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INTRODUCTION 

The Regional Rail Reorganization Act of 1973 (Public 
Law 93-236; 45 U.S.C. Section 701 and following) (the 
" Act") , which established the Rail Services Planning Of­
fice at the Interstate Commerce Commission, is aimed at 
improving rail service through the restructuring of bank­
rupt railroads in the midwest and northeast. In enumer­
ating the duties of the Rail Services Planning Office, Con­
gress listed as its first responsibility that it should "study 
and evaluate" the Secretary of Transportation's report 
on rail services in the region and that it should "solicit, 
study and evaluate the views" of interested persons and 
in doing so hold public hearings. 

Pursuant to the congressional directive, the Rail Serv­
ices Planning Office issued its report on May 2, 1974, 
entitled "Evaluation of the Secretary of Transportation's 
Rail Services Report".1 This evaluation was based in part 
on testimony introduced at 17 public hearings held dur­
ing March and on written submissions received prior to 
March 28, a deadline imposed in order to meet the May 
2 publication date. This time constraint did not permit 
the distillation and summarization in the May 2 Report 
of all the material that had been submitted up to that 
time. Much additional information was supplied at hear­
ings held after May 2, and in written submissions filed 
after the original March 28 cutoff date. 

Over 3,800 persons testified at the 32 hearings which 
the Office held between March 4 and July 11 . The record 
of the public's participation amounts to nearly 50,000 
pages, including hearing transcripts, exhibits, and state­
ments sent directly to Washington independently of any 
hearing. 

This report is a restatement in condensed form of all 
the material submitted . Because it was physically impos­
sible, as well as impractical , to summarize every item in­
dividually, we have chosen to mention those that are 
most representative of the sentiments expressed and to 
restate the others in general terms. For the same reasons, 
it was impossible to check the validity of all of the data. 

1 The Secretary of Transportation's report, " Rail Service in the 
Midwest and Northeast Region'', is referred to herein as the 
" DOT Report", and " DOT" refers to the United States Depart­
ment of Transportation unless the context requires some other 
meaning. 
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This report is being prepared and released in three sec­
tions. Volume I covers the six New England States; 
Volume II covers the Mid-Atlantic States-New York, 
Pennsylvania, New Jersey, Maryland, Delaware, Vir­
ginia, West Virginia, and the District of Columbia; and 
Volume III covers the Midwestern States- Ohio, Michi­
gan, Indiana, and lllinois. Volume IT also includes under 
the District of Columbia a summary of the information 
submitted by Federal agencies and national associations 
and testimony of a general nature concerning rail pas­
senger service. Volume JU includes testimony related to 
portions of the United States not located within the 
Northeast and Midwest Region as defined in the Act. 

As drafts of each state were completed, they were for­
warded to the U.S. Railway Association for its use in 
the preparation of the preliminary system plan . In most 
instances the Association received the data contained in 
this report several weeks prior to the actual publication. 

Lists of those who testified in person or who submitted 
written statements will be found in appendices at the end 
of each volume, aggregated by state. 

The method we employed to present the material 
treats each of the 17 states as individual entities, and 
they appear in this report in the same order as they ap­
peared in the DOT Report. Data intrinsic to an indi­
vidual state is then subdivided, first by the zones used 
in the DOT Report, and then by individual railroad lines 
within those zones. We have employed this approach 
purely for convenience in organizing the materi al, and 
it should not be construed as an endorsement of the zone 
concept as developed by the U.S. Department of Trans­
portation. It shou ld also be noted that, while the presen­
tation will remain essentially the same for each of the 17 
states, variations will be found because of a state's par­
ticular situation or the extensiveness of the response from 
interests or persons in the state. 

All the source documents for this report are in the 
docket in Ex Parte No. 293 (Sub-No. I ) , Review of the 
Secretary of Transportation's Rail Services Report, and 
are reviewable at the Commission's main office at 12th 
and Constitution Avenue, N .W., and at the Rail Services 
Planning Office, 1900 L Street, N.W., Washington, D.C. 



OHIO 

Ohio, popularly known as the "Buckeye State", is 
located in the midst of the nation's industrial heartland. 
Although it is pre-eminently a manufacturing state, Ohio 
also ranks as a national leader in mining and usually 
ranks among the first ten states in the total value of 
its agricultural products. The coal, lumber, rubber, iron 
and steel industries are vital to both the nation and 
Ohio's economy, but it is agriculture that is Ohio's most 
important employer. Fifty-three percent of Ohio's work­
ing population is employed in various agri-business 
enterprises.' 

The great manufacturing centers of Ohio are located 
in Akron, Canton, Cincinnati, Cleveland, Columbus, 
Dayton, Springfield, Toledo and Youngstown. 

The 1970 census showed Ohio with a population of 
I 0,652,017, ranking sixth among the states. Of this 
total population, 75 .3 percent resided in urban areas 
and 24.7 percent resided in rural areas. 

Rail service is vital not only for the transportation 
of Ohio's products to market, but also because of Ohio's 
geographic location-Ohio serves as an essential bridge 
state for freight traffic traveling between the Middle At­
lantic states and the Midwest. Railroads operating in 
the state as of December 31, 1971 were : 

Class I 

Akron, Canton & Youngstown 
AC&Y 

Ann Arbor AA 
Bessemer & Lake Erie B&LE 
C&O/B&O 
Cincinnati, New Orleans & 

Texas Pacific CNO&TP 
Detroit & Toledo Shore Line 

D&T 

Class II 

Lorain & West Virginia 
Mahoning Coal 
Midway 

Detroit , Toledo & Ironton 
DT&I 

Erie Lackawanna EL 
Louisville & Nashville L&N 
Norfolk & Western N&W 
Penn Central PC 
Pittsburgh & Lake Erie P&LE 

Toledo, Angola & Western 
Youngstown & Southern 

1 Because of its agricultural orientation Ohio relies heavily upon 
its commercial storage capacity, which ranks 9th nationally. Gov­
ernor John J. Gilligan reported that 60 percent of Ohio's grain 
warehouses would be forced ou t of business immediately if the 
DOT's proposed restructuring were accepted. The Ohio Depart­
ment of Agricu lture reported that 794 of the 985 dealers licensed 
to buy and move grain commercially in Ohio would lose rail 
service under the DOT recommendations. Lansing Grain Co., 
located in Toledo, reported that DOT's proposal would result in 
a yearly loss to Ohio farmers of $8.55 million. 
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Switching and Terminal Companies 

Akron & Barberton Belt Fairport, Painesville & Eastern 
Atchison Bridge Lake Erie & Eastern 
Cincinnati Union Terminal Lake Terminal 
Cleveland Union Terminals Lakefront Dock & Railroad 
Covington & Cincinnati Ele- Terminal 

vated RR. & Transfer & Newburgh & South Shore 
Bridge Co. River Terminal 

Cuyahoga Valley Toledo Terminal 
Dayton Union Youngstown & Northern 

The DOT Report divided the state of Ohio into 
24 zones (Figure 1) : Lorain (Zone 91); Ashtabula 
(Zone 92); Youngstown (Zone 93); Cleveland (Zone 
94) ; Akron (Zone 95); Canton (Zone 96); Dover 
(Zone 97); Steubenville (Zone 98); Wheeling, West 
Virginia (Zone 99); Sandusky (Zone 100); Mansfield 
(Zone IO I ) ; Zanesville (Zone 102); Columbus (Zone 
103) ; Athens (Zone 104); Portsmouth (Zone 105); 
Cincinnati (Zone 106); Hamilton-Middletown (Zone 
107); Dayton (Zone 108); Springfield (Zone 109); 
Bellefontaine (Zone 110) ; Lima (Zone 111) ; Marion 
(Zone 112) ; Toledo (Zone 113) ; and Defiance (Zone 
114) . 

The DOT Report classified 32 percent of the state's 
total rail mileage potentially excess (Figure 1), and 
only 26 percent of Ohio's stations were recommended 
for local rail service. In 1972, Ohio rail users generated 
approximately 3.98 million carloads of freight, the sec­
ond highest in the region . Despite the Department of 
Transportation's calculations that only four percent of 
Ohio's traffic or roughly 142,000 carloads would be 

lost under its proposed rail restructuring, the Mont­
gomery County Commissioners pointed out that the 
impact will be much greater than the mere initial loss 
of an estimated 142,000 carloads. The Commissioners 
stated that the first reduction in rail lines would unleash 
a "domino effect" whereby the initial carload loss ulti­
mately triggers another set of abandonments, which in 
turn sets up the potential for further abandonments, 
etcetera. 

Ohio submissions discussed in detail the results which 
might flow from implementation of the DOT proposals. 
These possible results included: potential agricultural, 
industrial and retail business curtailments, relocations or 
shutdowns; exacerbation of existing unemployment prob-



OHIO 

ZONE LOCATOR MAP 

Figure 1 
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Zone 91 Lorain 
Zone 92 Ash1abula 
Zone 93 Youngstown 
Zone 94 Cleveland 
Zone 95 Akron 
Zone 96 Canion 
Zone 97 Dover 
Zone 98 Stoubenv1llo 
Zono 99 Wheehng 
Zone 100 Sandusky 
Zone 101 Mansllold 
Zone 102 Zanesville 
Zone 103 Columbus 
Zone 104 Al hons 
Zone 105 Portsmoulh 
Zone 106 Cinc1nna11 
Zone 107 Hamilton Mlddlotown 
Zone 108 Dayton 
Zone 109 Spungllold 
Zone 11 O Bellefontaine 
Zone 111 Uma 
Zone 112 Marion 
Zone 113 Toledo 
Zone 114 Oeltanco 
Zone 200 HunUngton w Va 

HEAVY LINES INDICATE TRACK 
DESIGNATED POTENTIALLY EXCESS BY 
THEUS DEPARTMENT OF TRANSPORTATION 



lems; income and tax revenue losses;2 loss of competi­
tive positions and industrial markets; increased trans­
portation costs; increased energy consumption; increased 
highway building and maintenance costs; loss of capital 
investments; cost of altering dock facilit ies; community 
growth retardation; disruption of present traffic patterns; 
decreased food supply; decreased land values; increased 
shipping times; increased welfare cost; increased traffic 
congestion on remaining rail lines; increased consumer 
prices; increased population density in metropolitan 
areas; and environmental degradation-land use, air 
quality, noise levels, and traffic congestion. 

ZONE 91 

Potentially Excess Lines 

The DOT Report designated the following two sec­
tions of the line within Zone 91 potentially excess : 

( I ) The PC line from Elyria through Clyde (Zone 
100) to Toledo (Zone 113) with spur lines in 
Zone I 00 from Fremont to Erlin and from 
Fremont to Davidson. 

(2) The N&W line from Lorain to Wellington. 

(3) The A Y line through Huntington and Bakus 
in the southernmost section of the line (dis­
cussed in Zone 9 5) . 

PC: Elyria to Toledo 

The Elyria to Toledo line is operated by the Penn 
Central and serves the cities of Elyria, Oberlin, and Kip­
ton in Zone 91; Collins, Norwalk, Monroeville, Clyde, 
Fremont, Elmore, and Genoa in Zone 100; and Toledo 
in Zone 113. That portion of the line between Norwalk 
and Fremont in Zone I 00 is jointly operated by the 
Penn Central and the Norfolk and Western. The fol­
lowing two segments of the total line were designated 
potentially excess by the DOT: (I) between Elyria 
(Zone 91) and Norwalk (Zone I 00) and (2) between 
Fremont (Zone I 00) and Lindsey (Zone 100) .8 

Opposition to the abandonment of this line focused 
on increased transportation costs, plant closures, and 
the loss of capital investments which would resul t from 
loss of service. Table I contains a traffic profi le of the 
line. 

The Northeast Ohio Areawide Coordinating Agency 
(NOACA) reported that abandonment of this line 

2 While Ohio ranks third in the amoun t of tax revenues collected 
from railroads, according to Governor Gilligan , the state and 
local governments have lost $6 and $37 million, respectively, as 
a result of the Erie Lackawanna and Penn Cent ra l bankruptcies. 

a T he DOTs March I , 1974 additions and corrections supple­
ment indicated that the PC li ne from Genoa (Zone 100) to 
L indsey (Zone 100) should not be shown as potent ially excess. 
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would hamper projected industrial development in Ober­
lin where from 100-200 acres of land located in an 
indust rial park and additional acreage outside of the 
pa rk have been zoned for industrial development. 
NOACA also reported that the Kipton Elevator Asso­
ciation ships only one-third of its total grain by rail 
because the PC cannot supply it with enough rail cars. 
Kip ton is building a small holding plant in Wellington 
in order to be able to use the N&W in the event the 
PC is abandoned. 

Table 1: Traffic Profile: Elyria to Toledo 

Estimated carloads 
Rail user Commodity /972 1973 Projected 

Heinz, OJA 800 
Kipton Elevator 

Association Grain 50-70 
Farmer's Elevator Grain 27 
Suncraft of California Lumber 
Woodall Industries Plastic 

compression 
moldings 303 401 500 

Rural Service Inc. Grain, fertilizer 
(Fremont) 
(Clyde) 

Farmer's Mercantile Grain, coal, 
Elevator Co.l lumber 246 

Firelands Elevator 
Assn. Grain 100 70 

Bellevue Farmers 
Coop. Assn. Grain 238 2 218 2 

Central Soya 2,790 
Thompson Industries 

Co. Styrofoam cups 500 
Union Carbide 

Corporation Chemicals 

1 Farmer's Mercantile Elevator Company, located in Lindsey, 
reported that between 3,500 and 4,000 carloads pass through 
Fremont (Zone 100) yearly. 
2 The carload figures supplied by the Bellevue Farmers Coop 
Association are for the fiscal periods July I, 197 1 to June 30, 
1972 and July I, 1972 to June 30, 1973. 

If rail service were eliminated, Fireland's Elevator 
Association, located in Norwalk, esti mated that the cost 
of moving its grain shipments by motor transportation 
wou ld increase by more than fi ve cents per bushel. 

T hompson Industries, Inc. located in Monroeville, 
stated that if rail service were eliminated between Nor­
walk and Bellevue the firm would be forced to close 
its plant. Thompson Industries expects to complete a 
plant expansion program in 1974, thereby rais ing its 
total investment to $3 mil lion. 

Rural Serv, Inc., located in Clyde, operates a 475 ,000 
bushel gra in storage facility. Rural Serv reported that 
during the peak harvest season it handles upwards of 
50,000 bushels of grain per day. Jt is virtually impossiblr 
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to inspect, load and ship such qu11ntities of grain by 
any other transport mode than rail. 

A number of submissions to the RSPO expressed 
shippers' dissatisfaction with Penn Central's car short­
ages. Farmer's Mercantile Elevator Company stated that 
it has had to wait three to four months to receive ordered 
cars. Similar difficulties were reported by Fireland 
Elevator Association and Farmer's Elevator. 

The 6 mile spur from Fremont to Er/in is operated 
by the Norfolk and Western. However, according to 
the testimony of the Ohio Power Company, this line 
actually extends northeastward all the way to Sandusky, 
Ohio. Rail users located on this line who offered infor­
mation to the RSPO were: Ohio Power Company; 
Rural Serv, Inc.; and Ohio Liquid Disposal, Inc., which 
generated 150 carloads of liquid industrial waste dur­
ing the past 18. months. 

Ohio Power Company stated that it has purchased 
a plant site in the Sandusky Bay area and plans to 
ultimate1y utilize this spur to receive shipments of coal 
and generator motors that individually weigh in excess 
of 200,000 pounds and are over 40 feet long. 

Rural Serv, Inc. , located in Erlin, reported that it 
had been contemplating building an anhydrous system on 
this line but because of the tank car shortage it shifted 
to an anhydrous truck storage system instead. Rural 
Serv also stated that it recently closed down its 20,000 
~on grain storage facility. 

The need for the continuation of rail service over this 
line was also voiced by the Ohio Liquid Disposal 
Corporation. This company presently accumulates liquid 
industrial wastes from local businesses and transports 

• them to Erlin where they are disposed of in an eco­
logically sound manner. Ohio Liquid Disposal stated 
tha~ in order for area rivers and lakes to be either kept 
free from pollution or eventually returned to an unpol­
luted state, wastes must be disposed of in such an 
economical and ecological manner. Elimination of this 
spur would thwart these efforts. 

The spur from Fremont to Davidson is operated by 
the Norfolk and Western and serves only those two 
cities. The· only rail user located on this line who of­
fered information to the RSPO was Rural Serv, Inc., 
located in Davidson, which generated 41 carloads of 
fertilizer and grain in I 972, and 105 carloads of the 
same materials in 1973. Rural Serv, which added a 
155,000 bushel storage facility in 1973, is planning 
an additional $189,000 expansion of its Davidson fa­
cilities in 1974. Loss of rail service it is claimed 
would substantially increase transporta;ion costs to Jo~ 
cal farmers thereby reducing their income. Rural Serv 
also expressed dissatisfaction with rail car shortages 
which cost the company in 1973 over $60,000 in in­
terest charges, re-drying and re-handling expenses. 
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N&W: Lorain to Wellington 

The 28.4 mile Lorain to Wellington line is operated 
by the Norfolk and Western and serves the cities of 
Lorain, South Lorain, Quarry Junction, Pitts, and Well­
ington. Carter Lumber Company located in Sheffield 
Village voiced its interest in the line. The Northeast 
Ohio Areawide Coordinating Agency stated that the 
line has not been used in a number of years and recom­
mended that the line be abandoned . The Ohio Depart­
ment of Transportation felt that the stations at Well­
ington and Amherst, which it claimed annually generate 
606 and 323 carloads, respectively, should continue to 
receive rail service since stations in neighboring zones 
which are generating fewer carloads have been recom­
mended for continued rail service by the DOT. 

Lines Not Designated Potentially Excess 

Evidence from rail users located on lines in Zone 91 
which were not designated potentially excess by the 
DOT was also received. Table 2 contains a list of busi­
nesses which submitted data to the RSPO. 

Table 2: Traffic Profile: Zone 91 Viable Lines 

Rail usu 

Black River Lumber 
and Supply Co. 

Lorain House Lumber 
Koehring Co. 
U.S. Steel Corp. 
Nelson Stud Welding 
Ohio Edison Co. 
Amherst Lumber Co. 

Cir, 

Lorain 
Lorain 
Lorain 
Lorain 
Lorain 
Lorain 
Amherst 

Estimated carloads 
1972 1973 Projected 

38 40 

ZONE 92 

Potentially Excess Lines 

The following line was designated potentially excess 
by the DOT in Zone 92: 

( J ) The PC line from Ashtabula to Jamestown, 
Pennsylvania (Zone 75) . 

PC: Astabula to Jamestown, Pennsylvania 

This line extends southeast from Dorset Junction 
through Mann and Andover to Jamestown Pennsyl-
vania (Zone 75). ' 

Evidence in support of continued service over the 
line was received from the Eastgate Development and 
Transportation Agency which stated that four trains per 
da~ varying in length from 40 to 150 cars and carrying 
mainly coal from western Pennsylvania to Ashtabula 
H~r~or move over the line. The County Planning Com­
m1ssmn of Ashtabula County recommended retention 
of the line, not only because of the coal movements but 
also because of: the high volume of iron ore moving 



to the Lake Erie port; national defense reasons; and 
the need for an alternate rail route in the event of 
track blockage. The Commission also st ressed that a 
number of new industrial parks are being developed 
along this rail line particularly around the Andover area. 

Rail users located on this line who offered informa­
tion to the RSPO were: Rockwell International Auto­
motive Group, which generated 720 carloads in 1973 ; 
and Central Chemical Corporation, which generated 
103 carloads of nitrogen, phosphates and potash in fiscal 
1973. The Central Chemical Corporation, located at 
Andover, provides fertilizer materi als to over 450 farm­
ers in the Ohio Counties of Ashtabula, Geauga, Lake 
Portage and Trumbull and in the Pennsylvania Counties 
of Crawford, Erie and Mercer. The firm's Andover plant 
receives potash from Saskatchewan, Canada and New 
Mexico; phosphate from Florida, Louisiana and North 
Carolina; and nitrogen from Delaware, Pennsylvania, 
and Ontario, Canada. Central Chemical stated that the 
distance factor associated with moving these raw mate­
rials precludes the economic use of motor carriers as 
an alternative mode of transport. 

Rockwell International , which operates a plant in 
Ashtabula, testified that the Penn Central line provides 
a direct route, which would otherwise not be available, 
to itl> customers located south and southeast of Ash­
tabula. 

Lines Not Designated Potentially Excess 

Not all of the evidence received by the RSPO was 
directed toward lines labeled potentially excess in Zone 
92. For example, the Goodyear Tire and Rubber Com­
pany submitted a statement for its subsidiary the Geneva 
Metal Wheel Company, which is located along the line 
at Geneva. The city of Geneva, although located on 
a viable rail line, was not recommended for local service 
by the DOT. Even though Goodyear conceded that rail 
usage of the spur serving this plant is sporadic, it stated 
that rail service is necessary for the continued operation 
of the enti re distribution and warehousing system estab­
lished by the Geneva Metal Wheel Company. Oppo­
sition to the possible elimination of local rail service at 
Kingsville, on the line, was expressed by the Busy Beaver 
Building Center. Busy Beaver generated 25 and 34 car­
loads of wood products in 1972 and 1973, respectively. 
The firm anticipates a need for 42 rail cars in 1974. 
Concern for continued Penn Central service was also 
expressed by Inland Container Corporation. Inland's 
plant at Ashtabula generated 705 carloads of containers 
in 1973 and expects to increase its rail use to 904 car­
loads by 1976. 

The Mahoning Coal Railroad Company, a Penn Cen­
tral subsidiary, stressed the need for continued opera­
tion of the line from Ashtabula to Youngstown via 
Dorset because this line provides the most direct (58.1 
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miles vs. 59.8 miles) and the fastest (50 mph vs. 30 
mph ) rail route between these two points. The Mahon­
ing Railroad hauled 172,539 and 167,409 carloads of 
coal and iron ore along this line in 1972 and 1973, 
respectively. 

ZONE 93 

Potentially Excess Lines 

The DOT Report designated the following two seg­
ments of line within Zone 93 potentially excess : 

( 1) The C&O/ B&O line from Warren to Paines­
ville in Zone 94. 

(2) The EL line from Niles south through Green­
ford to Lisbon in Zone 97. 

According to the DOT's March I, 1974 additions 
and corrections supplement, Struthers, which was shown 
on the DOT map as being located on the line south 
of Youngstown, should be on the PC line between 
Lowellville and Haselton and Goodman should be added 
to the list of "points recommended for local service." 

The following technical errors in the February I st 
Report for Zone 93 were noted by the Ohio Depart­
ment of Transportation and Rockwell International: 

( l) The DOT Report did not note that the PC 
provides daily switching service at Newton 
Falls. 

(2) The stations of Sebring and Wardwell, points 
recommended for rail service, were not shown 
on the DOT zone map. 

(3) Goodman which generates 36,399 ca rloads 
annually, was shaded blue on the DOT zone 
map but was not listed in DOT's table of 
"Points Recommended for Local Rail Service". 

(4) In view of the fact that Wardwell, which gen­
erates 268 carloads, was recommended for 
local rail service, the Ohio DOT stated that 
Phalanx , which generates 384 carloads annu­
ally; and Cortland, which generates 308 car­
loads annually; should likewise have been 
recommended for local rail service. 

(5) Canfield, which generates 306 carloads annu­
ally, is located on rail lines recommended fo r 
abandonment; the Ohio DOT believed that 
rail service for Canfield should be reeval uated 
before the final system plan is implemented. 

C&O/B&O : Warren to Painesville 

The C&O/ B&O Lake branch serves Warren, State 
Road, and West Farmington in Zone 93 and Middle­
field, Burton, East Claridon, Chardon, Concord and 
Painesville in Zone 94. 



Concern was expresed over the potential abandon­
ment of this line primarily because of increased trans­
ponation costs and the loss of tax revenue. Geauga 
County reported that it would lose approximately $35.4 
thousand in taxes if this line were abandoned. Table 3 
contains a traffic profile of the line. 

Table 3: Traffic Profile: Warren to Painesville 

Rail user 

Hambden Building 
Products Co. 

Chardon Lumber Co. 
Landmarl. Store 
Johnson Rubber Co. 
Geauga Industries 
Burton Rubber 

Proce,sing, Inc. 
Snap Out Forms 
Fritinger Feed Stores 
Fritinger Lumber, T nc. 
Mamaw 1-'eed Mills 
Mamaw Lumber Co. 
Middlefield Hardware 
Ball and Rubber 

Plastics 
Normandy Products 

Co. 
W. C Best, Inc. 
Painesville Municipal 

Light Co. 
Diamond Shamrock 

Chemical Co. 
Exxon Chemical Co. 

USA 
Universal PVC Resins, 

Inc . 
Marl.le Lumber Dis­

tributors, Inc. 

Estimated carloads 
Commodity 1972 /973 Projected 

Wood products 
Lumber 
Grain 

Rubber 

Grain 
Lumber 
Grain 
Lumber 

Pla~tics 

Sand , gravel 
Sand, gravel 

Coal 

Coal 6, 100 2 

Lumber 

48 
72 
36 
96 

600 

144 
60 

240 
180 
144 
180 
120 

360 

1,200 

6, 1002 

2,800 

120 

6,100 2 

1 The Pai nesville Municipal Light Company generated 20,875 
tons of freight fo r the C&O/ B&O in 1972 and 14,935 tons in 
I 973, and projects that it will generate 56,750 ton\ of freight 
by 1980. 

2 Terminating ca rloads. 

The Painesville Municipal Light Co. reported that it 
has 38 million watt transformers which serve an area 
containing 40,000 people. Any increase in the company's 
transportation costs resulting from switch over from rail 
to motor transportation would ultimately have to be 
borne by its consumers. 

Additional tonnage along this line is expected in the 
fut~re . from the Burto~ Rubber Processing Company, 
which 1s expected to build a new plant in Tennessee and 
ship materials into Ohio, and from two new industrial 
parks being built in Chardon and Middlefield. 

EL: Niles to Lisbon 

The EL Niles to Lisbon line serves Niles, Ohlton , 
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West Austintown, Canfield, Marquis and Greenford in 
Zone 93 and Washingtonville, Leetonia , and Lisbon in 
Zone 97. Only that portion of the line between West 
Austintown and the Zone 93 boundary (just north of 
Washingtonville) was declared potentially excess by the 
DOT. Table 4 contains a traffic profile of the line. 

The major potential impacts resulting from the pro­
posed abandonment according to the evidence sub­
mitted 10 the RSPO were : the loss of capital investment; 
unemployment; increased transportation costs; and the 
loss of competitive positions. 

The Lisbon Area Chamber of Commerce listed the 
following reasons why rail sen ice along the line should 

be preserved : 

( l ) Without the line Lisbon shippers would have 
to switch cars with the PC at Leetonia ; with 
the Youngstown and Southern at Columbiana; 
and with other rail lines at Youngstown in 
order to have EL make the ultimate delivery. 

(2) Local switching faci lities are completely in­
adequate and would have to be constructed 
at a heavy cost. 

(3) Additional switching would create service 
delays. 

( 4) Tremendous quantities of coal being shipped 
from Lisbon via the Erie Lackawanna. 

(5) The distance from Lisbon to Niles is so short 
th at the proposed rai l service elimination bor­
ders on the ridiculous. 

Table 4: Traffic Profile : Niles to Lisbon 

Estimated carloads 
Rail user 1 Commodity 1972 1973 Projected 

Perfection in Carbide 
Bu~y Beaver Building 

Centers, Inc. Wood 
products 35 40 41 

AFC Corporation Clay, tile 262 
Landmark, Inc. Grain 30 40 80 
Pittsburgh Canfield, 

Inc. Steel 45 48 52 
Tamarl. in Co. 
Strouss Department 

Stores 
Carter lumber Co. Lumber 

t Th L' b e •s on Area Chamber of Commerce reported that 3 I 78 
carloads were genera ted by businesses located in Lisbon du.ring 
1973. 

Dan Lewis of E. J · Lewis Realtors stated that $85 -
000 has already bee · . ' . n appropriated for constructing a 
~ail spur to serve the Western Reserve Industrial Park 
m Wet A . . . s . uS tmtown, which expects to be developed be-
grnnrng rn March, 1974. 

AFC Corporation predicted that, if rail service were 



eliminated, it would be forced to terminate the employ­
ment of 87 people. 

Busy Beaver Building Center estimated that a shift 
to trucking would increase its freight cost by 15 per­
cent. The firm also predicted it would lose its competi­
tive position vis a vis those firms not losing rail service. 

Lines Not Designated Potentially Excess 

Evidence from rail users located on rail lines not desig­
nated potentially excess by the DOT in Zone 93 was 
also received. Table 5 contains a listing of businesses that 
submitted data to the RSPO. 

Table 5: Traffic Profile: Zone 93 Viable Lines 

E.!limated carloads 
Rat/ user City 1972 /973 Projected 

Busy Beaver Building 
Center 

Halliburton Services 
Landmark, Inc. 
Carter Lumber #305 
Wheeling-Pittsburg 

Steel Corp. 
Rockwell International 
Republic Steel 

Cortland 
Cortland 
Cortland 
Cortland 

Warren 
Newton Falls 
Youngstown 
Warren 

124 130 

3,600 

138 
40 

Carter Lumber Company expressed dissatisfaction 
with the Erie Lackawanna Railroad with respect to de­
murrage and spotting problems at its Cortland facilities. 
Inland Wholesale Lumber Company, the purchasing 
agent for 68 retail Carter Lumber outlets, reported that 
the Carter Company received over 4,000 carloads of 
lumber, plywood and related items during 1973. 

ZONE 94 

Potentially Excess Lines 

The DOT Report designated the following lines within 
Zone 94 potentially excess : 

(I) The C&O/ B&O line from Cleveland to Sterl­
ing (Zone 97). 

(2) The C&O/ B&O line from Painesville to War­
ren ( discussed in Zone 93). 

(3) The AC&Y line from Silver Creek to Spencer 
( discussed in Zone 9 5). 

The following technical errors in the February 1 
Report for Zone 94 were noted by the Ohio Depart­
ment of Transportation and the Medina Chamber of 
Commerce: 

( 1) The stat ion at Medina generated 11,064 car­
loads not 2,934 as shown in the DOT Report. 

(2) The stations at Cleveland Pier, Coll ingwood, 
Morton, South B rooklyn, South Park, West 
Park, and Willow are points recommended for 
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rail service but not shown or shaded blue on 
the DOT zone map. 

(3) The Ohio DOT contended that, in view of 
the fact that Fairport Harbor, which generated 
107 carloads in 1972, was recommended for 
local service, Madison , (579 annual carloads), 
Solon (393 annual carloads), and Mentor 
(323 annual carloads) should also have been 
recommended for local rail service. 

( 4) The Ohio DOT believed the proposed aban­
donment of rail service for the following sta­
tions should be reevaluated before the final 
system plan is implemented : Chardon, which 
generates 547 carloads annually; Middlefield , 
which generates 325 carloads annually; 
Strongsville, which generates 54 7 carloads an­
nuall y; and Valley City, which generates 401 
carloads annually. 

C&O/B&O : Cleveland to Sterling 

This line serves Cleveland, Strongsville, Valley City, 
Lester, Chippewa Lake, and Seville in Zone 94 and 
Sterling in Zone 97. Only that portion of the line from 
south of Cleveland to Chippewa Lake was declared po­
tentially excess by the DOT Report. 

Witnesses predicted that abandonment of this line 
would result in business closures, increased unemploy­
ment and anticipated industrial expansion . Traffic data 
from businesses served by the line is contained in 
Table 6. 

The loss of rail service on this line would cause the 
closure of the Kalinich Fence Company and the Weiler 
Wilhelm Lumber Company. The latter firm stated that, 
if it were forced to shut down, it would terminate the 
employment of 25 people. 

Future growth in the area was predicted by the Cuya­
hoga Landmark Corporation, Weiler Wilhelm Lumber, 
Xerox Corporation, and B&O Auto Parts. The Cuya­
hoga Landmark Corporation reported that it is devel­
oping land along the line for industrial purposes which 
will require the use of rail transportation. Weiler Wil­
helm Lumber stated that it has recently constructed a 
new $ I 00,000 warehouse and shop facility which will 
increase its need for rail service. Kalinch Fence Com­
pany reported that B&O Auto Parts plans to construct 
a rail siding along the line. Xerox Corporation reported 
that it has recently begun operations at its regional dis­
tribution center in Strongsville, and, because of ex­
pected increases in rail use, it is contemplating the con­
struction of its own siding, provided service is maintained 
at Strongsville. 

Lines Not Designated Potentially Excess 

Evidence from rail users located on lines not desig-



Table 6: Traffic Profile: Cleveland to Sterling 
Estimated carloads 

Rail user Commodity 1972 1973 Projected 

Temple Lumber Co. Lumber 
)'lational Engineering 

& Contracting Co. 
Slansky's Evergreen 

Nursery 
Minsch Nursery 
Litehouse Pool Prod­

ucts Co., Inc. 
Columbia Cut Stone 

Co. 

6 

4 
5 

5 

7 

B&O Auto Pa[!s 
Gorton Corp. 220 
Mack Industries 26 
Hinchcliff Products Co. Auto parts 64 
Kalinch Fence Co. Lumber 147 
MTD Products, Inc. Metal stampings 

( Parma) 604 
(Valley City) 391 

Xerox Corp. Duplicating and 
copy machines 

Bethlehem Steel Corp. Steel 187 
Glidden Durkee 
Futurmill Corp. 
General Motors Corp. Automobiles 
James Lumber Co. Lumber 75 
Cashway Lumber Mart Lumber 99 
Bob Schmidt Home5 Lumber 50 
Cuyahoga Landmark, 

Inc. qrain 15 
Van Dorn Co. 
Weiler Wilhelm 

Lumber Lumber 118 
Bagley Road Lumber 

Co., Inc. Lumber 
North Olmsted 

Lumber Co. Lumber 
The Lumber Mart Lumber 

8 

5 
6 

3 

7 

260 
33 

106 
177 330 

640 
318 

349 

90 126 
70 
33 

15 
2 26 2 

120 130-150 

1 Xerox Corp. generated I 2,500 tons of freight over the line in 
1973. 

2 The carload figures supplied by Van Dorn Company cover only 
a six months period in 1973. 

Table 7: Traffic Profile: Zone 94 Viable Lines 

Estimated carloads 
Rail user City 1972 1973 Projected 
General Motors Corp. Euclid 4,000 
Republic Steel Corp. Cleveland 
PPG Industries Cleveland 
Carter Lumber Co. Solon 
Van Dorn Company Solon 189 1 

Georgia-Pacific Corp. Berea 535 622 700 
National Lime & 

Stone Co. Medina 
Lodi Lumber Co. Lodi 
Caterpillar Tractor Co. Mentor 98 

1 The carload figures supplied by the Van Dorn Company cover 
only a six month period in 1973. 
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d tenu·any excess by the DOT in Zone 94, such nate po . 
th C&o/ B&O N&W and the PC, was also received. 

as e • . . 
Table 7 contains a list of those busmesses which sub-

mitted data to the RSPO. 

ZONE 95 

Potentially Excess Lines 

The DOT Report , as supplemented and corrected, 
designated the following lines within Zone 95 poten­

tially excess: 

(1) The AC&Y line from Mogadore (Zone 95) 
through Spencer (Zone 94), Huntington 
(Zone 91), Greenwich (Zone 100), and 
Chatfield (Zone 112) to Delphos (Zone 11 I). 

(2) 

(3) 

The Norfolk and Western line running from 
Cleveland (Zone 94) through Mogadore 
(Zone 95) from Canton (Zone 96) to Na­
varre (Zone 96). 

The C&O/ B&O line running from Akron via 
Aultman (Zone 95) through Canton (Zone 
96) to Dover (Zone 97). 

The following technical errors in the February 1st 
Report for Zone 95 were noted by the Ohio DOT. 

( J) Atlas, Barberton Siding, Fairlawn, and South 
Akron were recommended for rail service but 
were not shaded on the DOT Zone map (Fair­
lawn and South Akron were not shown at all). 

(2) Rootstown and Hudson , which generate 479 
and 455 carloads per year, shou ld have been 
recommended for local rail service. 

(3) The decision to cease rail service to Copley, 
which generates 662 carloads per year, should 
be reevaluated before the final rail system plan 
is implemented. 

AC&Y: Mogadore to Delphos 

The 169.3 mile Mogadore to Delphos line is operated 
by the Akron, Canton & Youngstown and serves Moga­
dore, Akron and Copley in Zone 95; Sharon Center, 
Medina and Litchfield in Zone 94; Huntington and 
Bakers in Zone 91; New London , Old Town and Green­
wich in Zone 100; Plymouth in Zone JO 1; New Wash­
ington, Chatfield, Sycamore, and Carey in Zone 112; 
Mount Blanchard, Arlington and Senera in Zone I 00; 
and Buffton, Pandora, Columbus Grove, Vaughnsville, 
Rimer and Delphos in Zone 111. Table 8 contains a 
traffic profile of the line. 

Opposition to the abandonment of this line focused 
on the following: the inability of trucks to handle the 
additional tonnage due to highway system inadequacies 
and to the physical characteristics of certain types of 



Table 8: Traffic Profile: Mogadore to Delphos 

Estimated carloads 
Rail user Commodity 1972 1973 Projected 
Centra l Soya 2,5 )81 
Brown-Graves Co. 
Minnesota M ining & Sulphuric acid 193 2 

Manufacturing 
Genera l T ire & 3,8003 

Rubber Co. 
Firestone Tire & 

Rubber Co. Tires 6,902~ 
Babcock & Wilcox Co. Nuclear reactors 
Buy- Rite Lumber Co. Lumber 
Fairlawn Supply & 

Concrete Co. 3,375 4,654 5,000 
Wickes Lumber Corp. Lumber 78 
National Lime & Stone 

Co. Limestone 5 

E. Helman Co., Div. Polystyrene 
of U.S. Industries plastic 400-450 

Wyandot Dolomite, 
Inc. Limestone 5 

B. F. Goodrich Corp. Tires, chemicals 1,076 
Horning Supply 
B. W. Hellman Co. 
Stoller Warehouse & 

Storage Co. 110-115 
Ashland Chemical Aromatic solvents 120 
Medina Supply Co. 7,403 
Harco Corp. 97 
Bliss & Laughlin Steel 

Co. Steel 500-550 
Permold, Inc. 68 
Famco, Inc. 6 100 
Trumball Asphalt Co. Asphalts 57 
Medina Farm Bureau 

Coop. Coal, ferrilizer 23 
Amoco Chemical Corp. 90 101 
A. I. Root Co. 25 
Bennet! Lumber 40 
Tru-Fit Corp. 
Ruhlin Construction 

Co. Lumber 
Gowe Printing Co. Paper products 160 
Promo11onal Fixtures 
Vistron Corp. 

(Arlington) 
(Plymouth) 
(Syracuse) 

Latex Indust ries 
Cyclonics 
Friction Products Co. Copper 10 
Menasha Corp. 132 
Lloyd A. Fry Roofing 

Co. 282 
James Risser Lumber Lumber 52 
Smith Farm Equipment Farm equipment 15-20 
Sohig ro Fertilizer Fertilizer 40-45 
New Washington 

Equity Co. G rain 15 
The Budd Co. A uto parts 276 
Lykens Farm Supply 

Co. Grain 28 30 125 
Konalrad P roducts, Inc. 92 
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Estimated carloads 
Rail user Commodity 1972 1973 Projected 
Landmark, Inc. Grain, fertilizer 

( Ml. Blanchard) 
(New Washington) 

American Electric 
Power Service Corp. Electricity 

Goodyear Tire & 
Rubber Co. 

6 

• 

1 The carload figures submilled by the Central Soya Company 
represented the total carloads for the AC&Y, the N&W, and the 
PC al Delphos. • 
2 The Minnesota Mining and Manufacturing Company estimated 
that its carload traffic would increase by 30 percent ifl 1974. 
3 The carload figures submitted by General Tire & Rubber Com­
pany represent the total carloads aenerated by its Akron plant 
and its Springfield distribution center. 
4 The carload figures submitted by Firestone Tire & Rubber 
Company represent the total carload~ for the AC&Y, C&O/ 
B&O, and the PC. 
5 National Limestone Company and Wyandot Dolomite Corpora­
tion generated 750,000 and 500,000 tons of limestone. respective­
ly, for the AC&Y in 1973. 
6 The American Electric Power Service Corp. generated 52,000 
tons of coal for the AC&Y in 1973. 

freight, particularly hazardous chemicals; increased 
transportation costs; unemployment ; the loss of com­
petitive positions; increased shipping times; income and 
tax revenue losses; community growth retardation; and 
business closures. 

One of the major concerns expressed over the aban­
donment of this line focused on the increased transporta­
tion costs of those firms able to shift to truck transporta­
tion in the event of rail service terminat ion. Brown­
Graves Company and Buy-R ite Lumber Company re­
ported that conversion to truck transporta tion would 
increase their freight bills by 15 to 20 percent. Bliss and 
Laughlin Steel Company predicted that a switch to mo­
tor carrier would cost $200,000 fo r altera tion of its 
dock facilities; and Permold Corporation stated that its 
transportation costs would double. Konalrad Products, 
Inc. estimated that its freight bill might increase three 
to five times if forced to shift to motor transportation. 
Without carload rates on lu mber, James Risser Lumber 
Company stated that its transpo rtation costs via motor 
carrier would rise substantiall y. 

Without rail service a number of companies stated 
that they would either curtai l or close their operation and 
terminate employees. Sto ller Warehouse and Storage 
Com pany predicted that a rail abandonment would 
terminate the em ployment of fi ve people. Medina Supply 
Company and B. F . Goodrich reported that eliminating , 
rai l service wou ld result in the termination in employ­
ment of 100 and 88 employees, respectively. B. F . Goode 
rich noted that the AC&Y provides the on ly rail service 
between its Ak ron plant and its Medina warehouse. 
The loss of rail service would force National Lime to 



fill 
reduce its operation and terminate a number of em­
ployees. The Wyandot Corporation would have to close 
its quarry entirely. 

Harry Stewart, representing the Akron Progress 
Board, testified that a rail abandonment impact survey 
conducted for 36 firms using 20 rail cars or more an­
nually over the AC&Y or the C&O/ 8&O lines that serve 
Akron revealed the following: 6 of those companies 
would immediately close if rail service were terminated 
--0ne of these firms employs 212 people; 13 firms 
would relocate-one of these firms employs over 4,000 
people; 22 companies would reduce employment; 27 
companies would lose their competitive position; 28 
firms would promptly pass on any increased transporta­
tion costs to their consumers ; and 21 companies would 
not have alternate truck or rail service available. These 
36 firms were reported to have generated 44,852 car­
loads of freight in 1973. The firms expect to generate 
47,500 and 52,000 carloads of freight in 1974 and 
1975, respectively. 

Famco Corporation, Amoco Chemical Corporation 
and Tru-Fit Corporation all stated that they have ex­
pansion programs dependent upon adequate rail s~rvice. 

Mayor J. D. Alge of Arlington n:ported that aban­
donment of the AC&Y would result in a yearly tax 
revenue reduction of $4,882.26; the curtailment or 
closure of 3 local businesses; and the possible unem­
ployment of 18 people. Mayor Alge predicted that the 
economic loss to the community might ultimately be 
as high as $800,000 or $900,000 a year. 

Konalrad Products, Inc., which is the largest em­
ployer in Pandora, reported that rail service is essen­
tial to its operations even though its rail use in 1973 
declined 33 percent from 1972. The reason for this de­
cline, according to Konalrad , was due to the petro­
chemical shortage. In 1972, Konalrad was able to ob­
tain over 800,000 gallons of antifreeze, while in 1973 
it was only able to obtain 350,000 gallons. In 1972, 
Konalrad was able to receive 1,440,000 pounds of resin, 
but in 1973 it was only able to receive 40,000 pounds. 

Opposi~ion to the aban~onment was also advanced by 
several rail users who pomted out limitations upon the 
use of trucks as an effective alternate mode. Minnesota 
Mining and _M?n~factur~ng Company, for example, 
stressed that It 1s 1mposs1ble to use motor carriers to 
haul certain hazardous chemicals. The Medina Chamber 
of Commerce reported that the highway system in and 
~round the Medina area is inadequate to handle addi­
tJonal truck transportation. According to the Chamber 
of Commerce, _the A~Y handled 11,064 carloads gen­
erate~ ?Y Medma busmesses in 1973. The physical char­
actensttcs of large self-propelled combines received b 
the Smith Farm Equipment Company negate their bei/ 
transported by truck. g 

While a number of respondents praised the AC&Y for 
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its fair rates and its quick and reliable service, man, 
shippers voiced dissatisfaction wi th respect to the raj 
car shortage. Lykens Farm Supply Company and Ne~ 
Washington Equity claimed that their 1973 carloac 
totals were low because of their inability to obtain rai 
cars. National Lime and Stone Company, which operate! 
one lime and three stone plants in Carey, reported thal 
the AC&Y, in conjunction with the PC and C&O/ B&O, 
is unable to supply its daily minimum requirements of 
100 rail car~. N_ational Li":1e is, however, very pleased 
with the service 1t does receive from the AC&Y and doeJ 
not wish to see it abandoned. 

Resistance to the abandonment of the AC&Y was also 
voiced by firms that claimed that service schedules would 
suffer if they were forced to shift to other rai l ca rriers. 
Friction Products Company, located in Medina, ~lated 
that it would expect a 15 day increase in transit time if 
forced to use the C&O/ B&O line.' The National Lime 
and Stone Company stated that the use of the C&O/ 
B&O's more circuitous route would increase transit times 
by an average of 3 or 4 days. 

N&W: Cleveland to Navarre 

The N&W Cleveland to Navarre line serves Cleveland 
and Bedford in Zone 94; Twi nsburg, Streetsboro, Kent 
and Mogadore in Zone 95 ; and Hartville, Middle Branch, 
Canton and Navarre in Zone 96. Only that portion of the 
line between Mogadore (Zone 95) and Navarre (Zone 
96) was declared potentially excess by the DOT. 

The major potential impacts which would result (rom 
abandonment of the lines according to the evidence sub­
mitted, were : increased transportation costs, unemploy­
ment, and loss of competitive positions. Opposition to 
the abandonment was also advanced by witnesses who 
questioned the ability of trucks to handle their shipments 
because of congested highways and the physical charac­
teristics of their freight. A traffic profile of the line is 
contained in Table 9. 

Drexel Refractories, Inc. stated that a conversion to 
truck transportation would increase its freight bi ll from 
$2 t~ $50 per ton. The Flintkote Company reported that 
a ~h1ft to trucks in the hauling of its inbound gyp~um 
shipments would triple its transportation costs. The Schu­
macher Lu~ber Company reported that any increase in 
tr_a_nsportatton cost would endanger the continued via­
bility of the firm. The distance factor associated with 
moving aluminum and wood from the West Coast would 
e_ffectively preclude the economical use of motor ear­
ners as an alternative mode of transportation for the 
F. E. Schumacher Lumber Company. The Teledyne 
Monarch Rubber Company also claimed its inbound 
bulk carbon black shipments could not feasibly be han­
dled by trucks at the present time. 

4 The Medina Cbambe f C 
on the C&O/ B&O I' r O ommer~e reported that tra in speeds 

me through Medma a re limited to 15 mph. 



Table 9: Traffic Profile : Cleveland to Navarre 

Estimated carloads 
Rail user Commodity 

Steel pipe, 
carbon bulk 

1972 197 3 Projected 
Teledyne Monarch 

Rubber Co. 
Flintkote Company Portland cement 
F . E. Schumacher Co. Screen door5 
Schumacher Lumber 

Co. lumber 
Economy Feed & 

Elevator Co. 
Betsy Ross 
Hartville Elevator Co. 
Union Metal Manu-

facturing Company Steel 
Nickles Bakery, Tnc. Flour 
Gregory Galvanizing & 

Metal Processing, 
Inc. 

Ashland Oil 
Ford Motor Co. 
McClains Grocery 

Meta l products 
Oil refinery 
Forging~ 
Food 1,061 

154 
390 

58 

66 

25 

1,050 1 

300 

1,699 2 1,01 0 
2,300 
8,183 
J,138 1,500 

1 The ca rload figure supplied by Union Metal Manufac turing 
Company represents an average yearly total based on a three 
year period. 
2 The carload figure supplied by Gregory Galvanizing & Metal 
Processing, Tnc. is for a 24 month period. 

An abandonment of rail would jeopardize the employ­
ment of 136 people employed by Schumacher Lumber. 

The Union Metal Manufacturing Company reported 
that the size of many of its products such as lightning 
rods, electrical transmission poles and signal bridges, 
preclude their movement via motor carrier. Gregory Gal­
vanizing & Metal Processing Corporation stated that a 
number of its manufactured metal products are 50 feet 
long, which inhibits their safe movement over the high­
ways. The Greater Canton Chamber of Commerce 
claimed that the highways in the Canton area are already 
congested and unable to handle any substantial additional 
traffic. 

Additional future tonnage is antcipated by the Mc­
Clain Grocery Company which expects to expand the 
capacity of its present warehouse by 25 percent in 1974. 

C&O/B&O : Akron to Dover 

This C&O/B&O line serves Akron, Krumroy, Myers­
ville and Aultman in Zone 95; North Canton, Canton, 
North Industry and East Sparta in Zone 96; and Mineral 
City, New Valley Junction and Dover in Zone 97. Only 
that portion of the line between Akron and Canton (Zone 
96) was declared potentially excess by the DOT. Table 
10 contains a traffic profile of the line. 

The major potential impacts which would result from 
the abandonment of the line, according to the evidence 
submitted, were: plant closings; increased transportation 
cost~; unemployment; and the cost of a ltering dock facil i-
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ties. H ighway system inadequacies, particularly around 
Canton, and its physical characteristics of certain types 
of freight were also of concern . 

T he importance of this line to the communities it 
serves was expressed by both U.S. Representative Ralph 
Regula and the Greater Canton Chamber of Commerce; 
they testified that termination of service over the line 
would jeopardize the employment of over 6,000 people. 

Climalene Company and Luntz Corporation reported 
that the forced shift to trucking would increase their 
transportation costs substantially. Climalene's dock facili­
ties would have to be altered to handle trucks. Ed Wil­
liams Lumber Company and Mohler Lumber Company 
contended that transcontinental hauling of lumber from 
British Columbia and the West Coast by truck would 
not be economically feasible. 

Table 10: Traffic Profile : Akron to Dover 

Estimated carloads 
Rail user Commodity 1972 1973 Projected 
Mohler Lumber Co. I umber 
Spartek, Inc. 
Ed Williams Lumber 

Co. 
Witco Chemical Corp. 
Hoover Co. 
Schneider Lumber Co. 
Babcock & Wilcox 

Climalene Co. 
Luntz Corp. 

400-500 

Lumber 74 
Chemicals 2,040 
Appliances 
Lumber 135 
Energy & industrial 

automation systems 
Cleaning products 
Steel 1,200 t 

1 The carload figure supplied by the Luntz Corporation cover 
only a six months period in 1973. 

Babcock & Wilcox pointed out that the size and weight 
of certain nuclear reactor parts preclude the use of motor 
transportation . 

Abandonment of the line would endanger the con­
tinued operation of Witco Chemical Corporation's Brad­
ford, Pennsylvania plant which receives approximately 
170 carloads of crude oil per month from the firm's East 
Canton fields. The Luntz Corporation alleged that the 
loss of this line would reduce the supply of scrap destined 
for the numerous steel mills in the area. 

Additional future tonnage along this line is expected 
from: the Hoover Company, which is building a new $10 
million faci lity within the North Canton Industrial Park; 
The Luntz Corporation , which is building a new shear­
ing plant in Canton that will handle approxi mately 4 ,000 
tons of scrap per month; and the Spartek Corporation, 
which has recently undergone an expansion program that 
will increase its inbound rail needs for the hauling of 
bulk materials. 

Lines Not Designated Potentially Excess 

Evidence from rail users located on lines not desig-



nated potentially excess by the DOT in Zone 95, such as 
the Akron & Barberton Belt Railroad, the C&O/ B&O, 
the EL. the N&W, the PC, and the Y&S, was also re­
ceived. Table 11 contains a list of those businesses which 
submitted data to the RSPO. 

Table 11: Traffic Profile : Zone S5 Viable Lines 

Estimated carloads 

Rail user City /972 1973 Projected 

Copperweld Specialty 
Steel Co. 

Diamond Cry,tal Salt 
Co. 

Firestone Tire & 
Rubber Co. 

PPG Industries 
Dabcod & Wilcox Co. 
A. P. Green 

Refractories 
General Motors Corp. 
Central Soya 

Al..ron 

Akron 

Al..ron 
Barberton 
Darbcrton 
Barberton 

Twin~burg 
Hudson 
Ravenna 

9681 1,0371 

6,902 
1,249 
9,000 

1.500 
66 

1 Carload data supplied by the Diamond Crystal Salt Co. is for 
the fiscal 1972- 1973 and 1973-1974. 

The Diamond Crystal Salt Co., located in Akron, sub­
mitted testimony in support of retaining the Penn Cen­
tral's service out of the City of Akron. Diamond pres­
ently requires specially lined rail cars to prevent rust and 
corrosion in shipping its salt. The firm reported an 11 
percent increase in rail use between April 1971 and 
March 31, 1974. In shipping its freight via rail, Dia­
mond paid $343,923.81 to the Penn Central during fiscal 
year 1973 and $386.235 during fiscal 1974. The lnland 
Wholesale Lumber Company, which is the purchasing 
agent for 68 Carter Lumber Company outlets, stated 
that loss of rail service through Kent would result in the 
closure of 35 Carter outlets. 

ZONE 96 

Potentially Excess Lines 

The DOT Report, as supplemented and corrected, 
designated the following segments of lines within Zone 
96 potentially excess: 

(I) The N&W line from Canton to Carrollton 
(Zone 97). 

(2) The N&W line from Navarre to Hartville (see 
the discussion of the Cleveland to Navarre 
line in Zone 95). 

(3) The C&O/B&O line from Canton to N. Canton 
(see the discussion of the Akron to Dover line 
inZone95). 

( 4) The PC line from Waynesburg to Magnolia 
(see the discussion of the Bayard to Marietta 
line in Zone 97) . 
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The following technical errors in the February 1 R( 
port for Zone 96 were noted by the Ohio DOT: 

( 1) East Sparta, which generates 300 carloads pe 
year, should have been recommended for loc2 
rail service. 

(2) Rail service for the following stations shout 
be reevaluated before the final system plan l 
implemented: Hartville, which generates 701 
carloads annually; Minerva, which generat~ 
654 carloads annually; North Canton, whicl 
generates 314 carloads annually, and Waynes 
burg, which generates 463 carloads annual(~ 

N&W: Canton to Carrollton 

The N&W Canton to Carrollton line serves Canton 
Waco, East Canton , Robersville, Minerva and Carroll to~ 
(Zone 96). Only that portion of the line between Easl 
Canton and Carrollton was designated potentially exces! 
by the DOT. Table 12 contains a traffic profile of the 
line. 

Witnesses opposing the abandonment of this line ci ted 
the inability of trucks to handle additional tonnage be­
cause of the lack of major highways, the insufficient num­
ber of trucks available, and the physical characteristicJ 
of certain types of freight. Witnesses predicted that aban­
donment of the line would result in increased unemploy­
ment; increased transportation costs ; business closures or 
curtailments; and income and tax revenue losses. 

Considerable evidence was received concerning the 
potential economic impact upon the Carrollton com­
munity of abandonment of the line. This area is presently 
considered to be "economically depressed" and the loss 
of Carrollton's only rail line would be almost catastrophic. 
Donald N. Haugh, Director of the Carroll County Re­
gional Planning Commission, reported that, if service 
ceased, the following adverse impacts could be expected: 
the immediate closure of four industries; the termination 
in employment of I 08 people; the loss of $755,233 in 
payroll income; a yearly tax revenue loss of approxi­
mately $91,000; and the curtailment of business expan­
sion plans which were expected to provide the area with 
an additional 121 jobs and a payroll income of $847,000. 
Mr. Haugh also stated that Consolidation Coal Com­
pany, which owns approximately 16,000 acres of land in 
the Carrollton area, is planning the development of its 
local coal mines. According to William T . Allmon, a con­
cerned citizen, Carrollton generates 1,300 carloads per 
year. 

Se~eral submissions discussed anticipated problems 
associated with shifting to motor transportation. Minerva 
Wax Paper Company reported that if it were forced to 
utilize motor transportation, its fre,ight costs would io­
cre_ase between I 00 and 150 percent. Drexel R efrac­
t?nes alleged that its transportation cost via motor ear­
ner would increase by $2.69 per ton on shipments to 
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Table 12: Traffic Profile: Canton to Carrollton 

Estimated carloads 
Rail user Commodity 1972 1973 Projected 

Guess Manufacturing 
Corporation Lumber 

Exxon Chemical Co., 
USA 

Fusion Ceramics, Inc. 50 
Cox & Manfull 

Lumber Company Lumber 
Mt. Vernon Elevator 

Company Grain 
Ohio Poly Corp. 84 144 
Consolidation Coal 

Company 
Olin Corp. Polyvinylchloride 

resin 132 158 163 
Malvern Flue Lining 90 
Tom W. Kaufman Co. 
Drexel Refractories Refractory products 
Carroll Landmark, Inc. G ra in 
Carrollton Farmers 

Exchange Grain 
Hanoverton Feed & 

Supply Company Grain 48 
Kerr McGee Chemical 

Corp. 120 
Minerva Wax Paper 

Company Paper 504 
Homer Unkeefer Hay 

and Straw Company Farm machinery 56 
Hoopes Fertilizer 

Works Co. Fertilizer 140 
Stark Ceramics, Inc. 
Cox & Son Lumber Co. Lumber 
Sommer Feed Co. Grain 144 
W. H. Cox & Son 

Lumber Company Lumber 18 
General Color and 

Chemical Co. 90-100 

1 Drexel Refractories generated 3,600 tom, of freight for the 
N&W in 1973. 

Detroit, $9.58 per ton on shipments to Baltimore, and 
$46.17 per ton on shipments to Houston. Such cost in­
creases would force Drexel Refractories to terminate the 
employment of from 10 to 15 employees, a corresponding 
payroll reduction of from $80,000 to $120,000; the com­
pany would also curtail its proposed $500,000 plant ex­
pansion program. The Olin Corporation estimate that its 
freight bill would increase by $100,000 if it were re­
quired to use trucks. 

The large farm machinery received by the Homer 
Unkeefer Hay and Straw Company could not be trans­
ported by truck. The distance factor associated with 
moving fertilizer from as far away as Maine effectively 
precludes the economical use of motor carriers as an 
alternative mode of transport for the Hoopes Fertilizer 
Works Company. D. N. Haugh pointed out that Carroll­
ton is not served by any primary state or interstate high-
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way and that the nearest major motor carrier terminal is 
located 28 miles away in Canton. 

The Stark Ceramics Corporation, located in East Can­
ton, reported that a number of clay products plants have 
located in the area because of the extensive local re­
serves of high quality clay and shale. 

Lines Not Designated Potentially Excess 

Evidence from rail users located on lines not desig­
nated potentially excess by the DOT in Zone 96, such as 
the C&O/ B&O, N&W, PC, and the Y&S, was also re­
ceived. Table 13 contains a listing of those businesses 
which submitted data to the RSPO. 

Table 13: Traffic Profile: Zone 96 Viable Lines 

Estimated carloads 
Rail m er City 1972 1973 Projected 

The Crane Company Alliance 
Central States Can Co. Alliance 
Timken Co. 
A. P. Green 

Refractories 

Metropolitan Indus-
1ries, Inc. 

Republic Steel Corp. 

Canton 

East Greenville 
Canton 

Canton 
Canton 
Massillon 

People's Cartage, Inc. Massillon 

500 575 

12,000-13,000 

303 
4 

675 653 
21,855-21,875 

125 

1 The Central States Can Company reported that between 1970 
and 1974 the firm shipped 1,200- 1,500 carloads. During the same 
period it received 300 to 500 carloads per year. 

The Crane Company, located in Alliance, expressed 
displeasure with Penn Central's car shortages and numer­
ous derailments which have resulted in repeated inter­
ruptions in the firm 's distribution flow. 

The elimination of rail service for Metropolitan In­
dustries Corporation will force it to terminate the em­
ployment of 118 people. In addition, the community of 
Canton could expect to lose over $65,000 in local and 
state tax revenues and $926,765 in payroll income. 

ZONE 97 

Potentially Excess Lines 

The DOT Report designated the following segments 
of line within Zone 97 potentially excess: 

(1) The PC line from Holmesville to Columbus 
(Zone 103). 

(2) The N&W line from Justus (Zone 96) through 
Sugar Creek (Zone 97) to Zanesville (Zone 
102). 

(3) The PC line from Orrville to Barberton (Zone 
95). 

( 4) The PC line from Bayard through Waynes-



1 

. 

l 
· 

r r 

(5) 

(6) 

(7) 

burg (Zone 96), Dover (Zone 97), and Cam­
bridge (Zone 102) to Marietta (Zone 104) • 

The C&O/ B&O line from Wooster to Lodi 

(Zone 94) . 

The PC line from Minerva (Zone 96) through 
Amsterdam (Zone 98) and Hopedale (Zone 
97) to Piney Fork (Zone 98) . 

The N&W line from Carrollton to Malvern 
(see the discussion of the Canton to Carroll­
ton line in Zone 96) . 

The DOT's March I , 1974 additions and corrections 
supplement indicated the following changes were to be 
made in its February 1, 1974 Report : 

( 1) The PC line from the extreme southern zone 
boundary running northwest through Center­
burg to the zone boundary (not shown on 
DOT zone map) should be shown as poten­
tially excess (see the discussion of the Heath 
to Edison line in Zone l 02). 

(2) The PC line shown as potentially excess from 
the zone boundary to Miller should extend 
across the N&W line to the eastern zone boun­
dary. 

(3) N. Elms, which should read Nelms, was im­
properly shaded blue on the Zone 97 map and 
should not be considered as a point recom­
mended for local service. 

( 4) The PC line between Dexter City and Pleasant 
City should be shown as potentially excess 
north of Dexter City only. 

The following technical errors in the February 1st Re­
port for Zone 97 were noted by the Ohio DOT: 

(l) Brownstown, East Liverpool , Georgetown 
Mine, Gnadenhutten, Leetonia, Midvale Mine, 
and Perrysvi lle were recommended for rail 
service but were not shaded blue on the DOT 
zone map. 

(2) In view of the fact that Leetonia, which gen­
erat~s 146 carloads, was recommended for 
local rail service; Broken Aro, which generates 
529 carloads annally; Dalton, which generates 
390 carloads annually; Uhrichsville, which 
generates 309 carloads annually; and Vale 
Mine, which generates 3,808 carloads annually, 
should also have been recommended for local 
rail service. 

(3) The EL main Hoe through Rittman should be 
shown as an orange line on the DOT zone map. 

( 4) Service for the following stations should be 
reevaluated before the final system plan is im-
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plemented: Holmesville, which generates 3 j 
carloads annually, and Stone Creek, which ge1 

crates 340 carloads annually. 

PC: Holmesville to Columbus 

This line serves Holmesville, Millersburg, Killbucl 
Glenmont, Brinkhaven, Danville, Howard, Gamble 
Mount Vernon , Bangs and Center_burg in Zone 97 a~ 
Condit, Sunbury, Galena, Westerville, and Columbus \ 
Zone I 03 . The entire line was designated potentially e~ 
cess except for the segment between Howard and Mout 
Vernon in Zone 97.ij This proposal would cut the liIJ 
into two separate segments. A traffic profile of the li rl 
is contained in Table 14. 

Carter Indust ries submitted the following traffic data 

Station Carloads 

Condit 575 
Galena 115 

Howard 2,335 
Mt. Vernon 6,237 
Sunbury 425 
Westerville 240 

The area between Holmesville and Howard is primaril 
rural and contains numerous hills, valleys and narroj 
winding roads which create operational problems and ex­
tremely hazardous driving conditions for truckers. Thi 
problem is intensified by the fact that many local resi­
dents travel along those highways in horse and buggiel 
thereby creating additional difficulties and hazards for 
truckers. The nearest interstate highway is approximate!~ 
an hour's drive from Holmesville, and State Route 83
a major artery in the area, has a flooding problem whicH 
renders it impassable several times a year. 

Brair Hill Stone Company alleged that a conversion 
to trucking would increase its freight bill $6.00 per ton
Rice-Chadwick Rubber Company estimated that the cost 
of shipping via truck would increase its yearly freight bill 
by $155,250. Banbury Lumber Company stated that the 
transcontinental hauling of lumber from the West Coast 
by motor transportation is not economically feasible. The 
distance factor was also of concern to the Ohio Thorough­
bred Center and the Central Silica Company. Gene 
Turner, manager of the Cellar Lumber Company, re­
ported that a total shift to trucking would raise the prices 
on homes between $400 and $500. Mr. Turner also 
stated that since the Penn Central terminated three sec­
tion crews the line has substantially deteriorated. PPG 

5 Al one time lhe Penn Central line actually extended from 
Cleveland to Columbus. However, due 10 a 1969 flood, tha
portion of the line between Holmesville and Orrville was aban
doned. At the present time a group of local citizens are negotiat· 
ing with the Penn Central 10 purchase the line from Mount 
Vemon to Orrville. It is their intent to operate a short line rail· 
road between these two points. 



1~ Table 14: Traffic Profile: Holmesville to Columbus Industries stated that there is no effective substitute for 

Estimated carloads rail service for the movement of raw materials in huge 

Rail usu Commodity 1972 1973 Projected volume.0 

Patrick Industries, Inc. 180 200 275-300 Loss of rail service is expected to result in the closure 
Brair Hill Stone Co. 37 36 38 or operational curtailment of the Cellar Lumber Com-

c, Pampered Beef Export, pany and the Inland Distribution Center. 
r, Inc. Meat The following firms indicated that their future needs 
ti Rice-Chadwick Rubber for rail service would increase: Pampered Beef Export, 

r Co. Rubber 78 82 95 
Inc., which commenced operations in 1974; Inland Dis-

Quality Feed Store Grain 79 80 110-120 

1; Banbury Lumber Co. Lumber 8 
tributing Center; Delaware County Farm Bureau; and 

Holmesville Elevator the Chattanooga Glass Company. The latter firrn claimed 
e 

Co. Grain 34 38 40 that its present rail use would double if service were im-
e Wayne Door Lumber 91 98 100 proved . The Holmes County Regional Planning Com-

Hipp Lumber Lumber 32 46 50 mission predicted that 1,390 carloads will be generated 
Flexible Co. 9 10 10 between Holmesville and Howard in 1974. 
Pallet All 8 2 3 
Holmes Door & N&W: Justus to Zanesville 

Lumber Co. Lumber 51 65 76 
Inn Maid Products The N&W Justus to Zanesville line serves Justus in 

Corp. 29 32 36 Zone 96; Dundee, Barr, Sugarcreek, Baltic, Chili , Fresno, 

Holmes Super Grow 9 8 10 Coshocton and Conesville in Zone 97; and Dresden, 

Miller Lumber Co. Lumber 30 22 23 Ellis and Zanesville in Zone I 02. The entire line was 

Banks Lumber Co. Lumber 32 50 designated potentially excess except for the segments be-

Addressograph- tween Justus and the Zone 96 boundary and between 

Multigraph 24 3 Sugarcreek and Coshocton in Zone 97. The DOT aban-

Holmes Clay 5 I 2 donment proposal would cut the line into two segments. 

Killbuck Equipment 9 10 10 Table 15 contains a traffic profile of the line. 

Bognar 19 14 14 A number of rail users expressed dissatisfaction with 
Killbuck Elevator Co. Grain 12 Penn Central's service and chronic rail car shortages. 
Farm Bureau Grain General Clay Products reported that it had closed its Ava 
Indiana Veneer 14 1 104 plant in 1970 primarily because of poor service. Stone 

Trusso Industry 250 Container Corporation claimed that the Penn Central 
Stoner Lumber Lumber 75- I 00 225-275 provides the firm with only 50 percent of its required rail 

Millwood Sand Co. Sand 2,156 2,142 2,335 car needs for the first two months of 1974. The Coshoc-

Landmark Inc. Gratn, fertilizer ton Grain Company alleged that, while the N&W can 

Columbus & S. Ohio furnish cars within 3 to 5 days, it takes the Penn Central 
Electric Co. Heavy equipment 150 185 up to 8 weeks to furnish cars. According to Coshocton 

Inland Dist. Ctr. 2101 400 Grain, without N&W service, a yearly loss of $1.5 mil-
Cellar Lumber Co. Lumber 45.55 lion in income to local farmers could be expected. T he 
Galene Shale, Tile, & Coshocton Area Chamber of Commerce pointed out that 

Brick Co. Brick 106 76 115 the vast majority of markets for goods generated by firms 
Nestles Coffee Co. 425 along this line are located north of Sugarcreek. 
Carter Lumber Co. 100 Both Ohio Power Company and Gerber & Sons re-
Delaware Coun1ry ported that the highways in this area are in generally 

Farm Bureau Grain 27 30 175 poor condition. Gerber & Sons, which operates a pla nt 
Chattanooga Glass Co. Soda ash 782 1,562 on State R oute 93, a secondary highway, also stated that 
PPG Industries Sand 1,400 1,465 
Ml. Vernon Farmer 

bridge weight restrictions cause inbound tractor-tra ile r 

Exchange Grain loads to be reduced by some 35 percent. Such weigh t 

Ohio Thoroughbred restrictions have prompted the firm to initiate plans to 

Ctr. Horses 12-24 
Sunbury Lumber Co. Lumber 

8 PPG Industries pointed out that the present mterchange track 
in Mount Vernon between the Penn Central and the C&O/ B&O 

Columbia Gas Dist. Co. 12 is not able 10 withstand the weight of some of the inbound car-
Central Silica Company loads currently received at its plant via the Penn Cen1ral. The 

current gross weight allowed on the interchange track is 243,000 
1 Both Indiana Veneer and Inland Distributing Center began pounds. PPG would like the track strengthened ~o that rai l cars 
local operations in 1973. with gross weights of '.!63,000 pounds or more could be handled. 
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Table 15: Traffic Profile: Justus to Zanesville 
Estimattd carloads 

Rail user Commodity 1972 1973 Projected 

General Clay Products Brick 603 750-800 

Belden Brick Co. Brick 3,625 

Edmont-Wilson 18 

Gerber & Sons Grain 65 

Bunker Hill Pallet 30 

Claycraft Coloremics 
250-300 Coshocton Grain Co. Grain 211 

Coshocton Lumber Lumber 5 10-20 

Peabody Coal Co. Coal 1,895 

Buckeye Fabric 
Furnishing Co. Liquid chemicals 47 

Musl..ingum Valley 
Lumber Co. Lumber 10 12 

Ohio Power Co. 
Alsco Anaconda, Inc. 
Barrick Brothers I umber 33 

Prelly Products, Inc. Rubber, clay 307 600 

Stone Container Corp. Containers 654 

Clow Corporation Coke, ~and 476 358 

Columbus and Southern 
Ohio Electric Co. 42 410 

Bailie Rubber and 
Plastics, Inc. Rubber. plastics 16 

Claycraft Brick Brick 79 
Edert Brothers 

Implement 4 
Foremost Foods Foods 35 
Hardy Coal Co. Coal 4.200 
Horri~be rger Implement 4 
Intersta te Lumber Lumber 20 
Keim Lumber Co. Lumber 73 
Moomaw Lumber Co. Lumber 10 
Penn Glass Sand Corp. Sand 553 
Schlabach Lumber Lumber 4 
Schrocks Woodcraft 2 
Sugarcreek Farmers 

Equity Grain 4 
Yoder Lumber Lumber 3 
St. Regis Paper Co. Paper 

( Mill ) 372 
( Hunt-Crawford 

Div.) 66 
Landmark, Inc. Grain, fertilizer 

construct a $125,000 bulk storage facility which will hold 
800 tons of grain. This grain is expected to move via rail 
and the company stated that a potential abandonment of 
service jeopardizes not only the proposed project but 
the continued existence of the firm as well. Gerber & 
Sons employs 38 people and has a yearly payroll of 
$252,922.63. The Clow Corporation predicted that it 
would terminate the employment of 600 people if rail 
service were eliminated. According to Roy Silver, super­
intendent of Coshocton schools, the abandonment of the 
N&W line would result in a yearly tax revenue loss of 
$6,000 to the Coshocton school system. 

Conversion to trucking would raise the yearly trans­
portation cost of the Edmont-Wilson Company by 
$9,000. 
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Add;1;0o,i '"'"" toonogo ,loog th;, Hoo ;, oxpeot~ 
from: General Clay Products, Gerber & Sons, Coshocton 
Grain Company, Muskingum Valley Lumber Compan~ 
and Pretty Products, Inc. ln a survey of present rail users 
conducted by the Coshocton Area Chamber of Coml 
merce, future car needs for individual firms were ex 
pected to eventually rise between 5 and 50 percent, witll 
an average annual increase of 1 S percent. The Chamben 
of Comcrce also noted that this area is rich in untapped 
mineral resources, particularly coal. 

PC: Orrville to Barberton 
This line serves Orrville, Marshallville, Warwick and 

Barberton (Zone 95). Table 16 contains a traffic profile 
of the line. 

Table 16: Traffic Profile: Orrville to Barberton 
Estimated carloads 

Rail user 

Louisiana-Pacific 
Kinney Lumber Co. 
Orrville Milk Co. 
Swift Agricultural & 

Chemical Co. 
Marshallville Corp. 
Southway Warehouses, 

Inc. 
Orrville Products, Inc. 

J. M. Smucker Co. 
Quality Casting Co. 
Convall-Ohio, Inc. 

Commod 11y /972 /973 Projected 

Lumber, sawdust 172 
Lumber 

Sugar products, fruit 
Foundry 

281 

643 
112 

1,095-
1,460 

500 

1 The carload data supplied by the Kinney Lumber Company is 
for the period January I, 1973 through March 4, 1974. 

Witnesses expressed concern over the effect that aban­
donment of 1his line would have upon unemployment and 
upon the economic viability of Orrville. 

The importance of the line to individuals within the 
communities served by it was expressed by U.S. Repre­
sentative Ralph Regula who testified that the termination 
of rail service could jeopardize the employment of 1,200 
people. Loss of rail service to Southway Warehouse, Inc. 
and Convall-Ohio would result in the termination of the 
employment of 300 and 169 employees, respectively. The 
payroll of the 169 Convall-Ohio employees totals $1.25 
million. 

According to the Orrville Chamber of Commerce, for 
every I 00 industrial jobs lost, the following economic 
impacts could be expected in Orrville : 

Decrease in personal income $1,036,000.00 
Decrease in retail establishments 1 
Decrease in retail sales $ 565,000.00 
Decrease in bank deposits $ 490,000.00 
Decrease in non-manufacturing 

jobs 68 
Decrease in population 351 
Decrease in school population 79 

■-------~---



Although it does not receive or ship directly by rail, 
the Westinghouse Electric Corporation, located in Orr­
ville, depends upon those industries that are located along 
the Orrville to Barberton line to supply it with 75 per­
cent of its raw castings. 

Addi tional tonnage along this line is expected from : 
Convall-Ohio, which stated that it does not use rail pres­
ently because of poor service, but is planning an expan­
sion to its facilities that would create the need for 500 
rail cars by 1980; Quality Casting Co., which has a 
foundry under construction that will increase its produc­
tion 60 percent and its ultimate rail use by 67 cars per 
year; and Southway Warehouse, Inc., which is presently 
constructing a $500,000 plant within its 143 acre indus­
trial park. Construction of the Southway Warehouse be­
gan after a Penn Central commitment was made 10 build 
a siding to service the new facility. 

PC: Bayard to Marietta 

Thls PC line extends southwest from Bayard in Zone 
97 through Minerva in Zone 96; Malvern in Zone 97; 
Waynesburg and Magnolia in Zone 96; Valley Junction, 
Dover, Stone Creek and Newcomerstown in Zone 97; 
Oldham, Cambridge, Byesville, Ava, Belle Valley, Cald­
well and Dexter City in Zone 102; and Macksburg and 
Marietta in Zone 104. Only the ~egments between Valley 
Junction and Dover and between Dexter City and Mari­
etta were not designated potentially excess by the DOT. 
The DOT abandonment proposal would cut the line into 
two segments, and although the DOT recommended that 
rail users along the 27 mile Penn Central track between 
Dexter City and Marietta continue to receive service, 
that area actually would be isolated because the C&O / 
B&O bridge crossing the Muskingum River in Marietta 
was taken out of service several years ago. Therefore, 
according to James Dittoe of the Marietta Chamber of 
Commerce, unless the bridge is rebuilt, shippers or re­
ceivers along this segment could not secure any carload 
interchange between carriers. 

According to the submissions, the following impacts 
would result from the abandonment of the line : increased 
tra nsportation costs ; increased unemployment; business 
closures; and income and tax revenue losses. Table 17 
contains a traffic profile of the line. 

Opposition to the abandonment was advanced by 
Amko Service Company which is in the business of re­
pairing and restoring railroad tank cars used nationally in 
the hauling of liquid gas. 

R ail traffic on the 19 mile segment between Dover and 
Newcomerstown (Zone 97) was 109 rail cars per mile 
according to the T uscarawas Chamber of Commerce. 

If rail service were eliminated, Dover Chemical Cor­
poration estimated that shipments from H ouston, Texas 
via truck would be $4.34 per cwt. compared to the pres­
ent ra il rate which varies between $1.25 and $1.75 per 
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Table 17: Traffic Profile : Bayard to Marietta 

Estimated carloads 
Rail user 

Whitacre-Greer Fire-

Commodity 1972 1973 Projected 

proofing Co. 
Summitville Tile Plant 
Dover Chemical Corp. 
Amko Service Co. 
Stone Creek Brick Co. 
Marsh Lumber Co. 
Ma\onite Corp. 
Foote Mineral Co. 
Hinchcliff Products 

Company 

Paraffin 

Brick 
Lumber 

Ferro-vanadium 

Moore's Super Stores Lumber, plywood 
Carter I umber 

800 
200 
93 

136 
443 

58 
645 
255 

Greer Steel Co. Scrap I 05 
Ohio Power Co. 
Miller S1udio, Inc. 
Remington Rand Co. 
American Cyanamid 
Vanguard Paint Co. 
Oxford Tile Co. Clay talc 

9 
65 

256 

cwt. The weight and length factors, according to Stone 
Creek Bnck Company and Moore's Super Stores, pre­
clude the economical transportation of brick and lumber 
shipments by truck. 

Loss of service over this line would cause the closure 
of six regional distribu tion centers of the Masonite Cor­
poration . As a result Masonite would have to termi­
nate the employn.ent of 497 people, which represents 
a yearly payroll of $5 million and combined local and 
state tax revenues of $499,000. 

The Ohio Power Company expressed concern for 
the maintenance of that portion of the line between 
Cambridge and Pleasant City (Zone 102). According to 
Ohio Power, this line is vital for the movement of coal 
from the Muskingum Mine near Cumberland (Zone 
102) to its generati ng plant at Ph ilo (Zone I 02). The 
line is also important for the movement of ammonium 
nitrate, a blasting agent used to extract the coal, and 
other mining supplies destined to the Muskingum Mine. 

Foote Mineral Company, located at Byesville, re­
ported that it would have shi pped an additional 63 car­
loads had cars been available. Additional future tonnage 
along this line is expected from the Whitacre-Greer Fire­
proofing Company, which is contemplating a significant 
production expansion. 

The Cambridge Area Chamber of Commerce severely 
criticized the Penn Central for the very poor condition 
of its track which has resulted in low speed limits being 
placed on the li ne. The Chamber reported that it would 
not oppose the abandonment of the Penn Central pro­
vided that alternat ive service could be made available 
to its industries over the C&O/ 8&O. 

Foote Mineral Company recommended that the seg­
ment of line between Cambridge and Byesville (Zone 



102) should be purchased by the C&O/ B&O if the DOT 
abandonment proposal is adopted by the USRA. 

C&O/B&O: Wooster to Lodi 

This line serves Wooster, Cedar Valley, Armstrong, 
West Salem, and Lodi (Zone 94) . 

Rail users located on this line who offered informa­
tion to the RSPO were Carter Lumber Company and 
the International Paper Company. International Paper 
generated 753 carloads of freight in 1973 and projected 
a need for 720 rail cars in 1974. 

PC: Minerva to Piney Fork 

The 31 mile Minerva branch serves Minerva in Zone 
96; Mechanicstown in Zone 97; Bergholz and Amster­
dam in Zone 98; Hopedale in Zone 97; and Piney Fork 
in Zone 98.' Table 18 contains a traffic profile of the 
line. 

Opposition to the abandonment of this line centered 
on business closures; unemployment; the retarding of 
community growth; highway system inadequacies; in­
creased transportation costs ; and the disruption of coal 
carload movements. 

Table 18: Traffic Profile: Minerva to Piney Fork 

Rail usu Commodity 

Consolidation Coal Co. Coal 
Allen Box Company Lumber 
Amsterdam Supply Co. Lumber 
Industrial Mining Co. Coal 
North American Coal 

Co.1 Coal 
Allensworth Enterprises 
Jed Mesmer & Sons Coal 
Homer R. Unkeefer Farm 

Hay and Straw Co. machinery 
Hanna Coal Co. Coal 
T oledo Coal & Coke 

Co. Coal 
Austin Powder Co. 
Bologna Mining Coal 

Estimated carloads 
1972 1973 Projected 

I 1,800 
60 
25 

2,080 4, 160 

7,890 8,136 8,388 

50 

1 North American Coal Corporation's Jensie Mine, located near 
Bergholz, has a life expectancy of 16 more years. 
2 Jed Mesmer & Sons generated 106,000 tons of coal for the 
Penn Central in 1972. 

The importance of this line from an economic and 
energy vie~oint ~s clear from the traffic data supplied 
by the various ratl users shown in Table 19. Submis-

7 According to Dwight L. Koerber, Executive Secretary of the 
Coal Traffic Bu~eau of Northern West Virginia , Ohio and West­
er~ Pennsylvania the PC segment between Piney Poi nt and 
D11lonvale (Zone 98) was abandoned approximately Io years 
ago. 
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sions concerning the line in~icated that loss of rail se1 ice would have the following results: the closure I 
several large coal mine~, whi~h in turn would cause , 
annual loss in productton of from 1.5 to 2.0 millio 
tons of coal ; the potential termination of the empto! 
ment of approximately 1,344 people in mining and r( 

lated activities; ?u~lifi~ation o! ~he Feder~! Appalachi~ 
Regional Comm1ss1on s $25 m1lhon commitment to fos te 
economic development and growth in the area; and tli 
discouragement of firms that had expressed an interes 
in locating along the line. 

Evidence submitted to the RSPO indicated that add 
tional coal tonnage along this line could be expected i 
the future. Ralph McBane of the McBane Insuranc 
Agency, Inc., reported that both the Hanna Coal Com 
pany and the Toledo Coal & Coke Company own severa 
hundred acres of untapped coal reserves. Industrial Min­
ing Company ultimately expects to double its weekly 4~ 
coal carload shipments upon completion of addit ional 
facilities at Bergholz. 

Both Allen Box Company and Amsterdam Supply 
Company reported that highways in this area are in 
capable of handling additional truck tonnage. Both com] 
panies also stated that a forced switch to motor carriers 
would significantly increase their transportation costs. 
Amsterdam Supply anticipates a 25 percent increase in 
transportation cost for inbound shipments of lumber 
from the West Coast and the Southeast. Such an increase 
would force the company to close. 

Robert B. Werren, Village Solicitor of Hopedale, 
alleged that the loss of rail service would result in the 
closure of the Austin Powder Company. This firm, ac­
cording to Mr. Werren, employs a number of Hopedale's 
residents and contributes significant tax revenues to the 
area. 

Lines Not Designated Potentially Excess 

Evidence from rail users located on lines not desig­
nated potentially excess by the DOT in Zone 97, such 
as the C&O/ B&O, the EL, the N&W and the PC, was 
also received. Table 19 contains a listing of those busi­
nesses which submitted data to the RSPO. 

. The Delocon Wholesale Supply Corporation, located 
m Bolivar, submitted testimony in support of retaining 
N&W service. The company stated that transcontinental 
hauling of lumber from British Columbia and the West 
Coast by truck is simply not economically feasible. The 
loss _of rail service in Bolivar, according to J . R . Wilkin, 
pres1~ent of Rog Win, Inc., would retard any future com­
mercial or industrial expansion for the community. 

S. E. Woodford, a concerned citizen testifying in sup­
port of . continued rail service discussed at length what 
he considered to be the unreasonably high local and state 
taxes placed on the railroads. Mr. Woodford contended 
that the Penn Central had been taxed at the rate of $1.00 
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Table 19: Traffic Profile: Zone 97 Viable Lines 

Estimated carloads 
Rail user City 1972 1973 Projected 

Delocon Wholesale 
Supply Inc. Bolivar 74 200 

Wilkshire Hiles Bolivar 
Bowerston Shale Co. Bowerston 28 97 
Lumber Wholesalers Cadiz 300 
Harrison News-Herald Cadiz 1 

Clow Corporation Coshocton 203 229 
Peabody Coal Co. Coshocton 3,790 
Inland Container Corp. Dover 15 
Detroit Steel Corp. Dover 524 
Ohio Power Co. New 

Philadelphia 9 
Miller Studio, Inc. New Philadelphia 65 
Eljer Plumbingware Salem 1,200 1,200 1,200 
Stone Creek Brick Co. Stone Creek 313~ 443 
Rohr-Flexible Loudonville 
Eagle Rubber Company Ashland 
Faultless Rubber Co. Ashland 
Liqui-Box Ashland 
Sigafoos Lumber Co. Ashland 
The Budd Co. Ashland 380 
Polar Foods Ashland 
National Latex 

Products Co. Ashland 1,000 
U-Brand Corp. Ashland 
General Latex & 

Chemical Corp. Ashland 
Hill and Griffith Co. Burbank 210-246 

1 The Harrison News-Herald projects that it will ultimately gen­
erate 3,250 tons of freight along this line. 

2 Originating carloads. 

per foot of track or $42,451.20 on its 8.04 mile branch 
line running between Apple Creek and Orrville.8 

Faultless Rubber Company estimated that a shift to 
trucks would increase its freight bill from $40,000 to 
$50,000. National Latex predicted that its transportation 
costs would rise to $265,000 if forced to use trucks. 

Liqui-Box claimed that a loss of rail service would 
force it to terminate the employment of 60 or 70 people. 

Additional future tonnage along the Erie Lackawanna 
line is expected from: the Budd Company, which expects 
to complete its new $2.5 million plant in 1974; the F. E . 
Myers and Brothers Company, which is expected to build 
a new $5 million plant in the near future; the Eagle 
Rubber Company; and the National Latex Products 
Company. 

State Representative William E. H in ig recommended 
that Amtrak service be provided at Den nison, which is 
located on the Penn Centra l. 

8 The Apple Creek-Orrville branch line has been inopera tive 
since it was damaged by floods in 1969. 
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ZONE 98 

Potentially Excess Lines 

T he DOT Report designated the following segments of 
line within Zone 98 potentially excess: 

( 1) The PC line from Piney Fork to Bergholz (see 
the discussion of the Minerva to Piney Fork 
line in Zone 97) . 

(2) The N&W connecting track belween its Pitts­
burgh to Pittsburgh Junction and Steubenville 
to Wheeling lines. 

N&W: Connecting Track 

The RSPO received protests regarding the designat ion 
of the N&W connecting track as potentially excess. Fur­
thermore, the only testimony received by the RSPO con­
cerning this zone was received from the Wheeling­
Pittsburgh Steel Corporation which operates blast fur­
naces at both Steubenville and Mingo Junction. Wheel­
ing-Pittsburgh reported that it annually receives 50,000 
carloads of iron ore from Minnesota, Upper Michigan, 
and Labrador, Canada at its Steubenville, Mingo Junc­
tion and Monessen, Pennsylvania plants. Approximately 
30,000 of these carloads are moved by the PC from 
Great Lakes ports to the Wheeling-Pittsburgh blast fur­
naces. Because the PC is such an integral part of Wheel­
ing-Pittsburgh's total operation, the Company is vitally 
concerned over the proposed rail restructuring process. 

The following technical errors in the February I st Re­
port for Zone 98 were noted by the Ohio DOT: 

(I) The New Cumberland Station was shaded blue 
on the DOT zone map but was not listed in 
DOT's list of points recommended for local 
service. 

(2) Since Toronto, which generates 668 carloads 
annually, was recommended for local rail serv­
ice, Irondale, which generates 331 carloads 
annually; Jensie, which generates 7,605 ca r­
loads annually; and Lynne, which generates 
621 carloads annually; should have been rec­
ommended for local rail service. Jensie and 
Lynne were not shown on the DOT zone map. 

(3) Rail service for the Bergholz station, which 
generates 2,317 carloads per year, should be 
reevaluated before the final system plan is 
implemented. 

ZONE 99 

Potentially Excess Lines 

The DOT Report designated the followi ng two sec­
tions of line within Zone 99 potentially excess: 

( I ) The PC line from Herob Church to Junction 
Captina Spur. 
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(2) The C&O/ B&O line from Moundsville through 
Littleton (Zone 198) to Fairmont, West Vir­
ginia (Zone 197) . 

The Department of Transportation's March 1, 1974 
additions and corrections supplement indicated the fol­
lowing changes were to be made in its February 1, 1974 
Report: 

( 1) The following stations were improperly shaded 
blue on the Zone 99 map, and therefore should 
not be considered as points recommended for 
service: Bridgeport; Cre~cent; Egypt; Lafferty; 
and Triadelphia. 

The following technical errors in the February 1st 
Report for Zone 99 were noted by the Ohio DOT: 

( 1) Bridgeport and Triadelphia were shaded blue 
on the DOT zone map but were not listed in 
DOT's list of points recommended for local 
service. 

(2) The following stations were recommended for 
rail service but were not shaded blue on the 
DOT zone map: Allison; Amber No. 2 Mine; 
Cravat 2; Egypt Valley I ; Elm Grove; Linda 
No. l Mine; Moundsvi lle; Norton 3; Rice; 
Tapian Mine; Terminal Junction; and Valley 
Camp 3. With the exception of Egypt Valley 
1, Elm Grove and Moundsville, none of the 
other stations was shown on the DOT zone 
map. 

(3) Since Lansing generates 76 carloads per year, 
Shadyside, which generates 421 carloads per 
year, and Dudelk No. 2, which generates 334 
carloads per year, should have been recom­
mended for local service. 

PC: Herob Church to Junction Captina Spur 

The Captina Branch serves Herob Church Nacco, 
and Junction Captina Spur. ' 

The only testimony received concerning this line was 
from t~e North American Coal Company which operates 
two mm~s <:owhatan Mine #5 and Powhatan Mine #6) 
along this hne.0 North American generated 9,986 car­
loads of coal in 1972 and 9,512 carloads in 1973 from 
Powhatan Mine #5; and 6,501 carloads of coal in 1972 
and 9,564 c~rloads i? 1973 from Powhatan Mine #6. 
North Am~ncan projects an ultimate need for 10,900 
cars for mme # 5 and 24,000 cars for mine #6 M" 
#5 d . . me 

an mme #6 have a life expectance of seven and 
t:,ven~y-five years respectively. Loss of rail service on this 
!me is expected to result in the termination in emplo -
ment of 795 em ployees. y 

o The Captina branch is also discussed in Volume II of this 
report on page 141. 
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c&0/8&0: Moundsville to Fairmont, West Virginij 

No evidence specifically concerning this line was t 

ceived by the RSPO. ] 

Lines Not Designated Potentially Excess 

The following rail users located on lines in Zone 
not designated potentially excess by the DOT offere 
information to the RSPO : Belmont County Farm Burea 
Cooperative Association, which in 1972 generated 1 
carloads of freight from its Bethesda plant, 240 carload 
from its Quaker City plant (Zone 102) , and 10 carload 
from its Cambridge plant ( Zone I 02) and the WheelinJ 
Pittsburgh Steel Corporation, located in Martins Fer!] 

The Belmont County Fann Bureau Cooperative statec 
that its plants receive nitrogen from Indiana, phosphat1 
from Florida and potash from Canada. The cooperativ1 
claimed that a loss of direct rail service to the plan! 
sidings would necessitate a combination rail-truck trans­
fer operation that would increase its freight cost by $10 
to $12 per ton. The cooperative alleged that a switch to 
motor carriers for the hauling of grain would increase 
the freight bill of local growers by $7.00 per ton or 

3 estimated annual $112,000. The cooperative also re 
port~d that another m~l in Belmont claimed that a con­
vers10n to motor earners by its customers would cost 
area farmers $76,000. The Belmont Cooperative further 
stressed that there are a number of highway system 
inadequacies in the Appalachian area of Ohio that create 
significant motor transportation operational and service 
problems. In I 970, the cooperative spent $53,000 to 
build a fertilizer blending plant in Quaker City. 

ZONE 100 

Potentially Excess Lines 

~he DOT Report designated the following segments 
of hoes to be potentially excess: 

(1) The C&O/B&O line from Sandusky through 
Mansfield (Zone 101) to Newark (Zone 102). 

(2) The N&W line from Huron to Norwalk. 

(3) The PC line from Clyde to Kenton (Zone 
112) . 

(4) The AC&Y line from New London to Jenera 
~see_ the discussion of the Mogadore to Delphos 
line m Zone 95). 

(5) The PC line from Wakeman to Genoa with 
spurs from Fremont to Erlin and from Fre­
mont to Davidson (see the discussion of the 
Elyria to Toledo line in Zone 91). 

(6) 1:he P~ line from Berwick to Fostoria (see the 
d15cuss1on of the Toledo to Berwick line in 
Zone 113) . 
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The following technical errors were noted by the Ohio 
DOT: 

( 1 ) Sandusky Dock was recommended for local 
rail service but was not shaded blue on the 
DOT zone map. 

(2) Since Danbury, which generates 160 carloads 
per year, was recommended for local rail serv­
ice, Curtice, which generates 485 carloads per 
year should also have been recommended for 
local service. 

C&O/B&O: Sandusky to Newark 

The Sandusky to Newark line serves Sandusky, Wil­
mer, Kimball, Monroeville, Havana, Centerton and Wil­
lard in Zone 100; Plymouth, Shelby, Mansfield and Lock­
hart in Zone 101; and Utica, Vanatta and Newark in 
Zone 102. Only that portion of the line between San­
dusky and Willard in Zone 100 was designated potentially 
excess by the DOT. Table 20 contains a traffic profile 
of the line. 

Table 20: Traffic Profile: Sandusky to Newark 

Estimated carloads 

Rail user Commodity 1972 1973 Projected 

Havana & Omar Grain Grain, 
&Supply Co. fertilizer 88 72 

Central Erie Supply & Grain, 
Elevator fertilizer 114 38 

Security Terminal , Inc. Public warehouse 167 1 

Early and Daniel Co. 240 2 

Foote Elevator Grain 48 Ill 

Rural Farm Distribu-
tors Co. Grain 147 250 

Firestone Tire and Distribution 
Rubber Co. center 3,4603 

Carter Lumber Lumber 
(Sandusky) 
(Newark) 

1 The carload figure supplied by Security Terminal, lnc. is for 
an 11 month period. 

2 The carload figure supplied by Early and Daniel Co. is for a 
20 month period. The company reported that it also generated 
70 carloads for the EL and 690 carloads for the PC in 1973. 

3 The carload figures submitted by the Firestone Tire and Rub­
ber Company represent total loads given to the C&O/ B&O and 
to the PC at Shelby. 

Several submissions concentrated on the increased 
transportation costs which would be incurred by those 
firms able to shift to motor carriers. Havana and Omar 
Grain and Supply Company sta ted that a conversion to 
truck transportation would increase its freight bill from 
10 to 15 cents per bushel for grain and by $10 per ton 
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for fertilizer. The Rural Farm Distributors Company, 
which services the chemical, fertilizer and seed needs of 
921 farm families on 80,000 acres of land , predicted that 
a switch to trucking would increase its transportation 
costs by $200,000 to $300,000. The Central Erie Supply 
and Elevator Company, located in Prout, operates a 
285,000 bushel grain storage facility and a fertilizer 
blending plant. The company estimated that a shift to 
trucking wouid add approximately $104,000 to its freight 
bill. Central Erie also stated that rail car shortages have 
caused it to shift to motor carriers. which has cost it an 
additional $43,188 to haul its grain in 1972 and $11,200 
to haul its fertilizer in 1973. Foote Elevator also reported 
that inability to receive rail cars has forced it to ship, at 
higher cost, J 17,000 bushels of corn by truck. 

The loss of rail service on this line is expected to 
cause Rural Farm Distributors Company and Security 
Terminal. Inc. to shut down their operations. 

N&W: Huron to Norwalk 

No evidence specifically concerning this line was re­
ceived by the RSPO. 

PC: Clyde to Kenton 

This line serves Clyde, Green Springs, Watsons, Tiffin 
and Berwick in Zone 100 and Carey, Wharton, Forest, 
Patterson, McVittys, Grants and Kenton in Zone 112. 
The line intersects at Kenton with the PC Toledo (Zone 
113) to Columbus (Zone 103) line. According to the 
Ohio DOT, the line has already been abandoned be­
tween Clyde and Berwick. The testimony received by 
the RSPO dealt exclusively with that segment of the line 
within Zone 112. Table 21 contains a traffic profile of 
the line. 

The Boich Lime and Coal Company, located at Mc­
Vittys. operates a high quality Dolomite limestone quarry 
which has a life expectancy of 50 years. Termination of 
rail service, according to the firm, would affect the com­
munity, the company, and the agricultural and steel in­
dustries in the following ways: 

(I) The firm would lose its competitive position. 

(2) Boich would terminate a number of employees. 

(3) The local, state and federal governments would 
suffer a loss of tax revenues. 

( 4) Rail carriers would lose revenues. 

(5) The railroad industry would lose a source of 
ballast. 

(6) The steel industry wou ld lose a source of flux­
ing stone. 

(7) Local construction and highway building in­
dustries would lose a source of stone. 



Table 21: Traffic Profile : Clyde to Kenton 
Estimated carloads 

Rail user 

M . A. Hogan Elevator, 
Inc. 

Boich Lime & Coal Co. 
Morton Building, Inc. 
Kenton Landmark 
Rockwel1 In1erna1ional 
Dola Farmer's 

Exchange 
Tri-County Crop 

Commodity 1972 197 3 Projected 

Grain 75 511 155-205 

Limestone 700 

Lumber 
35 

Grain 35 2 35 
240-360 2 

Service Grain 
M. R. Howard & Sons 

Elevator 
Root Lumber Co. 
International Can 

Corp. 
Hool.er Chemicals and 

Plastics Corp. 

Grain 
Lumber 

Container 

Chemicals 1,775 2 

1 Rail usage by M. A. Hogan Elevator declined in 1973 because 
of adverse weather conditions and poor rail service. 

2 The carload figures supplied by Kenton Landmark, Rockwell 
In1erna1ional and Hooker represent total carloads given to the 

EL and the PC at Kenton. 

(8) Local farmers would lose a source of agri­
cultural limestone.10 

Morton Buildings, Inc. reported that a conversion to 
motor carrier would increase its transportation costs by 
$7.70 per ton on lumber moving from Alabama. Kenton 
Landmark claimed that a switch to trucking would in­
crease its cost by $158,000-7¢ per bushel on grain and 
$8.50 per ton on fertilizer shipments. The M. A. Hogan 
Elevator Corporation estimated that its freight bill would 
increase from 6.5 to 15 cents per bushel if forced to use 
motor carriers. 

Both Hooker Chemicals and Plastics Corporation, a 
subsid iary of Occidental Petroleum Corporation, and 
Rockwell International felt that the station at Kenton, 
which Rockwell claimed generates 3,000 carloads an­
nually, should continue to receive rail service, since other 
stations in Zone 112, which are generating fewer car­
loads, were recommended for continued service. 

Lines Not Designated Potentially Excess 

Evidence from rail users located on rail lines not noted 
as potentially excess by the DOT in Zone J 00, such as 
the C&0/ 8&0, the N&W and the PC, was also received 
(see Table 22 for a listing of those businesses which 
submitted data to the RSPO). 

10 
According lo Lorain A. Basinger, representing the Kenton 

Area Chamber of Commerce, Hardin County farmers in 1972 
market~d crops and livestock worth $ I 7 million and $II million, 
respecuvely. Among the 88 counties of Oh"10 H d" c . , ar m ounty 
which has 1,200 commercial farms ranks 6th ·,n the m k · 

f . • ar etmg 
o soybeans, I 0th m the marketing of wheat I I th · th k . , m e mar et-
mg of corn and I 3th in the marketing of grain. 

7 
Table 22: Traffic Profile: Viable Lines 

Rail user 

Thompson Industries 
Super Tire, Inc. 
Security Terminals, 

Inc. 
Shinrock Elevator & 

Supply Assn. 
Certain Teed Products 

Corp. 
Central Erie Supply & 

Elevator 
McComb Farmer's 

Co-op Assn. 
Rural Service, Inc. 

Green Springs Co-op 
Assn. 

Peoples Mercantile 
Elevator Co. 

France Stone Co. 
Lykens Farm Supply 

Co. 
Horn's Crop Service 

Center 

Berlin Fruit Box Co. 
Jacob Otto Sons 
Luckey Farmers, Inc. 

MTD Products, Inc. 
Republ ic Mercantile & 

Elevator Co. 
Republic Lumber, Inc. 
Greenwich Mill & 

Elevator Co. 

City 

Mo nroev ille 
Old Fort 

Sandusky 

Shinrock 

A very 
Kimba ll 
Sa ndu~l.y 

Shaw1own 
Old Fort 
Burgoon 

Estimated carloadt 
1972 1973 ProjtCltd 

600 
100 

200 

20 

1,052 1,534 

45 

Green ~pring~ 184 155 

100 Old Fort 
Bloomville 

Bloomfield 

Frank 
Bloomfichl 
Ceylon 
Ceylon 
Curti~ 
Gray1own 
Oak Harbor 
Woodville 
Wi lla rd 

Republic 
Republic 

Boughtonville 

47 
15 
50 

36 
29 

100 

Shinrock Elevator & Supply Association reported that 
N&W service is crucial to the enti re local farming com- ) 
munity. The Association stated that, if it lost rail service, 
it would be forced to build additional storage facilities, 
acquire a fleet of trucks for use during the harvest sea­
son, and pay increased transportation costs. Conversion 
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to truck transportation would increase its freight bill on 
coal and fertilizer by an estimated $2.00 per ton. T~e 
Association's grain shipments via truck would also nse 
significantly. The loss of rail service would force t~e 
Jacob Otto Sons Company to acquire trucks to haul its 
inbound shipments of coal from the nearest rail head 
a~ Huron. The purchase of trucks is viewed as an un­
economical alternative to rail service because of opera­
tional costs, increased labor requirements and uoder 
utilization of equipment. Republic Lumber stated that 
transcontinental hauling of lumber from the West Coast 
by truck is not economically feasible. 

Great concern was expressed by Central Erie Supply 
& Elevator, located in Kimball which operates a 120,000 
bushel grain storage elevator'. 1n 1973, the firm spent 

-
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approximately $50,000 upgrading its loading facilities in 
order to handle multiple car lot shipments. 

Peoples Mercantile Elevator Company, located in Old 
Fort, reported that there are not enough trucks in the 
area to handle the 350,000 bushels of grain that it ships 
annually. 

Horn's Crop Service Center, located in Bloomville, 
claimed that it would have shipped an additional 75 car­
loads in 1973, had rail cars been available from the Penn 
Central. The Green Springs Co-op Association stated 
that rail cars ordered from the N&W in March, 1973 
were not received until August, 1973. Delays of four 
months in receiving rail cars were experienced by Re­
public Mercantile and Elevator Company. 

ZONE 101 

Potentially Excess Lines 

The DOT Report designated only one segment of line 
potentially excess within Zone 101, the AC&Y line 
across the northwest corner of the Zone. For a discus­
sion of this line, see the discussion of the AC&Y Moga­
dore to Delphos line in Zone 95. 

ZONE 102 

Potentially Excess Lines 

The DOT Report designated the following segments 
of lines potentially excess: 

( 1) The PC line from Bremen to Thurston and 
from Heath through Centerburg (Zone 97) to 
Edison (Zone 112). 

(2) The PC line from Crooksville to Fultonham. 

(3) The PC line from Zanesville to Columbus 
(Zone 103) . 

(4) The C&O/B&O line from Lore City to Cum-
berland. 

(5) The C&O/ B&O line from Newark to Somerset. 

(6) The PC line from Zanesville through Circle-
ville (Zone 103) and Washington Court House 
(Zone 105), to Cincinnati (Zone 106) . 

(7) The PC line from New Lexington to Hobson 
(Zone 104) . 

(8) The PC/ N&W line from Zanesville to Arnold 
(see the discussion of the Justus to Zanesville 
line in Zone 97). 

(9) The PC line from Dexter City to Oldham (see 
the discussion of the Bayard to Marietta line 
in Zone 97). 

(10) The C&O/ B&O line from Canal Winchester to 
Sugar Grove (see the discussion of the Valley 
Crossing to Gallipolis line in Zone 103). 
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The DOT's March l additions and corrections supple­
ment indicated that Cumberland should be deleted from 
the list of points recommended for local service. 

The following technical errors were noted by the Ohio 
DOT: 

( I ) Baltimore and South Zanesville were recom­
mended for rail service but were not shaded 
blue on the DOT zone map. 

(2) Since South Zanesville, which generates 147 
carloads per year, was recommended for local 
service, Arnold, which generates 3,880 car­
loads; and Cambridge, which generates 845 
carloads; should also have been recommended 
for local service. 

( 3) Rail service for the following stations should 
be reevaluated before the final system plan is 
implemented : Baltimore, which generates 1,414 
carloads per year; Byesville, which generates 
536 carloads per year; Carrol #3 Mine, which 
generates 1,148 carloads per year; and Corn­
ing, which generates 347 carloads per year. 

( 4) Roseville should be shown on the PC's Zanes­
ville to Cincinnati line. 

PC: Bremen to Thurston and Heath to Edison 

This line serves Bremen, Rushville, Thurston, Millers­
port, Hebron, Health, Granville, Alexandria and Johns­
town in Zone 102; Centerburg in Zone 97; and Marengo, 
Fulton, Mt. Gilead, and Edison in Zone 112. The line 
intersects at Edison with the PC line between Cleveland 
(Zone 94) and Columbus (Zone 103) . At Bremen the 
line intersects with the PC line between Zanesville and 
Cincinnati (Zone 106). Evidence submitted to the RSPO 
indicated that the portion of the line between Thurston 
and Bremen is an important bridge segment for traffic 
moving between Columbus and points in the South. 
Table 23 contains a traffic profile of the line. 

The Hydraulic Press Manufacturing Company stated 
that continued rail service is essential to it due to the 
fact that the size and weight (300,000 pounds) of many 
of the machines it ships negate their transportation by 
truck. 

The loss of rail service and a switch to motor carriers 
would increase Marion Landmark's transportation cost 
on grain shipments by l O cents a bushel. 

Snyder's Milling Service claimed that it would have 
shipped additional carloads in 1973 had cars been avail­
able from the PC. Snyder's Milling stated that rail cars 
ordered from PC on February 13, 1973 were not re­
ceived until June 18, 1973. 

Hydraulic Press Manufacturing Company, located in 
Mount Gilead, reported that its machines are too heavy 
to move via motor carrier. 

Johnstown Lumber Company reported that the lim 
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Table 23: Traffic Profile: Bremen to Edison 
Estimated carloads 

Rail IISU Cnmmodity 1972 1973 Projected 

Fulton Elevator 
Sharrock Elevator 
Marion Landmark 
Snyder's Milling 

Service 

Grain 
Grain 
Grain 

Grain 
Hydraulic Press Mfg. 

Co. Heavy machines 
Johnstown Lumber Co. Lumber 
Johnstown Elevator Feed , grain 
Wayne Feed Feed, grain 
Johnstown Pizza Crust Flour 
Johnstown 

Manufacturing Straws, stirrers 

65 
70 

69 

23 

5-15 
143 
95 

100 

between Heath and Edison was in need of repairs and 
alleged that no work has been done on the equipment or 
roadbed for many years. The company noted that a 
culvert washout in I 971 , located approximately three 
miles south of its plant, has not been repaired. 

PC: Crooksville to Fultonham 

The only firm offering information to the RSPO con­
cerning this line was the Nelson McCoy Pottery Com­
pany, located in Roseville. According to that firm , this 
line has not been utilized for many years with the ex­
ception of a small portion that serves a plant located at 
CrooksvilJe. 

PC: Zanesville to Columbus 

This line serves Zanesville, Fultonham, Glass Rock, 
Glenford, Thornville, New Salem, Thurston, Baltimore, 
and Pickerington in Zone 102 and Brice, Truro, Bannon 
and Columbus in Zone 103. Only that portion of the 
line between Glass Rock and Columbus was designated 
potentially excess by the DOT. Table 24 contains a 
traffic profile of the line. 

Table 24: Traffic Profile: Zanesville to Columbus 

Rail 11Ser 

Crown Zellerbach 
Corp. 

Cent ral Silica Co. 
J. C. Penney Co. 
Columbia Cement 

Corp. 
Landmark, Inc. 

Estimated carloads 
Commodity 1972 1973 Projected 

Paper, coal 1,400 1,750 
1,144 

1,0001 

Cement 2,500 
Grain, fertilizer 

1 
The J. C. Penney Company expects to commence operations in 

August, 1974. 

The Crown Zellerbach Corporation, located in Balti­
more, stated that if rail service were eliminated the firm 
would be forced to terminate the employment of 11 o 
people. A business curtailment would also result in a 
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loss of $15,200 in tax revenue to the city of Baltimore 
The Lancaster Chamber of Commerce claimed that ll 
percent of the total a_vailable jobs _in Baltimore would be 
eliminated if rail service were terminated. 

The Columbia Cement Corporation, located in Fu~ 
tonham, declared that its 1973 shipments generated SI.I 
million in freight revenue for the Penn Central. 01 the 
firm's 2,200 outbound carloads, a major portion moved 
from the company's plant westbound to Thurston and 
thence south to Nitro, West Virginia. Columbia Cemeoi 
reportedly is considering expanding its production ca­
pacity which would further increase its annual rail Ille 
by approximately 2, I 00 cars. Loss of rail service on this 
particular line segment would necessitate a 40 pertent 
circuitous rail re-routing, thereby substantially increasing 
Columbia Cement's transportation costs. 

C&O/B&O: Lore City to Cumberland 

The Lore City to Cumberland line is operated by the 
C&O/ B&O and serves Lore City, Pleasant City, Bluebell 
and Cumberland. 

The only firm offering information to the RSPO con­
cerning this line was the Ohio Power Company which 
maintains a coal tipple at Cumberland. This tipple sup­
plies the utilities power plant at Philo. 

C&O/B&O: Newark to Somerset 

No evidence specifically relating to this line was re­
ceived by the RSPO. 

PC: Zanesville to Cincinnati 

The Zanesville to Cincinnati line serves Zanesville, 
Roseville, Crooksville, Goston, Wilbren, New Lexington, 
Junction City, Bremen, Lancaster, Amanda and Stouls­
ville in Zone I 02; Circleville, Williamsport, Atlanta, and 
New Holland in Zone 103; Washington Court House, 

11 
Sabina, Melvin, Wilmington and Clarksville in Zone 
I 05; 11 and Morrow, Loveland, Clare and Cincinnati in 
Zone I 06. The following two segments of the line were 
designated potentially excess by the DOT: ( 1) between 
New Lexington and Lancaster in Zone 102; and (2) be· 
tween Circleville (Zone 103) and Washington Court 
House (Zone I 05). Table 25 contains a traffic profile 
of the line. 

The only organization offering information to the 
RSPO concerning the segment between Circleville (Zone 

11 According to Edwin D. Kuehn, President of Sabina Farmer! 
Exchange, Inc., the C&O/ B&O leases twenty miles of the Penn 
Central track between Washington Court House and Wil~ington. 
In May, 1973, the Public Utilities Commission of Oh10 held 
hearings in Wilmington to listen to Penn Central argume~ls_for 
the abandonment of rail service to Sabina, Melvin, and Wilmuig· 
ton. At the close of the hearings, Penn Centra_l shippers ag:: 
to the abandonment, provided they would conunue to be se 
by the C&O/ B&O. 



103) and Washington Court House (Zone 105) was the 
Washington Court House Area Chamber of Commerce. 
It reported that the Penn Central line presently services 
four companies, located very near Washington Court 
House. Those companies generated 209 carloads of 
freight in 1973. 

Monsanto Company, located at New Lexington, stated 
that abandonment of the track west of New Lexington 
would necessitate circuitous re-routing thereby substan­
tially increasing its transportation costs. The Robinson­
Ransbottom Pottery Company reported that a shift to 
trucks for the hauling of its pottery products would 
double its transportation costs. Irwin-Auger Bit Co. re­
ported that its transportation costs would double, thereby 
jeopardizing the jobs of 50 employees. 

The Nelson McCoy Pottery Company and the Sabina 
Farmers Exchange questioned the ability of local rail 
users to secure the necessary number of trucks to haul 
their products in the event of a rail abandonment. A shift 
to trucks for Nelson McCoy would require a costly in­
vestment to alter its dock facilities. The firm, whose plant 
is located near an elementary school, also expressed great 
concern over the safety of school children should it be 
required to increase its use of trucks. According to the 
company the stations of Crooksville and Roseville gen­
erated 272 and 279 carloads of freight in 1973, respec­
tively. Moreover 80 percent of the in-bound carloads 
originated fro01 such distant points as Georgia, Kansas,_ 
Kentucky, North Carolina, Oklahoma, Tennessee, and 
Ontario, Canada. 

The Wilmington Iron & Metal Company, which op­
erates a scrap recycling center in Wilmington, stated that 
buyers of its products will not accept truckload ship­
ments. 

Champion Bridge Company, located in Wilmington, 
stated that the physical characteristics of its shipments 
which average from 70 to 90 feet in length preclude 
their shipment by motor carrier. 

Mayor James Cannon stated that plans for a Crooks­
ville Industrial Park could bring additional tonnage to 
this line. 

Brockway Glass Company, Crown Zellerbach Cor­
poration, and the Peabody Coal Company all severely 
criticized the PC for the very poor condition of its track 
between Zanesville and New Lexington. Brockway Glass 
reported that the line is in such poor condition that the 
FRA has placed a 220,000 pound weight limitation on 
the line. Brockway recommended that the line through 
Zanesville should be taken over by the C&O/ B&O. 
Crown Zellerbach Corporation stated that repairs were 
needed on the line's bridges and tunnels. Peabody Coal 
Company, located in New Lexington, ships three unit 
trains of coal per week westbound from New Lexington 
via Bremen and Thurston to Columbus.12 From Colum-

12 Peabody paid $5 million in freight charges to the PC in 1973 
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Table 25: Traffic Profile: Zanesville to Cincinnati 

Estimated carloads 
Rail user Commodit y /972 1973 Projected 

Landmark Inc. 
Washington Lumber 

Redman Mobile Homes 
Bell Dor-Lite, Inc. 
ViMron Corp. 

Fertilizer, grain 431 
Lumber 601 

(Atlanta) 
(Melvin) 
(Sabina) 

Agrico 

Brockway Glass Co. 

Dura Corporation 

Peabody Coal Co. 
Monsanto Co. 
Friendship Pottery 
Rose Pottery 
Knight Pottery 

Cookson Pottery 
Hull Pottery Co. 
Nelson McCoy Pottery 

Co. 
Elliot Lumber 
Ferro Corp. 

Robil'lsor.-Ransbottom 
Pottery Co. 

Brush Pottery 
Ungemach Pottery 
Higgins Lumber 

Fertilizer 
Glass & plastic 

containers 

Agricultural 
equipment 

Coal 
Blasting agent 

Po11ery product5 
Pottery products 
Pottery products 
Pollery products 

Pottery products 

Pouery products 
Lumber 12 

Ceramic and plastic 
materials 

Po11ery products 

Pottery products 
Pottery products 

Lumber 
Central Implement Co. Farm machines 
The Irwin Auger Bit 

94 1 

12 1 

1,516 

200 
2 

eS-115 
12 

I 
5 

111 

168 
12 

180-240 

16 

36 

11 
35 

Co. Steel 21 40 
Buckley Bros., Inc. 28 7 
Shupert Implement 

Clinton Landmark 

Eagle Building 
Insulators 

Wilmington Iron and 

Feed, 
fertilizer 

Metal Co. Scrap 
Sabina Aluminum Co. 

Champion Bridge Co. Steel 
Sabina Supply 
Cincinnati Milacron 

Co. 
Conchemco 
Sabina Farmers Ex­

change, Inc. 
Central Supply Co. 
Carter Lumber 

Mobile homes 

Feed, fertilizer 

Lumber 

136 

29 

16 

156 

4008 

39 

114 
14 

5 

240 

327 

1 The carload data for these firms was supplied by the Wash­
ington Court House Area Chamber of Commerce. 

2 The Peabody Coal Company generated 2, 142,902 tons of coal 
for the PC in 1973. 

a The ca rload figure supplied by the Wilmington Iron & Metal 
Company is for a five year period. 



bus, the majority of its cars move north I~ ~e Consumer 
Power Company located in Essexville, M1ch1gan. Should 
the line between New Lexington and Lancaster be aban­
doned Peabody would be required to ship its coal north­
east t~ Zanesville where the cars would be interchanged 
with the C&0/ B&0 for the movement to Columbus and 
beyond. Peabody is opposed to this re-routing b~cause 
the track conditions on this line will not permit the 
movement of 10,000 ton unit trains. Train speeds are 
reportedly restricted to between 5 and 10 mph. Peabody 
avowed that the 90 pound rail on this line simply cannot 
handle the volume of 263,000 gross pound rail cars that 
it uses for its unit train movements. The company also 
pointed out that an interchange track and sidings will 
have to be built in Zanesville in order to accommodate 
its unit trains. The Sabina Farmers Exchange, Inc. re­
ported that there is a defective trestle at Washington 
Court House which restricts the loading of jumbo hopper 
cars to 75 percent of their capacity. James P. Miller, 
representing Wilmington business interests, testified that 
speeds on the line between Wilmington and Morrow are 
restricted to 8 mph. 

Both the PC and the C&0/ B&0 were criticized for 
their poor and unreliable service and for their inadequate 
supply of rail cars. In commenting upon the railroads 
lack of equipment, Buckly Bros., Inc., located in Wil­
mington, stated that for the past few years it has been 
forced to order hopper cars from the PC three months 
in advance of the contemplated shipping date. James 
P. Miller reported that the PC supplied a Wilmington 
elevator company with only one rail car when it could 
have used 200 cars. Ointon Landmark Company claimed 
that its usage of rail cars has steadily declined from 214 
in 1970 to 156 in 1973 because of the inability of the 
C&0/ B&O to supply the firm with empty cars. 

PC: New Lexington to Hobson 

This line serves New Lexington, Sunny Hill and Corn­
ing in Zone l 02 and Glouster, Chauncey, Armitage, 
Athens, Grosvenor, Albany and Hobson in Zone 104. 
The DOT Report designated the entire line potentially 
excess ex~ept for the segment between Sunny Hill and 
New L:x•?~on. From Hobson this line continues into 
West V1.rg101a and serves the cities of Kanauga in Zone 
104; Pomt Pleasant and Bill's Creek in Zone 198· N·tr 
and Charleston in Zone 199; and Alloy and S;iss

1 
; 

Zone 195. The DOT designated this West v· .. · u 1rgm1a po-
t(ent1a y excess except for that portion between Nitro 
Zone 199) and Swiss (Zone 19 5) .1s 

th·R~~ u~ers who were opposed to the abandonment of 
is me mclu.ded the Columbus and Southern Electric 

Company, which operates four generating plants in Pos-

1a n p • 
e . om1 Pleasant to Nitro line is also disc . 

II of this report, pages 142 and 143. USsed m Volume 
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ton in Zone 104 and the Columbia Cement Corpe . 
. 1. f . rattoo, 

which uses the entlre me or its carload moveme ,. 
V. . . M M n..,10 

Nitro, West 1rgima. ayor argaret Bowersock 
Belpre (Zone 104) pointed out that closing the / 

d · al · 1· k me would estroy a v1t connectmg m to the coal 6 Ids 
of southeastern Ohio and southwest West Virginia. e 

Union Carbide ~o.~oration, which has a plant located 
at Alloy, West V1rgmia, expressed concern for the en. 
tire line. Their concern focused on the loss of rail servi(e 
on the north shore of the Ka~awha River; the inabili~ 
of the Charleston or Gauley Bndge connections to absorb 
the increased flow of rail cars which would result from 
the proposed abandonment; the ultimate potential Joss of 
either N&W or PC service at Alloy, West Virginia; the 
questionable ability to receive an adequate car supply 
from the Penn Central due to the abandonment proposal 
"short-hauling" the carrier (downgrading the line 10 a 

feeder status) ; excessive circuitous routing; higher freight 
rates; and serious operating inefficiencies. 

Lines Not Designated Potentially Excess 

Evidence from rail users located on lines not desig­
nated potentially excess by the DOT in Zone 102, such 
as the C&O/ B&O and the PC, was also received. Table 
26 contains a listing of those businesses which submitted 
data to the RSPO. 

Table 26: Traffic Profile: Viable Lines 

Estimated carloads 
Rail user City 1972 
Cambridge Lumber 

Co. Cam bridge 30 
Champion Spark Plug 

Co. Cambridge 101 
Dresser Industries Cambridge 100 
Fairmont Homes Cambridge 200 
Plastic Compounders Cambridge 48 
Rockwell International 

Auto. Group Newark 
Bowerston Shale Co. Hanover 113 
Landmark, Inc. Pata~ka la 
Inland Container Corp. Zanesville 

ZONE 103 

Potentially Excess Lines 

/973 Projtcttd 

360 
135 

19 

The DOT Report designated the following segments 
of lines potentially excess: 

( I ) The PC line from Columbus through London 
(Zone 110) , South Charleston (Zone 109), 
and Wilberforce (Zone J 08) to Morrow (Zone 
106) . 

(2) The C&0/ 8&0 line from Valley Crossing 
through Lancaster (Zone I 02) to Gallipolis 
(Zone 104). 

(3) The PC line from Columbus to London (Zone 
110). 

' 



( 4) The PC line from Columbus through Edison 
(Zone 112), Shelby (Zone I 01), New London 
(Zone 100), and Wellington (Zone 91), to 
Cleveland (Zone 94). 

(5) The PC line from Columbus through Peoria 
(Zone 110), Kenton (Zone 112) , and Findlay 
(Zone 100), to Toledo (Zone 113) . 

(6) The PC line from Delaware to Ostrander. 

(7) The PC line from Columbus to Zanesville (see 
the discussion of the line in Zone 102). 

(8) The PC line from Circleville to New Holland 
(see the discussion of the Zanesville to Cincin­
nati line in Zone 102). 

(9) The PC line from Columbus to Condit (see 
the discussion of the Holmesville to Columbus 
line in Zone 97) . 

The DOT's March l, 1974 additions and corrections 
supplement indicated the following changes were to be 
made in its February 1, 1974 Report: 

( l) The PC line from Columbus through Hayden 
should be shown in red as main line "C". 

(2) The PC lines from Columbus west through 
Columbia Heights; through South Charleston 
in the southeast corner of Zone 109; and 
through Cedarville, Wilberforce, Spring Valley 
and Roxanna (Zone 108) all should be shown 
as potentially excess. 

(3) The PC line from Columbus through Amlin 
should not be shown as potentially excess. 

( 4) The PC line from Scioto to the connection with 
the C&O/ B&O line should not be shown as po­
tentially excess. 

(5) The PC line from Worthington north to the 
zone boundary at Ashley should be shown as 
potentially excess; that portion of the PC line 
from Sims Station to St. James in Zone 112 
should not be shown as potentially excess. 

(6) The PC line from the eastern zone boundary 
to Lilly Chapel (Zone 110) should be shown 
as potentially excess. 

The following technical errors in the February 1st Re­
port were noted by the Ohio DOT: 

(1) Broad St. and Scioto were points recommended 
for rail service but were not shaded blue on the 
DOT zone map. 

(2) Since Scioto, which generates 121 carloads per 
year, was recommended for local rail service, 
Ashville, which generates 978 carloads, and 
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Linworth, which generates 669 carloads, should 
also have been recommended for local rail 
service. 

(3) The U.S. DOT failed to properly consider the 
traffic density over the PC's Columbus to Mor­
row line and the Cardington to Sims Station 
(Zone 112) segment of the Columbus to Cleve­
land line. These lines should be reevaluated 
for possible inclusion within the final system 
plan. 

PC: Columbus to Morrow 

The Columbus to Morrow line serves Columbus and 
Columbia Heights in Zone 103 ; West Jefferson, London 
and Florence in Zone 11 O; South Charleston in Zone 
109; Cedarville, Wilberforce, Xenia, Spring Valley and 
Roxanna in Zone 108; and Waynesville and Morrow in 
Zone 106. Table 27 contains a traffic profile of the line. 

Table 27 : Traffic Profile : Columbus to Morrow 

Estimated carloads 
Ra,/ user Commodity 1972 1973 Projected 

Greene Landmark, Inc. Grain 71 31 35 
Morris Bean Co. 139 
Dewine Lumber Co. Lumber II 4 4 
Lewis & Michael Co. 240 240 240 
Polymer Dispersion, 

Inc. 280 
Hooven & Allison Cordage 157 83 186 
Kroehler Manufactur-

ingCo. Furniture 25 30 30 
Super Value Stores Food 838 844 875 
S. B. Craig Co. 21 19 
Wayne~ville Lumber 

Co. Lumber 11 6 25 
Agra Urban Seed & 

Grain Grain 22 
Clark Landmark Grain 

(Selma) 74 
(South Charleston) 329 249 1 500 

Tanner-Robison 
Lumber Co. Lumber 

Mid-Ohio Chemicals Grain 40-63 
Purex Corp. Household 

cleaners 1,091 
Madison Farm Bureau 

Co-op Assn. Grain 
Vistron Corp. Fertilizer 

( Roxanna) 5 1 
(Cedarville) 

1 Rail usage by Clark Landmark declined in 1973 bccau~e of 
adverse weather conditions and because of the company's in­
ability to ,ecure rail cars. 

If rai l service were eliminated, Green Landmark, lo­
cated in Xenia (Zone 108), estimated that the cost of 
moving grain shipments by motor transportation would 
increase 5 to 10 cents per bushel. Waynesville Lumber 



and Supply Company stated that the distance factor as­
sociated with moving lumber from the southeast, ~est 
Coast and Canada precludes economical transportauon 
by truck. 

The Purex Corporation, located in London (Zone I 10), 
reported that rail transportation is the only economically 
feasible mode for hauling its bulk household cleaners. If 
the line were abandoned Purex would be faced with the 
alternative of either a costly 56 mile circuitous re-routing 
(London to Columbus via Springfield, Urbana and Plain 
City) which Purex believes would ultimately result in its 
closure, or an immediate relocation of its plant. In either 
case, a closure or production curtailment would result in 
Purex terminating the employment of 440 employees. 

The Alpha Omega Corporation reported that abandon­
ment of thb line would have a detrimental effect on the 
future development of its 100 acre industrial park lo­
cated in London. 

Additional future tonnage along this line is expected 
from Clark Landmark, located in South Charleston 
(Zone 109) , which is undergoing a $300,000 expansion 
program, and from Purex Corporation, whose recently 
completed expansion program will triple its present pro­
duction capabilities. 

C&O/ B&O: Valley Crossing to Gallipolis 

This C&O/ B&O line serves Valley Crossing, Obetz 
and Groveport in Zone I 03; Canal Winchester Lock­
ville, Lancaster and Sugar Grove in Zone J 02; ~nd En­
terprise, Logan, Union Furnace, Orland, Creola, Mc­
Arthur, Dundas, Oreton, Hawks, Minerton, Vinton, Bid­
well, Kerrs and Gallipolis in Zone I 04. The DOT Re­
port designated the entire line potentially excess except 
for the segment between Lancaster (Zone 102) and Lo­
gan (Zone I 04). Table 28 contain~ a traffic profile of 
the line. 

. Because railroads transport the essential fuel that keeps 
its Lancast~r plant's furnaces continually burning, An­
cho~ Hockmg Corporation is concerned about the po­
tenual abandonment of this line. Anchor Hocking re­
ported that the only alternative rail route from Lancaster 
(Zo~e 102) to Columbus is the circuitous route via Cir­
clev11le (Zo~e I 03)' which requires an interchange of 
cars. Accordmg to Anchor Hocking the 22 mile PC t k 
from Lancaster to CircleviJle is in substandard condi~~~­
The Lanca~ter Chamber of Commerce stated that shi -
ments movmg over the PC line take substantiall loo ~ 
because of slow order tracks add 't' 1 1 ~ ~ r 
Ya d · h • 1 iona c ass1ficat1on r s, mterc ange requirements and t . 
The L Ch ' ram crew changes 

ancaster amber estimates that 72 . 
annual carload traffic generated by L percent_ of the 
moves over the more direct C& ancaster busmesses 
~ia the Circleville interchange ~~:a~O roteh, rather than 
t1ooed problems. ' se O t e aforemen-

Westvaco Corporation, which purchases pulpwood in 
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Table 28: Traffic Profile : Valley Crossing to 
Galli;)olis 

Rail mer Co111111od1ty 
Eltimated carload, 

1972 1973 p 
Columbus & Southern Heavy 

fO/teltd 

Ohio Electric Co. equipment 150 16l Cellar Lumber Co. Lumber 
General Hocking Briel.. 

Co. Brick 272 
Anchor Hocking Corp. Glass 5,119 
"-eener Sand & Clay 

Co. 175 
\\ e,tvaco Corp. Pulp\\OOd 
Central Soya 97 
Inland Products, Inc. 90 96 
Caner Lumber I umher 93 83 
Ohltl Power Co. Coa l I 
Lancaster Glass Corp. 136 136 
Columbia Gas of Ohio 10 28 
Lancaster Eagle-

Gazelle 32 37 
Ray-O-Vac Co. 19 21 
Lanca,ter Restaurant 

Supply 6 6 
West Side Lumber 4 3 
Fairfield Junk Co. 2 2 
Farm Bureau 5 
R. Rager 3 5 
We,t Side Lumber 6 
Capital Waste Paper 59 
Great Lakes 17 
Reed Tractor Sales 1 I 
Amanda Bent Bolt Co. 8 9 
Sendar I 
D & L Farm Supply 3 12 
Raedel 4 4 
Schirm Grain 13 20 
Mallox Bros. 2 
Dupler Lumber Co. 
Bre"er Co. 4 3 
Lanca51er Greenhouse I 
Wayne Shaner I 
C. E. Gla~s Co. I 7 
Stud Mould Co. 3 2 
Mid-We5t Fabricating ' Co. 
Lan~astcr Implement 

Co. I 
Colonial Heights 2 
Stauffer Chemical 
Ru ble Farms 
Stewart Bro,. Alban 

Co I 
Lanca,1er Farm Service 4 
Smnh-Douglas I 
C)ril Sco11 Co. 10 
Fairfield County 2 
Breme:i Mills 
Gitzenger Marble 
Ralston Purina Co. 
Ri viera Products Co. 
Diamond Power 

Specialty Corp. 
Coffman Stair Co. Wood 

products 116 



Bidwell , stated that , without ra il service, the economic 
development of the Appalachian Region would be frus­
trated. Keener Sand & Clay Company, located in Kerr 
(Zone 104) , reported that, without rail service, it would 
be required to close. The firm is presently working the 
last remaining deposits of foundry molding sand in Ohio. 
Loss of rail service, according to State Senator Harry L. 
Armstrong, would thwart the development of planned 
coal mine operations at Meigs and Vinton. 

Inland Products Corporation recently invested $15,000 
in a " tractor and screw conveyor trailer" to facilitate 
boxcar loadings. 

The importance of the C&O/ 8&O line to the 46 busi­
nesses and individuals within the community of Gallipolis 
was expressed by State Senator Armstrong who testified 
that termination of rail service would jeopardize the em­
ployment of 5,000 people. 

PC: Columbus to London 

This line serves Columbus and Galloway in Zone I 03 
and Lilly Chapel and London in Zone I 04. 11 The line 
intersects at London with the PC line between Columbus 
(Zone I 03) and Morrow (Zone I 06). 

The only rail user offering information to the RSPO 
concerning this line was the Pillsbury Company which 
generated 171 and 73 carloads of grain in 1972 and 
1973, respectively. Pillsbury claimed that it would have 
shipped an additional 100 to 150 carloads in 1973, had 
rail cars been available from the PC. Pillsbury reported 
that it is now negotiating with the PC to operate a 100 
car unit train for its Lilly Chapel plant The firm antici­
pates an ultimate need of 675 rail car~ by 1978. 

PC: Columbus to Cleveland 

The Columbus to Cleveland line serves Columbus. 
Worthington, Lewis Center and Ashlay in Zone 103; 
Cardington, Edison, Sims Station, St. James, and Galion 
in Zone J 12; Shelby and Shiloh in Zone 1 OJ; Greenwich 
and New London in Zone 1 00; Wellington. La Grange, 
Grafton , North Eaton, and Columbia in Zone 91; and 
Westview, Berea and Cleveland in Zone 94. Only that 
portion of the line from Worthington to Sims Station 
(Zone 112) was designated potentially excess by the 
DOT. rn Table 29 contains a traffic profile of the line. 

The distance factor, unreliability and the fuel shortage 
associated with moving lumber all the way from the West 
Coast by truck effectively precludes the use of motor 
carriers as an alternate mode of transportation, accord-

14 The DOT's March I, 1974 additions and corrections supple­
ment extended the potentially excess line designation from the 
eastern boundary of Zone 110 to Lilly C hapel. 
15 The DOT's March I, 1974 additions and corrections supple­
ment extended the potentially excess line desig nation from 
Worthington to Ash ley. 
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Table 29: Traffic Profile : Columbus to Cleveland 

Estimated carloads 
Rail user Commodity 1972 /973 Pro1ected 

Don\ Feed & Seed Grain , fertilizer 45 
St. James Elevator Grain 15-20 
Flick Lumber Co. Lumber 13 
Glendhill Lumber Co. Lumber 23 17 
Galion Equity 

Exchange Co. Grain 24 350 
PPG lndu~tries Sand 
Fleetwood Homes of Building 

Ohio products 
Sharrock Elevator Grain 65 143 
Green\\ ,ch Mill & 

Elevator Co. Grain 
Fe~tival Homes of 

Ohio 20 50-60 
G S. Stewart Co. Picture frames 
Central Plastics Co. Pla~11cs 
Anheuser Busch Inc. Beer 4,095 2 

Polter Lumber & 
Supply Co. lumber 154 2 

Firestone Tire & 
Ruhber Co. Oi,1ribu1ion 

center 3.4602 

t Cemral Plastics Company generated I. 750 tons of pla~tics in 
1973. 
2 fhe carload figure, submilled by Anheuser Busch. Polter Lum­
ber & Supply a nd Firestone rire & Rubber represent total car­
loads given to the C&OIB&O, the N&W, and the PC al Shelby 
or Worthington. 

ing to the Potter Lumber & Supply Company, located in 
Worthington . The firm also stated that handling its in­
bound freight from public team trucks would increase its 
transportation cm,t by an average of $200 per rail car. 
Jncrea~ed transportation co~t was of concern to the Flick 
Lumber Company, located in Galion, because it is also 
receiving lumber via rail from the West Coast. 

The Greenwich Mill & Elevator Company claimed that 
it would have shipped 80 carloads of grain in 1973, had 
sufficient rail cars been available from the PC. 

PC: Columbus to Toledo 

That portion of PC's Columbus to Toledo line between 
Columbus and Amlin (Zone 103) was originally desig­
nated potentially excess in the DOT Report, however the 
March 1 additions and corrections supplement stated that 
this segment should not be designated potentia ll y excess. 
Nevertheless, a significant amount of information was 
received from rail users located on this line. Table 30 
contains a traffic profile of the line. 

A number of individuals indicated that they would use 
the line more if PC gave them better service and provided 
more cars. The Logan Farm Bureau Co-op Association, 
for example, reported that it could have used an addi­
tional 300 rail cars in 1973 had they been avai lable. 



1 
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Table 30: Traffic Profile: Columbus to Toledo 
Estimated carloads 

1972 /973 Projected 
Rail user 
Midwood, Inc. 
Heinz, USA 
Luckey Farmers, Inc. 

( Dun bridge) 
(Sugar) 
(Ridge) 

Bowling Green State 
University 

Logan Farm Bureau 
Co-op Assn. 

Ohio Grain Co. 
(Marysville) 
(Kile) 

Blanchard Station 
Elevator 

Champion Interna­
tional Corp. 

Vistron Corp. 
Carter Lumber Co. 

Commodity 

Fertilizer, grain 
Food products 6 7 5 

Coal 

Grain 
Grain 

Grain 

Paper 

Lumber 

21 

99 

2.898 
304 

45 

1 The Bowling Green State University generated 25,000 tons of 

coal in 1973. 

Blanchard Station Elevator and Midwood, Inc. claimed 
that they could have used an additional I 00 and 200 rail 
cars respectively in 1973 . 

The Logan Farm Bureau stated that conversion to 
truck transportation would increase the cost of moving 
grain by S to 13 cents per bushel. Ohio House Mlnority 
Leader Charles F. Kurfess testified that, if Bowling Green 
State University were forced to utilize motor transporta­
tion for the hauling of coal, its yearly freight bill would 
increase by approximately $225,000. 

Heinz USA, located in Bowling Green, stated that its 
IS to 20 percent annual growth is significantly depend­
ent upon adequate rail service. 

Table 31: Traffic Profile: Delaware to Ostrander 

Estimated carloads 
Rail user Commodity 1972 /973 Projected 
The Trust Joist Corp. 
American Can Co. 
PPG Industries 
Columbus & Southern 

Ohio Electric Co. 
Delaware Farmer's 

Paint 

Heavy equipment 

Exchange Grain 
Rohr-Flexible Co. Buses & engines 
National Lime & Stone 

Co. 
Corco, Inc. 

8501 

165 

304 
2,8912 

8002 

J Col~mbus & Southern Ohio Electric Company reported that 
Ame~1can Can Company, PPG Industries and Trust Joist Cor­
poration tog~ther generate 850 carloads per year from the Del • 
ware I ndustnal Park. a 
2 Rohr-Fle)(ible Company and Corco Inc 
operations in 1974. ' · expect to commence 
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PC: Delaware to Ostrander 

The Delaware to O~trander line serves Dela, 
oto, and Ostrander. Only that portion of the lini 
Scioto and Ostrander was declared potentially 
the DOT. According to the Delaware County 
Planning Commission, the PC line west of t 
River to Ostrander has already been abandoned 
profile of the line is contained in Table 31 . 

The Delaware County Regional Planning Ci 
recommended that, if Penn Central is permittJ 
don the line, it should be taken over by the 

Lines Not Designated Potentially Ex 

Evidence from rail users located on rail lines 
as potentially excess by the DOT in Zone 10
the C&O/ B&O, the N&W and the PC, was als 
Table 32 contains a listing of businesses which 
data to the RSPO. 

Table 32: Traffic Profile: Viable Lines 
Estimated 

Rail user City 1972 1973 

Pickaway Grain Co. Elmwood 7 
Circleville 71~ 

Ashville Gr::in Co. 1 Ashville 150 
USS Chemical A,hville 
Leist Mobile Feed A,hville 
Brown Implement Co. A;hville 
G&G Sawyer Grain Co. Duvall 9 
Columbus & Southern 

Ohio Electric Co. Lockbourne 3 
Lockbourne Air Force 

Ba,e Lockbourne 383 
Lockbourne Farmer's 

Exchange I ockbourne 12 1 
Mid Ohio Chemical, 

Inc. A;hville 
RCA Corp. Circleville 
National Can Co. Obetz 
A. P. Green 

Refractories Columbus 16 
PPG Industries Circleville 
Grove City Farmers Derby 111 

Exchange Co. Grove City 43 
Landmark Derby 

Grove City 

1 Ashville Grain Co. reported that, in I 972, local rru 
crated 254 carloads at Ashville. 
2 RCA expects to ship 2,500 TOFC units in 1974. 

Both Ashville Grain Company and the Pick~ 
Company expressed dissatisfaction with the rail 
ages of the N&W. The Ashville Grain Compa1 
that inability to receive rail cars fo rced it t~ 
higher cost, 488,290 and 397,25 1 bushels o 
truck in I 972 and 1973, respectively. 

Ashville Grain also stated that it was force 
its elevators in 1973 on a half-day schedule£ 
due to an inability to secure trailers and ra· 



cause of the difficulties encountered in obtaining rail cars, 
Pickaway Grain Company has been forced to truck its 
grain from Elmwood to the nearest rail junction point at 
Circleville. This operation has been both costly and in­
convenient. 

RCA reported that it is in the final stages of a major 
expansion program at Circleville. If it lost service be­
tween its Circleville and Scranton, Pennsylvania plants, 
RCA reported that it would be forced to expand its pri­
vate carrier fleet to service the two points. Such a move 
would increase its transportation costs and thwart any 
possible expansion in job opportunities at its Circleville 
plant. 

A forced switch to motor carrier in the event of aban­
donment of the line would increase the transportation 
costs of Grove City Farmer's Exchange Company, lo­
cated in Derby, by $20,000 annually. 

Passenger Service 

Arthur Kelly, a concerned citizen, testified that Am­
trak's Ohio State Limited, which presently uses the PC 
single track through Springfield, Columbus, Galion, and 
Cleveland, operates over a track that suffers from a lack 
of maintenance. To overcome the track deficiency Mr. 
Kelly proposed that the Amtrak train be rerouted from 
Columbus to Marion over the C&O/ B&O line. From 
Marion the Amtrak train would move over the Penn 
Central line to Galion. Although this route would be 8.7 
miles longer, by rerouting the train in this manner, 
15,000 people in Delaware and 40,000 people in Marion 
would have access to rail passenger service. 

It was also reported to the RSPO that the abandon­
ment of rail rights-of-way could detrimentally affect the 
Mid-Ohio Regional Planning Commission's ability to 
provide future rapid transit service to Columbus. If rail 
rights-of-way are to be abandoned, the Mid-Ohio Re­
gional Planning Commission recommends that they be 
used for either bike paths, busways, or pedestrian trails. 

ZONE 104 

Economically, Zone 104 is considered part of the "de­
pressed" area of the Appalachian region. In order to 
stimulate the area's economic growth, and consequently 
raise the standard of living for the area's residents, a sub­
stantial amount of funds have flowed into this area from 
the federal, state and local governments. 

The consensus of those who submitted evidence to the 
RSPO was that rail abandonment at this time would be 
in direct opposition to the economic development philos­
ophy presently being fostered by the various levels of 
government. 

Potentially Excess Lines 

The DOT Report designated the following segments 
of line potentially excess: 
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(1) The C&O/B&O line from Logan to Athens. 

(2) The C&O/B&O line from Hamden to Ports­
mouth (Zone 105) . 

(3) The C&O/B&O line from Pomeroy to Galli­
polis. 

( 4) The PC line from Hobson to Glouchester (see 
the discussion of the New Lexington to Hobson 
line in Zone 102) . 

(5) The C&O/ B&O line from Logan to Gallipolis 
(see the discussion of the Valley Crossing to 
Gallipolis line in Zone 103) . 

(6) The DT&I line from Jackson to Cove (see the 
discussion of the Delta to Ironton line in Zone 
114) . 

The following technical errors in the February 1st Re­
port were noted by the Ohio DOT: 

( 1) Red Diamond was recommended for rail serv­
ice but was not shaded blue on the DOT zone 
map. 

(2) Rail service for the following stations should be 
reevaluated before the final system plan is im­
plemented : Athens, which generates 326 car­
loads per year; Cheshire, which generates 1,601 
carloads per year; Gallipolis, which generates 
349 carloads per year; Nelsonville, which gen­
erates 681 carloads per year; and Wellston, 
which generates 318 carloads per year. 

C&O/B&O: Logan to Athens 

The Logan to Athens line serves Logan, Haydenville, 
Nelsonville, Armitage and Athens. The DOT Zone 104 
map does not show the C&O/ B&O track connection be­
tween Nelsonville and Athens. The Columbus and South­
ern Ohio Electric Company testified that it is presenlly 

Table 33: Traffic Profile: Logan to Athens 

Estimated carloads 
Rail user Commodity 1972 /973 Projected 

Goodyear 
Manufacturing 1 

Smead Manufacturing 
Foam products 

Company I Filing equipment 
Glen Gery Corp. I Brick 
Coffman Stair Co.I Wood products 
Hardwood Veneer Logs 

and Lumber Co., Inc. 

855 

100 
631 

200 2 

1 According to Max Davidson of the Hocking Coun1y Com­
munity Improvement Corpora1ion these four companies. with a 
payroll of between $7 and $8 million, provide employment to 
over 1,000 people. 

2 Additional tonnage along this line is expected from the Coff­
man Stair Company, which is building a $ I million processing 
plant on 142 acres in Haydenville. 



in the process of obtaining title from the _C&O/ B&O t~ 
the 11 .78 miles of track between Nelsonville a~d Anrn­
tage. Table 33 contains a traffic profile of the hoe. 

C&O/B&O: Hamden to Portsmouth 
The Hamden to Portsmouth line serves Hamden, 

Wellston, Grand Crossing, Ironton Junction, Coalton, 
Jackson, Clay, Oak Hill, Hitchcock and Black . Fork 
Junction in Zone I 04 and Bloom, Edmunds, D1lla_rd, 
Sciotoville, and Portsmouth in Zone 105. The followmg 
two segments were designated potentially excess. by the 
DOT: Hamden to Jackson in Zone 104 and E1fort to 
Sciotoville in Zone 105. According to the testimony of 
the Empire Detroit Steel Corporation, the C&O/ B&O 
track from Dillard to Edmunds in Zone I 05 has already 
been abandoned. McNally Manufacturing Corporation 
pointed out that the spur from Jackson to Roads and the 
segment from Byers Junction to Coalton have already 
been abandoned. A traffic profile of the line is contained 
in Table 34. 

Table 34: Traffic Profile: Hamden to Portsmouth 
Estimated carloads 

Rail user Commodity /972 /973 Projected 

Columbia Gas of Ohio Pipe 138 
Frick Gallagher 

Manufacturing Co.I Racks, shelves 
AP Green Refractories Refractory products 
Cambria Clay Products 

Company 
Hinchcl iff Products 

Company Lumber 

33 
627 

24 
Banquet Foods Corp. Food products 
McNally Manufactur- Coke, oven 

3802 710 

ing Corp. machinery 182 300 
Sivad Ceramic 

Corporation 
Scioto Development, Lumber 

Inc. 
Damron Lumber Lumber 

Company 
Empire Detroit Steel 

Corp. 7,097 
Gunning Refractories, 

Inc. 
Goodyear Aerospace 4 Fiberglas-plastic 

Davis Fire & Brick Co. 
Wellston Lumber Co. 
Ohio Fire Brick Co. 

products 483 

52 

105 

7,993 3 

468 250 

1,932 

6 

I Frick Gallagher Manufacturing Company stated that Well t 
generated 726 carloads of freight in 1973_ son 

2 Banquet Foods Company began its opcrat1'on 
1973. in February, 

3 The Detroit Steel Corporation located in Port h 
that it generated 16,461 and i'1094 ca I d ; mout , report~d 
I 972 and 1973, respectively. ' r oa s or the N&W m 

4 The carload figures submitted by Good 
at Jackson, represent total carload . year_ Aerospace, located 
or the DT&I. s given to either the C&O/ B&O 
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Loss of rail service, according to Banquet F 
would result in termination of the employment f~S 

M f · o 50 
people. McNally anu act~nng Corporation predicted 
that it would be forced to either curtail its operation °' 
shut down completely. 

Davis Fire and Brick Company noted that its brick 
products are too heavy to be transported economical! 
over long distances by truck. Y 

Hinchcliff Products Company claimed that it w W 

have shipped an additional I 00 carloads of tumbe~· 
1973, had rail cars been available from the PC. in 

C&O/B&O: Pomeroy to Gallipolis 

The Pomeroy to Gallipolis line serves Pomeroy, Am­
bassador Siding, Middleport, Hobson Junction, Cheshirt, 
Kanauga, and Gallipolis. 

The only rail user offering information to the RSPO 
concerning this line was the American Electric Power 
Service Corporation, located in Cheshire. American Blee. 
tric, which presently operates a 1.086 million kilowatt 
plant (Kyger Creek), is in the process of constructing 
two new coal-burning units (General James M. Gavin), 
each of which will have a capacity of 1.3 million kilo­
wats. American Electric anticipates that the new units 
will consume approximately 5 to 6 million tons of co~ 
per year. 

ZONE 105 

Potentially Excess Lines 

The DOT Report designated the following segments of 
line potentially excess: 

( l) The N&W line from Hillsboro to Sardinia. 

(2) The C&O/B&O line from Wilmington to Mid­
land City. 

(3) The C&O/8&O line from Musselman to Dai· 
ton (Zone 108). 

(4) 

(5) 

(6) 

(7) 

(8) 

The C&O/ B&O and N&W lines from Piketon rt 

to Teays Junction. I 
The DT&I line from Bloom Junction to Bond­
clay (see the discussion of the Delta to Ironton 
line in Zone 114) . 

The DT&I line from Beaver to Jeffersonville 
( see the discussion of the Delta to Ironton line 
in Zone 114) . 

The C&O/B&O line from Sciotoville to Eifolt 
(see the discussion of the Hamden to Ports­
mouth line in Zone 104). 

The PC line from Washington Court Ho~ 
east to the zone boundary (see the discuss11ii 

of the Zanesville to Cincinnati line in Zort 
102). 



The following technical errors in the February 1st Re­
port were noted by the Ohio DOT and U.S. Steel Corpo­
ration: 

(l) Kingston was recommended for rail service but 
was not shaded blue on the DOT zone map. 

(2) The Ohio DOT stated that, since Hopetown, 
which generates 2 19 carloads per year, was 
recommended for local rail service, Clarksville, 
which generates 932 carloads, and Wilmington , 
which generates 554 carloads, should also have 
been recommended for local service. 

(3) The Ohio DOT stated that rail service for the 
fo llowing stations should be reevaluated before 
the final system plan is implemented: Bond 
Clay, which generates 54 7 carloads per year; 
Hillsboro, whicih generates 391 carloads per 
year; and Jeffersonville, which generates 393 
carloads per year. 

(4) U.S. Steel Corporation stated that, since its 
plant at Haverhill alone generates 3,200 an­
nual carloads, the U.S. DOT should recom­
mend the station at Haverhill for local service. 

N&W: Hillsboro to Sardinia 

The Hillsboro to Sardinia line serves Hillsboro, East 
Danville, Mowrystown, and Sardinia. The line intersects 
at Sardinia with the N&W line between Portsmouth 
(Zone 105) and Cincinnati (Zone 106). A traffic profile 
of the line is contained in Table 35. 

The principal concern expressed over the abandon­
ment of this line concentrated on the increased transpor­
tation costs for those firms able to shift to trucks in the 
event of a loss of rail service. Highland Enterprise Lum­
ber Company reported that a conversion to motor carrier 
would increase its transportation costs by $12,000 to 
$15,000. Tri-County Jm plement Company stated that the 
cost of shipping one of its combines by rail is $180.00 
as compared to $513.22 via motor carrier. The Construc­
tion and Supply Company claimed that the cost of ship­
ping its grain dryers will increase by an average of 
$521.00 if moved by truck. The firm also stated that the 
retail price of lumber would rise 22 to 25 percent if mo­
tor carriers are used in place of railroads. Carter Lumber 
Company stated that the elimination of rail service would 
substantially increase the costs of moving bulk lumber. 
The Highland County Landmark Farm Bureau Coopera­
tive Association reported that loss of rail service would 
necessitate building a $400,000 grai n storage elevator to 
handle traffic via motor transport. The lack of available 
trucks and an inadequate highway system in this pre­
dominantly rural agricultural area was also of concern to 
rail users. Ohio State Senator William Mussey testified 
that a proposed four-lane highway system designed to 
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Table 35: Traffic Profile: Hillsboro to Sardinia 1 

Estimated carloads 
Rail user Commodity 1972 1973 Pro1ected 

Highland Enterprise 
Lumber Co. Lumber 2 

S. B. Craig and 
Company 

Gordon Auto Supply 
Corp. 

Dorton Feed 
l ntermatic 
Smith & Hopkins 

Lumber Co. 
OhJO Power Co. 
Highland County Land­

mark Farm Bureau 
Cooperative Asso-

Auto parts 

ciation Grain, fertilizer 
Construction & Supply 

Co. 
The Moore Drop Forge 

Co. 
Highland Farm 

Chemicals Fertilizer 
Tri-County Implement Farm machinery 
Carter Lumber Co. Lumber 
Landmark Inc. 

( Hillsboro ) 
Agrico Fertilizer 
S. C. Bell & Company 
Burch Tractor Co. 
Early and Daniels 

Grain Co. 
Esehelman Grain Co. 
Hillsboro Farmers 

Exchange 
Higgins Construction 

Co. 
Moon T ractor Sales 
Moore Company 

42 

253 

6-8 

35 

33 3 

400 

55 
30 

50 

800 

1 Accord ing to Jon C. Harper, legal advisor fo r the City of 
Hillsboro, 321 carloads were generated a long this line in 1972. 
2 The Highland Enterprise Lumber Company generated 1.5 mil­
lion board feet of lumber for the N&W in 1973 . 

3 The Highland Farm Chemicals Company asserted that a fertil­
izer shortage reduced its use of rail cars in 1973. 

serve the needs of the Appalachian region of Ohio will 
not be completed for at least five years. 

The Highland County Landmark Farm Bureau Co­
operative Association claimed that it would have shipped 
an additional 98 carloads of fer til izer or grain in 1973, 
had cars been available from the N&W. Continued rail 
service, according to the Association, is a necessary pre­
requisite to a final commitment to build an 80,000 
bushel elevator. 

C&O/B&O: Wilmington to Midland City 

The 11 mile Wilmington to Midland City line inter­
sects at Wilmington with the PC line between Zanesville 



. . (Z 106) At Midland (Zo 102) and CincUU1at1 one · 
ne . C&O/ B&O line between City the line intersects with the 106) 

C. · t' (Zone • Chillicothe (Zone 105) and i~cmna I • SPO 
Users of this line who offered mformatton to the RC 

were: Central Implement Company, True Temp; mo;; 
poration, and Wilmington Iron & Metal Co._ True de ~ 
Corporation which is planning to double its pr~ uctton 
of rough tur~ed wooden dowels, predicted that its trans­
portation costs would double if it were forced to use 
motor carriers. . 

Wilmington Iron & Metal Company, which operates a 
scrap recycling center in Wilmington, stat~ that buyers 
of its products will not accept truckload shipments. Dur­
ing che past five years the firm has generated 400 car­
loads of scrap. 

Sabina Farmers Exchange Corporation recommended 
the retention of this line in order to provide an alternate 
rail route to and from Cincinnati. 

James Miller of the law firm of Buckley & Miller, re­
ported that "n:w ribbon" track was installed along this 
line in November 1973. 

C&O/B&O: Musselman to Dayton 

The Musselman to Dayton line serves Musselman, 
Frankfort, Austin, Fairview, Washington Court House, 
Luray, Cunningham, Milledgeville, Octa, and Edgefield 
in Zone 105 and Rosemoore, Jamestown, New Jasper, 
Orphans Home, Xenia, and Dayton in Zone 108. Only 
that portion of the line between Musselman (Zone I 05 ) 
and Xenia (Zone I 08) was designated potentially ex­
cess by the DOT. Table 36 contains a traffic profile of 
the line. 

Table 36: Traffic Profile: Musselman to Dayton 

Estimated carloads 
Rail user Commodity 1972 1973 Projected 
Smith-Scaman Grainery 50 
Carler Feed & Grain Grain 
Cellar Lumber Co. Lumber 
Landmark Elevator Grain 
Washington Crop 

Service 
30 50 1 

Moorman Manufac1ur-
ing Co. 

400 The Budd Co. Automobile wheel 
lrim 

924 2 W. A. Hammond Glass bonlcs, 
Drierite Co. steel drums 53 Green Landmark, Inc. Grain 

Ryan Homes 
360 456 783-

Adams Thuma Lumber 1,980 
Co. 

5 

~ Wash!ngton Crop Service is presently building a new rail sid­
mg at ,_ts Lura~ plant which will enable it to receive anhydrous 
ammoma and rutrogen fenilizer solution by rail 
2 • 

The Budd Company began operations at this plant in 1973. 
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The Budd Company estimated that its freight bin 
would triple if it were forced to shift to motor ca . 

1. . d G rncn If rail service were e 1m10ate , reen Landmark C 
. h . . o~ ration estimated t at Its transportation costs would . 

crease 5 to 10 cents per bushel of grain . Ryan Ho U). 

located in Ja~estown (~one l 08!, pre~icted that as~: 
to motor earners w~uld mcre~se its fre1~ht bill by ssso.oo 
per carload and ultimately raise the price of its homes~ 
$110.00. Ryan believes such cost increases would ca 

• .. .. 11!1 
it to Jose its compet1t1ve ~os11Jon and close its Plant 
Without carload rates on its long-haul inbound shi 
ments, W. A. Hammond D rierite Company anticipa~ 
that its freight costs would be 3 to 4 times higher. 

N&W and C&O/B&O: Piketon to Teays Junction 

The Piketon to Teays Junction line is operated by boll 
the N&W and the C&O/ B&O. N&W operates the lini 
from Piketon to Teays and C&O / 8&0 operates the lioi 
from Teays to Teays Junction. 

Users of th is line who offered information to the RSPO 
were the Carter Lumber Company and the U.S. Atanx 
Energy Commission. The AEC expressed serious concem 
for continued rail service to its Portsmouth Gaseous Dif. 
fusion Plant, located in Piketon, which is served by boll 
N&W through Piketon and C&O/ 8&O through Tea11 
Junction. The AEC noted that the short rail spur in~ 
the plant has historically been used as a crossover 1JU 

fo r detours between the respective rail roads. 

Lines Not Designated Potentially Excess 

Evidence from rail users located on rail lines not noud 
as potentially excess by the DOT in Zone I 05, such ll 
the C&O/ B&O, was also received. Table 37 contairua 
list of those businesses which submitted data to lhi 
RSPO. 

Table 37: Traffic Profile: Viable Lines 

Estimated ca,loadJ 
Rail user Cummodity 1972 1973 ProJ«ttJ 
Landmark Grain 897 
Pennington Bread 276 
Dr. Heinz Company 146 
Holly Farms 36 
Mead Containers 490 
Marting Manufacturing 130 
Agrico 847 
Hockman Grain 62 
Mid Ohio Chemical Co. 

(Cook) 134-21? 
(Highland) 3141 

Cor Tee, Inc. 520 
Adams County Farm 

Bureau Co-op Assn. G rai n 41 
U.S. Steel 
East Monroe Farm 

Steel 3,200 

Service 
Buckeye Molding Co. 250 
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ZONE 106 

Zone 106, whiich includes the metropolitan Cincinnati 
area, is a densely populated and heavily industrialized 
region. The greater Cincinnati metropolitan area, which 
actually includes all of Zones I 06 and I 07, encompasses 
a nine county region located within the states of Indiana, 
Kentucky and Ohio.rn As a result of comprehensive de­
velopment and transportation planning for the past ten 
years by The Ohio Kentucky Indiana Regional Council 
of Governments, the nine county Cincinnati region is con­
sidered to be one of the most attractive areas for heavy 
industrial development in the United States . The Council 
believes that an abandonment of rail lines within this 
region would seriously endanger the area's ability to at­
tract new industries. 

Potentially Excess Lines 

The DOT Report, as supplemented and corrected, des­
ignated the followi ng segmen ts of lines potentially excess: 

( 1) The PC line from Morrow north to the zone 
boundary (see the discussion of the Columbus 
to Morrow line in Zone l 03) . 

(2) The PC line from Hageman to Lebanon. 

(3) The PC line from Lytle to the zone boundary. 

The DOT's March I supplement indicated that Wyo­
ming was improperly shaded blue on the Zone l 06 map 
and should not be considered as a point recommended 
for local service. 

The following technical errors in the February 1st Re­
port for Zone l 06 were noted by the Ohio DOT and the 
Lebanon Area Chamber of Commerce: 

(I) Dearborn and Wyoming were shaded blue on 
the DOT zone map but were not listed in 
DOT's table of points recommended for local 
service. 

(2) The stations of Addyston, Avondale, Bond Hill , 
Carthage, Cementdale, Cleves, Cumminsville, 
Delhi, Erlanger, Fairrflont, Hartwell, Hutch­
ings, Jvorydale Junction, Lockland, Ludlow, 
Madisonville, Miami Fort, Northside (Cum­
minsville), Norwood H eight, Oak Ridge, Red 
Bank, Stock Yards, Thatcher, Troutman, 
Vaughan, West Side and Winton Place were 
recommended for service but were not shaded 
blue on the DOT zone map. With the excep­
tion of Addyston, Carthage, Cleves, Erlanger, 
Hutchings, Ludlow, and Troutman, none of 
these stations was shown on the Zone I 06 map. 

16 The greater Cincinnati metropolitan area includes the follow­
ing counties: Dearborn and Ohio in Ind iana; Boone, Campbell 
and Kenton in Kentucky; and Butler, Clermont, Hamilton and 
Warren in Ohio. 
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(3) Since Hartwell , which generates 120 carloads 
per year, was recommended for local rail serv­
ice, the Ohio DOT believed that Gest St. , which 
generates 1,5 13 carloads per year; Fernold, 
which generates 1,201 ca rloads per year; and 
Lebanon , which generates 346 carloads per 
year; should also have been recommended for 
local service. 

( 4) Mason generated 2,394 carloads, not 1,719 as 
shown in the DOT Report. 

PC: Cincinnati to Lebanon 

This line serves Cincinnati , Blue Ash, Mason, Hage­
man, and Lebanon. It intersects at Hageman with the PC 
line between Middletown Junction and Middletown (Zone 
107). Only the 5 mile portion of the line between Hage­
man and Lebanon was designated potentially excess by 
the DOT. Table 38 contains a traffic profile of the line. 

Table 38: Traffic Profile: Cincinnati to Lebanon 

Estimated carloads 
Rail user Commodity 1972 1973 Projected 
Leggett and Platt Lumber 125-150 
Clermont Lumber Co. Lumber 
Nachman Corp. Lumber 78 
Mason Lumber & 

Coal Co. Lumber. coal 40 70 45 
Stearns & Foster Co. 845 1,433 2,866 
Carter Lumber 
Interna tional Paper Paper 688 
Dave Steel Corp. Steel 124 
Artyle Industries 8 
Agri-Urban, Inc. Feed, fertilizer 46 
Lebanon Distribution 

Warehouse, Inc. 260 
Brant 's. Inc. II 10 10 
Brattain Lumber Co. Lumber 16 20 
Gordon Steiniger Peat moss 70 80 
Lebanon Lumber Co. Lumber 25 21 25 
Valley Kitchens. Inc. 18 24 36 
Cincinnati Ga~ & 

Electric Co. 
Vistron Corp. Fertilizer 14 
Green Thumb 

Products, Corp . Ferti lizer 5 

The predominant concerns expressed over the poten­
tial abandonment of this line dealt with business and 
plant closings, unemployment and increased transporta­
tion costs. It was predicted that the loss of rail service 
would eventually force the closure of the Stearns & Foster 
Company, Leggett and Platt , and Valley Kitchens, Inc. 
The shutdown of these firm s and other business curtail­
ments would cause a significant increase in unemploy­
ment. Stearns & Foster would terminate the employment 
of 400 people. The Nachman Corporation, which de­
pends heavily on sales to Stearns & Foster, estimated that 
it would terminate 30 employees. Lack of rail service 



H 

would mean the loss of 160 jobs at Valley Kitchens, Tnt' 
d 12 to 15 1·obs at the Lebanon Lumber Company . . n 

an • I or curtail-addition to the loss of jobs, business c osures_ 
ments would also cause a significant decrease in tax reve­
nues. Lebanon Lumber Company reported that the s~ate 
would lose $10 000 in franchise. property and tangible 
taxes from it ~s a direct result of rail abaodonmen_t. 
Stearns & Foster and Valley Kitchens stated that their 
closing would mean a tax loss of $50,000 and $80,300, 
respectively, to the local and state governmen~s. 

Dave Steel Corporation stated that there 1s no prac­
tical alternative shipping mode available to it because 
trucks cannot handle its 40 to 60 foot structural steel 
shipments, and because certain consignees refuse to han­
dle structural steel delivered by motor carrier. 

The distance factor associated with moving lumber 
from the northeast, the West Coast or British Columbia 
effectively precludes the economical use of motor car­
riers as an alternative mode of transportation for Cler­
mont Lumber Company, which operates the Pay And 
Save Building Center in Mason, and for Leggett and 
Platt Corporation. Mason Lumber and Coal Company, 
which receives coal from Kentucky and lumber from the 
West Coast via rail, reported that it would have to in­
vest heavily to alter its dock facilities to handle motor 
carriers. Such expenditures would increase the price of 
its commodities to consumers by 15 to 20 percent. Nach­
man Corporation stated that abandonment of this line 
would force it to use a public team track. Nachman esti­
mated that the costs to handle its lumber shipments from 
the team track rather than from its own private siding 
would eventually raise its retail lumber prices by 15 to 
20 percent. The Agri-Urban Corporation, which receives 
fertilizer from Florida, Indiana, and New Mexico, claimed 
that abandonment of the line would force it to discon­
tinue receiving fertili zer shipments from long distance 
suppliers. The transport cost to the firm of moving in­
bound fertilizer via truck from Terre Haute, Indiana is 
expected to increase by as much as $4 to $5 a ton. A 
forced conversion to truck transportation would raise the 
cost of moving peat moss by $500 per carload . A similar 
increas~ . is expected by Gordon Steiniger Company. 

Add1t1onal tonnage along this line is expected from : 
~g~ett and Platt, which plans to double its rai l usage 
w1tbm the next two or three years; Lebanon Distribution 
Warehouse, Inc., which has recently built a new ware­
ho~sing fa~ility; Dave Steel Corporation, which expects 
to mcrease its production of structural steel; Green Thumb 
Pr_od~c_ts Corporation, which reportedly expects to have a 
rail s1dmg b~ilt on (ts property; and First Executive Real­
ty Co'!'orahon, ~h1ch is developing an 85 acre industrial 
park mcorporatmg a $65,000 rail siding. The M 
Area Ch b f C ason am er O ommerce reported th t ii 1 h. 1. a ra usage 
a oog t is me could increase from 33 to 200 

·th· percent 
w1 m the next few years. According to the Lebanon 
Chamber of Commerce, a 10 percent increase in rail traf-
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fie can be expected in 1974 from Lebanon, provided rai 
cars are obtainable from the Penn Central. The Cham~ 
of Commerce also stated that Lebanon generated 

3 carloads of freight for the PC in 1973. 41 

PC: Lytle to Dayton 

The 15 mile Lytle to Dayton line serves Lytle in Zo 
106; and Centerville, Hempstead, Clement (via a 4 ~e 
branch ), and Dayton in Zone 108. Table 39 conta· 1 

. msa traffic profile of the line. 
Opponents of abandonment discussed the various prob. 

!ems associated with converting to motor transponati 
-distance and weight factors which preclude the movj: 
of ceratin. typ~~ of com'.11odities, inc'.~a_scd transport cos: 
truck availabil~ty, altering dock fac1ht1es, increased high­
way construction, greater energy consumption and tht 
environmental degradation of air quali ty, noise levels and 
traffic congestion (particularly in the city of Dayton and 
on Ohio State Route 725). 

The costs associated with the distance and weight fac. 
tors involved in moving bricks and lumber shipmen~ 

Table 39: Traffic Profile: Lytle to Dayton 

Rail user 

Hilltop Concrele 
Handyman Lumber 
Oakdale Lumber 
United Beverage 
Delco Produc1s Div. of 

General Mo1ors 
Corp. 

Daylon Menial Health 
Center 

Top Value 
Wolohan Lumber 
Lewis & Michael, Inc. 
MacMillan Bloedel 

Con1 ainer, Inc. 
Centerville Builders 
Southview Homes 
Cenlerville Coal & 

Feed Co. 
Elder Beerman Store 
National Cash Register 

Co. 
Snyder ConcreJe 

Products 
Wai:ntr Wood Co. 
Day's Furnilu re Co. 
Day's Carriage House 
Smokey, Inc. 
Swango Construction 
OP&L 
Dayton S1a1e Hospital 
Defense Electronic 

Supply Center 

Estimated carload1 
Commodity 

Concrete 
Lumber 
Lumber 
Beverage 

1972 1973 Proj«ul 

Mercha ndi,ing items 
lumber 

Paper rolls 
I umber 
Lumber 

Coal, gram 
Furniture 

Brick 
lumber 
Furniture 
Furniture 
Lumber 

10 
30 

30 

1,431 

300 
247 
150 

603 
25 
30 

5 
60 

72 

150 
22 

154 
30 

1,425 
260 

150 

920 

ll•ll 

1 Snyder Concrete Products Company genera1ed appwximi!t~ 
3.6 million Ions of brick fo r 1he Penn Centra l during ils fu.• 
year March, 1972 to March , 1973. 
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effectively prohibit the use of motor carriers as an alter­
nate mode of transport, according to the Smokey Corpo­
ration and Snyder Concrete Products Company. Wagner 
Wood Company estimated that a switch to motor carriers 
for its lumber shipments would reduce its profits by 75 
percent. 

Top Value Company reported that its dock facilities 
would have to be substantially altered in order to handle 
additional trucks. Top Value also testified that the 4 mile 
Hempstead to Clement branch has recently been mod­
ernized by the Penn Central. Louis T. Klauder & Asso­
ciates stated that the Lytle to Dayton line is presently 
operating under a 5 m.p.h. speed restriction. 

The Dayton Mental Health Center reported that, with­
out rail service, the general public would be required to 
construct a new road to its facility. The Center estimated 
that the use of trucks would increase its freight bill by 
50 to 75 percent. 

The loss of rail service would force the MacMillan 
Bloedel Container Corporation to terminate the employ­
ment of 230 employees, resulting in the loss of $1.8 mil­
lion in personal income. 

Additional tonnage along this line is expected from the 
planned expansion of Snyder Concrete Products Com­
pany. A representative of the city of Centerville, Charles 
McQueeney, noted that that city has recently rezoned an 
area of 400 acres to industrial use. The area is adjacent 
to the PC line, and Mr. McQuecney estimated that at the 
time of full development of the area, increased usage 
would be at least 24,000 carloads per year. 

Table 40: Traffic Profile: Viable Lines 

Ra,/ user Cily 

Clermont Lumber Co. Milford 
Central Soya 
Firestone Tire & 

Rubber Co. 
A P. Green 

Refractoric~ Co. 
Thatcher Glass 

Evend,ile 

Cincinnati 
Cincinnati 

Manufacturing Co. Cincinnati 
Diamond Internat ional 

Corp. Cincinnati 
Plant #2 Ancor 
Plant #9 Ancor 

Cincinnati, Inc. Cincinnati 
Crest Component 

Hom~ Cincinnall 
Seasongood Folding 

Box Co. Cincinnati 
Arling Lumber Cincinnati 
Cincinnati Gas & 

Electric Co. Cincinnati 
J. Cornelius Grain 

Elevator Cincinnati 
Elsinore Warehouse Cincinnati 
K. 0 . I. Warehouse Cincinnati 
Cincinnati Association 

for the Blind Cincinnati 

Est1111ated carloads 
I 9 72 I 9 7 3 Projec1ed 

103 
3,139 

226 
9 

800-900 
350 350 
198 
120 120 

240 

24 24 

4 4 
300-400 300-400 

25 25 
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Lines Not Designated Potentially Excess 

Evidence from rail users located on lines not desig­
nated potentially excess by the DOT in Zone I 06. such 
as the N&W and the PC, was also received . Table 40 
contains a list of businesses which submi tted data to the 
RSPO. 

Opposition was expressed over the rail abandonment 
concept by rail users located on viable lines because of 
the potential industrial and retail curtailments, reloca­
tions or shutdowns of such firms as Cincinnati, Inc., Ar­
ling Lumber Company, Elsinore Warehouse, K.O.l. Ware­
house, and the Clennont Lumber Company. The Joss of 
rail service to the Cincinnat i Association for the Blind 
would jeopardize the employment of numerous blind 
people. 

ZONE 107 

Potentially Excess Lines 

The DOT Report designated the following lines poten­
tially excess within Zone 107: 

( 1) The PC line from Middletown to Hageman 
(Zone 106). 

(2) The PC line from Cincinnati (Zone 106) 
through Hamilton {Zone I 07) and Eaton 
(Zone 108) to Richmond, lndiana (Zone 120). 

The Ohio DOT stated that, since Monroe generates 
327 carloads per year, it should have been recommended 
for local service. 

PC: Middletown to Hageman 

The Middletown to Hageman line ~erves Middletown 
and Monroe in Zone 107 and Union Village and Hage­
man in Zone J 06. The line inter,ects at Hageman with 
the PC line between Cincinnati (Zone 106) and Leban­
on (Zone 106). Only that portion of the line from Mid­
dletown to the Zone I 07 boundary was designated poten­
tially exces\ by the DOT Report. Table 41 contains a 
uaffic profile of the line. 

Texas Eastern Transmission Corporation. located in 
Monroe, stated that continued rail service is crucial for 
future movements of liquefied petroleum gas to and from 
its Tod Hunter Terminal. 

If rail service were eliminated, Heidelberg Distributing 
Company, located in Monroe, predicted that it would be 
forced to either curtail its operation or shut down com­
pletely. A closing of the Heidelberg facility would result 
in the tennination of the employment of 80 to I 00 em­
ployees; a loss to the county of $43,000 in tax revenues, 
and a default on the firm's bond interest payments. Hei­
delberg's facilities were financed from the sale of $1.3 
million in industrial development bonds. 

The loss of the Middletown to Hageman line would 
compel the Wickes Lumber and Building Company, lo­
cated in Monroe, to shift to motor carriers in order to 
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Table 41: Traffic Profile: Middletown to Hageman 
Estimaud carloads 

Rail user Commodity 

Inland Container Corp. Containers 
Heidelberg Distributing 

Co. Beer. wine 
Wickes Lumber and 

Building 
Miami Carey 
Oberer Construction 

Co. 
Texas Ea~tem Trans· 

Lumber 

1972 /973 Projected 

113 

8671 1.191 

142~ 

97 

190-200 

130 

mission Corp. Natural gas 217 263 

Diamond International 
Corp. 

1 The carload figures submitted by Inland Container Corpora• 
tion represent total carloads over the C&O B&O and the PC. 
2 The carload data supplied by Heidelberg Distributing Com· 
pany is for its fiscal year March. I 973 through February, I 974. 
~ The Miami Carey Company generated 1,200 TOFC units over 
the PC in 1973. 

satisfy its transport needs. Wickes estimated that this 
conversion would cause the following adjustments: the 
raising of retail lumber prices by 15 to 25 percent: the 
loss of the firm's competitive position; a 50 percent de­
crease in the firm's sales volume; the termination in em­
ployment of 10 employees; and the loss to the local and 
state governments of $9, l 00 in tax revenues. 

Future growth of the Middletown-Monroe area was 
predicted by a number of individuals. Mayor Gordon 
Reed of Monroe reported that Chrysler Corporation ulti­
mately expects to build a new facility on its 600 acre tract 
located adjacent to the PC line. Mayor Reed also stated 
that over 700 acres of land in Monroe have been zoned 
for future industrial use. At the present time there are at 
least three industrial parks ~erved by rail that are located 
within the vicinity of Monroe-Cin-Day X-Way Indus­
trial Park, Congress Industrial Park, and Miami Valley 
Industrial Park. Oberer Construction Company, which is 
the owner/ developer of the presently valued $1 million 
Cin-Day X-Way Industrial Park, purported that the total 
building and land investment in the park will eventually 
reach $45 million. The Middletown Area Chamber of 
Commerce declared that companies located in the Miami 
Valle?' Industrial Park generated 146 and 244 carloads 
~f freight for the Penn Central in J 971 and 1972, respec­
tively. The C~amber of Commerce projected that those 
sa':1e c~mpames would generate 305 and 370 carloads of 
fr~tght tn 1973 and 1974, respectively. According to the 
Mtddl~town Area Chamber of Commerce, rail use alon 
the M1ddlet~wn-Monroe PC track has increased over 6! 
percent during the past two years and i~ expected to in­
crease another 50 perc~nt wi thin the next two years. The 
George Henkle Association claimed that there a b 
t\~een 3,000 and 5,000 acres already zoned for :e d e­
tnal development within the Middle! M n us-

own- onroe area. 

-
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PC: Cincinnati to Richmond 

This line serves Cincinnati, Evendale and Sha .
1 . . . . ronv1 le 

m Zone I 06; Hamilton, New Miami, Seven Mile 
Somerville in Zone I 07; Camden, Eaton New Hop' a

nd 
. . • e and 

Campbellstown m Zone I 08; and Richmond lndi·a . . • na in 
Zone 120. The following two segments of the line . 

11 
were 

designated potent1a y excess by the DOT: ( 1) betw 
New Miami (not shown on the DOT zone map) in Zo~n 
107 and Eaton in Zone 108 and (2) between the boun~'. 
ary of Zone 120 and the PC Dayton to Richmond main 
line. 

Users of this line who offered information to the RSPO 
were : Cincinnati Gas & Electric Company; Dave Dunkel­
berger & Sons, which generated 25 carloads of freight ID 

1973; Landmark, Inc.; Miami Cement Products, Inc., 
Westvaco Corp.; and Opekasti, Inc. The primary com­
modities carried on this line are feed, fertil izer and grain. 
The line also provides interstate Amtrak passenger sel'l­
ice between Cincinnati and Chicago. 

Both Miami Cement Products, Inc. and Dave Dunkel­
berger & Sons reported that trucks would not be a feasi­
ble alternative to rail service because only a limited num­
ber of trucks are normally available to serve shippers in 
this agricultural area. Ray Garrett, a concerned citizen, 
reported that the recent re-routing of traffic from US 127 
has left the by-passed villages of Collinsville and Somer­
ville virtually isolated from an interstate highway system. 
According to Mr. Garrett , bridges on the "old" US 127, 
both north and south of Somerville, appear to have been 
"closed" most of the time during recent years. 

The Westvaco Corporation, located at Eaton, reported 
that in 1973 it received 714 carloads of paper and 
shipped 222 carloads of corrugated boxes. In 1974, 
Westvaco received 676 carloads of paper and shipped 
144 carloads of boxes. According to the corporation, this 
decline in traffic was a result of the national economic 
slowdown . Presently Westvaco is undertaking J 

$1,750,000 expansion program at Eaton which will in­
crease its inbound and outbound shipments by 30 per· 
cent. Traffic over the 16 miles of track between Eaton 
and Richmond will then average 76 carloads per mile. 

Rail traffic over this line is expected to increase in the 
future as a result of the Butler Farm Bureau Coop. As· 
sociation's recent purchase of a 1,000 ton fertilizer ware· 
house. 

Lines Not Designated Potentially Excess 

Two rail users located on the viable C&O/ 8&0 lines 
submitted information to the RSPO. The PX Middle· 
town, Inc. generated 53 and 28 carloads of lumber 3nd 

plywood in 1972 and 1973, respectively. The B~tler 
Farm Bureau Coop. Association, which receives agnc~l­
tural supplies along the C&O/ B&O Connersville-Ham~l­
ton line at College Corner and McGonigle, expressed JU 
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concern over the possible loss of local rail service over 
the line. 

ZONE 108 

Potentially Excess Lines 

The DOT Report designated the following lines poten­
tially excess within Zone 108: 

( 1) The PC line from Dayton to Richmond, In­
diana (Zone 120). 

(2) The C&O/ B&O line from Dodson to Green­
ville (Zone 110). 

(3) The PC line from Yellow Spring to Springfield 
(Zone 109). 

( 4) The EL line from Dayton through Durbin 
(Zone 109) and Urbana (Zone 110) to Ma­
rion (Zone 112). 

(5) The C&O/B&O line from Xenia to Rosemoor 
(see the discussion of the Musselman to Day­
ton line in Zone 105) . 

(6) The PC line from Laura to Brown (see the dis­
cussion of the Springfield to New Castle line in 
Zone 109). 

(7) The PC line from Eaton south to the zone 
boundary (see the discussion of the Cincinnati 
to Richmond, Indiana line in Zone 107). 

(8) The PC line from West Manchester to German­
town (see the discussion of the Alvordton to 
Carlisle Junction line in Zone 114). 

(9) The PC line from Dayton to Centerville (see 
the discussion of the Lytle to Dayton line in 
Zone 106) . 

According to the DOT's March 1 additions and cor­
rections supplement, the PC line from Roxanna to Cedar­
ville should be shown as potentially excess (see the dis­
cussion of the Columbus to Morrow line in Zone 103) . 

The following technical errors in the February 1st Re­
port were noted by the Ohio DOT, the Early and Daniel 
Company and Champion International Corporation: 

( l ) The Early and Daniel Company believes that 
the traffic credited to Troy was actually gener­
ated by Eldean. 

(2) Champion International Corporation stated 
that there is no PC line between Piqua and 
Troy that serves Farrington and Eldean. The 
C&O/ B&O serves Farrington and Eldean. 

( 3) South Dayton was recommended for rail serv­
ice but was not shaded blue on the DOT zone 
map. 

( 4) In view of the fact that stations in other zones 
which generated fewer annual carloads were 
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recommended for local rail service, the Ohio 
DOT believed that Covington, which generates 
707 annual carloads; Dayton N., which gener­
ates 753 annual carloads; Eldean, which gener­
ates 459 annual carloads; Harries, which gen­
erates 890 annual carloads; Miamisburg, which 
generates 375 annual carloads; Shaker Cross­
ing, which generates 1,153 annual carloads; 
Whitfield, which generates 865 annual carloads; 
Wright, which generates 445 annual carloads; 
and Wright Field , which generates 473 annual 
carloads should also have been recommended 
for local rail service. 

(5) The Ohio DOT believed that rail service for the 
following stations should be reevaluated before 
the final system plan is implemented: Brook­
ville, which generates 64 7 annual carloads; 
Cedarville, which generates 327 annual car­
loads; Centerville, which generates 537 annual 
carloads; and Jamestown, which generates 393 
annual carloads. 

(6) The Ohio DOT stated that the PC line between 
Xenia and Cedarville has a rail density factor 
of 4 and should be reevalmaed by the DOT for 
possible inclusion in the final rail system plan. 

PC: Dayton to Richmond 

This PC line serves Dayton, Newfields, Trotwood, 
Brookville, Dodson, West Manchester, Eldorado, and 
New Paris in Zone 108 and Richmond, Indiana in Zone 
120. Only that portion of the line from Dayton to New 
Paris was designated potentially excess by the DOT Re­
port. However, evidence submitted to the RSPO indi­
cated that the 3.8 mile Stillwater industrial track running 
from the South Dayton yard was also recommended for 
abandonment. A traffic profile of the line is contained in 
Table 42. 

Concern over potential increase in transportation costS 
permeated all of the various statements submitted to the 
RSPO from individuals served by this line. The Union­
dale Corporation stated that a conversion to truck trans­
portation would increase its freight bill by $100,000. 
U.S. Corrugated Fibre Box Company reported that its 
transportation cost would rise 300 to 400 percent if it 
were required to use motor carriers exclusively. Dayton 
Tire and Rubber Company testified that the use of trucks 
would increase its transportation costs by 52 percent. 
Gem City Lumber Company claimed that a switch to 
trucks would increase its freight bill on lumber shipments 
from $42.25 to $64.10 per thousand board feet. The dis­
tance factor associated with moving lumber from the 
West Coast by truck effectively precludes the use of 
motor carriers as an alternate mode of transportation, 
according to the Peter Kuntz Lumber Company. If it 
loses rail service, the company does not believe that it 



Table 42: Traffic Profile: Dayton to Richmond 
Estimattd carloads 

Rail user 
Borden, Inc. 
Peter Kuntz Lumber 

Co. 
Gem City Lumber Co. 

Pan-Am Coal Co. 
Pennsylvania Iron & 

Coal Co. 
Dayton Tire & Rubber 

Co. 
Evans Products 
Victory Warehouse 
Trotwood Corp. 
Trotwood Farmers 

Exchange 
Hamilton & Sons 
U.S. Corrugated Fibre 

Box Co. 
Vindale Corp. 
Brookville Farmers 

Grain Co. 
H. F. Hawkins & Son 

Co. 
Uniondale Corporation 
Liberal Market, Inc. 
Lewis & Michael Co. 

od. 1972 1973 ProJected Comm lly 

Lumber 70 
Prefabricated 

wood components 

Tires 
Cold storage 

frozen foods 

Grain 
Container 

board 
Steel, lumber 159 

Grain 

Lumber 160 

69 

70 

180 

2.279 

456 
15 

16 
140 

205 
165 

10 

162 

287 

175 

170 

Stillwater Industrial Track 

Kuhns Brothers 
Foundry 200 

McCall Printing Co. Paper 5,175 7,584 
Inland Mfg. Div. of 

GMC 5, 187 
Dayton Iron & Metal 10 
Edgemont Bldg. Supply 305 
lams Foods Food products 50 
Gregory Stone 50 
Carter Lumber Lumber 30 
Landmark Farm Grain 35 
Wolohan 90 

can continue to compete with firms which retain rail 
service. Increased transportation costs were also of con­
cern to McCall Printing Company, which has the largest 
single printing facility in the world located on the Still­
water industrial track. 

Without rail service a number of companies predicted 
a substantial amount of unemployment. Dayton Tire and 
Rubber Company, which has an annual payroll of $32 
million, alleged that the loss of rail service would jeop­
ardize the continued employment of 1,850 employees. 
Additional potential unemployment figures supplied in­
cluded : H. F. Hawkins & Sons Company, 86; Peter 
Kuntz Lumber Company, 28; U.S. Corrugated Fibre 
Box Company, 105; and Uniondale Corporation, 300.17 

Future growth along the line was predicted by U S 
Corrug~ted Fibre Box Company, which is planning ~~ 
expansion program, and by Newfield's Development C -
po at' h' h . or r ion, w tc is presently developing four industrial 
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parks on 405 acres in Newfield. The United States Ile 
Partment of Housing and Urban Development st ~ 

. b . d rone, urged that rail service e retame at Newfield. The Dt'. 
partment test'.fied th_at it ~ad a_pproved the construe1q 
of this new mdustnal-res1dential community, which ! 
expected to have a population of 40,000 people, beca 
of the availability of rail service. Ill! 

The need for rail passenger service in the Da)1Qi 

area was also expressed in the submissions received ~ 
the RSPO. James Rhinehart, representing the Citizctn 
Committee To Support Dayton Area Rail Transi~ testf 
lied that a study of the Dayton area conducted by 1.zyJ 

T. Klauder and Associates showed that an estimttd 
20,000 commuters would use rapid transit service \\ithi; 
the Dayton area. The Montgomery Green County T~ 
portation and Development Planning Association s~ 
ported the need for a rapid transit system in Da)1c~ 

and noted that the PC line between Dayton and Rich­
mond, Indiana is presently used by Amtrak for fu 
Washington, D.C. to St. Louis via Pittsburgh interci~ 
passenger operation. 

Dayton Commissioner Charles Curron likewise Cl· 

pressed concern for the PC lines from Dayton northr.., 
to Fairborn, northwest to Brookville and southeast to 

Centerville because their abandonment would hinder li't 
future development of a mass transit system betw~ 
these cities. 

C&O/B&O: Dodson to Greenville 

The Dodson to Greenville line serves Dodson, Wcn­
gerlawn and Verona in Zone 108 and Cordon, Arcanw:i. 
Delisle and Greenville in Zone 110. Only that portioo 
of the line from Dodson to Arcanum was designatol 
potentially exce~s by the DOT. 

Rail users located on this line who offered infonnatioo 
to the RSPO were Maxel Elevators, Inc., which gencr• 
ated 29 carloads of grain in 1973, and Carter Lumbtt 
Company. 

PC: Yellow Spring to Springfield 

The Yellow Spring to Springfield line, a segment_~ 
the "Little Miami Railroad Line," serves Yellow Spnn! 
in Zone l 08 and Emery Chapel and Springfield in Zoot 
109. Table 43 contains a traffic profile of the line. 

David C. Sherman, representing the City of Sprin~ 
field, stated that while the loss of this line would have !l 
adverse effect on the whole area, he was specifically coo-

17 The Dayton Area Chamber of Commerce expressed extrt=I 
concern over the possible abandonment of both the PC 01J: 
to Richmond, Indiana and Dayton to Lytle (Zone t06) _., 
According to the Cha:i,ber of Commerce, these two lines "'" 

'd a 1111· companies that employ over 30,000 people and provi e · 
roll of over $300 million. 

-
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Table 43: Traffic Profile: Yellow Spring to 
Springfield 

Estimated carloads 

Rail user Commodity 

Lumber 

1972 1973 Projected 

Wickes Lumber 
Smoky's Lumber 
Miller Coal & Feed 
Morris Bean & Co. 

PK Yellow Springs, 
Inc. 

Dewine Seed Co. 
Antioch College 
Murray Black Co. 

Lumber 
Coal, grain 
Sand, plastic talc, 

aluminum 
Lumber 9 

Seed 
Coal 
Lumber 

55 

140 
77 
10 

162 
7 

55 
70 

820 

cerned with the detrimental effect that it would have 
upon the proposed construction of a multi-modal cargo 
facility at the Springfield airport. 

PK Yellow Springs, Inc. stated that a conversion to 
truck transportation would triple its freight bill. Morris 
Bean & Company, located in Yellow Spring, claimed 
that the loss of rail service would result in the termination 
in employment of 465 people. 

Kieth Howard, editor of "The Yellow Spring News," 
reported that the Dewine Seed Company would have 
shipped two to three times as many carloads as it did in 
1973 had the service from Penn Central been of an 
acceptable level. Mr. Howard reported that Ted Boole 
Millwork would also use rail service if it were improved. 

EL: Dayton to Marion 
The 84.6 mile Dayton to Marion line serves Dayton 

and Fairborn in Zone 108; Enon, Durbin and Maitland 
in Zone 109; Urbana, Kings Creek, Mingo, North Lewis­
burg, Peoria, Broadway and Richwood in Zone 11 O; 
and Green Camp and Marion in Zone 112. Table 44 
contains a traffic profile of the line. 

The Richwood Feed and Grain Company, located in 
Richwood, reported that a switch to motor carriers would 
increase its transportation cost by $6.00 per ton. Boise 
Cascade, located in Marion, estimated that a conversion 
to trucks would increase its freight bill by $522,100. The 
Marion Star, located in Marion, was specifically con­
cerned over the possible loss of its rail service because it 
would be forced to purchase extensive and expensive new 
unloading equipment and pay higher transportation costs. 
Overhead Door Corporation, located in Marion, stated 
that the transcontinental hauling of lumber from Oregon 
by motor truck is simply not economically feasible. A 
similar position was taken by the Vigortone Products 
Company, located in Marion, which receives its mono­
calcium phosphate from Florida, its calcium carbonate 
from Iowa, its magnetite from Michigan, its sulfate of 
potash magnesia from New Mexico, and its bentonite 
from South Dals:ota. Price Brothers, located in Dayton, 
reported that its concrete products are too heavy to 
move via motor carrier. Marion Power Shovel Company 
stated that the size and weight of many of its products, 
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Table 44: Traffic Profile: Dayton to Marion 
Estimated carloads 

Roil user 
Price Brothers 

Commodity 1972 1973 Projected 

PK Fatrbom lac. 
Wright Patterson Air 

Force Base 
Universal Atlas 

Concrete 
Lumber 

Cement Co. Cement 
Southwestern Portland 

Cement Co. Cement 
Armstrong Grain 

Elevator Grain 
Art Homes Manu­

facturing Co. 
Howard Paper Mills, 

Inc. 
Duriron Co. 
Tuscarora Plastics 
The Marion Star 
Overhead Door Corp. 
NA-Churs Plant Food 

Co. 
Vigortone Products 

Corp. 
Boise Cascade 
Marion Power Shovel 

Co. 
Central Soya 
Green Camp Co-op 

Elevator Co. 

Paper 
Sand 

Newsprint 
Plywood 

Power shovels 

Grain 

115 

145 

Heavy metal supplies 

150 1 

48 

156 

226 
3,3622 

B. F. Goodrich 
Huber Mfg. Co. 
Champaign County 

Earth moving equipment 

Farm Bureau Co-op. 
Assn. Inc. Grain 241 

Richwood Feed & 
Grain Grain 6 

Landmark Inc. Grain 
(Mingo) 
( Richwood) 

Union County Farm 
Bureau Grain 17 5 

International Harvester Farm equipment 4,125 
Springfield Gravure 

Corp. 
Carter Lumber Lumber 
Galion Manufacturing Motor graders, 

Co. road rollers, 

Marion Brick Corp. 
Richwood Implement 
Parrott Implement 
Webb Plastics 
Marblcast 
Cosmo Plastics 

cranes 5973 
Brick 
Farm equipment 
Farm equipment 

5683 
339 

46 

452 

383 

1 The Duriron Company, located in Dayton, also reported that 
it generated 133 and 75 carloads for the Penn Central in 1972 
and I 973, respectively. 
2 The carload figures supplied by the Central Soya Company 
represent total carloads for the C&O/ B&O, EL, N&W, and PC 
at Marion. 
3 The carload figures supplied by the Galion Manufacturing 
Company represent total carloads fo r the EL and the PC at 
Galion. 



such as power shovels, draglines and blast hole drill~, 
preclude their movement via truck. The company test'.­
fied that the height of this equipment when assem~le~ is 
roughly equivalent to that of a 7 to 22 story bu!ldi~g. 
The Galion Manufacturing Company declared that its 
heavier and taller cranes cannot be handled _by m?tor 
carrier unless the carrier possesses an over-sized high­
way permit. These permits significantly increase the c_ost 
of motor carrier service, according to the Galion 
Company. . 

Duriron Company, located in Dayton, testified that 
special rail cars are employed to handle its inbound 
shipments of foundry sand. These cars require a special 
unloading facility that cost the company_ $50?,000 to 
construct. The company claimed that, smce II would 
cost the firm an additional $400,000 to move its unload­
ing facility, a switch to the PC in Dayton is economically 
impossible. 

Duriron Company, which has an annual payroll of 
$21.25 million, stated that the loss ot rail service would 
force it to terminate the employment of 1,874 people. 
The firm estimated that the city of Dayton and the state 
of Ohio would lose $1. I million in tax revenues if it 
were forced to close as a result of rail abandonment. 
The Marion Chamber of Commerce testified that the 
abandonment of this line would force the closure of 
Green Camp Elevator and of B. F. Goodrich Company's 
Industrial Hose Division. Price Brothers estimated it 
would have to terminate the employment of 100 people 
if the line were abandoned. 

The Champaign County Farm Bureau Co-op Asso­
ciation, Inc., with facilities located in Mingo and Urbana, 
and the Union County Farm Bureau, located in Rich­
wood, claimed that they would have shipped an addi­
tional 1 19 and 225 carloads of grain in 1973, had rail 
cars been available from the Erie Lackawanna. Green 
Camp Cooperative Elevator Company, Richwood Feed 
& Grain Co., and Union County Farm Bureau, located 
at Richwood, also reported that they could not obtain 
enough cars in 1973. Green Camp Cooperative stated 
that it has had to wait over a month to receive ordered 
rail cars. Without EL service, continued rail car short­
ages could be expected, particularly during future 
harvest seasons, according to Pollack Steel Company. 

Future growth along the line was predicted by Marion 
Power Shovel Company, which is planning a $15 million 
expansion program that will double its output by 1975; 
the Galion Manufacturing Company, which is planning 
an expansion program that will increase its crane pro­
duction capabilities by 50 percent; and the Springfield 
Gravure Corporation, which is completing the construc­
tion of an additional plant facility and rail siding. 

Lines Not Designated Potentially Excess 

Evidence from rail users located on rail lines not noted 
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as potentially excess by the DOT in Zone l 08, such as 
the Penn Central, was also received. Those businesses 
which submitted data were: Carter Lu~_ber Company; 
Early & Daniel Company; :ederal Fertilizer Company; 
Fletcher Grains; P. K. Covmgton; Shepard Grain Com. 
pany; S. S. Rud y & Sons, Inc.; and Westerville Creamery. 

ZONE 109 

Potentially Excess lines 

The DOT Report designated the following lines poten­
tially excess within Zone 109: 

( l ) The PC line from Springfield through Troy 
(Zone 108) and Arcanum (Zone 110) to New 
Castle, Indiana (Zone 120) . 

(2) The DT&I line from South Charleston to Tre­
mont City (see the discussion of the Delta to 
Ironton line in Zone 114). 

(3) The EL line from Enon north to the zone 
boundary (see the discussion of the Dayton to 
Marion line in Zone I 08). 

( 4) The PC line from Springfield south to the zone 
boundary (see the discussion of the Yellow 
Spring to Springfield line in Zone I 08). 

The following technical errors were noted by the Ohio 
DOT and the Springfield Chamber of Commerce: 

(I) The station of International Harvester Com­
pany was recommended for rail service but 
was neither shown nor shaded blue on the 
DOT zone map. 

(2) The Ohio DOT believed that rail service for 
South Charleston, which generates 455 car­
loads per year should be reevaluated before 
the final rail system plan is implemented. 

(3) Whereas the DOT showed that 9,380 carloads r 
are generated annually in Zone 109, the Spring­
field Chamber of Comerce reported that 13,798 
carloads passed through the Springfield area 
in 1973-2,094 over DT&I, 4,125 over EL, 
and 7,579 over PC. 

PC: Springfield to New Castle 

The Springfield to New Castle line serves Springfield 
and New Carlisle in Zone I 09 ; Brown, Grayson, Troy, 
Kessler, Ludlow Falls, and Laura in Zone l 08; Pitts­
burg, Arcanum, Savona and Olenkam in Zone 11 0; and 
New Castle, Indiana in Zone 120. A traffic profile of 
the line is contained in Table 45. 

The Huntsman Container Corporation, located in Troy, 
declared that, if rail service were eliminated, it would be 
forced to close its plant and terminate the employment 
of 290 people. The firm further testified that its opera-
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Table 45: Traffic Profile: Springfield to New Castle 

Estimated carloads 
Rail user Commodity 1972 1973 Projected 

B. F. Goodrich 
Forrest A. Archer Co., 

Inc. 
Tube Products Corp. 

PK Springfield, Inc. 
Murray Black Co. 
Borden Chemical 

Automotive 
products 

Lumber 19 
Lumber 
Phosphates anhydrous 

ammonia 
Champion Paper Corp. Paper 
Huntsman Container 

Corp. Food stuffs 
West Millon Lumber 

Co. Lumber 
Allied Mills, Inc. Grain 
Vistron Corp. 

360 
30 

8-10 

25 

132 

6 

lions affect other U.S. industries that employ in excess 
of 12,000 people. An increase in future rail use is an­
ticipated by H untsman as a result of a planned 50 per­
cent expansion program. 

According to Forrest Archer, the future development 
of the Archer Industrial Park in Troy is entirely de­
pendent upon continued rail service. 

The loss of rail service is expected to cause the loss 
of 17 jobs at PK Springfield Corporation. The personal 
income loss to the PK Springfield employees would be 
an estimated $166,900. 

Allied Mills Corporation, located in Arcanum, re­
ported that the loss of direct PC service would cause an 
increase in its transportation costs. It would have to 
move cars north to Greenville via the C&O /B&O and 
then switch the cars over to the PC. 

David C. Sherman, representing the City of Spring­
field, recommended that, if the USRA does advocate in 
its final system plan the abandonment of rail lines north 
of Springfield, the remaining rights-of-way should be 
used in the construction of a trunk line sewer system 
for the city. 

ZONE 110 

Potentially Excess Lines 

The DOT Report designated the following lines poten­
tially excess within Zone 110: 

( 1) The N&W line from Saint Marys to Minster. 

(2) The PC line from Bellefontaine to Belle 
Center. 

(3) The PC line from Bellefontaine to Saint 
Marys. 

( 4) T he DT&l line from Uniopolis to South Solon 
(see the discussion of the Delta to Ironton 
line in Zone 11 4). 
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(5) The EL line from Bowlusville to Richwood 
(see the discussion of the Dayton to Marion 
line in Zone 108). 

(6) The C&O/ B&O line from Arcanum to Cordon 
(see the discussion of the Dodson to Green­
viJle line in Zone 108). 

(7) The PC line from Florence to West Jefferson 
(see the discussion of the Columbus to Morrow 
line in Zone 103). 

(8) The PC line from Olenkarn to Arcanum (see 
the discussion of the Springfield to New Castle 
line in Zone 109). 

(9) The PC line from Rockford to Savona (see 
the discussion of the Alvordton to Carlisle 
Junction line in Zone 114). 

According to the DOT additions and corrections sup­
plement, the PC line from Lilly Chapel east to the zone 
boundary, should also be shown as potentially excess. 
(See the discussion of the Columbus to London line in 
Zone 103.) 

The following technical errors were noted by the Ohio 
DOT: 

(I) Mechanicsburg was recommended for rail serv­
ice but was not shaded blue on the DOT zone 
map. 

(2) In view of the fact that Kile, which generates 
304 carloads per year, was recommended for 
local service, Botkins, which generates 764 
annual carloads; Mt. Sterling, which generates 
3 IO annual carloads; Wapakoneta, which gen­
erates 509 annual carloads; and West Liberty, 
which generates 301 annual carloads; should 
also have been recommended for local service. 

(3) Rail service for St. Henry, which generates 
560 carloads per year, should be reevaluated 
before the final system plan is implemented. 

( 4) Although the Zone 1 IO map shows a density 
of 5 on the PC line between Bellefontaine and 
Peoria, PC operating personnal have indicated 
that this line was abandoned in 1938. 

N&W: Saint Marys to Minster 

This N&W line serves Saint Marys, New Bremen and 
Minster. Table 46 contains a traffic profile of the line. 

Rail service along this line is considered vital, accord­
ing to Mayor Theodore Purpus of Minster, because the 
line serves an important agricultural area that is heavily 
dependent on inbou nd shipments of fa rm equipment and 
fert il izer. 

T he Prenger Implement Store and the Minster Ma­
chine Company reported that the size and weight of 



many of their products precludes their economical move­
ment via motor carrier. Some of the machines produced 
by the Minster Company weigh 130 tons. The cost in­
volved in attempting to dismantle such large machines 
would be prohibitive and would harm the firm's com­
petitive position. The Minster Company, which employs 
approximately 800 people, testified that it has recently 
built a $4 million metal casting facility and assembly 
bay, that includes a 100 ton crane. 

The Saint Marys Department of Public Service and 
Safety was concerned over the possible abandonment 
of this line for two reasons: the Community Improve­
ment Corporation is considering building an industrial 
park in Saint Marys and the Goodyear Company, which 
employs 2, 100 people, is located on this line. 

Table 46: Traffic Profile: Saint Marys to Minster 

Estimated carloads 
Rail uur Commodity 1972 /973 Projecttd 

Minster Machine 
Company Machines 133 

Minster Canning 
Company Cans 

Minster Farmer Co-op 
Exchange Grain 

Bremco Mills 
Goodyear 
Prenger Implement 

Store S 
IE Industries 

Landmark, Inc. 
Carter Lumber Co. 
Bomholt Bros. 
Autokraft Box 
Berning Bros. 
Buehler Bros 
Thomas Dircksen 
Morsey Bros. 
Globus Printing 
D. Hoying 
Langenkamp Bros. 
Minster Lumber Co. 
H. Schlater 
Poeppleman Bros. 
H . Segar 
Auglaize Landmark 
Branns Hardware 
Bearing Bros. 
A. D1rcksen 
Hoge Brush Co. 
Lock Two Mills 
Occidental Chemical 

Co. 

Foundry and pol­
lution equipment 

Grain, fertilizer 
Lumber 

62 

23 

1201 
47 1 

1,240 

7 8-9 

400 

8 
I 
4 
3 
I 
1 
I 
3 
4 

13 
1 
2 
2 

13 
I 
3 
2 
2 

26 

76 

1 The carload figures supplied by Bremco Mills and Minster 
Farm Co-op Exchange are for a 24 month period. 

PC: Bellefontaine to Belle Center 

This PC line serves Bellefontaine, Huntsville, and Belle 
Center. Table 4 7 contains a traffic profile of the line. 
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Table 47: Traffic Profile: Bellefontaine to Belle 

Center 

Rail user 

Nabisco, Inc. 
Scott Paper Co. 
Stanley Ferger & 

Associates Inc. 
Paul Bailey Co. 
Del Monte 
General Foods Corp. 
Super Foods Services, 

Inc. 
American Can Co. 
Carter Lumber Co. 

Estimated carloads 
Commodity 1972 1973 Projected 

Food products 
Paper products 

Foods 
Foods 

Warehouse 1,708 
Cans 
Lumber 

1,5701 

1 Rail usage by Super Foods declined because of its inability 
to secure rail cars; a strike at its major supplier, the Kellog 
Company; and a railroad strike. 

The oniy rail user located on this line who submitted 
information to the RSPO was Super Foods Services, Inc. 
Super Foods operates a 434,000 square foot warehouse 
4 miles northwest of Bellefontaine that supplies food 
products to approximately 275 independent retail food 
stores throughout Indiana and Ohio. The loss of rail 
service would force Super Foods to close the warehouse 
and to terminate the employment of 400 people 

PC: Bellefontaine to Saint Marys 

The Bellefontaine to Saint Marys line serves Belle­
fontaine, Lewistown, Russels Point, Lakeview, Santa Fe, 
Cutman, Wapakoneta, Moulton and Saint Marys. Table 
48 contains a traffic profile of the line. 

Table 48: Traffic Profile: Bellefontaine to Saint 
Marys 

Estimated carloads 
Rai! I/Ser Commodity 1972 1973 Projected 
St. Marys Municipal 

Power Plant Coal 298 137 
St. Marys Board of 

Education Coal 13 14 
Ametek Westchester 

Plastics Plastic pellets 720 1,440 
Koneta Rubber Co. Rubber 175 
Logan Farm Bureau Grain 
A. G. Boogber & Son 

Elevator 
Vistron Corp. 

Grain 300 

P. K. Lumber, Inc. Lumber 15 
Auglaize Lumber Co. 25 
Wapakoneta Farmers 

Grain 

T~e Ametek Westchester Plastics Company stated that 
contm~ed rail service is crucial to its continue<;! growth, 
expansion and low cost operation. The firm, which em­
ploys 87 people and has a payroll of over $1 million, 
re_cently completed a $1.3 million plant addition that 
triples the size of its facility. This expansion is expected 
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to increase its future rail traffic to 12 million pounds 
a month. As a result of being able to ship its plastic 
pellets in bulk by hopper car, the firm saves approxi­
mately $1,100 in packaging expenses per rail car. A 
forced conversion to motor carriers on the other hand 
would nullify these savings because the fitm would then 
be required to ship its products in four-ply bags with 
aluminum or polyethylene lining. To illustrate the poten­
tial costs associated with shifting to truck transportation 
the Koneta Rubber Company supplied the following data 
on shipments terminated at its Wapakoneta plant: 

Rail Cost Motor Carrier 
Origin 

Akron, Ohio 
Tyler, Texas 

(ton) Cost (ton) 

$ 8.60 $11.40 
$24.30 $70.40 

A number of individuals testified that rail use would 
increase if more cars were available and service were 
improved. The Wapakoneta Area Chamber of Com­
merce reported that the DOT criteria would be met for 
this line if firms could secure additional cars from the 
Penn Central. The Chamber of Commerce also testi­
fied that certain portions of this track are presently 
operating under a 5 m.p.h. speed restriction. Saint Marys 
Municipal Power Plant claimed that its usage of rail cars 
declined from 298 in 1972 to 137 in 1973 because of 
poor service. St. Marys Cotton Mill Co. stated that it has 
shifted to the N&W because of poor service by the PC. 

D. P. Conner, director of traffic research for the C&O/ 
B&O, reported that the Chessie System has no physical 
track connection in Wapakoneta with the Penn Central. 
The C&O/ B&O would build a connecting track between 
its line and the PC for those industries located east of 
the C&O/B&O's line, provided a responsible group 
would: ( I ) acquire (buy or lease) the right-of-way and 
track up to the point of the present C&O/B&O line; 
(2) upgrade the track to meet the FRA minimum 
standards and the C&O/ B&O's operating safety stand­
ards; and (3) maintain the connecting track in the 
future . The C&O/ B&O's engineering department esti­
mated that it would cost $36,300 to upgrade the PC 
track from Wapakoneta to the Ametek Plastics plant. 
The annual normalized maintenance of this track would 
be approximately $6,600. 

Table 49 : Traffic Profile: Viable Lines 

Rail 11Ser City 

Lot Ridge Rubber Co. Botkins 
Botkins Grain & Feed 

Co. Botkins 
U .S. Steel Botkins 
Fr~ncis Manufacturing 

Co. Russia 
Colpay Corp. 
Versailles Feed Mill 

Russia 
Versailles 

(, 

Estimated carloads 
I 972 I 97 3 Projected 

82 75 

591 
88 

543 
81 

4-5 
42 

4-5 

35 
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Rail user 

Worch Lumber Co. 
Farm Services, Inc. 
DeGraff Lumber 

Company 
Mid-States Container 

Corp. 
Rus5ia Equity 

Exchange Co. 
Ansonia Lumber 

City 

Versailles 
DeGraff 

DeGraff 

DeGraff 

Russia 

Company Ansonia 
Smith Chevrolet, lnc.2 Ansonia 
Vistron Corp. New Madison 

Saint Paris 
Versailles 

Keller Grain and Feed, 
Inc. 

P. K. Saint Paris, Tnc. 
Nau Grain C"o.3 
Ohio Grain Co. 

Henry Boat Co. 
Beach Chandler 

Horatio 
Saint Paris 
Plain City 
Milford Center 
Mechanicsburg 
Kile 
Marysville 
Plain City 

Lumber Co. Plain City 
Unionville Center Farm 

Bureau Elevator Plam City 
Mid-Ohio Chemical, Unionville 

Inc. Mt. St~rling 
Westville Grain Westville 
Drackett Company Urbana 
Carter Lumber Co. Plain City 
Frey's Feed and Grain Saint Paris 
Champaign County 

Farm Bureau Coop WeM Liberty 
Assn. Mechanicsburg 

Craig's Coal Yard & 
Elevator, Inc. West Liberty 

P. K. West Liberty, Inc. We~t Lit,erty 
Urbana Mills Urbana 
Farmers Supply 
Thompson Industries, 

Inc. 
Grove City Farmer's 

Exchange Co. 
Prince Allen Coal 
J A. Flaig Lumber Co. 
Urbana Livestock 
Grime5 Manufactu1 ing 
Arn,onia Farm Service, 

Inc. 
Fort Recovery Equity 

Exchange Co. 
Botkins Hardware 
Botkins Lumber Co. 

West Liberty 

Mt. Sterling 

Mt. Sterling 
Saint Paris 
New Madison 
Urbana 
Urbana 

Ansonia 

Fort Recovery 
Botkins 
Botkins 

Estimated carloads 
1972 1973 Projected 

60-85 60-85 60-85 
1431 

25-35 25-35 25-35 

76 52 
14 18 

113 200 
200 

2,007 
304 

2,898 

25 

1,062 

32-51 
25-86 

53 30 
4 

201 
27 21 

400-500 

38 

32 
3 

24 22 

1 The carload figure supplied by Farm Services, Inc. represents 
an average yearly total based on a four year period. 

2 The Smuh Chevrolet Corpora tion reported that 1,000 carloads 
of frpight were received in Ansonia , Sidney, and Versailles 
during I 973. 
a fhe Nau Grain Company stated that the station at Plain City 
generated I 76 carloads of freight in 1973. 

r 
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Lines Not Designated Potentially Excess 

Substantial evidence from rail users located on r~il 
lines not designated as potentially excess by the DOT m 
Zone 11 0, such as the C&O / B&O and the. PC, was a~so 
received. Table 49 con tains a list of busmesses which 
submitted data to the RSPO. . 

If rail service were eliminated, Farm Services Cor­
poration predicted that the use of motor carriers would 
raise its transportation costs by 10 to 15 cents per 
bushel of erain. Versailles Feed Mill estimated that local 
farmers will lose S35,000 in revenue if forced to sw!tch 
to trucks. Craig's Coal Yard and Elevator Corpo'.ation, 
the only coal dealer within IO miles of West Liberty, 
declared that the use of trucks would raise local farmers' 
transportation costs by 18 cents per bushel of grain. 
Without rail service, Worch Lumber Company stated 
that its freight costs would triple. Loss of rail_ service in 
New Madison would mean that the J . A. Flaig Lumber 
Company would have to truck its inbou~d l~mber s~ip­
ments from the nearest rail station, which 1s 22 miles 
away. Russia Equity Exchange Company testified that 
local farmers would lose an annual $10,000 in revenue 
on their wheat crop if required to use motor carriers. 
Mayor Edward Borchens stated that the highway sys­
tem serving the Russia area is inadequate to handle a 
large number of trucks. The substantial cost impact of 
a shift to trucks by the Colpay Corporation for hauling 
its lumber from the state of Washington is shown below: 

Mode Yearly Cost 

R ailroad $ 75,000 
Piggyback $180,000 
Truck $275,000 

The P. K. West Liberty Corporation, which receives 
lumber from distant suppliers, stated that, if rail service 
were eliminated at West Liberty, the firm would be 
forced to close its plant and terminate the employment 
of 9 people. The closing of the facility would cause the 
state to lose $6,000 in franchise, property and tangible 
tax revenues. According to the Fort Recovery Chamber 
of Commerce. abandonment would cause the termina­
tion in employment of from 500 to 600 people. 

Farm Sen ices, Inc. stated that it would have shipped 
at least I 00 more carloads in 1973 had rail service been 
better. The car shortage forced Craig's Coal Yard and 
Elevator, Inc. to ship the equivalent of 53 carloads of 
grain via motor carrier in 1973. The Nau Grain Com­
pany experienced a simi lar rail car shortage and was 
forced to ship 144 truckloads of grain in 1973. The 
Fort Recovery Equity Exchange Company alleged that 
its inability to secure rail cars has resulted in a four­
fold decline in its rail use since 1968. The Fort Re­
covery Chamber of Commerce declared that local rail 
users could have shipped an additional 200 carloads of 
freight in I 973 had cars been available from the N&W. 
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The P. K. West Liberty Corporation reported that it 
faces an annual rail car shortage during its peak build­
ing season. 

ZONE 111 

Potentially Excess lines 

The DOT Report designated the following lines poten­
tially excess within Zone 11 I : 

( \) The DT&l line from P rentiss to Ford Park (see 
the discussion of the Delta to Ironton line in 
Zone 114) . 

(2) 

(3) 

(4) 

The AC&Y line from D elphos to Buffton (see 
the discussion of the Mogadore to Delphos 
line in Zone 95). 

The N&W line from North Creek to Willshire 
(see the discussion of the Maumee to Decatur 
line in Zone 113) . 

The PC line from Scott to Ohio City (see the 
discussion of the Alvordton to Carlisle Junc­
tion line m Zone 114). 

The following technical errors were noted by the Ohio 
DOT: 

( 1) Leipsic Junction was recommended for rail 
service but was not shaded blue on the DOT 
zone map. 

(2) In view of the fac t tha t Leipsic Junction, which 
generates 176 carloads per year, was recom­
mended for local rail service, Convoy, which 
generates 443 carloads per year, should also 
have been recommended for local service. 

( 3) Rail service for Scott, which generates 327 
carloads per year. should be reevaluated before 
the final rail system plan is implemented. 

Lines Not Designated Potentially Excess 

Evidence from rail users located on lines not desig­
nated potentialli excess by the DOT in Zone 111, such 
as the C&O B&O, EL, and the PC, was also received. 
Table 50 contains a list of businesses which submitted 
data to the RSPO 

The principal theme expressed within the submissions 
dealt with shippers' dissatisfaction with EL and PC 
service. Elgin Grain Compan y and Flexible Foam Prod­
ucts claimed that they would have shipped an additional 
96 and 288 carloads of freight in 1973, respectively, 
had suflicient cars been available. Convoy Equity Ex­
change Company testified that it could have loaded an 
additional 1,030 cars over the past four years had they 
been obtainable . The shortage of rail cars forced the 
Farm Service Center to ship 338 truckloads of freight 
via motor carriers in 1973. 



t it 
ild-

·ee 
in 

ee 
OS 

:e 
Ir 

e 

Table 50 : Traffic Profile: Viable Lines 

Estimated carloads 
Rail usu City 1972 1973 Projectt!d 

J.M. Sealts Co. Lima 
Village Granary, Inc. Convoy 53 36 
Convoy Equity 

Exchange Co. Convoy 431 297 
Hall Lumber Convoy 5-6 
Cen1ury Steps Convoy 46-50 
Farm Service Center Hume 78 

Spencerville 113 
Carter Lumber Co. Cairo 
Spencerville Farmer's 

Union Spencerville 25 
Elgin Grain Co. Elgin 516 760 
Flexible Foam 

Products Spencerville 78 150 
Vistron Corp. Harrod 
Allen County Lumber 

&Supply Co. Lima 25 32 
Inland Container 

Corp. Lima 17 21 

A rail abandonment, according to Elgin Grain, would 
require it to purchase 100 tractors and semi-trailers at 
an estimated cost of $4 million. Moreover an appro­
priate number of drivers would also have to be added 
to the payroll. Elgin reported that lack of access to inter­
state highways and certain local highway bridge limits 
would impede its shipping by truck. The company, 
which services approximately 300 local farmers, pre­
dicted future growth due to the removal of governmental 
acreage restrictions and the increasing demand for fertil­
izer. This fertilizer, according to Elgin, can only be 
transported in specially insulated rail cars furnished by 
its plant. 

If rail service were eliminated the Allen County Lum­
ber & Supply Company would be forced to terminate 
the employment of between 10 and 15 people. These 
terminations would cause the area to lose $10,000 in 
tax revenues. 

ZONE 112 

Potentially Excess Lines 

The DOT Report, as supplemented and corrected, 
designated the following lines potentially excess within 
Zone 112: 

( 1) The PC line from Kenton to Carey (see the 
discussion of the Clyde to Kenton line in Zone 
100) . 

(2) The AC&Y line from Carey to New Washing­
ton (see the discussion of the Mogadore to 
Delphos line in Zone 95). 

(3) The EL line from Marion to Green Camp (see 
the discussion of the Dayton to Marion line 
in Zone 108 ) . 

r. 
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( 4) The PC line from Edison to Marengo ( see the 
discussion of the Heath to Edison line in Zone 
102). 

(5) The PC line from St. James south to the zone 
boundary (see the discussion of the Columbus 
to Cleveland line in Zone 103) . 

The following technical errors were noted by the Ohio 
DOT: 

( 1) Since Caledonia, which generates 269 carloads 
per year, was recommended for local service, 
Crestline, which generates 332 carloads per 
year; Kenton & CCCL, which generates 2,818 
carloads per year; McVittys, which generates 
723 carloads per year; Morral, which gen­
erates 726 carloads per year; and Sycamore, 
which generates 413 carloads per year; should 
also have been recommended for local service. 

(2) The 16.9 mile PC line from Sycamore (Zone 
112) to Berwick (Zone 100) was not shown 
on the DOT zone maps.18 Although the ICC 
has authorized abandonment of the line in 
Finance Docket No. AB-5 (Sub No. 41), it 
is still in operation. 

( 3) The 5 .5 mile PC line from Carey (Zone 112) 
to Vanlue (Zone 100) has already been aban­
doned (ICC Finance Docket No. AB-5 (Sub 
No. 103)). 

Lines Not Designated Potentially Excess 

Evidence from rail users located on lines not desig­
nated potentially excess by the DOT in Zone 112, such 
as the EL, the N&W and the PC, was also received. 
Table 51 contains a list of firms which submitted data 
to the RSPO. 

Marion Landmark testified that a forced shift to mo­
tor carriers would increase its freight bill by 10 cents for 
every bushel of grain shipped. Kenton Landmark esti­
mated that conversion to trucks would raise its transpor­
tation costs by $8.50 per ton of fertilizer and 7 cents per 
bushel of grain. The Alger Feed & Grain Company 
claimed that its transportation cost would increase from 
10 to 15 cents per bushel of grain if moved by truck. 
Mt. Victory Elevator estimated that having to ship via 
truck would increase its transportation costs by $4.80 per 
ton on its grain shipments, $5.00 per ton on its feed sup­
plement shipments and $2.50 per ton on its fe rtilizer 
shipments. Based on 1973 tonnage figures, these rate in­
creases would result in a net revenue loss to area farmers 
of approximately $115,000. To illustrate the potential 

18 The Pillsbury Company, which has a fac ility localed on the 
PC line in Sycamore, reported that it generated 361 and 434 
carloads of freight in 1972 and 1973, respectively. It projected 
an ultimate need fo r 698 rail cars by 1978. 



Table 51: Traffic Profile: Viable Lines 

Rail user City 

Ohio-Kentucky 
Mfg. Co. Ada 

Kenton Landmark Ada 
Kirby 
Upper San-

dusky 
Frey's Roofing & 

Lumber Co. Kirby 
North Robinson Norlh 

Estimated carloads 
1972 1973 Projected 

31 
23 

124 

17 

28 
34 
65 

35 

35-40 
29 

140 

30 

Equity. Inc. Robinson 
Ada Farmer's 

Exchange Co. 
Vistron Corp. 
PPG Industries 
Landmark, Inc. 
Alger Feed & 

Grain Co. 
F. J. Laubis & Son 

Elevator 
PK Marion 
Marion Landmark, 

Inc. 

Lykens Farm 
Supply Co. 

Galion Mfg. Co. 
Rhinehart's Coal & 

Building Supply 
Perfection-Cobbey 
American Steel Grave 

Vault Manufactur-
ing Co. 

Wickes Lumber 
Gledhill Lumber 
Flick Lumber 
Galion Equity 

Exchange Co. 
Mt. Victory Elevator 

& Milling Co. 
Occidental Chemical 

Co. 
Pollak Steel Co. 

Ada 
Dunkirk 
Crestline 
Kenton 

Alger 

Hepburn 
Marion 

Marion 
Monnette 
Waldo 

Ridgeton 
Galion 

Galion 
Galion 

Galion 
Galion 
Galion 
Galion 

Crestline 
Mount 

Victory 
Mount 

Victory 

160 86 

290 344 

182 

597 568 

21 15 

23 17 
13 

120 109 

51 53 
1,861 

116 
720 

costs associated with shifting to truck transportation, the 
Ohio-Kentucky Manufacturing Company supplied the fol­
lowing data on shipments of footballs originating from its 
Ada plant: 

Destination 

Clearfield, Utah 
Nashville, Tenn. 
Newark, N.J. 
River Grove, Ill. 

Rail cost 
(per football) 

¢ 

.1408 

.0663 

.0739 

.0494 

Motor carrier costs 
(per football ) 

¢ 

.2678 

.0940 

.1278 

.0715 

The lack of accessibility to interstate highways and 
certain local highway bridge (State Route 31) limitations 
were of concern to the Mt. Victory Elevator and Milling 
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Company. North Robinson Equity, Inc. stated that if it 
lost rail service, it would have to purchase a lower, more 
polluting grade of coal. 

The Marion Chamber of Commerce estimated that a 
downgrading of the EL's east-west main line through 
Marion to feeder status could result in the termination in 
employment of 1,500 railroad employees. 

In addition to the concern over rising freight bills a 
number of submissions to the RSPO dealt with shipper 
dissatisfaction with rail car shortages. The Ada Farmers 
Exchange Company and the F. J. Laubis & Son Elevator 
Company claimed that they received only enough rail 
cars in 1973 to satisfy about half of their needs. Ada 
Farmers Exchange could have shipped an additional 207 
and 176 carloads of grain in 1972 and 1973, respective­
ly. Mt. Victory Elevator and Milling Company reported 
that it would have shipped an additional 47 and 179 car­
loads of grain in 1972 and I 973, respectively, had cars 
been available. The company stated that it has had to 
wait 125 days to receive ordered rail cars and com­
plained further of service delays of up to 28 days. 

ZONE 113 

Zone 113, which include~ the metropolitan Toledo 
area, is a region that is economically dependent upon 
agriculture and light to heavy manufacturing enterprises. 
Toledo, which is served by all modes of transportation, 
is considered a major transportation center within Ohio. 
Because of Toledo's industrial activity, rail service is 
crucial to the continued economic viability of the area. 
Toledo is also an important port on the Great Lakes 
(roughly 25 million short tons o( water-borne cargo 
were handled at Toledo in 1972, according to the Tole­
do-Lucas County Port Authority) and continued con­
necting rail service is also essential. In 1973 the Port of 
Toledo handled 18,791 rail cars, according to the Port 
Authority. The Toledo Regional Area Plan For Action 
Group emphasized the need for rail service because of 
higher costs of trucking, the physical characteristics of 
certain commodities and the lack of sufficient trucks to 
handle the additional tonnage that would develop as a 
result of rail abandonments. 

Speaking on behalf of both Wood and Sandusky Coun­
ties, Ohio House Minority Leader Charles F. Kurfess, 
testified that continued rail service was basic to the sur­
vival of the 4,000 farmers located within these counties. 
The gross income of these farmers is approximately $76 
million . 

Potentially Excess Lines 

The DOT Report designated the following lines poten­
tially excess within Zone 113: 

( l) The PC line from Toledo to Berwick (Zone 
100) . 

________ I;.;_, - - ~-----



(2) The N&W line from Maumee through Holgate 
(Zone 114) and Delphos (Zone 111) to De­
catur, Indiana (Zone 117). 

(3) The N&W line from Maumee through Defiance 
(Zone 114) to Fort Wayne, Indiana (Zone 
116). 

( 4) The N&W line from Maumee to Montpelier 
(Zone 114). 

(5) The AA line from Dundee north to the zone 
boundary (see the discussion of the Frankfort 
to Toledo line in the chapter on Michigan, 
Zone 165). 

(6) The PC line from Petersburg to Federman (see 
the discussion of the Clayton to Ida line in the 
chapter on Michigan, Zone 150). 

(7) The PC Line from Vulcan to Ottawa Lake (see 
the discussion of the Manchester to Toledo line 
in the chapter on Michigan, Zone 150). 

The following technical errors were noted by the Mich­
igan Elevator Exchange and the Ohio DOT: 

( 1 ) Chrysler (Toledo), Erie, Pt. Toledo, Toledo 
Dock and Toledo Yard (TBS) were recom­
mended for local service but were either not 
shown or not shaded blue on the DOT zone 
map. 

(2) The N&W and AA line east of Toledo through 
Ironville and Booth should be shown as a blue 
line on the Zone 113 map. 

(3) In the DOT Report, the Maumee station is 
called "Monclova." 

( 4) Since Alexis, which generates 103 carloads per 
year, was recommended for local service, Bowl­
ing Green, which generates 1,030 annual car­
loads, should aho have been recommended for 
local service. 

(5) The Ohio DOT believed that rail service for 
Waterville, which generates 470 carloads per 
year, should be reevaluated before the final sys­
tem plan is implemented. 

( 6) The Michigan Elevator Exchange stated that 
its 1973 traffic of 3,269 carloads was assigned 
to the Toledo station rather than to the Ot­
tawa Lake Station. 

PC: Toledo to Berwick 

The Toledo to Berwick line serves Toledo, Stony 
Ridge, and Luckey in Zone 113 and Fostoria, Alveda 
and Berwick in Zone 100. The line intersects at Berwick 
with the PC line between Clyde (Zone 100) and Kenton 
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(Zone 112). Only that portion of the line from Luckey 
to Berwick (Zone 100) was designated potentially ex­
cess by the DOT Report. 

Rail users located on this line who offered information 
to the RSPO were: the Crop and Soil Service, Inc., which 
generates between 60 and 70 carloads annually, and 
Luckey Farmers, Inc. 

N&W: Maumee to Decatur 

The three Norfolk and Western lines designated poten­
tially excess by the DOT within Zone 113 start from a 
single track that originates in Toledo. From Toledo this 
single track runs approximately 12 miles southwest to 
Maumee where it splits into three segments. Table 52 
contains a traffic profile of the line from Toledo to Mau­
mee and from Maumee to Decatur. 

Table 52: Toledo to Decatur via Maumee 

Estimated carloads 
Rail user Commodity 1972 1973 Projecttd 
Toledo to Maumee 
The Andersons 

International Minerals 
Chemical Corp. 

Cargo's Grain 
Facility 

Seaway 
Landmark, Inc. 

Ford Motor Co. 
Cargill, Inc. 

Maumee to Decatur 
Johns Manville Corp. 

Feed, fertilizer, 
grain 

Grain 
Feed 
Fertilizer, 

grain 

2,791 

Kenton Landmark Grain 40 
Krey Packing Co. Canning 182 
Ottoville Farm Center 58 
Miller Brothe,s 

Clay Works 
Ottoville Lumber Co. Lumber 
Odenweller Milling 

Co. 
Fort Jennings Equity 

Elevator 
Veller Building 

Supply 

18,541 

1,600 

28 

25,0001 
3,422 

2,000 
10 75 
63 
58 

1 Ford Motor Company is in the process of building a new 
plant at Maumee. 

The Maumee to Decatur line segment serves Maumee, 
Waterville, Bailey and Grand Rapids in Zone 113; Mc­
Clure, Grelton, Malinto, Holgate, New Bavaria and 
Pleasant Bend in Zone 114; North Creek, Wisterman, 
Continental, DuPont, Cloverdale, Muntanna, Douglas, 
Fort Jennings, Delphos, Landeck, Venedocia, Jonestown, 
Ohio City and Schumm in Zone 111 ; and Decatur, In­
diana in Zone 11 7. All of the Ohio segment of the line 
was designated potentially excess by the DOT. 



lf rail service were eliminated, Johns Manville Corpo­
ration, located in Waterville, estimated that the cost of 
moving its freight would quadruple and the finn would 
have to terminate the employment of 1,000 people. Ao 
increase in future rail use is anticipated by Johns Man­
ville as a result of a planned $12 million expansion pro-
gram in 1975 at its two Waterville plants.. . 

Ottoville Farm Center reported that ll shipped 80 
truckloads of freight via motor carriers in 1973 because 
it could not obtain rail cars. 

N&W: Maumee to Fort Wayne 

The Maumee to Fort Wayne line serves Maumee, 
Homewood, Whitehouse, and Neapolis in Zone 113; Col­
ton, Liberty Center, Napoleon, Okolona, Jewell, Defi­
ance, Ashwood, Renollet, Emmett, Cecil, Knoxdale and 
Antwerp in Zone 114; and Fort Wayne, Indiana in Zone 
116. Table 53 contains a traffic profile of this line. 

Table 53: Traffic Profile: Maumee to Fort Wayne 

Estimated carloads 

Rail user 

American Can Co. 
Johns Manville 

Fiber Glass, Inc. 
Hudson Mills 
Davis Farm Service 
Okolona Lumber Co. 
Liberty Agricultural 

Center, Inc. 
Myers Crop Center 
Hudson Products, Inc. 

Jewell Grain Co. 
Antwerp Equity 

Exchange Co. 
FMC Corp. 
Defiance Grocers 
Farmer's Friend 

Mineral Co. 
City of Napoleon 

Power Plant 1 

Gould Company 1 

Commodity 

Cans 
Insulating 

material 
Grain 

Lumber 

Fertilizer 
Fertilizer 
Feed 

ingredients 
Grain 

Grain 

Food 

Fertilizer 1 

Coal 

1972 1973 Projected 

7,000 8,000 

42 

206 
61 
10 

10 
20 

227 
63 

3 

120 

800-
1,000 

700 

1 The carload figures supplied by the City of Napoleon, 
Farmer's Friend Mineral Company, and the Gould Company 
represent total carloads over the DT&I and the N&W. 

The Antwerp Equity Exchange Company predicted 
that a forced switch to motor carriers would increase its 
cost by $80,000 annually. Antwerp Equity is building a 
new 190,000 bushel grain elevator. The American Can 
Company is building a new plant and a $70,000 rail sid­
ing in Whitehouse. The American Can plant, which will 
employ 225 people, expects to generate at least 700 car­
loads annually after its opening in 1974. Antwerp Equity 
reported that it would have used 65 more rail cars in 
1973 had they been available. The Napoleon Chamber of 

.I 

r. 

Commerce testified that two rail using firms are report­
edly considering locating in the city's industrial park in 

the near future. 

N&W: Maumee to Montpelier 

The Maumee to Montpelier line serves Maumee and 
Midway in Zone 113 and Brailey, Delta Yard, Eckley, 
Elmira, West Unity and Montpelier in Zone 114. Table 
54 contains a traffic profile of the line. 

Table 54: Traffic Profile: Maumee to Montpelier 

Estimated carloads 

Rail user Commodity 1972 1973 Projected 

Reilly Feed & 
Grain Co. Grain 150 

Hai ne6, Alby 30-40 

'(ri-State Elevator, Fertilizer, 

1k feed 200-250 
Williams County 

Farm Bureau Grain, 
Coop. Assn. fertilizer 1691 2471 

Vistron Corp. Fertilizer 40 
Carter Lumber Co. Lumber 

1 The carload data supplied by Williams County Farm Bureau 
Coop. Assn. is for its fiscal year March I through February 28. 
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According to the Williams County Farm Bureau Co­
op Association, loss of rail service would lead to the clo­
sure of its farmer owned $771,562 facility in Montpelier. 
Future rail use is expected to increase since the Co-op's 
board of directors has recently approved a $182,327 
contract to build a new 200,000 bushel grain elevator. 

Table 55: Traffic Profile: Viable Lines 

Rail user 

Oscar Joseph 
Lansing Grain Co. 
Mid-Wood, Inc. 

Owens- Illinois, Inc. 
Deshler Farmers 

Elevator 
Luckey Farmers, Inc. 

Vistron Corp. 

Estimated carloads 
City 

Toledo 

1972 1973 Projected 

Toledo 
Bowling Green 
Cygnet 
Haskins 
North Baltimore 
Rudolph 
Perrysburg 

Custar 
Dun bridge 
Lemoynee 
Luckey 
Sugar Ridge 
Rising Sun 

10 

1852 

45 

5451 

1 Owens-Illinois, Inc. expects to commence operations in 1975. 
The fi rm, which will eventually employ 163 people, recom­
mended that Perrysburg be included in the Toledo switching 
district. 
2 The carload figure supplied by Deshler Farmers Elevator rep­
resents the total carloads generated by the firm's plants in 
Custar and in Deshler. 



Lines Not Designated Potentially Excess 

Evidence from rail users located on rail lines not des­
ignated potentially excess by the DOT in Zone 113, such 
as the C&O/ B&O and the PC, was also received. Table 
55 contains a list of businesses which submitted data to 
theRSPO. 

ZONE 114 

Potentially Excess Lines 

The DOT Report designated the following lines poten­
tially excess within Zone l 14: 

(I) The PC line from Alvordton through Van Wert 
(Zone 111), Greenville (Zone 110) and Ger­
mantown (Zone 108) to Carlisle Junction 
(Zone 106). 

(2) The DT&I line from Delta through Lima (Zone 
111) , Quincy (Zone 110), Maitland (Zone 
109) , South Solon (Zone 110), Waverly 
(Zone 105), Jackson (Zone 104), and Bloom 
Junction (Zone 105) to Ironton (Zone 200) . 

(3) The N&W line from McClure to Pleasant Bend 
(see the discussion of the Maumee to Decatur 
line in Zone 11 3). 

( 4) The N&W line from Colton to Antwerp (see 
the discussion of the Maumee to Fort Wayne 
Line in Zone 113) . 

(5) The N&W line from Montpelier to Brailey (see 
the discussion of the Maumee to Montpelier 
line in Zone 1 J 3) . 

The DOT's March 1 additions and corrections supple­
ment indicated the following changes were to be made in 
its February I report: 

( 1) The PC line from Celina to Coldwater in Zone 
110 should not be shown as potentially excess. 

(2) The PC line from Pat•Ming to North Paulding 
in Zone 1 14 should not be shown as potential­
ly excess. 

(3) The DT&l line from Lima to Ford Park in 
Zone 111 should not be shown as potentially 
excess. 

(4) The DT&l line from Wauseon to Napoleon in 
Zone 114 should not be shown as potentially 
excess. 

The following technical errors were noted by the Ohio 
DOT: 

( 1) North Paulding was recommended for rail serv­
ice but was not ~haded blue on the DOT zone 
map. 

(2) Since Paulding, which generates 422 carloads 
per year, was recommended for local service, 
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Hicksville, which generates 371 carloads per 
year; Montpelier, which generates 1,152 car­
loads per year; Payne, which generates 484 
carloads per year; and Swanton, which gener­
ates 586 carloads per year, should also have 
been recommended for local service. 

(3) Rail service for Antwerp, which generates 539 
carloads per year, and the entire N&W line that 
runs through Antwerp, should be reevaluated 
before the final system plan is implemented. 

PC: Alvordton to Carlisle Junction 

The Alvordton to Carlisle Junction line serves Alvord­
ton, West Unity, Pulaski , Bryan, Ney, Sherwood, Cecil, 
North Paulding, Paulding, Latty and Haviland in Zone 
114 ; Scott, Van Wert, and Ohio City in Zone 111; Rock­
ford, Tama, Celina, Coldwater, Saint Henry, Gilberts, 
New Weston, Rossburg, Ansonia, Greenville and Savonia 
in Zone 11 0; West Manchester, Lewisburg, West Alex­
andria, fngomar, Farmersville and Germantown in Zone 
108; and Carlisle Junction in Zone 106. The following 
four segments of the line were designated potentially ex-

Table 56: Traffic Profile : Alvordton to Carlisle 
Junction 

Rail user 

Lewisburg Container 
Corp. 

Duppes Co. 

Farmersville Elevator 
Dwire & Son Crop 

Service 
Ohio Underground 

Warehouse, Inc. 
Matt's Redi-Mix Co. 

St. Henry Tile Co. 
Mercer Landmark 
Celina Lumber & 

Supply Co. 
Scott Equity 

Exchange Co. 
Continental Can Co. 
Borden, Inc. 
Genera l Portland, Inc. 

Pet, Inc. (Ney) 

(Coldwater ) 
Smith Chevrolet, Inc. 
Landmark, Inc. 

( Rockford) 
(Lewisbu rg) 
(St. Henry) 

St. Charles Seminary 
F&L Farm Supply Co. 
P.K. Germantown 

Lumber Co. 

Estimated carloads 
Commodity 1972 1973 Projected 

Lumber 
Steel, 

mach inery 
Grain 

Cold storage 

Sand, coal 
Grain 

Lumber 

Grain 
Containers 

Cement, 
coal 

Evaporated 
milk 

Grain 
Fertilizer 

Coal 
Fertilizer 

Lumber 

44 

380 

104 

29 
30 

2 

275-
325 
420 
180 

240 

717 

380 
190 

20-25 
37 

1,095 

80 

1,200-
6,000 

418 

2,000 



cess by the DOT: (1) between Alvordton (Zone 114) 
and North Paulding (Zone 114); (2) between Latty 
(Zone 114) and Celina (Zone 110); ( 3) between Cold­
water (Zone 1 IO) and Greenville (Zone 110); and (4) 
between Savona (Zone 110) and Carlisle Junction (Zone 
106). The Alvord ton to Mackinaw City, Michigan por­
tion of the line was discussed in Zone 165 of the Mich­
igan section of this report. Table 56 contains a traffic 
profile of the Alvordton to Carlisle Junction segment of 
the line. 

St. Henry Tile Company declared that a forced con­
version to motor transportation would increase its freight 
bill by $26,000 per year. Mercer Landmark, located in 
Rockford, predicted that a switch to motor carrier would 
increase its transport costs between $100,000 and 
$200,000. P. K. Germantown Lumber Company testified 
that transcontinental hauling of lumber from the West 
Coast by motor carrier is not economically feasible. 

St. Henry Tile Company stated that, if rail service 
were lost, the firm would be forced to close its retail coal 
facility. The Duppes Company, located in Germantown, 
stated that the size and weight ( 40 to 70 tons) of many 
of its individual machines preclude their movement via 
truck. The closing of Duppes' facility would result in ter­
mination of the employment of 200 people and the loss 
to the Germantown community of $2.2 million in per­
sonal income and $205,000 in tax revenues. 

Future growth along the line was predicted by the 
Lewisburg Container Corporation, which is planning to 
expand its present facilities in Lewisburg, and by the 
Ohio Underground Warehouse corporation, which is 
presently converting an old underground mine located in 
Lewisburg into a public warehouse. The warehouse was 
expected to be operational by September, ! 974. The 
Scott Equity Exchange Company testified that it was un­
able to secure the desired number of rail cars and it had 
to wait 2 months to receive some cars. The company, 
located in Scott, reported that an average of 2,395 rail 
cars have been moving northbound over the past three 
years from Van Wen (Zone 111) to Bryan (Zone 114). 

DT&I: Delta to Ironton 

This DT&I line serves Delta, Malinta and Hamler in 
Zone 114; Prentiss, Leipsic, Ottawa, Columbus Grove 
Ford Park and Lima in Zone 111; Uniopolis, Saint Johns: 
Jackson Center, Maplewood, Quincy, Rosewood, Saint 
Paris and Thackery in Zone l l O; Tremont City, Eagle 
City, Maitland, Springfield, Lagonda, Thorps, Royal and 
South Charleston in Zone I 09; South Solon in Zone 110· 
Jeffersonville, Washington Court House, Goodhope: 
Greenfield, Thrifton, Bainbridge, Summit, Waverly, Glen 
Jean, Gregg and Beaver in Zone 105; Cove, Sharon and 
Jackson in Zone I 0~; Bloom Junction and Bondclay in 
Z~ne 105; and Su~enor, Lawco, Lisman, Pedro, Royers­
v11le and Ironton m Zone 200. The following five seg-
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Table 57: Traffic Profile: Delta to Ironton 

Rail user 
Bainbridge Lumber 

Estimated carloads 
Commodity 1972 1973 Projected 

Company 
McClure Warehouse 
Davis Lumber Co. 
Stanley Implement 

Company 
Adams Grain 

Elevator 
Keppler Lumber Co. 
Mid Ohio Chemical, 

Inc. 
(Jeffersonville) 
(Soulh Charleston) 

Detroit Steel Corp. 
Hoover Rall & 

Bearing Company 
Armco Steel 
Colonial Stair 
Carter Flo-Lizer 
Swift Farm Service 
McDonald's Elevator 
Federal Chemical 

Company 
DOW Chemical 
AP Green 

Refractories 
( Beaver) 
(Jackson) 

International Mineral 
and Chemical Corp. 

Jackson Iron & Steel 
Company 

Osco Industries 
Willis Lumber Co. 
USS Fertilizer 
Blue Rock, Inc. 
Beatrice Foods 
Shepard Grain Co. 
Ford Motor Co. 
C. E. Brohard 

Mining Co. 
National Lime and 

Stone Company 
Scou Lads Food, 

Incorporated 
Warehouse Associates, 

Inc. 
Thompson Industries 
Metamora Elevator 

Luml>e1 

Lumber 

Grain 
Lumber 

Grain 

Foam 
1,640 

seating pads 
Steel 

Fertilizer 
Grain 

Chemicals 

Refractory products 

Refractory and 
clay products 

Steel 
products 

Lumber 
Fertilizer 

Foods 
Grain 
Auto parts 

Foods 

Company Grain 
Springfield Gravure 

Corporation 
D&H Manufacturers 
International Harvester Grain 
Champion Company 
Combustion Engineer-

ing, Inc. 

47 

2,832 
497 

34 
6 

40 
300 

15 

25 
193 

s 
26 

560 
219 

3,264 

1,000 
400 

60 

280 
65 

Elgin Plumbing Ware 
96-120 

Landmark, Inc. 

(Good Hope) 

Grain, 
fertilizer 

26 

44 
133 

700 

Ill 

144-
180 



is 
iecttd 

Estimated carloads 
Rail mer 

(Jeffersonville) 
(Jackson Center) 
(Malinta) 
(Uniopolis) 

Commodiry 1972 1973 Projecred 

(South Charleston) 
Vist ron Corp. 

(Ottawa) 
(Metamora) 

Campbell Soup 
Company 

Napoleon Lumber 
Co. 

Henry Farm Bureau 
Cooperative 
Association 

Foster Canning Co. 
Davis Fire Brick Co. 
Opekasit, Inc. 

Soup 

Lumber 

Grain, 
fertilizer 

Fertilizer, 
grain 

132 

13,500 14,800 

10-12 

155 

150 

ments of the line were designated potentially excess by 
the DOT : ( 1) between Delta (Zone 114) and Ottawa 
(Zone 111); (2) between Columbus Grove (Zone 11 J) 
and Ford Park (Zone 111); (3) between Lima (Zone 
111) and Maitland (Zone 109); ( 4) between Spring­
field (Zone 109) and Jackson (Zone 104), and (5) 
between Bloom Junction (Zone 105) and Bondclay 
(Zone I 05). The Malinta, Ohio (Zone 114) to Tecum­
seh, Michigan (Zone 150) segment is discussed in Zone 
150 of the Michigan section of this report. Table 57 
contains a traffic profile of the Delta to lronton segment 
of the line. 

The importance of DT&l's Delta to Tronton line to the 
various communities it serves was reflected in the number 
of submissions received from local governmental units 
and chambers of commerce. Pike County Commissioner 
John Allen, speaking in behalf of Kepple r Lumber Com­
pany, test ified that the DT&I is the only railroad serving 
a rather large portion of Ohio, particularly in Zone l 05. 
Mr. Allen stated that the loss of the DT&I would reduce 
Pike County's annual tax revenues by $25,000. The 
Board of County Commissioners of Henry County op­
post:d the abandonment of this line because of the seri­
ous unemployment problems that it would create. The 
Wauseon Chamber of Commerce reported that there are 
not enough trucks available to handle the additional ton­
nage that would be created by an abandonment of the 
DT&I. The Springfield Chamber of Commerce reported 
that the DT&T carried 2,094 carloads through Clark 
County in 1973. 

Concern over the possible loss of capital investments 
due to ahandonment of the line was expressed by Ford 
Motor Company, which operates a small engine plant at 
Ford Park; by Combustion Engineering, which is holding 
60 acres of land for either future plant expansion or the 
development of an industrial park; and by Jackson Iron 
& Steel Company, which has recently received approval 
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of a loan guarantee from the state for the expansion and 
rehabilitation of its plant. The funds for the Jackson 
Company will be made available through the Business 
and Industrial Loan Division of the Farm Horne Admin­
istration. The Ford Motor Company has recently com­
pleted a $74 million plant expansion program . 

Future growth along this line was predicted by the fol­
lowing firms : Metamora Elevator Company, which felt 
that rail tonnage would expand because of anticipated 
future grain harvest increases; Springfield Gravure Cor­
poration, which is planning an expansion; and D&H 
Manufacturers, which testified that since its plant opened 
in July 1972 a steel shortage has kept rail usage below 
the firm's normal shipping pattern. 

The Hoover Ball & Bearing Company, located in 
Greenfield, declared that the bulkiness and light weight 
(2 to 4 pounds per cubic foot) of many of its products, 
such as polyurethane foam seating pads and safety foam 
parts, preclude their economical movement by truck. 

Loss of rail service, according to the Davis Fire Brick 
Company, could seriously impair the development of the 
estimated 50 million tons of coal located on 15,000 acres 
of land near Pedro (Zone 200). State Senator Harry L. 
Armstrong testified that the DT&I hauls a substantial 
amount of coke from lronton (Zone 200). Senator Arm­
strong stated that the discontinuance of the DT&I would 
necessitate costly and time consuming circuitous rail 
rerouting. 

In its submission to the RSPO, the DT&I stated that 
the abandonment of most of its line south of Delta would 
in effect, downgrade its remaining track to a feeder status'. 
This downgrading would seriously handicap DT&l's ef­
forts to remain viable in the face of increasing competi­
tion and would force it to close its Jackson (Zone 104) 
car shop and terminate the employment of 190 people. 
The DT&l was concerned about the economic conse­
quences and impact on the many local commu nities now 
situated on its lme that would be totally deprived of rail 
service. 

The DT&I disagreed with the DOT Report's recom­
mendation that the C&O/ 8&O and the Consolidated Rail 
Corporation should handle all of the Detroit-Cincinnati 
traffic. The DT&l believes that there is ample traffic to 
support at least two additional competitors to the C&O/ 
B&O. However, if the USRA should decide that there 
should be only one competitor, DT&l recommended that 
it be that competitor for the following reasons: 

(I) The DT&I route through Springfield, Ohio, on 
an almost direct line between Detroit and Cin­
cinnati is far less circuitous. 

(2) The DT&l route by-passes principal industrial 
centers such as Toledo and avoids the delays 
involved in rail movement through such centers. 

( 3) T he tracks throughout the DT&I route are al-



ready in condition suitable for handling a sub­
stantial amount of traffic in excess of that pres­
ently handled . None of the available PC routes 
south of Toledo, Ohio (the only routes which 
the new Consolidated Rail Corporation could 
acquire to handle this traffic) have tracks in 
such excellent condition. 

( 4) The DT&I is a modest size railroad that does 
not have the disadvantages of being unman­
ageable. 

The DT&I advanced the following possibilities for the 
rail reorganization: 

( l) The Penn Central should be continued with 
necessary limited aid as a viable system west 
of Albany and Harrisburg. The loss leader 
lines in southern New England and in the Bos­
ton-New York-Washington corridor should be 
placed under federal trusteeship or authority 
and operation, performing necessary local 
freight connecting servicrs for independent sys­
tems by mileage based charges, through track­
age right arrangements or by independent 
freight feeder lines. The Reading, the Central 
of New Jersey, portions of the Boston and 
Maine and the eastern portion of the Lehigh 
Valley should be included in such trusteeship. 
Only suburban operations of the Erie-Lacka­
wanna should be included. The balance of its 
freight operations could, with limited aid, be 
operated as a viable system pending comple­
tion and implementation of the recommended 
apportionment plan. 

(2) No one system should be given traffic or op­
erating rights, no mergers should be permitted 
and no change in the status quo should be 
allowed until the entire apportionment plan is 
worked out and put into effect. 

(3) The new northeast rail system should be based 
upon several medium size railroads. As an 
example of how a medium sized railroad could 
be constructed, the DT&I offered the follow­
ing concept, for illustrative purposes only: 

(a) The discontinuance of: 

(i) The AA line northwest from 
Thompsonville, Michigan (Zone 165) to 
Frankfort, Michigan (Zone 165); 

(ii) The AA Railroad car ferries; and 

(iii) The DT&I line between Tecum­
seh and Adrian, Michigan in Zone 150. 

(b) The addition to the DT&I rail system of 
the following line segments: 

(i) The PC line northward from Cadil-
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lac, Michigan (Zone 165) to a point op­
posite the station of Gaylord, Michigan, 
which is located on a parallel PC line 
that also runs north to Mackinaw City. 
The two lines would be joined by the 
construction of a new 8.5 mile track to 
Gaylord. 

(ii) The PC line between Lansing, 
Michigan (Zone 161) and Midland, 
Michigan (Zone 162). 

(iii) The PC Line between Detroit, 
Michigan (Lincoln Yard) in Zone 155 
and Carleton, Michigan in Zone 113. 

(iv) All of the PC's "Little Miami 
Railroad Line" including switching and 
trackage rights at Cincinnati (Zone 106), 
Columbus (Zone 103) and Dayton, 
Ohio (Zone 108); and Richmond, Indi­
ana (Zone 120). 

(v) The PC line between Toledo, 
Ohio (Zone 113) and Clinton, Michigan 
(Zone 150) via Adrian, Michigan (Zone 
150). 

(vi) The EL line between Maitland, 
Ohio (Zone 109) and Urbana, Ohio 
(Zone 110) . 

The DT&J, which creates and blocks many through 
trains for the movement of such commodities as auto 
parts, chemicals, coal, coke and steel, supplied the fol­
lowing examples of its current through train operations: 

( l) The DT&I operates through freight train serv­
ice from Flat Rock, Michigan (Zone 155) to 
Cincinnati (Zone 106) via South Charleston 
(Zone 109). using trackage rights over the 
PC line between Xenia (Zone 108) and Cin­
cinnati (Zone 106). The DT&I handled 39,036 
carloads over this route in 1972. 10 

(2) The DT&I operates .ioint through freight train 
sen·ice with the PC between Detroit, Michigan 
(Zone 155) and Pittsburgh, Pennsylvania 
(Zone 76) via Cleveland (Zone 94). The 
DT&I handled 34,337 carloads of automobiles, 
auto parts and iron and steel articles over this 
route in 1972. 

(3) The DT&I operates joint through freight train 
service with the PC between Flat Rock, Mich­
igan (Zone 155) and Buffalo, New York 
(Zone 49) via Lorain (Zone 9 I ) . The DT&I 
handled 20,631 carloads over this route in 
1972. 

19 During I 972 the DT&I interchanged 129,055 carloads with the 
Penn Central and 7,067 carloads with the Erie Lackawanna. 
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( 4) The DT&I operates joint through freight train 
service between Flat Rock, Michigan (Zone 
I 55) and Windsor, Ontario using trackage 
rights over the PC. The DT&I handled 20,497 
carloads over this route in 1972. The DT&I 
considers this to be the most efficient route to 
reach Canadian points served by the Canadian 
Pacific. 

( 5) The DT&I operates joint through freight train 
service with the PC between Penford, Mich­
igan (Zone 155) and Carleton, Michigan 
(Zone 113). The DT&I handled 7,944 car­
loads over this route in 1972. 

(6) The DT&I operates joint through freight train 
service with the N&W between Delta (Zone 
114) and Chicago, lllinois (Zone 131) and 
between Delta and Kansas City, Missouri. 
The DT&I handled 23,215 carloads over these 
routes in 1972. 

Lines Not Designated Potentially Excess 

Evidence from rail users located on rail lines not desig­
nated potentially excess by the DOT in Zone 114, such 
as the C&O/B&O, the N&\\ and the PC. was also re­
ceived. Table 58 contains a list of businesses which sub­
mitted data to the RSPO. 

Payne Equity Exchange Company testified that con­
version to trucks would raise its transportation cost 8 
cents per bushel of com or soybeans. This conversion 
would amount to a loss of an estimated $30,720 in 
income to local farmers. Payne Equity also stated that 
additional storage elevators would have to be built in 
order to move grain exclusively by truck. Deshler 
Farmers Elevator estimated that its freight bill on grain 
shipments would increase between 6 and 13 cents per 
bushel of grain. Such an increase, according to Deshler, 
would mean a loss in income to local farmers of $224.-
415. Deshler Company reported that its fertilizer busi­
ness would be badly hurt by a rail abandonment be­
cause it would have to truck its products from another 
railhead at an estimated annual cost of $49,000. A 
similar concern over higher transportation costs was 
expressed by the Hicks,ille Grain Company. 

In addition to the concern over increased freight bills, 
a number of submissions dealt with ~hipper dissatisfac­
tion with poor service and rail car shortages. The Payne 
Equity Exchange Company alleged that it would have 
shipped an additional 102 carloads of com and soy­
beans in 1973, had rail cars been available. Payne Co­
operative Elevator Company testified that the inability 
to secure rail cars in 1973 cost it $46,000. Hamler Co­
operative Grain Association reported that its rail use in 
1972 would have doubled had it been able to secure 
empty cars . Deshler Farmers Elevator also reported an 
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Table 58: Traffic Profile: Zone 114 

Estimated carloads 
Rail user 

Payne Equity 
Exchange Co. 

Payne Cooperative 
Elevator Co. 

Kenton Landmark 
Vistron Corp. 

Hicksville Grain Co. 
Holgate Grain & 

Supply Assn. 
Holgate Lumber Co. 
Holgate Implement 

Co. 
Deshler Farmers 

Elevator Co. 
Williams County 

Farm Bureau 
Co-op Assn. 

Hamler Cooperative 
Grain Assn. 

City 

Payne 

Payne 
Oakwood 
Delta 
Holgate 
Latty 
Mark Centre 
Oakwood 
Hicksville 

Holgate 
Holgate 

Holgate 

Deshler 

Edgerton 

Hamler• 

1972 1973 Projected 

19g 

503 2901 
95 91 149 

35 

185 

42 
10-12 

10 

185 2 

32s 45a 

130 

1 Rail usage by Payne Cooperative Association declined in 1973 
because of the inability to secure rail cars. 
2 The carload figures supplied by Deshler Farmers Elevator rep­
resent the totals generated by the firm's plants in Custar and 
Deshler. 

~ The carload data supplied by Williams County Farm Bureau 
Cooperative Association is for the fiscal period March I through 
February 28. 
1 Hamler Cooperative reported that 18,488 cars were inter­
changed between C&O/B&O and the DT&I at Hamler during 
1973. 

inability to receive the desired number of rail cars and 
estimated that it would have shipped an additional 400 
to 500 carloads of grain had hopper cars been available. 
Both Holgate Implement Company and Holgate Grain 
& Supply Association complained of poor rail service. 

PASSENGER SERVICE 

Although the preponderance of evidence submitted to 
the RSPO dealt with the movement of freight, passenger 
transportation was also of concern to Ohio citizens. 
Strong sentiment was expressed in favor of additional 
commuter lines in the state. It was pointed out that not 
only are rails more economical, but they conserve land 
resources and use much less energy than cars. Environ­
mental groups expressed their concern that air pollution 
would be increased hy rail abandonments. 

The Sierra Club's Ohio Chapter recommended that 
rail passenger service be instituted along the following 
three heavily traveled corridors, which, when completed, 
would link 15 Ohio metropolitan areas that contain 81 
percent of the state's population. 



(1) The Cleveland-Co/wnbus-Cincinnati 
Corridor 

The 259 mile Cleveland to Cincinnati cor­
ridor contains an estimated 7 .2 million people 
located within the metropolitan areas of Akron, 
Canton, Cincinnati, Cleveland, Columbus, 
Dayton, Elyria, Hamilton, Lorain, Middle­
town and Springfield. Drawing upon the 1972 
study prepared by the U.S. DOT, ent_itled 
The National Transportation Report, the Sierra 
Club testified that the 1975 predicted rail de­
mand along this corridor is for an estimated 
73 million passenger miles.20 

(2) The Pittsb11rgh-Cleve/and-Detroit 
Corridor 

The 303 mlle Pittsburgh to Detroit corri­
dor contains an estimated 11.4 million people 
located within the metropolitan areas of Akron, 
Cleveland, Detroit, Elyria, Lorain, Pittsburgh, 
Sandusky, Toledo, Warren, and Youngstown.21 

The National Transportation Report's 1975 
projection of rail demand along this corridor, 
according to the Sierra Club, is for an esti­
mated I 03 million passenger miles. 

(3) The Detroit-Toledo-Cincinnati Corridor 
The 265 mile Detroit to Cincinnati corridor 

contains an estimated 8 million people located 
within the metropolitan areas of Cincinnati, 
Dayton, Detroit, Hamilton, Lima, Middletown, 
and Toledo. The !Vational Transportation Re­
port's 1975 projection of rail demand along 
this corridor, according to the Sierra Club, is 
for an estimated 85 million passenger miles. 

The Portage Trail Sierra Club submitted the following 
recommendations to the RSPO: 

( 1 ) The adoption of compact, cohesive land use 
patterns which minimize the necessity for 
travel by any mechanical mode. 

(2) The establishment of a single comprehensive 
agency responsible for planning, reviewing and 
coordinating all development activities in the 
five county area o( Akron. 

20 Karl Gelfer, a concerned citizen declared that rail service 
along this corridor could be integrated at selected points with 
tbe following operating trains: the George Was.l1i11g1011/ James 

Whitcomb Riley (Cincinnati): the National Limited (Colum­
bus): and the Broadway Limited (Crestline). 

21 The Youngstown Area Chamber of Commerce noted that 
currently Youngstown residents must travel 53 miles to Canton 
to board passenger trains; that early morning train departure 
schedules from Canton are inconvenient for Youngstown resi­
dents; and that the Canton station is unsafe and in very poor 
condition. 
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(3) 

(4) 

(5) 

(6) 

(7) 

(8) 

Where feasible, the establishment of single 
public corridors, occupied both by conven­
tional transport modes and by utilities--elec­
tric and telephone cables, gas, water, sewer 
and other pipelines. 

Amend the Ohio Constitution to permit fund­
ing of all transport modes from existing high­
way user taxes and from such additional trans­
portation user fees and taxes as further study 
indicates may be desirable or necessary. 

Public transit should be recognized as a neces­
sary public service with its operations funded 
from taxes and fees on those activities and 
facilities which ~ustain the need for subsidy. 

A properly designed and operated public tran­
sit system should serve all segments o( the 
populace without creating special cases or serv­
ices for any individuals or groups. 

The Akron five county area and the Cleveland 
area should cooperatively develop a regional 
public transportation system using an inte­
grated combination of busways, rail lines, and 
existing highways to provide necessary travel 
flexibility while minimizing resource consump­
tion. 

Rail transport should be expanded and its use 
encouraged for intercity movement of people 
and freight. Existing trackage and services 
should be maintained and upgraded to mod­
ern standards as rapidly as resources and tech­
nology permits. In those cases where abandon­
ment of existing services is permitted, existing 
rights-of-way should be preserved intact for 
future use. 

(9) Where additional capacity is needed along 
existing highway corridors, the feasibility of 
providing it via rail lines in the median or 
along the edges should be thoroughly examined 
first . If that appears unworkable, consideration 
should then be given to conversion of existing 
lanes to preferential bus and truck usage. Only 
after exhausting these possibilities should seri­
ous consideration be given to construction of 
additional auto highway lanes. 

(10) All terminal facilities should provide modal 
interface. Major airports should be connected 
to surrounding communities by high speed rail 
service using, where possible, existing track­
age or rights-of-way. New regional airports 
should be located in areas already served by 
major rail and highway routes whenever pos­
sible. Truck and rail terminals should be ad-
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· cent to facilitate efficient use of each mode. 
:us and rail terminals should also be adjacent 
for the same reason. Shopping and office com­
plex parking lots should also serve as transit 

tenninals. 

PUBLIC CRITICISM OF THE DOT REPORT 

Th following is a list of criticisms contained in the 
subm: sions and testimony received by the RSPO: 
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( 1) The DOT ignored bridge traffic. 

(2) Toe DOT concentrated on a narrow profit­
abil ity criterion which placed only minor em­
phasis on the public interest and failed to con­
sider the economic and social effects of aban-

donment. 
(3) DOT's plan ignores national defense consider­

ations. 
(4) The DOT did not consider potential rail use. 

(5) Copies of the DOT Report were not readily 

available. 

(6) The DOT ignored passenger service needs 
and current Amtrak operations. 

(7) The DOT Report erred in using outdated and 
inaccurate 1969 waybill sample and 1972 bill­
ing station reports. 

(8) The DOT Report erred in not considering the 
impact of its plan upon present and potential 

business. 

(9) The DOT Report erred in relying solely on a 
profitability criterion which over-simplified the 
problem of rail service and ignored the public 
interest and the stated goals of Congress as 
expressed in the Regional Rail Reorganiza­
tion Act. 

(10) The DOT Report erred in failing to consider 
the physical condition of tracks. 

( 11) The public did not have enough time to ana­
lyze the contents of the DOT Report. 

(12) The DOT failed to emphasize competitive 
rail service. 

(13) The DOT Report contained too many dis­
crepancies, and it was too difficult to interpret 
the assumptions and the intent of the Report. 

22 Two c I · organi t~mp amts were lodged against the Regional Rail Re-
za ton Act of 1973· th A f ·1 . . . for alt · 

1 
• e cl at ed to mclude prov1s1ons 

lishcd carmstg . a~r work rules and the Act should have estab-
al1st1cal meas f . . the prcse 

1 
•
1 

urcment rom which an evaluatton of 
n rat sy5tem could be made. 
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( 14) The DOT Report dis · . culture. cmnrnated against agri-

( 15) Extenuating circumstances such as H . 
Agnes . ' urncane , poor service, federal control . 
cultur d h s on agn-e, an ot ers, were not considered b 
DITT. Y 

( 16) The DOT ~eport failed to consider the ef­
fect ~f cessation of rail service upon the abilit 
of rail users to remain competitive. y 

( 17) The DOT w ne maps were consistently in­
accurate. 

( 18) ~he DOT made no attempt to gather informa­
t10n regarding the nature and needs of th I I . . e oca 
communities and industries served by the rail-
roads. 

( 19) T~e DOT did not recognize the need for a cer­
tam amount of excess rail capacity. 

(20) The DOT plan gave no consideration to its 
possible impact on the U.S. balance of pay­
ments problem. 

(21) The DOT did not consider the impacts of its 
plan on food production in the Midwest and 
Northeast region. 

(22) The DOT plan is merely an attempt to bail 
out the Penn Central at the public's expense. 

(23) The DOT Report labeled many profitable lines 
"potentially excess." 

(24) The DOT Report failed to establish the neces­
sity of preserving urban area rail corridors. 

(25) The DOT Report failed to understand the 
complexity of the Midwest and Northeast rail 

system. 

(26) The DOT Report failed to set definitive stand­
ards for the future rail system. 

(27 ) The DOT Report did not consider the total 
cost of restructuring the present Midwest and 
Northeast rail system. 

(28) The DOT Report conflicts with certain already 
established federal and state policies. 

(29) The DOT Report places the entire burden of 
paying for track modernizing and maintenance 
upon the individual taxpayer. 

(30) The DOT failed to consult with state officials 
to detennine their individual needs prior to the 

(31) 

issuance of its Report. 
The DOT Report failed to consider the prese.1l 
and potential economic growth of smaller 
Standard Metropolitan Statistical Areas. 

111111111111111 



(32) In many instances, recommended abandon­
ments would not leave rail users with alterna­
tive rail routings. 

(33) The DOT should have recognized the distinc­
tion and used a different set of criteria in the 
evaluation of local feeder Jines in contrast to 
high volume main lines. 

(34) The DOT's assumption that large scale rail 
abandonments are a cure for uoprofitability is 
erroneous. 

(35) The DOT's use of a 75 cars per mile criterion 
for determining whether competitive service is 
warranted between any set of markets is 
illogical. 

(36) The DOT Report erred in stressing the devel­
opment of an upgraded high volume interstate 
rail network at the expense of eliminating serv­
ice to smaller communities. 

RECOMMENDATIONS 

Testimony presented from the state of Ohio included 
the following suggestions for improved transportation 
planning: 

(I) The USRA should promote an efficient and 
viable rail system by offering tax relief to car­
riers, perhaps by abolishing all railroad real 
estate taxes . 

(2) Railroads should not be nationalized. 

(3) A clarification should be made as to whether 
participation by bankrupt lines in the rail reor­
ganization is mandatory or voluntary. 

( 4) The _ restructuring process should emphasize 
and insure broad public participation. 

(5) The USRA should take no action in the direc­
~ion of granting abandonment authority pend­
mg: 

(a) A study and ~valuation of the availability, 
cost and efficiency of alternative modes of 
transport in meeting local and regional 
transportation needs. 

( b) The results of Senator Hart's anti-trust 
c?~mittee_ h~arings on the automobile and 
011 mdustnes conspiracy against rail Lines 
and street cars in the J 920's and 1930,s. 

(c) An alternative public use study. 

(d) Ao i_n~depth a~alysis of the exact cost of 
repa1rmg deteriorated rail lines. 

(e) An approval of the abandonment by all 
rail users. 
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(6) The USRA should follow both the spirit anj 
the letter of the National Environmental p~ 
Act. 

( 7) The ICC should change a!I rail revenue divisil 
arrangements to correct imbalances and to al­

low the bankrupt railroads to receive a lar,z 
share of the revenue. 

(8) Local authorities should be given a prcferenti~ 
position in the purchasing of abandoned rai 
rights-of-way. 

(9) The USRA should view the region's rail net­
work as a system, not as individual line seg­
ments that must necessarily be profitable. 

( I 0) The USRA should press only for the abandon­
ment of redundant lines. 

( l 1) The federal government should fund a program 
by which all rail property would be inspected 
and maintained. 

(12) Federal funds should be made available to pro­
vide financial relocation assistance for indlll­
tries affected by abandoned rai l service. 

( 13) The Erie Lackawanna should be allowed to re­
organize under a Section 77 proceeding. 

( 14) Labor work rules should be modernized. 

( 15) The general public should not be required to 
subsidize unprofitable rail lines. 

( 16) The western railroads should be allowed an 
opportunity to purchase the Penn Central. 

( 17) The ICC should be required to set specific rail 
service standards. 

( I 8) Passenger service should be available at all 
major U.S. urban areas. 

( 19) All rai l freight rates should be increased. 

(20) The evaluation of line viability should be based 
on a revenue per carload criterion. 

(2 1) All transportation modes should be equally 
subsidized . 

(22) Federal funds should be made available to as­
sist the states in developing a comprehensive 
report on the economic and social impact of 
abandoning rail lines. 

,, (23) An expedited LCL service for shipments up to 
150 pounds should be inaugurated by the rail· 
roads. 

(24) A cost-revenue study should be undertaken for 
all commodities being transported by the rail­
roads. 



(25) The USRA should analyze existing deficiencies 
in the level and quality of rail service in order 
to insure that these inadequacies will be recti­
fied under the final system plan. 

(26) The USRA must guarantee, in the final system 
plan, the continuation of competitive rates and 
routes between solvent rail carriers and the 
Consolidated Rail Corporation. 

(27) The testimony of all abandonment cases pres­
ently pending before the ICC should be incor­
porated into the Ex Parte No. 293 (Sub No. 
1) , Northeastern Rail Investigation, to assist 
in the rail restructuring planning process. 

(28) The provision of direct federal subsidies to the 
railroads should be initially conditioned upon 
their being required to hire competent manage­
ment personnel. 

(29) The federal or state government should buy the 
road beds, take responsi bility for their upkeep, 
and charge the railroads a fee for their use. 

(30) Wherever feasible, two-direction al rail service 
should be provided at all rail sidings. 

(31) ln the event of rail abandonment, rail users 
must be guaranteed an alternative transporta­
tion mode for their use. 

(32) Where there are no reasonably parallel rail 
lines between relatively close SMSA centers, 
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existing rail lines should be maintained even if 
they are required to be subsidized. 

(33) A consolidated record of the public hearings 
should be prepared and forwarded to local 
chambers of commerce in order to allow them 
the opportunity of assisting in the rail restruc­
turing plann ing process. 

(34) The Final System Plan should explicitly pro­
vide for the continuance of rates, routes and 
channels of trade currently in existence be­
tween the solvent carriers and bankrupt rail­
roads. 

(35) The Final System Plan should require the Con­
solidated Rail Corporation to adopt all of the 
joint facility agreements unless ICC approval 
for earlier termination is obtained. 

(36) If yards and terminals are to be jointly shared 
by Consolidated Rail Corporation and the sol­
vent carriers, the day-to-day operations of those 
facilities must be conducted on a completely 
impartial basis. The switching and classifica­
tion of cars, as well as train departure and ar­
rival schedules, must be handled in a non-dis­
criminatory manner. It may be that in several 
instances the only way to achieve this objec­
tive is through the establishment of independ­
ent and impartial switching companies. Con­
sideration will have to be given as to how these 
companies will be funded and operated. 



INDIANA 

Indiana is the nation's eleventh most populous state 
and a leader in both agriculture and manufacturing. Of 
the 6,400 miles of track in the state, 2,350 miles (37 
percent) were found potentially excess in the DOT Re­
port. Only New Hampshire was harder hit in terms of 
percentage of line to be lost. Twenty-nine railroads 
operate in the state.1 

The DOT R eport divided Indiana into sixteen zones 
(Figure 2): Elkhart (Zone 115), Fort Wayne (Zone 116), 
Kokomo (Zone 11 7), Muncie (Zone 118), Anderson 
(Zone 119 ), Richmond (Zone 120), Bloomington (Zone 
121), Indianapolis (Zone 122), Vincennes (Zone 123) , 
Evansville (Zone 124), Terre Haute (Zone 125), Craw­
fordsville (Zone 126), La Fayette (Zone 127 ), Mich­
igan City (Zone 128) , South Bend (Zone 129), Gary 
(Zone 130). Portions of the state are covered in Zone 
I 06, Cincinnati, in the chapter on Ohio and in Zone 205, 
Louisville, Kentucky, in the chapter on states beyond the 
region. 

Agricultural production in Indiana has shown a tre­
mendous increase in recent years. Corn production in­
creased from 371.9 million bushels in 1970 to 546 mil­
lion bushels in 1973. Soybean production grew from 
101 .6 million bushels in 1970 to 140.9 million bushels 
in 1973. 

Indiana ranks sixth among the states in ,alue of agri­
cultural exports. In 1966, Indiana agricultural exports 
amounted to about $46 million in value . In 1973, the 
dollar value stood in excess of $600 million. This traffic 
is trucked to ports on the Great Lakes and the Ohio 
River and moves by rail to the cast coast ports of Phil­
adelphia, Baltimore and Norfolk . 

Kenneth L. Man,hall, a Corporate Officer of the Lan-

1 The following railroads operate in Indiana: Baltimore & Ohio 
(B&O ), Chesapeake & Ohio (C&O), Chicago. Milwaukee, St. 
Paul & Pacific (Milwaukee), Elgin, Joliet & Eastern (EJ&E), Erie 
Lackawanna (EL), Grand Trunk Western (GTW), Illinois 
Central Gulf ( ICG ). Louisville & Nashville (L&N). Norfolk & 
Western (N&W), Penn Central (PC). Southern Rail way (South­
ern) , Alger,, Winslow & Western (AW&W), Central Indiana 
(Cl ), Ferdinand (FJ, Louisville, New Albany & Corydon 
(LNA&C), New Jer~ey, Indiana & Illinois (NJI&l ), Southern 
Indiana (SI), Twin Branch (TB). Baltimore & Ohio Chicago 
Terminal, Chicago Short Line, Fort Wayne Union, Indiana J:lar­
bor Belt (IHB), Indianapolis Union ( JU ), Kentucky & India~a 
Terminal ( K&IT), Lake Erie & Fon Wayne ( LE&FW) , Muncie 
& Western (M&W), Chicago South Shore & South Bend 
(CSS&SB), Peoria & Eastern ( P&E), Toledo, Peoria & Western 
(TP&W ). 
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sing Grain Company, located in Toledo, Ohio estimated 
that the eliminat ion of rail service to the majority of 
country elevators in Indiana, (358 out of 425, as sug­
gested by DOT) would result in a loss to farmers or an 
increase in food costs to the consumer, in excess of $20 
million each year. Under the DOT Report, four counties, 
Benton, Lagrange, Steuben and Jefferson, would have no 
rail transportation. 

Roger F. Marsh, Executive Director of the Indiana 
State Highway Commission, spoke of the state's effort to 
expand its highway maintenance program. lndiana has 
increased its maintenance budget by more than 60 per­
cent over the last IO years. however, this has been offset 
by an 80 percent increase in maintenance costs during 
the same period . Under current volume and weight re­
strictions, the state is falling $30 million a year short for 
highway maintenance. Some 200 miles of interstate high­
way in the state are more than 20 years old and 150 
miles are nearly 15 years old. All need attention and the 
federal government does not pa) maintenance costs. 
The DOT Report would aggravate the situation. Mr. 
Marsh estimates that at least one-third of the tonnage 
handled on potentially excess rail lines would be diverted 
to the highways. Abandonment of PC's potentially ex­
cess lines would leave 321 grain elevators and 38 com­
munities without any rail service and the only alternah\C 
would be highway transportation. 

If the DOT Report were implemented , Roy J. Ferro, 
Traffic Manager of Peabody Coal Company, a subsidiary 
of Kennecott Copper Company, stated it would be forced 
to close most of ti~ coal mines in Indiana. 

Referenced throughout the discussions of potentially 
excess trackage in Indiana is the Governor's Rail Task 
Force, a group of state officials, which Governor Otis R . 
Bowen designated in January, 1974, to evaluate the im­
pact of rail restructuring and to make recommendations 
regarding the form and function of the eastern rail sys­
tem. Volume 1 of the Report of the Governor's Rail Task 
Force is a technical analysis prepared by the Center for 
Urban and Regional Analysis, Indiana University, Bloom­
ington, lndiana. 

ZONE 115 

Zone 115 is located in the northeast section of the state 
and is comprised of Elkhart, Lagrange, Steuben, Koscius­
ko, Noble, DeKal b, and Whitley counties. Rail service is 
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Zone 115 Elkhart 
Zone 116 Fort Wayne 
Zone 117 Kokomo 
Zone 118 Muncie 
Zone 119 Anderson 
Zone 120 Richmond 
Zone 121 s100m1ngtor 
Zone 122 Indianapolis 
Zone 123 Vincennes 
Zone 124 Evansville 
Zone 125 Terre Haute 
Zone 126 Crawtordsv
Zone 127 Latayette 
Zone 128 Michigan Ci 
Zone 129 South Bend 
Zone 130 Gary 

HEAVY LINES INDICATE TRACK 
DESIGNATED POTENTIALLY EXCES! 
THE U.S DEPARTMENT OF TRANSP 
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vital to the economy of the area for the shipment of grain, 
fertilizer and minerals. 

Congressman J . Edward Roush of Indiana's 4th Dis­
trict,2 which includes all but two counties in Zone 115, 
all of Zone 116 and certain counties in Zone 117, re­
ported that the DOT Report iflentified only eight com­
munities 3 in his District as requiring rail service. He be­
lieves, as a minimum, the communi ties of Lagrange, Wol­
cottville, Waterloo, Butler and Albion in Zone 115; Mon­
roeville, Bloomfield and Fort Wayne in Zone 116; and 
Markle, Simpson, Bippus and Warren in Zone 117 should 
also receive rai l service. Based on a preliminary survey, 
Congressman Roush found that the 4th District would 
Jose as many as 5,000 jobs directly from reduction in rail 
service. Based on normal economic indicators, the loss of 
5,000 prime jobs could precipitate the loss of an addi­
tional 7,500 service and related jobs. 

The public response focused on errors made in the 
DOT Report. Congressman Roush found considerable 
discrepancies in carload data . He stated that the portion 
of his district within Zone 115 generated 6,821 carloads 
in 1972, whereas the DOT Report showed only 4,325. 
Columbia City, located at the junction of the PC main­
line from Fort Wayne to Chicago and the branch from 
Mexico, generated approximately 1,100 carloads. Colum­
bia City was not shown on the DOT map and was not 
recommended for local service. 

Potentially Excess Lines 

Nine line segments, at least partially within Zone 115, 
were identified as potentially excess in the DOT Report , 
as supplemented and corrected . They are as follows: 

( 1) The Goshen to Shipshewana Branch of the PC. 

(2) The Angola Branch of the PC from Pleasant 
Lake to the Michigan border. 

(3) The N&W line from the Ohio border to Gary 
(Zone 130). 

( 4) The PC line from Goshen to Leesburg. 

(5) 

(6) 

The PC line from Fort Wayne (Zone 116) 
through Kendallville to the Michigan border. 

The PC's Auburn Branch from Fort Wayne 
(Zone 116) to Waterloo. 

(7) The PC's Elkhart and Western Branch from 
Elkhart to Mishawaka 

(8) The PC line from Warsaw south through Silver 

2 Jndiana's 4th District includes Allen, DeKalb, Huntington, 1:-3-
grange, Noble , Steuben and Whitley Counties and the Townships 
of Preble, St. Marys, and Union in Adams County _and Largo, 
Liberty, Noble, Paw Paw, Pleasant, and Waltz in Wabash 
County. 
3 Fort Wayne, Huntington, Wabash, Largo, Topeka, Grabill, 
Kendallville and Ligonier. 
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Lake to Anderson (see Zone 117 for discus­
sion). 

(9) T he PC line from Mexico (Zone 117) to Co­
lumbia City (see Zone 117 for discussion) . 

PC: Goshen to Shipshewana Line (Pumpkin Vine 
Railroad) 

The Goshen to Shipshewana branch of the PC runs 
northeast from Goshen through Middlebury to Shipshe­
wana in the northwest corner of Zone 115. The line is 
approximately 17 miles long and is in poor condition. 
Attorney Howard Peterson reported that local citizens 
tried to buy the line in 1967 but PC raised the price four 
times. The master plan for Lagrange County predicts 
industrial growth along this line. 

Seven users, who generated 301 carloads in 1973, pro­
tested abandonment of this branch (Table 59 contains a 
traffic profile of the line) . They complained that loss of 
rail service would ruin the competitive ability of area 
business and erase recent industrial progress. Many wor­
ried that not enough trucks would be available to handle 
the volume of freight. Attorney Peterson stated that the 
impact on roads would be terrific as the roads from Ship­
shewana to Topeka are not even state highways. 

Middlebury Moldings has sales of $9 million and de­
pends on the railroad to deliver raw materials from the 
West Coast. Its major suppliers can only ship by rail. The 
plans of Coachmen Industries, a manufacturer of recrea­
tional vehicles, to use rail service have been stymied by 
the PC's request to abandon this line. 

Krider Nurseries, Inc., at Middlebury, said that it 
would be difficult and expensive to get perishable items 
by :ruck from Arizona and Oregon in the winter months. 

Indiana and Michigan Electric Company is an electric 
utility serving the northeast portion of Indiana and five 
counties in southwestern Michigan. Jt wants continued 
rail service for the movement of generating equipment, 
which can only be moved by rail, and tank car shipments 
of transformer oil. It has two turbine rotors weighing 
98,000 and 77,000 pounds apiece and a generator rotor 

Table 59: Traffic Profile: Goshen to Shipshewana 

Estimated carloads 
Rail user Commodity 1972 1973 Projected 

Middlebury Mouldings, Plastic 
Inc. products, raw 

mouldings 60-90 
Coachman Industries 
Schult Mobile Home 

Lumber 

Corp. Lumber 
Weyerhaeuser Company Folding cartons 
Krider Nurseries, Inc. Plants, flowers 
Wolfe Grain of 

Indiana, Inc. 
Farver Allied Building 

Center 
Jayco, Inc. 

Grain 

Lumber 58 

75 105-275 
0 10~120 

80 80 
21 

7 7 

50 70 

68 75 
75 



that weighs 200,000 pounds and is 40 feet long at its 
plant at Mishawaka. . 

According to the Governor's Rail Task Force, PC peti­
tioned the ICC to abandon the line on August 17, 1973. 
The Task Force's analysis showed that the line is pro~t­
able with annual traffic of 459 carloads, or 27 per mile. 
The Task Force estimated that abandonment would cost 
the local economy 30 jobs and $255.072 in annual wages. 
PC estimates rehabilitation c0sts for the line to be in the 
neighborhood of a third of a million dollars. 

PC: Angola Branch 

The Angola branch of the PC originates in Pleasant 
Lake and runs through the northeast corner of Indiana 
to Jackson, Michigan (Zone 150). The area is primarily 
agricultural. 

Four thousand members of the Steuben County Farm 
Bureau Cooperative Association depend on rail service 
for tertilizer, feed , lumber and coal. The Cooperative has 
plants at Angola and Fremont. It received 2,665 tons of 
coal in 1973, and it is the only supplier in a 20 mile area. 
During 1973, the Co-op was forced to ship 1,619,370 
bushels of grain by truck at the cost of 1 cent per bushel 
per mile or $161 ,937. The Co-op also expressed concern 
over the future of its right to use the land it leases from 
the rai lroad at the cost of nearly $4,000 per year. 

According to the Northern Indiana Public Service 
Company, which serves 331.560 electricity customers and 
456,406 gas customers, elimination of rail service would 
force it to transport poles and large transformers by truck, 
resulting in increa~ed transportation costs and increased 
highway hazards. Furthermore, the company reported 
that its purchase of large tran~formers weighing over 
I 08,000 pounds would be curtailed drastically. 

The Angola Lumber Company, Inc. , which receives 
90 percent of its lumber from the West Coast, reported 
that many of its suppl iers are not equipped to ship by 
truck and that using trucks would raise its transportation 
costs considerably. 

The Weatherhead Company reported that a switch to 
motor carrier would increase its transportation costs. 

The Fremont Chamber of Commerce reported that 70 
carloads are generated by businesses in Fremont annual­
ly. The Chamber expressed its concern that abandonment 
of this !ine would decrease employment and the commu­
nities' tax revenues. 

It was suggested that the N&W take over the line by 
establishing a connection at Steubenville, three miles 
south of Pleasant Lake. The track and ties of the previ­
ously abandoned line reportedly are still in place and 
could be used. 

According to the analysis of the Governor's Rail Ta~k 
Force, the branch generates 14 carloads per mile and op­
erates at a slight deficit. None of the stations on the line 
however, have access to any other rail service. The Task 

Force estimated that the slight deficit could be reversed 
and become a slight profit by dropping Pleasant Lake and 
operating the line only to Angola . Table 60 contains a 
traffic profile of the line. 

Table 60: Traffic Profile: Angola Branch 
Estimated carloads 

Rail user Commodity 1972 1973 Pro/tettd 

Hackell's Building 
Supply 

Moore Business Forms, 
Inc. Paper products 

Weatherhead Company 
48 
30 

Steuben County Farm 
Bureau Coop. 
Association 

Coal, feed, 
lumber 84 

40 Angola Lumber Co. Lumber 
Northern Indiana 

Public Service Co. 10 12 
Mid American Builders 
Fremont Industrial 

N&W: Ohio State Line to Gary (Zone 130) 
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Two segments of the N&W east-west line in northern 
Indiana were declared potentially excess: From the Ohio 
state line to Topeka and from Millersburg to Gary (Zone 
130). Table 61 contains a traffic profile of the line from 
the Ohio border to Gary. 

Users complained that a shift to trucks would be ex­
pensive. Not only would transportation costs increase, 
but new facilities would have to be built to provide for 
the unloading of trucks. South Milford Grain Company 
reported that it has waited anywhere from 2 days to 2 
months between the time it ordered a car and \he time it 
was received. Redman Mobile Homes at Topeka receives 
lumber from western Canada via rail. If it lost rail serv­
ice, it would be forced to buy from lumber warehouses in 
the area and this would increase its cost by $300,000 an­
nually and would mean higher priced low-cost housing. 

The Topeka Chamber of Commerce indicated that the 
DOT plan would create havoc for the community's indus­
trial growth and agricultural interests. Fertilizer is ship­
ped long distances so that the only economical means is 
by rail. There is too much grain shipped to be handled 
by presently available trucks. Indiana's weight laws are 
10 to 15 percent lower than lllinois' or Ohio's and this 
disparity among states would cause confusion. 

According to Howard Snyder, a former member of the 
Indiana House of Representatives, the Wyatt Grain Com­
pany and the Knecht Grain Elevator have been forced to 
ship between 35 and 40 percent of their grain by motor 
carriers due to rail car shortages. Wyatt Grain estimated 
that, if it had to ship entirely by motor carrier, farmers 
would lose about 18 to 20 cents per bushel of grain. 

Many rail users in the South Bend area, located on the 
PC or the NJI&I, were concerned over maintaining their 
link with the N&W. The South Bend-Mishawaka Cham­
ber of Commerce reported that 1,000 cars per year orig-
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inate on the PC and are interchanged with the NJI&I for 
delivery to the N&W at Pine. 

The Chamber reported that the line is of great impor­
tance to agri-business in St. Joseph and Marshall coun­
ties. According to the Chamber, over 600 carloads of 
agricultural shipments per year are generated along the 
line from the North Liberty, Lakeville, Wyatt area, and 
the number could be increased to 1,200 if cars were avail­
able. State R epresentative Richard W. Margus said the 
line provides an essential service for which there is no 
viable alternative. 

Wyatt Lumber and Coal Company estimated that ship­
ping costs would rise by 41 percent if the company shifted 
modes. Wyatt Crop Service indicated that grai n would 
cost 8-10 cents more per bushel shipped by truck. The 
company pays nearly two and one-half times as much to 
ship fertilizer by truck as by rail. Wyatt Crop Service 
estimated that available motor carriage could not handle 
the increased volume. Wilson Coal and Grain Company, 
Lakeville, estimated that the investment required for it to 
shift from rail to truck would be $50,000. 

Greif Brothers Corporation, Kingsbury, explained that 
there is no feasible alternative means of transporting its 
shipments of plywood and that loss of rail service would 

Table 61 : Traffic Profile: Ohio State Line to Gary 
(Zone 130) 

Estimated carloads 
Rail user Commodity 1972 1973 Projected 
Redman Mobile H omes Lumber 
South Milford Grain 

Co. Grain, feed 
Steuben County Farm 

Bureau Coop. 
Association 

Star Craft Corporation 
Sylvan Homes 
Rockwood 
Wyley Carbides 
Hochstetler & Sons, 

Inc. 
Bortz Elevator Co. 
Space Leasing Co. 
Greif Brothers Corp. 
Wyatt Lumber and 

Coal 
Wyatt Crop Service 
India na and Michigan 

Electric Co. 
Lumber Distributors 
Wilson Coal and 

Grain Co. 
Midwest Chlorine 
Roll-Coater, Inc. 
D .H. & R.Co. 
Wyatt Grain Co. 
Eighty-Four Lumber 

Co. 
North Liberty Elevator 
Knecht Grain Elevator 

Coal, lumber, 
fertilizer, feed 

Grain, fertilizer, 
coal 

Fertilizer 

Plywood 

Fertilizer, grain 
Equipment . transformer 

oil 
Lumber 

t August I , 1973 to March 13 , 1974. 

227 

46 92 

15-20 

22 
771 110 
12 

194 

21 
50 
50 
30 

250 

180 
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cause the company to close. At Westville, Bortz Elevator 
Company emphasized that the expense of hauling bulk 
fertilizer by truck is prohibitive. The company could have 
used more service if equipment had been available. 

Indiana and Mich igan Electric Company operates a 
substation at Dumont that uses four transformers weigh­
ing 290 tons each; eight reactors ranging from 50 to 67 
tons apiece; and a condenser with a total weight of 337 
tons. The company uses rail to move transformer oil to 
service this equipment, to move replacement parts and to 
move the equipment itself. 

PC: Goshen to Leesburg 

The Goshen Chamber of Commerce reported that rail 
users in Goshen were concerned about losing direct rail 
access to southern and central Indiana. Under the DOT's 
recommendations, they would be forced to use circuitous 
routes to reach these areas because of the elimination of 
PC's north-south line through Goshen. Trucking would 
not be a viable alternative for many firms. Abandonment 
of the line would eliminate rail service to an industrial 
park which was selected by several firms because it of­
fered rail service. The Chamber estimates that 400 cars 
originating or terminating in Goshen per year use this 
line. Table 62 contains a traffic profile of the line. 

Table 62: Traffic Profile: Goshen to Leesburg 

Estimated carloads 
Ra,/ user 

Kosciusko Farm 
Bureau Coop. 

Commodity 

Grain, feed, 
lumber 

1972 1973 Projected 

Northern Indiana 
Public Service Co. Poles, heavy 43 56 

Crop Fertility 
Specialists 1 

Inland Container 
Fertilizer 

Corporation Paper products 
Coswesko Farm Barley 

Corp. Grain, fertilizer 
Goshen Iron & Metalco 
Home Lumber Co. 
Western Rubber Co.2 Clay, whitings, 

carbon black 
Pontiac Plastics 2 
Ivy Terrace 2 

Goshen Sash & Door 2 Lumber, windows 
Smoker Lumber Co.2 
Mobiliner Tire Co., 

Inc.2 

Home-Crest Corp. 
Starcrafl 

t Crop Fertility shipped 5,600 tons in 1973. 

36 50- 100 
250 

40-50 

30-35 50 

465 

180 

300 

1403 

100-150 
230 
155 

2 Information furnished by the Goshen Chamber of Commerce. 

~ Traffic over PC and N&W. 

Coswesko Farm Barley Corp. asserted that truck trans­
portation cannot handle all the commodities which are 
shipped and received at its elevator in Milford . As an 



example, plant food, which is received from Florida and 
Canada, cannot be shipped' economically via motor trans­
portation. 

Crop Fertility Specialists at Milford estimate~ the 
added cost of receiving 2,930 tons o[ raw material by 
truck would be $20,0 I 8; the decreased value in its prop­
erty would be $ 18,000; and the cost of ripping out the 
rail siding to accommodate trucks would be S 1,000. The 
company stated that it would consider closing if it lost 
service at its facilities. 

The Governor's Rail Task Force estimated that the 
line generates 25 carloads per mile, not counting Goshen 
traffic, and that abandonment of the entire segment would 
cost the local economy 30 jobs. According to the Task 
Force's analysis the line operates at a profit. 

PC: Fort Wayne (Zone 116) through Kendallville 
(Zone 115) to the Michigan Border 

The PC line north from Fort Wayne (Zone 116) 
through Kendallville and Lagrange to the Michigan state 
line elicited heavy response from present users. Under 
the DOT proposal, Lagrange, Wolcottville and Hunter­
town (Zone 116) would lose rail service. Kendallville 
would lose access to southern and central Indiana, al­
though it would continue to receive rail service on the PC 
main line between Cleveland/ Buffalo-Chicago. Accord­
ing to Attorney Howard E. Peterson, the master plan for 
Lagrange County indicates industrial growth along the 
line from Kendallville north to Washington, Michigan. 
The PC applied 10 the ICC for abandonment of the por­
tion north of Kendallville to Sturgis, Michigan on June 
23, 1973. The application is pending in Docket No. AB-
5 (Sub-No. 172). 

Duo-Therm, a division of Motor Wheel Corporation, 
stated its transportation costs would increase 43 percent 
to 135 percent depending on the distance shipped. The 
firm reported that if rail \enice were abandoned 11 would 
be compelled to relocate. Kraft Foods complained about 
the insufficient number of trucks available to service new 
cu~tomers. 

Newnam Foundry of Kendallville receives almost all o[ 
its cars via this line. Over the past several years it has 
spent approximately $2.5 million for environmental con­
trol devices at its facility. The raw materials it receives 
are suited be~t to transportation by rail, and there is no 
way trucks could handle the materials presently required 
or that will be required as a result of future expansion. 
Relocation is out of the question. A decrease in rail serv­
ice would produce stagnation in its operations and total 
curtaihpent of service would put it out of business. Ford 
Motor Company reported that abandonment would dis­
rupt service from Dana Corporation, a major auto parts 
supplier in Fort Wayne. The Dana Corporation indicated 
that, due to car shortages in 1973, it diverted 200 rail 
shipments to motor carriers. 
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Most users and officials believe that traffic statistic1 frr 
the line meet DOT requirements. Kendallville Ma)Cf 
John W. Reimke testified that the line from Fon Wai~, 
handled 2.178 carloads in 1972 or 478 more than th! 
DOT upper criteria. The length of the line to Fort \\'a)nc 
is 26. 7 miles \O that the average is 80 cars per mile. Tbe<c 
statistics come from a questionnaire prepared by Con­
gressman Roush'~ office and compiled by the Kendallvilk 
Chamber of Commerce The 16 businesses who rc­
~ponded stated that there would be more rail shipmenu 
if service improved and a piggyback loading area wai 

located nearer than the el(isting facilities at Ell..han and 
Fort Wayne. Duo-1 herm. located at Lagrange, submiued 
figures of 4.398 cars for the 27.9 miles bet\\een Kendall­
ville and Sturgis, Michigan. The average would be 158 
cars per mile which is above the DOT financial viability 
requirements. Congressman Roush indicated that the line 
meet~ DOT requirements and that \\'olcottv1lle, Lagrange 
and /\ villa should receive rail service. Due to the charac­
teristics of the lumber it receives, the Wickes Corporation 
reported that the use of rail tran~port i~ the only econom­
ical mode of transportation available to it. The Lagrange 
County Farm Bureau and Steckley·~ Mill and Hatchery, 
lnc. reported that. since some of Its fertilizer comes from 
as far away as western Canada and Florida, the use of 
rail transport is the only economical mode of tran,porta­
tion available 

According to the analysis of the Governor's Rail Ta1k 
Force, the Indiana portion of the line, exclusive of Ken• 
dallville traffic, generates 17 carloads per mile. The Ta1k 
Force e~timated that the line operates at a ~light profit 
and that abandonment would result in the loss of 60 job,. 
Table 63 contains a traffic profile of the line. 

PC: Auburn Branch 

PC's Auburn Branch runs northeast from Fort Wayne 
(Zone 116) through Auburn Junction to Waterloo. The 
DOT map of Zone 115 does not show the segment be· 
tween Auburn Junction and Waterloo or the line to Au­
burn. The segment from Fort Wayne to Auburn Junction 
wa, abandoned in 1973. According to the analysis of the 
Governor's Rail Task Force, the five mile segment from 
Auburn Junction to Waterloo operates in the black, gen­
erating 59 carloads per mile. The Task Force estimated 
that abandonment would cost the local economy 15 jobs. 
A traffic profile of the line is contained in Table 64. 

Peerless Cement Company stated that abandonment of 
this line would leave only one route, the N&W, between 
Fort Wayne and Detroit. Peerless fears that the 
N&W, which is a long haul railroad, would not be inter­
ested in the relatively short haul from Detroit to Fort 
Wayne. In addition, having only one route would ad· 
versely affect rates, service and car supply. Peerless noted 
that it could ship cement by motor carrier to Fort Wayne, 
but the costs would be higher. These higher costs could 



Table 63: Traffic Profile: Fort Wayne (Zone 116) to 
the Michigan Border 

Estimatt!d carloads 
Rall usu Commodity 1972 1973 Projected 
Pillsbury Company Food 1.700 
The Wickes Corp. Lumber, building 

(Huntertown) supplies 176 
Kraft Foods Candy, paper, sugar 1,101 
Newnam Foundry Metals, coke, coal 412 750-

1,000 
Lane Foundry Metals, coke, coal 90 
Cline Brothers Paper, lumber 10 
Flint and Wallins 
The Wickes Corp. 

( Kendallville) Lumber 200 
New Sun Paper 30 
Steckley's Mill and Agricultural 

Hatchery products 28 
Avilla Grain Agricultural 

products 116 
La Otto Grain Grain 45 
Hauff Coal Coal 25 
Ashland Chemical Co. Chemicals JOO 
Kendallville Foundry Coke, metals 6 
Levin~ Company 5 
Reliable Company 5 
Kendallville Lumber Lumber 5 
Wolcottville Grain Grain, feed, 

fertilizer 40 
Reith Reilly 

Construction Co. 500 
Duo-Therm, Division 

of Motor Wheel Air conditioners, 
Corp. heaters 365 271 

Lagrange Co. Farm 
Bureau Coop. Assn. Grain, feed, coal 40 

Home Grain Co. Grain 20 
Lambright Hatchery Chicken feed 26 
Ohio Table Pad Co. Manufactured products 12 
Northern Indiana Heavy 

Public Service equipment 
Brighton Mushroom 

Co. Fertilizer 36 
Northern Cashway Lumber, building 

Lumber materials 20 
Dana Corporation Auto parts, coal 1,475 1,800 
Control States Grain 

Co.l Grain 17 250 

Factory Sites 
Peerless Cement Co. Cement 466 212 

t Control States Grain Co. ordered I 15 cars but only received 
17 cars bet ween October and June. 

force Peerless to close the Fort Wayne terminal. Peerless 
advocates the takeover of this PC trackage by the DT&I. 

The Cooper Tire and Rubber Company reported that 
Cooper Industrial Products, I nc., located at Auburn, 
would face increased production costs if it lost rail serv­
ice. This increase would impair Cooper's competitive po­
sition and could force it to close. Certainly future expan­
sion would be difficult if bulk materials cost more to 
transport. Auburn Foundry, Inc. reported that it would 
be impossible 10 get truck shipments of bentonite clay 
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from Wyoming, of lignite from South Dakota, and of 
coke and heat resistant linings from Alabama. 

Both Cooper Tire and Rubber Company and Dana 
Corporation anticipate increased rail use if abandonment 
does not occur. A switch to motor carrier would greatly 
decrease the value of their facilities and make them non­
competitive. 

Auburn Junction was not recommended for service on 
the B&O mainline between Pittsburgh and Chicago, a 
line not marked potentially excess. 

Table 64 : Traffic Profile: Auburn Branch 

Rail user Commodi1y 

Cooper Tire and 
Rubber Co. Rubber 

Auburn Foundry, Inc. Clay, coke 
Dana Corporation 
Peerless Cement Co. Cement 

Es1imat~d carloads 
1972 1973 Projeclt!d 

300 
300 
60-72 

466 212 

PC: Elkhart and Western Branch 

The PC operates two lines between Elkhart and Mish­
awaka (Zone 129) . The northern one, the IS mile Elk­
hart and Western Branch, was designated potentially ex­
cess. It appears on the zone map to connect with the PC, 
Cleveland/ Detroit~Chicago mainline in Mishawaka. Ac­
tually, the two PC tracks in Mishawaka are separated by 
a considerable distance in a densely populated area and 
the branch only connects with the PC mainline at E lk­
hart. The PC has a connecting line with the Grand Trunk 
Western to the north of downtown Mishawaka near In­
diana State Road 331. 

The South Bend-Mishawaka Area Chamber of Com­
merce (SB-MA) reported a total of over 24 active rail 
users along the line (Table 65 contains a traffic profile 
of the line). The Chamber's figures show 5,000 carloads 
annually, well above the DOT requirements. Infonnatioo 
submitted by the Greater Elkhart Chamber of Commerce 
supports this figure. 

Federal Paper Board Company of Elkhart, which ships 
and receives lumber and pulp board, estimated that its 
transportation costs would increase $500,000 if it lost rail 
service. The Pao American Gyro-Tex Company reported 
that its transportation costs would increase by $ 14,500 
per month if rail service into the Elkhart area were aban­
doned. This company reported that the carload rate from 
Jacksonville, Florida to Elkhart is $4.82/MSF on 4 mil 
material and S7 .02/ MSF on ¼" material, while the truck 
rate is $8.0 I / MSF on 4 mil material and $11.57 / MSF 
on ¼" material. It would consider relocating its facility 
if it lost rail service. 

Riverview Lumber and Building Supply Company is 
afraid of inadequate tmck capacity and the inefficiency 
of trucks for shipping bulk products long distances. Jt 
employs 14 to 2 1 people and would have to close if it 



lost rail service. Princess Homes of Mishawaka forecast 
a IO percent cost increase if it has to ship by truck 

The SB-MA Chamber of Commerce complained that, 
if rail service were discontinued, incoming freight for 
Mishawaka and Twin Branch Junction would arrive via 
a circuitous route over the GTW. 

Miles Laboratories, Inc. showed great concern about 
the proposed abandonment of this line. The company be­
lieves that DOT inadvertently omitted Miles Labs' statis­
tics from its original study. In 1973. the firm contributed 
approximat.:ly $490,000 in freight revenue to PC; its 
1974 forecast calls for freight costs amounting to approx­
imately $550,000. Th.: company doubts that motor ear­
ners are capable of handling the volume of bulk products 
shipped mto its plant. 

UniRoyal, Inc. recentl) approved a significant expan­
sion in production which will generate 40 million pounds 
of new tonnage annually at Mishawaka. An additional 
siding is being constructed to \erve the facility. UniRoyal 
stated that an investment of this magnitude would never 
have been considered without available rail service. If rail 
service were discontinued, the company estimates that 
employment would decline by 500 jobs, or 25 percent of 
its current work force. 

Industrial Wood Products. Inc. has an operating divi­
sion located on this line with ~ix and a half years to run 
on a ten-year lease. Rail service is vital to this firm . The 
company reported that it would cost $250,000 to break 
the lease and relocate on another rail line. 

The Twin Branch Railroad Company, a two-mile line 
owned and operated by the Indiana and Michigan Elec­
tric Company, junctions with the Elkhart and Western 
line at Twin Branch Junction. This line serves the In­
diana and Michigan Electric Co., AM General Corp., 
and Sibley Machine and Foundry. 

AM General purchases partially completed bus body 
shells which are in a built-up condition and are either 35 
or 40 feet long and 96 or 102 inches wide. The shells are 
approximately 81/2 feet in height and are transported on 
89-foot flat cars on hauls exceeding 900 miles. The size 
and configuration of the bus shells make it impractical, if 
not impossible, to transport them by truck economically. 

The company also purchases a portion of its require­
ments for bus bodies in the form of knocked-down bus 
shell structures. These consist of large, welded, under­
body struclUres, roofs and other subassemblies which are 
transported by rail on hauls that 1:,ceed I ,400 miles. The 
size and configuration of these structures make rail serv­
ice necessary. Jf rail service were discontinued to AM 
General's plant. it estimates that 615 jobs and S8 mil­
lion in wages and ~alaries would be lost. 

A large amount of land for new industrial development 
is available along this track. Loss of rail service would 
deter potential growth and also affect existing plans for 
expansion. 
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Table 65: Traffic Profile: Elkhart and Western 
Branch 

Es1ima1ed carloads 

Roil user Commodity 1972 1973 Projtcttd 

Elkhart Bridge and 
Iron Steel products 70 

Elkhart Lumber and 
Sawmill Lumber 54 

Federal Puper Board Folding cartons, 

Co. pulp board 687 701 771 
H and K Foresl 

Products 16 

Heilman Heating and 
Air Conditioning 10 

Industrial Wood 
Produc b, Inc. I umber 269 209 

Miller Steel and 
Supply, Inc. 20 

Pan American Gyro-
Tex Co. Paneling 208 

Simplex Panel Division Plywood 18 
Universal Gypsum of 

Indiana Gypsum 480 
Miles Laboralories, Drugs, corn 

Jnc. flour 938 962 1,000 
Days Moving and 

Storage 277 163 163 
City Water Works 
Sam Winer Co. 
Adams Westlake Co. 
Northern Indiana Brass 

Co. 
Henry Weiss 
Elkhart Brass Co. 
Yoder Ready Mix 
Elkhart Gravel 
Elkhart Cold Storage 
Banks Lumber Lumber 300 300 300 
City Roofing Co. Coal, asphalt 31 81 
Magic Chef 
D. G Shelter Company 
Lone ~tar Cement Cement 374 
Simp,on Building Lumber. building 

\fateriats supplies 250 260 260 
Riverview Lumher and Lumber, building 

Building Supply supplies 100 101 101 
Kordell lndusmes 33 121 

Princes, Homes, Inc. Lumber 144 
Bolney Felt Mills 600 
A M General Corp. I I 8 624 
LniRoyal. Inc. 150 
Indiana and Michigan 

Elecuic 10. 
US. Plywood 
Mishawaka Warehouse 

and Distributing I umber, paper 50 
S. Rosen,tein and Sons 
Wid.e, l umber 
Sibley \fachine and Cole. <and. 

Foundry lumber 46 

1 First 4 months of 1974. 

Lines Not Designated Potentially Excess 
RSPO received material concerning two lines in the 



zone not marked potentially excess. Cargill Inc .. located 
at Mentone on the N&W, reported that it generated 196 
carloads in 1972 and 180 carloads in 1973 and John 
Beckley, Mayor of Albion, which is located on a B&O 
line, stressed the importance of train service to Albion and 
the residents of "'loble County. 

ZONE 116 

Zone 1 16 is located in the northeast section of the 
state and contains Fort Wayne. Fort Wayne, the second 
largest cit) in the state, is served by several major lines. 
The Greater Fort Wayne Chamber of Commerce stated 
that Fort Wayne generated 56,219 and 59,352 car­
loadings in 1972 and 1973. respectively. Local area in­
dustries reported that these figures would have been 
higher if rail service had not deteriorated and track 
Mandards had been maintained to offer users economical 
dependable rail tran~portauon. Business interests are con~ 
cerned that the elimination of rail lines will ruin the city's 
ability to act as a distribution and warehousing center for 
eastern Indiana and western Ohio. 

Essex fnternational Corporation, which has a plant at 
Fort \\ ayne, uses all the roads serving the city and de­
sires continuation of exi,ting service. 

Although the Fort V. 8) ne area will continue to receive 
rail service, the public response to the DOT Report was 
unfavorable. Congressman J. Edward Roush reported a 
total of 78,281 carloads per year for the Fort Wayne 
area, whereas DOT reported 54,114. 

Public response indicated that serious social and eco­
nomic dislocations would result from abandonments. 
Area growth would ,uffer; unemplo) ment would increase. 
Congressman Roush estimated job losses at 1,881 to 
5,426 in the 1--ort Wayne metropolitan area. Firms feared 
competitive disadvantage due to new transportation prob­
lems. Pillsbury Company predicted that the DOT plan 
would result in further increases in transit times and fuel 
consumption. 

The decision not to rehabilitate the PC mainline 
through Fort Warne and to direct traffic to the PC main­
line via Cleveland and Toledo on the Pittsburgh to Chi­
cago route was described as unsound by the Fort Wayne 
City Planning Commission The Commission emphasized 
that the quality of track, t requcnq of use, cities served 
and rail facilities available should he taken into con­
sid<'ra1ton, and 11 presented results of engineering studies 
describing the 1--ort \\aync route as physically superior 
in terms of curvature and gradient. 

The City Planning Commission submitted a proposal 
for 1he reorganization of rail traffic in Fort Wayne. The 
proposal would separate passenger and freight service 
lhrough Fort Wa} ne. The "lorfolk and Western track 
run, through downtown on an elevated track. The City's 
proposal would route the passenger service over the 
N&W track and Creight service over the PC track. Pas-
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Senger service b thought to be a vital factor for potential 
growth in the area, and less noise and improved passenger 
~ccess to the downtown area would result. Freight sen·-
1ce would be diverted to areas close to industrial locations. 

Potentially Excess Lines 

The following five line segments in Zone 116 were 
designated potentially excess in the DOT Report as i.up­
plemented and corrected: 

( 1) The N&W line from near "lew Haven to the 
Ohio border. 

(2) The PC line from Fon Wayne through Ken­
dallville to the Michigan border (see Zone 115 
for discussion). 

(3) The PC Auburn Branch (see Zone 115 for 
discussion). 

(4) The PC line from Adams to Richmond (see 
Zone I I 7 for discussion) 

(5) The N&W line from Fort Wayne to Muncie 
(see Zone 117 for discussion). 

N&W: New Haven to the Ohio Border 

The "1&\V line from near l\ew Ha, en northeast to the 
Ohio state lme b listed as potentially excess 111 the DOT 
Report. Public response concerning the proposed aban­
donment wa, very light 

The Allen County Farm Bureau Cooperative Associa­
tion, "hich has branches at Arcola, "lew Haven and 
\\ oodburn, ,crves farmers in the \lien County area. The 
Association ships grain and receives fertilizer at its rail 
facilnics. The \,\ oodhurn facility could have u~ed at least 
l 00 more cars in 1973 if they had been available. The 
Association used 24 ~ carload, in 1973. If rail service 
were discontinued, the Assoc1atJon stated that its ele­
vator at \.\oodburn would be put out of business because 
it would he unable to compete with elevators retaining 
rail service. 

Lines Not Designated Potentially Excess 

Essex International recently opened a plant at Coesse, 
JU,t wc,t of Fort Wa) nc on thi: PC Total tratlic at its 
Fort \\ 8) ne and Coesse plant is I 00 cars a year. The 
\lonroeville Ele,ato1 is on this same line, the PC main­
line between P1t1,burgh and Chicago, cast of Fort Wayne 
at \lonroc, 11le. The manager of this elevator and the one 
at l::dgerton on the '\&W mainline between Pittsbureh/ 
Cleveland, objected bccau~e neither \ton roe, 1llc nor Ed­
gerton were recommended for local ~ervice. Neither ele­
vator could operate "1thout rail service and their termi­
nals could not handle the truck traffic. In the fall of 
1972, when rail cars were in ,hort 5upply, trucks were 
lined up at Toledo and Decatur from 7 to 10 hours 10 

unload gram. 



International Harvester Company ships and receives 
J ,500 cars each year from its plant at Fort Wayne. ~t 
present!} uses the PC. If it lost service over the PCs 
cast-west line, it would be limited to the N&W: It be­
lieves that it is extremely important that compelltJon be 
maintained in order to provide an equitable rate structure 
and adequate service and car supply. 

ZONE 117 

Zone I 17 is comprised of Fulton, Cass, Carroll, Clin­
ton, Miami, Howard, Tipton, Wabash, Grant, Hunting­
ton, Wells, Adams, Blackford, and Jay Counties. The 
zone's economy is heavily agricultural. Principal produ~ts 
~hipped bv rail include grain. fertilizer, and farm equ1p­
ml!nt. Tht: public eApressed concern over the general un­
pact the DOT propo~als would have upon food produc­
tion and the effect upon prices to the consumer. 

The DOT Report would disrupt existing pa11erns of 
freight movement The zone would lose a large fraction 
of its total trackage, including six out of seven north­
south lines. lea,ing only one non-circuitous route (the 
C&O) to the Chicago area. Frankfort is the only major 
city in Zone 117, the second largest zone in Indiana, 
which would be left with a direct rail link to Indianapolis. 

The Kokomo Arca Chamber of Commerce reported 
that over 20,000 car~ originated in Kokomo in 1973. The 
DOT propo~al would leave the city at the deadend of a 
Penn Central branch Several major shippers reported 
traffic statistics for Kokomo without a breakdown by line. 

Potentially Excess Lines 

Fourteen line segments in Zone J J 7 were idc:ntified as 
potentially excess in the DOT Report, as supplemented 
and corrected. They are as follows: 

(I) The '1&W line from Frankfort to Bluffton. 

(2) The PC line from Anderson (Zone 119) north 
to War~aw (7.0nc 115 l. 

(3) The PC hne from Mexico 10 Columbia City 
(Zone 115) . 

( 4) The PC line from Adams (Z0nc 116) south 
to Richmond (Zone 120). 

( 5) The \J&W line from Decatur to Ohio City 
(Zone I I I) 

(6) The N&\\ line from Ft. 'v\ a}ne (Zone 116) to 
Muncie (Zone 118). 

(7) The PC line from Lo.eansport to South Bend 
(see Zone 129 for discussion) . 

(8) The PC line from Monticello to Kenneth (sec 
Zone 128 for discussion). 

(9) The L&N line from Indianapoli~ (Zone 122) 
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( 10) 

( 11 ) 

via Frankfort to 'vfonon (Zone 128) (11t 
Zone 122 for discussion). 

The N&W line from Indianapolis (Zone 122) 
via Kokomo and Peru to Michigan City (sit 
Zone J 22 for discussion). 

The PC line from Indianapolis (Zone 122) to 
La Fayette (see Zone 122 for discussion). 

( 12) The PC line from Frankfort to Terre Haute 
(Zone 125) (see Zone 126 for discussion). 

( 13) The \1&W line from Frankfort to La Fayette 
(see Zone 127 for discussion). 

( 14) The PC line from Kokomo to Anderson (<ce 
Zone I 19 for dbcussion). 

N&W: Frankfort to Bluffton 

The ~&W line from Frankfort through Kokomo to 
Bluffton drew heavy response. The line is used for the 
~hiprnent of glass products; both National Can Corpora­
tion and Corning Glass, Inc. arc located on the line. 
Other products shipped over the line include soybeans. 
tires. ~teel and pulpwood Table 66 contains a traffic 
profile of the line. 

Several firms in \'13.rion indicated interest in retaining 
all the rail lines that pass through the city. Two major 
industries, General Motors and General Tire and Rub­
ber. used over 28.000 cars which either terminated or 
originated in Marion. General Tire and Rubber is on the 
PC but receives reciprocal switching from the C&O and 
the N&W. It needs the N&W because PC is unable to 
furnish ~ufficient cars. The company expre,sed the opin• 
ion that the PC uses transit delays as a leverage factor 
to prevent it from using the :--:&W any more than it does. 
RCA, which recently spent $25,000 to improve its rail 
siding. also u~es the Marion lines extensively. Weaver 
Popcorn C'o. at \ an Buren, the world's largest distributor 
of pmccssed popcorn, has noticed a trend of customer 
request~ for rail-delivered shipments. Most of its ship­
ments are to the East Coast and the truck rate is Sl.52 
per cwt. compared with rail rates of 97¢ per cwt. Laci: 
or rail service might necessitate closing the Van Buren 
plant. 

The vtarion Area Chamber of Commerce stated that 
its mdustna l development would suffer if its rail service 
were curtailed (see the following discussion of PC's 
Anderson to Warsaw line). Nine companies a re served by 
the "1&W. and two more ha\'e been planning to expand 
in the Marion rndu~trial Park, which is serviced by the 
N&W. A survey conducted by the Chamber suggests that 
abandonment of the line "ould eliminate l.4 71 jobs. 

F0ster Forbes Glass Com pany, a division of National 
Can Corporation, operates a specia lized glass container 
manufactu ring facility located on the N&W at Marion. 



Table 66: Traffic Profile: N&W: Frankfort to Kokomo 
to Bluffton 

Estimated carloads 
Rail user Commodity 

LP Gas 
/97l 197.1 Projected 

Skelgas, Inc. 
1'1Jtional Can Corp., 

Fosler Forbes Glass 
Div, 

Russiaville Feed & 
Grain, Inc. 

International Mineral 
& Chemical Co. 

American Standard, 
Inc. 

Essex lnlernalional 
Corp. 

Bell Fibre Products 
Weaver Popcorn Co. 
Merv1, & Sons, Inc. 
Mid,1a1es Steel Co. 
General Tire & Rubber 

Co 
Crop Fenili1y 

Speciali~t 
Corning Glass, Jnc 
RCA 
General Motors Corp. 
Crop-Maker Soil 

Service J nc. 
Groat County Farm 

Bureau Coop. As,n., 
Inc. 

Howard County Farm 

G la,s products 
Corn, soybeans, 

fertilizer 

lumbt·r 

Copper wire 
Pulpboard 
Popcorn 

Steel rods 

Tires 

Fcrtihzer 
Glass, sand 

2,370 
956 

769 

TV\, picture lube, 
Auto bodies 

Soil. fertilizer 

Grain 

Bureau Coop. l·ertilizer 
Clinton County Farm 

Bureau Coop. Feed. gram, fertilizer 

7 

2.384 

28 

37.541 

1,980 
790 
3832 
8223 

2 161 

640 
l.600~ 

23,000" 

2127 

1 Figure includes traffic on the "1&W from Michig.tn C"ity 10 

Indianapolis. 
2 For 12 months ending 2 28 73; figure would have been higher 
if rail equipment had been availa1'1e 

J Figure include, ~arloads moving over the N&W from Kol.omo 
10 Tipton. 

• Company also ships and receive, 32 1r,1ilers per month. 

'' Traffic on PC & "1&W 
° Figure includes traffic over the PC 
7 Figure i~ for Crop-Mal.er 'ioil Service, Inc. al "sorlh Gro\'e. 
,crved by 1he PC; Top-Yield Farm Man,1gemen1 Service, Inc .. 
al Con,er~e. ,ened by 1he C&.O B&O· Crop Ma~er Soil Sen 1cc 
- Miami, Jnc .. served by the N&W; and Crop M~l.cr Soil Sen 
1ce-Green1own. Inc., served hy the N&W. 

It noted thal, although the DOT Report marked the 
N&\'V line potentially excess. it ha~ not made any pro­
vision for either the C'&O or the PC 10 ~erve it~ plant 
On 3 I occasion~ in 1973. Foster Forbes requested cars 
from both of these carriers and never received any. It 
receives six switches a week from the '\/&W. C&O docs 
not maintam either the equipment or personnel in Marion 
to switch the plant and PC could not be expected to 
give the kind of service required. Foster Forbes fears 
that, if N&W's service were abandoned. the railroad 
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would remove its boxcars and covered hoppers from the 
pools available to the company's suppliers. since it would 
not be participating in the long haul. The company 
doubts that PC or C&O would be able to supply equip .. 
ment 10 replace what the N&W would take away. Trucks 
would not be able to handle the bulk material inbound, 
and such a diversion would increase the compan) 's trans­
portation costs by 95 percent. Loss of production and/or 
mcrca~cd coses would put the company at a competitive 
disadvantage with other companies in the industry. 

Bell Fibre Products manufactures corrugated products 
at its Marion plant, which operates 24 hours a day, 5 
days a week. It receives one switch per day Monday 
through Saturday from the N&W and does not think the 
PC could provide the n:qmred level of service. The plant 
uses from 75 to l 2S rolls of pulpboard every 24 hours . 
These are transported in 3 to 5 rail cars but would take 
from 8 to 13 truckloads. and the company would have 
to modif} its receivmg facilities. Elimination of the N&W 
would require additional transit time for shipments as 
there have been instances where shipment~ via the PC 
took 50 percent longer. Based on three points from 
which shipments of pulphoard arc rt·ceived, the average 
cost per Ion mcrease in motor earner over rail would be 
135 percent. E limination of the N&W's service could 
pre,·ent the c>.pccted growth in production capab1hty 
and might result in plant relocation 

Sam Talbert, co-owner of Russiaville Feed and Grain, 
Inc and ~11ddlefork Feed and Grain, spoke in favor of 
contmued service over the 25 mile segmenr of the N&W 
h.:twecn Kokomo and Frankfort. As of February 21, 
1974. his companies shipped 63 cars of corn in l 0- and 
I 3-car units to the ports of Norfolk. Philadelphia and 
Baltimore. TI1e I 0-car unit rail export bid on corn 
averagcJ 8 cents per bushel higher than the truck bid 
in 1973 and at harvest was 20 cents higher Much of the 
corn was hound for Norfolk and traveled in open top 
coal cars, co\'ered with plastic, for which the shipper 
must assume the ri~l-s. According to l\1r. Talbert. other 
on-line businesses which would be hurt if the hnc were 
closed. include Standard 0 11 Ferl1l1zcr at West Middleton. 
the Howard County Farm Bureau Elevator at Russia­
' tile. Skelga, at Ru,sia,illc, Jl\lC Fertil iLer at Forest, 
Sohigro Fertili1er Service at Michigantown, and the Clin­
ton County Farm Bureau Cooperative Elevator at Forest. 

Russia, illc Feed and Grain, Inc. reported that several 
elc!,ators .ilong the line coulJ have shipped 50 percent 
more car;, had they been able to obtain them. Mervis 
and Sons, Inc. reported that, during I 97'.!. ii could have 
shipped 170 more cars and, during 1973. it could have 
shi pped 200 more cars. 

William R. Irwin, Executive \, ice P1esident of the 
Fanner~ Dank of Frankfort. criticized the DOT Report 
for the deva,tating effects it would bring about in the 
economy of Clinton County and in the entire state of 



Indiana. Mr. Irwin predicted that the DOT approach 
would impair the future growth and expansion of services 
of Farmers Bank and other financial institutions m the 
area. 

The Crop-Maker Soil Service, Inc., which has a fertil­
izer plant at Greentown, reported that it has no economi­
cal alternative 10 rail transport, since much of its potash 
,hipments originate m Saskatchewan, Canada or in l\ew 
\texico and its phosphate shipments originate m central 
Florida 

Clinton County Farm Bureau Cooperative Association 
operates an elevator at Forest which would be of no 
value to farmers if rail service were not available. The 
general manager of the Cooperative termed the DOT 
Report unrealistic and unsound because of the adverse 
impact it would have o n agricultural production, which 
requires adequate rail transportation to receive such 
materials as fertili7e1 s and to •ransport grains from local 
gathering points to terminal markets for export. In 1973. 
the Cooperative shipped 590 cars from stations which 
the DOT Report did not recommend for continued rail 
service. Double that number could have been shipped 
if equipment had been available. The DOT Report would 
eliminate service at 72 percent ot the Cooperative's 
elevators and 75 percent of its storage facilities and would 
affect approximate!\ 3,000 farmers. 

Crop Fertility Specialists estimates loss of rail service 
at its Warren facility would cost it $35,875. 

The Warren Chamber of Commerce believes it i~ 
imperative that its community 001 be restricted to the 
discrimination of the trucking industry At times Warren 
has found truck transportation inadequate and limited. 
The C hamber asserts that without rail service the de­
velopment of Warren\ manufacturing capacities would 
be drastically limited. 

Essex International, Inc., manufactures copper wire at 
a plant in Marion. Its car use has gone from 3,950 in 
1960 to 2,370 in I 972 and 1,980 in 1973. John J. 
Phillips, Corporate I raffic Manager, blames ICC Serv­
ice Order 11 24. which requires that car~ be loaded in 
the direction of the owning carrier, for the deterioration 
in rail service Company sales have grown from $570 to 
$696 million 10 this fou r-year pc1·1od. The company is 
using trucks more becau~e rail service is not available. 
Essex needs the railroads and wants to protect the 
$50.000 investment it has made in rail facilities over 
the past five years. It believes that rail use would increase 
if service improved. 

Melvin and Sons. Inc .. reported that the DOT pro­
posal to serve the area hetween Logansport and Kokomo 
hy a single PC line is not sound because this PC line is 
a \ingle-line track and presumably could not handle the 
volume of traffic between the two cities. Melvin recom­
mtrnded that service over the N&W lines between Kokomo 
and Frankfort and between Kokomo and T ipton be 
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maintained in order to provide it with desirable shipping 
routes and rail car availability. 

PC: Anderson (Zone 119) to W~rsaw 

The North Manchester Chamber of Commerce re­
ported that IO industries located in and around its rural 
area generated an average of 636 rail shipments per year 
for the last four years. The Chamber estimated a loss of 
91 Jobs in North Manchester and surrounding area would 
result if rail service were discontmued. T he heaviest 
industrial user responding was the North Manchester 
Foundry, which ships metal castings and receives sand. 
The foundry recently installed electric furnaces. Because 
of this change, the firm must receive more raw materials 
than previously. In order to accommodate additional rail 
shipments, the foundry remodeled its rail siding at a 
cost of $6.744. 

Peabody American Standard Company, a manufac­
turer of educa tional furniture, emphasized its require­
men t for bulk material from the West Coast. Even with 
its own truck fleet, it would risk losing $700,000 to 
$900,000 in sales volume with the resultant loss of 30 
to 35 Jobs without rail service. It reported that area 
businesses were encou raged because the PC in the last 
year did extensive work on the track and roadbed at a 
cost of some $2 million. 

Indiana Rockwool, at Alexandria ( Zone 119), manu­
factures building insulatio n from rock slag and considers 
its operation of recycling waste material vital to the 
national environment, and to energy conservation. The 
firm reported that the delivery cost of slag by truck 
would be prohibitive, and it would be forced to close, 
1f deprived of rail service. Indiana Rockwool employs 
165 people and has an annual payroll of $1.3 million. 
The company has been forced to shut down in the past 
because it could not get inbound cars or switching out of 
Anderson. If the PC is abandoned, it wants to receive 
service from the N&W which is only 400 yards away. 

The Madison County Farm Bureau Cooperative Asso­
ciation'~ facilit) at Summitville could have loaded 300 
cars with grain to Baltimon: for export if cars had been 
available. The elevator represents an investment of hall 
a million dollars. Improvements have been made at a 
cost of $58,000 to allow fast loading of 10 car unit 
traim. The facility provides plant food to farmers in a 
IO mile radius. 

Crop Fertility Specialists estimated that it would lose 
$37,387 if PC abandoned service to its fertilizer plant 
at Urbana. 

T he Frantz Lumber Co., Inc., which receives lumber 
from the \\ est Coast. reported that the increased cost 
involved in switching to trucks makes that mode unsuit­
able. The Wabash County Fa nn Bureau Cooperative 
Association, Inc., which receives fertilizer materials from 
Canada, Florida, Tennessee, Iowa, and Kentucky and 
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lumber from the West Coast, Canada, and South Caro­
lina, reported that the distance involved in these ship­
ments makes truck use impractical, if not impossible. 
The Cooperative reported that its Treaty elevator could 
have shipped 75 to 80 more cars and its Speicher ele­
vator could have shipped 25 to 30 more cars, had they 
been available. 

The Big Four Elevator, North Manchester, reported 
that it is the only retailer of coal in its area. Big Four 
furnishes coal to two local schools. According to Big 
Four, rail is the only suitable means for shipping coal 
into North Manchester. 

William R. Imel of the United Transportation Union 
pointed out that this line extending from Anderson 
through Warsaw to Goshen provides a direct connection 
from PC's automated yard at Elkhart to the gateways 
of Columbus and Cincinnati, Ohio, Indianapolis, Indiana 
and the westernmost point on the PC, East St. Louis. 
Several million dollars have been allocated for the up­
grading of this track, according to Mr. Imel. New rail 
has been laid, the track structure improved and a form 
of automated traffic control is contemplated. PC is 
presently negotiating with the UTU for the right to move 
all employees from the present home terminal of Ander­
son to Marion and for the establishment of inter­
divisional inter-seniority service. 

The Marion Area Chamber of Commerce believes the 
DOT Report would jeopardize M arion's economic de­
velopment (see discussion of N&W's F rankfort to Bluff­
ton line in this zone). Five Marion firms are on the PC, 
and the Chamber estimated that 525 jobs could be lost 
if service ceased. The Chamber suggested that the DOT 
should have considered car revenue and demand for rail 
service. 

The Moorman Manufacturing Company of Quincy, 
Illinois (Zone 148), a producer of livestock Ceeds, has 
several distribution warehouses throughout the midwest 
which are located on potentially excess lines. All of 
Moorman's distribution points are supplied from the 
main plant at Quincy. Moorman stated that truck rates 
to its warehouses average 14 percent higher than rail 
rates. The company complained that due to poor rail 
service the warehouse at Urbana is constantly out of 
some products. If rail service were abandoned at Urbana, 
the company stated the warehouse could barely survive 
with present trucking service, and it would lose many 
customers. Moorman has invested over $250,000 at 
Urbana. 

McKowen Grain Company, which is located at Lyn­
wood, 5 miles north of Anderson, said it has been forced 
to use trucks because of poor rail service. It could have 
loaded I 00 to 120 hopper cars if service equalled that 
of 6 or 7 years ago. In 1973, the Company waited 51 
days for delivery of rail cars. Table 67 contains a traffic 

profile of the line. 
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Table 67: Traffic Profile: Anderson to Warsaw 

Estimated carloads 
Rail user Commodity 1972 1973 Pro;ecud 

Corn, plant food, Wabash County Farm 
Bureau Co-op Assn. lumber 60 

Crop Fertility 
Specialists 

Warner Co. 
Mutual Grain Co. 
Strauss', Inc. 

Fer11lizer 

Grain 

F1an17 Lumber Lumber 
Moorman Mfg. Co. 
Peabody Industries Coal 
Big Four Elevator Coal 
Wood-Crafts Industries 
Cyclone Seeder Co. 
N. Manchester Iron casting,, 

Foundry sand 
Peabody Amer. Std. Furniture, 

Co. lumber 

Madison Co Farm 
Bureau Cooperative Beans, corn, 

2 
13 

6 
347 

72 
14 
9 

19 

Assn. wheal, potash 
McKowen Grain Co. Corn, beans 
General Motors 
Indiana Rockwool 
General T ire & Rubber 

Auto parts 
Rockslag, coke 

8 

30 
31 

2 
359 
I 15 

10 
6 

51 

19 

108 

114 
7 

15,000 
9622 

4,9445 

27 

190-
2001 

1 If service improved, rail use could he 30 percent higher. II now 
takes 3 lo 4 weeks 10 get a car 10 North Carolina. 

i Outbound traffic could have been increased by 20 percent, if 
cars had been available 

3 This i;gure is for the PC at Marion, the e~act line segment was 
nol designated. 

PC: Mexico to Columbia City (Zone 115) 

There wru. minimal public protest of the potential 
abandonment of PC's Mexico to Columbia City branch. 
Columbia City (Zone 115) , at the north end of the 
branch is on the PC mainline between Fort Wayne and 
Chicago. Columbia City b not on the DOT zone map and 
was not a point recommended for local service although 
it generates approximately 1,000 carloads annually, ac­
cording to Congressman Roush. The Mexico Elevator 
Co • which has used the line increasingly in recent years, 
stated that trucks could not handle the volume of grain 
that must be shipped. Even if sufficient truch were 
available, shipping by truck would cost $36,000 more 
per year than by rail. 

The line can be divided into two segments: from 
Mexico to North Mancheste r and from North Man­
chester to Columbia City. An abandonment application 
for the fir~l segment is pending before the ICC in Docket 
No. AB-5 (Sub-No. 24), and the ICC has approved 
abandonment of the second segment in Docket No. AB-5 
(Sub-No. 2S). According to the Governor's Rail Task 
Force, the fi rst segment generates seven carloads per 
mile, and the second segment, eight. 

The Governor's Rail Task Force estimated that the 



four mile branch from Mexico 10 Denver is economically 
viable and recommended retaining the sections between 
Mexico and Roann and between Columbia City and 
South Whitley. 

Two users of the line supplied data to the RSPO. 
Mexico Elevator Co., Inc. generated 78 carloads of grain 
over the line in 1972 and 119 carloads in 1973. Ameri­
can Standard, Inc. generated 115 carloads of lumber over 
the line and over the PC North Manchester to Marion 
line in 1972. In 1973, American Standard generated 200 
carloads over the two lines. 

PC: Adams (Zone 116) to Richmond (Zone 120) 

This north-south line in eastern Indiana serves prin­
cipally the agricultural industry. Central Soya Company, 
of Decatur (Zone 117) , an agricultural shipper, has a 
capital investment of nearly $20 million in rail equip­
ment, including a fleet of jumbo hopper cars. The com­
pany, which is interested in several locations, generated 
over I 0,000 carloads in I 973 at Decatur. This figure 
includes traffic on the PC, N&W and EL. Central Soya 
is currently operating four I 00-car unit trains via the 
PC to Baltimore, Maryland, with each unit averaging 
three round trips per month. Unit train rates to Baltimore 
apply only when routed entirely over the lines of PC. 

The city of Berne, an Amish community, would be 
without rail ~ervice under the DOT proposal. Because 
of religious beliefs prohibiting the use of some energy 
alternatives, the community is particularly dependent 
upon coal. 

The Adams County Farm Bureau operates elevator; 
at Williams, Monroe, Berne and Geneva. All of these 
points would be without service if the DOT Report's 
recommendations were adopted. The Bureau is owned 
by 2,259 farmers who have invested over SI million in 
equipment and facilities. Business in 1973 came to over 
$9.5 million, and the Co-op shipped or received 6.9 
thousand tons of grain, fert1hzer and lumber. This latter 
figure could have been 32,500 tons with a potential of 
40,000 tons in 3 years if cars and service were available. 

According to the analysis of the Governor's Rail Task 
Force, the southern fifteen miles of the line, between 
Lynn and Richmond, operate at a considerable loss, and 
the traffic which would be lost if the line were aban­
doned is onl} one carload per mile. The Task Force esti­
mated that the potential employment loss would be 
fifteen jobs. 

The PC has petitioned the ICC to abandon the seg­
ment between Lynn and Ridgeville (Zone 120) in 
Docket No. A B-5 (Sub-No. 138). Task Force analysis 
set the carloads per mile at six and indicated no sig­
nificant effect upon employment as a result of abandon­
ment. 

PC has also petitioned the Commission 10 abandon 
the section from Portland to Monroe in Docket No. 
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AB-5 (Sub-No. I 39). According to Task Force analysis, 
the line from Ridgeville to Adams, while in poor con­
dition, operates at a substantial profit. Abandonment of 
the entire segment would cost 135 jobs. The Task Force 
recommended inclusion of this segment in the Final 
System Plan. 

The Richmo nd Sleeve Casting Plant, Perfect Circle 
Division of Dana Corporation at Richmond, receives 20 
cars per month of pig iron. silvery pig iron, scrap cast 
iron, and silica flour. It expects its traffic to increase 
25 percent. Table 68 contains a traffic profile of the 
line. 

Table 68 : Traffic Profile: Adams to Richmond 
(Zone 120) 

Es1ima1td carloads 

Rail user Comm()(/i/)' /972 /973 Projec1td 

Jay County Farm 
Bureau Coop. Fertilizer 

Automauc Sprinkler 
Corp. of America 18 

Economy Printing Co. 70 
Berne Lumber Co. I umber 10 
Berne Coal & ~upply Coal 55 
Berne Furniture Co. roam rubber 12 
Riverside, Inc. Fertilizer 27 
Swis~ Mfg. Corp. I umber 10 
Habegger Furniture 

Co. Furniture 3 
Paris Tire & Imp. 

Serv. I-arm equipment 2 
McIntosh Corp. \1etal bins 10 
W. E. Reas~or Lumber 

Company Lumber 10 
Affolda Imp. Sales Farm equipment 2 
Adams County Farm 

Bureau Co-op Assn. Gram, fertilizer 1001 
Monroeville Elevator Grain. plant 

food 106 108 
Central Soya Co., Inc. Grain, ~oybcans 10.03(2 
Dana Corp. Pig iron 120 240 
Wayne Novelty Co. Lumber 60 
Decatur Casting Pig iron 60 

1 Figure is for grain only. 
2 Includes traffic on the l'<&W and the EL. 

N&W: Decatur to Ohio City 

Public protest over the potential abandonment of the 
N&W line from Decatur to Ohio City, Ohio (Zone 111 ), 
was minimal The Central Soya Company. at Decatur, 
submitted a composite traffic figure which included the 
"I&\\ line. 

N&W: Fort Wayne (Zone 116) to Muncie (Zone 118) 

The Ossian Canning Company at Ossian would be 
left without rail service under the DOT proposal. It 
reported that its outbound rail shipments have declined 
d ue to delays in receiving cars. The company complained 



of the lost investment in a rail siding which it would 
suffer if the line were abandoned. 

The Minnesota Mining and Manufacturing Company 
of Hartford City indicated that using the PC for traffic 
which would otherwise go to the N&W would require 
considerable capital improvement. According to 3M, it 
would make more sense to keep the N&W line serving 
Hartford City and eliminate the PC. 3M reported that 
its 1974 rail use should increase 20 to 25 percent as a 
result of a recent plant expansion. 

The Shideler Grain Company, Inc. of Eaton, repre­
sents thirty-eight shippers from the communities of 
Eaton, Shideler, Hartford City, Montpelier, Poneto, 
Blufton, Ossian, and Yoder. Their total carloads in I 973 
came to 2.677; the principal products sh ipped included 
lumber, grain, fertilizer, paper products, and coal. The 
company reported that these shippers have over $100,000 
invested in rail sidings and rail handling facilities. If 
rail service were discontinued, six of the businesses, 
employing over 500 people, would be forced to abandon 
operations at their present locations. 

Though not actually on the line, the City of Hunting­
ton indicated concern because of the amount of traffic 
which originates in Huntington on the EL for inter­
change with the N&W. 

State Representative Jeff Espich, from District 24, 
gave data for several shippers. One of these, Sheller 
Globe, a rubber manufacturer in Montpelier, receives 
materials in bulk in tank cars. The firm believes it would 
be impossible to continue operations without rail service. 
Another shipper. Norris Feed Mill in Poneto, requested 
I 00 cars in October when it could have used 300, and, 
as of March, it had only received 40. Table 69 contains 
a traffic profile of the line. 

Table 69: Traffic Profile: Muncie (Zone 116) to Fort 
Wayne (Zone 118) 

Esrimated carloads 
Rail user 

Sheller Globe 

Commodity /972 /973 Pro;ecud 

Ossian Canning Co. 
A. P. Green 

Refractories Co. 
Minne~ota Mining and Paper, duplicating 

Manufacturing Co. products 
Shideler Grain Co. 
Indiana Glass Co. 
Norris Feed Mill 
Delaware County Farm 

Bureau Coop. Fertilizer 

1 First two months of I 974. 

288 

24 

250 
2,677 ~ 

2 Figure represent, shipments of 38 shippers on the line. 

Lines Not Designated Potentially Excess 

101 

Not all the evidence received by RSPO was directed 
toward rail lines found potentially excess by the DOT 
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Report in Zone 117. Simpson Grain Company, Inc., 
located four miles east of Huntington, is serviced en­
tirely by the EL. In 1973, Simpson Grain shipped 350 
box cars and would have been able to utilize approxi­
mately 50 percent more jumbo hopper cars, if they had 
been available. Simpson Grain projects that, in the next 
4 or 5 years, it will be able to ship approximately 900 
box cars of grain. Should the rail facilities be aban­
doned, Simpson Grain would have to use trucks and the 
farmers in its area would be forced to absorb an addi­
tional 7 to 8 cents per bushel transportation cost as well 
as the cost of building additional on-the-farm storage 
facilities. 

Attorney John Branum, speaking for Mayor Knop of 
Huntington, plus representatives of the Huntington 
Chamber of Commerce, the First National Bank, Our 
Sunday Visitor, Huntington Laboratories and The Majes­
tic Company, testified in support of continued service 
to and from Huntington by the EL Mr. Branum stated 
that the community had received conHicting reports as 
to the line's status. In 1973, 3,541 cars originated at 
Huntington and 6.257 cars terminated in the area. Hunt­
ington is at a division point on the El's main line be­
tween Chicago and Marion, Ohio, and some 450 families 
in Huntington have members employed by the railroad. 

The Rich Valley Cooperative Elevator Company is 
located on N&W's line between Peru 'and Wabash. This 
line was not recommended for abandonment. The main 
concern of Rich Valley Cooperative is the shortage of 
rail cars. In 1973, the company received only 50 per­
cent of the number of cars it had ordered. During that 
year, 116 carloads of grain were shipped from this 
elevator. 

Carl E. Johnson, President of the Crop-Maker Soil 
Service, fnc. and Top-Yield Farm Management Service, 
lnc., reported that both of these companies receive pot­
ash from Saskatchewan, Canada and from New Mexico 
and phosphate from Florida. Due to 1he distance in­
volved in receiving these materials, there is no economi­
cally feasible alternative to rail transport. 

Cuneo Press maintains that it requires continuous, 
fast, and economical rail service because its products are 
all dated merchandise. The firm has recently invested 
over S 126,000 in order to improve its rail transportation 
facilities. During the past several months Cuneo Press 
has had to make many diversions from rail, particularly 

Table 70: Traffic Profile: Viable Lines 

Rail usu and /ocarion Commodity 
Crop-Maker Soil 

Service, Inc. (North 
Grove-PC) Fertilizer 

Top-Yield Farm Man-
agement Service, 
Inc. (Converse-C&O) Fertilizer 

Estimated carloads 
I 972 197 3 Projecud 



Estimated carloads 
Rail us~r Commodity 1972 1973 Projected 

The Gene ral T ire & 
Rubber Co. ( Marion-
PC) 

Amboy Grain Co., Inc. 
(Amboy) Grain 

Rich Valley Coopera-
tive Elevator Co. 
( Rich Valley) Grain 

Marion Malleable Iron 
Works Inc. (Marion) Malleable iron 

Greenline Manufactur-
ins Co. (Marion ) 

Farm Bureau (Morion} 
Simpson Grain Com-

pany, Inc. 
(Huntington-EL) Grain 

The Majestic Company 
( Huolmgton-EL) 

Huntington labora-
tories, Ioc. 
(Huntington-EL) Chemicals 

Bahler Grain & Feed 
Co. (Galveston-PC) Grain 

Erny's Fenilizer Serv-
ice, Inc. (Lincoln) Fertilizer 

Arnold & Carter Lum-
ber Co. (Decatur-
EL) lumber 

Adams Builder 
( Decatur-EL) 

Delco Co. (Decatur- Pad.aging 
El) material 

Grant County Farm 
Bureau Coop. 
( Marion-PC} 

Pace Arrow (Decarnr­
EL) 

Indiana Farm Bureau 
Coop. Assn. 
( Red Key-PC} 

Tioga of Indiana 
( Decatur-EL) 

fcpel Truck Lines 

Grain 

(Decatur-EL} "-"ewsprint 
Glass Container Corp. 

(Gas City-PC) Sand, soda ash 

393 

4,944 2 

8 

l 16 

400 

442:; 

60 61 

309 404 7 

85 

12 

500 

500~ 

1 212 carloads were generated by Crop-Maker Soil Service, Inc. 
at North Grove; Top-Yield Farm Manasement Service, Inc. at 
Converse; Crop-Maker Soil Service-Greenlo,,., n. Inc at Grten­
town; Crop-Maker Soil Semce-Miami, Inc., al Miami. 
2 General Tire 1s located on the east-,,.,est PC through Marion 
which DOT did not designate as potentially excess. The Com­
pany uses this hne as well as the north-south PC line throush 
Marion which the DOT did desisnate a, potentially excess. 
3 Over '.! years JgO, Amboy Gram 1n\talled new trac~ on ii\ sid­
ing to load IO hopper units. It loaded 9 or IO c.tr umts m the 
first 21 .. , month~ of 1974. 
1 In J973 it shipped 20,000 tons of grain. 
:; In 1973, 748 TOFC and in 1974. l,000 TOFC units. 

u In 1973. Bahler ~hipped $4,000,000 worth of grain. 
1 Erny•~ operates oo ao April-March fiscal year. 
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TOFC to motor carrier, because of the lack of rail 
equipment. 

The Stellite Division of Cabot Corporation is con­
cerned that the elimination of trackage of non-bankrupt 
lines in the Kokomo area might result in poorer service. 
The firm insists that limiting access to Kokomo to one 
PC line from Logansport, which is a very congested 
yard, would reduce rather than improve service. Table 
70 contains traffic data concerning non-excess lines. 

ZONE 118 

Muncie is the principal city in Zone 118, which is the 
smallesl zone in Indiana. Muncie would retain a direct 
rail link to Indianapolis via Anderson on the PC. The 
city would also be left with a non-circuitous route to the 
Chicago area via the C&O. Of the major lines serving 
the city, only the north-south line linking Muncie with 
Fort Wayne and New Castle would b(! lost. 

Though the east-west PC line. serving Daleville, 
Muncie and Selma, was not identified as potentiaOy 
excess. Indiana State Representatives Thomas Coleman, 
Robert O'Malley and Samuel Reed protested any possi­
ble elimination of rail service on the line. 

Potentially Excess Lines 

The DOT Report, as supplemented and corrected, 
designated the following three line segments in Zone 
I 18 potentially excess: 

( I ) The PC branch from \-1uncie to Mathews. 

(2) The N&W line from Muncie to Fort Wayne 
( see Zone 117 for discussion). 

(3) The 'l&W line from Muncie to New Castle 
( see Zone 120 for discussion). 

PC: Muncie to Mathews 

There was no public protest to the proposed abandon­
ment of the Muncie to Mathews branch of the Penn 
Central. The Governor's Rail Task Force estimated that 
the line generates ~ix carloads per mile exclusive of 
Muncie traffic and that the potential employment loss 
would be forty-five jobs. The Task Force recommended 
abandonment. 

ZONE 119 

Zone 119 is situated in central Indiana and consists 
of Madison County. f otal population is approximately 
140,000; the principal city is Anderson. Though DOT 
reported the principal commodity to be coal, the public 
response indicated that the industries most affected by 
the proposed abandonments would be agriculture and 
manufacturing. 



Potentially Excess Lines 

T he DOT Report, as supplemented a nd corrected, 
designated the following four line segments in Zone I 19 
potentially excess: 

( J ) The PC' line from Anderson to Kokomo (Zone 
117). 

(2) The PC line from Emporia to Knightstown 
(Zone 120). 

( 3) The PC line from Anderson to Warsaw ( see 
Zone ll 7 for discussion). 

(4) The PC line from Anderson to New Castle 
(see Zone 120 for discussion) . 

PC: Anderson to Kokomo (Zone 117) 

The thirty-seven mile long Anderson to Kokomo line 
serves agricultural shippers primarily. The Rydman and 
Fox Company, Frankton, has JUSt invested $70,000 in 
a new rail siding. The company reported that the deci­
sion to locate in Frankton was based on assurances from 
the PC that the line would not be abandoned. Rydman 
and Fox supplies lumber and fertiliier to 340 agricul­
tural customers in the area. 

The Butcher Manufacturing Company is located at 
Hemlock, 3 1 2 miles from Kokomo. Due to rail car short­
ages in 1973, the company was forced to ship 143,714 
bushels of grain by motor carrier at an additional cost 
of $10,700. The firm stated that it requested and re­
ceived IO rail cars from Central Soyn, hut wa~ required 
to pay a 15 cent per bushel premium for their use. Loss 
of the Kokomo-Anderson line would cost Butcher 
Manufacturing an estimated $40.000. 

The Governor's Rail Task Force estimated that the 
line generates nineteen carloads pet mile exclusive of 
end point traffic ( Anderson and Kokomo) and aban­
donment would cost the local econom) I 05 jobs. Ac­
cording to Task. Force analysis. the line is profitable. 
Table 71 contains a traffic profile of the line. 

Table 71 : Traffic Profile : Anderson to Kokomo 

Rail user 
Rydman and Fox, Inc. 
Borden Chemical Co., 

Hemlock Crop Serv. 
Butcher Mfg. Co. 
Wickes LumJ,er Co. 
Franl..ton Sawmill 
Frankton Lumber Co. 
Agrico Chemical Co. 

Estimaud carload, 
rommaduy /972 /97.1 P,o;ecud 

I umber, fertilizer 40 440 

l"ertiliier 
Corn, bean~ 60 54 

66 
15 
18 
15 

PC: Emporia to Knightstown (Zone 120) 
There was no shipper protest to the proposed aban­

donment of PC's E mporia to Knightstown line. The 
Governor's Rail Task Force reported that onl) one 
intermediate station on the line would be left without 
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rail service and that traffic did not justify maintaining 
the line. The PC petitioned the ICC to abandon the 
line in 1972. 

ZONE 120 

Zone 120 is located in east-central Indiana and con­
s1~ts o[ the following counties: Randolph, Henry. Wayne, 
Rush, Fayette, Union and Franklm. 

The DOT Report would eliminate over 50 percent of 
the trackage in the zone. John English, representing 
Mayor Bouslog of New Ca~tle, stated that the following 
firms located on PC lines would bl! satisfied with service 
from the N&W if the PC' lines into New Ca~tle were 
abandoned. Perfect Circle Division of Dana Corporation; 
Allegheny Ludlum Steel Corporation; Ingersoll Steel 
Division of Borg-Warner Corporation; Trainor Spring 
Company the New Castle Works of Chrysler Corpora­
tion: and \llodernfold Industries. an American Standard 
Company 

Potentially Excess Linas 

The following 11 line segments in Zone 120 were 
identified as potentiallv excess in the DOT Report, as 
supplemented and corrected· 

( l ) The PC line from 'Jew Ca~tle to Anderson 
(Zone l 19) 

{2) The ~&W line from 'lew Castle to Muncie 
{Zone 118) 

( 3 J The PC line from 1\ew Castle to Richmond. 

( 4) The PC' hne from Beesons to \ alle} Junction, 
Ohio (Zone 106). 

( 5) fhe N&W line from New C'a,tle to Beesons 
(Zone 106) 

( 6) The N 8. \\, line from Dunreith to Rushville. 

( 7 J The Carthage to Greensburg {Zone 121) 
branch of the PC. 

( 8 l The PC line from Richmond to Adams (see 
Zone l 17 for di~cus~ion). 

(Q) The PC ltne from lnd1anapolis to Savona, 
Ohio ( sec Zone 122 for discussion). 

( IO) The PC line from Penns to Rushville ( see 
Zone 1 '.!2 for discussion). 

{!I ) The PC hne from Knight~town to Emporia 
( sec Zone I 19 for discussion). 

PC: New Castle to Anderson (Zone 119) 

Rail sen·1cc lO New Castle. one of the major cities in 
Zone 120, would he.: curtailed severe!) under the DOT 
plan The city now enjoys service from both the N&W 
and the PC. but the DO r Report recommends abandon­
ment~ which would leave it a t the end of a ten mile spur. 



The New Castle to Anderson line is used by both 
industria l and agricultural shippers. Public response was 
reltatively heavy. Wilson Grain Elevator, Inc., located 
at Sulphur Springs. was planning to increase its storage 
capacity but will not do so until it b assured of continued 
rail service. 1 he firm estimated the extra cost of ship­
ping grain by truck would be at least I O cents a bushel 
in the off season and up to 25 cents per bushel during 
peak harvest. Wilson has a loading capacity of IO hopper 
cars and complained that, while rail service has been 
deteriorating for years, with the advent of the 100 car 
unit train, service to its plant has heen practicall) non­
existent The Henry Cllunty Farm Bureau Cooperative 
Association has a fertilizer plant at Honey Creek and 
a grain manufacturing plant at New Castle. Fertilizer 
originates in Florida and Canada, and truck shipments 
wo~ld be costly and difficult. The Honey Creek plant 
might have to close because trucks would require more 
storage, and it 1s doubtful whether sufficient equipment 
would be available. 

Both Wilson Grain and the Henry County Farm Bu­
reau Cooperative Association reported that they received 
poor service from the PC. Because of the PC's inability 
to furnhh rail cars as the) were needed. Wilson Grain 
was able to ship only 17 percent (248 carloads) of a 
total of 24,800 tons of grain by rail. Similarly the Henry 
County Farm Cooperative reported that only l, 746 tons 
out of the 3,000 tons of fertilizer it received were shipped 
b} rail and only 17.349 bushel~ out of 250.000 bushels 
of grain were shipped by rail because of freight car 
shortages. The co-op reported that in 1973 it ordered 
IO cars and received only 3, three months later 

The Jnternational Mineral and Chemical Company, 
Middletown. "hich shipped 98 carloads in 1973, indi­
cated that abandonment would necessitate trucking to 
and from the nearest rail point, seven mile, away. at a 
transport cost incn!ased b) 50 percent. 

Li~bhardt Mills, Inc . which shipped between 26 and 
44 carloads in 1973. indicated that its plant could not 
utilize trucks hecause of restrictive rate structures. Lieb­
hardt Mills, which cmplo}s 40 persons, would he forced 
to close or relocate if rail service were discontinued The 
\\ orl<l Bestos Company at New Castle cxpccts a 50 per­
Cl!nt increa~e in transportation costs if it is forced to 
use trucks: it emphasized that local trucking capacity 
could not handle all chc traffic. Allegheny Ludlum Steel 
acquired it~ "-/cw Castle plant in 1972: its traffic would 
not ha,·c heen rdlected in the DOT Report. Allegheny 
Ludlum shipped 1 85 carloads of scrap metal and hot 
rolled bands in 1973. 

The Governor\ Rail Task Force estimated that the 
line generates nine carloads per mile exclushe of the end 
point traffic. New Castle and Anderson, and that forty­
five jobs would be lost as a resu lt of abandonment. 
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N&W: New Castle to Muncie (Zone 118) 

The potentially excess portion of the line extends from 
Muncie (Zone I I 8) to Mount Summit, just north of 
New Castle. Farmers· Elevator Company, OakviUe. 
servict:s about 2,000 farmers in a 4 county area. The 
Company has huilt an additional siding to accommodate 
I 00 car unit trains and, within the past 16 months, has 
added 4, 1 88 feet of ,iding and a track scale at a cost 
of $185.000. In 1973 11 shipped or received 783 car­
loads of grain and fertilizer From January l until Feb­
ruar\ 22. 1974. 1t used 220 cars. The company empha­
sized that there are too few trucks available to handle 
the m:cessary volumes of agricultural commodities and 
supplies. In 1973 it could have used 260 more hopper 
cars. Ylost outhound traffic is to the ea~t coast for ex­
port. and inbound shipments are from Saskatchewan, 
Louisiana. Flonda and "'lorth Carolina, so that trucks 
arc not a nahlc alternative Brooks Feeds at Mt. Summit 
also uses this lme. 

PC: New Castle to Richmond 

Helen A Sowers of Green Fork favors abandonment 
of the line. Mrs. Sowers te~titied that she has a rever­
sionar)' intere\t in the right-of-way anJ that her family 
has paid taxes on the property to the railroad for some 
32 years. She said there is only one slO\\ movement 
along the tracks per week and the railroad has failed to 
maintain the prop1my or to protect abuttmg land owners. 

The New Castle \1et:il Casting Plant. Perfect Circle 
Division of Dana Corporation, received 81 carloads ol 
,and from Bridgman, Michigan and Upton, Wyoming 
m 1973 Car u,e could double within the next y<?ar due 
to a plant expansion. Tht: company is concerned about 
the line segment between New Castle and Hagerstown. 

The Wayne County Farm Bureau Cooperative Asso­
ciation, Richmond. unloaded 21 cars of fertilizer in 1973 
and had potential for at least I 00 hopper cars of grain 
if service had been available. l\1oving grain by rail means 
10 cents more per bushel for the farmer and moving 
fcrtih£cr b) truck mbound could add $JO per ton 10 the 
farmer's cost. Farmer, have invcMcd approximately half 
a million dollars at this location 

The PC petitioned the ICC m 1972 to abandon the 
line in Docket No AB-5 (Sub-No. 131 ). The cml 
to rchahilitate the line would he over a half million 
dollars, according to abandonment petition data. Rich­
mond and New Castle would rt:cc1ve rail service on other 
lines. According: to the Governor's Rail Task Force. the 
traffic which would b.: lost would amount to only one 
carload per mile and the employment lost as a result of 
abandonment would he forty-five job,. 

PC: Beesons to Valley Junction 

Accordmg to the Governor's Rail T ask Force analysis, 
traffic volume on the line is 143 carloads per mile. The 
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Task Force reported that a section of the line. Con­
nersville to Brookville, is temporarily out of service. 
T he Franklin County Fann Bureau Cooperative operates 
a racility at Brookville The Penn Central has petitioned 
the JCC for authority to abandon this sec tion. 

The Early and Daniel Company, Cincinnati. Ohio. 
recommended that the N&W should receive and operate 
thi: PC line from Bee,ons to Valley Junc tion. This would 
establish a mamline on the N&W, from the west to 
Norfolk via Cincinnati, and would n:duce circuitry 

1 he Go\'ernor s Task Force estimated abandonment of 
the entire segment would cost the local economy 75 
jobs. 

N&W: New Castle to Beesons 

No data specifically concerning this N&W line was 
received by the RSPO 

N&W: Dunreith io Rushville 

The International Mineral and Chemical Company 
protested the abandonml.!nt of rail service to its plant 
"hich is located on this line at Mays. If the line were 
abandoned, the company would haw to truck to the 
nearest rail point. four miles away at Dunrei th The com­
pany shipped 43 carloads m 1973 Th .. Rush County 
Farm Bureau Co-op also uses the N&W line at Mays. 

PC: Carthage to Greensburg 

The ICC appro\ed agandonment of the line in 1973 
and scr\'1ce reportedly ha~ bec:n !crmmated. 

Lines Not Designated Potentially Excess 

The John~ Man\llle Products Corporation, \\ h1ch 
gc:nc:rates 6,200 carloads pc:r yc:ar from ib Richmond 
plant on a PC !me not de,1gnated potentially e>.ces,, 
rc:ported that a switch to trucks would increase its trans­
portation costs by 300 percc:nt. Should Johm Manville 
decide to close down its plant due to these higher costs, 
375 jobs would b.: lost Johns Manville aho reported 
that PCs service was poor and that 11s shipments are 
forcl.!d 10 take circuitous routes. 

ZONE 121 

The cconom) of Zone 121 1s basi.!d primarily upon 
agnculture and upon mdustr) cenll:red in Madison, 
Columbus, Scottsburg and Bloomington. Maior com­
modities shipped and receh ed include coal. lumhcr, 
fellilw.:r. gram, scrap metal and manufactured good,. 
The major complainh concl.!rncd railroad ~cr\lcc short­
age of ra,I cars, and poor track conditions A principal 
concern is that the ar,·a would be isolated from the 
maJor centers of lndi ,mapolis and Lou1S\·ilk. 

Robert A. Muckier repre\enting the Columbus Cham­
ber of Commerce objected to the DOT Report becau~e 
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it "ould leave Columbus, wnh 6,900 carloads per year, 
at the end of a spur. Mr. Mueller rl.!ported that the 
Indiana legislature has appropriated mane; to build a 
port at J effc:rsonville ( Zone 205). 

Potentially Excess Lines 

The followmg eight line segments in Zone 121 wen.: 
identified potentially excess m the DOT Report, as 
supplemented and corrected: 

(I) The Columbus to Flat Rock (Zone 122) 
branch of the: PC. 

(2) The PC !me from Columbus to Greensburg. 

(3) The PC hne from Columbus r., Madison. 

(4) The B&O line from 1'-orth Vernon to Charles­
to~n (Zone 205). 

( 5) The Milwaukee line from Seymour to Bed­
ford (Zont 123) . 

( 6) The lCG line from Indianapolis to Effingham 
( see Zone 122 for discussion). 

(7) The PC line frnm Indianapolis to Louis,·ille 
bee Zone 122 for d~cussion). 

( 8) The PC line from l,reensburg to Carthage 
(see Lone 120 for discussion). 

PC: Columbus to Flat Rock 

There was no public prote,t to the proposed abandon­
ment ot the line. According to Go\'ernor's Rail Tasl. 
Force anal;sis, the line generates fivl.! carloads per mile 
and operates at a loss. The PC ha;. petitioned the ICC 
fo1 authorit) to abandon service over this line. 

PC: Columbus to Greensburg 

I he ICC' apprmed the railroad's request to abandon 
Lht por11on ol this hne between Greensburg and Hope 
m 1973 l'ubhc re,ponse to the DOT Report's character­
ization of the line as potentiall) excess was very light. 

PC: Columbus to Madison 

No specific 1n1ffic datJ was submitted to the RSPO 
concerning the northern segment of 1hi, line from Colum­
bus to North \ crnon Public Si:rvice of Indiana indicatcd 
that it needs the hne to ,uppl) it, Columbus Substation. 
1 he True femper <.orporauon reported that it has ex­
pansion plan, which would increase production hy 25 
percent The CillVcrnor\ Rail Ta\k Force reported that a 
b1 ,dge is out at Sc,pw, necessitatmg local service on an 
a~-nted~d ba\l\ for the northern segment PC petitioned 
thi; lCC 10 .,handon the Columbus to North Vernon 
~egment m 19"', 

The southern segment of the line, from ' lorth Vernon 
to \itadison, was the ,ubjcct of heavy public protest. The 
21. 5 mile spur i~ the on!) rail link to Madison. a manu-



factoring town of 25,000. Persons reported that the track 
is among the most poorly maintained in the state. Tom 
Nickols of Rexnord, Inc. testified that, in November, 
197 I, there were at J.:ast 2 1 derailments. Service to 
downtown Madison is further hampered by a steep 
incl ine of 5.69 degrees. 

Jennings Industries at Vernon sells wooden porch 
!>Wings to Sears Roebuck, Montgomery Ward and other 
maJvr wholesale and retail outlets. Shipments are made 
to points throughout the country ln spite of the poor 
quality service it is receiving, Jennings needs service 
continued lnade4uatc transportation is the principal 
deterrent to increas ing production for an expanding 
market. 

Due to poor service, use of the line had decreased in 
recent )ears, but the industries emphasized that more 
rail cars would be used if the trackage were repaired. At 
the time of these hearings, Madison was receiving ser\ice 
one or two days per week due to track conditions. The 
Transportation Committee of the Madison Chamber of 
Commerce emphasized that the potential exists to double 
rail use on the line if service were improved. Several 
businesses have been reluctant to locate in the area 
because of the lad, of adequate rail service. The Cham­
ber of Commerce submitted 1973 traffic data for twenty­
six Madison area shippers showing a total of 1,114 car­
loads- approximately 52 carloads per mile. According to 
the Governor's Rail Task Force analysis, the line operates 
at a profit, generating 27 carloads per mile for the 45 
miles between Columbus and Madison. The PC does not 
serve Madison from Columbus. however, but operates 
over the B&O to North \ ernon-a circuitous routing 
necessary becau,e the northern segment is closed to 
through trains. 

The Indiana and Michigan Electric Company sub­
station at Jefferson on the PC between 'vernon and Madi­
son has 4 tran,formers weighing 250 tons each and 4 
reactors weighing 67 tons apiece. Jt needs service for 
,h,pments of transformer oil and to be able to move 
these large pieces of equipment. The U .S. Army, Jeffer­
son Proving Grounds, also ships heavy equipment 

Public Service of Indiana is building a nuclear station 
at Marble H ill which will use rail service. 

The Clifty Creek Power Plant of the Indiana-Kentucky 
Electric Corporation is located in downtown ~adison. 
The plant employ~ 350 persons and was built in l 950 at 
a cost of $160 million. This plant supplies electric power 
to the U.S. Atomic Energ) Commission's gaseous dif­
fusion plant located near Portsmouth, Ohio. The Clifty 
Creek plant is concerned about the movement of its 
heavy equipment, such :l\ 172,000 pound transformers 
and 350,000 pound generators, for repairs. T he com­
pany argues that there is no satisfactory alternative to 
t ransporting this heavy machinery except by rail. Addi­
tionally, the Clifty Creek plant is searching for pro-
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spective purchasers for the millions of tons of ash that it 
has reclaimed from the coal it has consumed. The plant 
believes that the railroad provides it with the flexibility 
needed to reach markets for this material. 

Rexnord, Inc. is a manufacturer of heavy constructiai 
machinery in Madison. The company stated that if rail 
service had been adequate and reliable, it would have 
shipped more than twice as many cars as it did in the 
last two years. The size of some of its machinery, such 
as, Its \\ater pollution control equipment which is 14 
feet 6 inche~ high, 13 feet wide and 22 feet long, makes 
it impossible to tran,port by truck. This is because 14 
feet is the maximum height for a loaded rig on most 
state high" ays In adduion. Rexnord reported that truck 

Table 72: Traffic Profile : Columbus to Madison 

Estimated carload~ 
Rail mer Commudity 1972 1973 Projtcttd 
Jenning, Industries Porch swings 47 54-59 
Ind. Ky. Elec. Corp. 

Clifty Creek Plant Coal 35 
Madison River Termi-

nal, Inc. 200-400 
Re,nord Inc. He.ivy 

cons1 ruction 
equipment 146 I 15 

',teinhardt-Han\on. Inc. 12 
Ind, Mich Elec Co. 

Jefferson Substation rransformers 35 
U.S. Army Jdferson Military 

Proving G rounds equipment, 
ammunition 75 108 

Barber Grocery Co. A"orted 
foods 429 443 

Trimble Co-op. Fertilizer 32 38 
Dover Corp. Rotary 

lift :>teel products 20 24 
Hughe, Supply 10 9 35-40 
lrwim Feed Store Feed 5 5 
1 Weinberg Co. Scrap 104 73 
Lichlyter Bldg. Supply lumber 2 
MadJSon Pla,ucs 1 
Madi~on Stale Hospital Coal 104 128 
Jenmngs County Farm 

Bureau Co-op. Fertilizer, lumber 
\\. H. Miller Lumber 4 2 
Kocolene Co., Inc. 74 2J 
William,on Co. s 5 6-10 
National Tire Mart, 

Inc. 
J)i\cus Farm Supply Farm equ ipment 10 
J..reeger I. Hen,ler Building supply 12 
Robus Products Leather. 

fiber board 12 18 
Madison Chemical l 
Ru<,ell Equipment Co. 
Public Se, vice Indiana Poles, steel 2,0001 
True Temp,:r Corp. Wooden d,)wels 
Airlite Processing Corp. 
Williamson Co Steel 6-10 

1 Total for 1975-1983 

~----~---------------~----------------..1.-------------



rates for the movement of its large machinery are almost 

double rail rates. 
Barber Wholesale Grocery Company relies heavily on 

rail service. The company services more than 550 inde­
pendently owned grocery stores within an 80-mile radius 
of Madison. Much of the firm's merchandise comes from 
distant points, such as, California, Florida, Pennsyl­
vania and New York. Due to the distances involved, 
Barber Wholesale finds it impossible to use motor carrier 
service and remain competitive. The company reported 
that if PC's service had been more reliable and damage 
minimal, it would have increased its rail usage by 20 
percent in 1973. Table 72 contains a traffic profile of 

the line. 

B&O: North Vernon to Charlestown (Zone 205) 

Public Service of Indiana included this B&O line in 
the utility company's schedule of routes required to 
service the Marble Hill nuclear station at New Bethle­
hem. PSJ plans to construct an industrial siding from its 
nuclear plant to the B&O siation at Nabb. PSI pointed 
out that the railroads are the principal suppliers of highly 
specialized and expensive equipment required for safety 
reasons to transport nuclear fuel and waste material. It 
is estimated that for construction of the first two units at 
the Marble Hill site, approximately 2,000 carloads of 
construction material will be delivered between 1975 

and 1983. 
Though no line breakdown of statistics was given, the 

Louisville Cement Company, Louisville, Kentucky, 
(Zone 205) uses the line for both outbound and in­
bound shipments. The company's total rail usage at its 
Speed, Indiana (Zone 205) plant is approximately 
13,000 carloads per year. The B&O line is particularly 
important to Louisville Cement because most of the cars 
furnished the company by the Chessie System arc routed 

over it. 

Milwaukee: Seymour to Bedford (Zone 123) 

There was no response from local users to the DOT's 
potentially excess characterization of the Seymour to 
Bedford segment of the Chicago, Milwaukee, St. Paul 
and Pacific Railroad. Users on the Crane to Latta seg­
ment, discussed in Zone 123, pointed out that the Sey­
mour to Bedford segment is necessary for the shipment 
of overhead traffic. The Milwaukee empha~ized that the 
line carries significant overhead traffic and supplied 1973 
traffic data showing S,23S cars interchanged with either 

the PC or the B&O at Seymour. 

ZONE 122 

Zone 122 consists of Boone, H amilton, Hendricks, 
Marion, Hancock, Morgan, Johnson and Shelby counties. 
Public re!.ponse was very heavy-especially from Indian-

apolis. Situated geographically in the center of the state, 
Indianapolis is a major industrial center and the hub of 
the state's rail network. With 187,000 carloads per 
annum of originating or terminating traffic, the zone 
ranked twenty-ninth among all zones, according co the 
DOT Repcrt.4 

The DOT proposal dealt severely with Zone 122. 
Roughly SO percent of the trackage within the zone was 
designated potentially excess; at least seven of the lines 
serving Indianapolis would be eliminated (Figure 3). 

John Hiser, of the Indianapolis Chamber of Com­
merce, said the DOT Report shows that the maximum 
percent of zone traffic on potentially excess lines was 5 
percent or 8.84 7 car~ but a survey of shippers and traffic 
managers shows that, in 1973, there were 52,015 car­
loads on such lines. 

One of the principal concerns expressed was that the 
DOT plan would leave Indianapolis without sufficient 
intramodal competition to provide even minimal service 
incentive to the carriers. Shippers feared that the car 
supply problem would worsen and that Indianapolis 
would be left without adequate route alternatives. 

A second major concern was passenger service. The 
Union Station Redevelopment Commission complained 
that the DOT proposal gave no consideration to Amtrak 
service through Indianapolis. Robert Bechmann of the 
Indianapolis Union Station ~stimated that the DOT plan 
would eliminate 66 perct:nt of the passenger service to 
the city. 
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Representatives of Johnson County and the City of 
Franklin believe that the ti!rmination of rail service to 
the stations of Edinburg and Amity on the PC and 
Morgantown and Bogersville on the ICG would lead to 
economic disaster for the industrial and agricultural 
enterprises located in this central section of Indiana. 
Loss of service would cause economic hardship to some 
I 00 retail businesses in Franklin and the loss of tax 
revenues would cripple the county's health, school, police 

and fire services 
Reilly Tar and Chemical Corporation has plants at 

Indianapolis, Cleveland, Ohio, and Chicago, Tllinois, 
that are directly affected by the Secretary's recommenda­
tions. The company leases 250 tank and covered hopper 
cars. Railroads calculate car mileage earnings over short 
line mileage between origin and destination. The cir­
cuitous routings created by the DOT Report wot:ld in­
crease costs and decrease utilization. The Indianapolis 
plant would lose direct north-south routing to Chicago 
and Louisdlle. The Indianapolis plant generated 2,070 
and 2.247 cars in 1972 and 1973, respectively. The 
company thinks Indianapolis should be considered a 
major traffic generating center. 

~ fhis fi~ure i, from Table 12 in Volume I of 1he DOT Repon . 
The summary of Zone 122 in Volume 11 ,hows annua! carloads 

in I be Zone as I 96,947. 
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Zone 122 Indianapolis 
Zone 123 Vincennes 
Zone 124 Evansville 
Zone 125 Terre Haute 
Zone 126 Crawfordsville 
Zono 127 Latayene 
Zono 128 Michigan City 
Zone 129 South Bond 
Zone 130 Gary 

HEAVY LINES INDICATE TRACK 
DESIGNATED POTENTIALLY EXCESS BY 
THE U.S DEPARTMENT OF TRANSPORTATION 



Potentially Excess Lines 

There are thirteen line segments partially within Zone 
122 which were identified as potentially excess in the 
DOT Report, as supplemented and corrected. They are 
as follows: 

( I) The PC line from Fenns to Rushville (Zone 
120). 

(2) The CI line from Lebanon to Anderson (Zone 
I 19) . 

(3) The ICG line from Indianapolis to Effingham, 
Illinois (Zone 141). 

( 4) The PC line from 1ndianapolis to Louisville, 
Kentucky (Zone 205). 

(5) The L&N line from Indianapolis to Monon 
(Zone 128). 

(6) The N&W line from Indianapolis to Michigan 
City (Zone 128). 

(7) The P&E line from Indianapolis to Danville, 
Illinois (Zone 139). 

(8) The PC line from Indianapolis to Terre Haute 
(Zone 125). 

(9) The PC line from Indianapolis to Savona, 
Ohio (Zone 11 0) via New Castle (Zone 120). 

( 10) The PC line from Indianapolis to LaFayette 
(Zone 127) . 

( 11 ) The PC line from Indianapolis to Vincennes 
(Zone 123). 

( 12) The PC line from Columbus to Flat Rock (see 
Zone 12 1 for discussion) . 

( 13) The PC line from Emporia to Knightstown 
(see Zone 1 19 for discussion) . 

Although many of the lines described above extend 
well beyond the borders of the zone, it is appropriate 
that they be considered as a whole and be discussed as 
a part of Zone 122 since shippers were primarily con­
cerned with access to a nd from lndianapolis. 

PC: Fenns to Rushville (Zone 120) 

There was little public protest to the proposed aban­
donment of the PC line between Fenns and Rushville 
(Zone 120). The principal intermediate point on the 
line is Shelbyville, which would retain rail service via 
the PC mainline between Chicago and Cincinnat i via 
Indianapolis. 

Certain-Teed Products Corporation s hips over the 
Fenns-Rushvilte line. The company recently invested 
$ I 5,000 to improve rail access to its Shelbyville plant. 
Certain-Teed estimated a 15 percent increase in its rail 
usage for the near future. 

The Rush County Chamber of Commerce stressed 

85 

that the line is necessary to attract and maintain industry 
in the area. The Borden Chemical Company, on the 
other hand, indicated that traffic is probably not suffi­
cient to justify keeping the line. 

The Penn Central has petitioned the ICC for aban­
donment of the line. According to the Governor's Rail 
Task Force analysis the line generates two carloads per 
mile, exclusive of Shelbyville and Rushvi lle traffic, and 
operates at a loss. Table 73 contains a traffic profiJe of 
the line. 

Table 73: Traffic Profile: Fenns to Rushville 

Rail user 

Certain-Teed 
Products Corp. 1 

Rush Couaty 

Estimated carloads 
Commodity 1972 1973 Projected 
Soda a,h. sand, 

paper 3,756 

Farm Bureau Co-op. Feed, grain, fertilizer 
Allied Mills, Joe. 
Borden Chemical 

Company 
Fertilozer, farm 

chemicals 

1 Figure is for total traffic over both PC lines at Shelbyville. 

Cl: Lebanon to Anderson (Zone 119) 

The principal communities served by the Lebanon to 
Anderson (Zone 119) line of the Central of Indiana 
include Westfield, Noblesville and Lapel. The part of the 
line declared potentially excess is the Zone I 22 portion­
Lebanon to Fisherburg. Products shipped include grain, 
lumber, fertilizer, sand, soda ash, and construction 
trusses. Table 74 contains a traffic profile of the line. 

The Truss Manufacturing Company explained that 
it has no alternative to rail service since abandonment 
would force it to acquire its own fleet of trucks which 
it cannot afford to do. Other shippers stressed the in­
creased cost of transportation and the waste o[ fuel 
that would result if they were forced to use trucks. The 
community of Westfield emphasized the necessity of 
rail service for its continued growth. The DOT Report 
would leave Westfield without rail service and West­
field argued that rail i~olar ion could lead to economic 
stagnation. 

The Brockway Glass Company is concerned about the 
proposed abandonment of the 9.1 mile section of CI 
line between Lapel and Noblesville. The plant at Lapel 
employs 500 persons and operates 24 hours per day, 7 
days per week. The plant is served by CT and receives 
50 percent of its traffic via PC a t Anderson and 50 per­
cent via N&W at Noblesville. The fi rm asserts that it is 
absolutely vital to maintain this ratio between carriers 
in order to maintain a 7 day-a-week operation. PC is 
not capable of providing the needed daily combination of 
raw materials. Brockway Glass stated that abandonment 
of the line would create delays in shipments -and cause 
a plant shutdown. The firm indicated that trucks could 



. . f th d"stances involved not replace rat! service because o e t 
in transporting raw materials. T he DOT Report would 
have Lapel serviced at the dead end of a spur from 
Anderson (Zone 119). . 

Tebco Ferti lizer Co. would lose service at i~s Du~btn 
plant 3 miles from Lapel. It paid $44,678 m freight 
char~es in 1973. It reported that oth~r ra il users located 
within a half mile of it include a gram elevator and the 
Town and Country Bottle Gas Company. Tebco. be­
lieves closing the line is illogical because_ ~f the direct 
affect it would have upon agriculture. Fertilizer does not 
lend itself to truck shipments because of the increased 
freight charges and the logistics of moving large amounts 
rapidly. 

Table 74: Traffic Profile : Lebanon to Anderson 

Estimated carloads 
Rail user Commodity 1972 1973 
Tebco Fertilizer Co. Grain, plant 

food 43 47 
Inland Container Corp. Paper products, 

lumber 27 
International Mineral & 

Chemical Company 83 
Truss Manufacturing Construction 

Co. trusses 160 1 
Brockway Glass Co. Glass containers, 

sancl and 
soda ash 1,375 2 

Hamilton County 
Co-op. Grain 363 8 

1 Statistics include traffic on the L&N at Westfield. 
2 Figure is a three year average. 

s Figure is for N&W and Cl from Noblesville. 

Projected 

180-240 1 

ICG: Indianapolis to Effingham, Ill inois (Zone 141 ) 

The DOT Report found the !CG east/ west line from 
Indianapolis to Effingham, lllinois (Zone 141) poten­
tially excess over the whole length save one short seg­
ment in Illinois. The entire Indiana portion was pro­
posed for abandonment. From Indianapolis the line 
cro~ses Zones 121, 123 and 125 and eaters Illinois in 
Zone 141. Major Indiana cities served are Bloomington 
(Zone 121), Bloomfield (Zone 123) and Sullivan (Zone 
125) . Table 75 contains a traft1c profile of the line. 

The segment between Bloomington (Zone 121) and 
Indianapolis received heavy response from Bloomington 
shippers. The line is used for the shipment of TV 
cabinets, coal, lumber, limestone and scrap metal. If 
the ICG were abandoned, Bloomington shippers would 
be forced to use a more circuitous route through Green­
castle (Zone 126) involving interchange with at least 
two carriers in order to reach Indianapolis. Shippers 
were concerned that such alternate routing would mean 
transit delays and added expenses . According to the 
Indianapolis Chamber of Commerce, a part ial list of 

86 

companies using this line showed 45,000 carloads gen. 
erated in 1973. 

Several rail users emphasized their inability to shift 
to motor carriers. One of these, K&F Industries, ship! 
scrap metal over the line .. Other shipp~rs ~er~ ~ ncerntd 
over the potential loss of investments m rat! stdmgs. 

Table 75: Traffic Profile: Indianapolis to Effingham 

Estimated carload1 
Rail user Commodity 1972 1973 Pro/tcltd 
Sullivan County Farm Feed, grain, 

Bureau Co-op. fertilizer 
RCA T V. cabinets 
Indiana University Coal, food 
Ralph Rogers & Co. Heavy equipment 

8,944 
159 

9 
Rogers Building Supply Lumber, roofing 

materi~I 54 
Indian Hill Stone Co. 228 
Victor Oolite Stone 

Co. Limestone 277 
K&F Industries Scrap metal 1,500-1,800 
Indianapolis Power & 

Light Co. Coal 15,600 
The Wickes Corp. Lumber 112 113 
Linton Daily Citizen Paper 51 
Wilson Building & Lumber. build-

Supply. Inc. ing supplies 15 
Amax Coal Co. Coal 11,000 
Johnson County Farm Feed, fertilizer, 

Bureau Co-op. grain 

1 Total for lCG and Milwaukee. 

The Greater Bloomington Chamber of Commerce 
indicated that both north/ south and east/west rail access 
were necessary for the community's industrial expansion. 
From the rail use of 6 firms it is apparent to the Cham­
ber that the DOT car count of 17,325 cars for Bloom­
ington is suspect. One of the firms contacted, Rogers 
Building, said it would probably lose connections with 
about 50 percent of its suppliers if it lost this service. 
The Chamber pointed out that this line is one of the 
prime coal carriers serving the southwestern Indiana 
coal fields. 

In Bloomfield, the Wickes Corporation emphasized 
that motor carriage was not a feasi ble alternative for 
long distance shipments of lumber. The company bad 
chosen its present site because of ava ilable ra il service. 
Jack McIntyre, Indiana State Representative, stressed 
that Greene County particularly needs rail service be· 
cause of a lack of interstate or other four-lane highways 
serving the area. . 

The Chamber of Commerce of Worthington, located ID 

Greene County, voiced opposition to the proposed aban· 
donment of ICG rail service. The Chamber believes that 
it is physically impossible 10 shift from rail to truck f~r 
the transportation of the bulk products in its area. Addi­
tionally. because of the resultant wear and tear on count)' 
highways the cost of highway mai ntenance would exceed 



the cost of maintenance of ra il road tracks already in 
existence. 

The DOT proposal would leave the commun ity of 
Linton without rail service. The L inton Daily Citizen 
ex plained that, without local rail service, the company 
wou ld have to unload newsprint at Indianapolis. 

At Sullivan, the Amax Coal Company pointed out 
that abandonment of the ICG would not only affect 
usable company coal reserves but would have a negative 
impact upon coal distribution for energy purposes. The 
Indianapolis Power and Light Company was particula rly 
concerned about the transport of coal as well as essential 
materials and equipment for the construction of new 
plants. 

PC: Indianapolis to Louisville (Zone 205) 

The Indianapolis to Louisville line of the Peno Central 
crosses the top of Zone 12 l and terminates in Louisville 
(Zone 205). It services Franklin, Edinburg, Columbus, 
Seymour and Scottsburg. 

The DOT Report classified two segments of the line 
potentially excess : Franklin (Zone 122) to Columbus 
(Zone 121) and Seymour (Zone 121) to Louisville, Ken­
tucky (Zone 205) . Most of the submissions to the RSPO 
were concerned principally with maintaining through 
service from Indianapolis to Louisville. Because there is 
no parallel line, any other routing would require con­
siderable circuity for traffic between these two cities. 

For example, Altamil Corp. has a distribution center 
in Indianapolis which receives i,hipments from Fernwood, 
Mississippi via the Louisville gateway. U.S Envelope has 
2 plants in Indianapolis and receives paper from Frank­
lin, Virginia via Louisville. Elimination of this route 
would cause their traffic to go through Cincinnati and add 
two to three days to the transit time. 

Passenger service would also be affected, as the line 
is used by Amtrak. 

Community Grain, Inc. has invested over $491,000 
in land, buildings and equipment next to PC's line north 
of Edinburg. Its primary function is to ship corn to 
Schenley Distillers, Inc. located in Louisville. Ken­
tucky. This distillery, according to Community Grain, is 
equipped to handle only rail shipments. Community 
Grain fears that, if it is unable to ship by rail, Schenley 
Distillers will purchase its corn from competitors who 
are not affected by rail abandonments. 

Ridge Homes opened a plant at Franklin in Novem­
ber, 1973 to produce precut homes. The Franklin facility 
occupies 14 buildings on 77 acres. Lumber from the west 
coast arrives by rail , so that continued quality rail service 
is a necessity for continued profitable operation of this 
facility. 

The Edinburg Chamber of Commerce was adamant 
concerning the necessity of rail service. The organization 
pointed out that Edinburg used to have its own rail 
station, but that it was consolidated with Franklin sev-
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era! years ago. T he Chamber indicated that the majority 
of car loadings credited to F ranklin actually originated in 
Edinburg and emphasized that the line exceeded the 
DOT cri teria. According to the Chamber's study, the 
possibi lity exists that over 1,200 people would lose their 
jobs with a loss of spending power in the Edinburg area 
of more than $ 10 million. T he shift to trucks would cost 
the 9 industrial users in Edi nburg over $882,000 plus 
an additional $ 196.000 for truck docks. The annual loss 
of revenue to the PC would amou nt to $877,400. The 
organization also pointed out tha t the tax loss to the 
community would be staggering. 

Hu ntington Creek Corp. DBA Lotus Warehouses esti­
mated that it would cost $507,000, not including land 
or drying equipment, to replace its elevator at Edinburg 
and pointed out that an additional relocation problem 
would be that natural gas suppliers are not taking any 
new customers. 

The American Walnut Association explained that 3 
plants at Edinburg (Amos-Thompson, David R. Webb 
and Hill Brothers Veneer) are responsible for 15 per­
cent of all the walnut lumber shipped in the industry as 
well as 41 percent of both domestic and export veneer. 
If service were abandoned, the economic impact would 
be national. The Association stated that abandonment 
would give foreign companies a competitive advantage 
over these American producers. Lumber is shipped by 
rail because it is cheaper and because a rail car can ac­
commodate 3 ½ times more lumber than a truck. 

Congressman William G. Bray of the 6th District 
termed the impact of the DOT Report on Edinburg 
disastrous. According to the Congressman, the veneer 
industry at Edinburg uses 2,675 cars a year and one of 
the veneer plants is delaying a $3 million expansion 
pending determination of the line's status. 

Many shippers were worried that the abandonments 
would result in congestion and transit delays at the 
Louisville gateway. Most shippers were of the opinion 
that the shift to motor freight was either unfeasible or 
uneconomical. 

Mayor Blake L. Burns said the City of Scottsburg has 
spent over one and a half million dollars si nce 1966 
in public improvements to attract industrial develop­
ment. An industrial park is planned, but lack of rail 
service would hinder development. Area businesses 
which made known their concern for continued ra il 
service included Arbucle Electric, Inc.; South Indiana 
Lumber al Underwood, which might use 300 cars a year; 
Scottsburg Novelty, Inc., which used 40 cars in 1973 
but could have used 15 to 20 more if they had been 
available; Airlite Processing Corporation which depends 
on the PC' to bring ore from the western states: Scott 
County Concrete Products at Vienna; National Tire 
Mart Tnc.: Lindsay Graham Lumber Company, Inc., 
which uses 20 to 30 carloads annually; Wells Deal , Inc., 
which received 3 carloads in 1973 ( two of these were 

I 



large combine machines that could only move by rail ): 
and Waterson Monument and Scottsburg Glass Com­
pany. which has not used the railroad in 3 years because 
c,f poor service . The latter company prefe rs rail service 
because trucks cost 20 percent more; it would go back 
to u~ing rail. if the service improved. 

Ammunition shipmenb to the Atterbu ry Reserve 
Forces Trnining Area presented unique problems. A ban­
donment would necessita te off-loading in Indianapolis, 
but this would be impossible since much of the equip­
ment is too hcJ\') lo he shipped by truck and it is danger­
ous to transport ammun illon on highways in congested 
areas 

Lumber dealers and fertilizer distributors were unani­
mous in their opinion that the long distances over which 
these products mu~t be shipped prevent their shipment 
hy alternative modes They also poi nted out how vital 
those products arc to the economy The increased prices 
that they would be forced to charge if their transportation 
co~t~ increased \\ ould add to inflation. 

Freeman Field, an industrial park at Seymour, is 
served h:, the PC and would be adversel) affected by 
the DOT proposal. Table 76 contams a iraffic profile 
of the line. 

Table 76: Traffic Profile : Indianapolis to Louisville 

Estimated carload. 
Rail user Commodi/\' 1972 1973 Projected 
-\l tRrnil (', rp . 

Huntington Creel.. 
Corp., OBA Lotus 
Warehouses 

U.S Envelope Co. 
Reill y Tar & ( hemical 

Co. 

Co mmcrc 1:1l 
products 

Corn. wheat 
so} beans 

Fnvelopes 
Coal , tar 

.:hem icals 2,070 

94 

203 

Acme-Evans Co Flour 2. I 23 I 
2,445 
2,173 l 

Washington-Scotr Farm 
Bureau Co-op A,•n 
Tn..: (1 ra m 

Morgan Packing Co. 
I rnza Graham I umber 
Well• n ,•~I. lne. Comhine• 
Scottsburg Novelty, 

Inc. 
South Wi k on I umbe r r ogs 
Hooker < he mical & 

Plast1t ( ,1rpora11nn Pla,11c chemical<, 
[ .tr !; &. Da niel Co. C,rarn 
Louisville Cement Co. Equipmc:nt. coal , 

BrCl wri rorman Oisl 
< orp. 

Wellcor. Inc. 
Colgate-Pal molive 
Kitchen Kompact , Inc . 
F vam Product Co. 
Anm lm.lustrie.-s, Inc 

cement !lYPSt1m 

Alcoholic bev. 
Fla tboard 

2,807 
I.umber 

Davidson's I umber Co. I umher 
Norplex Div,sion-UOP 

1,420-1 ,500 
30 
3 

40 
100 

900 
1,792 " 

13,0003 

9 16 

5,000 
2,602 

2S0 
2,080 

255 
36 

129 

200 

2,600 
7.55 

40 
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Raif user Cvmmodity 
Estimated carloads 

1972 1973 ProjtClt4 
Indiana Gas Cc. 
Johnson County Fa rm 

Bureau Grain 
Allis-Chalmers Co. 
Johnson Crop Se rvice Fertilizer 
Central L&M Supply 
Ridge Homes, Inc. Lumbc:r 

Kawneer Co. 
Indiana Masonic Home Coal 
Aueburg Reserve 

Force Training 
Area Heavy equipment 

Community Grain, Inc. Co rn 
NL Industries 
Hill s Brothers 

Veneer Co . Veneer 
David R Webb Co ., 

Inc. Logs. coal 
Moorman Mfg. Co. 
Scoll County Concr(lte 

Products Co. I. um ber. plaster 
Joseph E. Seagram & 

Sons. Inc Liquor 
McCormick 
Record Feed Feed 
ReAbam Corporat ion 
\\ebbs Company 
Geo Pfau 's Sons Co., 

Inc. 

II 7 

49 60 
19 15 
59 75 

7 7 
407 72(). 

1,500 
75 

so so 

27 40 
370 

1,191 1,441 

166 183 

295 

203 200 
40 60 
27 30 
64 66 

300 300 

1 T his figure include, traffic over the N&W line from Indianapo­
lis north to Noblew ille. 

~ Statisucs include tra ffi, over the PC lino: from Indianapolis to 
Greensburg. 

Stati,tics include tra ffic over the B&O Jines from Louisville to 
Nonh Vernon. 

L&N : Indianapolis north to Monon (Zone 128) 

The L&N line between Hammond (Zone 130) and 
Indianapolis i~ approximate!) 162 miles long. DOT 
found potentially excess the 94 milei. from Indianapolis 
north to Monon Major cities served on the potentially 
exces, segment are Monon and Monticello (Zone 128); 
Delphi. Frankfort and Kirklin (Zone 117) . and Sheridan, 
Westfield and Indianapolis (Zone 122). 

Local originations and terminations are primarily agri· 
cultural products-grain and fertil izer-but the line car­
ries considerable bridge tra ffic A spokesman for the 
L&N complained that the DOT approach did not sufli­
cientl) consider overhead traffic. Neil B. Schmeltekep, 
Town Manager of Carmel, stated that, according to his 
inform ation. operation of the potentially excess segment 
wa~ profi table 

Westfield would be left without rail service if the DOT 
propo~al were adoptec..l . T he City of Westfield emphasized 
that the ability of a community to attract new industry 
depends to a great extent upon the availability of rail 
service. Mr. faskett, repre~enting the town of Westfield, 
stated that the Wickes Corp. had an option to build a 



quar ter of a million dollar plant there but has cancelled 
plans because of the uncertainty of rail service. Witnesses 
stressed that rail abandonmen t would be antithetical to 
the purposes of the Rural Development Act. If the 
migration to the metropoli tan area is to slow down, then 
smaller communities should be encouraged to develop 
new industrial sites. T he abandonment of rail service 
could make such efforts meaningless. The Hamilton 
County Commissioners consider rail service to the area 
so important that they urged the government to study 
subsidy plans before allowing any abandonments Table 
77 contains a traffic profile of the line. 

Table 77: Traffic Profile : Indianapol is to Monon 

Estimated carloads 
Rail user Co,.,modity 1972 

Hamilton County Grain, fertilizer 
Co-op 

Herrin Grain Corp. Grain 
Indiana Lumber & 

Builder, Supply 
AS\ociation Building materials 

Spickelmier Jndustrie~ Building 
materials 98 

Moore-Castlow, Inc. Grain, fertiliLer 
International Mineral 

& Chemical Company 
Hightshire Brothers 

Grain Elevator 96 
Truss Manufacturing 

Co. Construction trusses 

Northern Indiana 
Public Service Co. Transformers. poles 

RCA 1 elevision cabinets 
Clinton County Farm 

Bureau Coop. Assn . Grain 
Ellis Fertilizer Serv. Fertilizer 

t Include, traffic over the Cl at Westfirld . 
2 Includes traffic on the PC & l'<&W 

1973 Pro;ected 

108 

103 200 
!BO 

900 

100 

160 1 180-
240 1 

2.394 

5902 
150 

The Ross, ille Business ,,nd Profcssil111al Association 
emphasized that the communit) of Rossville would be 
without rail service 1f the L&N were abandoned. Four 
companies, three fertilizer dealers and one lumber com­
pany, depend on rail service In 1973 they used 64 cars 
liut the numher could have hccn 130 if cars had been 
available. One firm is expanding and expects to use 50 
more cars. While primaril) a farm community. Rossville 
hopes to attract mdustr). 

The DOT proposal would leave the ctt\ of Frankfort 
with an L&N north-south line and an N&W cast-west 
line hut would eliminate the N&\\ ' Imes to LaFayette 
and to Kokomo, the PC line to Terre Haute, and the 
subject L&N line from Indianapolis to Monon. Con­
siderahle interest in the L&N lines serving Frankfort 
and Cambria was expressed by the Clinton County Farm 
Bureau Association, which believes its valuable proper­
ties would become worthless to area farmers without 
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rail service. The Association says it would he impos~i­
ble to handle grain via truck at harvest time and would 
cost farmers IO cents per bushel more to shift to rrnck. 
The DOT Report would leave 90 percent of Clinton 
County's grain storage capacity and 64 percent of its 
elevators without rail service. The rarmer's Bank and 
the Chamber of Commerce in Frankfort were concerned 
that the proposed abandonments would make the city 
less attractive to industry. 

Hightshire Brothers Grain Elevator. Sheridan, re­
ported that in 1973 it received approximately two-thirds 
the number of rail cars that it ordered. On certain 
occai.ions, Hightshirc Brothers requested and received 
private cars from large grain exporters. However, the 
firm rnceived 10 cents less per bushel for grain shipped 
in these private cars. 

Spickelmier Industries complained that loss of L&N 
service from Frankfort to Indianapolis would cause a 
IO percent increase in its costs. 

RCA has a television assemhl) plant in Bloomington, 
the operation of which is interdependent with another 
plant that manufactures wooden cabinets locatcd at 
Monticello. The company is concerned about the elimi­
n.ition of the L&N link between Monticello and Monon 
and about its lack of a direct service route to Blooming­
ton. RCA is now receiving overnight service ever this 
route. The manufacturer stated that the required service 
from the Monticello plant would necessitate diversion 
to motor carrier to remain competitive Howen.r. th1..rc 
are no motor carriers in the area capable of handl ing 
the volume. In addttion, the plant is constructed for 
rail movement and the entire shipping area would have 
to be remodeled at considerable expense RCA reported 
that the load factor, boxcar versus trailer, would in­
crease transportation costs $1. I million annually RCA 
agreed that if Conrail's service between Monticello and 
Reynolds were adequate, the firm could possibly route 
its traffic \ ia Conrail- L&N from Monticello to Bloom­
ington. 

Moore-Castlow. Inc. at Kirklin believes loss of ra il 
service would cripple 1t financially Half its gra:n ship­
ments, 400,000 bushels, move by rail and the amount 
would be larger if more rail cars were availahlc P:irmers 
receive 'i to 8 cents less per bushel for grain when they 
u~e truck and rail movement of fertilizer results in a $25 
per ton saving over truck shipments. The com pany h;is 
just built one of the newest automated feed mills in the 
state, which it says offers potential traffic 10 the r:ii lroad. 
Moore-C:istlo" knows two other businesses which de­
pend on the line: Weiss Truss Building and a feed 
grain fertili1er plant 

T he witness for the Herrin G rain Company at Sheri­
dan considers the L&N's service very good. He termed 
the DOT Report inadequate because it used I 972 figures, 
and he noted that rail shipments of agricultural products 



were low that year because of bad weather. In January, 
1973, Herrin Grain shipped 55 percent as much as it did 
in all of 1972. While it admits that everyone wants the 
lowest possible rate, Herrin would be willing to pay a 
higher rate to keep rail service. 

The L&N reported to the RSPO that total originations 
and terminations on the Indianapolis Branch (Indian­
apolis through Monticello) totaled 16,3 I 6 carloads in 
1972 and 17,532 in 1973. 

N&W: Indianapolis to Michigan City via 
Peru and Kokomo 

The length of the N&W !me from Indianapolis to 
Michigan City (Zone 128) is approximately 159 miles. 
Except for the southern 22 miles from Noblesville to In­
dianapolis. the line was found potentially excess. Major 
cities served by the line include Indianapolis and Nobles­
ville (Zone 122), Tipton, Kokomo, Peru and Rochester 
(Zone 117), Plymouth and Walkerton (Zone 129) and 
LaPorte and Michigan City (Zone 128). 

Harris Pine Mills Corporation, Cicero, argued that it 
was impractical to receive iumber from the West Coast 
by any other means than rail. The company complained 
that it has been unable to obtain piggyback service at any 
station within reasonable proximity. 

Also at Cicero, the Central Soya Company operates a 
farm supply service center with a grain loading station. 
Three years ago the company shipped 300 cars from 
Cicero, but the car shortage has reduced rail shipments 
to "virtually nil." The company reports that the demand 
is still there. 

Tebco Fertilizer Company was upset at the prospect of 
losing service at its plant at Tipton. It paid over $88,000 
in freight charges in 1973 and complimented the railroad 
on the service it received. 

The Tipton Chamber of Commerce surveyed area busi­
nesses and found that Adler's Seeds, Inc. at Sharpsville; 
Cochran Lumber Co. at Atlanta ; Farm Bureau Coop. at 
Sharpsville and Tipton; Pioneer Corn Co. at Tipton; Steel 
Parts at Tipton; Tebco Fertilizer at Tipton; and Windfall 
Crop Service, Inc. at Windfall depend on either the N&W 
or the PC. The Hamilton County Coop. estimated that 
fertilizer would cost $3.50 more per ton if shipped by 
truck. 

As was true with respect to many lines throughout In­
diana, public response concentrated at least as much on 
aspects of overhead traffic and the necessity for through 
routes as on local traffic. Closely related was the consid­
eration of terminal congestion. One participant com­
plained that congestion, which is already a serious prob­
lem, would only be aggravated by the DOT's recommen­
dations. The National Starch & Chemical Corporation 
complained that DOT did not analyze the need for the 
N&W line to provide access to Indianapolis. The opinion 
was also expressed that fewer cars would be available 
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after the abandonments because of the increased conges­
tion at terminal and switching facilities. 

Earl Yoars, Miami County Commissioner, polled the 
six elevators on the line in the county and found they 
could have used 351 more cars in 1973. Elevator opera­
tors had to seek ICC assistance to get cars delivered from 
two to three months after they were ordered. 

Raymond Stipp, representing Pioneer Hybrid Inc., lo­
cated south of Tipton, said Pioneer Hybrid's traffic .travels 
over 400 miles and moves during a two-month pr.riod. 
With such characteristics, truck transportation is impos­
sible. He believes that the DOT Report would force in­
dustry and population movements to locations where 
service still exists and that this would cost more than 
maintaining the trackage labeled potentially excess. 

Poor service and car shortages, especially during peak 
periods, were heavily criticized. During the past season 
Wilson Coal and Grain Company of Rochester (Zone 
117) shipped 460,000 bushels of corn and soybeans by 
truck because of rail car shortages. This company, which 
is primarily a IO to 20 rail car shipper, on occasion has 
had seven loaded cars sitting on its siding for three weeks 
waiting for three more cars to make up a 10 car unit. 
Russell Wilson, of Wilson Coal and Grain, testified that 
certain grain exporters have offered to lease cars to him 
for 20 percent of his net profit at the end of the year. 
In December, 1973 and January, 1974, the company 
was closed for eight days and six days, respectively, be­
cause motor carriers could not haul its grain shipments 
fast enough. Wilson Coal and Grain estimated that in the 
last two years it and its customers have lost in excess of 
$500,000 due to poor railroad service. 

The Bunker Hill Farm Service has been hindered by 
rail car shortages. The company estimated its shortfall to 
be 130 cars over the last two years. Rail service is more 
economical than truck service and saves the farmers ap­
proximate! y IO to 15 cents a bushel according to Bunker 
Hill Farm Service. The company contends that, without 
rail service. it would be forced to close its fertilizer and 
grain facilities, with a loss of investment amounting to 
$350,000. 

Crop-Maker Soil Service at Miami, one of four fertil­
izer plants selling to 862 area farmers, stated that trucks 
are impractical for transporting potash from Canada or 
New Mexico and phosphate from Florida. Io 1973 the 
four plants received 212 carloads. 

The Plymouth Economic Development Commission 
and the Plymouth Industrial Development Corporation 
both protested the proposed abandonment as contrary to 
the public interest. The Commission explained that the 
N&W is necessary for furture economic growth and 
abandonment would be detrimental to the rights of 
bond holders owning Industrial Revenue Bonds issued in 
1973 by the Commission for a particular undertaking for 
which rail service was a prerequisite. The Industrial De-



velopment Corporation recently invested $60,000 in a 
rail siding with the understanding and expectation that 
the line would continue to receive service. 

Bomarko, Inc. reported that the cost of utilizing truck 
transport is double the present rail cost. The firm stated 
that rail receiving and shipping are essential in order to 
keep the company in a competitive position in its mar­
ketplace. The company employs 78 people and antici­
pates future expansion of its plant facilities in Plymouth. 
If the N&W line were abandoned, Bomarko would be 
forced to close because there is no other rail service 
available to the company and there is no acceptable sub­
stitute method of transportation which could be used. 

New York Blower Company of LaPorte manufactures 
large air handling devices used on air pollution control 
equipment and in industrial ventilation. Some of the 
equipment measures 12 by 13 feet by 12 feet high. The 
company reported that it is impossible to ship this large 
equipment by truck due to pre~ent truck size limitations. 
The New York Blower plant is located on the N&W with 
a siding serving its plant. A gantry crane located on the 
firm's siding is used to load the devices onto rail flatcars . 
The company stated that the PC facilities in LaPorte do 
not include the necessary crane facilities needed for load­
ing or unloading its equipment, even assuming the com­
pany could move the devices to a public siding. Accord­
ing to the firm , there may not be enough space between 
its plant and PC's line for a siding facility. New York 
Blower estimated that, even if a siding with crane facili ­
ties could be extended several blocks to the PC line, it 
would cost the company approximately $100,000. 

The Michigan City Chamber of Commerce desct ibed 
an on-going, privately financed economic development 
program which was initiated to fill a void created over 
the past decade by the departure of at least two of the 
area's major manufacturing activities. The Chamber de­
scribed the DOT proposal as leaving the city with totally 
inadequate rail links to the south. 

Continental Steel Corp., which generated over I 0,000 
cars in 1973, contended that it alone satisfies DOT's 34 
cars per mile per year requirement to Tipton, Frankfort 
and Logansport. The company indicated that any ces­
sation of or serious curtailment of rail service would re­
sult in almost immediate shutdown or curtailment of its 
operations. 

The Mayor of Peru stated that approximately 60 to 70 
cars are brought into Peru daily over the line from In­
dianapolis, Tipton and Kokomo with the same number 
outgoing. Some 39 men are in engine service at Peru and 
between 90 and 100 are employed on the line. The ap­
proximate payroll of the division is over $13 million and 
elimination of these jobs would work a hardship on the 
families involved and on the retail businesses in the com­
munity. The railroad pays $80,000 annually in property 
taxes to Miami County. 
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Blocksom and Company operates two Michigan City 
facilities, both served by the N&W. It cannot understand 
why DOT proposed the abandonment of lines operated 
by solvent carriers. The firm reported that it could have 
used 35 more cars in 1973, had they been available. Rail 
service by the N&W is considered vital to Blocksom's 
continued operation because it offers direct service to and 
from the East Coast and rail gateways at Buffalo, St. 
Louis, Kansas City and Chicago. Fibers from Mexico and 
Ceylon move through the port of Norfolk, Virginia. If 
this traffic were moved by truck, the freight charges would 
more than double. Outbound shipments are light and 
bulky and rail service is needed for both the volume and 
freight charges. Blocksom and Company employs between 
275 and 300 people. 

Charles E. Oberlie, Planning Director of Michigan 
City, described the Michigan City Master Plan which was 
adopted in 1970 after a five-year study. (See the discus­
sion in Zone 128 of the L&N line between Michigan City 
and Francesville.) The plan projects compatible land uses 
based on existing rail services. Three industrial areas 
along the line are either under construction or planned. 
The city has already completed, or has under construc­
tion, water and sewer service to two of them. Total cost 
of the improvements in Michigan City's industrial areas 
will exceed $13.4 million. 

A traffic profile of the line is contained in Table 78. 

Table 78: Traffic Profile: Indianapolis to Michigan 
City (Zone 128) 

Estimated carloads 
Rail user Commodity 1972 1973 Projected 

Public Service Co. 
of Indiana Coal 

Hamilton County 
Coop. Grain, fertilizer 

Harris Pine Mills Corp. Lumber, furniture 
parts 

Central Soya Co., Inc. Grain, soybeans 
Early & Daniel Co. Grain 
Inland Container Corp. Paper products 
Bunker Hill Farm Fertilizer, 

Serv. Center grain I 08 
Cabot Corp., Stellite 

Div. Raw material 
Tebco Fertilizer Scrv., 

Inc. Fertilizer 38 

Farm Bureau Coop. 
(Tipton) 

Pioneer Hybrid, Inc. 
Steel Parts 
Wilson Coal & Grain 
Cochran Lumber Co. 
Crop-Maker Soil 

Service (Miami) 
Adler's Seeds, Inc. 
Ferro Corporation 
Golden West Mobile 

Homes, Inc. 

Grain 
Corn 
Hinges, boxes 
Grain 
Coal 

Fertilizer 
Fertilizer 

1,700 

363 I 

108 
38 

970 
2 

70 200 

128 

62 2 

40 2 

100 
24 2 

700 
92 

62 



Estimated carloads 

Rail user Commodity ]972 1973 Proiected 

Farm Bureau Coop. 
(Sharpsville) 

Windfall Crop Serv. 
Stokely-Van Camp 

(Tipton) 
Stokely-Van Camp 

(Peru) 
Indiana Farm Bureau 

Cooperative Assn. 
Cuneo Press, lac. 

Fertilizer 20 2 

Fertilizer 40 2 

Canned goods 290 

86 

Feed 
Magazines 1,4888 

Continental Steel Corp. Steel 10,1713 10,215 3 

Blocksom and Co. Padding 1,092 

Millburn Peat Co. 
Interstate Industries Furniture, office 

equipment 130 92 
Bell Fibre Products Corrugated 

Corp. products 44 12 4 

New York Blower Co. Pollution control 
equipment 78 

D. H. &R.Co. 
Kingsbury Industrial 

Park 
B. I. Holser Fertilizer, grain 109 
RJR Foods Food products 187 
C. 0 . Goodrich 
Northern Indiana 

Public Service Co. Equipment 4 
Bomarko Wax, rolled paper 235 
The Wickes Corp. Lumber 112 113 
Mid-States Steel Co. Steel rods 
Argos Elevator Grain 150 

1 Figure is for traffic over N&W and CI from Noblesville. 

70 5 

187 

235 

2 Figure is for this line and the N&W cast-west line at Tipton. 
a Figures include traffic on both N&W lines at Kokomo and on 
the PC line between Kokomo and Anderson (sec discussion in 
Zone 119) . 
• Total traffic from Michigan City on all lines. 
s Total traffic from LaPorte on all lines. 

P&E: Indianapolis to Danville, Illinois (Zone 139) 
James E. Martin, President of the Peoria and Eastern 

Railroad pointed out that the DOT Report erred in show­
ing the PC as the carrier between Indianapolis (Zone 
122) via Danville (Zone 139) to Pekin, Ill. (Zone 137) . 
Actually, this is the P&E line, which consists of 202.5 
miles of single mainline track. He stated that the P&E is 
the shortest and by far the most valuable route and has 
the only direct line between Indianapolis and the Peoria 
gateway. The P&E is a profitable railroad company with 
a net income of $2.6 million over the past four years. Mr. 
Martin asserted that the DOT's recommendations would 
place the entire P&E in the category of a potentially ex­
cess rail line. The desire of the carrier is to maintain the 
line. Mr. Martin believes that the DOT failed to consider 
the value of the interchange points at Crawfordsville and 
Veedersburg. Some shippers expressed the opinion that 
the P&E was providing effective service and that it should 
not be "forced out of business." The United Transporta­
tion Union supported preservation of the P&E. 
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The major intermediate point on the P&E route be­
tween Indianapolis and Danville is Crawfordsville (Zone 
J 26) . The segment of the line from Indianapolis to Craw. 
fordsville evoked little response. Table 79 contains a 
traffic profile of the line. The American Art Clay Com. 
pany, Indianapolis, a manufacturer of art supplies, was 
fearful that the DOT proposal would tend to shift more 
traffic to the highways than motor carriers can accom­
modate. 

R. R. Donnelley and Sons Company at Crawfordsville 
is the largest commercial printer in the country and re­
ceives most of its raw material by rail. For these raw ma­
terials, it would require 3.5 trucks to carry the equivalent 
tonnage of one rail car. A shift to trucks would increase 
the company's transportation bill by 250 percent. It has 
a tremendous investment in facilities geared to rail ship­
ments which would have to be modified for trucks. The 
company fears increased traffic congestion and doubts 
that it could control truck movements that would permit 
receipt of raw materials and sh ipments of finished goods 
without serious disruptions to production and shipping 
schedules. 

According to the Indiana Cooperative Extension Serv­
ice, Olin-Matheson Company has a plant on this line and 
receives 95 percent of its raw materials by rail. In 1973, 
Olin-Matheson was said to have received 1,017 cars. 

The Elston Bank of Crawfordsville emphasized the po­
tential economic impact upon the city of Crawfordsville. 
It was estimated that at least four city firms might be 
forced to close and that the local unemployment rate 
might hit l O to 15 percent. 

Mid States Wire Company indicated that abandonment 
of the line would lead to circuitous routing of its traffic, 
creating additional transit delays. The company estimated 
that reduction in plant production would result in a loss 
of from 200 to 225 jobs for the local economy. Two other 
companies, Ingress Manufacturing Company and RM 
Friction Material Company, recently completed invest­
ments in rail facilities. RM Friction estimated additional 
freight costs as a result of abandonment would range 
from $135,000 to $140,000 per year. 

PC: Indianapolis to Terre Haute (Zone 125) 
The DOT Report found potentially excess the por­

tion of the line from Indianapolis (Zone 122) to Brazil 
(Zone 125) except for one short stretch between Lime­
dale and Greencastle (Zone 126). Public protest of poten­
tial abandonment was sl ight. Lone Star Industries, a 
heavy rail user located at Limedale (Zone 126), ex­
pressed the opinion that the line was necessary to provide 
adequate service and alternative routing between Terre 
Haute and Indianapolis-currently served by two paral­
lel PC lines. Limedale is a point which the DOT rec­
ommended for service on the L&N mainline between 
Chicago and Louisville. Lone Star shipped 3,000 car­
loads over the PC and L&N lines in 1973. 



Table 79: Traffic Profile : Indianapolis to Danville 

Estimated carloads 
Rail users 
Chemical-Fertilizers 

Commodity 1972 1973 Projected 

Services, Inc. Fertilizer 
American Art Clay Co. Clay 
R. R. Donnelley & Sons 

Co. Paper 
RM Friction Material 

Co. 
The Wickes Corp. 
Ingress Manufacturing, 

lnc.1 

Inland Container Corp.I 
California Pellet Mill 

Co. 1 

Crawford Industries, 
lnc.1 

H-C Industries, Inc.I 
Hi-Tek Lighting Co.1 

Raybe;tos-Manhattan, 
Inc., 1 Wabash Div. 

Sommer Metalcraft 
Corp.I 

Mid States Steel & 
Wire 2 

Hendricks County 

Brake ma terials 
Lumber 

Farm Bureau Coop. Feed, fertilizer, grain 

124 

1,649 

100 
42 

1,830 

1 The Montgomery County Chamber of Commerce supplied 
these names with tonnage figures for each. 

2 The company shipped 63,000 tons in I 973 and expects 10 ship 
75,000 tons in 1974. 

Arketex Ceramic Corporation, located in Brazil, em­
phasized that it requires rail transportation for the move­
ment of raw materia ls in bulk from distances of over 
1,000 miles. Arketex shipped 278 carloads in 1973. 
Present track conditions impose a 25 mile an hour limit 
on the auxiliary track and a five mile an hour limit on 
the spur serving the plant. The spur is in dire need of 
repair. Thirteen derailments occurred on the spur in 
1973, and the track was out of order for 33 days. Prior 
to 1970, the company shipped 50 percent of its total 
volume by rail. In 1973 , rail transportation accounted 
for only 3 I percent. The drop was due to poor service, 
rail car shortages, length of time en route, and high 
damage to lading. Abandonment of the PC line east of 
Brazil would leave the community at the dead end of a 
15 mile spur, necessitating circuitous routing. 

In 1972, the Peno Central petitioned the ICC for 
authority to abandon the segment between Greencastle 
and Ben Davis in Docket No. AB-5 (Sub-No. 144). The 
Governor's R ail Task Force has concluded that this seg­
ment operates at a loss. The Task Force estimated that 
the section generates two carloads per mile, exclusive 
of Greencastle traffic, and that abandonment would cost 
the local economy 60 jobs. 

PC petitioned to abandon the Greencastle to Brazil 
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segment in 1973 in Docket No. AB-5 (Sub-No. 145). 
According to the Governor's Task Force analysis, the 
segment opera tes at a profit, generating 53 carloads per 
mile, not including Greencastle traffic. 

P_C: Indianapolis East to Savona, Ohio (Zone 110) 
via New Castle (Springfield Branch) 

The Springfield Branch of the PC, designated poten­
tially excess by the DOT, is approximately 68 miles 
long. Major cities served by the line include Indianapolis, 
Shirley (Zone 122), and New Castle (Zone 120). Pro­
posed abandonment of the line produced heavy public 
protest from rail users in Indianapolis. The Peno Central 
petitioned the ICC to abandon this line in 1972. 

The Business Relations Council of the Indianapolis 
Chamber of Commerce argued that PC's Springfield 
Branch was essential for industrial development and the 
future growth of Indianapolis. 

The line serves a number of shippers of bulky prod­
ucts suited only for rail transport. The Bookwalter Com­
pany and U.S. Corrugated Fibre Box Company, large 
shippers of paper products, emphasized the impractical­
ity of shipping such bulk commodities by motor carrier. 
U.S. Corrugated receives huge rolls of contaioerboard 
measuring up to eight feet in width and weighing up to 
2½ tons. It takes more than two trucks to equal the 
roll carrying capacity of one rail car. Truck rates on 
cootainerboard are from 2 to 3 times higher than rail 
rates. If it were forced to use trucks exclusively, this 
firm would have to double its receiving facility and 
employment. 

Capital-Consolidated is especially concerned that the 
DOT Report would eliminate the Belt Railroad switch­
ing line in the metropolitan Indianapolis district. A 
spokesman for the company stated PC switches 5,000 
cars a year for it and Chrysler, Western Electric, Gen­
eral Foods, Bookwalters Publishing, AAA Warehouse, 
U.S. Corrugated, Hook Drug Warehousing and others. 

L. W. Schaller appeared for the Maxwell Grain Com­
pany, which has elevators at Maxwell and at Mohawk. 
The company stopped using rail in 1971 because it could 
not obtain cars. Based on production estimates for 1973 
it could use 920 high cube cars for corn, 640 cars for 
SO)'beans and 65 cars for fertilizer. The highways serving 
the two elevators are either country roads or secondary 
highways. 

Capital Paper Company and Hook Drugs, Inc., both 
of Indianapolis, recently built warehouse facilities de­
pendent upon rail service. Hook Drugs has increased its 
car handling capability from I to 3 cars a day and ex­
pects its car use to increase considerably. Loss of rail 
service would hurt the company's competitive position 
and, in the firm's opinion, would be inflationary. 

Io addition to the rail users listed in Table 80, West-



em Electric Company submitted a list of 16 companies 
located on the Springfield Branch in Indianapolis with 
estimated total traffic of approximately 11,000 cars per 
year. Western Electric Company has three facilities lo­
cated on the Springfield Branch, all of which are within 
4.3 miles of the Indianapolis Union R ailway Company 
(IU) line. These facilities employ approximately 7,600 
persons with a total payroll of $104 million. Western 
Electric asserted that its traffic alone merts the DOT 
minimum carload criteria for that portion of the PC llne 
from its facilities to the IU line. 

The Governor's Rail Task Force analyzed the line from 
Hunter, just east of Indianapolis, to the Ohio state line. 
Traffic from Jndianapolis proper was not considered. 
Traffic density was estimated at eight carloads per mile, 
exclusive of New Castle traffic. If all PC traffic at New 
Castle were attributed to this line, the traffic density 
would jump to 14 carloads per mile. The Task Force 
made this assumption and concluded that the line is 
slightly better than a break-even operation and that 180 
jobs depend on its continued operation. 

A traffic profile of the line is contained in Table 80. 

Table 80: Traffic Profile: Springfield Branch 

Estimated carloads 
Rail user 

Capital-Consolidated 

U.S. Corrugated Fibre 
Box Co. 

ITT Continental 
Baking Co. 

Maxwell Grain Co. 
Bookwalter Co., Div. of 

American Can Co. 
Hook Drugs, Tnc. 
Jenn Air Corp. 

Western Electric Co. 
General Motors 

Corporation 
General Foods 
Chrysler Corp. 

Commodity /972 1973 

Household paper 
prod. 375 420 

Boxes, 
containers 506 

192 227 

320 

Retail merchandise 200 
Telephone sets 

and parts 35 49 
484 

Auto parts 300 

PC: Indianapolis to LaFayette (Zone 127) 

Projected 

500-550 

875-
1,000 

762 

640 

The DOT Report classified potentially excess the entire 
PC route from Indianapolis to LaFayette (Zone 127) 
serving Zionsville, Lebanon, Colfax (Zone 117), and 
Clarks H ill (Zone 127) . 

A number of rail users would stand to lose consider­
able investments in rail-oriented plant and equ ipment as 
a result of the proposed abandonment. The Indiana 
Power and Light Company, which services the northwest­
ern portion of the state, has invested $3,000,000 in a new 
plan_t and rail . sidin g. The company depends upon rail 
service to receive coal. Continental Foods, Inc., Indian­
apolis, has invested approximately $60,000 in rail related 
facilit ies. Ayr-Way Stores, Inc., :i 27 store chain of dis-
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count department stores, established a distribution center 
and warehouse at Lebanon, in 1970. Sizable capital JO. 

vestments have been made in all weather rail car unload­
ing facilities and in a siding. 

Park l 00 Development Company is in the process of 
developing one of the largest industrial parks in the stale. 
One-third of the 600 acre park is completed and oc­
cupied. Park l 00 has spent thousands of dollars in spur 
lines to connect with PC. Associated Distributors, Inc., a 
wholesale distributor of major appliances, radios, televi­
sions and floor coverings, is in the process of moving into 
a new $4.5 million facility in the industrial park. 

Many persons emphasized the added cost of alternative 
modes. The Boone County Farm Bureau Coop., which 
serves 2,850 members, stressed the impracticality and 
increased cost of transporting agricultu ral products by 
truck. Richard Fall spoke for the Coop. and for three 
grain elevators, two fertilizer plants and one lumber yard 
located on the line between Lebanon and Colfax. He be­
lieves this J 5 mile segment could generate 35 cars per 
mile if cars were available. Crop Systems, a shipper of 
fertilizer in Whitestown. estimated that the shift to trucks 
would increase its transportation costs by $12,600 per 
year. 

Swiggert Lumber and Construction, Zionsville, would 
lose local rail access. The company stated that receiving 
materials at the closest alternate rail point would cost 
$300-$400 more per car. The Stenotype Supply Com­
pany, Augusta, estimated its transportation costs would 
double if the line were abandoned. The Rock Island Re­
fining Company, Indianapolis, which receives refinery 
equipment by rail. emphasized that the oversized, over­
weight nature of some of its equipment is such that it 
cannot be transported by truck at any price. 

The LaFayette Elevator Company indicated that it has 
been unable to obtain rail cars for shipments from its 
elevators at Stockwell and at Clark's Hill. 

Two companies located in Indianapolis which did not 
use r~il in 1972 or 1973 indicated that they would be 
users m the future. Rheem Manufacturing Company plans 
to use rail transportation by 1975. James O. Held and 
Com_pa~y _emphasized that availability of rail service was 
crucial m its location decision . It expected to begin using 
rail service in 1974. 

A~cording to the Governor's Rail T ask Force analysis, 
~he lme operates at a slight profit, although traffic volume 
1s relatively light. Abandonment would result in an em­
ployment loss to the local economy of 120 jobs. The 
Task Force analyzed the line in two segments · from In­
dianapolis to Lebanon and from Lebanon no~th to La­
Fayette (Zone 127) . Traffic volumes were estimated at 
~2 carloads per mile and IO ca rloads per mile, respec­
tively, exclusive of end-point traffic for each segment. In 
l 972, the Penn Central petitioned the ICC for abandon­
m~nt of the Zionsville to Lebanon section. Table 81 con­
tams a traffic profile of the entire line. 



Table 81: Traffic Profile : Indianapolis to LaFayette 

Estimated carloads 

Rail user Commodity 1972 1973 Projected 

General Woods & 
Veneer 35 42 50 

Stenotype Supplies Paper 51 59 72 
Crop Systems Fertilizer 5 18 
Johns Manville 12 12 12 
Wright- Bachman, lnc. Lumber 84 67 84 
Metzger Wholesale 40 40 60 
Rheem Manufacturing 

Co. 80 
James Held and Co. 35 
Shell Oil Co. Gas 272 214 200 
Metzger Lumber Co. Lumber 100 
Cont inental Foods, Inc. 100 100 200 
Boone County Farm Grain, lumber, coal, 

Bureau Co-op Ass'n fertilizer 231 231 
Ayr-Way Stores, Inc. General 

merchandise 272 306 325 
A1sociated Distributor~ Appliances 400-500 
Indiana Power & Light Coal 180 240 
Stephan O'Shank 976 980 1,445 
Rock Island Refining Refining 

Co. equipment 80 80 80 
Da nners, Inc. 22 18 40 
Surggett Lumber & 

Const. Lumber 3 2 4 
Standard Oil Fertilizer 

Co. 5 5 7 
J. P. Michaels 100 100 200 
Clinton County Farm 

Bureau Coop. Assn. 

PC: Indianapolis to Vincennes (Zone 123) 

The potentially excess Sandborn to Martinsville seg­
ment represents approximately 60 miles of the Indian­
apolis to Vincennes ( Zone 123) line of the PC. At 
Worthington, the line crosses PC's Evansville (Zone 124) 
to Spring Hill (Zone 125) line. A combination of these 
two lines provides southern Indiana shippers access to 
Indianapolis via the PC. (See the discussion in Zone 124 
of the Evansville to Spring Hill line.) 

Congressman William G. Bray of the 6th D istrict 
said the line is used to haul coal to a number of power 
plants and noted that a number of badly needed electric 
generating plants are planned along this line. Jack W. 
McIntyre, Assistant Majority Caucus Chairman, Indiana 
State House of Representatives, stated that this line de­
livers coal to the Indianapolis Power and Light Com­
pany generating station north of Martinsville and to 
Indiana University. 

Miami County Circuit Judge John L. Niblack pointed 
out that five plants of Indianapolis Power and Light 
Company which furnish power to central Indianapolis 
receive 4.5 million tons of coal annually via the PC and 
L&N. Judge Niblack esti mated that PC delivers 6 1,000 
cars a year to the th ree plants at Indianapolis, one at 
Martinsville and one a t Petersburg. The PC delivers 
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640,000 tons of coal to the Martinsville plant from the 
H awthorne mine near Linton, a dis tance of 80 miles_ 
using a switch at Sandborn . Jf this line were eliminated, 
the coal would have to be routed a distance of 198 miles 
over a line that is rotting away. J udge Niblack believes 
the PC Sandborn to Marti nsville line 1s profitable. He 
noted that the rail roads have been the largest taxpayers 
in nea rly a ll fndi ana townships and that this money has 
been used to subsidize the airlines. He pointed out that 
Weir Cook Municipal Airport at Indianapolis, built with 
the taxpayers money, is probably worth $30 million and 
is tax exempt. 

Particularly hard hit by abandonment of this line 
would be Greene County. which would lose all rail serv­
ice under the DOT Report. The Greene County Farm 
Cooperative Association emphasized the necessity of rail 
service to agriculture because of the higher cost of 
trucking. The Association would lose an estimated 
$250,000 worth of rail-related capital inve~tments which 
now serve area farmers. 

Congressman John T . \ 1yers of Indiana's 7th District 
reported that coal mined in Greene County exceeds 4 
million tons annually and that railroads are the main 
shipping source for this mineral. The coal companies 
in the county estimate that it would take 1.500 trucks a 
day to carry the coal mined in that area \\ hich is shipped 
to power producing facilities. Representative McIntyre 
stressed that the Greene County area does not have an 
interstate or dual-lane highway network adequate to 
handle the increase in truck traffic which would result. 

The Spencer Evening World, Spencer reported that 
the newsprint for its daily newspaper could not be 
shipped cconomicall) h~ truck The Spencer Chamber 
of Commerce emphasized the harm to rural communities 
which would result from abandonment. 

Worthington, now ser\'ed by two Penn Central lines, 
is one of the several area cities which would be left with 
no rail service. The \.\,orthington Chamber of Commerce 
stressed that a complete loss of rail service would have 
severe economic consequences to area businesses. 

Chemical Fertilizer Services. Vincennes (Zone 123). 
empha~i7ed the necessity of an adequate rail network to 
serve agriculture The company serves customers through­
out l ndiana and southern lllinois. Last year Chemical 
Fertili1er Services shipped 67.339 tons. 

The Moorman Manufacturing Company ships its 
products by rail from Quincy. Illinois to its Sandborn 
warehouse Moorman pointed out that. if the DOT pro­
posal were implemented. routing between the two cit ies 
would become very circuitous. 

Table 82 contains a fraffic profile of the line. 

Lines Not Designated Potentially Excess 

Earl y & Daniel Company has a terminal grain elrvator 
located at Beech Grove on the PC line from Indianapolis 



Table 82: Traffic Profile : Indianapolis to Vincennes 
Estimated carloads 

Rail 11sa Commodity /972 /973 Projected 

Greene Co. Farm 
Bureau Coop. Assn . 
(Switz City) Fertilizer. grain 

Paragon Soil Service 
Spencer Evening World 
Owen C'ity Farm 

Bureau Coop. Assn. Grain 
American Aggregates 

Corp. 
I lue} S,1il Scrvic.: 
MoormJn Maufacturing 

Co. 
Peabody Coal Co., 

Hawthorne Mine 
Greene C'o. Farm 

Grain 
Grain 

120 
6 

24 

1.373 

248 

Bureau Coop. Assn. 
( Worthington) 

Thatcher Feed & Grain 
James M Dyer & Son 
Kerr Mc Kee 

Lumber, cement, plaster 

2253 
150 3 

5 
203 

Ferris Trading Post, 
Inc. gs 

Keller's Farm Service 
Center 10 3 

Sprinkle Flcvator Co. Grain 
India napolis Power 

and I ight 4 

rh1es1ng Veneer Co. Logs IO • 
Reporter Times Newsprint 
Puhl ic Se, vice Ind iana Poles, tran\Cormcrs 
Block 1 umher Co. I umber, insulation 92 
Adams Clay Products Bricks 21 
General %ale P roducts Brick. sand 260 
Morgan County Coop. 1--enihzer 
Thos. Molding Brick 

C o of .\fartin"ilk, 
Inc. 

Woodward Stt>el, Inc. 
Kno x County Farm 

Bureau 
Chemica ls Fertili1er 

'>en ices. 1 nc. 
Bush1od Grain C'o. 

1 698 tons in 1973. 

2 525,000 tons in 1973. 

Biick 
Steel 

F-erllhLcr 
Fertilizer 

23-28 

210 
3 
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a ·r raffic over the PC from Indianapolis to Vincennes and Evans­
ville to Spring H ill. 

1 In I '17<,, .100,000 t,ins of coal will move from the Old Ben 
Corp.'\ Eno, . Blackfont Mine at Oakland C'ity to the company's 
Indianapolis plants. In 1973. it received 640,000 tons at its 
\I ,rtin·,, i1I, plant .md 1 ~0.000 ton, ,it it, Indianapolis plants 
fhis tr Jilt.: ori!'inated at the Sandborn Mine. 

5 fn a ~ month period. 

to Greensburg (Zone 12 1). a line not recommended for 
abandonment. In 1973. the company shipped 3.600 cov­
ered hopper cars from this elevator. These shipments 
were routed over PC and N&W lines which have been 
labeled potentially excess ( see Tables 76 and 78) and 
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over U&O/C&O lines not recommended for abandon. 
ment. Of the cars shipped, 720 were routed via the B&O/ 
C&O. Early & Daniel is concerned about the small agn. 
cu ltural-oriented centers that ship grain and soybeans 
from cou ntry elevators to its terminal elevator. Many of 
these country elevators wou ld receive no local rail serv­
ice under the DOT's proposal. If service were discon. 
tinued to these small elevators, more expensive and le~s 
efficient transportation would be the only alternative. 
Early & Daniel argued that if the DOT's proposal were 
implemented. agri-business firms would bear a higher 
portion of th..: total cost than other businesses. 

The Cumberland Lumber Company reported that it 
receives lumber which originates in the western United 
States. Due to the higher costs involved in using trucks, 
Cumberland Lumber reported that it would be forced to 
close or relocate, if rail service were elimi nated . Cumber­
land's closure would result in the loss of an $170,000 
annual pa)rOII, $59.000 in state and local tax revenues; 
and $60,000 in federal income tax revenues. 

The Greater Greenfield Chamber of Commerce ex­
pressed concern over the DOT's recommendation to elim­
inate local rail service at Greenfield. According to the 
Chamber, industries in the Greenfield area generate 
1,538 carloads annually. 

Table 83 contains data ,ubmitted by users of viable 
lines within the zone. 

Table 83: Traffic Profile: Viable Lines 

Estimated carloads 
Rail I/SU Commodity 1972 1973 ProJtcttd 

Certain Teed ln,ulating 
( Indianapolis-PC) materiab 204 

Evans \t illing Co. 
(Tndianapolis-Indt-
a napolis Union Ry. ) Grain products 1,700 

Eli Lilly & Cc,. ( lndi- Pharmaceuticals, 
anapolis, Greenfield- chemical products 
PC) 

Cumberland Lumb~r 
C'o (Cumberland-
PC) lumber 95-100 

Indiana Farm Bureau 
Coop. Assn. 
(lndrnnapolis) rertilizer, grain 

RCA 
(lndianapolis-fn -
dianapoh, Union Records IOI 
Ry.) 823 1 

( Indianapolis-In-
dianapoh~ Union 
Ry.-PCl TV's radio 1,823 1 

1 RC'A a lso ,hipped 1,566 TOFC units in 1973. 

ZONE 123 
Situated in the southwestern section of Indiana, Zone 

123 is comprised of Owen, Greene, Knox, Daviess, Mar­
tin. Lawrence, Orange, Gibson, Pike, Dubois, Crawford, 



Harrison, Posey, Spencer and Perry Counties. It is the 
largest zone in the state. The area contains extensive coal 
reserves. 

Persons, in southern Indiana, voiced concern about the 
imj1act the DOT Report would have on smaller com­
munities because of its emphasis on traffic flow between 
major ciues. According to Ronald J. Rohling of Peters­
burg, the foUowing industries depend on the PC lines be­
tween Evansville and Indianapolis: Whirlpool Corpora­
tion at Evansville· 84 Lumbe1 Company, Daylight; Wil­
son Lumber Company, Elberfield ; Peabody Coal Com­
pany, Lynnville; Custom F:.trm Supply, Mackey; Oakland 
City Plastics, Oakland City; Enos Coal Company, Oak­
land City: Amax Coal Company, Oakland City; Black­
foot Coal Company, Winslow; Ames Handle Company, 
Petersburg; Petersburg Building Supply. Petersburg; A&B 
Steel. Petersburg; Agrico. Petersburg; Dayco Oil and Ni­
trogen, Petersburg, Hoosier Energy, Petersburg; Indian­
apolis Power and Light, Petersburg; McCord Corpora­
tion, Washington; Graham Farms, Washington; and Cus­
tom Farm Suppl), Elnora. Mr. Rohling reported that the 
lines carry 95,000 carloads of raw materials or appliances 
produced or built in southern Indiana. 

Potentially Excess Lines 

Fourteen line segments in Zone 123 were identified as 
potentially excess in the DOT Report, as supplemented 
and corrected. They are as follows: 

t I) The Ft Branch to Mt. Vernon line of the L&N. 

(2) The Milwaukee's Latta to Crane line. 

(3) The L&N line from Orleans to French Lick. 

( 4) The Algers, Winslow and Western Railroad 
line from Oakland City to Enosville. 

(5) The PC line from Evansville (Zone I 24) to 
Mt. Carmel, Jllinois (Zone 141) 

( 6) The Evansville to Grayville, lllinois (Zone 146) 
line of the ICG (including the New Harmony 
spur). 

(7) The PC line from Sandborn to Martinsville 
(Zone 122) ( sec discussion of PC's Indianap­
olis to vmcennes line 10 Zone 122). 

(8) The PC line from Washington to Worthington 
(see d1scuss1on of PC's Evansville to Spring 
Hill line in Zone 124). 

(9) The PC line from Wansford to Oak.land Ctty, 
including the Lynnville spur (see discus~ion of 
PC's Evansville to Spnng Hill line in Zone 
124). 

( I 0) The Southern tine from Boonville to Ltncoln 
City (see Zone 124 for discussion). 
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( 11) The L&N line from Latta to Wallace Juncllon 
(see Zone 125 for discussion) 

(12) The Milwaukee line from Bedford to Seymour 
( see Zone 121 for discussion). 

( 13) The PC line from Worthington to Spring Hill 
(see discussion of PC's Evansville to Spring 
HiJI line in Zone 124) . 

( 14) The ICG ltnc from lndiauapolis to Effingham 
( see Zone 122 for discussion). 

L&N: Ft. Branch to Mt. Vernon 

The corrections in the DOT Supplement amended the 
original report and preserved the segment from Ft. 
Branch to Owensville . The potential!) excess portion is 
from Owensville south to Mt. Vernon . 

The Mt. Vernon Chamber of Commerce contended 
that the hne must he kept in order to move coal and agri­
cultural shipments. The Chamber 0f Commerce empha­
sized that rail transportation 1s essential to service the 
$10 million port facility and tndustrial park under con­
struction in the Mt. Vernon area. Thr Indiana Conserva-­
tlon Council and the Indiana and Michigan Electric Com­
pany suggested that potential traffic on the line is signifi­
cant because of the coal reserves tn the area . The Elec­
tric Company needs rail service to receive heavy equip­
ment. Tri-County Grain of Cynthiana. serving Posey, 
\'anderburgh and Gibson Counties, i.aid 1t could have 
used 70 percent more cars, if they had been available. 
Tri-Count) Grain complained that the L&N line being 
abandoned ii. in better condition than 75 percent of the 
L&N's main line trackage. The company stated that the 
L&N now serves it daily with a tram rnnning from 
Princeton to Poseyville and back and this service is suffi­
cient, unless a market openi. for grain to be shipped by 
barge at the port being developed at Mt. Vernon . 

Garrett Brother, :\1ill in Oweni.vilk v1.pects its volume 
to increase as a result of discontinuance of the govern­
ment farm program. In I 974. approximately 20 percent 
more acreage will be devoted to grain production 

Several companies indicated that heavy fa rm machin­
ery cannot bc shipped b> 1ruck and that the cost of 
trucking certain chemicals and lumber over long dis­
tances is prohibiti, e Garrett Brothers, which is locate,! 
on a relatJvely poor section of state highway. stated il 
would be physically impossible to have the l .200 truck 
l<iadings required to move its present , olum.: 

Under the DOT proposal. Posey County would be 
without rail service. The Poseyville Chamber of Com­
merce submitted a petition signed by more than 900 citi­
zens who are cc cerned about the disa\trous economic 
and social effects abandonment of the line would have 
upon the community. The Posey County Farm Bureau 
Cooperative Association trucked 556,000 bushels of grain 
in 1973 but emphasized that trucks could not replace rail 



service. Alfred A. Kiltz of Poseyville explained that local 
shippers desire better service and would be interested in 
acquiring part of the line if it were to be abandoned. 

Table 84 contains a traffic profile of the line. 

Table 84: Traffic Profile: Ft. Branch to Mt. Vernon 
Estimated carloads 

Rail users Commodity 1972 1973 Projected 

Garret Benson Grain 
Co. Grain 180 1 

Garrett Bros. Mill 
Posey Co. Farm 

Bureau Coop. Assn. 

Grain 275 

J. R. Short Milling Co. 
Indiana & Michigan 

Electric Co. 
Tri-County Grain 

Alfred A. Klitz 

Fertilizer 216 1 

Grain 
Equipment, transformer 

oil 
Corn, soybeans, 

wheat 

Poseyville Grain and Corn, wheat, 
Feed Co. soybeans 

Indiana Farm Bureau 
Coop. A,sn. Fertilizer 

Chemical-Fertilizers 
Services, Inc. Fertilizer 

1 Statistics includes traffic on ICG and L&N . 
2 Number it could ship if L&N supplied cars. 

, l', Milwaukee: Latta to Crane 

162 1 

359 
30 1 

600 2 

The public response emphasized the coal and agri­
cultural shipments transported over this line. State Rep­
resentative Jack W. McIntyre stated that deletion of thls 
service would leave the United States Naval Ammunition 
Depot at Crane without a rail connection to the west. 
The depot is located on a narrow 2-lane highway. The 
Daviess County Chamber of Commerce pointed out that 
the area has no feasible alternative to rail transportation, 
since water transport is not available and there are no 
interstate or dual- lane highways capable of handling 
the additional motor freight. 

The fndianapolis Power and Light Company and the 
Amax Coal Company were both concerned about access 
to the Minnehaha Mine at Latta. The Power and Light 
Company indicated that it needed the line to transport 
material and equipment. Public Service of Indiana is also 
concerned about the Minnehaha Mine. PSI ships coal 
from Latta to the Edwardspon Generating Station. The 
DOT proposal would increase the distance of the Latta 
to Edwardsport route from 27 to 100 miles. 

Table 85 contains a traffic profile of the line. 

l&N : Orleans to French Lick 

This line is L&N from Orleans south and Southern 
from Huntingburg north . The two roads appear on the 
zone map to meet near French Lick. The segment which 
DOT originally identified potentially excess included por-
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Table 85: Traffic Profile : Latta to Crane 

Estimated carloads 
Rail users Commodity 1972 1973 Projwed 

Amax Coal Co. Coal 11 ,000 

Indianapolis Power & 
Lightl Coal 

Chemical Fertilizer 
Services, Inc.2 

Daviess Co. Farm 
Bureau Coop. Assn. 23 8 

Public Service Com-
pany of Indiana Coal 

Linton Daily Citizen 5 

1 1.1 million tons were tra nsported over the !CG and the 
Milwaukee. 
240,913 tons moved over the Milwaukee and the PC. 

a Traffic over the Milwaukee and ICG. 

tions of both railroads from Orleans south to Dubois. 
The DOT supplement amended the original finding and 
left only the segment from Paoli south to Dubois poten­
tially excess so that Paoli would retain service. This in­
formation was not known to representatives from the 
town of Paoli. 

Northern Indiana Public Service Company has a plant 
at Michigan City which receives coal from the Amax 
Coal Co. mine at Oakland City. The traffic moves over 
the Southern and L&N via the Orleans connection. 

The Paoli Chamber of Commerce emphasized that 
local industry was dependent upon rail service. The 
Chamber reported that Paoli firms generated 450 car­
loads in 1973. The Economic Development Committee 
of Paoli estimated that, in 1973, 3 million dollars worth 
of goods were shipped by the Cornwell Company, the 
town's largest employer, whose plant was destroyed by 
fire on January 27, 1974. Paoli Chair Company, Inc. 
used 250 cars in 1972 and fewe r cars in 1973. It ex­
pects to need more rail service in the future. 

On June 20, l 973, the L&N filed an application to 
abandon the portion of the line between Paoli and 
French Lick. The matter is being handled in ICC Docket 
No. AB-2 (Sub-No. 4). 

The Algers, Winslow and Western Railway 

The Algers, Winslow and Western Railway operates 
16 miles of track in the southeastern portion of Zone 
123 between Oakland C ity and Enosville. It connects 
with the PC and the Southern and depends on those two 
carriers for its car supply. The AW&W services three 
coal mines in Pike County. In 1972, the line originated 
36,364 cars which it delivered to PC. These cars were 
desti ned for delivery to Indianapolis or Chicago, and 
the AW&W is interested in preserving the PC routes 
from southwestern Ind iana to the north via Indianapolis. 
Indianapolis is also the source of most of the cars it 



receives from Penn Central. The AW&W interchanged 
20,212 carloads of coal with the Southern in 1972. Over 
half went to Chesterton via the Southern and L&N. 

Two public ut ility companies were concerned over the 
proposed abandonment of the line. Indianapolis Power 
and Light Company and Public Service of Indiana to­
gether used 2.7 million tons of coal from the Enos Mine 
at Enosville. The latter firm shipped 1,200 carloads in 
1973. The former company received 300,000 tons of 
coal in that year. 

PC: Evansville to Mt. Carmel, Illinois (Zone 141) 

Public Service of Indiana (PS I) has its Gibson Genera­
tion Station under construction at Carol, Indiana. PSI 
argued that continued rail service between the Wabash 
Mine at Keensburg, Illinois, and the Gibson Station is 
justified by the 2.2 million tons of coal traffic to be 
produced in I 975 and the 3.6 million tons that will be 
produced in subsequent years. The company indicated 
that it had invested $250,000 in rail equipment and 
track improvements. PSI stated that Amax Coal Co. 
has agreed to invest $500,000 for the upgrading of the 
PC line between Keensburg and Mt. Carmel. Between 
October, 1971 and February, 1974, 1,520 carloads of 
material were moved to PSI's plant site for the con­
struction of the first two of four units to be constructed. 
An additional 300 carloads are anticipated for the com­
pletion of these units by 1976. Construction of the final 
two units, which should be completed by 1979, will re­
quire shipment of an additional 1,800 carloads of ma­
terial. If the line were abandoned, PSI might be in­
terested in acquiring the right-of-way. 

The PC petitioned the ICC for authority to abandon 
the line in 1972. According to the analysis of the Gov­
ernor's Rail Task Force, the line generates six carloads 
per mile and operates at a loss. However, the Task Force 
estimated that future tonnage justified retention of the 
segment from Skelton to Mt. Carmel. 

ICG : Evansville to Grayville, Illinois (Zone 146) 

The public response from shippers indicated that they 
have no economically feasible alternative to rail service. 
J. Trockman and Sons, Inc., Evansville, ships recyclable 
metals to customers who can only accept shipments via 
rail. 

Garrett-Benson Grain Co. operates a grain elevator at 
Griffen on the ICG . In 1973, it loaded 180 hopper cars. 
In the first 2 ½ months of I 974, it ordered 132 hopper 
cars but received only 72. The nearest alternative rail 
terminal facilities are 30 miles away at Mt. Vernon or 
40 miles distant at Evansville. The cost of trucking grain 
to Mt. Vernon is 4 cents a bushel. The company is in­
creasing its storage capacity by 100,000 bushels in time 
for the 197 4 harvest. It believes that rail service to the 
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south is vital to the success of smaller farm elevators be­
cause it allows them to compete with larger shippers in 
the area. 

Implementation of the DOT proposals would leave 
Posey County without rail service (see the summary of 
Posey County submissions in the discussion of the L&N's 
Ft. Branch to Mt. Vernon line, supra). 

Table 86 contains a traffic profile of the Evansville to 
Grayville line. There was no specific response concern­
ing the New Harmony spur from Stewartsville to New 
Harmony. 

Table 86: Traffic Profile: Evansville to Grayville 

E~1ima1ecl carloads 
Rail users Com111odi1y /972 /97 J Projcc1cd 
Evansville Veneer and 

Lumber Co., Inc. 
Whirlpool Corp. 

J . Trockman and Sons, 
Inc. 

Garrell-Benson Grain 

Lumber 
Refrigerators, air 

conditioners 
Recyclable 

metals 333 

Co. Grain 
Posey Co. Farm Bureau 

Coop. Assn . 
Alfred A. Kiltz 
Poseyville Grain & 

Feed Co. 

Grain , fertilizer 
Corn, wheat, 

soybeans 

1 Includes !CG & Southern traffic. 
2 Includes lCG and L&N traffic. 

216 2 

726 

22,500 I 

436 

1802 

162 2 

30 2 

Lines Not Designated Potentially Excess 

The Indiana Farm Bureau Cooperative Association re­
ported operating a feed mill at Loogootee on the B&O/ 
C&O and a grain elevator at Princeton on the L&N. 

Chemical-Fertilizers Services, Inc. operates fertilizer 
blend plants at Montgomery on the B&O, Oaktown on 
the L&N, Patoka on the L&N and Vincennes on the L&N. 

ZONE 124 

Zone 124 is in the southwest corner of the state and 
consists of Warrick and Vanderburgh Counties and Hen­
derson, Kentucky. The principal concerns of submissions 
concerning the zone were the distribution of manufac­
tured articles from Evansville and coal traffic originating 
at southern Indiana mines. 

The Metropolitan Evansville Chamber of Commerce 
pointed out that three of the four railroads that serve 
Evansville were designated potentially excess by the DOT 
Report. During the past five years, at least 50,000 rail 
cars originated or terminated each year in Evansville. In 
1973, total car iadings were 59,545, of which 40,524 
were outbound shipments. This figure does not include 
overhead traffic pas~mg through the city The Chamber 
of Commerce quest,oned whether it would be physically 
possible for the proposed single surviving railroad to han-



die the volume of freight now being moved by the four 

carriers serving the city. . . 
Whirlpool Corporation, a manufacturer of maJO~ appli­

ances and a heavy rail user, operates a manufacturing and 
storage facility at Evansville. Total traffic at the compa­
ny's Evansville plant exceeds 22,500 car_loads per year. 
Historically, Whirlpool has used the services of the four 
railroads serving Evansville: The PC, L&N, ICG,_ and t_he 
Southern. The company indicated that in 1973, its ship­
ments alone taxed the capacity of all four carriers com­

bined. 

Potentially Excess Lines 

The following five segments of lines within Zone 124 
were designated potentially excess by the DOT Report, 
as supplemented and corrected: 

(I) The PC line from Evansville to Spring Hill 
(Zone 125) (including the Buckskin to Lynn­

ville spur). 

(2) The Southern line from Boonville to Lincoln 
City (Zone 123) . 

(3) The !CG line from Henderson, Kentucky 
(Zone 124) to Morganfield. 

( 4) The PC line from Evansville to Mt. Carmel 
( see Zone 123 for discussion). 

(5) The lCG line from Evansville to Grayville, 
Tllinois (Zone 146) including the New Har­
mony spur (see discussion in Zone 123). 

PC: Evansville to Spring Hill (Zone 125) 

This line runs from Evansville northwest through 
Oakland City, Petersburg, Washington and Worthington 
to Spring Hill (Zone 125). The DOT R eport declared 
two segments of the line potentially excess: from Wans­
ford , just north of Evansville, in Zone I 24 to Oakland 
City and from Washington to Spring H ill (Zone 125). 
The Evansville to Spring Hill line connects with the PC's 
Indianapolis to Vincennes line at Worthington and the 
ICG's Indianapolis to Effingham, rtlinois line at Elliston . 
Both of these connections offer shippers in southwest 
Indiana access to Indianapolis. (See the discussions of 
these two lines in Zone 122.) 

J. T . McNeal, State Legislative Director for the Union 
Transportation Union , described the state of the tracks 
on many segments of the PC as being in very poor con­
dition . He reported that the main line track from Peters­
burg to Evansville and the PC yard tracks at Petersburg 
had 52 derailments in the first quarter of 1974. 

Both the Peabody Coal Company and the Amax Coal 
Company criticized the DOT's description of the line as 
potentially excess, since abandonment would have a 
major negative impact on coal distribution. They em-

phasized that to abandon the Lynnvill~ track would be 
contrary to one o( the goals of the Rail Reorganization 
Act the preservation of trackage in areas of fossil fuel 
dep~sits . Peabody's Lynnville mine is the largest coal 
producing mine in Indiana and the tenth largest pro­
ducing mine in the country. The company's capital in­
vestment at the site is tremendous. Peabody estimated 
that it would require 480 trucks each day, six days per 
week, to carry the coal the company now ships by rail 
from the Lynnvi lle Mine. The Ind ianapolis Power and 
Light Company received over 2 million tons at Pete~ 
burg from the Lynnville Mine via a direct PC haul 
through Oakland City to Petersbu rg. In 1973, Indian­
apolis Power also received 229,25 I tons of coal at ill 
Stout Station plant in Indianapolis from the Lynnville 
Mine. This is a direct haul for PC which has performed 
considerable maintena nce on tracks servi ng the mine. 
DOT declared 75 miles of this 135 mile route potentiall; 
excess. (See the discussion of the PC Indianapolis to 
Vincen nes line in Zone 122.) 
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The Whirlpool Corporation stated that its experience 
in Evansville has proven, beyond any doubt, that the 
L&N, Southern and JCG could not, without major 
realignment of manpower, motive power and equipment, 
serve the needs of its manufacturing-warehousing com­
plex . Whirlpool believes that, if the DOT Report were 
adopted, more than 40 percent of the rail volume 
credited to Evansville would be cut off from access to 
rail service. 

Whirlpool's traffic alone constitutes well over half the 
traffic density which the DOT R eport attributed to the 
line. The company stated that substantially higher vol­
umes would be generated if substandard track conditions 
were corrected. 

The segment from Washington to Worthington is one 
of four lines serving the county, all of which were des­
ignated potentially excess . The Greene County Fann 
Burea u Cooperative Association protested the proposed 
abandonment on behalf of its membership. The Worth· 
ington Chamber of Commere stressed that rail transport 
is the only feasible method of hauling coal and grain and 
that there are not enough trucks available to handle the 
volume now moving via rail. 

Kohlman Motor Supply Company and Hoeffling Truck 
and Tractor Company, both of Washi ngton, indicated 
that their businesses were dependent upon rail service. 
Automatic Sprinkler Corporation of America, located in 
Monroe, stressed that it would use rail more if service 
were improved . 

U .S. Congressman R oger H . Zion predicted negative 
impacts on energy availability as a result of abandon· 
ment of the line and estimated that aba ndonment could 
make the cost of shipping coa l several times more 
expensive. 

Chemical Fertilizer Services, Inc. operates several 



fe rtil izer blend plants in Jndiana. Two main fert ilizers, 
potash and phosphate, are transported from Canada and 
Florida. The firm stated that moving 67,339 tons from 
I 000 to 1,800 miles in a very short period of ti me each 
y~ar would be almost impossible without rai l service. 
Chemical Fertilizer asserted that, if rai l service were dis­
continued to its plants, it would have to choose a main­
line shipping point. The cost of unloading at this point 
and trucking material the rest of the distance would add 
$ Io per ton to the cost of its material. The company 
would also have to expend $400,000 for material and 
equipment. 

T he Clay County Farm Bureau has an operation at 
Clay City on the PC which includes a n elevator, a bulk 
fertilizer plant. a lumber yard and a facility fo r liquid 
nitrogen storage. In 1973, it received 26 cars and 
shipped out 49 . All the outgoing traffic was corn to the 
southeast. Potential traffic is 35 cars inbound and be­
tween I 00 and 250 cars outbound, depending on service 
and car supply. According to the Bureau, it costs from 
7 to 9 cents more per bushel to market corn ,using truck 
transportation and as much as $10 or $20 d ton more 
to bring fertilizer in by trucks. The Bureau's facility has 
reciprocal switching. If the PC is abandoned, the Bu­
reau wondered whether the L&N would come the short 
distance to service its siding. 

Amax Coal Company explained that the DOT pro­
posal would be very detrimental to coal distribution and 
the development of coal reserves . Amax operates the 
Chinook Mine near Brazil. lt recently built five miles of 
railroad to connect with the PC at Riley. According to 
Oscar J . Glover. General Traffic Manager, the L&N has 
paid to upgrade the PC track between Spring Hill and 
Riley and the traffic will move L&N to Farmersburg. 
Amax plans to move one million tons or I 0,000 coal 
cars a year to American Electric Power's plant at Breed, 
near Farmington. 

Amax Coal Company also produces 1,150,000 tons of 
coal each year at its Ayrcoe Mine near Oakland City. 
This traffic moves to Northern Indiana Public Service 
Company at Baileytown and at Michigan City. 

In 1972, the PC petitioned the ICC for authority to 
abandon the segment of the line between Spring Hill and 
Worthington . According to the analysis of the Governor's 
Rail Task Force, this line segment generates two car­
loads per mile and operates at a deficit. The Task Force 
estimated that abandonment might eliminate 15 jobs but 
did not recommend con tinuation of service. Table 87 
contains a traffic profile of the line. 

Southern : Boonville to Lincoln City 

Randell T. Sheppard, Executive Assistant to the Mayor 
of Evansvi lle, pointed out that the line was des ignated 
potentially excess because the criteria used focuses on 
stations like Sunlight Mi ne, Degonia and Tennyson, 
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Table 87: Traffic Profile: Evansville to Spring Hill 

Rail user Commodi1y 

Indianapolis Power and 
Light Co.1 Coal 

Peabody Coal Co.2 
Lynnvi lle Mine Coal 

Amax Coal Co. Coal 
Chemica l Fertilizer 

Services, Inc. 
Daviess Co. Ford 

Tractor, Inc. 
Elnora Lumber Yard Lumber 
Daviess Co. Farm Feed, grain, 

Bureau Coop. Assn. fertilizer 
Automatic Sprinkler 

Corp. of America Steel pipe 
Amax Coal Co., Wheat-

field Knox Reserves Coal 
Kohlman Motor Supply 
Hoefling Truck & 

Tractor, Inc. 
Daviess Co. Nitrogen 

Corp. 
Clay County Farm 

Bureau 

1 2.3 million tons in 1973. 

Estimated carloads 
1972 1973 Projected 

27,778 
14,375 

233 

18 

2 For 1974 and the next 23 years, it will ship 3.5 million tons. 

3 Includes traffic on the PC and Milwaukee. 

which do not generate a great deal of traffic. Much of the 
traffic using the line is generated at other points. A sur­
vey by the City's Transportation Planning Section indi­
cated that almost 22,000 cars a year travel this line. 
Shippers on the line include numerous grain elevators, a 
large industrial park and several lumber companies. 

Public Service of Indiana indicated that it was im­
portant that the line be kept open as an alternate route 
for transporting coal from the Ayrshire Mine to the 
Gallagher Generating Station in New Albany (Zone 
205) . 

Whirlpool Corporation, a major rail user and shipper 
of heavy appliances, uses the line, as does the Georgia 
Pacific Corporation, both of Evansville. Georgia Pacific 
shipped 349 carloads over the line in 1972 and 436 
carloads in 1973. 

ICG : Henderson to Morganfield, Kentucky 

The potentially excess portion of this line extends 
from West Henderson to the zone bounda ry. There was 
no public protest of the proposed abandonment. 

ZONE 125 

Zone 125, which includes Vermillion, Vigo, Clay and 
Sullivan counties, is served by the PC, B&O/ C&O, Mil­
waukee, !CG , L&N and the N&W. Coal min ing is one 
of the major indust ries in th is zone. Clay County annually 



produces 2.2 million tons of coal; Sullivan County has 
an annual production of 2.1 million tons of coal. 

Potentially Excess Lines 

The DOT designated the following seven line seg­
ments within Zone 125 potentially excess: 

( l) The L&N line between Brazil and Otter Creek 
Junction. 

(2) The PC line from Spring Hill East to the zone 
boundary (see discussion in Zone 124 of the 
Evansville to Spring Hill line). 

( 3) The L&N line from Latta ( Zone 123) to 
Wallace Junction (Zone 123) via Clay City 
(Zone 125). 

( 4) The PC line from Terre Haute west to Paris, 
Jllinois (Zone 141). 

(5) The JCG line from Dugger to Riverton (see 
discussion of the Indianapolis to Effingham 
line in Zone 122). 

(6) The PC line from Brazil to the eastern zone 
boundary (see discussion of the Indianapolis 
to Terre Haute line in Zone 122) . 

(7) The PC line north from Terre Haute to the 
zone boundary (see discussion of the Terre 
Haute to Frankfort line in Zone 126). 

Public response concerning Zone 1 25 was relatively 
light. The Milwaukee's line from Terre Haute to West 
Dana and the N&W line through Cayuga, drew some 
protest, however, the DOT supplement dated March 1, 
1974 stated that 1hese lines should not be shown as 
potentially excess. 

L&N: Brazil to Otter Creek Junction 

No public comment was received concerning this line. 

L&N: Latta to Wallace Junction 

Although the largest potentially excess segment of this 
line is within Zone 123, the only public response came 
from Clay City and Howesville in Zone 125 . (See dis­
cussion of the Evansville to Spring Hill line in Zone 
124.) 

The Peabody Coal Company operates a shop at 
Howesville which repair~ and services coal mining equip­
ment. The company indicated that the extreme bulk of 
some of the equipment makes it impossible to utilize any 
transport mode other than rail. 

PC: Terre Haute to Paris, Illinois 

Public protest concerning the Indiana portion of this 
line was light and general in nature. 
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Lines Not Designated Potentially Excess 

The Penn Central line from Brazil to Indianapolis was 
identified as potentially excess but the line west of Brazil 
was not. Public Service of Indiana uses the non-exce;s 
portion to ship 250,000 tons of coal per annum from 
the Chinook Mine at Brazil to its Dresser Generating 
Station in West Terre Haute The company reported 
that, since I 968 , it has had to move all of its coal ton­
nage between the two points by truck because of a 
damaged bridge near West Terre Haute which has never 
been repaired. 

Eli Lilly & Co. , Clinton, reported that it uses rail 
service provided by the L&N. Chemical-Fertilizers Serv­
ices, Inc. reported operating fertilizer blending plants al 

Carlisle and Farmersburg. These plants are also served 
by the L&N. 

ZONE 126 

Zone 126 is situated in west-central Indiana and en­
compasses Warren, Fountain, Montgomery, Parke, and 
Putnam counties. The zone is relatively sparsely pvpu­
lated, with just over I 00,000 people; the economy is 
heavily agricultural. 

Crawfordsville is the largest community in Zone 126 
with a population of 14,000. Mayor David Gerrad esti­
mated that the city would lose $600 in tax revenues and 
Montgomery County, including school districts, would 
lose $8,000 if the DOT Report's recommendations were 
put into effect. The Mayor fears that this tax loss would 
be coupled with higher costs of highway maintenance 
and traffic control due to greatly increased truck traffic. 

Cargill Inc., at Linden, which uses both the non­
excess L&l\l and N&W lines, reported that between 
June, 1973 and February, 1974, it generated 272 car­
loads for the L&N and 1,700 carloads for the N&W. 

Potentially Excess Lines 

Zone 126 has four potentially excess line segments. 
They are as follows: 

(I) The PC line from Terre Haute (Zone 125) to 
Frankfort (Zone 117). 

(2) The PC line from Hammond (Zone 130) to 
Danville, Illinois (Zone 139) (see discussion 
in Zone 128). 

( 3) The P&E line from Indianapolis through Craw­
fordsville to Danville, Illinois (Zone 139) (see 
discm,sion in Zone 122). 

( 4) The PC line from Greencastle to the eastern 
zone boundary and from Lirnedale through 
Reedsville (see discussion in Zone I 22 of the 
Indianapolis to Terre Haute Line). 



PC: Terre Haute (Zone 125) to Frankfurt (Zone 117) 

The major intermediate city on the route is Craw­
fordsville, which would lose two of its three lines under 
the DOT plan. Two segments of the line have already 
been abandoned: Crawfordsville north to Frankfort and 
Guion south to Terre Haute. The PC has petitioned the 
Commission to abandon the remaining segment from 
Crawfordsville south to Guion. According to the Gov­
ernor's Rail Task Force, the line is only operated to 
Waveland because the bridge is out between Waveland 
and Guion. The Task Force recommended abandonment 
because of insufficient traffic potential. 

Raybestos-Manhattan, Inc. is the largest domestic 
producer of composite friction materials. l t used 96 rail 
cars in 1973. Most of the incoming material is asbestos 
which can be handled much more efficiently by rail. If it 
lost PC rail service, the company's added cost would be 
$135,000 to $140,000 a month and 70 people might 
lose their jobs. The company could retain service if a 
switching arrangement could be made with the L&N. 

From the F rankfort area general protest was regis­
tered by the Frankfort Chamber of Commerce which 
was opposed to the potential loss of more than half of 
the lines serving the city. The Clin10n County Farm 
Bureau Cooperative Association operates an elevator at 
Colfax. Discontinuance of rail service would make it 
dependent on truck transportation and would preclude 
the possibility of making export shipments which some­
times earn farmers 4 to 6 cents per bushel more. 

ZONE 127 

Zone 127 consists of Tippecanoe Count); LaFayette is 
the principal city. 

Potentially Excess Lines 

The following three line segments in Zone 127 were 
identified as potentially excess: 

( l) The N&W line from LaFayette to Frankfort 
(Zone 117) . 

(2) The N&W line from LaFayette to Gibson City, 
lllinoi~ (Zone 139) . 

(3) The PC line from Indianapolis to LaFayelle 
( see discussion in Zone 122). 

N&W: LaFayette to Frankfort 

The Greater LaFayette Chamber of Commerce com­
plained of having had insufficient time to analyze the 
DOT proposal. The Frankfort Chamber of Commerce 
protested abandonment of rail service to Frankfort. The 
Clinton County Farm Bureau Cooperative Association, 
which operates an elevator at Mulberry, considers rail 
service essential to its continued operations. The Clinton 
County Chamber of Commerce believes that the aban-

donment of this line would restrict industrial develop­
ment in and around Frankfort. 

The Lafayette County Farm Bureau Co-op operates 
two feed, fertilizer, and grain facilities along this line : 
one at Clarks Hill and the other at Stockwell. 

N&W: LaFayette to Gibson City, Illinois (Zone 139) 

The Indiana portion of this line serves communities in 
Tippecanoe (Zone 127) and Benton County (Zone 128). 
Public response to the proposed abandonment was light. 

The LaFayette Elevator Company shipped 29 car­
loads in 1973 from its Montmorency facility. The com­
pany indicated that it could have used many more cars 
than were made available. 

Essex International Corporation has a new plant at 
LaFayette. Jt receives raw material inbound and ships 
copper and aluminum wire outbound over all lines serv­
ing LaFayette. It uses about I 00 cars a year and is 
especially concerned because the N&W has a major yard 
at Frankfort and abandonment of the line between 
Frankfort and LaFayette would eliminate access to this 
yard. 
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Cargill, lnc., a major rail shipper, is concerned because 
abandonment would necessitate using a very circuitous 
route between its Gibson City, Illinois, plant and La­
Fayette. 

The DOT proposal would leave Benton County, In­
diana with no rail service. The Benton County Shippers 
and Receivers Association estimated that ii would cost 
its members $3 million to shift lo trucks. The Associa­
tion indicated that the county highway network could 
not handle the additional traffic which the proposed rail 
abandonments would create. 

Public Service of fndian a reported that it uses the 
line when it moves heavy equipment to or from its 

Table 88: Traffic Profile : LaFayette to Gibson City, 
Ill inois (Zone 139) 

E.!rimared carloads 

Rail user Commodity /972 1973 Projected 

LaFayette County Feed , grain, 
Farm Bureau Coop. fertilizer 4.620 3,490 1 

Cargill, Inc. 
LaFayette Elevator Co. Grain 29 
Benton County Ship• 

per, and Receivers 
Ass'n. Grain 2,820~ 5,000 2 

Essex International 
Corp. Wire 

Eli Lilly & Co. Pharmaceuticals, 

Purdue University 
Jasper County Farm 

Bureau Coop. 

chemical product~. 
co,metil:, 

Coal, paper, food 

Fertilizer 

1 Include, traffic on ICG at Gibson City. 

~ Includes traffic on both PC and N&W. 

1,038 



Westwood Substation. Some of this equipment cannot 
be transported by any other mode. 

The PC has operating rights over the N&W between 
LaFayette and Templeton. . 

According to the Governor's Rail Task Force the hne 
operaces at a loss as far as local traffic is concerned but 
is essential in terms of routing and connectivity of traffic 
from Kankakee. Illinois, to Indianapolis. Table 88 con­
tains a traffic profile of the line. 

ZONE 128 

Zone 128 con~ists of LaPorte, Starke, Newton, Jasper, 
Pulaski, Benton and White counties. The economy is 
diverse. and the public response to the DOT Report 
was heavy. 

Potentially Excess Lines 

The DOT Report designated nine line segments in 
Zone 128 potentially excess. They are as follows: 

( l) The PC line from Hammond (Zone 130) to 
Danville, Illinois (Zone 139) . 

(2) The PC line from Templeton to Kankakee, 
Illinois (Zone 139). 

(3) The PC line from Monticello to Kenneth 
(Zone 117). 

( 4) The L&N line from Michigan City to Frances­
ville. 

(5) The C&O line from LaCrosse to New Buffalo, 
Michigan (Zone 149) . 

(6) The N&W line from LaFayette to Gibson City 
(see discussion in Zone 127) . 

(7) The L&N line from Indianapolis to Monon 
( see discussion in Zone 122) . 

(8) The N&W line from Indianapolis to Michigan 
City (see discussion in Zone 122) . 

(9) The N&W line from Willow Creek to Millers­
bury (see discussion in Zone 129). 

PC: Hammond (Zone 130) to Danville, Ill inois 
(Zone 139) 

This north-south PC line is approximately 110 miles 
long. Only the few miles from Danville, lllinois (Zone 
139) to the Indiana state line were not designated poten­
tially excess. 

The Pillsbury Company operates a I , I I 0,000 bushel 
grain elevator at Tab. l ndiana (Zone 126) . The com­
pany is a heavy shipper of grain and, in 1973, spent 
$50,000 to upgrade rail faci li ties to be able to load I 00-
car unit trains. Pillsbury's traffic exceeds the ICC's 34 
car rule on the 24 mile segment from Danville to Tab. 
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According to Edward F. Pollack, Extension Agent, In. 
diana Cooperative Extension Service, Pillsbury ships 15 
to 18 one hundred car unit trains from this elevator each 
year. The elevator at Tab is located several miles from 
any state or federal highway. 

The heaviest response came from the Benton County 
area which would be left without rail service under the 
DOT proposal. The Benton County Shippers and Re­
ceivers Association indicated that the area highway sys­
tem could not accommodate the increased traffic. Free 
Grain Company doubted that sufficient trucks were 
available to meet its demands. Free Grain Company's 
facility, which is capable of loading 100-car unit trains, 
could have used 560 more cars in 1973 if they had been 
available. 

Wilson Brothers Farm Service, Morocco, wants to re­
tain service because it is more expensive to run its 
fertilizer and grain plants at Brook which does not have 
rail service. Fertilizer costs Wilson and its customers 
$20,000 to $22,000 more per year because of the added 
cost of trucking. At times there is a IO cent differential in 
grain on truck bids and 1 0-car unit train bids. The com­
pany was concerned that the inability of trucks to ac­
commodate the increased traffic would cause extensive 
spoilage of grain during harvest season. 

Northern Indiana Public Service Company is an oc­
casional user of the hne at Kentland. The company ships 
poles, transformers. and other heavy equipment for 
which rail is the only practical transport mode. 

The Standard Lumber Company at St. John (Zone 
130) has a substantial investment m rail receiving facili­
ties. The company explained that the cost of anything 
other than direct rail service for receiving lumber from 
the West Coast and Canada would be prohibitive. 

According to the Governor's Rail Task Force, the 
line generates 53 carloads per mile and operates at a 
considerable profit and abandonment would resu lt in 
I 05 jobs being lost. The line services areas with fossil 
fuel deposits. and coal traffic over the line is expected 
to increase. Table 89 contains a traffic profile of the 
line. 

PC : Templeton to Kankakee, Illinois 

This line is one of the three lines serving the Benton 
County area, all of which were designated potentially 
excess. The Benton County Shippers and Receivers 
Association protested the proposed abandonment. The 
Control States Grain Company has expended a total of 
$400,000 in order to build a 100-car unit train loading 
facility at its plant in Swanington. The company antici­
pates loading at least IO such tra ins in 1975. The York 
Grain Elevator, at Earl Park, indicated that abandon­
ment would be a disa~ter for northwestern Indiana. 

According to the Governor's Rail Task Force, the 
line generates 48 carloads per mile and operates at a 



Table 89: Traffic Profile: Hammond to Danville, 
Illinois 

Estimated carloads 
Rail users Commodity 

Lumber 
1972 1973 Projected 

Standard Lumber Co. 
The Wicke. Corp. 
American Maize 

Products Co. 
Mid States Steel Co. 
Wilson's Farm Supply 
Northern Indiana 

Public Service Co. 
Free Grain Co. 
Pillsbury Co. 
Peoples Redi-Mix 
Kentland Lumber and 

Coal Co. 
Kentland Grain and 

Seed 
Chapman Implements 
AmcoOil Co. 

Fertilizer Mfg. 
Standard Oil Fertilizer 
Newton County Coop. 

Wilson Brothers 
(Ade) 
(Morocco) 

Castong1a Farm 

Building supplies 
Corn, corn 

products 
Steel, rods 
Grain, fertilizer 

Equipment 
Grain 
Grain 357 
Lumber 

Lumber 

Beans, corn 
Combines 
Potash, phosphoric 

acid 
Ammonia 
Corn, wheat, beans, 

fertilizer · 

Fertilizer 
Corn, beans 

Implement Combines, tractors 
Golden Rule Grain Co. Corn, wheat, beans, 

fertilizer 
Graefnitz Lumber Co. 
Milt Storey Implement 

Co. 
Karlock Grain 
Duncan\ Custom Farm 

Services 

Lumber 

Farm machinery 
Corn. wheat, fertilizer 

Fertilizer 

125 

44 

50 

3 
699 

1,528 
4 

2 

83 
4 

179 

250 

100 

20 

6 

14 

25 

1 Figure represents Fet,ruary to September, 1974. 

150 

1,600 

620 

82 1 

18 

profit. The Task Force estimated that abandonment 
would eliminate 135 jobs. Table 90 contains a traffic 
profile of the line. 

PC : Monticello to Kenneth 
The Toledo, Peoria anti Western Rai lroad (TP&W) 

empha~i1cd that abandonment of the fifteen mile long 

Table 90: Traffic Profile: Templeton to Kankakee, 
Ill inois 

Roil users 

Yor~ Grain Elevator 
Benton County 

Shipper~ and 
Receivers Assn. 

Control States Grain 
Co. 

Jasper County Farm 
Bureau Coop. 

Estimated carloads 
C'ommodit" 1972 /97.? Projected 

torn 200 

Grain. 
fertilizer :?,820 1 

Grain 1,000 
Feed, grain, fertilizer. 

lumber 

1 Total traffic on PC and N&W lines. 
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segment between Monticello and Kenneth would destroy 
its competitive position because the TP&W's only east­
ern connection is with thi~ PC line at Effner, a few miles 
to the west. Abandonment of the Monticello to Kenneth 
segment would effectively isolate the TP&W from its 
eastern connection. 

The DOT proposal would eliminate three of the four 
lines serving the community of Monticello. The Monti­
cello Chamber of Commerce maintained that area busi­
nesses are dependent upon keeping the present level of 
service. The Chemetron Corporation indicated that it is 
vitally dependent on the railroads. The company trans­
ports such heavy or bulky products as welding elec­
trodes, chemicals and scrap steel and considers itself a 
prime rail user. Ninety percent of its shipments are to 
points out of state. Chemetron receives switching and 
cars from Logansport. 20 miles away. The DOT Report 
would eliminate a portion of the track between Monti­
cello and Logansport which is used by Chemetron. The 
company is delaying its expansion plans until the line's 
status is resolved . Chemetron shipped 537 carloads over 

the line in 1973. 
Chesebrough-Pond's, Inc. explained that a diversified, 

multimodal dimibution system is es~ential to its com­
petitive operation. Loss of rail service would cost the 
company $180,000 annually in increased freight charges. 
In 1973 Chesebrough generated 9,000 tons over the line. 

L&N: Michigan City to Francesville 

Mayor Randall C. Miller of Michigan City noted that, 
although Michigan City is one of the most rapidly grow­
ing communities in Indiana, the DOT Report would 
eliminate two lines serving the city (see the discussion 
in Zone 122 of the N&W line between Indianapolis and 
Michigan City). He described the city as having a widely 
diversified economic base. dependent upon rail service. 
Richard J. Nevers, Zoning Administrator for Michigan 
City, explained that the city has developed a master rail 
plan based on a five year study, which projects com­
patible land uses consistent with the existing rail net­
work. He emphasized that the city has zoned four areas 
along the L&N line for medium and heavy industrial use 
anti three areas along the N&W line for light industrial 
use. The city has spent thousands of dollars to extend 
water. sewer and other public services into these fu ture 
industrial parks. The total cost of the planned improve­
ments for these industrial areas will exceed $13.4 mill ion. 

On the northwest side of the city, the Indiana Dunes 
National Lake Shore Park and the development of a 
major marina are potential sources of traffic for the L&N 
and PC. The marina is a cooperative venture hy Michi­
gan City. the State of Indiana and the federal govern­

ment. 

Michigan City experienced a severe economic blow in 



the late 60's and in 1970 when Pullman Standard Com­
pany and another large manufactu1 ing firm closed To 
attract new industries a group of businesse~ and labor 
people have spent $45,000 in private funds to advertise 
the city as a location for industrial development. 

The Michigan City Area Chamber of Commerce, 
representing 596 members, emphasized the necessit) of 
continued rail service for economic development. fhe 
Chamber explamcd that in 1973 a new employer, who 
required that a rail siding be available, opened a plant 
employing 900 workers adjacent to the L&N. The Cham­
ber criticized the 001 Report for not considermg future 
rail use and charged that it represents a step backward 
when the federal government should be actmg to increase 
rail service. fhe Chambt!r suggested that although the 
act is concerned with the economic viability of rail 
service, equal consideration should be given to the poten­
tial economic viabilit) of each community. 

Pioneer Lumber Company, Michigan City, md1cated 
that it would be forced to close its doors 1f the line were 
abandoned. According to Pioneer, the tax revenue loss 
to local governments would be $ I 5.000 per year and 
the employment loss would be 25 _1obs. Bell Fibre Prod­
ucts Corporation. \,1ich1gan Cit,, es timated that ,1 shift 
to shippmg by t•uck would mcrea~e its transportation 
costs by 127 percent. 

The Northwestern Indiana Regional Planning Com­
mission submitted a detailed Michigan Cit, Rail Plan 
which mcluded the L&N line. The Comm1ss1on indicated 
that one freight train per <lay m each direction is being 
operated over the line 

The L&N" stated tt ha, no intention of abandoning this 
line. The railroad e~pre,sed optimism over future traffic 
growth trends because of the development of Burns Har­
bor, a deep water port west of "vlichigan City. and be­
cause of the Marquette Industrial Park in Michigan City. 
In l 972 the L&N originated and terminated 2,952 cars 
on the line between Michigan. City and Monon. Jn 1973, 
the number was 2,682. 

The La Porte County Farm Bureau Cooperative As­
sociation emphasized that an;a farmers depend on rail 
services and receive more than J 0,000 tons of fertilizer 
annually via the L&N. 

The N&H Realty Trust Company is considering the 
development of two industrial parks on acreage served 
by the L~N. Loss_ of rail service would damage this ef­
fort to bring new mdustry to the community. 

Table. 91 contains a traffic profile of the line. 

C&O: La Crosse to New Buffalo, Michigan 

Mayor Dennis F . Smith of La Porte expressed concern 
over the community\ ability to attract new industry if the 
line Wt!re eliminated. The La Porte Chamber of Com­
merce, representing 400 member businesses, expressed 
the same concern. 
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Table 91: Tratlic Profile: Michigan City to 
Francesville 

Estimated carloads 
Rai/u$er Commodity 1972 1973 Proitcttd 
Bell hbre Products Corrugated 

Corp products 84 1 1111 

Pioneer Lumber & 
Supply Co. Lumber 25 45 

Westville Lumber Co. 
La Porte County Farm 

Bureau Coop. As~n. Fertilizer 51 60 
Gutwein Milling Co. Feed ingredients 70 
Coop Elevator 

(Francesville) Gnm, fertilize r 558 
Von Tobe! Lumber Lumber 
Pulaski County Farm 

Bureau Coop. 
Cu,tom I arm Services 1-ertilizer 22 
Sohigro Fertilizer 

, Francc~ville Fertih1er 71 
(San Pierre) 28 

1 Total 1raffic from Michigan City on all lines. 

The La Porte County Farm Bureau Cooperative As­
sociat,on, Inc. expressed concern about freight car short­
ages. In 1973. the Association received only 60 percent 
of the rail cars it ncedeJ for grain shipments. When rail 
cars were not available, the Association shipped by 
truck, at an additional 7 to 10 cents per bushel. 

Northern Indiana Public Service Company uses this 
line to ship poles, transformers and other equipment. 
Allis-Chalmers, La Porte. uses both the C&O and the PC 
as well as truck transportation for the distribution of 
product, . The company stressed the importance of hav­
mg more than one rail su pplier to ensure the availability 
of ratl equipment. Alli~-Chalmers reported that the C&O 
provide~ better ~erv1ce than the PC, whose line serving 
La Porte was not de~ignated potentially excess. Table 92 
contains a traffic profile of the C&O line. 

Table 92: Traffic Profile : La Crosse to New Buffalo 
Michigan ' 

Rm/ user 

'lorthcrn Indiana 
Publk Service Co. 

Alli, Chalmers 

O.H.&R.Co. 
La Porte County Farm 

Bureau Coop. Assn., 
Inc. 

Commodity 

Equipment 
Farm 

equipment 

Grain, 
fertilizer 

Estimated carloads 
1972 1973 Proi«ttd 

27 

480 377 
701 

466 

1 Total traffic from La Porte on all lines. 

Lines Not Designated Potentially Excess 
The following companies both use PC lines which were 

not designated potentially excess: Allis-Chalmers which 
generated 85 carloads in 1972 a nd 269 carloads in 1973 
from its plant in La Porte and Kaiser Aluminum and 



Chemical Corp. which generated 193 carloads in 1973 
from its Wanatah plant. 

ZONE 129 

Zone 129 is in north-central Indiana and consists of 
the ·s ou th Bend Standard Metropolitan Statistical Area 
which includes St. Joseph and Marshall Counties. 

Potentially Excess Lines 

The DOT Report designated the following six line seg­
ments in Zone 129 potentially excess: 

( I ) The PC line from Notre Dame to Niles, Mich­
igan (Zone 149) . 

(2) The PC line from South Bend lo Logansport 

(Zone 117). 

( 3) The New Jersey, Indiana and Illinois Railroad 
hne from South Bend to Pine. 

(4) The N&W line from Willow Creek (Zone 130) 
to Millersburg (Zone 115). 

(5) The N&W line from Walkerton south to the 
zone boundary ( sec discussion in Zone 122 of 
the Indianapolis to Michigan City line). 

( 6) The PC Elkhart and Western Branch (see 
discussion in Zone 115). 

Most of the responses from persons in Zone 129 con­
cerned rail service in and around South Bend, the largest 
city in the 1one and a major industrial center. The DOT 
Report would eliminate four of nine lines serving the 
South Bend-Mishawaka area. Senator Birch Ba) h noted 
that the DOT plan would eliminate direct rail links be­
tween South Bend and several other industrial centers, 
such as Logansport and Kokomo. 

Several submissions pointed out that the DOT's Zone 
129 map is erroneous. The PC line from South Bend 
south through Nutwood does not connect with the PC 
east-west mainline at South Bend as depicted in the map. 
Instead, the line veers to the west and connects with the 
PC line which goes through North Liberty 

There are also three interchange~ between the PC line 
and the New Jersey. Indiana, and Illinois line which are 
not shown on the map. The area just southwest of South 
Bend where the two lines mentioned above interconnect 
is a large, established industrial complex referred to as 
the Studebaker Industrial Corridor. Allied Products is 
one of several companies which have split-plant opera­
tions, or two distinct locations, within the Studebaker 
Industrial Corridor and use hoth the PC and the NJl&I. 

PC: Notre Dame to Niles, Michigan 

Lancaster R esearch and Development, Celodyn Divi­
sion, a subsidiary of Bell Fibre Products Corporation, 
manufactures honeycomb pape r at Michigan City. It used 
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84 cars in 1972 and 111 cars in 1973 Ninety percent of 
the pulpboard it receives arrives by rail but only 28 per­
cent of its outbound shipments are by rail because of 
boxcar shortages. Inbound movements move via Elkhart. 
South Bend and Niles to Michigan City. Jf this portion of 
the routing were abandoned, Bell would be without serv­
ice, unless the PC could serve Michigan City from Burns 
Harbor or provision were made for sen 1cc by the C&O. 

Specific protest of the proposed abandonment of this 
old M1thigan Central line was light. The University of 
Notre Dame 1s a heav} rail user on the line, n:ceiving 
1,000 carloads per year, mostly coal which is used for 
power and heat. The school stated that. 1f it were forced 
to receive coal shipments by motN carrier, the pnce of 
coal would increase $5 a ton, resulting in a cost increase 
amount ing to $300,000 per year. The University appar­
ently would retain service under the DOT proposal. 

Big "C" Lumher Company at South Bend has a rail 
siding which 1s approximately four city block, north of 
Notre Dame. Big "C" believes that if the line is kept 
open to Notre Dame, its business is sufficient to keep the 
line open for another four blocks. 

According to the analysis of the Governor's Rail Task 
Force the seven miles of track from South Bend to the 
Michigan state line generates I 08 carloads per mile, ex­
clusive of South Bend traffic. and is quite profitable. The 
Task Force considered only the Indiana portion of the 
line and recommended retaining scn·ice at least to Notre 
Dame. 

PC: South Bend to Logansport 

As mentioned in the general discussion of Zone 129 , 
the PC line running south of downtown South Bend to­
ward 1\/utwood and 1 akeville does not connect to the PC 
east-west mainline a, sho\\n in the DOT Report It would 
not be possible to construct an interchange because of 
the difference in height between the PC's Chicago-Pitts­
burgh mainline and the ~outhbound line All PC traffic 
on this line must mo\'e westward through the Studebaker 
Industrial Corridor to connect with either the N& W or 
the PC mainline\\ hich operates southwest of South Bend . 

The Indiana and Michigan Electric Compan:,. wants 
~enice continued to Jackson Road. between South Bend 
and Lakeville. ,, here it ha~ a transformer with a shipping 
weight of 2 50 tons. The company stated that it is im­
perative that 1t be able to move equipment over 1his line 
in order to be able to maintain nr replace the tra ns­

former. 
Weisberger Paper Compan) has recently moved into a 

new $600,000 facility located in South Bend. The firm 
stated that, 1f it were necessary to revamp this new facili­
ty to accommodate truck receiving. an expenditure of 
$69,820 would be required In add ition. Weisberger 
Paper estimated that the increase in piggyback and trucJ... 
trailer costs would amount to approximately $2,500 



per month . The company reported that it could not 
absorb these additional costs and would be forced to 
close its plant if rail service were discontinued. 

The Cass County Commissioners generally protested 
the impact upon area agriculture and the impairment of 
community development which would result from aban­
donment of the line. 

Eckler-Lahey Lumber Company indicated that a por­
tion of what it now trucks could be diverted to rail if 
service improved. ff rail service were lost, the company 
would have to close. Eckler-Lahey employs 14 people. 

Fabricated Steel P roducts of Indiana ships structural 
steel items, some of which are 60 feet long. Such items 
cannot be shipped feasibly or competitively by truck. 

The Mayor of South Bend reported that, from the per­
spective of his city, it is not essential that mainline serv­
ice on PC's north-south route be continued, however, it 
is necessary that its main street industrial corridor, known 
as the Studebaker Corridor, continue to have feeder serv­
ice. According to the South Bend-Mishawaka Chamber 
of Commerce, the line serves a ~ection of the South Bend 
industrial belt and generates approximately 3,000 car­
loads of freight each year. The Chamber lbted 15 indus­
trial users in South Bend. 

AM General's South Bend plant is one and one-half 
miles south of the main east-west PC line through the 
city. The company is the world's largest producer of tac­
tical wheeled vehicles and has built over 230,000 of them 
since 1964. Since 1969, the company has built over 
60,000 quarter-ton and half-ton Postal Service vehicles. 
The second largest industrial employer in South Bend, 
AM General employs 1,529 persons and generates over 
$1 5 million per year in wages and salaries. The company 
considers rail service essential for its heavy outbound 
volume and for incoming shipments of parts and com­
ponents purchased from more than 1,000 suppliers. 

Three years ago R idge Company invested $500,000 in 
a new warehouse facility principally because it was lo­
cated on a railroad siding. The firm estimates that, if it 
were necessary to switch back to motor carrier transpor­
tation, the rate differential between truck and rail would 
amoun t to as much as 15 to 25 percent of its gross profit. 

Sibley Machine and Foundry receives its raw materials 
from as far away as New Mexico, Alabama, Tennessee 
and Missouri . The foundry reported that the increase in 
transportation costs for moving its material by motor car­
rie r from its established sources of supply would be pro­
hibitive. The firm stated that the steady employment of 
over 400 people could be jeopardized if its business vol­
ume were affected by lack of supply or undue costs of 
operation. 

In 1972, South Bend Waste Paper Company invested 
over $500,000 in a new plant and in eq uipment for han­
dling waste paper. This decision was based primarily on 
the availabi lity of rail service. The company expects its 
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rail shipments to increase from 360-400 tons per month 
to 750 tons per month by 1975. 

Tt was reported that the PC has petitioned the ICC for 
authority to abandon the portion between South Bend 
and Nutwood; that in 1972 the JCC approved abandon­
ment of the portion of line between Nutwood and Plym­
outh in Docket No. AB-5 (Sub-No. 23); that the portion 
between Plymouth and Culver has already been aban­
doned; and that PC has petitioned the ICC to abandon 
the portion between Culver and Logansport. The Gov­
ernor's Rail Task Force recommends that service over 
the latter section be discontinued based on its estimate of 
five cars per mile. Table 93 contains a traffic profile of 
the entire line. 

Table 93: South Bend to Logansport 

Estimated carloads 
Roil user 

Fabricated Steel 

Commodity 1972 1973 Pro/tcttd 

Products, Inc. 
Sibley Machine and Coke, sand, 

Foundry lumber 
Weisberger Paper 

Company 
Eckler-Lahey Lumber 
South Bend Waste 

Paper Co. 
AM General 
Allied Products 
Hurwicb Iron Co. 
Gentner Packing Co. 
Baker Manufacturing 

Co. 
Modern Warehouse 
Watcon Company 
Ridge Company Appliances 
South Bend Waste 

Paper Co. Waste paper 
Marshall County Farm 

Bureau Coop. 
Bremen Iron Co. 
Copco Steel 
Clifford & Cole 

Building Supplies 
John W. Burrough 

Grain Elevator 
Wells Aluminum 

Corp.1 Aluminum 

1 In 1973 the company generated 11,650 tons . 

NJl&I: South Bend to Pine 

50 130 

45 

35 

144 

24 

144 

200-400 

2,000 

36 

300 

100+ 

360 

_The line from South Bend to P ine is approximately 10 
miles long and is operated by the New Jersey, Indiana 
and lllinois Rai lroad, a subsidiary of the N&W. A portion 
of the line serves the Studebaker Industrial Corridor. 
Mayor Jerry Miller of South Bend vigorously protested 
the proposed abandonment, explaining that the industrial 
heart of the community is dependent upon the line. 

The South Bend- Mishawaka Chamber of Commerce 



fo recas t dire economic consequences if the NJI&I were 
abandoned. The Chamber of Commerce estimated 5,000 
carloads are hand led annuall y on the line and forecast 
substantial growth over the next two yea rs. Over 1,000 
cars per annum originate on the PC and are interchanged 
with the N&W using the NJ l&I route. T he Chamber listed 
over 20 indus trial users, incl uding several local industries 
which use the team track facilities at Whartons. 

Allied Products is one of the firms with multiple loca­
tions within the Studebaker complex. T he company is a 
heavy shipper of automobile parts and uses both the PC 
and the NJ l&l. Allied makes automobile body parts for 
Ford, General Motors, and Chrysler. Such products are 
shipped in high-cube boxcars especiall y configu red for 
the purpose. Allied Products employs 1,000 people and 
the company emphasized that rail service is essential to 
continued operations at this location. 

AM General, on the PC, expressed concern over loss 
of the line because much of its traffic is interchanged at 

Table 94: Traffic Profi le: South Bend to Pine 

Rail user 

White Farm 
Equipment Co. 

Allied Products 
Mastic Corporation 
Lake Warehouse Corp. 
Steel Warehouse 

Company 
United Beverage 

Company 
American Chain and 

Cable Co. 
Acme Equipment Co , 

Inc. 
Armco Steel 
Ashland Chemical Co. 
Bantam Bearing 
Calho Fencing Co., Inc. 
Ci rcle Lumber Inc. 
Dura Vent 
Hass Wholesa le, Inc. 
Indiana Carton Co. 
LaSalle Deitch Co. 
Michiana Conta iner 

Corp. 
Roach Appleton 

Manufacturing Co. 
Sanders I umber Co. 
Scotmar, Inc. 
Sears Roebuck & Co. 
Shetland Properties of 

Indiana, Inc. 
Skinner MB Co. 
South Bend Baling Co. 
South Bend Toy 

Manufacturing Inc. 
South Bend Warehouse 

Corp. 

Estimated carloads 
Commodity 1972 /973 Projecied 

203 2401 
4,000 

933 
20 120 

360 422 

Beer 90 

Steel rods 1,000 

1 Company expect~ to have 200 TOFC shipments in the fut ure. 

South Bend with the NJl&I for delivery to the N&W at 
Pine. Such rout ing provides AM General direct access to 
all points on the N&W system. The N&W maintains a 
fl eet of speciall y equipped cars for AM General's use, 
and AM General fears it would lose access to these cars 
if the line were abandoned. The company does not be­
lieve the PC could provide sufficient cars to handle its 
traffic volume. 

Steel Warehouse Company, a processor of steel for 
industrial customers, generates a payroll of $1.4 million 
for 180 employees. The company receives most of its 
raw steel from the Pittsburgh area. To divert its annual 
traffic to motor carrier would require 1,668 truckloads. 
Such a move would increase the company's diesel fuel 
consum ption by 130 percent and its cost by $125,000 a 
year. 

According to United Beverage Company, the abandon­
ment of rail service would necessitate a doubling of the 
number of its employees engaged in the unloading of 
products, at an additional annual cost of approximately 
$30,000. The elimination of rail service would also lead 
to an investment on United Beverage's part of approxi­
mately $50,000 for the purchase of over-the-road vehi­
cles and a payroll for two over-the-road drivers of ap­
proximately $35,000. 

Mastic Corporation, a heavy rail shipper, indicated 
that loss of rail service would make it non-competitive. 
White Farm Equipment Company forecast growth and 
increased rail usage. 

Table 94 contains a traffic profile of the line. 

ZONE 130 
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Zone I 30 is in the northwest corner of the state and 
consists of Lake and Porter counties. Only limited track­
age in Zone 130 was designated potentiall y excess, and 
public response was very light. Some submissions were 
concerned with commuter rail service to Chicago. Ac­
cording to City Attorney William Jensen, of H obart, ap­
proximately 140 people board the two commuter trains 
ru nning between Valparaiso and Chicago at Hobart each 
working day. The DOT Report was criticized fo r not 
having used a more comprehensive approach to passen­
ger /commuter demands. 

Potentially Excess Lines 

The DOT R eport, as supplemented and correcte_d, des­
ignated the following two line segments in Zone 130 po­
tentially excess: 

( I ) The N&W li ne from Gary east to the zone 
boundary ( see discussion in Zone 11 S of the 
line between Gary and the Ohio border) . 

(2) The PC line from Hammond to Schneider (see 
discussion in Zone 128 of the line from Gary 
to Danville, Ill inois). 



PASSENGER SERVICE 

Roy Crockett, past national president of the Izaak 
Walton League of America, reported that the DOT pro­
posal would eliminate or jeopardize several passenger 
routes. The present route of Amtrak service betwee? 
Chicago and Florida would be eliminated leaving no di­
rect route to the South. According to Mr. Crockett, the 
DOT proposal would also jeopardize present passenger 
service from Kansas City and St. Louis eastward to In­
dianapolis and the East Coast. Mr. Crockett believes that 
the DOT's recommendations would possibly eliminate the 
only Amtrak service into Chicago that convenient!~ serves 
north-central Indiana and the east by downgrading the 
present PC mainline through Fort Wayne. 

Arthur J . Matott of Fort Wayne disagrees with the 
DOT recommendation that traffic between Pittsburgh and 
Chicago current!, moving on the PC line via Mansfield 
and Fort Wayne shou ld be concentrated on the PC route 
via Alliance to Cleveland and thence over PC's high den­
sity route to Chicago through Toledo. While this strategy 
would eliminate major rehabilitation of PC's Mansfield­
Fort Wayne route, Mr. Matott believes that rehabilita­
tion cost is not the true determinant in deciding the fate 
of a mainline and contends that the PCs Alliance-Fort 
Wayne-Chicago is superior to the PC's Alliance-Cleve­
land-Chicago line in terms of mileage and curvature and 
only slightly inferior in terms of gradient. Passenger train 
operations in high density freight corridors present real 
problems, but passenger trains are needed and should be 
operated on both routes, and traffic densities on both 
routes should be kept at levels which will permit this. 
Mr. Matott suggested that Chicago to Cleveland via Fort 
Wayne a nd Chicago to Buffalo via Fort Wayne are ex­
cellent alternatives for passenger service. Detr01t-Toledo­
Fort Wayne-Indianapolis is another passenger routing 
that should be consitlered. 

Robert Beckman, Jr., of the F . C. Trucker Company, 
project coordinator for the restoration and redevelopment 
of Indianapolis Union Station, said that the DOT Report 
would eliminate two-thirds of the city's rail passenger 
service . Amtrak recently announced the initiation of an 
auto ferry service to Florida, using Indianapolis as the 
northern terminal. Indianapolis was chosen because of its 
accessibility by auto and because the Union Station with 
its atmosphere and shopping complex would provide rail 
passengers with pleasant diversions at the beginning and 
end of their trips. In Mr. Beckman's view it does not 
make a great deal of sense to reduce passenger service to 
Indianapolis, the nation's 11th largest city, by 66 percent 
at a time when the number of rail passengers is increas­
ing sharply. 

James E. Kohls, Chairman of the Coalition for Ade­
quate Transporta1ion, an Indianapolis based group com­
posed of 170 separate organizations, disagreed with the 
DOT's suggested abandonments, contending that such an 
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approach is incongruous at a time when individuals are 
becoming more restricted in their use of private automo­
biles because of the energy crisis and the increased cost 
of gasoline. The Coalition believes the federal govern­
ment should develop a progressive program of revitaliz­
ing rail mileage, promoting and developing passenger 
service, and developing new high speed surface transpor­
tation to link metropolitan areas. 

The La Porte County Council is concerned about pas­
senger service between South Bend and Chicago. Walter 
Liebig, President of the Council and a railroad engineer, 
stated that commuter service on the Chicago South Shore 
and South Bend is at its lowest point in his 30 years on 
the rai I road. He believes that this decline is a result 
of the way that schedules have been arranged. The 
trains used to be on an hourly schedu le, but in the past 
five years there have been only two trains operating 
out of South Bend. One train leaves South Bend at 6: 10 
A.M. and the other one at 8:00 A.M.; they return from 
Chicago at 5: 18 P.M. and 7: 15 P.M. 

PUBLIC CRITICISM OF THE DOT REPORT 

One of the principal shortcomings of the Report, ac­
cording to the Governor's Rail Task Force, is that the 
entire 17-state area was considered as though it were a 
single railroad. This approach ignored the problems of 
coordinating the routes and traffic of many individual 
railroads, many of which are solvent. 

Senator Birch Bayh called the DOT plan the result of 
computer dictated policy He explained that any statis­
tical approach based upon historical patterns of poor 
service locks the ills of the past into plans for the future. 

Congressman John Brademas offered four basic criti­
cisms of the Report: 

( 1) lt failed to sufficiently consider the full eco­
nomic impact of its recommendations. 

(2) It did not sufficiently consider the conserv~tion 
of fossil fuel. 

(3) It was based st rictly upon historical data. 

( 4) It tli<l not consider future economic develop­
ment. 

Governor Otis R . Bowen charged that the DOT Re­
port does not recognize emerging transportat ion trends. 
He was particularly critical that there was not greater 
emphasis placed upon passenger service and the need for 
regulatory reform. 

The Center for Urban and R,egional Analysis of In­
diana University's School of Public and Environmental 
Affairs examint:d the technical aspects of the DOT Re­
port and its potential impact at the request of the Gover­
nor and the Governor's Rail Task Force. 



William R. Bloch, Director of the Center, testified that: 

( l) It is reasonable to assume that, in the absence 
of opposition, the Final System Plan could re­
semble the DOT Report. 

(2) The DOT Report did not consider value of the 
traffic or destination. 

( 3) An analysis of 79 communities which remain 
on the system, with the potentially excess track 
removed, reveals significant increases in the av­
erage rail shipping distances to a set of 128 
destinations in the state. 

( 4) The DOT failed to consider rail passenger 
transportation . 

( 5) Analysis of seven major coal producing coun­
ties reveals that from 30 percent of the line in 
Pike County to 99.2 percent of the track in 
Green County was designated potentially ex­
cess. The largest producer, Warrick County, 
where $46 million worth of coal was mined in 
1972, would lose up to 56 percent of its rail 

lines . 

( 6) An examination of PC data for 30 stations did 
not reveal one instance where it agreed with 
the data cited in the DOT Report. 

The lndiana Public Service Commission was particu­
larly critical of the statistical approach used by DOT 
because of data base errors. Over the past four years, the 
Commission has authori,ed numerous consolidations of 
smaller railroad freight stations so that now a single bill­
ing station may serve several branches. The Commission 
suggested that any such statistical approach would pre­
sent a thoroughly distorted picture of the true situations 

in Indiana. 
Ind iana Lieutenant Governor, Robert L. Gore. termed 

the DOT Report an absolute disaster. In his words, it is 
superficial and inaccurate and ignores local or state needs 
easily apparent to those on the scene. He listed the fol­

lowing specific errors: 

( I ) The rail transportation needs of important in­
dustrial communities such as Logansport. Ma­
rion, Kokomo, Anderson, New Castle, Craw­
fordsville, Columbus, Edinhurg, Madison and 
Jeffersonville, were disregarded. 

(2) Indianapolis would be denied its place as a 
major midwestern distribution center 

( 3) Abandoning potentially excess track in the coal 
producing region would frustrate the efficient 
movement of coal or increase the cost of pro­

ducing electric power. 

( 4) No attention was given to the nver porn at 
Mt. Vernon or Jeffersonville. 

(5) Almo~t one-third of the state', grain elevators 
or IO I of 230 would be left without rail service. 

(6) Huge numbers of rail car movements were 
overlooked. 

( 7) Discussion of passenger sen ice v.as minimal. 

( 8) The DOT failed to consider the programs of 
other federal government agencies. 

(9) Poor service has caused rail use to bear little 
similarity to actual demand. Also new indus­
tries have opened since 1972. 

( 10) The attitude of profitable railroads toward 
abandonment \\as disregarded. 

( I I ) The Report made no attempt to assess the po­
tential lu~s of Jobs in industry. 

( 12) The confusion and alarm caused by the Report 
have frustrated the industrial development ef­
forts of local communities. 

Arthur E. Graham. Executive \ ice President of Indi­
ana Highways for Survival, an orgamzation reprc.,enting 
all segm1..nt5 of the state's highwa) industry. contends that 
there has been no effort in V. ashington to assess the na­
tion's total transportation facilities as the) directly affect 
the agricultural industry . l\lr. Graham is particularly con­
cerned with the impact federal programs will have on 
rural transportation and he cited the agricultural indus­
try's need for cflicient transportation facilities, adequate 
roads. hridges and rail lines to move crops, livestock, 
fertilizer and otha bulk commod111es. He referred to two 
documents entitled "Transportation, the Energy Crisis" 
and "Rising Food Prices for the Consumer" prepared for 
the Senate Committee un Agriculture and Forestry, No­
vember 20. 1973 and January 21, 1974 If the nation 
continues to need and demand maximum farm products, 
he hehcves it 1s inevitable that the existing transportation 
network 1s going to reach the break111g point in the not­
too-di,tant future . Mr Graham recommends that this na­
tion quickly de\clop and put into action a workable, 
realistic and well-financed rural transportation improve­
ment program. The 11me is past for haphazard, piece­
meal, uncoordinated planning. The country's economic 
progress is tied to its agricultural inJustry, and a viable, 
smoothly functioning transportation system is essential to 
that 111dustry·s futur1.. wcll-h1.;ing. 
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rndiana\ agricultural industry would be severely af­
fecteJ by the DOT propm,al. Kenneth L. Marshall of the 
Lansing Grain Company reported that the DOT proposal 
would eliminate rail service to a large majority o[ Indi­
ana's grain elt:vators effectively reducing the state\ grain 
stora/!t: capacity 10 one-third its present level. He esti­
mated that the loss to farmers. or the increase in food 
costs to consumers. would he in excess of $20 million per 

year. 



Russel L. Cole, Executive Vice President of the Indi­
ana Grain and Feed Association, Inc., was critical be­
cause the DOT did not consider potential traffic. He re­
ported that 48 agriculturally related firms, located along 
potentially excess lines, could have used 3,434 more cars 
in 1973 and 3. 720 cars in 1972. 

J. Thomas McNeal of the United Transportation Union 
criticized the DOT for relying exclusively on tonnage and 
carload data to evaluate profitability. He stressed that the 
vital factor is the amount of revenue generated for the 
railroad by shippers located along each specific line. A 
ton of manufactured goods will generate many times the 
revenue that a ton of bulk commodities will produce. 
Thus, Mr. McNeal explains, many so-called light density 
lines actually support themselves. 

Many criticisms were repeated often . The following is 
a composite of the more commonly found complaints: 

( I ) The DOT methodology assumes that current 
expenses incurred in operating trains on the lo­
be-abandoned trackage are at a minimum, but 
~trong work. rules endemic to the rail industry 
and general lack of managerial innovation sug­
gest thb is not the case. 

(2) The actual traffic of a line is not a true indica­
tor of potential traffic and potential revenue. 
Most important, the Report did not mention 
the severe freight car shortage or poor service 
as serious deterrents to rail use. The testimony 
and submissions md1catc that. if more cars 
were available and if the quality and reliability 
of senice improved, the railroads would be 
utilized more extensively. 

(3) The use of l 972 traffic data as typical of traf­
fic to be generated in future years is faulty in 
at least two aspects: it ignores normal growth 
factors in the economy, and the statistics are 
likely to be biased downward, especially for 
agricultural regiom of the state, since the ·1972 
autumn harvest was disrupted by severe weath­
er conditions. 

( 4) DOT did not consider whether alternative 
transportation was practical and feasible. In 
man, instances, truck. was the only possible 
alternative, ,et the increased shipping costs 
would he prohihitive. Even if truck costs were 
not deemed prohibitive, many companies 
claimed that trucks would not be available in 
the required numbers. 

(5) Profitable lines were labeled potentiall:,- excess 
because many DOT abandonment decisions 
were based on inaccurate carload data. 

( 6) DOT's plan did not take into account the im­
portance of preserving rail service in fossil fuel 
areas. 

t 
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(7) The DOT viability criteria gives little con. 
sideration to a branch line's economic value as 
an overhead route. 

(8) The R eport would create circuitous routes 
which would greatly increase transport time 
and, in many instances, the new routes could 
not handle the traffic . 

(9) The DOT Report gave inadequate considera­
tion to rail passenger service. 

( 10) The DOT Report was developed with onlv one 
criteria in mind, the economic profitability of 
the new railroad. 

( 11) No consideration ,.,,as given to the potential 
profit-making ability of the rail lines. 

( 12) No considerat10n v. as given to costs and reve­
nues on a commodll) by commodit} basis. 

( J 3) No consideration was given to terminal capac­
ities. 

( 14) DOT's recommended restructuring should have 
been limited to bankrupt railroads. 

( 15) DOT's proposal has tailed to consider and eval­
uate public convenience and necessity. 

( 16) No consideration was given to short-line routes 
which, in most cases, are the service routes and 
rate-making routes. 

( 17) "lo consideration was given to existing track 
conditions including grades and curvatures. 

RECOMMENDATIONS 

Governor Otis R Bowen recommended that the prof­
itable railroads be gl\ en the maximum possible role in the 
reorganization. He believes that they should be allowed 
to k.eep routes and traffic which they have developed and 
that they should be the chief instruments of the new rail 
system. Governor Bowen suggested tha t the reorganiza­
tion plan be accompanied b)- a major review and over­
haul of the regulatory climate at the federal level. 

Congressman \\'ill1am H. Hudnut. Ill believes the 
planning process must consider the broader social, eco­
nomic and environmental factors and the prospective fu­
ture use of rail rights-of-way for passenger service. He 
recommended that the Indianapolis Union Rail road take 
over all yard and switching operations in the lndianap· 
olis area, including the Big Four Yard at Avon, to pro­
vide a "free port" to shippers and encourage healthy 
compeuuon among carriers. 

Congressman J Edward Roush recommended that 
track. conditions be considered before choosing among 
alternative Imes. He suggested that the interstate system 
be based on adequate alternate routes and recommended 
that lhere should be al least two routes joining all major 
shipping points. 



The Indiana Civil Study Coalition advocated deregu­
lation to accomplish consolidation and the abandonment 
of costly, unprofitable lines. It believes that by lifting 
price ceilings and dropping price floors, by removing 
controls on earnings, by allowing consolidation , connec­
tions, disconnections and cutbacks, by lifting performance 
regulation, by allowing competition to develop duplica­
tion where it is profitable and to drive it out where it is 
not, the market will regul:ite the industry. 

The Human Justice Commission, an Indianapolis­
based city-wide organization of 50 community, church 
and labor groups, objected to the curtailment of vital rail 
services to important agricultural, manufacturing, and 
mining concerns, based on the economic hardship that 
such curtailments would cause. It believes that justice 
would best be served if future studies and recommenda­
tions include consideration of relieving rathe1 than in­
creas111g worker and consumer costs of living. 

The Indiana Traffic and Transportation Association 
suggested that the ICC set the main lines of the new Con­
solidated Rail Corporation. Feeder lines should then be 
allowed to serve cities not located on the mainlines, so 
that this service could be performed in less than one day. 
The solvt!nt railroads should be: allowed to maintain com­
pet11ive east-west and north-south routes. In addition, all 
the railroads should be allowed to rendt!r substituted 
TOFC-COFC service to cities that they formerly served 
and for which rail service would be terminated under 

plans passed by Congress. 
Donald H . Gott, Executive Director of Fine H ard­

woods, American Walnut Association, recommended the 

following : 

(1) Better container loading facilities. 

(2) Better piggyback service. 

( 3) More available rail cars. 

( 4) Improved road beds. 

(5) A more equitable rate structure. 

( 6) Improved passenger sc:rvice on distances less 

than 300 mile,. 

(7) Electrification of rail lines to save fut:!. 

The public offered many variations on the theme of 
public ownc:rship of railroad property Mayor John W. 
Riemkc of Kendall,ille recommended that either the 
slate or federal government own the nghts-of-wa1 and 

charge the carrier~ a fee. 
A number of suggestions reoccurred The following is 

a list of the recommendations recited most frequently: 

(I) The planning process must consider the grow­
ing need for agricu ltural products and the sea­
sonal nature of agricul tural shipments. 

(2) The planning process must recognize the exbt­
ence of inaccurate carload data and the effects 
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of bad weather, st rikes and poor harvests on 
rail usage. 

(3) The planning process must consider private 
investments made in reliance upon rail service 
and local transportation system plans under­
taken in good faith by both carrier and com­
munity. 

( 4) The final plan must be consistent with national 
defense mobilization plans and with broad so­
cial, economic, environmental and energy con­
servation factors. 

( 5) The final plan must be consistent with other 
fedt:ral policy goals a~ reflected in tht Rural 
Ot:velopment Act. 

( 6) Federal, sta te and local tax structures should 
be examined and altered to equalize the tax 
burdens borne by the different modes within 
the transport industry. 

(7) The government should subsidize construction 
and maintenance of the interstate railway 

system. 

( 8) A different type of rate structure is needed to 
maJ..e the railroads profitable. 

(9) In formation should be included in the Prelim­
inary System Plan about the effect of the sys­
tem on the operations of AmtraJ.. . 

( I 0) Information should be included in the Prelim­
inary System Plan so that a differentiat ion is 
made between essential and convenient use of 
rail transportation. 

( I 1 ) Better data should be collected concerning the 
potential use of railroads. 

( 12) Consideration should be given to the necessity 
of rerouting trains in the event of a train acci­

dent or a natural disaster. 

( 13) Work rules should be revised to increase pro­

ductivity . 

( 14) Tight restrictions should be placed on the use 
of railroad corporate assets. 

( 15) Tougher federal legislation is needed to regu­
late the conduct of trarn,portation holding com-

panies. 
( 16) Tax relief should be granted to operating fa­

cilities owned by rail carriers. 

( 17) A sllld) should be conducted for the establish­
ment of na11onal or regional equ ipment pools, 
to be available on a needs basis. 

( 18) Because present policies and regulations have 
tended to discourage private ownership or leas­
ing of equipment, conditions should be estab­
lished that would encourage more private own­

ership and leasing. 



ILLINOIS 

Illinois is the nation's fifth most populous state. Sixty 
percent of its population is concentrated in the Chicago 
area. Bordered on the north by Lake Michigan which 
provides access to the St. Lawrence Seaway and on the 
west by the Mississippi River, TI!inois is one of the na­
tion's leading transportation centers. The Illinois rail road 
system is the second largest in the nation and has helped 
the state become the leading agricultural exporter in the 
country It leads the country in production of soybeans 
and corn, and is also an important producer of wheat, 
cattle, and hogs. Manufacturing and minmg are other 
revenue sources for the state, which ranks high in oil 
and coal production-Illinois has the largest bituminous 
coal reserves in the United States. The state is also the 
largest producer of fluorspar, a mineral used in the pro­
duction of steel. The mining industry is located largely 
in the southern part of the state. 

The DOT Report divided Illinois into 18 zones (Fig­
ures 4 and 5), two of which were not analyzed because 
of their complexity and five more of which were not 
analyzed because no bankrupt railroads operated within 
their boundaries. 

The following railroads operate in Illinois: Atcheson, 
Topeka and Santa Fe (AT&SF); Chessie System (B&O 
C&O); Burlington Northern ( BN ); Chicago & Eastern 
Illinois (C&EI); Chicago and Illinois Midland (C&IM); 
Chicago and Northwestern (C&NW); Chicago, Milwau­
kee, St. Paul & Pacific (CMSP&P): Elgin, Joliet & 
Eastern (EJ&E): Erie Lackawanna (EL): Grand Trunk 
Western (GTW): Illinois Central Gulf ( ICG) ; Illinois 
Terminal (IT); Louisville & Nashville (L&N): Missouri­
Illinois (MI): Missouri Pacific (M P ); Norfolk & West­
ern (N&W); Penn Central (PC): Peoria & Pekin Union 
(P&PU); Chicago, Rock Island & Pacific (Rock Island ) 
(RI); St. Louis Southwestern; Soo Line; Southern 
(SO); Toledo, Peoria & Western (TP&W). 

ZONE 134 

Zone I 34, La Salle/ Peru, has the fourth largest traffic 
volume of all the Illinois zones. Because of this heavy 
traffic, especially the traffic through Streator, many wit­
nesses felt that Zone 134 should have received special 
attention as a major gateway for inter-regional rail move­
ments. Service to Streator would be severely curtailed if 
the DOT's abandonment proposals were implemented. Of 
the ten lines radiating out from the Streator area, seven 
were designated potentially excess. 
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Potentially Excess Lines 

The following is a list of lines in Zone 134 which were 
designated potentially excess by the DOT Report , as 
supplemented and corrected: 

( 1) The BN line from Streator north to Ottawa. 

(2) The ICG line from Streator west to Lacon. 

( 3) The BN line from Streator northwest to Ogles­
by. 

( 4) The N&W line from Streator southwest to Pon­
tiac in Zone 139. 

( 5) The PC line from Streator west through Lost­
ant and Granville to Hennepin and from Howe 
through Ladd Junction to Churchill. 

(6) The !CG hne from Oglesby south through Zone 
I 37 to Bloomington in Zone 1-38. 

(7) The BN line from Mendota west to Walnut. 

(8) The C'MSP&P line from the Zone 133 border 
south through Welland and Mendota to Ladd 
and from Granville to Oglesby. 

(9) The BN from Zearing through Ladd to Peru. 

(IO) The RI line from Toulon west to Orion in Zone 
135 ( discussed in Zone 135). 

( 11 ) The BN line from Sherwood south to Elm­
wood in Zone 137 (discussed in Zone 137). 

( 12) The ICG line from Varna south to Washington 
in Zone I 3 7 ( discussed in Zone 13 7). 

( 13) The A T&SF line from Ancona in Zone 139 
southwest through Dana in Zone 134 to Pek in 
in Zone 137 (discussed in Zone 137). 

( 14) The BN line from Baker northwest to the zone 
border. 

(15) The C&NW line from Spring Valley northeast 
through Churchill and Earlville to the northern 
zone border and the C&NW spur from Ladd to 
Churchill. 

BN: Streator to Ottawa 

The Burlington Northern line from Streator north to 
Ottawa is used by Del Monte Propertie~ which stated 
that its Streator customers would be cut off from direct 
rail service from the company's Wedron, Illinois plant. 
The La Salle County Farm Supply Compan} stated its 



Zone 131 Chicago 
Zone 132 Rockford 
Zone 133 Slerllng 
Zone 134 Lasalle•Peru 
Zone 135 Davenport , Rock Island . Molino 
Zone 136 Galesburg 
Zone 137 Peoria 
Zone 138 Bloomington 
Zone 139 Kankakee 
Zone 140 Champaign 
Zone 14 t Decatur 
Zone 141 Manoon 
Zone 142 Decatur 
Zone 143 Lincoln 
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Zono 323 St Louis 
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DESIGN ATED POTENTIALLY EXCESS BY 
THEUS DEPARTMENT OF TRANSPORTATION 
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concern about rail ser\'ice from Aurora, on the Zone 131 
border, to Streator via Ottawa. The company presently 
generates 150 carloads a year on this line and anticipates 
an increase in 1974. It expressed displeasure with any 
curtailment of service and argued that the trackage should 
be improved, noting that the line has had a speed limit 
of six miles per hour and a weight limit of 80 tons per 
car in the Ottawa area. 

The Mayor of Streator stated that firms in his city are 
heavil) dependent upon bulk shipments by rail. For ex­
ample, Thatcher Glass Company ships in 100,000 tons of 
sand a year, predominantly from Ontario. Thatcher also 
ships glass and metal products out of the city. Streator 
Brick S)stems, Toe. stated that it expects to ship and re­
ceive 880 carloads in 1974 The company opposed any 
abandonment of rail ser\'ice from the north and stated 
that, if such ahandonmcnts were carried out, it might be 
compelled to ~hut down its plant 

ICG: Streator to Lacon 

Wenona Crop Service Company generated 36 carloads 
of plant food on this line in 1973 Another farm service 
company in Varna reported!) received 32 carloads of 
fertilizer in I 973. Marshall- Putnam Oil Compan) ·s \'ama 
plant received 33 carloads m 1973 and expects to receive 
38 in 1974. 

BN : Streator to La Salle 

Ristocrat Cla) Products Company of Tonica gener­
ated 146 carloads of coal and 011 on this line in 1973. 

N&W: Streator to Pontiac (Zone 139) 

This N&\\' line from Streator south to Pontiac in Zone 
139 is used by Transco, Inc. which shipped 300 car­
loads of acoustical insulation on the line in 1973. Trans­
co stated that the insulation it ships is a high volume, low 
value, low weight material best suited for rail transporta­
tion. It claimed that truckmg the material would double 
its transportation costs. The company stated that the 
Santa Fe would be the only line serving it 1t the pro­
~osed abandonments were carried out and alleged that, 
m the past, Santa Fe has refused to supply it with a suffi­
cient supply of cars. Transco stated that N&W attempts 
to meet its car requirements. The Borden Chemical Com­
pany, which generates 2,919 carloads annually from a 
plant in Clay. Illinois, noted that it was unclear from the 
DOT map of Zone 139 whether its plant would continue 
to receive rail service or not Streator Brick Systems, Inc. 
generated 686 carloads on this line in 1973 and expects 
to generate 880 in 1974. 

PC: Streator to Ladd 

This PC line runs west from Streator and then north 
to Hennepin, Howe and Ladd. PC has trackage rights 
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across the BN from Ladd to Zearing. The DOT Repon 
designated two segments of the line potentially excess: 
from Streator to Hennepin and from Howe to Ladd. The 
Illinois Power Company stated that, although its Oglesby 
and Hennepin stations would still have service from the 
north, that senice would have to make use of the PC 
Illinois River bridge. Illinois Power stated that it does 
not know whether the bridge can carry its traffic and 
noted that a single piece of equipment. when disassem­
bled for shipment. can weigh as much as 211 tons. 

The Jones and Laughlin Steel Corporation plant, 
which is located on this line at Hennepin, shipped and 
received 15,744 carloads of coiled steel over this line in 
1973. The company stated that Penn Central maintains 
a fleet of 180 specially designed cars for these shipments. 
Single hoe service has been promised the firm to avoid 
switching congestion in the Chicago area which would 
add two or three days time to the shipments. The Swift 
Edible Oil Company noted that this line, which is pan of 
the former "Kankakee Belt Route" of the old New York 
Central. connects with all western carriers and permits a 
by-pass of Chicago. 

ICG: Oglesby to Bloomington (Zone 138) 

Several witnesses tesufied concerning the ICG line from 
Oglesb, south to Bloomington in Zone 138 and the Penn 
Central and ICG lines intersecting it at Lostant and Wen­
ona, respecuvely. Wickes Corporation's outlet at Lostant 
handles 30 carloads per year of buildi ng supplies; Wickes 
utilizes both the PC and the ICG lines. Two farm service 
companies in Wenona together received 40 carloads in 
1973. Tabor & Company, a grain merchandising fi rm and 
an operator of gram elevators, stated that its facility at 
Wenona generated tour carloads in 1972-73 and its fa. 
ciltty at Lostant generated 30 carloads. Tabor has not 
been able to use rail service at these two locations in 
1974 because it could not obtain cars. 

R1~tocrat C'la) Products Company, which shipped 146 
carloads m 1973, explamed that its Tonica plant would 
he deprived of the use of the ICG La Salle to Blooming­
ton line and the BN Streator to La Salle line if the DOTs 
proposals were implemented. 

BN : Mendota to Walnut 

The Burlington Northern line from Mendota west to 
the Zone 133 border at Walnut was declared potentially 
excess by the DOT Report . Ohio Farm Fertilizer Com­
pany of Ohio, Illinois, received approximately 30 car­
loads of farm chemicals over the line in 1973 and pro­
Jects the same usage for 1974 The company alleged that 
there 1s no acid terminal in the state of Ill inois available 
for trucks. The E. \\. Houghton Eleva tor Company of 
La \foille currently ~hips 90 percent of its grain by barge 
due to more favorable rates. G BH-Way Homes, Inc. 
stated that conversion to trucking would add $500 to the 



cost of its average house. It received I J 9 carloads of lum­
ber and plywood over this line in 1973 and projects 150 
carloads for 1974. \ 'ice President H. D. Lear of Burling­
ton Northern declared that the Mendota-Walnut-Den­
drock (Zone 133) line should not be considered surplus 
am.I 1ha1 1hc line is an integral part of the BN system al­
though it is not used to handle traffic normally operating 
on high Jcnsit) mainlines. 

CMSP&P: Welland to Ladd and Granville to 
Oglesby 

The DOT Report designated the Chicago, Milwaukee, 
St. Paul and Pacific line from the Zone 133 border at 
\\'ellan<l ,outh through Mendota and Trek to Ladd po-
1ent1ally excess. Also designated potentially excess, but 
not identified on the Zone 134 map as a CMSP&P line, 
is the segment from Granville to Oglesby. Del Monte 
Corporation. which has an operating cannery and a stor­
age-in-transit operation at Mendota, shipped 360 car­
loads over this line in 1973. Del Monte stated that it has 
several other canneries located on lines of the CMSP&P 
which ship canned good, to \1endota for distribution and 
that continued service at Mendota by the Cl\1SP&P is. 
therefore. vital to its operation. 

Joanna Western \1ills Company ,tated that its Phillips­
Joanna Division, which manufactures polyolcfin films. is 
located at Ladd and has a private siding on the CMSP&P. 
Philli ps-Joanna received 24 carloads of polyethylene pel­
lets in 1973 and expects to receive 30 carloads in 1974 
and 40 in 1975. These carloads average a net weight of 
180,000 pounds. Upon completion of work on its siding. 
Phillips-Joa nna should be able to ship 10 to J 2 carloads 
of finished film per year. These carloads are expected to 
weigh over 50.000 pounds each. Curtailment of service 
might force the firm to shut down its plant which pres­
ently employs 50 people. 

Amoco Oil Company stated that 1t has a subsid1arv, 
Trekker Chemical Company, located on the CMSP&P 
track at Trek Trekker manufactures herbicides and pes­
ticides. In 1973 it received I 03 carload\ of ra,\ materials, 
primarily clay, in 70 ton hopper cars. It shipped out 27 
carloads of finished package goods. Amoco pointed out 
that retention of track from Mendota to the Trekker fa­
cility, a distance of about three miles, would result in a 
three mile segment generating 43 cars per mile per year. 
1t would cost Amoco $1 million to rebuild the Trekker 
plant at another location. 

BN: Zearing to Peru 

This BN line from Zearing through I add to Peru was 
not designated on the Zone 134 map as a BN line. Leone 
Grain & Supply Company of Peru. which is located on 
the hland line, abo uses this BN line and objected to its 
proposed abandonment. 
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BN: Baker to Zone Border 

No evidence specifically concerning thb line was re­
ceived by the RSPO. 

C&NW: Spring Valley to Northern Zone Border and 
Ladd to Churchill 

Del Monte P roperties Company testified that this line 
was of particular interest to it because in the laM two 
years it has invested considerable sums in building and 
developing a new plant in 1he area. 

Lines Not Designated Potentially Excess 

Considerable tcstimon, was received from firms in 
Princeton. \\hich were concerned about possible curtail­
ment of rail service to that city. Allen Lumber Company 
stated that. under th.: DOT proposab. :he nearest switch­
ing point to Princeton would be 35 miles away. The 
Princeton Chamber of Commerce was concerned that the 
switching point at Princeton might be eliminated. The 
Princeton station generated 297 carloads in 1973. 

ZONE 135 

Potentially Excess Lines 

Although there are no insolvent railroads operating in 
Zone 135, which encompasses the Davenport, Iowa and 
Moline and Rock Island. Ill inois areas, the DOT Report 
did analyze the zone The following lines were designated 
potentially excess: 

( I J fhe CMSP&P l111e from Oakton, Io,\a to El­
dndge, lowa ( discussed under '·Jowa" in 
chapter entitled "States Beyond the Region") . 

(2) The C\1SP&P line from Watertown northeast 
to Ceffco. 

(3) The R I line from Orion sou theast through 
Galva to Toulon in Zone 134. 

( 4) The BN line from Woodhull west through 
Alpha to Joy in Zone 136. 

( 5) The RI spur which runs west from Milan. 

CMSP&P: Watertown to Ceffco 

This CMSP&P line was designated potentially excess 
from Watertown north through Ceffco to the zone border. 
The line continue~ to Savanna in Zone 133, a zone not 
analy1ed b) the DOT. The line runs along the east bank 
of the \lississippi River. am! witnesses stressed the need 
for the line as a possible detour route during the spring­
time floods. 

Rail service is necessary for the operation and mainte­
nance of the Cordova Nuclear Station according to Com­
monwealth Edison Corporation Giant transformi:rs and 
generators weighing up to 650,000 pounds can be 



shipped only by rail A ma.1or substation of the Iowa­
lllin01s Gas and Electric Compan) al~o crucial to energy 
needs is located on this line ~bandonmenl of trackage 
111 Savanna w,lllld lea, c an I I 00 acre industrial park 
which contains two large corporations, with no rail 
service. 

RicharJ Goepel Companj has a warehouse and manu­
facturing facility at Cordova which receives from four 
to six carloads of lumber per wed. , ia Nitrin The com­
pany receives 85 pe1cent of its lumber from the Paci.fie 
Northwe~t and rhc deep 'iouth. It stated that it~ future 
usage would increase and possibly double because it 
applied for and has been granted Storage-in-Transit. 

Minnesota M1010g and Manufacturing reported that it 
has a plant 10 Cardova. located in a large industrial park 
which has allractcd scwral .:ompanic:s dependent upon 
rail service An important consideration in 3:vt's dec1S1on 
to locate at Cordova in 1969 was the availabiliL) of rail 
service. 3M noted that It would be difficult and imprac­
tical 10 handle some of the chemicals which it ships by 
any means other than rail. 

Barge connection~ in this area would be left without 
rail acces\ h) tin: abandonment of 1his ltnl! Further­
more. the Chicago, Milwaukee, St. Paul and Pacific Rail­
road stated thar it has no inten1ion of transferring all of 
its track to Conrail. fable 95 contains a traffic profile of 
this line. 

Table 95: Traffic Profile : Watertown to Ceffco 

Rail user 

Wickes Lumber Co. 
Hydrocarbon Trans-

portation. Inc 
Minne~ola Mining ,ind 

Manufacturing 
~andstrom Products 

Cummoditv 

Lumber 
Fuel oil, 

nitrogen 
! errom, 

~ulphate 

Ejttmated carloads 
1972 1973 Pro1ected 

50 50 

62 117 

441 
42 

Htdrocarbon Transportation, Inc. noted that it intends 
to irn.:rease its fuel oil business by 50 percent. 

RI: Orion to Toulon (Zone 134) 

The Chi,ag0. Rock bland and Pacific hne from Orion 
southeast through Galva to Toulon in Zone 134 was 
deemed potentially excess h) the DOT R eport except for 
a small portion of the line around LaFayette in Zone 
134. The Rnck l,land te,tified that the DOT zone map 
must have bcl!n m erwr since LaFayette 1s connected to 
the Burlington Northern line which crosses the Rock 
l~land 11 GalYa Orhrrw1se the LaFayette coal mine. 
which generates 20,000 carloads yearly would be served 
by six miles of track with no connection to the out~ide 
world . The Rock Jsland stated that the segment from 
Toulon to LaFayette has recently fallen into disuse. 
Table 96 contains J traffic profi ll! of the line. 

Peoples Bank of Cambridge reported that more than 
20,000 tons of asphalt and rock a1c transported over this 
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Rock J.;land line per )Car The bank furthe1 stated that 
rail sen ice should be retamed through Cambridge as an 
alternative route in case of M1s,i\sippi River flooding. 
The Henry Count) Livestock F..:edefa Association slated 
that it would cost $2 more per acre 10 fertilile a field if 
fertilizer were shipped b, truck rather than hy rail. The 
Rock Island line \lated that It would not abandon thi, 
profitable trackage. 

Table 96: Traffic Profile: Orion to Toulon (Zone 134) 

L 11ima1,·d carloads 

Ruil 11scr Co111111ocli1\ /971 

(Irion 
Sherrard Po" er System Pole, 
f\\in State Hou,ing 

Comronenr,. Inc. component, 

o,co 
O\cO Lumber Co t umber 

Cambridr:e 
John~on Farm Service Fc:r1ili1er 
Yari:er Bros. Elevator C, rn \O} bean, 
Henry Service Co. r enilizer 

Galm 
Galva Co-op Grain & 

Suppl> C'o. Salt. fcrtiliLcr 
Gaha Iron & l\lletal C'o. ',crap metal 
Galva Foundry Co. t o~c pig iron 
r ii} Division-Owens- Fuel oil. plastic 

fllinois . Inc. rc,in . oil 
Pearson Bros. 

Company fire, . wheels 
o,erbaugh Fquipment 

Co. Farm equipment 

flwn- Cou11rv 
J ii. R I arm Center 1 

Sturk Co11nty 
Stub\ I-en ilizer Service Fertilizer 
laFayellc Grain and 

Feed 
Corn. so> bi:ans, 

coal 
\1artm Implement Co. Cnmbines 

40 

(Ions) 

I al ·aye/It· 

194 

Stub'~ Fertilizer Sen 1,e Phnt food 
Martin Implement Co. Farm machinery 
laFaye11e Grain&. 

Feed Co. Grain 

/973 

7 

49 

2 

3 
120 
40 

3 
5U 
59 

28 

84 

5 

3 

20 

114 

3 
114 

18 

ProJtCttd 

7 

59 

2 

3 
l JO 

50 
177 

28 

168 

s+ 

6 

20 

18 

1 J&R has recent)} invested in equipmenl 10 ship corn by rail. 

Henry Sen ice Company, First Mississippi Corp., John­
son Farm Sen 1cc the Henry County Highway Depart­
ment, Yeager Bros. Elevator, J & R Farm Center and 
Clifford l umber Company. all in Cambridge, generate 
approxima1el) 263 carloads annually. They noted that 
the line has recent!} been rebuilt and stated that aban­
donment at this time "would seem very foolish." 

BN : Joy to Woodhull (Zone 136) 

There was minimal response concerning the potentially 
excess Burlington Northern line from Joy ea~t in Zone 
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J 36 through Alpha to Woodhull in Zone 135. T he 
Mer<:<!r County Farm Bureau stated that it handles 800 
carloads a year over the BN from Jo; to Alpha and 
protested the abandonment of this line. A rcpresentati\·e 
of the Mercer County Railroad Preservation Com mittee 
,tated that the line generated a total of 876 carloads in 

1973. 

RI : West Milan Sp:..ir 

DOTs designation llf thb spur as potentially excess 
generated protest fn,m u~ers ot the spur and from the 
Rock Island itself. The Rock Island noted that the DOT 
Report ned1ts Milan with slightly less than 6,500 car­
loads annually hut stated that approximately 1,000 of 
those carloads were generated on the three mtle \.\'est 
Milan spur. fhe company is convinced that current 
traffic data would show even greater use of this short 
line. Charles Wilson of the Industrial Development Fund 
of Rock Island pointt:d out what he considered to be 
an untenable inconsistency in the DOT's determination 
of the Milan spur as potentiall; excess. The Economic 
Development \dmm1stration has granted 5918,999 in 
matching funds, $238 000 of which is for the develop­
ment of an industrial park 5106,000 is to be used to 
extenJ railroad spurs to serve the park. Mr Wihon 
stated that it b strange to have mone) granted from one 
arm of the federal government for the development of a 
rail oriented industrial park while another arm of the 
government seemingly recommends cutting off the rail 
service that would make the industrial park viable. Deere 
& Company is buildmg a new plant on this spur and 
has received assurance from the Rock Island that the 
railroad will not abandon it. A traffic profile of this spur 

is contained m Table 97. 

Table 97: Traffic Profile: West Milan Spur 

E.111111ated c,1rloadJ 

Rail user C.1111111c>tlin J<J?-:! /971 Projected 

Ander~on & Mandie 
Grain Company 

Deere & Compan~ ~ 
Miller Container Corp. 
Stanley Mandie 
\ ictoria Feed Co. 

Grain 
Farm implement, 

Grain 
'ialt 

535 1 

50 
500 
527 
IOO·i 

1 Ander,on and \fondle reported 1hat it could have ,hipped 1wice 
a~ many carload~ had car, been a, 1ilable. 

~ New plant. 
3 Vktoria recd aho received an unspe,ificd number of ,ar\ in 
1973. 

Miller Container Corporation, in Milan, reported that 
it employs apprnximatcly 220 people with an annual 
pa) roll in execs, of $2 million. Total sales rnlume is in 
the $10 m1llion range. Miller, which chose its present 
plant location because of the availability of rail service, 

stated that it cannot receive rolling stock by any other 
mode. If the spur were abandoned, Miller would have 
to re locate. 

The Rock Island Chamber of Commerce noted rhat 
the Economic Development Adminbtration has awarded 
the C'ity of Rock Island and the Chamber's Industrial­
Commercial Development Corporation a $918,000 grant 
to finance the development costs of a new I 06 acre 
ind ustrial park that would be served b)' a lead track 
from the Milan spur The not-for-profit Industrial Corp. 
i, spending $80.000 to rchahilitate !he pre,ent right-of­
Wa) and the R I track and has a lease for 3,500 feet of 
track designated potentiall) excess. According to the 
Quad C'itv Development Group, the park. when fully de­
veloped, will provide 2,000 new jobs with a $25.000,000 
annual payroll and a projected capital investment of from 
$10 to $15 million . The Development Group stated that 
the 76 acre Turkey H<1llow Inclu,trial Park is also located 
along this line. When fully developed, the Turkey Hollow 
Park is expected to provide 1,000 new johs, a $12 million 
annual payroll and an estimated capital investment of 

¢,7 S million 
The lowa- lllinois Gas & Electric Company stated that 

it has a major electrical substation adjacent to the RI 
right-of-way near the spur's western terminus. The com­
pan) 1s planning additional facilities m the area and 
stated that the ltne is vital. 

ZONE 137 

Potentially Excess Lines 

The DOT Report, as supplemented and corrected, 
designated the following lines in Zone 137 potentially 

exce,s: 
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(I) The TP&\V line from the zone bnrder west of 

Glasford to Kolbe. 

(2) The TP&\\ line from Farmdale to the 1one 
border east of El Paso. 

( 3) The BN line from Elmwood northeast through 
Monica to Sherwood in Zone 134. 

( 4) The IT line from a point northwest of Morton 
southea,t through Mackinaw to the southern 
zone border. (This line is identified on the 
DOT map of Zone 137 a, an IC line ) 

(5) The TCG line from North Pekin through Pekin 
and Winkel to the southern 1one border. 

( 6) The lCG line from \ 'a rna in Zone 134 through 
Washburn to Washington. 

(7) fhe AT&SF from Ancona in Zone l 39 south­
w,;st through Minonk to Pekin . 

( 8) The RI branch from Keller to Al ta. 

(9) The PC P&E li ne from Pekin cast southeast 



across the eastern 1one border to Bloomington 
in Zone 138. 

( IO) The TCG from Pekin southeast through Dela­
van to Lincoln in Zone 143. 

( 11 ) The ICG line across the easternmost portion 
of the .wne from Mi nonk south to Kappa. 

1 12) The PC line from Morton south through 
Armington in Zone l 3 7 and Atlanta and 
Kenney in Zone 143 to Maroa in Zone 142. 
(Also discussed in Zone 143.) 

( 13) The IC'G line from Bloommgton in Zone 138 
west through the southeast corner of Zone 137 
and through Zone 143 to the Zone 144 border 
at Tallula. ( Also discussed in Zone 143.) 

( 14) The ICG line from Minonk Junction east 
through Pontiac (Zone 139) to Cullom in 
Zone I 39 ( Discussed m Zone 139.) 

(15) The C& IM line from Powerton southwest 
through Stoers and Parkland to the zone bor­
der. (See also Zone 143.) 

Peoria Gateway 

Much of the testimony concerning Zone 137 concen­
trated on the need to maintain Peoria as a rail gateway. 
The Peoria area consists of about 342,000 people, 400 
industries and 2,700 commercial establishments. Accord­
ing to the Peoria Board of Trade. 9,000 rail cars of 
grain were unloaded in the Peoria market in 1973. This 
total could ha\e been greater were it not for the car 
shortage. fhe Peona Association of Commerce stated 
that, in 1972, 166,000 carloads passed through the Peoria 
gateway and that by I 978. 277,000 carloads will pass 
through the gateway. The Association emphasi1ed that 
reduced rail sen·ice could not handle thb increased 
volume. The reduced rail sen ice would also mean 
454.000 additional truckloads per year in and out of 
the Peoria area According to the East Peoria Chamber 
of Commerce, the closing of the Peoria gateway would 
eliminate 1,600 jobs and stifle further employment 
growth in the area. The Peona Association of Commerce 
estimated that tht: DOT proposals would create additional 
transportation costs of at least $36,200,000 per year in 
the Peoria area. 

Sunkist, Inc emphasized that the Peoria gateway is 
vital for shipments of food from the West Coast and 
Arizona to the East. Keystone Consolidated Industries, 
Inc. stated that, if the DOT proposals for Zone 137 were 
implemeuted, 8, 51 1 of its cars would have to be re­
routed through Chicago and St. Louis. 

Many other witnesses believed that the; maintenance 
of a Peoria gateway would relieve congestion in the St. 
Louis and Chicago gateways, alleviate car shortages and 
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delays in delivery. and provide a necessary alternative to 
the Chicago and St. Louis gateways during times of 
national emergencies. 

Hiram Walker & Sons has a distillery and bottling 
facility at Peoria which annually generates between 590 
and 625 million pounds of freight, approximately 40 
percent of "hich moves by rail. According to its traffic 
manager. Dean J . Anderson, Hiram Walker has histori­
cally routed aga111st the Chicago and St. Louis gateways 
in order to avoid delays. The company strongly favors 
the maintenance of the Peoria gateway and contends that 
implementation of the DOT's proposal\ to abandon 
T P&W. PC and I'<&\\ through-ser..ice to Peoria would 
disrupt and possibl} destro) trailer-on-flatcar traffic to 
eastern points. 

TP&W: Glasford to Kolbe and East Peoria to 
El Paso 

The DOT Report designated two segments of the 
T P&W potentially excess in Zone I 37. from the western 
zone border east through Glasford and Reed Ci ty to 
Kolbe and from Ea,r Peona to the eastern zone border 
east of El P:iso. The TP&\\ mainline conttnues ea~t 
across the state of Illinois, and two other segments of 
it have been designated potentially excess: the segment 
from Enright to West on in Zone 138 and the segment 
from Forrest in Zone 139 to Effner, Indiana. 

The TP&W is the only through railroad performing 
east-west service via the Peoria gateway. The TP&W 
testified that a substantial portion of its income is de­
rived from 0\ erhead traflic. TP&W stressed that, al­
though its traffic is below DOT criteria, it is adequate 
for profitable operation and it is increasing. One of the 
effects of the DOT Report has been to sti fle almost 
completely TP&W's industrial land sales in the area. 

Submissions were received from Kansas businesses 
using the TP&W: lnland Storage Distributing Center, 
which ships 14.000 cars yearly by TP&W; New Era 
Milling Company, ADI\! Milling Company; and Ro;s 
Industries. Thc~e suhmissions stressed that the potential 
impacts which would result from the abandonment of 
any of the TP&W line would include: 

( 1 ) Increased rail congestion at the Ch icago and 
St. Louis gateways. 

(2) Increased travel time for rail equipment. 

( 3) Elimination of inspection services of perish­
able itemi. at Peoria. 

( 4) Further service deterioration. 

In commenting on the DOT Repo rt, Inland Storage 
stated that it did not question DOT's intent but did ques­
tion DOT's logic in proposing abandonments of profit­
able railroads. Instead of concent rating its efforts on 
solvent railroads, Inland recommended that DOT direcl 
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its attention exclusively to those carriers with financial 
problems. 

ADM Milling Company recommended the takeover by 
the TP&W of the Penn Central trackage from Effner, 
Indiana to Logansport, Indiana. 

Phillips Petroleum Company was particularly con­
cerned about the TP&W. In 1972, Phillips shipped 732 
carloads in its privately owned rail cars over the TP&W; 
in 1973, Phillips shipped 1,015 carloads over the line. 
Phill ips shipped a large amount of additional freight over 
the TP&W in railroad-owned equipment. 

According to Phillips, abandonment would increase 
the shipping time to its customers; reduce the number 
of markets available; increase inventory costs; increase 
fuel consumption; and decrease utilization of its own 
rail car fleet. Phillips estimated that at least four days 
transit time would be incurred for each carload shipped. 
Based on 1,000 carloads, this would amount to a loss of 
4,000 carload days per year. With each car day lost 
being valued at a minimum of $10, Phillips estimated 
that its transportation costs would increase by at least 
$40,000. 

Phillips also reported that abandonment of the TP&W 
would have a detrimental effect upon present rail service 
in the Midwest by increasing the congestion at the al­
ready overburdened Chicago and St. Louis gateways 
making dependable and efficient service almost an im­
possibility. 

Texaco, Inc., was also concerned with the possible 
abandonment of the TP&W. For the past three years 
Texaco has shipped an average of 213 carloads of freight 
via the TP&W and anticipates shipping 200 carloads in 
1974. If the Peoria gateway is eliminated, Texaco for­
sees increased congestion through the Chicago and St. 
Louis gateways resulting in additional transit times for 
east-west shipmenLl.. Furthermore. the eli mination of 
this direct connection between east-west carriers would 
deprive the TP&W of revenue necessary to provide 
efficient and dependable service, a result in conflict with 
the present need for improved car utilization. 

The Hubinger Company, of Keokuk, Iowa, stated that 
it has shipped and received over 17,000 carloads via the 
T P&W in the past nine years. Hubinger noted that, 
during the three month period in 1973 when the Missis­
sippi River was above flood stage, the TP&W was the 
only line able to get in and out of Keokuk. Because of 
the TP&W's many connections, Hubinger was able to 
ship in all directions despite the flood. 

Eastex, Tnc. reported that in 1973 it shipped 1,992 
ca~s from Texas to the East via the AT&SF and the 
TP&W. The firm considers the TP&W vital for 60 per­
cent of its eastern busi ness. 

Homer H arlow of Midwest Carbide Corporation re­
ported that of 3,000 cars shipped in and out of Keokuk 
by his firm. 1,500 moved via the TP&W. 

Several firms and organizations provided evidence 
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concerning the Glasford to Kolbe segment of the TP&W 
The Kingston River Terminal in Kolbe has invested a 
total of $1,993,700 in warehouses. track, docks and 
converter equipment in order to handle large volumes 
of fertilizer. Kingston also receives large quantities of 
steel products for delivery to International Harvester Co. 
at Canton . If the DOT proposals were implemented, 
Kingston would suffer economic losses and would be 
forced to reduce its work force and put off future ex­
pansion. In fiscal year 1973 International Harvester 
shipped 289 carloads over the TP&W. 

Several witnesses stressed that trucks could not re­
place the TP&W in Zone 137 and noted that abandon­
ment of the line would put a heavy burden on the area's 
roads and on its taxpayers. 

CF Industries, which has a warehouse operation on 
the TP&W at Kolbe for the distribution of fertilizer to 
points in Illinois, Iowa and Wisconsin, projects that in 
1977 it will be distributing 500,000 tons of fertilizer 
through its facility. In ten years the fertilizer tonnage 
distributed will have increased 900 percent. This growth 
will not be possible without the TP&\V. CF Industries 
generated 1,281 carloads in 1973. 

Foote Mineral Company in Exton, Pennsylvania, 
noted that it has 5hipped an average of 802 carloads of 
pig iron over this line for the last nine years. Lonza, 
Inc. in Mapleton, generated 500 carloads over the line 
in 1973 and expects to generate 600 carloads in 1974. 
By 1978 its shipments should top 1,000 carloads. Cater­
pillar Tractor Company, also in Mapleton, shipped 4,986 
carloads in 1973. Ashland Chemical Company in Maple­
ton generated 3,119 carloads in 1973. Northern Petro­
chemical generated 449 carloads. 

Caterpillar Tractor Co. stated that its Mapleton plant 
shipped 893 carloads and received 4,093 carloads in 
1973 over the TP&W. In addition Caterpillar loaded 668 
carloads of containers at Peoria bound via TP&W to 
the East Coast and 1,664 bound via TP&W to the West 
Coast. TP&W also provided Caterpillar wi th 1,400 
covered hopper cars per year for sand movement from 
Michigan. 

Another Caterpillar plant, at East Peoria, is served by 
the Peoria and Peki n Union Rail road. This switch line 
connects with the ICG, IT, TP&W and the PC. Cater­
pillar shipped 6,596 carloads from this plant in 1973 
and received 2,677 carloads. It opposes any abandon­
ment which would eliminate the P&PU's connections. 

Hiram Walker & Sons. Inc. generated 1,115 carloads 
over the TP&W in I 973 and also originated 249 TOFC 

cars. 
FS Services at Kingston Mines estimated that it will 

ship 1,015 carloads m 1974, 1,250 in 1975. 1,420 in 
I 976 and 1,520 in 1977. 

Table 98 contains additional data concerning the East 
Peoria to El Paso segment of the TP&W. 



Table 98: Traffic Profile : East Peoria to El Paso 

Estimated carloads 
Rail user Co111mod11y /972 1973 Projected 

Federal Warehouse Co. Foodstuffs. drugs, 
cleaning compounds, 

The Hubinger Co. 

United Facilities, Inc. 
Phillips Petroleum 
Allied Mills 
O'Neil Bros. Transfer 

& Storage Co. 
WA BOC Construction 
Hagerty Bros. Co. 

Pineville Kraft 
Pillsbury Co. 
FS Services, Inc. 
Shell Oil Co. 

M issoun Portland 
Cement Co. 

Woodford County Seed 
& Service Co. 

Mara thon Metallic 
Building Co. 

Kaiser Agricultural 
Chemicals 

power mowers, 
chemicals 

Oil 732 

Warehousi ng 

Industria l & ,tee! 
supplies 

Food products 
Grain elevator 
Lube oib, plastic 

resin, chemicals 

2,592 
17,076 
(since 1965) 

7,000 
1,015 

1,2 18 

100 
1,050 

300 

1,425 
1,148 

819 

1,080 

1,400 (over 
last IO years) 

28 

190 

48 

300 

Cheron Chemical Company testified that its agricul­
tura l pesticide manufacturing plant in El Paso depends 
upon the TP&W for inbound shipments of bulk raw 
material. 

BN: Elmwood to Sherwood in Zone 134 

The Buda-Elmwood branch of the Burlington North­
ern has been declared potentially excess from Sherwood 
to Elmwood . This segmen t services four principal users 
accord ing to R . E. Drain , who quoted a local rail needs 
study undertaken by the Tri-County Regional Planning 
Commission comprised of Peoria, Tazewell and Wood­
ford counties. The study showed that the four users con­
tacted generated 137 carloads inbound and 6,092 out­
bound on the line in 1973. Witnesses at the Peoria hear­
ing stressed that that presence of coal deposits must be 
considered as an important factor in favor of the con­
tinuation of rail service along this branch . A majori ty of 
rail users emphasized that their transportation plans call 
for as much as a 75 percent increase in rail usage, if 
sufficient rail cars a re made available. Abandonment of 
the line would cause the abandonment of one industrial 
site and curtail expansion at two other locations . Crest 
Corporation in Brimfield estimated that it would ship 
nine carloads in 1974. 

IT: Morton to Lincoln in Zone 143 

The Illinois Terminal Company is one of two main 
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line freight carriers for St. Louis gateway traffic out of 
Peoria. The DOT Report designated the IT potentially 
excess from southeast of Peoria, near Allentown, south 
through Walnut, Burt and Union (Zone 143) to Lincoln 
in Zone 143. The line was erroneously identified on the 
DOT maps of Zones 13 7 and 143 as an £CG line. IT 
considers the line an integral part of its operation and 
objects to the DOT's proposal for its abandonment. 
According 10 the Tri-County Commission IT's total car­
loads forwarded and received over this line plus inter­
change traffic totaled 24,955 cars in 1973. 

Dean J Anderson. General Traffic Manager fo r Hiram 
Walker & Sons, Inc., stated that the movement of traffic 
be tween Peoria and St. Louis takes 12 hours via the IT. 
According 10 Mr. Anderson, shipments to St. Louis via 
the C&NW, which would receive this traffic under the 
DOT proposal, would require "no less than two working 
days" because of that railroad's peculiar rou ting prac­
tice. H iram \.\'alker generated 450 carloads over the IT 
in 1973. Mr. Anderson no1ed that the elimination of the 
IT would leave only lhe RI available to handle dried 
grains under incentive mileage rates (TL/CTR Tariff 
E-772) to dairy regions in the east. 

D ana Throckmorton of the Federal Warehouse Com­
pany reported tha1 that firm generated 235 carloads over 
the IT in 1973. 

Witnesses concerned about the IT's line stressed that 
IT has already abandoned unprofitable lines and acquired 
trackage rights over parallel lines. Testimony also empha­
sized that 95 percent of lT's traffic originates and/or 
terminates on the line. Approximately $31 million has 
been expended in the past six years on road and equip­
ment improvements. Witnesses stated that implementa­
tion of the DOT's proposals would devastate IT opera­
tions. The Federal Warehou<e Company, which ships 
235 cars per year over the IT indicated that its business 
would be adversely affected by any abandonment of this 
line. The Rock Island , which is part owner of IT and 
connects with it at Peoria and St. Louis , stated that it 
would be in a tenuous position if the TP&W line were 
eliminated . 

ICG : North Pekin to Winkel 

The DOT Report designated the TCG line potentially 
excess from North Pekin south through Pekin and Winkel 
in Zone 137 and through New Holland and Fancy Praine 
in Zone I 43 . This line ex tends to Sherman, Illinois in 
Zo ne 144 where it inten,ec ts with the ICG interstate 
line. One user of the line is the Pellsburg Company 
which generated I.I 81 carloads of traffic in 1973. How­
ever, according Lo the Tri-County Commission, this 
company has immediate plans for the complete phase­
out of rail transportation. Another user is the Flagwell 
Service Company which generates 32 cars annually. The 
Tri-County Local Rail Needs Study Commission con-



tacted two users on this line who generated 1,252 car­
loads in 1973. The Tri-County Commission agreed wi th 
OOT's designation of this line as potentially excess. 
Kregsman Transfer Company generated 400 carloads 
from its plant in Pekin in 1973. 

ICG : Varna in Zone 134 to Washington 

This TCG line from Varna in Zone 134 sout h th rough 
Washburn to Washington was designated potentiall y 
excess by the DOT R eport. The !CG applied to the ICC 
for permission to abandon this line (Finance Docket 
No. 26764), but, largely due to community opposition, 
the ICC denied the application. There is presently service 
by one train per week over the line. The Tri-County 
Commission recommended the abandonment of this line 
provided service to Metamora is maintained by the 

TP&W. 

AT&SF: Ancona in Zone 139 to Pekin 

The Illinois branch of the Atchison, Topeka and Santa 
Fe runs from Streator in Zone 134 to Pekin . This branch 
generates mostly local service. In 1973, 22 users of the 
line generated 2,572 carloads according to the Tri­
County Commission. Its Report indicated that imple­
mentation of the DOT Report\ recommendations would 
severely hamper ongoing operations for I 5 users of the 
line. Caterpillar Tractor Company's Morton plant re­
ceived 26 carloads and shipped 996 carloads over the 
line in 1973 and Caterpillar wants rail service retained 
from Morton to Streator. Hi ram Walker & Sons, Inc . 
shipped 48 carloads over the line in 1973. Perry De­
hydrating Company used 276 hopper cars in 1972 and 
247 hopper cars in 1973. This company, which manu­
factures pellets, is very much concerned about the in­
creased cost of shipping by truck . Additional data con­
cerning this line can be found in Table 99. 

Table 99 : Traffic Profile : Ancona to Pekin 

Es1ima1ed carloads 
Rail user Commod11y 1972 /973 Projected 

Woodford County Seed 
& Service Co. Seed 

S1andard Oil Oil 
Martin Implement Co. Fa rm equipment 
M u~mer Produce 
Kem Lumber & Coal 

74 
5 

110 
70 
5 

90 

Libby, McNeill & Libby, a processor of both canned 
and frozen food products, has a plant on the Santa Fe 
at Morton . During its peak period the plant ships ap­
proximately 12 cars per day, seven days per week for a 
ten week period . Almost all of Libby's car supply comes 
via the AT&SF from either Pekin or Streator. Libby 
stated that without service over this line the AT&SF 
could not satisfy its requirements and asserted that no 
other railroad in the area could either. 

RI: Keller to Alta 

The Rock Island branch from Keller to Alta was 
designated potentially excess by the DOT Report. Ac­
cording to the submission of the R ock Island. the track­
age at Alta has been abandoned since January, 1973, 
and the branch presently terminates at Pioneer Industrial 
Park. According to the Tri-County Commission, loss of 
rail service to the park would put seven rail users out of 
business and force others to relocate. The Commission 
recommended that rail service be maintained to the park, 
basing its recommendation on the employment. the tax 
base generated, and the future economic expansion of 
the park. In 1973 the 13 rail users contacted by the 
Tri-County Commission generated 930 carloads. 

PC: Pekin to Bloomington in Zone 138 

This line is owned by the Peoria & Eastern and op­
erated, under an operating agreement, by the PC. The 
DOT Report designated the line potentially excess from 
Pekin east southeast across Zone 137 to Bloomington 
in Zone 138. The Fageswell Service Company of Tre­
mont shipped 43 carloads over this line in 1973 and 
expects to be shipping I 00 carloads per year b} 1983. 
The Tri-County Commission reported that six users of 
this line between Pekin and Danvers generated 1,317 
carloads in 1973. 

According to Carl Brown, Traffic Manager for Key­
stone Consolidated Industries, the line is currently han­
dling 70 percent of that firm's inbound shipments and 
about SO percent of its outbound shipments. In 1973, 
Keystone's inbound and outbound shipments totalled 
I 6,404 carloads of which 10,332 were inbound and 
6,072 were outbound. Keystone, which is one of the 
largest independent wire mills in the world, has its prin­
cipal offices and manufacturing plant in Peoria . 
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The Danvers Farm Elevator which is located at Dan­
vers in Zone 138, generated 11 carloads of fertilizer and 
coal and expects to ship 17 carloads in 1974. 

Other segments of this PC/ P&E line are discussed 
in Zones 138, 140, and 143. 

ICG: Pekin to Lincoln in Zone 143 

The DOT R eport designated this ICG line potentially 
excess from Pekin south through Delavan to Lincoln in 
Zone 143 . Farmland Industries stated that it generates 
an average of 240 carloads over this line per year. E as t 
Lincoln Co-op and Burtonview Grain, Coal and Lu mber 
Company, both of which are located on the line, esti­
mated that the increased cost of shipping goods by truck 
would decrease the Logan County area's standard of 
living by ten pem.nt. If the DOT recommendat ions 
were implemented, only two of Logan County's 27 grain 
elevators would retain rail service. Krusemark E mden 
Grain Elevator and B. B. Milling Company, both of 
E mden, shipped 140 and 14 carloads, respectively, in 



1973 Amax Coal Company, of Indianapolis. Indiana, 
stated that abandonment of this branch would affect 
planned expa nsion of its Sun SpN Mine. The Tri­
County Commission reported that it had contacted 13 
users of this line between Peoria and Mattoon (Zone 
141 ). who shipped I 2,202 carloads in 1973. 

ICG: Minonk to Kappa 

Illinois Power Company stated that its substation at 
El Paso, which is served by this line and the TP&W 
requires rail service for the transportation of heavy 
equipment. The Tri-County Commission contacted eight 
users of this line who generated 417 carloads in 1973. 
The overriding importance of the line, according to the 
Tri-Count) Commission. stems from its intrastate north­
south carrying capacity connecting with the ICG inter­
state mainline at Centralia in Zone 145. 

PC: Peoria to Maroa (Zone 142) 

This PC line extends from Peoria southeast to Macki­
naw and south through Tazewell, Mincer, Hittle and 
Armington to the zone border. The line continues south 
through Mt. Joy and Rowell in Zone 143 to Maroa in 
Zone 142. The line was designated potentially excess 
from a point southeast of East Peoria to Moroa. The 
Tri-County Commission reported that it contacted l 0 
users of the line between Peoria and Decatur in Zone 
142; these users generated 1,932 carloads in 1973. 

American Distilling Company generated 1,290 car­
loads over the line in 1973. Teo Park, Inc., which pro­
duces aluminum sulfide, wood pulp, glycern and sul­
phuric acid, shi pped 600 carloads over the line in 1973. 

For a further discussion of the line, see Zone 143. 

ICG: Bloomington (Zone 138) to Tallula (Zone 143) 

The DOT Report designated this ICG line potentially 
excess from Bloomington in Zone 138 southwest through 
Hopedale, Brownwood and Delavan in Zone 137 to the 
southwei,tern zone border of Zone 143, below Tallula. 
The Tri-County Commission agreed with the DOT desig­
nation of this line as potentially excess. The Commission 
contacted four users of the line who generated 245 car­
loads in 1973. The largest of these users is phasing out 
rail service. For a further discussion of this line, see 
Zone 143. 

CIM: Pekin to Havana in Zone 143 

The Chicago and lllinois Midland which runs south­
west from Pekin to Havana, in Zone 143 is owned by 
the Commonwealth Edison Company. This line which 
was designated potentially excess, is used to move coal 
to and from Commonwealth Edison's mixing plant at 
Havana. The portion of the line located in Zone 137 
runs from Powerton southwest through Stoehrs and 

Parkland. The Tri-County Commission empha,ized that 
this line is necessary for the delivery of low sulfur coal 
from Wyoming to the mixing plant and in the transporta­
tion of coal from the mixing plant to the Powerton elec­
tric station and to a barge connection to Chicago Accord­
ing to the Commission 8 ½ million tons of coal moved 
over the line in 1973 . 

Lines Not Designated Potentially Excess 

Several companies submitted evidence concern10g the 
Rock Island line from Peoria northeast through Chilh­
cothe to Chicago. Caterpillar Tractor Company which 
has a plant at Moss,ille, a station not recommended for 
local se rvice, ,hipped 191 carloads and received 215 
over the RI in 1973. Caterpillar stressed that its Mo,s­
ville plant provides over five umes the minimum num­
ber of cars requtred by the DOT to retain a station. 
Franchise Services Inc., a subsidiary of Pizza Huts, Inc., 
expects to receive 450-500 carloads in 1974. Hiram 
Walker & Sons, of Peoria, shipped and received 488 
carloads over this line in 1973. 

Testimony from the Rock hland noted that the Peoria 
Terminal Company, a Rock Island subsidiary, now 
enters Pekin via the Peoria and Pekin Union line be­
cause the Peoria Terminal bridge is out of service. The 
Rock Isla nd plans to file for abandonment of Peoria 
Terminal trackage across the Illinois River Bridge and 
to request approval of trackage rights over the P&PU. 

ZONE 138 

Potentially Excess Lines 

The DOT Report. as supplemented and corrected, 
designated the following ~ections of the line within Zone 
138 potentially excess: 

(I) The TP&W !me across the top of the zone 
through Enright, Gridley and Weston. 

(2) The ICG line from Bloomington northca1t to 
Otto in Zone 139. 

( 3) The ICG line from LeRO) east through Sabina 
and Troster and through Zone 140 to Potomac 
in Zone 139 (discussed in Zone 140). 

( 4) The PC line from Bloomington southeast to 
Champaign in Zone 140. 

( 5) The ICG line from Bloomington south through 
Clinton in Zone 143 to Forsyth in Zone 142. 

(6) The ICG line from Bloomington southwest 
through Zone~ 13 7 and 143 to Tallula (see 
discussion in Zones 137 and 143 in Zone 137) 

(7) The PC line from Bloomington west to Pekin 
in Zone 137 (d ii,cussed in Zone 137) . 

( 8) The ICG line from Bloomington north to 



Oglesby in Zone 1 34 ( see discussion in Zone 
134) . 

TP&W: Enright to Weston 

This is a segment of the TP&W mainline between 
Peoria in Zone J 37 and Effner, Indiana. Table 100 con­
tains a traffic profile of that segment of the line located 
within Zone 138. 

Table 100: Traffic Profile: TP&W through Zone 138 

Estimated carloads 
Rail user Commodity /972 1973 Projected 
Gridley Garvey Grain Grain, 

Co., Inc . soybeans 235 
.Mc Ker and Roegge, 

Inc. Gra ir. 106 250 
Fabral Corporation 
Meadow's Co-op Co. Grain 50 
Bloomington Illinois 

Grain Corp. JOO 100 
Weston Grain Co. Grain 400 
Farmer's Grain Co. Grain 600 

Lee 0. Garber, a retired professor from the University 
of Pennsylvania, now a farmer near Weston, reported 
that there are I 86 farm\ whose nearest market is Weston. 
If the Farmer\ Grain Company elevator at Weston lost 
rail service and local farmers were able to market their 
corn and bean crops at the next closest elevator, Mr. 
Garber estimated that it would require the shipment of 
8,576 truckloads of produce per year. 

R. B. Campbell, P resident of the State Bank of 
Gridley. stated that there are two grain elevators in the 
Gridley area which account for approximately 350 car­
loads per year over the TP&W. He noted that, in recent 
months, 180 acres of land adjacent to the T P&W have 
been acquired for industrial development. W. H. Boies, 
a farm manager, stated that farmers in the Gridley area 
market more than 60,000 bushels of soybeans and 
250,000 bushels of corn each year, most of which moves 
via TP&W. 

Meadows Co-op stated that it would double its 1973 
shipments in 1974 if enough cars are available. 

ICG: Bloomington to Otto (Zone 139) 

The DOT Report designated th is ICG line potentiall:r 
excess from Bloomington northeast through Colfax. 
Anchor and Cropsey to the zone border. The section of 
the line from the zone border northeast to Otto is dis­
cussed in Zone 139. 

Anchor Grain Company reported that its three facili­
ties at Colfax, Anchor and Cropsey shipped 475 car­
loads in 1972 and 415 carloads in I 973 . The company 
was fu rn ished with fewer cars in 1973. Colfax Farmers 
Grain Company also reported difficu lty in obtaining 
necessary cars. The company shipped I 00 carloads in 
1973 but was short 20 I cars. In 1970 Colfax Farmers 
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Grain was short 320 cars, in 1971 . 206 cars. and 1972. 
522 cars. The firm expects to ship 345 carloads in 1974. 
if enough cars are supplied . Miener•~ Farm Service re­
ported that it shipped 305 carloads in 1970, 320 car­
loads in 1971 , 10 in 1972 and 34 in 1973. 

PC: Bloomington to Champaign (Zone 140) 

This line, which is owned by P&E and operated by PC, 
extends southeast from Bloomington through LeRo} 
and Watkins to Champaign in Zone 140. Weedman 
Grain Company reported that it used to ship over the 
line but that the PC has failed to repair its siding. As a 
result the compan) no longer uses rail service. Moms 
Tick Company generated 183 carloads of scrap iron 
over the line in 1973 and expects to generate '.!'.!5 in 
1974. Morris Tick would go out of business if it lost 
rail service. 

ZONE 139 

Zone 139, Kankakee is located in eastern Illinois; it 
has a population of over 280,000. The zone's economy 
is primaril} dependent upon agriculture. Warren Cook of 
the Kankakt:e County Regional Planning Commi,sion 
testified that if Kankakee County's 2-4 grain storage sta­
tions had to ship b) truck instead of hy rail their shipping 
costs woulJ increase from $636,000 pt:r year 10 $ l. I 05,-
000. Robert Dnfenback of the Kankakee County Farm 
Bureau stated that the lines designated potcntiall) excess 
within the county generated over 3.600 carloads in 1973. 
lf sufficient cars had been available. Mr. Drifcnback be­
lieves the Imes would have generated 8.000 carloads. 

The Kankakee County Board estimated that It would 
cost between $6,375,000 and $12.750.000 w bring coun­
ty road~ up to the condition necessary to accommodate 
the increased truck traffic which would result from rail 
abandonment. The Board stated that there arc '.!-49 bridges 
in the county which could nl)t ca1-r) a large truckload of 
grain. 

Potentially Excess Lines 

The DOT Report, as supplemented and corrected, des­
ignated the following segments of lines within Zone I 39 
potentially excess: 

(I) The PC line from Kankakee southeast to Shel­
don. 

(2) The C&El line from Cissna Park to Alonzo 

(3) The C&El line in the southeast corner of the 
zone ff{'lm Danville southwest to Allerton and 
the C&E I Jamaica spur. 

( 4) The !CG lme from Bloomington in Zone 138 
through Risk and Cullom to Otto. 

(5) The JCG line from Minonk Junction in Zone 
J 37 through Flanagan and Pontiac to Cullom. 



(6) The N&W from Gibson City east through Che­
neyville to the Indiana border. 

( 7) The CMSP&P li ne from Momence northeast to 
Joliet in Zone 13 J. 

(8) The TP&W line from Forrest east to ·webster. 

(9) The PC line through the southeast corm:r of 
the zone from Campbell through Danville and 
Humrick to Cairo in Zone 146. 

(10) The L&N line from Alvin southwest to Vipco 
am! the L&N Brothers spur. 

( 11) The N&W line from Pontiac northwest to Strea­
tor in Zone 134. (Discussed in Zone 134.) 

( 12) The TCG line from Le Roy in Zone 138 through 
Zone 140 to Potomac in Zone l 39. (Discussed 
in Zone 140.) 

( 13) The PC line from Urbana in Zone 140 through 
Delong to Newell. (Discussed in Zone 140.) 

( 14) The AT&SF line from Ancona southwest across 
the zone border to Pekin in Zone l 37. (Dis­
cussed in Zone 137.) 

( 15) The !CG line from Dwight west to a point east 
of Clay. (No response was received concerning 
this line.) 

PC: Kankakee to Sheldon 

This re line was designated potentially excess from 
Kankakee ~outheast through St. Anne, Nelson and Shel­
don to Effner, Indiana. Table 101 contains a traffic pro­
file of the line. 

St. Anne Grain Company stated that it would have in­
creased its shipments over this line by 200 carloads per 
year, had sufficient cars been available. Peter's Phosphate 
Com pan), which is located in St. Anne, also experienced 
difficulty in obtaining sufficient cars. Lauhoff Grain Com­
pany of Danville ~lated that it ships cars from Danville 
to Streator over this line. 

Table 101 : Traffic Profile : Kankakee to Sheldon 

Rail u:,er 

Early and Daniel 
Company 

Donovan !-'armer's 
Coop. Elevator. Inc. 

SJ. Aonc Grain 
Company 

Peter', Phosphate 
s~n ice 

Beaverville Grain and 
Lumber 

Swift Edible Oil 
Company 

Estimatt'd carloads 
Co11111wd11y 1972 1973 Projeiled 

Grain ) ,100 

Grain. fertilizer 147 147 

Grain 750 850 

Phosphat~ 20 
fertilizer, building 

materials 265 

1,200 
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C&EI: Cissna Park to Alonzo 
This small C&El spur serves Cissna Park. Claytonvillc, 

Goodwine and Alonzo. Dale Price, of Markwalder-Pricc 
Grain Company in Cissna Park, stated that his firm ship­
ped 77-+.000 bushels of corn by rail in 1973 and received 
550 tons of coal. Markwalda-Price also received about 
50 carloads of machiner). feed and fertilizer in that year. 
fhe Cissna Park Cooperative Grain and Coal Company 
shipped 200 carloads over the line in 1973. The company 
stated that trucking would not be a practical alternative 
for it since 70 percent of its produce is shipped out of 
state. Cla) tonvillt: Farmers Grain and Coal Company 
shipped I 11 carloads over the line in I 973 and expect~ 
to ship I 08 carloads in 1974. 

C&EI : Villa Grove (Zone 141) to Westville and 
Jamaica Spur 

This C&El line extends from \ illa Grove in Zone 141 
northeast through Long,·iew and Broadlands in Zone 140 
and Allerton. Sidell and Indianola in Zone 139 to West­
ville. A short spur extends northward from Sidell to Ja. 
maica. Both the line and the spur were designated poten­
tially excess by the DOT Report. 

Huntington Creek Corporation shipped 596 carload~ 
over this line from its grain elevators in Jamaica, Broad­
lands and Longview in 1973. The firm expects these ele­
vators to generate 615 carloads in 1974 and 625 carloads 
in 1975. 

In J 973, Allerton Supply Company shipped 225 car­
loads of fertiliier from its facility in Allerton. Farmer's 
Elevator Compan} loaded 44 cars at Jndianola and 214 
cars at its Jamaica elevator. 

Lauh0ff Grain Compan} of Danville stated that con­
tinued service over this C&EJ line is vital to its operations 
since it ships in an average of 2,150 carloads per year 
from stations on the C&El. In addition, Lauhoff has 
shipped an average of 600 carloads per year from Dan­
vtlle over the C&EJ. 

ICG : Bloomington {Zone 138) to Otto 

This ICG line runs northeast from Bloomington th rough 
Colfax and Cropse) in Zone 138 and Chatsworth and 
Cullom in Zone 139 to Otto. The entire segment was 
designated potentially exce,s by the DOT Report. Table 
I 02 contains a traffic profile of the line. 

Meiners Farm Service reported that· it utilizes the line 
becau,e it would cost it $6 to $8 more per ton to trans­
port its shipment~ by truck. 

The Village of Herscher noted that the highway sys­
tem in and around Herscher is inadequate to support the 
increased freight traffic that would resu lt from abandon­
ment of the line. 

ICG : Minonk Junction (Zone 137) to Cullom 
This ICG li ne extends from Minonk Junction in Zone 



Table 102: Traffic Profile: Bloomington to Otto 

Es1ima1ed cnrlnad5 
Rail user Commodity 1972 1973 ProJected 

Living~ton of 
Chatsworth, Inc. Grain 12 

Farmer's Grain Co. Grain 90 96 
Cullom Coop. Grain 

Co. Grain 101 I 16 
Kempl<,n Coop Co. Gram 50 50 
Cahery farmer's Grain 

Coop <.,min 140 135 
Hendrix Town and Farm implement~, 

Country feed. hardware 228 
Ale~ander Lumber Co. Gram 70 48 
Herscher Grain Co. Gram 510 442 
Irwin Grain Company Grain 96 40 

137 east through Flanagan and Pontiac to Cullom. The 
entire segment was designated potentially excess by the 
DOT Report. The Vernal Draeger Company shipped 83 
carloads of grain and plant food from Graymont station 
in 1973. 

N&W: Gibson City to the Indiana Border 

This N&Vv line extends east from Peoria in Zone 137 
through Bloomington in Zone l 38 and across Zone 139 
to Indiana. The DOT Report de~ignated the line poten­
tially excess from Gibson City east through Paxton, EaM 
Lynn, Hoopeston and Cheyneyville to its junction with 
the PC near Fowler. Indiana. Short se1:,.'lllents of the line 
east of Gibson City, east of East Lynn and west and east 
of Hoopeston were not included in the poten tially excess 
designation Table I 03 contains a traffic profile of the 
line. 

Hiram Walker & Sons. Inc. of Peoria shipped 281 car­
loads and 349 TOFC cars O\er this line in 1973. 

Carson Grain Company, a user of the line, stated that 
it would he willing to pa) higher rates to maintain serv­
ice. Car~on shipped 204 carloads in 1972 and 134 in 
1973. The company could use 130 covered hopper cars 
and 110 boxcars m I 974. Singleton Grain Company 
stated that, if sufficient cars were made available. its rail 
shipments would immediately increase by three to four 
times current levels . Singleton stated that the percentage 
of commodities shipped by rail from its East l ynn facil­
ity has decreased each year due to its increasing difficulty 
in obtaining adequate cars and in spite of the fact that 
purchases of grain by the compan} have steadily in­
creased. 

Singleton questioned the equity of the DOT's proposals 
which would deny rail service to grain elevators west of 
Hoopeston hut not to those east of Hoopeston. 

Pillsbury Company. which currently routes most ot its 
shipments over the L&N, has been negottating with the 
\!&W to \hip two I 00 car unit trains per year over this 
line. 
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Table 103: Traffic Profile : Gibson City to the 
Indiana Border 

E,t1111a1td carload., 
Rail user Commodity 

Centra l Soya Company Grain 
Elliot Farmers Grain 

Co. Grain 
Ludlow Cooperative 

Elevator Co. Gram 
Carson Grain Corn, 

Company soybeans 
Singleton Gram Co. 
Federal Warehou~e Co. 

1971 /973 Proje~ted 

4.592 

41 101 

204 
221 

34 

134 
151 
237 

240 
60\l 

CMSP&P: Joliet (Zone 131) to Momence 

This Milwaukee Road line extends from Momence, in 
the northea~t corner ot the zone, northwc~t to Joliet in 
Zone 131. The DOT Report designated the entire seg­
ment within Zone 139 potentially excess: the DOT Re­
port did not perform an excess line analysis for Zone 131 . 

Whitaker Farmer's Grain Company reported that it 
generated 396 carloads of gram and feed concentrates in 
1972 and 245 carloads in 1973. 

TP&W: Forrest to Effner, Indiana (Zone 128) 

The Zone 139 segment of the TP&W Peoria to Effner 
mainline passes through Fairbury, Forrest, Chatsworth 
Gilman. Watseka. Webster and Sheldon. The line was 
designated potentially excess from Forrest to Sheldon. 
Discussions of otht:r segment~ of the line appear in Zones 
13 7 and 1 38 Table I 04 contains a traffic profile of the 
Zone 139 ~egmcnt of the line . 

Table 104: Traffic Profile: Fairbury to Effner, 
Indiana 

Rail user 

Farmers Grain Co. 
Honncgger's & Co. 
\1 eyer\. Inc. 
Pittsburgh lnterna 

tional Corp. 
Moorman 

Manufacturing 
Trainor Grain & 

Supply Co. 
Kaiser Agricultural 

Chemicals 
!)umner Elevator 
I a Hogue Grain Co. 
Lifetime Doors. Inc. 
l arco. fnc . 
Ford Iroquois Farm 

Service. Inc. (Piper 
City and Leonard) 
(Sheldon) 

Lo01a, Inc. 
Foote Mineral Co. 

Cummocli/\ 

Gram. feed 
l-erlili1.er 

Steel coil 

Grain 
Pho\phate. 

potash 

Grain 
Doors \.\ood 
Grain 

E.<llmated carloads 
/972 1973 Pro1ected 

418 350 

61 

142 

1,984 
125 

7, 

51 

160 

18 
135 
159 

346 

150 

275 

500 
450 

Potash. phosphates. 
corn, beans 57 

103 1 

500 
802 

Chemicals 
Pig iron 

1 Some of the carloads generated by the Sheldon facility were 
shipped via PC. 



The Corn Belt Pres~ reported that it ships newspaper, 
newsprint, and presses on this line . Pittsburgh Interna­
tional Corporation stated that it mu~t utilize the line ~e­
cau~e poor county roads preclude the use of trucks. Life­
ti me Doors, lnc. located its plant in Watseka specifically 
to benefit from TP&\\. service. \'arco, Inc., of Watseka, 
which requested that the TP&\\ remain in service, sub­
mitted the following comparative analysis of rai lroad and 
truck ,hipping co,ts from its \arious shipping points: 

Massachusetts S 1.1 '.?. 'cwt. by rail 
$2.32 cwt. by truck 

Wisconsin $ .66/cwt. by rail 
$1.l 9 / cwt. by truck 

North Carolina $ .93/cwt. b) rail 
$1.81 'cwt. by truck 

The city of Watseka stated that loss of east-west serv­
ice over the TP&V\- would mean local industries would, 
in many cases, be forced to use grossly circuitous rout­
ings. 

The Ford Jroquois Farm Bureau in Watseka estimated 
that conversion to trucking cost it an additional $34,-
761 .20 in J 973, and would cost an additional $55,900 
in 1974 and $69.200 in 1975. 

PC: Campbell to Humrick 

The segment of this PC line within Zone 139 is only 
a small portion of a line which extends from Chicago 
south through Hammond and EITner, Indiana and thr0ugh 
Danville. Paris (Zone 141), Mt. Carmel (Zone 141 ). 
and Carmi (Zone 146) to Cairo (Zone 146). The line 
enters Zone 139 near Campbell and runs southwest 
through Danville, \\estville and \lermillion to Humrick; 
the entire segment has been designated potentially ex,:-ess. 

Ill inois Power Compan:r has a generating station at 
Vermillion which would be left without direct rail sen ice 
if thi~ line were abandoned Although Jllinois Power was 
not us.ng the line for the shipment of coal at the time of 
the RSPO hearings, the company stated that it might need 
the line a t any time for the transportation of replace­
ment or repair parts to the station. The station has an 
estimated rcmain111g useful life of 25 years. The disassem­
bled shipping weight of the largest single component of 
Illinois General\ I 00 \1\\ lllrbinc generators is approx­
imate!) 155 tons. 

CPC lntcrn,ttional, Inc. submitted infonnation con­
cerning om .. of its subs1d1arics. Peterson 1Puri tan. Inc, a 
contrac.t packaging company speciali1ing in aerosol and 
liquic.l filling. Pctcr~on Puritan has two plaot~ at Dan­
ville, served exclusively by the PC In 1973. these plants 
generated in excess of 350 carloac.ls. 

Lauhoff Grain Company noted that Danville is one of 
the more important interior railway locations in the Mid­
west since 1t is servec.l by railroads serving the east, west 

130 

and south Lauhoff stated that, since 1970, it has aver­
aged over 4,000 carloads per year in and ~ut of Danville 
via PC. These carloads mO\c over the Pans (Zone 141) 
to Danville and Effner, Jndtana segments of the line. 

Tt was reported that there is a new DuPont plant on 
the line. Bandbury Lumber Company generated eight car­
loads of lumber from Danville in 1973. Bandbury stated 
that shipping b} truck would cost it 25 percent more than 
shipping b) rail. Core-I uhe, Inc . reported that it has de­
veloped a nc\, process for manufacturing resin and will 
require rail service to handle tis increased production. 

L&N: Alvin to Vipco and Brothers Spur 

This L&N branch extends southwest from its connec­
tion with the L&N mainline at Rossville Junction through 
Alvin to Vipco. A short spur near Vipco serves Brothers. 
The branch was designated potentially excess from Alvin 
to Vipco. Rossville Grain Company stated that there are 
three grain elevators on this ~egment of the line that 
would be adversely affected by the loss of rail service. 
Huntington Creek Corporation DBA Lotus Warehouses 
has a grain elevator at Brothers which, in 1973. gener­
ated I 52 carloads of corn 19 of soybeans, and four of 
wheat The facility pro1ects future usage of 200 carloads 
in 1974 and 205 carloads in 1975. 

Lines Not Designated Potentially Excess 

L&N : Danville to Watseka 

Table 105 contains a trallic profile of this segment. 
Ros~\llle Grain Companv stated that there are four grain 
elevator~ on the Dan\ ille to Hoopeston ~ection of the line 
which \\Ould be seno11sl) affected if switching service 
were curtailed. 

Table 105: Traffic Profile: Danville to Woodland 

Estimated carloads 
Rail user Commndlt\' 1972 1973 

Huntmgton Creek 
Corp. Grain 175 

Bu~hoom Grain Co. Corn 331 
Pilbbury Co. 1,803 1,879 
Stockland Grain Co., 

Jnc. Corn 225 
Papineau Grain Grain ,oybeans 378 

C&EI : Pana (Zone 145) to Chicago Heights 
(Zone 131) 

Projtcttd 

200 
450 

2,000 

460 

The second line which generated concern was the C&EI 
!me from Pana ln /one 145 through Sullivan and \ illa 
Rica in Zone 141 and through East Lynn and Watseka 
in Zone 139 to Chicago Heights in Zone 131. Goodwine 
Gram Cooperative Company shipped 267 carloads of 
gram over this line from Goodwine and Alonzo in 1973. 
Grain Park Cooperative Grain Company generated 297 
carloads in 1973 and expects to generate 330 in 1974. 



1cG: Champaign (Zone 140) to Kankakee 

Del Rey Farmer's Grain Company stated that although 
truck costs are 3-4 cents more per bushel, 80 percen t of 
their grain is shi pped by truck because of the ICG's poor 
service. Table 106 contains data submitted by users of 

this line. 

Table 106: Traffic Profile: Champaign to Kankakee 

Estimated carloads 

Rail user Commodity 1972 1973 Projected 

Hedge Co. 
Raeder Grain 
Danfo rth and Gilman 

Grain Company 
Kankakee Service Co. 

Corn. grain, 
,oybean\ 294 

ZONE 140 

Potentially Excess Lines 

13 
116 

136 
96 116 

The DOT Report, as supplemented and corrected, des­
ignated the followi ng sections of line in Zone 140 poten­

tially excess: 

( I ) The ICG line from LeRoy in Zone 138 east 
through Lotus, Rantoul and Penfield in Zone 
140 to Potomac in Zone 139. 

(2 ) T he ICG line from Monticello in Zone 141 
east-northeast through Caldwells to Champaign. 

(3) The PC line from Bloomington in Zone 138 
east through 'v'lahomet to Champaign and from 
Urbana east through Ogden and through Dan­
ville in Zone 139 to the lndiana border. 

(4) T he N&W line from Urbana southeast to Sid­
ney. 

( 5) T he C&El line from Villa Grove in Zone 141 
through Broadlands and Longview 111 Zone 140 
to Danville in Zone 139 ( Discussed 111 Zone 
139.) 

ICG: LeRoy (Zone 138) to Potomac (Zone 139) 

This ICG branch extends from LeRoy in Zone 138 
eastward across the top of Zone 140 through Lotus, Ran­
toul and Penfield to Potomac in Zone 139. T he entire 
branch was designated potentially excess except for two 
small segments in Zone I 38. 

Jannusch Fertili1er Company reported that it gener­
at~d 170 carloads in 1973 from its facilit) at Le Ro). The 
Gifford Elevator, which ships from Gifford and Penfield, 
reported that it shipped 439 carloads 111 1970-71. 481 in 
1971-72; and 277 in 1972-73 G ifford's decreased rail 
shipments were a resul t of its inability to obtai n an ade­
quate supply of cars. The fi rm estimated that, if it had a 
sufficient supply of cars, it could load between 450 and 
500 cars per year. R ademacher Brothers Lumber Com-

pany, which is al ,o located in Gifford, stated that it re­
ceives lumber by rai l from the \\'e~t Coast. 

Because of the very competiti ,·e nature of 1hc lumber 
business. Rademacher Brot hers hehcves that all\ increase 
in its transporta tion co,ts would cause it to lo~e a great 
deal of busi ness. ~ 

Jack McJ ilton, Mayor of R antoul contended that, if 
th ere were no car shortage. there would he sufficient traf­
fic ge nerated on the line from Rantoul to Potomac to meet 
th e DOT criteria. The mayor noted that a firm that would 
generate 500 carloads a :,ear ha~ been interested 111 local­
in g in R antoul 

Farmer's Grai n and Coal Company shipped 557 car­
loads of gram out of Dcwc~ and Fisher in 1973 and ex­
peers 10 ~hip 800 carloads in I Q7-t M. P Brshop Fer­
tili1er Company of l.cRo} reported that rt shipped 56 
I 00-ton hopper cars in 197'2 and 52 in 1973. 

ICG: Monticello (Zone 141) to Champaign 

This is a segment of ICG's line between Champaign 
and Decatur in Zone 142. This segment was designated 
potentially excess from Monticello in Zone 141 cast­
northeast through Caldwells to Champaign. 

The Rising Farmers Grain Cooperative reported that 
an elevator at Staley generated 4 7 carloads in 1973, and 
another elevator at Bonne,ille generated 77 carloads. The 
two elevators sen ice over 300 farmers. 

PC: Bloomington (Zone 138) to Danville 

Two major sections of the Bloomington to Danville 
line ha,·e been designated potentially excess within Zone 
140: from the wc~tcrn zone border through t\ t ahomet and 
R isi ng to Champaign and from Urbana east through May­
vim and St Joseph to Ogden on the eastern znne border. 
The line 1s owned hv the Peoria & Eastern and ope rated 
by the PC The Champaign Count) Regional Planning 
Commissi0n recnmmcnded that the P&E he included in 
the system to be operated by the Con~olidatcd Rail Cor­

poration 
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I .. L . Lawhead. Supervisor of \1ahomet Township, tes­
tified that a grain clC\ ator in Mahomet shipped I I car­
loads 0\ er this hnt 111 197'3 but would have shipped 330 
carloads had 1t been able to get all the cars it needed . 
Mr Lawhead al,o reported that the ll ltm FS Ferti lizer 
Company received 32 carloads in 1973: Taylor Imple­
ment Companv ~hipped IO carloads in that year. and a 
lumber comp,rny in \tahomct received seven carloads. 

Rising Farmers Grain Elc, ator shipped 24 ca rloads 
from Rising in 197'3. Tabor & Company generated 12 1 
carloads o; this 1 ·1c anJ expects to gcni.:racc 96 carloads 
111 1974 A rcpre,entative of The \ntlcrsons, a gram ele­
vator, 1 cported that that elevator ge nerates annual tra ffi c 
o f 9,499 carloads mer the seven milt- segment from its 
loca tion to the Champaign cons0hdat1on yards Tea- Pak, 



Inc., in Danville, received 600 tanks and boxcars via this 
line in 1973 and expects to receive 625 cars in 1974. 

Webb Lumber and Wilson-Richter, Inc., both ship 
from Ogden . The !alter firm, which ,hips fcrtili1er, stated 
that it would go out of business if the line were aban­
doned. Webb Lumber estimated that its costs would in­
crease from 54,000 to $5,000 per year if it lost rail serv­
ice. If Webb Lumber were forced out of business. 27 
people would lose their Jobs The firm expects to ship 
between 12 and 50 carloads in J 974. depending upon 
the qualit y of rail service. 

Several firms use both this PC line and the N&W line 
for sh ipments to eastern points. These firms were con­
cerned with the effect that abandonment of both of these 
lines would have upon the area's traffic. 

Swift Edible Oil Compan) has a plant at Champaign 
which produces approximately 300,000 tons of soybean 
meal each year of which 81 percent (3,200 carloads) is 
shipped by rai l. 1,800 of these carloads are moved via 
eit her the PC Urbana to Ogden line or the N&\1.,1 Urbana 
to Sidney line. If these two lines were discontinued, these 
carloads would have to be handled by the ICG or the JT. 
Swift Edible contended that such handling would result 
in problems since most of these carloads are shipped to 
eastern destinations and lCG is not now a party to tariff 
routes for eastbound soybean movements. Swift Edible 
noted that over 22,000 carloads per year now originate 
in the Champaign area and contended that the elimina­
tion of the PC and N&W routes to the east would produce 
a great deal of congestion over the remaining ICG north­
south line. 

Humko Products, a di.ision of Kraftco Corporation, 
has a plant at Champaign at which it refines and proc­
esses vegetable oils and animal fats, and manufactures 
shortening for distribution nationwide and for extensive 
exportation. Humko, which ships several hundred cars 
per year over the PC and the N&W. shared Swift Edible 
Oil Company's concern about the effects which would 
result from abanuonment of these two lines. Humko also 
stated that, although it is served by the !CG. it depends 
upon PC and the N&W for adequate car supply. Of the 
three railroads, Humko stated that only the !CG is un­
able to meet its car requirements. 

The Kraft Fool.ls Division of Kraftco Corporation also 
has a plant a t Champaign served by the ICG but depends 
upon the PC and N&W for its car supply. Kenneth Muel­
ler, Manager of Transportation Services for Kraft Foods. 
pointed out that ICC Car Service Order 1173 ( covering 
mechanically refrigerated equipment) provides that equip­
ment can only be loaded if the owning carrier originates 
or terminates the movement. Therefore, if PC and N&\1.,, 
could no longer originate the movement due to abandon­
ment of their service to Champaign, Kraft Foods could 
not make use of their cars unless the shipments were for 
destinations on the PC or N& W. Jn 1973, this Kraft fa­
cility shipped 3,024 carloads. 
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N&W : Urbana to Sidney 
This N&W branch, which gives shippers in the Cham­

paign-Urbana area direct N&W service to the east, was 
designated potentially excess by the DOT Report. 

The Solo Cup Company, which is located at Sidney, 
reporteu that it generated 960 carloads of paper articles 
and pulpboard over this line in 1973. If the line were 
abandoned. the company would lose rail service to 

Urbana. 
There arc two grain elevators on this line : at Deers 

and at Mira. The Mira Elevator sh ipped 30 carloads in 
1973. and its carload level is expected to remain the same 
in I 974. The Mira Flevator reportedly could have used 
320 additional cars in 1973 but could not get them. 
Huntington Creek Corporation DBA Lotus \.\'arehouses 
stated that it has no objection to the abandonment of this 
track since its Deere elevator is inactive and is only used 
for storing soybean~. 

Lines Not Designated Potentially Excess 

ICG : Mattoon (Zone 141) to Kankakee (Zone 139) 

Several firms suhmitted data concerning that section of 
thi\ JCG line \~hich pa%e, through Zone 140. The line 
cuts diagonally aero\, the zone from the southern border 
northeast through Pesotum. Tolono. Champaign, Lever­
ett. Thomasboro, Rantoul and Ludlow. 

The Savo) Grain Company shipped 87 carloads over 
this line in I 973 but would have shipped 300 carloads, 
had sulticient cars been available. Ludlow Elevator Cor­
poration generated 140 carloads and could have shipped 
400. According to L udlow Elevator, the car shortage cost 
it 510.500 in increased shipping costs. Shipping by truck 
cost it 3 112 cents per bushel more than by rail Lu,liow 
Elevator is pre,entl) investing in a special siding to ac­
commodate I 00 car unit trains . 

Fisher Farmer', Grain & Coal Company in Rantoul , 
which shipped 553 carloads in 1973, reported that if it 
lo,t rail service. it would have to relocate. 

lllia Farm Service. Inc. shipped <;0,000 tons of grain 
from the Champaign area in 1973. Thomasboro Grain 
Company reported that it shipped 465 carloads of grain 
in that year and expects to ship 640 carloads in I 974. 

N&W: Decatur (Zone 142) to Danville (Zone 139) 

The N&W line connecting Decatur (Zone 142) and 
Danville (Zone 139) traverses the southern section of 
Zone 140 from Ivesdale through Tolono to Homer. The 
Ivesdale Grain Cooperative Company reported that it 
shipped 668 carloads from Ivesdale and Sloan in I 973 
and expects to ship 980 in 1974. Another grain elevator 
shipped 629 carloads from Sadorus in 1973, and would 
have l>hipped I 00 more if they had been available. The 
Sadorus elevator expects to use 800 carloads in 1974, 
a nd predicts a I 00 car increase per year over the next 
five years. 
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c&EI: Pana (Zone 145) to Chicago Heights 
(Zone 131) 

A major C&EI line extends from Pana in Zone 145 
northeast through Zone 140 to Chicago Heights in Zone 
131. T he H untington Creek Corporation has elevators at 
Bonga rd and at Block which generated 189 and 40 car­
loads respectively in 1973. T he firm expects these eleva­
tors to generate 230 carloads in 1974 and 250 carloads 
in 1975. The Busboom Grain Company in R oyal shipped 
256 carloads in 1973 and expects to ship 678 carloads in 
1974. lf this line were abandoned, the company would 
close due to loss of its competitive position. Coeval, Inc., 
located in St. Joseph, shipped 200 carloads of chemicals 
in 1973 and expects to ship 225 in 1974. 

ZONE 141 

Zone 141, Mattoon, is located in southeastern Illinois. 
The zone's economic activity is primarily agricu ltu ral , but 
there are large reserves of low-sulphur coal in the zone. 
T. C. Stewart, Director of Transportation for Monsanto 
Company, noted that sout heastern Jllinois, composed o[ 
Zones 141 and 146, has been called the "R uhr Valley of 
America" and stated that there are approximately 21 bil­
lion tons of coal in a nine county region within the zones. 
According to Mr. Stewart, Amax Coal Company and 
Kerr-McGee Corporation are both studying the opening 
of mines in the region. Mr. Stewart contended that the 
DOT Report's recommendations for Zones 141 and 146 
had failed to reflect future rail service needs. The submis­
sion of David G. Abraham, representing Shawneetown 
Regional Port District and other interests, also dealt with 
the particular needs of Zones 141 and 146. Mr. Abraham 
was concerned with the impact of the DOT Report on a 
13 county area within Zones 141 and 146. He noted that 
the area is predominantly rural and sparsely populated 
and that IO of the 13 counties qualify for redevelopment 
assistance under the Economic Development Act. T he fu­
ture of bulk grain storage and transfer facilities was of 
particular concern to Mr. Abraham. These facilities, fo r 
the most part, were not designed to load-out products by 
truck, and the capital investment necessary to modify the 
facilities for such loading could probably never be re­
couped s ince increased shipping costs would render the 
operation either marginal or uncompetitive. 

Potentially Excess Lines 

The following sections of lines within Zone 141 were 
designated potentially excess by the DOT R eport: 

( 1) The JCG line from Decatur in Zone 142 south­
east through Dalton City, Mattoon, Olney and 
Browns to G rayville on the Zone 146 border. 

(2) T he ICG line from E ffingham to R obinson. 

(3) The ICG line through Oconee in the western­

most section of the zone. 
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( 4) The ICG line from Mon ticello through White 
Heath to Champaign in Zone 140. 

(5) The !CG line from White Heath northwest to 
Lodge and from Deland west to Clinton in 
Zone 143. 

(6) The PC line from Pana in Zone 145 northeast 
through Tower Hill, Shelbyville and Mattoon 
to Paris. 

( 7 ) The PC line from G rayvil le in Zone 146 north 
through Mt. Carmel, R obinson and Paris to 
Danville in Zone 139. 

(8) The PC line from Lake City through Arcola 
and Paris to Terre Haute, Indiana in Zone I 25. 

(9) The B&O li ne from Pana in Zone 145 southeast 
through Tower H ill, Altamont, Flora and Barn­
hill to Ju nction in Zone 146. 

(10) T he C&El line from Villa Grove in the north­
central portion of the zone northeast to Dan­
ville in Zone I 39. ( Discussed in Zone 139.) 

( 11) The PC line from Champaign in Zone 140 
northeast through Mansfield and Harris in the 
northwest tip of Zone 141 to Peoria in Zone 
137. (Discussed in Zone 137.) 

ICG : Decatur (Zone 142) to Grayville (Zone 146) 

This ICG line extends southeast from Decatur in Zone 
142 through Dalton City, Mattoon, Olney and Browns to 
Grayville just below the southern border of Zone 141. 

The DOT Report designated the entire segment of the 
line within Zone 141 potentially excess except fo r short 
segments at Sullivan, Mattoon , Greenup and Olney. For 
a traffic profile of the line, see Table 107. 

Tabor and Company reported that its facility in Sulli­
van, which is served by the lCG and C&EI, shipped 48 1 
carloads in fiscal 1972-73 . Lerna Grain and Fertilizer 
Company stated that it is served by both the !CG and the 
N&W, but the N&W does not serve any of its markets. 

Several grain companies submitted evidence concern­
ing this line. Farmers Cooperative Grain Company in 
Dalton City reported that it shipped 224 carloads over 
the line in 197 1, 278 carloads in 1972 and 107 carloads 
in 1973. Farmers Cooperative would have shipped 358 
carloads in 1973, if enough cars had been avai lable. The 
company projected 600 carloads for 1974, again depend­
ent upon adequate car supply. T he Meeker G rain Com­
pany, which did not operate in 1973, stated that if cars 
were available it would ship 600,000 bushels of grain 
and 3,400 tons of ferti lizer in 1974. T he G reenup Grain 
Company was short 296 cars in 1972 and 346 in 1973. 
The Lerner Gra in and E levator Company indicated that 
shipping by truck would cost it 5 to 8 cents more per 
bushel of grain and $10 more per ton of fertilizer than 



by rail. Pillsbury Company operates an elevator owned 
by Southeastern Grain Company at Browns. In 1973 the 
elevator shipped 2,700 tons of corn and an equal quan­
tity of beans via the ICG. 

The AMF Wheel Goods Division, which ships bicycles 
on this line from Olney station, stated that volume move­
ment of its product by truck is not feasible. 

Table 107: Traffic Profile : Decatur to Grayville 
Estimated carloads 

Ra,/ user Commodity 1972 1973 Projected 

Campbell Grain & 
Seed Co. Grain 

Grain 
94 

Parkersburg Grain Co. 
AMF, Inc., Wheel 

Goods Division Bicycles 898 
J. D . Hum & Son Lumber 
Olney Seed Co., Inc. Grain 
West Liberty Grain Co. Grain, fertilizer 
Dundas Grain Co. 
Kennedy Grain 

Elevator, Inc. Grain, fertilizer 
Hildago Elevator 
Meeker Grain Co. 270 
Greenup Grain Co. Coal, grain, 

Lema Grain & 
Fertilizer Co. 

Livergood A&C 
Elevator Co. 

Kaiser Agricultural 
Chemicals 
(Sullivan) 
( Bethany) 
(Dalton City) 

fertilizer 
Wheat, fertilizer, 

corn, soybeans 

Rich-Law Service Grain 
Bradbury Grain Co. Grain, fertilizer 
Bethany Grain Co. Corn, soybeans 
Paul Thomas Grain Co. 
V. R. Grove 
Shultz Milling Co. 
Oil Field Products 

Division of Dresser 
I nc!ustries 

1 Figure is for 1974. 

Grain 

53 JOO 
.9 20 

1,334 1,970 1 

106 130 
302 550-600 
139 525 
120 120 

57 

100 160-185 

77 

115 

415 
JO 
49 
45 60 
57 
49 50 

107 600 
120 150 
78 190 

85 95 

Coal shipments on the line are expected to increase 
when an existing Central Illinois Public Service Company 
generating plant at Hutsonville is supplemented by a plant 
in Newton. The planned generating station is to be sup­
plied with O\er 16,000 carloads of coal per year from 
Harrisburg mines. This lCG line and the Zone 146 seg­
ment of the PC Cairo to Danville line will serve the New­
ton plant and are vital to its existence. 

The Debron Corporation ships on the ICG line from 
Decatur to Mattoon. Tn 1972 the company generated 
123,454 tons of steel angles, trusses and columns. Since 
trucks cannot handle Debron's product, the company 
seeks a five year grace period to find alternate modes of 
transport. 
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Kaiser Agricultural Chemicals reported that it has three 
facilities on this line. In Dalton City, Kaiser has dry blend 
plant which received 49 carloads in 1_~73. Its facility in 
Bethany received 10 carloads of fertthzer that year. In 
Sullivan Kaiser maintains what is described as one of its 
"largest and most vital" facilities, a phosphatic solution 
plant and an acid and nitrogen storage and distribution 
center. This facility received 415 carloads, 23,500 tons, 

in 1973. 
Kennedy's Grain Elevator, Inc. reported that its eleva­

tor in Newton shipped 249 carloads in 1973 and "could 
easilv load twice as many cars in 1974 if they were avail­
able.·" Kennedy's Rose Hill elevator generated 57 car­
loads in 1973 and could use J 90 carloads in 1974. Jeff­
co, a furniture manufacturing firm, reported that it has a 
one year old plant at Ne\\ton that receives almost all of 
its raw materials and ships all of its finished products by 
rail. Without rail service, the plant, which expects to ship 
200 carloads in 1974, would have to close. 

ICG : Effingham to Robinson 

The ICG line from Effingham to Robinson was desig­
nated potentially excess. The line serves Dietrich, Wheel­
er, Newton, Willow Hill and Oblong. The segment from 
Robinson east through Palestine to the Indiana border 
was not designated potentially excess, however, shippers 
in Palestine pointed out that they would lose service over 
the line since the line was designated potentially excess 
from the Indiana border cast. Table 108 contains a traf­
fic profile of the line. 

The Effingham Clay Service Company shipped 22,791 
tons of potash and fertilizer over that city's two ICG lines 
in 1973. The city of Newton is served by the Grayville to 
Decatur lCG line as well a~ the Effingham to Robinson 
line. Farming Industries generated 110 carloads from 
Newton in 1973. 

The Central 1llinob Public Service Company is con­
~tructing a new generating station at Newton which will 
be completed in 1977 and will eventually receive 16,000 
carloads of coa l per year. The company is also consider­
ing the installation of a wet limestone scrubbing station 
at the Newton Power Station with a projected 4,750 
carload annual requirement. Abandonment of the, TCG 
line would completely isolate the Newton Power Station. 

L. S. Heath and Sons. Inc . recently constructed a choc­
olate manufacturing plant and a warehouse in Robinson. 
A new siding has been installed at a cost of $55.000.00. 
The Crawford Service Company, which utilizes the TCG 
and PC lines in Robinson, generated SO carloads of fer­
tilizer in 1973. It stated that use of motor carriers would 
cost it $6 per ton more than present rail rates. Dana 
Corporation, which generated 60 carloads of asbestos in 
1973 , stated that if it lost rail service it would be forced 
to shut down its plant. 
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Table 108: Traffic Profile: Effingham to the Indiana 
Border 

Es1imated carloads 

Rail uur C ommodity 1972 1973 Projected 

Dieterich 
Shoemaker Soil Service Fertilizer 22 30 

Niebrugge Lumber Co. Lumber 7 9 

J.M. Schultz Seed Co. Grain, seed 54 30 56 

Wheeler 
Kennedy Grain 

Eleva tor l nc. Grain, fertilizer 20 170 

Oblong 
Oblong Grain 

Company Grain , fertilizer 65 

Mont Eagle Mills, Inc. Grain. fertilizer 285 590 

E. L. Haines Limestone I 10 98 150 

Robinso/I 
L. S. Heath & Sons, Sugar, almond~. 

Inc. candy bars 212 312-416 

Briggs Company, Water closets, 

Division of Celotex urinals, clay 560 560 560 

Bradford Supply 
Company Fertilizer 18 

H. L. Musgrave, Inc. Milita ry equipment 

Marathon Oil Co. Oil, oil products 3,343 

Graves Industries, Inc. Building materials 50-60 

Union Carbide Corp. (2.427 tons) 

Big Buck Building 
Center Building materials 50-60 

Rich-Low Service Co. Fertilizer ( 1.600 tons) 

Endsley's, Inc. 20 40 

Stanley Grains 60 

Robinson Daily News 12 

Pales1i11e 
Tuttle's Mill & 

Elevator Service Grain 150 

Crawford Service Co. Fertilizer 22 

Willow Hill Grain, Inc. Grain, 
fertilizer 2501 1791 

Ellis Milling Co. Beans 80 

1 Willow Hill Grain reported that it could have generated 546 
carloads in 1972 and 525 carloads in I 973 if cars had been 
available. 

ICG through Oconee 

This segment is part of the [CG line from Pana in 
Zone 145 south to Cairo in Zone 146. Only the segment 
within Zone 145 was designated potentially excess. Oco­
nee Grain Company reportedly shipped 15 carloads of 

fertilizer in 1973. 

ICG: Monticello to Champaign (Zone 140) 

For information concerning this line see the discussion 
of the Caldwells to Champaign segment in Zone 140. 

ICG: White Heath to Lodge and Deland to Clinton 
(Zone 143) 

This ICG line extends northwest from White Heath 

through Lodge and Deland in Zone 141 and Weldon and 
Clinton in Zone 143 to Lincoln. The DOT Report, as 
supplemented and corrected, designated the entire line 
potent iall y excess except for the portion between Lodge 
and Deland. Kaiser Agricultural Chemicals reported that 
it has a bulk blending facility for dry fertilizer at Deland 
and that the facility received three carloads in 1973. De­
land Farmer's Cooperative Grain Company reported that 
in 1973 the lCG could only handle 1,442,857 bushels 
(417 ca rloads) out of a total of 2,285,000 bushels to be 
shipped. For a further discussion of the Deland to Clin­
ton segment see Zone 143. 

PC: Pana (Zone 145) to Paris 

This PC line extends from Pana in Zone 145 east­
northeast through Tower Hill, Shelbyville, Windsor, Mat­
toon and Charleston to Paris. The entire segment was 
designated potentially excess except for short sections at 
Shelbyville, Mattoon and Charleston. Table 109 contains 
a traffic profile of the line. 

Massey-Ferguson, Inc., which has a plant in Shelby­
ville. uses this line because the combines it manufactures 
are too large to be shipped by truck and because it does 
not have a siding on the nearby C&EI line. Crest Con­
tainer Corporation stated that it invested $34,000 in a 
new siding for its plant at Shelbyville after being assured 
by the PC that the line would not be abandoned . Con­
tinental Can Company, Inc. has already invested $4 mil­
lion in a new $IO million facility in Shelbyville. CCC 
chose Shelbyville because of the available rail service 
between Mattoon and St. Louis. The new plant is ex­
pected to generate 2,300 carloads in its first year and the 
volume is expected to increase substantially in succeeding 

Table 109: Traffic Profile : Pana (Zone 145) to Paris 

Rail user 

Shelbyville 
Connally's Building 

Center 
Mas,ey Ferguson. Lnc. 
Crest Container Corp. 

Windsor 
Neal-Cooper Grain 

Co. 
Kaiser Agricultural 

Chemicals 

Mauoon 

Estimated carloads 
Cummod,ty /972 1973 Projected 

Lumber, pallets 35 

Combines 16-21 
2,000 

Grain, 
fertilizer 175 308 

Fertilizer 6 

Central Sheet & Metals 
Co. Scrap metal 150 

Charleston 
Moore Business Forms, 

Inc. Paper products I 33 

135 

Kansas 
Charles Kirchner & 

Sons 
Ashmore Grain 

Company 

Lumber 30 77 200 

200-250 



years. Moore Business Forms, Inc. reported that, if the 
line were abandoned, its shipping costs would increase by 
$118,570 per year. Central Sheet and Metals Company, 
which will be receiving 500 carloads per year upon com­
pletion of planned expansion at its facility at Mattoon, 
stated that it is impossible to supply a large steel mill by 
truck. Shelbyvilie Electric Cooperative stated that it ships 
poles that average from 60 to 80 feet in length and are 
too long to be shipped by truck. 

Charles Kirchner and Sons, Inc. stated that one grain 
elevator on the line. with an investment of three quarters 
of a million dollars, expects to ship 500 to 700 cars per 
year, if cars are available. 

Leonard Q. Wilkinson, President of the Kansas State 
Bank, explained the financial implications lack of rail 
service would have on elevator owners. Eighty-six per­
cent of the Bank's loans are to farmers or agri-businesses. 
Banks in the area customarily extend credit to the ele­
vator owner when the bill of lading is signed by the 
freight agent. This is not true of truck movements where 
an elevator owner must wait 8 to 20 days to get a return 
on grain which he sold and for which he has already paid 
the farmer. 

Shelbyville is served by this potentially excess line and 
by a C&El line which was not designated potentially ex­
cess. Several firms submitted data without identifying how 
many of their carloads used which line. Moultrie Grain 
Company generated 116 carloads of fertilizer and corn 
over these two lines in 1973. Moultrie Grain reported 
that a changeover to trucking would cost it $10,000 in 
plant conversion costs and $3 more per ton for fertilizer 
and 4 cents more per bushel for corn in shipping costs. 
Barker Brothers Implement Company generated 20 car­
loads of combines on these lines in 1973. Farm Services, 
Inc. generated I 16 carload~ in Shelbyville in 1973 and 
expects to use 2,200 cars in 1974. The present unem­
ployment figure in Shelbyville is between 8 and 9 percent 
and the loss of railroad service would cripple the area's 
farm economy. Concern was expressed that this would 
affect Crest Container Corporation's interest in building 
a new plant within the city. 

PC: Grayville (Zone 146) to Danville (Zone 139) 

This PC line extends from Grayville, on the border of 
Zones 141 and 146, north through Mt. Carmel, Law­
renceville, Robinson. Marshall. Paris and Chrisman to 
Danville in Zone 139. The entire line was designated po­
tentially excess except for short segments at Mt. Carmel , 
Lawrenceville, Robinson, Marshall, Paris and Chrisman. 
Table I IO contains a traffic profile of the line. 

Illinois Cereal Mills, Tnc., of Paris, was particularly 
concerned with the effect that abandonment of this line 
would have upon the city of Paris. Frank B. Tatara, 
Traffic Manager for lllinois Cereal Mills, noted that all 
of the lines leading to and from Paris have been desig-
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nated potentially excess except for a line from Paris 
southeast to Fairington . Mr. Tatara pointed out the ICC 
had authorized abandonment of this line in Finance 
Docket No. 26562 on January 21. I 972. and he stated 
that the line is now torn up in several places. Illinois 
Cereal Mills, which is a major supplier of raw material 
for corn flakes for the Kellogg Company. generated a to­
tal of I 0.196 carloads in 1973. If the DOT Report rec­
ommendations were implemented, Illinois Cereal Mills 
would be put out of business and, as a result, Paris 
would lose $53.000 per year in property taxes: the state 
would lose $ I 05.000 in sales. u~e and income taxes; and 
the company's 260 employees, and 53 brokers would lose 
payroll and commissions aggregating $3 million per year. 

Table 110: Traffic Profile: Grayville (Zone 146) to 
Danville (Zone 139) 

Estimated carloads 

Rail user Commodity 

Coal 
I 972 I 97 3 Projected 

Amax Coal Co. 
Snap on Tools 
Pacific Press & Shear 

Steel 
Heavy machinery. 

steel plate 
Clark Service Company Grain , fertilizer 
Tabor & Company Grain 
Union Carbide 
Amoco Oil Co. Fertilizer, acid. 

pota5h. clay I 07 

36.000 
(250 tons) 

( 3 .900 tons) 
29 155 

121 96 
987 

Ill 

Pacific Press & Shear manufactures heavy machinery at 
a plant at Mt. Carmel. It ships about 1,200 tons of heavy 
machinery and receives about 2,700 tons of steel plate 
per year. Pacific Press & Shear stated that its plant is lo­
cated within 1.500 feet of the junction of the PC and 
Southern tracks. Pacific P ress & Shear would be willing 
to support the abandonment of the PC provided the com­
pany or the Southern would obtain possession of the land 
and tracks owned by PC between the plant and the South­
ern tracks and provided the company would be guaran­
teed a service agreement with Southern. 

Amoco Oil Co. has a liquid mix fertilizer at Mt. 
Carmel which depends upon rail service for shipments 
of inbound raw materials. If service to this facility ceased, 
Amoco would have to relocate, a step which the com­
pany estimated would cost it $500,000. Amoco noted 
that it owns and operates 40 anhydrous ammonia retail 
facilities in lllinois, Indiana, Michigan and Ohio which 
are located on rail lines proposed to be abandoned. The 
total I 974 volume of shipments to these fac il ities was 
estimated to be I 39.663 tons. 

Tabor & Co. reported that its facility at Harris shipped 
121 hopper cars during fiscal year 1972-1973. The 
company estimated that it would have shipped an addi­
tional 250 jumbo hopper cars if PC had fu rnished them. 
Almost all of the submissions complained of difficulties 
in obtaining adequate car supplies. 

Clark Service Co. of Marshall would have shipped 
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J 00 carloads in 1973 if cars had been available. Clark 
received 29 carloads of plant food. Clark shipped no 
grain by rail in 1973 but stated that, had reliable service 
and needed equipment been available, it would have 
shi pped in excess of 1 00 carloads. Shipping fertilizer by 
truck would cost the company $4.00 more per ton than 
by rail. 

The Illinois Gas Co. repor ted that it generated 300 
carloads per year over this line and the B&O line from 
Lawrence County. Central Electric Public Service Co.'s 
plant at Hutsonville receives over 2,600 carloads per 
year. 

PC: Hervey City (Zone 142) to Terre Haute, Indiana 
(Zone 125) 

The DOT Report designated this PC line potentially 
excess from Hervey City, in Zone 142, east southeast 
through Lake City, Arcola, Oakland and Paris to Terre 
Haute, Indiana in Zone 125. Hervey City, which is not 
shown on the DOT map of Zone 142, is located in the 
southeast corner of the zone at the junction of the PC 
line and the ICG Decatur to Grayville line. 

Farmers Cooperative Grain Co., which is located on 
the PC line just east of Hervey City in Zone 142, 
shipped 1 1 3 carloads of corn in 1972 and 157 carloads 
in 1973. The company expects to ship 180 carloads in 
1974. Laplace Cooperative Grain Co. ships 526 car­
loads of corn and beans per year over this line and over 
the B&O line from Decatur to Chrisman (not designated 
potentiaUy excess). The Moultrie Grain Association in 
Lovington generated 286 carloads in 1973 and expects 
to ship 450 carloads in J 974. 

Illinois Cereal Mills, Inc., reported that it received 
the equivalent of 604 carloads of corn from stations on 
this line in 1973. 

B&O/C&O : Pana (Zone 145) to Junction (Zone 146) 

The DOT Report designated this B&O/ C&O line 
potentially excess from Pana in Zone 145 southeast 
through Tower Hill, Cowden, Altamont, Edgewood, 
Flora, Fairfield and Barnhill in Zone 141 to Junction 
in Zone 146. Table 111 contains a traffic profile of the 
line. The line is also discussed in Zone 146. 

Table 111: Traffic Profile: Pana (Zone 145) to 
Junction 

Estimated carloads 
Rail user Commodity 1972 1973 Projected 

Louisville Seed House Grain (500,000 

Homann Grain & 
Supply 

Altamont Grain & 
Supply Company 

Brown Produce 
Company 

Grain, feed, 
fertilizer 3 70 

Farm 
supplies 

bushels) 

244 541 

150-175 

525 
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Ging, Inc., a country grain elevator in Cowden, ex­
pects to load out over J ,000,000 bushels of grain in 
1974. Ging, which is served by the B&O/C&O and the 
N&W. stated that corn, its largest volume grain, is 
shipped to the east coast in IO car units. Homann Grain 
and Supply Co. stated that it relies on this line at its 
Altamont location si nce it has no access to the PC line 
serving that community. 

Lines Not Designated Potentially Excess 

C&EI: Findlay to Altamont 

Funk's Fertilizer Co. has a plant at Shelbyville on this 
line. Funk's estimated that it would mcrease its cost by 
$25,000 to $30,000 per year if it were forced to ship 
by truck. Two grain elevators in Findley reportedly gen­
erated 291 carloads over this line in 1973 and could 
have used an additional 390 cars. 

PC: Altamont to Fairington 

Velsicol Chemical Co., which is located in Marshall, 
reported that it generated 1,307 carloads of agricultural 
chemicals over this line in 1973. 

ICG: Edgewood through Mattoon to Hayes 

Ging, Incorporated, which is located in Edgewood, 
generated 667 carloads in 1973, and would have shipped 
1,000 carloads if enough cars had been available. Mil­
mine Grain Company generated 186 carloads in 1973 
and expects to ship 288 carloads in 1974 from Milmine. 
The company was plagued by car shortages, yet using 
trucks increases costs by I 0¢ per bushel. Bement Grain 
Company generated 64 cars on this line in 1973. 

ZONE 142 

Zone 142, Decatur, is one of the smaUest Standard 
Metropolitan Statistical Areas in lllinois. Decatur, one 
of the largest cities in the state, is located in the center 
of the zone, and all of the zone's rail lines radiate out 
from it. The Chamber of Commerce of Decatur noted 
that, without railroads, Decatur and many other prairie 
towns would never have developed. Two major process­
ors of corn and soybeans, A. E. Staley Manufacturing 
Co. and Archer Daniels Midland Co., are located in 
Decatur. The~e firms, which employ approximately 3,240 
persons, depend upon rail service for shipment of grain. 
According to the Chamber of Commerce, several million 
bushels of grain are grown each year within 200 miles 
of Decatur and are destined for these two processors. A. 
E. Staley generated 17,000 carloads of grain in 1973. 

John E. Harvey, Director of Corporate Transportation 
for Archer Danieb Midland Co. (ADM), described his 
company's Decatur operation in detail. ADM's two 
Decatur processing plants can crush in excess of 140,000 
bushels of soybeans daily The two plants, which operate 



arou nd the clock an average of 350 days per year, re­
quire approximately 50 million bushels of soybeans per 
year, which equates to soybeans pro<luced from over 
1.4 million acres of land. During 1973 AD M loaded 
14,578 carloads and received 3.466 carloads. The total 
tonnage hand led by Decatur railroads for ADM was 
1.408 million tons, which equates to 144 100-car trains 
of 9,800 tons each. Railroads received $5.8 million in 
revenues from ADM in I 973. ADM currently requires 
700 leased cars to keep its plants in operation; it relies 
on !CG, N&W, IT, PC and B&O for 40 to 50 percent 
of its car nee<ls. Mr. Harvey noted that, if the DOT 
proposals were implemented. only two railroads would 
serve Decatur and questioned how two railroads could 
supply the cars that five railroads today cannot supply. 
He also asked how ADM , which handled in excess of 
70.000 trucks in 1973, could be expected to increase 
its truck shipping. 

Nine of the fifteen grain elevators. located within 
Macon County but outside of Decatur, arc located on 
county or township roads. The submission of the Macon 
County Board reported that, if these elevators lost rail 
service, about 25 miles of county or township roads, 
linking these elevators with state highways or other rail 
terminals, would have to be upgraded to handle the 
weight of trucks hauling grain. The estimated cost of 
the upgrading of these roads is half a million dollars. 

The Firestone Tire & Rubber Co. reported that it has 
a facility in Decatur which generates 5,229 carloads 
annually over the !CG. 

Potentially Excess Lines 

The DOT Report, as supplemented and corrected, 
designated the following sections of lines within Zone 
142 potentially excess: 

( I) The ICG line from Maroa south to just above 
Forsyth ( Corsyth on the DOT zone map). 

(2) The !CG line from Decatur sou th to Pana in 
Zone 145. 

( 3) The !CG line from Decatur northwest to Lin­
coln in Zone 143. 

( 4) The !CG line from Decatur northeast through 
Argenta to the eastern zone border. 

(5) The JCG line from Decatur southeast through 
Zone 141 to Grayville in Zone 146 (discussed 
in Zone 141). 

(6) The PC line from Hervey Cit)' (not shown on 
DOT map) in the southeast corner of the zone 
east northeast through Tower H ill and Paris in 
Zone 141 to the T ndiana border ( discussed 
in Zone 141). 

(7) T he B&O/ C&O line from Boody west to Roby 
in Zone 145 (discussed in Zone 145 ). 

ICG: Maroa to Forsyth 

This is a segment of the !CG line linking Decatur and 
Bloomington in Zone 138. In Zone 142 the DOT Report 
designated the line potentially excess from a point just 
above Forsyth (Corsyth on the DOT zone map) to 
Maroa on the northern border of the zone. 

Huntington Creek Corporation DBA Lotus Ware­
houses pointed out that. of the 483 carloads credited to 
Forsyth b, the DOT R eport , 314 carloads came from 
its Weller elevator and 129 carloads from a neighboring 
elevator in Emery. The company expects to ship 325 
carloads in 1974 and 335 in 1975. Another elevator 
shipped 403 carloads of grain out of Maroa in 1972, but 
in 1973 its shipments dropped to 119 carloads due to its 
inabilit) to obtain sufficient cars. It cost this elevator an 
additional 8 cents for each bushel of grain shipped by 
truck in 1973. 

ICG : Decatur to Pana in Zone 145 

The DOT R eport designated this line potentially ex­
cess from a point just below Decatur south th rough 
Elwin and Macon, Moweaqua ( in the northeast corner 
of Zone 141 ) and Radford , Assumption and Dunkel in 
Zone 145 to Pana. T able I 12 contains a traffic profile 
of the line. 

Table 112: Traffic Profile: Decatur to Pana 
(Zone 145) 

Estimated carloads 
Rail user 

Mowequa Farmers 
Coop. Grain 
Company 

Commodity 1972 1973 Projected 

Herner Fertilizer Co. 

Tabor and Co. 
Assumption Grain 

Co-op. 

Grain 
Nitrogen. 

phosphate 
Grain 172 

Corn, i.oybeans 

ICG : Decatur to Lincoln (Zone 143) 

244 705 

29 42 
530 600 

236 1,400 

This lCG line connects Decatu r with Lincoln in Zone 
143. From Lincoln the line proceeds north to Peoria 
in Zone 137. Caterpillar Tractor Co. uses the line for 
some of the 3,973 carloads per year generated by its 
Decatur plant. Caterpillar recommended that service be 
continued over this route and stated that 1,381 carloads 
of road machinery were moved over the line from 
Caterpillar's Joliet plant to Decatu r for assembly. 
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ICG: Decatur to Eastern Zone Border 

This is a segment of the ICG line wh ich extends from 
Decatur northeast through Argenta in Zone J 42 and 
Cisco in Zone 141 to Monticello in that zone. The DOT 
Report, as corrected, designated the line potentially 
excess from a poi nt northeast of Decatur, northeast 
through Argenta to the eastern zone border. 
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Because the DOT Report originally designated poten­
tially excess the segment from Cisco to Monticello in 
Zone 141, some evidence was received from firms in 
those two locations. Cisco Cooperative Grain Co. gen­
erated 218 carloads in 1973 from its grain elevators at 
Cisco and Argenta and projects shipment of 1,022 car­
loads in 1974, if enough cars are available. Cisco shipped 
2,084,567 bushels of grain by truck in 1974. These 
bushels, which would have required 611 hopper cars or 
945 box cars, would have been shipped by rail had cars 
been available. 

General Cable, which is located in Monticello, is 
served by the N&W and the !CG. Although the majority 
of General Cable's shipments move over the N&W, the 
company objected to the abandonment of the ICG on 
the grounds that it would eliminate rail competition and 
leave it no alternative when the N&W is unable to meet 
its equipment needs. In 1973, General Cable shipped 
87 carloads over the ICG and generated 95 truckloads 
for piggy-back service. 

The Ronald D. Fisher Trucking Co. generated 238 
carloads of com cobs on this line in 1973 and expects 
to ship 250 carloads in 1974. The company stated that 
it is not economically feasible to ship corn cobs by truck. 

Z ONE 143 

Potentially Excess Lines 

The DOT Report designated the following sections of 
line within Zone 143 potentially excess: 

(I) The ICG line from Pekin in Zone 137 south­
east through Emden to Lincoln (discussed 
in Zone 137). 

(2) The IT line from Morton south through 
Mackinaw in Zone 137 and through Union 
to Lincoln (shown as an lCG line on the DOT 
zone map) (discussed in Zone 137). 

(3) The PC line from Peoria in Zone I 37 south­
east through Mt. Joy and Midland City to 
Maroa in Zone 142. 

( 4) The PC line from Bloomington in Zone 138 
sou theast through Farmer City in the north­
east corner of Zone 143 to Champaign in 
Zone 140. 

(5) The ICG line from Bloomington in Zone 138 
south through Clinton and O5pur in Zone 143 
to Forsyth in Zone 142. 

(6) The ICG line from Havana to Lincoln and 
from Clinton to Weldon. 

(7) The JCG line from Lincoln southeast through 
Mt. Pulaski to Decatur in Zone 142. 

(8) The ICG line from Pekin south through New 
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Holland in Zone l 43 to the Zone 144 border 
( discussed in Zone 13 7). 

(9) The !CG line from Bloomington in Zone 138 
southwest through Mason City and Tallula to 
the southwest corner of the zone. 

( 10) The C&IM line from Peoria in Zone 137 
southwest through Manito to Havana. 

PC : Peoria (Zone 137) to Maroa (Zone 142) 

This PC line extends from Peoria southeast through 
Mackinaw and Armington in Zone 137 and through 
Atlanta, Waynesville, Midland City, Kenney and Rowell 
in Zone 143 to Maroa in Zone l 42. 

The leading shipper in Zone 142, that would suffer 
most from abandonment of this line, is Dewitt County 
Cooperative Grain Co. which generates I, 165 carloads 
annually from Waynesville and Tabor. Atlanta Ag Cen­
ter generated 17 carloads of fertilizer in 1973 and 
expects to generate 32 carloads in l 974. 

PC: Bloomington (Zone 138) to Champaign 
(Zone 140) 

This PC line from Bloomington in Zone 138 to 
Champaign in Zone 140 passes through Farmer City in 
the extreme northeast corner of Zant: 143. Farmer City 
is also served by the ICG. Information concerning th ree 
Farmer City firms which use the PC was received by 
the RSPO. Wickes Lumber Company shipped 33 car­
loads of lumber over the PC in 1973. Pacific Grain Co. 
shipped 1.000 carloads of soybeans and corn in that 
year. Harris Fertilizer Co. shipped 25 carloads of plant 
food in 1973. 

ICG : Bloomington (Zone 138) to Forsyth 
(Zone 142) 

This JCG line extends south from Bloomington in 
Zone 138 through Wapella, Clinton and Ospur in Zone 
143 to Decatur in Zone 142. The line was designated 
potentially excess from Bloomington to Forsyth in Zone 
142. No evidence specifically relating to the segment of 
the line within Zone 143 was received by the RSPO; the 
segment within Zone 142 is discussed m that zone. 

ICG : Havana to Weldon 

This ICG line extends across Zone 143 from Havana 
in the west through Mason City, Lincoln, Midland City 
and Clinton to Weldon in the east. From Weldon the 
line extends east in Zone 141 through Deland, and 
Lodge to White Heath (see discussion in Zone 141). 
The DOT Report designated two segments of this line 
potentially excess; within Zone 143 from Havana to 
Lincoln and from Clinton to Weldon. 

Mason County Service Co., in Easton, shipped 91 
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carloads of ferti lizer in 1973. The company estimated 
that, if service were curtailed and it were forced to shi p 
by truck, its transportation costs would increase $41,000 
per year. Kruse Fertilizer Service. Havana, stated that it 
generates from IO to 40 carloads per year over the line. 

Beason F arm Center, which is located on the segment 
between Lincoln and Clinton which was not designated 
potentially excess. generated 32 carloads in 1973 . 

The Weldon Cooperative Grain Co. reported that it 
shipped 125 carloads of corn and soybeans in 1973 and 
received I 09 carloads. The company has recently con­
structed additional storage space with a capacity of 
539.000 bushels which is intended to expand its trading 
area and to enable it to ship I 00 car trains. The com­
pany noted that it is located in an excess grain area and 
that its best markets are the export and the south and 
southeast broiler markets. It also noted that the cars 
supplied it in 1973 earned only 385,865 bushels out of 
a total of 2,138,557 shipped. 

Burtonview Grain. Coal & Lumber Co. reported that 
it ordered 300 cars in 1973 but only received 14 7. The 
company contended that instead of abandoning lines. 
roadbeds should be repaired and railroads modernized 
to provide more and better service. The company esti­
mated that loss of rail ~ervice to Burtonview would 
reduce the community's standard of living by 15 percent. 

ICG: Lincoln to Decatur (Zone 142) 

This lCG line extends southeast from Lincoln through 
Chesterval , Mt. Pulaski, and Latham to Decatur in Zone 
142. Farmers Grain Co. of Latham reported that it ex­
pects to ship 850 carloads of grain over the line in 1974 
if sufficient cars are available. Chesterval Elevator Co. 
shipped 127 carloads in 1973. For a further discussion 
of the line see Zone 142. 

ICG : Bloomington to Tallula (Zone 138) 

The DOT Report designated this TCG line potentially 
excess from Bloomington in Zone 138 southwest through 
Hopedale, Brownwood, and Delevan in Zone 137 and 
through Mason City, Petersburg and Tallula in Zone 143 
to the southwestern zone border. 

National By-Products , of Mason City, stated that, if 
the line were abandoned, trucks could not handle the 
firm's shipments. In 1973, National By-Products shipped 
1,895 carloads of meat, bone meal and vegetable oil; it 
expects to ship 2,305 carloads in 1974. Loss of service 
could result in the layoff of 75 of the company's em­
ployees. Menard Service Co. of Petersburg stated that 
loss of rail service would cost it $30,000 in 1974. Faber 
and Co. of Tallula shipped 20 carloads over the line in 
1973 , but Faber did not expect to ship any carloads in 
1974. Faber reported that it fi nds barge transportation 
superior due to the ca r sho rtages encountered when ship-
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ping by rail. For a further discussion of this line, see 

Zone 137. 

C&IM : Powerton (Zone 137) to Havana 

This C&IM line, which has been previously discussed 
in Zone 137, runs from Powerton in Zone 137 south­
west through Manito, Forest City, Topeka and Eckard 
to Havana in Zone 143. The Burlington Northern Rail­
road opposes the abandonment of the Havana to Manito 
segment of the line because it is used for high frequency 
shipments of low sulphur coal bound for Chicago via 

the BN. 

ZONE 145 

Potentially Excess Lines 

Zone 145 , Mt. Vernon, had a relatively low percentage 
of its trackage designated potentially excess by the DOT 
Report. A list of those lines which were designated poten­
tially excess follows: 

(I) The MI line from Salem sou thwest to Branch 
Junction and from Nashville southwest to 
Spana in Zone 146. 

(2) The PC line from Walshville northeast to Pana 
and from Pana to Paris in Zone 141. 

(3) The B&O/ C&O line across the top of the zone 
from Roby east through Bernville to Boody 
in Zone 142. 

( 4) The B&O/ C&O line from Pana northwest 
through Taylorville and Edinburg to the Zone 
144 border. 

(5) The C&E l from Taylorville west through Sicily 
to the zone border. 

( 6) The IT line from a point south of Girard 
through Carlinville to Loveless. 

(7) The BN line along the western edge of the 
zone from Mendora south to Brighton. 

(8) The ICG line from Pana north to Decatur in 
Zone 142 (discussed in Zone 142). 

Ml : Salem to Branch Junction and Nashville to 
Sparta (Zone 146) 

These are two segments of a Missouri-Illinois line 
which extends from Salem, Ill inois southwest into Mis­
souri. No evidence specifically relating to the Salem to 
Branch Junction segment was received by the RSPO, 
however several firms supplied data concerning the Nash­
ville to Sparta segment. 

Washington County Farm Service elevators generated 
47 carloads at Nashvi lle and 138 at Oakdale in 1973. 
A grain elevator operator in Hoyleston, on a segment of 
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the line not designated potentially excess, objected to 
the abandonment of the Nashville to Sparta segment. 
That operator generates 600 carloads per year. 

Lucille Coulter, of the Oakdale Home Extension, re­
ported that the MI has recently rebuilt this line and that 
the line is in the best condition that it has been in in the 
last 70 years. The line is, according to Ms. Coulter, ideal 
for moving grain to river barges for shipment south and 
for moving stoker coal from local mines to the industrial 
north. 

Considerable coal traffic moves over this segment of 
line. Ziegler Coal Company stated that it expects its 
Sparta mines to produce I million tons of coal per year 
for at least the next 20 years. Ziegler has plans to open 
a new mine nearby which will produce 1.5 million tons 
of coal per year for 25 years. 

Valley Steel Products in Sparta reported that it shipped 
404 carloads of manufactured goods over the line in 
1973. 

PC: Walshville to Pana and Pana to Paris 
{Zone 141) 

The Pana to Paris segment of this PC line has already 
been discussed in Zone 141. The Walshville to Pana 
segment serves Hillsboro, Irving, Witt, Nokomis and 
Ohlman. Rosamond Cooperative Association shipped 
310 carloads of corn and fertilizer in 1973 over this 
line and the ICG north-south line through Pana. The 
cooperative stated that shipping by truck would cost it 
from 10 to 20 cents more per bushel than by rail. 
Nokomis Equity Elevator Co. generated 159 carloads of 
farm supplies and produce over the PC in 1973. Nokomis 
Equity expects to generate 291 carloads in 1974. Kaiser 
Agricultural Chemicals reported that it has a dry blend­
ing plant at Nokomis which received 16 carloads in 1973. 
Hillsboro, the largest city on this segment, has several 
smelting plants, a feed and supply outlet and a glass 
company, all of which use rail service. Fifty percent of 
Hillsboro's manufactured goods are shipped by rail. 

B&O/C&O: Roby to Boody (Zone 142) 

This Chessie System line extends across the northern­
most portion of the zone from Roby east through Mt. 
Auburn, Osbornville and South Bernville to Boody in 
Zone 142. Some submissions reported that trucks cannot 
be used in some parts of this region because of poor 
road conditions. Tabor and Company reported that it 
generated 538 cars from its facility at Mt. Auburn. The 
facility expects to generate 567 carloads in 1974. 

B&O/C&O: Pana to Edinburg 

This line extends northwest from Pana through Millers­
ville, Owaneco, Taylorville, Sharpsburg and Edinburg to 
the Zone 144 border. The Mid-Illinois Farmers Coop­
erative reported that it will ship 499 carloads of grain in 
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1974 from Millersville and Pana if cars are available. 
fn 1973, the cooperative shipped 256 carloads from 
Owaneco, Millersville and Pana via the B&O/ C&O, 
C&EI and ICG. 

C&EI: Taylorville to Sicily 

This C&EI line extends west from Taylorville through 
Kincaid , Sicily and Ellis to Cimic in Zone 144. It was 
reported that there is a new generating plant at Kincaid, 
the shipping statistics for which were not included in 
the DOT analysis. Kaiser Agricultural Chemicals re­
ported that it has a dry blend plant on this line at Tovey 
which received 19 carloads in 1973. 

IT: Girard to Loveless 

This IT line was designated potentially excess from a 
point south of Girard to Carlinville and from a point 
south of Carlinville to Loveless. No data specifically 
concerning this line was received by the RSPO. 

BN: Mendora to Brighton 

This BN line parallels the western edge of the wne 
from Mendora south through Piasa and Brighton to the 
zone border. No data specifically relating to this line was 
received by the RSPO. 

Lines Not Designated Potentially Excess 

PC: Dierron to St. Elmo 

The RSPO received several submissions from com­
munities and firms along this line. Greenville, a town of 
about 5,000 residents, has a Pet, Inc. plant and a Coates 
Steel plant. Pet stated that its plant produces liquid diet 
food and also serves as a distribution warehouse. fn 1973 
the plant generated 201 carloads. Pet reported that 
Coates Steel generated 585 carloads in that year. Pet 
questioned the fact that DOT had not recommended 
Greenville for local service. It was estimated that the 
loss of PC service in Greenville would produce un­
employment of 9 percent. William York, in Mulberry 
Grove, shipped 60 carloads of lumber over the PC in 
1973. 

ICG : Bois to Pana 

The Mayor of Vandalia, a community served by both 
the PC and the ICG, stated that he would like to see 
continued service over the TCG Pana to Decatur line 
( discussed in Zone I 42). Grains from several farms in 
the Vandalia area are shipped northbound to the Great 
Lakes region . Fayette Service Co., in Vandalia, stated 
that it receives 200 carloads of fertilizer per year from 
northern points of origin . If service over the ICG Pana 
to Decatur segment were abandoned, these shippena 
would have to reroute their shipments. 



Irvington Elevator reported that it generated 533 car­
loads in 1972 and 241 carloads in 1973. The 1973 
figure would have increased 35 percent had sufficie~t 
cars been available. Assuming it can get enough cars m 
the future, the company expects to generate 435 car­
loads in 1974, 465 in 1975 and 550 in I 980. It was 
reported that 1,030 carloads of steel products were gen­
erated by another concern in Irvington. 

N&W: Staunton to Stonington 

Owens-TI!inois, Inc. reported its concern that Mt. 
Olive, on the southern section of this line, was not recom­
mended for local service. Owens-Illinois is building a box 
plant in Mt. Olive which it expects to generate 525 car­
loads per year. 

ZONE 146 

Zone 146, Carbondale, has the second heaviest rail 
traffic in Illinois. The major rail users are coal mines 
and grain elevators. For additional information con­
cerning the zone, see the introduction in Zone 141. 

Potentially Excess Lines 

The DOT Report, as supplemented and corrected, 
designated the following sections of line within Zone 146 
potentially excess: 

( I ) The PC from Cairo northeast to Stone Fort 
and from Eldorado to Grayville. 

(2) The ICG line from Carbondale west to Cipsco 
Park and then south to Wolf Lake. 

(3) The ICG line from Johnston City to a point 
southeast of Seely. 

( 4) The B&O/ C&O line from Junction north to 
Pana in Zone 145. 

(5) The L&N line from Shawneetown to a point 
northwest of Equality and from Eldorado to 
McLeansboro. 

(6) The ICG line from Rosiclare ("Rosillage" on 
the DOT zone map) to Reevesville. 

(7) The MI line from Nashville in Zone 145 south­
west to Sparta. (Discussed in Zone 145.) 

(8) The ICG spur to Vergennes. 

(9) The ICG spur northwest of Christopher. 

PC: Cairo to Grayville 

The DOT Report designated the PC Cairo to Gray­
ville potentially excess from Cairo through Mound City, 
America and Olmstead to Grand Chain: through Belk­
nap; from Forman through Vienna, Tunnel Hill, Parker 
and New Burnside to Stonefort ; and from Eldorado 
through Texas City, Norris City, Brownsville, Carmi, 
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Simpson and Crossville to Grayville. From Grayville the 
line extends north through Mt. Carmel, Robinson and 
Paris in Zone 141 to Danville in Zone 139. 

George A. Rice, Jr., president of Electric Energy, Inc. 
(EEi), stated strong opposition to the abandonment pf 
the PC from Stonefort to Karnak. EEi owns and 
operates a steam electric generating station on the 
C&EI at Joppa. The plant was constructed pursuant to 
a contract with the Atomic Energy Commission whereby 
the AEC has first call on the entire EEi plant produc­
tion of electric energy for use at the AEC gaseous dif­
fusion plant at Paducah, Kentucky. In recent months 
EEI has been supplying approximately 50 percent of 
the AEC plant's needs. Coal, which is essential to the 
operation of the EEi plant, is shipped via the PC line 
from Amax Coal Co.'s Delta Mine (100,000 tons per 
year) and from Sahara Coal Co.'s West Harrisburg 
Mine (300,000 tons per year). The coal moves via the 
PC to Karnak and from Karnak to Joppa via the C&EI. 
Mr. Rice stated that any interruption of coal deliveries 
would seriously jeopardize EEi's continued production. 

Harry Eggert, Sales Manager of Sahara Coal Co. 
stated that Sahara Coal has three bituminous coal mines 
at Harrisburg. The company is located on a 21 mile 
segment of the PC line between Stonefort and Eldorado 
which was not designated potentially excess, however, 
Mr. Eggert said that the 21 mile segment would be of 
no use to the company because the coal it ships over the 
PC- 1,415 ,009 tons in 1973-is destined for points 
south of Stonefort and north of Eldorado on the PC. 
Mr. Eggert noted that, if the segments were abandoned, 
Sahara Coal would still be served by the ICG, but he 
pointed out that Sahara Coal needs open top coal cars 
and PC has over 55,000 of them while ICG owns only 
12,500. In 1973 the ICG was only able to furn ish Sahara 
Coal with 7,910 empty cars; the company had ordered 
14,105 If the segments were abandoned, Sahara Coal 
would have to cut back production, shut down two of 
its mines and lay off 375 employees. The results also 
might include a curtailment in the generation of electric 
energy by the 26 electric utility plants served by Sahara 
Coal. 

Peabody Coal Co. shipped 570,684 tons of coal over 
the PC segment north of Eldorado. If the line were 
abandoned, Peabody would not be able to supply the 
Central Illinois Public Service Co. facility at Hutsonville 
in Zone 141. 

Gene Gutgesell, Traffic Manager of Brukart, a Textron 
company, stated that his firm manufactures polyurethane 
and ships between 200 and 300 carloads per month. 
Burkart also receives 20 tank cars monthly. Burkart is 
located in Cairo and is served by the PC, but the PC 
line into Cairo was washed out by a flood in 1973 and 
has not been replaced. Burkart's cars have been moving 
out of Cairo via the ICG and the MP . 

The Bunge Corporation has a grain elevator at Cairo 
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which shi pped 221 carloads of grain over the PC du ring 
the first half of 1973. Sugar Creek Produce in Harris­
bu rg reported that it shi pped 40 carloads over the PC 
in J 973. Lamont Fertilizer Co. shipped 850 carloads of 
grain from Crossville. 

ICG: Carbondale to Wolf Lake 

This ICG line extends west from Carbondale to Cisco 
Park and then south through Grand Tower to Wolf 
Lake. Bunge Corporation stated that it has a grain ele­
vator at Grand Tower which shipped 29 carloads over 
the line in 1973. The Greater Egypt Regional Planning 
Development Commission stated that the DOT must 
have erred in designating the Grand Tower to Carbon­
dale portion of this line potentially excess. 

The Commission estimated that if that segment of the 
line were abandoned, 700 people might lose their jobs. 
Central Illinois Public Service Co. received in excess of 
5,700 carloads of coal per year over this line at Grand 
Tower. 

ICG: Johnston City to Seely 

This ICG spur connects Johnston City, in the center 
of the zone, with the ICG north-south main line at Car­
bondale. The DOT Report designated the line poten­
tially excess from Johnston City through Marion and 
Carterville to a point east of Seely. Funk Seeds Inter­
national, Inc. reported that it shipped 34 carloads from 
its Marion warehouse between January 1 and March 6, 
1974. The firm stated that it needed 26 additional cars 
but could not obtain them. It projected that it would 
ship 98 additional carloads during the balance of 1974 
and the first half of 1975. 

B&O/C&O: Junction to Pana (Zone 145) 

This Chessie System line extends from Junction north 
through Norris City and Enfield in Zone 146 and 
through Barnhill, Edgewood and Tower Hill in Zone 
141 to Pana in Zone 145. The line has been discussed 
previously in Zone 141. Several companies supplied 1973 
traffic data concerning their shipments over the segment 
of the line within Zone 146. Omaha Lumber Co. shipped 
IO carloads of lumber. H ayden's Mill , also in Omaha, 
shipped 15 carloads of anhydrous ammonia. Wabash 
Valley Service, Inc., in Ridgeway, generated 75 car­
loads. Agrico Chemical Co., also in Ridgeway, shipped 
15 carloads. Bunge Corporation reported that its grain 
elevator at Shawneetown shipped 266 carloads via the 
B&O. C. A . French & Son of Enfield operates three grain 
elevators on the line at Enfield, Mill Shoals and Springer­
ton which shipped 18,051 tons of soybeans, 4,471 tons 
of wheat and 1,0 12 tons of yell ow corn in 1973. If the 
company can get enough cars, it expects these ton nages 
to double in 1974. W. R . G race Co. of Peoria has fertil­
izer distribution outlets at Mill Shoals and Norris City 

which depend upon rail service for inbound shipments 
of phosphate and potash. 

L&N: Shawneetown to McLeansboro 

The line northwest from Shawneetown to the junc­
tion with the L&N main line at McLeansboro wa3 de,ig­
na ted potentially excess by DOT with the exception of 
a segment from a point northwest of Equality to El­
dorado. Table 113 contains a traflic profile of this line. 
lt was reported that a coal transfer facility at Shawnee­
town is under construction on the Ohio River. This 
public port facility would be a ghost port if it were 
denied service by the B&O and the L&N. In a few years 
up to 6,000,000 tons of coal are expected to move over 
both this L&N line and the potentially excess B&O 
Junction to Pana line. Limestone, fluorspar. manganese 
and other minerals are extracted from the region. The 
Minerva Company shipped 25,563 tons of lead and zinc 
out of Eldorado via both the L&N and B&O in 1973. 

Hamilton Grain Corporation noted that it has recently 
purchased a small grain elevator on the line based on 
that company's expectation that the volume of grain 
grown in Hamilton County will double within the next 
five to ten years. 

Table 113: Traffic Profile: Shawneetown to 
McLeansboro 

Estimated carloads 
Rail user Commodity /972 1973 Projected 

Broughton Agricultural 
Service, Inc. Fertilizer 

Harper, Grain Co. Grain 
W. J Meyer Grain Co. 
Tri-County Chemical 

20 
200 
700 
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Co. Fertilizer 200 
Bunge Corporation Grain 62 

Jerry Launius. manager of Broughton Ag Service, Inc. 
stated that his firm received 1,364 tons of potash by rail 
in 1973. The firm has had to rent an additional potash 
storage facility in Harrisburg to receive large carload 
shipments because there is a load limit in effect over the 
L&N. Broughton Ag also received 90 tons of clay and 
587 tons of acid by rail in 1973 and could have received 
an additional 1,680 tons of liquid fertilizer ingredients 
if more car~ had been available and if the L&N track 
\\ere in better condition . 

Florence Baldwin, Vice-President of Joseph G. Bald­
win Co. reported that her firm might be forced to shut 
down if service over the L&N were stopped. T he com­
pany is presently embarked on an expansion program 
dependent entirely upon access to rail service. T ruck 
service would not seem to offer an alternative since the 
company presently has difficulty in obtaining trucks to 
carry the three to four truckloads it ships per week. 

Frank H. Brewster. of BLH Lumber Co., voiced the 
concern of many when he pointed out that rural com-



muntt1es have suffered greatly in the past thirty years 
because their young people have moved to large cities 
to look for employment. Now, just when the trend shows 
signs of reversi ng itself, many communities face a dev­
astat ing blow from loss of rail service. 

ICG: Rosiclare to Reevesville 

This lCG branch extends from Rosiclare (RosiJlagc 
on the DOT zone map) west to a north-south LCG main 
line at Reevesville. Ozark Mahoning Company shipped 
72,759 tons of fluorspar, lead and zinc over the line in 
1972 and 91,014 tons in 1973. The company expects 
to ship 93,500 tons in 1974. Ozark Mahoning stated that 
shipping b; truck would cost it an additional $4 to $5 
per ton . It cannot ship fluorspar by barge because of its 
moisture absorbing characteristics. Miley Mining Co. 
and Tamora Mining Co. at Rosiclare shipped 300 to 
400 tons of fluorspar over the line in 1973. American 
Minerals, Inc .. also at Rosiclare, shipped 12,000 tons 
of manganese over the line in that year. 

Table 114: Traffic Profile : Dahlgren to Maunie 

EJ1ima1ed carloads 
Rail Ufer Cnmmndity 1972 1973 Projected 

Da/,/gre11 

Aydt Elevator 
Frank Zackman Co. 
Richardson Lumber & 

Hardwa re Co. 

Delafield 

Reyling Brothers 

Mclea11sboro 

Grain 
Fertilizer 

I umber 

Fertilizer 

Joseph G . Baldwin Co. Lumber 
BHL Lumber& 

Hardware Supply 
Hamillon County 

Lumber Co. 
Pillsbury 

Enfield 

C. A. French & Son 

Carmi 

White Coun1y Lumber 

Lumber 

I umber 
Gr;1in 

So} beans, grain 

Co. Lumber 
Rem,haw Implement 

Co. Combines 
Midland Agricultural 

Center Fenilizer 
Brown Feed & 

Chemical~ Fertilizer 
Carmi Lumber Co. Lumber 
Con1inental Grain Co. Yellow corn and 

yellow beans 
Farny Farm Center Beans and wheat 
Lee McKnight Business Agricultural 

and Equipment Co. equipment 

138 
30 

15 

20 

15 

6 
672 

(23,500 tons) 

75 

(250 tons) 

15-20 

( 40 tons) 

1 Brown Feed & Chemicals is just starting to ship by rail. 
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Lines Not Designated Potentially Excess 

L&N: Dahlgren to Maunie 
This L&N main line, which extends across the north­

east corner of the zone through McLeansboro, Enfield 
and Carmi. was originally designated potentially excess 
by the DOT Report, but the designation was changed 
by the March I additions and corrections supplement. 
The supplement also noted that density on the Lone map 
should be shown as 4 instead of 2. Table 114 contains 
data received from u~ers of the line. 

ZONES NOT ANALYZED BY THE DOT REPORT 

The DOT R eport did not perform an analysis o[ 
potentially excess lines in 7 of the I 8 zones m lllinois. 
Such analysis was not performed upon two zones, 131 
(Chicago) and 323 (St. Louis) , because of the complex 
nature of the zones. Analysis of the other five zones, 
132 (Rockford), 133 (Sterling), 136 (Galesburg) , 144 
(Springfield), and 148 (Quincy). was not performed 
because bankrupt railroads do not operate in those zones. 

Zone 131 

Zone 131 contains the Chicago metropolitan area. 
The Chicago Association of Commerce and Industry re­
ported that Chicago\ Gross Metropolitan Product in 
1973 wa~ $65.6 billion. or 5.1 percent of the gross na­
tional product. The area has 28,500 retailers whose sales 
amount to $20.5 billion a year and 11 .300 wholesalers 
who sell $53.6 billion a year. There are 13,200 manu­
facturers in the area who produce $48.3 billion worth 
of goods annually . The Board of Trade of the City of 
Chicago (CBT), which is made up of l,402 members 
representing all segments of the grain and grain products 
industries, reported that yearly grain receipts at Chicago 
total in excess of 175 million bushels. CBT pointed out 
that the grain trade has always been rail oriented and 
that the grain trade grew \imultaneously with the growth 
of the railroads in the Midwest. CBT emphasized that 
the grain freight rate structure must be taken into ac­
count in the rail restructuring process. 

Mayor Richard J . Daley of Chicago stated: "R ailroad 
service and the railroad industry is a vital part of Chi­
cago's economy.'' Chicago was designated a major gate­
way by the DOT Report. The metropolitan area led the 
DOT Report's list of regions recommended for con­
tinued competitive service. Chicago was the leading 
user of rail cars in 1972 when it handled 8.3 percent of 
the traffic in the 184 zones within the region covered by 
the R egional Rail Reorganization Act. An average of 
175 trains a day were hauled through Chicago. 

Interlake, Inc. reported that it has fou r plants and one 
subsidiary company within Zone 131, a ll of which use 
rail service. Interlake was particularly concerned about 
the fu tu re of the rail lines which it uses in connection 
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with the transportation of hot metal from its South Chi­
cago furnace plant to its steel plant at Riverdale. There 
is no alternative way of transporting this raw material. 

The Great Lakes Na val Training Center used 128 car­
loads in 1973 but will require additional service upon 
the completion of the construction of a coal burning plant. 
The Department of Defense complained that the rail 
volume for the Joliet Army Ammunition Plant was er­
roneously grouped with that of the city of Joliet, and, as 
a result , the installation itself was not recommended for 
direct local service. 

It was pointed out that passenger service from Chicago 
and Aurora west on Rock Island's lllinois Zephyr serves 
colleges in Macomb (Zone 136) and Quincy (Zone 148) ; 
the service is subsidized in part by the state. 

Table 115 contains traffic data submitted by firms with­
in Zone 131. 

Table 115: Traffic Profile: Viable Lines 

Rail user 

Griffith Labs 
Alexander Lumber Co. 
Certain-Teed Products 
Howell Company 
National Bottle 

Company 
Certain-Teed Products 
Caterpillar Tractor 
National Bottle 

Company 
Caterpillar Tractor 
Inland Container 
Ekco Products 
Drackett Products Co. 

Estimated carloads 
City 1972 1973 Projected 

Alsip 
Aurora 
Bensenville 
Chicago 
Chicago 

Chicago Heights 
Joliet 
Joliet 

Montgomery 
Nol'lh Lake 
Wheeling 
Chicago 

77 

371 
228 
424 

7 

1,945 
2,726 

13 

4,981 
860 

48 
618 

15,000 

1 Drackett stated its traffic would increase 10 percent per year 
for the next 5 years. 

Zone 323 

Zone 323. which encompasses the St. Louis, Missouri 
and East St. Louis, Illinois metropolitan area, generates 
805,000 cars per year. The DOT Report recommended 
that St. Louis retain competitive service to the east, south 
and west. 

Many businesses in Zone 323 expressed concern about 
the proposed abandonment of the PC line from St. Louis 
north to Pana in Zone 145. National Steel, which was 
particularly concerned about that line, noted that it cur­
rently ships a large volume of hot rolled coil steel from 
its Granite City plant to its Midwest Steel Division at 
Portage, Indiana. PC carries loaded cars east over its 
mainline through Effingham and Terre Haute and returns 
empty cars over the potentially excess line through Pana 
and Mattoon . National Steel questioned whether the 
Effingham-Terre Haute line would be capable of handling 
all of this traffic, if the Pana-Mattoon line were aban­
doned . 

A large number of business and civic organizations 
submit1ed comprehensive data concerning H ighland, 
which is located on the PC mainline between St. Louis 
and Terre Haute. The volume of evidence generated from 
Highland sources is evidence of the great concern en­
gendered by the DOT Report. Highland was not rc::com­
n ended for lccal service in the DOT Repon. 

The H ighland Chamber of Commerce noted that sev­
eral local industries. including Alton Box Board Co., 
B-Line Systems, Inc., and Ultra-Life Laboratories, Inc., 
depend upon Highland's rail service . If H ighland lost rail 
service. 660 employees with an annual payroll of $4,506.-
010 would be directly affected. Their employers have 
tmal annual s:iles of $29. I 02,304. Alton Box Board Co. 
estimates that its annual freight bill on cars coming to 
Highland amounted to $414,900 in 1973. Alton Box 
received 674 coaloads in that year and shipped 178. 

Table 116 contains traffic data concerning lines within 
Zone 323. 

Table 116: Traffic Profile: Viable Lines 

E.stimated carloads 
Rail user City & Line 1972 /973 Projected 

Peavy Company Allon ( IT) 268 
1,077 
2,000 

276 
85 
56 

Certain-Teed Products Ea,t St. Louis (SO) 
ACF Industries East St. Louis (IT) 
Allon Box Board Co. Godfrey OCG) 
Hamel Coop Grain Co, Hamel (IT) 
Livingston Service Co. Livingston (ICG) 

Zone 132 

Zone 132 contains Rockford, the second largest city in 
the state and an industrial center. However, almost all of 
the testimony at the RSPO hearings regarding Zone I 32 
came from agricultural concerns which stressed their need 
for continued local service. 

The Burlington Northern stated that the trackage ex­
tending from the bottom of the Zone map to Rockford 
and identified as a CMSP&P line is owned by BN . The 
line extends north from Flag Center in Zone 133. 

Zone 133 
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Zone J 33 is located in the northwest corner of the 
state. The zone is rich in agriculture and heavy industries 
such as steel, chemicals and concrete. However, as in 
Zone J 32, the public response was mostly from the agri­

cultural segment. 
Several respondents inferred that specific lines with­

in Zone 133 would have been designated potentially 
excess. The Burlington Northern segments from Earlville 
in Zone 134 northwest to Sterling and from Mendota in 
Zone 134 to Savanna were designated potentially excess 
up to the Zone 133 border. Most protests of the abandon­
ment of these lines concentrated on the expense of truck­
ing fa rm supplies and produce. H. D. Lear, who testified 



for the Burlington Northern at the Chicago hearings, 
stated that the Earlville-Sterling BN segment provides a 
connection with BN's Savanna to Galesburg mainline 
and is an alternate route for through trains to either 
Minneapolis or Omaha-Kansas City. 

Another line which respondents adjudged to be poten­
tially excess was the C&NW line from DeKalb to Troy 
Grove (Zone 134); it was designated potentiall y excess 
within Zone 134 up to the Zone 133 border. A plant is 
under construction at Elva which will require three to 
four carloads of sheet steel per day. The A . 0 . Smith Co. 
at Elva reported that it uses this C&NW line. 

Other lines for which concern was expressed were the 
TCG line through Dixon and Freeport; the CMSP&P from 
Mendota in Zone I 34 north through Roxbury to Rochelle; 
the CMSP&P from Savanna to South Beloit in Zone 132 ; 
and the CMSP&P from Savanna east to Chicago. 

Table l l 7 contains data submitted by users of lines 
within Zone 133 . 

Table 117: Traffic Profile: Viable Lines 

Rail user City 

First Mississippi, Inc. Deep Grove 
Hahnaman 

Tampico Farmers Tampico 
Elevator Company 

Rock River Grain Prophetstown 
Company 

Brinkman & Pressmen Las, 
Lumber Company 

Lee Farm Services, Inc. Amboy 
Lyndon Lumber & London 

Grain Co. 
Erie Lumber & Grain Eric 

Co. 

Zone 136 

Estimated carloads 
1972 /973 Projected 

55 
151 

252 

320 

240 
105 

126 212 

Traffic volume in Zone 136 (Galesburg) was 112,000 
carloads in I 972. The line which generated most of the 
response within this zone was the TP&W (see Table 
118) . Since segments of the TP&W were designed po­
tentially excess in other zones, respondents presumed that 
the T P&W segment within Zone 136 was also threatened. 

Table 118: Traffic Profile : TP&W in Zone 136 

Rail user 

McDonough Farm 
Services 

McDonough Farm 
Services 

Midwest Carbide Corp. 
Spoon River Fa rm 

Service 
International Harvester 

Commodity 

Grain 

Seed, corn, oil 

Estimated carload:, 
1972 1973 Projected 

58 

125 

2,900 
346 

289 

Another line that users presumed would be potentia ll y 
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excess was the BN line from Joy to Woodhull (Zone 
I 35) ( see discussion in Zone I 35). If the segment in 
Zone 135 between the v,estern zone border and the BN 
north-south line were abandoned, the segment within 
Zone 136 would be completely isolated . Complaints were 
registered about 4-mile-per-hour speed limits, poorly 
maintained roadbeds. and poor service over this line. 
Slow trains and a lack of covered hopper cars on the 
N&W line serving Carthage were also noted. More grain 
cars and local switching are needed for consignees of the 
Burlington Northern carriers at Colchester. between Ma­
comh and Quincy (Zone 148) . 

Zone 144 
Springfield. the state capital, is the foremost shipping 

sta tion in Zone 144; 97 carload~ per day arc dispatched 
from the Springfield area Respondents were particular!) 
concerned with the future of I\\ o lines within Zone 144. 
One, a 8&0 line was designated potentially excess from 
southern Jllinois to the Zone 144 horder. Kaiser Agricul­
tural Chemicals ships 35 cars per year over this line from 
Springfield south to a station at Rochester. The other line, 
the cast-west B&O Springfield to Boody (Zone 142) line 
\\as designated potentiall} excess through Zone 145. The 
Springfield Chamber of Commerce is worried about this 
and other east and west connections, regardless of the 
final status of Zone 144. The industries in the city need 
reliable through lines and would suffer from the circui­
tous rerouting which would result from abandonments. 

Congressman Paul Findley pointed out that coal mines 
and a facilit) in the southern part of Sangamon County 
should not be cut oIT from an electric generati ng station 
in Chicago. 

A proposed l 0-year relocation program for Spring­
field's railroads has been submitted to the ICC. 

Zone 148 

Zone 148, Quincy. is ,parsely populated but rich in 
agriculture. Quincy generates 40.000 carloads a year 
( I 0,000 alone from the Quincy Soybean Co.). Only two 
lines in adjacent zones were designated potentially excess 
to the Zone 148 border. One, an ICG line, enters the 
zone from Bloomington (Zone 138) at Ashland. Con­
tinuing south through Jacksonville, Rood house, and 
White Hall , the line exits the zone north of Alton (Zone 
323) . Table 119 contains data submitted by users of 
lines within Zone 148. 

International Harvester, Moorman Manufacturing 
Company, and the Calcium Carbonate Company ex­
pressed concern about the future of their operations at 
Quincy, if Quincy's two main rail connections were elimi­
nated. Calcium Carbonate noted that, if the DOT Report's 
proposals were effectuated, 34 destination points fo r its 
shipments would be eliminated, 8 in I llinois, 4 in Indiana, 
14 in Michigan and 8 in O hio. 
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Table 119: Traffic Profile : Viable Lines 

Rail user City 
Pisgah Coop. Grain Co. Jacksonville 
Municipal Power Plant Roodhouse 
Roodhouse Envelope Roodho use 

Co. 
Amoco Oil Company White Hall 
Carrollton Farmers Carrollton 

Elevator Company 
Mississippi Valley FarmJerseyville 

Equipment Dealers 
Jersey Co. Farm Supply Jerseyville 

Estimated carloads 
1972 1973 Projected 

191 

6 
225 

181 
750 

10 

50 

1 Pisgah Coop. shipped 1,000,000 bushels of grain in 1973. 

The City of Jacksonville, represented by its city at­
torney, opposed the abandonment of two lines: the BN 
from Concord southeast through Jacksonville to Virden 
on the Zone 144-Zone J 45 border and the I CG line from 
Ashland southwest through Jacksonvi lle to Murrayville. 
Several rural businesses voiced concern over 1he fu ture 
of the N&W east-west line across the middle of the zone. 
The Mayor of Griggsville predicter! that costly circuitous 
rerouting would result from abandonment of the line. It 
was also reported that coal, destined for Meredosia, is 
shipped over this line. The Central Illinois Public Service 
Co. has an electric and gas utility plant on the Illinois 
River. Several firms located in Pittsfield, on the N&W 
Pittsfield branch , protested abandonment of that line. 
Kamar Construction Co. reported that it received 32 
carloads at its Pittsfield facility in 1973. Pike County 
Lumber Co. and Atlas Construction Co. stated that they 
generated J 3 carloads in 1973 and have an estimated 
potential of 25 to 30 carloads per year if service war­
rants it. 

The Chamber of Commerce of Roodhouse and White 
Hall submitted a report on the impact which abandon­
ment of rail service would have upon these two com­
munities. 

CRITICISM OF THE DOT REPORT 

Public hearings on the DOT Report were held by the 
RSPO in Chicago, Effingham, Peoria Rock Island and 
St. Louis, Missouri . An enormous amount of evidence 
was received at these hearings and in the large number 
of submissions fiJed directly with the Office. This section 
of the Illinois report contains a distillation of comments 
and criticisms not specifically related to individual lines. 

Langhorne Bond, Illinois Transportation Secretary, 
Robert J. Williams, Illinois D irector of Agriculture, and 
Howard R . Fricke, D irector of Business and Economic 
Development, noted tha t the DOT Report designated 
potentially excess 2,600 miles, or 24 percent, of Ill inois 
trackage. They stated that any reduction in trackage in 
the state seems incredible due to the fact that Jllinois 

farmers are even now experiencing difficulty in gettting 
adequate service to move their crops. 

The three stale officials found serious shortcomings 
in the rr ethodology and data used by the DOT and in its 
failure to consider socio-economic, environmental, and 
community impacts. T hey questioned the designation of 
only Ch icago and East St. Louis as gateways in lllinois 
and suggested that Interstate routes be established in 
such a manner that through traffic would be routed 
completely around congested areas such as Chicago. They 
believe that some of the freight corridors in Illinois, 
though not viable presently according Lo the DOT cri­
teria, have a strong potential for growth, and they cited 
Chicago to St. Louis via Joliet, Bloomington, Springfield 
and Decatur as an example. 

The officials stressed that the final system plan must 
address operating policies of privately owned, solvent 
carriers in the region with regard to the reorganization, 
the present set of labor agreements, and the competitive 
factors of a multi-modal transportation system. More 
recent and relevant data must be used and this data 
should include: 

(I) A detailed quantitaU\e and qualitative descrip­
tion of the distribution of freight within lllinois 
and the region . 

(2) An accurate description of the physical cha r­
acteristics of the line segments and termi nal 
facilities. 

(3) An assessment of the capacity and ability of 
alternate modes to carry additional freight. 

The submission also stressed that a strong rail network 
is necessary for a health,>- agriculture industry in the state. 
IL stated that, although virtuaily all of the trackage ana­
lyzed in the state was rural, the DOT did not analyze the 
impact that the proposed abandonments would have 
upon agricultural production. Such an approach is at 
odds with the federal government ruling that all previous­
ly set aside and unprcductive acreage must be returned 
to production. The officials projected an 11 percent in­
crease in corn acreage in 1974 and a 30 percent increase 
in wheat acreage. 
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The impact that the DOTs proposed aba ndonments 
would have was deplored by shippers, growers, grain 
cle\ ator operators, manufacturers, and retailers whose 
commercial or industrial operations were affected by the 
recommendations. Several witnesses pointed out that 
1,300 of Illinois' 1,500 grain elevators would lose rail 
sen ice if the proposed abandonments were ca rried out. 
For the most part, the matters raised were typically those 
which related to the issue of " ... public con,enience and 
nece~slly of railroad service." Th us testimony was direct­
ed toward the economic damage which abandonment 
would cause to particular business entit ies or local com-



muniues. It was estimated that over 170 manufacturing 
concerns and grai n elevators in Illinois would be forced 
to severely curtail or shut down their operations if the 
DOT proposa ls were implemented. Many businesses indi­
cated that the loss of rail service would compel them to 
relocate at a cost running into the millions of dollars. 
Other witnesses pointed out that their companies would 
req ui re changes in the physical plant to accommodate the 
shift from rail service to an alternative mode. Most of 
these changes would be in the area of constructing docks, 
platforms, etc. to facilitate the loading and unloading of 
trucks. A few of the industrial concerns would have to 
change their manufacturing process entirely in order to 
continue shipment of their products. 

The most scathing indictment of the DOT Report, in 
the view of many witnesses, was its lack of concern for 
those communities that would lose rail service. Numerous 
witnesses stated that the DOT Report conflicted with 
federal programs which have been designed to encourage 
the relocation of businesses in economically depressed 
areas, small communities, and rural areas. For example, 
Shelby, ille, Illinois has recently been successful in attract­
ing new industry, with rail service being one of the most 
important considerations. Without adequate rail service, 
further development is viewed as impossible. Because of 
the decline of coal as one of this nation's primary energy 
sources, southern Jllinois (especially zones 141, 146. 
and 323), has had a much higher unemployment rate 
than the rest of the country for years. Some counties 
ha, e averaged close to a IO percent unemployment rate. 
With the energy crisis this area's plentiful coal reserves 
ha, e renewed importance and testimony and submissions 
indicated the necessity of rail service for the economical 
shipment of coal. Harry Eggert of the Sahara Coal Co. 
testified that his company plans to open new mines in 
the near future to meet growing demand , but the plans 
arc dependent on continued rail service. Other witnesses 
from coal concerns stated that the proposed abandon­
ments in southern lllinois do not mesh with the Act's 
concern for protecting fossil fuel sources. 

Part icular concern about the potential effects of the 
DOT Report's recommendations was voiced by individ­
ual farmers, grain elevator operators, fertilizer service 
owners, and farm machinery suppliers. Most of the com­
plaints were based on the following grounds : 

( l ) The price for corn, wheat, and soybeans is set 
by the major markets such as Champaign or 
Chicago-an elevator will purchase from the 
farmer based on a track bid discounting the 
transportation costs. If shipping must be done 
by truck, the elevators' transportation cost will 
increase with the result that the farmer will 
receive from J 'I, to 15¢ less per bushel in 
most areas of the state. 
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(2) The lack of available boxcars, both jumbo hop­
per and regular grain cars, has substantially 
reduced the number of cars shipped. Also, if 
more cars had been available, shipments would 
have increased, in some instances more than 
double. 

( 3) The lifting of acreage limitations and the world 
food shortage will result in increased rail serv­
ice needs. especially for the shipping of grain 
and the receiving of fertilizer. 

( 4) Since many of the Illinois grain elevators are 
cooperative enterpri ses with low profit margins, 
they could not afford to ship by truck and 
could not provide their own fleets . 

( 5) The county roads could not withstand the strain 
of heavy grain trucks. 

(6) The proposed abandonments would create 
agricultural corridors since elevators and fer­
tilizer services which retain rail service will 
will have a distinct competitive advantage over 
those that lose rail service. 

(7) Although the shipment of grain will remain 
somewhat seasonal, more farme rs are storing 
their grain longer in order to receive higher 
prices, therefore continuous shipping during all 
months of the year will increase. 

( 8) Affected elevators, implement stores, and fer­
tilizer co-ops are important economic entities 
in the community as employers and revenue 
generators. 

Non-railroad union representatives were unanimous in 
their condemnation of the DOT Report. Some stated that 
it failed to consider the improvements which might be 
realized by improved technology and enlightened man­
agement practice~; others noted that although labor costs 
amount to nearly half the cost of rail se rvice, the impact 
of work rules was not considered. 

The complaints most often mentioned by shippers 
included the following: 

( I ) Shipping costs will increase and the cost of 
goods will go up. 

(2) Certain commodities can not be shipped by 
truck because of their bulk or weight. 

( 3) Plans for future expansion will be del ayed un­
til the rail se rvice issue is finalized . 

( 4) If rail ser~ ice is ended, companies will be 
forced to cut back on production and reduce 
the number of their employees. 

(5) There are not enough trucks to handle the de­
mand if rai l service is terminated. 



Shippers also stated that east-west service across Illinois 
by-passing Chicago and St. Louis is essential; most favor­
ed retention of the TP&W and the Peoria gateway. 

Environmentalists pointed out the relative fuel econo­
mies to be achieved by use of rail service in comparison 
with motor freight. Many witnesses stated that the switch 
to motor freight would be antithetical to our national 
policy of fuel consen at ion. Closely associated with the 
energy issue was the environment. Witnesses were con­
cerned with the increased air pollution which would result 
from a switch to motor freight. Others testified to the 
traffic and noise problems that would result from such a 
vast abandonment. Some said the proposed abandon­
ments would conflict with any meaningful land use policy. 
They stated that, if the abandonments were finalized, 
thousands of acres of land would have to be removed 
from agricultural production in order to build the addi­
tional roads which would be needed. 

Many witnesses voiced concern about the issues of 
potential unemployment, personal income loss, and wel­
fare cost. Many others complained about the lack of 
decent roads, especially in the southern part of the State. 
The ·'Frost Law", which prohibits use of certain county 
roads by trucks in excess of five tons during certain 
months of the year, was cited often as a reason why 
trucks cannot provide an adequate alternative to rail 
service. Other general highway complaints included: in­
sufficient bridge load-bearing capacities to handle heavy 
trucks; the costs of more road equipment and police per­
sonnel; and the tremendous increase in road maintenance 
costs. 

Although a few witnesses were complimentary of rail 
service to their firms , the vast majority decried the poor 
quality and unreliability of service. Some witnesses accused 
the railroads of siphoning off assets of their railroads to 
invest in other operations to the detriment of the public 
interest. Others complained that the quality of service was 
so poor that they have sharply curtailed or stopped their 
usage of rail transportation. By far the predominant 
complaint concerned the car shortage, especially in hop­
per and tank cars. Delays in receiving cars have forced 
many grain elevators to ship by truck. Some elevators 
have attempted to compensate for this problem by ex­
panding their storage facilities and attempting to obtain 
10 and I 00-car unit trains from the railroads. It was 
impossible to discover to what degree the car shortage 
was a seasonal problem, but most complaints came from 
the grain elevator operators and the fertilizer service 
owners, both predominately seasonal users. 

There were also some complaints with regard to car 
condition . Some shippers stated that they were inclined 
to accept what they received for fear that they would not 
obtain replacements should they reject any cars . Other 
shippers complained of having to clean the cars before 
they were suitable for use. Many shippers stated the 
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DOT criteria should not have been based on actual 
car usage for the given year, but on the total number of 
cars that would have been used had the railroads pro­
vided all that were ordered. 

Another major complaint of the railroad users was 
the deteriorated condition of the track in their areas. 
The most frequent comments centered around rotting ties 
and soft road beds, which have led to weight limits and 
speed reductions. The railroad users also evidenced con­
cern over road congestion. This concern was mainly 
directed at the necessity of maintaining the Peoria gate­
way. Numerous witnesses mentioned the delays in transit 
time which would result if their companies were forced 
to ship through St. Louis and Chicago. Delays of any­
where from two to five days would be disastrous for 
shippers of perishable goods. 

Some other public criticisms were : 

(I) Rate structures are inequitable and must be 
revised, especially long-haul rates. 

(2) The DOT Report seriously conflicted with the 
Ru ral Development Act and with the policy of 
conserving fossil fuels . 

(3) There is over regulation by the ICC that does 
not allow the railroads to operate freely and 
promotes inefficiency. 

( 4) Union activities, especially featherbeddi ng, 
have hampered railroad efficiency. 

(5) The railroads intentionally lower the quality 
and reliability of service and then cite the re­
sultant lack of usage as an excuse to demand 
abandonment of a particular line. The general 
consensus was that the railroads were not re­
investing sufficient amounts of their capital in 
equipment and trackage so that service might 
improve. 

The primary complaint of many businesses was that if 
they lost the line they are presently using they would have 
no alternative rail service. In many cases this would mean 
either the closing of the business or the curtailment of the 
firm's market area. Many of the smaller Illinois communi­
ties consider the railroad their life line. In other cases, 
firms ha\e alternative routes available, but, for various 
reasons, this alternative is not practical. In some cases, 
the track condition of the alternative line is poor; in 
others the alternative line is very circuitous and the transit 
delays would make the line's use uneconomical. Some of 
these firms are locked into railroad usage because of the 
poor condition of local roads which only permit the use 
of trucks under a certain tonnage. 

A number of witnesses stated that the report did not 
take into account the considerable freight that bridges 
the Midwest and Northeastern Regions. Shippers com­
plained that their east-west and north-south patterns of 



freight movement would be severely disrupted by the 
proposed abandonments. Eugene T. Liipfert, attorney for 
National Steel Co., stated that" ... all of the traffic flows 
involved cannot be rearranged around a new linehaul rail 
network, comprised indiscriminately of parts of solvent 
ra il roads and parts of bankrupt railroads." National Steel 
and many other rail users questioned the ability of the 
remaining lines to handle the increased vol ume, should 
the proposed abandonments be carried out. 

Many Illinois citizens could not understand why the 
lines of profitable railroads were deemed "potentially 
excess". Their thinking was based on the belief that the 
Rail Reorganization Act was passed to improve the pres­
ent rail system and not to diminish it in any fashion. 
Some witnesses argued that the Penn Central's midwest 
lines were for the most part profitable and that the com­
pany's northeastern lines were mainly responsible for its 
bankruptcy. Many witnesses also stated that profitable 
railroads should have to follow regular ICC abandon­
ment procedure and should not be allowed to abandon 
lines under the Regional Rail Reorganization Act. 

A few statements pointed out that the identification of 
stations recommended for continued rail service is mis­
leading, as they are identified by the billing or servicing 
station and not by the actual community from which the 
car was shipped or to which it was delivered. Many ship­
pers mentioned that the carloads per mile criteria should 
not be used as the sole basis for abandonment decisions. 
Many large box. hopper and tank cars are loaded with 
more revenue freight than other cars and produce rela­
tively more revenue at less operating cost. The carloads 
per mile criteria does not adequately consider weight 
and volume. 

A large percentage of the Illinois public expressed the 
belief that the answer to unprofitability is not wholesale 
abandonment. Some persons pointed to the example of 
Penn Central's earlier merger as proof that merger and 
line reduction do not necessarily lead to profitability. 
There was a strong opinion evidenced by the public that 
rail service should be based on socio-economic needs 
and not on the DOT's theories of efficiency and economy. 
The railroads should be viewed as a public utility which 
is vital to this country's economy and future welfare. A 
few witnesses accused the DOT of designing a system 
solely to bail out the Penn Central from its precarious 
position. 

Another major complaint was that DOT seemed to 
assume that alternative modes were available and could 
handle the volume, should the proposed abandonments 
go into effect. Most of the shippers and receivers on lines 
deemed "potentially excess" stated that trucks just could 
not handle the increased volume. Very few users would 
be able to meet their transportation needs by switching 
to barge transportation. 

Suggestions on how to alleviate the situation of un-

profitable lines were numerous and diverse. The solution 
mentioned most often was for the government to subsidize 
the railroads. Some witnesses expressed the opinion that 
the trucking industry has long been subsidized through 
the highway trust fund and the millions spent on inter­
state highways. Realizing the importance of the railroads, 
these witnesses desired some sort of parity. A large 
minority of those offering solutions opposed the concept 
of subsidy. Some feared it would be the first step toward 
nationalization while others claimed that the government 
was always bailing the "big guys" out after poor manage­
ment had led them to the brink of ruin. Other suggestions 
centered around the use of tax exemptions and/ or incen­
tives to enable the railroads to improve equipment, track 
condition and service. Many of these witnesses thought 
the railroads were being forced to pay exorbitant taxes 
on their rights-of-way. 

150 

The majority of Illinois participants who mentioned 
the criteria used by DOT for determining whether a 
station should be recommended for continued service 
were of the opinion that the criteria were too narrowly 
conceived. The major criticisms were that the report did 
not give sufficient consideration to the total revenue 
generated or to the tonnage that each particular car 
carried . Other witnesses thought that some consideration 
should be given to the value of a particular commodity 
to the economy-in particular the value of relatively 
cheap transportation of grain. 

There were many complaints from the Illinois partici­
pants regarding DOT's use of 1972 data. The following 
problems were mentioned : 

( 1) The shipping statistics are now two years old 
and in most cases rail usage has increased. 
Thus, some lines meet DOT's carload per mile 
formula now, or will in the near future. 

( 2) DOT did not try to estimate the fu ture traffic 
on any lines. Some firms have just completed 
new plants or expansions and thus their figures 
are not accurately represented in the DOT Re­
port's analysis. 

(3) DOT made no estimation of how much ship­
ping would have been done had sufficient cars 
been available. 

( 4) The energy crisis and its impact on the railroad 
industry was not considered by DOT. 

Several witnesses suggested that the study be redone, 
taking into consideration broader criteria, especially the 
socio-economic impact that any proposed abandonment 
might have. 

Much of western Illinois was hurt by heavy flooding 
in the Mississippi Valley in 1972. Farmers were especial­
ly hard-hit since much of their acreage was under water 
till after the planting season was over. A few business 
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representat ives stated that it is essential to have access 
to more than one line to provide an alternative in case 
of a major derailment or a natural disaster. 

Many lffinois witnesses testified that the amount of 
time that they were allowed to analyze the DOT Report 
was much too short. They pointed out that, in view of 
the complexity and importance of the Report, more anal­
ysis time should have been allotted. The result of this 
situation was that many companies were not able to 
sufficiently detail the impact that the Report would have 
on their railroad usage. 

Another common complaint of Illinois cit izens was 
that the DOT Report did not consider the tremen­
dous impact that abandonments would have on food 
production. As Robert L. Graves of the Illinois Grain 
Corporation stated : "l t would be a large penalty to pay 
and would no doubt greatly raise the cost of grain to the 
consumer if it didn't altogether price the grain out of the 
market." Several shippers mentioned that they might lose 
their ability to export grain to Russia and Europe. They 
pointed out the world-wide food shortage and the vital 
role that the American farmer must play in alleviating 
this problem . 

The proposed abandonments would seriously affect the 
Illinois farmer's ability to purchase fertilizer, especially 
potash and nitrogen . Without these fertilizers. grain yields 
would be reduced substantially and farmers would cut 
back on the acreage which they farm, further decreasing 
production. Some farmers also feared that, with fewer 
elevators, their crops might rot in the fields for lack of 
storage. Many of these witnesses contended that the 
policy of abandoning lines was short sighted. Mr. Graves' 
credo. "Fix up, not tear up .. , adequately summarized the 
thoughts of most Illinois food producers. 

lflinois citizens were also concerned that the DOT Re­
port did not adequately consider the effects that its pro­
posed abandonments would have on the transportation 
industry. The complaints were about equally divided 
between those demanding intermodal competition and 
those stressing the necessity of intramodal competition. 
Many witnesses feared that the proposed abandonments 
would lead lo the domination of the transportation indus­
try by the truckers. They testified that truckers, with their 
powerful union, would use their advantage to raise rates. 
Several witnesses stressed the necessity of maintaining 
rail service. citing the economic impact of the recent 
truckers' strike. Other witnesses asserted the need for 
intramodal competition. They stated that there must be 
at least two privately operated railroads which would 
provide competition between major market cities. The 
witnesses were concerned that, if only one railroad op­
erated m their area, service would deteriorate. They were 
especially concerned that they would have more difficulty 
obtaining cars if only one railroad serviced their area. 

The public criticized the DOT Report's stress of raif-
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road profitability as a failure to realize the true import of 
the Rail Reorganizatio n Act. The citizens of Illinois 
thought that the social and economic aspects of the Act 
were slighted to facilita te the DOT's statistical study. 
Several witnesses testified that the Report completely 
ignored the necessity of conserving fossil fuel and pre­
serving access to fossil fuel deposits. The general con­
sensus was that DOT should have performed a broader 
study, sun eyi ng both the present and future rail needs 
of Illinois. 

Mayor Elvin "Slim" Washburn of Vandali a expressed 
what abandonment of rail service would mean to a rural 
Ill inois town. With the mechanization of farming opera­
tions during and after World War II , rural areas found 
their populations dwindling. Where industry was not 
brought in, entire communities collapsed. Those rural 
communities that su rvived and prospered did so by de­
termined efforts to promote the development of local 
industries and to create an economic environment which 
would attract new industry. Crucial to these efforts was 
the presence of rail service. Mayor Washburn stated that 
rail service has been such an integral part of Vandalia's 
economy. that he cannot conceive of its being able to 
survive a diminution of rail service. 

COMMENTS OF VIABLE RAILROADS 

William J . Dixon. President of the Rock lsland. esti­
mated that, if the DOT Report's abandonment proposals 
were implemented. it would lose at least $2.2 million 
gross revenue annually as a result of diversions. short­
hauls and disappearance of traffic which it presently 
carries. The RI stated that. according to its figures. there 
were 6,314 cars on which it enjoyed a haul during 1973 
which either terminated or originated al stations on lines 
designated potentially excess. The Rock Tsland also re­
ported that its interchange traffic with the Erie Lacka­
wanna in 1973 produced revenues in excess of $6 million, 
and RI expre~sed concern about the effect restructuring 
might ha\e upon this and other interchange traffic and 
re\'enues. 

The Burlington Northern emphasized the need for the 
restructuring planning to provide for and to improve 
direct interchange between the major eastern traffic routes 
and the BN and other western lines. 

The Elgin, Joliet and Eastern Railway reported that it 
has only one line, its 9 mile Aurora branch, which it con­
~iders excess to its system. The EJ&E reported that it 
conforms to the DOT's cri teria for local rail service. 
EJ&E operates in Zones 130, 131 and 134. 

Alan S. Boyd, President of the ICG. noted that the 
DOT Report designated approximately I ,000 miles of 
!CG tracl- potentially excess in Indiana and Illinois. Ac­
cording to Mr. Boyd. the ICG's assessment of these lines 
found that, under current operating conditions, the ICG 
lines DOT found to be potentially excess are contributing 



a positive cash flow, v.ith minor exceptions, such a~ the 
[)wight Branch f1om Dwight in Zone 139 to Lacon in 
Zone 134 T he !CG agreed with the DOT that railroads 
need th,; abilit} to chdnge rat<:, quid I) t, 1 meet m:rca, ng 
costs and changing market conditions and that one of the 
•rcatc,t ,,.a" 10 inc re ,, produtth 11' would re t, ch.mgc 
inflexible labor work rules 10 permit belier utilization of 
labor and capital 

The Illinois Terminal Railroad Co. v.as con1.1:med that 
implemcniation of the DOT Report's recommendations 
would preclude it from operating north of Sprmgtield ,ind 
eil!>t of Decatur and would thu,, lead the IT into bank­
ruptcy In 1 <>72. 37 percent of IT's gross freight revenue, 
was derived from traffic moving in whole or in part over 
the lines de~ignated execs, ea,t of Decatur and north of 
Springfield All four of IT', interchanges with tht PC 
would be eliminated. 11 ,, ould also lose connections "ith 
the s,,c~~\\, RI ,.1..\\, ICG md lP&\\ at Pctiria; 
with the Santa Fe at Morton, wnh the ICG at Champaign 
and" ith tht C&.rt a C,10\ er Such re,uh according to 
Harvey D Johnson, Secretary-Treasurer and General 
Solicitor of the 11 "ould , iolate due proce,s of lav. 
and amount to an unlawful confiscation 01 propert) with­
out just compt:nsauon. 

C I Pa111son. president of th" Toledo, Peoria and 
Western. stated that. if the DOT RepMt's recommen­
dation to ahandlln the P..:on.i gatn\a) was adopted, it 
would be phys1calh and economicall> 1mposs1ble for the 
TP&W to c mtmue am, l)pe of profitable ,en 1cc 

RECOMMENDATIONS 

Illinois citi1ens proposed numerous alternati,.es to the 
DOT Report and ,ug~ested solutions to railroad prob­
lems. 1'-earl) all parti--ipants recommended that the rail 
system should be 1mprO\Cd, not abandoned. Recommen­
dation, for impro\ement m rail M:nice -..ith r1;garJ to 
the agriculture indu,try included the following: 

( I I 1 en-car un11, shoulJ be C<>ns1dc:red Js impor­
tant as I 00 car unit,. since the I 00-car unit 
r fkn ere •te, a dl\tor 1011 in the di~tribu11 111 of 
rail cars 

(::,>) If the propo,cd abandunmenh ~o mto cffc:ct. 
the government should ,ubsid1ze grain eleva­
tors or pa) r<."locauon exp.,nses. 

( 3 J fhe government ~hould eliminate the black 
market m railroad cars so that ~ome grain ele­
\ators do not illcg.:ill\' obtain an ad,antagc 0\er 
their competitor.. 

( 4) Smee much gram ~hipment " seasonal rail­
road~ should be encouraged to make extra run~ 
re, gr:1111 de,.nors during the hane~t season 

( 5) T he go\crnmcnt should encourage the railroads 
to purchase more hopper and tank cars. 

152 

( 6) PrO\ isions ~hould be made for grain elc\ator 
operator, -..ho ha\e to borrow money to bu> 
grain and "ho "ill be lorced to hold their grain 
long.:r after th.: abandonment,. 

( 7) sm .. llcr clc\ a tor, ,hl)Uld impro\e their fadnic) 
o h .. t they can load n minimum of fiH· car, at 

a time. 

Shipp.:rs and recc1, er, n i1dc the folio\\ ing sugge-tion, 
for 1mpr0\ing r iii s1;nic.1; in lllmois: 

(I) Compe1i11on ,hould be r~quin:d v.here the 
length of haul is h:" than ~00 n ile, in order 
to a,,urc ,1\ a1lability of r,,11 equipment. 

( 2 Shippers might acquire their c-' n equipm~nt 
and locomoti\ e, 

( 3) 1 he government ,hotild in,titure a national 
')stem for the allocatwn ot car,. 

( 4) The government mu,t a"ure that traffic " 
routed around dcnscl) populated areas 

( 5) The Fin.ii S}stcm Plan sh,,uld pn>\tde for and 
imprO\c direct interchange, including run­
through opcrati,m,. 

(6) \ time fr •IT'1;; tor future rai1 tratlic proiecuons 
be) ond 1980 should be considered 

(7) The I( C. ,hould ncrlJs1;; m1kagc allo11ance) 
for sh1pp..r furnished rail equipment in order 
to a!lc, iate the ,h m •. :c of cc 'lam typc5 of rail 
car,. 

( 8 I On interline ~hipmcnts, the ongmating earner 
often ~uffer, a lo,, of control oHr the qualit) 
of ,cnice thc ,hipment recthc, To Jlk,iatc 
thi, probl.m, the railroad mdu~try should de­
\clop a ')'tern for the ctfe-.llh deplo)ment of 
its tlcet ,11 freight car,. 

( 9) Thcr..: sh,iuld bl· a li:,el of proportional rate, 
v.h1'-h 11,,ould -.omp..:n,,lle ,hipper, for bringing 
tra1krs tv 1-.e} rail TOFC "p1gg) hack" termi­
nah. 

(IO) The government ,hould promote liberal inter­
change agreerr ents hdwecn rail earners and 
local motor carriers, and adequate and proper 
d1, is1C!n, ol re\ cnuc on all TOFC traffic must 
be assured. 

( 11 ) Sinc1• the prop<>,ed trackage to be abandoned 
m lllinoi, has \Cr, hulc relationship to the nct­
,~ork t>f highways est ibli!,hcd or planned in the 
,tate, DO r should re\ise its plan ta~ing the 
location and c,mditi,m of highways into con­
sidaation. 

( 12) DO r must assure that a ~hipper has both north­
south and cast-west access. 
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( 13) The new freight routes that will be created in 
the Northeast and Midwest should be sup­
ported throughout their entire length by yard 
capacity fully adequate to handle the increased 
traffic volume. 

( 14) Since the DOT Plan would funnel traffic onto 
high volume mainlines, provision must be made 
to deal with the increased traffic at terminal 
facilities. 

The necessity of pre~crving intramodal competition wa\ 
recognized by most observers, but there were disagree­
ments on how this could best be achieved. One suggestion 
was that, \\here only one line is needed, two or more 
railroads should share the right-of-way. This idea would 
preserve two or more privately operated, economically 
\ iable and competing systems with the possible consoli­
dation of terminal and other facilities. Although several 
submissions stated that parallel consolidation would best 
preserve competition. others voiced strong opposition. Tt 
was pointed out that parallel consolidation tends merely 
to combine troubled railroads with troubled railroads. 
End-to-end mergers tend to link up railroads serving 
regions of slower freight groy, th with lines serving more 
rapidly growing territories. The resulting systems enjoy 
approximately equal market opportunities. C W. Bath, 
Director of Traffic for Farmland Industries. Inc., sub­
mitted a detailed statement which described the benefits 
of end-to-end mergers and the need for inter- and intra­
modal competition. 

Burlington Northern was especially concerned that. 
before 311) one route 1s created involving the present lines 
of more than one carrier, it must be demonstrated that it 
is phys1call} pracucal to enter a terminal o n the tracks of 
the new compan1(s) and to depart from any other route 
without re.,,ersing direction. or experiencing delay or un­
necessary 111terference This ability 1s vital to through 
train performance. The same principle would apply to 
local sen1ce where new companies may be using switch­
ing tracks and sidings. 

W11h regard to terminal facilities, one submission stated 
that in 11s preoccupation with formulation of a high 
density long haul rail network, the DOT Report passed 
o.,,er the problem of new or rearranged terminal facilities 
and the enormous capital expenditures which would likely 
result from its p•oposcd wholesale reorientation of traffic 
Hows. Thus, it v,as recommended that the DOT eliminate 
some of the proposed gatewa) and terminal facility aban­
donments contained in the preliminary report. Another 
suggestion was that the per diem charges for terminal 
railroads should be broken down into quarter-of-day or 
hourly charges. Another witness thought that since termi­
nal and switching costs are highest, the owner of such 
facilities should get a higher proportion of the interline 
division rate than is present!)' given. 
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Another submission stated that the planning process 
sho uld take into account the location of car repair, car 
dist ribution, and car cleaning points and whether their 
location. with respect to new principal routes and termi­
nals, will improve car service within the region. It was 
noted that there is a possibility that. with the loss of 
present routes. rail cars would have to be shipped in and 
o ut via local rates, cau,ing heavy freight rate penalties. 
Such a result muM be avoided by the planners. 

There were many concerned citizens in Illinois who, 
\\ hile they did not use the railroads directly. were ver) 
much interested in the indirect benefits which accrue to 
them from having rail service in their communities. Often 
these citizens were most critical of the railroads, especially 
railroad management. Many citiLens were of the opinion 
that the go\ernment should not bail out the railroadf 
creditors. Others complained that the railroads should not 
be immune to anti-trust regulatton. Some witnesses 
charged that the people staffing the USRA will be inter­
ested in railroad profitahility at the expense of public 
good. These witnesses thought that the USRA would 
contain 100 many of the people ( railroad personnel) who 
caused the prohlems in the first place. 

Se\eral submissions stated that the DOT Report should 
ha\e pro\ided guidelines for maintaining economical rail 
senice-in other words tt should have spelled out what 
the railroads themselves must do to maintain their finan­
cial \iabiltt). Respondents thought that abandonment of 
railroads 1, not the answer R ailroads would still be faced 
with the problems of deferred maintenance and high labor 
costs. 

The Illinois public evidenced a strong interest in what 
would be done v,11h the rights-of-\\ay of any abandoned 
lines. The Council on En.1ronmental Qualtt} urged that 
the rights-of-way remain open to the public to the maxi­
mum extent po,sible. It was urged that they be used for 
mass transit, energy transmission. hiking trails. and bike 
paths The Council stressed that the ahility of state. local, 
and regional authorities to respond to this opportunity 
to acquire land \,ill depend upon their ability 10 plan the 
cost, that the) would be required to assume. Several 
witnesses stressed that maintenance of linearity must be 
gi\en high priority with respect to all rights-of-wa) with 
public use potential. 

One Illinois citi1en suggested that the overall solution 
to the railroad problem would be for the Federal govern­
n ent to take over the rights-of-way. This would consist 
of transfer of rail lines from the private sector to the 
Federal sector and would include rail lines only. The 
railroad. when using this rail line, would pay a weight­
distance tax. a predetermined tax based upon the weight 
of the commodity being shipped \,ith no tax on an empty 
car. Maintenance work would be performed under the 
direction of the Federal government, maintenance, labor 
and material actual costs would be reimbursable to the 



railroad on a semi-annual hasl\. fhc railroad e<,llmate 
or imcntor~ of needed material and labor would be open 
for re\ 1cY. hy a Federal m,pector 

\11\cellaneou, concern~ and recommendations of the 
1111mm puhlic included the following: 

I I ) Railroad, mu,t m1pro\C their ,afet} standard, 
hoth for their trams and tlieir road heds ,o that 
the threat ol derailment, 15 d1min"hed 

( 2) Congre,s should approve a rai l car and loco­
moll\ c financing program \\llh loan guarantee, 
or with crea11on of a Federal equipment trust 

( 3) The Penn Central ,hould be Jr\ ided into tY.O 
autonomou, railroad,, lines ea,t and Imes 
\\C,t, \\Ith the ea,tan poruon being rc,tructed 
into not le,., than two viable competillve ,ys­
tem,. PL line, F J,t and \\ e,t \\Ould rc,ult m 
the cre,ttion <'f J private we,tern operation and 
a feJerall) a"i,tcJ ea,tcrn opcrauon. sub,tan­
t1ally elrm111,1tmg the prohlem of competition 
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between health) rail carncr., in the ~lrdY.e,t Jnd 
companies ,upported by government subsidy 

( 4 J The go\crnment should maintain necessary in­

terim.: 1unc11ons and border cro,sing5 to protect 
CXl\tlll!? tlow, of traft1c. 

(5 J A more thorough ,tud) ,hould be made of 
the environmental impact which the proposed 
abandonment, would have 

( 6) Rc,tructuring planning should he coordinated 
\v1th plan, of local and rcgtonal authorities to 
in,ure an appropriate relationship between 
public l,md u,c policies and rail transportation 
policie,. 

( 7) When an ah,1ndonment recornmendauon is 
changed and a"ur·mce, can be given, the af­
fected .irea) should be notified a, soon as po,si­
hle ,o that ec.:onon IC and social development 
pl.inning y.jlJ not be undul) delayed 



MICHIGAN 

Michigan is divided into two land areas by the Straits 
of Mackinac. The Upper Peninsula is noted for copper 
and iron ore mines and forest products; the Lower 
Peninsula contains 90 percent of the state's 8,875,083 
residents and is the center of most of the state's economic 
activity. The 1970 cen~us showed Michigan's population 
distribution as being 73.8 percent urban and 26 2 per­
cent rural. The two largest population centers in Michi­
gan arc Detroit and Grand Rapids. 

Michigan's economic acti\.lty 1s primarily industrial. 
More automobiles are produced in the State than m any 
other place in the world Michigan also ranks among the 
h:ading states in the production of fruits, grains, Christ­
mas trees, and \.egetahles Rail service i\ vital for the 
transportation of Michigan's products to markets.1 There 
are 6.159 miles of railroad track in Michigan, 1,641 
m1lt:s in the Upper Peninsula and 4,518 miles in the 
Lower Peninsula. 

The DOT Report dh1ded the state of Michigan into 
19 zones. Toledo, Ohio (Zone 113) ; Benton Harbor 
(Zone 149), Battle Creek (Zone 150); Kalamazoo 
(Zone 151 ). Jackson (Zone 152), Ann Arbor (Zone 
153), Detroit (Zone 155), Flint (Zone 156), Port 
Huron (Zone 157), Bay City (Zone 158); Saginaw 
(Zone 159), Owosso (Zone 160); Lansing (Zone 161); 
Midland (Zone 162). Grand Rapids (Zone I 63), Mus­
kegon ( Zone I o4); Traverse City (Zone I 65); Esca­
naba (Zone J 66); and Marquette (Zone I 67). 

The DOT Report designated 37 percent of the state's 
total rail mileage potentially excess. However, since 
Zones 166 and 167 in the Upper Peninsula were not 

t The follo11,ina railroads operate m the s1a1e: Ann Arbor R R. 
Co. (AA), Chc,,ie Sy~rem (C&O B&O), Chicago & North 
\\ e,,iern Transportation C'ompan) (C'&NW) ('hicago, Milwau­
kee St Paul & Pacific RR. ( Milwaukee ), Dctrort and Toledo 
Shore I me R.R Co (D&T~l ), De1roi1, Toledo & Ironton R.R. 
Co. CDT&I), Grand Trunk Western R.R. Co. (GTW), Lake 
Superior & t,hpemma R R C'o. ( l.5&1), Norfolk & We,1ern Ry. 
Co c,.t\\.) Penn Central Transportation Co. ! PC), Soo Lrne 
Railroad Co. (Sool, Boyne Ciry RR Co. ( BC), Cadillac & 
Lake City Railway Co. !C&LC), Copper Range R.R. (CR), 
lk1ro11 & \facl.rnac Ry Co ( D&M ) E\Canaba cl. Lake Superior 
RR (E&LS), Ludington & Northern R). ( L&N), Marquelle 
& Huron Moun1arn Railroad Co., Inc ( M&HM), Port Huron~ 
Derrmr RR ( PH&D). Delray Connecting RR Co Dt,rrort 
Terminal R R Co Sault Ste Marie Bridge Co., Union Be,l of 
Derrou Wyandorte Southern R.R. Co., and Vvyandone Terminal 
RR Co 
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analyzed by the DOT for potentially excess rail lines, 
the DOT recommendations result in the classification of 
51 percent of the rail lines in the Lower Peninsula as 
potentially excess ( Figure 6) . 

U.S. Senator Robert Griffin pointed out that the Upper 
Great Lakes Regional Commission's 1973 Annual Re­
port cites the area's need for improved transportation 
as a basic development tool, and that unemployment in 
the Upper Peninsula and the northern pan of the Lower 
Penmsula ha,.e remained consistently at over IO percent. 

A representative of the Governor's office expressed 
grave concern that the DOT Report's recommendations 
were being taken by the pubhc, not as a starting point m 
the planning process, but as final determinations, thus 
causing private industry to cancel plans to increase 
business and add jobs. The Go"ernor's representative 
announced the formulation of a State Railroad Task 
Force which will compile a State Rail Needs Study. The 
study which is designed to .:ollect and 1nti:rpret a variety 
of data on how the state's rail system operates---how it 
does or does not serve the state's transportation needs 
and the degree to ..., hich the state's c1.:onomy rs depend­
ent on such service-will g1 .. e the state a basis on which 
to parucipate effectively in rail restructuring. 

Michigan rail users testrfied that implementation of 
DOT s proposals would result in potenual business 
curtailments, relocatrons or shutdowns; increased unem­
ployment, income and tax revenue losses, the loss of 
compe1111ve positrons; increased storage and transporta­
tron costs, slowdowns in community growth; forced 
reliance on one mode of transportation; increased 
energy consumption; use of more land for highways; 
the loss of capital investments, the cost of altering dock 
facilities; the worsening of inflationary trends; and en­
vironmental degradation-land u~. air quahty, noise 
levels and traffic congestion. 

ZONE 149 

Witnesses from Gobles tes11fied that service over the 
PC line between South Haven and Kalamazoo (Zone 
J 51 ) , which was not shown oo the DOT zone maps, 
was abandoned in July 1973. The closest operating line 
is now the South Haven to Paw-Paw line of the C&O/ 
B&O (di~cussed infra under "poteoually excess lines"). 
Bnnk Fuel and Fertilizers, the sole \uppher of fert1hzer 
to area farmers, described the difficulty it encounters in 



Zone 149 Benton Harbor 
Zone 150 Battle Creek 
Zone I 51 Kalamazoo 
Zone 152 Jackson 
Zone t 53 Ann Arbor 
Zone 155 Detroit 
Zone 156 Fhnt 
Zone 157 Port Huron 
Zone 158 Bay City 
Zone 159 Saginaw 
Zone 160 Owosso 
Zone 161 Lansing 
Zone 162 Midland 
zone 163 Grand Rapids 
Zone 164 Musk9llon 
Zone 165 Traverse City 
Zono 166 Escanaba 
Zone 167 Marquette 
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getting shipments of raw materials from Florida and 
Saskatchewan. Chester Ray, a Gobles farmer, testified 
that he cannot get delivery of fertilizer because of road 
restrictions and lack of rail service. Mr. Ray cited the 
soaring growth in agricultural production that has oc­
curred in the last six years. He expressed dismay that 
he will be in a 40 mile by 60 mile area which will have 
no rail service. 

George B. Fritz, County Commissioner from the 4th 
District of Van Buren County recommended that the 
e&O/ B&O take over the PC track from Grand Junction 
to Gobles. 

Others also expressed interest in retaining service on 
lines in the zone not designated potentially excess. Michi­
gan Consolidated Gas Co. reported that it received 241 
carloads of 42 inch steel pipe at New Buffalo and will 
receive 240 carloads of 42 inch steel pipe at St. Joseph 
this year. Consumers Power Co. reported that it uses 
rail service at its Palisades nuclear plant at Covert. 2 

According to Consumers Power, in generating electricity 
by nuclear power, spent fuels must be reprocessed. 
Presently the spent fuel is shipped via rail to a contractor 
in New York. The spent fuel is shipped in specially de­
signed lead shielded casks mounted on railroad flatcars. 
When loaded these cars carry ten spent nuclear fuel 
assemblies weighing approximately 120,000 pounds each. 
Motor transportation is not considered a practical alter­
native mode because of the weight of the individual 
shipment, the necessity of acquiring special highway 
permits, and the highly dangerous nature of material. 

Potentially Excess lines 

Five sections of rail lines located primarily within 
Zone 149 were shown as potentially excess. These lines 
are as follows ( see Figure 4): 

( l) The C&O/ B&O line from South Haven to 

(2) 

(3) 

(4) 

(5) 

Paw-Paw. 
The C&O/ B&O line from Hamilton to HolJand 
(Zone 163). 
The PC line from Doster to Kalamazoo (Zone 
151) . 
The PC line from Niles to South Bend, Indi­
ana (Zone 129). 
The PC lines (a) from Middleville to Nash­
ville, (b) from Moline to Plainwell, and (c) 
from Dorr to Plainwell (see discussion in Zone 
165). 

C&O/ B&O: South Haven to Paw-Paw 

The South Haven 10 Paw-Paw line is operated by the 
C&O/ B&O and serves the communities of South Haven, 

2 Consumers Power also operates a nuclear power plant, the Big 
Rock Point, at Charlevoix, Michigan (Zone 165). 
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Cableton, Covert, H artford, Lawrence, Millers and 
Paw-Paw. A number of fruit processing plants, packing 
houses, fruit exchanges and wineries operate in this area. 
According to the Van Buren County Board of Commis­
sioners, farmers in this county use more fertilizer than 
anywhere else in the state. In supplying fertilizer to local 
farmers, dealers depend heavily upon rail service because 
of its lower transport cost. 

Strong opposition to the abandonment of this line was 
advanced by the South Haven Chamber of Commerce 
and others who believe the line is profitable and essential 
for community growth and who questioned the ability 
of trucks to handle the additional tonnage because of 
highway weight restrictions, inadequate supply, and fuel 
shortages. 

Traffic data from users of this line is contained in 
Table 120. 

C&O/ B&O: Hamilton to Holland 

The 9 mile Hamilton to Holland line is operated by 
the C&O/ B&O and serves the communities of Hamilton, 
Fillmore, and Holland (Zone 163). Only the segment 
within Zone 149 has been declared potentially excess 
by the DOT. 

Rail users located on this line who offered information 
to the RSPO were: Dog Life Corporation, which gener­
ated 360 carloads of pet food in 1973; Hamilton Farm 
Bureau Co-op, which generated 341 carloads of freight 
in 1973; and Agrico Chemical Co., which generated 15 
carloads of freight in I 973. The Hamilton Farm Bureau 
Co-op. expressed concern that the abandonment of 
this line would endanger the livelihood of its 127 em­
ployees. Dog Life Corporation, located in Hamilton, 
stated that it would have used an additional 120 rail cars 
had they been available. ln the event this line is aban­
doned, Dog Life expects to terminate the employment 
of 50 employees. 

PC: Doster to Kalamazoo 

The Doster to Kalamazoo line is operated by the PC 
and serves the communities of Doster, Richland Junction, 
Richland (via a spur), and Kalamazoo (Zone 151). 
The Richland Farm Service Company generated 66 and 
62 carloads of freight in 1972 and l 973, respectively, 
and the Doster Lumber Company received 54 carloads 
of lumber from the West Coast in 1973. According to 
the Doster Lumber Company both the Richland Lumber 
Company and Lux Harbor Farm in Doster have used 
rail service. 

The Richland Farm Service Company complained of 
poor rail service and rail car shortages. The firm stated 
that inability to obtain rail cars caused it to ship 25,830 
bushels of grain by truck which cost area farmers 



Table 120: Traffic Profile: South Haven to Paw-Paw 

R lifer c,,mmi dil 

Bohn Alununum Aluminum 
and Brass Corp. .crap 

I .1ppo Lumber 
I umber Co. 

Dully-~fott Co Fruits. 

Inf md Container 
Corp. 

Burnett f- .,rm, 
Paci.inf Co 

Borkholder Bld11. 
Bangor I umber 

Co. 
:\lu elman Fruit 

Product,, Div. 
of Pct Inc 

Elhngsworth 
\Hg.Co 

A I .Mcrch Co. 
\\,.rncr Vineyards 
Paw Pa" Grape 

Juice Co. 
Honc}bear 

Canning Co. 
\1 ichigan Quality 

fs rozcn foods, 
Inc 

Soh1gro Scnicc 
( o. 

1'at1on.il \lotor 
Casung, Co. 

Dar.1;ct (_ oncrclc: 
Co. 

Cu,tom Farmer 
Service 

Everetle Piano 
Eni:inc anJ 

I ca~ine Co. 
D" of (anomc 
Cons1ruc11on 

Bluc:bcrf} Equip­
ment Co. 

Rc)nold, Co. 

vegetables 

Fertilizer, 
canned 
•oo<h. 

Im can, 
Lumber 
Lumber 

J·ru1b 

P,1pcr 

Ferulizer 

Bricl.s 

hrtilizcr 

Estimattd carloads 
/972 

573 

206 

57 

10-12 

29 

31 

32 

/973 Projectrd 

199 

200-300 I 

615 
7 38 

Ill 

30 

71 

100 

23 
74 

132 ~ 
10-12 a 

29 

10-15 

32 

32.44 

69 
148 

• The: l ~Pro lumber Compan} expects to commence opera­
tion, in 1974 The lirm " prc-.cntl> crc:ct1nr, a \250,000 retail 
lumber f,1c1l11y on 41 acrt, of land In addition, 11 ha\ al\o 
,pent S '0,000 fl r a rail ,pur 10 connect it, fac1h11c,, to the 
C<I.O B.1..0 
- , !lional \ fotPr C.i,tmf' ( ompanv 1Aan1s 10 receive all of its 
coke and pig iron ,h1pmcnl\ b> rail. 1 h" would 1ncrea~ its rail 
u,. ~c to MJO carloads. 
~ ~1thin the l."t h,c )car, u-.a:;c ha, been a, high as 100 car­
lo.111' per }Car 

$3,874 'iO in higher shipping costs Richland also noted 
that hazardou, turns on State Route 42 cau~e severe 
na"igat1onal difficulties for large semi-trailer units. 
Do~ter l umber ~tated that the transcontinental move­
ment of lumber by truck is not economically feasible. 
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PC: NIies to South Bend (Zone 129) 

No e\ idence \\as rece1\ed specificall} concerning tl:c 
Michigan portion of this PC line. 

ZONE 150 

Zone 150 contains a large number of d1vers1fied busi­
nesse~ Man} of these bu,inesscs supplied evidence con­
cermng two lines not designated potcnually excess (see 
Table 121). 

Table 121: Traffic Profile of Viable Railroad Lines in 
Zone 150 

E ,timattd car/oadJ 
Rail uur Commodity /97Z 1973 Pro/tcttd 
PC Linl' from Jon~s• illt to I+ hilt Pi.,ton.· 
A,sociated Trucl. 

Line\ 
Borg-Warner 
Bundy Tubina 
Coldwater Public 

Utihti~ 
Es•e~ International 
Gamble Skoamo 
Home Builders, Inc. 
ui.c Eric Door 
Mid1,1,e,1 Foundry 

Southern Michigan 
Grocers 

\\1ll Buildmg 
Sy,1cms 

Eckrich ard Sons, 
Inc. 

Lake Ruildmp 
System 

Htgh Voltage 
Ena1neenng 

Gambiscola 

Coal 

Co!..e, pig iron, 
clay 

582 

273 

I\& Ii· Une from Bmton to Ahordton, Ohio (Zone I /4}: 
J J . Walper and Son, Grain, fertilizer 162-167 202 

lnc.t 

Cone Elevator Grain 108-145 
'l.lartin Marietta Aluminum 225 

Aluminum, lnc. 
Ruminant "liitrogen Feed grain additives, 

Products Co. animal feeds 135 
\1mplc~ l ndu,triC\ Building and 

in,ulatina product> 797 
Bohn Aluminum & Aluminum billet, 250 

Bra,, Compan> 

1 The J J \\ .tlper and Son, Inc 1, located in Britton, a city not 
recommended to receive local rail service Walper \lated that 
1( 11 had to con,crt to true!.. transportation ib costs "ould io· 
crease by $100,000 a year. 

The City Manager of Coldwater stressed that the line 
going through Sturgis, Hillsdale, Bronson and Quincy 
has sufficient tonnage to ,usufy service. The ltne ser,es 
the Chtcago-Detrou corridor. an area cued for future 
population growth. Coldwater Industrial Growth, Inc. 
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and the Coldwater Chamber of Commerce reported that 
the area is the fastest gro\\ mg industrial area in south 
central Michigan and that. in 1973, nine new industries 
bought land in the 500 acre industrial park. 

Potentially Excess Lines 

The following eight sections of rail located primarily 
within Zone 150 were designated potentially excess by 
the DOT Report: 

( 1) The PC line from Litchfield to Jonesville. 
(2) The PC line from North Adams to Angola, 

Indiana (Zone 116). 
(3) The PC line from Morenci to Grosvenor. 
( 4) The PC line from Clayton to Ida (Zone 113). 
(5) The PC line from Manchester (Zone 153) 

through Tecumseh to Toledo, Ohio (Zone 
113). 

(6) The DT&I line from Adrian to Malinta, 
Ohio (Zone 114). 

(7) The PC line from Homer to Three Rivers 
( see discussion in Zone I 52). 

(8) The PC line from Mendon to Sturgis and from 
Cement City to Waldron (see discussion in 
Zone 165). 

PC: Litchfield to Jonesville 

The 6.9 mile Litchfield to Jonesville line is operated 
by the PC and serves only those two cities. Great con­
cern was expressed over the abandonment of this line by 
the Plymouth Flush Door Company, the Hillsdale Foun­
dry, the Litchfield State Savings Bank, the Litchfield fn­
dustrial Corp. and the City of Litchfield, all of which 
have made plans and investments which depend on con­
tinued rail service. The total investment in the Litchfield 
Industrial Park is $3.4 million. 

The Plymouth Flush Door Company reported that it 
has recently received a $585,000 loan from the Small 
Business Administration. The Hillsdale Foundry has re­
ceived loans totalling almost $1.4 million Crom the Eco­
nomic Development Administration and the Small Busi­
ness Administration to build a new pollution free facility. 
Many respondents believed that the loss of rail service 
would hinder severely the ability of area businesses to 
meet their respective debt obligations. 

The Acting District Director for the Detroit Office 
of the Small Business Administration testified in favor 
of retention of the line because of the substantial number 
of recent loans made to firms in Litchfield. He also men­
tioned that Michigan generally is depressed economically 
and that the SSA's programs for stimulating business ~e­
,elopment in rural areas will be hurt if one of the im­
portant coosiderations--rail accessibility-is taken away. 

The city of Litchfield has received $342,070 in gov­
ernment loans and grants for the building of a new 

sewer sy,tem and the e,pan,ion l,( the .:it,·, prc,cnt 
"ater S)Stem. Since the c11\ ol Litchfield Jepcnd, he:\\ ih 
on busine~ fim1s for ta, re,enue,. an~ kx·,11 t,u,mc" 
curtailments endanger the finnn.:ial ,1t,1ht) l'f the cit, 
to pay off it~ contracted loan,. 

Table I:?:? contain, traffic dat.1 receh ed t,~ the RSPO 
from user, of the hne: 

Table 122: Traffic Profile: Litchfield to Jonesville 

Roil uiu 
Pl) mouth Flush 

Door Co. 
t itchfield Grain Co. 
\\ ells Equipment Sale, 
Dibar lndu,triC\ 
General Food, Corp 
Lumber Villa1:e. Inc 
HanJrd of H,11,d.tle 
Hilhdalc foundry 

C,rimnr«I r,ir/oml, 
Commodin· ion /073 l'r,1j,·ctt.l 

Panel J,x,r, I bb 13 ~ 

(,rain 7~ 

t umber 
ln,11ln1cJ uodcn,cnr 

70 
10 
15 

t ~-20 

24 

Simpson Industries stated that 1h future trn0u. should 
increase since it has been awarded a 1975 mmkl contract 
to provide American Motors 3'i,000 pounds o( castin!)s 
per month. In 1976 this requircmen1 will be mcrea,ed to 

700,000 pounds per month Simpson also reported that 
it will be drawing 75 percent of its matc1 ial from foun­
dries located in Georgia and I ennesscc It is Sm1pson's 
intention to bring as much o[ this material into its plant 
by rail as possible. 

According to the Mayor of the City of I itchfteld, 
Litchfield has had a 25 percent increase m population 
since 1960, and SO percent of the city's labor force of 
1,200 is employed by industries which arc dcp1:.mlcnt 
on rail service. 

Michael Seward, Executive Director of I lilhdalc 
County Industrial Development Commission, reported 
that rail use would have been higher had rail car& been 
available, and he noted that a local gram company's re­
cent request for an additional 25 rail cars was turned 

down. 
The Plymouth Flush Door Company ,tated that 11 

would be placed in an unfa~orahle economic pos111un 
vis-a-vis its 12 mainr competitors 1f the lint were ahan· 
cloned since its competitors would continue to have rail 

service. 

PC: North Adams to Angola, Indiana 

The North Adams lo Angola line is operated by the 
PC and serves the communities of North Adam& li ills­
dale, Banker:., Reading Montgomery. and Anyola, In· 
diana (Zone 116) Only that portion of the line he tween 
Hillsdale and Angola was declared potcn11ally excess 
by the DOT. 

Predicted results or the proposed abandonment in 

eluded: plant closing.s; tax re~enue lo,ses; community 
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growth retardation; loss of compet1uve positions; and 
increased traosportatioo costs. The lack of primary 
highways in the areas makes it impossible for trucks to 
carry full loads during certain seasons of the year. 
Table 123 contains data supplied by businesses u~ing this 
line. 

Table 123: Traffic Profile: North Adams to Angola 

Estimated carloads 

Rail UStr Commodity 1972 1973 Projtcud 

Abrimve Materials, Aluminum 
Inc. bydro~1de 

DCA Food Industries, Flour, "heat 
Inc. 

Jonewille Lumber Co. 
Camden Basket Co., 

Inc. 
Reading Elevator 
Reading Feed and 

Grain Co. 
Reading Lumber and 

Fuel Co. 

Lumber 

Grain, fertili,cr 
Grain 

Grain, fertilizer 

Wat,;on Trading Co. S1raw 18S 
Angola Lumber Co., Lumber 

Joe. 
Newton·, Feed Mill Grain, feed 
Sierra Permaoeer 

F urniture Co. 
Dana Corporation Valve:. 
Moore Busin= Forms, 

Inc. 

12-IS 
4,SOO 

22 
60 

301 
269 

162-167 312 

19.S 140 
36-40 

471 1,672 

24 
48 

A number of shippers indicated that they would use 
rail more 1f service and car ~uppl) improved E,-.ex \\,tre 
International claimed that its usage of rail cars de­
clined from 8,000 to zero becau".: of poor PC service 
Mayor Robert Bcniamin of Reading reported that 200 
additronal carload, could have been generated along 
this line had cars been available from the PC Accord­
ing to the Mayor, traffic can only move eight miles an 
hour over the line from Hillsdale 10 Angola, a distance 
of about 35 miles 1 he ere"' that brings the can. do"'n 
come, hack to Hill,dale b) tax, md another crew goe, 
back the next da:y and bring, the cars back 

\\ tlham D. Carr, City Manager of H1lbdale, recom­
mended that rail pas,enger ,erv1cc be est:iblt,hed from 
Hillsdale to Jack,on. 

PC: Morenci to Grosvenor 

The 18 mile Morenci 10 Gmwenor ltne " operated 
by the PC and ,ene, the communities of \1orenc1, 
\\ eston, Jasper, Ogden and Growenor l he hne inter­
sects at Grosvenor with the PC line running between 
Manchester, ~lichigan (Zone 153) and Toledo, Ohio 
(Zone 113 ). 

T able 124 contain, traffic data ,uhmitted by businesses 
served by this PC line. 
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Table 124: Traffic Profile: Morenci to Grosvenor 

Fstimaud carlOfJds 

Rail usrr Commodity /971 1973 Projtettd 

Cousin, Iron & Metal Scrap metal 19 21 

Co. 
Ja,per I umber I umber 7 
Smith Oou'1los Div. Fertilizer 400-450 

of Borden. Inc 
Stauffer Chemical Co. Chemicals 146 
Agrico Fertilizer 

(Jasper) s 
(Ogden) 2 

Parker Co. ( hcmicals 138 

Borden, Inc., one of the largest fertilizer manufac­
turers m outhea,tern \.11chigan, ,tated that rail ~er.ice 
is essential because of the tonnage and length of haul of 
the raw materials it rcce1"es. l h phosphate originates in 
southern Florida, and its pota~h in \\estern Canada. 

Parker Compan} at Morenci complained about poor 
service b> the PC and alleged that such service has re­
sulted m a reduction in its u,c of rail transportation. 
Parker received 368 carloads of freight in 1968 but onl) 
129 carloads in 1973. 

Stauffer Chemical (. om pan) ,1ated that it presently 
receive, ha,ardous materials via rail If rail service were 
abandoned. the compan) would he forced to employ 
trucks that would h,t\C 10 travel over very narrO\\ 1\\0-

lane h1gh\\ay, and rcs1den11al type roads. 
Cous111s I ron & Metal Co. ships scrap 10 steel mills 

from 11, plants in \1orenci and Hud,oo. Both ~ites are 
on lines marked ix: tc nt1alh exce". Loss of service at the 
two plants would cause ,enou, problems for Cousins 
,mce receivers do not accept trailer load shipments and 
sufficient dump truck service is not available. 

PC: Clayton to Ida 

The Clayton to Ida line is opented by the PC and 
serves the communn,es of Cla}ton. Adrian, Lenawee 
Junction, ind Ida (Zone 113). 

Opponenh of the abandonment of this hne pointed 
out that the area ha, a high unemployment rate and lach 
.in intcN.ite highway w,tem l able 125 contains data 
concerning the line Stauffer Chemical Co. and Drug 
Research Inc were concerned that if they lost rail serv­
ict: the) would have to ship chemicals over narrow road) 
in residential area~. Should the line be abandoned, the 
Stauffer Chemical Company stated that it would have to 
build a two-mile connecting track from its plant to the 
,& \\ hne in order to continue 11\ rail usage. 

PC: Manchester to Toledo 

The \lanchester to T oledo hnt 1s operated by the PC 
and serves the commumues of \1anch~ter, Chssfield, 
Ottawa Lake, Clinton, Tecumseh, Lenawee Junction, 



Grosvenor, Vulcan and Toledo, Ohio (Zone 113). Only 
that portion of the line between Tecumseh and Vulcan 
(Zone 113) was declared potentially excess. 

Table 125: Traffic Profile: Clayton to Ida 

Estimated carloads 

Rail mu Commodity 1971 1973 Projected 

Stevenson Lumber Co. 
Brazeway, Inc. 

Building \upphes 
Aluminum 

fabricator 
Stubnitz Spring Automobile seat 

Division frame a\semblies 
Bud Arbu~l..le Equip. Farm equipment 
Merillat Industries, Lumber, cabinets 

Inc. 
American Chain and 

Cable Co., Inc. 
Jackson Iron & Metal Steel 131 

Co. 
Stauffer Chemical Co. Chemicals 
Drug Re~ean:h Inc. Chemicals 
Anderson Development 

Co. 
Agrico Chemical Co. Fertilizer 
Agro Chemical Co.2 rert,lizer 
Tri-State Engineering 

1 Shipped over PC and DT&T. 

41 

64 

1,634 
6 

176 

12 

2701 

61 

64 

4 
137 
175 200 

2 Agro's raw materials came from Florida and Saskatchewan, 
Canada. Almost all perwns interested in preserving rail service 
to receive fertihier mention that rail transportation is required 
becau~ of the length of haul Agro al\o stressed the inability 
of roads to handle this heavy traffic and the higher cost and 
energy comumption that \1-0uld result if fertilizer \\-ere moved 
by truck. 

A traffic profile of the line is contained in Table 126. 
The strongest opposition to the abandonment of this 

line came from the Budd Company at Clinton. In de­
scribing its need for continued rail service, the Budd 
Company reported that the physical ~tructure of its 
plant is such that its dock facilities cannot accommo­
date a large number of trucks. Even if it could accom­
modate additional trucks, Budd reported that added 
transportation costs of trucking would make Budd non­
competitive with other companies. \.1oreover, many of 
Budd's customers require delivery via rail. The Budd 
Company predicted that if rail service were eliminated 
it would be forced to ~hut down and to terminate the 
employment of 323 people. 

DT&I: Adrian to Malinta 

The 55.7 mi.le Tecum~eh to Malinta ltne is operated 
by the DT&I and serves the communities of Tecumseh. 
Birdsall, Adrian, South Adrian, and \1alinta, Ohio (Zone 
114). Only portions of the line south of Adrian were 
declared potenl!all} excess by the DOT. 

Users who offered information to the RSPO were: 

Cutler-Dickerson Compan), which received 93 carloads 
of grain, feed, and farm supplies in I 973, Alectra Metals 
Inc. which used 376 cars; Citizens Gas Fuel Company, 
which received 20 carloads of plastic and steel pipe in 
1973; and the Tri-State Engineering Company which 
used I 75 carloads in 1973 and would have used more 
if cars had been available. In the event of abandonment, 
Cutler-Dickerson estimates that a shift to trucking will 
increase its freight cost by $300.00 per shipment. 

Table 126: Traffic Profile: Manchester to Toledo 

Estimated carloads 
Rail user Commodity 1972 1973 Projected 

Simplex Industries, Inc. Building and in-
sulating products 

Home Canning Co. Tin can, boxes 
Blissfield Coop. Fertihzer 
Kohlmans International Heavy equipment 
Vistroo Corp. Fertilizer 
Budd Co. Automotive 

Townsend Bros. 
Blissfield Mfg. Co. 
Smith-Dougla.s, Div. 

of Borden J nc., Riga 
and Tecumseh 

parts 
Lumber 
Boxes 

Aiirico Chemical Co. Fertilizer 
( Blissfield) 

1,040 

Haviland Chemical Co. Chemicals 
Bli~sfield Canning Co. Canned goods 
Consolidated Mills 
Tecumseh Prods. 
Michigan Elevator 

Exchange 
Michigan Consoli­

dated Gas 

Steel pipe 

43 
30 
13 
16 
IS 

852 
137 

2 
550 

205 

3 
23 

130 
82 

3,2691 

239 

1 The DOT Report incorrectly attributed this total to the Toledo 
\lation Bud Seeley of Michigan Elevator Exchange testified that 
the matter had t.,een brought 10 the attention of the DOT and 
that his firm had r~cel\cd assurnnce that th.: devator at Ottawa 
Lake \1-ould continue to receive rail service. 
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ZONE 151 

Paul Treska of the United Transportation Union 
stated that the zone map fails to show PC's second track 
from Plainwell to Kalamazoo and the PC Richland­
Douster branch north from Kalamazoo. 

Potentially Excess Lines 

The DOT Report designated the following lines in 

Zone 151 potentially excess: 
( 1) The PC line from Kalamazoo to Vicksburg 

(see discussion of the Mackinaw City to Fort 
Wayne, Indiana via Grand Rapids line in 
Zone 165). 

(2) The GTW line from Kalamazoo to Pavillion. 



GTW: Kalamazoo to Pavillion 

The 11 .3 mile Kalamazoo 10 Pavillion line is operated 
by the GT\\ anc.J ~ervc, onl> those two cities T he Kala­
mazoo Count:,; Chamber of Commerce reported that ap­
proximate!} 8.500 employee, or IO percent of Kala­
ma,oo County's labor force are in large measure de­
pendent on direct rail service from 1h1s line and the PC 
line south out or Kalamazoo ( discussed m Zone 165). 
'I raflic c.Jata from businesses scrvec.J by this GTW line 
b conwmcc.J in r 1ble 127 

1 he Director of Rc,carch for the City of Kalamazoo 
claimed that the DO I Report did not consider ship­
ments from the Fisher Boc.J) plant. 

Table 127: Traffic Profile: Kalamazoo to Pavillion 

f"mmated carloadi 
Ratl usu 

We\tab Inc 

Commoduy 1971 197J Proj«ud 

S,hool \Upplie,, 
IJlionery 

\'.olohan l umber< o. I umber 
General \1otors Corp., 

F ,her Bod) Div 
Brown Co. 

600 
100 

,\utomob1!,: 
parts 

Paro:r, 
"nodpulp 

Concrete 
proJuct, 

1.7-IS 1,745 
Pro:c 1't-Scho!..bcton 

Inc 

r he ,1rnnges1 oppo,i11on 10 the abandonment of this 
line came from the Br)\\ n Com pan). which employ, 
3 061 people on a pa)roll that amounted to $35 million 
in 1973 Brown Comp.in) ct-n,idcr, GT\\ scr.ic1: \:ital 
bccau~c ( I) the PC. the onl) available rail alternative, 
allc)!cdl) does not ha\'- either enough rail cars or the 
capacit) to hanc.Jle ac.Jc.J11ional tonna...,c (2) the freight 
co,t as,o,1a1cd with u,ing motor earners is proh1h1tivc: 
( 3) he ph)sical char ctcn,tic, of .:en un mhl'Unc.l r:m 
material, ,uch a, Georgia da) arc not handled fcaS1hly 
hv motor carria.:r,. ,md I 4) the lirm·, dock facilities were 
built to accommodate r.iil car, rather than truck,. fhe 
Brown Compan) ha, hcgun to modcrn11e the machinery 
in its plant ,o a, lo incrca,c the plan1\ producti,ll} b} 
one-third, thcrehy inten,if}ing 1h nccc.J for rail service. 

ZONE 152 

Potentially Excess Lines 

The DOT Report de,ignated the following line, po­
tcntiall) e tee,, 

( I J f he PC line from Jack,on 10 Elkhart, Indiana 
(lone 115). 

(2) J'he PC Im~ from Rive, Junclllin through 
J achon 10 Alvordton (Lone 114) (see dis­
cus~1on m Zone 165). 

(3) I'he G I \V line from Jack,on 10 Po rt Jluron 
(Lone 157) (\cc discu,,ion m Zone 155). 
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PC: Jackson to Elkhart 

The Jack,on to Elkhart line 1s operated by the PC and 
serv1:., the ommunitie-- of Jac.kson. Sp1 mg \rhor and 
Concord in lone 152. Homer, Tekonsha, Union City, 
Colon \\ 'I' cpi Three River, Junction and While Pi1?eon 
in Zone I 50; and Bm-101 and LI khan, Indian 1 in Zone 
11 S The line intcr•.ect, at Wa,epi with the PC line be­
tween '\1ackinaw C II\ ,rn<l Fon W a}ne. Indiana Only 
that ponion of the line hetwcen Jachon and Three 
Rive , Junction \\a, dccl.1rcd potentially excess by the 
DOT 

lhe major potential impact, rC\ullinl! from the pro­
po,cd abanc.Jonmcnt, according to the evidence sub­
mitted. were: increased transportation costs; the lo,s or 
cap111I mvc,tm~•nts; unemplo}ment and community 
grmHh retardation. A traffic profile of the line is con­
tained in Tahle 128. 

The Homer Fertilizer and Fcec.J Compan}, which ha, 
a q,250.000 capital invc\lment, was concerned about 
what it considered to be the prohibitive co-,1 of mo~mg 
fcnili,er by truck. The Calhoun Count:,; 'v1ctropolitan 
Planning Commi"ion feared that abandonment of the 
line would kad to joh lo,,e, .ind a decline m com­
munity growth. The Commission pointed out that the 
propo,ed rc,tructuring \H'Uld undermine federal pro­
gram, dc,igned 10 ,1imulatl economic growth and de­
\'elopment such a, the Department of Lahor\ program~ 
for reducinl? uncmplo}m'-nt. the D .. partment of Hous­
ing anc.J Urhan De\'elopmcnt', program, de,igned 10 
encou age communll) development and the Depanment 
of \gncullurc·, program, 10 ,timulat\: rural develop­
mem C llhoun Count) ha, been cla"1fied a, Jn eco­
nomicall} dcpre~,ed area h) the Economic Develop­
ment Adminis1ra111m. In Januar} 1974, the county\ un­
employment r.i:c \\a, 7 . 1 rcrcent 

Paul Tre,ka. of the Un11cc.J Tr.m,portation Union, be­
lie\ e, it i, rid1culuu, to con,ic.Jer abandoning 1h1~ line 

Table 128: Traffic Profile: Jackson to Elkhart 

Rail 111cr CommvJ11y 

Spnn .\rbor l umbcr Lumber 
Co. 

Gencr,I Food, Corp. 
La!..e,horo: Eh:~ntor 
Homer Fcrt1!11cr and 

1-o:ed Co. 
I urn!-.: \ ilia~~ Inc. 
Farm Bureau '>crvicc 

<,rain 
C..ram. Iced 

l.umhcr, coal 
,\nhydrou, 

ammonia 

E1tinro1,·d carloa,JJ 
197:! J97J Projtcttd 

22 

35-40 
152 

15-30 

J oer I arm ( cnlcr 
Agrico C hem,c.,I Co. 
C oncr,rd Building 

l-er11li1cr, ~ram 6-l 92 

Center 
1.c"" I umber Co. 
Rennco, Inc. 

Fert1l11cr 100 

lumber 
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since hundreds of thousands of dollars have been spent 
rebuilding this track over the last IO year~.~ Even though 
track conditions are considered fairly good, shippers still 
expressed dissatisfaction with respect to service. 

Homer Fertilizer reported that it would have used an 
additional 58 rail cars in 1973 had they been available. 
The inability to obtain rail cars forced the firm to ship 
200,000 bushels of corn by truck even though trucking 
is more expensive. Joers Farm Center, which is located 
in Concord, also reported that it had been unable to 
secure needed rail cars. It had a particularly difficult 
time securing cars suitable for carrying wheat. The com­
pany alleged that it was unable to obtain 15 cars in 1972 
and 5 cars in 1973. The firm also stated that cars 
ordered in November 1972 were not received until 
May 1973. 

ZONE 153 

Although the Department of Transportation's March 
1, 1974 additions and corrections supplement indicated 
that the PC line from Ypsilanti to Pittsfield should be 
shown as potentially excess, evidence submitted to the 
RSPO indicated that this line was abandoned several 
years ago under ICC Finance Docket No. 25687. 

Despite the fact that Ypsilanti was a point recom­
mended for local rail service by the DOT, the General 
Mctors Corporation submitted a statement to RSPO 
stressing the importance to it of the PC line from Detroit 
through Ypsilanti to Chicago. According to General 
Motors. its Ypsilanti facility is one of three plants that 
supply component parts to \'irtually all its Midwestern 
and Northeastern assembly plants. The Motor \\ heel 
Corporation, which has a plant at Ypsilanti which em­
ploys 300 people, uses this PC line to ship brake drums 
and discs. 

Potentially Excess Line 

(I} The AA between Pittsfield and Milan (sec dis­
cussion in Zone 165). 

ZONE 155 

Even though no rail lines in the immediate area of 
Detroit were declared potentially excess by the DOT 
Report, expressions of concern, interest and recommen­
dations were nevertheless supplied by a number of indi­
viduals and firms. 

Jack Pryor, Deputy Director of the Community De­
velopment Commission, stated that Detroit needs im-

3 Mr. Trc~ka $lated that the PC hne between Hares and Horton, 
not ,hown as po1en11ally excess, .-as abandoned, a, authorized 
by the ICC in Finance Docket No AB-29, and that the rest of 
the line lo the Indiana Mate line ,~ the ,ubiect of an abandon­
ment application before the ICC in Docl..et AB-193. 
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proved rail passenger service Presently all the Amtrak 
passenger trains that serve Detroit are routed through 
Chicago. Mr. P ryor recommends that direct rail pas­
senger service be provided to the east coast.• Mr Pryor 
also recommended that the federal government finance 
the maintenance of Detroit's 700 railroad grade crossings. 

The City of Dearborn recommended the abandonment 
of the PC's .7 mile Oakman spur hne for the following 
reasons: 1he maintenance of the line 1s too costly; the 
line traverses a residential area; it is infrequently used; 
and an individual contractor 1s amenable to removing the 
track at no cost because of Its scrap value 

The following rail users, concerned that the final re­
organization might possibly impair their rail service, 
submitted traffic data the Budd Company, whose car­
loadings went trom 6,449 in 1971 to 9,521 in 1973; 
Grief Bros., which received 34 carloads of Kraft paper in 
1973; Pfaff Sash and Door which receives 110 cars a 
year, and Church's Lumber Yard. which used 66 car­
loads at its plant in Allen Park in 1973. 

The Budd Company reported that its 1973 rail car 
usage would have been higher had not the Detroit Ter­
minal Railroad experienced severe rail yard congestion 
problems which hindered service to the firm's plant. The 
Budd Company also operates another plant in Detroit, 
Duralasuc Products, which received 88 carloads of lime­
stone and clay in I 973 over the PC. 

Peerless Cement Company of Dearborn shipped 1,098 
carloads in 1973 over the PC. Peerless is particularly 
concerned with movements from Detroit to its terminal 
in Fort Wayne, Indiana. It favors the preservation of rail 
competition and wonders how a shipper or receiver lo­
cated on PC wou:d get its cars to and from another 
earner if it is no longer served by PC 

Grief Bros., which operates a fibre drum plant, was 
concerned that local rail service had not been recom­
mended for Taylor, \1ichigan. Piggybacking or trucking 
is not viewed as a feasible or economical alternative. 
Truck transportation will increase the firm's freight costs 
by $33 00 a ton. Grief Bros. proiects a closing o f its 
plant 1f it lo,es rail service, thereby resulting in job losses 
for 57 persons and a local tax loss of $75,872. 

Potentially Excess lines 

The DOT Report characterized three sections of rail 
line within Zone 155 as potentially excess. These lines 
are as follows: 

( I ) The PC line from Detroit, through Lapeer 
(Zone 156) and \ assar (Zone 157) to Sagi­
naw (Zone I 59). 

(2) The GTW line from Port Huron (Zone 157) 

1 On October 29, Amlral.. initialed ~ervice between Detroit and 
New York by way of Buffalo. 



through Pontiac (Zone 155) to Jachon (Zone 
152) .5 

(3) The GTW line from Pontiac (Zone l 55) 
through Imlay City (Zone 156) to Caseville 
(Zone 157). 

PC: Detroit to Saginaw 

The Detroit to SaginJ\.\' line is operated by the PC 
and serves Detroit and Oxford in Zone 155; Metamora, 
Lapeer and Otter Lake in Zone 156; Vassar and Den­
mark J unction in Zone 157; and Saginaw in Zone 159. 
Only two ,ecuons of the line-from Oxford (Zone 155) 
to \ ru,sar (Zone I 'i7) and from a pomt near R1chv11le 
(Zone 157) to Saginaw (Zone 159)-were declared 
potentially exces, b, the DOT 

Evidence submitted to the RSPO concerning th•~ line 
centered around PC's service to and from firm, located 
in and around Lapeer m Zone 156. See Table 129 for a 
traffic profile of the line. 

Table 129: Traffic Profile: Detroit to Saginaw 

Rm/ 11,er 

Lapeer County Co­
operatives 

Bostick Foundry Co. 
Church's lumber I 

(Oxford) 
( I apcer) 

Metamora Elevator Co. 
Metamora Products Co 
Union Camp Corp. 
Fillmore Thomas, Inc. 
Ve<ely Co. 

EJ11ma1rd rarload< 
Commodity 

Grain 

1971 197) Pro1rc1rd 

190 

Coke 59 
Lumber 

44 
80 

Lumber 
Pla,1i, rellets 12 

56 146 
Windo" um!\ 
Camrmg trailer, 

t Church's al<o ha~ a plant at VIica "hich generated 238 car­
loads m 1973. Utica is on that portion of line not marked 
potentially excess. 

The Metamora Products Company reported that II m­
ve~ted approximately S'i0,000 m a material handling 
system for plastic pellets that can only be serviced by 
the present rail siding. As an example of poor service 
that discourages rail usage, the company c1ted the I 0-12 
day, it takes to ~l11p from Metamora to Chicago. Lapeer 
County Cooperative stated that if it had been forced to 
use motor carrier\ in 1973, its transportation cost would 
have been $5 1,775 higher for seed and grain and be­
tween $78,500 and $98,188 more for its fertilizer ship-

5 The DO,s March I, 1974 additions and correcuon supple­
ment extended the po1ent1ally ucess GTW hne fr.im South L>On 
west to the zone lx>undary It 1s conceivable that the pubhcahon 
containing the correction "as not rcccl\·ed or read b) the general 
pubhc which could account for the loci.. of resp0n<c from users 
of that particular line segment. 

ments. Church's lumber Company receives 95 percent 
of it~ shipments from Briti~h Columbia It claimed its 

tran,porta1ton cosh would 1ncrea,e between 15 and 20 
percent 1f abandonments were approved The eltmmauon 
of rail ~ervice would force the clo~ure of the Church'~ 
Oxford lumber yard. 

GTW: Port Huron to Jackson 

T he Port Huron to Jack.son lme is operated by the 
GT\\ and \erves Port Huron and Smith, Creek in Zone 
157 Richmond. Romeo, Rochc,ter, \ubum Heights, 
and Ponuac m Zone 155, I ~keland and Gregory m Zone 
160. Stockbridge m Zone 161 . and Jackson m Zone 
152 Onl)' tho,e portion, of the hne between Roche;ter 
(Zone 155) and \\ailed l.aJ...e (Zone 155), and between 
\\1xon (Zone 155) and Jack.son (Zone 152) were de­
clared po1ent1all} excess b> the DOT Report 

The maJor impact\ expct:ted from the proposed aban­
donment arc plant closing,. community growth retarda­
tion, and increased tran~portallon costs Table 130 con­
tain, traffic data ~ubmined to the RSPO by user~ of the 
lme 

Table 130: Traffic Profile: Port Huron to Jackson 

Ra1/ UJU 

Bea11y Lumber Co. 
Roche,ter Paper Co. 
Church, Lumber 

Yard I 

ASA Builder) Supply 
Michia.in Building 

Components 
Has~crt) Lumber Co. 
\larl..ey Brothers 
I ord Motor Co 
Aeroh1e Inc 
API 
Firerlacc Corp of 

America 
Ga) 1 oy Inc. 
Jeblxo Co. 
John R lumber 
Ru Ro10 
PMO Inc 
\\ ,ekes l umber &. 

Building Suppli~ 

Es11matrd carloads 
( ommodity 1972 197 J Projtcttd 

I umber J00.400 
Parer I 68-324 
Lumber 202 

lumber 
lumber 

lumber 
Roof 6. floor trus<es 
Automobile~ 
Pla;llc m1ec11on molding 
Plastic 11ems 
Fircploces 

Plastic to~~ 
Plastic 1n1ection molding 
I umber 
,ombu,11on chamber-

Lumber 

1 Church\ al-o ha, a plant .it Romeo, on that p0nion of the 
lmc not marked po1en11ally exce,s, which med 46 carloads 1n 
1973 
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Beatty Lumber Company, located in Walled Lake, re­
ported that between 1974 and 1980 us busine'-5 could 
double If rail ~erv1ce were lost, Beatty Lumber would be 
forced to re locate. According to Beatty Lumber, it and 
12 other rat! u,er.. m Walled Lak.e receive 2,000 carloa~ 
annually. 



GTW: Pontiac to Caseville 

The 100 mile Pontiac to Caseville line is operated by 
the GTW and serves Pontiac and Oxford in Zone 155; 
Dryden, Imlay City and Clifford in Zone 156; and Cass 
City, Gagetown, P igeon and Caseville in Zone 157. Only 
that portion of the line between Oxford (Zone 155) and 
Caseville (Zone 159) was designated potentially excess 
by the DOT Report. 

Most of the evidence supplied to the RSPO originated 
from the Cass City area (Zone 157). Opponents of the 
DOT proposal stated that it would result in plant clos­
ings, a slowdown in community growth, and increased 
transportation costs. T he latter concern generated the 
greatest response. Michigan Bean Company, Claraclough 
Lumber Company, the Farm Bureau and Rabideau 
Motors reported that their freight bills would increase by 
40 to 45 percent if they shifted to motor transport. If 
rail service were eliminated, J. P. Burroughs and Son, 

Table 131: Traffic Profile: Pontiac to Caseville 

Estimaud carloads 

Rail user Commodity /972 1973 Profecttd 

Daniel Orr Soos Hardware, lumber 
Cooperative Elevator Grain, 

Evans Products 
General Cable Corp.2 

Croft-Clara Lumber, 
Inc. 

Michigan Bean Co. 
Claraclough Lumber 

Co. 

fertilizer 3 I 9 
Building materials 
Resin. plastic 

granules 
Lumber 

Gram, coal 
Lumber 

Klein Fertilizer Co. Fertilizer 
Rabideau Motors, Inc. Farm equipment 
Farm Bureau Fertilizer 
Aero Fertilizer Fertilizer, grain 
Schneeberger T. V. Sales 

and Service 2 
Tri-County Farmers 

&change 9 
Cass City Crop Service Fertilizer 
J. P. Burroughs and Gram, beans 

Son, lnc. 
(Gagetown) s 
(North Branch) 

Agrico Chemical Co. Fertilizer 
(Cass City) 

338 
51 

54 
28 45 

95 
28 

70 
4 

100 
40-50 

4 

I I 

8 3 

4 

1 Evans ships and receives up 10 600 carloads annually when rail 
car supply is adequate. 
2 The General Cable Corporation is the largest employer in Cass 
City with 482 employees. 
3 J. P. Burrou@hs generated 19.8 and 20.2 million pounds in 1972 
and 1973, respectively, at its Gagetown plant and 6.8 and 11.6 
million pounds in 1972 a nd 1973, respectively, at its North 
Branch plant. Burroughs expects 10 ship 40 million pounds from 
Gagetown and 23 million pounds from its North Branch plant 
in 1974. 

Inc. estimates that 8 10 and 670 of its farm customers 
served at Gagetown and North Branch, respectively, 
would be adversely affected. Burroughs estimates that 
local growers would lose 31 cents in revenue for every 
bushel of beans or grain that would have to move via 
~ otor ca~rier. Over-sized shipments, highway system 
inadequacies and restrictions ( frost laws), fuel shortages, 
and truck availability were additional concerns voiced 
by firms facing the prospect of having to use motor 
carriers. Cass City Development Corp. owns 3 7 acres 
parallel to the railroad track and considers continued 
rail service important to the development of this real 
estate. Table 13 1 contains data submitted to the RSPO 
by users of the line. 

A number of firms indicated that they would have 
used the railroad more had it given them better service 
and provided more rail cars. T he Michigan Bean Com­
pany claimed it would have increased its rail usage by 
125 cars had sufficient cars been available. Had more 
rail cars been available to J . P. Burroughs it would have 
shipped an additional 30 million pounds from its Gage­
town facility and 21 million pounds from its North 
Branch facility. Burroughs had expected its rail needs to 
increase at Gagetown because of an approved capital 
expenditure of $100,000, however, the DOT recom­
mendation makes the outlay doubtful. 

T he Village of Owendale believes that the line is vital 
to the continued indust rial growth of the area. 

ZONE 156 

Potentially Excess Lines 

There are four line segments in Zone 156 marked 
potentially excess. They are treated as follows: 

(I) The GTW line through Montrose and Flushing 
(sec discussion of the Bay City to Durand 
line in Zone J 58). 
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(2) The PC line from Otter Lake to Metamora 
(see discussion of the Detroit to Saginaw line 
in Zone 155). 

(3) The GTW line from Clifford to Dryden (see 
discussion of the Pontiac to Caseville Line in 
Zone 155). 

( 4) The C&O/B&O line through Clifford (see dis­
cussion of the Port Huron to Saginaw line in 
Zone 157). 

ZONE 157 

Zone 157, which includes the counties of Huron, 
Tuscola, Sanilac, St. Clair, and Lapeer (western part of 
Zone 156) is known as the " thumb." This a rea is pre­
dominantly an agricultural region with some light manu­
facturing plants. Huron County leads Michigan in in­
come generated from the sale of livestock and agricul-



tural products. M oreover, H uron County ranks second 
in the ~tate in term~ or com production. second m navy 
bean production, and third m wheat production The 
S:iginaw Valley region,0 which includes Huron County, 
produce, 88 percent or ~1ich1gan , dry bean,, 30 per­
cent of ~1ichi!!an's corn. -42 p rccnt of \1ichigan·, wheat, 
and 27 percent of \,Jichigan', ,oybcan,. 

"l humb'' area farme~ depend upon the rail S}stem 
to ~hip their produce to market, and to bring in !arm 
supplic,. The principal n:a,on for thi, area's hcavy rail 
dcpcndcnc} i, its lack of ava1l,1hle altcrnat1vc tran,portn• 
tion. Huron. Sanilac, and fu,oola Countic,, for e'l:ample, 
do not ha\'e an) three- or four-lane highways. Further­
more, of Huron Count}\ l, 175 miles of public roads, 
onl> 152 arc up to al Y.CJthcr Clas, ,\ ~tandard,. Like­
wise only 123 mile, ol Sanilac County's 2,000 mile, of 
public road, rate a, all \\cat her roads, and cml) 11 O 
mile, of Tu,cola Count}·, 1,75-4 miles of public road, 
are all-wcathcr roads Only 50 percent of Tuscola', road, 
were reported to he hard ,urfaced . 

A spokesman for Dimic.:t 6 of the \1ichi~an Retail 
I umber Associatmn reported that lumber for all vard, 
and retail e~tablishmcnts in Zone 157 is ,hipped in by 
train from th..: w c,tern ,t .. e, c,f \\ ashmgton. IJaho and 
California He also cited a study entitled The Fmerl.'t'nC<' 

and Gro1111I: of an Urhan Area puhlbhed bv the Detroit 
Edi~on Co. which project, substantial futu;e croY.th for 
the thumb" area and a continually increasing need for 
rail service 

:-;01 onl> are mo~t of the road, in th..: "thumb'' region 
rated Cla" 8 or below. hut local go,ernment 1mpo,e 
severe weight n:,1r1ctilms upon thc,c roads dunng certain 
seasons of the ),e.tr. fhe tc,umon} mdicatcd th t with­
out rail ,erv1ce. man) bu,ine,se, would be forced to 
either clo,e down or cut hack on their opcrauon, Th" 
would ra"e the 'thumb' 1rea', alread) high 1111emplo)­
mcnt rate The Ca, C1 , Chamber of Commerce re­
ported unemployment figure, for March 1974 of 20 
percent for lluron Count). 1-4 ll percent for S. nilac 
County nnd 20 6 pe• cent tor ' I u,1:ola County 

Even though \,Jar)willc, Y.hich " located ncar Port 
Huron, i, not on a line marked pmen11111) c,;ce,s, Gncl 
Bro, submiucd a ,11 emcnt m oppo,ition to am rail 
di,continuance. lhe Grief Bro,. plant at \tanw;lle " 
,ened b> the 19 mile long Pon Huron and Detroit Rail· 
road Compan} <;ince Grief Bro,. recei\'c, its plpvood 
from the \\ est Coast and ,\lahama. rail service i, con­
sidered critical to it, contmucd oper,Hion. Grief Bro, 
indi,ated that the PH&D abo ,en~, the plants ol 
Chrv,lcr Corp. and !\1orton Salt Company. Church\ 
I umber \ ar<l, tc,tificd it received 29 c 1rloads at its St 

"The ',ai:ina\\ Valley region include, Ba), Genc\ScC, Gratiot. 
Huron. l\.•b.:lla \IJJlanJ, \font,atm SJ i1 ,1"' S1. ('la r '>•nil ,, 
Shiawa\<ec, and fu<cola (oun1ic<. 
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Clair plant on the OT&.! 11 appears, however, that St 
Clair i, located on the PH&D 

Potentially Excess Lines 

The DOT Repor characteriLed the following nmc 
section, of line located within lone I 57 as potentially 
exec,,: 

( I ) The C&O B.\.O line from Port Huron throu2h 
Zone 156 to Sagina,• ( Zone I 59). • 

( 2) 1 he PC line lrom \ a,,ar to Bach 
(3) lh1: C&O BS:O line frlm !)agmay,. (Zone 159) 

to C rt)S\\ell. 
\ 4) !'he ( &0/ 8&0 hnc from Port Au,tm to Bad 

,\,:e, 

( 5) I he C&O B,,O line from Harbor Beach to 
P.tlm,. 

( 6) Ille C&.O B&.O lme f om Sandu,k, to Poland 
( 7) 1 he PC hnc from \ a,sar to Munger (Zone 

158) . 
( 8) The GT\\ line from Kingston to Caseville 

I sec discussion in Zone I 55) 
(9) The P(' line lrom \ ,1,,ar to Millington (see 

di,cu~,ion in lone I 5 <;) 

C&O/ B&O: Port Huron to Saginaw 

The 85 nule Port Huron to Saginaw line is operated 
by the C&O Bc.\..O and ,enc, Port Huron, .\voca, Yale 
lnri \1Jrlette 111 lone I <;7. Clifford in Zone 156; Va~~ar 
m lone 157; and C,cra and Sag1nay,. 111 Zone 159. 

\\ 11nc"cs testified that abandonment of the line would 
ha, c the follo,,ing re,ult, bu,inc,~ curtailments, reloca­
tion, and ,hutdown,: exacerbation of exl\tmg unemploy­
ment problem,: income and tax re,enuc lo,se,, com­
munit) grmnh ret.1rda11on. mcrea,ed tran~portation 
costs: and higlm ay C\'Crcrowd111c. r able 132 contain~ 
dat:i ,ubmittcd to the RSPO . 

Dctroll Edi,on i con,truc.ting a ne,, atomic power 
facility in the \'icinit) of Port Huron. The facilit> will 
cor1'ist of two nuclcar powcr plants and one fo"il fuel 
plant. The ,ite \\ a, ,elected part all) bccau,c of it, ac­
ce" to rail ,enicc Abandonment of this line would 
makc nin,truction d11licult, 1f not impo"ible ~mce ma­
terial ,tnd hca,) equipment would not be able to get to 
the ,ite. Furthermore. future operauon of the facility 
\hluld he more co,tl> if treight moved inbound via 
truck,. 

City ~tanager R L \ arisco reported that Brown 
Cit, , hope, lor attracting ne,\ firms depend heavil} 
up. n rail a\ailahrlit) ~mcc BHmn Cit) doe, not have 
di\ ided high,\ a), or an 111teNate highwav ,ystcm nearby. 

,\ ,ub,tantial amount of te,t1mon) concerning thi~ 
line centered upon the need of two firm, at \ 1arlette for 
continued rail ,cnice: Marlette Homes. Inc .. a maker 
of mobile home,, and Marlette Farmers ('o-op Elevator, 



Table 132: Traffic Profile: Port Huron to Saginaw 

Rail usu 
Es1imaied carloads 

Commodi1y 1972 1973 Projecud 
Agrico Chemical Co. 
Avoca Elevator Co. 

Fertilizer JO 
Grain, fertilizer, 

Active Hornes Corp. 
Te,luck Brothers 

animal feed 41-50 
Lumber 45 
Wheat, corn 

fertilizer 
Kerr Grain and Hay Grain, coal, 

Co. fertilizer 
Marlette Farmers Grain, fertilizer 

Co-op Elevator 
Marlene Hornes, Inc. Plywood, ,1ccl 
Great Lakes Foundry Sand 

Sand Corp. 
Michigan Bean Co. Grain, bean~ 
Carling Brewing Co. Malt t-everages 469 
Moorman Manufactur- Feed 

,ng Co.3 
Wayne Feed Feed 
Oe1roi1 Edison 
S1arof1heWes1 Grain 141 

Milling Co. 

37 4302 

IS 15 

174 

391 
1,000 

520 sso 
ISO 

153 

Geyer Brothers Grain 40-50 
Brewing Co. 

Church's Lumber Lumber 
Yards 

1 The Avoca Elevator Company generated 9,173 tons of grain, 
animal feeds, fertilizer, and coal during the period from January 
1969 through December 1973. 

2 Figures arc for fiscal year. 
8 Moorman Mfg, Co. manufactures feeds and related products. 
It recently entered into a ten year, non-cancellable lease for a 
dimibution warehouse a1 Mayville in order to belier serve 
customers in the "thumb" area of Michigan. Jt will be absolutely 
impossible to keep this facility adequately supplied from the 
main plant at Quincy, Illinois using existing common carrier 
truck service. In addition, truck rates to its warehouses average 
14 percent higher than rail rates. 

a grain shipper. In 1970, Marlette Homes, Inc. built a 
new facility at a cost in excess of $3 million. A rail 
siding was installed at a cost of $32,000. Marlette Homes 
depends on rail service for the delivery of steel beams 
which due to their size can only be transported by rail. 
Marlette Homes, which employs 425 people, would cease 
operations in Marlette if it lost rail service. According 
to the Marlette Village Council, if Marlette Homes and 
Marlette Farmer~ Co-op close, the village will lose $35,-
000 tn property taxes. Evidence was also submitted to 
the RSPO which indicated that the Army Corps of En­
gineers 1s contemplaung the construction of a sewage 
treatment plant in the area. 

Kerr Grain and Feed is the only business in the town 
of Melvin. It is one of the few coal dealers left in the 
area. Loss of rail service would cause it to go out of 
business. There is no main highway into Melvin and 
laws restricting tonnages are in effect during two of the 
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busiest months of the year. The company prefers rail 
to truck and would use rail more if cars were available. 

The need for continued rail service at Mayville was 
also expressed. The Area Development Corporation re­
ported that it has recently completed construction of a 
$90.000 facility to be used by Moorman Manufacturing 
Company, a local feed manufacturer Moorman's de­
cision to locate in Mayville was predicated on continued 
rail service. 

The Carling Brewing Company, which operates a 
brewery in Frankenmuth, estimates that its freight cost 
will more than double if it is forced to use motor trans­
portation. Mayor Simon of Frankenmuth reported that 
three additional firms would be forced to close if rail 
service were eliminated to that community. 

The Sanilac County Farm Bureau which represents 
2,800 farm families expressed concern for the potential 
economic impacts that would result from ra:I abandon­
ments. The Bureau testified that a shift by farmers from 
rail transportation to motor carrier would increase their 
transportation costs and decrease farm income. Since the 
average household income for families located in Sanilac 
County is already sigrnficantly lower than the state aver­
age ( S8,583 vs. S lJ ,029) any rail abandonment is ex­
pected to further increase the income difference. Unem­
ployment in the county, which is presently 8.1 percent, 
would increase if the DOT proposal were adopted. 

A number of firms indicated that they would have 
used the railroad more bad it given them better service 
and provided more rail cars. Avoca Elevator Company, 
reported that it is using trucks to haul animal feed in­
bound because of the average two to five weeks delivery 
delay on rail shipments. The firm claimed that it lost 
$20,000 in 1973 because of its inability to move grain 
due to the rail car shortage. City Manager Varisco, of 
Brown City, testified that the 300 farms which are 
operating in the area generated 70 carloads of fertilizer 
and grain in 1973. Another 15 to 20 carloads could 
have been generated with dependable car scheduling. 
The Wayne Feed Company claimed that it would have 
tripled its rail usage had an adequate supply of rail cars 
been available. Marlettl: Farmers Co-op Elevator stated 
it could have used an additional 95 jumbo hopper cars. 
Star of the \\est M1lhng Co. at Gera said it was forced 
10 truck 51 carloads of flour and 150,000 bushels of 
gram due to the scarcity of rail equipment. It has $800,-
000 mveMed in its site and estJmates that losing r:iil 
service would cost It over $50,000 per year. 

PC: Vassar to Bach 

The \ assar to Bach line is operated by the PC and 
serves the communities of Vassar, Caro, Colling and 
Bach. Only that portion of the line between Caro and 
Colling was declared potentially excess by the DOT. 



J. P. Burroughs & Sons, Inc., which is located in 
Colling, reported shipping I 3. 7 and 13 .5 million pounds 
of farm products in 1972 and 1973. respectively. Had 
rail cars been available when needed. Burroughs claimed 
that it would have increased i~ 1973 shipments by an 
additional 5.5 million pounds. Burroughs has approved 
capital expenditures of $150,000 for 1974 which should 
increase lls business and rail use at this location by 30 
percent Should rail service he eliminated. Burroughs 
estimated that 351 farm customers would be adversely 
affected. Srecific:i.11). Burroughs estimates that local 
growers would lose approximate!)' 3 I cents in revenue 
for every bushel of farm products that move via motor 

carrier. 

C&O/B&O: Saginaw to Croswell 

The Saginaw to Croswell line is operated b) the C&O/ 
B&O and serves the communities of Saginaw (Zone 
159), Reese. Gilford, Akron. Sebewaing, Pigeon. Elkton, 
Grassmere, Bad Axe, Palms, Poland, Carsonville, Apple­
gate and Croswell.· That portion of the hne between 
Elkton and Croswell was declared potentially excess. Ac­
corJmg to State Senator Alvin DeGrow. the line from 
Elkton to Croswell serves farmers. manufacturers. and 
stone quarries. anJ the present low level of car usage 
was due to the inability of the carrier to furnish cars 
Three branch lines which radiate from this line were 
also declared potentially excess. Thesl. are· Port Austin 
to Bad Axe. Port Hope 10 Pair.is, and Sandusk} to 
Poland Table 133 provide, :i traffic rrofik ,_,f the'<: lines. 

In Elkton. concern centered .,round the po~sibk de­
crease in food production and ross1blc unemployment 
Acuve Industries. Inc .. a supplier of metal stampings 
and assemblies. is the largest employer in Huron Count} 
Sine~ 1950 the firm ha, mcreased us cmplo}ment level 
by 36 people per year to its current level of 9 10 em­
ployee,. A shutdown or rdo..:ation of this ti11n. which 
could happen if it loses rail service, would he disa,trous 
to the future grm\lh and de\elopmcnt of Huron Count) 

Acuve lndustrie, reported that it could have u,ed an 
add1t1onal 144 rail cars had they been a"ailablc and that 
it expect, to need rail more 1f the petroleum ,hortage 
cont111ues. Man::,. of \ ctive·, shipmenb arc so large and 
heav) 1h,1t the} cannot be moved h) trud, In reliance 

• t=,idcn,c ,ubmiucd lo 1hc R'\PO in,lit":ucd that Sel>e\\aini; 
should h;i,e been credited "11h 2 b5l annu,,I carlo.,d, ralher 
than 1.4~0 t"arl11ad,, and Ell1on ,hould ha,c been credited \\llh 
J. l:?l ,tnnual ..:Jrload, 1,11hcr lhan ~.714 ,.1r1,,.11h. 1-urthermorc 
,incc (,ilford, \\h1ch i;cner111cs 12, ,Jrload, per }car, 11. recom• 
mended 10 rece1\'c local rail ,er, icr, the 1,t11un·ilc for nut recom­
mendini; (,,cal I ail -.er, 1c.· h> 1hc IO\\ n, of Ba,I \ \l \\hich gen• 
crates 2.471 carload, per iear, Caf\on,illc. \\hich •cner.ctc, 240 
carload, per ye.ir Sandu,ky, "hich ger.-ra1e, lW c.irload, per 
year. and Cru,\\ell, \\h1ch generate, 1.692 carload, per }ear, 

was ,criou,1>· quc~tioned. 

on rail sCr\ice Active invested 5200,000 io 1972 to be 
able to handle new 86 foot ht-cube rail cars. 

Table 133: Traffic Profile: Saginaw to Crosswell 

E.flimaud carloads 

Rail u.,u Commodity 1972 197.1 Projwtd 

'I humb Farm Sef\'ice, 

Inc. 
Occidental Chemical 

Co. 
Borden Inc. (Chemical Fertilizer 

Div.) 
\1oore .ind ( .1rter I umber 

Lumber Co. 
Deckerville Crop Fertilizer 

Scf\'ice 
\1ichigan Sugar Co. 

C,,m,tocl Food 
J P Burrough, and 

Son Inc. 
(Bad A•cl 
(('arsonnllc l 
( Applegate l 

Acti,c lndustrie~. Inc. 
\1ichig.1n Bean Co. 
.\i;n~o Chemical Co. 

f Pii;eonl 
( Bad Axe) 

Stokely,\, an Camp, Inc. 
Palmer·~ Feed 

Sugar beel. 
coal 1,095 

l·ood products 184 
Grain, bean, 

\let.11 ,1amping, 
Grain, bean, 
h:rtih1er 

2 

381 

200 
28 

78 

1,155 
218 

2 

2,5093 

130 

1,327 

23 
126 

280 

t Include, ele,atof' al Ulb)' and .,1 Ru,h. "hich is on the Port 
Hope to Palm, line. for No,eml,cr 1972 to '-o,eml'<!r 1973. 

~ J . P Burrough, and Son Corpor.111,,n gcnera1ed 7.6 and 9 8 
million pound, of fre1~ht in 19~2 ,ind 1973, re,-pectively, at 1h 
B.1d A,c pl.int. 8 million pound, of freight in both 1972 and 
1971 ,11 i1, C'ar,on,ille planl, and ~ million pounds of freight in 
both 1972 ,,n<I I <lB at it, \rplegate plant The firm ,1a1ed that 
had r.11! car, ~ecn .11.a1lahle during 1971. ii 11ould have ,hipped 
13.-1 million pound, of frei~hl from 8.1d \xe, 10 million pounds 
of frcighl from ( a"on, ille and 7 million pound, of freight from 
Applcg,11c Burrnu~h, e,pcd, 10 i:encr,ue 14 million pound, of 
fre1!!hl ,t both i1, Applegate and Bad A ,e plant, .. ind 12 million 
pound, of frcighl at it, Car,omillc pl.int in 1974. 
3 l-1gu1e i, for the compan> ·, la,1 h~cal year. 

In 197'!. the \ silage of Carsonville purchased and an­
nexed 120 acres ad1acent to the C&O track for an in­
dustrial park. The a\.ailabH1t} of railroad service was a 
primary con,i<leration m the decision to acquire this 
property J. P Burroughs ,md Sons, Inc. estimated that 
if it lo,t rail sen1ce to its bean and gram elevators at 
Bad ,\xe. (ar,onvslle, and Applegate. 0\er 1.800 of its 
farm cu,tomer, would be adversely affected. Burroughs 
estimates that these local farmer, will lo~e 32 or 33 
cents in revenue for ever) bushel of beans or grain that 
would have to move \ta motor earner. 
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The Michigan Sugar Company, which is located at 
Croswell. reported that without the inbound delivery of 



coal via the railroads it would be forced to either sub­
,tantially cunain its operation or hut down completely. 
In 1973, 438 of the I, 155 carloads generated by the 
firm \\Cre inbound shipment < f coal The continued 
operation of the Michigan Sugar Company plant is 
critical to area sugar beet growers who received between 
$:? and $4 million for their crop in 1973 In view of the 
state\ "fros hw," md the pcrential rail abandonments, 
the .\tichig. 1 S 1~.:ir Company que,tioned the: future 
abilit\' of farmers to recei\e the necessary required quan­
tities· of fertilizer, machinery and ,eed. The company 
doe, not con\ider substituted ,crvice a viabh. alternative 
because the cost is prohibitive. 

The Moore and Carter Lumber Company at Croswell 
recently opened a new plJnt at a 1 t ot <;250,000. It 
paid more in order to :1cquire land next to the railroad. 
It rect:'hes lumber shipment, rom Oregon, C-1!ifornia, 
\'ancouver, Washington, Alabama f\.fas1ssippi and 
Gt:'orgia. 

A spoke,man for tht:" Wolwnne Stare Bank in Sanilac 
C<lunty cited 1972 \fo'htgan \gricultural Sta11,11c, to 
dt:"monstrate the importance of agricultural and dairy 
production in the "thumb" area count1.:, The cost of 
alternative motor service would co,1 one feed ,hipper 
S 15 more per ton or S 135,000 more per )Car. Loss of 
rail service would he a ,cve,c lo,s for commerce, small 
and medium ,izc indu,tiies, bank, and the entire 
"thumb" area, 

1 he Sanilac Count} f'.1rm Bureau e'<prcssed c :mcem 
over the higher prices farmers may have lo pay for future 
tran,portarion. For nMance. one equipment dealer c.: 

ported to the Farm Bureau that the cost of shipping a 
tractor bv rail i, <; I I 'i '5 as compared Ill S l 62.69 via 
motor c::rrier. The farmer, arc very upset about the 
pos,ible loss of the sugar lleet proce"ing plant at Cros­
well. 

C&O/ B&O: Port Austin to Bad Axe 

I'he P, rt \ustin r Bad .\,c hne 1s operated by the 
C'&O B&O and serve, Port Au,tm. Kinde and Bad Axe. 
Paper Rell J>r()<.Jucts, located in Port Au: tin. reported 
that the < &O B&O had petitioned the ICC for abandon­
ment of lie 7 ,4 mile line buween Port Austin and 
Kinde and that the request wa~ denied m Finance Docket 
:-.c .\8 -18 on June 7. 1973. 

The ma1or potential impacts feared from the pro 
posed abandonment are communtt) g, ,J\\ th rera Jati01 
and increa,cd storage and transportauon costs. Table 1 '34 
contains trall1c data submitted to the RSPO b) ~ers 
of the line. 

l he Farmer\ Cooperatl\e Gram CClmpan) ,aid it was 
forced 10 shut down for two weeks in the fall ol 1973 
because of a shonagc of r iii car; and the lack of any 
alternative mode ol 1ranspor1a11on Use of truC'ks would 
increa,e its tran portauon costs by appro>.imately 25 to 
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Table 134: Traffic Profile: Port Austin to Bad Axe 

Es ,mar,J ra,I, ,/, 
Rail 11 rer Commoditv /972 1973 Pff1juted 
Farm,r·• Coop. Grain Gram 241 268 300 

Co. 
Oi<trom Corp, f'crliliLcr 58 44 
Paper Roll Prod:icu Paper I\0 200 225-2.S0 

Co. 
Port Austin Tool and I umber 

I cvcl Co, 
4 6 

J. P. Burroui;bs and Gram, beans 
Son, Inc. 

SohyJro Fcrtihicr C'o. F crtiliicr 70-90 

• J . P. Burrough~ ,ind Son genernted .S.6 and 8.0 million pound, 
of frc1~ht in 19i':! ind 1973, r"pccti,cl) at its Kinde plant The 
firm Slated that, h,,J rail <M'S hccn av,11lable in 1971, ii would 
ha,c ~hipped 10.:? m1ll1on pound, of freight Burroughs expects 
10 ~hip 10.5 milhon round, in 1974. 

40 rcrcent and would pl:ice it in a disadvantageous posi­
tion vis-a-vi, its CClmpctitClrs who continue to have rail 
senice. It expect, an increa,c in voluml' due to a 10 
percent increa,e in farm land use 

The Vill;1ge Council of Port i\ustin reponed that 
pre,ent industrial wning is ccntcrrd around the C&O/ 
8&0 rrght-of-wa) in Pon Aus11n In order to attract new 
indusirie, to the area the Council fc:els th,tt rail service 
must be continued 

The Paper Roll Products Company estimates that its 
transportatmn c1 ,1, will increase ll} .$8, 111 per year 
u,ing motor carric:r,. 'I he Farmer\ Coorcra11ve Grain 
Com pan; Mated that its tr,111,portation cost, rose I 0 
cents for every bu,hel of grain that mo\'ed hy motor 
c.1rrier, Y-he Co-op also reported thJI State Route 10 has 
a 90 degree turn in Bad ,\xc which create, an e:ittremely 
haLardous dri\ing cond111on. J. P. Burrnugh, and Son 
estimated that local farmers would lo,c 35 cents in 
revenue for e\ er} bushel shipped hccau•,c of increased 
,torage and motor transportation cost,. The transporta­
tion co,ts for Port Au,tin Tool and l.e\cl Compan} are 
abo cxpeC'ted 10 increase suh,tantiall) if it is forced to 
u,e motor transponation. 

C&O/B&O: Harbor Beach to Palms 

Th~ Por1 Hope to Palm, line ts Clperated by the 
(. &O B&O and ,erves the commun111es of Pon Hope, 
Harllor 8ead1, Ruth \limkn Cit} and Palms. According 
10 1he rc,rimuny 7.4 miles of this hnt from Port Hope 
tt• Harbor Beach. have hl'en abandoned. 

fhe major potential impacts re,ulting lrom 1he pro­
po,ed abandonment according to the evidence submitted 
wae: community grO\\lh retardatron, unemployment, 
und increa,cd tran,pMtarion co,1s. Table 135 contams 
data received from u,er, of the Port Hope to Palms line. 

The Detroit Edison Compan}, which operates a power 



plant at Harbor Beach, submitted a statement opposing 
the abandonment of this lme Detroit Edison believes 
that railroads provide the most efficient, economical, and 
practical source of transportation for fossil and nuclear 
fuels and the only practical and economical source of 
transportation for the bulk \Upplies and heavy equip­
ment used to construct and maintain fossil and nuclear 
powered plants, stations, substations, and transmission 
lines. 

Table 135: Traffic Profile: Harbor Beach to Palms 

Estimated carloads 
Rail ustr 
M,cbigan Peat Co. 
Clarence Wruble 

Co,.,modity 

Peal 

/972 197 J Projtcttd 

Beans 
Elevator 

Ruth Farmers Elevator Grain, fertilizer 
Co. 

Hercules, Inc. Com \larch. wood 

1.4571 
3002 

3541 

flour, oil meal 563 
Thumb Farm Service 

Inc. 38• 

1 This figure covers a 1hrce )car total from plants located in 
Minden City and S..ndusly. 
2 This fivure co,ers the past three years. 
1 This fiaure co"rs 1972 and 1973 

• The carload fiaure, supplied by the Thumb Farm Service Cor­
poration represent the totals aenerated by tbe firm"s plant~ m 
Ruth and Ubly from No•ember I, 1912 to No-ember I, 1973 
The lauer city 1s located on the C&O. B&O Saginaw,Cros.,,ell 
line. 

Statements from both the Harbor Beach Development 
Corporation and the Minden Township Board reported a 
need for rail service in order to attract and help new 
industries. 

Abandonment of the Port Hope to Harbor Beach 
segment has increased Thumb Farm Service's transpor­
tation costs by 35 percent and reduced employment from 
11 to 6 Thumb Farm Service 1s concerned that it will 
experience \lm1lar impacts at its elevator, at Ruth nnd 
Ubly rf rail service is eliminated there. The firm was 
forced to clo,e dO\~n its elevator at Ruth for one week 
during the peak harvest becau,e storage fac1ht1es were 
filled and there were no rail car, available for ,hipping. 

Ruth Farmer, E:levator. a tarmer owned cooperattve, 
reported that it would be impractical to truck beans to 
California, corn to :\laine or wheat to Baltimore for ex­
port In each of the la,t two }Car, the cooperative has 
had to truck grain out because it could not get rail cars 
when it needed them. 

C&O/ B&O: Sandusky to Poland 

f he Sandu,ky to Poland lme 1s operated by the C&O 
B&O and serve~ onl} those 111. o communrtte~. Table 136 

170 

contains traffic data submitted to the RSPO by busi­
nesses served b)' the line 

Table 136: Traffic Profile: Sandusky to Poland 

Ra,/ uru 

Titan Lumber Co. 
Michigan Bean Co. 
Yale Rubber Manu-

facturing 
\tuchl Implement Co. 
Moore and Caner 

Lumber Co. 
Bader Implement 
Briahton Lumber Co. 
Snover Co-op 
Michigan Peat 

Estimaud carloads 
Commmlity /971 /973 P10/tc1td 

Grain, beans 
Cart-on black flour 

synthetic rubber 
Farm machinery 
I umber 

hrm machinery 

0-12 24 
20 

61 

30 
24 
10 

1,457 I 

1 Covers 1971-73 from plants in Sandusky and Minden City. 

Yale Rubber receives raw matenals from Oklahoma 
and Texas. It does not use rail on outbound shipments 
because service 1s not sullicientl} frequent or reliable. 
Yale stated that future expansion of its plant is con­
tingent upon continued rail service and lcxs of ~nice 
would cut business by 30 percent 

Both the Moore and Carter Lumber Company and 
Bader Implement reported that their transportation costs 
would increase sub~tnnuall} 1f they IOllt rail service. 

The branch is considered by local officials to be vital. 
They believe the area's future development hinges on 
the existence of adequate transportation. The branch 
serve$ at least one recently developed industrial park. 

rour implement dealers in Sandusky and Croswell 
say they need rail service to brmg in pieces of large 
equipment. The cost of moving their 1973 shipments 
(80 carloads) by truck would be an additional $80,000, a 
sum they would have to pass on to their farm customers. 

PC: Vassar to Munger 

The \ assar to Munger line 1s operated by the PC 
and serves tt:e communities of Vassar, Denmark Junc­
tion, Reese m Zone 157 and '.IAunger m Zone 158. Only 
the 6 mile portmn from Reese to Munger was designated 
potentiall} excess. 

Two companies located m Munger, Gollin Block and 
Suppl} Compan} and J P Burroughs and Son, Inc., 
,ubmmed testimony proteqing the abandonment of this 
line. In 1973 the Gollin Block and Supply Company 
received over 80 carloads of brick and other building 
material, from origin, m '\hch1gan. Ohio, Penn!>ylvama, 
and Te~a,. Due to the s11e and weight of 11s incoming 
,tupment,. Gollin reported that for all practical pur­
pose, it 1, 1mpos~ible to receive such materials by any 
other transport mode Even if they could use non-rail 
'ran,portatton, Gollin stated that the cost differential 
would be such as to deMroy its competittve position with 



suppliers in the Saginaw-Bay City area who would st ill 
be serviced by railroads. Therefore, Gollins predicted 
that, if Munger lost rail service, it would be forced to 

shut down. 
J. P. Burroughs and Son, Inc. shipped 6.7 million and 

5.0 million pounds of beans and grain in 1972 and 1973, 
respectively. The company stated that, had it been able 
1o secure an adequate number of rail cars during 1973, 
it would have shipped 9 million pounds of freight. The 
firm expects to ship 9 million pounds of freight in 1974. 
Jn the event Munger is cut off from rail service, Bur­
roughs estimates that 420 farm customers would be 
adversely affected. According to Burroughs, local farm­
ers will lose 28 cents in revenue on every bushel of 
beans or grain moved via motor carrier. 

ZONE 158 

The Bay County Agricultural Stabilization and Con­
servation Service reported that the loss of rail service in 
Bay County would create a serious problem of transport­
ing the produce and supplies of its 2,450 farmers. Fur­
thermore, the organization reported that local elevators 
could be forced to close, since the differential on grain 
prices could vary from five to eight cents and freight rate 
on beans could vary from fifty cents to one dollar. 

Potentially Excess Lines 

There were four sections of rail line located primarily 
within Zone 158 which DOT found potenllally excess. 
These lines are as follows: 

( l) The PC line from Bay City to Midland (Zone 

162). 
(2) The GTW line from Bay City through Saginaw 

(Zone 159) and Flushing (Zone 156) to 
Durand (Zone 160).k 

( 3) T he north-south PC line through Bay City 
( see discussion in Zone 165). 

( 4) The PC line from Munger to the zone boun­
dary (see discussion in Zone 157). 

PC: Bay City to Midland 

The 19 mile Bay City to Midland line is operated by 
the PC and serves the communities of Bay City, Monitor, 
Auburn, and Midland (Zone 162). The PC line con­
nects with the C&O/ 8&O Toledo (Zone I l 3) to Lud­
ington (Zone 162) line via a two mile spur in Mid­
land.0 Onl} that portion of the line within Zone 158 

• William Wright of the Bay Regional Planning Commission 
noted that the DOT Zone 158 and 159 maps did not include the 
GTW line running between Bay City and Saginaw 

~ According to the evidence submiUed by the Midland Arca 
Chamber of Commerce, ten firm~ use this \pur line and generate 

well over 1,000 carloads per year. 

was originally declared potentially excess by the DOT, 
however the DOT's March I, 1974 additions and cor­
rections supplement extended the excess portion through 
Zone 162 to Midland. 

According to the evidence submitted, the major po­
tential impacts which could result from the proposed 
abandonment are: increased storage and transportation 
costs; plant closings; loss of investments; and commu­
nity growth retardation Highway system inadequacies, 
preservation of rail competition, ecology and energy 
consideraticns, and the danger of trucking hazardous 
chemicals were abo of concern. 

A traffic profile of the line 1s contained in Table I 37 

Table 137: Traffic Profile: Bay City to Midland 

Estimaud carloads 

Rail user Commodity 1972 1973 Projecttd 

Auburn Bean & Grain 
Co. 

Grain, beans 180 375 

luner Bean & Grain Gram 

ro. 
Oe<hano Development Prefabricated home, 

Corp 
Nehil Lumber Co. Unfinished furniture 

lumber 
Baily Lumber Lumber 
Lewis Haddix Lumber Lumber 

and Supply Co. 
Haddock's Lumber Co. Lumber 
Fbher Sand & Gravel Sand 
Surath 
4-D Building Supply Brick, sand 
Wickes Lumber & Lumber 

Building Supplies 
Dow Corning Corp. Silicones 
Do" Chemical Co. Chemicals 
The Augu< Pres~ Paper 
Agrico Chemical Co. Fertilizer 

30 430 1 

17 70 

60 80-100 
85-1002 

180 
117 
104 

1418 

30,700 
30 

4 

1 The company ha< installed a bulk loading facility for grain and 
increased it, storai;c capacity for fenilizer 
2 The carload figures reported by Baily Lumber Company in­
cluded the shipments generated b~ Haddock\ Lumber Company 
and F!Sher Sand and Gravel. 
, Do" Cormng's plant is <erved by PC and C-&0 'B&O; lhe 
pubhc warehouse it U\CS is ,erved e,clusively by PC Dow Coro· 
,ng, the world's largest manufacturer of silicone chemicals, em­
ploys over 3,000 people. If Dow should be forced to convert 
back to coal, 11 would want ,ervice by PC which deli~ered coal 

prior to 1968. 
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The Auburn Bean and Grain Company claims it con­
unually has difficulty in obtaining adequate rail cars. 
The firm reported that in 1972 it was forced to trans­
port approximately 6.6 million pounds of navy beans by 
motor transport to another plant for processing and 
loading on another railroad. Delay~ in shipments and 
trucking costs came to S9,869 Al~o in 1972, because of 
rail car shortages, the company was forced to delay com 



shipments for as long as five months. Auburn Bean esti­
mates that its business would drop by approximately $5 
million each year ir rail service were abandoned in 
Auburn. 

Also located at Auburn is the Deshano Development 
Corporation, a builder o r prefabricated homes. In order 
to facilitate the handling of inbound shipments of West 
Coast lumber the firm recently built a 200 foot rail 
spur. The firm is concerned about protecting its invest­
ment because 75 percent of its inbound building mate­
rials move via rail. 

In its submission to the RSPO, the Greater Midland 
Area Chamber of Commerce reported that Midland, 
which ,s already known as a major center for the pro­
duction of chemicals and silicones, is in the midst of an 
industrial expan~1on Specifically. Lewis Haddix Lumber 
and Supply Company is expanding its present facilities; 
a nuclear power plant ,s under construction near Mid­
land; and a 42 acre industrial park is being developed 
by the Midland Economic Development Corporation. 
The latter two undertakings are expected 10 aid in at­
tracting_ new industriei. to the area. 

Dow Chemical believei. the DOT Report is weak in 
the area of encouraging competition between railroads. 
Dow claims its 1973 traffic or over 30,700 carloads plus 
6,000 piggyback trailers Justifies service to it at Midland 
by two carriers, PC and C&O B&O. The jobs of 8,000 
Dow employees plus a significant number of associated 
industry employees m a seven county area depend on 
Dow being econom1call} compeuuve Because of the 
hazardous nature of Dow's traflic, it should avoid metro­
politan areas during transu. This would neces,uate keep­
ing more trackage in service than DOT recommended 
but would speed up service, result m better equipment 
turnaround time and lessen yard congestion in the cities. 
Dow suggests retention of the most efficient north-south 
service between Jackson, Oh,o and Midland, Michigan 
which is DT&I, AA, and PC. This route by-pas,es the 
T oledo and Detroit terminal areas and does not over­
lap the service presently offered b} the C&O/ 8&O 

The Neh,1 Lumber Co., abo located at Midland, re­
ported its need for cont inued rail service over the PC 
line. Without rail service, Nehil estimated that ,ts costs 
would increase by 3 percent The increased fuel con­
sumption, highway congestion, and air pollution which 
would result from ra,l abandonment and the consequent 
increa~e in trucking were other rca,ons noted by Nehil 
for maintaining rail service. The Fisher Sand and Gravel 
Compan:,., located in Midland. operates fac,lit,es de­
signed to receive freight only by rail. Thus, any disrup­
tion of rail service would force Fisher to shut down or 
extensively alter the physical structure of ils plant. 

GTW: Bay City to Durand (Saginaw Subdivision) 

The Bay City to Durand line is operated by GTW 
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and serves the communities of Bay City in Zone 158, 
Saginaw and Burt in Zone 159. Montrose, Brent Creek, 
and Flushing in Zone 156, and Durand in Zone 160. 
The line intersects at Durand with the GTW main lines 
between Port Huron (Zone 157) and Chicago (Zone 
131) and between Detroit (Zone 155) and Grand 
Haven (Zone 163). 

Rail users located on th1, line who offered informa­
tion to the RSPO were S&M Lumber Company, which 
generated 220 and 290 carloads of lumber in 1972 and 
1973, respecuvely: Furstenberg Brothers, Inc, which 
generated 50 carloads of coal and lumber in 1973 and 
Flushing Building Suppl) Co. which expects to receive 
eight to ten carloads m 1974 and 20-25 thereafter. 

The S&M Lumber Compan} 1s the largest single em­
ployer in the city of Flushing with 23 full time employees 
and an annual payroll of S444,000 In the event this 
line 1s abandoned S&'-1 predicts that it will be forced 
out of business because it 1s not possible 10 transport 
lumber economically over substantial distances. The 
Mayor of Flushing and the President of the Flushing 
Chamber of Commerce reported that, without rail serv­
ice, job\ would be lo,t, the city's tax base would de­
crease, and industrial development and expansion would 
slow do\,n. 

Furstenberg Brother,. Inc., located in Montrose, pre­
dicted that, if the hne were abandoned, 11 would have 
to close out its coal business entirely, and curtail its 
lumber operauons. The firm es11mated that rail aban­
donment would re,ult m termination of the employment 
of three employee\ and in the loss of $70,000 in taxes 
for the CH} of \fontrose 

ZONE 159 

Zone I 59 includes the heavily industrialized city of 
Saginaw Agricultural concern for continued rail service 
m Zone 159 was embodied m statements received by the 
RSPO from the Michigan Bean Company and the Michi­
gan Bean Shippers A,sociation The Michigan Bean 
Company reported that 14 of us elevator\, all of which 
use I 00 ton Jumbo covered hopper cars, would be with­
out rail senice if the DOTs recommenda11ons were 
1mplemen1cd. 

The M1c h1gan Bean Shippers Association, which rep­
resents 111 Michigan elevators that process d ry edible 
beans and 70 associate members that can o r package 
beans, reported that if rail abandonments were allowed, 
52 elevators m the Sagmaw-"thumb" area of the state 
":o~ld lo~e rail service T his lo~~. according to the A~w­
c1a11on, would be disastrous for local economies and 
detrimental to companies which depend upon beans 
from the a rea The Association further stated that many 
of the highways m Zone 159 are not all-weather roads, 
making it impossible for elevaton. to ship or receive 
heavy loads by truck during certain portions of the year. 



Benjamin Schrader, representing the Saginaw Board 
of County Commissioners, noted two errors in the Zone 
J 59 map. The GTW line between Saginaw and Bay City 
on the west side of the Saginaw River is not shown on 
the map. In addition, Carrollton Township, which is 
shown on the C&O/B&O on the east side of the Saginaw 
River, is actually located on the west side of the river 
and is served primarily by PC and GTW. 

Potentially Excess Lines 

Lines designated as potentially excess in Zone 159 
are as follows: 

( 1) The C&O/ B&O line from Saginaw to Vassar 
(see discussion in Zone 157 of the line be­
tween Port Huron and Saginaw). 

(2) The C&O/8&O line between Saginaw and 
Greenville. 

(3) The GTW lio'! from Burt north to Saginaw 
(see discussion in Zone 155). · 

( 4) The PC line from Zilwaukee south to Oakley 
(see discussion in Zone 165). 

(5) The PC line from Saginaw east to the zone 
boundary ( see discussion in Zone 155). 

C&O/ B&O: Saginaw to Elmdale 

The Saginaw to Elmdale line is operated by the C&O/ 
B&O and serves the communities of Saginaw, Paines and 
Hemlock in Zone 159; Wheeler, Breckenridge, Alma, 
Elwell, Cedar Lake, Edmore, Greenville and Belding in 
Zone 162; and Elmdale in Zone 163. Two spurs at Ed­
more (Zone I 62) serve the communities of Remus and 
Lakeview.10 Initially, the DOT Report designated that 
portion of the line from west of Saginaw to the Zone 
159 boundary as potentially excess. This was modified 
by the Department of Transportation's March 1, 1974 
additions and corrections supplement so that only that 
portion of the line in Zone 162 from Alma to Green­
ville, including the Remus and Lakeview branches, is 
considered potentially excess. Table 19 contains a traffic 
profile of the line. A representative of the Breckenridge­
Wheeler Coop., one of the largest co-ops in the state 
with storage capacity of three billion bushels, spoke of 
the actions taken by the co-op to improve rail service. 
In the past three years $35,000 has been spent for 
sidings and to purchase a switch engine. Fifteen jumbo 
hoppers have been leased and negotiations are under 
way with the C&O/ 8&O for installation, at a cost to the 
co-op of $50,000, of a siding to allow loading of 100 
car unit trains. 

10 Paul Treska stated that the ICC ruled in June 1973 in Docket 
No. AB-18 (Sub No. I) that the branch from Edmore to 
Remus must be continued in operation for a year and that the 
ICC allowed abandonment of the Edmore to Lakeview branch 
in Finance Docket No. 26885. 
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Table 138: Traffic Profile: Saginaw to Elmdale 

Estimated carloads 
Rail user Commodity 1972 1973 Projtcttd 
Cbief Wabasis 
Alma Iron & Metal Co. Scrap 

processor 
Quality Door Lumber Lumber 

Co. 
Breckenridge-Wheeler Grain 

Coop. 
Michigan Chemical 

Corp. 
Belding Truss Works Lumber 
Cedar Lake Mill Furniture 
Dakota Bake "'N'" Serve Flour 
Hitachi Magnetics 

Corp. 
Indiana Summer, Inc. 
Extruded Metals 

Bricker Lumber Co. 
Stahlin Brothers Fibre 

Works, Inc. 
Lu Van, Inc. 
Edmore Grain and 

Lumber Co. 

Core sand 

Aluminum 
ingots 

Lumber 
Plastic fiber 

Furniture 
Grain, lumber 

S1eel bars 
Potatoes 

Fertilizer 

150 
202 

4651 

84 
42 

Hitachi Corp. 
Brasington Farms 
Crooks Farm Power 
Bird Fertilizer 
General Bag 
Grasham Metals Co. 

Michigan Bean Co. 

Nonferrous metals, 
steel, scrap iron 

Grain, beans 
J. P. Burroughs and 

Son, lnc. 
(Elwell and Six 
Lakes) 

Tackle Metals of 
America 

Agrico Chemical Co. 
Total Leonard, Inc. 

Lobdell-Emery s 
Alma Plastics Co.s 
Crippen Manufactur• 

ing Co.s 
Cedar Ul~cs Stone Co. 
Gibson Products Corp. 

Grain, beans 2 

Fertilizer 
Pipe, petroleum 

products 
Au10 parts 
Plastics 
Seed cleaning 

equipment 

1 Covers fiscal year June-July. 

155 
201 

7471 

2,500 

20 
47-50 

121 
58 

83-93 

48-72 
12 
12 

259 

528 
1,500 

120 

12 

170 

360 
150-200 

2 

3 

500-600 

2 J. P. Burroughs and Son generated 6.8 a nd 12.0 million pounds 
of freight in 1972 and 1973, respectively, at its Elwell plant. The 
firm staled that, had rail cars been available in 1973, it would 
have shipped 19 million pounds of freight. Due to a recent plant 
investment of $100,000, Burroughs expects to ship 26 million 
pounds of beans and grains in 1974. 

s The carload figures of these three firms, all located in Alma, 
were supplied by the Alma Chamber of Commerce. However, 
lbe Chamber did not specify whether these companies 11Sed the 
C&O/B&O, the AA or both. 

The major potential impacts which would result from 
the proposed abandonment, according to the evidence 



submitted to the RSPO, are : increased transportation 
costs and unemployment. 

Traffic data from businesses served by the C&O/ B&O 
line which submitted data to the RSPO are listed in 
Table 138. 

Breckenridge-Wheeler Cooperative, Ir.c. reported that 
its primary market is the New England area. According 
to the Michigan Agricultural Commission, 70 percent of 
Michigan's corn crop is shipped by rail to the New 
England states. Due to the distance involved it would 
be economicaUy impossible to move tremendous amounts 
of grain into this area if rail service were not available. 

Alma is located in Gratiot County which is primarily 
an agricultural county with some manufacturing activity. 
Fifty million dollars worth of agricultural products was 
produced in Gratiot County in 1973. Of the 6,700,000 
bushels of corn shipped from the county in 1973, 90 
percent moved via rail. Had the corn moved entirely by 
motor carrier, transportation costs would have been in­
creased by J 5 cents per bushel. In 1973, Gratiot County, 
the third largest bean growing county in Michigan, pro­
duced 90 million pounds of beans, of which 75 per­
cent moved via rail. Had this freight moved entirely by 
motor carrier, transportation costs would have been in­
creased by 50 cents per 100 pound bag. According to 
the Alma Chamber of Commerce, over 5,000 rail cars 
travel through the Alma area yearly. 

The Dakota Bake "N" Serve Company estimated that 
if it were forced to receive its materials by truck, its 
transportation costs would increase by $20,000 an­
nually. The firm also indicated that, as a result of a 
recent expansion program, it expects to increase its 
production by 50 percent. The Hitachi Magnetics Cor­
poration estimated that its transportation cost would 
have been $60,000 higher had it been forced to move 
its freight via motor carrier. The Bird Fertilizer Com­
pany, which operates plants in Edmore and Greenville, 
reported that, if forced to rely exclusively on motor 
transportation, area farmers' freight costs for fertilizer 
would rise by $100,000 a year. The Lu Van Company, 
located at Belding, stated that lumber cannot be trans­
ported economically by motor carriers over substantial 
distances. 

If this line were abandoned Cedar Lake Mill expects 
to have lo terminate the employment of between 30 and 
40 employees. 

C&01 B&O was criticized for inadequate car supply, 
deteriorating service, dirty and "bad order" equipment, 
and careless car handling. Alma Iron & Metal Com­
pany stated that it has had difficulty in obtaining rail 
cars for several years. For example, during February 
1974, the compar.y received only one rai l car out of a 33 
rail car order. The shortage of gondola eq uipment is 
particularly difficult for Alma Iron and Metal because 
many steel mills and foundries will not accept truck 
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load shipments of scrap. The company also claimed that 
25 percent of the rail cars furnished are turned down by 
the local car inspector as being either too dirty to load 
or in bad order. 

Cedar Lake Stone Sales Company reported that it 
has been forced to cut back on its rail usage due to 
careless handling. 

Edmore Grain and Lumber Company claimed that 
it took three months to get all of the 24 rail cars it 
ordered on January 7, 1974. The firm predicted that it 
would be forced to cease operations if it lost rail serv­
ice completely. 

Remus Farm Ilureau Services, which uses the 16 
mile Edmore to Remus branch, generated between 65 
and 75 carloads in 1973. 

J. P. Burroughs and Son, Inc. reported that it would 
be adversely affected by the proposed Edmore to Lake­
view line abandonment. Burroughs generated 3 and 4.2 
million pounds of freight in 1972 and 1973, respectively. 
The firm stated that, had rail cars been available in 
1973, it would have shipped 7.4 million pounds. Bur­
roughs expects to ship 8.4 million pounds of beans and 
grain in 1974. Burroughs estimated that, if rail service 
were eliminated, 755 of its farm customers would be ad­
versely affected. 

ZONE 160 

Zone 160 is predominately an agriculturally oriented 
zone with some light to medium manufacturing activity 
around the city of Owosso. A representative of Michigan 
Brick Co., at Owosso, the only brick manufacturer in 
Michigan, testified that it ships 250 carloads on the line 
of the GTW from Durand to Owosso. This line was not 
marked potentially excess by DOT. Klein Fertilizer 
Co. stated that it received approximately 120 car­
loads at its Fowlerville plant on the main line of the 
C&O/B&O between Detroit and Lansing. 

Potentially Excess Lines 

The following rail lines were designated potentially 
excess in Zone 160 : 

( I ) The GTW line between Owosso and Grand 
Haven (Zone 163) . 

(2) The PC line from Henderson through Owosso 
to Laingsburg ( see discussion in Zone I 65). 

(3) The GTW line from Durand north (see dis­
cussion in Zone 158) . 

( 4) Portions of the AA line between Carland, 
Owosso, Lakeland, and Hamburg (see discus­
sion in Zone 165). 

(5) The GTW line from Gregory through Lake­
land to the zone boundary (see discussion in 
Zone 155). 
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GTW: Owosso to Grand Haven 

The Owosso to Grand Haven line is operated by the 
GTW and serves the communities of Owosso and Olin 
Siding in Zone 160; Ovid, St. Johns and Fowler in Zone 
J 61; Pewamo and Ionia in Zone 162; and Ada, Grand 
Rapids, Marne, Coopersville, Nunica, Ferryburg and 
Grand Haven in Zone 163. 

The major potential impacts which would result from 
the proposed aba ndonment, according to the evidence 
submitted to the RSPO, were: agricultural, industrial 
and retail business curtailments, relocations or shut­
downs; unemployment; environmental degradation; in­
creased plant alteration costs; the loss of competitive 
posit ions; increased transportation costs; loss of capital 
investments; delays in transit times; increased energy 
consumption ; and income and tax revenue losses. Traffic 
data from businesses served by the GTW line is con­
tained in Table 139. 

Revenues to the GTW from the traffic of Olin Cor­
poration at Olin Siding amount to half a million dollars 
annually. Olin cited the DOT Report for "ridiculous 
planning" in indicating continued rail service to Owosso 
but not to Olin Siding only 3 miles distant. Alternate 
transportation for Olin's bulk tonnage is not available 
except at very high cost. For example, if cars were halted 
at Owosso and products drayed the remaining distance, 
the cost would be approximately $ I 00,000. There is no 
practical alternative for moving wax coating which Olin 
ships in tank cars. Without viable rail service, Olin 
would have to consider relocating its facility which em­
ploys 125 people. 

Randy L. Humphrey, representing the city of St. 
Johns, testified that if rail service were eliminated, many 

Table 139: Traffic Profile: Owosso to Grand Haven 

Estimated carloads 
Rail user Commodity 1972 1973 Projected 
Wickes Co. Lumber 

(Grand Rapids) 
(St. Johns) 

Bergoma Brothers, Inc. Lumber, 

furniture 
Amway Corp. Soda ash, 

74 
52 

186 166 

manufactured 
goods 295 394 

King Doyle Co. Flour, wheat 505 452 
Michigan Brick Co. Bricks 250 
Vaughn's Seed Co. Vegetable seed 28 
Ovid Farmer's Elevator Grain, coal, 

fertilizer 15 38 
Ovid Roller Mills, Inc. Grain, coal, 

fertilizer 122 
St.Johns Furniture Furni ture 57 
St . Johns Waste Scrap iron 96 

Material Co. 
St. Johns Cooperative Grain, fertilizer 96 1 

Federal Mobile Corp. Machinery 110 

1,101 
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Rail user Eslimated carloads 
Commodity 1972 

Moriarty Farm Build- Fert ilizer, farm 
ing Const ruction equipment 
Firm 

Zeebs Fertilizer Fertilizer 
Smith Douglas Co. Anhydrous ammonia 
Borden, Inc. Fertilizer 
Farmers Cooperative Grain 
Lee L. Woodard & 

Sons 
Olinkraft Corp. Paper, wax, 

starch 
Matthews Elevator Grain 
Patterson & Sons Farm Farm equipment 

Equipment Co. 
Clinton Tractor Sales Farm equipment 
S&H Farms Farm equipment 
Peerless Cement Co. Cement 1,043 
Werner Lehara, In: 
Meijer, Inc. 

Klein Fertilizer Co. 
Bl ink Lumber Co. 
Coopersville Coopera-

tive Elevator 
Heath Manufacturing 

Co. 
J ER Manufacturing 

Borkholder Building 
Co. 

White Lumber Co. 
Forsyth Manufacturing 

Co. 
Standall Lumber Co. 
Brown Brothers 
Johnson Brothers, Inc. 
Rapistan, Inc. 
Clarksville Elevator, 

Inc. 
Bergy Bros., Inc. 

Central Michigan 
Lumber 

Agrico Chemical Co. 
(St. John's) 
(Owosso) 

Zebcrt Fertilizer 
Bird Fertilizer Co. 
Darvan Equipment 

Sales 
Vroman's Mobile Feed 

Service 

Ovens 
Food, general 

merchandise 
Fertilizer 
Lumber 
Grain 8 

Lumber 

Lumber, wood 
products 

Lumber 

Lumber 

Lumber 
Grain 
Steel plate 
Crates, wheels 10 
Grain 

Feed, soybean 
meal 

Fertilizer 

Fertilizer 
Farm machinery 

Dairy feeds 

General Tire Auto/ rail car parts 
W. C. Page Co. 
Lower Brothers 
Ionia State Hospital 

Coal 
Farm implements 
Coal 

l Figure is for GTW and PC. 

2 

1973 

52 

48 
5 
9 

16 

5 

3,1531 
50 

195 
15 

2 

6 

195 

12-13 

6 
1163 

77 

100 

85-87 
JI 
7 

20 

47 
2 
2 

56 

Projected 

85-87 

1,032-
1,056 

5,3171 

43 

12-15 
32-34 

156 8 

81 

8 
23 4 

7 

20 

106 

2 Heath Manufacturing Company generated 1,503 and 1,852 tons 
of lumber in 1972 and 1973, respectively. 

3 Cars used at its Clarksville (Zone 149) and Lowell plants. 
1 Figure is for bo1h GTW and PC. 



of the local fertilizer, grain, lumber and manufacturing 
firms would close. The loss of rail service would ad­
versely affect the 640 commercial farms located in 
Clinton County. Mr. H umphrey anticipates increased 
rail usage because an ind ustrial park is being developed 
within St. Johns and St. Johns Cooperative is construct­
ing a new $350,000 facility. 

The St. Johns Cooperative operates a fertilizer blend­
ing plant and claims it would be impractical to truck 
in phosphate from Florida and potash from Saskatche­
wan. With more land going back into production, fer­
tilizer sales will increase . Trucking grain and feed from 
Chicago would increase the cost by about $ I I per ton. 
The co-op shipped out 40 jumbo hopper cars in 1973 
and could have used 40 more if they had been avail­
able. 

Testimony of Loren Dunham, Executive \ ice-Presi­
dent of the Ionia Area Chamber of Commerce, indi­
cated that the city of Tonia is experiencing economic 
growth. Within the past few )ears the following com­
mercial enterprises have been built: a 100,000 square 
foot shopping plan; a 36-unit apartment complex; a 
73,000 square foot shopping center; and a 3,000 acre 
state park. The cit) has plans to annex 180 acres of 
land to be used as an industrial park. The elimination of 
rail service will result m the loss of between 500 and 
I ,000 jobs. Unemployment in Jul y was 9 . 1 percent and 
the U.S. Department of Labor designated the area as 
one of persistent unemployment. 

Amway Corporation has a 1.2 million square foot 
plant in Ada, which produces 90 percent of the com­
pany's home and personal care product~ sold by over 
150,000 independent distributors. Amway employs l ,450 
people. Amway is heavily committed to rail service. It 
chose this site for its accessibility to first class rail serv­
ice and has made capital expenditures in excess of 
$500,000 to accommodate rail cars. Amway has four 
distribution centers with three more to open m l 974. 
All have rail service. If Amway lost rail service the 
first year of operations would cost it an additional 
$1,301,653. Amway would also have to find alternative 
supply sources of raw materials which can only be 
moved practically by rail. For example, soda ash from 
Wyoming comes in 200,000 pound hopper cars. The 
energ) consumption and environmental problems that 
would be created by a possible shift to motor transporta­
tion also concern Amway. 

In Grand Rapid,. Bergoma Brothers, Inc. reported 
that its transportation cost would increase substantially 
if rail service were terminated. For example, Bcrgoma 
stated that the cost of shipping one of rts cabinets to 
Greer, South Carolrna by rail rs $3.20 as compared to 
$8.30 via motor carrier 

Werner Lehara. Inc., of Grand Rapids, opposed 
abandonment because of the physical characteristics of 
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its freight shipments. Werner Lehara produces baking 
ovens whicn it distributes both nationally and inter­
nationally. In 1973, Werner Lehara exported ovens, in 
containers, tu Colombia, Japan, Mexico, West Germany 
and Venezuela. Ovens produced by Werner Lehara 
range in weight from 8.000 to I 0,000 pounds and aver­
age I 04 feet in length. The firm reported that the re­
cent trend i~ toward larger ovens. 

\.-1eijer Inc. services its 26 retail stores from a ware­
house just west of the Grand Rapids city limits. The 
facility covers 900,000 square feet, employs 500 people 
and was burlt to receive carload traffic. Lack of rail 
service would impair MciJer's competitive position vis-a­
vis the national chain stores. 

Rapistan, Inc. maintains four manufacturing plants 
in Grand Rapids that arc served by the GTW. IL is con­
cerned that service over 70 percent or 7 of the l 0 rail 
Imes &erving Grand Rapids would be terminated by the 
DOT Report Rapist,m's inbound traffic consists of wire 
bound crates. gravity conveyor wheels and semi-finished 
lumber. Outbound shipments consist of material han­
dling equipment In 1972 Rapisian used IO carloads 
and 27 piggyback trailers and rn 1973 it had 6 car­
loads and 29 piggyback trailers. Ninety-five percent of 
Rapistan·~ traflic moves b} motor common carrier but 
because of recent labor protests in the trucking industry 
Rapistan believes there is a need for service by more 
than one mode. 

If the line were abandoned. White Lumber Company, 
located at Marne, would be forced to relocate in order 
to remain competitive. 

Heath Manufacturing Company, located at Coopers­
ville, estimates that its transportation cost would in­
crease b) $35.000 a year if it were forced by a rail 
abandonment to truck its lumber shipments from the 
team tracks at Grand Rapids Heath Manufacturing also 
expressed concern over the impact rail abandonments 
would have on the nation's energy supply. 

1 he Coopers, ille Cooperative Elevator Company 
stated that abandonment of the line ,vould result in the 
loss of tts markets m \ilaine because of the prohibitive 
cost<. of shtpprng grain long distances by motor trans­
portation. 

The Borkholder Building Company, at Nunica, esti­
mated that its transportation costs would rise between 
$10 and $30 per thousand board feet of lumber if it 
were forced to ,witch to motor .:arriage because of rail 
abandonment. Borkholder believes that the loss of this 
line would cause tt to lose its competitive position and 
would reduce rts profits. 

In presenting its need for continued ra il service 
John,ton Brothers Corporation, which is located in 
Ferrysburg, stated that the physical characteristics o[ 
its inbound steel shipments are such as to preclude 
handling by motor carriers. Johnston Bros. reported that 



its steel shipment5 vary from 97" to I 80" in width and 
from J 71" and 324" in length and weigh approximately 
60 tons. 

The Clinton County Farm Bureau, in commenting 
upon the GTW's insufficient equipment, testified that the 
Ovid Roller Mills Corporation and the Ovid Fanner's 
Elevator were compelled to ship 1,000 tons of corn, and 
38 loads of grain via motor transportation because of 
their inability to obtain rail cars. The Clinton County 
Farm Bureau also stated that for-hire trucks were not 
in plentiful supply in this area. The Bureau noted that 
the physical condition of State Route 21, which goes 
through Ovid, St. Johns, Ionia, and Ada, precludes a 
substantial increase in truck traffic. A representative 
from the City of St. Johns reported that shippers in the 
area would have generated more carloads of freight had 
rail cars been available during the planting and harvest 
seasons. The JER Manufacturing Company, which uses 
the team track in Coopersville, stated that it has been 
experiencing delivery delays of from 3 to 6 weeks. 

Klein Fertilizer Co., Michigan·s largest producer of 
dry mix fertilizers, has one of its four plants at Mame. 
Nearly all of its inbound traffic is by rail because of the 
distances involved. lts phosphate comes from Florida; 
its potash from either Saskatchewan, Canada or New 
Mexico; and its ammonium sulfate from Pennsylvania, 
West Virginia and Ohio. Trucking over these distances 
would be impractical. If rail service were lost, the higher 
cost of accomplishing delivery of these raw materials 
would be passed on to the farmer causing food prices 
to increase. 

Clarksville Elevator, Inc. receives service at Lowell 
from C&O/B&O and GTW. The company was forced to 
ship 25,000 bushels of grain by truck when it could not 
obtain cars from the C&O/B&O. This cost more in terms 
of freight and a lower price received of about 20 cents 
a bushel or $5,000 for truck shipments . It pointed out 
that it would take 388 22-ton truck loads to move 
305,000 bushels of grain as compared to only 87 jumbo 
hopper cars. Clarksville Elevator believes there would 
be adequate incentive for the railroads to improve their 
service to attract more business and become profitable 
if ICC regulations were revised to allow better freight 
car utilization, lower taxes for right-of-way ownership 
and relief of featherbedding practices by labor. 

ZONE 161 

Although Zone I 61 is heavily dependent economically 
on both agriculture and manufacturing, the bulk of the 
statements submitted to the RSPO originated from agri­
cultural interests located near Lansing. One reason for 
this could be that only six of the approximately twenty­
three grain elevators within the area surrounding Lansing 
would continue to receive rail service if the DOT's pro-
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posals were implemented. A representative of the Tri­
County Regional Plannmg Commission (Clinton, Eaton 
and Ingham) expressed concern for the economic effect 
on the region. He noted that several firms which have 
considered locating in the area have listed rail service 
as a prerequisite. DOT would ehmmatc PC at Lansing 
but retain the GTW and the Chessie system, however, 
the Lansing Metropolitan Development Authority pointed 
out that the bulk of the traffic originates on PC. 

Not all of the evidence received by the RSPO was 
directed toward rail lines labeled potentially excess by 
the DOT in Zone 161. The Smith-Tanner Feed Com­
pany, for instance, expressed its opposition to the possi­
ble elimination of local rail service at Webberville, 
located along the C&O/B&O Detroit-Chicago main line. 
In 1973, Smith-Tanner generated 149 carloads of freight 
for the C&O B&O. The firm stated that, had rail cars 
been available in 1973, it would have shipped an addi­
tional 36 carloads. Smith-Tanner predicted that if the 
line were abandoned, it would be forced to close out its 
coal busmess entire!}. Smith-Tanner e~timates that ship­
ping grain via motor transportation would increase its 
costs b} 12 cents per bushel. 

Potentially Excess Lines 

The following four sections of rail Imes located within 
Zone 161 were designated potentially excess by the De­
partment of Transportation: 

(I) The C&O 8&0 lme from Ionia (Zone 162) 
to Grand Ledge. 

(2) The GTW line from Ovid 10 Fowler (see dis­
cussion in Zone 160). 

( 3) The PC line from Vermontville to Onondaga 
( sec discussion in Zone 165) 

( 4) The PC line from Bath through Lansing to 
Leslie (see discussion in Zone 165). 

C&0/8&0: Ionia to Grand Ledge (Ionia 
Subdivision) 

The 26 mile Ionia to Grand Ledge branch is operated 
by the C&O B&O 111d serves Ionia, Lyons, and Port­
land in Zone 162. and Eagle and Grand Ledge in Zone 
161. 

Several representatives from Ionia testified as to the 
importance of this line and the GT\\ line from Owosso 
to Grand Haven (sec discussion in Zone 160). Among 
the rail users identified were the General Tire R ubber 
and Plastics Co., the State of Michigan and local grain 
elevators and grain dealers. 

Traffic data lrom businesses served by the C&O/ B&O 
line is contained 111 Table 140. 

Portland Mayor Fred Rowe, the City Council of Port­
land, and the Portland Chamber of Commerce opposed 
abandonment of the line. Mayor Rowe estimated that 



Portland could lose 10 percent of its tax base if the 
line were abandoned; the city council expressed alarm 
over possible job losses and adverse impacts on local 
firms. The present unemployment rate in Tonia County 
is 9.1 percent. The Portland Chamber of Commerce 
challenged the Secretary's figures and the statement on 
page 77 of the DOT Report that this line bas no viable 
local traffic and stated that the 2,307 carloads generated 
along this line in 1973 satisfy the proposed DOT viabil­
ity criteria. Projected car usage for 1974 is 2,618 (see 
Table 140). 

Table 140: Traffic Profile: Ionia to Grand Ledge 
(Ionia Subdivision) 

Estimated carloads 
Rail user Commodity 1972 1973 Pro1ected 

Westphalia Lumber Lumber 41 41 
&Supply 

Central Soya Grain 709 729 
Agrico Chemical Co. Fertilizer 45 142 
Barley-Earhart Plastics 16 16 
Portland Coop. Feed,coaland 

grain merchandise 106 117 
Builders Lumber & Lumber 50 50 

Supply 
Lower Brothers Farm implements 2 4 
W. C. Page Coal 12 12 
General Tire Au10 rail car parts, 

plastics 349 700 
American Anodco Auto part prep. 881 774 
Bird Fertilizer Fertilizer 14 14 
Wright Way Lumber Lumber 57 69 
Sentinel S1andard Newspaper 3 4 
Harder & Sons Farm equipment 4 8 
Swift Farm Service Fertilizer 20 30 
American Iron Co. Metal 881 880 
Westmac, Inc. Grain 83 73 

When the Central Soya Company was forced to move 
the equivalent of 28 carloads via truck, its cost increased 
approximately $6.00 per ton . The Barley-Earhart Com­
pany estimated that its yearly transportation cost using 
trucks would rise by $1,034 on its Duramie material 
shipments, $1,232 on its roofing felt shipments and $936 
on its jute felt shipments. Barley-Earhart noted that a 
vinyl resin shortage had reduced its use of rail cars by 
25 to 35 percent. 

ZONE 162 

Zone 162, which contains 14 counties ( Arenac, Clare, 
Gladwin, Gratiot, Ionia, Isabella, Lake, Mason, Mes­
costa, Midland , Montcalm, Newaygo, Oceana and Os­
ceola) and a land mass of 7,975 square miles, is the 
third largest DOT designated zone in Michigan. The 
area is predominantly agricultu rally oriented with some 
light to medium manufacturing. 

Tom Reed, agricultural extension agent for the 2,800 
farmers in Gratiot County, gave some indication of what 
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it would cost the local farmer if he lost rail service. For 
example, 90 percent of the county's corn production or 
6.75 million bushels is shipped out each year by rail. 
Assuming it would be possible to get enough trucks, 
shipping by truck would cost an additional 15 cents per 
bushel or an average cost per farm family of $845. 
Seventy-five percent of the navy bean production or 
well over 90 million pounds moves out by rail. It would 
cost an additional 50 cents per hundred pounds of beans 
or $375 per farm family. Thus, a farm family in Gratiot 
County that produces corn and beans could have an 
additional cost of production of over $1,200 per year 
plus higher costs for such necessities as fertilizer, feed, 
lumber, farm tractors, and implements. 

Not all of the evidence received by the RSPO was 
directed toward rail lines labeled potentially excess by 
the DOT in Zone 162. The Baldwin Lumber Company 
and Westmac Inc. are concerned that Baldwin, although 
located on a rail line not listed as potentially excess, is 
not a point recommended for local rail service. 

Baldwin Lumber Company is located on that portion 
of the C&O/ B&O main line that runs between Ludington 
and Saginaw. In 1973, Baldwin received 17 carloads of 
freight, 13 of which were shipments of coal from Ken­
tucky. Baldwin pointed out that it is the only coal 
dealer in Lake County. The firm asserted that in 1973 
a packing material company also located in Baldwin 
received 20 carloads of lumber over the C&O/ B&O line. 
Baldwin Lumber stated that loss of rail service to both 
itself and the packing material company would result in 
job losses for 40 people. 

Michigan Consolidated Gas Co., which is located east 
of Baldwin at Farwell on the C&O/ B&O, reported that 
it has 594 carloads of 36 inch steel pipe on order for 
delivery via rail during 1975. 

Westmac, Inc. is situated in Baldwin on that portion 
of the C&O B&O main line that runs between Ludington 
and Grand Rapids. Westmac, which also operates a grain 
elevator at Newaygo, stated that it has the only facilities 
on the western side of Michigan capable of handling 
large volumes of grain. Westmac claimed that during the 
peak harvest season it handles upwards of 35,000 bush­
els of grain per day. Westmac criticized the C&O/ B&O 
for its inadequate supply of cars, claiming that it was 
forced to shut down temporarily in December, I 973 be­
cause of a rail car shortage. The company stated that it 
has had to order rail cars as early as May in order to 
insure that its grain shipments will move between Octo­
ber and December. 

Stahlin Brothers Fiber Works manufactures plastics 
at Belding on the C&O/ B&O. It has been in business for 
about 75 years and receives about 200 cars of fiberglas 
inbound . It could use twice as many cars if they were 
avai lable. Abandonment of this line would cause it 
serious economic problems. Lu Yan, Inc. is another in-



dustry located on _ the C&O/B&O line at Belding. In 
1973, Lu Van, which employed 144, received approxi­
mately 200 carloads of lumber and cardboard and 
shipped about 51 carloads of furniture. During 1974 
Lu Van expects to receive 300 carloads and original; 
60 carloads. 

Clarksville Elevator, Inc., is on the C&0/8&0 line 
between Grand Rapids and Lansing. It is concerned that 
local switching be retained on this line. 

Paul Treska of the United Transportation Union re­
ported that the Detroit and Mackinac Railway Com­
pany's rail spur running from Omer has been abandoned. 

Potentially Excess Lines 

The following eight sections of rail line located within 
Zone l 62 were designated potentially excess by the DOT 
Report: 

( 1) The C&0/ 8&0 line from Hart through Mus­
kegon (Zone 164), Holland (Zone I 63), and 
Benton Harbor (Zone 149) to Chicago (Zone 
131). 

(2) The C&O/ B&O line from Coleman to Mt. 
Pleasant. 

(3) The GTW line from Ashley to Greenville. 
( 4) The C&O/ B&O line from Alma to Greenville 

including branches to Remus and Lakeview 
(see discussion in Zone 159). 

(5) The PC line from Tustin to Pierson (see dis­
cussion in Zone I 65). 

(6) The AA line from Marion to Ashley (see 
discussion in Zone 165). 

(7) The GTW line from Saranac through Ionia to 
Pewamo (sec discussion in Zone 160). 

(8) The C&0/ 8&0 line from Ionia to Portland 
( Ionia Subdivision) ( see discussion in Zone 
161). 

C&O/B&O : Hart to Chicago 

The Hart to Chicago line, which is operated by the 
C&O/ B&O, traverses Hart and Mears in Zone 162; 
Montague and Muskegon in Zone 164; Grand Haven 
and Holland in Zone 163; Bangor, Hartford and Benton 
Harbor in Zone 149; and Indiana Zones 128 and 130 to 
Chicago in Zone 131. Although only that portion of the 
line between Hart and Montague (Zone 164) was de­
clared potentially excess by the DOT, testimony was also 
received from individuals concerned with stations located 
on that part of the line not labeled potentially excess. 
Table 14 l contains a traffic profile of the line. 

Mayor James McCarty of Bangor (Zone 149) re­
ported that in 1973 that ci ty generated 209 carloads of 
freight for the C&O/B&O. He is concerned that loss of 
rail service would cause firms to relocate. Mayor Mc­
Carty stated that Bangor does not have any Class A 
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hi~ways which therefore precludes the use of trucks 
durmg ~uch of the year. The Duffy-Mott Co., which is 
located m Hartford (Zone 149), is a major producer of 
foodS!uffs _and is concerned because of the potential 
trans_portat1on cost increase it faces if rail service is 
terminated . 

Table 141: Traffic Profile: Hart to Chicago 

Rail user 

Cheever Co. 

Forestry Associates, 
Inc. 
( Mears) 
(Hart) 

Vroom Cold Storage 

Gerber, Inc. 
Lappo Lumber Co. 
Duffy-Mott Co. 
Stokely Van Camp, 

Inc. 
New Era Canning Co. 
Oceana Canning Co. 
Food Industries of 

America 
Chase Orchards 
Johnston Brothers, Inc. 

Jen o's. Inc. 

Estimated carloads 
Commodity 1972 1973 Projected 
Coal, coke, 

fertilizer 43 

Cross tics 52 104 
Christmas trees 20-30 
Fruits, 

vegetables 129 193 
Baby foods 29 
Lumber 507 480 
Foodstuffs 573 615 
Foodstuffs 

Foodstuffs 
Foodstuffs 
Foodstuffs 

Foodstuffs 
Boilers. steam 

generating units 
520-780 

The need for continued rail service in Hart was ex­
pressed by Vroom Cold Storage, one of the largest cold 
storage and freezing plants in Michigan. Oceana County, 
which encompasses the city of Hart, is Michigan's lead­
ing asparagus and cherry producing county. Annually 
these two commodities account for over $5 miJlion in 
farm sales. Gerber, Inc. was also anxious that rail serv­
ice be maintained over this particular line since it stores 
between 6 and 8 million pounds of fruits and vegetables 
at the Vroom Cold Storage plant. Because of the eco­
nomic benefits of rail transportation, Vroom has in­
creased its rail use subtantially since 1968 (from 30 
carloads of freight in 1968 to 193 carloads in 1973). 
Rail usage at Harl is expected to increase with the addi­
tion of two new businesses-Jeno's, Inc. and Silver 
Mills Frozen Foods, Ir.c. County Extension Agricultural 
Agent Edgar L. Strong stated that rail shipments from 
six processing companies in the Hart area could increase 
by 25 percent if more cars were available. 

The Forestry Associates Corporation operates a plant 
al Mears that produces cross ties. Because of its product 
it believes that the benefits to be gained from abandon­
ing this line have to be measured against the continued 
operation of the nation's railroads. The firm also ships 
Christmas trees, via rail, from Hart to Florida and Texas 
markets. Forestry Associates stated that the transcoo-



tinental hauling of Christmas trees by motor truck is not 
economically feasible. 

C&O/B&O: Coleman to Mount Pleasant 

The 15 mile Coleman to Mount Pleasant branch line 
is operated by the C&O/ B&O and serves Coleman, Del­
win and Mount Pleasant. 

Atlas Supply Company, which generated 78 carloads 
of freight in I 973, is a distributor of drilling muds and 
chemicals which are sent to gas and oil drilling rigs 
located throughout Michigan. Abandonment of the line, 
according to Atlas, would force the company to close. 

Mr. Sidney Smith, representing the Mount Pleasant 
Area Chamber of Commerce, reported that although the 
City of Mount Pleasant is known as the "oil capital" of 
Michigan, the area is still primarily agriculturally ori­
ented. Mr. Smith criticized the C&O/ B&O for its inade­
quate car supply, claiming that businesses in the area 
have had to wait upwards of four months to receive cars. 

GTW: Ashley to Greenville 

The 32 mile Ashley to Greenville branch is operated 
by the GTW and serves Ashley, Pompei, Perrington, 
Middleton, Carson City, Butternut, 11 Sheridan and 
Greenville. The line intersects at Ashley with the GTW 
main line between Detroit (Zone 155) and Grand Haven 
(Zone 163). Only that portion of the line between Ash­
ley and Carson City was declared potentially excess by 
the DOT. 

Rail users located on this line who offered informa­
tion to the RSPO were: Middleton's Farmer's Elevator, 
which generated 80 and I 09 carloads of freight in fiscal 
years 1972 and 1973, respectively; the Fulton Feed 
Company, which generated 12 carloads of lumber in 
1973; Mathisen's Tree Farms, which generated 34 car­
loads of trees in 1973; and the Klein Fertilizer Co. which 
receives approximately 70 carloads each year. Middle­
ton's Farmer's Elevator generated 97 carloads of freight 
between July I , 1973 and February 28, 1974; the aver­
age length of haul was 775 miles. Mathisen's Tree Farms 
expects to double its rail use within JO years. It ex­
pressed concern over the impact that rail abandonments 
would have on the nation 's energy supply. 

Kellogg Elevator Company has facilities at Carson 
City and Butternut, a point three miles west. The com­
pany, which used 3 7 cars in 1972, 50 cars in 1973 and 
135 cars in the first two months of 1974, anticipates re­
duced business capacity, increased transportation costs, 
employee layoffs and possible closure if it loses rail 
service. 

l1 At least two witnesses charged that the DOT figure for car­
loadings at Butternut is wrong. Paul Treska stated that the 
correct figure should be from three to five while James Wolling­
ton put it at five. 

180 

ZONE 163 

Economic activity in Zone 163 is primarily centered 
around the densely populated and highly industrialized 
city of Grand Rapids. According to the DOT Report, 
only Detroit generated more carloads than Grand Rapids 
in 1972. 

A number of businesses located in Grand Rapids sub­
mitted statements but, unfortunately, did not specify 
what railroad lines were being utilized to move their 
carloads from or to Grand Rapids. Some of these rail 
users included: T . W. Lager Co., which generated 471 
carloads of lumber in 1973: Rapistan, Inc.; Gordon 
Foods, Inc., which generated 560 carloads of freight in 
1973; Display Pack Corporation, which generated one 
and twelve carloads of freight in 1972 and J 973, re­
spectively; and General Motors Corporation. 

Champion lnternational's U.S. Plywood Division oper­
ates a distribution warehouse within the Grand Rapids 
switching district, on the PC line from Grand Rapids 
through Jackson (Zone I 52) to Alvord ton, Ohio (Zone 
114). The facility received 228 carloads in 1973, 80 
percent of which originated in California, Montana, 
Oregon, and Washington. Champion expressed shock 
that the DOT would recommend discontinuance of serv­
ice at points within a local switching district. 

Potentially Excess Lines 

The DOT Report designated the following lines in 
Zone 163 potentially excess: 

( 1) The GTW line between Grand Haven and 
Lowell (see discussion in Zone 160). 

(2) The PC line between Grand Rapids and Mus­
kegon . 

(3) The single PC line from Sand Lake to Grand 
Rapids and the PC lines extending out of 
Grand Rapids to the south (see discussion in 
Zone 165). 

PC: Grand Rapids to Muskegon 

The 38 mile Grand Rapids to Muskegon line is oper­
ated by the PC and serves Grand Rapids, Walker, Conk­
lin, Shaw and Muskegon. The GTW also operates over 
the PC track between Grand Rapids and Muskegon. 
The GTW provides both a car ferry service to Mil­
waukee, Wisconsin from Muskegon,12 and a piggyback 
operation to and from Muskegon. Table 142 contains a 
traffic profile of the line. . 

Both the Dykistra Elevator Company and the Bruns-

12 Both the ferry boat Clipper, which carried passengers and rail 
cars between Muskegon and Milwaukee during tbe summer, and 
the ferry boat High,..ay 16, which carried new automobiles across 
the lake, are not being used by the GTW due to the fact that 
extensive investments arc needed to bring these vessels up to 
acceptable operational standards. 



Table 142: Traffic Profile: Grand Rapids to Muskegon 

Estimated carloads 
Rail user Commodity 1972 1973 Projected 
Nugent Sand Corp., 

Inc. 
Dykistra Elevator Co. 
s. D. Warren, Division 

of Scott Paper 
Lakeway Chemicals 
Campbell 
Wyant & Cannon 
Westram 
Kaydron 
Howmet 
Sea.led Power 
Teledyne 
Muskegon Piston Ring 
Dresser 
Muskegon Paper Box 
Forestry Associates, 

Sand 
Feed, fertilii.er 49 

Paper products 

Inc. 2 

Brunswick Corporation Bowling equipment 8 

Rapistan, Inc. Crates, conveyor wheels 

1 Nugent Sand Corp. Inc. shipped 400,000 tons of sand by rail 
car in 1973. 
2 Forestry Associates, Inc. generated 60 TOFC units in 1973. 
s Brunswick Corporation generated a total of 2,433 TOFC units 
during 1972 and 1973. 

wick Corporation stressed their need for the line and 
criticized present rail service. The Dyldstra Company 
reported it is served only once a week by the PC, which 
causes serious delay problems in receiving inbound feed 
and fertilizer shipments. Dykistra reported that, if its 
rail shipments arrive in Grand Rapids on a Tuesday, 
they wiU not be delivered by the railroad until Saturday. 
Consequently, Dykistra has decreased its rail use. If 
service were increased to three times per week, Dykistra 
estimates that its rail usage would expand by 5 to 10 
percent. Brunswick Corporation reports that the PC 
track is in very poor condition. Recent track repairs have 
only increased the allowable speed from 4 to 8 mph. 
Even though service over this track is not of high quality, 
Brunswick insists that the discontinuance of the PC line 
would be detrimental to its operations. The only alter­
nate rail route left to the Brunswick Corporation would 
be the C&O/ B&O line via Holland, which it claims 
multiplies the distance shipments must travel, thereby 
resulting in significant cost and transit time increases. 
Furthermore, according to Brunswick, by eliminating 
the GTW service to Muskegon, the DOT also effectively 
would eliminate the GTW's car ferry service between 
Milwaukee and Muskegon. This would increase costs 
and transit times because rail freight shipments would 
have to move through Chicago. Opposition to the aban­
donment of the GTW car ferry service was expressed by 
Muskegon's Mayor Donald Johnson, who reported that 
the car ferry service is one of the most important ele--
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ments in Muskegon's overall economic development. 
The Industrial Expansion Commission in Muskegon 

testified that eleven firms presently using the PC line are 
planning industrial expansion. When these expansion 
programs are completed, the need for rail service will 
increase substantially. 

ZONE 164 

Zone 164 encompasses Muskegon County and the 
City of Muskegon. The DOT Report designated two rail 
line segments potentially excess in Zone 164. Both of 
these segments were treated earlier in this report (see 
the discussions in Zone 162 of the C&O/ B&O Hart to 
Chicago line and in Zone 163 of the PC's Grand Rapids 
to Muskegon line. 

The C&O/ 8&O line northeast from Berry to Fremont 
(Zone 162), though not deemed potentially excess, was 
the subject of concern for a number of individuals. Con­
gressman Guy Vanderjagt of the ninth district noted 
that the DOT placed the City of Fremont on the C&O/ 
B&O line from Baldwin to Grant (Zone 162), whereas 
it is located at the end of the Berry branch line, 14 miles 
southwest of White Cloud. Rail users located on this line 
include : Cook & Hager Feed Co., which generated 100 
carloads of feed and grain in 1973; Fremont Produce 
Co-op. which generated 63 carloads of feed and ferti­
lizer in 1973; Gerber Products Company, which gen­
erated 1,051 carloads of clothing, cosmetics and foods 
in 1973; Fremont Lumber Company; Speds Company; 
the City of Fremont and Westfield Sommers, Inc. Several 
witnesses pointed out that much of their traffic also 
moves over the PC line between Muskegon and Grand 
Rapids, which has been designated potentially excess. 
If that line is abandoned , they contend that traffic will 
have to be rerouted and service will deteriorate further. 

ZONE 165 

Zone I 65 is the largest zone in Michigan and covers 
the entire northern portion of the Lower Peninsula. The 
DOT Report declared approximately 90 percent of Zone 
l 65's trackage potentially excess. If the DOT's recom­
mendations were carried out, the 197.1 mile Detroit & 
Macldnac line running along Lake Huron between Che­
boygan and Bay City (Zone 158) would be the only line 
remaining in the zone. 

The primary commodities moving on lines in Zone 
165 are building materials, coal, coke, lumber and pro­
pane gas inbound and cherries, Christmas trees, furni­
ture, iron castings, miscellaneous wood products, and 
steel outbound. 

Potentially Excess Lines 

The DOT Report characterized the following nine sec­
tions of rail lines within Zone 165 potentially excess: 



(I) The PC line from Mackinaw City, via Bay 
City, to the state line at Alvordton, Ohio 
(Zone 114) (Mackinac Branch). 

(2) The PC line from Mackinaw City, to Grand 
Rapids from which two lines extend to the 
south, one to Fort Wayne, Indiana (Zone 
116) and another to the state line at Alvord­
ton, Ohio (Zone 114). 

(3) The BC line from Boyne Falls to Boyne City. 
( 4) The PC line from Walton Junction to Traverse 

City. 
(5) The C&LC line from Missaukee Junction to 

Lake City. 
(6) The AA line from Frankfort to Toledo, Ohio 

(Zone 113). 
(7) The C&O/B&O line from Bay View to Mani­

stee. 
(8) The C&O/ B&O line from Williamsburg to Elk 

Rapids. 
(9) The C&O/B&O line from Traverse City to 

Northport. 

PC: Mackinaw City to the State Line at Alvordton, 
Ohio (Zone 114) 

The Mackinaw City to Alvordton line is operated by 
the PC and serves the communities of Mackinaw City, 
Cheboygan, Vanderbilt, Gaylord, Grayling, Roscommon, 
St. Helens, and West Branch in Zone 165; Standish in 
Zone 162; Pinconning, Linwood, Kawkawline, Wenona, 
and Bay City in Zone 158; Zilwaukee, Saginaw, St. 
Charles, Cbessaning, and Oakley in Zone 159; Hender­
son, Owosso and Laingsburg in Zone 160; Bath, Lan­
sing, Holt, Mason, Eden, and Leslie in Zone 161; Rives 
Junction and Jackson in Zone 152; Cement City, Addi­
son Junction, Manitou Beach, Rollin , Hudson, Prattville, 
and Waldron in Zone 150; and Alvordton, Ohio in Zone 
114. 

The major potential impacts which would result from 
the abandonment of this line, according to the evidence 
submitted to the RSPO, are: increased transportation 
costs; industrial and retail business curtailments, reloca­
tion or shut downs; unemployment; and increased fuel 
consumption. 

Gaylord is the center of rail activity on the portion of 
the PC line between Mackinaw City in Zone 165 and 
Bay City in Zone 158 (see Table 143) . In the past two 
years a major oil find was made in the area. As of 
January I, 1974, 38 oil wells and 2 gas wells were in 
production and exploration is still in the beginning 
stages. Recreation and agriculture are also important 
economic activities in the area. Adequate transportation 
is especially important to Gaylord because it is located 
in a somewhat isolated corridor running up through the 
center of the state. 
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The principal generator of freight in Gaylord is the 
Champion International Corporation which employs 350 
persons. Champion has recently begun a $17 million 
plant expansion program for which it has outstanding 
equipment purchase orders totaling $4.6 million. 

Table 144 is a listing of those businesses on the line 
which submitted data to the RSPO. 

Table 143: Carload Statistics for Selected Cities In 
Zones 165 and 162 on the Penn Central 
Line between Mackinaw City and Alvord­
ton, Ohio-1972 ' 

Town 
Mackinaw City (Zone 165) 
Cheboygan (Zone 165) 
Indian River (Zone 165) 
Gaylord (Zone 165) 
Frederick (Zone 165) 
Grayling (Zone 165) 
West Branch (Zone 165) 
Standish (Zone 162) 

Carloads 

40 
323 

14 
1,681 

7 
64 

158 
16 

1 Source: E. V. Goodman, President and General Manager of 
the Detroit & Mackinac Railway Co. 

The Emerald Tree Company, noting the many dilli­
culties associated with transporting Christmas trees to 
market, suggested the installation of a piggyback opera­
tion in Gaylord. 

Gaylord has received a $734,000 grant from the Eco­
nomic Development Administration to aid in the de­
velopment of a 177 acre industrial park. Total cost of the 
project is $918,000. Ground breaking was set for May 
I, 1974. The park developers characterize their need for 
rail service as urgent. Loss of rail service would cause 
the park to receive a lower rating from the Michigan 
Department of Commerce on a list that is shown to per­
sons interested in industrial development. 

Because it is part of the Upper Great Lakes Region, 
Gaylord has received federal funds during the past year 
for construction of a storm sewer and hospital. Accord­
ing to Mr. Harold A. August, President of the Gaylord 
State Bank, this indicates that Congress believes this 
area needs special aid. The investment in trackage and 
right-of-way has been made; discontinuing service would 
impair the livelihood of hundreds but upgrading service 
could stimulate the area's market for tourism. 

Wendell Flynn, president of SEMCO, Inc., a plant at 
West Branch that manufactures shop hands and bench 
and warehouse racks, testified that SEMPCO is able to 
compete for government contracts because it has rail 
service. SEMPCO traffic alone does not justify PC serv­
ice, but Mr. Flynn believes that the northern part of the 
Lower Peninsula is developing and rail service is essen­
tial to this growth and will benefit from it. 



Table 144: Traffic Profile: Mackinaw City to 
Avordton, Ohio (Zone 114) 

Estimated carloads 
Rail user Commodity 1972 1973 Projected 
Zone 165 

Sno-Kist Tree Co. 

Michigan Consolidated 
Gas Co. 

Charmin Paper Co. 
Higgins Industry 
Champion Interna-

tional Corp. 

Emerald Tree Co. 

Gaylord Lumber and 
Fuel 

Dubois Lumber Co. 
Grayling Van's Build­

ing &Supply 
Kalkaska Pipeline 

Construction 
Mar-Jon Lumber 
Marquette Lumber 
Military Consile 
Trilex-Grayling Reel 
Welk Building 
Hodges Lumber 
Northshore Lumber 
Pennis Lumber 
Wicks Lumber and 

Building Supplies 
(Gaylord) 
f St. Helens) 

Consumers Power 
Lake Woods Forest 

Products, Inc. (Di­
vision of Scott 
Paper Co.) 

Roscommon Co. 
Wickes Corp. 
Sempco, Joe. 
Taylor Door 
Osceola Refining Co. 

Zone 158 

Consumers Power Co. 

Zone 159 

Hancor Plastics, Inc. 

Christmas 
trees 56 

Pipe 

12 
Flake board, 

glue, 
lumber 1,391 

Christmas 
trees 125 

Coal, pulpwood 

Lumber 
Lumber 
Lumber 
Lumber 

Lumber 
Poles 

Lumber, insulation 
Steel 
Lumber 
Gasoline additives 

Coal 

Polyethylene resin 
McDonald Cooperative Sugar, powdered 

Dai ry Co. whey 
Swartzmiller Lumber Lumber 

Co. 
Roycraf1 Coach Co. Lumber 
Michigan Bean Co. Beans, grain 
Chesaning Farmer's Fertilizer, grain, 

Co-op, Inc. lumber 
Sohigro Fertilizer Co. Fertilizer 
HEHR Mfg., Inc. 
Peet Packing Co. 

Agrico Chemical Co. 
Agrico Chemical Co. Fertilizer 

76 1 

88 

12 12 

J,683 5,324 

70 

55-70 
12 

JOO 

2 
119 125 

38 
398-648 

5 
20 
15-20 

128 
35 

6 25 

285 596 
35 

2 

84-96 135 

2 2 

238 35-50 

25 
20 

104 
20 

70 4 

30-40 

4 
23 5 
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Rail user 
Zone 160 

Simon lron & Steel 
Corp. 

Willard Cable 
Le Ray Steel Co. 
Grand Rapids Sash 

and Door 
Lansing Lumber Co. 
Russell Haindel Co. 
84 Lumber Co. 
Holt Lumber Co. 
Wickes Lumber & 

Building Supplies 
Mickelson-Baker 

Lumber Co. 
Wyeth Laboratories 
Americhem Corp. 
Mason Elevator 

lnco-Graphics 
Carrier Stevens 
Lansing Wholesale 

Grocers 
Agrico Chemical Co. 
Motor Wheel Corp. 
Schafer Bakeries, Joe. 

Zone /50 

General Foods Corp. 
Cousins Iron & Metal 

Companies 
Agrico Chemical Co. 

1 Originating carloads. 

Estimated carloads 
Commodity 1972 1973 Projected 

Steel, scrap iron 
Farm implements 
Steel 

Doors 
Lumber 

Lumber 
Lumber 
Lumber, build-

ing supplies 
Lumber, build-

ing supplies 
Baby food 
Petroleum products 
Agricultural products 

& supplies 

Fertilizer 
Automotive wheels 
Flour 

Scrap iron 
Fertilizer 

41 

20 

184 

22 
960 

15 

250 

35-40 so 

300 
6 

336 

40 
8 

2 Consumers Power Company received 6.4 million tons of coal 
in 1973 and anticipates receiving 6.9 million tons of coal in 1974. 
3 Hancor Plastics Corporation commenced operation in 1973. 
• Chesaning Farmer's Coop Inc. also received 4,300 tons of 
fertilizer in 1973. 
5 This figure is for the PC and GTW at Owosso. 
o Le Ray Steel Company reported that the milling company from 
which it buys its materials has stopped taking new orders until 
it can meet prior commitments. 

According to Grayling City Manager Jerry Morford 
there are seven major rail shippers in Grayling with 15 
additional industries expected to locate in the new Gray­
ling Industrial Park over the next five years. 

Residents of Roscommon testified that abandonment 
of the line is expected to eliminate 50 jobs and greatly 
hinder projected economic improvement programs. 

Mr. Goodman of the D&M submitted the following 
proposals and comments to the RSPO: 

(I) That portion of the Mackinaw Branch of the 
PC line running from the Gaylord area north 
to Cheboygan and from Mackinaw City south 
to Cheboygan could be provided service by 
the D&M pursuant to Titles Ill (Consolidated 
Rail Corporation) and IV (Local Rail Serv-



ice) of the Act (Regional Rail Reorganizat ion 
Act of J 973) . This would mean that rai l serv­
ice would be continued for about 85 percent 
of the rail freight generated on the Mackinaw 
Branch. 

(2) From Pinconning south to Bay City the D&M 
main line parallels PC's Mackinaw Branch for 
a distance of 20 miles. The distance between 
the two Imes is approximately 2 miles. Both 
systems have rail bridges across the Saginaw 
River. The D&M would consider connecting 
with the PC to avoid duplicity of main lines. 
This would allow the D&M to switch and han­
dle the traffic currently being handled within 
the Ba) City area by the PC. Use by the 
D&M of PC terminal facilities would reduce 
switching congestion in the Bay City area. 

(3) The demand for service in the area south of 
Gaylord and north of Pinconning is negligible 
and the1e does not appear to be any immediate 
prospect for a substantial increase.13 

Osceola Refining Co. reported that two electric gen­
erating systems, numerous school systems, and many 
industries ar.:: dependent upon its products. In refining 
petroleum products. Osceola depends upon gasoline ad­
ditives which , because of their hazardous nature, must be 
transported by rail. 

Opposition to the abandonment of that portion of the 
PC's Mackinaw Cit) to Alvordton, Ohio line between 
the cities of Bay C'ity (Zone 158) and Saginaw (Zone 
159) was advanced b) the Consumers Power Company 
and the Mayor of Zilwaukee, James Summerfield. 

The Consumers Power Company is a public utility 
providing electrical and gas service to 1.1 million and 
936,000 people, respectively. In 1973, Consumers Power 
consumed 6,425,000 tons of coal; for 1974, consump­
tion is estimated to be 6. 910,000 While Consumers 
Power provides service from a number of plants for 67 
Lower Peninsula counties, its primary concern is for 
continued rail service to its \.\ eadock-Karn plant, which 
is located approximately 3 miles northeast of Bay City 
at Essexville (Zone I 'i8) In 1973 Consumers Power 
received 861,000 tons of coal at its Essexville plant from 
Peabody Coal Co . which is located at Sunny Hill, Ohio; 
1974-1982 shipments are expected to be 1.4 million 
tons annuall). Coal shipmenh are present!) routed from 
Sunn} Hill over the PC to Dundee (Zone 113) where 
the rail cars are interchanged with the AA. At Owosso 
(Zone 160) the rail cars are interchanged from the AA 
back to the PC which transports them to Essexville. One 

1a The following communitie~ would lose rail service under both 
the DOT and the D&M propo,at~ : 1-"rederic, Grayling, Roscom­
mon, St. Heleas and West Branch. 
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reason for Consumer Power's concern over future rail 
service centers around its contention that, in the event 
of a PC abandonment, its rail shipments would be forced 
to travel over the heavily congested C&O/ B&O line to 
Essexville. Allegedly, the congestion on the C&O/ B&O 
line is due to the extensive movement of freight gen­
erated by the General Motors plants at Flint, Pontiac, 
Saginaw and Wixon . 

Consumers Power Company's Weadock-Karn facility 
is considered a prime location for a coal gasification 
plant to produce low BTU gas for electric generating 
plants . An additional 2 5 million tons of coal would be 
required io supply such a plant. The PC-AA-PC route 
would be essential m moving this coal. Consumers Power 
also reported that 60 large transformers, weighing be­
tween 250-400 tons each, will be installed in 21 loca­
tions across the state within the next 25 years. Such 
weight dimensions preclude practical handling by motor 
carriers. 

In his statement to the RSPO, Mayor Summerfield 
reported that while only four Zilwaukee businesses use 
rail service, there are m:vcrtheless numerous zoned prop­
erties available for future industrial development. There­
fore, according to Mayor Summerfield. abandonment of 
that portion of the:: PC lme bt.:tween Bay City and Sagi­
naw would not only create hardships for Zilwaukee's 
current rail users but would hinder development of the 
town's industrial properties. 

Strong oppo,itron to the designation of this line as 
potentiall) excess was advanced by a number of con­
cerned individuals in Chesaning (Zone 159) , which is 
located about 25 miles ~uuthwest of Saginaw. The 
Chesaning Chamber of Commerce considers service 
critical to the continued operation of local businesses. 
Ben Schrader of the Saginaw Board of County Commis­
sioners discussed the rail service needs of a major builder 
of mobile homes in Chesaning, that presently receives 
its o,cr-sized chassis frames via rail. Motor transport is 
not considered a practical substitu te for rail service in 
the transportation of these frames. 

The Hancor Piastres Corporation, which is located in 
Chesaning, opposed the potential abandonment of this 
lmc for the following reasons: the increased cost of 
shipping via motor transportation; the potential loss of 
tht> firm's competitive position; and the stringent motor 
carrier tariff restrictions on unloading time. R ancor pre­
dicted that if rail service were eliminated, it would be 
forced to cease operations and would lose its $250,000 
investment in plant and $21, I 01 in track siding. 

The McDonald Cooperative Dairv submitted a state­
ment calling for the continuation of· rail service to Che­
saning. McD')nald, which receives milk from nearly 
1,000 produ, er members, reported that, to remain com­
petitive, the dairy industr) must receive low cost rail 



service for the movement of both its bulk and liquid 

materials. 
The Chesaning Farmer's Coop. Inc. sta ted that it is 

considering building additional facilities in Chesaning to 
handle an anticipated 25 percent increase in its grain 
business. The Coop. also stated that it would have used 
an additional 20 to 40 ra il cars in 1973 had they been 
available. 

Simon Iron & Steel Corp. of Lansing reported that, 
in 1973, it received only 38 percent of the gondola cars 
it ordered. Because of the uncertainty in getting gon­
dolas, Simon has increased its truck fleet and is now 
moving only 30 percent of its material by rail, whereas 
in 1970 it moved 85 percent. 

Joseph Kiersey, Supervisor of Delhi Township, which 
is located just south of Lansing (Zone 161), expressed 
anxiety over the impact loss of rail service would have on 
the area's industrial growth. Mr. Kiersey noted that the 
Carrier Stevens Company and the Lansing Wholesale 
Groceries are in the process of constructing plants with­
in Delhi Township's first industrial park. 

Patrick Price, City Administrator for the City of 
Mason, in expressing opposition to the proposed cessa­
tion of rail service, stated that the DOT used incorrect 
carload figures in determining viability. Mr. Price as­
serted that firms located in Mason generated 1,300 car­
loads of freight m 1973 over the 9 mile line segment 
from Mason to Lansing. Mason Elevator Company's 
statement reflected its concern over potential increased 
transportation costs; retardation of economic develop­
ment in the Lansing-Jackson area; and energy conserva­

tion. 

PC : Mackinaw City to Fort Wayne/ Alvordton 

On the western side of Michigan's 1 ower Peninsula 
the PC provides service over a line that begins at Macki­
naw City, runs directly south to Grand Rapids (Zone 
163) and then subdivides into lines that eventually ex­
tend to Fort Wayne, Indiana (Zone 116) and Alvord­
ton, Ohio (Zone l 14). The DOT designated most of 

these lines potentially excess. 

The PC line from Mackinaw City to Grand Rapids 
serves the communities of Mackinaw City, Petoskey, 
Boyne Falls, Mancelona, Kalkaska. Fife Lake. Walton 
Junction, Manton. and Cadillac in Zone 165; Reed City, 
Big Rapids, Stanwood, and Howard City in Zone 162; 
and Cedar Springs, Rockford, Comstock Park. and 
Grand Rapids in Zone 163 Additional communities are 
served from the following radiating hranch lines. Boyne 
Falls to Boyne City; Walton Junction to Traverse City; 

and Missaukee Junction to Lake City. 

The primary commodities carried on this line are 
building materials, Chri~tmas trees, lumber, and pipe. 
Christmas tree production in Michigan has been 5 mil-

lion trees per year for the past 5 years. Seventy-five per­
cent of this production is marketed out of state with 
heavy shipments to the South and West. Christmas trees 
involve a 10 year production cycle, which is one reason 
why most land utilized for the trees is marginal and 
often unsuitable for alternate uses. Because transporta­
tion costs are critical in determining the profitability of 
this product, rail service to this area is considered a 
necessity. Fu rthermore, Christmas trees are highly 
perishable. Most shipments occur during the three week 
period from November 15 to December 7, with the 
heaviest traffic during the last week in November. In 
order to accomplish deliveries during this penod, all 
available rail and truck equipment is used. 

It would appear from the data supplied to RSPO 
that one of the major centers of rail activity on that 
portion of the PC line between Boyne Falls (Zone 165) 
and Rockford (Zone 163) is in Kalkaska (see Table 
145). Traffic data from businesses served by the PC line 
is listed in Table 146. 

Table 145: Carload Statistics for Selected Cities in 
Zones 162, 163 and 165 on the PC Mack­
inaw City to Fort Wayne/ Alvordton Line 
1973 
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Town 

Mackinaw City (Zone 165) 
Boyne Falls (Zone l 65) 
Mancelona (Zone 165) 
Kalkaska (Zone 165) 
Fife Lake ( Zone l 65) 
Walton Junction (Zone 165) 
Manton (Zone 165) 
Big Rapids (Zone 162) 
Stanwood (Zone 162) 
Rockford (Zone 163) 

Carloads 

3,000 
116 

53 
1,300 

151 
91 
52 

114 
18 

675 

According to the evidence the major impacts that 
could result from the proposed abandonment arc: busi­
ness closures or relocations; unemployment; and in­
creased transportation costs. In the event rail service is 
abandoned. factory closing arc expected in Mancelona 
and Big Rapids with job losses of 37 and 41 employees, 

respectively. 
The Wolverine Worldwide Corporation which em­

ploys 1,200 individuals from in and around Rockford, 
stated that it would seriously consider relocation if ra il 
service were abandoned. Wolverine presently pays 68 
percent of the city's taxes. Display Pack indicated it is 
considering locating in Rockford if rail service con­
tinues. The Kingsley Cooperative Association and the 
Shell Oil Company indicated that a forced shift to trucks 
would increase their transportation costs drastically. 
Shell Oil estimates that the cost of shipping via truck 



Table 146: Traffic Profile: Mackinaw City to Grand 
Rapids 

Estimated carloads 

Rail user Commodity 1972 1973 Projected 

Zone 165 

Gulf and Western 
Stamping Steel crating 4 

Michigan Maple Block 
Co.l Coal, lumber 96-98 

VIC Corp. 
Michigan Consolidated 

Gas Co. Oil, gas. pipe 88 389 
Halliburton Service Acids, gels 12 24 

TIMCO Services 15 30 

Hagar Company Christmas trees 65 
Milchem, Inc. Drilling fluid 50 55 
Cherry Central 

Cooperative Fruit, sugar 
Falmouth Co-op, Inc. Feed, lumber, 

fertilizer 45 
Red Mill Lumber Co. Building materials 29 39-42 

Boyne Falls Log 
Homes Cedar logs 30 

General Tree Co. Christmas 
trees 120 70 

Northern Propane Gas Propane gas 51 

M. Walters & Co. Christmas trees 20-25 

Cadillac Malleable 
Iron Co. Clay, coal, coke 48 35 

Brooks and Perkins, 
Inc. Lumber 79 2 94 

St. John's, Inc. Furniture 21 
Top O' Michigan Rural Coal, heavy equip-

Electric Co. ment, poles 
Kelloge Wholesale 

Building Supply Co. Building supplies 52 52 
Brown Lumber & Building supplies, 

Supply Co. lumber 14 
Kingsley Cooperative 

Association Coal, fertilizer 8 
Cherry Central 

Cooperative Cherries, sugar 29 
Kingsley Farmers 

Coop Agricultural supplies 
Kingsley Lumber Co. Lumber 
Agrico Chemical Co. Fertilizer 2 
Michigan Foundry 

Supply Scrap metal 37 48 

Zone 162 

M . Walters & Co. Christmas trees 
(Reed City) 225 
(Howard City) 10-25 

Shell Oil Co. Steel pipe, petro-
lcum products 450-715 

Red Mill Lumber Building materials 25 36 
Godbold's Lumber Co. Lumber 12 
Michigan-Wisconsin 

Pipeline Co. Pipe 332 
Central Concrete Co. 3003 
Big Rapids Box Co. 48 
Big Rapids Cash & 

Carry 25 
Michigan Cigar Co. 12 
John Deere 

Rail user 
Farm Bureau 

(Stanwood) 
Consumers Power Co. 

Zone 163 

Martin-Marietta 
Chemical Co. 

Wolverine Worldwide, 
Inc. 

Rockford Paper Mill 

Estimated carloads 
Commodity 1972 1973 Projected 

Limestone, 
magnesium 

Chemicals, scrap 
leather, pigskins 

Clay, waste paper 

157 

80 

364 

223 

1 The Michigan Maple Block Company testified that there is only 
one motor carrier now serving Petoskey, a town of 9,900 resi­
dents. However, the firm also stated that nearly all nf the ship­
pers in Petoskey use the C&O/ B&O line that originates from Bay 
View which i~ located north of Petoskey. 

2 The carload figures submitted by Brooks & Perkins represent 
the total loads given to the PC and the AA at Cadillac. The firm 
also reported that it generated 25 piggyback loads in 1973. 

3 Approximate figures supplied by the representative of Mecosta 
County. 

from Reed City to Cheboygan would increase its yearly 
freight bill by $ I 80,000. 
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In addition to economic concerns, many of the sub-­
missions to the RSPO dealt with the shippers' dissatisfac­
tion with respect to the poor condition of PC's equip­
ment, chronic rail car shortages, and inefficient service. 
The Rockford Paper Mill stated that it has recently 
diverted I 8,000 tons of coal from the PC because of 
these problems. The six firms now using rail service at 
Mancelona, Kalkaska, and Fife Lake report that the PC 
now services them only once a week. The lack of more 
frequent rail service is particularly severe, according to 
shippers in Fife Lake, because of the extremely poor 
condition of local highways. Michigan " frost laws," 
which create seasonal highway weight restrictions for 
much of the year, were of particular concern to the 
Kingsley Cooperative Association. Kingsley is heavily 
dependent on rail service for the bulk transportation of 
small lump and stoker coal. Gulf and Western Stamping, 
located at Mancelona, testified that it would ship 120 
gondola cars annually if PC's service improved and was 
more frequent. Norman Mason reported that shippers 
in Stanwood would increase their rail usage from 18 cars 
to 100 cars if PC service improved . Kingsley Lumber 
likewise indicated that it would use PC service if it were 
improved. Milchem Corporation which is located in 
Kalkaska, stated that it would have used three times as 
many rail cars in 1973 had they been available. The 
Cherry Central Cooperative, located in Traverse City, 
also claimed that it would have used 400 rail cars in 
1973 had they been available. 

Strong opposition to the abandonment of the PC line 
came from the Cadillac Area Chamber of Commerce, 



which represents 450 members of the business commu­
nity of the Cadillac area, including the entire Wexford 
County, and some members outside of the county. Table 
147 contains a listing of those companies that presently 
utilize the PC in the Cadillac area according to the Cad­
iUac Chamber of Commerce. 

According to the Chamber of Commerce, manufactur­
ing and wholesale distribution account for approximately 
60 percent of the economy of the Cadillac area; the re­
mainder is made up of agriculture, government service, 
natural resources and tourism. Specific objection by the 
Chamber to the abandonment of rail service i.ncluded: 
the hampering of the Christmas tree industry which pro­
duces an annual income of from $4 to $5 million for 
residents of the Cadillac area; increased transportation 
costs to wholesale and retail lumber suppliers which 
would be translated into higher consumer prices; a slow 
down in the local building industry; the inability to trans­
port certain over-sized type shipments via motor carrier 
from the Cadillac area; the potential for monopolistic 
pricing by motor carriers; the potential agricultural, in­
dustrial and retail business curtailments, relocations or 
shutdowns; the energy crisis; and unemployment. 14 

The Cadillac Area Chamber of Commerce stressed 
several major developments which it believed would in­
crease appreciably the railroad's business in Wexford 
County. These developments included: 

(1) The Cadillac Malleable Iron Company is plan­
ning an addition in the near future which will 
more than double its present plant capacity. 
Company officials anticipate an increase of ap­
proximately 600 inbound rail cars per year due 
to this expansion. 

(2) Negotiations with a lumber processing com­
pany which is planning a lumber mill are under 
way. The project is presently in the land pur­
chase stage. Plans call for a potential of 400 
inbound cars of logs and 300 outbound cars 
of lumber and chips per year. The firm, which 
wishes to remain anonymous, expects to har­
vest trees in and around Wexford County. 

(3) A new business, Transit Services, Inc., has 
just located a building on the PC for the pur­
pose of unloading and loading railroad cars for 

14 According to the Cadillac Chamber of Commerce, as of 
August 1973, unemployment for the Cadillac-Wexford County 
area (Missaukee, Osceola and Wexford Counties) was 7.4 per­
cent. In the event of abandonment, the Chamber expects the 
termination in employment of approximately 1,500 employees. 
Ed Miller, representing the Board of Commissioners and County 
Planning Commission-Wexford, stated that unemployment con­
sistenlly averages 12 to 15 percent in Wexford County. Mr. 
Miller also pointed out that the 1970 census showed that 2 l 
percent of the families in Wexford County earned less than 
$4,000. 

Table 147: Traffic Profile of the Cadillac Area-1973 

Carloads 
Rail user Commodity Originate Terminate 

Emerald Tree Co. Christmas trees 125 0 
Northern Propane 

Gas Co. Propane gas 0 51 
Cadillac Malleable 

Iron Coke and coal 0 35 
St. John's Table Co. Furniture 21 3 
Evans & Retting lumber Lumber 0 29 
A. H. Joynt, Inc. Automotive supplies 0 6 
Bolt Lumber Co. Lumber 0 10 
Consumers Power Co. Poles 0 6 
Cadillac Metal Casters Sand 0 6 
Lumberman's, Inc. Lumber 0 12 
Red Mill Lumber Lumber 0 76 
Van's Building Supplies Lumber 0 35 
Tustin Elevator 0 5 
Cadillac & Lake City 

RR Christmas trees & feed I 3 6 0 
Blue Star Homes of 

Manton 0 30 
J. Hofer! Tree Co. Christmas trees 20 0 
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302 304 

warehousing of goods on a contract basis. This 
move is consistant with Cadillac's history as a 
distribution center for Northern Michigan. The 
firm is also completing a warehouse of 20,000 
square feet for storage. 

( 4) The recent discovery and development of oil 
and gas wells in and near Wexford County 
will bring additional incoming rail cars, mostly 
on the PC. Recent estimates project 300 to 
400 cars per year. 

(5) The Cadillac Chamber of Commerce has been 
working with the Cadillac Industrial Fund to 
develop 14 new industrial sites in the north­
west part of Cadillac. 

(6) The Cadillac Industrial Fund is developing a 
55 acre industrial park for which it has re­
ceived $350,000 from the Economic Develop­
ment Administration. 

(7) Many industries are moving to the north be­
cause of the problems in the cities and because 
of the attractiveness of the rural areas. 

The Chamber also stated that it has had to handle 
requests for information on rail service and that com­
panies do not locate in Cadillac because the railroad 
does not promote rail use. 

William Fitt of the Wexford County Board of District 
Commissioners testified that $1.2 million would be re­
quired to place the PC roadbed in first-class condition 
between Mackinaw City and Grand Rapids. 

The 7.2 mile Boyne Falls to Boyne City Branch is 
operated by the Boyne City Railroad Company. A rail 



user located on this line who offered information was 
the Top O' Michigan Rural Electric Company, which is 
located in Boyne City. The company, an affiliate of the 
Northern Michigan Electric Coop., is presently receiving 
coal, heavy equipment, and poles, which average about 
65 feet in length, via rail. 

The 25 mile Walton Junction to Traverse City Branch 
is operated by the PC and serves the communities of 
Walton Junction, Summit City, Kingsley, Mayfield and 
Traverse City. Rail users located on this line who offered 
information to the RSPO were: Brown Lumber & Supply 
Co.; Cherry Central Cooperative: Kelloge Wholesale 
Building Supply Co.; Kingsley Cooperative Association; 
Kingsley Farmers Coop.; Michigan Foundry Supply Co.; 
Agrico Chemical Co.; and Kingsley Lumber (see Table 
27) . The Village of Kingsley, located 7 miles from 
Walton Junction , is planning a 40 acre industrial park. 
The village is confident of further growth as Traverse 
City expands southward. Rod Bogart, representing the 
Village of Kingsley, testified that the present track con­
ditions on the PC line limit train speeds to 20 mph . 

The Missaukee Junction to Lake City Branch is oper­
ated by the Cadillac & Lake City Railway and serves 
the communities of Missaukee Junction, Sandstown, and 
Lake City.1~ RSPO did not receive any information on 
this branch line. 

As noted earlier the single PC line from Mackinaw 
City eventually subdivides into two lines-Grand Rapids 
to Fort Wayne, Indiana (Zone 116) and Grand Rapids 
to Alvordton, Ohio (Zone 114) . Each line will be dis­
cussed individually. 

From the single PC line from Mackinaw City to 
Grand Rapids the lower portion of the total Mackinaw 
City to Fort Wayne line subdivides at Grand Rapids into 
two parallel lines that merge into a single line at Plain­
well . From Plainwell the line runs south to Kal amazoo 
where it again subdivides with one line heading south­
west to Elkhart, Indiana and the other line southeast to 
Fort Wayne. That portion of the PC line from Kala­
mazoo to Elkhart was not declared potentially excess 
by the DOT. 

As indicated earlier, some sections of the PC Macki­
naw City to Fort Wayne line located in Michigan were 
not declared potentially excess by the DOT. They in­
clude: a portion of the line from Comstock Park to the 
area around Grand Rapids (Zone 163) ; a portion of the 
line from Plainwell (Zone 149) to Upjohn (Zone 
151); 16 and a portion of the line from Sturgis to the 
Zone 150 boundary. 

1~ According to Paul Treska of the UTU this line has been 
abandoned. 
10 The DOT's March I, 1974 additions and corrections supple­
ment indicated the following change was to be made to their 
February I, 1974 Report : the PC line from Kalamazoo to Up­
john in Zone IS 1 should not be shown as potentially excess. 
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One of the two parallel Grand Rapids to Kalamazoo 
PC lines is 54 miles long and serves the communities of 
Grand Rapids, Eagle Mills, Fishe, Wentworth and Byron 
Center in Zone I 63; Dorr, Allegan and Plainwell in 
Zone 149; and Kalamazoo in Zone 151. 

Testimony received by RSPO indicated that rail serv­
ice along this line was being provided only between 
Grand Rapids and Wentworth and Byron Center and 
Kalamazoo; thereby leaving a l O mile gap in continued 
rail service between the communities of Wentworth and 
Byron Center. 

Rail users along this line were worried about in­
creased transportation costs, the loss of capital invest­
ments, and plant relocations. Table 148 contains a traffic 
profile of the line. The Joshua Doore Company, which 
invested $95,000 in a rail siding, estimated that the 
added cost for trucking in the event of abandonment 
would be between $60,000 and $70,000 per year. The 
Custom Door Company reported that abandonment of 
this line would force it to use a team track. The firm's 
experience with team track usage has been unsatisfactory 
because of extensive damage to its freight. Furthermore, 
Custom Door estimates that it costs about $300 more 
to handle its freight from the team track vls-a-vls its 
own private siding. 

Both the Square Real Estate Corporation and the 
Allegan Development Corporation indicated that there 
are potential industrial sites along the line which would 
be adversely affected by a rail abandonment. For ex­
ample, the Square Real Estate Corporation, which rep­
resents the owners of 460 acres of industrially zoned 
land south of Grand Rapids, reported that an investment 
of roughly $1 million has been committed by firms that 
expect to use rail service extensively. 

The PC line is considered essential to the Koppers 
Company for the distribution of transmission poles that 
are produced at its Dorr plant. Loss of rail service would 
cause a relocation of its plant. 

The other parallel Grand Rapids to Kalamazao PC 
line is 49 miles long and serves the communities of 
Grand R apids and Carlisle in Zone 163; Moline, Way­
land, Bradley, Shelbyville and Martin in Zone 149; and 
Kalamazoo in Zone 15 I. Because this line is considered 
the most direct route between Grand Rapids and Kala­
mazoo, the Michigan Association of Railroad Passengers 
requested that the line be preserved in order that it 
might be used as the connecting link to the east-west 
passenger service presently being provided at Kalamazoo. 
A traffic profile of the line is contained in Table 29. 

A number of businesses dependent upon rail service 
described investments in equipment or plants. For in­
stance, the Plainwell Paper Company plans to increase 
its rail use over the next five years as a result of its $15 
million investment in new machinery. Pet, Inc. plans to 
increase its plant by an additional 40,000 square feet 

jj 



Table 148: Traffic Profile: Grand Rapids to 
Fort Wayne 

Rail user 

Grand Rapids 
to Kalamazoo 
Via Dorr 

Grand Rapids­
Wentworth 

Custom Door Co. 
Components, Inc. 
Hopkins Elevator 
Joshua Doore Co. 

Byron Center­
Kalamazoo 

Allegan Farmers 
Coop 

Allegan Develop-
ment Corp. 

Koppers Co. 

Keith Hyde 

Grand Rapids 
to Kalamazoo 
Via Wayland 

Debruyn Finishing 
Co. 

Pratt, Inc. 
Spartan Stores 

Clow Cash Way 
Lumber Co. 

Bundres Lumber Co. 
Debruyn Produce Co. 
Van Socema Farms 
Plainwell Paper Co. 
Pet Milk Co. 

Petrolane Gas Co. 
Andrega Lumber Co. 
Smith Co. 
Wolverine Food Co. 
Agrico Chemical Co. 

Kalamazoo to 
Fort Wayne 

Prairie Crop Service 

Rieth-Riley 
Construction Co. 

Borden, Inc. 
General Foods Corp. 
Sturgis l ron & 

Metal Co. 
Martin Products Co. 
Wolfe Grain Co. 
Millers Spray Service 
Templin Feed & 

Grain Co. 
Upjohn Co. 

Estimated carloads 
Commodity 1972 1973 Projected 

Lumber 
Lumber 
Grain 
Furniture 

Grain 
Construction 

material 
Transmission 

poles 

Onion, carrots 

Food 

Lumber 

Lumber 

15 
59 

Coal, clay, paper 
Non-dairy creamer, 

instant breakfast 

Lumber 
Lumber 
Grain, fertilizer 
Fertilizer 

Potash, anhydrous 
ammonia 

Aggregates, asphalt, 
sand, gravel 

Fertilizer 

Lumber 
Grain 
Clay 

Grain 
Chemicals& 

pharma-
ceuticals 1,960 

17 
53 

101 

60-100 

75-100 

3,000 

696 
8 
8 

)78 

60 

1311 

5,000-
6,0002 

807 

100-116 
136 

54 95 

5004 

54 95 

3,000 
g 

20 
2 

225 4 

2,041 2,183 
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Rail user 

Simpson Lee Paper 
Co. 

Ross Laboratories 
Vecta Educational 

Group 
Union Camp 

Commodity 
Technical& 

printing 

Estimated carloads 
1972 1973 Projected 

papers 832 903 
1,208 Milk products 

Furniture 
460 513 

1 The carload data supplied by the Joshua Doore Company is 
for the fiscal period April 1973 to April 1974. 
2 The Spartan Stores distribution complex is presently under 
construction. 

a These firms used a total of 43 carloads in 1973. 
4 Contingent on railroad furnishing cars when they are requested. 

which will increase its future need for rail cars. Plans 
are being held in abeyance pending adoption of the 
Final System Plan. 

The town of Wayland was also worried about the 
potential abandonment of the PC line. Evidence was 
submitted which indicated that the town is making ef­
forts to attract new industry. A $4 million sewer system 
has recently been built for the city and 150 acres have 
been zoned for industrial development. An additional 
150 to 200 acres has been set aside for eventual indus­
trial development. The town has applied for a $660,000 
loan from the Farmers Home Administration for devel­
oping its industrial complex. These programs should 
stimulate industrial growth, thereby increasing the need 
for rail service. 

The final Michigan section of the PC line begins in 
Kalamazoo and serves the communities of Vicksburg in 
Zone 151, and Mendon, Wasepi, Nottawa and Sturgis 
in Zone 150. A traffic profile of this section of the line 
is also contained in Table 148. 

Union Camp Corporation, which operates a plant at 
Indianfield, generated 460 carloads in 1972 and 513 
carloads in 1973. It claimed that this traffic along with 
Upjohn's 1,958 annual carloads is sufficient to requi.re 
service on the Vicksburg to Kalamazoo segment of the 
line. The Kalamazoo Chamber of Commerce, stated that 
the Simpson-Lee Paper Co. generates 950 annual car­
loads. 

Alden W. Peterson, representing the interests of the 
City of Sturgis and St. Joseph County, stated that this 
line no longer provides a direct route from Kalamazoo 
to Fort Wayne. Seven-tenths of a mile of track at Wasepi 
has been removed and a by-pass curve was laid in Sep­
tember, 1972 for the purpose of diverting southbound 
traffic to Elkhart and replacing defective rail north of 
Wasepi. Mr. Peterson requested that this .7 mile of track 
be replaced and pointed out that Sturgis Iron and Metal 
Company, which plans to begin using this line in 1975, 
will require 3,000 rail cars per year. Mr. Peterson also 



pointed out that the discontinuance of daily through 
trains and the inability of PC to furnish rail cars when 
they are needed helped reduce the number of carloads 
that could have been shipped over this line. 

If this line is abandoned Borden, Inc. reported that 
switching to motor carriers would increase its transporta­
tion costs by $4.25 per ton for potash, $4.77 per ton for 
phosphate and $5.31 per ton for anhydrous ammonia. 
The Templin Feed & Grain Co., located at Nottawa, re­
ported that, if bopper rail cars had been available, farm­
ers would have received from 7 to 10 cents more per 
bushel for their grain because one handling would have 
been eliminated and shipments could have gone directly 
to Eastern seaports. 

The final segment of the PC line that begins in Macki­
naw City and runs southward on the western side of 
Michigan, begins in Grand Rapids and serves the com­
munities of Nughart, Dutton and Caledonia in Zone 
163; Middleville, Hastings, and Nashville in Zone 149; 
Vermontville, Chester, Charlotte, Eaton Rapids, and 
Onondaga in Zone 161 ; Rives Junction and Jackson in 
Zone 152; Cement City, Addison Junction, Manitou 
Beach, Rollin, Hudson, Prattville, and Waldon in Zone 
150; and Alvordton in Ohio (Zone 114). The line in­
tersects at Rives Junction (Zone 152) with the other 
PC line that also begins in Mackinaw City and runs 
southward on the eastern side of Michigan, via Bay City 
and Saginaw. Table 144 contains a traffic profile of users 
of the segment of the line below Jackson (Zone 152). 

The major potential impacts which would result from 
the proposed abandonment, according to the evidence 
submitted to the RSPO, were: increased transportation 
costs; production curtailments or shutdowns; and the 
loss of competitive position. 

Traffic data from businesses served by the PC is con­
tained in Table 149. 

Southeast of Grand Rapids, at Dutton, both the Grand 
Rapids Roof Company and the Van Dellen Steel Com­
pany project substantial future rail usage. Tbe Grand 
Rapids Roof Truss Company recently invested $500,000 
in a new plant which is expected to generate approxi­
mately 104 carloads per year when a rail spur to the 
plant is built. The lack of a rail spur has forced the 
company to use motor transportation, which has in­
creased the firm's freight bill an estimated $500 per 
week. The Van Dellen Steel Company expects to gen­
erate 700 carloads a year upon the completion of the 
Dutton Industrial Park, which the firm is presently de­
veloping. 

Strong opposition to the abandonment of the line was 
offered by the Hastings Farm Bureau Services. The Bu­
reau predicted that, should rail services be terminated, 
the economic impact on local farmers, elevators and im­
plement dealers in the Hastings area would be severe. 
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Table 149: Traffic Profile: Grand Rapids to Jackson 
Estimated carloads 

Rail user Commodity 1972 1973 Projected 

Caledonia Farmers 
Elevator Grain 69 107 

Caledonia Tractor and 
Equipment Co. Farm equipment 3 3 

Connors Farm Supply 16 30 
Jones Nursery, Inc. 2 2 
Marker Implement Co. Machinery 35 40 
Cito Co. 3 3 
Eaton Farm Bureau 

Coop. Grain 144 
Fulton Lumber Co. Lumber 36 40 
LB&D Truck Lines 303 330 
Maurer Farm Center 21 25 
Long Bean & Grain Co. 159 400-450 
Michigan Packaging 

Co. Paper 470 510 
Barry County Lumber 

Co. Lumber 47 52 
E. W. Bliss Co. 19 
Consumers Power Co. 2 4 
Goodyear Bros. 1 2 
Hastings Corp. 4 8 
Hastings 

Manufacturing Co. 50 56 
Phil Horning 

Christmas Trees Christmas trees 6 2 
Glen Laubaugh 

Iron & Metal 20 35 
Reinforced Plastics 3 3 
Hastings Farm 

Bureau Services Combines 20-25 
Nashville Elevator Grain 10 10 
Randall Lumber Co. Lumber 2 2 
Citizens Elevator Co. Grain 100 
Steel Case, Inc. Office furniture 1,400 
Grand Rapids Roof 

Truss Co. Roof trusses 104 
Van Dellen Steel Co. Steel 700 
Pine Cone Tree Farl)ls Christmas trees 
Great Northern 

Paper Co. Pulpboard 383 383 
Moorman Mfg. Co. Feed 
Heifetz Vegetables 

One firm, the Pine Cone Tree Farms, reported that it 
would be forced to cut back production immediately if 
rail service were ended. The Citizens Elevator Company, 
located in Vermontville, stated that without rail service, 
it would be forced to either reduce its business or shut 
down.17 The only motor carrier providing regular service 
in Vermontville, according to Citizens Elevator, is 
Hooker Motor Freight, which does not handle bulk 
commodities. Mayor James McBridge of Eaton Rapids 
expressed his concern over the fate of the Long Bean & 
Grain Company and the Michigan Packaging Co. Those 

17 Witnesses testified that PC has applied to abandon the line be­
tween Charlotte and Hastings in ICC Docket No. AB-5 (Sub 
No. 150) . 



two firms account for an annual payroll of $924,000. 
Michigan Packaging Co. claimed that the increased cost 
of shifting to motor transportation would cause it to lose 
its competitive position in the paper industry. 

Great Northern Paper ships 48,000 tons of pulpboard 
per year via rail from its plant in Cedar Springs, Georgia 
to the private sidings of its customers in Michigan. One 
of these customers is Michigan Packaging Co. in Eaton 
Rapids. To move traffic to this customer by common 
carrier truck would cost $33 more per ton, would require 
1,250 truckloads, and would quadruple the amount of 
energy used . 

In addition to economic concerns, a number of sub­
missions to the RSPO dealt with shippers dissatisfaction 
with PC's car shortages, freight damage, high rates, poor 
equipment and unreliable service. The Steel Case Cor­
poration stated that its rail usage is down 40 percent 
from 1972 because of the aforementioned factors. Steel 
Case reported that in 1955 it took only five days to get 
a rail car to New York; today it takes 10.6 days. In 
commenting on rail service, Pine Cone Tree Farms 
claimed that getting rail cars into or out of Hastings has 
become increasingly difficult over the past decade. Be-­
cause of its inability to obtain rail cars for its fertilizer 
shipments, the Citizens Elevator Company was forced 
to ship via trucks, thus increasing its freight bill by $6.00 
per ton. Citizens Elevator had to wait 60 days to receive 
ordered rail cars. Many of the cars received were in very 
poor condition. 

AA: Frankfort to Toledo 

The 292 mile Frankfort to Toledo line is operated by 
the bankrupt Ann Arbor Railroad Company 18 and 
serves the communities of Frankfort, Elberta, Pomona; 
Yuma, Cadillac and McBain in Zone 165; Farwell, 
Claire, Mount Pleasant, Shepherd, Alma, Ithaca and 
North Star in Zone 162; Elsie in Zone 161; Owosso, 
Durand, Oak Grove, Howell and Hamburg in Zone 
160; Whitmore Lake, Pittsfield and Milan in Zone 153; 
and Dundee, Diann, Federman and Toledo, Ohio in 
Zone 113. The DOT Report declared all but three seg­
ments of the AA potentially excess. The three segments 
are: Owosso to Durand (Zone 160); Whitemore Lake 
to Saline (Zone 153); and Dundee to Toledo, Ohio 
(Zone 113). 

According to Kent P. Shoemaker, President of the 
DT&I, it would be impractical for the AA to remain in 
business to operate these non-connecting line segments. 
Mr. Shoemaker contended that the cost of breaking up 
the AA south of Owosso into three segments is difficult 
to justify when it is possible to preserve a viable north-

18 Stock of the Ann Arbor is owned almost entirely by tbe De­
troit, Toledo and Ironton Railroad Company which manages its 
affairs under arrangement with the trustee. 
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south route which by-passes Flint and Detroit. In sup­
port of this contention Mr. Shoemaker said that the 
entire trackage between Toledo and Owosso is used to 
haul approximately five unit trains of coal a week to the 
Bay City-Midland-Saginaw area. The DT&I is prepared 
to acquire pertinent parts of the AA's trackage that 
complement its operations and is willing to explore the 
possibilities of operating those properties of the AA for 
which a rail service continuation subsidy may be pro­
vided. 

Mr. Shoemaker also pointed out that the DOT Report 
does not consider the traffic potential of the sand de­
posits at Yuma nor the main line function of the AA as 
part of a transcontinental rail routing using its cross­
lake rail car ferry service between Frankfort, Michigan 
and Kewaunee and Manitowoc, Wisconsin. 19 Testimony 
supporting the continuation of the ferry service was sub­
mitted by a number of individuals. Paul Treska of the 
UTU pointed out that continuing the car ferries would 
prevent the bankruptcy of the Green Bay & Western 
Railroad in Wisconsin, which is heavily dependent on 
cross-lake traffic. The Seafarers International Union of 
North America, representing employees of the car ferries, 
testified that the car ferry is one of the most economical 
modes of transportation and elimination of the ferries 
would increase unemployment and welfare payments and 
reduce the Frankfort area's tax base. Among the busi­
nesses using the ferry are the A."Ileel Distributing Co.; 
Art Brockman, Inc., which shipped 25 carloads of heavy 
machinery in 1973; and the Packaging Corp. of America, 
which moves approximately 600 carloads of pulpboard 
via the ferry annually. 

In 1972, the AA ferry hauled 78,808 carloads of 
freight and 2,254 tractor-trailers. According to Frederick 
C. Nash, attorney for the DT&I, of the AA's total gross 
freight revenues of $10,588,410, $6,460,772 was re­
ceived from the car ferry operation.20 Mr. Nash pointed 
out that the AA has little or no on-line business over the 
greater portion of its rail line between Frankfort and 
Owosso, and the AA's on-line business south of Owosso 
is incapable of supporting the car ferries under present 
conditions. Mr. Shoemaker contends that the cross-lake 

19 According to William R. Thomas, the ferries City of Green 
Bay and Arthur K. A 1kinso11 are docked in the Elberta-Frankfort 
harbor ( Betsy Bay) and arc out of service until repairs can be 
made. Mr. Thomas reported that the AA bas only one operating 
ferry at this time. 

20 Mr. Nash stated that the AA's remaining traffic came from 
the following four main sources: traffic originating or terminat­
ing at a cement shipper in southeastern Michigan ($ I ,394,600); 
traffic originating or terminating at an auto parts producer in 
southeastern Michigan {$338,900); traffic originating or terminat­
ing at an automobile manufacturer in Toledo, Ohio {$332,600); 
and a unit coal train operation which AA bandies as an inter­
mediale carrier {between Penn Central-Toledo and Penn Central­
Owosso) for a chemical plant and public utility at Midland and 
Essexville {Bay City), respectively {$1,009,900). 



car ferry operation of the AA cannot be made eco­
nomically viable and self-sustaining, and no railroad 
should be expected to conduct these operations without 
subsidy from those who benefit from the retention of this 
service. 

The difficulties of the AA, according to Mr. Nash, 
have already been amply explained to the Interstate 
Commerce Commission in car ferry abandonment pro­
ceedings brought before the Commission. Mr. Nash 
stated that the Commission denied permission to the AA 
to abandon its car ferry routes between Frankfort and 
Manitowoc (Finance Docket No. 26373). The Commis-

Table 150: Traffic Profile: Frankfort to Toledo 
Estimated carloads 

Rail user Commodity 1972 1973 Projected 

Zone 165 

North American Tio cans, 
Cold Storage Co. cherries 

Cherry Central 
Cooperative Cherries, sugar 

Pet Milk Co. Frozen food 
products 106 

Smeltzer Orrhard Co. Fruit 
Luedtke Engineering 

Co. Construction mateiials 4 

Glassland Fruit 
Coop. Cherries 7 20 

Volger Lumber Co. Lumber II 11 

M. Walters and Co. Christmas trees 125 

Sargent Sand Co. Foundry sand 1,400 4,000-
10,000 

Mitchell-Bentley Interior automotive 

Corp. trim assemblies 440 

Wickes Corp. Lumber, insulation 11 

Sandell Storage & 
Whole!.31e Foodstuffs 96 31 

Cadillac Malleable Coal, coke, 

Iron Co. clay, metals 192 262 600 

St. Johns, Inc. Furniture 36 

McBain Co-op Fertilizer 45 

Falmouth Fertilizer, feed grain, 
Cooperative Co. building materials, 

coal 45 45 

Brooks and Perkins, 
Inc. Pallets 791 

Red Mill Lumber 
Co. Building material 3 

Zone 162 
Reynolds Chemical 

Products Division, 
Hoover Ball & 
Bearing Co. 100-150 

Great Lakes Gas 
Transmission Co. Gas pipe 594 

Seiter Brothers 
Lumber, Inc. Lumber 75 

Bader Milling Co. Grain, fertilizer 61 

Con Agra Feed, raw materials 69 

Cashway Lumber Co. Lumber 47 

Estimated carloads 

Rail user Commodity 1972 1973 Projected 

Dowell, Division of 
DOW Chemicals 36 

Fertino Beverage Co. Wine, beer 40 

Mt Pleasant Salvage 
and Steel Co. Scrap iron 36-60 

Alma Iron & Metal Scrap iron 32 80 

Crippen Mfg. Co. 12 

Alma Plastic Chemicals, plastic 120 

Total Leonard, Inc. Petroleum products, pipe 

( Mt. Pleasant) 10 20 

(Alma) 481 500-600 

Gratiot Metals Co. Steel, scrap 
metal 23 44 

Ithaca Roller Mills Grain, 
fertilizer 127 185 

Whitman Industries, 
Inc. 9 12 

Lee L. Woodward 
Sons, Inc. 170 

North Star Elevator 
Co. Grain 92 

Michigan Bean 
Elevator Co. Beans, grain 135 116 

Zone 161 

Borden, Inc., 
Chemical Division 12 25-30 

Zone 160 
Genesse Stamping Co. 

Subsidiary of Aetna 
Industries, Inc. 

Owosso Iron & Metal 
Co. Scrap iron 170-200 

Standard Lumber & 
Supply Co. 57 

Dayco Corporation 24 4 36 

Chevron Asphalt Co. 4-8 4-8 4-8 

Bruce Products Corp. 51 108-121 

Glaser's Elevator & 
Lumber Building products 228 

Corunna Elevator & Agricultural 
Coal Co. products 125 

Lott Elevator Co., Fertilizer, 
Inc. grain 34 78 86-96 

Aetna Industries, Inc. 

Zone 153 

Ford Motor Co. 
(Saline) Automobiles 4,000 

American Foundries 
Co. Coal 13 15 

Wickes Corp. Lumber 82 
Milan Lumber Co. Lumber 12 12 12 

Zone 113 

Toledo Blade Co. 1,9202 

Dundee Cement Co. Cement 10,341 
Cone Elevator Co. Feed, grain 108-145 108-145 108-145 

1 The company also ships 25 trailers a year via piggyback but 
since there are no loading ramps in Cadillac they are trucked 
to Grand Rapids. 
2 Figure is for the past five years. 
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sion now has before it the AA 's application to abandon 
all its car ferry routes and a portion of its line north 
and west of Thompsonville, Michigan (Docket No. AB-49). 

Mr. Shoemaker expressed concern that the DOT Re­
port will discourage the location of any new industries 
on the AA in southeast Michigan, an area which ac­
cording to all projections wil l be entirely populated and 
industrialized before many years. A traffic profile of the 
AA is contained in Table 150. 

Opposition to the abandonment of the line was voiced 
by the Traverse Bay Area AFL-CIO Central Labor 
Council for the following reasons: it would cause closing 
or relocation of local factories; alternative transport 
modes are not available: transportation costs wou ld in­
crease; and 200 Frankfort residents, employed either 
directly or indirectly by the AA might be laid off. Ac­
cording to the Benzie County Board of Commissioners, 
the existing unemployment rate in the Frankfort-Elberta 
area is 13.4 percent. Pet, lnc. stated that the Frankfort 
area is a particularly poor one for truckers because they 
normally have to "dead head" from Chicago or Detroit 
in order to pick up local outbound shipments. A forced 
shift to motor transportation would increase Pet Milk's 
freight bill by an estimated 25 to 30 percent. In 1972, 
Pet Milk used the AA ferry for 48 one-way trips and 16 
round trips. 

One of the more important users of the AA line is the 
Sargent Sand Company of Yuma. The company has in­
vested approximately $700,000 in the development of 
the sand resources served by the AA. During its first 
year of operation, in 1973, the firm shipped approxi­
mately l .400 carloads of foundry sand. The firm projects 
an ultimate need for 10,000 rail cars per year. Testimony 
supplied by the Cadillac Area Chamber of Commerce 
indicated that negotiations are now underway to trans­
port used or spent sand back to Wexford County. Based 
on present operations and plans, this could mean an ad­
ditional 5,000 to I 0,000 inbound carloads per year on 
the AA. Additionally, according to the Chamber, Sargent 
is reported to be constructing a new sand pit at Harlan 
near the west border of Wexford County. Removal of 
sand from the Yuma pit has important ecological ad­
vantages in that it would preserve the Lake Michigan 
dunes near Ludington. It is the contention of Bernard 
Sterk, a partner of the Sargent Sand Company, that the 
counties of Benzie, Manistee and Wexford contain many 
hundreds of millions of tons of high quality industrial 
sand. He anticipates that a number of other sand com­
panies will move into the area in the next few years to 
develop the sand deposits. Mr. Sterk stated that Michi­
gan produces more industrial sand, not including silica, 
than any other state. 

Ford Motor Co. sees abandonment of the AA as a 
major problem because of the movement of sand from 
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Yuma. Ford now moves 40 carloads of ~and a week to 
its Cleveland, Ohio casting plant and its potential traffic 
to Cleveland and to its Michigan casting center in Flat 
Rock, Michigan would be J 0,000 carloads of Yuma 
sand per year. 

The Cadillac Area Chamber of Commerce which 
voiced disapprova l of the abandonment of the PC also 
opposed the abandonment of the AA. The Chamber's 
position on the proposed rail abandonments has been 
discussed previously. Table 15 I, which contains a listing 
of those companies that presently utilize the AA, was 
supplied by the Cadillac Area Chamber of Commerce. 
The Chamber noted that an iron working business, which 
would generate an estimated l 00 carloads per year, is 
considering locating on the AA in the Cadillac area. 

Seventy-five Michigan members of the Institute of 
Scrap Iron and Steel support retention of the AA. One 
of them, Gratiot Metals Co., stressed that the nature of 
its traffic requires service by rail ar,d that increases in 
the price of steel scrap indicate that shipments will in­
crease in the future. 

Robert A. Peacock, of Cadillac Malleable Iron Com­
pany, estimated that using trucks to transport raw ma­
terials would increase his firm's yearly freight bil! by 
over $150,000. Mr. Peacock illustrated the problem by 
showing that the cost to the firm to move coke via rail­
road is $8. IO per ton, whereas coke moved by truck 
costs the firm $16. 75 per ton. 

The Mitchell Bentley Corporation furnishes interior 
automotive trim assemblies to Chrysler, General Motors, 
and other automobile manufacturers. According to Wil­
lard C. Haight, of Mitchell Bentley, Chrysler and Gen­
eral Motors require that all deliveries to their plants be 
made by rail. The firm anticipates its rail usage will in­
crease by 20 to 25 percent. If this line is aba ndoned, the 
company expects to terminate the employment of 300 to 
350 employees. 

Total Leonard, Inc., a marketer and 1efiner of petro­
leum products, located in Mount Pleasant and Alma, 
stated that the distance and size and weight fac tors as­
sociated with moving drilling equipment and pipe pre­
clude the use of motor carriers as an alternate mode of 
transport. 

Sidney Smith, President of the Mount Pleasant Area 
Chamber of Commerce, reported that 1,000 carloads 
are generated in the Mount Pleasant area annually. 

Sonoco Products Company is constructing a new plant 
and accompanying rail siding in Shepherd, which is ex­
pected to be completed in July 1974. Sonoco will em­
ploy 35 people. The proposed elimination of the AA 
trackage is expected to create severe handicaps in the 
provision of adequa te transportation services for this 
plant. 

The Genesee Stamping Company currently routes its 



rail cars to Kenosha and Milwaukee over the AA car 
ferry. Loss of this routing is expected to add one to 
two days transit time delays to Genesee's shipments. 

The Corunna Elevator and Coal Co. of Corunna and 
Glaser's Elevator and Lumber of Vernon are both 
located north of Durand (Zone 160) on portions of the 
AA that DOT considered viable. They reported concern, 
however, that the DOT proposal would disrupt the cus­
tomary service and, by leaving the AA with only in­
operable segments of main line, would result in loss of 
service to all stations. 

The General Manager of Stores at the University of 
Michigan testified as to the importance to the University 
of service by the AA. 

The Thompson Beverage Company is located in Ann 
Arbor on a spur from the AA. It received 42 carloads 
in 1973 and expects to double its traffic by 1980. Ninety­
eight percent of its traffic arrives by rail since rail is the 
only economically feasible mode of movement from 
California. 

Rhe Tech, Inc. has a plant on the AA at Whitmore 
Lake. It received 2,000,000 pounds of material in 1973 
and considers continued rail service essential to its 
growth. 

According to Thomas J. Fegan, representing the 
Washtenaw County Metro Planning Commission, the 
loss of direct north-south rail service to Toledo, which 
would result from the abandonment of the AA between 
Pittsfield (Zone 153) and Dundee (Zone 113), would 
severely reduce industrial development potential along 
this corridor. 

Representatives of Dundee Cement Company pointed 
out that requiring the AA to maintain rail service west 
of Owosso, including the ferry operation, has caused it 
to incur heavy losses, thereby dooming the entire line. 

Table 151: Traffic Profile of the Cadillac Area-1973 

Rail user 

Brooks & Perkins, Inc. 
Kraft Foods 
Mitchell-Bentley 
St. John's, Inc. 
J. Hofer! Co. 
Brehm Tree & Land 
I. Fogel Co. 
Lee Swallow 

Commodity 

Dockwood, plywood 
Cheese 
Apts 
Furniture 
Christmas trees 
Christmas trees 
Christmas trees 
Lumber 

Bud Gernant Christmas trees 
John P . Minock Hay 
Associa ted Pipeline Pipe 
Sargent Sand Company Sand 
Eugene Green Christmas trees 
Brenteson Wbse. Christmas trees 
Ron Cochrane Christmas trees 
M. Walter Co. Christmas trees 
Harris & Thomas Christmas trees 

Originating 
carloads 

5 
8 

241 
23 
39 
23 
19 

1 
1 
2 
1 

1,378 
2 

15 
5 

97 

Total : 1,861 
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Terminating 
Rail user Commodity carloads 

Brooks & Perkins, Inc. Limestone, lumber, plywood, 
balsawood, coal 87 

Cadillac Auto Supply Paper 1 
Cadillac Candy Paper 4 
Cadillac Co-op Fertilizer I 
Cadillac Metal Casters Clay and sand 1J 
Cadillac Malleable Iron Brick , clay, coal , coke, sand, 

scrap iron 297 
Cadillac Rubber & 

Plastics Rubber and carbon black 39 
Consumers Power Co. Poles 5 
K&K Feed I 
Harris Grain 1 
Kysor of Cadillac Lumber 12 
Mid-State Fruit , Inc. Paper 3 
Mitchell-Bentley Apts and racks 249 
Quality Beverage Beer 12 
Sandell Storage Foods 25 
Tribune Record Newsprint I 
Western Concrete Brick 16 
William-Dahlquist Coke 19 
Wickes Lumber Co. Lumber 8 
Shell Pipeline Pipe 13 
Lee Swallow Lumber 4 
Consumers Power Co. Engines 3 
Marion Grain Fertilizer, feed , coal 17 
Marion Lumber Lumber 8 
McBain Co-op Lumber, fertilizer, feed, 

roofing 49 
McBain Grain Feed and fertilizer 5 
Ellens Farm Equip-

ment Agricultural implements 3 
M. Jenema & Sons Agricultural implements 1 
Clayton Taylor 

(Lucas) Coal 17 
Michigan Consolidated 

Gas Co. Pipe coating 18 
Dunn Brothers Machinery 1 
Ann Arbor RR Spent sand 1 
J. T. Sandell Storage Food 96 
Joseph Supply Cement 1 
Consumers Power 

(Mesick) Transformers 
(Copemish) Poles 

Milarch Nursery 
(Copemish) Trees 

Total: 1,032 

Toledo Blade Co. reported that, because of the AA's 
proximity to the Blade building, it provides the most 
convenient service of any railroad serving Toledo. 
Toledo Blade also reported that a truck trailer can haul 
23-26 paper rolls compared to 80 rolls in a rail car 
and that the use of trucking would necessitate finding 
additional storage for paper, which at this time is non­
existent. 

Great concern over the potential increased transporta­
tion cost of a shift to motor carriage was expressed by 
the Chevron Asphalt Company, Dayco Corporation and 
Lott's Elevator Company. The Chevron Company al-
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legecl that the increased cost of shipping via tank truck 
would result in the loss of its competi tive position. Lott 
Elevator has plants at Cohoctah and Oak Grove on the 
AA. It serves area farmers as a grain market and a 
source of feed and fertilizer. Loss of rail service would 
cut business in half and cause Lott to discharge five or 
six employees. It would have taken 450 semi loads carry­
ing an average of 800 to 900 bushels per load to move 
the grain which it shipped in 68 rail cars in 1973. Lott 
stated that finding sufficient trucks at harvest time would 
be almost impossible and that farmers would lose about 
$50,000 per year or IO cents per bushel. Cohoctah is 
located 12 miles from a Class A highway and it would 
cost $49,000-$50,000 per mile or about $600,000 to con­
vert the connecting road to Class A. During periods 
when the frost laws are in effect, loads are cut 40 per­
cent to comply with weight limitations. 

C&O/B&O: Bay View to Manistee 

The Bay View to Manistee line is operated by the 
C&0/ 8&0 and serves the communities of Bay View, 
Petoskey, Lamson, Charlevoix, Bellaire,21 Williamsburg, 
Traverse City, Grawn, Bates, Kaleva, Chief Lake, Acme, 
Norwalk, Filler City and Manistee. The primary com­
modities carried on this line are dairy products, fruits, 
vegetables, lumber and agricultural products. For a 
traffic profile of the line, see Table 152. 

The major impacts which could result from the pro­
posed abandonment, according to the evidence submit­
ted, were: increased transportation costs; unemploy­
ment; community growth retardation; production curtail­
ments or shutdowns; and the loss of competitive position. 

In addition to economic concerns, a number of the 
submissions dealt with shipper's dissatisfaction with re­
spect to inefficient rail service and chronic rail car short­
ages. The Will-Flo Corporation has restricted its rail use 
to l O percent of its total freight movements because of 
poor service. The town of Charlevoix is currently served 
three times weekly. The Meeders Lumber Company, 
which favors the installation of TOFC facilities in the 
Mancelona area, complained of severe car shortages and 
poor service. Meeders Lumber stated that the town of 
Bellaire is served only once a week by the C&O/ B&O. 
The Sherman Canning Company would have generated 
at least 15 additional carloads in 1973 had sufficient 

21 Antrim County, in which Bellaire is located, is served by both 
the C&O and PC. Under the DOT plan all the track in Antrim 
County bas been labeled potentially exc~ss. According to the 
Antrim County Planning Department, 20 local companies em­
ploying a yearly average of 726 people use rail service. These 
20 companies employ I 5.5 percent of Antrim's labor force; 
thus, if they are forced to close, Antrim's unemployment would 
rise from 8.6 percent to 24.1 percent. Furthermore, these 20 
companies generated 650 cars last year with an estimated 925 
cars to be used in 1974. 
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Table 152: Traffic Profile : Bay View to Manistee 

Estimated carloads 
Rail user Commodity 1972 197 J Projected 
Agrico Chemical Co. Fertilizer 

(Traverse City) 
(Kaleva) 

Penn Dixie 1 

Paul-Reed Inc. 
Will-Flo Corp. Tanks, lumber 
Freedman Art Craft Wood products, cabinets, 

Engineering Corp. display racks 
Charlevoix Coop Fertilizer, feed 
Ellsworth Coop. Fertilizer, feed 
Ellsworth Lumber Co. Lumber 
Charlevoix Lumber Co. Lumber 
Kit Carson Lumber Co. Lumber 
Mecders Lumber Co. Furniture, lumber 
EastJordan Plastics Plastics 
Sherman Canning Co. Fruit 
East Jordan Iron Iron casting, 

Works bentonite, coke 
Burwood Production 

Co. Plastics, styrene 23 
Traverse City Record­

Eagle 
Morgan McCool, Jnc.2 

McGoff's Farm Supply 

Focbtman Motor, lnc. 

Purvis Bros. 
Michigan Foundry 

Supply Co. 
Pyropax Gas Co. 

Newsprint 

Coal, fertil­
izer, feed 

Oil dry paper 
products 

Structural steel 

LP Gas 

28 

37 

28 
16-20 

17 

50 
50 
15 

141 

60 

30 
91 

29 

15-20 
43 

48 
50 

Wilson Furniture Co. 7 
Farm Bureau Services 
Traverse City Lumber 

Co. Lumber 
Traverse City Canning 

Co. Fruit containers 
Traverse City Company 
Chef Pierre, Inc. 50 

Construction materials, 

105 
105 
49 

Traverse City lron 
Works cole, pig iron I 80 

Cherry Growers, Inc. 
Cherry Central Co­

operative 
Wickes Lumber & 

Building Supplies 
(Grawn) 
(Petoskey) 

Lautner Enterprises 

Schultz, Snyder and 
Steel Lumber Co. 

Red Mill Lumber Co. 
(Bates) 
(Traverse City) 

Dual-Pak Foods, Inc. 
Mak-Kraft Corp. 

Qua! Pak Foods 

Cherries 129 8 

Cherries, cans 

Lumber 

Liquid protein supple­
ment for ca11le 

Plywood 
Building materials 

9 
164 

Cherries, strawberries 
Swivel chairs, lum­

ber, plywood 
Canned fruit, 

containers 

93 
56 

6 

2 12 

32 
129 

388 

2 
44 

34 

40-50 

137 

36-40 

30-35 

25-30 
172 

150-200 
200 

45 

270-360 

20 

600 

50-60 
140-150 

50 

500 

75-400 4 



Rail user Commodity 

Sawyer Fruit, Vegetable Processed 
and Cold Storage foods 
Co. 

Packaging Corporation 
of America Pulpboard 

Lumber 

Estimated carloads 
1972 1973 Projected 

.52 25~ 

6,500 

10-14 
Top of the Torch 

Building Center 
Kroupas, Inc. 
Jebavy-Sorenson 

Orchard Co. 

Cherries, fertilizer 

6,500 

9 
76 

Fruit 
R. C. Warren & 

Company, Inc. Fruit 
Peninsula Fruit 

Exchange Fruit 
Stanek & Sons, Inc. Fruit 
Silver Mill Frozen 

Foods Fruit 
Morrison's, Inc. Fruit 
East Jordan Lumber 15 
East Jordan Coop. 5 
Ellsworth Farmers 

Exchange 20 
Cities Service Co. Liquefied petroleum 

(Traverse City) gas 300 
(Petoskey) 

Petoskey Plastics Plastic resin 52 

1 Penn Dixie plans to ship 25,000 tons of cement in 1974. As of 
May, it had shipped 114 cars or 8,568 tons. 

2 Morgan McCool, Inc. stated that it is closing because of the 
inability to meet environmental standards. 

s The carloads of Cherry Growers, Inc. were generated during 
the fiscal year July I, 1973 to June 30, 1974. 
4 1974 will be Qual Pak Foods first full year of operation. 
5 The Sawyer Fruit, Vegetable and Cold Storage Company stated 
that its decline in rail usage for 1973 was caused by a poor crop 
year. 

cars been available. The C&O/B&O services the town 
of Ellsworth once weekly. McGoff's Farm Supply indi­
cated that it would ship an additional ten carloads per 
year if rail service improved. The Raymond Burkholder 
Company indicated that, with improved rail service, it 
would receive 15 to 20 carloads of sulphur this year. 
Freedman Art Craft Engineering Corp. said it reduced 
its rail usage in the past three years due to deteriorating 
service. As an example of such deterioration, service to 
Charlevoix from Jefferson, Ohio which used to take 6 
days now takes 14-16 days. 

Evidence submitted to the RSPO indicated that 
Traverse City is considered to be the trading center 
of northwest Michigan. The town is served by both the 
C&O/B&O and the PC, although the traffic shipped via 
the PC is reported to be light. Traverse City is currently 
served by three trucking firms. The nearest four-Jane 
highway is 50 miles away in Grayling, and the freeway 
system in the immediate area is not expected to be 
completed until 1980 at the earliest. 
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Loss of rail service is expected to increase unemploy­
ment which is currently 15.1 percent, and aggravate in­
flation by raising the cost of lumber as much as 24 
percent. McGoff's Farm Supply would be forced to lay 
off three employees if the line were abondoned. Both the 
Traverse City Canning Company and Traverse City Iron 
Works reported that they would close if rail service were 
lost. Purvis Brothers stated that there was no alternative 
shipping mode available to handle its 55 to 60 foot 
structural steel shipments and that loss of rail service 
would, therefore, force a 30 percent curtailment of its 
operation. 

The C&O/ B&O's daily service in Traverse City is 
generally regarded as good. There were no complaints 
of car shortages from C&O/ B&O users. 

The Michigan Foundry Supply Company is now lo­
cated on the PC line but it has selected a si te on the 
C&O/ B&O line and will purchase the property when it 
is assured of C&O/ B&O service to Traverse City. 

The Traverse City Industrial Fund is developing a 
150 acre industrial park in the Grawn area, which is 
directly south of Traverse City. Rail service is con­
sidered particularly important to this development be­
cause highways serving the area are in poor condition. 

Pfaff Sash and Door has an option to buy land on the 
C&O/ B&O 10 miles east of Traverse City. Rail service 
is important to the company's decision to purchase. The 
company anticipates employing 17 and its traffic in the 
first year will be about 15 cars. 

Loss of rail service would force Lautner Enterprises 
and Qual Pak Foods, which has recently opened and 
employs 125 people, to close. Sawyer Fruit, Vegetable 
and Cold Storage, which deals extensively with the 
Defense Supply Agency, stated that the loss of rail serv­
ice would hamper its ability to provide low cost bids 
to the government. 

C&O/B&O: Williamsburg to Elk Rapids 

The nine mile spur from Williamsburg to Elk Rapids 
is operated by the C&O/B&O and serves only those two 
communities. The spur intersects at Williamsburg with 
the C&0/ 8&0 line from Bay View to Walhalla. Evi­
dence submitted to the RSPO indicated that the C&O/ 
B&O has been planning to abandon this line for years. 

Traffic data from businesses served by the C&O/ B&O 
line is contained in Table 153. These firms concurred in 
the belief that existing motor carriers could not perform 
satisfactorily as an alternative mode. 

C&O/B&O: Traverse City to Northport 

The Traverse City to Northport line is operated by 
the C&O/ B&O and serves the communities of Traverse 
City, Suttons Bay, Omena, and Northport. The Line in-

-



Table 153: Traffic Profile: Williamsburg to Elk Rapids 

Estimated carloads 
Rail user 

Morrison Lumber Co. 
Elk Rapids Packing 

Commodity 

Lumber 
Frozen 

1972 1973 Pro;ected 

Co. 
Universal Favors 
Cherry Ke, Inc. 

foods 88 88 

Cherries, fertilizer 2 

tersects at Traverse City with the C&O/ B&O line be­
tween Bay View and Manistee. 

Witnesses feared that the proposed abandonment 
would increase transportation costs and lead to business 
curtailments. A traffic profile of the line is contained in 
Table 154. 

Table 154: Traffic Profile: Traverse City to Northport 

Estimated carloads 
Rail user Commodity 1972 1973 Pro;ected 
Frigid Foods Products Cherries, tin 

cans 151 138 
Northern Lumber 

Co., Inc. Lumber, brick 40 
Stevens Oil Co. Petroleum 

products 5-8 
Lake Michigan Hard-

wood Co. Wood products 35 36 45-50 
Leelanau Fruit Co. Fruit 
Bay View Orchards Fruit 
Cherry Central 

Cooperative Sugar, fiberfill 

Frigid Food Products is a pioneer in the frozen food 
industry. It has nearly $3,000,000 invested in its Suttons 
Bay plant, which has the capacity to store l million 
pounds of fresh fruit daily. Leelanau County has over 
331 growers of sweet and tart cherries; their crops were 
valued at $3.4 million in 1971. During the past few 
years the cherry industry has been operating on a 
marginal basis and any disruption in rail service would 
have a serious impact on the economy. Motor carrier 
rates to and from Sutton Bay are not competitive with 
rail and Frigid Foods has experienced difficulty in o'>­
taining refrigerated trailers from motor carriers. In a 
report in ICC Finance Docket No. 26757 served October 
27, 1972, an ICC Administrative Law Judge denied a 
request by the C&O/ B&O 10 abandon service over the 
line from Traverse City to Suttons Bay. 

Stevens Oil Co. estimated that increases in its trans­
portation costs could range up to 229 percent if the line 
were abandoned. Northern Lumber Company predicted 
the shift to trucks would add from $20,000 to $25,000 
to its annual freight bill. The effect upon the Lake 
Michigan Hardwood Company would be a IO percent 
operational curtailment. The firm currently employs 24 
workers. 

The Traverse City to Northport track reportedly needs 
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reballasting, switch repairs, and maintenance to two 
overhead bridges. Area residents testified that the repairs 
are necessary because the cherry and lumber businesses 
served by the railroad are vital to the area's economy. 

THE UPPER PENlt,SULA 

The DOT Report divided the . Upper Peninsula of 
Michigan into two large zones- 1'66 and 167. Because 
bankrupt railroads do not operateitin these zones DOT 
did not do an analysis of potentially excess lines. How­
ever, the DOT did recommend certain points for local 
rail service. This approach elicited many unfavorable 
comments from people who did not appreciate the 
DOT's recommending that only certain points have rail 
service in an area where there are no bankrupt carriers. 
The Upper Peninsula is served by the Chicago & North 
Western (C&NW) the Chicago, Milwaukee, St. Paul & 
Pacific (Milwaukee) ; the Lake Superior & Ishpeming 
( LS&I); and, the Soo Line. , 

According to the Central Upper Peninsu la Planning 
and Development Region, the Upper Peninsula, be­
cause of custom, economics, and geography is more 
properly divided into three divisions (see Figure 5) 
rather than the two divisions selected by the DOT. 

It appears that there are a number of factors in­
digenous to the Upper Peninsula that make undiminished 
rail service essential to the continued economic well­
being of the area. These elements include: 

( I ) The type of traffic which originates in the 
Upper Peninsula is handled by rail more 
economically. The principal items carried on 
rail lines serving the area are iron ore, lumber 
and agricultural products. 22 

(2) The unemployment rate for the Upper Penin­
sular was 11.7 percent as of April 1974. Ef­
forts are under way to encourage economic 
growth and stimulate the Upper Peninsula 
economy. A number of areas have received 
loans from the Economic Development Ad­
ministration and the Upper Great Lakes Re­
gional Commission to stimulate economic 
growth. Those loans are shown below: 23 

EDA UGLRC Total 
Marquette-Ishpeming-

Negaunee Urban Center $1,500,000 S 291,200 $1 ,791,200 
Escanaba-Gladstone Urban 

Center 
Iron Mountain-Kingsford-

Norway Urban Center 
Menominee Urban Center 
Manistique Secondary Center 
Munising Secondary Center 

1,122,000 1, 122,000 

354,000 259,900 613,900 
3,636,00024 879,100 4,5 15, 100 

191,700 191,700 
738,000 83,700 821,700 

$7,350,000 $1,705,600 $9,055,600 

For footnotes 22 and 23, see page 198. 



In addition, Operation Action-UP, reported 
that the private sector has invested $368,-
000,000 in 1973 and that this will create 
2,850 new jobs. Sixteen new industries located 
in the Upper Peninsula during I 973; four 
existing industries expanded; and six compan­
ies announced plans for new plants or ex­
pansions. Rail service is considered essential 
for economic growth. 

(3) Three factors tend to inhibit the development 
of motor transportation as a viable alternative 
to rail transportation within this region: a less 
than adequate highway system; the distance 
between communities and interstate highways; 
and the existing traffic imbalance causing car­
riers to "dead head" into the region to pick 
up outbound shipments. 

To insure that, under the proposed rail restructuring, 
the public interest of the Upper Peninsula is protected, 
the Upper Great Lakes Consortium is being formed with 
members from the faculties of the University of Minne­
sota at Duluth, the University of Wisconsin at Superior, 
the University of Wisconsin at Green Bay, Michigan 
Technological University, Northern Michigan University 
and Lake Superior State College. The group will identify 
transportation problems, gather data regarding those 
problems and make recommendations to regional and 
federal rail system planners. 

The members will consider all aspects of transporta­
tion, including social, environmental and economic im­
pacts and such operational problems as snow removal 
and ice control along transport routes. The Central 
Upper Peninsula Regional Planning and Development 
Commission is also conducting a study in an effort to 
develop a regional multimodal transportation plan. This 
group did not indicate when they expect this study to 
be completed. In addition to these inputs to the plan­
ning process, labor unions in the Upper Peninsula are 
cooperating directly with the railroads in an effort to 
curtail service problems. The United Transportation 
Union and the AFL-CIO testified that they are willing 
to negotiate work rule problems because they are anxious 
to see the service and financial condition of rail car­
riers improve. 

Zone 166 

Zone 166 includes Alger, Chippewa, Delta, Luce, 

2~ Agricultural production in the Upper Peninsula is valued at 
between $30 and $35 million annually. 

2s This tabulation, from a statement submitted by the Central 
Upper Peninsula Planning and Development Region, does not 
include investments by other federal agencies, such as HUD, or 
the local expenditures required to match federal grants. 

24 This figure does not include a $2,494,000 loan. 
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Mackinac, and Schoolcraft Counties. Rail service in the 
zone is provided by the Soo Line, LS&I and the C&NW. 

The Soo Line provides the only rail service to Chip­
pewa, Luce and Mackinac Counties. The counties have 
a combined population of 65,000 people and contain 
three cities which are considered economic growth cen­
ters : Newberry, Sault Sainte Marie and St. Ignace. In this 
area, implementation of the DOT proposal is expected 
to result in loss of service to firms producing 7,230 car­
loads of freight annually. 

Newberry is the only city in the three county area 
which the DOT recommended for local rail service. 
fhe F. P. Furlong Co., a forest products dealership in 
Newberry, testified that there are approximately 2,000 
people either directly or indirectly involved in the log­
ging industry in the eastern third of the Upper Penin­
sula. These logging operations are scattered over a large 
area. Because timber and forest products are so bulky, 
local rail service is essential to a successful business. In 
many instances, the added cost of trucking logs to a 
distant railhead could not be passed on to the con­
sumers and many of the smaller logging operators 
would be forced out of business. Forest products are 
customarily shipped into Wisconsin, not south into 
Michigan's Lower Peninsula, therefore, Upper Penin­
sular loggers are tied to associated industries in Wiscon­
sin much more closely than to industries in Michigan. 
Thus firms in Wisconsin which will not lose rail service 
will be in a far superior competitive position. 

In addition to F. P. Furlong, the Kimberly-Clark 
Corporation and the Newberry Wood Products Company 
are also located in Newberry. The Newberry Wood 
Products Co. is new to the city and expects to employ 
over 200 people eventually. 

Sault Sainte Marie is encouraging development of its 
new industrial park and already has attracted one com­
pany with a potential employment of 200 to 300 people. 
Through the combined efforrs of the U.S. Department 
of Commerce, state officials and the Industrial Council 
of Sault Sainte Marie, the city has established a foreign 
trade zone to stimulate the local economy. In addition, 
the Bay Mills Indian Reservation has taken over the 
abandoned Raco Missile Site and is attempting to induce 
firms to locate here. There are approximately thirty 
buildings on the site and one sawmill is in opera­
tion . Representatives of Sault Sainte Marie indicated that 
any abandonments would jeopardize the city's efforts 
to improve the business climate. 

Currently, 13 to 14 percent of Sault Sainte Marie's 
businesses use rail service. Included among them are 
Penney's, Sears Roebuck & Co., and the Chippewa 
Tube Division of Sandleton Industries , which ships near­
ly 1,600 carloads of freight per year. Chippewa Tube is 
actually located in Dafter, 9 miles south of Sault Sainte 
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Marie. Although the total freight generated by Sault 
Sainte Marie rail users is not great, approximately 
45 ,000 carloads or bridge traffic passed through I.he 
community in 1973, primarily ca rrying wood pulp bound 
for Canada. 

The Wickes Corporation, located in Rudyard, is en­
gaged in the shelter construction industry. It receives 
lumber, paneling and plywood via rail. The firm re­
ported that it has no alternate mode of transportation. 
Wickes Corp. indicated that it has seen no evidence to 
indicate that lines classified potentially excess are the 
cause of rail problems. 

A rail car ferry service is operated by the Mackinac 
Transportation Co. across the Straits of Mackinac be­
tween St. Ignace and Mackinaw City. According to the 
St. Ignace Chamber of Commerce, implementation of 
DOT's proposal to abandon service to Mackinaw City 
would isolate the ferry, end the jobs of 25 people, and 
disrupt the flow of wood harvested in the Upper Penin­
sula and shipped via this route to the Lower Peninsula. 
The Chamber pointed out that the ferry offers transport 
flexibility which would be needed if the Mackinac 
Bridge was blocked as a result of a fire or an accident. 
The Chamber abo pointed out that the economy of the 
Upper Peninsula is developing rapidly and that rail 
service will be needed for future growth. For these 
reasons, it suggested that the ferry should be preserved, 
even if a public subsidy is necessary. According to 
Robert E. Olsen of the Upper Peninsula Commission 
for Area Progress, the primary commodities currently 
transported southpound via the ferry are lumber and 
woodchips. Brick and other building materials move 
northbound via the ferry Testimony presented by the 
Big Rapids Chamber of Commerce of Mackinaw City 
indicated that over 3,000 carloads per year move via the 
St. Ignace ferry. 

Paul Reed, Inc. employs 30 people and is located on 
the Soo Line at St. Ignace . The firm generated 20 car­
loads in 1973 and projects a need for 120 rail cars by 
1978. 

The western portion of Zone I 66 has three primary 
growth areas : Escanaba-Gladstone; Manistique; and 
Munising. The DOT Report did not recommend service 
to Manistique. 

Although Munising was recommended for service by 
the DOT, the Kimberly-Clark Corp . perceived possible 
future transportation problems with respect to rail serv­
ice over the I.S& l spur nort h from Munising Ju nction. 
Kimberly-Clark reported that the LS&l has an abandon­
ment proceeding pending for this line in JCC Docket 
No. AB-608 . The Kimberly-Clark Munising facility 
employs 494 people in the production of latex-saturated 
techn icaJ paper. The current unemployment rate in the 
area is 12 percent. The firm pays over 33 percent of 
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Munising's total tax revenue. The firm estimated that 
the loss of rai l service would increase its freight costs 
350 percent because of the higher truck freight rates and 
lost quantity discounts. Furthermore, it would have to 
double the number of its truck platforms at a cost of 
$75,000. Also, the cost of shipping its finished products 
would increase 75 percent. Adding these freight costs, 
Kimberly-Clark estimated that it would be paying over 
$2 million more per year. Jn 1973 the Kimberly-Clark 
mill generated 1,063 carloads and in 1974 they expect 
to use 1,41 6 rail cars. Kimberly-Clark owns and manages 
389,000 acres of forest land on the Upper Peninsula 
and is concerned that logging operations over the entire 
area would be curtailed severely by the adoption of the 
DOT's plan to abandon service to so many rail stations. 
As a compromise, Kimberly-Clark submitted a list of 
intermediate rail stations in Zone 166 approximately I 5 
to 20 miles apart. which, if operated under the Final 
System Plan, would adequately serve the Upper Penin­
sula forest industry. The sta11uns selected by the firm in 
Zone 166 are listed below: 

C&NW LS&/ Soo Line 

Escanaba Munising Rapid River Raco 
Brampton Cool..s Hulburt 
Beaver Gulliver Newberry 
Rock Gould City Seney 
McFarland Trout Lake Shingle ion 

Rudyard Eben 
St. Ignace Trenary 
Moram 

The Cleveland-Cliffs Iron Co. owns and manages 
330,000 acres of forest land in Zone 166. As a part of 
its forest products operation, the compan} maintains 
sawmills at Forrest Center and Shingleton. The facility 
at Forrest Center, eight miles east of Munising, generated 
761 carloads of lumber and logs in 1972, and 823 car­
loads in I 973. That plant is now undergoing a $4 mil­
lion expansion which will generate an addi tional 300 
annual carloads. Cleveland-Cliffs expects to increase 
its annual carloads to I, 148 by 1976. The company was 
gratified that Forrest Center i, one of the stations which 
the DO f recommended for local service, because the 
large volume of its freight and the great distances it 
must travel make alternative modes of transportation 
impossible. 

Zone 167 

Zone 167 includes Baraga, Dickinson, Gogebic, 
Houghton, Iron, Keweenaw, Marquette, Menominee, 
and Ontonagon Counties. Rail service in the zone is 
provided by the C&NW, the Milwaukee, the LS&I and 
the Soo Line. 

According to the Central Upper Peninsula Regional 
Planning and Development Comm ission, the eastern 
portion of Zone 167 has three primary industrial growth 



areas : Marquette-Negaunee-Ishpeming; Menominee; and 
Iron Mountain-Kingsford-Norway. 

Although the Marquette-Negaunee-Ishpeming area in 
Marquette County is rich in iron ore, witnesses testified 
that forest products are the primary commodities trans­
ported by rail in the Upper Peninsula. The Ottawa 
National Forest, which comprises less than 11 percent 
of the Peninsula, is capable of producing 79 million 
board feet of lumber and pulpwood annually. T wo 
hundred and seventy-five open timber sale contracts and 
permits are being operated by 95 logging firms in the 
forest. Edward Locke, a pulpwood dealer in Marquette, 
testified that the railroads in the Upper Peninsula have 
discriminated against pulpwood. C&NW appears to be 
only interested m carrying plywood when it can move 
a guaranteed quota, such as, a minimum of 1,000 cars 
per year from one o rigin to one dest ination. LS&I is pre­
occupied with iron ore to the detriment of pulpwood ; 
while the Soo Line has been purchasing covered hopper 
cars for grain movements as its gondola fleet dissipates. 
The gondola car shortages have hurt both the pulpwood 
dealers and the loggers. 

Cleveland-Cliffs Iron Company and Schneiders Saw­
mill are rail users in Marquette that offered information 
to the RSPO. The latter compan} commenced operations 
in 1974. 

The Cleveland-Cliffs Iron Co. has one underground 
mine in Negaunee and two open pit mines, one in 
Republic Mine, the other in Empire Mine. All three 
are located in the Marquette Jron R ange. None of the 
three points was recommended for service. The firm is 
also opening a new facility in late 1974, five miles south­
east of Ishpeming. This operation, known as the Tilden 
Mine, will provide johs for 550 people, in the production 
of iron ore pellets, and will have a payroll in excess of 
$6 mill ion. Between 1960 and 1970 mining employment 
in the Marquette-Negaunee-hhpemmg area was report­
ed to have increased by 120 percent. ln addition to its 
Tilden project, Cleveland-Cliffs is expanding its Empire 
Mine from 3.5 million to ns per year to 5.3 million tons 
per year. Cleveland-Cliffs' iron ore is moved entirely by 
rail to either the Port of Escanaba (Zone 166) or the 
Port of Marquette. In 1974 the fi rm expects to ship 
159,300 carloads of ore. Rail usage is expected to in­
crease to 2 13,676 carloads in 1975 when the Tilden 
Mine is in full operation. Inbound raw materials to the 
mines are estimated to be 1,986 carloads m 1974 and 
3,054 carloads in 1975 . 

Ra il users from the Menominee area who offered 
information to the RSPO include. Bell Fiber at Memom­
inee; Peterson Brothers in Carney, which generated 
700 carloads of pulpwood in 1973; and Midland Co­
operative Fertilizer in Powers. Midland Cooperative 
Fertilizer receives carloads of muriated potash, dimon­
ium phosphate and triple super phosphate and ships 
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fertilizer to over 1,000 Upper Peninsula fa rmers. Mid­
land generated 72 carloads m fiscal 1971-72, 74 car­
loads m fiscal 1972-73 and 90 carloads m fiscal I 973-
74. The firm employs four workers and anticipates a 
substantial growth over the next five years. If rail service 
is discontinued to its plant, Midland would be forced to 
close. Because this is the only fertilizer manufacturer in 
the Upper Peninsula, its closure would cause an esti­
mated l O to 20 percent increase in the cost of trans­
porting fertilizer to farmers . According to Midland 's 
testimony, other shippers located in Powers include 
loggers, machine shops, and sawmills. 

The Iron Mountain-Kingsford-Norway area is located 
within Dickinson County. In 1963, the county's manu­
facturing employment stood at 1,900 persons; m 1969 
employment had grown to 2.605 , and there were in 
excess of 2,900 people employed by the country's manu­
facturing firms by 1974. This upward trend is not ex­
pected to continue if rail service in the area is curtailed. 
According to the Dickinson County Chamber of Com­
merce, 43,099 carloads are generated annually from 48 
shippers m the area The Chamber submitted traffic data 
for firms using rail service m the area (Table 155). 

Three specific truck transport problems were noted : 
the unwillingness of truckers to service the Menominee 
area because of the backhaul problem; the severe weight 
limitations imposed by Michigan's seasonal " frost" laws; 
and the higher cost of truclring. The Niagara of Wis­
consin Corporation reported that the present rail rate 
for ground wood is $4.31 per ton as compared to 
$12 98 per ton via motor carrier If forced to switch 
to truck, Niagara estimates that Its annual transportation 
costs on ground wood shipments would increase over 
$100,000, coal shipments would increase by $300,000, 
and wood pulp shipments would increase by $57,850. 
Northland Associate Grocers' annual freight bi ll would 
rise 68 3 percent or $27,038.74 if it were required to use 
motor transportation. 

People m the western portion of Zone 167 were con­
cerned about the following lines: 

( 1) The Soo Line from L'Anse to Calumet. 

(2) T he Milwaukee line from Sidnaw to Onton­
agon. 

( 3) The Soo Line from Bergland to White Pine. 

( 4) T he C&NW line from Ironwood to Stager. 

L'Anse was the only town on these four line seg­
ments recommended for local rail service. 

T he testimony presented indicated that the entire 
copper range area ( Keweenaw-Houghton-Ontonagon) is 
undergoing renewed economic growth as a result of 
increased mining activity For example, the Quincy Mine 
located on a Soo Line spur between Houghton and 
Calumet is undergoing renewed exploration c1nd the 



Table 155: Traffic Profile: Iron Mountain-Kingsford­
Norway Area, Dickinson County 

Estimated carloads 
Rail user Commodity 1972 1973 Pro;ected 
Iron Mountain 

J.M. Malin Co. 
Maracini & Sons 
Superior Equipment 

Steel 10 
Kitchen cabinets, lumber 62 

Co. Heavy equipment 4 
Wisconsin-Michigan 

Power Co. 
Schneiders Iron & 

Metal 
Solom Scrap Iron & 

Metal Co. 
Standard Service & 

Supply 
Laing Lumber Co. 
Les Cove, Inc. 
Wittock Supply Co. 

I. Zack & Sons 
County Road 

Commission 
Peninsula Oil 
Miller Products & 

Supply Co. 
Atlantic Richfield Co. 
Ball & Christy Furni­

ture Co. 
Champion, Inc. 
Christian Forest 

Products 
City of Iron Mountain 
M. Cohodes & Sons 
D & B Distributors 
Dickinson Homes, Inc. 

East King~ford Iron 

Poles 

Scrap iron 

Scrap iron 

Oxygen 
Lumber 
Lumber 
Steel & cast 

iron piping 
Fresh produce I 0 
Construction 

materials 
Lube oil 
Cement, cinders, 

brick 
Motor oil 

Furniture 
Equipment 

Pulpwood 

Meat, canned goods 
Building materials 
Lumber, building 

materials 

& Metal Scrap iron 
Fox Forest Products Lumber, pulpwood 
Goulette Cold Storage Institutional foods 
Iron Mountain Gas Co. Propane gas 
K & G Appliance & 

Gas Co. LP gas 
Kafka Asphalt & 

Petroleum Co. Asphalt 
Khoury Bros. Furniture 
Cleveland-Cliffs Iron 

Co. Lumber, chips 

Norway 

Norway Gravure Inc. 
Lofholm Lumber Co. 
Lori's Feed Mill 

Inger Teco Corp. 
Northland Associate 

Grocers, Inc. 
Kimberly-Clark 

Paper 
Lumber, roofing 
Feed, fertilizer 

phosphate 
Metal pellets 
Grocery 

products 417 

Grede Foundries, Inc. Bentonite clay, 
scrap iron, coke 

40 

10 

2S 

48 
7 

30 

so 
76 

18 

200 
3 

7 
2 

20 
10 

4 

3S 

20 

260 
60 
S4 
35 

24 

180 
118 

450 

4S 
6 

15 
60 

450 
3,300 

100 
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Estimated carloads 
Rail user Commodity 1972 1973 Pro;ected 
Kingsford 

LoDal Inc. Steel, containers ISO 
Martens Manufactur-

ing, Inc. Wood products 110 
Nelson Paint Co. Cans 6 
Wisconsin Wholesale Building materials 20 
Lake Superior Lumber 

Co. Lumber 
Markell Co. Roofing 3 
Lake Shore, Inc. 4S 

Quinnesec, Randvil/e 
and Niagara 

Gulf Oil Co. Ammonium nitrate, 
sodium nitrate, 
gilsonite, naphtha 120 

Hanna Mining Co. Iron ore pellets, 
bentonite clay 29,600 

Niagara of Wisconsin Printing paper, 
Paper Corp. pulp, clay 6,66S 7,ISO-

7,420 
Charney 

Peterson Brothers Pulpwood 700 200 

Homestead Mine in Calumet is being reclaimed. In 
addition, a number of industrial parks are being de­
veloped. The investment in industrial parks in Baraga 
County has reached $350,000. The Houghton Industrial 
Park, one of six such developments in Houghton County, 
is another example of economic growth. The Western 
Upper Peninsula Regional Planning & Development 
Commission reported that those six developments have 
been granted over $4.7 million by the federal Economic 
Development Administration. 

Rail users located on the Soo's L'Anse to Calumet 
line who offered information to the RSPO were: the 
Goodman-Staniforth Division of Universal Oil Products, 
which generated 310 carloads of logs, lumber, and wood 
chips in 1973; the Sultex Company located in L'Anse; 
and the R & M Fabricating Co., Saylow Lumber Co., 
Inc., and Twentieth Century Manufacturing Co., all 
located in Houghton. A spur from Houghton to Lake 
Linden reportedly serves three businesses, however, 
none was specifically identified. 

The Sidnaw to Ontonagon line is operated by the 
Milwaukee and serves the communities of Sidnaw, Frost, 
Pori, Rousseau, McKeever, Mass and Ontonagon. The 
line needs repair according to James E . Clark, Village 
Clerk of Ontonagon. 

The Hoerner-Waldorf Company generated 3,555 car­
loads of caustic soda, coal, paperboard and pulp over 
this line in 1973. When the company's new paper 
machine begins operating in 1975, its rail needs will 
double. Hoerner-Waldorf reported that the DOT's failure 
to recommend the Ontonagon station for local service is 
troublesome because there are no transportation alter-



natives available to it. Motor transportation is precluded 
because of its higher cost and lack of availability. The 
firm alleged that there is only one general commodity 
common carrier serving Ontonagon. The company re­
ported that its rail use is greater than six of the stations 
recommended for local rail service and a lmost equal to 
a 7th point, Menominee. Although H oerner-Waldorf is 
the only substantial rail user in Ontonagon , the Mil­
waukee also services the Marquette Company and the 
Lake Superior Mining Company, which has undertaken 
new exploration of the Winona Mine. 

The 14 mile Bergland to White Pine line is operated 
by the Soo Line and serves only the White Pine Copper 
Co., which employs 3,000 people. In 1972 the mining 
operation at White Pine generated 4,946 carloads of 
coal, copper and limestone. In 1973, rail usage increased 
to 5,334 carloads. The firm·s testimony indicated that it 
cannot continue profitable operations without rail serv­
ice and that the DOT's failure to recommend White Pine 
for local service cannot be justified in view of the pres­
ent freight volume generated by the company. According 
to the White Pine Copper Co., in the last 26 years the 
Manistique and Lake Superior Railroad, the Copper 
Range Railroad and the cross-lake ferry service between 
Manistique and Menominee have all abandoned service 
to the area. 

The Ironwood to Stager line is operated by the c&NW 
and serves Ironwood, Bessemer, Marenisco, Iron River, 
and Stager. Concern over the possible loss of local rail 
service under the DOT proposal centered around the 
effect upon community growth, unemployment, and 
transportation costs. 

The City of Ironwood reported the establishment of 
an industrial development program to expand its econo­
my. In addition, the Economic Development Administra­
tion has granted Jronwood $230,000 to aid in construc­
tion of an industrial park adjacent to the C&NW and 
the Soo Line. Adequate rail service is considered es­
sential to this city because it is I 00 miles from an inter­
state highway and there are no facilities to load or 
unload piggyback units. The Ironwood Industrial De­
velopment Corporation indicated that the availability of 
TOFC / COFC service would aid in attracting several 
firms now considering locating in the Ironwood Indus­
trial Park. 

According to the City of I ronwood , the loss or cur­
tailment of rail freight service could cost 2,000 em­
ployees their jobs. Losses could be expected among 
loggers, mill workers, and the employees of Ironwood 
Products Co. and White Pine Copper Co. One thousand 
residents of Ironwood are employed at the White Pine 
Copper Co. 

There are 14 businesses using rail service in the I ron­
wood-Bessemer- Hurley area, which together employ 650 
people and pay rail freight bills in excess of $1 million 
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annually. Table 156 provides traffic data concerning 
these finns . 

Table 156: Traffic Profile: Ironwood-Bessemer-
Hurley Area 

Estimated carloads 
Rail user Commodity 1972 1973 Projectetfl 

Ironwood products Plywood, 
Co.2 chips 2,265 2,364 854 

Ahonen Lumber Co.8 Lumber, chips, 
sawdust, pulp, 
veneer logs 341 234 

Steiger Lumber Co.2 Lumber, pulp 214 77 
Forslund Lumber Co. Lumber, build-

ing supplies 15 15 2 
D & B Freight Lumber, build-

ing supplies 30 30 10 
Laird Lumber Co. Lumber, brick 6 5 3 
Independent Logging 

Operators~ Pulpwood 146 118 20 
Schult Mobile Hornes Lumber, 

insulation 104 103 
Sams Salvage Scrap iron 4 5 4 
McKevitt Furniture Furniture 6 8 I 
O.K. Auto Co. Floor Dry 3 3 I 
Cohodas Paoli Food products 42 33 8 
Ironwood Daily Globe Newsprint 14 14 14 
City of Ironwood Salt, chloride, 

lime chips, 
stone 9 8 4 

1 Figures are for the first 4 months of 1974 for all but the Iron­
wood Daily Globe. 
2 Ironwood Products Company and Steiger Lumber Company 
are the only rail users in Bessemer. Ironwood Products employs 
2~5 people directly and indirectly provides a livelihood for 300 
loggers. 
3 Ahonen Lumber Co. plans an expansion which will produce 
50 new jobs contingent upon continued rail service. 
1 Many of the independent loggers in the area use rail service 
provided over the one-mile spur at Leimens. 

The Kimberly-Clark Corporation maintains mills in 
Marenisco on the C&NW and at Champion in Marquette 
County at the junction of the Soo Line and the Mil­
waukee Road. Neither of these two points was recom­
mended for local rail service by the DOT. These mills 
are heavily dependent on rail and loss of local service 
would result in termination of employment for 300 em­
ployees. Kimberly-Clark is currently engaged in a $2 
million expansion program at its Marenisco sawmill. 

Kimberly-Clark submitted a list of rail stations in 
Zone 167, which it believes must have rail service in 
the Final System Plan. The stations selected by the firm 
in Zone 167 are listed below : 

C&NW Milwaukee Road Sao Line 
Waucedah Mitchell Spur Wakefield 
Hermansville Republic Tula 
Ironwood Witch Lake Lake Gogebic 
Bessemer Channing Bergland 



C&NW 
Wakefield 
Marenisco 
Everest Siding 

( Black Siding) 
Watersmeet 
Elmwood 
Hazel 
Iron River 
Balsam 
Florence (Wisconsin) 
McFarland 
Little Lake 
Negaunee 
Carney 
Daggett 
Iron Mountain 

Milwaukee Road Soo Line 

Sagola Ewen 
Iron Mountain Bruce Crossing 
Ontonagon Trout Creek 
Mass Kenton 
Sidnaw Sidnaw 
Amasa Covington 
Kelso Junction L'Anse 

Nestoria 
Champion 

( Disheau Pit) 

Persons from the Iron River area who offered infor­
mation to the RSPO included: Coleman Products, which 
employs 300 people in the Iron River Industrial Park; 
American Motors Corp. which will begin operations and 
rail use in 1974; and Happy Homes Company, a modu­
lar home manufacturer using rail service at its plant in 
Caspian Park, south of Iron River. 

PASSENGER SERVICE 

Concern for passenger transportation was voiced by 
several groups and private citizens. The lzaac Walton 
League, for example, stressed the need to preserve the 
state's natural beauty and to promote passenger service 
as an efficient mode of travel. Almond Cressman, Chair­
man of the Tri-County Regional Planning Commission 
reported that rail is about four times more efficient in 
fuel used per passenger mile than automobiles and five­
ten times more efficient than airplanes. John DeLora, 
Chairman of the Michigan Association of Railroad Pas­
sengers, reported that the Michigan Bureau of Urban 
and Mass Transportation is preparing a master plan 
for future rail passenger service. In order to incorporate 
its conclusions and recommendations into the final re­
organized rail system, the Michigan Association request­
ed that there be no service abandonments until this 
plan is completed and that any non-Amtrak railroad 
acquiring track, be required to provide service over that 
track if requested to do so by either Amtrak or by the 
State under Section 403(b) of the Amtrak bill. 

Suggestions for rail passenger service came from a 
number of Michigan citizens and included the following: 

( 1) The institution of ski trains over the PC line 
north from Grand Rapids via Cadillac and 
Boyne Falls. According to Mr. DeLora, this 
line also has potential for summer tourists, for 
fall color tours, and for hunters. 

(2) The institution of passenger service from Tra-
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verse City to Lansing, Detroit, Toledo and 
Chicago. 

( 3) The institution of an excursion service to 
Sleeping Bear National Park and from On­
tonagon to the Lower Peninsula. 

The National Association of the Physically Handi­
capped, Inc. and the National Congress of the Organi­
zation of the Physically Handicapped noted that Public 
Law 91-45 3 demands that mass transportation be made 
available to the aged and the disabled. lo fulfilling this 
mandate the proposed rail restructuring must include 
assistance and/or facilities to enable the elderly and the 
non-mobile to board trains. 

The Southeast Michigan Travel and Tourist Associa­
tion and the Michigan Tourist Council spoke in favor 
of expanding rail passenger service and mentioned 
service to be instituted between Port Huron and Chicago. 

PUBLIC CRITICISM OF THE DOT REPORT 

Many submissions criticized the DOT's proposal for 
eliminating rail service, the most vital link in a com­
munity's growth potential. They stated that abandon­
ments would undermine the work of federal agencies in 
areas such as rural development, reducing unemploy­
ment and community growth. 

John Woodford. Director of the State Department of 
Highways and Transportation, reported that sixteen 
counties including 300 local commumties would be left 
without rail service if the DOT Report were adopted as 
the Final System Piao. Furthermore, more than 130 of 
330 grain and dry edible bean elevators in the state 
would be cut off from the core rail system. Likewise, 
29 of 60 fruit and vegetable processing plants and 16 
counties would be without rail service. Rail service to 
Camp Grayling and Grayling Army Airfield would be 
lost. In addition, large areas of Michigan and Wisconsin 
would be denied direct east-west rail service by the 
elimination of rail car ferries across Lake Michigan. Rail 
service from the Upper Peninsula would be cut off from 
the Lower Peninsula by the elimination of the PC ferry 
service across the Mackinac Straits. 

Donald Moe, secretary manager of the Michigan 
Retail Lumber Dealers Association, reported that 388 
of its 676 members would lose rail service under the 
DOT plan. These 388 estimated that their 1973 carload 
receipts totalled 13,641 carloads as compared to 37,643 
received by the 676 dealers. Mr. Moe also reported that, 
out of the 696 Michigan stations listed in the DOT 
Report, only 167 would receive local rail service. 

The General Motors Corporation stressed the inter­
dependency of its plant operations and the importance 
of scheduled transportation to production lines. In 1973 
GM's 42 plants on PC shipped and received 8,300 car-



loads weekly. GM generally concurs in the basic con­
clusions and recommendations contained in the DOT 
Report. 

Several submissions noted that the cost of repairing 
one mile of track is $200,000, compared with $1 million 
to $100 million to build a mile of highway, and con­
cluded that there is no question which system of trans­
portation is more economical. Dr. Barry Commoner, who 
was quoted frequently, has estimated that it takes about 
624 BTUs to move one ton of freight one mile by rail but 
3,460 BTUs to move the same amount the same distance 
by truck. This means that trucks burn nearly six times as 
much fuel as railroads and emit about six times as much 
environmental pollution in moving the same amount 
of freight. The amount of power required to produce 
the cement and steel needed to lay down a mile of four­
lane highway essential for truck traffic is 3.6 times the 
power needed to produce the steel track for comparable 
railroad traffic. Finally, a highway takes up a 400 foot 
right-of-way while the railroad only uses 100 feet. 

Ford Motor Company generally agreed with the DOT 
Report but believed that more than two railroads can 
be justified between major shipping points; that historical 
carload volume should not be the sole test for determin­
ing the need for rail service; and that adequacy of yard 
and terminal facilities is the key to making the restruc­
tured system work. DOT's 1 972 data was accurate with 
regard to Ford, however, in 1973 Ford opened new 
plants and increased its traffic substantially. The discus­
sion of Ford's specific plants occurs in the appropriate 
zone. 

The Charlevoix County Planning Commission stated 
its belief that a well managed rail company providing 
fast, reliable service could make money operating in 
northern Michigan and pointed to the Detroit and 
Mackinac line in the northeastern part of the State as 
an example. 

The Mackinac Chapter of the Sierra Club and the 
Environmental Law Society of the University of Michi­
gan Law School criticized the DOT Report on several 
grounds. It used a fixed demand figure to find excess 
plant capacity when even after ten years of wretched 
service and deteriorating car fleets the PC is turning 
away 2,900 carloads a week . It did not consider actual 
revenues and costs but only considered loadings and 
tonnages. It stressed full use of physical capacity, not 
optimum economic utilization of plant so that main 
lines and feeders would be abandoned until at least 18 
trains a day operated on the remaining lines; however, 
operations at such a level would be impractical and 
uneconomic because there would be no time to perform 
the high level of maintenance required and because 
derailments, mechanical failures or employee error could 
cause cascading disruption th roughout the operation. 
The Report made no provision for the obvious capital 
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costs of expanding and rebuilding the yards and support 
facilities which would be essential to handle the increased 
traffic over the remaining routes. Finally, the report 
failed to deal with the work rules situation that would 
come about if lines classified as potentially excess were 
abandoned. 

Consumer groups testified that rail transportation is 
necessary for the delivery of food supplies. Farmers are 
concerned about losing their investment in cooperative 
elevators and about paying more for fertilizer and farm 
implements but receiving less for their crops. Agriculture 
is the number two industry in the state. Farmers in the 
six county "thumb" area are especially concerned be­
cause the DOT Report would severely limit rail service 
and the State Highway Commission has no plans to 
expand the area's two-lane highway system. Many 
farmers depend on local businesses for part time or full 
time employment, and the loss of rail service would 
da:nage industrial development. 

The Northeast Michigan Regional Planning and De­
velopment Commission criticized the DOT Report for 
failing to deal with what DOT identified as the two 
prime factors in the railroads decline (massive federal 
grants supporting rail competion and inflexible and 
archaic work rules). 

The Public Interest Resea rch Group in Michigan, a 
consumer and environmental group with 25,000 student 
members, stated that abandonment is not the answer. 
It pointed out many areas such as taxation, road bed 
maintenance and rate making which prevent rail and 
motor carriers from competing on equal terms. 

Consumers Power Co., a gas and electric utility 
operating in 67 of the 68 <;ounties in the Lower Penin­
sula, ships bituminous coal, large transformers, utility 
poles, gas pipe and irradiated fuels by rail. lt selected 
its plant locations based on the availability of rail serv­
ice; the use of trucks would be more expensive and for 
certain items impossible at times. Consumers Power 
opposed the wholesale abandonments proposed by the 
DOT Report because they would reduce the reliability 
of rail service. For example, Consumers receives large 
quantities of coal shipped from Sunny Hill, Ohio to 
Essexville, Michigan . The DOT proposal would leave 
only one set of tracks available for these shipments. If 
any interference occurred on these tracks, there would be 
no alternative routing available. Economic viability 
should not be the sole criteria for determining which 
lines should be retained. Community needs, practicality 
of alternative methods of transporta tion and the fact 
that the Governor's Special Commission on Energy has 
reported that it takes 5.7 times as much energy to move 
a ton by truck as it does by rail, are other factors which 
should be considered. 

Agrico Chemical Co. ships 1,314 carloads per year to 



25 destinations in Michigan· which are located on lines 
classified potentially excess. Alternative modes of de­
livery would pose problems. For example, trucking raw 
material from Florida and Saskatchewan would be im­
practical. Deliveries at the nearest remaining rail head 
would require a $20,000 to $ I 00,000 investment in new 
facilities and $5 to $10 more per ton to cover handling 
and trucking. To move plants to trackage not scheduled 
for abandonment would cause Agrico to lose invest­
ments which vary from a few thousand to over $100,000. 
Agrico is looking at new marketing concepts by which 
it could consolidate some of its locations and abandon 
certain markets. 

The DOT Report would leave J. P. Burroughs' 17 
grain-bean elevators in Michigan without rail service. 
As nearly as the company can compute, the average 
additional cost would be about 32 cents a bushel and 
the additional trucks required would be 5,200. The 
largest volume crops handled at these elevators are corn 
and navy beans. Both are best suited to movement in 
jumbo hopper cars. Corn moves primarily to New Eng­
land for livestock feed. Michigan produces 90 percent 
of all navy beans grown in the world and the major 
canners, Campbell Soup, Stokely Van-Camp and H. J. 
Heinz, can receive only hopper cars at most of their 
factories . Burroughs was concerned that the DOT Re­
port did not consider what coaloads would have been 
shipped if cars were available as needed. 

The Lansing Grain Company estimated the reduced 
value of wheat and com crops in l 973 and 1974 if they 
were trucked to Saginaw, Detroit and Toledo. The aver­
age truck-delivered price for wheat at Saginaw, Detroit 
and Toledo would have been 8 cents a bushel less than 
the same value of the grain in rail cars at country ele­
vators. For corn, the average truck-delivered price was 
6½ cents a bushel less. In addition, it would have cost 
10¢ more per bushel to ship both crops by truck. It 
appears to the Lansing Grain Company that the DOT 
plan must have been drawn up with complete disregard 
for what has been happening domestically and inter­
nationally regarding supply and demand for food . 

The following additional criticisms were also submit­
ted to the RSPO: 

( 1) The DOT failed to consider all the goals of 
the Act, particularly preserving the environ­
ment and maintaining social and economic 
conditions in areas in the region presently 
served by rail service. 

(2) The DOT gave llttle consideration to either 
intramodal or intennodal competition. 

(3 ) The DOT did not determine whether or not 
alternative modes of transportation exist in 
areas where Jines were declared potentially 
excess. 
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( 4) The DOT Report is only a vehicle to permit 
the railroads to abandon unprofitable lines. 

(5) The DOT Report made no recommendations 
for improving existing rail service and facilities. 

(6) The carload criteria, on which the DOT based 
its restructuring proposal, is too narrow to 
give an accurate picture of rail needs or use. 

(7) Copies of the DOT Report were not readily 
available. 

(8) The DOT gave inadequate consideration to 
rail passenger service. Furthermore, the DOT 
gave no consideration to the possibility of im­
proving passenger service or developing new 
mass transit alternatives such as the Auto­
Train. 

(9) The DOT made no attempt to gather infor­
mation regarding the nature and needs of 
local communities and industries. 

(I 0) The DOT used data which was outdated and, 
in certain cases, inaccurate. Moreover, the 
DOT used freight data for a single year only. 
This approach did not pennit a complete 
understanding of the historical use of the line 
and did not consider rail strikes, car shortages, 
natural disasters, or the energy crisis. 

( l 1) The DOT did not allow for adequate mainte­
nance and upkeep time in its determination 
of the operating capacity of a single-tracked 
line with CTC. DOT's capacity requirement 
requires a train to pass every 24 minutes. 

( 12) In many cases the DOT used billing stations 
instead of actual originating and terminating 
points. 

( 13) The DOT recommended rail service over lines 
which have already been abandoned. 

( 14) The DOT did not evaluate all rail lines. 

(15) The DOT labeled many profitable lines "po­
tentially excess". 

( 16) The DOT recommended stations for local 
service on lines it designated potentially ex­
cess. 

( I 7) The DOT did not consider the need for ade­
quate connections between rail lines. 

( 18) The DOT did not consider bridge traffic in its 
evaluation of individual lines. 

( 19) The DOT plan violates the mandate of the 
Act by disrupting existing patterns of freight 
movement. 
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(20) The DOT did not recognize the need for a 

certain amount of excess capacity. 

(21) The DOT Report undermines other national 
policies. 

(22) The DOT did not consider the potential for 
future development in local communities. 

(23) The DOT gave little consideration to national 
defense needs. 

( 24) The DOT plan gave no consideration to the 
possible impact its recommendations would 
have on the country's balance of payments. 

(25) The DOT did not consider the impact of its 
plan on food production in the northeast and 
midwest region. 

(26) The DOT ignored the fact that many busi­
nesses are set up to receive only rail delivered 
shipments. 

(27) The DOT did not consider the national effort 
to lessen energy consumption. 

(28) The DOT did not consider the potential for 
COFC and TOFC movements. 

(29) The DOT Report ignored the vital service 
provided by the cross-lake ferr) system. 

( 30) The DOT failed to recognize railroads as an 
integral part of a national transportation 
system. 

(31) The DOT made frequent zone map errors. 

(32) The DOT made no effort to quantify the po­
tential profits from improved rail service. 

( 3 3) The DOT Report is not clear as to whether 
the profitability of Conrail is to be determined 
by looking at the ~y~tem as a whole or b:y ap­
plying formulas to each branch line separately. 

(34) The DOT Report is unclear as to the relation­
ship between bankrupt and solvent railroads. 

( 35) DOT ignored the capital costs required to im­
plement its plan. 

(36) DOT did not publish its entire report in the 
Federal Register. 

(37) Under DOT's carload criterion, profits on 
branch lines are underestimated. 

( 38) The Report is unclear about whether each 
point which was not recommended for service 
was considered independently of all other 
points between it and the closest viable point 
or whether cumulations of traffic generated by 
the series of such points were plotted against 
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the route miles of track to determine whether 
a point was recommended for service. 

RECOMMENDATIONS 

Gerald Marshall, Vice President of the Lansing Grain 
Company, stated his belief that the whole nation needs 
an improved and expanded rail system and recommend­
ed financing the construction and maintenance of rail­
road rights-of-way and road beds in the same manner 
as highways; retaining or reestablishing railroad com­
petitors; eliminating uneconomic work rules; and creat­
ing a penalty payable by the railroads for failure to 
move cars efficiently. 

On August 14, 1974, the Michigan Agriculture Com­
mission adopted a proposed rail plan to serve Michigan's 
agricultural needs. The total statement, as amended, is 
too extensive to be discussed adequately within the 
limited context of this report, nevertheless, the following 
significant recommendations should be noted. 

The Commission stated that, as of July 1, 1974, rail 
trackage between the following points is deemed to be 
vital to the needs and requirements of Michigan's agri­
cultural interests and activities, and therefore, should be 
retained: 

(1) Ann Arbor Railroad Company 

Toledo, Ohio and Frankfort 

(2) C&O/B&O 

Grand Beach and Hart 
Hartford and Paw Paw 
Berry and Fremont 
Holland and Grand Rapids 
Greenville and Remus 
Grand Rapids and Baldwin 
Edmore and Saginaw 
Saginaw and Ludington 
Walhalla and Petoskey 
Tra,erse Cit) and Suttons Bay 
Edmore and Lake View 
Williamsburg and Elk Rapids 
Saginaw and Port Huron 
Croswell and Port Austin 
Palms and Harbor Beach 
Saginaw and Toledo, Ohio 
Grand Rapids and Detroit 
Holland and Hamilton 
Greenville and Elmdale 
Poland and Sandusky 
Saginaw and Bad Axe 
Portland and Grand Ledge 

(3) Detroit & Mackinac Railway Company 

Bay City and Cheboygan 

I 



(4) Detroit, Toledo & Ironton Railroad Company 

Detroit and Metamora, Ohio 
Petersburg and Toledo, Ohio 
Milan and Toledo, Ohio 
Adrian and Tecumseh 

(5) Grand Trunk Western Railroad 

Port Huron and Detroit 
Detroit and Grand Haven 
Edwardsburg and Port Huron 
Ashley and Greenville 
Pontiac and Pigeon 

(6) Norfolk & Western Railway Company 

Detroit and Munson 

(7) Penn Central 

Jonesville and Hillsdale 
New Buffalo and Detroi t 
White Pigeon and Jackson 
Waldron and Grand Rapids 
Kalamazoo and Lamar 
Kalamazoo and Doster and Richland 
Three Rivers and Jackson 
Jonesville and Litchfield 
Rives Jct. and Gaylord 
Lenawee Jct. and Sylvania, Ohio 
Hillsdale and Montgomery 
Kalamazoo and Sturgis 
A point 3 miles west of Adrian at 

Whig Highway and Lenawee Jct. 
Grosvenor and Morenci 
Saline and Ypsilanti 
Vassar and Colling 
Grand Rapids and Mackinaw City 
Bay City and Midland 
Vistula and Kalamazoo 
Kalamazoo and Grand Rapids 
Tecumseh and Clinton 
Benton Harbor and Bertrand 
Mackinaw City and Cheboygan 
Tecumseh and Lenawee Jct. 

Junction of the AA to Ida 
Munger and Vassar 

(8) Port Huron & Detroit Railroad 

Port Huron and Marine City 

(9) Railroad Car Ferry Service 

Frankfort and Kewaunee, Wisconsin 
(Ann Arbor) 
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Ludington and Manitowoc, Wisconsin 
(C&O/B&O) 

Muskegon and Milwaukee, Wisconsin 
(Grand Trunk Western) 

St. Ignace and Mackinaw City 
(Penn Central-Soo Line-Mackinac) 

Rail trackage between the following points is deemed 
to be marginal to the needs and requirements of Michi­
gan's agricultural interests and activities: 

(1) Cadillac & Lake City Railway 

Falmouth and Missaukee Junction 

(2) C&O/B&O 

Ionia and Portland 
South Haven and Hartford 
Coleman and Mt. Pleasant 
McGrew and Otisville 

(3) Grand Trunk Western Railroad 

Richmond and Pontiac 
Jackson and Walled Lake 
Durand and Saginaw 

(4) Penn Central 

Walton Jct. and Traverse City 
Vassar and Detroit 
Muskegon and Grand Rapids 
Gaylord and Cheboygan 

(5) Railroad Car Ferry Service 

Frankfort and Manitowoc, Wisconsin 
(Ann Arbor) 

Ludington and Milwaukee, Wisconsin 
(C&O/B&O ) 

Ludington and Kewaunee, Wisconsin 
(C&O/B&O) 

The Michigan Agriculture Commission stated that as 
of July 1, 1974 the rail lines between the followmg 
points should be considered candidates I or abandon­
ment. 

(1) C&O/B&O 

Onekama and Onekama Jct. 
Croswell and Port Huron 

(2) Grand Trunk Western 

Pontiac and Walled Lake 
Pigeon and Caseville 



(3) Penn Central 

Hillsdale and North Adams 
Hillsdale and Osseo 
Cement City and Brooklyn 
Hudson and a point 3 miles west of 

Adrian at Whig Highway 
Colling and Back 
South Haven and Kalamazoo 
Lewawee Jct. and Junction with AA 

(4) Railroad Car Ferry Service 

Frankfort and Menominee 
(Ann Arbor) 

Other recommendations advanced by the Michigan 
Agriculture Commission included: 

( 1) Consideration should be given to allowing the 
D&M to acquire PC's tracks from Mac)cjnaw 
City to Bay City. 

(2) The State of Michigan should enact rail sub­
sidy legislation in order to have state matching 
monies available for federal subsidy of these 
necessary state rail lines that are not a part of 
the Final System Plan. 

( 3) Arrangements could be made by the railroads 
whereby customers on a so-called "branch 
line" would be served by special trains on a 
special schedule. The Milwaukee Road, for 
instance, has special grain trains to serve 
country elevators located on branch lines. 
Grains could be moved via trucks from coun­
try elevators to a nearby rail facility. Under 
this arragement, the all-rail freight rate would 
be protected and light density tracks could be 
abandoned. 

The following general recommendations for improv-
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ing the planning process were offered by Michigan resi­
dents: 

( 1) Rail restructuring must include local and state 
participation so as to give adequate considera­
tion to local, state and regional needs. 

(2) The railroads should be nationalized. 

(3) The railroads should be given local and state 
tax exemptions. 

( 4) The railroads should receive equal treatment 
with other modes of transportation. 

(5) The federal government should buy the road­
beds, take responsibility for their upkeep, and 
charge the railroads for using them. 

( 6) An analysis of traffic volume should include 
data on requested cars as well as actual cars 
used. 

(7) Contracts for hauling U.S. mail should be re­
instated with the railroads. 

( 8) Highway trust funds should be utilized to up­
grade the railroads. 

(9) Abandoned rail rights-of-way should be main­
tained for public use. 

( 10) The Department of Defense should contribute 
to the upkeep of the railroads. 

( 11) The Board of Directors of USRA should in­
clude representatives of small cities and rural 
areas. 

( 12) A fairer division of rates between originating 
and terminating railroads should be adopted. 

(13) Government policy should al low the rai lroads 
a reasonable rate of return on their invest­
ments in much the same manner that utilit ies 
are regulated. 



STATES BEYOND THE REGION 

In defining the region, the Act provides for its exten­
sion into all or parts of contiguous states at the discretion 
of the Interstate Commerce Commission. On January 14, 
1974, by orde1 entered in Ex Parte No. 293, the Com­
mission found that the region should be extended to 
include points in the St. Louis, Missouri and Louisville, 
Kentucky, standard metropolitan statistical areas and to 
Kewaunee and Manitowoc, Wisconsin. St. Louis and 
Louisville are stations on the Penn Central; the two 
Wisconsin points are stations on the Ann Arbor Railroad, 
although served only by that railroad's Lake Michigan 
ferry service. Subsequently, the Commission ordered the 
region extended to include Milwaukee, Wisconsin, termi­
nal point of ferry service operated by the Chesapeake & 
Ohio and Grand Trunk Western Railroads. 

Three of the zones into which the DOT Report divided 
the region extend beyond its original 17-state area. Two 
of these zones-St. Louis (323) and Louisville (205)­
correspond to extensions of the region ordered by the 
Commission. The third encompasses an area in Iowa in­
cluded in the Davenport, Iowa-Rock Island-Moline, Illi­
nois standard metropolitan statistical area. 

While the preponderance of the testimony and submis­
sions to the Rail Services Planning Office dealt with the 
railroad system within the 17 states of the Midwest and 
Northeast region of the United States as originally defined 
in the Act, a significant amount of concern was also 
expressed by individuals and firms located in other states, 
particularly those contiguous to the states in the region. 
Submissions received from interests in the contiguous 
states of Iowa, Kentucky, Missouri, and Wisconsin, and 
also from Minnesota and Tennessee are summarized in 
this part of the report. 

IOWA 

The responses received from Iowa included the testi­
mony of city officials of Davenport, Iowa, and two firms 
located in Cedar Rapids, Iowa. 

Davenport is located across the Mississippi River from 
Rock Island and Moline, Illinois, and the city of Daven­
port generally opposes any reduction in rail service in 
this area. In particular, it is opposed to abandonment of 
the only line in Iowa found in the DOT Report to be 
potentially excess-a Chicago, Milwaukee, St. Paul, and 
Pacific Railroad line from Davenport to Eldridge. The 
reasons for its opposition were twofold. First, without the 
present rail system, job and personal income losses lead-
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ing to an immediate economic setback could be expected. 
Second, the abandonment of rail lines would retard the 
potential future growth of this area. According to city 
officials, there are some 3,400 acres of industrial sites 
within Davenport where industry is either operating, 
planned, or under construction. 

Penick and Ford, Limited, a shipper of corn products 
at Cedar Rapids reported that it ships 4,000 of its 10,000 
carload annual volume to the Midwest and Northeast 
Region. To do so, it requires access to the Peoria gate­
way for interchange connections with eastern railroads. 
Penick and Ford believes that, if rail lines are abandoned, 
rail service will deteriorate, resulting in an increasing 
number of delays in getting its products to its customers. 

The line is considered to be important to industrial 
expansion, as it provides access to high ground from the 
Mississippi River flood region . Testimony presented at 
the RSPO hearings in Rock Island, Illinois centered on 
an estimated 4,854 new jobs to be provided by two 
industrial parks and expanding businesses on the Iowa 
side of the river. If the line were abandoned, 22 busi­
nesses would cancel plans to expand, according to the 
Iowa Development Commission. Mayor Kathryn Kirsch­
baum of Davenport stated that the area served by the 
line is presently fast growing; cessation of rail service 
would be detrimental to this growth. The Caterpillar 
Tractor Company has purchased land for the purpose of 
constructing its own rail siding to faci litate the transporta­
tion needs of a planned 1.2 million square foot addition 
to its Davenport plant. The Scott County Ready Mix 
Company expressed concern that there are not enough 
trucks available to replace rail transport. 

Eldridge Cooperative Co. and Ruhl and Ruhl, Inc. also 
use this line. Eldridge Co-op. shipped 70 carloads of 
feed, lumber and coal in 1973. 

The Iowa Electric Light and Power Company of Cedar 
Rapids expressed concern over the potential secondary 
impacts resulting from the possible abandonment of the 
Missouri-Illinois line between Sparta and Nashville, Illi­
nois . In 1973, the company purchased over 110,000 tons 
of coal from the Sparta mine, which is located on this 
route. It was particularly concerned about this abandon­
ment because it bas found that the supply of coal avail­
able to public utilities is extremely limited, at least as to 
such coal as it is feasible to burn from the standpoint of 
costs, heating value and environmental characteristics. 
Thus, Iowa Electric feels that any railroad abandonment 



which will create a shortage of coal is not in the public 
interest. 

G . Phillips of Milton, Iowa expressed extreme dissatis­
faction with passenger train discontinuance between St. 
Louis and Burlington, Iowa; the high costs associa ted 
wi th providing rai l service by Amtrak ; " inflated" passen­
ger fares; failure to provide train schedule information; 
poor track conditions; and inadequate track maintenance. 
Mr. PhilJips also recommended that railroads be required 
to handle less-than-carload freight and to provide piggy­
back service on shipments traveling over 100 miles. 

KENTUCKY 

Statements submitted from the general public on behalf 
of Kentucky focused mainly on western Kentucky, the 
city of Louisville, and the Kentucky suburbs of Cin­
cinnati, Ohio. 

T he princi pal concern of the western Kentucky resi­
dents who appeared was rail passenger service. In par­
ticula r, they sought institution of passenger service over 
the Illinois Central Gulf line from Louisville to Paducah, 
Kentucky. According to one witness, such service would 
carry hundreds of tourists to the area, would serve five 
state parks and recreational areas, and would promote 
residential growth within the area. It was also recom­
mended that the ICG connect with the Chicago/New 
Orleans Amtrak run thereby linking this region with inter­
state rail passenger service. ln addition, I 06 residents of 
the town of Rosine and its surround ing area submitted a 
petition in support of ratl passenger service over this 
particular segment of the ICG line 

Also requesting rail passenger service through Western 
Kentucky is the South\\.ind Coal Min ing Company, Inc. 
Southwind's office employees make frequent trips into 
Ohio County, Kentucky and it is felt that rail passenger 
service could transport them safely and comfortably. 
Furthermore, Southwmd belie\eS that, if gasoline prices 
contin ue to rise, travel by rail could become cheaper than 
travel by car. 

Statements submitted on behalf of the city of Louis\ille 
dealt with the needs of both rail commuter passengers, 
especially retired persons, and industries located within 
Zone 205 of the DOT Report. The majority of the testi­
mony received was from businesses concerned with the 
following potentially excess rail lines: the PC line between 
Louisville and Indianapolis; the C&O/ 8&O line from 
Louisville through Charleston and North Vernon to 
Indianapolis, and the short C&O/B&O line between 
Watson. Indiana and the intersection of the PC Louis­
ville-Ind ianapolis line. 

Philip Morris, which has two large plants in Louisville, 
employing approximately 4,000 people with a payroll of 
$40 million , dispatched 2,000 rail cars from Louisville 
in 1973. Of these 2,000, Pen n Central carried 95 percen t 
of the cars through the Indianapolis gateway. Also in 
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1973, Ph ilip Morris received 250 cars from Richmond, 
Virginia from which Penn Central received a switching 
charge. Estimates for J 974 include outbound shipments 
of 3,000 cars, 95 percent of which will be carried by 
Penn Central through Indianapolis, and inbound ship­
ments of 500 cars. 50 percent of which will be brought in 
by Penn Central. In addition to bringing in freight, Penn 
Central also provides a source of empty cars for Louis­
\, ille shippers. 

The Louisville Area Chamber of Commerce, Inc. is 
concerned about the possibility that abandonments will 
put shippers and receivers of rail freight in the Indiana 
counties of Clark and Floyd, and the Kentucky counties 
of Jefferson, Bullit t, and Oldham in a non-competitive 
transportation situation northbound. Tt also expressed 
fear that abandonment would increase the cost of doing 
business, harm the environment, and force the shutdown 
of manufacturing, wholesale and retail establishments. 

The Early & Daniel Company. a shipper of grain, ex­
pressed the fear that its investment of thousands of dollars 
to provide facilities for loading I 00-car trains might have 
been in vain. 

The Louisville Cement Company. with a plant in 
Speed, Indiana ( I I miles north of Louis\ ille) predicted 
some potential impacts that would result from the aban­
donment of these three lines. Approximately 95 percent 
of its rail shipments, a total of 13,000 cars, move into or 
out of its Speed plant. The PC line from Speed to Louis­
\ille is \irtually unaffected because it handles only five 
percent of this traffic. However. without the B&O, the 
Louisville Cement Company would lose its access to the 
Cincinnati gateway. Furthermore, this line provides this 
shipper with its supply of gypsum rock, bags, and empty 
rail cars. The Louis, ille Cement Company also reported 
the importance of the B&O line from Watson to its junc­
tion with the Penn Central. lt noted that, by using this 
route, cars arrive in Louisville the evening of the day 
the) are dispatched, thus permitting their delivery to the 
Southern R ailroad for movement outbound early the next 
morning. An alternate routing, it was predicted, would 
mean the loss of two days transit time. 

Other rail users in the Louisville area include the Naval 
Ordnance Station in Louisville and the In land Container 
Corporation, located at Appliance Park. Of concern to the 
Naval Ordnance Station was the governmen t trackage 
which connects with the Louisville and Nashville Rail­
road Company at Strawberry Yard in Louisville. Service 
to and from Strawberry Yard is scheduled to be discon­
tinued. In 1972 and 1 973, 132 and 138 carloads, re­
spectively, were moved in and out of this point. The 
forecast for 1974 is 133 carloads. 

The primary commodity affected would be naval gu n 
mounts some of which weigh over 90,000 pounds and 
are 13 fee t in width. R ail service is, therefore, a neces­
si ty because o( the size and weight of this particular 



commodity. The Navy's 5-inch gun rebuilding program is 
dependent upon rail service; removal of rail service 
would hamper the program, which is scheduled to con­
tinue at Least into the 1980's. 

The Inland Container Corporation, which employs 178 
people and is served by Southern Rail road, reported that, 
in 1973, it shipped or received 875 carloads and expects 
to be generating 1,197 carloads by 1976. 

The only other statement concerning a specific line 
was from the Seaboard Coast Line Railroad . Its concern 
was for the Louisville and NashvilJe's St. Louis line which 
was listed in the DOT Report as potentially excess. 

With regard to the railroad capaci ty in the area, the 
Louisville and Nashville Railroad Co., when asked if it 
has the capacity to hand le traffic that might be made 
available to it due to discont inuance of service by its 
competitors, replied tha t it thought it did but could not 
be sure without a detailed analysis. The L&N stated that 
it did not now have all the necessary interchange con­
nections to accommodate such traffic. While these con­
nections could be built, the question would be whether 
they would be financially justified. That would require an 
examination of the physical characteristics of each point 
where an interchange might be desired, as well as an 
analysis of the traffic to be handled via such interchange. 

Interlake, Inc. operates two iron and steel products 
plants, one at Newport, Kentucky and the other at 
Wilder, Kentucky, both of which are located in the 
vicinity of Cincinnati. Interlake opposed rail abandon­
ments in general, and specifically opposed the abandon­
ment of the Penn Central line from Clare to Spring 
Valley, Ohio in Zones 106 and 108. In I 973, Interlake 
shipped over 700 cars on this branch line, and, due to a 
30 percent increase in its production of wrought iron and 
steel pipe, it predicts that it will ship between 900 and 
J ,000 cars in 1974. Interlake shipped over 200 cars in 
the first two months of 1974. 

Public Criticism of the DOT Report 

The following general comments were made concern­
ing the DOT Report: 

( l ) There was insufficient time co prepare an ade­
quate response to the DOT Report before 
the Interstate Commerce Commission's public 
hearings began. 

(2) There was no consideration of overhead traf­
fic in the DOT Report. 

( 3) The Report has had the effect of stopping 
certain industrial expansion plans in Kentucky. 

( 4) The Report did not consider the potential in­
crease in rail traffic anticipated to result from 
coal production increases. 

(5) The Report did not consider the potential traf-
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fie that would have traveled over these lines 
had the service been good. 

( 6) DO T's proposed abandonments could seriously 
interfere with already acceptable rail service, 
add to the terminal congestion problem, and 
increase circuity. 

(7) Local problems were overlooked. 

(8) The DOT Report shows that Cincinnati is 
served by the TCG, whereas the closest service 
point to Cincinnati is I 08 miles away at Louis­
ville. 

(9) No regional map was provided by the DOT. 

( 10) Adjoining contiguous states were ignored in the 
DOT Report although they are affected by the 
abandonments. 

( 11) Many of the figures used by DOT are incor­
rect. For example, the Report shows that New­
port and Wilder originated or terminated 2,383 
and 1,057 cars, respectively, in 1972, whereas 
Interlake, Inc.'s records show it alone shipped 
9,000 cars. 

Recommendations 

The following recommendations were extracted from 
the Kentucky submissions: 

(1) Traffic density, routing, and the condition of 
connections with other rail lines should be con­
sidered in determining whether lines should be 
abandoned. 

(2) The public should be allowed to assist in the 
design of a final rail system plan. 

(3) Nationalization should be avoided. 

( 4) In reorganizing the bankrupt railroads, the ex­
istence of the solvent carriers should not be 
impaired. 

(5) Rural lines providing needed service should be 
retained, even if they are not profitable. 

(6) Local direct rail service should be retained for 
all existing rail freight traffic. 

(7) Clearly redundant lines should be abandoned. 

(8) In the event of rail abandonments, a system of 
equivalent transportation service at a com­
petitive economic level should be provided. 

(9) Energy considerations should be given priority 
in the final plan. 

( 10) Since many products, due to their hazardous 
nature or physical characteristics, can only 
travel by rail, traffic composition studies 
should be made before any abandonments are 
effected. 



( 11) Regional meetings should be held so that de­
velopers of the final plan can defend their 
decisions. 

MISSOURI 

Twenty-nine statemen ts were received from interested 
parties located throughout the state of Missouri. 

Although the individuals in Missouri were most dis­
turbed by local matters, the potential rippling impact 
which would result from massive abandonments in other 
regions of the nation was also of immediate concern. 
A. P. Green Refractories, Inc. noted, for instance, that 
of the 4,707 rail cars shipped from its Mexico, Missouri 
plant in 1973, 1,395 were dispatched into the 17 state 
region covered by the Act. 

The Missouri submissions included a number of com­
plaints voiced by shippers with respect to adequate 
rail service. Among the most frequently mentioned 
were: the inability of the railroads to provide a sufficient 
number of cars to their users; the poor quality and un­
reliability of service; the poor condition of equipment 
and tracks; terminal and switching congestion; ci rcuitous 
routing; slow train speeds; and intentional downgrading 
of service. 

A number of economic dislocations and distortions 
which could result from the cessation of rail service were 
noted by various concerned ind ividuals. The potential 
impacts include rising unemployment, fertilizer shortages, 
retardation of economic growth, higher prices, loss of 
competitive position, use of less energy-efficient trans­
portation modes, tax revenue losses, factory closings or 
relocations, personal income losses, capital expenditures 
for remodeling plant facilities, and relocation , retraining 
or welfare costs. Concern was also expressed for main­
taining passenger service, protecting the environment, 
and modifying the national and state policy regulations 
which have hindered the rail system and its financial 
operations. 

In 1973, Greif Bros., a manufacturer of fiber drums 
at Kirkwood, Missouri , received some 5.6 thousand 
tons of paper in 146 rail cars. It receives 4-ton Kraft 
paper rolls exclusively by rail, and does not believe that 
any other mode would be suitable. According to Greif 
Brothers, receiving Kraft paper by truck would require 
590 trucks operating constantly to paper mills 700 miles 
away. This would mean a projected increase in operating 
costs of $33 per ton ; equally important, it is unlikely 
that this number of trucks is available. Likewise, using 
piggyback service, even if trailers were available, is not 
presently possible since the firm does not have the fa­
cilities to accommodate piggyback shipments. A third 
alternative available to Greif Bros. is to unload rail 
shipments at Sidney, Missouri, and then to truck the 
paper to Kirkwood. Greif Brothers stated that the costs 
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of employing this alternative would be prohibitive since 
there is no place to store the trucks at the Greif Brothers' 
plant and there are no special fork lift trucks at Sidney 
to unload the rolls from the rail cars. 

It should be noted that not all of the submissions 
received from Missouri were critical of the DOT's efforts. 
The Missouri Fann Bureau Federation, representing 
some 48,000 farm and ranch families in Missouri, sup­
ported the concept that clearly unneeded lines should be 
abandoned . The St. Joseph Chamber of Commerce stated 
that the proposed reorganization is both timely and nec­
essary. The chamber will support any system strength­
ening and improving rail services to the general public. 

Recommendations 

The following general recommendations were ex­
tracted from the Missouri submissions : 

( 1) Terminal facilities at Hannibal should be en­
larged. 

(2) In order to provide conti nuous rail service 
during flooding , Mayor Berna rd Williams of 
H annibal recommended that the N&W should 
build a new bridge across the Mississippi. 

(3) Passenger service should be es tablished be­
tween H annibal and St. Louis to provide stu­
dents and commuters an alternative to auto­
mobile travel and to provide Hannibal res i­
dents access to St. Louis' cultural , recreational, 
and medical facilities . 

( 4) Existing passenger service to and from Spring­
field should be improved. 

( 5) P assenger service between Foristell and St. 
Louis should be instituted . 

( 6) Additional rail passenger service should be 
instituted and more passenger cars should be 
purchased. 

(7) The condition of the road beds for Amtrak 
service should be improved. 

(8) Additional piggyback service should be insti­
tuted in order to relieve highway congestion 
and decrease ai r pollution . 

(9) Train speeds should be increased . 

( I 0) Safe transportation via rails for radioactive 
wastes should be provided. 

( 11 ) Planners should ensure that intermodal and 
intramodal competition is preserved in the 
final system plan. 

(12) The public should be provided with the op­
portunity to buy, through government backed 
loans, any specific railroad track they deem 
essential to their welfare. 

I 



( 13) Railroads should be required to reinvest their 
capital in the maintenance and improvement 
of rail plant and equipment. 

( 14) All rail lines should be electrified because of 
energy and environmental considerations. 

(15) Closed rail agency stations should be con­
verted to mobile type agencies. 

(16) Planners must prevent the railroads from be­
coming nationalized. 

(17) The highway trust fund should be used to sub­
sidize unprofitable railroads. 

( 18) The Interstate Commerce Commission should 
reassess the present rate structure of the rail­
roads. 

(19) Car allocations should be computerized. 

(20) The entire state of Missouri should be included 
in the Midwest and Northeast region as de­
fined in the Act. 

WISCONSIN 

As noted above, the Interstate Commerce Commis­
sion, on January 14, 1974, ordered that Kewaunee and 
Manitowoc, Wisconsin-terminal points of the Ann Ar­
bor Railroad's Lake Michigan ferry service-be consid­
ered as part of the Northeast and Midwest region for 
purposes of the Act. On March 1, 1974, the DOT issued 
a supplement to its February 1 report which included a 
description of Zone 171 (Appleton, Wisconsin) in which 
these two points are located. Largely due to the con­
cern expressed by Wisconsin interests in the continuation 
of the Ann Arbor ferry service, the Rail Services Plan­
ning Office scheduled a public IJ..earing at Green Bay, 
Wisconsin, on March 11, l 974. The bulk of the verbal 
and written statements received addressed the present 
Lake Michigan ferry service anti the connecting rail 
service within the Green Bay to Milwaukee corridor. 

The area extending south from Green Bay through 
Milwaukee to ·Chicago, Illinois i; heavily industrialized 
and generates significant freight tonnage. In the Green 
Bay area alone, for example, approximately 50 paper 
mills produce 11 percent of the nation's paper products 
and recycle some 850,000 tons of waste paper (see 
Table 157 for a traffic profile of the commodities shipped 
by the Wisconsin interests represented at the hearings, 
together with, where available, their present, past and 
projected traffic volumes). 

Although they have conducted preliminary studies, 
Wisconsin governmental representatives believe that a 
full scale study is needed to properly identify and meas­
ure: ( 1) the effect of ferry service on Wisconsin's econ­
omy and unemployment (especially the area served by 
the Green Bay and Western Railroad); (2) environ-

mental, land-use, and social impacts of alternative ferry 
and complementary services; and (3) the potential for 
alternative ferry, rail and highway investment and con­
solidation strategies. Therefore, the Wisconsin Depart­
ment of Transportation is undertaking an impact and 
cost-benefit analysis study of the Lake Michigan ferry 
service. 

Table 157: Traffic Profile of Wisconsin Shippers 

Rail user 

Algoma 

U.S. Plywood 
Calumet Company, 

Inc. 
Algoma Lumber Co. 
Plumbers Woodwork 

Co. 
Algoma Net Co. 
Lampert Yards 
Champion Inter-

national 

Appleton 

Appleton Papers 
Coosolidated Papers, 

Inc. 

Green Bay 

Bay West Paper Co. 
Charmin Paper 

Products Company 
Green Bay Press 

Gazette 
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Shopko Stores, Inc. 
American Can 

Company 
Leicht Transfer & 

Storage Company 
Green Bay Packaging, 

Inc. 
Atlas Warehouse & 

Cold Storage 
Fort Howard Paper 

Co. 
Larsen Company 

Kaukauna 

Thilmany Pulp and 
Paper Co. 

Kewaunee 

Kewaunee Engineering 
Corp. 

Luxemburg 
Luxemburg Milling 

Co., Inc. 
New Plastics Corp. 

Madison 

Steinhardt & Hanson, 
Inc. 

Estimated carloads 
Commodity 1972 1973 Projected 

Doors, plywood 
Manure tanks 

Lumber 
Toilet seats 

Hammocks 
Lumber 
Plywood 

0 

Paper mills 
Paper and 

products 1,006 

Paper products 
Paper 

products 
Paper 

Paper 
products 

Public 
warehouse 

Pulpboard, 
cartons 

Public refrigerated 
warehouse 

Paper and 
prod. 

Canned 
vegetables 524 

Industrial & 
specialty 
papers 

Feed& 
fertilizer 

Office supplies 

137 

1,047 

1,156 

20 

28,000 
2 

75 150 

3,112 

430 

8 

20,000 

12 



Estimated carloads 
Rail user Commodity 1972 1973 Projected 
Manitowoc 
Manitowoc Engineer- Cranes 

ing Company 
Northern Elevator Grain, feed 80 
Richter Vinegar Corp. 
Kelvinator Commercial 

Products 
Mirro Aluminum Co. Aluminum 

Ray-O-Vac 

Aluminum Specialty 
Company 

Milwaukee 

utensils 107 
Transistors & 

batteries 
Kitchen 

appliances 

Joseph Schlitz Brewing Beer 
Co. 

Rexnord, Inc. 

Shawano 
Bellen Processing Corp. 
Phenix Manufacturing Garage and 

Company, Inc. storm doors 

Two Rivers 

Hamilton Industries 

1 250,000 tons. 
2 6,000 tons. 

a 27,000 tons. 
4 1,000 tons. 

Furniture 

5 This is a national total. 

450 

48,554 5 

700 

136-140 

As revealed in the Green Bay hearing, the prime con­
cern of the Wisconsin shippers and communities is the 
possibility of losing the long established Lake Michigan 
ferry service, instituted in 1892. The Ann Arbor car 
ferry service across Lake Michigan, providing a trans­
portation link between industries in northern and central 
Wisconsin and eastern markets, was not itself designated 
as potentially excess in the DOT Report. However, the 
report does find potentially excess those lines of the 
Ann Arbor serving its ferry terminal at Frankfort, 
Michigan. Many witnesses complained about the quality 
of the present ferry service, which has deteriorated or 
been greatly reduced due to financial problems of the 
Ann Arbor and equipment breakdowns. 

The Ann Arbor owns a fleet of three car ferries, the 
Viking, the City of Green Bay, and the Arthur K . Atkin­
son, but at the time of the Green Bay hearing, only the 
Viking was in operation. In 1971, the Ann Arbor car­
ried 38,472 rail cars across Lake Michigan (see Table 
158), and, for the two-year period 1972-1973, it was 
estimated to have transported some 35,000 passengers 
and 13,000 automobiles. 

The C&O fleet consists of five coal burning ferries 
which, according to Wisconsin's Department of Trans­
portation, do not meet environmental standards. Of these 
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Table 158: Ann Arbor Car Ferry 

Year 
1962 
1964 
1966 
1968 
1970 
1971 

Average (1962-1971) 

Carloads 

39,009 
43,176 
47,400 
43,902 
38,593 
38,472 

41,754 

Source : Interstate Commerce Commission, Docket No. AB-49, 
Applicatio11 of tire Ann Arbor Railroad Company .. . Statement 
of M. H. Weisman, Exhibit No. 4, "The Ann Arbor Railroad 
Company, Various Statistical Data." 

five, only two ships are being used. They are over 33 
years old, carry crews of 56, and are operating near 
capacity. 

Total carloads moving by all ferry operations average 
approximately 100,000 cars per year, with about 60 
percent traveling east and 40 percent traveling west 
across Lake Michigan. 

The Ann Arbor and C&O/ B&O car ferries connect 
with the Chicago and Northwestern Railroad and the 
Soo Line at Manitowoc and with the Green Bay & 
Western Railroad at Kewaunee. Of the three, the GB&W 
would be particularly affected by the potential abandon­
ment of the Lake Michigan ferry service. 

The GB&W was initially built to link the Mississippi 
River (at Winona, Minnesota) with Lake Michigan (at 
Kewaunee) . It operates 257 miles of track and serves 
over 30 stations, 23 of which it serves exclusively (see 

Table 159: Total Freight Carried in 1971 
by the Green Bay and Western Railroad 

Carloads Tons Revenue 
No. Pct. No. Pct. No. Pct. 

Commodity Group 
Pulp, Paper & 23,101 35.5 776,941 30.2 2,661,404 33 .2 

AJ!ied Pd. 
Food& 9,271 14.3 381,173 14.0 1,344,752 16.0 

Kindred Pd 
Furn., Lumb. & 14,204 21.0 541,447 21.1 1,294,402 16.2 

Wood Pd. 
Mach., except 369 0.6 7,773 0.7 51,307 0.6 

Blee. 
Coal 2,348 3.6 154,475 6.0 199,137 2.5 
Chemicals 3,519 5.4 220,357 8.6 576,702 7.2 
Clay, Cone. 2,212 3.4 138,676 5.4 410,644 5.1 

& Glass 
All Other 9,983 15.4 350,535 13 .6 1,470,147 18.3 

Total 65,077 100.0 2,571,377 100.0 8,008,995 !00.0 
1972 63,858 2,599,021 7,694,250 
1973 70,389 - 2,852,034 8,830,789 

Source : Statement- Dr. James M. Murray, University of Wis­
consin-Green Bay. 



Table 159 for an abridged traffic profile of the G B&W). 
Its success has always been closely linked to the ferry 
service. Although its net income in 1973 was $282,234, 
since 1970 its current liabilities have exceeded its cur­
rent assets, leaving it in a vulnerable financial position, 
should its traffic volume suddenly drop as a result of 
the discontinuance of the car ferry. Jo 1973, the GB&W 
handled I 9,875 cars and received approximately $3.0 
million in revenue on traffic which moved via the Aon 
Arbor car ferry route through Kewaunee. This traffic 
also produced revenue for the Ann Arbor of approxi­
mately $3.8 million. Overall, this traffic represented 37 
percent of the total $10.5 million revenue of the Ann 
Arbor in 1973. 

To show the importance of the GB&W to the indus­
tries it serves, a questionnaire, designed by Dr. James 
M . Murray of the University of Wisconsin-Green Bay 
was administered to 30 firms, each of which shipped or 
recei ved 50 or more cars over the GB&W during 1971. 
The results of the survey show that : 

( 1) 96 percent of the firms have expanded sig­
nificantly since establishment, some of them 
because of the availability of the GB&W rail 
service. 

(2) 84 percent said the GB&W was a factor in 
their growth. 

(3) 68 percent said the abandonment of ferry 
service would affect their ability to receive or 
ship commodities. 

( 4) 88 percent said their present transportation 
service and costs would be affected if the 
GB&W were weakened . 

( 5) 72 percent said the loss of the GB&W service 
would affect their plans for growth and their 
future production. 

In the event that the ferry service were terminated 
and the GB&W's service curtailed, the 14 mile long 
Ahnapee and Western Railroad would be severely af­
fected . It operates between Algoma, Wisconsin, located 
on Lake Michigan north of Wewaunee, and Casco Junc­
tion, about 23 miles east of Green Bay, where it con­
nects with the G B&W. Should the Ah&W have to dis­
continue operations, the impact would be felt primarily 
by the city of Algoma. At the present time, there are 
six large industries within Algoma, U.S. Plywood, Calu­
met Co., Inc., Algoma Lumber Co., Plumbers Woodwork 
Co., Algoma Net Co., and Champion International, 
which depend heavily upon rail service. Should that 
service be abandoned, Calumet Co. predicted that its 
shipments would drop by 50 percent and its costs would 
increase 250 percent from using an alternative mode. All 
industries predict higher freight costs with resulting ad­
verse effects upon their competitive positions. 
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Other lines that would be effected, albeit to a lesser 
extent, by the elimination of the Ann Arbor ferry serv­
ice are the Soo Line and the Chicago and Northwestern 
Railroads serving Manitowoc. Due to mechanical break­
downs, the Ann Arbor ceased serving Manitowoc on 
August 17, 1973. As a result , the Soo Line reduced its 
service from 5 days per week to 3 days per week. In the 
event ferry service were formally abandoned, the Soo 
Line would expect to reduce its switching operations at 
Manitowoc. The resulting decrease in revenue could lead 
the Soo Line to seek authority to abandon its line be­
tween Menasha and Manitowoc. The C&NW, serving 
Manitowoc on its Chicago-Green Bay main line, likewise 
would consider reduci ng the number of switch-engine 
crews at Manitowoc. The loss of ferry traffic could also 
reduce the number of C&NW trains available to serve 
Manitowoc and Two Rivers. 

Users of the car ferry service across Lake Michigan, 
after studying the alternative of shipping around the Lake 
and through Chicago via truck or rail, advanced a num­
ber of arguments for improvement and retention of ferry 
service. They have found that ferry service as provided 
by the Ann Arbor and the C&O B&O has resulted in a 
greater supply of empty rai l cars to Wisconsin shippers 
than would be the case if the shippers had to depend 
on empty rail cars coming from Chicago. The decrease 
in the shipping distance, re~ulting from the use of the 
cross-lake route allows for quicker turnover in the use 
of cars. 

Going through Chicago via rail , they say, would in­
crease shipping cost due to increased distances and the 
resulting increases in fuel and labor costs, and would 
result in increased transit times. The range of time de­
lays resulting from shipping via Chicago rather than via 
ferry was estimated to be from I day to 10 days. 
· Procter and Gamble, which uses the ferry service to 
distribute paper products produced in Wisconsin to 
Michigan and Ohio customers, is able to obtain more 
favorable rates because of the shorter mileages that re­
sult from ferry use The difference in these rates, as 
illustrated by figures supplied by Procter and Gamble, 
is shown below in Table 160. 

Table 160: Rates Submitted by Procter and 
Gamble 

Green Bay to: Via Ferry Via Chicago Difference 

Detroit, Mi. .70cwt. .85cwt. .15 cwt. 
Grand Rapids, Mi. .56 .74 .18 
Bay City, Mi. .60 .85 .25 
Vassar, Mi. .61 .85 .24 
Akron , Oh. .89 .96 .07 
Toledo, Oh. .75 .83 .09 
Cleveland, Oh. .85 .95 .10 

Among the arguments made in favor of retaining the 



Lake Michigan ferry service v.ere that it allows Wiscon­
sin businesses to maintain transport rate parity with in­
dustries located in the vicinity of Chicago; that freight 
shipped b) ferry incurs less damage than that moving 
through the Chicago yards: that ferr) service provides 
access to markets that would otherwise be unavailable to 
northern Wisconsin shippers; and that ferry service per­
mits production interdependence between plants located 
on opposite sides of Lake Michigan. 

In addition to the testimony directed to possible ter­
mination of car-ferr) service on Lake Michigan, indi­
viduals testifying at the Grer11 Bay hearing raised many 
general points and expressed concern about rat! trans­
portatton problems facing Wisconsin residents. For the 
most part, these problems concern portions of that state 
which would, at most, be only indirectly affected by the 
rail restructuring process set in motion by the Act. For 
example, statements were submitted protesting any rail 
abandonment at Lake Geneva in southern Wisconsin. A 
number of individuals expressed a need, due to factors 
associated with the fuel shortage and the state's growing 
tourist and recreational industnes. for maintaining and 
expanding rail passenger service throughout Wisconsin. 
One individual suggested that a pnvately owned inter­
urban street car service. operating on tracks leased from 
others, be instituted between Green Ba) and Milwaukee. 

Public Criticism of the DOT Report 

The following general comments concerning the DOT 
Report were made b) Wisconsin interests: 

( l ) The DOT Report did not consider secondary 
effects of possible abandonment~ upon the 
GB&W and other railroads. 

(2) The Report did not contain a detailed anal­
ysis of Zone 17 l ( Appleton, Wisconsin). 

( 3) The Report did not give adequate considera­
tion to commuter pa~senger service. 

( 4) The Report did not take into account such 
goals of the Act as present and future rail 
needs and the need to minimize economic, so­
cial. energy and environmental impacts. 

l S) The Department did not provide adequate ac­
cess to its report. 

( 6) The Report failed to consider the availability 
of alternative rail routing and connections. 

(7) The Department <lid not obtain sufficient cur­
rent and relevant data. 

( 8) The Report did not appear to take into ac­
count the physical condition of the railroads. 

(9) The Report did not discuss in detail the many 
practical and economic problems associated 

(10) 

with switching freight from the railroads to 
alternate transport modes. 

From the Wisconsin viewpoint the DOT theo­
retical approach to maximizing efficienq and 
profits in the Midwest region failed to consider 
either the mileage savings available via lake 
ferry or the fact that the ferry service makes 
empty rail cars more readily available to Wis­
consin shippers. 

OTHER STATES 

The Minnesota State Department of Agriculture was 
concerned about the impact which abandonment of rail 
lines within the region might have upon shippers of farm 
products in Minnesota It predicted substantial secondary 
effects upon that state's economy should rail facilities be 
curtailed to the extent suggested by the DOT Report. 

Two Minnesota based shippers of agricultural com­
modities, Anderson Corporatton and Pillsbury Company, 
testified that loss of service ove1 the lines designated as 
potentially excess in the DOT Report could have dis­
ruptive effects upon their distribution systems in the 
Northeast and Midwest region. Pillsbury also questioned 
the legality of the DOT Report"s designation as poten­
tially excess of lines of carriers not undergoing reorgani­
zation. 
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The Minnesota submissions contained the following 
general recommendations: 

( 1 ) USRA should develop an overall transpona­
tion plan taking into account the demands of 
an increasing population for supplies of food 
and fuel. 

(2) The impact of proposed reductions in rail serv­
ice upon potentially developing areas should 
be studied. 

( 3) Rail lines selected for abandonment should be 
allowed to remain in service until alternate 
means of transportation can be made avail­
able to their users. 

Two submissions were received from interested parties 
from Tennessee. The Regional Economic Development 
Center of Memphis State Umve1 :,ii) introduced a study 
entitled .. The Market for Fr1.;1ght Cars," dealing with the 
demand for rail r.ars and causes for their shortage. Ac­
cording to the study, the following factors affect freight­
car suppl): world traJe. the domestic economy, govern­
ment poltcy, railroad physical and financial capacity, and 
the capability of the railroad car supply industr). The 
study blamed current rail cars shortages on an insufficient 
supply of car~ and inefficient uttlization of existing cars. 
The Center also recommended that USRA perform a 
cost-benefit analysis on every rail Linc before alJowing it 



to be abandoned, and it proposed railroad nationaliza­
tion in circumstances where railroads are unable to fi­
nance proper maintenance. 

Bowaters Southern Paper Corporation, a manufac­
turer of paper and wood pulp at Calhoun, Tennessee, 
produced 504,000 tons of paper and 6,600 tons of wood 
pulp in 1973. Bowaters uses all modes of transportation 
but is heavily dependent upon rail service, having 
shipped some 4,100 carloads to its customers in 1973. 
Since most of its customers are in Illinois, Indiana, and 

Ohio, Bowaters has an immediate interest in the design 
of the reorganized rail system in the Midwest region . 
Bowaters criticized the DOT Report's 8 trainloads per 
day criterion for determining whether or not competitive 
rail service would be provided between any two points, 
and it argued that the railroad industry should be kept 
under private ownership, that competition should be 
maintained at as many places as possible, and that the 
reorganization should not impair solvent carriers' ability 
to j)rovide service. 
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APPENDIX 

STATE PROFILE 
OF PUBLIC PARTICIPATION 

GOVERNMENT 

Federal 
Senator Howard Metzenbaum 
Representative Ralph S. Regula 
Representative Clarence Miller, represented by 

Wayne Todd 
Representative Delbert Latta 
Representative Tennyson Guer 
Representative John F. Seiberling 
Representative Charles A. Mosher 
Representative William H. Harsha 
Representative Charles W. Whalen, Jr. 
Representative Clarence J. Brown 
William A. Broast, Atomic Energy Commission 

State 
Governor John J. Gilligan 
Representative George E. Mastics 
Representative Charles F . Kurfess 
Representative William E. Hinig 
Keith F. Henley, Assistant Attorney General 
Kenneth A. Bristley, Ohio Department of 

Agriculture, Grain Warehouse Section 
Senator Harry L. Armstrong 
Eastgate Development and Transportation Agency 
Ohio-Kentucky-Indiana Regional Council of 

Governments 
Representative Myrl H. Shoemaker 
Representative Vernal G. Riffe, Jr. 
Southeastern Ohio Regional Council 
Representative Oakley Collins 
Tuscarawas Valley Regional Advisory Committee 
Senator William Mussey 
J. Phillip Richley, Director, Department of 

Transportation 
David C. Sweet, Director of the Department of 

Economic and Community Development 
Edmund J. Turk, Chairman, Public Utilities 

Commission 
Northeast Ohio Areawide Coordinating Agency 
William B. Nye, Ohio Department of Natural 

Resources 

OHIO 

219 

County Commissioners of Ohio 
Mid-Ohio Regional Planning Commission 
Ohio Department of Agriculture 
Larry Wackerly, Stark County Area Transportation 

Study Area Progress Board 
Tri-County Regional Planning Commission 
Senator Ronald Mott! 
Ohio Valley Regional Development Commission 
Senator Douglas Applegate 
Representative Jerome Stano 
Metropolitan Betterment Workshop Report 

County 
Putnam County Commissioners 
Helen K. Frank, Auditor, Geauga County 
Board of County Commissioners, Jefferson County 
Ashland County Board of County Commissioners 
Board of Clark County Commissioners 
Carroll County Regional Planning Commission 
Robert L. Wright, Administrator, Brookville 
Holmes County Commissioners 
Lake County Board of County Commissioners 
Commissioners of Hocking County 
Trumbull County Planning Commission 
Stark County Area Transportation Study 
Knox County Board of Commissioners 
Roy L. Titkemeyer, Butler County Extension Agent 
Clinton County Board of Commissioners 
Holmes County Regional Planning Commission 
Coshocton County Commissioners Board 
Coshocton County Regional Planning Commission 
Montgomery County Board of County 

Commissioners 
Ashland County Commissioners 
Medina County Commissioner:; 
Cale Logsdon, County Commissioner, Butler 

County 
Ross County Commissioners 
John Allen, Pike County Commissioners 
Geauga County Board of Commissioners 
Board of County Commissioners of Henry County 
Kenneth Korosec, County Administrator, Geauga 

County 



Donald Haugh, Carroll County Commissioners 
Summit County Council of Governments 
Summit County Board of Commissioners 
John Oberholtzer, County Commissioner, Medina 

County 
Nicholas G. Kaschak, Jefferson County Regional 

Planning Commission 
Ashtabula County Planning Commission 
Delaware County Regional Planning Commission 
Toledo-Lucas County Port Authority 
The Pike County Health Planning Council 
Board of County Commissioners, Perry County 
Jefferson County Regional Planning Commission 
Board of County Commissioners, Butler County 
Montgomery-Greene County Transportation and 

Development Planning Program 
Clark County-Springfield Transportation 

Coordinating Committee 
Joseph A. Sturrett, County Engineer, Stark County 
Summit County General Health District, Cuyahoga 

Falls 

City 
Mason City Council 
Harry Kessler, Mayor, Toledo 
Marlowe Witt, Law Director, Napoleon 
Ray J . Silver, Superintendent, Coshocton City 

Schools 
Robert B. Werren, Village Solicitor, Hopedale 
Harold Johnson, Mayor, Mt. Vernon 
Orrville City Council 
Robert W. Carpenter, Sr. , Mayor, Marshallville 
Myles L. Pence, Mayor, Lebanon 
Charles Guard, City Manager, Lebanon 
Arlie Parke, Mayor, Mason 
Wilmington City Council 
Harry Patterson, Mayor, Blanehest 
Mark Schilling, Mayor, Midland 
Board of Township Trustees, Green Township 
Board of Township Trustees, Chester Township 
Board of Township Trustees, Adams Township 
Board of Township Trustees, Clark Township 
Board of Township Trustees, Marion Township 
Board of Township Trustees, Washington Township 
Board of Township Trustees, Liberty Township 
Don E. Quaintance, Mayor, Marion 
Council of the Village of Bergholz 
Galion City Council 
John Finch, Superintendent, Jackson City Schools 
Norman Sommers, Superintendent, Cardinal School 

District, Middlefield 
Defiance City Council 
Margaret Bowersock, Mayor, Belpre 
Gordon Reed, Mayor, Monroe 
David L. Lyon, City Planner, Xenia 
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Council Village of Arlington 
Jack D. Alge, Mayor, Arlington 
Board of Union Township Trustees 
Village Council, Yellow Springs 
Joseph Pandy, J r., E lectric Power Superintendent, 

Painesville 
Cletus Frane, Mayor, Convoy 
Village Council, Plain City 
Edward L. Borchers, Mayor, Russia 
Village Council, Germantown 
David C. Sherman, Attorney for the City of 

Springfield 
W. B. Darling, Mayor, Coalton 
Coalton Village Council 
Jackson City Council 
Charles E. Bartlett, Mayor, Bowling Green 
Kenneth L. Hegemann, D irector of Public Service 

and Safety, St. Mary's 
Roy L. Ray, Commissioner of Public Utili ties, 

Akron 
S. G. Wharton, Mayor, Coshocton 
City Council of Coshocton 
Ervin L. Welch, City Manager, Kettering 
Village of Amsterdam Council 
Frederick Merrin , Mayor, Amsterdam 
Toledo Regional Area Plan for Action 
James R . Smith, City Manager, City of Centerville 
Stark County Board of Commissioners 
Canal Winchester Board of Education 
Strongsville City Council 
Vaughn R. Betzer, President, Painesville City 

Council 
James Dempsey, President, Sou th Charleston 

Village Commission 
Bright Local Board of Education 
Board of Township Trustees, Jefferson Township 
Covington Vill age Council 
Delphos City Council 
Edison Local Schools, Irondale 
Claridon Township T rustees 
Glade B. Harrison, Mayor, Middlefield 
Vernon Hood, Superintendent, Berkshire Board of 

Education, Burton 
Jon C. Hapner, Legal Advisor, Hillsboro 
Springfield Township Trustees 
Stanley Crnich, Mayor, Canton 
John O'Reilly, City of Coshocton 
Dean Gerber, Village of Baltic 
James W. Cannon, Mayor, Crooksville 
Robert E. Whitmore, Mayor, Ashland 
John Rooth, Ci ty of Medina 
James W. Jenkins, Mayor, Jackson 
Dean Hill, Mayor, Hillsboro 
James Bailey, Mayor, Johnstown 
James P. Miller, City of Wilmington 



Keith A. Howard, Village of Yellow Springs 
Jack Davis, Mayor, South Webster 
Richard Morrison, Village of Millersburg 
M. Ben Gaeth, Mayor, Defiance 
Charles A. McQueeney, Councilman, City of 

Centerville 
Lee Russell Kopp, Mayor, Minerva 
Charles Curran, Vice Mayor, Dayton 
John Allgyer, Village of Plain City 
Theodore G . Purpus, Mayor, Minster 
Harry Volk, Director of Energy Conservation for 

the City of Cleveland 
Marlo Witt, City Solicitor, City of Napoleon 
James Alkire, Akron Metropolitan Transportation 

Study 
John Pierce, Mayor Pro Tern, Strongville 
James Carr, Mayor, Middleburg Heights 
Medina City Council 
Environmental Control Commission of Yellow 

Springs 
Harry A . Bennett, Superintendent, Hillsboro City 

Schools 
Richard A. Miner, Superintendent, Chardon Local 

Schools 
Harry Stewart, Akron Area Progress Board 

BUSINESS 

Extracting 
Peabody Coal Company 
North American Coal Corporation 
Consolidation Coal Company 
Industrial Mining Company 
Boich Lime and Coal Company 
C . E. Brohard Mining Company 

Service 
Columbia Gas Distribution Companies 
Southway Warehouses, Inc. 
Kinney Lumber Co. 
Orrville Milk Company 
The Second National Bank, H amilton 
Dave Dunkelberger & Sons 
The Citizens Bank, Hamilton 
Home Federal Savings and Loan Association, 

H amilton 
The Wickes Corporation 
Oberer Construction Company 
Green Thumb Products Corp. 
Lebanon Distribution Warehouses, Joe. 

Brattain Lumber Co. 

Valley Kitchens, Inc. 
First Executive Realty Corporation 

Flick Lumber Company 
Rhinehart's Coal and Building Supplies 

The Marion Star 
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Na-Churs Plant Food Company 
Vigortone Products Company 
American Electric Power Service Corporation 
Black River Lumber & Supply Co. 
Lodi Lumber 
PK Middletown, Inc. 
Frey's Roofing & Lumber Co. 
Del Monte Corporation 
Service Bureau Co. 
Ansonia Lumber Co. 
Amsterdam Supply Co. 
Amherst Lumber Company 
Paul Bailey Company 
Day's Carriage House 
Celina Lumber and Supply Co. 
Cameron Mobile Homes 
Combustion Engineering, Inc. 
Schneider Lumber Co. 
The Fritz-Rumer-Cooke Co. 
Homer R . Unkefer Hay and Straw 
Rog Win, Inc. 
The Citizens Banking Company, Bergholz Office 
Delocon Wholesale Supply, Inc. 
P / E Development Co. 
Security Terminals, Inc. 
Hoopes Fertilizer Works 
Brown Graves Company 
Marsh Lumber Co., Inc. 
Marsh Chalkboard Co. 
Miller Studio, Inc. 
Louis T . Klauder and Associates 
The Queen City Lumber Company 
Lewis & Michael, Inc. 
Hillsboro Bank and Savings Co. 
Gordon Auto Supply Co. 
Farmers and Traders National Bank 
McBane Insurance Agency, Inc. 
F. A. Archer Co., Inc. 
Nabisco, Inc., Special Products Divis ion 
Toledo Blade Company 
Tri-County Implement Case 
The Cummings Bank Co., Carrollton 
Mason Lumber and Coal Company 
West Milton Lumber Company 
Waynesville Lumber & Supply Co. 
The Richwood Banking Company 
PK Marion 
PK West Liberty, Inc. 
Temple Lumber Co. 
Limestone Sales, Inc. 
North Pacific Lumber Co. 

Northwest, Inc. 
Crown Controls Corp. 
Lumberman's Buying Service 

Oxford Tile Co. 



PK St. Paris 
Cox & Manfull Lumber Co. 
Krey Packing Company 
Peter Kuntz Lumber Company 
Lockard Insurance & Real Estate 
Clermont Lumber Co. 
The Charles R. Hawk Company 
Higgins Lumber Co. 
First National Bank, Nelsonville 
Arca Development Division, The Cincinnati Gas & 

Electric Co. 
Heidelberg Distributing Company 
Texas Eastern Transmission Corporation 
Courtney Duff Construction Co. 
J. A. Flaig Lumber Co. 
Lebanon Lumber Company 
Jacob Otto Sons 
PK Fairborn, Inc. 
PK Covington, Inc. 
Prenger Implement Store 
Potter Lumber and Supply Co. 
Root Lumber Company 
Banbury Lumber Co. 
Ed Williams Lumber Company 
St. Henry Tile Co., Inc. 
Oak Hill Savings Bank Co. 
Matt's Redi-Mix, Inc. 
Stiffler Stores, Inc. 
Scot Lad Foods, Inc., Lima Grocery Division 
Mohler Lumber Company 
Scott Paper Company 
Warehouse Associates, Inc. 
Quality Feed Store, Inc. 
PK Germantown Lumber Co. 
Gledhill Lumber Company 
Construction and Supply Co. 
Morton Buildings, Inc. 
Coshocton National Bank 
Barrick Brothers 
The Buckeye Fabric Finishing Company 
Coshocton Lumber Company 
Muskingum Valley Lumber Company 
Ohio Power Company 
Allen County Lumber and Supply Co. 
Keppler Lumber Co. 
Berlin Fruit Box Co. 
Bagley Road Lumber, fnc. 
North Olmstead Lumber Co. 
Super Food Services, Inc. 
URS/ Coverdale & Colpitts, Inc. 
Polar Foods Division of Reiter Foods, Inc. 
Sigafoos Lumber Company 
The Ashland Bank and Savings Co. 
PK Yellow Springs, Inc. 
Promotional Fixtures, Inc. 
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Lloyd A. Fry Roofing Company 
Medina Supply Company 
The A. I. Root Company 
Bennett Lumber Co. 
Buy-Rite Lumber Co. 
Allensworths' Inc. 
Allensworths' Enterprises 
Standard Oil Company 
Worch Lumber Company 
Newfield Development Corporation 
Alpha Omega Corporation 
Victory Warehouse, Inc. 
Ohio Underground Warehouse 
Republic Lumber, Inc. 
Hipp Lumber Company 
Weiler-Wilhelm Lumber Company 
James Lumber Company 
Bob Schmidt Homes 
Kalinich Fence Company 
Union Commerce Bank, Strongsville 
Lumber Wholesalers, Inc. 
Inland Wholesale Lumber Company 
Ruhlin Construction Company 
Harrison News-Herald 
Freeport Press, Inc. 
Stoller Warehouse and Storage Company 
Fairlawn Supply and Concrete Company 
PK Springfield, Inc. 
Murray-Black Co. 
Columbus and Southern Ohio Electric Compan:­
Busy Beaver Building Centers, Inc. 
S. B. Craig & Co. 
McLain Grocery Company 
People's Cartage, Inc. 
Hall Lumber Co. 
Century Steps 
Festival Homes of Ohio 
G. S. Stewart Co. 
Dewine Seed Co. 
Gallipolis Retail Merchants 
Schumacher Lumber Company 
Top Value Enterprises, Inc. 
Moore's Super Stores 
J . C. Penney Company 
Wagner Wood Company 
Carter Lumber Company 
George Henkle Associates 
Highland Enterprise Lumber Company 
Marathon Oil Company 
Edward J. Lewis, Inc. 
Carter-Jones Lumber Company 
Inland Distribution Center 
Halliburton Services 
Cellar Lumber Company 
Johnstown Lumber Company 



Sunbury Lumber Company 
Gem City Lumber Company 
Elder Beerman Corporation 
Ohio Thoroughbred Center 
H. F. Hawkins & Son Company 
Central Supply Company 
Central Implement Company 
"The Yellow Springs News" 
Liquid Disposal, Inc. 
Antioch College 
Conesville Construction 
Corco, Inc. 
Kent Sporting Goods Co. 
Coeval, Inc. 

Manufacturing 
Buckeye Molding Company 
Normandy Products Company 
General Foods Corporation 
Greer Steel Company 
Orrville Products, Inc. 
J. M. Smucker Company 
Quality Castings Co. 
Conval-Ohio, Inc. 
Louisiana-Pacific Corporation 
Westinghouse Electric Corporation 
Miami Cement Products, Inc. 
Dave Steel Corporation 
Inland Container Corp. 
Cleveland Cliffs Iron Co. 
Hoover Ball and Bearing Co. 
Central Plast ics Co. 
Flexible Foam Products 
Artyle Industries, Inc. 
Brant's, Inc. 
Stearns & Foster Co. 
Leggett & Platt, Inc. 
Nachman Corporation 
Galion Manufacturing Co. 
Perfection-Cobey Co. 
The Pollak Steel Company 
Tuscarora Plastics, Inc. 
Todco Division, Overhead Door Corporation 
Boise Cascade 
Marion Brick Corporation 
Marion Power Shovel Company, Inc. 
Central Soya Company, Inc. 
General Tire and Rubber Company 
Certain-Teed Products Corporation 
Metropolitan Industries 
Foote Mineral Company 
Rubbermaid, Inc. 
Massey-Ferguson, Inc. 
Eljer Plumbingware 
IE Industries 
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B. F. Goodrich Aerospace and Defense Products 
Division of B. F. Goodrich Company 

American Can Company 
Ball Rubber & Plastics 
Walter C. Best, Inc. 
Crane Plastics 
Keener Sand & Clay Company 
Inland Products, Inc. 
Chattanooga Glass Company 
Stark Ceramics 
Snyder Concrete Products, Inc. 
Dupps Company 
Duriron Company, Inc. 
Belden Brick 
Ryan Homes, Inc. 
Wheeling-Pittsburgh Steel Corporation 
Guess Manufacturing Co. 
Hooker, subsidiary of Occidental Petroleum Corp. 
Copperweld Specialty Steel Company 
Osco Industries, Inc., Gray Iron Casting Division 
Burton Rubber Processing, Inc. 
Seaman Corporation 
Gunning Refractories, Inc. 
Tom W. Kaufman Co. 
Pampered Beef Export, Inc. 
Patrick Industries, Inc. 
Goodyear Aerospace 
Jackson Iron and Steel Corporation 
Tube Products Corporation 
B. F. Goodrich Engineered Systems Company 
Allen Box Company 
Hudson Products, Inc. 
Cincinnati Milacron Company 
Dayton Extruded Plastics, Inc. 
Konalrad Products Inc. 
Universal PVC Resins, Inc. 
David J. Joseph Company 
Banquet Foods Corporation 
Ludowici-Celadon Company 
Woodall Industries, Inc. 
Pet, Inc. 
Price Brothers Company 
Crane Co. 
Friction Products Co. 
Menasha Corporation 
Harco Corporation 
Bliss and Laughlin Steel Co. 
Permold, Inc. 
Famco, lac. 
Trumbull Asphalt Company 
Amoco Chemicals Corporation 
Tru-Fit Products Corporation 
Dare Pafco, Inc. 
Hull Pottery Co. 
Filter Fabricators, Inc. 



Elliou Lumber Co. 
W. A. Hammond Drierite Company 
Huntsman Container Corporation 
Hoover Chemical Products Division of the Hoover 

Ball and Bearing Co. 
Goodyear Tire and Rubber Company 
Manchester Machine Division, Diamond 

International Corporation 
Miami-Carey 
Fusion Ceramics, Inc. 
National Lime and Stone Co. 
Pillsbury Co. 
U.S. Steel Corporation 
Witco Chemical Corp. 
Perfection in Carbide, Inc. 
The Snapout Forms Company 
Exxon Chemical Company U.S .A. 
Ametek Westchester Plastics 
National Can Corporation 
Central Chemical Corporation 
Fleetwood Enterprises, Inc. 
AFC Corporation 
Lewisburg Container Company 
Westvaco Corp. 
Edmont-Wilson 
Alsco Anaconda, Jnc. 
The Claycraft Company 
Inner-State Wood 
Little Pallet Shop 
Baltic Rubber and Plastics, Inc. 
True Temper Corporation 
Smokey, Inc. 
McCall Printing Company 
National Latex Products Company 
U.S. Corrugated Fibre Box Company 
U-Brand Corporation 
General Latex and Chemical Corporation 
Faultless Rubber Company 
Gowe Printing Company 
Latex Industries, Inc. 
Cyclonics, Inc. 
Yindale Corporation 
H.P. M., Division of Koehring Co. 
Johns-Manville Corp. 
Rohr-Flexible Company 
Stone Container Corporation 
Xerox Corporation 
Hinchcliff Products Company 
Modern Tool and Die Products, Inc. 
PPG Industries 
Diamond Crystal Sale Company 
Minnesota Mining and Manufacturing Co. 
E. Helman Company 
MacMillan Bloedel Containers, Inc. 
The Liberal Market, Inc. 
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Clow Corporation 
The Flexible Company 
Champion International Corporation 
Springfield Gravure Corporation 
The Champion Co. 
International Harvester Co. 
D & H Manufacturers, Inc. 
The Johnson Rubber Company 
General Hocking Brick Corp. 
The Drackett Products Company 
Diamond Shamrock Chemical Company 
Firestone Tire & Rubber Co. 
Hecking Can Division of Diamond International 

Corporation 
Hillsboro Division, The Moore Company 
Agriculture Products Group, Borden Chemical, 

Division of Borden, Inc. 
Briar Hill Stone Company 
Rice-Chadwick Rubber Company 
Drexel Refractories, Inc. 
Thompson Industries Company 
National Cash Register Company 
Irwin Auger Bit Company 
Champion Bridge Company 
Wilmington Iron and Metal Company 
Campbell Soup Company 
Crown-Zellerbach Corporation 
Republic Steel Corporation 
Francis Manufacturing Company 
Colpay Corporation 
Hill and Griffith Company 
Ohio Poly Corporation 
Malvern Flue Lining, Inc. 
International Minerals and Chemical Corporation 
B. F. Goodrich Company 
Ohio-Kentucky Manufacturing Company 
Mid-Ohio Chemical Company, Inc. 
Minster Machine Company 
Heinz, U.S.A., Division of H.J . Heinz Company 
Brockway Glass Company, Inc. 
Teledyne Monarch Rubber 
Kaneta Rubber Company 
Dura Corporation 
Ferro Corporation 
Nelson McCoy Pottery Company 
Ransbottom Pottery Company 
Columbia Cement Corporation 
Monsanto Company 
Anchor Hocking Corporation 
Davis Fire Brick Company 
Ohio Fire Brick Company 
Cambriot Clay Products Company 
Sinbad Ceramic Corporation 
Galena Shale, Tile & Brick Company 
Luntz Corporation 



L iqui-Box of Ashland, [nc. 
Morris Bean & Company 
RCA Corporation 
General Portland. Inc. 
Dayton Tire & Rubber Company 
Frick-Gallagher Manufacturing Company 
Van Dorn Company 
Central States Can Company 
Nickles Bakery, Inc. 
Timken Company 
F. E. Schumacher Company 
Union Metal Manufacturing Company 
Gregory Galvanizing and Metal Processing, Inc. 
Hoover Company 
Stone Creek Brick Company 
Pla~ttpak Packagmg Division, Beatrice Foods 
Babcock & Wilcox Company 
Gerber & Sons Inc. 
Howard Paper Mills, Toe. 
Wyandot Dolomite, Inc. 
Pretty Products, Inc. 
General Clay Products Corporation 
Central Silica Company 
Millwo...id Sand Company 
Whitacre-Greer Fireproofing Company 
Globe-Weis Systems Company 
Bowerston Shale Company 
Marlite Division, Masonite Corporation 
Emp1rc Detroit Steel Division, Detroit Steel Corp. 
Dover Chemical Corporation 
Dover Cryogenic Division, AMKO Service 

Company 
Purex Corporation, Ltd. 
Coffman Stair Company 
McNally Pittsburgh Manufacturing Comporation 

Agriculture 
Metamora Elevator Company 
The Firelands Elevator Association 
North Robmson Equit), Inc. 
Opekasit, Joe. 
Hicksville Grain Company 
Butler Farm Bureau Cooperative Association 
Agri-Urban, Inc. 

Cu,ahoga Landmark, Inc. 
Landmark of Champaign County 
Highland County Landmark, Farm Bureau 

Cooperative Assoc1a1ion, Tnc. 

Greene Landmark, Inc. 
Williams County Farm Bureau Cooperative 

Association 
Payne Cooperative Association 

S. J. Rudy & Sons, Inc. 

Sommer Feed Co. 
Bellevue Farmers' Cooperative Association 
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Madison Farm Bureau Cooperative, Inc. 
Shepard Grain Co. 
The Village Gra mery, Inc. 
The New Washington Equity Company 
Eas t Monroe Farm Service 
Crop and Soil Service, Inc. 
F & L Farm Supply 
Deshler Farmers Elevator Co. 
Payne Equity Exchange Co. 
Botki ns Grain and Feed Co. 
Russia Eq uity Exchange Co. 
Jewell Grain Compan, 
R. H. Thompson & Son 
Adams County Farm Bureau Cooperative 

Association 
The Antwerp Equity Exchange Co. 
Henry Farm Bureau Cooperative Association 
Minster Farmers Cooperative Exchange, Inc. 
Bremco Mills, Inc. 
Union County Farm Bureau 
Luckey Farmers, Inc. 
Ada Farmers' Exchange 
Fayette County Fam1 Bureau Cooperative 

Association 
Champaign County Farm Bureau Cooperative 

Association 
Republic Mercantile and Elevator Association 
Ottoville Farm Center 
Mercer Landmark, Inc. 
Shinrock. Elevator and Supply Association 
Don's Feed and Seed 
St. James Elevator 
Fulton Elevator 
Sharrock Elevator 
Snyder's Milling Service 
Farmer's Mcrcant1le Elevator Company 
Fam1er's Elevator Co. 
The Andersons 
The Ashville Grain Company 
Ft. Recovery Equity Exchange Co. 
The Central Erie Supply & Elevator 
Blanchard Station Elevator 
Coshocton Grain Company 
Richwood Feed and Grain Company, Inc. 
Medina Farm Bureau Cooperative Association 
Highland Farm Chemicals 
Havana & Omar Grain and Supply Company 
M. A Hogan Elevator, Inc. 
Marion Landmark, Inc. 
Buckley Brothers, Jae. 
Clark Landmark, Inc. 
Vistron Corporation 
Reilly Feed and Grain Company 
Tri-State E levator Inc. 
Galion Equity Exchange Co. 



Nau Grain Company 
Versailles Feed Mill 
Hamler Cooperative Grain Association 
F arm Services, Inc. 
Kenton Landmark, Ada 
Kenton Landmark, Continental 
Kenton Landmark, Kenton 
Kenton Landmark, Kirby 
Kenton Landmark, Oakwood 
Kenton Landmark, Upper Sandusl.--y 
Green Springs Cooperative Association 
People's Mercantile and Elevator Company 
Horn's Crop Service Center 
Lykens Farm Supply Company 
Green Camp Cooperative Elevator Company 
Craig's Coal Yard and Elevator 
Landmark, Inc. 
Lansing Grain Company of Toledo 
Ohio Grain Company 
Scott Equity Exchange Company 
Farm Service Center, Spencerville, Scotts Crossing, 

Hume 
Early & Daniel Company 
Alger F eed and Grain Company 
Sabina Farmers Exchange, Inc. 
Keller Grain and Feed, Tnc. 
Convoy Equity Exchange Company 
Foote Elevator 
Greenwich Mill and Elevator Company 
Mt. Victory Elevator and Milling Company 
F. J . Lau bis and Son Elevator 
Ru ral Farm Distributors Company 
Elgin Grain Company 
Belmont County Farm Bureau Cooperative 

Association, Inc. 
Logan Farm Bureau Cooperative Association 
McComb Farmers Cooperative Association 
Delaware County Farm Bureau Cooperative 

Association 
Grove City Farmers Exchange Company 
Mid-Wood, Inc. 
Rural Serv, Inc. 
Pickaway Grain Company 
Clinton Landmark, Inc. 
A. G. Boogher & Son Elevator 

Organizations 
Fairfield Area Chamber of Commerce 
Mason Area Chamber of Commerce 
Community Improvement Corporation of 

Wilmington 
Marion Area Chamber of Commerce 
Community Improvement Corporation (Wolf Run, 

East Springfield, Bergholz, and Amsterdam) 
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Communit)' Improvement Corporation of Gallia 
County 

Geauga County Community Improvement 
Corporation 

Wauseon Chamber of Commerce 
Strongsville Chamber of Commerce 
Canfield Commun ity Improvement Corporation 
Ohio State Grange 
Hillsboro Area Chamber of Commerce 
Community Improvement Corporation of Zanesville 

and Muskingum County 
Jackson Area Chamber of Commerce 
Northern Wood County Area Chamber of 

Commerce 
Bowling Green Chamber of Commerce 
Lima Area Chamber of Commerce 
Youngstown Area Chamber of Commerce 
Chardon Chamber of Commerce 
Dwight L. Koerber, Executive Secretary, Coal 

Traffic Bureau 
F t. Recovery Chamber of Commerce 
Ansonia Community Development Corp. 
Covington Chamber of Commerce 
Dayton Mental Health Center 
Mt. Vernon Chamber of Commerce 
Mt. Vernon Area Development 
Butler County Farm Bureau Federation, Inc. 
Monroe Chamber of Commerce 
London Area Chamber of Commerce 
Toledo Area Chamber of Commerce 
Kenton Area Chamber of Commerce 
Pike County Chamber of Commerce 
Portsmouth Area Chamber of Commerce 
Ohio Farm Bureau Federation 
Marion Chamber of Commerce 
Washington Court House Arca Chamber of 

Commerce 
Bowling Green State University 
Greater Cleveland Growth Association 
Mount Gilead Arca Chamber of Commerce 
Napoleon Chamber of Commerce 
Medina Chamber of Commerce 
Springfield Area Chamber of Commerce 
Lancaster Area Chamber of Commerce 
Wapakoneta Area Chamber of Commerce 
Cincinnati Chamber of Commerce 
Community Improvement Corporation of Coshocton 

County 
Sandusky Area Chamber of Commerce 
Toledo Board of Trade 
Delaware Arca Chamber of Commerce 
Ashtabula County Industrial Development, Inc. 
St. Charles Seminary 
American Concrete Pressure Pipe Association 
Stanley Ferger & Associates, Inc. 



Lisbon Area Chamber of Commerce 
Ohio Grain, Feed & Fertilizer Association, Inc. 
Delaware Farmers Exchange Association 
Millersburg Chamber of Commerce 
Greater Canton Chamber of Commerce 
Coshocton Area Chamber of Commerce 
Sugarcreek Ohio Area Businessmens Association 
Tuscarawas County Chamber of Commerce 
Zanesville Area Chamber of Commerce 
Marietta Chamber of Commerce 
Hocking County Community Improvement 

Corporation 
Logan Trade Club 
Dayton Area Chamber of Commerce 
Middletown Area Chamber of Commerce 
Lebanon Chamber of Commerce 
Steubenville Area Chamber of Commerce 
Orrville Chamber of Commerce 
Wilmington Area Chamber of Commerce 
Cambridge Area Chamber of Commerce 
Ohio Lumber and Building Product Dealers 

Association 
Defiance Chamber of Commerce 
Greater Cincinnati Chamber of Commerce 
Gallipolis Area Chamber of Commerce 

RAILROAD 

Erie Lackawanna Railway Company 
J . T. Evans, Manager- Transportation Research, 

Penn Central 
Detroit, Toledo and Ironton Railroad Company 
Chessie System, Inc. 

LABOR 

United Transportation Union, William Kinsey, Al 
Chesser, Charles Traynor, and Dean Whitmore 

Brotherhood of R ailway, Airline and Steamship 
Clerks, Freight Handlers, Express and Station 
Employees, Local 361 

International Brotherhood of Electrical Workers, 
Local 1466 

Hocking Valley Central Labor Council 
Ohio AFL-CIO 
Brotherhood of Locomotive Engineers, Division 92, 

W. S. McGuire 
Brotherhood of Locomotive Engineers, Andrew 

Vadas 
Ohio Farmer's Union 
Ohio Representatives of Railroad Unions and 

Brotherhoods 
Ohio State Legislative Committee; Brotherhood of 

Railway and Airline Clerks 
United Mine Workers of America, Local 9544 

International Brotherhood of Teamsters, Local 20 

United Paper Workers International Union 
AFL-CIO, Local 1931 

Teamsters Local No. 510 
Un ited Brotherhood of Carpenters and Joiners of 

America, Local No. 2136 
International Association of Machinists and 

Aerospace Workers, AFL-CIO Local 1319 

CONCERNED CITIZENS 
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Individuals 
Walter L. Blakely 
Elizabeth H. Petri 
Gene R. Blakley 
Ray Garrett 
Mrs. Clifford Kolb 
Dr. R ichard W. Samuel 
Mrs. Pearl Custer 
William J. Pia pp 
Thomas J . Healey 
John and Christine Booth 
Irene Curry 
Gaylord Shriner 
Mrs. Dale E. Geist 
T. D. Barnett 
Robert R . Hodges, Jr. 
Mrs. Glen Crawford, Jr. 
Kay D. Hottle 
Jimmy L. Wood 
Arch Lindsay 
Judge Darrell R. Hottle 
Margaret Finnegan 
Judge Richard L. Davis 
Harry A. Bennett 
Herschel L. Creed 
Richard A. Miner 
Wendell E. P itzer 
F. B. P inkerton, Jr. 
David T. Dolan, Ph.D. 
Joseph Tamele 
John L. Weber 
R ichard H. Ward 
Mrs. R. A. Meyer 
Mrs. V. R. Bowell 
Robert P . Cook 
Mr. & Mrs. A. John Hoerath 
Mr. & Mrs. Donald Harnish 
Roy S. Le Masters 
Floyd Stahl 
J im Hoeratb 
Lynda A. Hoerath 
Charles F . Geidner 
Max W. Morrow 
Florence Scherrer 
Mrs. Don P . Miller 
John E. Sexton 



Katherine Sexton 
Thomas R. Pulsifer 
Mrs. Martha M. Wilson 
Mary Davis 
John 0 . Carey, Jr. 
Allen F. Bode 
A. M. Alexander 
J . Craig Mave 
Tom M. Miller 
Joseph L. Baldwin 
Paul R. Hale 
W. C. Garman 
Cecile F. Garman · 
Fay Kishing 
Mr. & Mrs. Dennis 0. Foster 
Stella Busch 
Edna Shumaker 
David W. Caplinger 
Valeta Doorneweerd 
Mary Guthrie 
Dennis Thompson 
Pearl Collins 
Mr. & Mrs. Ray Fender 
Fannie Smith 
Hazel Smith 
Maude Smith 
Mr. & Mrs. Estel Naylor 
Carl Griffith 
Herbert Bansbach 
Alice Fitton 
M. L. Ervin 
David Canfield, O.D. 
Mary J . Lance 
Millard W. Lance 
Ruth M. Williams 
Harold N. Freeman 
Richard E. Rickman 
John Sharpe, Professor, Ohio State University 
Dr. Pedro L. Koe-Krompecher 
Robert C. Bowman 
Harry 8. Miller 
Arthur L. Kelly 
Melvin L. Ervin 
Daniel Cowdrey, Agricultural Extension Agent, 

Highland County 

GOVERNMENT 

Federal 

Senator Birch Bayh 

Senator Vance Hartke, represented by 
Jacque LeRoy 

William T. Allmon 
Karl Geller 
Patricia Evans 
David Noble 
Arthur R . Davis 
James S. Zehner 
S. E. Woodford 
Angeline Sironen 
James H. Pelley 
Elwood Noe 
Ed Hiestand 
Mrs. R. V. Swisshelm 
Mr. & Mrs. George C. Unvergagt 
Lucille Willett 
Mr. & Mrs. Jim Snyder 
Mary Parshall LaRoe 
Mr. & Mrs. Harmon Shaffer 
BoJ? & Lorraine Wanner 
Dan Lewis 
Gordon Steiniger 

Petitions 
2074 signatures from residents of Van Wert and 

Paulding Counties opposing the Regional Rail 
Reorganization Act of 1973. 

288 signatures from citizens of Highland County 
petitioning USRA to reject the proposals found 
in the DOT February 1 Report. 

387 signatures supporting the continuation of Erie 
Lackawanna service through Richwood, Ohio. 

2368 signatures opposing the abandonment of the 
Norfolk and Western Railroad in Carroll County. 

Organizations 

Ohio Association of Railroad Passengers 
Citizens Committee to Support Dart, Dayton Area 

Rapid Transit 
Committee to Revive Union Terminal 
League of Women Voters of Northern Portage 

County 
Sierra Club, Ohio Chapter 
Sierra Club, Portage Trail Group 
Jackson Business and Professional Women's Club 
South Charleston Community Club 
League of Women Voters, Strongsville, Ohio 

INDIANA 
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Congressman William G. Bray 
Congressman William H. Hudnut, III 
Congressman Roger H. Zion 
Congressman Lee Hamilton 
Congressman Elwood H. Hillis 
Congressman J. Edward Roush 



Congressman Earl F. Landgrebe, represented by 
John Laymon 

Congressman John Brademas, represented by 
Frank Sullivan 

Congressman David W. Dennis, represented by 
John Gustavson 

Carl E. Van Dorn, Public Counsel for Indiana 
Col. James M. Bishop, U.S. Army, Jefferson 

Proving Grounds 

State 
Governor Otis Bowen 
Lt. Governor Robert D. Orr 
Center for Urban and Regional Analysis 
Senator Leo Sullivan 
Representative Robert O'Maley 
Representative Samuel Reed 
Representative Jack Mullendere 
Senator Robert D. Garten 
Richard B. Wetzel, Director, Indiana DOT 
Representative Jack W. McIntyre 
Railroad Dept., Public Service Commission 

of Indiana 
Representative Richard Mangus 
Representative Lucille Woofendale 
Representative Jack Mullenfore 
Senator Robert Garton 
Northwestern Indiana Regional Planning 

Commission 
Representative Thomas D. Coleman 
Wabash Regional Planning Commission 
Madison State Hospital 
Senator Leo Sullivan, represented by 

Brian Kremsley 
Representative Jeff Espiea 
Roger Marsh, State Highway Commission 
Representative Clifford Arnold 
Representative Richard B. Wathen 
Representative Stephen Ferguson 
Representative Jerome J . Reppa 
William R. Black, Governor's Rail Task Force and 

Director of the Center for Urban and Regional 
Analysis 

County 
Board of County Commissioners of St. Joseph 

County 
Kankakee-Iroquois Regional Planning Commission 
Newton County Civic Committee 
Newton County Board of Commissioners 
Board of Education Metropolitan School District of 

North Posey County 
Board of Tipton County Commissioners 
Indiana Heartland Coordinating Commission, 

(Boone, Hamilton, Hancock, Hendricks, . 
Johnson, Marion, Morgan, and Shelby Count.Jes) 
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Hamilton County Board of Commerce 
Wells County Commissioners 
Grant County Council 
Miami County Board of Commissioners 
John Niblack, Judge, Marion County Circuit Court 
LaGrange County Area Planning Commission 
Cass County Commissioners 
Fort Wayne-Allen County Citizen Advisory Board 
Michiana Area Council of Governments 
Four Rivers Resource Conservation and 

Development Project 
Elkhart County Planning Commission 
Elkhart County Board of Commissioners 
Johnson County Board of Commissioners 

City 
Eugene Kraus, City Council Fort Wayne 
Richard Lugar, Mayor of Indianapolis 
Kenneth Ferris, for Mayor John Peacock of 

Kokomo, Indiana 
Mayor Jerry Miller of South Bend 
Edinburg Town Board 
Calumet Township Advisory Board 
Joseph Muser, for Mayor Habel of Decatur 
Mayor Max Andress, Columbus 
Mayor Edward Moon, Peru 
Mayor John Riemke, Kendallville 
Westfield Board of Trustees 
Town of Topeka Board of Trustees 
Town of Shipshewana Board of Trustees 
Town of LaGrange Board of Trustees 
Town of Wolcottville Board of Trustees 
Town of Middlebury 
Mayor Randall Miller, Michigan City 
Charles E. Oberlie, Planning Director, Michigan 

City 
John Branum, for Mayor Knop, Huntington 
John English, for Mayor Baisloy, New Castle 
George Prime, City Attorney, Scottsbury 
Mayor David C. Gerard, Crawfordsville 
Albion Town Board 
Randall T. Shepard, Mayor's Office, Evansville 
Economic Development Commission, 

James C. Tucker, President, Paoli 
Roy Roush, Board President, Board of Trustees, 

Rossville 
Donald Thomas, Utilities Superintendent, 

Hagerstown 
Mayor Blake L. Burns, Scottsburg 
Town Board of Trustees, Middlebury 
City of Hobart 
Common Council of the City of Huntington 
Town Board of Trustees, Poseyville 
Board of Trustees, Sharpsville 
Mayor Eldon L. Cage, Tipton 



Common Council of City of Tipton 
Board of Trustees, Westville 
Neil B. Schmeltekop, Town Manager, Town of 

Carmel 
Richard L. Vissing, Mayor, Jeffersonville 
Willard Wulliman, Mayor, Berne 
Robert Haskett, Town of Westfield 
Brooks E. Davis, M ayor of Madison, Indiana 
Dennis F. Smith, Mayor, City of La Porte 
Richard Knoll. La Porte Board of Commissioners 
F . Edward Vandue, Mayor, Franklin 
City of Fort Wayne 
Moreland Board of Trustees 
Paoli Board of Trustees 
Plymouth Economic Development Commission 

BUSINESS 

Extracting/ Mining 
Rextram Corporation 
Amax Coal Company 
Peabody Coal Company 
Shell Oil Company 

Manufacturing 
Waterson Monument 
Chemetron Corporation 
RM Friction Materials Co. 
Charles Kirchner & Sons, Inc. 
J . Trockman & Sons, Inc. 
Redman Mobile Homes, Inc. 
Evans Products Co. 
Moore-Casteon, Inc. 
New York Blower Co. 
La Porte Foundry Co. 
Certain-Teed Products Corp. 
American Standard, Inc. 
Rock Island Refining Company 
Rheem Manufacturing Co. 
Roxham Corporation 
Bremer Iron Co. 
Fabricated Steel Products of Indiana, Inc. 
Copco Steel 
Elkhart Bridge and Iron Co. 
Northern Indiana Brass 
Miles Laboratories 
Henry Weiss 
Elkhart Brass 
Yoder Ready Mix 
HC Industries, Inc. 
Hi Tekhyhtery Co. 
Raybestos Manhattan, Inc. 
Sommers Metal Craft Corp. 
Midstates Steel and Wire Keystone Construction 

Ltd. 
Baber Manufacturing Co. 
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AM General Corp. 
Sibley Machine and Foundry Corp. 
Minnesota Mining and Manufacturing 
Interstate Jndustries, Inc. 
Greif Bros. Corporation 
Spickelmier Industries, Inc. 
Miles Laboratories, Inc. 
Motor Wheel Corp. 
National Starch and Chemical Corp. 
Butcher Manufacturing Co. 
Brockway Glass Co. , Inc. 
Reilly Tar and Chemical Corp. 
Essex International Corp. 
Bell Fibre Products Corp. 
Marion Malleable Iron Works, Inc. 
Foster Forbes Glass Co. 
Weaver Popcorn Co. 
Skelgas of Russiaville, Inc . 
General Tire and Rubber Co. 
Morgan Packing Co., Inc. 
Toeflow Engineering Manufacturing Corp. 
Baer Research Center 
Mid States Steel Co. 
Stokely-Van Camp, Inc. 
R . R. Donnelly & Sons Co. 
Firestone Tire Co. 
Jenn-Air Corp. 
International H arvester Co. 
American Can Co. 
Ossian Canning Co. 
John Burrough 
Newman Foundry Co., Tnc. 
American Standard Co. 
K&F Industries 
Indiana Rockwool 
Jennings Jndustries 
Altamil Corp. 
Middlebury Mouldings, Inc. 
Coachmen Industries , Inc. 
Capital Paper Co. 
Drackett Co. 
Lacey Diversified Industries 
Arketex Chemical Corp. 
Thos. Moulding Brick Co. 
Woodward Steel Co. 
Volney Felt Mills 
Kendell Industries 
Universal Gypsum Co. 
Peabody Industries 
Armco Steel 
Ashland Chemical Co. 
Bantam Beari ng 
Victor Ooliti s Stone Co. 
Indiana Hillstone Co. 
Adams Clay Products Co. 



Genesee Shale Products 
Wood Craft Industries 
Colgate-Palmolive Co. 
Hooker Electrochemical 
George Pfau's Sons Co., Inc. 
Uniroyal, Inc. 
Goshen Iron and Metal 
California Pellett Mill Co. 
Crawford Industries, Inc. 
Hill Bros. Veneer Co. 
South Bend Waste Paper Co. 
J. R . Short Milling Co. 
Bomarko, Inc. 
Wells Aluminum 
Rock Wool Industries, Corp. 
IIT Continental Baking, Inc. 
RJR Foods, Inc. 
American Art Clay Company 
Blocksom and Company 
Dover Corporation 
Federal Paper Board Co., Inc. 
Ingress Manufacturing Co., Inc. 
Jennings Industries, Inc. 
Kraft Foods, Kendallville 
NL Industries, Inc. 
Peerless Cement Co. 
Inland Container Corporation 
Joseph E. Seagram & Sons, Inc. 
International Mineral and Chemical 
Georgia Pacific Corporation 
A. P. Green Refractories Co. Warehouses 
Robus Products Corp. 
Truss Manufacturing Co. 
Thatcher Glass Manufacturing Co. 
Steinhardt-Hanson, Inc. 
General Motors Corp. 
Bemis Company 
Allied Mills, Inc. 
Lone Star Industries, Inc. 
Dana Corporation 
Leibhardt Mills 
Airlite Processing Corp. 
Whirlpool Corporation 
Moorman Manufacturing Co. 
Louisville Cement Co. 
Rydman and Fox, Inc. 
Payless Cement Company 
RCA Corporation 
Continental Steel Corporation 
Cuneo Press 
SteUete Division-Cabot Corp. 
Rexnord Inc. 
Eckrian Motor 
North Manchester Foundry 
Chesebrough-Pond's, Inc. 
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Eli Lilly and Co. 
Huntington Laboratories, Inc. 
Kaiser Aluminum and Chemical Corp. 
Capital Paper Company 
"Automatic" Sprinkler Corp. of America 
Angola Lumber Co., Inc. 
Mastic Corporation 
Davies Co. Nitrogen Corp. 
Harris Pine Mills 
Hooker Chemicals & Plastics Corp. 
Industrial Woods Products, Inc. 
Glass Containers Corporation 
Majestic Company 
Moore Business Forms, Inc. 
Madison Plastics 
Our Sunday Visitor, Inc. 
Pioneer Lumber & Supply Co. 
Peabody, An American Standard Company 
Weatherhead Company 
Wyatt Lumber and Coal Company 
White Farm Equipment Company 
World Bestos Company 
Williamson Company 
Wellcor, Inc. 
Ball Corporation 
Duo-Therm ( division of Motor Wheel Corp.) 
Auburn Foundry, Inc. 
Cooper Tire and Rubber 
Garret Bros. Mill 
Container Corporation of America 
Kitchen Kompact, Inc. 
U.S. Corrugated Fibre Box Co. 
Midstates Wire 
Allied Products Corp. 
Associated Distribution 
Brown-Forman Distillers Corp 
Goodyear Tire and Rubber Co. 
Johns-Manville Products Corp. 
Evansville Veneer and Lumber Co., Inc. 
U.S. Envelope Company 
Central Soya Co., Inc. 
National Can Corporation 
American Maize-Products Company 

Service 
Barber Grocery Co. 
The First National Bank of Huntington 
Farmers Bank & Trust Co., Poseyville 
H&R Pharmacy 
Krider Nurseries, Inc. 
Mills Dept. Store 
Posey County News 
Ramada Inn 
Tipton Utility Service Board 
Indiana Lawrence Bank and Trust Co. 



Star Purdue-La Fayette Bureau 
The Pharos-Tribune and Press 
Aldason Corp. 
Madison River Terminal, Inc. 
Northern Indiana Public Sen ice Co. 
Millburn Peat Co., Inc. 
Associated Distrihutors, Inc. 
Hughes Supply-Hughes Tobacco Warehouse, Inc. 
B. I. Helser & Co. 
Irwin Feed Store, Inc. 
Industrial Wood Products, Inc. 
Kreegt:r & Hensler, Inc. 
Metzger Lumber Companies 
Mervis and Sons. Inc. 
Standard Lumber Co. 
Union Station Associates 
Dura Vent 
Huss Wholesale 
Indiana Carton Co. 
Lake Warehouse Corp. 
La Salle Dutch Corp. 
Michiana Container Corp. 
Mastic Corp. 
Roach Appleton Mfg. Co. 
Sanders Lumber Co. 
Scotmar, Inc . 
Sears Roebuck and Co. 
Shetland Propcrtie~ of Indiana 
Skinner M. B. Co. 
South Bend Baling and Iron Co. 
South Bend Stamping Division 
South Bend Toy Mfg. Co. 
Steel Warehouse Co., Inc. 
United Beverages 
White Farm Equipment 
Larson's Appliance 
Indianapolis Power and Light Co. 
Hook Drugs, Inc. 
The Farmers Bank of Frankfurt 
Elston Bank and Trust Co. 
Personalized Development Corporation, Inc. 
Kansas State Bank 
A YR-Way Stores, Inc. 
Indiana-Michigan Electric Co. 
The Linton Daily Citizen 
Worthington State Bank 
Peoples Trust Company 
Bloomfield State Bank 
Northern Indiana Public Service Co. 
Associated Distributors, Inc. 
Danners. Inc. 
Standard Oil Fertilizer, lnc. 
Swiggett Lumber & Const. Co. 
General Woods & Veneer 
Stenotype Supplies Co., Inc. 
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Wright-Bachman, Inc 
Metzger Wholesale 
James 0. Held and Co., Inc. 
Continental Foods 
Edinburg State Bank 
Ellen Fertilizer Services 
Scott County Concrete Products Co. 
Linza Graham Lumber Co., Inc. 
Wells-Deal, Inc. 
National Tire Mart, Inc. 
Scottsburg Novelty, Inc. 
South Indiana Lumber 
Arbuckle Electric, Inc. 
James M. Dyer and Son 
Kerr McG~e Chemical Corp. 
Ferris Trading Post, Inc. 
Keller's Farm Service Center 
Wilson Building Supply, Inc. 
Wickes Lumber Co. 
Oscar C. Knoll and Sons 
Space Leasing Co. 
Bortz Elevator Co .. Inc. 
D. H. & R. Co .. Inc. 
South Bend \\'arehouse Corp 
Arvin Industries 
Central L and M Supply 
Davidson's Lumber Co. 
Narplcx Division-VOP 
Indiana Gas Co. 
St. Mary's College 
Notre Dame University 
Rose Fuel and Building Materials 
BigC Lumber 
U.S. Plywood 
Mishawaka Warehouse and Distributing 
Riverview Lumber & Buildmg Supply Co., Inc. 
Simpson Building Materials 
Lone Star Cement 
City Water Works 
Sam Winer Co. 
Adams Westlake Co. 
Elkhardt Cold Storage 
Clifford and Cole Building Supplies 
Team Track-Tutt Street 
Allied Products 
Weisberger Brothers. Inc. 
Western Rubber 
Ivy Terrace. Inc. 
Smoker Lumber Co. 
Nobco, Inc. 
Moblincr Tire, Inc 
Goshen Sash and Door, Inc. 
Homccrest Corp. 
Sharecroft Corp. 
Jayco 



H ome Lumber and Supply 
Kingsbury Industrial Park 
Acme Equipment Co., Inc. 
Morgan Co. R ural Electric Membership Coop. 
Chemicals Fertilizer Services, Inc. 
Marshall Co. Rural Electric Membersh ip Corp. 
Elnora Lumber Yard 
Construction Digest 
Magic Chef 
Pan American Gyro-Tex Company 
D. G. Shelter Co. 
Allis-Chalmers 
Purdue University 
Hurwich Iron Co. 
City Coal Yard 
Modern Warehouse 
Ridge Co. 
Watcon Co. 
Days Transfer 
Kawneer Co. 
Spencer Evening World 
Ralph Rogers and Co. 
Rogers Building Supplies 
Daviess Co. Ford Tractor, Inc. 
Culho Fenung Co. 
Circle Lumber Co. 
Kohlman Motor Supply 
Hoefling Truck and Tractor, Inc. 
Thiesing Veneer Co. 
Reporter Times 
Black Lumber Co. 
Warnck Co. 
Franz Lumber 
Strausso 
Berea College 
David Webb Co. 
Paragon Soil Service 
Princess Homes, Inc. 
S. Rosenstein and Sons 
Gesstner Packing Co. 
Chemical-Fertilizer Services, Inc. 
Lyons Medical Clinic 
F . C. Tucker Company, Inc. 
I . Weinberg Company 
Cumberland Lumber Co. , Inc. 
Gibson Generating Station 
Marble Hill Nuclear Station 
Noblesville Generating Station 
Edwardsport Generating Station 
Gallagher Generating Station 
Dresser Generating Station 
Miami Wabash Packing Station 

Greentown Substation 
Westwood Substation 
Columbus Substation 
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E . L. Tennyson, Professional Engineer 
Ernest Morten, Trumble Co-op 
Public Service Co., Indiana 
Barber Wholesale Grocery Co. 
Indiana-Kentucky Electric Corp. 
Western Electric Co. 
Worthington Times 

Agriculture 
Discus Farm Supply, Inc. 
Erny's Fertilizer Service, Inc. 
Lafayette Cooperative Elevator Co. 
La Grange County Farm Bureau Coop. Assn., Inc. 
Trimble Cooperative, Inc. 
Tebco Fertilizer Services, Inc. 
Wilson Grain Elevator 
Wilson Bros. Fertilizer 
Brook Grain. Inc. 
Goodland Farm Center 
Wilson Bros. Farm Center 
Borden Chemical 
Decatur Crop Service 
Herner Crop Service 
Hemlock Crop Service 
Wyatt Crop Service 
Wilson Coal and Grain Co 
Lauhoff Grain Co. 
Acme-Evans Co. 
Control States Grain Co. 
Cosinesko Farm Barley Corp. 
Indiana Grain and Feed Assoc. , Inc. 
Lansing Grain Co. 
Simpson Grain Co. 
Free Grain Co. 
Benton Co. Rail Shippers & Receivers Assn. 
Farm Bureau Co-op Assoc. 
Hightshue Bros . Grain Elevator 
Howard Co. Farm Bureau Co-op Assn ., Inc. 
The Early and Daniel Co. 
Greene County Farm Bureau Co-op Assoc., Inc. 
Community Grain Co. 
La Porte County Farm Bureau Co-op. Assn., Inc. 
Allen County Co-op Assoc., Inc. 
Chemical-Fertilizer's Services 
Posey County Farm Bureau Co-op. Assn ., Inc. 
Indiana Farm Bureau Co-op. Assn ., lnc. 
Indiana Farm Bureau, Inc. 
Banning-Barnard Farms, Inc. 
Burton Business Enterprises 
Wabash County Farm Bureau Co-op Assn., Inc. 
Boone County Farm Bureau Co-op 
York Grain Elevator 
Robert Hogan Plant Food Business 
Sprinkle Elevator, Inc. 
Hamilton County Co-op 
Norris Feed Mill 



Mexico Elevator Co. , Inc. 
Farmers' Elevator Co. 
Tri-County Grain, Inc. 
Garret-Benson Grain Co. 
Adams County Farm Bureau Co-op 
Sulphur Springs Grain Elevator 
Herrin Grain Corp. 
Huntington Creek Corp. 
Clinton County Farm Bureau Co-op Assn. 
Maxwell Grain Co. 
Teko Fertilizer Co. 
Pioneer Hybrid, Inc. 
Crop-Maker Soil Service, Inc 
Russiaville Feed & Grain, Inc. 
Farm Bureau 
McKowen Grain Co. 
Clay County Farm Bureau Co-op Assn., Inc. 
Edgerton & Monroeville Elevators 
Crop Fertility Specialists, Inc. 
Henry County Farm Bureau Co-op Assn., Inc. 
Coffee Bros., Inc. 
Wayne County Farm Bureau Co-op Assn., Inc. 
Wilson's Farm Supply 
Steuben County Farm Bureau Co-op Assn .. Inc. 
Thatcher Feed and Grain Co. 
Bushrod Grain Company 
Crop Systems 
Madison Co. Farm Bureau Cooperative 

Association, Inc. 
Top Yield Farm Management Service, Inc. 
Farmers Elevator Co., Oakville 
Evans Milling Co., Inc. 
Argos Elevator, Inc. 
Amboy Grain Co., Inc. 
Bahler Grain and Feed Co. 
Poseyville Grain and Feed Co., Inc. 
York-Richland Grain Elevators 
Rich Valley Cooperative Elevator Co. 
Wilson Grain, Inc. 
South Milford Grain Co. 
Wash-Scott Country Farm Bureau Co-op Assn., Inc. 
Grant County Farm Bureau Co-op Assn., Inc. 
Shideler Grain Co. 
Cargill, Inc. 
Adams County Farm Bureau Co-op Assn. 
Boone County Farm Bureau Co-op Fertilizer Plant 
Bunker Hill Farm Service Center, Inc. 
Morgan Cooperative 
Owen County Farm Bureau Coop. Association 
Huey Soil Service 
Mutual Grain Co. 
Wabash County Farm Bureau Coop. Lumber Co. 
Cyclone Seeds Co. 
By Four Elevator 
Knox County Farm Bureau Co-op Association 
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Daviess County Nitrogen Corp. 
Daviess County Farm Bureau Co-op Assn., Inc. 
Johnson County Farm Bureau 
Johnson Crop Service 

Organizations 
Indiana Traffic and Transportation Assn. 
South Bend-Mishawaka Area Chamber of 

Commerce 
Worthington Chamber of Commerce 
Clinton County Chamber of Commerce 
Metropolitan Evansville Chamber of Commerce 
Marion Area Chamber of Commerce 
Poseyville Chamber of Commerce 
Greater Lafayette Chamber of Commerce 
Auburn Chamber of Commerce 
Business Relat ions Council of Indianapolis 

Chamber of Commerce 
Franklin Chamber of Commerce 
Indiana Manufacturers Association 
Kendallville Chamber of Commerce 
Rosville Business and Professional Organization 
Indiana State Chamber of Commerce 
Society of Industrial Realtors, Indiana Chapter 
American Walnut Association 
Mt. Vernon Chamber of Commerce 
Indiana Highways for Survival 
Chamber of Commerce of Goshen, Inc. 
Paoli Chamber of Commerce 
Greater Bloomington Chamber of Commerce 
Evansville Chamber of Commerce 
Greater Fort Wayne Chamber of Commerce 
Worthington Chamber of Commerce 
Bloomfield Chamber of Commerce 
Greenfield Chamber of Commerce 
Hobart Chamber of Commerce, Inc. 
Kokomo Area Chamber of Commerce 
Johnson County Chamber of Commerce 
LaGrange Chamber of Commerce 
Madison Business and Professional Association 
Montpelier Chamber of Commerce 
Monticello Chamber of Commerce 
N&.I-I Realty Trust No. 8-1598 
Rush County Chamber of Commerce 
North Manchester Chamber of Commerce 
Columbus Chamber of Commerce 
Fremont Chamber of Commerce (68 signatures 

on petition) 
Indiana Lumber and Builders' Supply Association 

(550) 
Benton County Rail Shippers and Receivers' 

Association (3,115 signatures on petition) 
Indiana Farmers' Union 
Clark County Chamber of Commerce 
Greater Louisville Chamber of Commerce 
Daviess Chamber of Commerce 



Huntington Chamber of Commerce 
Knox County Chamber of Commerce 
Montgomery County Chamber of Commerce 
Odon Business and Professional Association 
Transportation Committee of Associated 

Construction Publications 
Madison Chamber of Commerce 
Warren Chamber of Commerce 
Tipton County Chamber of Commerce 
Michigan City Area Chamber of Commerce 

(596 members) 
Greater Goshen Association 
New Albany Area Chamber of Commerce 
Frankfort Chamber of Commerce 
Seymour Chamber of Commerce 
La Porte Chamber of Commerce 
Johnson City Farm Bureau Assn. 
Greater Elkhart Chamber of Commerce 
Spencer Chamber of Commerce 
Edinburg Chamber of Commerce 
Wabash Valley Association, Inc. 
Greater Greenfield Chamber of Commerce 

RAILROAD 
Peoria and Eastern Railway Co. 
L&N Seaboard Coast Line 
Chicago, Milwaukee, St. Paul and Pacific 

Railroad Company 

LABOR 
United Transportation Union Committee of 

Adjustment 
United Transportation Union 
Indiana State Legislative Board, Brotherhood of 

Locomotive Engineers 

CONCERNED CITIZENS 

Organizations 
Committee for Zero Automobile Growth 
Coalition for Adequate Transportation 
Indiana Civil Study Coalition 
Human Justice Commissio~ 
Indiana Conservation Council 
Izaak Walton League of America 
Indiana Masonic Home 
Newton County Civic Club 
Austin Lions Club 
Jacksonville Lions Club 
Concerned Citizens of Gibson County & 

Posey County 
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Individuals 

Ronald J. Rohling 
Arthur J . Matott 
Charles A. Rea 
Raymond J. Harrod 
James M . Connolly 
Richard A. Schlegel 
Kenneth R. Ingle 
Lois Philon 
J . Patrick Latz 
Howard E. Petersen 
W. R. Powers, M .D. 
Judge Russell Stott 
T. 0 . Wagner 
E. W. Jacobs 
Kathryn D. Weaver 
Carolyn S. McIntyre 
Nelson G. Grills 
Mrs. Lucille C. Tuggle 
C. 0 . Goodrich 
Mrs. Geneva W. Mull 
A. Lee Moore 
Robert E. Pence 
Herschel Hollopeter 
Richard Simmons 
Roy B. Crockett 
Rev. Paul D. Gullion 
Mrs. Florence Burdine 
Mrs. Lucille Gallivan 
Mrs. Jesse L. Marse 
Mr. & Mrs. Malcolm Lamor 
Mr. & Mrs . Everett R. Cox 
Philip H. Fisher 
Norman Murphy 
Edith V. Tree 
Robert J . Luellen 
Gene Slaymaker 
Lawrence T. Dooling 
Melvin A. Miller 
Richard F. Moore 
Mrs. Helen A. Sowers 
Anthony R. Martin 
Frank Clinton Waltz 
Michael Tubich 
James L. Russell, P.E . & L.S. 
Michael W. Pustay 

Jim Jontz 
John L. Niblack 
Joseph " Duke" HiJI 
Wilma Larson 



' 

• 

I

ILLINOIS 

GOVERNMENT 
Federal 

Senator Charles Percy 
Senator Adlai E. Stevenson. III 
Senator Stuart Symington 
Congressman Tom Railsback 
Congressman George O'Brien 
Congressman Robert H . Michel 
Congressman Paul Findley 
Congressman Paul Simon 
Congressman G. E. Shipley 
Congressman Edward Madigan 
Wildlife Disease Research Center 
Council on Environmental Quality 
U.S. Naval Training Center, Great Lakes, Illinois 

State 
Senator John A. Davidson 
Senator Robert W. McCarthy 
Senator Charles H. Kruse 
Senator James H. Donnewald 
Senator E. McBroom 
Senator Sam M. Vadalabene 
Representative W. Borchers 
Representative Don E. Brummet 
Representative J. Washburn 
Representative G. Ryan 
Representative Ben C. Harpstrite 
Representative John R . Lauer 
Representative Charles F . Keller 
Representative J. David Jones 
Representative William L. Kempiners 
Representative Fred R. Schraeder 
Representative Rolland Tipsword 
Representative Roscoe Cunningham 
Congressman George S. Lupley 
Department of Business & Economic Development 
Illinois Cooperative Extension Service 
G. H. Wiseman, Department of Business & 

Economic Development 
W. Willis, Illinois Agriculture Association 
Northeast Illinois Planning Commission 
Southwestern Illinois Planning Commission 
Langhorne Bond, Secretary, lllinois Department 

of Transportation 
Capital City Railroad Relocation Authority 
Robert J . Williams, Director, Illinois Department 

of Agriculture 
Howard R . Fricke, Director, Illinois Department 

of Business and Economic Development 
Hubert D. Boggs, Chairman, Tri-County 

Regional Planning Comm ission 
Peoria Urbanized Area Transportation Study 
Shawneetown Regional Port District 
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County 
Robert L. Pinkerton, Executive Director, 

Champaign County Regional Planning Comm. 
Robert Manley, Chairman, Champaign County 

Regional Planning Commission 
Wesley M. Schwengel, Chairman, Champaign 

County Board 
Bruce E. Jones, Christian County Board 
Dan Ordner, Chairman, Cumberland Board of 

Supervisors 
L. K. Komler, Ford County Board 
Hardin County Educational Service Region 
Claret.cc A. Gehle, Iroquois County Board 
Iroquois County Agricultural Extension Council 
Ralph S. Downey, Chairman, Jersey County Board 
Kankakee County Board 
W. Cook, Kankakee Highway Commission 
H. E. Schwarck, Kankakee Highway Commission 
C. Walters, Livington County Board 
John Carpenter, Logan County Regional 

Planning Commission 
Rex L. Brown, Macon County Regional 

Planning Commission 
Bennett Bradley, Jr. , Macon County Board 
Policy Committee Action , Decatur Urbanized Area 
McDonough City Board 
Chester A. Thon ason, Morgan County Board 

of Commissioners · 
G. Secrest, Pike County Board 
B. DeJaegher, Rock Island County Board, 

Chairman 
Scott County Board of Supervisors 
Donald S. Dallmier, Shelby County Agricultural 

Stabilization and Conservation Committee 
Marion E. Dyser!, Vermilion County Board 
Virgil May, County Clerk, Washington County 
Lawrence Guard, Woodford County Board 
F . 0 . Orr, Kankakee County 

W. T. Sinks, Chairman, Greater Egypt Regional 
Planning Commission 

Loren A. Frayser, Superintendent, H ardin County 
Educat ion Service Region 

City 

Edmond Daily, Arthur Village Trustee 
Henry N. Muller, Mayor, Cambridge 
Lawrence Martin, Superintendent, Carmi City 
John W. Kaegi, Cave in Rock 

Virgil C. Wikoff, Mayor, Champaign 
Richard J. Daley, Mayor, Chicago 
City of Clarence 

Village of Clifton Board of Trustees 
Robert E. Karcher, Mayor, Dahlgren 



Elmore E. Morthland, Supervisor, Township of 
Decatur 

Dennis J. J acobs, Mayor, East Moline 
Richard Cudlebaugh, Planning Commissioner, 

East Peoria 
James C. Spinder, Mayor, East Peoria 
Clyde Martin, Effiingham 
Donald F. Benedict , Mayor, El Paso 
R. E. T aylor, Mayor, Fairbury 
Edward K. Patten, Mayor, Glenview 
Danny Davis, City Manager, Greenville 
Howard Staffy, Mayor, Griggsville 
Oliver Bishop, City Manager, Highland 
W. J. Sti,,u, Mayor, Highland 
James R . Reill y. Jr ., City Attorney, Jacksonville 
James Dolan , Mayor, Jerseyville 
East Lynn 
Ronald Henson, Knoxville City Attorney 
O. J . Lere, Mayor, Leroy 
Wendell J . Dahm, Mayor, Lovington 
Robert L. Anstine, Mayor, Macomb 
Paul M. Gilligan, President, Village of Mahomet 
Frank F. Pearce, Mayor, Marshall 
Roger W. Dettro, Mayor, Mattoon 
Frederick M Winkler, Mayor, Mound City 
Joe McGuire, Mayor, Mount Carmel 
Ronald Aissie, Mount Vernon Industrial 

Commission 
Milton Holzhauer, Mayor, Nashville 
David D. Anderson, City Manager, Town of 

Normal 
Ray Fehrenbacher, Corp. Counsel, City of Olney 
Robert R . Zueck, Mayor, Pana 
William R . Quinn, Mayor, Paris 
Henry X. Dietch, Village Attorney, Park Forest 
Peoria City Council 
Richard E. Carver, Mayor, City of Peoria 
T. McTilton, Mayor, R antoul 
Y. E. Price, Mayor, Mason City 
R . E. Eckdahl, Mayor, Princeton 
Dudley Williams, Mayor, Pittsfield 
Raymond Botch, City Manager, Rock Island 
J ames H . H aymaker, Mayor, Rock Island 
Jack L. Stephenson, Mayor, St. Francisville 
Lawrence A. Asaro, City Manager, Salem 
Shelbyville Area Development Committee and 

Shelbyville Industrial Development Corp. 
John L. Heinlein, Mayor, Shelbyville 
John S. Pratt, General Council, Springfield 
Theodore Bakalar, Mayor, Streator 
Floyd Clark, President, Village of Toledo Board 

of Trustees 
Hiram Paley, Mayor, Urbana 
Kennard Curtiss, Mayor, Valley Park 
Elvin Washburn, Mayor, Vandalia 
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Richard Frederick, Warrenton 
Ernest A. Grove, Mayor, Watseka 
Jack McJilton, Mayor, Rantoul 
Mary Frooninckx, Clerk, Village of Clifton 
City of Olney 

BUSINESS 

Agriculture 
Agrico Fertilizer 
Agricultural Chemicals 
American Maize Products Company 
Anchor Grain Company 
Anderson & Mandie Grain Co. 
The Andersons 
Archer-Daniels Midland Company 
Arron Farm Supply Company 
Ashmore Grain Compa.ny 
Assumption Coop. Grain Company 
Atlanta Agriculture Center 
Aydt Elevator 
Beason Farm Center 
Beaversville Grain & Lumber 
Beavery Grain & Lumber 
Beloit Grain Co. 
Bement Grain Co. 
Bentley Farmers Elevator Co. 
Bethany Grain Co. 
Bishop (M. P ) Fertilizer 
W. H. Boies Farm Management 
Bond County Farm Bureau 
Boone Co. Services 
Bradbury Grain Co. 
Broughton Agricultural Service, Inc. 
Broum Produce Co. 
Brush's Elevators 
Bunge Corporation 
Burtonview Grain, Coal & Lumber Co. 
Busboom Grain Co. 
C F Industries 
Cabery Farmers Grain 
Campbell Seed Co. 
Carrollton Farmers Elevator Co. 
Carson Grain Co. 
Cass County Service Co. 
Cass-Morgen Farm Bureau 
Central Soya Co. 
Champaign County Farm Bureau 
Charlotte Farmers Grain Co. 
Chatsworth F armer's Grain Co. 
Chesterval Elevator 
B. C. Christopher & Co. 
Cisco Colb Co. 
Cisco Coop. Grain Co. 
Cissna Park Co-op Grain & Coal Co. 
Clark Service Co. 



Claytonville Farmers Grain & Coal Co. 
Clover Leaf Elevator Co. 
Colfax Farmers Grain, Inc. 
Corn Belt FS, Inc. 
Crawford Service Co. 
Cullom Co-op Grain Co. 
Danforth-Gilman Grain Co. 
Dani-Gilman Grain 
Danvers Elevator 
Darrow Farmers Co-op, Inc. 
Debron Corp. 
Del Rey Farmer's Grain Co. 
Del Monte Corp. 
Deland Co-op Elevator 
DeWitt County Co-op Grain 
Donovan Fann Co-op Elevator 
Dundos Grain Co. 
Early & Daniel Co. 
East Lincoln Farmers Grain Co. 
Effingham-Clay Service Co. 
Elliot Farmers Grain Co. 
Ellis Milling Co. 
Emden Farmers Grain Co. 
Erie Lumber & Grain Co. 
Farmers Grain Co. 
Farmland Industries, Inc. 
Farney Grain Elevator 
Fayette Service Co. 
First Mississippi, Inc. 
Fisher Farm Grain / Coal 
Ronald D. Fisher Trucking Co. 
Flagsmell Co. 
4-5-6 Co. 
FS Services, Inc. 
French (C. A.) & Son 
Ford-Iroquis Farm Bureau 
Funk Seeds International, Inc. 
GM Corn Belt Farm Services 
Galva Co-op Grain & Supply Co. 
Garvey Grain Co. 
Gaumont Co-op Association 
Gifford Elevator Co. 
Ging, Inc.-Grain Elevator 
Golden Rule Elevator Co. 
Goodwine Co-op Grain Co. 
Grant Packaging Co-op Co. 
Greene County Service Co 
Greenup Grain Co. 
Hahmaman Elevator 
Hamel Co-op Grain Co. 
Hamilton Grain Corp. 
Harpers Grain Co. 
Harris Fertilizer Co. 
Hedge Co. 
Herner Fertilizer Co. 
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Hendrix Town & Country 
Hayden's Mill 
Henry County Farm Bureau 
Herbinger Co. 
Herscher Grain Co. 
Hidalgo Elevator 
Homann Grain & Supply Co., Inc. 
Honeggers' & Co. 
Houghton (E. W.) Elevator Co. 
Hubinger Co. 
Huntington Creek Coop. 
Illa Fann Service, Inc. 
Illinois Fertilizer & Chemical 
Illinois Grain Co. 
Iola Grain Co. 
Irvington Elevator Co. 
Irwin Grain 
Ivesdale Co-op Grain Co. 
J & R Farm Center 
Jamaica Farmers Elevator 
Jasper County Farm Bureau 
Jasper Jobs, Inc. 
Jannusch Fertilizer Service 
Jersey County Farm Supply 
Jessie B. Holt, Inc. 
Joanna Western Mills 
Johnson Farm Service 
Joseph G. Baldwin Co. 
Kaiser Agriculture Chemicals 
Kankakee Service Corp. 
Kankakee County Farm Bureau 
Kansas Agricultural Sales, Inc. 
Kelsey 
Kemp Grain Co. 
Kendall Grain & Farm Services, Inc. 
Kennedy Grain Elevator, Inc. 
Klempton Co-op Co. 
Kossville Grain Co. 
Kirsch-Kleinschmidt Co. 
Kruse Fertilizer 
Krusemark Emden Grain Elevator 
Lafayette Grain & Feed 
La Hogue Co. 
Lamont Fertilizer Co. 
Lane Co-op Grain Elevator 
LaPlace Co-op Grain Co. 
LaSalle County Farm Supply 
Lanhoff Grain Co. 
Lee Farm Services, Inc. 
Leone Grain & Supply Co. 
Lerna Grain & Fertilizer 
Livergood AEC Elevator Co. 
Livingston of Chatsworth, Inc. 
Logan Farm Services, Inc. 
Lotus Grain & Coal Co. 



Louisville Seed House, Inc. 
Ludlow Coop. Elevator Co. 
Macoupin County Farm Bureau 
Massey-Ferguson, Inc. 
Mansfield Grain Co. 
MAPCO, Inc. 
Markwalder-Price Grain Co. 
Martin Tmplement Co. 
Martinson Grain Co. 
Maroa Fertilizer Co., Inc. 
Mascontal Grain & Feed Co. 
Mason County Service Commission 
Menard Service Co. 
McCloy Grain Co. 
McDonough Farm Services, Inc. 
McKey & Roegge 
McLean County Services 
Meadows Co-op Co. 
Medora Farm Services, Inc. 
Meeker's Grain Co. 
Meiners Farm Service, Inc. 
Mercer County Farm Bureau 
Merna Grain Co. 
Mezer's. Inc. 
Midland Agricultural Center 
Mid-Illinois Farmers Co-op 
M1lmine Grain Co. 
Mississippi Valley Farm Equipment Dealers 
Moccasin rertiltzer Co. 
Monroe Service Co. 
Mont Eagle Mills, Inc. 
Montclair Grain & Supply 
Moore Business Forms, Inc. 
Moore's Oil & Gram Co. 
Morton Fertilizer Co. 
Moss Grain Co. 
Moultrie County Grain Association 
Moultrie-Shelby Farm Services, Inc. 
Mount Vernon Elevator Co. 
Mowequa Farmers Co-op Grain Co. 
Musmcr Produce 
Mutual Grain Co. 
Nakomis Equity Elevator Co. 
Neal-Cooper Grain Co. 
OK Grain Co. 
Oberdeck Feed Co. 
Oblong Grain Co. 
Ohio Farm Fertilizer Co. 
Okawville Farmers Elevators 
Olea Farm Ft:rtilizer 
Orr (F. R.) Grain Co. 
Pacific Grain Co. 
Papinean Grain Co. 
Parkensburg Grain Co. 
Paul Thomas Grain Co. 
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Penick & Ford, Ltd. 
Peter's Phosphate Service 
Piper Farmer's Grain Co. 
Pisgah Corp. Grain Co. 
Quincy Soybean Co. 
Raeder Grain Co. 
Randol ph Agricultural Service, Inc. 
Red Top Grain & Seed Co. 
Renshaw Implement Co. 
Reyling Brothers Co. 
Rich-Lain Service Co. 
Richter Fertilizer Co. 
Rising Farmers Grain 
Rock River Lumber & Grain Co. 
Rosamond Co-op Association 
Rossville Grain Co. 
Rothway Poultry Hatchery Co. 
Sadorus Co-op Elevator Co. 
Sandahl Farm Service 
Savoy Grain Co. 
J. M. Schmitz Seed Co. 
George Schmuke, Inc. 
Schmultz Seed Co. 
Schoemski Soil Service 
Scotland Grain 
Sinclair Implement Co. 
Singleton Grain Co. 
Sommer Elevator 
Spoon River Farm Service 
Sta-Rite Ginnie Lou, Inc. 
Staley Co. 
Stockland Grain Co. 
Stub's Fertilizer Service 
St. Clair County Fann Bureau 
St. Louts Grain Corp. 
Sublette Farmers Elevator Co. 
Sugar Creek Produce 
Sunkist Citrus Growers 
Tampico Farmers Elevator Co. 
Tara Fertilizer Co. 
Tazewell Service Co. 
Thomasboro Grain Co. 
Trainor Grain & Supply 
Tri-County Chemical Co. 
Tuttle Mill & Elevator 
Vernal Draeger Co. 
Victoria Feed Co. 
Wabash Valley Service 
Walsh Grain Elevator 
Weedman Grain Co. 
Weldon Co-op Grain Co. 
Wenona Crop Service 
West Liberty Grain Co. 
Western Grain Co. 
Whitaker Farmers Co-op Co. 



White County Lumber Co. 
Willo\\ Hill Grain Co. 
Wilson-Richt.:r, foe. 
Woodford County Seed Service Co. 
Woodl-Darrow Farm Coop. 
Washington County Sen ice Co. 
Yarger Brothers Elevator 
Yerner Grain & Elevator Co. 
Frank Zachman Fertilizer Co. 

Extracting/ Mi rung 
American Minerals, Inc. 
Amex Coal Co. 
Amoco Oil 
Consolidation Coal Co. 
Fluospar Division 
E. L. Haines 
Kerr McGee Co. 
Marathon Oil Co. 
Man,hall Putnam Oil Co. 
Mmerva Oil Co. 
Miley Mining Co 
Ozark-Mahoning 
Peabody Coal 
Phillips Petroleum 
Sahara Coal Co., Inc. 
Shell Oil Co. 
Standard Oil Co. 
Zeigler Coal Co. 

Manufacturing 

ACF Industries. Inc. 
Allied Mills 
Alton Box Board Co. 
American Distilling 
AMF 
Anheuser-Busch. Inc 
Archer Daniels Co. 
Armour-Dial. lnc. 
Artex International, Inc. 
B-Line Systems 
Bemis Co., Inc. 
Bethlehem Steel 
Borden Chemical 
Brandt Chemical Co. 
Brown Corp. 
Brunswick Corp. 
T. Bur & Co. 
CPC International, Inc. 
Calcium Carbonate Co. 
Carco Inc., Chicago 
Caterpiller Tractor Co. 
Celotex 
Central Sheet & Metals Co. 
Certam-Teed Products 
Charles Todd, Inc. 
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Chevron Chemical Co. 
B. C. Christopher & Co. 
Coates Steel Products 
Coeval, Inc. 
Continental Can Corp., Inc. 
Container Corporation of America 
Core-Lake, Inc. 
Crest Container Corp. 
Dana Corp. 
Debron Corp. 
John Deere & Co. 
Dog Life Corp. 
Dow Industrial Service 
Drackett Products Corp. 
Eastex, Inc. 
Ekco Products, Inc. 
Ellis Milling Co. 
Equipto 
Fabral Corp. 
Farm Supplie~ Business 
Firestone Tire & Rubber Co. 
Foote Mineral Co. 
GTM 
Galva Foundry Co. 
Galva Iron & Metal Co. 
GBH-WAT Homes 
General Gable Co. 
General Electric Co. 
General Sheet & Metals Co. 
Georgia-Pacific Corp. 
A. P. Green Refractories 
Griffith Labs. 
Hagerty Brothers Co. 
Harry Fruit Co. 
L. S. Heath & Sons, Inc. 
Heinz Co. 
Hercules, Inc. 
Highland Supply Corp. 
Hiram Walker & Sons, Inc. 
Howell Co. 
I . J. Hudson & Sons 
Humco Products 
Illinois Cereals Mills, Inc. 
Inland Container 
Inter-Lake Steel Co. 
International Harvester Sales 
International Minerals & Chemicals 
Jones & Laughlin Steel Co. 
Kennedy Industries 
Keystone Consolidated Industry 
Kraft Foods 
Lehigh Stone Dealer 
Lewis Melind 
Libby Co. 
Libby, McNeil, & Libby 



Life Time Doors, Inc. 
Lily-Owens Illinois, Inc. 
Livergood A&C Elevator Co. 
Lloyd Frey Roofing 
Lonza 
Manufacturers R. W. Co. 
Masonite Corp. 
M. D. Milling Co. 
Meyers, Inc. 
Michigan Chemical Corp. 
Michigan Maple Block Co. 
Midwest Carbide Corp. 
Miller Container Corp. 
Minnesot.i Mming & Manufacturing Co. 
Missouri-Portland Cement 
Monsanto Chemical Corp. 
Moore Business Forms 
Moorman Manufacturing Co. 
Morris Tick Co., Inc. 
Morton Salt Co. 
H . L. Mulgrove. Inc. 
National Bottle Corp. 
National By-Products 
National Can Co. 
National Steel Corp. 
Neal-Cooper Grain Co. 
Ohio Farm Fertilizer 
Olney Seed Co., Inc. 
Oscar Mayer Co. 
Ottawa Silica Co. 
Overbaugh Equipment 
Owens-lllin01s 
Pacific Press & Shear Co. 
Pearson Brothers Co. 
Peavey Co. 
Penwalt Corp. 
Perry Dehydrating Co. 
Peterson Puritan Inc. 
Phillips Pe1rolt:um Co. 
Pinesville Kraft Corp. 
Pittsburg International Corp. 
Polar lee Chest 
Quaker Oats Co. 
Ralston-Purina 
Roadhouse Envelop<! 
Ruhl & Ruhl Inc. 
Scot Lad Foods, lnc. 
Scott County Ready-Mix 
Silverm11l Frozen Foods 
Simpson Lee Paper Co. 
Sinclair implement Co. 

A. O . Smith Co. 

Snap-on Tools 

Solo Cup Co. 
Square Deal Sales & Service 
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Stepan Chemical Co. 
Streator Brick Co. 
A. E. Staley Manufacturing Co. 
Swift Edible Oil Co. 
Swift Chemical Co. 
TED Metal Products 
Tee-Pak, Inc. 
Terra Chemicals 
Thatcher Glass Co. 
Transco, Inc. 
Tro Park, Inc. 
Twtn States Components 
UARCO, Inc. 
Ultra Life Labs 
Upjohn Corp. 
Velsicol Chemical Corp. 
WABCO 
Wedron Silica Division 
Wheel Goods Division (AMF) 
R. A. Williams. T nc. 
Winnebago Services 
York Division 

Service Industry 
Alexander Lumber Co. 
Allerton Supply Co. 
Allen Lumber Co. 
Altamont Vv holesale Co. 
Anchor State Bank 
B B. Milling Co. 
BLH Lumber Co. 
Banbury Lumber Co. 
Barnes Lumber Co. 
Blackhower Realty 
J . Philip Boyd Co. 
Bradford National Bank 
Brinkman & Pressman Lumber 
Burkart Textron Co. 
Central Illinois Light Co 
C<!ntral lllinois Public Service Co. 
Charles Kirchner & Son. Inc. 
Clifford Building Cenh:r 
Commonwealth Edison 
Community Hardware Co., Inc. 
Connally's Building Center 
Com Helt Press 
R. T. Crow 
The Cuneo Press, Inc. 
Daily-News Tribune 
Del Monte Properties 
Dow Jones & Co., Inc. 
Dowler Equipment Co. 
Dunn Lumber Co. 
Electric Energy Inc. 
Evans Products Co. 
Farmer's & Merchant's Bank 



Farmers State Bank 
Federal Warehouse Co. 
First National Bank of Greenville 
First National Bank of Highland 
First National Bank of Mattoon 
First 1\lational Bank of Morton 
First National Bank of Rock Island 
First State Bank 
R. D. Fisher Trucking 
Franchise Services, Inc. 
Freeway Tmplemcnt, Inc. 
Fulton County Farm Services, Inc. 
Gamhles 
General American Transport Corp. 
Grant Park Farmers Grain Co. 
Gray, Piraina & Smith 
Graves Industries 
R. Goepel Co. 
Hamilton County Lumber Co. 
Hardin County Independent 
Hardin County State Bank 
Hendrix Town & Country Co 
Highland Builders Supply Co., Inc. 
Hilbrugge Lumber Co. 
E. W. Houghton Lumber Co. 
Ira J. Hudson ~ arehouse Inc. 
Hunter-Webb Lumber Co. 
John D. Hurn & Sons 
Hydro Carbon Transportation, Inc. 
Illinois Gas Co. 
Jllinois Metro Ea~t Industrial Development Corp. 
Illinois Power Co. 
Illinois Valley Supply 
Iowa-Illinois Gas & Electric 
Tsringhausen Implements, Inc. 
Janson Brothers Equipment 
Kamar Construction Co. 
Kent Lumber & Coal 
King \tlilling Co. 
Ralph Korte Construction Co. 
Kress Corp. 
Krey Packing Co. 
John C. Kriepman Transfer Co. 
Law Ser\'ice Co. 
Leaf River Lumber Co. 
Lee Brothers Dep:irtment Store 
Lee, McKnight Equipment Co. 
Linenfelsen Lumber & Building Materials 
Livingston Service Co. 
Lotus Warehouse 
Ludowici-Celadon Co. 
Lyndon Lumber & Grain 
Mackemer & McBrumd Hardware 
Marathon Metallic Building Co. 
Mason City Ready Mix Co. 
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Maurer Grain & Feed Co. 
McGray-Hill 
Modern Woodmen of America 
Milliken National Bank 
National Bank of Fairbury 
Newton Press-Mentor 
North Propane Gas Co. 
Oakdale Home Extension 
Ogle Service Co. 
Omaha Lumber Co. 
O'Neil Brothers Transfer & Storage Co. 
OSCO Lumber Co. 
Penick & Ford, Inc. 
Peoples Bank of Cambridge 
Peoples Coal & Lumber Co. 
Peoples State Bank of Newton 
Pioneer Industrial Park 
Production Credit Association 
Rademacker Brothers Lumber 
Rail Services Container Corp. 
Railtech & Association 
Reasor Corporation 
Rich-Law Service Co. 
Richardson Lumber & Hardware Co. 
Ristokrat Clay Products 
Rock Island Packaging Coop. 
Sandstrom Products 
Shelby Electric Cooperative 
Shelbyville Broadcasting Co. 
Sherrard Power Systems 
Shipper's Carline Division 
Shoop & Sons, Forest Products 
J. R. Short Milling Co. 
Fred A. Smith Lumber Co. 
Sohygro Corp. 
South Michigan Cold Storage 
Southern Illinois, Inc. 
Speedy Delivery Service, Inc. 
State Bank of Gridley 
State Bank of Herscher 
State Bank of Orion 
Sumner National Bank 
Pike County Lumber Co. 
Taylor & Company 
Twin State Components 
United Facilities, Inc. 
Vermilion Service Co. 
WABCO Construction 
Webb Lumber Co. 
Wickes Corp. 

Organization 
Carbonville Chamber of Commerce 
Charleston Chamber of Commerce 
Cisna Park Chamber of Commerce 
Decatur Chamber of Commerce 



East Peoria Chamber of Commerce 
El Paso Chamber of Commerce 
Greenville Chamber of Commerce 
Highland Chamber of Commerce 
Illinois State Chamber of Commerce 
Illinois Valley Area Chamber of Commerce 
Jefferson County Chamber of Commerce 
LaSalle Chamber of Commerce 
Mattoon Chamber of Commerce 
Milan Chamber of Commerce 
Moline Chamber of Commerce 
Morton Chamber of Commerce 
Ottawa Chamber of Commerce 
Palestine Chamber of Commerce 
Pana Chamber of Commerce 
Pontiac Chamber of Commerce 
Princeton Chamber of Commerce 
R obinson Chamber of Commerce 
Rock Island Chamber of Commerce 
Roodhouse Chamber of Commerce 
Shelbyville Chamber of Commerce 
Springfield Chamber of Commerce 
St. Anne Chamber of Commerce 
Upper Rock Island Chamber of Commerce 
Urbana Chamber of Commerce 
Vandalia Chamber of Commerce 
Watseka Chamber of Commerce 
White H all Chamber of Commerce 
Cambridge Association of Commerce 
Chicago Association of Commerce & Industry 
Fairbury Association of Commerce 
Mattoon Association of Commerce 
McLean Association of Commerce 
Chicago Board of Trade 
Kingston R iver Terminal Board of Trade 
Peoria Board of Trade 
Greater Pike Industrial Association Board of 

Trade 
Bi-State Metropolitan Planning Commission 
Crawford County Opportunities, Inc. 
Greater Egypt Regional Planning Commission 
Illinois Agricultural Association 
Illinois Farm Bureau 
Illinois Farms Union 
Illinois Fertilizer & Chemical Association 
Jllinois Grain & Feed Association 
Jllinois Indiana Development Corp. 
Illinois Manufacturing Association 
Illinois R etail Farm Equipment Association 
Industrial Commercial Development Fund 
Mississi ppi Valley Farm Equipment Association 

National Jaycees 
North Scott Industrial Development, Inc. 

Pana Industrial Development Corp. 
Rail Service Planning Commission 
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Tri-County Planning Commission 
Will-Grundy Manufacturing Association 

RAILROAD 

Louisville and Nashville Railroad and Seaboard 
Coastline Railroad 

Illinois Terminal Railroad 
Manufacturers Railroad Company 
American Association of Railroads, Inc. 
Burlington Northern 
Amtrak 
Elgin, Joliet and Eastern Railroad 
Illinois Central Gulf Railroad 
Chicago, Rock Island, and Pacific Railroad 
Toledo, Peoria and Western Railroad 
Chicago, St. Paul , and Milwaukee Railroad 

LABOR 

United Transportation Union 
Brotherhood of Railroad, Airline Engineers, 

Steamship Clerks 
Brotherhood of Locomotive Engineers 
Brotherhood of Maintenance Employees 
United Popular Paperworkers Interna tional Union 
Illinois AFL-CIO, Railway Clerks, Lodge 908 

CONCERNED CITIZENS 

Associations 
Scientific Institute for Public Information 
Environmental Corporat ion of St. Louis University 
Environmental Defense Fund 
Sierra Club 
League of Women Voters 
Washington University 
Center for Urban Progress 
National Consumers Congress 
National Museum of Transportation 
Gray Panthers 
Lake County Horsemen 
Better Government Association 
Railtech & Associates 
Railroad, Air & Marine Institute (RRAM) 
Mercer County Railroad Preservation Commission 
General American Transportation Commission 
Henry County Farm Bureau Women's Committee 
Transaction Association of Joliet 
Blackbum College 
United Freeway Opponents in Davenport 
Peoria Urbanized Area Transportation Study 
Quad-Citiy Development Group 
Metro Housing and Planning Council 
H.E.L.P. 
Washington University, St. Louis 
Wildlife Disease Research Center 



Center for Advanced Computation 
Highland Jaycees 

Individuals 
Virgil Alexander 
Gladys N. Anderson 
Laurence L. Arnold 
Roger H. Bedek 
E. H. Boedecker 
Wilby Borchers 
Dan Chamberlain 
Marvin L. Charlet 
Lucille Coulter 
Grace V. Curl 
John Curry 
Charles Dahn 
Claude E. Davis 
Nora DeJohn 
Brett DeSplinter 
Albert Dimond 
G. A. Donaldson 
Walter Duzan 
Ralph Frey 
John Gamble 
Vernon Gans 
Lee 0. Garber 
James J . Geode 
Wilma Geries 
Robert L. Gibson 
John M. Gordon 
Wilfred Hane 
Bruce M . Hannon 
Melvin E . Hansing 
Lyle Harrison 
R aymond J. Harrod 
Mary E. Hedge 
Richard Henry 
Charles Hogshead 
Dempster Holland 
Raymond Holthays 
Noel E . Hurford 
Hurste 
Norman E. Johnson 
Vonnie L. Johnson 
Robert Johnston 
Ellie Joyce 
Harold Katz 
W. C. Keener 
Allan Keith 
Howard K. Keys 
Howard G. Kiesling 
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Harry Kottas 
Leonard Kuisemark 
Amy Kummerow 
J . Patrick Latz 
WiUiam H. Lyon 
Bernice Manley 
John R. McConnell 
Margie Mitchell 
Gene Mueller 
Harold Musgrove 
Vernon C. Nashund 
C. R. Newmiller 
Opal Perry 
Orville L. Plocher 
Jerome L. Pruemes 
Joseph Quinn 
Monte Quiste 
Bob Reed 
J. Edward Ronsh 
Robert E. Saunders 
J. R. Scoggin 
James L. Seed 
Fayette B. Shaw 
Jim Shaw 
Carl Shelton 
Leon Shipps 
William J. Sinks 
Richard 0 . Soldner 
Marjorie Sommer 
Roger Stacy 
Carol Steffens 
Jerry Stevenson 
Steven Waldman 
Dale H. Weeks 
Roy J. White 
Harry E. Wiebler 
Walter Willis 
J. Van Winkle 
Dorothy R. Yantis 
William L. York 
William Young 
Raymond Bolen 
Miss Kathy Davis 
Nancy Dopler 
John J . Houlihan 
Robert J . Maurer 
Miss Barb Morthland 
Robert Piatt 
Sandra Stevens 
Miss Sue Ziegler 



MICHIGAN 

GOVERNMENT 

Federal 
Senator Robert P. Griffin 
Senator Philip A. Hart 
Congressman Robert Traxlor 
Congressman Guy Vander Jagt 

Congressman Richard VanderVeen, represented 
by Thomas Warke 

Congressman Philip E . Ruppe, represented by 
Robert Neldberg 

Congressman Elford A. Cedarberg 
Charles Lockwood, Small Business Administration 

Detroit Office ' 
Department of Agriculture, Bay County 

Stabilization and Conservation Service 
M. K. Lauritsen, Forest Supervisor, Ottawa 

National Forest 

State 

Michigan Democratic Agriculture Committee 
Michigan Northern Counties Association 
Huron P ines Resource Conservation and 

Development Project Council 
Edgerton Bai ley, Michigan Department of State 

H ighways and Transportation 
Amos Roos, Central Upper Peninsula Planning and 

Development Region 
Representative Dominic J. J acobetti 
Michigan Public Service Commission 
Archie Lewis, on behalf of Senator Milton Zaagman 
Frank J. Ke!Jey, Attorney General 
Department of Commerce 
Senator Garland Lane 
Representa tive Louis K. Cramton 
Representative John M . Engler 
Tri-County Regional Plann ing Commission 
J . David Mullan, West Michigan Shoreline 

Regional Development Commission 
Representative Howard Wolpe 
Senator Gordon Rockwell 
Representative Dennis 0 . Cawthorne 
Wayne H . Traub, Michigan Association of 

Counties, 9th District 
Michigan Department of Labor 
The Northwest Michigan Economic Development 

District Commission 
Department of Agriculture 
Michigan Bean Commission 
Robert Stevens, Northeast Michigan Regional 

Planning and Development Commission 
Robert Taub, Assistant Attorney General 
John Woodford, representing Governor William 

Milliken 
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Herbert Maier, Tri-County Regional Planning 
Commission 

Senator John Toepp 
Senator Robert W. Davis 
Representative Donald Van Singe! 
Representative Charles H. Varnum 
Representative Martin D. Buth 
William Ball, Michigan Public Service Commission 
Porter Barnett, Michigan Department of 

Agriculture 
Gerald A. Wolfe, Michigan Public Service 

Commission 
Northwest Michigan Economic Development 

District and Regional Planning Commission 
Bill Rowden, Northwest Michigan Regional 

Planning and Development Commission 
Robert Stockman, West Michigan Regional 

Planning Commission 
Representative Michael Dively 
Representative Ralph Ostling 
William Ohle, Chorlevoix Planning Commission, 

Northwest Region 10 Planning Commission 
James N. Callahan, Michigan Association of 

Counties 
Thomas Walton, Michigan Department of Labor 
Senator Alvin J. De Grow 
Representative Loren Armbruster 
Larry McCoy, Eastern Upper Peninsula Regional 

Planning and Development Commission 
Charles Nickolas, Western Upper Peninsula 

Planning and Development Region 
Upper Peninsula Commission for Area Progress 
Central Upper Peninsula Planning and 

Development Region 
Cecil Ursprung, Aon Arbor-Ypsilanti Area 

Transportation Study 

County 
Clifford G. Steff, Steven C. Acker, Midland County 

Department of County Development 
Eva M. Smith, Clerk, Gratiot County 
Board of District Commissioners, Wexford County 
Mecosta County Board of Commissioners 
Manistee County Planning Commission 
Montcalm County Board of Commissioners 
Antrim County Planning Department 
Antrim County Board of Commissioners 
Emmet County Board of Commissioners 
Calhoun County Metropolitan Planning 

Commission 
Calhoun County Board of Commissioners 
Clinton County Board of Commissioners 
Lyle B. Thompson, Isabella County Extension 

Director, Cooperative Extension Service, 



Michigan State University 
Thomas H . Reed, Gratiot County, Extension 

Agricultural Agent 
Edgar L. Strong, Oceana County, Extension 

Agricultural Agent 
Newaygo County Board of Commissioners 
Tuscolo County Board of County Road 

Commissioners 
Thomas J . Fegan, Washtenaw County Metropolitan 

Planning Commission 
George Petrodine, Calhoun County 
Washtenaw County Board of Commissioners 
Steve Aker, Midland County Planning Commission 
Dale Rodenroth, City of Saulte Sainte Marie, 

Chippewa County Commissioners 
Richard Hartwig, Upper Peninsula Committee for 

Area Progress 
D. J . Surbeck, County Board of Commissioners, 

Shiawassee County 
Jackson Root, Kent County Board of 

Commissioners 
James Banks, Prosecuting Attorney, Ionia County 
Earl Fitzgerald, Chairman, Hillsdale County Board 

of Commissioners 
Industrial Expansion Commission, Muskegon 

County 
Bay Regional Planning Commission 
Tuscola County Board of Commissioners 
Harold Westcott, Chairman, Benzie County Board 

of Commissioners 
Fred Elwood, Board of County Road 

Commissioners, Sanilac County 
Harry Hall, Chairman of Kalkaska County, 

Michigan Commissioners 
Evelyn McKinley, Planning Board, Kalkaska 

County 
Matt Engler, Chairman, Isabella County Board of 

Commissioners 
Cecil Edgecomb, Board of Commissioners, Grand 

Traverse County 
Barry County Board of Commissioners 
Waldo Dick, Van Buren County Board of 

Commissioners 
Tom Reed, Agricultural Agent, Gratiot County 
Ed Miller, Board of Commissioners and County 

Planning Commission, Wexford County 
William Gary Rogers, County Planner, Antrim 

County 
William Mercer, Charlevoix County, Planning 

Department 
Albert Thomas, Huron County Board of 

Commissioners 
Sam Work, Sanilac County Board of Commissioners 
Michael Seward, Hillsdale County Industrial 

Development Commission 
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Robert L. Mead, Commissioner, Roscommon 
County 

John Kujawski, Charlevoix County Board of 
Commissioners 

William Depner, Manisett County Planning 
Commission 

William Pitt, Wexford County Board of District 
Commissioners 

Frank R. Falkenhagen, Missaukee County 
Constance Binsfeld, Leelanau County Board of 

Commissioners 
Gene A. Perfect, Leelanau County Planning 

Commission 
William Wright, Bay County Board of 

Commissioners 
Anthony Rapes, Cooperative Extension Service 

Huron County ' 
Robert Tufts, Board of County R oad 

Commissioners, Huron County 
Board of Commissioners, Sanilac County 
Ben Schrader, Saginaw Board of County 

Commissioners, Saginaw County 
Ingham County Board of Commissioners 

City 
City Council of the City of West Branch 
City Council of the City of Milan 
Milan City Planning Commission 
Bernard Gray, Presiden t, Village of Edmore 
Jack Pryor, Deputy Director of Community 

Development Commission, Office of Industrial 
and Commercial Development, Detroit 

Donald R. Harmon, City Manager, Gaylord 
Charles W. Theis, City Superintendent, Sandusky 
Committee on Equalization, Highways, and County 

Affairs, Saginaw County 
Jerome S. Weiss, Council of the City of Ann Arbor 
Fred Dawe, Jr., City Clerk, Fremont 
Patrick M. Price, City Administrator, Mason 
Norman M. Gaffney, City Superintendent, Ionia 
City Commission, St. Johns 
City Council of the City of F rankfort 
Marlette Village Council, Marlette 
Ingham County Board of Commissioners 
Martin Gessert, Mayor, Sandusky 
City Council, Sandusky 
Raymond Bennett , President, Howard City Village 

Council 
Howard City Industrial Development Corporation 
Jonathan E. Maire, City Attorney, Leslie 
Charles Stoddard, President, Village of Kinde 
Saline City Council 
Gerald E. Wensloff, Manager, City of Big Rapids 
Croswell City Council 
Lowell Driver, President, Village of Carsonville 



City of Charlevoix 
J. Thomas Schaeffer, Village Attorney, Concord 
Arnold McCallum, President, Owendale 
Robert J. Atkinson, Mayor, Tthaca 
Charles B. Woodruff, Prosecuting Attorney, 

Big Rapids 
Muskegon Community Development Department 
Paule B. Goode, City Manager, Hudson 
Harry R. Cole, Supervisor, Hillsdale Township 

Board 
Mike Benedict, Supervisor, Port Gratiot Township 
Edward Bivens, Jr., Mayor, Inkster 
Big Rapids City Commission 
Richard Faulk, Homer Planning Commission 
Rollin Dart, Cities of Holt and Mason 
Resolutions Committee, Munising 
Carl Whiteman, Lawrence Township Board 
Minden Township Board 
James M. Welke, Village of Mayville 
Marian E. Oliver, Village of Vanderbilt Council 
James McLarty, Mayor, Bangor 
Arthur Elenbaas, City Clerk, McBain 
Dale Crosslan, Village Oerk, Ovid 
William Ruddell, President, Village of Shepherd 
Charles Lewis, President, Village of Homer 
David Dickinson, City Clerk, Harbor Beach 
Elmer P . Simon, Mayor, Frankenmuth 
Russell M. Phillips, Mayor, Flushing 
J. Hudson Keenan , Mayor, Mt. Pleasant 
Russell Hazel, President, Harbor Beach 

Development Corporation 
Roger A. Reister, Development Coordinator, City 

of Ferrysburg 
Port Austin Village Council 
Joseph Burtell , City Attorney, Dearborn 
Frank Ollendorff, City Administrator, Adrian 
Clifford Webb, on behalf of Mayor Johnson, 

Muskegon 
Robert Leighton, City Planning Director, Muskegon 
Vernon Stoner, City of Kalamazoo 
Rod Bogart, Village of Kingsley 
Dawn Cooper, Traverse City Planning Commission 
Carl Hoffman, Mayor, Traverse City 
Lauren Kizer, Superintendent of Public Works, 

Mancelona 
L. E . Althaver, President, Village of Cass City 
James Summerfield, Mayor, Zilwaukee 
Charles Stoddard, President, Kinde 
William Nelson, Mayor, Saginaw 
Charles DePaul, Sault Sainte Marie Industrial and 

Economic Development Commission 
Kenneth E. Long, City Manager, Ironwood 
Robert Gillette, City Manager, Coopersville 

Fred Rowe, Jr., Mayor, Portland 
Jerry Marklin, Village Manager, Edmore 
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John Claire, City Attorney, Ludington 
francis A. Wills, City Manager, Litchfield 
G. Carl Fast, President, Village of Jonesville 
William Carr, City Manager, Hillsdale 
Donald Johnson, Mayor, Muskegon 
Richard Van Orden, City of Rockford 
Lyman Parks, Mayor, Grand Rapids 
Keith Wellington , City Attorney, Wayland 
Charles Zampich, City Manager's Office, Marlette 
Jerry Morford, City Manager, Grayling 
Cass City Development Corporation 
Robert Lemanski, Supervisor, Dwight Township 
Edwin Karr, Supervisor, ELlcland Township 
Robert A. Lillie, Pittsfield Township Board and 

Pittsfield Township Planning Commission 
Jefferson Township Board 
George Grassman, Supervisor, Byron Township 
Joe Kiersey, Supervisor, Delhi Charter Township 
Albert Trautner, Supervisor, Couchville Township 
Paul Maples, City Attorney, St. Johns 
James Schouman, City of Frankfort 
William Verdonk, City of South Haven 
Allison Schoenholtz, Mayor pro tern, Royal Oak 
Warren Sunstra, Paw Paw Township, Village of 

Lawrence 
Larry Varisco, City Manager, Brown City 
Joe Kirsley, Supervisor, Delhi Township 
Alden W. Peterson, Industrial Development 

Consultant, Sturgis 
Roy Steelb, Lansing Metropolitan Development 

Authority 
Allen Barns, City of Croswell, Village of 

Carsonville 
Robert Benjamin, Mayor, Reading 
James McBride, Mayor, Eaton Rapids 
Frank Ollendorf, City Administrator, Adrian 
Woodrow Southfield, Mayor, Litchfield 
G. W. Collins, City Manager, Coldwater 
James Endicott, Board of Public Utilities, 

Coldwater 
Cash J . Cook, City Council, Bad Axe 
Frank Lerash, City Council, Bad Axe 
Sarah Tamlyn, Mayor, St. Ignace 
James E. Clark, Village Clerk, Village of 

Ontonagon 

BUSINESS 

Agriculture 
Con Agra 
Cutler-Dickerson Co., Inc. 
Homer Fertilizer and Feed 
Pine Cone Tree Farms 
Farm Bureau Services, Inc. 
McBain-Falmouth Cooperative Company 
Bader Milling Co. 



Ovid Roller Mills 
Ovid Farmer's Elevator 
Vaughan's Seed Company 
St. Johns Cooperative Co. 
Michigan Bean Elevator 
Corunna Elevator and Coal Co. 
Lott's Elevator, Inc . 
Glaser's Elevator & Lumber Co. 
Remus Farm Bureau Services, Inc. 
Fulton Feed Co. 
Ithaca Elevator Company 
Hart Branch Farm Bureau Services, Inc. 
Homer Elevator Co. 
Lansing Grain Co. of Toledo, Ohio 
Mason Elevator Co. 
Barry County Farm Bureau 
Caledonia Farmers Elevator Co. 
Eaton Farm Bureau Co-operative, Inc. 
Lakesbore Elevator 
Triple-D Orchards 
Per-Clin Orchards, Inc. 
Custom Farm Services 
Coopersville Cooperative ElevatOi Company 
Templin Feed Milling 
Clinton County Farm Bureau 
Hamilton Farm Bureau Cooperative 
Richland Farm Service Company 
Dykistra Elevator 
DeBruyn Finishing Company 
Mathison·s Tree Farms 
Forestry Associates, Inc. 
Hastings Farm Bureau 
Van Buren County Farm Bureau 
Royster's Fertilizer Plant 
Reeman Mill 
Fremont Cooperative Produce Co. 
H. W. Freestone Company 
The Citizens Elevator Co., Inc. 
Long Bean and Grain Co. 
Joers Farm Center 
Bcrgy Bros., Inc. 
Chesaning Farmer 
Kahl baum. Tnc. 
G & J Farm Service 
Cone Elevator 
J. J . Walper anJ Son, Inc. 
Lapeer County Cooperative 
Kerr Grain and Hay Company 
Avoca Elevator Company 
Lott Elevator, Jnc. 
Wolverine Feed Company 
Cook and Hager, Inc. 
Michigan Peat Company 
Klein Fertilizer Company 
Kingsley Cooperative Association 
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Charlevoix County Farm Bureau 
Missaukee County Farm Bureau 
Falmouth Cooperative Company 
Lautner Enterprises 
McGoff's Corporation 
Burkholder Orchards 
Cherry Ke, Inc. 
Sno-Kist Tree Company 
Cherry Central Cooperative, Inc. 
Kalkaska Farm Bureau 
Westmac, Inc. 
Cherry Growers, Inc. 
Sanilac County Farm Bureau 
Smith-Tanner Ft::ed Company 
Midland Cooperative Fertilizer 
Portland Cooperative Company 
Edmore Grain and Lumber Company 
North Star Elevator Company 
Michigan Grain and Agri-Dealers 
J. P. Burroughs and Son, Inc. 
Breckenridge-Wheeler Cooperative, Inc. 
Lansing Grain Company 
Michigan Elevator Exchange 
Michigan Farm Bureau 
Farm Bureau Services Inc. 
Ittner Bean and Grain, Inc. 
Auburn Bean and Grain Company 
Michigan Bean Company 
Thumb Farm Service, Inc. 
Cooperative Elevator Company 
Middleton Farmers Elevator 
Citizens Elevator Company 
Clarksville Elevator, Inc. 
Metamora Elevator Company 
Kellogg Elevator Co. 
Ruth Farmers Elevator, Inc. 
Wruble Elevators 
Brink Fuel & Fertilizers 
Marlette Farms Cooperative Elevator Company 
Farmers Cooperative Grain Company 
Tesluck Brothers 
Reading Feed and Grain Company 
Litchfield Grain Company 

Extracting 
\:Vhite Pine Copper Company 

Manufacturing 
Randall Beams Division of Randall Chicken 

Products Co. 
Jessco, Inc. 
Traverse City Canning Company 
Michigan Chemical Corporation 
The Lohdell-Emery Manufacturing Company 
Gollin Block and Supply Co. 
Dow Coming Corporation 



Stokely-Van Camp, Inc. 
Spartan Stores, Inc. 
Nugent Sand Company 
DeBruyn Produce Co. 
Marshall Plastic Film, Inc. 
Hastings Corporation 
Hastings Manufac turing Company 
Hastings R einforced Plastics, Inc. 
Bohn Aluminum & Brass Corporation 
Lawrence Freezer Corp. 
Bellaire Log Cabin Manufacturing Company, Inc. 
Comstock Foods Div., Borden Inc. 
Will Flow Corporation 
Petosky Plastics, Inc. 
Traverse City Iron Works 
Smeltzer O rchard Company 
Rabitdeau Motors, Inc. 
Occidental Chemical Company 
Bostik Foundry Company 
Cement Division of Penn-Dixie Industries, Inc. 
Packagi ng Film Division. Dayco Corporation 
Active Homes Corp. 
Mitchell-Bentley Corporation 
Atlas Supply Company 
Rochester Paper Division , King-Seeley Thermos 

Co. 
Abrasive Materials Inc. 
America n Foundries Company 
Parker Company 
Star of the West Milling Company 
Great Lakes Foundry Sand Co. 
Travco Corporation 
Automotive Industries 
Dow Chemical USA 
Inland Container Corp. 
Sier ra Permaneer Furniture ro 
Wyeth Laboratories, Inc. 
Americhem 
A. F . Merch Co. 
Federal-Mogul Component Parts Group 
St. Johns Waste Material Co. 
Universal Steel Company of Michigan 
Simon Iron and Steel Corporation 
Ca rner-Stephens Co. 
Lee L. Woodard Sons, Inc. 
Owosso Iron and Metal Co. 
Olin Kraft 
King Milling Company 
Sonoco P roducts Compan} 
Dowell Division of the Dow Chemical Company 
Mt. Pleasant Salvage and Steel Co. 
Reynolds Chemical Products Division, Hoo-1er Ball 

and Bearing Company 
Whitman Industries, Inc. 
Cedar Lake Mill 

249 

McDonald Dairy Co. 
DCA Food Industries, Inc., F. W. Stock & Sons 

Division 
Plymouth Flush Door, Inc. 
Addison Products Company 
James Welding Co., Inc. 
Simpson Industries, Inc. 
Bendix Home Systems, Inc. 
Uniloy Container Division of the Hoover Ball and 

Bearing Co. 
Hoover Chemical Products Division of the Hoover 

Bal l and Bearing Co. 
Chevron Asphalt Company 
Bruce Products 
Carling Brewing Company 
Metamora Industries, Inc. 
Michigan Quality Frozen Foods, Inc. 
Aetna Industries, Inc. 
Alma Iron and Metal Company 
Bromine Division, Drug Research, Inc. 
Rennco, Inc. 
Goodyear Bros. Implements 
E. W. Bliss Production Machinery Division, Gu.If 

and Western Manufacturing Company 
Greif Bros. Corporation 
Brown Company 
Cadillac Rubber & Plastics, Inc. 
Martin Marrietta Chemicals 
Duffy-Mott Company, Inc. 
Burnett Farms Packing Company 
Bird Fertilizer Company 
Honeybear Co. 
Steel Case, Inc. 
Bergoma Brothers, Inc. 
Custom Door Company 
Van Dellen Steel 
Westfield-Sommers Foods, Inc. 
Packaging Corporation of America 
Simpson Lee Paper Company 
Upjohn Company 
Evans Products Company 
Chef Pierre, Inc. 
Morton Salt Compan) 
Vistron Corporation 
Hercules Inc. 
Tecumseh Products Company 
McLouth Steel Corporation 
Da rt Container Corporation 
Campbell Soup Company 
\ . P. Green Refractories Co. 
Champion Home Builders Co. 
General Foods Corporation 
Smith-Douglass. Division of Borden Chemical, 

Borden Inc. 
Camden Basket Company, Inc. 



Dakota Baken Serv, Inc. 
Agrico Chemical Corporation 
Deshano Development Corporation 
Hancor, Inc. 
Gresham Metals Company 
Kimberly-Clark Paper Mill 
Ironwood Products Company 
Niagara of Wisconsin Paper Company 
Hoerner Waldorf Corporation 
Cleveland Cliffs Iron Company 
Barley-Earhart Company 
Rockford Paper Mills, Inc. 
Luvan, Inc. 
General Tire & Rubber Company 
American Iron Company, Inc. 
Gerber Products Co. 
Doglife Corporation 
Plainwell Paper Company 
Display Pack 
Brunswick Corporation 
Johnston Brothers, Inc. 
Hitachi Magnetics Corporation 
Heath Manufacturing Company 
Borkholder Buildings 
JER Manufacturing Company 
Werner Lehara, Inc. 
Yale Rubber and Manufacturing Co. 
Jackson Iron and Metal Company 
Michigan Sugar Company 
Dibar Industries, Tnc. 
Ford Motor Company 
Mid-west Foundry Company 
Lake Erie Door Company 
Marlette Homes Inc. 
Paper Roll Products 
Burwood Products Company 
Paul Reed, Inc. 
Higgins Industries 
Frigid Foods Products Corporation 
Qual-Pak Food 
Morgan and McCool, Inc. 
Halliburton Services 
IMCO Services 
Lake Michigan Hardwood Company 
Elk Rapids Packing Company 
Sawyer Fruit, Vegetable and Cold Storage, Inc. 
East Jordan Iron Works, Inc. 
Purvis Brothers, Inc. 
Gui [ and Western Stamping Company 
Michigan Foundry Supply Company 
Michigan Maple Block Company 
Dundee Cement Company 
Champion International Corporation 
Union Camp Corporation 
General Motors Corporation 
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Peerless Cement Company 
Wolverine World Wide, Inc. 
Sturgis Iron and Metal Co. 
Michigan Brick, Inc. 
Gratiot Metals Company 
Plymouth Flush Door, Inc. 
PET, Inc. 
Owen-Tilinois, Inc. 
Motor Wheel Corporation 
Borden, Inc. 
Cousins Iron and Metal Company 
Michigan Packaging Corporation 
SEMPCO, Inc. 
Harvard of Hillsdale, Inc. 
Great Northern Paper Company 
Budd Company 
Mak-Kraft Corporation 
Stauffer Chemical Company 
Borden Chemical Company 
Agrow Chemical Company 
Ithaca Roller Mills 
Rochester Paper Company 
Sargent Sand Company 
Cadillac Malleable Iron Company 
West \1illing Company 
Freedman Artcraft Engineering Corporation 
St. Johns, Inc. 
Mitchell-Bentley Corporation 
Brooks and Perkins, Inc. 
Dow-Corning Corporation 
Amway Corporation 
Rhe Tech, Inc. 
King Doyle Compa!ly 
Metamora Products Corporation 
Stahlin Brothers Fiber Works, Inc. 
Active Industries, Inc. 
General Cable Corporation 
Gibson Products Corporation 
Rapistan, Inc. 
Moorman Manufacturing Co. 
Musselman Fruit Products Division, Pet, 

Incorporated 
Ellingsworth Manufactu ring 
Warner Vineyards 
Paw Paw Grape Juice Company 
Total Leonard, Inc. 
Goodman-Staniforth Division, Universal Oil 

Products 

Service/ Retail 

Simonson-McLaren Agency 
Modern Laundry 

Kellogg Wholesale Building Supply, Inc. 
The John T. Parsons Company 
W. B. Tomlinson & Son 



Hawken's Furniture Store 
Cheboygan Bank 
Keep & Martinson 
McRae-Simmons Lumber Company 
Grim Printing Company 
Shepherd State Bank 
Cashway Lumber Co. 
Fabiano Brothers, Inc. 
Fortino Beverage Co. 
Dart National Bank, Mason Holt 
John Deere Sales and Service 
Lewis Haddix Lumber and Supply Co. 
Smith Lumber and Coal Co. 
Moline State Bank 
Lowe Bros. & Dad, Inc. 
Barry County Lumber Co. 
B. M. Randall Lumber Co. 
Rosebush Lumber Co. 
Michigan Farmer 
Bangor Lumber Company 
G & T Distributors 
West Side Salvage 
Dixon Distributing Company 
Krupa's, Inc. 
Luedtke Engineering Company 
Worster Motor Lines, Inc. 
Tice Distributing Co. 
Collins Rexall Drug Store, Inc. 
Fingerle Lumber Co. 
Burt Forest Products Company 
Detroit Edison Company 
Hansen Wholesale Lumber Corporation 
Crooks Farm Power, Inc. 
Lewis Lumber Co., Inc. 
Darin & Armstrong, Inc. 
Amee! Distributing Company 
Milan Lumber Co. 
City Bank and Trust Company, Homer 
Furstenberg Brothers, Inc. 
Cohodas Bros. Company 
Ahonen Lumber Co. 
D. M. Jacobs & Associates 
Schaberg Lumber Co. 
Wickes Lumber and Building Supplies, division of 

Wickes Corp. 
City State & Trust Bank 
Gaylord State Bank 
Pinney State Bank, Cass City 
Godbold's 
Seiter Brothers Lumber, Inc. 
Argus Press 
Art Brockman, Inc. 
Angola Lumber Company, Inc. 
Albright Builders & Supply Co. 
Daniel Orr Sons 
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Schafer Bakeries, Inc. 
Lansing Wholesale Grocery Company 
Granger Construction Company 
Keat Sporting Goods 
Bricker Lumber, Inc. 
Owosso Wholesale Co. 
Standard Supply and Lumber Co. 
Square Real Estate 
T. W. Hager Lumber Company 
M. Walter and Company 
Components, Inc. 
Grand Rapids Roof Truss 
Spring Arbor Lumber Company 
B & B Beer Distributing Company 
Gordon Food Service, Inc. 
Blink Lumber Company 
Cheever 
National Bank of Jackson 
Builders Lumber and Supply Co. 
Top O' Torch Building Center 
P/E Development Company 
First National Bank and Trust Company of 

Michigan 
John T. Moore, Superintendent, North Huron 

Schools 
Jonesville Lumber Co. 
Carl Rosman and Co. 
Reading Lumber and Fuel Co. 
Game Time, Inc. 
Lumber Vi.llage, Inc. 
Litchfield State Savings Bank 
Concord Allied Building Center 
Northern Michigan Electric Cooperative, Inc. 
Northern Lumber Company 
Shell Oil Company 
Fochtman Motor Company, Inc. 
Milchem, Inc. 
Northland Associate Grocers, Inc. 
Sales Coordinators, Inc. 
Schultz, Snyder & Steele Wholesale Lumber 

Company 
Baldwin Lumber Co. 
Buba and Zadees 
Brown Lumber and Supply Company 
Wickes Corporation 
Stevens Oil Company 
Michigan Consolidated Gas Co. 
Cities Service Company 
Pyropax Gas Corp. 
Wilson Furniture Company 
Beatty Lumber Company 
Nehil Lumber Company 
Baily Lumber Company 
Quality Door and Lumber Company 
Ironwood Daily Globe 



Zack & Sons, Inc. 
F. P. Furlong Company 
Lappo Lumber Company 
Doster Lumber 
White Lumber Company 
Joshua Doore Furniture Company 
Northern Propane Gas Company 
Sandell Storage and Wholesale 
S & M Lumber Company 
Boyne Falls Log Homes, Tnc. 
Consumers Power Company 
Church's Lumber Yards 
Osceola Refining Company 
Watson Trading Company, Inc. 
Cronin Dock and Terminal Corporation 
Thompson Brown Company 
Toledo Blade 
Meijer Tnc. 
Pfaff Sash and Door 
Wolverine State Bank 
Muehl Implement Company 
Thompson Beverage Company 
Wells Equipment Sales 
Moore and Carter Lumber Company 
Flushing Building Supply Company 
Bi-Rail Company 
Red Mill Lumber Company 
Meeder's Lumber Company 
Traverse City Record-Eagle 

Organizations 

Tri-County Shippers Association 
Chesaning Chamber of Commerce 
Wayland Chamber of Commerce 
Lumbermen's Association 
Flushing Chamber of Commerce 
Hudson Chamber of Commerce 
Mason Area Chamber of Commerce 
Stanton Area Chamber of Commerce 
Belding Chamber of Commerce 
Shepherd Chamber of Commerce 
Bay County Bean Growers Association 
Michigan Frozen Food Packers Association 
Greenville Area Chamber of Commerce 
Kalamazoo County Chamber of Commerce 
Michigan Canners and Freezers Association 
Michigan Grain & Agri-Dealers Association 
Michigan Milk Producers Association 
Michigan State Chamber of Commerce 
Michigan Professional Industrial Development 

Association 
Greater Lapeer Industrial Development Corporation 
Traverse City Industrial Fund, Inc. 
Greater Midland Area Chamber of Commerce 
Franklin Chamber of Commerce 
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Saultt> Sainte Marie Chamber of Commerce 
Dickinson County Area Chamber of Commerce 
Northland Associate Grocers 
Marquette Chamber of Commerce 
Big Rapids Chamber of Commerce 
Greater Grand Rapids Chamber of Commerce 
Hastings Arca Chamber of Commerce 
Paw Paw Chamber of Commerce 
Michigan As~ociation of Farmer Cooperatives 
Calhoun County Pomona Grange 
Cass City Chamber of Commerce 
Milan Chamber of Commerce 
Frankenmuth Chamber of Commerce 
Mt. Pleasant Chamber of Commerce 
Michigan Retail Lumber Dealers Association 
Litchfield lndustrial Corporation 
Litchfield Chamber of Commerce 
Greater Lapeer Chamber of Commerce 
Cass City Development Corporation 
Mayville Area Development Corporation 
Muskegon Area Development Council 
St. Ignace Area Chamber of Commerce 
Muskegon Chamber of Commerce 
Alma Chamber of Commerce 
Michigan Farm Bureau 
Port Huron Chamber of Commerce 
Cadillac Area Chamber of Commerce 
Michigan Bean Shippers Association 
Michigan Retail Lumber Association, District 6 
South Haven Area Chamber of Commerce 
Alma-St. Louis Chamber of Commerce 
Institute of Scrap Iron and Steel 
Gaylord Area Chamber of Commerce 
Litchfield Industrial Development 
Lenawee Chamber of Commerce 
Coldwater Industrial Growth, Inc. 
Greater Coldwater Chamber of Commerce 
Ionia Area Chamber of Commerce 
Portland, Michigan Chamber of Commerce 
Michigan Christmas Tree Association , Inc. 
Traverse City Area Chamber of Commerce 
Gaylord Industrial Development Corporation 
Traverse City Industrial Fund 
Croswell Sugar Ileet Growers Association 
Walled Lake Arca Chamber of Commerce 
Mount Pleasan t Chamber of Commerce 
Operation Action U. P. 
St. Johns Chamber of Commerce 
Midland Economic Development Corp. 
Owosso-Corunna Chamber of Commerce 

RAILROADS 

Detroit, Toledo, and Ironton Railroad Company 
Detroit and Mackinac Railway Company 
Ann Arbor Railroad Co. 

1 



LABOR 
United T ransportation Union 
Seafarers International Union 
International A~sociation of Machinists and 

Aerospace Workers, Local 1026 
Teamsters Union, Local 164 
American Bakery and Confec tionary Workers 

Workers International Union of America, Local 81 
Traverse Bay Area AFL-CIO Central Labor Council 

Michigan State AFL-CIO 
Brotherhood of Locomotive E ngineers, Wisconsin 

State Legislative Board 
Michigan Farmers Union 
International Union, UAW 
National Maritime Union of America, AFL-CIO 
Brotherhood of R ailway Carmen of America, 

Valley City Lodge No. 789 
All ied Industrial Workers of America, Local 599 

Michigan Machinists Council 

CONCERNED CITIZENS 

Francis Diomond 
Albert L. Riedel 
Donald Allen 
Mr. & Mrs. Ben Farnham 
Dick M. Jacobs 
Rudolph F . R anke 
Mrs. A . T. Halsted 
R obert C. Grant 
E . Nienhouse 
William R . Thomas 
Alan M. Dimmers 
Rodney C. Kirk 
Ms. C. F. Smith 
H. D . Hamilton 
L. L. "Larry" Miller 
Norma Elias 
Henry R. Bishop 
Frank R . Falkenhagen 
Richard A. R asmussen, M .D. 
Wayne Schiepper 
Sally Kietzman 
Charles R . Foss 
H arold Koster 
Edward Read Barton 
Vere E. Carter 
Mr. & Mrs. H arold W. Andrus 

James Calvert 
Frederick B. D arden 
Mrs. J im Stark 
Sherwin Wilson 
Felix Veginski 
Allan W. Davis 
Mrs. H arold McLeod 
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Mrs. Frank Binder 
Mrs. W. R. Everingham 
Irma Sherwood 
Mr. & Mrs. Alvin Stickney 
Gene 0 . Stambaugh 
Judy Stambaugh 
Mrs. Meinard F . Guza 
Mrs. John Newkirk 
Marquerite Green 
Eldon J . Green 
George B. Fritz 
Dr. & Mrs. D. W. Halsted 
Arnold Berg 
Mrs. Francis Pearl 
Florence Hancock 
Norman G. Hancock 
Jean B. Woods 
Donna J. Ferguson 
Marjorie Tolfree 
Jolina Woodard 
Lou Kallgren 
Earl V. Edwards 
Thomas R. Faulhaber 
Mrs. Edith Sartini 
Tillie Ventline 
Mr. & Mrs. Stephen M. Harmon 
Ca.~imer Ginther 
Mrs. Grace Wilson 
Mrs. Don Randall 
Michael J . Gillman 
Joseph J. Mayre 
Lee Trower 
Dale F . Rodenroth 
Arthur Reenders 
Leo Jakobson 
Michael L. Hoffman 
Mr. & Mrs. Larry Myers 
Charles J . Vogel 
Shirley Teets 
Voyl Teets 
Mrs. Leonard Redmond 
Doris Miller 
Mrs. Elliott Kolomak 
Mrs. Jane Fry 
Harold M. Davidson 
David L. Carlson 
Mr. & Mrs. Reece Bagwell 
Mrs. Julia Hohn 
Max Patrick 
Doreen Harjn 
Mrs. Ray Woodward 
John F . Korpela 
Mrs. Elizabeth Hradel 
Will iam C. Nugent 
Ruth Van Koevering 



Rudolph F. Ranke 
Richard A. Fillingham 
Mr. & Mrs. Robert Liedke 
Arthur Dhyse 
Elton Moyes 
Margaret Jordan 
Sue Kennedy 
Mary Appelhof 
Arch Wright, Jr. 
Edward Barton 
Frank Phillips 
J arnes Singer 
Earl Meyer 
Kermit Trager 
Connie Shanaha 
E . Weiler 
Lyle C. Miller 
Mrs. George B. Myers, Sr. 
Herbert M. Larson 
Deloris Standel 
Basil and Marion MacKay 
Ivan A. Brovont 
Frank and Patricia Gnandt 
Mrs. Lawrence Schroeder 
Ross Kirkpatrick 
Robert D. Andrews, Jr. 
William S. Hughes 
Robert Houghton 
John J. Eby, Sr. 
Marilyn Ross 
Raymond J . Winfield, M.D. 
Mrs. Edith Welch 
Chester Ray 
Richard Quick 
Albert Clegg 
Rollin Dart 
Edward Lustofin 
Jim Wallington 
Kenneth Wimmer 
Louis C. Musilli 
Iva L. Bailey 
Donald Nugent 
Don Wiitala 
George Munson 
Ralph Hott 
John Anderson 
Thomas J . Doyle 
Albert Boon 
Tom Lindholm 
John Wilson 
Gregory Kershel 
Alb;rt L. Riedel 
Sander Levin 
Dr. James A. Kent 
Edward Locke 
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Lee Van Dam 
Peter Embley 
Wayne Schippar 
Vennie Novak 

Organizations 
Michigan Association for the Preservation of 

Railroads 
Council on Ministries, Port Huron District, United 

Methodist Church 
National Association of the Physically Handi­

capped, Inc. 
National Congress of Organizations of the 

Physically Handicapped 
Marlette Ministerial Association 
Kinde Korners Homemakers Extension Group 
Center for Rural Manpower and Public Affairs, 

Michigan State University 
Cooperative Extension Service, Michigan State 

University 
Sierra Club, Saginaw Valley Group 
Democratic Party, 9th Congressional District 
Wayside Garden Club 
Roscommon Townships Association 
Michigan Association of Railroad Passengers 
Izaak Walton League 
Public Interest Research Group in Michigan 
American Association for Transportation 
American Society of Traffic and Transportation 
Michigan Student Environmental Confederation, 

Inc. 
Robert W. Cook, The Booster Club 
Consumer's Alliance of Michigan 
Consumer Federation of America 
University of Michigan 
East Michigan Environmental Action Council 
Sierra Club, Mackinac Chapter 
Environmental Law Society of the University of 

Michigan Law School 
Southeast Michigan Travel and Tourist 

Association 
Consumer Research Advisory Council 
Michael Donquillo, Democratic Party 
Walter Hastings, Audubon Club, Traverse City 
Traverse City Senior Citizens Center 
Crop and Soil Sciences Department, Michigan 

State University 
Off the Beaten Pathfinders 
The Northern Environmental Council 
Marilyn Marshall, Democratic Chairman of the 

Western Region of the 11th Congressional 
District 

Aquinas College 
Veterans of Foreign Wars, Department of 

Michigan 
National Christmas Tree Growers Association 



STATES BEYOND THE REGION 

CALIFORNIA 

Edwin M. Belles, Jr. 
Kaiser Aluminum & Chemical 

IOWA 

Fleetwood Enterprises 
Del Monte Corp. 

Penick & Ford, Limned Kathryn Kirschbaum, Mayor of Davenport 
Arnold Kakert, Scott County Board of Supervisors, North Scott Industrial Development 

Midwest Carbide Corp. Chairman 
Hubinger Co. 
Iowa Electric Light and Power Company 
National By-Products, Inc. 

G. Phillips 
Mrs. Warren E. Walters 

KANSAS 

ADM Mill ing Co. 
Inland Center 

The New Era Milling Company 
Ross lndu:.tries, Inc. 

KENTUCKY 

GOVERNMENT 

James E. Gray, Secretary, Kentucky Department 

of Transportation 
Kentucky General Assembly 

BUSINESS 

Southwind Coal Minmg Co., Inc. 
Louisville Area Chamber of Commerce, Inc. 

Interlake, Inc. 
LouisvJlle Cement Company 

Philip Morris, U.S.A. 

RAILROAD 

Louisville & Nashville Railroad Company 

CONCERNED CITIZENS 

Wendell Allen 
Darinne Gregory 
Conci:rned citizens from Rosine, Kentucky and 

near-by area 

MINNESOTA 

Minnesota Department of Agriculture 
Andersen Corporation 
Pillsbury Company 

GOVERNMENT 

Senator Stuart Symington 
Robert Pierce, Commissioner, M1ssoun Public 

Service Commission 
City of Springfield 
City of St. Charles 
Jerry N. Jones, Mayor, City of Sedalia 

Minnesota Mining and \lanufacturi ng Company 

(3M) 

MISSOURI 
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Bernard Williams, Mayor, City of Hannibal 
J. S. Pratt, Springfield City Council 

BUSINESS 

Anheuser-Busch, Inc. 
Saint Joseph Area Chamber of Commerce 
Banquet Foods Corporation 

■ 



Debron Corporation 
Lake Saint Louis Community Association 
First State Bank of Elizabethtown 
Valley Steel Products Company 
American Cyanamid Company 
Missouri Portland Cement Company 
ACF Industries, Inc., Amcar Division 
St. Louis Grain Corporation 
Hannibal Chamber of Commerce 
Andersen Corporation 
Saint Louis Regional Commerce & Growth 

Association 
Harland Bartholomew and Associates 
Missouri Farm Bureau Federation 
Greif Bros. Corporation 
A. P. Green Refractories Co. 

Glenn W. Kreauscher, Director, Nebraska 
Department of Agriculture 

Phillips Petroleum Company 

I 
Pet, Inc. 
ACF Industries. Shippers Car Line Division 
Monsanto Company 
Banbury Lumber 
Imco Container Co. 

CONCERNED CITIZENS 

H.E.L.P., Housewives Elect Lower Prices 
National Consumers Congress 
Mrs. Wallace Larimore 
Joe B. Carter 
Citizens Environmental Council, Kansas City 
G. A. Donaldson 
Center for Urban Programs, St. Louis Univ. 
Saint Mary'~ Health Center 
W. Allen 

NEBRASKA 

Hydrocarbon Trans., Inc. 
Con Agra, Inc. 

OKLAHOMA 

Kerr-McGee Corporation 

SOUTH CAROLINA 

Sunoco Products Co. 

Memphis State University Regional Economic 
Development Center 

Texaco 
Texasgulf, Inc. 

GOVERNMENT 

Senator William Proxmire 
Senator Gaylord Nelson 
Congressman Harold V. Froehlich 
Congressman Vernon W. Thomson 
Congressman William A. Steiger 

Southern Wood Piedmont 

TENNESSEE 

TEXAS 

Bowaters Southern Paper Corporation 
Humko Products 

Occidental Chemical Co. 
Will A. Shaw 

WISCONSIN 
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Congressman Henry S. Reuss 
Stephen M. Born, Director, Wisconsin State 

Planning Office 
Senator Reuben La Fave, Chairman, Senate 

Transportation Committee 
Representative Groshek, Portage County 
Robert W. Warren, Attorney General 



'"'illiam C. Kidd, Secretary, Department of 
Business Development 

Glen L. D erge, Public Service Commission of 
Wisconsin 

Donald E Rosenhrook, Director, Southwestern 
Wisconsin Regional Planning Commission 

M. E. R emke, Acting Director, Wisconsin 
Department of Natural Resources 

State Senate (Joint Resolution 121) 
Robert T Humber, Chairman of the Transporta­

tion Planning Counci l and the Highway 
Commission, Wisconsin Department of 
Transportation 

Michigan Department of State Highways and 
Transportation and the Wisconsm Department 
of Transportation 

University of Wisconsin-Green Bay, James M. 
Murray. Professor of Regional Analysis and 
Economics 

Robert W Barclay, Brown County Board of 
H arbor Commissioners. Port Director 

Anthony V. Dufek, Mayor of Manitowoc 
Gordon B. Jaeger, City Manager of Oshkosh 
Leroy W. Empey, Brown County Planning 

Commission 
Robert C. Houle, Industrial Development 

Au thority, Green Bay 
Ralph M. Bergman, Executive Director, Bay-Lake 

Regional Planning Commission 
Outagamie County Board of Supervisors 
Wisconsin State Employment Service 

BUSINESS 

Shady Lawn Motel 
Bob Keefe and Associates 
Apple ton Papers, Division of NCR 
Luxemburg Milling Co., Inc. 
Steinhardt & Hanson. Inc. 
Oscar Mayer & Co 
Dunn Lumher Co. 
Kelvinator Commercial Products 
Northern Elevator 
Richter Vinegar Corporation 
Atlas Warehouse and Cold Storage Company 
Green Bay Packagi ng, Inc. 
Kewaunee Co. F arm Bureau 
Wisconsin Federation of Cooperatives 
Champion International 
Alpine Buick Pontiac Gl\1C. Inc. 
Manitowoc E ngineering Co. 
Appleton Area Chamber of Commerce 
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Jos. Schlitz Brewing Company 
Leicht Transfer & Storage Co. 
General Mills, Inc. 
Fort Howard Paper Company 
Procter & Gamble Co. 
Wisconsin Manufacturers' Association 
Wisconsin Paper & Pulp Manufacturers' Traffic 

Association 
Green Bay Area Chamber of Commerce 
Charmin Paper Products Company 
Northwestern Military & Naval Academy 
Ldsure & Recreational Products 
Lake Geneva Industrial Development Corp. 
Geneva Lake Area Chamber of Commerce 
Manitowoc-Two Rivers Chamber of Commerce 
Bay Shipbuilding Corp. 
Niagara of Wisconsin Paper Corporation 
Sales Coordinators, Inc. 
Papst Brewing Company 
The Algoma Arca Chamber of Commerce 
G. W. Fauth and Associates 
Kewaunee Engineering Corporation 
Robert P. Giblon 
Robert L. Banks 
Anderson Corp. 
McGraw Edison Fiber Products 
Kimberly-Clark Corp. 

RAILROAD 

Green Bay and Western Railroad Company 

LABOR 

Brotherhood of Railway, Airline and Steamship 
Clerks, Freight Handlers, Express and Station 
Employees, Transportation-Communication 
Division 

United Transportation Union, G. E. Lemerond, 
Chairman-Enginemen 

United Transportation Union, Gerald A. Hagen, 
State Legislative Director 

United Transportation Union, John C. Switzer, 
General Chairman 

CONCERNED CITIZENS 

T he Izaak Walton League of America 
John F. Jenswold , Attorney At Law 
Herbert Vander Bloemen 
Richard W. Presnell 
J . F. Jenswold 
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