 __________ Waterbury, CT 
037 __________ New Haven, CT 
038 __________ Bridgeport, CT 
039 __________ Norwalk, CT 
040 __________ Stamford, CT 
04L _________ Plattsburg, NY 
042 __________ Albany, NY 
043 __________ Amsterdam, NY 
044 __________ Watertown, NY 
045 __________ Utica/Rome, NY 
046 __________ Syracuse, NY 
047 __________ Rochester, NY 
048 __________ Batavia, NY 
049 __________ Buffalo, NY 
050 __________ Jamestown, NY 
05L _________ Erie, PA 
052 __________ Elmira, NY 
053 __________ Binghamton, NY 
054 __________ Cortland, NY 
055 __________ Hudson, NY 
056__________ Poughkeepsie, NY 
058 __________ New York, NY 
060 __________ Newark, NJ 
06L _________ Sparta, NJ 
062 __________ New Brunswick, NJ 
063 __________ Trenton, NJ 
064 __________ Atlantic City, NJ 

FIGURE 3 

ZONES LISTED BY NUMERICAL ORDER 

Zone 
Number 

Zone 
Name 

065 __________ Vineland, NJ 
066 __________ Philadelphia, PA 
067 __________ Lancaster, PA 
068 __________ R('ading, PA 
069 __________ Allentown, PA 
070 __________ Lehighton, PA 
07L _________ Scranton, PA 
072 __________ Wilkes-Barre, PA 
073 __________ Williamsport, PA 
074 __________ State College, PA 
075 __________ New Castle, PA 
076 __________ Pittsburgh, PA 
077 __________ Uniontown, PA 
078 __________ Johnstown, PA 
079 __________ Altoona, PA 
080 __________ Chambersburg, PA 
081_ _________ Harrisburg, PA 
082 __________ Pottsville, PA 
083 __________ York, PA 
084 __________ Wilmington, DE 
085 _____ . _____ Dowr, DE 
086 __________ Salisbury, MD 
087 __________ Baltimore, MD 
088 __________ Hagerstown, MD 
089 __________ Waldorf, MD 
090 __________ Washington, DC 
09L _________ Lorain, OH 
092 ___________ Ashtabula, OH 
093 __________ Youngstown, OH 
094 __________ Cleveland, OIi 
095 __________ Akron, OH 
096 __________ Canton, OH 
097 __________ Dover, OH 
098 __________ Steulwnville, OH 
099 __________ Wheeling, WV 
100 __________ Sandusky, OH 
lOL _________ Mansfield, OH 
102 __________ ZanesvillP, OH 
103 __________ Columlrns, OH 
104 __________ Athens, OH 
105 __________ Portsmouth, OH 
106 __________ Cincinnati, OH 
107 __________ Hamilton/Middletown, OH 
108 __________ Dayton, OH 
109 __________ Springfield, OH 
110 __________ Bellefontaine, OH 
llL _________ Lima, OH 
112 __________ Marion, OH 
113 __________ Toledo, OH 
114 __________ Defiance, OH 
115__________ Elkhart, IN 
116 __________ Fort Wayne, IN 
117 __________ Kokomo, IN 
118 __________ Muncie, IN 
119 __________ Anderson, IN 
120__________ Richmond, IN 
12L _________ Bloomington, IN 
122 __________ Indianapolis, IN 
123 __________ Vincennes, IN 
124 __________ Evansville, IN 
125 __________ Terre Haute, IN 
126 __________ Crawfordsville, IN 
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Zone 
Number 

127 ______ .... 

128 ..... ----·· 
l '!9 ......... -. 
1:10 ......... . 
1:11 .. ·-·-·-·-
1:12 ______ ... . 

l TL ........ . 
] '!4 ...... --·-
l '!S._._._ .. __ 

Zone 
Name 

Lafayette, IN 
Michigan City, IN 
South Bend, IN 
(;ary, IN 
Chicago, IL 
Hock ford, JI, 
Stl'rling, IL 
La Salli-/Pern, IL 
llan,nport, IA/Rock 

Island, IL 
l :16_···--···-- (;a!i:slmrg, II, 
J:17 ·-········· !',·oria, II, 
l :m_··-······ Bloolllington, IL 
1:19··-·······- Kankak<·,·, IL 
140.·--·-•--·•- ( :ha111paign, IL 
14L-----·--· Mattoon, TL 
112 __________ lk..atur, lL 

14'L·--····-··- Liucoln, Tl, 
144._. ___ . ___ Springfi,·ld, IL 
14'i ................ Mt. Vernon, IL 
14(, ............. Carl,ondak, IL 
14B ... ·-······ Quincy, IL 
149 .............. Jl,,111011 Harbor, MI 
150 .............. Batt!" Crc<'k, MI 
l 'i 1 ............... Kala,iiazoo, MI 
Vi2 ............ Jackson, MI 
I s:L .. ····-·- A llll A rhor, Ml 
lSS......... l>Ptroit, MT 
IS(,. __ --··--· Flint, Ml 
1'17 ·-······-·· .. l'ort ll11ron, MI 
15H ........... Bay City, MI 
IS9_··----·--·--·--- Saginaw, MI 
160.. Owosso, MI 
16L.·-··-·-···· La11si11g, MI 
162 .... ______ Midland, Ml 
l(>:L ......... <:rand Hapicls, MI 
lM--•·-·······- M11sk<'gon, MI 
l(,5 __ ···-·····- Trav,•rsc City, MI 
Hi(L ........• Esl'anaha, MI 
167 ... ······- Marqucttl', MI 
182 ... - ..... - ( :ap,· ( :harlcs, VA 
1!13_····---··· Fr .. d,·ri<'kshurg, VA 
JB4_ .. -·----- Norfolk, VA 
JBS .......... _ N,·wporl N<'ws, VA 
JB6 ____ ....... l'etcrshurg, VA 
1!17 ·-•·-••-·-·· Hi..Innond, VA 
lB!L ........ - .. ( :harlottcsvillc, VA 
1B9 __ ··---·-· Wiu..Iwstn, VA 
190_·••-·-·--- Sta1111tou, VA 
19L .. ·-··-··· lloanoke, VA 
192 ............. l.yn"hhurg, VA 
193 .......... !lad ford, VA 

194 .... ·--··· Bristol, VA 
105 .......... B,•ckky, WV 
196 ......... __ Mnrtinshnrg, WV 

197 ········-····- Clarksh11rg, WV 
19B ............... l'arkcrshurg, WV 
199 __ ·····--· ( :harl,·ston, WV 

200_····-······ llnntington, WV 
205- .. ······- r .onisvillc, KY 
'l;!'L-······--- St. Louis, MO 



INTERSTATE RAIL SERVICE 

The purpose of this section is to establish a methodology 
and to identify a set of prerequisities for planning the 
development of a rail system capable of efficiently handling 
the region's interstate mainline freight movement both 
between zones in the region and to points outside the 
region. This section addresses the service from zonP ac· 
cumulation points ( e.g. Lansing, Michigan) to major yards 
(e.g. Detroit) and the movPment of traffic hr·tween major 
traffic generating points ( e.g. Detroit-Buffalo). This SPC· 
tion does not address pick-up and deliVPry and intrazone 
feeder lines and facilities which arP analyzPd on a zonP-hy­
zone basis in the Local Rail SPrvicP section. Figure 1, 
shows conceptually the distinctions among these catPgoriPs 
of rail service. 

As discussed previously, we believe that thP process for 
identifying rail service requirPmf'nts hPtwePn zont'S in the 
region must: ( 1) reduce duplicate facilitiPs and sPrvice to 
permit efficient rail opPrations; ( 2) maintain sufficirnt 
interrailroad competition to assure a competitiVP approach 
to ratPs, quality and innovative servicP. and car supply 
to shippers in the region; and ( 3) demonstrate that the 
resultant systPm has sufficient potential t'conomic efficiency 
to warrant major modPrnization and rehabilitation. Th<' 
resulting rail network should mPet the rPgion\ future rail 
transportation nPeds. 

The planning procPss must detPrminP the amount of 
fixed plant required to meet thP rPgion 's largt' intnstatl' 
traffic movPmPnts. The kPy portion of the rq1;ional inter­
state network should be a series of high rnlume, mod­
ernized mainline routPs between major traffic gPnnating 
centers in the region. Since competitive carriPrs can use 
facilities jointly, traffic volume should set thP rPquiremcnts 

for interstate facilities. ThP fact that two or morP railroads 
serve a market does not necessarily rpquire that Pach 
maintain an Pntire set of separate facilitiPs, although the 
general practice today is for each carrier to have it;; own 
yards and line haul track. ThPrefore, the mPthodology 
seeks to determine first, the fixed plant rPquirr'ments for 
efficient connectivity of the system and sPcond. those zone;; 
which can support competitive rail service. 

The remainder of this section will ( 1 ) dPscribe the 
existing interstate rail network in the rPgion and the key 
factors which have shaped its development; (2) identify 
the key factors which the Association must consider in 
planning the consolidation of the existing network's main­
line facilities into a more efficient system; and ( 3) recom­
mend a level of competitive service between zonPs in the 
region. The final portion of the section consists of eight 
example analyses of routes between major traffic gen­
erating zones. These examples describe how our recom­
mendations regarding efficient fixed plant and compPtitiVP 
service can be applied by the Association in the planning 
process. 

The Existing Interstate Rail Network 

The planning process should start with an understand­
ing of the present mainline network. The basic rail phys­

ical facilities are already in place and the planning process 

23 

must, therefore, deal with cha11gt's lo an existing rwtwork. 

The physical plant of the <'xisti11g- intc·rstatc~ ndwork in 
the rc•g-ion, especially its mainlirw routc·s, 1lc-vclopC'd over 
time in response to two primary in!C'rrdat<'d factors: (1) 
thP nP<'d to S<'rVP tlH' dominant traffic gc·rwrating CPntPrs; 
and (2) the region's geography. An analysis of the present 
configuration of tlH' intcrstatc' rwtwork indical<'s that there 
are a series of predominant t raflic flows which link the 
rPgion's major rail traffic gPrwrators and ovc·r which a 
substantial portion of tlw intc·rzo11c traffic moVf's. Tiu· co11-
cPntration of the region's intf'rstali< flow along predominant 
pattPrns is apparPnt in Figure' S which shows sclw111atically 
the freight densitiPs of tlw region's mainline traffic. 

The heavy traffic concc•ntrations ovn tlw hroad hands of 
the region not only dPfirw tlH' major c111Tt'11I inl.t'rstatc 
traffic flows hut also ddinl' tllC' principal mainlirw routings 
which the Association must rc•vic·w to achic•vp ti\(' sub­
stantial route consolidation and rationalization n'f(Hin•d to 
estahlish an efficient intcrstatc· rail ndwork. Bc·causc the 
two primary factors which caused th<' rkvl'lopnwnt of th<' 
existing intPrstate rwtwork atT still prc·sr·nt, it is important 
to und<'rstand their rc·levancc' in shaping today's structurt'. 

Traffic: Of the region's HM, zorws, ,1,0 ZOIH'S gt'nc'ralc- the 
region's dominant intf'rstalc' flows. ThPir location in tlw 
rPgion is illustrated in Figurc· (i. CumulatiVf'ly tlwy ac­
count for 70 pcrcP11t of t!IC' n·gion 's total carload origina­
tions and tPrminations. In tPrms of broad c·ot11t11tHlit y 
catq~orif's, 28 of thc' zotu·s gc'nnalc· primarily procc'f'SPcl 
and marrnfacturPcl product comnwiliti1's and 12 of the zonPs 
gPnerat<' primarily unproc·c·ssc·d hulk r·ot111tHHliti<'s-- c'.g. 
coal. 

In a<ldition to thosl' zorws wl1id1 gi·111·ratt' larg<' volumt's 
of traffic as a rPsult of tlJ('ir local c·c·onomic hase, tlwn' arc 
four major rail "gatc'ways" locatl'd along th<' pPrimdc·r 
of tlw rt'gion which infl1w11cc· tlw dominant traffic flows. 
ThesP gatPways arc larg<'ly till' c·or1sc·qut'JH't' of thP institu­
tional organization of tht' rail industry. Tlw industry is 
structurPd so that tlw nation js composPcl of sc'V<'ral major 
regions, Pach of which is snvl'd by sq1aratc' rail carriers. 
This cause's a conv!'rg1•nc1' of intc•rregional traflic flows at 
rail gatPways to interchange fn,ight IH'LWt'f'll tlw rail car­
riPrs sPrving the scparalt' rc'gions. Like thl' major traffic 
gPnerating cPntcrs thes!' gate-ways along tlH' r<'gion 's pf'rim­
<'ler anchor tlw prPdominanl traflic flows. Tlw major flows 
between till' nortlwast and midw1·sl rl'gion and thl' rPgion 
west of the Mississippi go througl1 Chic'.ago and St. Louis. 
Similarly, the major flows hl'lwt'c'n tht' nortlwast and rnid­
WPst rPgion and tlw soutllC'ast region go through Cincinnati 
and Washington, D.C. Although tlwn' an' additional gate­
ways along the region's pPrinwt('['. tlwsc• four dominalc' ti](' 
interregional traffic flows. 

Geography: The gpography of tht· rPgion has also had 
a profound influencl' upon thl' configuration of tlH' traffic 
flow pattern. For Pxample, tlw AIIPglH'ny Mountains 
force the inll'rstate flows along tlH' t'ast-wl'sl axis of the 
region's nortlwrn boundary to convt•rgf' upon tlw C!Pwlanc-1 
area in a narrow !wit which exh'nds along the soutlwrn 
shore of Lake EriP. Likewise, LakP Michigan causps flows 
to and from the northnn plains stall's and the northwPst 
region to convf'fge at Chicago. East-west flows oriented 
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FIGURE 4 

SCHEMATIC OF RAIL SERVICE CATEGORIES 

RELATIONSHIP OF TRAFFIC GATHERING AND LINE HAUL 
FUNCTIONS IN RAIL OPERATION 

MAJOR YARD 
(e.g. DETROIT) 

ZONE ACCUMULATION POINT 
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.-
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TRAFFIC ORIGIN AND _,. 
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LOCAL RAIL 
SERVICE 
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POINT 

MAJOR YARD 
(e.g. BUFFALO) 
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along the southern portion of the region convPrge upon a 
natural passage through the Allegheny Mountains via 
Pittsburgh. 

From tlwsc factors the following broad patterns haw 
emerged to shape today's physical plant. The northPrn­
most seriPs of concentrated east-west freight mov<'mcnts 
span the region from Chicago to the East Coast and serw 
the heavy concentration of industrial activity along the 
Great Lakes. The other series of major Past-wf'st freight 
movf'mcnts span the rPgion from St. Louis to the East Coast 
and snve principal concentrations of economic activity in 
the southern half of the region. These two }wavy traffic 
flows converge and overlap in the Akron-Cleveland-Youngs­
town area in the form of an "X". This permits diagonal 
flows across the region-~for example, from St. Louis to 
Buffalo or Boston, or from Baltimore to Chicago. 

Of the two principal freight patterns oriPnted along a 
north-south axis, one serves the north-south flows cast of 
the Alleghrnies from the Canadian border to Washington, 
D.C. and the Virginia area. The second is anchored in 
the north at the western end of Lake Eric and ext1'1Hls 
south to the Cincinnati area and the \Vest Virginia coal 
mining region. 

When all these factors are considered, what emerges is 
a series of multiple parallel routPs handling major traffic 
flows which conwrge at a limited number of points in tlw 
region. Between tht>se points the actual rail lint's, for 
yarious historical and institutional rPasons, divnge and 
sPrve broa-der market areas. The existence of major 
parallel flows through a limited number of points provides 
a means of breaking the existing, romplex regional n!'l­
work into smaller sPgments which reflect the overall pat­
terns of rail commerce in the region. 

The major segments are as follows: 

Traffic Flows 

Buffalo area to mid-Atlantic 

Buffalo ar('a to New England 

Alleghenies to Eastern Seaboard 

North-South on the Eastern Sea­
board 

Coalfields to the Virginia Tide­
water 

East-West now along the Great 
Lakes 

Western Lake Erie area to the 
South 

Major Interstate 
Rail Segment 

Buffalo-Albany 
Albany-New York/Newark 
Buffalo-New York/Newark 
(via Waverly, N.Y.) 
Buffalo-Albany ( same as above) 
Alhany-Boston 

Pi ttsbu rgh-Harrishurg/ 
Cumberland 

Harri,hurg/Cnmberland­
Philadelphia/Newark 

Harrishurg/Cumberland­
Baltirnor('/\Vashington 

Newark-Washington 

Beckley/Bristol-Norfolk/ 
Newport News 

Buffalo-Df'lroit ( via Canada) 
Detroit-Chicago 
Buffalo-Cleveland 
Cleveland-Chicago 

Detroit-Cincinnati 
Toledo-Beckley/Bristol 

Lake Michigan area to the Chicago to Cincinnati 
South 

Allegh('nies to Lake Eric area 

Alleghenies to the Southwest 

Pittsburgh-Cleveland 

Pittsburgh-St. Louis 

These basic flows are shown in Figure 6. 
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Consolidating and Modernizing the Regional 
Interstate Network 

To determine the mainli11<• route and facilities n·quired 
for an efficient inll'rstatc rail fn·ight system capable of 
providing high quality sl'fvice, it will he necessary for the 
Association to follow a proc<~ss such as the following: 

1. Determine minimum traflic levels on mainline 
roul!•s necessary to achi1!ve efficient utilization of 
rail facilities. 

2. Compare the pres1·•it rq-(ional system to these 
n11 n I mu ms . 

3. Identify 1·xc1'ss capacity so that actions can he taken 
to increase utilization lo l<'V!'ls that will justify major 
rehabilitation and modcrni,mtion of tlws1~ mai11li1ws. 

The initial step in 1ktcrmi11ing mainline routP and fa-
cility requirements is one of Pstimating the minimurn traffic 
levels required to op1~rat1~ rnainli,u· roul<•s. Based on a re­
view of current trallic 1knsiti1·s throughout the nation, it 
is the Department's judgnwnt that an av1·ragt• route 1knsity 
of at least :10 million gross ton-miles per track mile pPr 
year (about ]8 av<'rag1' siz1· trains per day) is a reasonable 
goal for clficiPnt utilization of a modn11 single trm:k main­
line equipp1'd with a C1'11traliz1·d Traffic Control ( CTC) 
signal system. \Ve n·rogniz1· tlrat such key factors as 
tPrrain, the traffic mix, and sdl('dnling vary from routc­
to-route and will afT1,ct the traffic l1·v1·ls requin·d for 
efficient use of facilities 011 a s1wcific route. However, 
densities of :10 million gross tons per year 011 single 
track routes have lw1·11 achi<'v<'d liy a nurnlwr of the 
nation's rail carriers u11d1·r a wid1• varil'ly of 01wrating 
and geographic conditions. In fact sonH· single track roul<'s 
achieve density levds substa11tially in excess of this 
dPnsity. 

The :10 million gross to11-111ill' pn track mile goal repr<'· 
scnts a capacity utilization rate of approximatdy :rn per­
cent of th1~ dPsign capacity of a sing!,~ track line cquippPd 
with a CT<: signal system. (S<'c Table 2 for a listing of 
rail systl·rn capacity by n11111b1•r of tracks and typ<' of sig­
nal system.) As trallic volunws i11cn·ase ( as they have in 
the west and the south) tlw tonnage capacity of a basic 
single trark CTC lirw is incn•ased by lengthc11ing existing 
sidings and adding new sidings. This process may ulti­
mately result in certain Sl'grnents of a single track railroad 
becoming double track. Tiu~ capacity of a single track 
line need not remain fixed. Tlwre is <:011sidcrable latitud<' 
in adjusting capacity to traffic ll•v1•ls in 1•xccss of the ~O 
million gross tons goal. At som<' point, however, effiriency 
is increased by going to a douhl,~ track operatio11 bl~cause 
the additional capital and maintenance costs are offset by 
improved train operating efficiPncy. 

A modern double track route with trallic co11trol has an 
estimated design capacity of 250 million gross ton-milrs 
per route mile per year (about three tim<~s that of a 
single track CTC Jin<'). At a :10 pNcl'nt utilization rate, 
through-puts of 80 million gross lo11-mi!Ps per route miles 
arc achievable. ( :urrently, Pxc1·pt for vny short links, 
surh traffic kvds an~ not achieved on the highest density 
double trark routps in thP country. Ilowevl'f, tlw rPstruc­
turing process could prod11c1· dP11sitics of this magnitude. 
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TABLE 13.-TRAFFIC FLOWS ON MAJOR SEGMENTS 

No. of 
Annual 
Traffic 

Route Segment Railroad Tracks Ton-Miles' 
(Millions) 

Buffalo-Alhany ___________ D&H 
PC 2 

23 
63 

TotaL _ _ _ _ _ _ _ 3 86 

Albany-·New York/Newark PC 2 
(Hudson Div.) 

PC 
(West Shore) 

TotaL _ _ _ _ _ 3 

Buffalo-New York/Newark EL 2 
(via Waverly, N. Y.) LV 1 

TotaL _ _ _ _ _ _ _ 3 

Albany-Boston___________ PC 
B&M 

2 
1 

Pittshurgh-Harrisburg/ 
Cumberland 

Harrisburg/Cumberland­
Philadclphia/N ewark 

H arrishurg/Cumberland­
Balti more/Washington 

TotaL _ _ _ _ _ _ _ 3 

PC 
B&O 
WM 

3 
2 

TotaL _ _ _ _ 6 

PC 
RDG 

2 2 

2 

TotaL _ _ _ _ _ _ _ 4 

PC 
B&O 
WM 

2 

13 

26 

3D 

37 
12 

4D 

43 
20 

63 

120 
28 
10 

158 

67 
20 

87 

·11 
()3 
10 

TotaL _______ 4 114 

Newark-Washington ______ PC 1-2 2 

1-2 

Beckky/Bristol-
N orfolk/N ewport News 

B&O 

TotaL _______ 2+ 

C&O 
N&W 

1-2 
1-2 

50 
31 

81 

36 
58 

TotaL _______ 2+ D4 

Buffalo-Detroit 
(via Canada) 

Detroit-Chicago _________ _ 

PC 
N&W 
C&O 

2 
_3 

--• 

TotaL ______ 2+ 

N&W 
PC 
C&O 
GTW 

l 
1-2 
1 
2 

TotaL _______ 5+ 

8 
2 

10 

20 

11 
12 
20 
21 

()4 
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Route Ncgmcnt Railroad 

Buffalo-ClcvclanrL _ _ _ _ _ _ _ _ PC 
N&W 
F,J, 

TotaL 

Cleveland-Chicago ___ .. _ _ _ PC 

l )ctroit-Cincinnati 

Toledo-Bcck!Py/BristoL _ 

n&o 
N&W 
,,;r, 
PC 

Total. 

B&O 
PC 

Total. 

N&W 
C&O 

Total. 

Chicago-Cincinnati. PC 

l'ittsburgh-Clev(•land/ 
Akron-Canton 

C&O 

Total.. 

N&W 
PC 
B&O 
P&LE (PC) 

Total.. 

Pittsburgh-St. Louis ___ .. _ _ PC 
N&W 
B&O 

Total 

No. of 
Annual 
Traffic 

Tracks Ton-Miles1 

(Millions) 

2 

1-2 

2 
1-2 

1-2 
2 

7+ 

1-2 
1-2 

2+ 

1-2 
2 

2 

2 
2 
2 

7 

1-2 

3+ 

63 
17 
28 

108 

51 
45 
23 
24 
31 

174 

56 
18 

74 

52 
37 

8D 

rn 
la 

2() 

21 
51 
52 
25 

14H 

42 
28 
30 

100 

-------·------ ----·---·----

N o·rn: 1-2 indicateH that a significant, part of the route 
has double track. 

1 Annual traffic measured in milliollH of µ;ross ton-miles per 
route mile. 

2 Shared track with major pttsHengm· openition; number 
shown is estimate of track used for freight service. 

3 Trackage rights. 

4 Carrier has facilities for half of tho routn distance and track­
age rights for the remainder. 

Data Source: Railroad company tramc data, 1072. 
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Compared to the utilization goal of 30 million gross tons, 
the prcsrnt 36,000-mile mainline trackage in the region is 
very poorly utilized. Approximately 90 percent of the 
region's mainline trackage experienced a density level of 
less than 30 million gross tons in 1972; and 27 percent 
had a density of less than 10 million gross tons. 

Actually, such gross regional totals can be misleading. 
Table 13 lists each of the major intPrstate scgmrnts and 
shows their respective annual traffic flows by individual 
interstate mainline in pach segment. It can be seen that 
only some ~egments of the interstate network can econom­
ically support multiple mainline routPs, based on the 30 
million gross tons goal. For any network segment where 
the traffic volume of individual routes is less than :10 
million gross tons, the consolidation of parallel routPs 
should be considered. For example, the Chicago-Cincin­
nati segnwnt has a total annual traffic flow of 26 million 
gross tons divided between a Penn Central line and a 
Chessic System line. The analysis of this segment would 
indicate that these two linPs should be consolidated into a 
single track high volume interstate route, shared by the 
two competitors. 

One of the first tasks for the Association is the dctcr­
mination through engineering studies of the practical ca­
pacity for each of the major segments in the interstate 
network. The Association must next measure the use 
of these focilitics against this capacity. This corn­
parsion should indicate the amount of consolidation which 
should occur in each of these segments of the inter­
state mainline network to assure efficient utilization. At 
this stage of the planning process efficient handling of the 
region's interstate traffic flows should be determined with­
out regard to corporate ownership of the facilities if the 
efficiency goal is to be attained. 

The decision to consolidate routes must be based on 

such factors as the commodity composition of the traffic 
and the current physical status of the routes. In addition, 
the Association should considn--to the extent that such 
service is consistent with operating efficiency-the objec­
tives of scn·ing the maximum number of local traffic gen­
erating points with high quality mainline service. 

The consolidation process will require downgrnding 
of some existing mainlines, elimination of duplicate main­
line or excess double track, and implementing joint op­
erating agreements. It may also provide for the electrifica­
tion of some of the high volume interstate linPs where 
economically feasible. The precise actions taken will vary 
widely among different lines depending on the operational 
and institutional constraints in Pach case. 

The concentration of traffic ovpr a more limited rout!~ 
structure should not undermine the capabilities of the rail 
system to absorb heavier traffic volumes in the future. 

Present single track lines, or lines reduced to single 
track, can be expanded in capacity as volumes grow 
through the process already described. Similarly, double 
track lines can be expanded. The Association's planning 
process must, however, assure that necessary expansion 
capability exists on the routes selected. 
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Connections to the Interstate Network 

All traflic points which origi11al1· or termi11atl~ sullicient 
traffic lo justify local rail servict• ( as discussed in tht: Local 
Hail Service st•c:tion) 111usl Ju~ c:01111t•ctcd inlo the interstate 
network. For those Lrallic poi11ts i11 zon1·s which arc not 
located 011 a major inlt•rstatt' roult~ this will require pro­
viding fccdn service from thl' zo11t• to a jun ct ion with the 
interstate network. The Associatio11 will rll'nl to examine 
each of these co11n('cli11g roul('s with the ohj(·ctives of re­
ducing duplicativ(' rail servic('s and facilities and better 
matching their capacity to tlH' available traflic. This may 
n·quirc that certain mainlirw routes lH" di111inat('(I or down­
graded to ~(•condary status a11d that service he concentrated 
on the remaining routes. Only aftn tire interstate routes 
have been sd(•cted can the Association dct1•n11inc the best 
means of conll(~cting all zon1•s to the n~gional network. 

The creation of a high volunu• int('rstate network with 
connecting service to all zorH'S is a k(~y dc11H'11l in improv­
ing the cfficirncy of the n-gion's rail sysll'lll and justifying 
major modernization and improv1•ntcnl. In short, the de­
sired result is high quality rail :-wrvice ovn a much im­
proved yard and track syst1•111, ratlH'r than the present 
multiplicity of snvic<'s offned owr a generally obsolete 
and rundown rail plant. 

Identifying the Zones Which Should Receive 
Competitive Service 

Once tlw mainline roult'S have lH'(:11 designated, it 
is nccPssary to dc-t1·rn1inc Lil(' configuration and level of 
railroad co!llpelit io11 which would lwst serve the region. 
Therefore, the focal point of this section is on operations 
rather than plant cfficie11cy. Hail roads perform he5t op­
erationally wh('ll largt· volurrws ca11 Ii(~ aggregated at one 
point and mowd dirl'ctly to anoth<'r point. Splitting avail­
able traffic flows hdw1·1·n s1~veral carriPrs reduces operat­
ing efficiency. Based 011 this fact, tlH' D<'partment recom­
mends that the Association provi1k din~ct competitive rail 
services only to those zo1ws havi11g the traffic volumes and 
flow patterns necessary to 1wnnit two or rnore carriers to 
provide services a11d maintai11 acc:qitahl(~ operating effi­
ciencies. Tlwrdon-, the obj(·c:tiw in this section is to 
identify those markds wlwn· Lrafli(: volum<'s arc such that 
competitiv,~ operations can he co11t inu(·d without so frag­
menting traffic that hasic efliciency and service quality is 
impaired. 

In some cases whcrl' co!llpctitiorr ca11 he economically 
warranted, the total traflic flow d(ws not justify separate 
high quality routes. 111 this case tlw carriers can share a 
single route to provi1k dJicil'nl a11d quality service. In 
other cast's, com1wtitive carril'fs lllight dlicil'ntly sustain 
separate high quality routes. In some an·as of thl' region 
(such as New England and New York) tlw co11tinuation 
of rail competition is tlm~alericd by the bankruptcy of all 
the major carriers serving tlw an~as, and yet competition is 
warranted by the traffic. In thes1· cases one objective of 
the planning process should IH' lo pn·s1·rvc rail competition 
to the major traffic generating zones. 

In our judgment, tlw n•quisil<' traffic charactnistics in 
a zone which will permit two or more carriers to compete 
are: 



1. The traffic must move relatively long distances. 
Intermodal competition for short haul traffic generally un­
dermines a railroad's potential for maintaining effective 
intermodal competition. As shown in Part I, trucks en joy 
the dominant market share for shipments under 200 
miles. Eff Pctive competition in this market is therPby 
maintainPCI through existing intermodal competition. ln­
tramodal rail competition forces the railroads to provide 
costly duplicate facilities and services for a market which 
from an economic standpoint they are poorly suited to 
scrve. 1 Therefore, as a general rule, direct competition 
between railroads for traffic having a length of haul 
less than 200 miles should not be required. 

2. There must be sufficient traffic to operate efficient 
sized trains. Efficient production of rail service requires 
movement of full train lots. The size of an "efficient" 
train under existing railroad practice depends on the 
composition of the traffic being moved. Data available 
to the Department on current industry practice indicate 
that an average train has approximately 40 loaded cars 
and 30 empty cars. This composite figure includes two 
types of train movements-those for manufactured and 
processed commodities and those for bulk goods. While 
precise clata is not available, industry practice indicat<'s 
that for manufactured and processed commodities, trains 
typically consist of 30-35 loaded cars, while a unit train 
of hulk unprocessed commodities ( such as coal) often has 
as many as l 00 or more carloads. For the purposes or 
this rPport we have defined an pfficient sized train to 
include frwn carloads than is the case under gPneral 
industry practice. The minimum thresholds selected art' 
30 loaded cars for trains carrying manufactured and 
processed commodities and 75 loaded cars for trains 
carrying bulk commodities. 

3. The directional flow of the traffic must permit effi­
cient operation. Not only should efficient sized trains 
be operated, but the train make-up should be such that 
out-of-route movement, both of the train and of tlw 
individual carloads in the train, is minimizt·d. Further, 
intermediate switching of the train should be minimized. 
Therefore, all cars in the trains operated should IH' 
moving in the same general direction ( north, south. 
east, or west). The ideal situation would he pfTicient 
sized trainloads moving directly between zones. Rarely. 
however, does any pair of zones generate sufficient traf­
fic for more than one train per day each way moving 
between them. (This can be seen in Table 11-, which 
shows that traffic originating or terminating in Chicago 
to and from other major centers-but not traffic passing 
through Chicago-is usually less than two trainloads 
each way per day.) 

4. Traffic volume and directional flow must be .mffi­
cient to support frequent trainload service. Twice daily 
outbound serYice is an acceptable frequency !f'yel to min­
imize thl' time cars must spend waiting for a departing 
train. Similarly, twice daily inbound service by a rail­
road would enable the morning delivery of loaded and 

TABLE 14.-SELJ,;CTI•'.D OHTCIN-DJ1:STCN ATION RAIL 
TRAFFIC FLOWS BETWl•'.li;N CllICAUO AND MA.TOR 
SMSA'S 

(HW\l) 

Number of 
City Pairs Avcragc-siierl ' 
(From-to) Cars Pt 1r l>ay Trains Pc:r Day 

-~~- --·----~-

Chicago-New York_ 28 o.n 
New York-Chicago __ :rn 1 •) 

Chicago-Newark ___ l/il) 5.0 
Newark-Chicago_ .. _ .. _ 5\l 2.0 

Chicago-Philadelphia_ (ii 2.0 
Philadelphia-Chicago .. !i(\ 1. \) 

Chicago- Pittsburgh __ 21 0. 7 
Pittsburgh-Chicago 47 l.G 

Chicago---Boston ___ :n 1. 2 

Bos ton--Chicago __ ... 2:1 0.8 

Chicago--Washington_ H 0.5 
W ashington--Chicago _ -I 0.1 

' 30 Carloads Pcr Trniu 

Source: Federal Railroad Acllllinist.rat.iou, Officu of l~conomics; 
compiled from UHi\l traffic data of Cla~~ I rnilrua,b. 

empty cars received Lhc pn~c:t~ding · aftcrr10011 and eve­
ning, and the: aftt•rnoo11 cfr.lin·ry of cars n•cc-iv1·cl Lhc 
preceding evening and rnorni ng. Therdorc, service by 
more than one carri!'r should not lw required until a 
zone generates at least <'ight Lrai nloads moving ( inbound 
or outbound) in tlw sarn1~ ge11nal direction. 

Based on these characl(')'isLics it is our judg111e11t that a 
zone warrants compt'Litivc snvicc- wl1t•rc the two following 
threshold levels of Lrafiic volunw a11tl flow can be reason­
ably maintained: 

1. Sufficient trallic moving rnon~ than 200 miles is 
generatt>d Lo operal1· minirn11111 sized, efficient Lrains 
(75 carloads for bulk c:0111rn1Hli1ics and :\0 carloads for 
manufactured and 1n·ocr·ss!'cl goods) ; and 

2. The traffic is sufficiently co11c:cnlrated Lo result in 
a minimum o[ eight trainloads pn day whnc each car 
in the train is moving in Llw same general din~ction 
(north, ,,outh, cast, wt·st) so as to minimizl' hack haul­
ing, circuity, and inlermcdiatc switching. 

Matching the application of Lhc above thn'sholcls with 
present traffic Hows will identify zones which should hl' 
served hy more than orw railroad. Thl' threshold 
levels are hascd on our judgment of tlw prerl'quisitc traffic 
volume ancl flow rt•quin·cl Lo warrant compt'lilive servicl' 
to a zone. Howcvc·r, we recognize that Lhc thn·shold levels 
are based on a suhslanlial degn·1· of judgment. For ex­
ample, with a different axis for directional flow ( e.g., 
southeast, southwPst, !'tc.) or a chang,· in the geographic 
boundaries of zones ( [or determining the amount o[ traffic 
generated) or a difI1·n·nt requirenwnt for the number of 
daily trains (six or l<'n instead of t·ight), additional zones 

1 The analysis to support this contention is contained in the National Transportation Report, published hy the Dcpartnwnt of Trans­
portation, July 1972, p. 265. 
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for competitive service might be included or excluded. 
The validity of the threshold levels ultimately must rest 
on a judgment of whether their application to the region 
strikes a fair balance between the long term efficiencies 
associated with rail competition and the improvements in 
operating efficiency which could be achieved by permitting 
railroads to realize their inherent economies of high volumP 
operation. We believe that the threshold levels de,-eloped 
in this section have struck that balance. 

Application of the Thresholds 

The threshold levels were applied to the 184 zones in the 
region. Each zone's traffic was considered individually. 
Contiguous zones ( e.g. Norfolk and Newport News) which 
generate a common flow of traffic were not aggregated. 
The Association will need to consider these common flows 
of traffic as it actually structures a final compPtitive 
system. 

Table 15 shows the application of these thresholds to the 
40 zones which account for most of the region's origina­
tions and terminations. Of the 184 zones only 17 mePt 
the two thresholds and are therefore recommended for 
competitive service in the directions shown. The 17 zones 
are ( in east to west order) : 

1. Boston 

2. New York 

3. Newark 

4. New Brunswick, N.J. 
5. Philadelphia 

6. Baltimore 

7. Norfolk 

8. Beckley, W. Va. (coal) 
9. Pittsburgh 

10. Buffalo 

l l. Cleveland 

12. Bristol, Va. (coal) 

13. Detroit 

14. Toledo 

15. Gary 

16. Chicago 

17. St. Louis 

It must be recognized that Table 15 is based on the 
1969 one percent waybill sample collected from the Class I 
railroads. This is the most recent year for which com­
modity flow and origin-destination information is available 
and reflects the most recent period prior to the bankruptcy 
of several of the region's carriers. Therefore, the data 
should not be affected by the service dekrioration 
that followed bankruptcy. The 1972 data available on 
total traffic originated or terminated by zonP dol's not 
include traffic flow information. Comparing 1969 origina­
tions and terminations with 1972 revealed substantial 
changes in traffic volume in many of the zones, but with 
the absence of ] 972 traffic flow information it was im­
possible to recompute Table 15 for 1972. However, by 
applying the percentage of change in traffic volume be­
tween 1969 and 1972 to each of the directional corn-
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ponents it appPars that a rew zones lllay lllovc below the 
Pight train per day threshold. Final dl'terrninations by 
the Association should be hased 011 the most current data 
available. 

As mentioned pre\'iously, entain ZOIH'S should receive 
special considnation !){'cause tlwy are the "major gate­
ways" for interregional rail mownwnls. Tlw gateways 
are: 

Northcast/S1mthcast 

Washington, D.C. 
Hagerstown, Md. 
Virginia Cities (Bristol/Elkton City, Va.) 
Cincinnati, 0. 
Louisville, Ky. 
Evansville, Ind. 

Northmst/W,•st 

St. l ,ouis, Mo. 
Peoria, Ill. 
Streator, Ill. 
Chicago, Ill. 
Ludington, Mich. ( Car Ferry) 
Frankfort, Mich. ( Car Ferry) 

While tlwre arc many gateways, the major interregional 
traffic, as mentioned prc\'iously, is handlc1l through Chi­
cago, St. Louis, Cincinnati and Washington, I).(:. Of these 
four zones, two--------Chicago and St. Louis- --warrant compe· 
titivc service based on the two thn•slwlds 11wntioned above. 
The othN two---Gnci1111ati and Washington, D.C.----are 
recommended for compPtitivc service lo assure that the 
major traffic flow in and out of the region is not monop­
olized by a single railroad. 

These 19 eompditiv<~ serv1ct~ zo1w:-; account for 
about 1,8 pf'rcf•nt of the n·gion's originations and termina­
tions. Also, the four gateways account for a majority of 
interregional flows. As indicated hy Figmc 7, the loca­
tion of these points will provide cornp!'lition throughout 
the region. Since the high volume int<'rstatc nPtwork 
which will interconnect tlw zoru·s 1ksignat1•d for compctitiw 
service will also interlace many other zones, no zone will 
be far from this network. 

An essential prerequisitt• undnlying tlw for<'going rec­
ommendations is that each of tlw <'arrins serving a com­
petitive zone should hP a strong n•gional carrier providing 
competitive interstate SN\'ice. If interrailroad competition 
is to be presen·ed in New York, Newark, and Boston­
areas which an~ now served only by hankrnpt carricrs--it 
will be necPssary for one or rnon· of the major solvent rail­
roads in the n'gion to begin st'rving th1·s1• rnarkr ts (assum­
ing all the bankrupt railroads servi11g tlws<) points decide to 
reorganize under the Act) . Tlw f'Xte11Hio11 of snvicc by 
one of the solvent railroads could be accomplished either 
through purchase of the tl('CC'Hsary plant of a hankrupt 
~ailroa<l or by operation ovn tracks owned by the Cor­
poration through lease or trackage rights agreements. 
If these solvPnt railroads cannot or do not assume such 
service, then the alternatives would he f'ither for one or 
more railroads from outHid<· tlw n•gum lo sf'rve these 



Zone 

TABLE 15.~COl\1PETITIVE SEHVICE RECOMMENDATIONS 

(In Order of Total Trains J>pr Day--1969) 

Average Nurnlwr of Trains Per Day 1 

I )in·c:I ion !{1·comrne11dcd 
No. Name and State North 1•.ast South West for ( :ompd.itiv1~ Sl'rVil'c 2 

131 Chicago, IL ------------------ .2 11.5.7 26.6 1,9.6 East, South, West 
155 Detroit, MI ------------------ .1 17.7 H.l 21,.S East, South, West 
060 Newark, NJ ------------------ 1.1, .1, 8.1 1,3,8 South, W<'sl 
323 St. Louis, MO -- - - - ---- - - -·- - - - 6.7 19.1 8.0 19.1 East, South, Wl'Sl 
066 Philadelphia, PA -------------- 3.0 .8 6.1 32.1, W(·st 
049 Buffalo, NY ------------------ 8.6 9.1, ]6.1, East, South, West 
076 Pittsburgh, PA ________________ 3.3 8.2 6.0 11,.7 East, West 
058 New York, NY ________________ 1.6 l.l 3.1 21,.1 West 
191 Beckley, WV ----------------- 5.8 11,.1, 3.6 3.9 East 
087 Baltimore, MD ---------------- 2.6 .8 3.3 ]9.:{ W<·st 
130 Gary, IN -------------------- 10.9 6.6 1,.8 East 
094 Cleveland, OH ---------------- .4 6.9 3.8 10.2 West 
106 Cincinnati, OH ________________ 3.6 6.1 6.5 5.1 North-Gat<~way 
014 Boston, MA ------------------ .5 2.0 17.1, West 
184 Norfolk, VA ------------------ 1.0 .0 3.1, l S.0 W1·sl 
113 Toledo, OH ------------------ .3 3.1 ll.5 :u South 
194 Bristol, VA ------------------ 5.9 8.7 2.2 .8 East 
205 Louisville, KY ---------------- 1.9 1,.3 ,1,,6 S.3 
197 Clarksburg, WV -------------- 2.9 7.6 .1, I.S 
062 New Brunswick, NJ ------------ .5 .2 2.5 8.3 W(·sl 
090 Washington, DC .9 .2 2.1, ~ r:: North-Gateway -------------- I.,) 

100 Sandusky, OH ---------------- 2.8 6.0 l.9 
093 Youngstown, OH -------------- .1 2.7 2.3 S.5 
122 Indianapolis, IN -------------- 1.3 1,.1 1.1, 3.8 
075 New Castle, PA --------------- 0.7 1,.S 1.8 :rn 
199 Charleston, WV --------------- 2.9 3.2 l.9 l.2 
156 Flint, MI -------------------- 1.2 1.5 1,.6 
185 Newport News, VA ------------ 1.0 3.1, 6.1, 
146 Carbondale, IL ________________ 3.5 1.0 1.9 2.3 
078 Johnstown, PA ---------------- 1.7 1.,;J. .1 .9 
107 Hamil ton-Middletown, OH ------ .8 1.1 .7 1.8 
200 Huntington, WV -------------- 4.5 .9 .6 l.l 
069 Allentown, PA ---------------- .2 .5 1.1 S.l 
123 Vincennes, IN ---------------- 2.6 1.0 1.8 l.4 
001 Bangor, ME ------------------ 4.1, 2.4 
137 Peoria, IL ____________________ .1 2.1, .9 2.1, 
091 Lorain, OH ------------------ 2.0 1.3 2.1 
099 Wheeling , WV ---------------- 1.2 2.0 .1 l.:l 
098 Steubenville, OH -------------- 1.1 1.2 .5 1.7 
092 Ashtabula, OH ---------------- .7 .9 2.S 
167 Marquette, MI ---------------- 1.2 
166 3 Escanaba, MI ----------------- .6 

1 
Includes both originating or terminating trains in zone noted with over 200 mile haul. 

2 

Recommended for competition if average number of train loads per day is eight or more in direction noted. 
3 

Subsequent zones have further declining levels of total train traffic. Hence, they could not he considr,rcd for competitive service as 
noted in (2

) above. 
Data Source: Federal Railroad Administration 

Office of Economics 

Data compiled from reports (one percent waybill sample) by Class I railroads for Cnkndar Year 1969 
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points (with ICC approval), or for two new corporations 
to be established. 

Determining the Connections Between Competitive 
Zones 

A comparison between Figure 7 and Figure 5 {Traffic 
Density Map) indicates that the 19 competitive zones arc 
clearly the major traffic generators in the region and arc 
the points which anchor the existing interstate network 
in the region. However, as shown in Table 15, 
most of the zones have traffic flows that predominate in 
only one or two directions. For example, Pittsburgh has 
a heavy flow to the west, a substantially smaller flow to 
the east, and a modest one to the south and north. On the 
other hand, Detroit has a sufficient traffic volume and 
directional flow to justify competitive service in all direc­
tions except the north. 

The Association in its Final System Plan will have to 
consider how the 19 zones recommended for competitive 
service are to he connected into a high volume interstate 
network. This will be dependent on many specific opera­
tional trade-offs and, of course, the willingness of the 
various railroads in the region to participate in the re­
structuring process. As a guide to the Association's plan­
ning of the interconnections of corr.petitive zones, we 
believe these two prerequisites arc necessary: 

1. The two zones must be separated by a distance of 
more than 200 miles, and 

2. The directional flow of traffic of the two zones can 
be matched ( i.e., the daily traffic volume for each car­
rier moving in a general direction-west-which can 
be matched with a similar flow of traffic from another 
zone moving in the opposite general direction-east) . 

These two prerequisites recognize that it is neither feas-
ible nor desirable to connect each of the 19 zones desig­
nated to receive competitive service directly with all others. 
Rather, it is important to structure competitive service 
along the major traffic flow patterns that now exist. For 
example, there is a substantial amount of traffic from 
Chicago east and from Detroit west. This traffic flow 
can be matched and the zones are more than 200 miles 
apart. Therefore, serious consideration should be given 
to providing competitive service between these two zones. 
On the other hand, there is a substantial amount of traffic 
from Chicago east, but it is not matched by a flow of 
traffic from Toledo west. Therefore, in this case only one 
of the two prerequisites is present, and we would question 
the need for competitive service. 

Table 16 has been derived from the application of the 
200 mile and matched-flow prerequisites. We believe that 
this application defines the maximum number of zones 
between which competitive service should be considered. 
However, the strict application of these two prerequisites 
results in the inclusion of some instances where direct 
competitive service is not warranted. The Association 
will have to carefully examine each of these 61 zone pairs 
to determine whether the traffic volume and flow patterns 
are such that direct competitive service between the pairs 
is warranted. 
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The establishment of competition hC'lwccn two zones on 
the basis of matched directional traffic flows does not re­
quire that the same competitive carriers provide the service 
to the zones over the entire route. For example, it is 
possible that the service linkage hctwc('n St. Louis and 
Boston might be provided hy carriers "A" and "B" in 
St. Louis and carriPrs "A" -and "C" in Boston. In this 
case, direct continuity in carrier service would he provided 
by carriPr "A", while an intt-rmcdiatc jntPrchangc would 
be required between carriers "B" and "C" in order to 
serve competitively tlw complde St. Lou is-Boston linkage. 

Summary Recommendations on the Level of 
Competitive Service 

Our process for the selection of the zones lo receive 
competitive servic(~ and tlw selection of zon('s between 
which competitive service should he considered was based 
on a set of considerations designed lo improvP substantially 
the operational efficiency of the rail syslt'm within the 
n~gion. W c recognize, however, that the method of re­
structuring services within the region lo reduce service 
and operational duplication resulting from comprtition 
must proceed on a basis which considers existing traffic 
flows, the present pattern of rail servic('s, maintaining 
corporate system connectivity, geography, and numerous 
other factors. All these factors must IH' weighed by th(' 
Association in finally developing the spcicific l(·vd of com­
petition which should occur in the region. However, the 
overwhelming pressur('s will he lo maintain much of the 
existing competitive structnn'. ThnPforc,, we' hav<' estab­
lished as a base line the amount of competition which is 
warranted on a strict operating dlicic'n<:y hasi:s. 

We recommend several key principles which should be 
followed by the Association throughout the~ process of es­
tablishing a level of competition in the ri~gion. They arc: 

] . For zones rccomm('nded for competition: 

(a) Whenever significant economics can be 
achievc~d, the Association should cncourag(' the 
utilization of joint facilities, both within the zone 
(terminals) and betWPPn zones {roadway and track). 

(b) Whenever more than two carri<'rs an• in a mar­
ket in which traffic volumes llC'Lwc't'n comp!'!itivc ZOIH' 

pairs cannot support more than two carriers efficiently, 
the Association should <'ncourage lht~ provision of 
coordinated rail operations between carriers so that 
balanced but efficient competition results. 

2. For zones not recommended for compPlition: 

(a) Whenever two or more carriPrs continue to 
serve an area not rccommcncled for competition, the 
Association should ensure that, to the maximum ex­
tent possible, the firms utilize joint facilities (both 
terminals and track) . 

(b) Similarly, whcncwr two or morP carric~rs serve 
an area not recommended for competition, the Asso­
ciation should encourage the firms to <'nter into co­
operative service agrec'mt'nts dC'signed lo reduce their 
overall operating costs. 



Table 16.~ZONES BETWEEN WHICH COMPETITIVE RAIL SERVICE SHOULD HE CONSIDERED 

From Baltimore to: 

Chicago 
Detroit 
Gary 
Pittsburgh 
St. Louis 

From Beckley to: 

Norfolk 

From Boston to: 

Buffalo 
Chicago 
Detroit 
Gary 
Pittsburgh 
St. Louis 

From Bristol to: 

Norfolk 

From Buffalo to: 

Boston 
Chicago 
Cincinnati 
Detroit 
Gary 
Newark 
New Brunswick 
New York 
Philadelphia 
St. Louis 
Washington 

From Chicago to: 

Baltimore 
Boston 
Buffalo 
Cleveland 
Detroit 
Newark 
New Brunswick 
New York 
Norfolk 
Philadelphia 
Pittsburgh 

From Cincinnati to: 

Buffalo 
Detroit 
Toledo 

From Cleveland to: 

Chicago 
Gary 
St. Louis 

From Detroit to: 

Baltimore 
Boston 
Buffalo 
Chicago 
Cincinnati 
Gary 
Newark 
New Brunswick 
New York 
Norfolk 
Philadelphia 
Pittsburgh 
St. Louis 

From Gary to: 

Baltimore 
Boston 
Buffalo 
Cleveland 
Detroit 
Newark 
New Brunswick 
New York 
Norfolk 
Philadelphia 
Pittsburgh 

From Newark to: 

Buffalo 
Chicago 
Detroit 
Gary 
Pittsburgh 
St. Louis 
Washington 
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From New Brunswick to: 

Buffalo 
Chicago 
Detroit 
Gary 
Pittsburgh 
St. Louis 

From New York to: 

Buffalo 
Chicago 
Detroit 
Gary 
Pittsburgh 
St. Louis 

From Norfolk to: 

Beckley 
Bristol 
Chicago 
Detroit 
Gary 
Pittsburgh 
St. Louis 

From Philadelphia to: 

Buffalo 
Chicago 
Detroit 
Gary 
Pittsburgh 
St. Louis 

From Pittsburgh to: 

Baltimore 
Boston 
Chicago 
Detroit 
Gary 
Newark 
New Brunswick 
New York 
Norfolk 
Philadelphia 
St. Louis 

From St. Louis to: 

Baltimore 
Boston 
Buffalo 
Clt•vcland 
Detroit 
Newark 
New Brunswick 
New York 
Norfolk 
Philadelphia 
Pittsburgh 

From Toledo to: 

Cincinnati 

From Washington to: 

Buffalo 
N('wark 



In summary, while the result of the planning process 
must meet the test of practicality, it should be recognized 
that large scale deviations from the competitive service 
goals outlined in this report will reduce the economic 
efficiency of rail Sl'rvice in the region. 

Planning the High Volume Interstate Rail Network 

Discussions in this section have focused on the objl'ctivc 
of eliminating duplicative service and facilities at the 
interstate service level. Restructuring the high volume 
interstate network is especially critical inasmuch as the 
cost of rehabilitating and modernizing even the consoli­
dated lines and facilities will be substantial. The cost of 
upgrading the complete existing network would be pro­
hibitive. 

One of the principal tasks of the Association is the recon­
ciliation of ( 1) the requirements for competitive services 
with (2) the requirements of reducing duplicate facilities 
to ensure efficient interstate rail operations. To assist the 
Association we have prepared a series of eight route 
analyses to demonstrate the evaluation and planning 
processes that can be followed in the restructuring of the 
interstate mainline facilities. The eight routes were se­
lected to serve as examples. They portray the variety of 
problems the Association will encounter and the impact 
of the restructuring process throughout the entire region. 

The eight route analyses are: 

1. Boston-Ruffalo 

2. New York/Newark-Buffalo 

3. New York/Newark-Pittsburgh 

4. Washington Gateway-Newark 

5. Bufialo/Cleveland-Chicago 
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6. Detroit-Chicago 

7. Pittsburgh-Chicago 

8. Cincinnati Gateway-Chicago 

Each of these route analyst's contain three parts: (1) a 
map of the presl'nt high volume lines (10 million or more 
gross tons per routt• mile per year) connecting the zones; 
(2) a discussion of tlw st•rvict\ facililin; and basic prob­
lems which exist today, pla1111i11g objectives which, in the 
Department's judgment, apply lo each cast•, and an iden­
tification of tlH' alternatives to be considered; and (:1) a 
map depicting the> primary and othl'r route alternatives. 

Our proposl'd ahl'rnalivl's were sl'lt•clcd prim,.trily on 
the basis of present traffic densities, 11umht~r of tracks and 
signal system ( whit'h providl's an indt•x of capacity), and 
mileage for each route. \Ve were not. ahfo to consider 
other factors of l'qual importance in tkvdoping the Final 
System Plan. Among these arc condition of the lines, 
location of existing and propo:-wd major yards, dt'ploymcnt 
of the work force, engineering in formation on gradient 
and curvatun•, and tlw exact mix of Lraflic over the lines 
( piggyback, general llll'l'Chandisr, and hulk co111moditics_). 
The willingness of thl' various bankrupt and solvent r~il­
roads in the region to participalt' in the rcstructurmg 
is also a nec<·ssary part of the proct,ss. Thus, the 
Association's work in analyzing all altt•rrwtivt•s will involve 
more detailed data and considnalion of all factors before 
the Final System Plan is compfole. 

We believe that thr• l'ight l'Xamplt•s which follow will be 
useful in assisting the Association, Stales, carriers, ship­
pers, and other inll'rested parties to begin to consider the 
options available for implementing the restructming and 
consolidation process in specific segments of the interstate 
system. 



BOSTON-BUFFALO 

(Buffalo-New England Traffic Flow) 

PRESENT SERVICE 

Carrier(s) 

Penn Central (PC) 

Boston and Maine (B&M), Delaware 
and Hudson (D&H), Erie Lackawanna 
(EL) 

Route I dent1'.fication 

Springfield, Albany, 
Syracuse 

Greenfield, Mechanicville, 
Binghamton, Hornell 

STATEMENT OF THE PROBLEM AND PLANNING OBJECTIVES 

Excess interstate capacity exists on the route, particularly cast of the Alhally area 
where each of the two bankrupt carriers have separate mainline routes. Route utiliw­
tion can be improved by concentrating traffic on one route and this will also providl'. 
the economic basis for improving and modernizing the remaining intcrstatl~ roult~ 
where required. 

Maintaining competition between Boston and Buffalo must hl'. giV\'11 111ajor 
attention in the planning process, since only bankrupt carrins scrV!' Boslo11. If all 
the bankrupt carriers decide to reorganiz1~ under the Act, the Association plan will 
have to provide for effective compt:'tition with particular consideration giv1•n to tlw 
D&H, which is the only solvent carrier in the present joint routli of the B&M-D&Jl-FL. 

ANALYSIS OF ALTERNATIVE ROUTES 

The requirement to maintain competition between these points is tlw principal 
consideration in recommending that both routrs bctwl'cn Buffalo and Albany bl· con­
sidered primary routes. Traffic density is at an acceptable level on both routes. East 
of Albany, the PC's line is recommended as the primary route. It has tlrc highn 
density and greater capacity of the two routes. The R&M route from Mechanicville 
could be reduced to feeder status. An alternative to he considcn~d is tlw operation 
of the B&M and PC mainlines under a paired track arrangement ( cast on one line, 
west on the other) . 

Maintaining competition to the Boston zone will require a solvent carrier such 
as the D&H, to begin serving this market, preferably under a coordinated scrvicl' 
arrangement with the Corporation. The same situation prevails in providing com­
petitive service to Buffalo if the EL elects to reorganize under tlw Ac:t. A solvent 
railroad such as the N&W, utilizing either trackage rights or purchase'. or ll•asl: of tlw 
line, could expand its service to connect to the D&H at Binghamton. 
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NEW YORK/NEWARK-BUFFALO 

(Buffalo-Mid-Atlantic Traffic Flow 

PRESENT SERVICE 

Carrier(s} 

Penn Central (PC) 

Lehigh Valley (LV) 

Erie-Lackawanna (EL) 

Route Identification 

New York, Poughkeepsie, Albany, and 
Newark, Kingston, Albany ( two 
routes) thence via Syracuse 

Newark, Allentown, 
Wilkes-Barre, Sayre 

Newark, Binghamton, 
(Alternate route to Newark via 
Port Jervis or via Scranton). 
(Note: West of Hornell, main EL traffic 
flow moves to Cleveland and Chicago 
through Jamestown. 

STATEMENT OF THE PROBLEM AND PLANNING OBJECTIVES 

Substantial excess interstate capacity exists because each of the three bankrupt 
carriers maintain separate mainline routes. The elimination of one or more routes 
will permit the more productive utilization of the remaining int!'rstate facilities. This 
consolidation of traffic flows should provide the economic basis for improving and 
modernizing, the remaining interstate routes where required. 

Maintaining competition between the New York/Newark and Buffalo areas has 
to be given major attention in the planning process since only bankrupt carri(:rs servP 
the market. If all the bankrupt carriers decide to participate in the reorganization 
process under the Act, the plan should provide for effective competition hy a major 
solvent carrier. 

ANALYSIS OF ALTERNATIVE ROUTES 

The present PC mainline from Albany (Selkirk) to Buffalo has the heavi(•st density 
and from Boston as well. Thus, it is recommended as a primary route to be eonsiden~d. 
The PC from Albany (Selkirk) to New York (East Shore) provides the only ·direct 
rail link into New York proper (no car float required), and is rcconuncndcd as 
another primary route to be considered. The PC (West Shore) line from Albany 
(Selkirk) to Newark is also shown as a primary rout!' hecaus(~ it has acceptable 
density levels and is an important link in maintaining cornp«-titivc s(·rviccs. 

The EL line from Buffalo to Binghamton is the second heaviest density line, 
reflecting in part New England traffic flows ( see Boston-Buffalo), and is rccommcnd(~d 
as a primary route to be considered. East of Binghamton, the EL maintains two 
routes, one via Port Jervis and one via Scranton. Recent changes in trafiic patterns 
make it difficult to determine which should be considered a primary rout<'. Both aw 
listed for consideration, hut only one ultimately should be retained. 

The L V is the lightest density line between these markets and du(~ lo this fact and 
the existence of two other routes, it is not considered as either a primary or an 
alternative route, although portions of the line may be desirable hetweP11 other markets. 

Continuation of effective competition requires that a major solwnt carrier he 
provided access to the New York/Newark area. As two routes can he maintained 
and still achieve the capacity improvement objective, this goal can he achieved through 
either sale or lease of the present EL route. 
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ANALYSIS OF ALTERNATIVE ROUTES 

NEW YORK/NEWARK 
BUFFALO 

TO 
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SYRACUSE 

EL 
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PC 

TO 
BOSTON 

EL 

PC 
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POUGHKEEPSIE 

PC 

NEW YORK/NEWARK 

TO PHILADELPHIA 
BALTIMORE 
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NEW YORK/NEWARK-PITTSBURGH 

(Allegheny-Eastern Seaboard Traffic Flow) 

PRESENT SERVICE 

Carrier(s) 

Penn Central (PC) 

Central of New Jersey ( CN J) , 
Rl'ading ( RDG), Baltimore & 
Ohio (B&O-Chessie System) 

Lehigh Valley (LV), Reading (RDG), 
Western Maryland (WM-Chessie 
System), Norfolk & Western (N&W) 

Route Identification 

Trenton, Harrisburg, Johnstown, 
(Bypass route's available lwtwcl'n 
Trenton-Harrisburg and 
Johnstown-Pittsburgh) 

Philadelphia, Baltimore, 
Cumberland 

Allentown, Harrisburg, Hagerstown, 
Cumberland, Connellsville 

STATEMENT OF THE PROBLEM AND PLANNING OBJECTIVES 

With three major routes serving the entire link betwl't'll New York/Newark and 
Pittsburgh and a fourth route lwtwccn Harrisburg and tlw 1·askrn seaboard then· is 
substantial excess capacity in this market. Consolidating thl' mainline routt! slrudtm~ 
to develop higher traffic densitiPs will permit concentration of res01m·1·s on a rnon~ 
limited, but more productivP rail network. Minimizing intt-rfl•wnce hdw1•1·n fn•ighl 
and passenger trains east of the Philadelphia arPa is also an objective in this rnarkl'l. 

Maintaining competition to the N1•w York/Newark an•a has to be given major 
attention in the planning procl'ss since only bankrupt carriers serve these rnarkcts. 
The Association should encourage an alternative carri1•r lo s!'fvt· this market. 

ANALYSIS OF ALTERNATIVE ROUTES 

The PC route has the heaviest traffic dl'nsity and is r<'cornm1•1Hli•d as the primary 
route to be considered. Continuation of the PC's bypass roult' from Tn·11lo11 t!i Harris­
burg should be consdered as a primary route in order to avoid rail traffic congi•stion 
in the Philadelphia area arising from heavy rail traffic (f rl'ight, intercity passt•ngn 
and commuter). The CNJ-RDG-B&O route is also recomrne11<led as a primary ro11t1· 
to be considered since it is required for othn major trafTic 0ows such as 1 lw llow he­
tween Newark and the Washington Gateway and betwrl'n Baltirnon~ and Pittsln(rgh. 

The third route in this analysis-LV-RDG-WM-N&W via Allentown-Ilarris­
burg-represents excess capacity west of HagPrstown (CIH'rry Run) wh1·n· it parallPls 
the B&O route. East of Hagerstown the route is more direct than the B&O rout<~ via 
Baltimore and, therefore, is recommended as an alternative route lo he co11sid!'n~t1. 

Competition to the New York/Newark area can he maintained through sale or 
lease, of the RDG-CNJ trackage from Newark to Philadelphia to a solv1·11t carrit-r or 
through a coordinated services arrangement over this trackage. 
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WASHINGTON GATEWAY-NEWARK 

(North-South Eastern Seaboard Traffic Flow) 

PRESENT SERVICE 

Carrier(s) 

Penn Central (PC) 

Baltimore and Ohio (B&O-Chessie 
System) 

Reading (RDG), Central Railroad 
of New Jersey (CNJ) 

R outc I rfrntification 

Baltimore, Philadelphia 

Baltimore, Philacklphia 

STATEMENT OF THE PROBLEM AND PLANNING OBJECTIVES 

Since the bankrupt carriers only op<'ratc bctwct~n Philadelphia and Newark, 
preservation of freight competition is a major consideration in the planning process. 
Another major planning objective should be to improve the dlicicncy of both 
freight and passenger services along this congested corridor, particularly in light of 
the Act's requirements of Northeast Corridor passenger service irnprovt·nwnts. 

Excess capacity is not a problem on this route. Rather, t'.xtcmivc and Pxpand­
ing passenger service acts to constrain efficient freight operations timing pPak pas­
senger periods. This increasing congestion hinders the dlicit'.nt operation of hotl1 
freight and passenger service. 

ANALYSIS OF ALTERNATIVE ROUTES 

The traffic volumes, both passengers and freight, are high t•nm1gh that both 
routes are required. 

To maintain competition, the Association should encouragt~ an altt•rnat,· carrier 
(to the Corporation) to provide mainline service hctw1·1·n PhiladPlphia and Nt•w York. 
This can be most readily achieved by providing B&O access to Newark hy sale. !Past• 
or trackage rights over the CNJ-RDG line. 

Joint trackage rights over both routes should he cor1;;idcn~d sine,· such coordina­
tion will provide the g ·eatest operating flexibility to improve both passcngt'r and 
freight service efficiency. 

Special attention has to be given by the Association to implc11wr1t tlw provisions 
of the Ac: !'egarding the improvement of passenger train sPrvic<' in the NortltPast 
Corridor. The legislation makes provisions for Amtrak lo acqu irc through salt~, !Pas1, 
or otherwise the necessary trackage. 
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BUFFALO/CLEVELAND-CHICAGO 

(East-West Great Lakes Traffic Flow) 

PRESENT SERVICE 

Carrier(s) 

Penn Central (PC) 

Erie Lackawanna (EL) 

Norfolk & Western (N&W) 

Penn Central (PC) 

Baltimore & Ohio (B&O. 
Chessie System) 

Norfolk & Western (N&W) 

BUFFALO-CHICAGO 

Route I dcntification 

Cleveland 

Jamestown, Youngstown, Marion 

Eric, Cleveland, Fostoria, Ft. Way1lt' 

CLEVELAND-CHICAGO 

Toledo, South Bend 

Akron, Fostoria 

Fostoria, Ft. W ay1H' 

STATEMENT OF THE PROBLEM AND PLANNING OBJECTIVES 

Excess interstate capacity exists on the route both east and west of ( :lt'Vt'land. 
Traffic densities can be improved by the elimination of orn· or moH· roull's. If this 
consolidation occurs it will permit the more productive utilization of tilt' 1Trnai11i11g 
interstate facilities. This should provide the economic basis for improving and mod­
ernizing, where required, the remaining interstate routPs. 

Continued competition is not an issue between Bufialo and Chicago lw,·aus,· of 
the existence of a solvent carrier's line over the entire~ mull' in add it ion to th1· PC 
line. However, west of Cleveland, consideration should lw giv,•n to coordi11ati11g tlw 
services and operations of the two solvent carriPrs to provide a strong,·r basis for com­
petition with the Corporation. 

ANALYSIS OF ALTERNATIVE ROUTES 

The PC has the highest density routes owr the entire distance hctwct'II Buffalo 
and Chicago. Shifting this tonnage to alternate routes would not he fcasibl1~ i11 view 
of capacity limitations on other routes and present yard eonfigurations. 

Between Buffalo and Cleveland the solvent N&W parallels the PC, and tlw 1-:L 
provides a more southerly mainline route which gcrn•rally parallels tlw PC and N&W. 
To improve utilization cast of Cleveland the Association should consider (I) n•routi11g 
EL traffic throughout Buffalo rather than ,Jamestown and (2) operation of tlw N&W 
route on a coordinated basis with PC, hereby allowing the elimination of 0111· sd of 
tracks. The EL should however, be considered as a possible altcrnatiw lwcaus,· it 
provides a bypass around Buffalo for east-west traffic. 

Between Cleveland and Chicago consideration shoul<l lw givPn to co11solidati11g 
mainline operations of the N&W and the B&O. Concentrating flows ovn tlu~ N&W 
to the Fostoria area will improve density while reducing circuity. W<'sl of Fostoria, 
where both lines are primarily single track and handle other major market flows, each 
can maintain separate routes without significantly reducing utilization. Such coordi­
nation should permit both the N&W and the B&O to improve efficiency and to <'nsurc 
a stronger basis for competition with the Corporation. 

The EL is not proposed as an alternative west of Cleveland, as this traffic can 
be moved over other routes and thereby reduce excess circuity and plant. 
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PC 

ANALYSIS OF ALTERNATIVE ROUTES 
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BO 
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NW 
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DETROIT-CHICAGO 

(East-West Great Lakes Traffic Flow) 

PRESENT SERVICE 

Carrier(s) 

Chesapeake & Ohio ( C&O­
Chessie System) 

Grand Trunk Western ( GTW) 

Norfolk and Western (N&W) 

Penn Central (PC) 

Houle Identification 

Lan;;ing, Grand Hapids 

Durand, Lansing, Balllt• Cn:Pk, 
South Bend 

Butler, Fort Wayne 

( 1) Battle Cn·ek, South Jll'11d 

(2) Toledo, Butler, South Bend 

STATEMENT OF THE PROBLEM AND PLANNING OBJECTIVES 

Excess interstate capacity exisb 011 the route with Pach of tlw thn•t'. solVt'nt 
carriers having one mainline rout!' and the hankrupt Pt·nn Ct•ntral having two roult's. 
Traffic densities can he improved hy the elimination of 011t· or rno1T mutt's. If this 
consolidation occurs it will pnmit the more productive utilization of tht: n·rnai11ing 
interstate facilities. This would provide tlH' t•conomic hasis for improving and rnodt·rn· 
izing, where required, the remaining interstate routt•s. 

Continued competition is not an issue hetwt•t•n l>droit and Chicago lwcaust• of 
the existence of three solvent carriPrs. ConsidPration, howt•vt•r, should lw givt•n to 
coordinating the services and operations of thl' solVt'nl carrit·rs and tht' Corporation 
to provide balanced competition while still improving dliciPncy. 

ANALYSIS OF ALTERNATIVE ROUTES 

There are now four carriers providing service lwtwf't'n Ddroil and ( :hicago. 
None of the carriers has the predominant amount of trallic. Consolidation of tht: 
traffic on two routes needs to he considered. Howevn, !H'cause Pach of t IH' four 
carriers has a relatively equal share of traffic among the roult·s, no ckar altt•rnativt: 
emerges. 

Based on the need to reduce circuity and mirnimizt· rdwhilitation costs, tlu: 
primary alternative is to consider retaining the following two routes: (a) tlw C&O 
from Detroit to Lansing and the GTW from Lansing to Chicago; and (h) tlw N&W 
from Detroit to Butler, Indiana and the PC route from Butler to Chicago ( via South 
Bend). 

To improve efficiency, it is also n~commendcd that these carriers 11ol only 11st'. 
facilities jointly but also coordinate their overall services and opt:rations. 

Since the N&W route to Ft. Wayne will he needed lo serve otlwr roult's ( e.g. 
Detroit-St. Louis), the Association may wish to consider the roult! from Butler to 
Chicago ( via Ft. Wayne) as an alternative to one of the primary routes suggested 
above. 
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PITTSBURGH-CHICAGO 

(Traffic Flows from the Alleghenies to Lake Erie and East-West along the 
Great Lakes) 

PRESENT SERVICE 

Carrier(s) 

Baltimore & Ohio (B&O-Chessie System) 

Norfolk & Western (N&W) 

Penn Central (PC) 

Route Identification 

Youngstown, Akron, Fostoria 

Massillon, Bellevue, Ft. Wayne 

(1) Alliance, Mansfield, Ft. Wayne 

(2) Alliance, Cleveland, Toledo 

STATEMENT OF THE PROBLEM AND PLANNING OBJECTIVES 

Excess capacity exists on the route with each of the two solvent carrins having 
one mainline route and the bankrupt Penn Central having two routes. TrafTic <knsi­
ties can be improved by the elimination of one or more routes. If this consolidation 
occurs it will permit more productive utilization of the remaining inl('l'stal<~ faciliti(·s. 
This should provide the economic basis for improving and m()(fornizing, wh<·n· n·­
quired, the remaining interstate routes. 

Continued competition is not an issue between Pittshmgh and Chicago lwcaus<, 
of the existence of two solvent carriers. Consideration, however, should h<, given to 
coordinating the services and operations of the two solvent carriers lo provide a 
stronger basis for competition with the Corporation. 

ANALYSIS OF ALTERNATIVE ROUTES 

This route presents a complex set of planning alt<·rnatives. Two primary ro111!'s 
are recommended for consideration. Interstate traffic hdwcen Pittsburgh and Chicago 
which is currently moved on the PC line via Mansfield and Ft. Wayrn• '.~l1011ld I)(' co11-
centrated on the PC route via Alliance to Cleveland, thence ov<·r their high d(·nsily 
route to Chicago through Toledo. This would diminate tlw IH'<'d for rnajor rdiahilila­
tion of the PC's Mansfield/Ft. Wayne route. 

In order to assure that the solvent carriers aw also ahk to n·duc<· cosls and com­
pete effectively with the Corporation's mainline clPnsity, tlH' N&W and B&O should 
consider operating coordinated service from Pittsburgh to just !'ast of I h<' lkll<·v111·. 
Ohio area (several connections from B&O to N&W arc possibld. The primary roul<· 
to be considered for these coordinatt•d servict>s could be <'ither th<' P&LE ( al n•ady 
used by B&O under trackage rights) or 'the B&O from Pittshmgh to Yo1111gslown and 
the B&O from Youngstown to Fostoria. W1•st of Fostoria holh the N&W and B&O 
lines are recommended as primary routes to be considcrPcl. Both an• primarily sing!<~ 
track lines with acceptable traffic densities. 

Because traffic flows to and from other parts of the Nortlwast an'. Vl'ry IH•avy ov<·r 
portions of the routes between Pittsburgh and Chicago, it may lw Jll'C:<·ssary lo con­
sider other routes or route segments. For example, the P&LE-EL mule from Pitts­
burgh to Cleveland may be required, as might be the PC's current l'illshurgh-1-'L. 
Wayne-Chicago line. The latter may he retained as only a single track line in addi­
tion to a local service and feeder line function. 
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CINCINNATI GATEWAY-CHICAGO 

(Lake Michigan to South Traffic Flow) 

PRESENT SERVICE 

Carrier(s) 

Chesapeake & Ohio ( C&O-Chessie 
System) 

Penn Central (PC) 

Route Identification 

Muncie 

Indianapolis, Logansport 

STATEMENT OF THE PROBLEM AND PLANNING OBJECTIVES 

Excess interstate capacity exists between Cincinnati and Chicago with the solvent 
C&O maintaining a single track route and the PC maintaining a st'parak single track 
route ( double track south of Indianapolis). Total volume on both lin<'s will support 
only one high volume, modernized single track route. If consolidation occurs, the 
economic basis for improving and modernizing, where required, will exist. ( :ontinucd 
competition is not an issue between Cincinnati and Chicago because of the existence 
of a solvent carrier. 

ANALYSIS OF ALTERNATIVE ROUTES 

The C&O route is in superior physical condition and therefore is recommended 
as the primary route to be considered for serving this market. The Corporal ion could 
obtain trackage rights over this route. This may rcquin~ soml' lt-ngtlwning of sidings 
to handle the additional tonnage. 

Recognizing that Indianapolis is an important traffic center, th1~ Association may 
choose to improve the PC line which serves Indianapolis directly. Therefore, the PC 
line is shown as an alternative to be considered. If this choice is ma<I<-, the Chesa­
peake and Ohio should be provided trackage rights and its own route reduc!'d lo local 
service status. 
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LOCAL RAIL SERVICE 

The Existing Local Rail System 

As discussed in Part I, the region's rail syst!'m devdoped 
during the nineteenth century and early l 900's into a 
comprehensive nPtwork of railroad trackage dPsignPd to 
provide access by the region's commerce to what was then 
the most efficient means of transportation. Today, despite 
the changed economic conditions in the region, the size of 
this system remains essentially the same as it was when 
constructed. 

The dimensions of the duplication of sPrvicp and Pxcess 
capacity problems at the local service level can be illus­
trated by examining the case of Philadelphia's rail system. 
The city's 19th century transportation requirements 
brought into being more than 12 different railroads, 
some less than two miles long. Over thP years, many of 
them were brought under the control of the Pennsylvania 
Railroad (now the Penn Central). The city's growth 
and expansion during the subsequent period left little 
chance to construct new modern yards, and rPgulatory 
requirements often stymied efforts to eliminate 1mpconomic 
trackage. As a consequence, Philadelphia today has a 
multitudC' of freight yards ( 18 operated by Penn (pntral, 
three op~ratcd by the Reading and two opC'fatPd by the 
Chessic System) and a maze of duplicatiw and often 
parallel trackage (much of which runs down the center 
of busy streets). The 150 square mile Philaddphia area 
is served by four Class I railroads which operate within 
the area approximately 500 miles of line haul trackage and 
more than 300 miles of yard and siding trackage, as illus­
trated in Figure 8. While this trackage was constructed to 
serve a large number of shippers, some have since gone 
out of business, many arc only occasional usns of rail 
service and only a few are users of high volume rail serv­
ice. For example, although the PPnn Central SPrVC'S more 
than 1,800 users (industries, coal and ore facilities, grain 
elevators, intermodal facilities and food terminals), only 
36 of these customers account for more than half of the 
traffic generated in Philadelphia. 

While Philadelphia may be one of the more vivid ex­
amples of duplicate and uneconomic local rail service 
plant, the problem is by no means limited to metropolitan 
areas. The Bay City, Michigan, zone is an t:'Xample of the 
excess capacity problem in a basically rural area. An­
nually, only 40,000 carloads originate or terminate in the 
Bay City Zone (about 110 per day) , yet three differmt 
railroad lines connect the Bay City area to the south and the 
west (two Penn Central lines and one line of the Chessie 
System). Additionally, two parallel low density lines ex­
tend to the north from Bay City. Typically, each carrier 
maintains a separate local yard. 

As a result of this redundant railroad system at the 
local level there are often too many carriers vying for too 
little traffic with a consequent loss of efficiency, viability 
and service quality. 

Planning Guidelines 

In order to meet the r!'slructuring objectives for the 
region's local rail scrvicP, five basic planning guidelines 
arc rPcommended: 

l. The volume of rail traflic gt•neratcd should he nscd 
as a key determinant of rail snvice req11in•1111·nls. This 
traffic, in conjunction with t!H" location of the gt·111•rating 
points, indicates both the dep1·1Hle11ce on rail service and 
rail's ability to provide t•flicit•nt and financially viahle 
service. 

2. The maximum volume of t·xisting rail traflic should 
continu!' to have access to direct rail iwrvice consislt·nt, 
howev!'r, with the requirement that the individual seg­
ments of the system be financially viable. 

:1. Tlw foeder lines connecting groups of traflic gen­
erating points to tlw high vol11nw, intl'rstate tl('lwork 
should be made more efficient. The dTiciency of the 
resulting sysl!'m will ht'. enharnTd suhstantially hy the 
reduction of duplicate facilitil's and services. 

,1,, Th,) unneeded anti u1wco11omic portions of the 
local rail service ndwork should he excluded from the 
Association's Final System Plan. The co11ti111wd sup­
port of tlH·se facililit•s hy viahlt• sq.>;nwnts of the system 
cannot lw justifiP<l. Howevn, some of tlwse facilities 
may warrant conti1111l'd opcralirn1 whcn· local or Stat!' 
interests believe this to he in tlwir lwsl inltT<'Sl and arc 
willing to provide tlH' ncci•ssary suhsidy. 

S. Tlw restruclun·d local iwrvice 1wtwork should he 
modernizt·d and rdwhilitalt•d whnt' ni•ct•ssary in ordn 
to provide quality snvice. 

In !'!'Structuring tht• n•gion's local rail st·rvice t]('lwork, 
the Association and the solvent railroads in the region 
should analyze each segment on till' hasis of tlwsc guiik­
lines. Howev('r, sinct' till' vast majority of the region's 
traffic is of sufficient concentration all(l volume for plan­
ners to id('ntify wadily the. rail lirn· n•quin•mt•nts for high 
traffic points, the rail lines g1•1wrating lowc•r volumes 
and/or scrl'ing diffused traflic points should receive the 
greater attention. 

Criteria 

The purpose of this st,clion of tlu, report is lo pn•s1·11t 
criteria for separating those lirl!'s which have a high 
probability of being financially viable from those which 
arc of qupstionable financial viability or hav1, no hope of 
being financially viable. This scre<'ning proci•ss will allow 
the concentration of tht• analytical dTort on those portions 
of the rail system where the continuation of rail service is 
not clear cut. 

A study conducted for the lkpartnwnt devdoped 
a viability criteria for the scn·1·11ing- proct•ss. 1 This study 
estimated, for lines of varying Ieng-th, the traffic levels 
required lo make financially viablt• rail orwrations highly 
probable or, conversely, highly unlikdy. The proce­
dure involved estimating the costs associated with the 
production of rail services and relating those costs 

1 Federal Railroad Administration, Development and Evaluation of An Economic Abstraction of Light Density Rail Une Operations, 
June 1973, prepared under contract by R. L. Banks and Associates, Inc. 
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to the revenue per carload typically realized by rail­
roads from traffic generated on light density lines. Sta­
tistical analysis was then employed to determine the 
relationship between line profit (or loss) and the variabll's 
of line length and traffic volume. 

The results of this study for the region are shown in 
Figure 9. For any spC'cificd length of local service rail 
line, the "DOT Upper Criteria" line indicates the amount 
of traffic that would have to be gC'neratcd annually to givl' 
the line a high probability of financial viability. The 
"DOT Lower CritC'fia" line on the chart indicates thl" 
amount of traffic below which operation on any particular 
length of line would have a high likelihood of being 
financially nonviable. Between the upper and lower cri­
teria, financial viability is questionable. For example, if 
a local service line five miles long originates or terminates 
ti,80 or more carloads of traffic annually, it would have a 
high probability of being financially viable; if it gcrn·r­
atcd between MO and 480 carloads, its financial viability 
would be questionable and would require detailed study; 
and if it generatt'd kss than HO carloads annually therl' 
would be a high probability that it would be a financially 
nonviable operation. 

Also shown on Figure 9 is a line reflecting the ";)ti.. 
Carload Ruic" which was dewlopPd by thl' Interstak 
CommC'rce Commission for use in abandonmC'nt cases. 
This rule is a prC'sumptive standard which says that a 
rail line which gC'nerates less than 34 carloads per mik 
of line per year (i.e., falls below the ICC's 3!1,-Carload 
Rule line in the figure) is presumed to be financially 
nonviable. The close agreement between the ICC's 3!1-
Carload Ruic and the DOT LowC'r Critnia is noteworthy. 

The application of the above criteria to the region's 
rail network requires accurate and current rail traffic data 
and thl' ability to analyze each section of rail line in de­
tail. Data concerning the volume and location or rail 
traflic gcnC'rated in the region during 1972 was collC'ctcd 
from l'ach of the major rail carriers op('fating in the 
region. This data was then programmed for computer 
zone-by-zone analysis. 

Application of Screening Standard 

As dis<'u8sl'd abovC', the scrl'l'ning process 1s dl'sigrn·d 
to identify those segments of the local rail service network 
which haw a high probability of financial \·iability and 
those segml'nts whose financial viability is qul'stionabll' or 
improbable. Thus, the appropriate scrcl'ning standard is 
the DOT Upper Criteria linl', since it r('presl'nts tlw 
boundary brtwl'l'll thPse two lewis of viability. The pro­
CC'SS of applying this screening standard to thl' region's 
many traffic grnerating points involved two sh'ps: 

1. The railroads' traffic data was plotted at the point 
on the rail linC's where it was generated ( originated or 
terminated) ; and 

2. Thl' traffic volume and the distance from the gen­
erating point to the nearest financially viable point or 
line ( whethC'r within or outsidt' the zone) Wl'rc com­
pared with the DOT Upper Criteria line. Those points 
falling above the line were idl'ntifil'd as having a high 
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prohahility of financial viahility and arc rccommc11dcd 
for direct local rail snvic<·. Tliost~ points falling IH'low 
thn line were idt~11Lifi<,d as having a questionable or low 
probability of financial viability. 

These two steps wt•n' appli<'<l to l'at:h zmw as follows: 

1. All traffic g{'Jl('ntting points (slat ions) originating 
or terminating less than 7S carloads pn yl'ar were ex­
cluded from s1wcific consi1kration hecausP, hy <'ither 
the DOT Lower Crilt·ria or thl' TCC's :M .. Carload l{u!P, 
st'rviC"c lo tlwse points has a high prnhahility of !wing 
financially nonviable. 

2. Thost~ stations i11 l'a('lt zon,, which g1·n1·ratt·d suf­
ficient lraflic to justify conne1·t ion with the n'gion's 
interstate rail network Wl'n~ id<·11tifit~d using the crit!'fia 
for probahk financial viahil ity and arc n•comrnt'Il!kd 
for direct rnil sl'J'\'ll't'. 

:1. Starting from each of tlH'Sl' sl,\tions id<'nlifit'd as 
mePLing the critnia of paragraph 2 ahove a11d pro<:<'ed­
ing in st·qtH•ncl', all othn poinls gi'nl'raling rnon· than 
75 carloads pn yl'ar in ti[(' zorw W<'r<' compar!'d with 
the DOT l/ppt•r Crill'l'ia hasl'd mi traflic volume and 
the rail distanct~ hctwt'<'n ca"h point and tlw nearest 
financially viahl<' slalio11 or junction with a financially 
viable Jim'. All those mcl'ling tht~ crilt'ria arc n~com­
mcnded for direct rail scrvicl'. 

An !'xamplc of tlw application of this scrt·t•ni11g process 
to a specific zone is pn's!'nlt·d at tht~ <,nd of tlris section. 

Points Recommended For Direct Local Rail Service 

Based on the data available for tlw analysis, we recom­
mend that thost~ points which m,·,·l till' ahovc cril!'ria lw 
included in the Association's Final System Plan for direct 
rail servicl' by th<· Corporation or one of the rl'gion's 
solvent carriers. The points ir]('hHl<·d in the Secretary's 
recomrn!'ndations original<' or lt'rn1inak 96% of tlw fl'· 

gion's traffic (set' Tabl1' 1). This samt~ service ll'vd 
can be t•xpectcd lo acconrmodat<· a substantial ris<· in 
regional traffic without straining tlu, capacity of the re­
structured local rail service nl'lwork. 

On the hasis of tlH' scn't•ning nikria, rail fn,ight st•rvict~ 
would be provided in all hut two of the 18!1, zones­
Cape Charlt'S, Virginia, and Wt•stl'!'ly, Rhodt' Island. Cape 
Charks g<·n!'rated only l:l carloads JHT day in 1972 and 
this traflic was difTust•d throughout tlw zor11'. Conrn,ctions 
from the only adjact'nt zmws- Salishury, Maryland, to 
the north and Norfolk lo tht• south (via float 01wrations)­
cannot he justi lied hy the vny small volume of traflic. 

In the cast~ of Wt'stcrly, Lill' zont• is traversed hy tlw 
Boston to New York "Nortlwllsl Corridor" roult', which has 
a high volumt' of passl'ngt•r s(')'vict•. Even though this 
route will he rctainl'd for passl'ng<~r service, the k\'d of 
freight traffic is too low to justify thl' inclusion of this 
zone in the points n'comnwrHlcd for local fr<'ight service. 

Befon, the Association acc1'pls any of these r!'comrnt•n­
dations, it should, of course, f<'V it•w the rnost recent data 
on rail traffic in th!' r<'gion. Thi• basic traflic data used in 
the Dl'partment's analysis r<'flt'<·l<'d 1972 rail operations, 
which was th!' latest data availahl1'. Sinct~ 1972, traffic 
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FIGURE 9 

RELATIONSHIP OF RAIL LINE LENGTH 
AND TRAFFIC VOLUMES 

FOR FINANCIALLY VIABLE LOCAL SERVICE OPERATION 
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volumes or future expectations at certain of the points may 
have changed so as to affect the results of the scrC'ening 
process. In addition, the criteria used to screen these 
points were based on "typical" revenue len•ls. Where the 
"actual" revenue generated by the traffic at a gi\'en point 
is significantly above or below the typical or average 
figure, the probability of a financially viable rail operation 
may change accordingly. HoweVf'r, it is not anticipated 
that traffic volumes at many of the points recommended 
for service will have changed to the extent that tlw Asso­
ciation's Final System Plan would not include them. 
Therefore, the Association's analysis should center primar­
ily on those points not recommended for service. 

In addition to considering Sf'rvice by the (orporation 
and existing Class I soh-ent carriers, the Association should 
also consider the possibility of providing sf'n·ice to somf' 
of these points by short line railroads ( Gass II) which, in 
certain cases, may be more economical. 

Designation Of Potentially Excess Rail Lines 

All rail linPs which are nf'ithf'r necPssary nor optional to 
ser\'e those points rPcommf'nded for continued dirPct rail 
service, and thosP lines which prm·idP duplicate, low 
density feeder sen-icf', arc df'signated as potf'ntially excPss 
rail linPs for thf' purposPs of this rf'port. Thf'se an' the 
lines which should recei\·e the closest analysis in the 
procPss of restructuring the local rail sPrvice network. 
While the rail lines classified as potentially excess rPpre­
sent a significant portion of tlw track miks in the n'gion, 
they gf'neratC' only 4 pf'rcent of thP region's total rail traffic. 

The procPss of idrntifying potPntially excpss lines con­
sidered several factors-the location of points recom­
mPnded for ser\'ice, the PxistPnce of duplicatP frPdC'r lines, 
a line's traffic density and whether the owning railroad 
is bankrupt or soh-cnt. A line was not identified as po­
trntially excess if any one of the following conditions were 
met: 

l. A line was necessary to serve points recom­
mended for direct rail service or was an alternati\'e line 
to such points and met the screening criteria; or 

2. A line did not directly serve a point recom­
mended for service but was the only line which provided 
access for the points to a mainline in the system; or 

3. A line did not directly serve a point recommended 
for service but was one of two or more lines which 
served as access for the points to the mainline rail sys­
tem, and the existing traffic density on the line was 
greater than ten million gross ton miles per route mile 
per year for bankrupt carriers' lines or greater than five 
million gross ton miles per route mile per year for solvent 
carriers' lines. 

If none of these conditions applied, the line was then 
identified as potentially excess. 

The lower traffic density requirement for solvent car­
riers in paragraph 3 above was used to reflect the fact 
that the solvent carriers' systems are not faced with the 
same degree of financial nonviability as are the bankrupt 
carriers, hut that some degree of restructuring of their 
systems is needed. Also, the potential for duplicate feeder 
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service in the bankrupt carriers' systems is much greater 
than in the case of any of the solvent carriers. 

The lines classified as potentially excess should be care­
fully analyzPd by all affected partiPs--thc Association, 
solvent railroads, the States, and the affected communities 
and shippPrs. The Association and the solvent railroads 
should be concerned for three reasons: 

1. Some of the linPs classified as being potentially 
excpss may serve points wlww rail service is, in fact, 
financially viable. As discussed e'arlin, the screening 
criteria is hase~d on average revenue and 1972 traffic 
levds. A given point may genPrate traffic which pro­
duces rn·l'nues which arc significantly highPr than the 
average, or current traffic levels may be higher than 
they were in ] 972. Either of these cases may serve to 
justify the inclusion of additional rail lines in the Final 
System Plan. 

2. Certain of those lines which continue to be classi­
fied as financially nonviable may lw mack viahlc through 
tariff adjustments which would he acccptabfo to the 
line's users. 

3. The li1ws considen'd IIPCe'ssary to serve the points 
recommPnded for continued direct rail service represent 
the shortPst rail distancp from Pach point to a junction 
with another financially viable rail lirn~ without consid­
eration of the identity of the corporate entity now serv­
ing the point. Thus, under the n'sulting network, a 
point now served hy one railroad may have to be 
served by a difierent railroad. The implementation of 
the plan therefore rl'quin's considnation of a variety 
of factors by the involved railroads as wdl as negotia­
tions among them for the transfer and/or joint use of 
facilities. 

The lines classified as potentially e•xc1•ss also merit close 
attention by States, local communities and shippers be­
cause they are the lines most likely to he determined to 
be financially nonviable and hence excluded from the 
Association's Final System Plan. In adllition, the avail­
ability of matching Federal suhsidy funds may make it 
possible for State and local interests to continue those 
rail lines which arc identified as financially nonviable and 
which they hdievc to he of particular importance to them. 
Thus, a dctcrminatio11 must he made on the desirability 
of subsidizing and/or acquiring t'ach of these~ lines. 

The decision regarding the irnbsidization of a local rail 
line should he based, in part, on a comparative analysis 
of the total resources consumed by direct rail service and 
by motor carrier service either f rorn the origin to destina­
tion point or to an intcrmodal facility. A given rail line 
may be unable to generate~ ('1H>11gh traffic for financially 
viable rail operation yet that traflic volume may be suf­
ficient to justify continuing suhsidiz<'d rail service since 
its total resource consumption would be less than for 
comparable motor carrier servict'. 

However, at low traffic levds, motor carrit)r snvicc is 
less costly than rail in terms of total n·source consumption, 
and in such a case the traffic should he hault~d by motor 
carrier rather than by rail unless other overriding con­
siderations arc involved. Ultimately, if States or localities 
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do dct!'rmirw that subsidy is justifif'd, the necf'~sary agn·c­
rncnl s would have to he implemented. 

Figure" 10 shows, for rail lines of varying length, the 
rdationship bctwf'Pn the level of traffic required for a high 
probability of rail financial viability and the hrl'akt•,·rn 
!in<' l}('tW<'l'n rail and motor carriers in terms of I otal n'­
sourcc con~umption. The !in<' lahckd (1) is till' DOT l'p­
(Jl'r Criteria discussed Parlier. The line laht,lctl (2) is 
bast'd on an analysis conducted hy the Deparlrn<'nl of tlw 
total cost uf r<'sourc<'s consumed by motor carriers and 
Class l railroads under efficient operations in mm ing like 
tonnag<'s o,·er the same distanct·, which is the distanct• 
from a traflic generating point to an intern10dal fa.,iJity. 
The <'stimatcd rail resource consumption was hast,d 011 

the service involved in switching the empty and loaded 
fr<'ight cars at the shipper's siding, moving the load<'d cars 
to the yard, switching them into a line haul train and dc­
liYning empty cars to the shipper's siding. Tl[(' estimated 

motor carrier resource consumption was based on placc­
mf'nt of empty trailers at the shipper's location, pick-up 
and movement of the loaded trailers to the railroad yard, 
plac<'mcnt of the load on railroad cars, and switching 
those cars into a line haul train. Linc (2) thus rcprcs<•nts 
the \olumc of traffic required for each length of haul in 
onkr for the two modes to consume the sam1~ value of re­
sources. Below this line motor carriers arc mun' diicient, 
whik above it rail has the efficiency advantage in moving 
the traffic. 

Bast·d on this analysis, it is recommended that only 
thos<' lines falling between curve (1) and curve (2) be 
considered for local subsidy. The States and local com­
rmmilit's !'an consider whether rail servic1~ by othn than 
Class I railroads may change the relationship of tht·st· 
cun-<'S. It is possible that short line railroad operations 
f'ould improve the rail efficiency curve to the point wher<' 
the line is financially Yiable or where a local subsidy 
might IJl' justified. 

It is important to note that even for the small propor­
tion of traffic not included in the Secretary's local rail 
:,nv1n' n'1·ornrnc1Hlations ( 11, pncent of the region's total 
rail 1 raffic), part of it will continue to be carried hy rail 
after tlw restructuring process has been completed !H'causl': 

l. Soml' of this traffic and associated lines will he 
dctnrni1!l'd by the Association to he, in fact, financially 
viable and will therefor<' continue to have direct rail 
servic<'; 
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2. Sornc of it will b,· suhsidizPd by States and locali­
lit's and will thndly continne to receive direct rail 
Sl'n·i('<'; and 

3. Sonw of it will go hy motor carrit:r from the traffic 
g<'n<'rating poinl to ti!(' rH•an•sl finanC'ially viable rail 
facility wlwrn it will b1, shippt~d hy railroad. Since 
about 80 ]HT Cf'lll of ti!(' local st·nic1, lines in the region 
an) less than 20 mill's in length, the distancf's to the fi­
narwially ,·iahlt• rail facilities are n•asonahly short. 
Thus, while thes<'. gcn('J'aling points will no longer have 
"direct" rail sl'rvicP, tlwy will have rail sl'J"vicc available 
by trucking tlw relatively shorl distanct•s lo operating 
rail faciliti<'s. In cas<'s wlwrc piggyback service can be 
used, it may not <'vcn ht: ll('ccssary lo transfer cargo 
from truck to freight cars. 

Specific Recommendations For Local Rail Service 

The Sccr<'lary's specific n·cornmt,ndations concerning 
tht, rail st•n in· which should IH' provided within each of 
the 181, zones and accompanying data an, contained in 
Volunw II of this report. Tl!(' mall'rial presented by 
Stall· for each zone includes: 

] . Information S1111w1a.ry: 
A summary of pnli1wnt information n,garding the 
demographit, a11d transportation characl!•ristics of the 
ZO!Hi. 

2. Zone /llap of Points R<'Co11u111·nd1·d for Rail Serv­
LCe: 

A railroad line all(l railroad station map of the zone 
showing rail slatiolls in the zon<', railroad mainlines 
which pass through IIH' zont· and poinls n,cornrncndcd 
for din't'l rail st•rvicc (<'ily or station names shown in 
shaded blocks) . 

:{. Station i)ata S11.r11.111ary l'nints Reconimended fur 
Rail Sa11ice: 

A list of all cilit's all(! slat ions which an, n,co111111c1Hled 
for local rail snvict· (shown in shaded blocks Oil map) 
and the approxi111a1<, a111111al carloads originating or 
tn111inatillg al each point. Total Ira/lie al these points 
is compan·d lo tlw zmw total. 

11.. Zone llla11 of Poll'ntiafly F:xcl'ss Rail J,ines: 
A zorH, map itkntifyi11g !host· st•g11w11ts of rail lines 
which an· poll'11tially t•xct•ss t•ilhn b1•ca11s1• tht•y arc not 
requin·d l"or s1Tvicc to ti!(' points n·comrncrnlct1 for 
st'rvict' or hccaust• tlH·y an· d11plir·.att· ft•t•dn lines (lines 
wl1ich conn<'d points which an~ already connected by 
other, h,:avin-dt·nsity li1l('s). 
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FIGURE 10 

RAILROAD-MOTOR CARRIER BREAKEVEN ANALYSIS 
FOR LOCAL SERVICE LINES OF VARYING LENGTH 

(D NET TONS PER WEEK NECESSARY FOR A HIGH PROBABILITY OF 
FINANCIALLY VIABLE RAIL OPERATION. 

@ NET TONS PER WEEK PER CONSUMPTION OF AN EQUAL AMOUNT 
OF RESOURCES BY MOTOR CARRIERS AND RAILROADS 
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ZONE SUMMARY EXAMPLE 

An example of one of the 184 indivirlual zone reports, Lhc fonr-pagc summary 
of Lansing, Michigan (Zone 161) is shown in the following pages. It is prccrnbl 
by a discussion of the application of the local rail service criteria and proccdun~s to 
the Lansing zone. 

Discussion 

The Lansing zone originated or terminated an average of 2:19 carloads of rail 
traffic per day during 1972. Rail service within the zone is provided by four rail­
roads. The service of two of these carriers, the Chesapt•ake and Ohio, and LIH' Grand 
Trunk Western, is provided over heavy density (more than 10 million gross ton-milt'.S 
per mile per year) signalled track. The other two carriers, the Penn C:cnlral and 
the Ann Arbor (both of which are bankrupt) provide light dmsily local snvicc. 

The approach followed by the Department in developing its local rail service 
recommendations involved two steps: 

1. All stations within the zone that generated more than 75 carloads of Lraliic 
per year were identified. Next, each of these stations was considcn)d using the DOT 
Upper Criteria in conjunction with the traffic at tlw station and the distance from Lht• 
station to the nearest financially viable rail line or station to determine whether rail 
service had a high probability of being financially viablt•. As a r<'sult of tliis proct•ss, 
stations recommended for service in the Lansing zom· arc all locatt•d on pn·scnt main­
for continued direct rail service. ThPst~ stations arc Lansing, East Lansing, Ens!'!, and 
Charlotte (shaded on the map). Even if there were no mainlines in the zone, the 
traffic volumes at Lansing justify hm·ing rail service from the closest major traflic 
center which is Detroit, and the other thr('c stations are close enough to Lansing to 
justify extending service from Lansing. 

2. The existing route structure was examined to determine which local snv icP 
lines were potentially excess, either because they were not requin•d to S('rve the points 
recommended for service or because they rt~prest'nt('d duplicate fac:iliti<'s. Tiu· four 
stations recommended for service in the Lansing zone are all locatPd on prcsPnt main­
lines. The remainder of the local sPrvice network is unnecessary and was, th1·rdorl', 
judged potentially excess as indicated by the shaded lines 011 the Potentially Excess 
Rail Lines map. 

Specific Lansing Zone Line Analysis 

1. The Penn Central line from Lansing south through Mason has 110 viahlt­
local traffic and it is not required to serve Lansing, which already has two niainlint' 
earners. 

2. The Penn Central line from Jackson to Grand Rapids through ( :liarlollt' 
serves no viable traffic points within Zone 161, nor in the adjacl'nt Jackson or Grand 
Rapids zones, except Charlotte, which can be served out of Lansing or Battle Creek 
along the Grand Trunk Western's mainline labeled B. 

3. The Chesapeake and Ohio branch from Grand Ledge through Eagle to Ionia 
has no viable local traffic. 

4. The Grand Trunk Western line through the northern part of the zorw which 
runs from Owosso to Grand Rapids via St. Johns in Zone 161 has no viable local trallic 
and is not necessary for through traffic from adjacent zones. 

5. The Ann Arbor and Grand Trunk Western also have lines that cross into 
the zone at Elsie and Stockbridge, respectively. These lines were analyzed in con­
junction with other zones and found redundant. 
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Association Plan for Lansing 

The restructuring process for Lan:-ing will require a numhn of additional steps 
by the Association before it can he irnplcrnC'nted. TIH'st' further considerations i11l'lud1·: 

1. As indicated above in tlw discussion on fnterstatt• Bail Scrvit:t', Lansing is a 
zone not recomrnended for compf'titivc st'rvice. Is it possible to consolidate Ofll't'a· 
tions so that only one railroad contimws to serve the Lansing zone? 

2. If two railroads continue to St'f\'t' the zont·, is it possible to havC' tht•111 utilizt· 
joint facilities, both terminals and track, and/or enlf'T into cooperative scrvict~ agree­
ments designed to reduce their o\'l'rall operating costs? 

3. Some of the traffic in Lansing is located on Perm Ct•ntral sidings. Can the 
Penn Central assets he transfrrrcd to e>itlll'r tlH' Clwsapl'akt· and Ohio and/or Grand 
Trunk Westnn to assur<: contimwd snvi\'c? If not, it may !1t• ncct•ssary to continue 
other Penn Central lines (i.e., 01Tr the Crane! Trunk \Vt'stnn to Battle Creek or till' 
P<:nn Central service to Lansing, perhaps using trackagt• rights to providt• ar:ctiss lo 
Chesapeake and Ohio to Detroit). 

4,. Do the Chesapeake and Ohio and Grand Trn11k Western <It-sin· to abandon 
their lines ( there is no requin·mrnl that they do so) and if so, includt• this abandon­
ment in the system plan? Early indication of their intentions would fac:ilitak any 
State determination of ~ubsidy requirements. 
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ZONE 161 LANSING,MI 

Location: Central Michigan 

Population: 378,4231 

Area (sq. miles): 1 , 702 1 

Interstate Highways: 96 

Railroad Service: 

Bankrupt: Ann Arbor, Penn Central 

Solvent: Chesapeake & Ohio, Grand Trunk Wes tern 

Rail Freight Originated and Terminated: 2 

Carloads per year: 87, 172 

Carloads per day: 239 

Principal Commodity: 2 Transportation Equipment 

1 1970 Census of population 
2 

1972 Traffic data supplied by individual railroads 
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ZONE 161 LANSING,MI 

POINTS RECOMMENDED FOR RAIL SERVICE 

GT 
I I I I 

49 MILES 

80 

MAP LEGEND: 

- BLUE SHADE: POINTS RECOMMENDED FOR SERVICE 

RED LINE: BANKRUPT CARRIER MAINLINES 

- BLUE LINE: SOLVENT CARRIER MAINLINES 

t I 

A-A, ETC: MAINLINE ROUTE IDENTIFICATION 

NUMBERS INDICATE TRAFFIC DENSITY (SEE KEY) 



Line 

A 

B 

ZONE 161 LANSING,MI 

RAILROAD MAINLINES IN ZONE 

Carrier 

Chesapeake & Ohio 

Grand Trunk Western 

Route 

Chicago-Detroit to East 

Detroit-Chicago 
Chicago-Pt. Huron to Canada 

POINTS RECOMMENDED FOR LOCAL RAIL SERVICE 

Points listed are stations that originate and terminate sufficient traffic to require rail service. 

Traffic Summary 

Station Name 

Lansing 
Charlotte 
E. Lansing 
Ensel 

Total annual carloads in Zone: 87,172 

Annual Carloads 1 

80,090 
2,061 
1,056 

899 

Percent of traffic in zone at stations recommended for service: 96% 

l Traffic data supplied by individual railroads 
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ZONE 161 LANSING.Ml 

POTENTIALLY EXCESS RAIL LINES 
MAXIMUM PERCENT OF ZONE TRAFFIC ON THESE LINES 4% 

- (ORANGE LINE: RAIL LINES EITHER NOT NECESSARY TO 

SERVE THOSE POINTS RECOMMENDED FOR SERVICE OR 

WHICH ARE DUPLICATE FEEDER LINES.I 
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PASSENGER SERVICE 

Although a significant portion of thf' rnilroad rwssengN 
miles opnatrd in the nation is attrihutahlt' lo intercity 
and commutf'f pas;senger opnations in the rqrion, most of 
the rail lines usPd for intercity rail rrn,,t'n~n spn·1cc 
primarily carry freight. The exception to this is tlw 

TABLE 17.-I~TEHCITY PASSE'N'GER SERVICES IN 
THE REGION 

(Other Than Northeast Corridor) 
(First Nine '.\fonths 1973) 

Houk Dail:,' 
Railroad Company '.\'Iile- Houncl-

and End-Points Railroad 1 agn 2 trips 3 

-----------~ -

AMTRAK 

New York--Kansas PC/'.\1P 1,470 
City via Ht, Lonis 

New York-Chicago 5 PC 1,0H 
Newport News/Wash- PC/Chcssie 1,057 

ington-Chicago 
Chicago-Florida PC/L&N /SCL 1, 871 

via Louisville 
Was~ington-Montrcal PC/B'.\f/CV 
New York-Florida PC/RF&P/ 

SCL 
Buffalo-New York 6 PC 
Chicago-Detroit PC 
I I arrisburg--Phila. PC 
Wash.-Cumberland Chessie 

SOUTHERN 

Wash.-Birmingham 1 Southern 
(New Orleans) 

Wash.-·Atlanta SonthPrn 
Wash.-Lynchburg Southern 

HOCK ISLAND 

Chicago-Peoria Rock Island 
Chicago-Rock Island Rock Island 

G70 
2,167 

-13G 
282 
103 
1,rn 

1, 1.54 

G3:3 
172 

161 
181 

Region Total_ ____ . _____ . ___ . _____ _ 
(Other than North-
east Corridor) 

·I 

5 
2 

10.5 
l 

:~2. 5 

Aver-
age 

Daily 
Rit!Pr-
ship 4 

{i,W 

780 
;3;3 '.) 

335 

:mo 
:3, 350 

1, J.15 
!LG 

l, 7HO 
300 

557 

135 
35 

1:33 
!JI 

10,373 

1 PC-Penn Central, MP-Missouri Pacific, L&N-Louisville 
& Nashville, SCL-Scaboard Coast Linc, BM-Boston & l\Iaine, 
CV-Central Vermont, RF&P-Richmond, Fredericksburg & 
Potomac. 

2 Total for route, not limited to miles in the region, 
3 Represents number of roundtrips offered for December 

1973. 
4 Total passengers served by trains operating between end­

point cities. 

• Includes Harrisburg-Washington section. 
6 Includes intermediate service between New Yark-Albany 

and New York-Syracuse. 
7 Daily Washington-Birmingham, tri-weekly Birmingham­

New Orleans. 

Data Source: Monthly financial reports for railroads noted. 
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"Northra.st Corridor" lwtwc'1·11 Washington, D.C.. and 
Boston, whn1' int<'rcity passt'llgt'r a11d comrnutn opnations 
an· t'Xlt'IISi\'t'. 

Tll(' ,\ational Hail road Pas9•11gt·r ( :orporalion ( Arnlrak) 
npt'ralcs virtually all i111t'rcity st'rvi,T in tlH' rc'giun o\'!'r a 
route ndwork that sr'rV('S most 111ajor J">flulation c:1·11tl'l'S. 
\Vith tlw 1·xcc'ptio11 of tlw Boslo11-:\1t·w-York-\Vashi11gto11. 
l'hiladt'lph ia-lf arrishurg. New York- llu lfa lo, and i\cw 
York-Florida routes, wl1c'I'(' mon' frt'fJIH'llt s,-rvit'!' is offrn,cl. 
Amtrak opcral!'s only m1t• or two trains a day in ,,ad1 
clirPction 01·!'!' t'a('h of its roul<'s (Ta hie· 17). 

Virtually all of thcst' Amtrak st'n·i,·,,s art' opc·rated mTr 
Pt'llll Cc11t ral lines. Two otlwr rail roads i11 llw region, tl1t' 
Southern Bailway and tlw !lock Island. opcrall' i11li'H'ily 
pass<'ngc'r snvicc outsit!t' tlw Amtrak sy:.:t1·rn. Tht' Snuth­
nn's snvir-t•s l'.onsist of daily ro1111d trips frollr \Vashi11µ:Lo11 
to Lynr-hhmµ:, Atlanta. and Bir111i11gham, with the latter 
train conti11ui11g to New Orleans tl1rl'c tinws ('ad1 Wl't'k. 
Tlw South!'rn coopnatC's with Arntrnk lo provide, joint 
tickding and through l'ar snviC'1's to l\',·w York City and 
Los Angdt's. The Hock lsla111l opn:rft•s daily round trips 
from Chicago to P<'oria and BoC'k lsla11d. Both of tllt'sc· 
!attn opnations n·c<'iVt' s11l,sta11tial suhsidit•s from th,· 
State of [llinois. Tlw Auto-train Corporation also providc·s 
daily snvicc from l,orton, Virginia. in tilt' \Vashi11gto11. 
T>.f. .. an-a to Sanford, Florida. 

Northeast Corridor 

ThP Ac-t spt'!:ifil's as <Hit' of tlw goals of tht' Final Systc111 
Plan till' l'stahlishrrwnt of i111prov(·d liiµ:h-spt•t'd rail p,1s~t·11-
gcr S('n·icl' in the Nortlwast Corridor. cm1so11a11t with tilt' 
rpcornnwndations of tlll' St·C'n·tary in Iris St'pkrnlll'r 1971 
report entitkd Rf•com111e1ulatifms for Nortlll'(ls/. Corridor 
Transporl(ltion. Tlw Act rt'q11irc·s tlw St'nt'lary to initiate 
work on tlw necessary c·ngi11cni11µ: stndit'S and irnprov<'­
nwnts to inrpl!'nwnt tlwst· n•t·nrnrnt'ndations. It also n·­
quires the Consolidated Hail Corporatio11 lo rwgotiatt: an 
appropriatt· agrcPirll'lll with A111trak for tht• sale or !Past~ to 
Amtrak of those rail prnpntit's d<'siguatt-d for s1l!'h pur­
poses in till' Association's Final Srt,·m Plan. Th<' As,o­
ciation is authorized to ic-sut' Fednally g11arantrc-d ohliga­
tions to support tlw impro1'l'llH't1t of tlit's<i propcrtiPs. 

As shown in TahJt. lB, O\'t'f ha![ of all Amtrak trains 
in the r<'gin11 rnn in the Corridor. Tl1t~ t·oordination of this 
passeng<'r traffic with rail commutn and frc-ight sNvicP 
presents om· of the major prohkms that tlw Association 
must dC'al with in its plan for this route. 

Commuter Service 

Extensive commuter serv1c(~ is pnformed by regional 
carriers in Boston, New York. Philadelphia and Chicago 
(Table 19). Local commuter S<'rviccs arc opcrall'd 011 

all hut MO miles of tlw ,'J.60-rnilt' Boston-Washington 
route ( all Penn Central trackage). Tlwn· an· also smaller 
commuter ~Prvicc opNations in tht' \Vashington, Pitts­
burgh, Detroit, and Clcvt•land ar<'as. In all the high 
use areas, commuter scrvict~ has alrt'ady been supported by 
local authorities in the form of O(H'rating subsidies, fa. 
cility acquisition and capital grants. Sc'gmcnts of the 
right-of-way arc owned or l1~ascd hy p11hli1: agencies in the 
New York and Boston areas. 



TABLE 18.-AMTRAK SERVICES IN NORTHEAST 
CORRIDOR 

(Including Present Feeder Service) 

(First Nine Months of 1973) 

Eno-Points Railroad 
Route 

Daily 1 

Round-
Mileage trips 

Average2 

Daily 
Rider­
ship 

Boston-\Vash. ___ Penn Central 457 
New York-Wash. Penn Central 225 
New Haven-

Washington ____ Penn Central 300 
Springfield-

Washington ____ Penn Central 361 
New York-Bos. __ Penn Central 232 
Phila.-Boston ___ Penn Central 322 
Phila.-New York Penn Central 90 
New Haven-

Hartford _______ Penn Central 37 
New Haven-

Springfield _____ Penn Central 62 

Total-Northeast Corridor ________ _ 
Region Total (including other 

than Northeast Corridor) _______ _ 

8 
17 

1 
2 
2 

10 

7,030 
6,700 

530 

755 
560 
985 

9,675 

3 265 

4 210 

48 26, 710 

80.5 37,083 

1 Represents number of roundtrips offered for December' 
1973. 

2 Represents total number of passengers served by trains 
operating between noted end-points. 

Data Source: Monthly Amtrak financial reports, first nine 
month, 1973. 

TABLE 19.-RAILROAD COMMUTER SERVICE IN THE 
REGION 

(1973) 

Area and Route Weck-
Local Gov't. Mile- day 
Authority 1 Railroad age 2 Trips 3 

Boston 

MBTA ________ Boston and Maine _____ 157 20,000 
MBTA ________ Penn Central _________ 43 2,600 
META ________ Penn Central _________ 44 12,000 

TotaL ____________________ 244 34,600 

New York 

MTA __________ Long Island Railroad __ 355 245,000 
N.J. DOT ______ Central of New Jersey_ 50 15,600 
N.J. DOT/MTA Erie-Lackawanna ______ 217 72,000 MTA __________ Penn Central _________ 150 76,000 
N.J. DOT_ _____ Penn Central _________ 58 40,600 
N.J. DOT ______ New York & Long 57 23,000 

Branch 
MTA/CTA _____ Penn Central _________ 135 59,000 
MTA __________ Staten Island Rapid 14 18,000 

Transit 
N.J. DOT ______ Reading ______________ 85 400 

Total ____________________________ 
1, 121 549,600 
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TABI,F, 19.-RAILROAD COMMUTF,H, SERVICE IN THE 
H,J,;G TON-~Continued 

Area and 
Local Gov't. 
Authority 1 

Phila<lelphia 

(197a) 

Railroad 

SEPTA ______ . _ Penn C<!n(,ral. _______ _ 
8EPTA ________ Reading. . ________ _ 
N.J. DOT _____ l'ennsylvanin-lleading 

Total. 

Washington 

Total__ 

Pittsburgh 

Total_ ___ _ 

Detroit, 

Seashore Lines 

Poun Cent.ml 
Chcssir! ____ _ 

ChcsRie ___ _ 
Penn Central 

Grand Trunk Wostorn 
Penn Central._ 

TotaL _____ . _ . _ . _ _ .. _ 

Clevclan<l 

TotaL ___ _ 

Chicago 4 _ _ _ _ _ _ _ _ _ Burlington N orthcrn __ _ 
Illinois Ccntml Gulf_ 
Milwaukee Road____ _ 
Norfolk & Western __ 
Chicago & North 

Western 
Penn Central . 
Rock Island .. 
South Shore_ .. 

Regional Total .. _ .. _ .. __ . 

Route 
Mile-
age 2 

11!) 
2Q.1 
lJ G 

43!) 

40 
86 

126 

18 
:n 

4() 

2(i 
36 

62 

6(i 

6{i 

38 
75 

110 
23 

145 

·13 
52 
90 

576 
2,683 

Week-
day 

Trips 3 

67,000 
46,000 

,500 

113,500 

900 
2,700 

3,600 

l, 000 
400 

1,400 

2,000 
200 

2,200 

300 

300 

43,000 
60,000 
29,500 

l, 600 
85,000 

1,200 
26,000 
10,600 

256,900 
!)62, 100 

1 MBT A-Massachusetts Bay Transportation Authority, 
MT A-Metropolitan Transportation Authority (State of N cw 
York), N.J. DOT-New Jersey Department of Transportation, 
CTA-Connecticut Transportation Authority, 8EPTA­
Southeast Pennsylvania Transportation Authority. 

2 Total route mileage may include some duplication. 
3 Total passenger trips per day, any direction. 
4 Several railroads which provide commuter service in the 

Chicago area participate in suburban mass transit districts 
which permit them to receive matching public funds for 
capital purchases for this service. These railroads arc the 
Burlington Northern, Illinois Central Gulf and Milwaukee 
Road. 

Data Source: Urban Mass Transportation Administration, 
Office of Capital Assistance; Chicago area Transportation 
Study. 
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Association Plan 

Improvements to the rail network in the region should 
result in a direct benefit to passenger services where im­
provements in track and signals occur on thosP facilities 
which carry both freight and passenger services. 

However, because of the concentration of passenger 
operations in the region, we believe that passenger service 
requirements at both the local and intercity lev<>ls 
must be afforded special consideration in the formulation 
of the Final System Plan. In most cases the routes 
now utilized for passenger services are heavy freight routes 
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and will likely continue as such. The Department recog­
nizes that Amtrak may wish to rnak1: changl's in s1:rvicc 
on segments of JlffSCnt pass<'ng1·r roult•s as a result of the 
final plan. Such C'ha11g1·s should Ii<' limited in their impact 
to intermediate points 011 Arnt rak's systtim. The major 
end-point cities should not lw affcct1·d. 

The Association must devolt• sp1·c:ial attention to the 
current and projected n·quin·rn1·11ls o[ commutn and 
intercity pass1·ngn scrvin·. Tlw Final System Plan must 
insure that thcr<' will he 110 diminution of service quality 
and that appropriate priority status is giv1~n lo pasiwngcr 
train movements, particularly in the Northeast Corridor. 



Code 

AA 
AY 
BA 
BL 
BM 
BN 
BO 
CE 
Cl\I 
co 
CP 
CV 
DII 
DM 
DS 
DT 
EL 
EJ 
GT 
IC 
JC 
Lll 
LI 

TABLE 20.-LIRT OF RAILROAD NA:V[ES AND ABBIU:VfATIONS !JNEI> fN Till:-\ IU•;l'ORT 

Railroad Name 

Ann Arbor Railroad Company 
The Akron, Canton & Youngstown Railroad Company 
Bangor and Aroostook Railroad Compauy 
BPsSPmcr & Lake Eric Hailroad Company 
Boston & l\1ainc Corportation 
Burlington Northern 
The Baltimon• and Ohio Railroad Company 
Chicago & Eastern Illinois Hailroad 
Chicago, i\Iilwaukce, St. Paul & Pacific Railroad 
The Chesapeake and Ohio Railway Company 
Canadian Pacific 
Central Vermont Hailway, Incorporated 
Dclnware and Hudson Railway Company 
Detroit and Mackinac Hailway Company 
Detroit aml Toledo Shon• Line Railroad Company 
Detroit, TolPdo and -Ironlon Railroad Company 
Erie Lackawanna Railway 
Elgin, .Joliet and East<·rn Haihrny Company 
Grnnd Trunk WestPrll Railroad 
Illinois Central Gulf Hailroad 
The C<~ntral Railroad Company of N<·w .Jcrs<·y 
The Lehigh and lludson Hivc•r Railway Company 
The Long bland Railroad 
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Code 

LN 
LS 
LV 
'.WC 
M(; 
MP 
NO 
NW 
PC 
PL 
PR 
PW 
RF 

lW 
JU 
SC 
SF 
SL 
NO 
TW 
VT 
WM 

lfoilrocul N arne 

Louisvill<, anrl Nash ville n.ailroad 
Lake Stqwrior & JsllJWlllinµ; H.ailroad Cornpany 
Lehigh Valli,y Hailroacl 
Maine CPntrnl Railroad Company 
Monongahela lt:Lilway 
Missouri Pncific H.ailroad Company 
Chicaµ;o a11rl Nori h \V,·st.,•rn Trnnsportatio11 Corupan~· 
Norfolk and \V<,sL,•rn Hailwny Con1p:rny 
P,•1111 CC'ntral 'l'ransporL:ll,ion Company 
Pittsburgh & Lalrn l•:ric Bailroad 
Pm111sylva11in- lt,•:uling S,•nslwn, I ,i1u,s 
l'rovidenc,· and Worc<'st.<•r Company 
Riol11no11d, Fn·d<,rickslrnrg :rnd Poton1:w Railroad 

Co111p:wy 
H.<•adi11g Company 
Chicago, ]tock l,,land and l'aeific H.nilro:ul Company 
i:·kalionrd Coast I ,ini, lhilroad 
The Atchison, ToJH'ka and :-{a11La l<'i, ltailway Co1r1pm1y 
800 Liu,• ltailroad ( !0111p:t11.v 
8ouLlwrn l{rdlway Company 
To!r,do, 1'1•oria & W<•st,i,rn ltailroarl Corupany 
Tlw Y<'rr11011L l{.ailway fncorporaL,,d 
Western Maryland !tail way 
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