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INTRODUCTION 

With this report, the Rail Services Planning Office (the 
Office) makes its second official contribution to the rail­
road restructuring process set in motion early last year 
by the passage of the Regional Rail Reorganization 
Act of 1973 (the Act). Our first report, "Evaluation 
of the Secretary of Transportation's Rail Services Re­
port," issued on May 2, 1974, contains a summary of 
the highlights of the planning process which need not 
be repeated. We will note here only that in creating 
the Office Congress gave it two major responsibilities. 
First, the Office is charged with providing for public 
participation in the planning process throughout its 
course. Second, the Office is dit·ected to make its own 
analysis of two of the major documents required under 
the statutory scheme: the Report of the Secretary of 
Transportation on "Rail Service in the Midwest and 
Northeast Region " (the DOT Report) , and the Pre­
liminary System Plan issued Febmary 26, 1975, by the 
United States Railway Association ( the Association). 

The accompanying report contains the Office's sum­
mary of the public comment on, and our own evaluation 
of, the Association's Preliminary System Plan (the 
Plan), and thus fulfills the requirements of section 
207(a) (2) of the Act. 

The Plan is a massive document, consisting of 18 
chapters, 11 appendices, and 820 pages. It addresses, in 
addition to the eight stated staLutory goals, issues as 
broad as the general state of the railroad industry­
and in fact of the national economy as a whole, and as 
narrow as the correct location of a milepost on a rural 
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branch line. The Lask of arranging and conducting 
public hearings on the Plan and of preparing our o,vn 
evaluation of it, all within the 60 days allotted us by 
the statute, has taxed to the utmost t.he resources of 
the Office and the abilities, patience, and stamina of 
its staff. Every member of that staff and its consultants, 
contractors and personnel borrowed from other govern­
ment agencies and other offices and bureaus of the 
Interstate Commerce Commission, made significant con­
tributions to the report. 

Despite the size of the Plan, and the vast amount 
of work which it eutailed, it is in many respects a dis­
appointing document. In publishing it, the Association 
stressed that it was a prelimina1·y plan. We agree that 
it was preliminary, but we must question whether it 
is a plan. 

A plan for anything as important and as complex 
as a new railroad system must be at once a blueprint, 
setting forth clearly what the new structure is to look 
like; a set of specifications, not only describing the 
means, by which it is proposed to attain the end in view, 
but also explaining the planners' actions and revealing 
the factors that influenced their decisions; and a .finan­
cial statement, disclosing the costs of the proposed proj­
ect, the anticipated return on the investment, and the 
risks involved. 

The Association's Preliminary System Plan is really 
more of a report or commentary than a plan. While it 
does designate-although often with less-than-desi rable 
degree of accuracy-certain properties to be excluded 
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from the new rail system, it is markedly less clear as to 
what is to be included. This is a basic flaw in the Plan, 
and it is absolutely essential that it be remedied in the 
Final System Plan. To be legal!y sufficien~, the Final 
System Plan will have to descnbe every piece of real 
property, every piece of equipment, ?very p~perty 
right every interest in affiliated comparues, every intan­
gible 'asset-if such there be-which is_ to ?e transt er red 
from one of the railroads in reorgamzat1on sub1ect to 
the Act to be Consolidated Railroad Corporation. 

'Dhe developers of the Plan have failed to win the 
public's oonfidence in the correctness and. wisdom. of 
their decisions and in the accuracy of the information 
upon which they relied. This appears_ mo~t clearly ~n 
the public comments on the light-density hne analysis, 
and is apparent also in the wide-spread belief on the 
part of the public that inadequate attention was paid 
to several of the statutory goals. If the public-for 
whose benefit the whole restructuring process was un­
dertaken- is to be satisfied with the result, the Asso­
ciation will have to demonstrate, in the F inal System 
Plan, that the underlying data upon which it relies are 
correct, complete, and up-to-date; that its decision­
making process- its "methodology"-is rational and 
fair; and that in reaching its conclusions it has taken 
into a-0eount, and made an honest effo rt to balance, all 
the stated goals of the Act. 

The Plan suffers from a fai lure to provide convincing 
financial underpinnings for the system which the Asso­
ciation would create. The Act provides for a very sub­
stantial public investment in the railroad system which 
the Association is called upon to design. There can be 
no doubt in the mind of any reader of the Plan that that 
investment is going to have to be a g reat deal larger even 
than the Act contemplated. The F inal System Plan, 
then, will in effect be a prospectus which will describe 
an investment opportunity to those who will be called 
upon to make available the necessary funds. The in­
vestment opportunity involved is a new rail system 
for a large part of the United States, and the potential 
investors are the American people, acting through their 
elected representatives who will have to make the de­
cision whether, and to what extent, public monies should 
be committed to this endeavor. 

If there is one point which the Office would like to 
urge upon the Association it is that the F inal System 
Plan must make full disclosure, in the same sense that 
this is required of a prospectus filed with the Securities 
and Exchange Commission. It must be candid about the 
cost. of rehabilitating the essential rail properties of the 
bankrupt carriers, and about the likelihood of Con-
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Rail's being able to attract both new and competent 
management and new and profitable business. It must 
tell the truth-without attempting to disguise un­
pleasant realities in accounting legerdemain or behind 
the mask of econometric jargon- about ConRail's pros­
pects for success as a railroad operating in tho private 
sector. 

The report which follows contains, first, the Office's 
critique of the Plan and its recommendations to the 
Association. Chapter I is devoted to a summary of the 
publ ic comment on the Plan. Chapters 2 through 5 con­
tain the Office's analysis and comments on the Plan. 
There are three appendices which detail the results of 
our reviews of the coordination projects listed in the 
plan, of the Association's decisions to exclude certain 
light-density lines from the system, and of the adequacy 
of the rail service continuation subsidy program estab­
lished under T itle IV of the Act. 

Second, the repo1t contains the Office's recommenda­
tions to the Congress for new legislative initiatives 
which we think advisable, if not absolutely necessary, 
to alleviate the problems faced by the railroad industry 
and to cure certain defects which we believe to exist in 
the Act. At the close of our discussion in Chapter 4 on 
the Association's light-density line analysis, we propose 
amendments to bhe Act which would keep lines pro­
posed for exclusion from ConRail in operation for a 
two-year period while further study of their possible 
role in the restructured system is carried out. Chapter 6 
deals with the funding problems which ConRail will 
face, and with those faced by the railroad industry in 
general, and suggests a Federal-aid program to assist 
in the rehabilitation of railroad properties and in the 
improvement of other surface Lransportation facilities. 

A brief note concerning the status of the Erie Lacka­
wanna Railroad seems in order. Much of the Associa­
tion's work on bhe Plan had been completed before the 
E L announced that it could not reorganize under sec­
tion 77 of the Bankruptcy Act, and that it would seek 
reorganization under the provisions of the Act. Thus, 
many of the Association's calculations fail to take the 
EL's inclusion into account, and the same is true of 
ou r review. T he Association is now conducting analyses 
of bhe E L's system, its traffic, and certain of its branch 
lines. Should the Association publish its findings on 
these analyses in time for us to do so prior to the issu­
ance of the F inal System Plan, the Office plans to pro­
vide an opportunity for public hearing and to issue a 
supplemental report summarizing ohe public testimony 
and providing its own comment on the Association's 
findings with respect to the Erie Lackawanna. 



PRINCIPAL RECOMMENDATIONS 

Having reviewed the Preliminary System Plan and the public testimony which has 

been submitted, the Office makes the following principal recommendations to the 
Association: 

THE FINAL SYSTEM PLAN 

The Final System Plan should describe the physical characteristics of the new 
rail system clearly and unambiguously. It should include maps depicting in detail 

the railroad lines and ot_her transportation properties which are to be included in 
the ConRail system or systems, or which are to be acquired by other carriers. I t 
should contain a legally sufficient description of all properties to be acquired by 
ConRail. 

The Final System Plan should be a prospectus providing ful l and fa ir disclosure 
of all facts which might materially affect ConRail's potential success, including the 

cost and timing of programs for rehabilitating properties to be acquired; ConRail's 
ability to attract traffic and transport it at a profit; its capital requirements and the 
availability of the needed capital from public and private sources; and the antici­
pated return on that capital. 

THE STATUTORY GOALS 

The Association should give full consideration to the social goals enumerated 

in section 206 (a) of the Act which it appears to have subordinated to the single 
goal of system profitability. 

The Association should not assume, as it appears to have done hitherto, that 
all unprofitable rail services are local in nature so that their continuation is the 
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responsibility of State and local governments or rail service users. Rather, it should 
recognize that some such services may be needed to further the national interest 
as expressed in the Act's social goals, and that the responsibility for their continua­

tion falls upon the Association and upon ConRail. 

THE REGIONAL SYSTEM 

The Association should give further consideration to the creation of the "Mid­

Atlantic/ EL" System, built around the lines of the Lehigh Valley, the Reading, 
the Central Railroad of New Jersey, the Lehigh and Hudson River, and the eastern 
portion of the Erie Lackawanna, as a means of meeting the essential transportation 
requirements of the Region and of providing necessary competition for ConRail. 

• The Office agrees with the Association that the Three Carrier System which 

it proposes would satisfy the goals of the Act and reasonably meet the needs 

of the Region, but we do not believe it to be the best solution. 
• Failure of either the Norfolk & Western or the Chessie System to participate 

in the Three Carrier System would lead to the establishment of a Two Carrier 

System which would not provide an acceptable restructuring alternative. 

• Establishment of the Mid-Atlantic/EL System to serve approximately the 
eastern half of the Region would retain existing competition in the Northeast 

without artifically creating new competition, and would preserve independent 
access to important East Coast markets for the principal solvent railroads in 

the Region. 
The Association should give fu rther consideration to the capacity of certain 

lines proposed for use as through freight routes to handle the projected ConRail 
traffic, and, in particular, lines upon which it is proposed to reroute through freight 
traffic now handled over the Northeast passenger corridor. 

The Association should clearly spell out ConRail's responsibilities to the other 
carriers in the region for the maintenance of through routes and joint rates, and 

consideration should be given to the development and application of any necessary 
protective conditions. 

The Association should reassess its estimates of yard capacities, which appear 
to the Office to be unduly optimistic. 

The Association should initiate studies looking toward coordination and con­
solidation in terminal areas. Despite the complexity of a terminal rationalization 
project, and despite the fact that detailed analysis and final implementation would 

be ConRail's responsibility, the importance of terminal area improvements to the 
viability of the regional system demands that th is task be undertaken without delay. 

The Association should clarify its position with respect to the many proposed 
coordination projects listed in the Preliminary System Plan . The Final System Plan 

sh~uld provide for the joint use of rail facilities by more than one carrier wherever 
th1s would be feasible and cost-effective. 
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FINANCIAL CONSIDERATIONS 

The Association should assure that the Final System Plan embodies full and 
fair disclosure of all the pertinent financial and operational facts and risks with such 
detail, accuracy, and clarity as to facilitate analysis and elicit confidence in the 
integrity of the proforma financial statements. 

The Final System Plan should disclose-
• The identity of the management of ConRail with sufficient detail as to the 

background, qualifications, and pote~tially conflicting interests, if any, of the 
directors and principal officers as will permit informed assessment by interested 
parties of their abilities to achieve the results projected in the proformas. 

• The values of the rail properties to be acquired by ConRail or other carriers 
pursuant to the Final System Plan. 

• The capital structure of ConRail; the values of the securities to be issued by it; 
the "other benefits," as required by section 206(f ) of the Act; and the values 
of the considerations to be exchanged by other railroads in the Region for prop­
erties or rights to be conveyed to them. 

• The manner in which employee stock ownership plans may be utilized for 
meeting ConRail's capital requirements, as required by section 206 ( e) ( 3) of 
the Act. 

• The proposed treatment of leased lines and the effects of such treatment on 

ConRail's pro forma balance sheets, income statements, and funds require­
ments. 

• The extent, if any, to which the pro forma projections apply to a system struc­
ture other than the one actually proposed in the Final System Plan, and the 
degree of similarity of such other structure to the actual proposal. 

• All the significant assumptions, calculations, data and estimates affecting the 

pro forma income statements, balance sheets, and funds requirements state­
ments in such detail as will permit the application of customary analytical and 
verification techniques. 

• The degree, if any, to which the reimbursement provided for in section 509 of 

the Act will fail to cover ConRail's employee protection costs. 

• Pending or anticipated litigation, if any, which might materially affect the 

financial self-sufficiency of ConRail or the value of its securities. 

• The amount, if any, of liability for unfunded pension benefits. 

• Separately, the amounts of equipment rentals expected to be paid and to be 
received, by type of equipment, for each proforma year. 

LOCAL SERVICE 

The Association should scrutinize with great care the results of any attempt, 

based upon purely statistical methods, to identify particular rail facilities as redun­
dant, and should test any such statistical conclusions in the light of empirical 

evidence of local conditions. 
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The Association should consider lines as segments of a total system and evalu­

ate their capabilities for contributing to overall system efficiency, rather than 

requiring that each line or mile of track meet a _test of inde~endent pro~t~bility .. 
The Association should review the underlying data relied upon by 1t m making 

light-density line decisions in light of the evidence submitted to the Office and sum­

marized in Appendix B to this report. 
The Association should review its light-density line methodology with a view 

toward assuring that-
• The lines and line segments to be reviewed as light-density lines are selected on 

a rational basis. 
• Due consideration is given to the potential for industrial growth of the area 

served by each line subjected to the light-density analysis. 

• Out-of-service lines that would meet important service needs if restored to 

operation or that have the potential for becoming profitable are not overlooked. 

• All revenue sources for each line are properly identified. 

• Costs be calculated on the assumption that operations will be conducted effi­

ciently and not on the basis of operations utilizing obsolescent facilities. 

• Return on investment not be included as a cost ; or if it is to be included, that 

it be based on actual property values, less the cost of dismantling and disposi­

tion. 
• The cost figures used in the light-density line analysis represent, wherever 

possible, actual costs incurred rather than estimates made by those not person­

ally aware of local conditions or based on system-wide averages. 

The Association should review its decisions resulting in the exclusion of light­

density lines from the ConRail System from a broad perspective to assure that they 

would not result in the complete withdrawal of ConRail from a particular market 

area which, while it might not support all present rail services provided by the 

bankrupt carriers, would support at least some of those services. 

The Association should consider the overall impact of the elimination of light­

density lines on ConRail and the railroad industry as opposed to the impact on the 
particular railroad currently serving the line. 

TRANSPORTATION DATA 

. The. Association should assure that a comprehensive information system be 

mstalled m ConRail which would provide complete and accurate data upon which 
to base management decisions at all levels of operations. 

MARKETING 

. The Association should continue its efforts to develop an enlightened market-
mg strategy including a · l · d • . . , regiona m ustnal development strategy, for ConRail's 
consideration In doing so ·t h Id . . 

• • • , 1 s ou reassess its freight revenue forecasts in the light 
of realistic appraisals of th 1 k f . . e out oo or the busmess activity of the Region and of 
mdustry served by ConRail. 
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INTERMODAL SERVICES 

The Final System Plan should contain pro forma estimates as to the effects 
on ConRail's net income of the greatly expanded T OFC/ COFC services proposed 
in the Preliminary System Plan. 

The Association should consider the extent to which cooperation with motor 
carriers could achieve coordinated coordination efficiencies and service advantages, 
thus maximizing ConRail's earnings potential. 

PERSONNEL PLANNING AND POLICY 

The Association should recognize that the Final System Plan's, policies and 

programs affecting personnel will be of major importance, and they should be re­
viewed by experienced, understanding personnel experts before their release. The 
Association should not commit ConRail's management to rigid negotiating positions 
in advance of collective bargaining. 

ConRail management should initiate meaningful discussions as soon as possible 
with contract and non-contract employees or their representatives. 

The Final System Plan should make full and fair disclosure as to its personnel 
plans and policies, their effects on ConRail's finances, and their effects on the 
employees. 

PASSENGER SERVICES 

The Association should include in the Final System Plan a clear designation 
of the entity to own the Northeast Corridor; the price, conditions and timing of 
the transfer of ownership; and the entity to be responsible for Corridor operations 
and on what terms. It should give careful consideration to the potential disadvant­
ages of designating Amtrak or some other entity without demonstrated railroad 
operating capabilities as the operator of the Corridor Services. 

The Association should consider the advisability of doing in-depth studies of 
at least some of the passenger routes outside the Northeast Corridor which it has 
proposed for upgrading. 

The Association should detail in the Final System Plan those lines over which 
are performed commuter services operated under contract to regional transporta­
tion authorities, the duration of those contracts, any unique considerations, and the 
recommended status of these lines in the proposed operating plan. 

LEGISLATIVE RECOMMENDATIONS 

The Final System Plan should contain the Association's legislative recommen­
dations addressed to--

• Such changes as the Association thinks desirable in the provisions of section 
301 ( d ) of the Act affecting the composition of ConRail's board of directors. 

• The means to be adopted for financing ConRail. 
• Such changes as the Association considers necessary to limit or eliminate Con-
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Rail's exposure to a deficiency judgment under section 302 ( c) ( 2) ( C) of 

the Act. 
• The action urged upon Congress, at page 134 of the Plan, to provide a means 

of encouraging the prompt resolution of interterritorial divisions disputes. 
The Congress should move promptly to amend the Act to mandate another 

approach to the light-density line problem. The Office recommends that all lines 
not recommended for inclusion in the restructured rail system be kept in service for 
two years by ConRail, which would be reimbursed for any losses from the subsidy 
funds available under the Act. During the two-year period, accurate data would be 
assembled and further local-service line analysis performed. At the close of that 

period, the individual line retention decisions would be made, with ConRail acquir­
ing the properties to be retained as provided in the Act. The two-year Federal 70 
percent matching grant subsidy program would go into effect then for lines not 

acquired by ConRail. 
The Congress should consider establishment of a broad-based Federal grant­

in-aid program to provide funding to rehabilitate the Nation's railroad properties. 

The Office suggests a program by which matching fund grants would be made 
directly to rail carriers or to State transportation authorities for this purpose. It 

suggests, also, that this program be financed by the assessment of a tax on the fuel 
used by certain surface transportation vehicles and vessels. 
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Public Response to the Plan 

Twenty-seven cities throughout the region were selected 
by the Office as sites for public hearings on the Prelim­
inary System Plan. They were chosen on the basis of a 
number of factors, including the response to the hear­
ings held by the Office in 1974 on the DOT Report, con­
sultations with State and local officials, and recom­
mendations of the "outreach" attorneys of the Office of 
Public Counsel. Twenty hParings were held the week of 
March 17th, and seven more during the week of March 
24th. The hearing locations and the numbers of wit­
nesses appearing at each location are as follows : 

Akron, Ohio__________________________________ 59 
Albany, New York____________________________ 54 
Allentown, Pennsylvania______________________ 30 
Altoona, Pennsylvania________________________ 27 
Boston, Massachusetts________________________ 117 
Buft'alo, New York____________________________ 90 
Charleston, West Virginia_____________________ 24 
Chicago, Illinois______________________________ 38 
Columbus, Ohio_______________________________ 95 
Erie, Pennsylvania____________________________ 59 
Fort Wayne, Indiana________________________ _ 64 
Green Bay, Wisconsin_________________________ 40 
Harrisburg, Pennsylvania_____________________ 81 
Hartford, Connecticut_________________________ 129 
Indianapolis, Indiana___ ______________________ 94 
Lansing, ll11chignn____________________________ 176 
Montpelier, Vermont_____________ __ ___________ 6 
New York, New York__________________________ 43 
Pittsburgh, Pennsylvan1n______________________ 65 
Providence, Rhode Island______________________ 36 
Salisbury, Maryland__________________________ 105 
Scranton, Pennsylvania_______________________ 79 
Springfield, Illinois_______ ____________________ 78 
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Syracuse, New York__________________________ 112 
Traverse City, Michigan________ ______________ 74 
Trenton, New ,Tersey__________________________ 115 
Washington, D,c______________________ __ _____ 22 

Over 1900 witnesses testified during the course of 
87 hearings days, resulting in a hearing record of over 
10,000 pages. }fore than 500 documents were submitted 
in lieu of oral testimony prior to the March 28th cut-off 
date, which had to be established in order for submis­
sions to be considered in the preparation of this report. 
In addition, 36 witnesses testified at hearings held in 
Bear l\Iountain, New York and Bellmawr , New J ersey 
under the auspices of the congressmen from those dis­
tricts. Verbatim transcripts of those hearings were pro­
vided to the Office for inclusion in the formal record. 

As was the case with the hearings conducted previous­
ly on the DOT Report, complete ropies of all hearing 
transcripts and of all written submissions have been 
provided to the Association. 

The oral testimony dealt primarily with six major 
issues. Based on the number of people who testified on 
each issue, they can be identified in the following order 
of importance: (1) light density lines, (2) industry 
structure, (3) coordination with solvents, (4) passenger 
service, (5) financial structure, and (6) envi ronmental (\ 
concerns. Light density lines, as indicated, received the )_ 
overwhelming proportion of attention at all the hear-
ings, with over 1,400 persons testifying on this issue. 

In addition to the written submissions and exhibits, 
the Office received approximately 145 "Information Re­
quest Sheets" from communities which have been col-
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lecting data on branch lines in co~junction with t~e 
"Guide for Evaluating the Commuruty Impact of Rail 
Service Discontinuance," prepared by the Office of Pub­
lic Counsel. The purpose of the information requests 
is to allow communjties to test the .financial viability 
of branch Jines using certain data gathered at the local 
level. 

At each hearino- location one or two attorneys from 
the Office of Public Counsel were assigned to assist the 
public. In addition to four permMent staff attorneys 
who were assigned to these hearings, the Public Counsel 
supplemented the staff with 25 other attorneys who 
were retained for this purpose. The outreach attorneys 
met continuously Md extensively with the public in 
the weeks prior to the hearings and during the hearings 
themselves. The attorneys held over 200 meetings reach­
ing approximately 2,000 people during this period. 

As in the previous hearings, participants represented 
a broad crm~-section of public interests including fed­
eral, state and local government officials, shippers, man­
ufacturers, and consumers. Participation was particu­
larly heavy in these areas potentially affected by a 
substantial loss of rail service, such as Michigan, the 
Delmarva Peninsula, and southern New England. 
Once again, the largest group of witnesses appearing 
were shippers and manufacturers whose businesses 
were seen as being altered by the abandonment recom­
mendations in the plan. The testimony sharply and uni­
formly criticized t.'ie advisability of extensive rail 
ab8Jldonments as a means of providing a restructured 
rail system with adequate rail service. It would be 
difficult to overstate the vehemence of public opposition 
to the method employed by the Association for deter­
mining branch line retention or abandonment. 

A frequently reiterated criticism was that the Plan 
failed to reflect the substantial amount of public testi­
mony which had been submitted to the Office and the 
Association at the prior hearings and throughout the 
past year. Much of the extensive information concern­
ing branch lines which had been accumulated and 
introduced into the public record was not mentioned at 
all in the Association's analysis. Many witnesses could 
not understand this oversight, and accused the Associa­
ti~n of bad faith in its dealings with the public. The 
failure of the Association to consider their earlier sub­
mission undoubtedly caused some potential witnesses 
to b~c?me _disi_llusioned with the effectiveness of public 
part1c1pat1on m the planning process and thus reduced 
the number of those willing to expend the time and 
effort to testify. 

The sheer volume of the public response has pre­
vented us from mentioning every proposal concern 
argument, or idea submitted in the course of the Office'~ 
very extensive information gathering efforts lea.din 
up to ~he publ~cation of this report. Those submission! 
to which specific reference has not been made in the 
summary that follows have, nevertheless, been con-
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sidered in the development of our comments on th 
Preliminary System Plan. Many of them have bee e 
helpful and thought-provoking, and the very substa ~ 
tial expenditures of time and effort put into the~ 
preparation by a very large number of concerne~ 
citizens is greatly appreciated. 

INDUSTRY STRUCTURE 

Most of the submissions that addressed the industry 
structure issue were complimentary of the Association 
for the completion of its task in the time specified. 
Others complained that it was difficult to comment on 
the Preliminary System Plan, stating that it is not 
really a plan at all, but rather a series of chapters and 
reports detailing a number of options. 

Witnesses tended to support the three carrier system 
proposed in the Plan, yet there was general concern 
that the Chessie and N & W would not be willing to take 
over those operations in the Northeast which the Plan 
would assign to them. The statements submitted hy the 
Chessje and N&W did not indicate any intention to par­
ticip11,te in the reorganization process to the extent sug­
gested by the As&>ciation. In fact, the N&W stated that 
the Association's solution was a "poor" one and that the 
F ederal government should acquire the rights-of-way 
and facilities of the bankrupt railroads in the a.res, east 
of a line drawn between Albany, New York, and H11,r­
risburg, P ennsylvania. 

Several witnes.5e5 expressed the hope that the Nor­
folk and W estem 11.nd Chessie System would accept the 
challenge to provide competit,i ve service. Wbjle it was 
recognized that these two carriers must protect the le­
gitimate interests of their owners, the importance of 
maintairung viable, private enterprise rail service in the 
Region is of over-riding importance to the mil industry 
and to the users of rail transportation. One major ad­
vantage claimed for the three carrier proposals is that 
effective rail operations could be maintained during 
the three to seven year projected time period during 
which the physical plants of the bankrupts are being 
rehabilitated. 

The comments suggested a variety of configurations 
and permutations for the restructuring of the bankrupt 
rail lines. Several shippers suggested includjng acquisi­
tion by the N&W of EL lines west of Buffalo with con­
nections to the P&LE and the DT&I and acquisition by 
the Chessie System of trackage rights over the Reading 
from Philadelphla to Bound Brook with service to in­
termediate points. 

One theme ranning throughout the public comment 
was a preference for as much competitive service as is 
possible. Connecticut, for instance, demands that both 
the northeast shoreline route and the Poughkeepsie 
Bridge-Maybrook route be retained for freight service. 
New Jersey requests two-carrier competition serving the 
Newark-New York area to the south. New York strongly 



objects to the downgrading of the "Water-Level Route" 
along the western shore of the Hudson, and requests the 
retention of the EL line th rough Port Jervis, New York, 
as a mainline so that New York City will have competi­
tive rail service. Basically, the New York State Depart­
ment of Transportation wants two competing systems 
servicing the State; one based on Penn Central prop­
erties, and one based on EL and D&H properties. 

The City of Philadelphia is critical of the Plan's 
failure to treat the City's obsolete and duplicative termi­
nal facilities. The Association proposes to have the 
Chessie service Philadelphia, but the City sees it as un­
realistic to expect that the Chessie would be willing to 
invest the $30 million required to upgrade the rail net­
work in the Philadelphia Terminal area especially in 
view of that carrier's commitment to the port of 
Baltimore. 

The Philadelphia Port Corporation is concerned be­
cause there is no evidence in the Preliminary System 
Plan to indicate that the Reading trackage between 
Harrisburg and Philadelphia is capable of handling 
west bound traffic of the Chessie and the N&W, espe­
cially because it lacks clearances for extra dimension 
shipments or curvatures capable of permitting the pas­
sage of long cars. 

Concern was expressed regarding the impact that 
ConRail competition may have on the profitability of 
surrounding solvent railroads. This was acute in New 
England, where it was feared that ConRail could bleed 
the Maine Central into bankruptcy, and force the B&M 
into the ConRail system. The DT&I, Grand Trunk 
Western, Green Mountain Railroad, and D&H also ex­
pressed concern that their operations could be adversely 
affected unless the final plan spells out more clearly 
ConRail's responsibilities to the solvents. 

As an alternative to the monolithic ConRail system, 
it was suggested by several witnesses that the Associa­
tion should have given greater attention to the idea of 
selling parts of the bankrupt system to solvent carriers 
within and outside the Region. It was argued that if the 
market place were allowed to operate, the solvents would 
pick up the most profitable parts of the present system, 
thereby isolating the segments most in need of federal 
funding. Furthermore, the participation of numerous 
solvents in the reorganization process, it was said, would 
provide a natural form of competition. 

The Mid-Atlantic/EL proposal drew considerable 
comment, both pro and con. Because of the widespread 
view that the Chessie and N&W would not participate 
in the reorganization, it was felt that MARC-EL had 
to be carefully considered. Some believe that it holds 
promise as contrasted to the large ConRail which is 
minimally attractive due to size and unmanageability. 
On the other hand, if we understand the Ohessie Sys­
tem's position, it believes there are too many rail roads 
in the East, all competing for the same traffic, and that 
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MARC-EL as a competitor to ConRail would be 
superfluous. MARC-EL was criticized as being a per­
petuation, at public expense, of a separate competi­
tive system that would make ConRail's survival that 
much more questionable. However, MARC-EL was 
also supported by others as a necessary system to give 
competitive access for western carriers into eastern 
markets. 

Regardless of the appropriate industry structure, it 
was generally agreed that the Association must give 
much more attention to the problem of mainline and 
terminal rationalization and that the "spaghetti" of 
redundant facilities throughout the Region must be 
eliminated. 

Many witnesses, especially in New York and Penn­
sylvani!),, were apprehensive of the unknown role that 
the Erie-Lackawanna will play in the ConRail system 
and look forward to the supplemental report of the 
Association and the opportunity for public bearings on 
the disposition of the EL. 

At least one leased line questioned its status in tibe 
Association's system structure. The Norwich and Wor­
cester Railroad Co. wants to preserve its option of 
operating as an independent line !between Groton, 
Conn., and Worcester, Mass. Despite the fact that its 
lease with Penn Central expired in 1969, the Association 
assumed that it could require the inclusion of that 
carrier's properties in ConRail. 

The Lehigh and New England Railroad, on the other 
hand, wants to be included in ConRail, and some 70 
industries support it in that request. Its lines were not 
treated in the Plan. Because of its lack of operating 
funds, service over its lines are now being provided in 
part by the Lehigh Valley and in part by the Reading 
under ICC service Orders Nos. 1207 and 1208. 

The GSA Office of Preparedness stated that the Plan 
must take into consideration the requirement for rapid 
transportation capabi]jty expansion in times of emer­
gency. The Department of Defense recommended that 
alternate lines and route flexibility be retained as much 
as possible. The National Transportation Safety Boa.rd 
recommended that the Final System Plan contain an 
evaluation of the impact of its route recommendations 
on transportation safety. 

A number of comments were received by the Office on 
such subjects as nationalization of the ConRail carriers, 
government ownership of rail rights-of-way, and other 
means of increasing Federal support for the railroad 
industry. These comments are summarized in Chapter: 
6 of this report in connection with our discussion of 
funding requirements of ConRail and the railroad in­
dustry generally. 

COORDINATION PROJECTS 

Operating under its Congressional mandate as stated 
in section 206 ( d) of the Regional Rail Reorganization 
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Act of 1973 the Association compiled a list of coordi­
nation proj;cts covering minor and major. market ~x­
tensions by solvent railroads, the sale of li~ht-density 
lines of railroads in reorganization to connectmg solve~t 
railroads, and acquisitions of portions of so~ve~t. rail­
roads by the ConRail system. A review of md1v1dual 
coordination projects, containing public comm~nt ~d 
comment from the railroads involved, is contamed m 
AppendixA. . . 

Participants favoring the concept of coord1~at1on 
stressed the importance of allowing solvent carriers to 
acquire lines of the railroads in reorganization on the 
around that these solvent carriers would be able to 
b , 

furnish superior service; supply adequate equipment to 
shippers; carry out adequate track maintenance; pro­
vide job security for railroad employees; and carry out 
research for innovative purposes. 

An additional benefit would flow from the lower 
rates which solvents could offer as a result of acquiring 
connecting lines and increasing their share of the avail­
able traffic. Witnesses stated that the Southern Rail way 
intends to institute reduced grain rates from the Mid­
west to the Southeast if it is allowed to acquire the 
Penn Central track between Indianapolis, Indiana and 
Cincinnati, Ohio via Shelbyville, Indiana (Coordina­
tion project Sou. 1) . The .Agriculture and Natural Re­
sourres Committee of the South Carolina House of 
Representatives estimates that this would provide a 
saving of over $2.00 per ton on feed for South Carolina 
livestock and poultry producers. 

Another benefit cited by the submissions was the 
strengthening of the solvent roads. For example, wit­
nesses in favor of acquisition by the Detroit, Toledo and 
Ironton Railroad of ownership or trackage rights over 
one of two Penn Central lines between South Charles­
ton, Ohio and Cincinnati, Ohio, reported that such ac­
quisition would enable DT&I to compete effectively for 
a share of the substantial Lraffic between Detroit and 
Cincinnati. 

Among the most favored projects is the purchase by 
the Southern Railway of the rail lines in the Delmarva 
Peninsula. This project envisions Southern operating 
the Norfolk-Cape Charles Car Float, the Delmarva rail 
lines, and the Reading Car float into Wilmington. The 
Southern has indicated it is willing to buy all lines 
on the Peninsula but will operate only those Jines which 
are "profitable" unless a subsidy is offered to continue 
the remaining service. Furthermore, public money will 
have to be used to defray the cost of rehabilitating the 
Norfolk car float. 

Strong support for this project was expressed at 
the hearings in Salisbury, Maryland. One hundred wit­
nesses addressed themselves to this subject and all but 
three voiced support for the Southern take-over. There 
was also limited support for a take-over of the Del­
marva lines by the Richmond, Fredricksburg and Po­
tomac Railroad rather than the Southern. 
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On the other hand, many witnesses criticized both the 
concept of coordination as well as individual coordina­
tion projects. Numerous witnesses viewed with disfavor 
the Association's description of many of its coordina­
tion projects. Many of the projects were categorized 
too vague for meaningful comment. For example, the 
Association's project USRA-4 is described as "Norfolk 
and Western to acquire trackage rights from Central 
Ohio via Harrisburg to the Allentown/Bethlehem 
Greater Philadelphia, and Wilmington areas, with 0; 

without access to on-line industry in and between those 
points." Pennsylvania's Governor Milton Shapp pointed 
out that no one could arrive at a responsible conclu­
sion when "here is an offer to the N&W described as 
beginning somewhere in the middle of Ohio, extending 
eastward over tracks unspecified, of a railroad unspe­
cified, providing or not providing local rail service 
along tracks it may or may not acquire through perhaps 
five metropolitan areas." 

The public also voiced frusLration over the incon­
sistencies between coordination projects and light 
density line recommendat,ions. For example, the Asso­
ciation recommended that the portion of the Holyoke 
Secondary Track between Holyoke, Massachusetts and 
Westfield, Massachusetts, Line 683, be included in the 
ConRail system. However, coordination project MA-6 
calls for the abandonment of the track between Holyoke 
and Westfield. 

Another criticism was that the Association did not 
give adequate consideration to the feasibility of indi­
vidual coordination projects. Project P A- 7 calls for the 
B&O to acquire portions of Penn CenLral's South Work 
Force branch in Pennsylvania. ,vitnesses reported that 
the South Fork branch is expected to generate 8,000,000 
tons of coal per year and noted that the B&O now has 
no way of connecting with the branch. Thus it was ques­
tioned whether the transfer of this branch to the B&O 
would impair ConRail's viability and whether it is 
physically possible for t,he B&O Lo serve the branch. 
The International Minerals and Chemical Corporation 
charged that the Association, by listing projects such 
as these. is in effect providing monetary incentives to 

solvent carriers to encourage t,heir acquisition of less 
profitable operations elsewhere. 

International Minerals and Chemical objected to the 
Association's prohibition of the purchase by solvent 
carriers of excluded light-density lines which would 
create additional competitive routes. The company con­
tended that this prohibition is directly opposed to the 
goals of improved productivity, improved service. 
lowered operating cosi,s, and lowered fuel consumption. 

Major market extension proposals drew cfo,approval 
due to the substantial traffic diversions that would re­
sult from their implementation. The Lehigh Valley 
Railroad reported that implementation of N&W-~6 

would divert 88,073 carloads now handled by the Erie 



Lackawanna. Concern was voiced that if the Delaware 
& Hudson Railway acquired trackage rights over the 
Penn Central from Wilkes-Barre, Pennsylvania to 
Potomac Yard (D&H-1), substantial traffic would be 
diverted from the Central Vermont Railway. 

Participants were concerned with the loss of jobs 
and accessibility to rail service that would result from 
implementation of certain coordination projects involv­
in.,. line abandonments. Witnesses testified that imple­
m:ntin.,. project OH-3, which would result in consolida­
tion ot' dock facilities at Toledo, would eliminate the 
jobs of 22 electricians and 315 otl_rnr employees._ These 
337 job losses would affect the lives of an estimated 
1,400 people and would place additional burdens upon 
state and federal treasuries through increased unem­
ployment and welfare payments. 

In many cases implementation of projects would ad­
versely affect the quality of service. United States Steel 
Corporation reported that the implementation of proj­
ect P&LE-6 would reduce ('ar utilization by one to two 
<lays at its Homestead, Pennsylvania plant as a result 
of the loss of flexibility between 30th Street and 
Thompson Yard and the movement of equipment 
through more congested areas. 

The Association was criticized for ignoring coordina­
tion projects submitted to it. The Providence and 
·worcester Company notified the Association of its 
interest in acquiring and operating several lines. 
However, the P&W was not listed in any of the 
coordination projects. 

Another issue which arose during the hearings re­
lated to the legal authority of the Association and the 
IOC to approve coordination projects under Section 206 
(d) (3) of the Act which call for the abandonment o{ 
certain lines by solvent railroads. Concern was ex­
pressed that ICC approval of the overall project may 
be taken as approval of the abandonment portion with­
out the opportunity for comment or opposition by 
affected users of the rail service. (The Association has 
since clarified its position, in a letter to the Public Coun­
sel's Office of the Rail Services Planning Office, that no 
abandonment of service can be implemented by a profit­
able railroad pursuant to a coordination project with­
out a separate abandonment proceeding before the IOC 
under Section 1(18) of the Interstate Commerce Act.) 

Overall, the response to the coordination projects sup­
ported the take-over of service by solvents and opposed 
the abandonment of solvent operations to make way for 
ConRail. Although there was concern that the projects 
were not as carefully thought out as they should have 
been, the public accepted the idea of coordination and 
consolidation as an arunirable concept, but urged a thor­
ough and careful analysis of each project with addi­
tional opportunity for public comment before 
implementation. 
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FINANCIAL VIABILITY OF CONRAIL 

Although only a small fraction of the public testi­
mony addressed the issue of the prospective financial 
viability of ConRail, it was the almost unanimous 
conclusion of those who did comment that the financial 
projections set forth by the Association, which antic­
ipate that ConRail wrn have a positive net income 
by 1978 ( in constant 1973 dollars), are speculative, un­
su bsta.ntiated, and unrealistic. The solvent railroads 
were especially critical of the financial projections. 
They noted that the ConRail system is essentially 
a merger of the present bankrupt Penn Central with 
a few other smaller bankrupt railroads. The historical 
lessons of the Pennsylvania-New York Central merger 
indicate that the mere unification of properties does not 
generate operational efficiencies. In fact, the alleged 
operational efficiencies may never appear at all. Specifi­
cally, the profitable railroads disputed the Association's 
assumption that rate increases authorized by the ICC 
will cover unprofitable traffic and inflation. Especially 
criticized was the assumption that tonnage volumes 
would experience an annual growth rate of 1.41 per­
cent annually, which is contrary to the experience of 
the ConRail lines during the past five years. It was noted 
that the Association attributes over 50 percent of the 
total tonnage growth to increased coal production, 
whereas coal tonnage handled by the bankrupt lines 
between 1966 and 1973 actually decreased by 34 
percent. 

The solvents also contended that the Association's 
projection of an operating ratio of 71.7 percent for 
ConRail by 1985, compared to the present 83 percent, 
cannot realistically be achieved. Only the Ches.s:ie, 
N&W, Southern, and UP currently operate at such low 
ratios. 

It was uniformly emphasized that the operating 
efficiencies projected for ConRail are unattainable and 
misplaced. The Plan projects net car hire paid to 
decline by $810 million between 1976 and 1985, reflect­
ing a 35 percent increase in car efficiency. Yet between 
1947 and 1972 average daily car mileage in the East 
rose only from 40.9 to 41.3 miles per day. Also, the 
solvent railroads noted that operating efficiencies could 
only be achieved by eliminating duplicative terminals, 
yards, and mainlines, not by the simple elimination 
of branch lines, which, although some may operate at 
a loss, provide exclusive and vital service to their 
communities. 

Particularly noted was the fact that the Associa­
tion's use of modified betterment accounting, which 
capitalizes most maintenance and rehabilitation 
expenses, artifically reduces ConRail's expenses and 
inflates net income. It was stated that without the 
u~e of modified betterment accounting. ConRail will 
never show positive net income through 1985. In fact, 
the Lehigh Valley Railroad claims that if it applied 
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tiie Association's acounting methods and assumptions 
to its balance sheet, the Lehigh Valley would have 
earned net income from operations of $200,000 in 1974 
instead of experiencing a $5.8 million loss. 

Even if the Association's projections on revenues 
and expenses are correct, it was noted that the Plan's 
financial pro fom1as do not reflect any costs incurred 
in acquiring the assets of the bankmpts. Any deficiency 
in this regard must be financed by the federal govern­
ment, thereby further increasing the federal role in 
the ConRail system. 

In summary, the gist of the comments of solvent 
railroads, political leaders, and interested observers 
alike was that the Plan's financial projections 
resemble similar optimistic claims that were made prior 
to the creation of Amtrak and the Pennsylvania-New 
York Central merger. There was a general consensus 
of opinion that the federal government will end up 
paying many more billions of dollars in loans and 
grants for rehabilitation, operating subsidies, and 
acquisition costs than are projected in the Plan. The 
only opposition to this point of view came from a con­
sortium of large shippers who claimed that it could 
not be determined at the present time whether ConRail 
would be a profitable entity, and that more data was 
needed before a final decision could be reached. 

While there was a general uniformity of the view 
that rehabilitation is the key to the restructuring of 
the Northeast railroads, and that rehabilitation ex­
penses through 1985 will be $6 to 8 billion ( compared to 
the $2 to 3 billion in the Plan) , there was sharp disagree­
ment as to the proper method for raising this money. 
The comments on this point divided into two schools 
of thought: those who believe the federal government 
should finance the rehabilitation shortfall and take 
up ownership of the right-of-way, and those who 
advocate the rail trust fund approach. 

In conjunction with the need for more rehabilitation 
funds, witness after witness cited the existing inequities 
in government subsidies to various transportation 
modes as one of the contributing factors to the deterio­
rated condition of the rail industry in the Northeast and 
Midwest Regions. A reasonable balance between rail 
and other transportation modes, they say, cannot be 
achieved now without redireotingthe federal role in rail 
transportation and without increased federal financial 
assistance to the rail industry similar to that provided 
other modes of transportation. Witnesses called upon 
the Association to include in the Final System Plan a 
detailed study of the effect of ICC regulation and rate 
requirements on railroads and the transportation in­
dustry as a ':hole for the purpose of making specific 
recommendations for changes in public transportation 
policy. 

Additional testimony touched on the following finan­
cial issues : 
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• The Plan should have co~tained a complete analysis 
of the costs of car handling and terminal facilities 

• OonRail cannot hope to lbe a profitaJble enterpri~ 
without a re-evaluation of rate structures and divi­
sional agreements. 

• Unregulated private carriers currently skim off 
much of the cream of rail traffic in the Northeast. 
The large profits of these private systems cannot 
continue at the expense of the common carrier rail­
roads. 

• The data retrieval and costing systems currently 
employed 'by the bankrupt carriers are inadequate 
and obsolete. A complete overhaul of these systems 
must be accomplished in conjunction with the re­
organization process. 

LIGHT-DENSITY LINES 

In the course of the 27 hearings held by the Office 
approximately 1,400 persons provided specific data con~ 
cerning most of the 34:3 light-density line segments the 
Association recommended not be included in ConRail. 
~ line-by-!ine ~ummary of public testimony concerning 
light-density lmes not recommended for inclusion in 
ConRail is contained in Appendix B of this report. Also 
included in Appendix B is a summary of public testi­
mony concerning those "Lines Not Now Being Served" 
or "Recently Abandoned Lines" about which comments 
were received. These lineJby-line summaries contain 
data compiled from a complete review of the hearing 
records and the statements submitted to the Office by the 
cut-off date of March 28th. Although information per­
taining to some of these lines may have been inadver­
tently omitted, the analysis was as thorough as possible 
in the time allowed. 

Testimony on the light density line section of the 
Plan was generally critical of the methodology and the 
data base employed by the Association. The submissions 
also generally rejected the Association's contention that 
the "profitability" test should take precedence over other 
goals of the Act in determining whether individual lines 
should be included in ConRail. Rail users throughout 
the Region emphasized that design of an adequate and 
efficient rail system, as required by the Act, necessitated 
careful consideration, on a line-by-line basis, of local 
community impact resulting from line abandonment. 

Witnesses were incredulous that the Association had 
used a philosophy in its light-density line analysis simi­
lar to that conceived by the DOT and unanimously re­
jected by the public at every phase of the reorganization 
proceedings. The Association was criticized for its appli­
cation of the profitability criteria only to light-density 
line decisions; its use of system-wide averaging to deter­
mine costs; its segmental approach to light-density 
analysis; and its insistence that the subsidy provisions 
of Title IV of the Act represent a Congressional man­
date for large-scale branch line abandonment. 



A large part of the record relating to light-density 
lines enumerates inaccuracies.i inconsistenci~ and omis­
sions in the Association's data base. These errors were 
illustrated with facts and :figures from rail users, repre­
sentatives of railroad labor, community leaders, and 
others familiar with each line's operation. Most contro­
versial were the Association's estimates of revenues and 
costs for the individual lines. 

The branch specific data submitted provides a detailed 
record of the public's rejection of the Association's ap­
proach to branch lines. Witnesses analyzed rail use in 
their communities and presented substantial evidence of 
present and future rail service needs. Specific informa­
tion was received concerning new industrial develop­
ment, plant expansion, and increased use of rail service. 
The submissions also pointed out instances where there 
is no alternative to rail service.i either because of local 
road and bridg_e conditions or because of the nature of 
the product being ship_J?ed, such as lumber.1. grain, ferti­
lizer or coal. 

The public response evidenced the belief that, had the 
Association given adequate consideration to these and 
other factors. many of the lines sl_ated for abandonment 
would be included in ConRail. 

The Association's data base was criticized for being 
inaccurate and incomplete. In many instances, the Asso­
ciation did not include the shipments of all the shippers 
on a line. The resultant omission ranged from one or 
two carloads to several thousand carloads per year. In 
other cases carload figures for individual shippers were 
understated ,vith a resultant understatement of reve­
nues. Some receivers of goods shipped wider transit 
arrangements believe that some revenues assigned to a 
branch line represent only the transit balance of a 
through rate. It was also noted that the Association 
did not take into account bridge traffic, even though the 
passn.i:,()'C of traffic over the line clearly contributed to sys­
tem revenues. Many shippers experienced significant 
increases in their carload shipments during 1974. These 
increases were not taken into account by the Association 
in its calculations. 

The Association was repeatedly criticized for failing 
to give adequate consideration to projections of future 
traffic. In some instances, these projections were esti­
mates based upon past use and speculative future plans, 
but in many instances, the projections were based on 
concrete evidence of existing orders, recently completed 
plants, planned plant construction, and developing 
industrial parks. 

There was also considerable testimony concerning 
overstatement of costs, particularly maintenance of way 
and transportation expenses. Witnesses testified that 
actual track maintenance is considerably less than the 
Association's normalized figures indicate and that there 
are fewer train trips on many lines than stated. 

Witnesses generally rejected the Association's system­
average costing methodology for determining branch 
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costs. It was argued that such a.n approach unreason­
ably and unfairly inflates the cost side of the profit­
ability calculations and does not reflect actual off­
branch costs attributable to on-branch operations. 

The public repeatedly charged that the Association's 
inadequate revenue and cost data base and calculations 
resulted in a drastically inaccurate profitability ca.lcula,. 
tion for over half of the light-density lines currently 
designated for discontinuance. As a result, most wit­
nesses strongly opposed line discontinuance plans until 
actual, current and correct data can be used to deter­
mine light-density line viability. 

There was also a great deal of testimony concerning 
the adequ~y of the Title IV subsidy provisions for 
continuing local rail service. Very clearly, it was the 
general opinion that the present provisions providing 
fo1· a 70 percent federal subsidy for two years is inade­
quate for the purpose of continuing essential rail 
service. 

A number of those submitting testimony, including 
the National Industrial Traffic League, the U.S. De­
partment of Agriculture, Agway, Inc., the National 
Council of Farm Cooperatives, and a group of Large 
industrial users, suggested that the Act should ibe 
a.mended to permit 100 percent Federal funding for 
light-density line inclusions in ConRail for a period of ._/ 
time to permit development of precise information on 
t raffic movements, line conditions, and all other infor­
mation pertinent to a thorough analysis of l ight-density 
lines. 

New England political leaders proposed that the 
federal subsidy share be increased to 90 per cent in 
order to be comparable with federal funding require- ·l 
ments for highways. Also, it was suggested that no _ 
rational businessman could be expected to continue 
operations or relocate to a line which is being subsidized 
only for two years. ConRail should either be required 
to operate all essential rail services, or federal subsidi­
zation of those services should be permanent. 

In some areas, such as the Delmarva peninsula, Mich­
igan, Indiana, and parts of Illinois and Ohio, many 
agribusinesses are largely dependent upon rail service. 
Products such as _gotash, phosphates, anhydrous am­
monia, and propane gas from distant suppliers cannot 
be moved as readily, efficiently or che~ly by°truck. 
Moreover, many agricultural commodities such as grain 
and grain products move to distant markets ~ 
cheaply and efficiently by rail. Curtailment of rail serv­
icesin these areas could have a significant adverse 
impact on local agricultural industries and producers ./ 
as well as upon food prices and supplies. 

Several special problems which agriculture and agri­
business industries would face as a result of curtailed 
rail service were singled out in the public response. In 
several states, including Michigan, Ohio, Indiana and 
Illinois, state laws prohibit transfer of anhydrous am­
monia from a rail car directly to a tank trailer. One 
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major shipper stated that added costs for intermodal 
shipments of fertilizer ingredients would be $4.71 a 
ton for anhydrous ammonia, $4.77 a ton for superphos­
phate and $4.25 a ton for potash. It was also noted that 
most country elevators served by rail receive a higher 
price for grain from terminal elevators than country 

\., elevators not having access to rail service. 
The Plan's impact upon coal producing areas gen­

erated considerable testimony. The Federal Energy Ad­
ministration a.mono- others recommended that the Asso-

, b 

ciation not abandon any lines serving operating or po-

tential coal fields. 
Witnesses in several states discussed lines over which 

hazardous materials are currently carried and noted 
the safety threat to communities which would result 
from transporting these materials by truck. Other wit­
nesses discussed the need for rail service on some lines 
to move lumber products, chemicals and electrical gen­
erating equipment requiring special handling or size 
or weight clearances. Other impediments to shipping 
by tnick included local road and bridge conditions, and 
frost laws which limit the size of trucks operating in 
some states during late winter and early spring. 

In summary, potential loss of service on light-density 
lines remains the central concern of most communities 
and users of rail service. Witnesses expressed their ex­
asperation that this issue continues to dominate the 
planning process. Few were satisfied with the Associa­
tion's position. The testimony reveals that the public 
believes the line analysis methodology is arbitrary and 
unreasonable and the data so thoroughly inadequate 
as to render a majority of the light-density line cal­
culations incorrect. Witnesses once again reaffirmed the 
belief that massive branch line abandonment, in any 
form, is not the answer to ensuring ConRail's financial 

viability. 

PERSONNEL 

The bulk of the evidence received from labor spokes­
men concerned itself with the loss of jobs that would 
be caused ?Y rail abandonments. Additionally, these 
representatives were concerned with the potential prob-
lems associated with certain aspects of the Act's employ­
ee transfer protection provisions and they stressed that 
many rai~ employees have less than 5 years of service. 
The various labor representatives were critical of 
1!SRA's con~i~ued fa~lure to include labor organiza­
tions and their 1eaders m the restructuring process. They 
felt t~at ~ey. cou_ld make substantial and worthwhile 
contributions if given the opportunity to do so. 

A number of individuals questioned whether ConRail 
could tbe made self-sustaining if required to operate un­
der present labor-management agreements. Many felt 
that these agreements, some of which originated during 
th~ days _of steam, placed too many restrictions on ef­
ficient rail operation. Some of the operating agreements 
that were specifically singled out for criticism included: 

arbitrary ~a~1~ents :f~r dead-heading; final-terminal­
delay and 1rutial-ternunal-delay payment agreem ts· . . en , 
agreements restnctmg work that may be performed 
by road or yard crews; agreements which disallow 
employee to work beyond his own era.ft· and crew ~n , size 

agreements. 
PASSENGER SERVICE 

The public response to the passenger service recom­
mendations of the Plan evidenced a general belief that 
the Association had not given adequate consideration to 
commuter or intercity passenger service. Recommenda­
tions concerning the Northeast Corridor were considered 
too vague and preliminary for substantial comment. 
Most distressing to advocates of increased and 1mproved 
passenger senice was the apparent lack of concern evi­
denced by the Association with regard to the environ­
mental effect which its proposals would have. 

The National Railroad Passenger Corporation (Am­
trak) argued that the needs and requirements of passen­
ger service in the Northeast and Midwest Region should 
be accorded equal importance to those of freight serv-

ice. 
It was noted that some of the light-density lines 

marked for exclusion :from ConRail are vital links for 
Amtrak and for the intercity corridor routings pro­
posed by the plan itself. Examples of such routes are: 
Lines 467, 680 and 466 (Michigan City, Indiana to Kal­
amazoo, Michigan), a segment of the Chicago-Detroit 
line; Line 633 (Richmond to Indianapolis, Indiana), a 
segment of the Indianapolis-Dayton-Columbus line; 
and Line 577a (K ankakee, Illinois to Sheff, Indiana), 
a segment of the Chicago-Kankakee-Cincinnati route. 

Considerable testimony was received in favor of ex­
panded service between such points as New York City 
and Buffa.lo. It was suggested that service between 
Cleveland and Cincinnati and between Detroit and Cin­
cinnati be e>-.i:ended to include Louisville. Request was 
made for service :from the Lehigh Valley area of Penn­
sylvania to New York City and from Pittsfield, Massa­
chusetts to New York City via the Penn Central's Har-

16 

lem Line. 
It was suggested that lines having potential value as 

passenger routes should either be kept in service or 
should be preserved, perhaps through establishment of 

a rail bank. 
Submissions addressing the problem of passenger 

service in the Northeast Corridor were predominantly in 
favor of separating freight and passenger service. Con­
siderable opposition was voiced, however, to the use of 
B&O trackage as an alternate to the Corridor from 
Washington to Newark, Dela.ware. These submissions 
noted that the B&O trackao-e is not electrified; that in b , 

several areas it is only a sino-le track· and that the m-"' ' creased traffic over the line would create hazards and 
increased pollution in local communities, cause a bot­
tleneck at the Howard Street Terminal in Baltimore, 



and interfere with Baltimore-Washington commuter 
traffic. 

Both proponents and opponents of the proposal to 
separate Northeast Corridor passenger and freight traf­
fic agreed that the Plan failed to deal adequately with 
the problems of freight and passenger coordination or 
to evaluate adequately the alternative route recom­
mended for freight. 

Passenger service from New York to Boston was 
also the subject of considerable comment. The submis­
sions debated the merits of the Shoreline route through 
New London, Connecticut and Providence, Rhode 
Island versus the inland route via New Haven, Hart­
ford, Springfield and Worcester. It was pointed out that 
the heavy freight traffic on the southern segment of 
the inland route could be avoided by a routing through 
Bridgeport, Waterbury and Bristol to Hartford. 

Proponents of the inland route noted that it is only 
three miles longer than the Shoreland and serves an 
area with 1,150,000 more potential passengers. Further­
more, expansion of any Amtrak service to northern New 
England would be possible from the inland route but 
not from the Shoreline. 

Responses concerning commuter service were primar­
ily concerned that the recommendations of the Plan 
would interfere with or preclude local commuter service. 
The Southeastern Pennsylvania Transportation Au­
thority stated its concern that disposition of some of the 
lines in its area of SP-rvice would limit its options with 
regard to future service to the Philadelphia metropoli­
tan region. The New York City Metropolitan Transpor­
tation Authority stressed that unwarranted changes in 
existing financial arrangements underlying the provi­
sion of its service could jeopardize its operations. Sup­
porters of the Dayton Area Rail Transit System urged 
that the Association work with the Urban Mass Transit 
System urged that the Association work with the Urban 
Mass Transit Administration in making decisions which 
will affect the Dayton area. Princeton University intro­
duced evidence that there are 900 to 1,000 regular com­
muters on the so-called "Dinky" line, Line 703, which 
links Princeton and Princeton Junction, New Jersey. 

The Baltimore City Department of Planning noted 
studies it is conducting as to the feasibility of construct­
ing a twin-track tunnel under Baltimore Harbor. This 
tunnel would allow through freight trains to by-pass 
Baltimore and would free present Penn Central tracks 
for commuter service. 

ENERGY AND ENVIRONMENT 

The central theme in all the public testimony con­
cerning the twin issues of energy and environment was 
that the Association effectively ignored both in the plan­
ning and decision-making process; that while the issues 
were discussed they were not considered. The Atlantic 
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Chapter of the Siet'ra Club expressed this sentiment 
stating ~hat wh~e the Plan is" ... full of generalities 
concernmg environmental, pollution, and energy-use 
effects . .. " there is " ... no discernible evidence that 
~nvir?nmental concerns played a significant part in any 
1dent1.fiable decisions." 

The issues of energy and environment are very closely 
r~la~d; but the public's response fell into three fairly 
distmct ar~s: {1) environment, i.e., pollution; (2) 
oner?J efficiency; and (3) access to fossil fuels, i.e., coal. 
Environmental concerns regarding specific line seg­
ments are detailed in Appendix B. 

Environment 

The Connecticut Department of Environmental Pro­
tection charged that the environmental consequences of 
the Plan were given insufficient attention and were sub­
ordi~ated to economic conditions. The,r agency em­
phasized that any analysis of environmental impacts on 
an ag~regated basis is_ not meaningful and noted that 
analysis on a local basis was not performed. The Asso­
ciatio~'s land-use analy~is missed the point in focusing L..---"" 

excl~stvely on alternative uses for rights-of-way, ac­
cording to the Coru1ecticut agency, since secondary ef­
fects are more far-reaching than direct effects and the \ 
over_ all land-use pat.tern associated with a highway­
dommated transportation system is less favorable than 
that of a rail-oriented system. The agency recommended 
that each decision affecting system configuration be 
made in consideration of the ambient air quality situa-
tion in the affected area and that specific analyses be 
made of the potential envi ronmental impacts of individ-
ual line decisions. 

The Environmental Defense Fund pointed out that 
electrification of rail permits the centralized control 
of air pollution at the source of utility generation, in 
contrast to ihe dispersed air pollution of trucks and air­
planes. The organization also emphasized that both 
highways and waterways create water resource pollu­
tion problems which rail does not. 

The Environmental Protection Agency criticized the 
Association for not giving adequate consideration to 
the adverse impact of line discontinuance in certain air 
quality control regions. Some line segments identified iby 
the Association for non-inclusion in ConRail are im­
portant to State transportation control plans. The EPA 
also stated that the transfer of freight from an electri­
fied to a non-electrified track in the Northeast Cor­
ridor could have serious air pollution impacts. 

The Sierra Club reported that the Plan demonstrated 
a lack of any genuine evaluation of alternatives. For I"\._, 
example, the Plan contains a discussion of the waste " / 
created by freight car dismantling, but does not consider l 
the solid-waste production occasioned by the use of 
trucks. 
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Energy Efficiency 

The Environmental Defense Fund endorsed research 
findings that estimate the energy consumption _of t ruck­
ing to be 2.56 times that of rail in gross ton-mile _terms. 
However, the organization pointed out. that, m the 
operation of lightly used branch lines, rail may be less 
energy efficient than trucking. . . . 

The Association's approach to light-density Imes was 
supported by the Federal Energy Administration which 
stated that "abandoning much of this trackage would 
save energy because the low-density and the short haul 
traffic on the potentially excess lines when moved by 
rail is more energy intensive than the movement by 
trucks." In the opinion of the FEA, abandonment of 
uneconomic branches will have a positive impact on 
overall energy efficiency by enabling both the railroads 
and the trucks to concentrate their efforts on markets 
where they have a relative advantage. 

Although the investment costs of electrification are 
extremely high, in the opinion of the FEA the fu~l 
savings would more than pay for the cost of the prOJ · 
ect. Electrification is in the national interest in that it 
enables the railroads to utilize non-petroleum fuel. Ac­
cordingly, FEA urged the Association to reassess the 
potential for electrification of high-density lines. 

Access to Fossil Fuel 

Referring to President Ford's public policy goal of 
doubling the current level of coal production in ten 
years, the FEA estimated that rail coal traffic will have 
to increase by about the same percentage. The agency 
conservatively estimated that in order to meet such a 
goal there would have to be 600 new miles opened. Fur­
thermore, considering expected technological gains, the 
FEA does not anticipate and difficulty in utilizing cur-
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rent reserves of high-sulphur coal by 1985. Expected 
legislation restricting strip-mining will offer further 
incentive for deep mining. The Agency believes that 
much of the anticipated increase in coal output must 
come from the states of Indiana, Illinois, Ohio, Penn. 
sylv,ania, and West Virginia. Concerning rail lines serv. 
ing coal areas, the FEA offers four alternatives: ( 1) in­
clusion of the lines in ConRail; (2) purchase or lease 
by other railroads; (3) purchase or lease by the States· 
or (4) establishment of a Federal Rail Bank. ' 

The Appalachian Regional Commission is concerned 
with the economic development of all or parts of thirteen 
states straddling the Appalachian mountain chain from 
northern Mississippi and Alabama to western New 
York, an area containing two-thirds of the nation's coal 
reserves. The Commission expressed serious doubts that 
the reorganized rail system would be sufficient in the 
present and flexible enough in the future to accommo­
date Appalachian coal traffic in a manner which will 
a$ure its competitiveness. 

The Commission categorized the Association 's coal 
forecast as an extrapolation of historical trends and 
market shares. A special study undertaken by the Com­
mission suggests that there could be significant produc­
tion shifts within the Region and that even small varia­
tions (5 to 10 percent) in the various components of the 
forecast could substantially alter the coal traffic to be 
moved on any ConRail system. The use of an overly 
conservative estimate for system planning might well 
constrain the system's potential. 

Of the three related issues on energy and environ­
ment, access to coal fields received the most response. 
Witness after witness stated that the .Association's ap­
proach to coal-area branch lines does not satisfy the goal 
of the Act requiring maximal preservation of such 
trackage. 



2 
Regional System Analysis 

The importance of industt-y structure in maintaining 
adequate rail service was diseussed in detail in both the 
Association's Annual Report and our response, "Prelim­
inary Views on Rail Restructuring." The structure ul ­
timately selected must provide ConRail and the solvent 
carriers of the region with the opportunity to operate 
thefr services profitably in competition with one another 
and with carriers of other modes. The structure must 
provide competitive rail service in all major areas of the 
region, assure continuation of competitive routings 
through the region, and avoid establishing a ca1Tier 
which would require perpetual subsidization from pub­
lic funds. 

THE THREE CARRIER SYSTEM 

The industry structure recommended in the Plan 
would establish ConRail consisting of the major por­
tions of the bankrupt carriers' properties with the ex­
ception of the portions of the Erie Lackawanna between 
Newark and Waverly, New York and between Galion, 
Ohio and Chicago; and the portion of the Lehigh Valley 
west of Waverly. The operations of the Norfolk & West­
ern, the Chessie System, and the Delaware & Hudson 
would be extended over certain portions of the bank­
rupts' properties: 

• The N&W would acquire the EL from Buffalo to 
Newark. The N&W would o-rant trackao-e rights to 

t:, 0 

ConRail on this route between Buffalo and Wa­
verly, New York. 
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• The Chessie would acquire the RDG from Lurgan, 
Pa. to Harrisburg and trackage rights over Con­
Rail ( former RDG) from Harrisburg to Allentown 
and Philadelphia. 

• The D&H would acquire trackage rights over Con­
Rail (former LV) from Wilkes-Barre to Allen­
town. 

The resulting rail system would provide the region with 
three competitive line-haul carriers serving the major 
traffic generating areas. A through north-south routing 
independent of ConRail is achieved '\vith the extension 
of the D&H to AlJentown to connect ,vith the Chessie. 
Independent east-west routing choices are numerous, 
including routes on the N&W and Chessie, and the 
N&W / D&H connection at Binghamton, New York. 

Although the Three Carrier System does establish 
competing rail carriers in the major areas of the region, 
the Office is concerned that this competition might tend 
to be of a token, rather than a substantive, nature. The 
present competition in the region is based on the solvent 
line-haul carriers' connections with the smaller bank­
rupt carriers. To combine these bankrupts, or substan­
tial portions of them, with the ConRail system will 
reduce or eliminate their operations as feeders to the 
competing line-haul carriers. 

Participation of the solvent carriers must provide ef­
fective competition at the traffic generation points in 
order adequately to meet the Region's needs. The Three 
Carrier System, as proposed, establishes competitive 
through routings to the west and south, but does not 
present a competitive chalJenge to ConRail in most traffic 



generating areas. The D&H trackage rights propo~ed 
between Wilkes-Barro and Allentown do not provide 
for competitive local service, but only an extension af 
the D&H to meet the Chessie for through routings. The 
proposed Chessie extension east of Harrisburg would 
be over trackage rights granted "with or without access 
to on-line industry." Without access to on-line industry, 
this extension of the Chessie would not add to the local 
shippers' and receivers' competitive choices. The P:o­
posed N&W extension over trackage of EL would ll~-­

clude local service, with a potential for access to addi­
tional traffic in the northern New Jersey area; the means 
of achieving access to additional traffic is not detailed in 
the plan. 

The Three Carrier System would exclude the solvent 
carriers from the markets of the LV, CNJ, and RDG 
which they now enjoy through "friendly" connections 
with these carriers. Inclusion of these smaller carriers 
in ConRail would result in ConRail routings for traffic 
now movi.ngovertheChessie-and N&W. Diversions such 
as these would change the present traffic flows, partic­
ularly in the service area east of the A.llegheny Moun­
tains. Adjustments to the Three Carrier System 
providing effective competitive local service could over­
come the competitive deficiencies of this regional struc­
ture. Even if such adjustments are made, the As.sociation 
should clearly spell out ConRail's responsibilities to the 
other carriers in the region for the maintenance of 
through routes and joint rates, and consideration should 
be given to the development and application af any 
necessary portective conditions. 

Constraints to Solvent Carrier Participation 

While the Three Carrier System would provide com­
petition with ConRail in the East and presents what is 
basically a workable operating plan, it can be success­
fully implemented only with the concurrence and active 
participation of the solvent railroads. We are appre­
hensive that the cost of acquisition and rehabilitation 
of the designated lines, or possibly 

1
other considerations, 

may l~ad them to refuse to participate in creating and 
opern:tmg t~e Three Carrier System. Committing sub­
stant1_al capital to a venture which, at best, might be 
marginally profitable may well be considered imprudent 
by_ the Boards of Directors of the potential acquiring 
railroads. The early reactions of the N&W to the Plan 
gave indications of their concerns along these lines. 
. The deteriorated condition of the lines may well be 

v1ewed. ~Y th_e solvent carriers as placing them at a 
comp:t1t1ve _disadvantage in the markets they would be 
entering. It 1s at least questionable whether the solvents 
could compete with a ConRail blessed with a massive 
~overnment-fu;11ded rehabilitation program unless th: 
hnes they acqmred were rehabilitated under terms simi­
lar to t~ose enjoyed by ConRail. If the Three Carrier 
System is to come about, some means of diminishing the 

20 

solvents' acquisition and rehabilitation costs wil] no 
doubt have to be developed. 

This could be achieved by having the governm t 
acquire ( either o~t~ght or through a quasi-pub~7c 
agency) and rehabilitate the properties, making th 
available to the "acquiring" solvents under a lease 

O 
em 

h b · A - 1 . r on 
~me ot er . as1s: .ft!lt a te~nat1_ve approach could be to 
include the ]mes m ConRa1l, with ConRail granting th 
"acquiring" solvents trackage rights over the lin e 
This, however, would place ConRail in the position ~ 
assuming the ownership costs and thereby subsidiz; 
its competitors. F inally, legislation might be enacted! 
provide rehabilitation funds to be granted, not loaned 
to the acquir~.ng solvent carriers, and perhaps to al] th: 
country's railroads. These alt-Rrnatives are discussed 
later in this report. 

Operating Considerations 

In addition to assessing the factors which may hinder 
the solvent carriers' participation, the Office has made 
an analysis of the proposed operating plan itself. This 
analysis concentrated on thoso elements of the system 
design which are critical to the successful implementa­
tion of the plan. Where we have discovered potential 
constraints, we have recommendod adjustments to the 
plan. Our intent in hi~hlighting these points is to facil ­
itate identification of the changes necessary in the Final 
System Plan so that implementation of ConRail will 
not be hindered or delayed. 

The design elements critical to the success of the re­
structured rail system include mainline selections, capac­
ities of main lines and yards, and equipment utilization. 
In general, we have found potential operating con­
straints on specific main lines for which the recom­
mended level of traffic exceeds the capacity of the line. 
We also believe that the capacities projected for spe­
cific key yards reflect too optimistic an assessment of 
yard capacity. 

vVhile it is important that evc>ry c>ffo1t be taken to 
avoid the acquisition of duplicati,:e facilities by Con­
Rail, it is also important that its needs be realistically 
projected. Facilities not acquired on the effective date 
of the plan but found to be necessary thereafter may 
never again be readily available to ConRail, and may 
well be permanently lost to rail usage altogether. 

Main Line Identification 

A mainline analysis process should begin with an 
identification of the criteria for determining whether 
a particular route is a main line. Although this seems 
obvious, the identification of main lines has not been 
precise, and in fact has changed, during the restructur­
mg planning effort. Last year·s DOT Report considered 
only signalled lines to be main lines and the remainder 
to be local service lines. This definition excluded most 
of the Detroit, Toledo & Ironton main line and all of 



the Penn Central line from Hartsdale, Indiana to Paris, 
Illinois through Sheff and Danville. The former line is 
an important north-south through route, and the latter 
is a "Competitive Freight Service Mainline Route" in 
the Plan. 

Although the Association has not arbitrarily ex­
cluded non-signalled lines from consideration as main 
lines, its criteria for designating main lines were not 
presented. Several lines now operated as main lines or 
carrying substantial bridge or overhead traffic were an­
alyzed as light density local service lines and were ex­
cluded from the system plan. Examples of these ex­
cluded lines include the P enn Central Belvidere-Dela­
ware Branch, which carries overhead traffic from the 
Trenton/Morrisville area to connecting routes at Phil­
lipsburg, N .• T.; the Lehigh Valley mainline from Buf­
falo to Waverly, N.Y., where the LV has a connection 
with the EL; the portion of the PC Kankakee-Cincin­
nati mainline between Indianapolis and Cincinnati; the 
Ann Arbor mainline north of Dundee, Michigan, in­
cluding the Frankfort-Kewaunee ferry opemtion; and 
the PC Pocomoke Secondary Tmck, including the Cape 
Charles-Little Creek ferry operation. These lines are 
illustrated in Figure 2-1. 

The B elvuie1·e-Delaware Branch of the Penn Central 
connects with the LV at Phillipsburg, the EL at Mar­
tins Creek, the Black River and ,vestern at Lambert­
ville, and the L&HR at Belvidere. The L&HR 
connection has been of limited value recently because 
the Poughkeepsie Bridge has been out of service. How­
ever, the Plan includes the Poughkeepsie Bridge in the 
system for· through traffic. Repair of the bridge and 
consequent increases in L&HR overhead traffic will 
increase the importance of the Belvidere-Delaware 
Branch as a through traffic route. Its treatment as a 
local service line is questionable when the circuitry and 
congestion of alternative routings are considered. In 
1973, 400,000 tons of coal and ore alone were shipped 
from Philadelphia to Bethlehem in one month. The 
Belvidere-Delaware Branch could keep this heavy ton­
nage traffic off the RDG line from Reading to Allen­
town, a line which is expected to be seriously congested 
under the Plan. 

We assume that the Association anticipates a diver­
sion of through traffic from the Lehigh Valley main lime 
between Buffalo and Waverly onto the EL. This diver­
sion and consolidation ('by trackage rights over portions 
of EL to be acquired by N&W) does address the neces­
sity for reduction in duplicative fixed plant. However, 
it is important that the local decisions on the mainline 
segments of the LV not be based on maintenance and 
service levels reflecting mainline opemtion, but be 
based on proper track configurations and service levels 
for local service. 

The f nd,U111U1,polu-Oincinnati mainline segment is dis­
cussed later in a detailed review of the Chicago-Cincin­
nati line selection choice. 
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A substantial portion of the mainline traffic on the 
northern half of the .Ann .Arbor is through traffic mov­
ing eastbound over the cross-lake ferry between Frank­
fort, Michigan, and Kewaunee or Manitowoc, Wiscon­
sin. Again, the decision to exclude the cross-lake opera­
tion appears to have been made on the basis of a local­
service type analysis which took into account costs of 
operating the ferry service but not the relative costs and 
benefits of the ferry route vu-arvi.s the land route 
through Chicago for the movement of long-haul, inter­
state rail traffic. 

In this instance we are forced to concur with the As­
sociation that the ferry operations need not be continued 
in order to provide efficient long-haul rail service. With 
the exception of very localized traffic between the upper 
half of the lower peninsula and the northeastern one­
third of ,visconsin, the most realistic routing for freight 
is through Chicago. With direct service taking advan­
tage of the facilities of the belt line carriers in Chicago, 
delays caused by congestion in the Chicago terminal 
area can largely be avoided. Using this direct con­
nection capability, trains arriving in the terminal area 
can move immediately to the receiving carrier's clas­
sification yard, avoiding the delivering carrier's yard in 
Chicago. Judicious utilization of the switching carriers 
in the Chicago terminal area can result in quick through 
service. The transit time advantages once held by the 
cross-lake ferry services have been diminished, and in 
many cases eliminated, by the institution of run­
through interchange trains. 

The Lake Michigan ferry services must be t reated, 
then, as local services. If further analysis, based on cur­
rent data, proves them to be unprofitable, it will be up to 
the States of Michigan and Wisconsin to determine 
whether to subsidize their continued operation. Should 
they wish to do so, they might consider defining the 
ferry service as a part of their highway system- in ef­
fect, as a bridge crossing Lake Michigan. (The Federal­
aid Highv,ay Act appears to permit this. See 23 U.S.C. 
sec. 129(g).) This re-direction of the emphasis of the 
ferry services might be justified on the basis of passen­
ger and highway trailer usage of the present railroad 
operated ferry services. Defining the ferry service as 
part of the highway system could make additional 
funding sources available for rehabilitation of the serv­
ice. It is significant to note that Route U S 10 "dead­
ends" on both sides of Lake Michigan at Ludington, 
Michigan and Manitowoc, Wisconsin, the route of the 
C&O ferry service (which, incidentally, the C&O has 
sought authority to abandon). 

The C'ape C'harl,es-Little Oreek (Norfolk) ferry 
operation and the P ocomoke Secondary Track provide 
a rail route between the Delmarva Peninsula and the 
Southeast. The most substantial argument presented 
in defense of the Cape Charles ferry operation is that 
it saves transit time on excessive di mension loads. The 
alternate clearance routing from the Wilmington a rea 
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to the South is through Hagerstown, which adds sig­
nificantly to the transit time of over dimensional loads. 
The Office has not been able to obtain reliable informa­
tion on the number of such shipments, but we doubt that 
it would justify the substantial expenditures required 
to maintain the ferry service in operation on the theory 
that it is part of an essential through rail route. 

As a through route, the Cape Charles ferry and the 
Delmarva line offer little, if any, advantage over the 
routing through Potomac Yard. The mainline of the 
Richmond, Fredericksburg & Potomac has adequate ca­
pacity and Potomac Yard itself operates at below its 
capacity. Delays anticipated at Potomac Yard could be 
expected to be less than the queuing and weather delays 
experienced in the ferry operations. 

The Southern Railway has expressed interest in pur­
chasing the Delmarva line south of Wilmington and of 
keeping the ferry service in operation. This alternative 
is naturally most attractive to the shippers, States, and 
local communities involved. The Office has not had 
access to diversion studies which would forecast the 
result of SU<'h a purchase and the likely rerouting of 
traffic which it would have on ConRail and other rail 
carriers. 

ConRail Main Lines 

Our review of the proposed mainline routes indicates 
that the regional structure, with a few exceptions, has 
adequate overall capacity for the traffic to be moved. 
This results principally from the fact that very little 
mainline elimination or rationalization has been pro­
posed by the Association. Although some double-track 
routes have been recommended for reduction to single· 
track OTC (Centralized Traffic Control signalling sys­
tem) operation and several lines have been identified as 
potentially being passenger-only routes, virtually all 
of the existing routes are scheduled to be operated by 
ConRail. 

To assess the efficiency of mainline choices and to 
determine whether a particular line has sufficient ca­
pacity for consolidated traffic flows, the Office used two 
special-purpose computer models, a train performance 
calculator and a line dispatching/capacity simulator. 
The train performance calculator determines, from en­
gineering formulas, the fuel and time required for a 
train lo operate over a line, given the physical grade 
and curvature characteristics of the line. It is used to 
compare the physical operating efficiency of alternative 
mainlines between two points. The line dispatching/ 
capacity model simulates what a train dispatcher does 
in scheduling trains across a specific stretch of railroad. 
Through simulation of a specific line's operation, that 
line's capacity can be estimated. The key to evaluating 
whether a given level of traffic would exceed the ca­
pacity of a line is the determination whether there is 
sufficient "spare" capacity on the line. If not, scheduled 
maintenance operations or an unexpected blockage 
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would hopelessly tie up the line so that it could not 
"unwind" after the blockage was removed. These two 
analytical tools were used in reviewing the mainlines 
included in ConRail's basic route structure. 

Several of the mainline route selections reviewed, al­
though having sufficient capacity for the traffic antici­
pated, raise questions and require further· explanation 
by the Association in the Final System Plan. Schematic 
diagrams of the routes discussed are included. 

Chicago-Indianapolis-Cincinnati 

Two separate but related main line selections are in­
volved in this routing, Chicago to Indianapolis and 
Indianapolis to Cincinnati. They are illustrated in 
Figure 2-2. 

Ohi.cago to hul,ianapolu- The Plan does not desig­
nate any route between these cities as a primary through 
freight route. The routes a vai ]able for traffic are the line 
from Highland, Indiana, through Sheff and Lafayette 
(the Lafayette route), favored by the Association and 
designated as a secondary through freight route; the 
rout~ through Logansport; and two other more circui­
tous routes through Elkhart, Goshen, Warsaw, and 
Anderson (the Elkhart route) or through Plymouth, 
Warsaw, and Anderson (the Plymouth route). The 
Elkhart route is 60 miles longer than the Lafayette 
route, takes 1½ hours longer to traverse, and requires 
about 50 percent morn fuel. The routing over the 
Plymouth route, although somewhat shorter than the 
Elkhart route, is 45 miles longer than the Lafayette 
route. 

The other potential route, through Logansport, would 
be excluded by the Association from ConRail once the 
Lafayette line is upgraded. Although the Logansport 
line is 20 miles longer and consumes 12 percent more 
fuel, it has running times comparable to the Lafayette 
line. In addition, the Logansport line would require less 
extensive signal system improvement, with only a 47-
mile section of single track between Logansport and 
Lebanon needing significant improvement. The re­
mainder of the line includes 108 miles of signalled 
doubled track and 23 miles of single track TCS (Train 
Control System, another term for Centralized Traffic 
Control). 

In contrast, the Association's Lafayette selection in­
cludes 10-! miles of single track block signal territory 
which would require extensive upgrading. Although 
this line has sufficient capacity for anticipated freight 
traffic, it is questionable whether it could also accommo­
date the recommended three daily passenger trains each 
way between Chicago and Cincinnati. This constraint 
would requii-e either that ConRail reroute some freight 
traffic over the more circuitous alternative route or that 
Amtrak consider operating the Logansport line for the 
Chicago-Cincinnati passenger trains, pro'bably not a 
preferred solution inasmuch as that route does not serve 
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La fayette, a major potent ial source of passenger busi­
ness. Both al ternatives a re expensive, with ConRail in­
cul"l'in.g the costs of increased ci1·cuity or Amtrak main­
taining a line for only six trains a day. 

Jndianapoli,s to Oincinnati.- T he Association would 
exclude from C'onRail the portion of the Cincinnati­
Kankakee main line between Indianapolis and Cincin­
nati through Shelbyville. Although this decision has 
the advantage of bringing trnffic into Sharonville Yard 
at Cincinnati from the north, which is the preferred 
direction, it forces freight traffic to and from Indian­
apolis over the route through Anderson, Union City, 
Meekers, and Carlisle ,Junction, adding 58 miles and 
53 percent ci rcuity to the routing. There also appears 
to be a very real prospect of industrial development 
along the ShPlbyville route, the benefits of which would 
be lost to ConRail if that line WPre not included in the 
system. 
· The basis of the .\.ssociation·s decision respecting this 

route is not clear. Although the Plan recommends an 
increase of two daily passpnger trains (for a total of 
three each way) on the Indianapolis-Cincinnati line, 
neither this level of passenger service nor its average 
speed seem to neet-ssitate rerouting the line's freight 
traffic onto such n ci rcuitous route. 

Sheff- Terre Haute 

Tho Office questions the neressity of the portion of the 
Chicago to Terre IInute line south of Sheff ns a main 
line. It appears that this line would serve St. Louis­
Chicago traffic (a market which generates about 60 
cars a day for the PC) but would not enable ConRail to 
compete effecfo·ely in that market. Maintaining the 
line for this purpose appears to be unnecessary. al­
though it may be justified for local service. 

Toledo- Carrothers- Bucyrus 

The anticipated usage of the Toledo-Carrothers­
Bucyrus line should be more clearly defined in the Final 
System Plan. The alternat i \·e Penn Central routes be­
tween Chicago ancl Pittsburgh (see Figure 2-3) are: 
(1) the former °Xl'W York Central through Toledo and 
Cleveland; (2) the former Pennsyl\'!mia through Ft. 
·wayne; and (:3) the former NYC from Chicago 
through Toledo, C'anothers, and Bucyrus. (The Car­
rothers-Bucyrus segment was part of a longer line con­
veyed to the N&"' at the time of that railroad's merger 
with the Nickel Plate and " 'abash Railroads, and Penn 
Central retained trackage rights between Carrothers 
and Bucyrus.) In evaluating these alternative routings 
the Carrothers-Bucyrus routing proved to- be signifi­
cantly less desirable than the olhers. 

Compared to the other PC alternatives, the Car­
c·others routing is at least 30 miles longer, 1½ hours 
slower , and requires between 5 and 9 percent greater 
fuel consumption. T hus, it appears to be a poor routing 
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choice for Chicago-Pittsburgh t rnffic. If this routing 
were included in the plan principally to facilitate the 
proposed scheme to exchange T OFC blocks at Crestline 
(Appendix F of P lan), we suggest that this TOFC 
traffic use the more efficient Ft. Wayne line to Chicago, 
since the F t. Wayne line is included in the system as a 
secondary through freight route. The Carrothers branch 
could then be downgraded from a main line to a local 
service line. 

Poughkeepsie Bridge 

Under the analysis of light density lines, the Pough­
keepsie Bridge route is recommended for inclusion in t he 
ConRail system because it" ... is required for through 
freight service ... ··. Yet that portion of this route from 
Campbell Hall through Poughkeepsie and H opewell 
Junction to New Haven is not included in the system 
route structurn as either a principle through freight 
route or a secondary through freight route. The antici­
pated role of the Poughkeepsie Bridge route in mainline 
traffic routings should be detailed by the .Association in 
the Final System Plan. 

Mainline Capacity Constraints 

The Office has identified two specific mainline seg­
ments on which the anticipated traffic levels exceed the 
practical capacities of tlw lines. Both of these lines are 
involved in the alternate routing for freight, taken off 
the Northeast Passenger Corridor. 

Approaches to Newark, New Jersey 

.\.s a result of plans to remove through freight traffic 
from the Northeast Passenger Corridor, all freight traf­
fic destined for Kewark from the south and west will 
converge into Oak Island Yard on the Lehigh Valley 
tracks. According to the. Plan, traffic from the west will 
use the Reading tracks from H arrisburg to Allentown 
and the LV tracks from .Allentown to Newark. Traffic 
from the south would come onto LV tracks from the 
RDG at Port Reading interlocking, N.,J. These are 
illustrated on t,he map in Figure 2-4. Although the ad­
jacent Jersey Central has less single track than the LV 
line, the Association apparently chose the LV route to 
avoid interference with the CNJ's extensive commuter 
operations and to avoid the cost of signalling the 20-
mile single track portion of the CNJ. The LV route 
selected has approximately {0 miles of signalled single 
track between Phillipsburg and the P ort Reading inter­
locking. 

Traffic flow estimat~s taken from 1973 origin-destina­
tion ,fota for the bankrupt carriers indicate sufficient 
traffic for as many as 55 freight trains a day into and 
out of the Newark area. Not all of this traffic would 
necessarily move on the LV route; some would move 
over the Erie Lackawanna lines, which would be kept in 
ser vice and operated either by the N&W, the Mid-
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Atlantic Railroad, or by ConRail itself. Nine of these 
·l"&Ul.S represent movements to and from the south, and 
.-oulrl di,erge from the LV line at the Port Reading 
Illli:r:ocking. without traversing the single track par­
.ion of the line. However, in addition to freight traffic, 
±e::-e are 54 daily commuter trains operated between 
.!Jdene and Xewark, a distance of 6.4 miles. 

B.:ouse the Plan does not specify a secondary route 
rl!ci.. could relieve the entire LV Allentown to Newark 
ro:::-.e. because of the potential density of traffic on tho 
~ C.::e single track stretch, and because of the extreme 
-~ :oa<Is bern-een Newark and Aldene, the Office in­
.:,p«i:ed rhis portion of the LV and made a detailed 
s.udy of the line with the computerized line capacity 
model. The re.,,71.lts of this study indicate that consoli­
~ :!!};3 through traffic lernls, excluding local freight 
~ commuter trains, would exceed the line's capacity. 
~e Office analyzed the following potential solutions: 

,I'- :... Rooting some of the :-..-ewark-lJound traffic via Buffalo-
..._.!D..."\'. West 8hore Line either entering Oak Island or Waverly 
y:1--c.;; from the east end or terminating at Weehawken Yard 

lle'Ce:5,9tating its retention in the Con Rail system). 
~ C5ing the single track CN.J from Bound Brook .Jct. to 

P11.il:ipsburg as a second track. 
3 .cl.dding a passing siding on the LY hetween PattenlJurg 

:z.x Reading ,alley. 
= Removing commuter traffic fr0m LV onto CNJ. 

-:-~--rs with the dispatching model showed that if 
=dier the EL nor the PC West Shore line provides 
relief. capacity constraints on the single track portion 
oi ihe L, could not be relieved by adding a passing sid­
inf between Pattenburg and Reading Valley, but could 
be relieved by either double-tracking this portion or 
r;.:;in~ the single t rack CNJ between Bound Brook Junc­
~on and Phillipsburg as a, second track. In no case, how­
e-;er. was relief found for the Port Reading Junction to 
Xe-ark segment short of removing the commuter traffic 
trom the LV. 

The Harrisburg-Reading-Allentown portion of the 
approach to Newark has even higher potential traffic 
densities than the Allentown-Newark portion. This is 
Jue to the heavy industry in the Allentown, Bethlehem, 
Ea...<:ton area and the routing of Philadelphia traffic 
through Reading. Although this is predominantly a 
double t rack railroad from Harrisbur-g through Read­
ing to Allentown, studies with the train dispntching 
model emphasized the need for a substantial portion of 
the Philadelphia traffic to use the Harrisburg-Safe Har­
bor-Parkesburg-Philadelphia line designated as a sec­
ondary through freight route by t he Association. The 
Office recommends that this route be designated as a 
primary through freight route along with the Harris­
burg-Reading-Allentown line. 

B&O "Corridor Bypass" 

T he Office strongly endorses the removal of through 
freight traffic from the X ortheast Passenger Corridor. 
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The freight bypass route would operate over the tracks 
of the B&O between Washington and Philadelphia. Ini­
tial concerns about the single track stretch between Bal­
timore and Philadelphia (92 miles) are easily alleviwted 
with the decision ,to restore this section to double track. 
We expect no capacity constraints on the B&O north of 
Baltimore after double-tracking. 

However, the section of the B&O between ,i\l'ashing­
ton and Baltimore is likely to cause a severe constraint 
on capacity. Except for the Howard Street tunnel, the 
line is double track signalled predominately for single 
direction running on each track. Extensive local freight 
operations serve the industries lining 'both sides of the 
line, and eight commnter trains a day use this section. 
The train dispatching model was used to study the effects 
of t hese constraints on the combined ConRail andA'B&O 
traffic. The results indicate substantial congestion and 
disruption of B&O local freight operations. 

In order for the removal of freight from the Cor­
ridor to be successful, it is anticipated that improve­
ments will !be necessary on the B&O between Washing­
ton and Baltimore in addition to double-tracking be­
tween Baltimore and Philadelphia. Further study of 
the projected freight operations between Washington 
and Baltimore will be necessary to determine the re­
quired improvements. Options to be considered are in­
stallation of CTC (bidirectional running on each track) 
and universal crossovers, diversion of more B&O east­
west traffic to the B&O Old Main Line Subdivision, re­
tention of one PC Corridor track between Washington 
and Baltimore, and combinations of these. 

ConRail Yards 

The Office believes that the final determinations of 
blocking plans and yard operntions should be made by 
ConRail. The Association's responsibilities in blocking 
and yard analyses should be directed at ascertaining 
which yards must be acquired in order for ConRail to be 
an operable railroad. 

Our inspections of key yards on the bankrupts' prop­
erties, discussion with the operating supervisers, and 
reviews of the yard analyses performed for the Asso­
ciation lead us to a general conclusion that the estimates 
of yard capacity used in the Association's planning were 
optimistic. vVe are concerned that this generous estima­
t ion of yard capacities may result iii an underestimation 
of the yard facilities necessary for ConRail. 

We also reviewed the Association's projected system 
yard loadings resulting from the "network planning 
scenarios" for the Three Carrier System and Mid­
Atlantic/EL system structures. In this review, we com­
pared the Association's projected yard loadings with the 
Association's proposed yard expansion projects. We de­
termined the change in yard loadings ,by comparing the 
Association's simulation of var-ious planning scenarios 
with their simulation of actual 1973 yard loadings. This 



change was compared with the Association's anticipated 
percentage improvement ·in yard through-puts under 
efficient operations before and after expansions and cor­
rections of physical constraints. This labter factor was 
developed for the Association both by consultants' yard 
evaluations and Association staff efforts. Table B-1 de­
tails the results of our review. Although Oak I sland and 
Greenwich yards were highlighted for expansion or sig­
nificant rehabilitation, the Association did not include 
the "scenario" yard loading results for these yards in 
the Preliminary System Plan. 

Several important points can be determined from the 
table. Because the ConRail/MARC-EL loadings for 
Blue Island and Frontier Yards are significantly greater 
than the Three Carrier System loadings for the same 
yards, the data indicate that the Association anticipates 
heavy usage of these yards by the Mid-Atlantic/EL 
System discussed in detail in a later section of this Re­
port. In the case of Blue Island Yard, the data indicate 
that its proposed expansion would be adequate for the 
Three Carrier System at least through 1985, but that it 
would not be sufficient to handle the addition of Mid­
Atlantic/EL System traffic. 

Our observations of major system yards do not sub­
stantiate all of the Association's projections regarding 
the capacities achievable from proposed expansion and 
rehabilitation programs. We have concerns about 
Avon, Elkhart, Sharonville, and Allentown yards. 

At Avon Yard, the Association projects an actual 
capacity of 3,300 cars daily. Achievement of this level 
of through-put is based principally on rehabilitation of 
the yard, returning it to its proper operating condition. 
However, Avon Yard's record daily through-put 
(achieved when the yard was in good condition) is only 
3,126 cars. Yard through-put records al'e usually 
achieved under pressure, and do not reflect the through-

put which can be achieved on a sustained basis. Simply 
l'eturning Avon to its propel' condition is not likely to 
pl'oduce a through-put in excess of the yard's one-day 
l'ecol'd. 

An expansion pl'ogram totalling almost $7 million 
pt'oposed for E lkhart Yard is estimated by the Asso­
ciation to increase the yal'd's through-put by 16 per­
cent. Despite this expansion, the simulated 1985 yard 
loading significantly exceeds the projected through-put 
capability. We are concerned also that the anticipated 
increase in through-put may have considel'ed only the 
humping operation, possibly overlooking the capacity 
constraint presented by the physical layout of the "pull­
out" end of Elkhart's classification yard. Obviously 
humping capacity is significantly reduced when the cars 
cannot be pulled from the classification tracks quickly 
enough to free those tracks for cars waiting to move 
over the hump. 

Our observations indicate that the Association's an­
ticipated through-put capacity for Sharonville Yard 
borders on the high end of a reasonable operating range 
for the yard. Sharonville is a manual hump with 37 
tracks ranging from short to moderate in length. Fortu­
nately, the Association's anticipated increase in capacity 
exceeds the anticipated increase in yard loading, pos­
sibly offsetting the optimism of their capacity estima­
tions. 

The constraints at Allentown are primarily in the 
eastbound yard. The Association's projected through­
put capacity of 2,200 cars would be achievable only if 
the yard is in top-notch shape. A limiting factor in the 
eastbound yard's capacity is the short length (approxi­
mately 35 car lengths) of its five receiving yard tracks, 
which necessitates setting portions of inbowid trains 
over onto a second receiving track, adding to yard con­
gestion and delay. 

TABLE B- 1.-Pro;ected percentaoc chanf}e in yard loadinos fr0t1~ USRA simulated 1918 levels 

[Based on network planning scenarios detailed on page 284 or plan] 

Prol)056d ror 
rebablUtatlon ( R) Yard 
or expall!lon (E) 1 

X- R... •••.••••••.•••.•.•... Avon . ...••••.•..••.••.•... 
X- E.. • • • •....•.•.... Blue Island •••.••••..•..•.•• 
X- E... •• •. •• ••••. .•.•. ••• Elkhart ••...•••...•••....• 
X- R/E. • . •.•..••..•..••••••. Sharonville ••.•........•.•.•. 
X- R... . ••••...•...••..•••• Buckeye ..........••.••..•. 
X- E...... ..•••......•......•.•. Stanley . ..••........•.•..••. 
R ••..••.•.••••..•.......•.••••• Junction ••.•....•••.•...... 
R .••...••.•.•••.••.•..•......•• Conway ••••.•..••..•...•.. 
R .••••...•..••••.•.••......•• .. Frontier •...••• •••..••...••.. 
R •....•••••••••.•.•••...... . • . Enola •• ••• •.••.••••.•••.••.• 
X- R .••.••....••••••••....... . Allentown . ......•••••••••• • 
E ••..•..•.••.....•••.••••..•. . Selkirk .• .•..•..•.•••••••••• 

Simulated 

1:i:1 

3,452 
2.998 
8,250 
2.M2 
2,679 
2- 288 1,916 
5,975 
3,017 
5,258 
1,598 
3.188 

1 X Indicates yards highlighted for expansion or s!gnlftcant rehabllltatlon on 
Page 47 or Plan. 

1 Determined from raUo or Current Throughput Attainable Under Efficient 
Operation and Current Throughput Attainable Under Efficient Operation after 
Correct.lpn or Physical Constraints. This ratio reflects anticipated Improvements 

Prol)056d 
percentage 

Increase 
In yard 

throughput• 

+a 
+ 19 
+ 16 
+22 

0 
+24 
+11 
+ 12 
+5 
+s 
+5 
+s 

Percentage change In simulated yard loadings relative to simulated 
1973 actual loadings 

ikarrler ConRa!V 8-earrier Con Rall/ 
system 1973 MARC-EL syst.em I~ MARC-EL 

level 1973 level • level !~ level• 

-14 - 16 -10 - 10 
-32 +1 + 1s +Z7 
+s - 5 +22 +4 
-8 -7 +s + 10 

-14 - 10 -5 0 
-22 -24 - 14 - u 
-H +5 + 1s + 16 

-28 -80 -21 - 23 
- 13 +24 -9 +29 
- 45 -32 - 43 -25 
+18 -17 +26 - 13 
-18 -12 - 13 -5 

resulting Crom both rehablUtatlon and expansion. Source-US RA Preliminary Yard 
Performance Estlmates. 
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• Con Rall/MA RC-EL yard loadings represent combined total or Con Rall and 
Mld•Atlantlc/EL Syst.em usage or each yard. 
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Finally, it appears that expansion projects ar pro­
posed for tanley and elkirk Yards d spite a projected 
decrease in their use. 

In summary, th Office has found the ssociation's 
yard planning efforts to be inconsistent with the sup­
porting analyses, and we believe that many of the an­
aly es pr ent an overly optimistic assessment of the 
mao-nitude of improvement attainable. Th Final ys­
tem Plan should incorporate more consistent and real­
istic yard a sessments. It should also tak into account 
the yard requirements for th traffic now handled by 
the Eri Lackawanna and that which would mov over 
Mid- tlantic/EL if that sy tern wer to be established. 

Other Properties and Affiliated Carriers 

The Plan concentrated on railroad lines and railroad 
yards in its attempt to set forth what properties might 
be includ d in onRail. It ontains no suggestion that 
the sso iation has given any consideration to ancillary 
properties, such as offi buildings to hous th onRail 
taff. For exampl , doe the ssociation contemplate 

that onRail will occupy the space in Penn enter, 
Philadelphia now u d by Penn entral? And if so, on 
what terms? Mor important from the point of view 
of fillino- out th 'blu print' of onRail operations, 
what ar the ociation's intentions with respect to the 
many mailer rail line which ar wholly-owned or 
partially-owned by one or more of th bankrupts?

The Plan aid nothing, for example, about the Le­
high and :rew England Railway Company which is a 
wholly-owned ub idiary of th entral Railroad Com­
pany of ew Jersey (although its stock is held by the 

nited tates a a pledge for a defaulted loan 
guarantee). The L& E is in such precariou financial 
condition although it i not in bankruptcy that its 
operations ar b ino- perform d in part by th Lehigh 

alley and in part by the Reading under ord rs i ued 
by the I pursuant to ection 1 (16) of the Intersta 

ommerce ct, a am nded by section 601 ( e) of th 
ct. The Final y tern Plan should contain an evalua­

tion of these op ration . If they ar potentially profit­
able it would m logical to provid for the inclusion 
of the L& :rE in the onRail sy tern-and yet such in­
clusion wa� not ven ugo-e t d a one of the many 
po ibl coordination proj li ted in the Plan. 

The Plan made no mention of the iation's inten-
tion r garding the many railroads of which on of the 
bankrup i a partial owner. om ar terminal rail­
road who rvice are an inte ral part of the op ra­
tion of on of the ConRail carriers-usuall th Penn 

entral. Examples ar the Indiana Harbor B It Rail­
road, 51 per nt controll d by Penn entral • th Bel 
Railway ompany of hicao-o, of which P nn ntral 
own 7.69 percen • th Terminal Railroad ssociation 
of t. Loui , 12.5 p rcent of who tock i controlled by
Penn ntral • the Detroit T rminal Railroad om-

pan half controll d by Penn ntral; and th hon 
& Barb rton Belt Railroad ompany, of whi h both 
p nn entral and the Erie Lackawanna are partial 
owners. Th Plan is il nt, too, on what i to b done 
about th Penn entral l ased lin . Is nRail to 
as um th leases, or i to buy the und rlying 
prop rties? . . .The o iation's long Ii of possible coordmat1ona
projects al o pre n a probl m �orait �s in trutha.nothino- mor than a list. There is no md1cat10n wheth r 
the ssociation favors individual coordination pro­
po als, and it is impo ible to d t rmine fromath Plana_how services that might b aff cted if a part1 ular co­
ordination wer carried out would be p rformed. 

Rehabilitation 

Th bankrupt carriers phy ical plants and faciliti 
are in a riously deteriorated condition, and any at­
tempt to restructur th railroad without restoring 
th track and roadbeds to a reasonabl l vel of r pair 
would b di a trou . W certainly a ree with th 
sociation that th deferr d maintenance ituation i 
overwh lming and that an immediate ffort to r vers 
the deterioration is urg nt. 

From a practical viewpoint, w also agr that the 
priority order chosen by the ciation for track re­
habilitation tarting first with the heavier-d nsity 
through freight routes, will probably hav to be fol­
lowed. D pite th poor condition of the bankrupt rail­
roads track, r placement of track material particu­
larly rail, on a main lin will make available much 
r u ab! material which can be in tall d on condary 
lines or can be used in yards and for sidinrrs. To take 
advantage of this "ca cadinga' of materials and to gen-
rate a upply of ond-hand mat rial , work almost 

ha to art on tho part of th s tern initially built 
for h avy-cl n ity mainline op ration . 

We would not want to sugges howev r that nRail 
hould plac i lf in a trait jack t and postpone reha­

bilitation proj on other han main line wher such 
projects would provid a greater return on the capital 
xp nded. For xample ther ar a number of instances 

wher econdary lines have n allowed to deteriorate 
to such an extent that relativ ly long train trip must b 
taken at p ed of 10 mil per hour or l , resulting 
in greatly inflated er w co ts and highly in fficient 
equipment utilization. Rehabilitation proj cts on lines 
uch a th could well prove o b  mor advantageous 

to onRail from n o t and rev nu poin of view than 
som mainline rehabilitation pro ram . hio-h priority 
mu t al be !riven to yard r habilitation, for it does no 
o-ood to build hi h-speed main lin if the cars cannot 
be cla ified and train mad up in an xpeditiou 
manner. 

!though we anticipate situations to arise whicha
would requir adju tment in the scheduling of upgrad-
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ing projects, we agree with the Association that the 
large expenditures required should be concentrated fir:-t 
on those projects yielding the greatest improvement m 
the transportation service which can be provided to the 
region by ConRail and can most quickly impro~e Con­
Rail's revenue position. Despite the overwhelmmg na­
ture of the expenditures required, rehabilitation is 
absolutely necessary because efficient, high-quality 
transportation service cannot otherwise be provided. 

Various estimates of the upgrading cost pre.sented in 
the Plan range from $95,000 to $180,000 per route mile 
for principal routes and from $10,000 to $160,000 per 
track mile for the light-density lines excluded from 
ConRail. Since it is apparent that the total amount re­
quired for upgrading greatly exceeds the sums available 
under the Act, we believe it is imperative that a con­
sistent, accurate estimate of rehabilitation costs be pre­
sented for public and Congressional review in the Final 
System Plan. 

The Association's rehabilitation estimates were ap­
parently developed from four sources: (1) the physical 
inventory and assessment project; (2) the chief engi­
neers' assessment performed for the F ederal Railroad 
Administration; (3) estimations by the Association's 
staff; and (4) questionnaires completed by the rail ­
roads on the condition of local service lines. With four 
groups assessing different subsets of the bankrupts' 
properties for different purposes, inconsistencies can be 
expected in comparing their results. It is the Associa­
tion's responsibility to review these inputs and produce 
a single estimate of the rehabilitation funds necessary. 
This has not been done in the Preliminary System Plan, 
as illustrated by the following examples: 

• The $500 million to $1 billion available under the 
Act is estimated to be adequate to rehabilitate only 
a 5,000 mile system including related facilities 
($100,000 to $200,000 per mile including other fa­
cilities). 

• Rehabilitation of entire physical plant of the bank­
rupts (approximately 21,000 mile.s) estimated to 
require $3.8 billion, according to chief engineers 
($180,000 per route mile) . 

• Rehabilitation (track work only) of 43,000 track 
miles estimated at $2.3 billion by inventory-project 
contractors ($54,000 per track mile, equivalent to 
approximately $100,000 per route mile on double­
track portions of the system). 

• A reduction in system size from 15,000 miles to 
11,000 miles estimated to reduce rehabilitation ex­
pense by $380 million ($95,000 per route mile). 

• Train-related expenses are anticipated to be re­
duced because of the $2 billion rehabi li tation pro­
gram, 73 per rent of which is t rack-related, on thP 
recommended 15,000 mile system ($97,000 per route 
mile). 

570-978 0 - 75 - 3 
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• Rehabilitation of 6,200 miles of light-density lines 
excluded from ConRail would require an estimated 
$1 billion ($160,000 per track mile). 

• Reviewing the individual light-density line anal­
ysis fot· the same 6,200 miles excluded from Con­
Rail indicates a total of $60 million would be re­
quired to return these lines to FRA Class I stand­
ards ($10,000 pertrackmile). 

Equipment Utilization Improvement 
The Association projected a 31 percent improvement 

in overall freight car utilization, based on measurements 
of the P enn Central's "car-days on line per load orig­
inated" during periods of peak demand and car short­
ages. Achievement of this projected improvement would 
requirn improvements in over-the-road speeds, yard 
throughput, and freight car distribution techniques. 

The Office questions ConRail's ability to achieve the 
Association's utilization expectations. The Association 
assumes that mainline rehabilitation can improve over­
the-road speeds by 21 percent, but this results in only a 
3 percent improvement in utilization because freight 
cars only spend 15 percent of their time moving over 
the road. Thus, a 28 percent increase in utilization must 
be achieved from yard through-put and car distribution 
improvements if the Association's 31 percent improve­
ment goal is to be attained. 

Comments received from other railroads indicate ex­
treme skepticism about ConRail's ability to achieve such 
a dramatic improvement in car utilization. To attain 
such an improvement, other than during car shortages, 
would require accurate "same day" information on car 
type, ownership, grade, interior cleanliness, and previ­
ous commodity in addition to an advanced knowledge 
of demand. The experience of railroads indicates that 
such infor·mation is not readily available, particularly 
while the car is under a shipper's control. Even with 
sophisticated computerized systems, similar to that 
comtemplated for ConRail , other railroads have not 
been able to approach utilization improvements any­
"·here near the range projected for ConRail. 

Unfortunately, the Association's optimistic projec­
tions account for an anticipated $18 million reduction 
in ConRail's expenses (59 percent of a $30 million reduc­
tion in car hire expense). Failure to achieve this opti ­
mistic goal will reduce the projected profitability of 
ConRail. 

Coordination 
The bmden imposed by under-uti lization of high-cost 

lines and facilities is one of the factors contributing to 
financial situations faced by the bankrupt carriers and 
many solvent carriers, both in the Region and in other 
areas of the country. Often, this under-utilization is the 
result of the proximity of duplicative facilities of an­
other carrier. Recognizing this, the Act suggested vari­
ous means of coordinating operations and achievjng 



economies in the cost of operating the Region's rail 
system. The Association has recommended certain 
specific project.s involving coordination of the opera­
tions of ConRail and the sol vent carriers of the Region. 
The Plan also details those lines which the Association 
has offered for sale to solvent carriers connecting with 
the line. 

The problem of duplicative trackage is acute in the 
Region's major terminal areas. Consolidation of under­
utilized trackage and facilities could substantially re­
duce the maintenance and terminal operating cost.s in 
areas such as Chicago, Detroit, East St. Louis, Buffalo, 
Newark, and Philadelphia. While we realize the com­
ple:rity of a terminal rationalizat ion project and that 
the detailed analysis and implementation would be Con­
Rail's task, we believe that the Association should ini ­
tiate the necessary data gathering and project identifi­
cation tasks for ConRail. Terminal coordinations and 
consolidations, which are important to regional rail sys­
tem viability, should be addressed by the Association in 
the Final System Plan. 

Coordination Projects 

Achieving operating economies without adversely af­
fecting operations or service quality is critical to the 
long-term vitality of the rail system in the Northeast. 
It is important that these economies are not realized at 
the expense of other carriers in the Region. To assure 
recognition of this, the Association was required by the 
Act to determine whether potential coordination proj­
ects would materially impair the profitability of any 
carriers in the region. Implementation of the projects 
approved by the Association, if also approved by the 
Interstate Commerce Commission, would requ.ire the 
voluntary integration of facilities and services by the 
carriers involved. 

The Association reported its findings relative to 
whether individual projects would impair the profitabil ­
ity of any carriers by categorizing the projects as shown 
below: 

Category : 
Trackage coordinations and minor market 

changes which would not Impair the prollt­
ablUty or any carrier. 

Projects which represent major market ex­
tensions which could street the prolltabll­
lty ot earners. This category was not rec­
ommended ror Implementation by the As­
sociation. 

Projects Involving major market extensions 
which would not materially Impair the 
profitability of any carriers. This cate­
gory Includes those Line extensions which 
wonld be necessary to Implement the rec­
ommended three carrier system structure. 

Projects lnvolvlng trackage coordination and 
acquisitions or portions of solvent rail­
roads by ConRall. Acquisition of the track­
age rights necessary for a freight bypass 

0-1 

D-3, pt. I 

D--3, pt. II 
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to the Northeast Passenger Corridor Is in-
cluded ln this category. D-4 

The Office has reviewed each of the proposed coordi­
nation projects, with the exception of those reported in 
Appendix D-3, P art I. Projects included in that por­
tion of the Appendix were described by the Association 
as "Major market expansion proposals that cannot now 
be found not to materially impair the profitability, 
either singly or cumulatively, of any railroad in the 
Region or ConRail." We interpret this to mean that the 
Association has not given its approval to these projects 
as required by section 206(d) (3) of the Act, and that 
they cannot, therefore, be effected under the provisions 
of the Act. For this reason, they have been excluded 
from our analysis. 

Our reviews of the remaining coordination projects 
include an analysis of the benefits of each project, the 
interrelationships between mutually exclusive projects, 
the effect on local service currently provided on the 
lines involved, and technical comments received in 
testimony relating to the project. These individual proj­
ect reviews are included in Appendix A of this report. 

Offers of Sole of Lines 

The Association identified light-density lines of bank­
rupt carriers which are not recommended for operation 
by ConRail, but do connect with lines of solvent carriers 
in Appendix D- 2 of the Plan. Appendix A of this re­
port indicates the lines offered fot· sale for which solvent 
carriers have expressed interest or have made a firm 
offer to purchase. 

ALTERNATIVE REGIONAL STRUCTURES 

Because the Association's recommended Three Carrier 
System can be implemented only with the active par­
ticipation of the Chessie and the N&W, the Plan pre­
sented two alternative regional structures to lbe consid­
ered if the solvents choose not to participate. The alter­
naLive preferred by the Association is a Two Carrier 
System, which could be implemented with the participa­
tion of only one of the solvents. The other alternative 
is the creation of two carriers in the region, a ConR-ail 
comprised of PC, AA, and PRSL, and a Mid-Atlantic/ 
EL system comprised of EL, LV, RDG, CNJ, and 
L&Iffi. (See map, Figure 2-5.) 

For reasons discussed earlier, one or both of the sol­
vents may find it in their best interests not to participate 
in the Three Carrier System. The Office, therefore, has 
reviewed the alternatives presented in ,the Plan evaluat-. , 
mg t.he ability of each to achieve effective competition 
without sacrificing the goal of financial self-sufficiency. 

A Two Carrier System 

. The Asrociation's preferred contingency plan, should 
either the N&W or the Chessie decide not to participate, 
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. . to 
is to add t he routes rejected by t he re~smg ca~ner 
those offered to the participating earner. Specifically, 
the additional rout ings would be as follows: 
If Chessie does not participate- . 
• N&W would enter the Allentown and Philadelphia 

markets from the north, presumably by trackage 
rights over the L V to Allentown and the RDG 
from Allentown to Philadelphia.. 

• N&W would acquire trackage (presumably a com­
bination of PC and RDG) from Hagerstown t.o 
Harrisburg and trackage rights over the RDG to 
Allentown. 

• N&W would acquire operating rights ov_er the P C 
main line from Orrville, Ohio to Harrisburg. 

If N&W does not participate-
• Chessie would acquire the EL main line from 

Akron, Ohio to Newark, including the D&Il con­
nection at Bingha.m1x>n, New York. 

These Two Carrier Systems suffer the S8/ID.e com­
petitive deficiencies as the_ Three Carrier ~ystem. 
Under either the Two Carner or Three Carner Sys­
tems the conditions of line acquisition are similar. The 
prop~ eA."tensions through Harrisburg to Allento_wn 
would be granted "with or without ~ I:° on-lme 
industry." As discussed earlier, extens1~ns mthou~ ~c­
cess t.o on-line industry would not provide competitive 
choices to rail users. 

Either one of the Two Carrier Systems would retain 
the competit ive through routings to the west and the 
south established in the Three Carrier approach. How­
ever neither would preserve the natural flows of traffic 
and ~ach would eliminate the solvent carriers' "friend­
ly" connections with the LV, RDG, and CNJ. 

T he N&W structure which would result if the Ches­
sie did not participate would establish N&W, by virtue 
of acquiring the PC and EL main lines, as an over­
powering inter-regional carrier. The N&W, with the 
connecting routes of its subsidiary D&H, would ex­
tend from Montreal to Winston-Salem and from New 
York, Philadelphia, and Norfolk to Chicago and Kan­
sas City, serving virtually every major traffic generat­
ing area and gateway in the area bounded by these 
cities. The Office is concerned that the impact such a 
system could have on ConR,ail's and the Chessie Sys­
tem's viability and on existing traffic patt.erns would 
be counter to the goals of the Act. Similarly, the Ches­
sie System which could evolve under the Two Carrier 
System would be dominant in the Region, although it 
would not extend into the upstate New York area. or 
west of Chicago and St. Louis. 

Although we feel that adjustrrnents to the Three Car­
rier System could make its implementation acceptable, 
we believe that the rail systems would could evolve 
under the Two Carrier System, particularly an ex­
panded N&W, would not provide an acceptable restruc­
turing alternative. 
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The Mid-Atlantic System and the Erie Lackawanna 

As its a.lterruvtive contingency plan for restructuring 
the Northeast railroads, the Association proposed the 
creation independently of ConRail, of the Mid-At­
lantic Rail System, in combination with . the Erie 
Lackawanna.. The Mid-Atlantic System, which would 
include the Rea.ding, Lehigh Valley, Jersey Centra~ and 
Lehigh & H udson River Railroads, has been actively 
promoted by the trustees and managements of the Le­
high Valley and the Reading. T he Erie Lackawanna's 
recent decision to restructure under the Act rather than 
under Section 77 of the Bankruptcy Act mak~ i~ a 
logical potential candidate for complete or partial In­

clusion in the Mid-Atlantic System. 

Basic Route Structure 

The Mid-Atlantic/EL System, as evisioned by t~e 
Association, would include the trackage of the Erie 
Lackawanna· the Lehigh Valley ea.st of Waverly, New 
York ; t he &ading; the Central Ra~lroad of New J ~r­
sey; and the Lehigh & H udson River. T~e Assoc_ia.­
tion also suggested p rovidi1:1g Mid-Atl~ti~!EL w1~ 
trackage rights to St. LoU1s, and ~ta~g E L_ s 
present rights to Cincinnati and Indiana~lis. T his 
would establish a system which would have direct con­
nections with the D&H and its New England traffic, as 
well as direct service to the principal western and 
southern gateways. In addition, such a system could 
provide sin(7le carrier service from the Newark, North­
ern New J:rsey, Eastern Pennsylvania, and Philadel­
phia areas to the Midwest. Mid-Atlantic could compete 
vigorously in the traffic generating ~reas ~round 
Wilkes-Barre, Scranton, Allentown, Readmg, Philadel­
phia, and Newark. The Association al~o r~mnn~nded 
th.at consideration be gi\'t>n to the possible mclus1on of 
the Detroit, Toledo and Ironton and the Pittsburgh and 
Lake Erie Railroads into the Mid-Atlantic/EL system. 
An alternative Mid-Atlantic structure without the Erie 
Lackawanna., or excluding the greater part of E L west 
of Buffalo, could provide the same competitive serv­
ices cast of Buffalo, but would be dependent on con­
necting line-haul <'arriers for routings to the west and 
south. 

Because the "Northeast Corridor Bypass" for 
through freight service would require operaition o~er 
Mid-Atlantic trackage, the establishment of the Mid­
Atlantic/EL System would include as a basic premise 
the granting of trackage rights t.o ConRail necessary 
for it to operate through freight trains around the 
Northeast Passenger Corridor. Ancillary to the crea­
tion of Mid-Atlantic/EL, in order for ConRail to oper­
ate an independent north-south competitive service, we 
believe that ConRail should acquire Penn Central's line 
from Wilkes-Barre to Sunbury to connect, its southern 
!!'R.tewa.ys with the traffic areas controlled by the D&H. 
This particular line, omitted from the ConRail system 
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under the Preliminary System Plan, has extremely 
favorable grades and has been the subject of recent 
interest by some of the solvent carriers. 

Mid-Atlantic/EL System Alternatives 

The Association has suggested as its Mid-Atlantic/ 
EL alternative a system that would not only include 
all the lines of the EL and continue its service to Indi­
anapolis and Cincinnati, but also would provide new 
trackage rights to St. Louis. In addition, it has indi­
cated that consideration would be given to bringing the 
DT&I and the P&LE into Mid-Atlantic/EL. The 
Office does not favor either of these proposals. An exten­
sion of some 300 miles into St. Lou.is solely to provide 
access to another midwestern gateway appears to us to 
be completely unjustified. The Association has provided 
nothing to support this kind of artificial manufacturing 
of new competition, which would simply continue and 
extend the unnecessary duplication of rail services 
which has been a major cause of railroad industry prob­
lems in the Midwest. We would strongly recommend 
that the Mid-Atlantic/EL foster cooperation and coor­
dination ,vith the DT&I and P&LE, but we do not be­
lieve that their inclusion would be in the best interest 
of the Mid-Atlantic System, those railroads, or the 
public. 

On the contrary, we think that the Association should 
look to the possibility of reducing the size of the Mid­
Atlantic/EL System. We suggest that serious consid­
eration be given to a configuration which would exclude 
the EL properties in Illinois, Indiana, and all or most 
of Ohio. In these States, the EL main line is largely 
duplicative of several other parallel main lines. It is 
clearly unnecessary for the movement of through traf­
fic between eastern points and its western terminal at 
Chicago and Dayton. If Mid-Atlantic/EL were con­
fined essentially to operations in New York, Pennsyl­
"vania, and New Jersey, ConRail could take over EL 
lines west of the Ohio-Pennsylvania State line and 
downgrade much of the present mainline trackage to 
secondary or branch line status. 

In our view, effective competition could be provided 
by the Mid-Atlantic/EL System east of Buffalo even 
if it rould not offer single-line service to the major 
western gateways. Connections could be made at Buffalo 
with ConRail, C&O, and N&W. A connection with the 
B&O could be constructed at Sterling, Ohio, and it 
seems likely that it would be to the B&O's advantage to 
offer Mid-Atlantic trackage rights to its Willard, Ohio 
Yard. Given these adequate connections, a strong re­
lationship should develop quickly between Mid-Atlan­
tic/EL and ConRail's major competitors-and with 
ConRail itself, as well. The through train service now 
operated by the LV and the N&W is evidence that traf­
fic can be attracted without the sales advantage which 
single-line service appears to have. 
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Advantages of Mid-Atlantic/EL 

In reviewing industry structures reported on in our 
response t.o the Association's Annual RepClrt, "Prelim­
inary Views on Rail Restructuring," we met with exec­
utives of the carriers in the Region and discussed alter­
native system configurations. Not onJy are the principle 
participants of the Mid-Atlantic System in favor of its 
implementation, but the smaller roads which make up 
the remainder of the regional system also generally 
favor this approach to providing a competitive system 
in the Northeast. 

We believe that the rail users and the smaller rail­
roads in the region would benefit from the Mid-Atlantic 
System, whether or not it included portions of the EL. 
In addition to providing necessary through routings 
to the west and south independent of ConRail, the Mid­
Atlantic System would provide effective local competi­
tion, benefiting the Region 's rail users. Mid-Atlantic's 
operation of lines in the Region would not be princi­
pally to reach nn end-point market, but would be di­
rected at providing competitive local service. This is 
illustrated by a comparison of line exclusions proposed 
by the Association and those proposed in the Mid­
Atlantic System. Of 38 light-density lines on Mid­
Atlantic candidate railroads excluded by the Associa­
tion from ConRail, the Mid-Atlantic System would re­
tain 24 lines completely and portions of four other 
lines. The Association's Plan would eliminate service 
from 123 stations with 21,898 carloads while the Mid­
Atlantic System would eliminate only 34 stations with 
2,130 carloads on the same lines. 

The Association discussed the less favorable financial 
results which it predicts would be realized if ConRail 
and an independent Mid-Atlantic/EL were established, 
but it readily admitted that no financial projections 
have been made for the Mid-Atlantic/EL System. To 
conclude that establishing these two Systems would be a 
"disaster", as one of the Association's principal consult­
ants did (Plan, page 258), is rash, to say the least, 
when no analyses have been performed. 

A basic argument made by the Association against 
the Mid-Atlantic/ EL System is that government funds 
would be used to create two competing rail carriers in 
the Region. The implication is that the government's 
money would be wasted simply to create competition. 
However, what is envisioned is not abstract, theoretical 
competition, but competition which now exists and the 
continuation of which is demanded by shippers, State 
transportation agencies, and connecting railroads in 
order to assure adequate rail service in the region. Fur­
ther, the operation of the tracks east of Buffalo by the 
Mid-Atlantic System would not generate unnecessary 
competition any more than operation of these tracks by 
the N&W or Chessie would. Since the solvent carriers 
are unlikely to accept the debilitated physical plant 
without government expenditures for upgrading, the 



t.otal rehabilitation cost under the Mid-Atlantic/EL 
Syst.em would not differ much from that under the 
Association's recommended Three Carrier System. 

In the Office's opinion the Mid-Atlantic/EL Syst.em 
has a number of advantages over the Three Carrier 
System and the alternative Two Carrier Systems. Mid­
Atlantic/EL would provide competitive local service 
t.o more areas in the Region than would the other sys­
tem structures proposed by the Association. For ex­
ample, while the Three Carrier System would provide 
competitive service only in the northern New Jersey 
area, Mid-Atlantic/ EL would establish two independ­
ent syst.ems through much of New J ersey, Mid-Atlantic 
operating the ON J and Reading, and ConRail oper­
ating the P ennsylvania Reading Seashore Lines. 

The carriers to be included in Mid-Atlantic/EL 
would operate in areas where they are already estab­
lished, and would not be new carriers ent.ering the 
area with the principal goal of reaching an end-point 
market. These carriers over the years have developed a 
traffic base and a service relationship with the ship­
pers in the Region; the restructuring process should 
strive to take advantage of this intangible asset. These 
smaller railroads have a great.er dependency on indi­
vidual shippers and have historically attempt.ed closer 
personal interaction with shippers located on. their 
lines. This advantage should be recognized in the 
restructuring. 
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It can be expected (,hat the feeder function histori­
cally provided by the smaller bankrupts to the larger 
solvent carriers would be continued. The natural alli­
ances which would be established between Mid-Atlan­
tic/ EL System and the Region 's line-haul carriers 
would be strong because they would be based on com­
mon needc; and benefits. The result would be effective 
competition in the Region. 

Finally, the carriers involved have expressed interest 
in operating the system. They are not hesitant and are 
not demanding concessions in return for operating this 
trackage. The Region, in the Jong run, will probably be 
better served by a carrier who wants to serve an area 
rather than by one who places conditions on its willing­
ness to serve the area. 

The Office is in favor of establishing the Mid-Atlan­
tic/EL System to compete with a ConRail System com­
prised of the Penn Central, Ann Arbor and Pennsyl­
vania Reading Seashore Lines. W11ile we believe that 
the Three Carrier System presented by USRA will in­
deed, satisfy the needs of the Region and the goal~ of 
the Act, we do not see it as being the best solution. The 
Three Carrier System is an acceptable solution and if . . ' negot1at1ons are successful with the solvent carriers the 
Office certainly will support its establishment. W~ be­
lieve, however, that better service, less government in­
volvement and a more balanced regional system are 
possible by the implementation of the Mid-Atlantic/ 
EL System. 



3 
Financial Analysis 

The Final System Plan, when adopted by the Asso­
ciation and approved by Congress, will effectuate the 
largest financial reorganization and rest ructuring of 
any major sector of the American economy ever under­
taken. Although con.fined to the railroad systems of the 
midwest and northeast region, its .financial effects will 
be felt at every level of the nation's economy-by trav­
elers and shippers; by consumers; by employers and 
employees; by owners of insurance policies, bank ac­
counts or other savings; and by the general taxpayers. 
Congress intended that the region's railroad system, as 
restructured, re.financed and reorganized under the 
plan, be fu1ancially self-sustaining-that is, capable of 
financing itself, beyond the aid made available in the 
Act, from private-capital sources. But every element of 
the public will be in some degree a contributor to the 
financial needs of the system, and thus an investor in it. 

The Final System Plan, when released, will serve a 
purpose akin to that of a registration statement or 
prospectus registered with the Securities and Exchange 
Commission for a public offering of enormous size. It 
must embody full and fair disclosure of all the perti­
nent .financial and operational facts and risks with such 
detail, accuracy and clarity as will permit each member 
of the affected public to determine whether he is being 
fairly treated in the reorganization, and whether he 
wishes to participate in the venture. The P reliminary 
System Plan is a "red herring," or preliminary prospec­
tus; each of its 18 chapters and 11 appendices relates in 
some way to the projected fina ncial results and the 
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.financial burdens the various elements of the public may 
be expected to assume. The Office has studied each of 
these with as much diligence as the limited time per­
mitted. The Plan lacks many elements of detail neces­
sary for intelligent analysis; it would be seriously 
deficient as a final prospectus if these gaps are not filled. 
The Office understands the reasons for some, but not all , 
of the deficiencies; the Association's work had not pro­
gressed suffi ciently as of F ebruary 26 to make the re­
quired details available. Yet it feels that it should point 
out some of the major deficiencies, direct attention to 
those portions of the Plan which it believes may be 
misleading or require further study, and p resent its 
analysis of the data contained in the P lan. 

The Office also wishes to express its appreciation for 
the cooperation the financial planning staff of the Asso­
ciation have e21.-tended in making available information 
to a-SSist in the analysis 11,nd review. 

Some Major Deficiencies 

A major deficiency at this stage of course is that the 
minimal pro forma financial projections do not reflect 
results to be anticipated from the three-system structure 
the Association says it prefers for the region, but 
relate instead to its third choice-ConRail I. The .finan­
cial projections are stated to be fairly representative of 
the preferred rail system structure, but the public 
should be aware that the costs of rehabilitating EL and 
other changes in the F inal System Plan may result in 
substantial financial differences. 



In the light of current economic uncertainties, the 
Association apparently ( and understandably) lacked 
complete confidence in the accuracy of the projections 
as to the trends of inflation and interest rates prepared 
last year by its consultant; the amount of data pre­
sented in the inflated income, balance sheet, and funds 
flow projections is inadequate to permit serious analysis. 
Much of the Office's analysis therefore has been confined 
to the 1973 constant dollar projections. 

The Final System Plan may be expected to be sub­
jected to rigorous financial scrutiny from many sources; 
it should contain sufficient data to enable customary 
analytical techniques to be applied. 

The Plan contains no information on: 
(1) the value of the rail properties to be acquired 

by ConRail or other carriers; 
(2) the value of the "other benefits" required by sec­

tion 206(f) of the Act to be evaluated; 
(3) the capital structure of ConRail, the value of the 

securities to be issued by it or the considerations to be 
exchanged by other railroads in the region for prop­
erties or rights to be conveyed to them; or 

(4) the manner in which employee stock ownership 
plans may be utilized for meeting ConRail's capital 
requirements. 

Most importantly, the Office concurs emphatically 
with the Association's statement that "the performance 
of ConRail will exceed that of the bankrupts only if 
ConRail employs management leadership of the highest 
quality." The Plan discloses no information as to the 
identity or structure of Con Rail's management. Absence 
of such disclosure in the Final System Plan would con­
stitute a serious-indeed, well-nigh fatal-<ieficiency. 

General Comment 

To characterize the financial data presented as por­
traying a financially self-sustaining rail service system 
for the Region would require a considerable exercise of 
semantic elasticity. The inability of the Association to 
propose a rail service system capable of financing itself 
results, evidently, from the necessity of large expendi­
tures for making up deferred maintenance, reducing the 
bad order equipment ratio, capital improvements, and 
now equipment acquisitions. Unfortunately, the situa­
tion on the properties to be included in ConRail is 
symptomatic of railroad conditions applying in other 
regions of the United States also. 

Without any allowance for financing necessary to 
compensate for the assets to be conveyed to ConRail 
other than equipment, the Plan estimates that on a 1973 
dollar basis ConRail will generate over the 10-year 
pro forma period 1976-1985 internal cash of nearly 
$2.4 billion, but require net external financing, after 
debt retirements, of $1.1 billion. Assuming inflation as 
projected in the report by one of its consultants last 
year, and refusal by the Interstate Commerce Commis-
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sion to allow rates covering inflated capital costs, in­
u,rnal cash generated over the period would reduce to 
$1.8 billion and external financing needs increase to $3.5 
billion. These projections assume that the index of rail­
road material prices will increase 107.5 percent over 
the 1973 level by 1985, and consumer prices 109 percent 
This is a dismal prospect indeed, and implies the bank­
ruptcy of much of the railroad system outside the 
Region. 

The Association considers the inflationary scenario, 
without fully compensating rate adjustments, the more 
probable one. It assumes that net equipment financing 
of $245.6 miJlion, over and above repayments and equip­
ment debt assumed at the outset, can be arranged 
through private sources, but doubts that nearly $3 bil­
lion of other debt can be privately financed. On the basis 
of these assumptions and projections, tho Office shares 
this doubt. 

Treatment of Rehabilitation Costs 

Over the 10-year period 1976 through 1985, the Asso­
ciation estimates that rehabilitation of ConRail's 
roadway and structures, over and above normalized 
maintenance expenditures, will cost $1,380,851,000 ex­
pressed in 1973 doJlars, net of $487.762,000 to be realized 
from salvage. In addition, it anticipates the necessity 
for $635,529,000 in roadway capital improvements and 
$918,058,000 in new rolling stock. 

Wben inflation factors developed by the Association's 
consultant are applied to these estimates, the roadway 
and structures rehabilitation costs mount to $2,849,-
151,000, net of $1,051,998,000 in salvage recovery. The 
roadway capital improvements would cost $1,313,-
045,000, and the equipment acquisitions $1,325,317,000. 
The increase in the roadway costs would be 106.3 per­
cent and in the equipment acquisition costs 44.3 percent. 
The reasons for this considerable spread in inflationary 
expectations are not disclosed. 

The Plan financial statements a.re presented on the 
assumption that "modified betterment" accounting, 
rather than the traditional "pure betterment" methods 
specified in normal ICC accounting rules, would be em­
ployed by ConRail. Under modified betterment proce­
dures the roadway and structures rehabilitation 
expenditures are capitalized and not depreciated. Com­
ments on the accounting methods will be made in a later 
portion of this section, but for the purposes of this 
analysis the Association's methods are followed. 

It is evident that the roadway rehabilitation cost.c;, 
resulting from twenty years of neglect by present and 
past managements of the insolvent properties, are a 
major factor in the inability of the Association to pro­
ject financial self-sufficiency for ConRR-il, and thus to 

achieve the central goal of the Act. The rehabilitation 
cost estimates, and particularly the inflation projections, 



may prove erroneous to some degree; but it is evident 
that they will be substantial, and the major rehabilita­
tion must be undertaken if ConRail is to be a going 
concern capable of meeting the rail service needs of the 
region. 

The question is: how may this problem be resolved at 
minimum cost to the taxpayers and a financially self­
sustaining ConRail emerge from the shambles of bank­
ruptcy? In Tables 3-1 and 3-2, the Office endeavors to 
illustrate one possible approach. Although it does not 
necessarily agree with all of the assumptions in the 
Association's projections it has for this purpose adhered 
to all of them except that: 

(1) one half of the roadway rehabilitation funds are 
assumed to be furnished by the F ederal Govermnent on 
a 50/ 50 matching basis, with the remaining half fur­
nished by ConRail out of internally-generated cash or 
borrowings ;1 

(2) ConRail's equipment acquisitions are fi nanced as 
proposed by the Association but its general-obligation 
borrowings are financed through private capital sources 
at interest rates averaging 8.5 percent. 

(3) ConRail assumes the $121.6 million of section 215 
obligations and the $256.21 million of existing equip­
ment obligations. 

In the computations of interest coverage, the Office 
has not attempted to apportion any of the equipment 
rentals to income before charges or to fixed charges, 
since the Plan did not provide detail as to the equipment 
expected to be obtained under non-cancellable leases. 

A Federal contribution estimated at $690.4 million 
( one-half of ConRail's road way rehabilitation costs) 
would, as shown in Table 3- 1, considerably improve the 
anticipated earnings, interest coverage, and balance 

1 For a discussion of this assumption, see Chapter 6. 

sheet, expressed in 1973 do11at'S. If the Association's 
projections could be relied upon, and if inflation were 
not a concern , it appears that ConRail could with such 
an infusion of F ederal funds, achieve a ~espectable 
financial status. 

When the Association's inflationary expectations are 
applied as in Table 3-2, the amount of F ederal assistance 
necessary to cover one half of the roadway rehabilita­
tion rises to $1.42 billion. Such an infusion improves 
the Association 's projections to the extent that the in­
terest coverage ratio reaches 2.15 by 1979 and an average 
of 2.16 for the 10-year pro-forma period. This is about 
equivalent to the 5-year coverage ratio exhibited by BN 
( see Table 3-3) . and might, after a period of demon­
strated earnings, entitle ConRail to an A mortgage bond 
rating were it not fo r the high p rojected debt-equity 
ratio at the end of 10 pro forma years. Some additional 
assistance would be necessary to bring this down. 

Moreover, the computations reflected i'n both Tables 
3-1 and 3-2 assume reliance on the Association's pro for­
ma projections. The analysis of these projects which 
follows suggests that, at a minimum, some further re­
finement and the supplying of supporting data would 
be necessary before complete reliance could be accorded 
them. 

Cause of Change Analysis 

The 1973 combined net deficit after p roV1S1on for 
fixed charges of the six rail roads in reorganization mak­
ing up ConRail I was $221,037,000 on reported operat­
ing revenues of $2,201,964,000. Pages 194-196 of the 
Plan present a "cause of change" analysis reconciling 
the differences between this loss and the improved in­
come results projected for ConRail on an uninflated 
basis over the 10 pro forma years 1976-1985. For the 

T ABLE 3- 1 

(Thousands or 1973 dollars] 

1976 ••••••••.••••.•• - ••• •••·••••••••••••••· 
1977_ •••.••••••• ··-·· -· ••••••••••••••• 
1978 ••••••••••••••••.•••••••••••••.••••••••• 

1970 •• ••••••••••••••••••••••••••••••••••••· 
1080 ••.••.•••••••• ••••••••••••·•••••••• 
1081. ••• ••••·•••• ••·•••• • • • • ••••••• 

1082 •• ·••••••••• •••••••••••••••••••••·••• 
1083 •••• •··•······•••••••••••·•····•··•·· 
1084 .. ••···•·•·•··• •.• •·•·•·•·· ·•·•·•• 
1085 •••.•...•.•.....•• _ •. • .•.....•.. . 

CumulaUve •••..•...•••••••••..•.... 

Preliminary plan Adjusted 

Income helore Interest eipense Net Income Times Interest Interest e1pense Net Income Times Interest 
Interest earned earned 

($54,287) 
25. ~ 
99,778 

212,492 
242,166 
299,760 
332,778 
367,084 
426,686 
4.59,475 

$37,138 
53, 011 
67,908 
77,268 
81,379 
81,668 
79,768 
78,215 
78,020 
77,739 

($91,425) •••••••···••••·•·• 
(27,403) o. 48 
31 ,780 1.47 

135,224 2. 75 
160,787 2. 08 
218,092 3. 67 
253,010 4. OS 
288, 800 4. 69 
348,666 5. 47 
381, 736 5. 91 

$39,091 
52,286 
64,449 
69,664 
68,313 
69,198 
54, 122 
47, 116 
42,366 
38,448 

$2,4Jl,540 $712, 20! $1,699,336 3. 39 $545,053 

Balance sheet items Preliminary plan Adjusted 
985 Equipment debt___ ___ ________ $268, 679 $268, 679 
Other debt_____ ___ ___ _______ __ ___ $805, 504 $215, 333 
Shareholders' equity ___ _______ ____ $1, 699, 335 $1,866,505 
Debt ratio ___ ____ ___ _____ ___ ____ _ 38. 7 20. 6 
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($93,378) ••• • • • •••• •• • • •••• 
(26,660) 0. 49 
35,329 l . M 

142,828 3. OS 
173, 8.53 3. 64 
230,562 4. 33 
278, 656 6. 15 
319, 968 7. 79 
38'1, 320 10. 07 
421,027 11.95 

$1,866,505 4. 42 



TABLE 3-2 

[Thousand• of Inflated dollars) 

Preliminary plan AdJusted 

Income before Intere.4't upense Net Income Times lntue!t Interest expense Net lncomo 
eomed 

Times lntertst 
earned 

1976 _____________________________________ _ 

1977 ___________ --- ----- - ---------- -----
1978 _____________________________________ _ 
1970 _____________________________________ _ 

1980 _____________________________________ _ 
1981 _____________________________________ _ 

1982 __ -- - ------- -------------------- -)983 _____________________________________ _ 

1984 ________ ___ ---------------------- --
1985 ___________ --------------------------

CumulaUvo ______ _________________ _ 

Interest 

($54,287) 
25,608 
oo,n8 

2ll, 492 
242, 166 
200,760 
332, n8 
367,084 
426,686 
450,476 

$2,411,640 

$39,729 
63,110 
80,362 

113, 4~ 
135,630 
157,353 
1n,001 
197,889 
222,115 
244,651 

$1,440,203 

($94,016) 
(37,602) 
10,416 
00, 038 

106,627 
1(2, 407 
155,m 
169,195 
:!CU, 571 
214, 924 

$971,337 

----------------- $40,000 ($95, 187) --
0. 41 60,100 (34,492) 0.43 
1. 17 81, 734 18, o« I. 22 
1. 87 09,007 113,485 2. 15 
I. 70 111 , ~ 130, 608 2.17 
1.01 122, 203 1n,551 2.45 
1. 88 130,648 202, 130 2. M 
1.85 1'U,079 226,005 2.60 
1. 92 156,134 270,652 2. 73 
1. 88 170, 545 288,930 2.61.1 

1.67 $1, 113,908 $1 ,297,632 2. 1a 

Balance sheet items Preliminary plan Adjusted 
$461, 166 

1, 623, 576 
1, 297, 632 

61. 6 

1985 equipment debt_ _____________ $461, 166 
Other debt_ ______________________ 2,871, 804 

Shnreholders' equity ______________ 971 , 337 
Debt ratio _______________________ 77. 4 

TABLE 3- 3.-F'ixed charge coverage, debt: equity ratios, and mortgage 
bond ratings, 6 class I railroads 

UP sou ATSF SCL rco BN 
---------------

Fixed charge: 
Coverage: 

19'13 , ___ --------- 6. 41 3.58 6. 70 2. 24 3. 41 2. 16 1972 _______ _____ __ 
6. 22 3. 72 6.50 3. 30 3. 38 2. 16 1971_ __________ ___ 
5.25 3.89 6. 14 3.08 3. 39 1. 00 

1970 ____________ 5.n 3.69 4. 72 3. 11 3. 05 1.88 
1009 ____ -- ~- -- 11.51 4. 31 5.66 3. 30 3. 10 2.50 

~year average __ ----- 6. 43 3.81 6. 01 2.96 3. 31 2. 13 
High _____ ------- 11.51 4. 31 6. 70 3.30 3.41 2.50 
Low __________ --- s.::.:; 3.58 4. 72 2. 24 3 05 1.88 

D ebt· equity ratio D ec. 
31, 1973 _______ -------- 20.0 33.2 18.8 33. 5 30.0 35. 3 

Rango of mortgage b ond 
ratings _________________ 

Aa-A A Aa-A A-Baa A-Ban A-Baa 

purposes of this comparison $131.510,000 of 1973 ex­
pense reimbursements to P enn Central by .\.mtrak were 
treated as revenues, and the appropriate expense ac­
counts correspondingly adjusted. 

A summary comparison of the pri ncipal operat ing 
revenue and operating expense changes projected be­
t ween the years 1973 and 1985-the last year of the 
pl'o forma projections-appea rs in Table 3-4 below. In 
preparing this table, the Olli.ce also has treated the 1973 
Amtrak reimbu rsements to P C as l'evenues. 

Freight Revenue 

Table 2 (page 126 of the Plan) forecasts ConRail 
1985 freight revenue of $2,353.3 million in 1973 dollars, 
a gain of $460.21 million from the amount shown for 
1973. Howevel', the 1973 amount shown in the table is 
understated by $5.61 millio11, and the 1985 forecast 
amount appears to be overstated by $78.3 million of 
revenues attributable to light density lines not proposed 
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T A BLF. 3-4.-Comparison of uninftaLed ConRail 1985 pro Jonna 
operating revenues and expenses with 1978 actual 

[In t housands of dollan) 
~-

I Actual Proforma Increaso Per-
1973 1985 (docrense) cent 

- --
OpcraUng revenues: 

Freight revenue -- $1,ij98,599 $2,274,000 $376,301 19.5 
Demurrage, switching, and 

other _____ -- -- 100.688 187,700 78,012 71.1 

Total freight_ .. -- --- 2,008.287 2,462,600 454, 313 22.6 
Passenger and other revenue. __ 325,187 311,370 (18,808) (4.2) 

Tot.al operating revenue ...... 2,333, 47-1 2, na,010 440,505 18.8 
Operating expense,: 

Malnt,nanoo of way 290,253 284, no (5, 483) (1.8) 
Maintenance of equipment_ ____ 401, 6-15 488,459 38,814 9. 1 
Tran.portallon _ 1,009, IJ33 1,072,338 (27,295) (2. l ) 
Traffic, mlsce.llaneow, and 

general 164, 9-15 1n,sa1 12, 886 7.8 
--

Total operating expenses· 
Freight_ -- 1,626, 9119 1,705,907 78,918 u 
Passcngtr and other ___ 329,488 267,491 (61,097) (18.8) 

Total_ 1,056.4n 1,973, 398 16,291 .8 
Net o~ratlng revenue: 

Freight__ ------ -- 881,298 756,693 375, 395 98.5 
Passenger and other ... (4,301) 43,888 48, 189 

( _____ ) 

Total __ $376,097 $800,581 $423, 584 112. l 
Operating ratio: 

Freight - . - 81. 0 69. 3 (11.7 pt.s.) -----··· 
Passenger __ ·----------- 101. 3 85.9 (15.4 pts.) --·-··· 

Total_ ------------ 83.8 71.1 (12.7 pts.) --------

to be operated after 1978. Since opel'ating expenses 
were credited with $106 million expected to be saved 
annually by discontinuance of these lines, this amount 
should be deducted from the table, and is not included 
in the financial projections. The net projected gain in 
freight revenues as thus adjusted is $376.3 million. 

-j 



The summary at page 126 attributes the freight reve­
nue increases to: 

Millions 
'l'rniler-on-flnt ca r revenues ___ __ _____ ________________ $126. 3 
Other tonnnge growth_______________ __ _______________ 263. 3 
Rnte increases------ ------ --------------------------- 64.4 
Trnffk dh•ersion __ _______ ____ ______ __________ ________ 50. 0 

Total_----- ----------------------- -------- - -- 454.0 

This su11111mry appears to be in error, ancl to contain 
the $78.3 million of light-density line revenues which, 
as stated above, should be excluded. Page 124 of the 
Plan contains the statement: "For the Three Carrier 
System strurtme recommended in the report, it is esti­
lltated that C'onRail will gain an additional $32.8 mil­
lion annually from di version of traffic to the higher 
revenue mutes.'' This is unclear-does it mean that $32.8 
million will be added to the $50 million estimate on 
page 126, or reduce it? In relation to the scope of the 
Plan, these are relatively minor sources of confusion, 
but they should be clarified in the Final System Plan. 

The Office has offered its suggestions with respect to 
the plan for expanding TOFC/ COFC operations in a 
separate section of this report, and hopes lhat the Asso­
ciation will take them into consideration in formulating 
the Final System Plan. Other comments pertinent to 
the freight revenue projections are contained in the 
section on Marketing. 

Gains in coal tonnage ove1· the 1973 level are pro­
jected to yield $78 million in added revenues by 1985, 
an increase of 33.8 percent. For various reasons, this 
estimate appears to be overoptimistic. In particular, it 
seems to conflict with the proposal, at page 92, to reduce 
ConRail's open-top hopper fleet by 7,711 cars, or nearly 
15 percent. To be su:-e, at page 6-! it is estimated that 
open hopper utilization will improve by 27 percent, but 
the Office doubts that this expectation is realistic. 

The projected increase of $78,012,000 revenues from 
demurrage, switching, etc. between 1973 and 1985 
di vi des as follo\\'S: 

(Dollar., In thousands] 
-

Acluel Proforma Increase Per-
1073 1985 (decrease) cent --- -· 

Demurrage ... ·- $52, 715 $47, 000 ($5, 715) (10. 8) 
Switching _. _ 26,800 42,000 15,200 56. 7 
Other freight revenue --··- 30,173 08, 700 68,527 227. 1 

Total. -·--· $100,688 $187,700 $78,012 71.1 

The Plan does not explain the reasons for the antic­
ipated reduction of demurrage re,·enues, or the substan­
tial increases in switching and other freight revenues. 
It is suggestl"d that explanation of these items be fur­
nished in the Final System Plan. 

Divisions 

At page 134, the .\ ssociation urges early Congres­
sional action to provide a means of encomaging the 
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prompt resolution of disputes involving di,·isions. stat­
ing that this is a matter of extreme urgency to ConRail. 
More equitable divisions. it is estimated, could improve 
the profitability of the northeastern carriers by $60 
million annually. 

The Office cannot verify the accuracy of this estimate, 
but concurs that prompt resolution of divisions disputes 
would be desirable. It urges that the Association provide 
Congress with specific recommendations, and that legis­
lativl" proposals be accorded a position of prominence 
in the Final Sysfem Plan. 

Freight Operating Expenses 

Table 3-5 below illustrntes the changes in certain 
major elements of the Hl85 pmjected freight operating 
expenses of ConRail from those incurred by the six 
reorganization rails in 1973. 

TABL F: 3-5.-Freighl operating expenses 

(Dollar., In thousands) 

Actual Proforma Increase 
1973 1985 (decrease) 

Depreciation: 
Roadway .• --------------- $27,130 $10,4'13 ($16,657) 
Equipment ---- -------- 59,466 79,270 19,804 

Total depreciation .•••••.••• 86,596 89, 743 3,147 

Maintenance or way .••••... .. - 233, 113 271,188 38,075 

Malntenencc or equipment. ----- 258,153 278,278 20,125 

Transportation: 
Yard . ..•. - --------------- 289, 769 295,837 6,068 
Road ...••• -- -- ··-·--- 631, 003 632,367 I, 274 

Total transportation . ... 920, 862 928,20! 7,342 

Traffic, mbc•llaneous and general.. 128, 265 138,494 10,229 

Total operating expenses .... $1,626,989 SI, 705, 907 s18. 918 I 

Per-
cent 

(61.4) 
33. 3 

3. 6 

16.3 

7.8 

2. 1 
.2 

. 8 

7. 9 

4. 9 

It will be noted that, whereas total transportation 
expenses for ConRail are projected to decline 2.4 per­
cent bet ween 1973 and 1985, freight transportation 
expenses actually increase slightly, and yard freight 
transportation expense by 2.1 percent. Thus, the reduc­
tion in transportation expenses occu1-s enti rely in 
connection with passenger transportation, which is com­
mented upon in a later section of this report. 

Comparisons with Other Railroads 

Tables 3 and 4, page 198 of the Plan show selected 
operating ratios for ConRail during its first ten yea1-s 
and 1973 opernting ratios of certain other railroads in 
various areas of the country. Such comparisons serve a 
useful purpose, since other railroads provide the only 
benchmarks against which the reasonableness of the 
projections can be measured. 

The Office, not wishing to duplicate the Association's 
\\'Ork, has provided, in Table 3-6, certain statistical com-



parisons of ConRail's freight revenues and expenses for 
1973 and the pro forma years 1976, 1981 and 1985 with 
similar 1973 data for six other railroads. 

Many elements, aside from management capabilities, 
affect the financial results of a railroad at any given 
time, and no two rai lroads are affected in the same ways 
by all of them. Comparisons must be tempered by this 
fact. The proportion of passenger operations to freight 
is an important element; density of freight traffic is a 
second; length of single-line haul a third; and the pro­
portion of yard operations a fourth. Other elements are 
the terrain, the types of traffic handled, the proportion 
of branch lines to main lines, CTC and signalling instal­
lations, and maintenance policies. Most of these are not 
susceptible to simple statistical analysis. 

For the comparisons presented in Table 3-6 the Office 
has selected three railroads which in 1973 had higher 
freight traffic densities (ton miles per mile of road) 
than the ConRail lines, and three which had lesser 
densities. Only two had shorter average hauls than the 
ConRail lines. 

Two significant characteristics of the six lines making 
up ConRail are their high percentages of yard switch­
ing costs and of employee compensation costs. This is 
mustrated by the following com po risons of 1973 data 
taken from R- 1 reports to the Commission. 

Ptretnl em J)lov« 

Railroad : 

Ptrenu vard 
tran,portallon 

UJ)rnltl of tOlal 
tran,portallon 

up,n,u o:ir::::! 
ConRail (1973) __________ _ 
Union Pacific ___________ _ 
Southern _______________ _ 
A.T. & S.F __ ____________ _ 
Seaboard Coast Line _____ _ 
Illinois Centrlll Gulf_ ____ _ 
Burlin~ton Northern __ ___ _ 

29. 0 
21. 1 
26. 1 
19. 2 
27. 9 
26. 9 
26. 4 

51. 4 
39. 4 
36. 3 
45. 4 
44. 7 
47. 6 
52. 1 

None of the six comparison railroads had as high a 
percentage of yard to total transportation expense as 
ConRail, and only Burlington Northern, with consid­
erably more total mileage than ConRail and 24 percent 
lower density of traffic, exceeded it in the proportion of 
o_perating revenues consumed by employee compensa­
tion. 

Regrettably, the Association was unable to furnish 
data as_ to_ the amounts of employee compensation in­
cluded m its pro forma projections of future ConRail 
operat~ng expenses. Considering that this element prob­
ably will represent perhaps one half of future operating 
~xpenses: and also considering the important public 
mter~st m em?loyment, the Office strongly urges that 
such mformation be m~de available for the Final Sys­
tem Plan. In fact, as Wlll be developed in a later section 
of these observations, the Office is somewhat at a loss to 
compr_ehend ~o": the Association was able to develop 
fi~ancial pr0Ject1ons without the benefit of data as to 
:his exp~nse component in its store of computerized 
mformat10n. 
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The operating expense comparisons in Table 3-6 hav 
been compu_ted on a _ca~h bas~s to eliminate the elfet~ 
of changes 111 depreciat10n. Smee the Association's pro 
forma ConRail projections begin from a negligibl 
a~~s base and assume th~ initial elimination of depre~ 
c1ation reserves, the effect m the early years is to distort 
roadway and equipment maintenance comparisons. In 
1976 as compared with 1973, for example, reduced de­
preciation accruals amoun~ to $54_.3 million, or 59 per­
cent more than the proJected improvement in net 
operating revenue. For the two pro forma years 1976 
and 1977, the reduction of depreciation expense as com­
pared to 1973 is 71.5 percent greater than the gain 
credited from light density line subsidies. When IIS.5et 
valuations have been assigned the roadwn.y properties, 
the roadway depreciation charges of course would have 
to be increased accordingly. 

From the table, it will be noted that whereas Con­
Rail's 1973 freight traffic density was lower than that 
of three other railroads in the comparison, by 1981 
it is projected to exceed all of the others, and by 1985 
to be 32 percent greater than that of Union Pacific. 
This result occurs both because of the projected ton­
mile increases and because of eliminating from the 
system the 6,200 miles of light density lines. Average 
length of haul increases 10 percent between 1973 and 
1985, but remains less than that of all but two of the 
comparison roads, Southern and Seaboard Const Line. 
The Office feels, incidentally, that the projected ton­
mile increase for 1976 may be overstated in the light of 
the reduction in total tonnage. 

Freight revenues are affected both by volume (ton­
nage) and by volume times distance (ton-miles), but 
not to the same extent. Many column commodity ton­
mile yields, for example, reflect a great deal more dis­
tance-taper than the superseded mileage-scale class 
rates. Similarly, some elements of operating expense 
such as switching, terminal costs, billing, etc. are pri­
marily related to volume; others-maintenance and 
road transportation costs, for example-to ton-miles. 
It would have been preferable to use carloads and car 
miles as the units for the Table 3-6 comparisons, but the 
.\ssociation was unable to pro\'ide projections of these. 

ConRail's average revenue per ton is projected to 
increase about 5 percent from 1973 to 1985, primarily 
because of the greater proportion of high-rated TOFC/ 
COFC traffic (1985 revenue per ton $15.82 vs. $5.20 for 
all other traffic and $2.43 for coal). However, revenue 
per 1,000 ton-miles would decrease 8 percent because 
of the assumed lengthening of average haul. It would 
still exceed the 1973 level of the next highest railroad 
in the table (Seaboard Coast Line) by 19 percent. 

Maintenance of way and maintenance of equipment 
expenses (exclusive of depreciation) per 1,000 ton-miles 
are projected to decline 10.5 percent and 17.5 percent, 
respectively between 1973 and 1985. Considering the 
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TABLE 3-6.-Comparison of ConRail I projections with selecled claas I railroads 

Freight only 
Con Rall I pro-lorma year, 1073 octual 

1973 1976 1081 1985 UP SOU ATSF SCL ICG BN 
-----------------·I------------------------------

Ton•mllas/mUo ol road (mllllons) •.•.••••••••.••.•.•.•••••••. 
Averago haul·mllos ............••......••••..•••..•••••.•••••...• . 
Rovenuo per ton ... . . . . . . . . . . ••.•.•••.... _ .•• _. . ..••..• 
1,000 ton·mllos .•••.•........••.••.....•.•.•.••••••••• . .•••••. .... .. 
Cash operaUng expenses per ton : 

Maintenance ol way ••••••. _ .•...••••••••....•••..•.....••.••• 
Maintenance or equipment •.•..••.....•..••••••••...••.••.. . .... 

Trafilo...... .....•... ... ·• •.• ············ ·················· 
Transportation : 

Yard . •..•••........•.••..•••.••••......•••..•.. . .... 
Road ......•............•....••.•••.••.•.•••••••....... 

Mboellaneou• and general ............ ...• • •.......••...•.. 

Total.. .. . 
Cash margin ... . _ .•••....•...•••••..... 
Cash operating expenses per 1,000 ton-mllos: 

Maintenance ol way... • •• . • 
Maintenance ol equipment •••• 
Traffic .. __ •••• 
Transportation : 

Yard •........... 
Road ....... . 

Mlscellaneous and general. 

4. 2 
267.8 
$5.39 
20. 13 

$0.66 
. 73 
.rn 

. 82 
1. 80 
. 29 

4. 37 
1.02 

2.47 
2. 74 
.26 

3.(1/ 
6.69 
1.10 

4. 6 7.6 
293. 1 293.4 
$5. 45 $5. 64 
18.62 18.53 

$0. 72 $0. 67 
.82 . 71 
. 08 .rn 

. 92 . 76 
1.85 1.65 
.35 . 29 

4. 74 4. 15 
0. 71 I. 29 

2. 46 2.28 
2.81 2.43 
.26 . 24 

3. 15 2..59 
6.31 5. 63 
1.19 .97 

8.2 6.2 
294.8 656.2 
$5. 65 S9.45 
18.51 14. 40 

$0.65 $1. 18 
. 67 I. JO 
.rn .22 

. 71 . 73 
L.52 2. 72 
. 26 .47 

------
3.88 6.42 
I. 71 3. 03 

2. 21 1.80 
2. 26 1. 67 
. 22 . 34 

2.41 I.II 
5. 15 4. 14 
.90 . 72 

4. 7 4. 7 3.9 3.5 3.2 
249. 1 640. 0 220.0 332.8 495.5 
$4. 18 $9. 76 $3. 72 $4. 80 $7. 12 
16. 79 15.26 16. 89 14. 43 14.37 

$0. 68 $1.47 $0. 50 $0.62 $1.08 
. 49 1.41 .63 .58 .91 
.09 . 23 .08 . 12 . 19 

. 37 . 75 . 41 .52 . 81 
1.01 3. 14 1.06 1. 32 2.23 
. 20 . 47 . 15 .27 . 41 

---------------
2. 84 7. 47 2. 73 3. 43 5. 63 
1. 34 2.29 0. 99 1. 37 1.49 

2. 74 2.29 2.28 1.86 2. 19 
1.97 2. 21 2. 41 I. 75 1.83 
. 34 . 37 . 36 . 34 . 37 

1.47 I . 17 1.85 1.56 1. 63 
4.04 4. 90 4.81 3. 97 4. 50 
. 83 . 73 . 68 .82 . 83 

------------------ -------,---
Total. 

Cash margin • . . . _ • • • _ . _ .....•••.•.•.•..... 
Cash operaUng ratio (l)<!roent) ...•..........•.•...•.•.•••..•....... 

16.33 
3.80 
81.1 

16. 18 
2.44 
86. 9 

Source: R I Report, to ICC and US RA Preliminary Plan. 

capitalization of the anticipated rehabilitation program 
and the extensive new equipment purchases, in com­
parison with other roads they appear to be programmed 
at reasonable levels. 

Traffic expenses probably ar-e more directly related 
to tonnage than to ton-miles. In relation to either ton­
miles or tonnage they are projected at substantially 
lower levels than those of other railroads in the table. 
Considering the highly competitive and variegated 

nature of the traffic in the region; the innovative market­
ing plans on which the revenue expansion depends; the 
expansive proposals for entering the LTL/ PTL mar­
kets; and the proposed enlargement of TOFC/ COFC 
services, it is suggested that the Association's estimates 
of these expenses may be too low to permit fulfillment 
of the Plan's objectives. 
. Freight transportation expense represents the largest 

~mgle category of freight operating expenses- amount­
~ng to 56.6 percent of total freight operating expense 
m 1973 but reducing to 54.4 percent in pro forma 1985. 
Because of the predicted gains in freight tonnage the 
ratio of freight transportation expense to total freight 
revenues declines from 45.9 percent in 1973 to 37.7 
percent in 1985. 

Notwithstanding the extended average length of haul. 
the ratio of yard transportation expense to total freight 
transportation expense remains very high, actually 
increasing from 31.5 percent in 1973 to 31.9 percent 
in 1985. Yet yard ti:ansportation ex pense per ton of 
freight carried is projected to reduce 13.4 percent be­
tween these years, reaching a level below that achieved 
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14. 14 
4. 39 
76.3 

13. 15 
5. 36 
71.0 

9. 78 
4. 62 
67.9 

11. 39 
5. 40 
67. 8 

II. 67 
3. 58 
76. 5 

12.39 10. 30 11. 35 
4. 50 4.13 3. 02 
73. 4 71. 4 79. 0 

by the Santa F e, Union Pacific, or Burlington Northern 
in 1973. 

Road transportation expense pet· 1,000 ton-miles is 
reduced by 23 percent under the 1973 level. Despite the 
proposed expansion of highway operations, including 
entry into the LTL markets, highway transportation 
expenses are expected to decline 40 percent. No explana­
tion for this contradiction appears in the Plan. 

In sum, the proposed reductions of freight transpor­
tation expense. appear rather optimistic. They may be 
attainable, but the Office suggests that in the Final 
System Plan more detail be provided to permit analysis. 

Net Car Hire Paid 

The Plan estimates that over the ten-year 1976-1985 
pro forma period reductions in net car hire paid will 
total $810.2 million. The Office believes that this esti­
mate is grossly O\'er•optimistic and fl ies in the face of 
experience. 

In 1973 the six railroads in reorganization making 
up ConRail experienced a net deficit from equipment 
and joint facility rentals of $300,836,000, including 
$257,690,000 of net debit balances for hire of freight 
cars. The Plan assumes that this unfavorable balance 
will be reduced by 44.6 pet·cent to $1-!2,645.000 by 1979, 
thereafte r rising gradually and unevenly to $177,145,-
000 in 1985. Over the ten years the average annual re­
duction in car hire debi ts per ton mile would be 43 
percent. The projected savi ng in this account alone, if 
it could be accomplished, would be sufficient to pro,•ide 



55 percent of the 1973 accrued fixed charges of the 

six bankru pts. . 
The Association expects 59 percent of tins remark-

able improvement to result from implementation of a 
new equipment distribution and control system, l~s ~r 
delay in yards, and faster transit times. The rema1~mg 
41 percent would result from purchasing all new freight 
cars rather than leasing. The Office concurs that the 
,contemplated tremendous expenditures for road~ay 
rehabilitation, capital improvement, and new freight 
cars should cause substantial moderation of future 
equipment rental debtor balances as comp~red with 
,vhat they otherwise would be, but the magrutude pro­
jected-31.5 percent below the 1973 level-does not ap­
pear likely of achievement. 

First, the tendency of car hire debit balances to in­
crease, even if no inflation or growth of traffic occurs, 
should be recognized. For all Class I railroads they 
increased 112.9 percent in the eight years 1965 through 
1973, or at an annual compound rate of almost 10 
percent. In the same period total carloadings declined 
6.6 percent. The steady increase in car hire charges, 
notwithstanding declining car use, occurred primarily 
because of three factors. 

(1) The increase in the average value of freight cars 
on which car rentals are based; the average depreciated 
value of railroad-owned cars rose from $1,728 in 1955 
to $4,103 in 1965 and $7,196 in 1973. 

(2) Increasing interest rates, which aJso enter into 
mileage and per diem costs. 

(3) Increased reliance on rars rented or leased from 
shippers and other non-carriers; lhese accounted for 
nearly 81 percent of car hire debit balances in 1973. 

Even if inflation were to cease, car hire debit balances 
would continue to increase steadily for the next decade, 
simply because older equipment owned or leased would 
be replaced by cars reflecting present higher price and 
interest levels. 

Second, because the balance of commodity move­
ments susceptible to rail handling is predominantly 
from the South and ,vest to the North and East, the 
terminating railroads in the Northeast, such as 
ConRail, can be expected to incur substantial car hire 
deficits regardless of car ownership. As illustration, al­
though the six western and southern lines listed in 
Table 6 collectively generated 2.2 times the freight reve­
nue of ConRail in 1973, their combined net car hire 
debits were only 55 percent as great, and on railroad­
owned equipment they realized credit balances of $71.2 
million as against debit balances of $101.5 million for 
the six roads making up ConRail. 

Unfortunately, the Association was unable to furnish 
data as to the equipment rentals to be paid or those 
to be received. The absence of such data rendered it 
impossible to analyze the projections in any detail, 
and must have hampered the Association in making 
them. 
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For the reasons above stated, the Office beliel'es that 
the projected $81-0.2 million reduction in car hire ex­
penses is substantially overstated, and recommends 
that it be carefully reviewed before release of the Finni 
System Plan. 

Payroll Taxes 

The Plan estimates that payroll laxes would increase 
over· the 1973 level in 1976, 1977, and 1978, but decrease 
thereafter. The net effect of the estimates is to increase 
income for the 10-year period by $18.5 million. 

The Association was unable to provide information 
as to anticipated effects of the plan on payrolls. These 
constitute a major element of operating, rehabilitation, 
and capital expenses; in addition, these data would 
have substantial public interest, and as earlier observed, 
the Office considers their absence to constitute a serious 
deficiency in the plan. 

Moreover, lhe Office is mystified as to the processes 
by which the Association computed payroll taxes in 
the absence of information on the payrolls, to which 
such taxes customarily are related. 

Apparently the Association did make, but not re­
lease, estimates of the total numbers of employees to be 
involved in all aspects of the plan. However, this would 
include employees of various classes involved in the 
rehabilitation and capital impro,,ement programs, tho 
payroll costs of whom would, under the modified 
betterment accounting methods used in the proformas, 
be capitalized. If these payrolls are capitalized, the 
associated payroll taxes also presumably should bi> 
treated as capital items. To the degree that this has 
not been done in preparing the income statements, pro 
forma income would appear to be understated. In the 
absence of payroll estimates by account. the Office is 
unable to estimate the amount of the understatement. 

Interest Expense 

The Office believes that the Plan pro forma projec­
tions are deficient in making no provisions for probable 
increased losses of the bankrupt lines under the 
economic conditions obtaining in 1975, or for cash bal­
ances necessary at the beginning of ConRail's 
operations. 

Tho pro forma projections assume that ConRail will 
begin the year 1976 with no cash, $256.21 million of 
existing equipment debt, and $150 million of Section 215 
debt. They also assume that ConRail would draw upon 
federal notes at interest rates of 7.3 to 7.9 percent as 
neede<l to cover the shortfall between internally­
generated funds and total financing requirements. At 
page 215, it is proposed that section 215 funds, presum· 
ably to be committed in 1975, be increased to $300 
million, but no provision for this seems to have been 
made in the proformas. 



The Office believes it would be more realistic to pro­
vide for some initial working capital and to include 
the added $150 million of section 215 notes in the 
')pening balance sheet. Assuming that a minimum of 
$200 million of added initial debt would be required 
for these purposes, the effect of the interest charges on 
these borowings and on debt repayment installments 
would be to reduce cash flow, triggering still further 
borrowings for which intcrnst and amortization pro~ 
visions would be required. The added interest wou]d 
amount to roughly $190 million during the 10-year 
nninflated pro-forma period, reducing net income by 
an equal sum, and increasing federal debt in 1985 
by about $315 million. 

Accounting Policies 

Some of the comments received by the Office were 
addressed to the accounting policies described in Note 
1, page 203, and on page 207 of the Plan. Generally, 
they shared the lenor that similar feats of bookkeeping 
legerdemain performed upon the accounts of other 
railroads could wondrously improve the investment 
status of those companies. The Office does not share 
this view; it is aware of the careful consideration given 
by the Association to the choice of the proper account­
ing principles to be applied in presenting the Plan and 
of its concern that the financial implications be clearly 
understood, not just by accountants, but by all elements 
of the public. The Association has not yet decided on 
the methods to be adopted in presenting the Final 
System Plan. 

.\ s we have already suggested, the Final System Plan 
will, in a \·ery real sense, be the final version of a pros­
pectus, offering to the .\.merican people-through their 
eleded representalivrs in Congress- an investment op­
portunity, the benefits of which will, hopefully, greatly 
outweigh the costs. In a program of this magnitude it 
seems vital that thr investors- that is, the taxpaying 
public-be given full disclosure of both the known costs 
and the risks involved so that they may be fully con­
fident of the integrity, adequacy, and fairness of the 
proforma presentations. It is suggested, therefore, that 
before release of the Final System Plan the entire mat­
ter be reviewed with the Interstate Commerce Com­
mission and the Securities and Exchange Commission, 
and their advice sought as lo the adequacy of the dis­
closures and the propriety of the accounting policies 
which the Association elects to follow. 

The best accounting methods for use in presenting 
pro formas of a plan involving, as they must, many 
uncertainties and unknowns, might not necessarily be 
identical with the tmditional or accepted methods for 
reporting historical accounts of an ongoing railroad 
company. They might not be quite identical, either, with 
those ultimately to be adopted by ConRail's manage-
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.ment, which would be subject to the Commission's 
approva,l. 

The Association has described the differences be­
tween betterment accounting traditional for railroads, 
depreciation accounting, and modified betterment ac­
counting used in the Plan's pro formas. The two prin­
cipal effects on the pro formas of the accounting treat­
ment adopted result from writing down the initially­
acquired assets to a near-zero basis, with the concomit­
ant elimination of accrued depreciation; and from 
capitalizing the rehabilitation costs but not depreciat­
ing them. 

The effects on the depreciation charges of writing 
down the assets are similar to, although possibly 
greater in magnitude than, those which occurred when 
on June 1, 1972, the Chicago & Northwestern Trans­
portation Company (an employee-owned corporation) 
purchased the transportation assets of Chicago & 
Northwestern Railway Company at a price approxi­
mately equal to the assumed debtr--somewhat more than 
$400 million. The assets were written down to the 
same amount, the depreciation reserves were prac­
tically wiped out, and depreciation commenced anew 
on such of the written-down assets as the Commission 
permits to be depreciated. Tabulation of selected items 
from the 1973 R- 1 reports submitted by this company 
and the Chicago, Milwaukee, St. Paul & P acific, a 
railroad somewhat similar in size and circumstances, 
serves to i II ustrate the effects. 

CNW MJlw. DIITercnco Percent 

~llles or road ••. -·-· 10,216 10,282 (36) (0. 4) 
Operating revenues (million) ..• $416. 7 $355.4 $61.3 (14. 7) 
Road depreciation (thousands) .... 206.0 5,321.0 (5, 115.0) (06. 2) 
Equipment depreciation (thou-

sands) ~. - --- - ... 12,71 1.0 10,443.0 2,268.0 17.8 
Road and equipment property 

(mllllons-gross) . 306. 6 827.5 (520.0) (62.9) 

The facts that the Northwestern's ratio of operating 
revenues to gross assets ( 1.35) was much higher than 
that of the Milwaukee (0.43) and its roadway de­
preciation $5.1 million less than the Milwaukee"s would 
have to be discounted by any investment analyst com­
paring operating ratios of the two. Yet no one, to the 
Office's knowledge, has taken issue with these changes 
in the Northwestern's asset accounts. 

When ConRail acquires the properties included in the 
Final System Plan, a valuation will be placed on them 
and the assets restated to match that valuation. The 
roadway depreciation charges, in particular, could well 
be less than those accrued by lhe predecessor companies, 
but greater than those shown in the Preliminary System 

Plan pro formas. T he Office finds no difficulty with 
this, but believes it should be explained to the public 
in the Final System Plan. The impact on the balance 
sheet and funds flow statements would depend upon 
the capital structure proposed. 



The extent to which the possibility exists of any 
substantial deficiency judgment against ConRail under 
section 303(c) (2) (C) of the Act presumably would 
require disclosure in the Final System Plan. Although 
the Supreme Court's decision upholding the constitu­
tionality of the Act makes available to the creditors a 
Tucker Act claim against the United States, it is 
possible that such a claim could not be pursued until 
ConRail's resources had been exhausted. The Asso­
ciation may wish to obtain legal advice on this. 

If the possibility of any substantial deficiency judg­
ment against ConRail exists, it should be disclosed, and 
such disclosure undoubtedly would inhibit ConRail's 
abili ty to finance in the private capital markets. The 
Office therefore urges that the Association consider 
recommending to Congress legislation amending the 
Act as necessary to restrict or eliminate this risk. The 
Office would be prepared to join in such a recommenda­
tion if the Final System Plan in all other respects 
gives reasonable prospects of ConRail's achieving 
financial self-su fficiency. 

The capitalization of the rehabilitation costs which 
would, under normal Commission accounting rules, be 
charged to current expense, is a much more conse­
quential matter. The situation of ('onRail in acquiring 
the rail properties of the debtor companies resembles 
that of a businessman who chooses to purchase an un­
usable junk truck for $1,000 and have it reconditioned 
at a cost of $8,000 rather than purchase a new one fo1· 
$10,000. In either case, accountants would agree that 
the vehicle's cost should be capitalized on the books 
at the total amount incurred in making it useful­
$9,000 for the used truck and $10,000 for the new one. 
But most accountants would expect depreciation 
charges to accrue. 

The rail properties of the debtors, like the used 
truck, cannot be considered to be in a condition suitable 
to perform transportation services for the region of the 
quality contemplated by the .\.ct. There are three sig­
nificant differences from the truck ana.Iogy: the re­
conditioning of ConRail's property will extend over 
years, not months, and the public interest demands 
that they be used in the meantime, decrepitude not­
withstanding; no new or serviceable rail properties of 
the magnitude desired are available for purchase in the 
region C'onRail seeks to serve; a,nd under modified 
betterment accounting the Association does not pro­
pose to apply depreciation charges to the capitalized 
rehabilitation costs which in all likelihood, as in the 
t'xample of the j nnk truck, will substantially exceed 
the acquisition costs. 

The Office does not question the propriety of 
capitalizing the rehabilitation expense. It does have 
qualms as to whether it is appropriate to plan no de­
preciation charges against these enormous capitalized 
assets, and hopes that this question will be explored 
further. In fact, many investment analysts have ques-
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tioned the very low levels of railroad depreciation 
charges under normal Commission accounting rnle~. 
and accord rnported railroad eamings a lower --quality .. 
than those of other enterprises for this reason. · 

Railroad depreciation philosophy is rooted in chm 
antiquity, tracing back to a time when learned profes­
sors, weighted down with degrees from prestigiou~ 
institutions, asserted with cathedraic finality that it 
was impossible for man to fly, and that if by chance 
some contumaceous being should defy the wisdom of 
the academic mighty, he would not be permitted re­
entry to the earth. Tn 1909 tho Railway Age Gazette, 
endowed at the time with an aura of transportation 
infallibility of a high order, pontificated that neither 
the automobile nor its ugly progeny, the motor truck, 
could ever become a serious threat to the steam rail­
roads of the day. In the early 1920"s the Commission 
was persuaded by the pleadings of the railroad lawyers 
that obsolescence could never affect the values of the 
properties so providently entrusted to the care of their 
principals, which could be expected to burgeon in­
evitably and infinitely under the benign ministrations 
of their monopolistic masters. 

Railroad depreciation practices as applied to the 
equipment accounts are not significantly different than 
those followed in other industrit's. But many l"lements 
of the road properly ac-<·01mts, StH'h as engine<'ring, land, 
rail, ties, and other t raC'k materials are excluded from 
the depreciation base; othrrs are includt'd only in part, 
and the compositt' depreciation rates assume very long 
useful lives. Penn Centrars road depreciation base, 
for example, includes only 36 percent of the gross road 
properly assets, and the composite rate applied to the 
18 percent of the investment in grading would suggoot 
an anticipated useful life of 115 years. This treatment 
is based on the philosophy that so long as the properties 
are adequately maintained they will be useful for trans­
portation purposes. ·when the time comes that they are 
not useful, they are retired, and one-time charges to 
accrued depreciation and retirement accounts are made. 

This would be satisfactory if in fact the properties 
were at all times aclcquntely maintained and if wear 
and tear provided the only reason for charging cur­
rent income with cfoprecintion. In reality, of course. 
the propertil'S of Pl'nn Central have not been adequately 
maintained, nor ha\·e those of many other railroads. 
Reality also would 1wognize the enormous technologi­
cal changl's; industry and population shifts; and other 
factors which during the past half century have 
drastically altered the usefulnt'SS for transportation 
purposes of much roadway investment. Railroad ac­
counting recognizes these changes in value due to 
obsolescence only at the time of an approved abandon­
ment under section 1 (18) of the Interstate Commerce 
.\.ct; a. sale of the properties at less than book value 
as in the Northwestern Railway instance; or a bank­
ruptcy succeeded by reeapitalization. Penn Central's 
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published reports prior to tho banlcruptcy did not 
adequately convey to the Commission, its stockholders, 
or the public the deterioration in the physical con­
dition and competitive usefulness of its properties. The 
result is that Penn Central's books still reflect values 
probably containing a considerable element of fiction, 
the extent of which will not be known until the Asso­
ciation's valuation of the properties is released. It is 
not unlikely that similar elements of fiction are con­
tained in the property accounts of other railroads. 

The Office recommends that these questions be in­
cluded in the Association's review of accounting policies 
and its discussions with the Interstate Commerce Com­
mission, Securities and Exchange Commission, and any 
other bodies of expertise. 

In any event, although the Office concurs that Con­
Rail's rehabilitation expenses should be capitalized for 
the purposes of the Final System Plan pro formas, 
ralher than charged to current expenses, it, believes 
that depreciation charges should be set up over a 
reasonable period to relire the assets thus created from 
the books. At page 207 of the Plan the Association's 
present position is stated to be that depreciation ac­
counting would not be appropriate because it would 
distort the reported earnings of ConRail by increasing 
them in the inilial years and lowering them in subse­
quent periods. The Office does not understand why this 
should happen. Supposedly, depreciation accounting .if 
applied only to rehabilitation expense would result in 

570-978 0 - 75 - 4 
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reported earnings intermediate belween the levels re­
sulting from modified betterment, and pure betterment 
accounting. If this is a problem, it, suggests that con­
sideration be given to "modified depreciation" meth­
ods, in which double-declining, sum-of-the-digits, or 
other accelerated depreciation techniques might be 
applied. 

The Final System Plan also should, as noted else­
where in these comments, reveal full detail as to the 
anticipated future levels of employment and payrolls 
by crafts. This may require appropiate disclosures of 
the extent, if any, by which employee protection costs 
may exceed the reimbursement available under section 
509 of the Act. 

Note 4 to t,he Plan pro form as states that no provision 
has been made for liabilities arising out of unfunded 
pension plans, and that no unrecorded liability for un­
funded past liability is anticipated. 

In accordance with generally accepted accounting 
principles, the excess, if any, of the aetuarily computed 
,·alue of vested retirement benefits over the amount of 
the pension fund at inception of ConRail should be 
recorded as a liability on the balance sheet in the Final 
System Plan. This would not include retirement bene­
fits for employees covered by the Railroad Retirement 
Act. 

In formulating these comments on accounting mat­
ters, the Office has consulted with Coopers & Lybrand1 
certified public accountants, but has not in all respects 
adopted their views. 
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4 
Light-Density Line Analysis 

The identification of rail lines to be excluded from 
C'onR ail and to be abandoned- or to use the .\ ssocia­
tion's euphemism, made a,·11ilable for subsidy-once 
again pro\'ed to be by far the most contro,·e1-sial issue 
i,wolved in the planning process .• \ group of large rai l 
users commenting on the p lan put it this way: "T he na­
ture and intensity of this cont roversy h11s virtually made 
the treatment o f light-density l ines under the .\ ct a 
sepal'!lt{' issue, both from an op<>rating 11nd a poli t ical 
perspecti vc. '' 

It is natural that t h is should be so. As we put it in our 
report of ,January 10, 1975, entitled Prrliminary T'iews 
on Rail Restructuring: 

'l'he only eon ta<'l most users have with rail freight opera tions 
is the pickup and delivery sen •iee whic•h the railroad per forms 
on their lin<>~. This service c!irectly affects the operations or 
t heir bm!nesses, and often is integral to t heir production proc­
esses. Bec.-ause it is tbe a rea of rail f reight operations with 
which they are most familiar and beeause of the potential Im­
pacts upon thei r own opera tions, loeal rail ser,•ie<> ls a very 
signifleant l~ue to the ra il service users. The po~ibllity t hat 
local service w ill be cllscontlnued on u particula r line-serving 
their own fnciHty or those of their customers-I~ of primary 
conC'ern to most shippers. 

Despite the amount of attention that has been paid to 
the lig ht-d ens ity line issue, the results of the Associa­
t ion's a ttempt, to id,m tify unnecessary or unprofitable 
operations for exclusion from ConRail has proven to 
be no more satisfactory than that made in last year's 
DOT report. "What are the reasons for this failure ? 
F irst, tho Association approached iis task with a wholly 
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negati,·e atti tude, asking itself the question, "What 
sen·ices c·an be eliminated?'' instead of "W hat services 
can be made to contribute to ('on Rail's profitabilit y ?" 
S<.>cond, it has followed II methodology which serves to 
obscure true costs and re,·enues. Third, it has relied on 
an inadequate data base, resulting in the int roduction of 
numerous faC'tual errors mto its analysis. F inally, it ar­
rived at its bmnch-line de,eisions in ivory-towered isola­
tion instead of actually examin ing local operations on 
the scene. 

T he Association's approach to light-density line 
analyses required that individua l lines demonstrate an 
ability to contribute to C'onRail's financial viability in 
order to be included in the system. Certain exceptions 
were made to this cr iterion where the loss on a line was 
modest or t he tm ffic on the line was expected to increase 
signifiC'antly d ue to factors such as indust rial develop­
ment or production increases. But in effect, the goal of 
"a financially 11elf-su11taining rail system" has been 
transl11ted by the Association into a requirement that 
there be a demonstrated assurance of long-term profit­
ability for specific branch lines. Thus it picked up the 
banner the railroad industry has carried in recent years, 
that the light-density lines a re "draining the financial 
and competitive strength of the milroads." (Plan, 
page329.) 

The bas ic assumption undei-ly ing this premise is that 
the light-density lines are such major money losers that 
they were a principal factor in the failure of the rail­
roads in reorganization in the Region, and that it would 



be impossible to build a financially viable restructured 
system while continuing to provide sen·ice over them. 
Thl' fn<'t is, however, that losses from local-service lines, 
whi le significant, represent only a small portion of t he 
losses incurred by the bankrupt carriers. The Associa­
tion's own estimates project light -density lines losses 
at $.38 million, an amount representing 17 percent of 
the ConRail railroads' 1974 losses. 

The .\ ssociation ·s approach to the local-service line 
question does not appear to be consistent with its ap­
proach to other factors which contribute more signif­
icantly to the negative cash position of the railroads 
imolvecl. The .\.s;;ociation assumes that management 
and leadership problems can be solved, that operational 
inefficiencies can be o,·er<'ome, that piggyback and other 
services now probably operated at a loss can be made 
profitable, and thnt rnte disparities can be corrected. 
The Offi<'e submits that g:iven the same positive ap 
proach, mnny o f the local sen i<'e lines not recommended 
for inclusion would stnncl nn equal chance of attain111g 
a,. inble status. 

The .\ sso<'iation's conceptual apprnach, requiring the 
economic self-sufficiency of each lme subje<'ted to light­
density analysis, \\IIS adopted 111 the face of the eight 
goals of the .\.ct, only one of which <'fill lx> constrnecl ns 
<'ailing for finnncinl viability. It wns suggested 111 the 
Preliminury f.ystem Plan t hnt "II would he a gross dis­
tortion to attempt to apply them (thl' goals) indi,·id­
unlly to 11ny singlP aspect of the Pinn or, c·nrriecl to nn 
extreme, to eu<"h indi,· iduul light-densit) hne."' (Page 
a:n.) Yet, the Assot·intion hns t•nrried the one gonl of 
vinb1lit) c,·en beyond tlw normal 1dent ific•ation of m 
di,·idunl local sen·icc• rail linC's nnd applied it to sub 
se:rmentsofsuch lines. 

Thr Offi<'e ag-rees 111 prnwipal that c ross-subsidiza­
tion 1s un<lesirnblr, but 1t 1s not wholh <·r1·tam that tlw 
Congrrss would t·oiwur, or that it is t i1e dear intent of 
tlw .\.ct to eliminate this prudi<'e from ConRuiJ's op 
erutions. It is nt•ct•ssnry here to mnke the importnnl dis­
tinction IJt'twet•n lm•nl rntl st>r\'irrs nnd thosl' "hi<·h 1·1111 
truly lx> snid to be of national import. " 'hen 1111tio1111l 
goals. ns <>xprt>s..--e<l hy lhC' Con~re;;.s, t'0lllC' into plaJ. 1t 
is not unreasonnhh• to ns..-;ume that thl' Cong-res..-;, in pro­
riding fnndinl,! for ConRnil-n mnjol' t•lemC"nt in the nn 
tionnl rnil SJstem will C'Xpel'I its <'n•ature to spl'nd 
somr of its i11hrritn1we to fnrtlwr those gonls. Thus mw 
wny to bnlnnc·t• the St>em111gly 1·onflidin~ gonls of thr 
. \ <'I is to nssnnw thnt thr Congress e:xp('('ted tlw system 
as a wholl• to hr pmfit:1hlt•, hut thnt it n•rognized that 
somc- sr1Tirrs- those•, for l'xample, nel•ded to nssure ar­
ce-..s to fossil fuel n•sour<'es. to ret11m c·ompet1tion, to 
all nin 11c·c•eptnhlr t•n,· ircm111entnl stnndnrcls. or to min1 -
mi,w job losses should he prm·ided by ConR111I ewn 
though tlw_r might not, 111di,·id11111ly, nchit•,·r a profit. 

The Al't pc•rmits the s11bsul1zation of sc•nirc•s of nu 
tional rnlue b) tlw l ' n1tl'll StatC's itsrlf, und the Office 
l><'lien~s that 11 would hr II logirn l mm·e for those !':en 
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ices thnt must be cont11111ecl in thc- national interest t-0 hi' 
subsidized, not hy II government supported rarl sys­
tem which is attempting to hrcome a self-sufficient 
primte enterprise, but by the appropriate Fe-deral agcn 
cies: access to fossil fuel resources by the Federal 
Ener,ry .\.dministrntion; services needed to enhance or 
presen·e em iron mental quality hy the National Envi­
ronmental Protection Agency; & n·ice needed to mini­
mize job losses by the Department of Labor or the 
Economic De,·elopment Administration; service to 
mihtnry facilitil's by the Dt•partmrnt ot Defense; and 
rnral branch line sen·1<'e to conntn :rrain elevators by 
the Department of .\.grrcult ure. l nt ii C'onges." provides 
these ngcnC"ies ,, it h ant horization and funding for these 
purposes. however. tlw burden of snstaininA' S<'n·ices 
found to br essent inl in f lw nat10nnl interest must fall 
elsl'where nnd 11 cnn at le11st he nrA'uecl that the C'on­
gres.<; intended Con Ru ii to bt>nr its shun• of that burden. 
Certainly. there is no justifi1·11tion for the .\.ssociation's 
nttempt to avoid responsibility addrrssmg theS<' gcals 
by n.ssum111µ- that nil sen i<'es of these kinds must neces­
snrih hr lot'nl sen irl'!:., the• c·ontinuation of which is the 
~ult• ~espons1bilitJ of "'Ink or lcll'ul go,·rrnments or rail 
users . 

• \s for those ser\"ict>s consrd<•red essential for local 
purpo~<·s, tlw Congress has pro,•idecl both a subsidy pro­
g-rum nnd mnkh111g grant funding to assist the States to 
participate 111 it. The Office c·onsiders this to be the best 
possible policy for dealing with the probll'm presented 
by money losing rail lines of local, but not of national, 
importance. It is n prog-rnm. in fact. whid1 we would 
like to S<'e lengthenecl and extended to the country us n 
whole. w·e would, tlwrefon•. nrirt• fa\'orablr Con/?rl'S· 
sionul ronsull:'rnt1on of the t>sSC"ntinl fenturt>s of a hill ~­
centl~ introclucecl bt'fore tht• f-rnate as S. 863. which 
would sub:-.tnntinll~ l':\)ltlltd the suhsrd) prog-ram. There 
l'C'mains. howe,·er, tlw problem of ha,·ing- to ll<'cept the 
.\ ssociation 's pn•1111sc• that nil loMI s<>rnces found by it 
to lw unprnfitnbh• <'an proprrly lx> left to life or death 
dt>pcndent upon thl' ,, illmwws.. .. nnd nhility of local in­
trrests to provide subsidy p1tymt•nts. 

F1 rst. ,,·t• heht•w t hut tlw .\ s.-;ociation ·s decisions re­
g11rd111g thC' profitubilit y of 11Hlivid11al lm•nl S<'r\'iCl'S can 
not ht• ncrepted as corre<'t beC"11usr of its use• of n fault) 
nwthodology and nn inndequak clnta huse. The~<' mat­
ters nn• d1srussNI furtlwr Inter rn tl11s dltlpter. 

Second. till' lc-gislutrve t11nrt11hlt• npp<•11rs now to huve 
heen unrralisti<'. for it is dt•:ir thnt muny States 111 the 
Hrgmn nr(• not going to bC' n•ttdy to tnke immrdiat1• ad­
nrntng-r of till' 11111td11ng grunt sub,idy progrum. In our 
\'ll'\\ , the blnmc for this failun• cannot h<' laid wholly to 
the State g:owrnments. hut is till' rt>sult of inherent 
problt•ms found 111 the workin1,.rs of almost nery State"s 
lt•gislati,·e proc•t•s.~. Furthermon•, thl' Shtes and the local 
and n•g-ionnl authont1es that must m11ke the very clif­
li1•ult 1lrciswns us to what rail linl'S nre rn fnl'I t'&;l•ntial, 
strll ha\'e n long- wny to go in tine-loping methodoloiries, 



obtaining citizen input, and generally preparing to un­
dertake tho responsibilities of a subsidy progmm. The 
apparently widespread inability of the State and local 
governments t-0 be able t-0 take advantage of tho subsidy 
program on a timely basis has, in our view, turned what 
was originally, and quite properly, conceived of as ,i 

local problem into a national one. Admittedly it is not, 
strictly speaking, the Ass<X'intion 's problem, but we 
would hope that tho .\ssociation would be s .. mpathetic 
to the States' dilemma, and, at the least, join with the 
Office in urging that Congress legislate an ucceptnble 
solution. 

Data Quality 

Our re,·ie" of the local line analyses indicates that, in 
many cases, the basic input data were inaccurate. Not 
only does such a s1tuat1on unnecessarily risk impacting 
rommumt1es nnd shippers, but could also inadvertently 
deprivr Con Hail of traffic wluch would contribute to its 
profitability nnd long-trrm financial self-sufficiency. 

The .\ s:;ocintion's efforts to romptle a valid and com­
prrhensi,·e dnta base reliNl too heavily on the work of 
others, with the pnnc1pal data source bemg the bank­
rupt railroads themselv<•s. Questions covering the physi­
cal and sen·i<·e churnrtrristics of the individual lines 
were completed by railroad personnel. In addition, rail 
traffic data for l!li!l wen• obtained from the wavbill ab­
stract files maintained by the carriers. rse of· both of 
these sources has demom,trated thut the current data 
systems used by tlw railroads arc simply inadequate for 
the task at hand, and, consequently. that it is impossible 
nr<·urat<•ly to reron!-itruct low-dmsity line costs and rev­
Pnues from routinrly maintamed centralized railroad 
data files. 

The basic source 1loc11111ent that was used b, the .\sso­
riat1on to cletrrm1ne thr applicability and I;n~I of cer­
tain costs was thr questionnaire completed by the rail­
roads for cad1 branch !me. The operational rharactrr­
istics. which 1s one of the most important categories in 
thr questionnaire, rnrluded the annual number of trips, 
the number of )o('omottves, the hours per trip, and the 
number of rnrn Ill the crr,, .• \)though the questionnaires 
were completrd with the raill'oads' best estimates. the 
results reflect only est11nations, not actual operations. 
The results of inacruratr estimates ran greatly misstate 
the on-branch operating costs. _\s an illustration, an 
estimation error as small as 5 minutes a day in the 
amount of time a rrew spends on a branch results in a 
mis.-;tatemenl of on branch costs of approximately $1,000 
a year. 

The Office's experienrr in dealing with the resulting 
clata baS<' has been that S<'rvice levels and track mainten­
ance performance are rxaggerated, and that re,·enues 
are understated. For example, in two tests conducted 
in connection with the development of Standards for 
Determining Rail Service Continuation Subsidies (49 
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CF R 1125), the Office found that tlw frequencJ of sen·­
ico and the average of number of hours lo srn·e the 
branch as reported by the carrier were significantly 
overestimated. Even though a conscientious effort was 
made to estimate these factors, holidavs. trnck mainten­
ance, equipment breakdown, or lack of traffic resulted in 
trips being canceled or shortened. Such factors resulted 
in an overstatement of on-branch transportation costs 
of 43 percent for the Georgetown-to-Lewes line in Dela­
ware, and 47 percent, for the Columbus-to-Holmesville 
line in Ohio. 

It was also found that both branches had additional 
re"enues resulting from demmurage payments, and pos­
sibly from additional traffic ns well, not attributed to 
them. The public record cites mnnv instances where 
similar situations exist, and the Olli.re ran see no way 
that such errors can be avoided or corrected without on­
site observation and consultation with locally based rail­
road employees. 

The traffic data base has also been placed under heavy 
atiack. There are indications that certain of the smaller 
roads did not have complete dnta a,·ailable. There are 
also indications that "transit" and "cli\'erted and recon­
signed" shipments were not properly attributed. There 
were frequent failures to identify rail users or their loca­
tions corrcrtly, and the problem of attributing traffic to 
a billing point rather than to thr actual shipper location, 
which was a major cause of inaccuracy in the DOT re• 
port, has still not been completely corrected. Regardless 
of the reasons, there is persuasive e,·idence that in many 
instances the traffic data are incorrect, incomplete, or 
simply inadequate. 

M ethodology 

In our evaluation of the DOT report, we were critical 
of what we considered to be a methodology too depend­
ent upon theoretical or statistical applications. The 
\SS<X'iation has attempted to mo,·e beyond the method­

ology of the Se-t·ret~ry's report, and where the Secretary 
relied upon formulas based largely upon car counts to 
test a brnnch line's profitability, the Association has 
tried to develop actual cost and revenue fig11res. Never­
theless, the As..'lOCiation's approarh to local-ser\'ice line 
analysis may still properly be described as statist ical 
rather than empirical, and, as surh, we find it deficient. 

The lines which the Association studied as possible 
candidates for abandonment are, generally speaking, 
th()S(' that originate and terminate relativel:y smnll 
quantities of traffic. Although thr Association refers to 
them as "light-density lines," they might more apt ly 
be described as "l<X'al-service lines." for it is not the 
toto I \'Olume of traffic which the)' rarr) but their ability 
to g1•nerate traffir directly which was the primar)' focus 
of the analysis to which they were subjected. 

I m·luded in the light-density line analysis were a 
number of lines which carry substantial volumes of 
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overhead traffic. In some instances, the .\ ssociation rec­
ognized the need to retain in ser vice as a through route 
a line that had originally been plnced in the light-den­
sity category. In other instances, decisions were appar­
ently made that lines which historically have carried 
considerable bridge traffic wer<> no longer needed for 
that purpose. (Some of these lines are discussed abo,·e 
in the Regional System Analysis chapter.) It is to 
be hoped that the Association will identify the lines 
as to" hich such decis ions have tacitly been ma<le, and 
explain the rrasoning underlying tho~ decision, in 
the F inal System Plan. 

Actually, the entire process by which lines were 
selected for study is qurstionable. The majority of thr 
linrs studied were those identified as ''potentially ex­
cess'' in the DOT report-a report that was r rsoundly 
criticizrd for its use of a poor data base and inadequate 
methodology. Thr next major source was a list of lines 
which had bern iclentifiecl by the bankrnpt carriers 
themseh·es for possiblr abandonment. but in most cases 
which thr carrirrs had not thought worthy of making 
the subject of an Inh•rstate Commerce Commission 
nbunclonmrnl proceeding. The remaining lines made the 
subject of thr light-density line analysis were srlectecl 
by .\ ssociation staff nnd consultants on the basis of 
cri teria not revealrd by the Plan. Thr selection of a 
line for study is highly significant for it is thus required. 
in effect , to bear thr burden of proving its own worth­
a burden not imposed 011 lines not made study subjects. 
even i f thei r being overlooked was simply the result 
of inad,·er tancr o r carelessness. 

Gi,·en a rational selection procedure, we havt• no 
problem with requiring local-service lines lo meet a 
properly dr,·ised ,·iability standard. but t hr .\ ssocia­
tion wrnl beyond this and di,·idecl many lines into sub­
srgments which werr likrwisc- subjected to thr lighl­
dc-nsily linr nnnlysis. There were many instances in 
which a line t raditionnlly identified as a singlr brnnc-h 
was SC'/!mented, resulting in thr proposed exclusion of 
substantial mileage rven though. considered as a whole. 
the line woulcl ham met the ,·iability test. One example 
is t he IT)annis Secondary Track (line number 21) in 
)[assa<'husl'tls. By the .\ ssoriation's own c-akululions. 
this line woul<l genl'mte an annual profit of $24.6H7 
for C'onRail. vet the .\ ssoriation chose to inC'lude only 
7.5 miles of i·ts 24.:l mile ll'lll?th in the syste>m. · 

,vl' can uncl!'rstancl performing a sub-sel?nlC'nt analy­
sis on a potrntinlly profitnblr high-density port ion of 
a linr which incurs n loss wh!'n analyzed in total. Jlow­
r,·er. we doubt the wisdom of rliminnting n portion of 
11 line whrn the line in total hns drmonstrntecl that it 
pro,·icl('s n positin• <'Ont ribution to ConRail's self­
suffirie11 <·.1·. " \' "ould note partirulatl} that if the .\ sso­
<·iation hus und(•r consiclrmlion a derision to l'liminate 
a portion of a brnnch line, it should C'onducl a careful 
analysis of polrntial s:\\' ings in <·rew c-osls. ,vr brlieve 
that it will find in mnny instances lhnl a train c-rew 

could serve an entire branch line in a single shift. 
whereas if the line were shortened, it would not ha,·e 
time to 1110\'e on to another line during its shift. and 
would simply find itself with idle time on its hands. 
Thus revenues would be lost without the opportunity 
to achieve any significant cost savings. 

The decision to exclude from ConRail all lines known 
or believed lo be "out-of-service" is also questionable. 
Lack of demand for service is but one of the reasons a 
particular line is not currently being sen•cd. A sub­
stantial number of the lines so designated were dam­
aged by H urricane Agnes or other natural causes. The 
record indicates that some carried substantial traffi<· 
prior to whatever calamity struck them. and others are, 
in fact, back in sen ice. The York, P ennsylvania. to 
Cockeys"ille, ~foryland. line of the PC'. for example. 
has been out of service since it was damaged by H urri­
cane .\ gnes in 1972. The line originated or terminated 
853 carloads in 1971 and also carried substantial over­
head freight traffic. Tn addition. i t provided the only 
access for the Stewartstown R ailroad. n profitable short­
line carrier. I n testimony recei,·ecl by the Office, a 
shippers' survey indicates traffic projections in excess 
of 1.100 carloads if service were resumed. The Sagon 
,Junction to Terminus, Pt•nnsyh ania. line is an examplr 
of one shown by the Association as out of service which 
has been restored to use. Tts 1!)7;i trnffil' is projected 
at 250 c-arloacls. 

.\ nother example whiC'h l'Ombines the two situations 
is the !\-mile line from Dayton to H empstead. Ohio. 
The middle one nn<l one half miles of track is out-of­
srn·ice but tlir two end sel?menls nre shipping more than 
3.000 carloads annually. Ob\'iously. the Association must 
make correct its records and analyze the traffic potential 
of nil these lines beforr they are eliminated from the 
systrrn. 

.\ not her defect in the .\ ssocintion's methodology is 
its faih11·e to recognize the revenue C'ontribution that a 
particular line on one of the bankrupt railroads could 
make to ('onRnil as a whole. In 1nm. the lines recom-
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mended for exclusion l?eneratccl over $70 mi llion in 
t'C',·enues for thr railroa<ls owninl? them. For the railroad 
industry as a whole, revenues originated and terminated 
on the l'xclud!'cl lines is estimated at more than $200 
million .• \ t least part of that trnffic• mo,·ecl in int.crline 
serviC'e o,·er the lines of one or more of the ConR ail 
carriers other than the one nct ually generating it, and 
the result is an unclersta tenwnt of potential loss of 
('onRail revenues from those lines. 

Based on thr assumption that clemunage payments 
offs,.'t the additional per diem payments re~ulling from 
time spent nt the shipper's dork beyond "free time'', 
clemmTa/?e re>venues were not considered in the Asso­
ciation ·s analysis. The current schedule of clemurrage 
rates that are in efTeC't after the 48 hours of free time 
nre: $10 per day for the first four clays, $20 per clay for 
the following two days, and $30 per day thereafter. In 



order for e,·en the initial demurrage of $10 per day to 
offset the per diem cost, the car would have to be in at 
least the $.'33,000-$.'35,0'.>0 cost bracket and less than five 
years old. H owever, the weighted average cost per day 
for the ,·arious car types used by the Association in 
developing on-branch cost ranges from a high of $5.07 
for o. special service box car to a low of $1.39 per day for 
a stock car. Since it is clear that demurrage payments 
are not offset, the Office believes the lines should be 
rredited with demurrage revenues. 

Turning now to costs. we have noted earlier that the 
rehabilitation estimates used by the Association at vari­
ous points in the Pinn present major problems of con­
sistency. Its estimates of the cost to rehabilitate the 
light-density lines are no exception. On page 43 of the 
Plan, it is stated that," ... some $1 billion in rehabilita­
tion funds would be required over time to bring light­
density lines, recommended for exclusion from the C'on­
Rail system, up to normal maintenance standards for 
surh lines." On page -18 it is stated that "Initial esti­
mates of the reduc·tion in rrhabilitation exp<.>nsr total 
S:180 million, ,·irtually nil of which results from the drop 
in track milrnge." (This rstimate was based on the rr 
durtion of l.000 milrs of hravier-density track.) These 
estimates result in rehabilitation costs p<.>r mile of over 
$161,000 and $95,000 respectively. On the other hand. 
by totaling the .\ ssoc·iation's estimatrs for rehabilitn 
tion of th<.> mdindual acti,·e lines not recommended for 
inclusion in ConRail, it is revealed that less than $60 mil­
lion would he required. This amounts to an average of 
lc•s.<, than $10,000 per mile for the 6,200 miles not recom­
m1•ncled for inclusion and represents less than 1.2 per­
cent of the $5 billion rehabilitation program the Asso­
riation proposes. The fart that surh inconsistent data 
w1•re mtrndu1·1•d at rnrious sta:,.'<'s of the dec1sion-mak-
111g proces.-, rnisrs serious doubts about the ,·aliclity of 
any ronclusions dmwn. 

The Offire 1s also concerned with the substantial in­
d1rrd on hrand1 cost;; inrhulrd in the analysis. Flat 
percentage increases are applied to transportation. 
maintenance of way and rehabilitation costs . • \ s a re­
sult the so-railed "nvoidahle'' costs i1l<'urre1l on th<.> 
bran<'h nre inrrens<.>d by o,·erheacl rosts which would 
probably not. in fact, be n\'Oided if service were dis­
continued. This indirect cost amounts to 10 to 15 p<.>rcent 
oft he costs attributed to thr brnnch. 

.\n amount representing 1t return on investment based 
on net sal\"age rnlue is not a proper cost to be included 
in the l ight -density line derision-making process. There 
is no basis for placing surh a burden on light-density 
lines, or for that matter, any part of the new system, and 
the .\ ssociation has quite properly not included return 
on investment in the main line projertions. In nil prob­
ability many segments of the system which were not 
subject{'d to the viability analysis would be unable to 
meet such a test. In fact, if a reasonable return were re­
quired of nil rail properties to be included in ConRail, 
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none of the bankrupts' properties would be acquired be­
cause the Association's projections show that C'onRail 
wi ll only be as profitable as the average of the other rail­
roads in the country, a rate which is far below what is 
normally t;ermed a "reasonable'' return on investment. 

The Association states that its cost assumptions were 
based on "assumed efficient operations," yet we fail to 
see how this could be the casr since it relied upon 
the oost experience of the bankrupt rai lroads d uring 
1973. T heir operations, then, as now. were O\Ter track 
subject~d to "slow-orders" under 10 miles per hour, 
through yards badly in need of rehabilitation, and using 
outmoded and deteriomted equipment. I n effect, nil of 
the inefficiencies caused by the condition of these car­
riers were built into the analysis by using historical data. 
No consideration was gi,·en to the savings which could 
result from operational efficienries resulting from re­
habilitation of the track or the rnt;e adjustments and 
system-wide cost reductions relied on so heavily in the 
Plan. Possible sa,·ings in crew size and more efficient 
equipment utilization were also disregarded. In fact,. 
merely by I'<.'lying on historical data from companies 
whose c·osts have exceeded their revenues by about 10 
perrent, the Association built in a bias toward exclusion. 

The use of system averages in developing cost info1·­
mation can substantially distort a specific line's profita ­
bility. In certain areas, such as equipment costs and 
crew wages, surh an approach is acceptable; as a lready 
noted, how<.>ver, it is not an acceptable means of deter ­
mining equipment usage levels or crew time. In the de­
velopment of rehabilitation, dismantling. or mainte­
nnnrr of way co~ and deoormining safrage value, t he 
sperifir ci rcumstances mry too much to permit a system 
a,•erage approach. In each of these areas, the specific 
physiral characteristics and local conditions will have a 
substantial impact on the results. For example, in cer­
tain instances, the cost of dismantling the branch line 
will equal or exceed U1e gross sah age value, yet t he pres­
ent methodolo/?Y would assign a value of over $20,000 
per mile of track. The use of an average land value of 
$:iOO per acre is questionable both from the standpoint of 
its real value and title. 

The problems and roncerns related to the use of aver­
ages was severely compounded when, in an attempt to 
make last minute data changes, the Association resorted 
to a modification of the primary methodology on 140 of 
the :H3 lines recommended for exclusion from ConRail. 
The results were significantly less precise than those 
from the primary viability analysis. For example, it was 
assumed that shipments added to or deleted from a line's 
traffir base had rommodity and routing characteristics 
identical to those of the balance of the t ra ffic on the 
branch .\ djustments to branch operating factors such 
as average time per trip and number of t r ips per year 
were made without verification at the local level. 

The statistical analysis applied by the Association 
tends to minimize eeonomic and social considerations 
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at the local level. In d iscussing community impact, the 
Association notes that its analysis indicates that in only 
15 of the 451 counties studied did the estimated decrease 
in industrial employment exceed one percent and "• • • 
the potential reduction in county income is less than one 
percent in 80 percent of the counties." It concluded"••• 
that the effect o f the suggested reduction in the s ize of 
the rail system would be negl igible." In gross terms, 
this Ie,·el o f employment Joss and its impart may seem 
unimportant. The Office wishes to point out, however, 
that thl'Sl' statistics. presented by the Association on a 
county-wide basis, represent compilations of individual 
c-omn11mity job-loss figures. and that local community 
imparts ran be fnr different from county impacts. 

C11n11joharie. Xew York, for example, is n village of 
nbout :2.680 people locnt1•d on line number 81. It is in 
;'.\fontgomcry County, which had II l!l70 population of 
55,88:3. Two firms in the villagc Pm ploy about 1.700 per­
sons, nnd ure lurgely dependent upon rail service. Loss 
oft his employment would obviouslJ be of disnster pro­

eportions for C"anajoharie and would have n most seri-
ous impart on thr county as a whole . .Anothcr pn11:ic­
ularlJ hard hit community would I.><' )fadison, Indiana. 
with a population of H,000 (line numbers 58!) and 590). 
Onr major employer. with a payroll of 425, has definite 
plans to move to another location if rail senice were to 
be terminated. 

Another matter of serious concern to the Office is the 
Plan's lack of an explanation of the relot ionsh ip be­
tween the light-density line derisions and coordination 
projects with solvent railroads. The Association has 
recommended that connerting sen-ice to certain markets 
be discontrnued o,·er all of the possible ConRail routes 
e,·en though the Pinn nssum<>s continued Con Rail sen·­
ice to those markets. Pro,·ision of such :,;erdcr would be 
impossible without successful negotiations for trackage 
rights or other coordination projects. There is a total 
lack of explnnat ion of the rationale behind such deci­
sions, e,·en t hough the result would ha,·e S<'vere impact 
on the li,rht-densitv Jines currently corrvin1r the hrid«e 
traffic. • · · ,... ,.. 

Exnmples of this situation are C'entrnl West Virginia 
coal nnd chemical markets. and BaJ ('ity-Saginaw. 
)Iichigan markets. Both of these areas generate over 
100,000 carloads annually. Thr .\ ssociation's discussion 
oft he lines leadinl? from thrsr mnrketi; fails to relat<' the 
significanre of. or for that matter the .\ s.so<:intion's posi­
tion on, the reloted roorclination projeds. l n both si tua­
tions the traditional routes to the markets are rrcom­
mended for exrlusion from C'onRail without hn,·in,r 
credit rd !Ill) bridge traffic to th<' line's , iahi lit v and 
without an-' analysis of the costs incurred on the.alter­
nntr routr. There is a suggest ion that attempts will be 
made to acquire trackage rights into the area, but there 
is no mention of the related coordination projects or 
of their impact on the light-density line decisions. 
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In certa in pa11:s of the Region the . \ ssocmtion·s h~ht 
density line decisions hn,e resulted in so many Imes))( 
ing selected for exclusion that ConRail will, in effN·t, 
be withdrawing completely from entire market areas. 
\Ve suggest that the Association re, iew these situations 
with an eye to determining whether at least some Con­
Rail seri·ice should be retained. The most obnous ex­
ample of this si tuation is found in the northern half of 
thr lower peninsula of Michigan. It may be inevitable 
that this sparsely populated area cannot support its 
prc:;ent complement of fi,·e north-south mil lines, two 
of which are operated by the Penn Central, and a third 
by the .\ nn Arbor. The .\ssociation should ronsider 
whether the area will not support at least one of these 
lines, or a rai l sen·ice pro,·ided over a romhinat ion of 
segments of the three. 

To conclude our comments on the .\ s,;0<•iat ion's light­
density line methodology, we• ha\'e ~lectecl as an ex­
omple of the problems presented hJ thnt analysis a 
stretch of trnrk whirh illustrates n numlx-r of the criti­
cisms whi<·h we ha,·e ,Hh'anred. It c•xtends from ~itro, 
\Yest Virg-inia, to Columbus, Ohio, and is illustrated in 
Figure -J-1. For this line, the Associntion's analysis fails 
to recognize: 

• O,•er 100,000 carloads of bridgr traffic originating 
or terminatm,r ea!>t of Xttro that is left without 
direct acces..'> to ConRnil. 

• The location of a repair faciht) fo1 the Xation's 
third largest rail freight rar lrssor, A('F ] ndus­
tries. at Redhouse, \Yest Vir,riniu, on n line recom­
mended for exclusion. 

• 12,000 of the 15,000 rarloacls of coal !-hipped from 
the P eabody mine in Sunnyhill. Ohio. during l!l73: 

• Recent upgrading of thr New Lexington to Truro. 
Ohio, line to ('Jass I 1 standards. 

• The new .T. C. Penny distribution center at Brice. 
Ohio, whid1 is now ·shipping at a rate of 420 car­
loads per Jear and expeds to ship 1,000 rarloads 
per year by next year. 

• .\ n ohl"iously profitahlr suh se1-'111ent which would 
result from ~•rl'inl? Baltimorr, Ohio, from C'olum­
hus. 

• The !=iil:J,!)00 ( as opposed to no cost whatever for 
the prrs<'nt route) o f estimated rehabilitation costs 
of tlw propo:,;<'d alternate route ,· ia Zanes\'i lle to 
carry bridgl\ traffic. 

• T he li,rht-wei,rht rail (RO to !lO pounds) on the 
Zu1ws, ille to Trinwny leg- of thr propoS('d aHernatc 
route c·ho~en lo handle over 100,000 carloads of 
bridge traffic annually. 

Tn addition, the nnnlysis o,·rrlooks the fart that over 
11.000 rarloacls (:i unit trains per wc•ek) of coal from 
thr P rnbody minr is shipp<'d to C"onsumers Power 
C'o111puny at Es.-.ex,·illc•. )firhi:!an. The exclusion o f the 
.\ rrn Arbor track between Dunde<' nnd Owosso, )lichi­
~an (line number 1:300) would eliminate ('onRail's 
access to Essein ·ille. 
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Figure 4-1 
Alternative routes between Charleston, W.Va. and Columbus, Ohio 
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Conclusions 
The Office has reviewed each of the Association's 

light-density line decisions which woulc~ result in the 
exclusion of a rail line from the ConRail system. Tht• 
results of that rel'iew will be found in ,\ ppendix B to 
this report. In summarizing the public- comment re­
lated to each of thcse lines we ha\"e made every attempt. 
in the short time allowed. to assemble and report accu­
mtely the hearincr testimony and written submissions 
of s~,·eral thousa~d interested persons. While it has. 
ob,·iously. been impo~ible for us to validate all the do.ta 
recei,·ed. the magnitude of the problem pre..,;:;ented by the 
.\ ssOC'iation 's analysis and conclusions stands out clearly. 
There is llllrdly ;\ single lin(' proposed for exclusion 
from ('onR ail for which some fact relied upon by the 
.\ ssociation has not be('n d1allenged. Repeatecll), the 
e,·idenre of the on-site witne~es demonstnites thnt the 
.\ ssOC'io.tion·s conclusions could only han• been reached 
by pcrsons who were not aware of the local conditions. 

The success of any nnnlysis hinges upon the ncrurnry 
of the basic dnta and the methocloloiQ" employed. The 
.\ ssOC'iation 's data were ('rroneous in many ruses. The 
serd<·e chararteristic· inputs to the , iability calcula­
tions in most cnsrs on•rstnted the actual lewl of st•n·ire 
and often grentl} exceeded the le,·el of s('nice nchrnlly 
r('quired on a particular line. Tlw , iability nwthodol-
0iQ", although gidng the general impn•ss1on of sper1-
ficit). at"tunlly rests upon a coiled ion of estimates. Tho 
estimation nppront'h was found to be pn1ticularl} sub­
ject to error "hen applied to branrh line subsrl(ments. 

Thr problems exhibit('<! by the .\ Sl:iOCiation's light­
density line analysis 1ut• thr samr as those which we 
l11ghhg-hted 111 commenting on last year's DOT Rrpo1t. 
The} strm from thr basic decision to apply broad and 
g1•neral statistical formulas to make specific- decisions 
on indiddual lines. The inability of such a computer­
based analysis to resohe data deficiencies or to recog­
nize m·erestimntions of sen ic·r C'liarnctl'ristiC's and to 
mnke the nrcessnry 11clj11stmenls wns not compensatrcl 
for in the anal)ti<'al mrthocloloj:Q·. and thr nwthodolol!.\' 
itself wns not trstrd against actual situations. 

The pubhe's response nnd our o,, n nnnlvsis haw con­
~·ince<l us that tlw 1T11'i: of the light-clensit;- line question 
1s thr nrc·urnry of the ll\'llilable data. Questionable as 
the A ssoC'int ion·s methodology rnny be. it is the failur(' 
of the ,\~ocintion to drmonstrate thr basic truth of 
the clnta from whirh it dre\\ its line l''i:Clusion dec·isions 
that has done the most to destroy public· confidenre 
in the correctness of its conclusio~s. 

Xow that t\\o succ·1>ssi1·e nttt-mpts nt c·omputc•r -baS('d 
10<:al li1w 11111dysis- first by DOT an,l then b, the 
• \ ss0<·mtion han• failed n1°C'uratrh· to measurl' th

0

t• real 
situation, the Office belie,es that~ different n.pproaC'h 
to mnkin~ tlwse dec·isions must be follo,1 t•d. Been.use 
the fundanwntnl problem is with the data. it will not bt• 
soh·ed by modification of the methodology to be applied. 

L 
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This means thnt no last minute patching-up of the com. 
put er pro~rnm w i II make it possible to achieve In· 

formed nnd rntionul IOC'al-ser\'ice line decisions. The 
only solution is for the present process to be stopped, 
and for the Congress to amend the Regional Rail Re­
or1t11nization A ct to permit and to direct anotherattark 
on the light-density rail line problem. 

1. ConRail would be established. acquire from the 
estates of the bankrupt carriers the light-density 
lines recorrmwndecl by the .\.ssociation for inclu­
sion and C'Omrnence operations. 

2. For a period of two years. Con Rail would operate. 
without nrquiring. tlw remaming light-density 
lines indudinl! those identified us "Lines Xot Xow 
Being SenNI". with the Federal g01·ernment 
reimbu rsmg the t rnstees for use of their property 
and ConRtul for its operation of such lines. Re­
imburs1•111t•nts would be as specified in Standards 
for Detrrmining Rail Sen ict• Continuation Sub­
sHlic>s ( l9 CFR ll2:i). 

:t ConRail woul1l lw required to maintain records 
of n!'tunl rt•,·enurs nncl C'osts on nil subsidized lines 
as specified Ill thr Subsidy Standards. 

L C'onl!ress would make avnilable funds for State 
rail plann111ir grunts to a~ist the States in pre• 
paring thl' rail ~t•n·i,·l' plnns required under the 
.\ C't. 

:i . • \ ft1•r the t" o year period. incli,-idual line reten­
tion decisions would be made, with ConRail BC· 

quiring tlw properties us specified in the Act. The 
t" o-ycar Frcleral 70 percent matching subsidy pro· 
irram would then f!O into effect for lines not ac­
quirNl h) ConRnil. 

Jmplement111g- this approach would o,·ercome many 
of the 1·oncerns ancl objections which ha,•e been voiced 
on th1• liirht density lme issue. This approach would: 

• P ern11t hranch line decisions to be based on Con­
Rail's costs and operat111g characteristics, rather 
t hnn those of a ha 1krupt carrier. 

• P1•rmit hrnnch line decisions to reflect negotiated 
sen·ice frequen1·y lc\'els rather t han being based on 
the estimatrd sen·ice frequencies for 1973. 

• Reqmre C'onRo.il to establish branch-specific cost 
accounts for all lines, permitting more accurate 
estimnt1ons of the costs to be anticipated on lines 
for which subsidies will be offered a fter the two­
yt•ar period. 

• Permit dell•rmmation of rc1·enue received by Con­
Rail rather than by a bankrupt currier for traffic 
g-enerated on each line . 

• P e rmit an objecti,·e analysis of o,·erhead tra~.c 
which would 11se each bninch line under ConRail s 
act uni opera I ing pattt>rn. 

• Pro1·ide the States in the R egion with financial as­
sistance and additional t ime in which to perform 



the comprehensive analyses required to develop 
State Rail Plans. 

To determine the cost of operating all excluded light­
density lines for this two-year period, the Office has 
developed hypothetical rail service continuation sub­
sidy amounts for nil lines not recommended for inclu­
sion in ConRnil based upon the 1973 revenue data and 
the senice characteristics the .\ ssocintion used in its 
]i<Yht-density analysis. The subsidy est imates by line 
ar~d summaries by States are detailed in Appendix C. 

The .\ ct authorizes a total of $180 million for F ederal 
share of light-density line subsidy payments for the two 
years during which tht• subsidy program was originally 
intended to 1"t'main in effect. Based on the hypothetical 
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calculations, the total estimated subsidy payment re­
quired to operate all lines analyzed by the Association, 
but not recommended for inrlusion in ConRail, has been 
computed by the Office at approximately $17.7 million a 
year exclusive of rehabilitation costs, or a total of $.35.4 
mil lion for the Lwo-year period during which we recom­
mend a 100 percent Federal subsidy. It is clear, there­
fore, that the Act now pro,·ides for Slifficient funding to 
continue these services while a more satisfactory solu­
tion for thei r ultimate disposition is developed, and that 
there would be a substantial amount remaining for 
other services eligible for subsidy under the Act and 
for necessary line rehabilitation. 
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5 
Other Analyses 

MARKETING RAIL FREIGHT SERVICE 

Tho Preliminary Syslem Plan reu s some of the 
factol'S which have led to thl' declining competitive pos­
ture of the railroad industry, particularly in the )fid­
Wl'St and Northeast Rl'gion. C'hapter 9, "Marketing Rail 
Freight Sen·ires," suggests that the long-term growth 
prosperts for the industry look moderately favorable. 
Th€' .\ ssociation purports to believe that significant 
gains ran bl' made by C'onRail both in the long and the 
short term by ndopting an aggressive and reasoned 
marketing strategy. The assumptions that the growth 
forerasts nre rorrert and that the markE"ting strategy 
will be surcessful are essential to the degree of success 
projected for C'onRail in the pro forma financial state­
ments. The Oflire ent.ertains serious doubts about both. 

.\ !though various chaptel'S and appendices of the 
Plan touch upon rail compPtition with other modes of 
transportation, littlP or no attention appears to have 
bepn directed to thl' question of the commPrcial and 
industrial compPtitivl\ outlook for the ) [idwest and 
Xortheast Region itself. The prospects for marketing 
tho sen ·icPs of Con Rail and thOSE" of the Region's other 
railroads will depend to a major degree upon future 
industrial and commercial developments in the terri­
tories servPd by thPm, rather than upon national trends 
or trends in the railroad industry generally. Tf the Re­
gion does not prosper, C'onRail will not. 

Much rai l-oriented industry, so the Plan relates, has 
shifted from the Region to the South and West; what 
caused these shiftsi Were transportation factors, such 
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as the navigation projects on the Tennessee, Tombigbee, 
) l ississippi, ~ .. 1ssouri, Ohio and Arkanas rivers respon­
sible in any degree? Have the States in the Region been 
overlooked in the apportionment of navigation projects, 
to the detriment of its economic development and its 
railroads? Have differences in rPgional freight rates 
and practices played a pal1:? Have the authorities in the 
southern and western states been more vigorous or suc­
cessful than those in the Region in pul'Suing t ranspor­
tation advantages for commerce and industry? Are the 
"enerally better financial results of some railroads in "' . the South and West related to any of these develop-
ments? What suggestions could the Association offer to 
the authorities in the )Iiclwest and Northeast for re­
,·ersing declining trends and stimulating employmen~, 
commerce, and industry in the Region? The Plan 1s 
silent on these subjects, which appear to be of central 
consequence to the future of the Region's railroad 
svstems. 
· One important factor may well be t he aggressive a_nd 

often successful industrial development programs which 
are a ,·ital part of the operations of many railroads in 
the South and West. Industrial development in Con­
Rail's territory ought to be a major element in its mar­
keting strategy. 

.\ t png(' 12-1 the Pinn states that the long term ec~­
nomic growth of the Region, particularly for rail ­
oriented commodities. is encouraging. T he only reason 
given for this conclusion is that the cu~nt ene~gy 
shortage and the proposed relaxation of air pollution 



regulations cause the Association to predict an increase 
in national coal production of 64.2 percent between 1973 
and 1985. It is therefore predicted that ConRail's coal 
tonnage will increase nearly 37 percent in these years. 
The Office is aware that Montana and ,vyoming coa l 
production, for example, is increasing steadily, and that 
some of this low grade, low sulphur, high ash fuel is 
being hauled into the Region, substituting for coal 
mined therl'. But ConRairs future coal traffic presum­
ably will depend on production of the mines serl'ed by 
it, not national trends. The Final System Pinn prospec­
tus will deSHl'e greater credibility if its coal traffir 
projedions relate specifically to the mines ConRai l will 
serve. 

Wt' are troubled that the Association has apparently 
assumed an upward trend in rail rel'enues and tonnage 
based on an e:-.trnpolation of recent experience o\·er only 
a two-year period. Between 195:i and 1971, Eastern Dis­
trict tonnage generally suffered a decline. To assume a 
continuing rising trend based on two years' results fol­
lowing a 16 year decline, part icularly in light of the 
present state of the economy, is highly suspect. 

,Ye feel constmined to point out, also, that in Chapter 
1 of the Plan, at page 8, the Association expresses deep 
pessimism about the growth potential of the Region. 
Citing such factors as population outmigration. dimin­
ished year-to-year growth in tmffic volumes, and the 
relocation of raw material sources and manufacturing 
centers away from the ~ortheast, the Association states: 

A review or the factors nlTe<:tlng the growth or Intercity 
freight traffic In the NortheaRt nnd the competlth•P unlnnce 
nmoog modes does not s uggest a strong re.-lvnl, regardless or the 
relative efficiency of the rail Industry. 

Is it the optimistic or the pessimistic stance which rep­
resents the true point of \·iew of the As.wcintion? 

Also, in contrnst with the coal traffic optimism of 
Chapter 9 is the pessimism about the freight car pro­
gram nt pages 85 and 92, which appears to enl'ison a 15 
percent reduction in the open-top hopper fleet. It is un­
derstood that Penn Central's coal tonnaae in 1974 was . ~ 

restncted by hopper car arnilnbility. How is ConRail 
expected to haul 37 percent more coal with 15 percent 
less cars! To be sure, at page 61 the Pinn estimates a 27 
percent improl'ement in hopper car utilization. The 
Office's doubts about the . \.ssocintion's car utilization 
estimates an• expressed rlsewhere. 

Since the projections of inC'reased coal traffic account 
for 55 percent of the anticipated tonnage gains and 23 
percent of the freight revenue increase 0\'er the pro 
formn period, the Office would prefer that the Finni 
.System Plan prol'icle more specific substantiation for 
this fore<·ast and an explanation of the apparent con­
tradiction between it and the freight car program. The 
Offire also suggests that in tht> Final System Pinn the 
Association disclose the extent, if any, to which it b<>­
lie1·es ConHnil's future coal trnffic growth may be af-
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f<>cted by the use of waterways, mine-mouth location of 
utility plants, slurry pipelines, or other factors. 

At page 127 it is explained that the Association's 
consul tant, Temple, Barker & Sloane, is constructing 
an updated freight forecast to be incorporated into the 
Finni System Plan. The footnote on that page infers 
that the revised forecast will include tonnage and rev­
enues of branch lines under consideration for abandon­
ment, on the assumption that the losses on these lines 
will be subsidizt>d and the traffic remain on the rai lroads. 
Chapter 9's forecasts apparently included $78.3 million 
of rel'enues from these brunch lines in 1985, although at 
page 196 it is stated that the Plan's financial proformas 
did not; instead, they took credit for $106 million nnnunl 
reduction in operating expenses as a. result of abandon­
ing 6200 miles of branch lines in 1978. This discrepancy 
should be clat·ified in the Finni Systt•m Pinn forecasts 
and pro formas. 

The current slump in automotive production is 
acknowledged in the Plan as one of thr uncertain fac­
tors presently Ol'rr-hanging the economy. The Office hns 
no particular expertise in th is arer,, but ventures the 
obsen·ation that with auto and truck registrations of 
125.2 million at year-end 1973, replncrments alone, if an 
a\·et-age 12-year \·ehicle life be assumed, would require 
production or import of about 10 million units annually 
in the future. Of course, auto and truck registrations 
may decline, but this dol'S not seem probable. No doubt 
smallet· cars will predominate in the futul'P, and this may 
diminish the tonnage of automobile traffic available to 
C'onRa i I. On the other hand, it may be that smal fer auto­
mobiles. since they ha\•e better stowage characteristics 
than the behemoths of recent years, could provide more 
profitable traffic opportunities to ConRnil. And profit, 
not tonnage. should be the primary goal of marketing 
strategy. 

Congress enacted late in 1974 legislation increasing 
the maximum allowable weight for trucks using the 
Interstate H ighway System to 80,000 pounds. The F inal 
System P lan should include an expression of the Asso­
ciation ·s expert opinion as to whrther, and the extent 
to which, this will imprO\'l' or constrict ConRail's profit­
making opportunities, particularly for traffic competi­
~il'e with motor <'nrriers. The interested public, includ­
mg prospecti\·e C'onRnil investors, ulso might find en­
lightening till' Association's views as to the effects on 
transportation costs in the Rrgion and on ConRnil of 
an incr1•ase in thl• [>t'esent 96-inch maximum allowable 
width for highway \'ehicles; the trend toward 45-foot 
trailers: and the possible incrrnsed use of "double-bot­
tom" trnilers .• \.ssuming a C'onRnil marketing strategy 
aimed at maximizing the combined efficiencies of rail 
:ind motor carriers, as suirgestecl in our comments on 
Intermo<lnl Sen·ices, it is possible that the effects of 
some o f these technological or rep,.ilatory changes could 
be to impro\·r O\'er-all tmnsportation rfficiency in the 
Region. Tht> Office beliel'eS this to be one of the goals 



of the Act, and that the Final System Plan provides a 
unique opportunity for the public to receive the benefit 
of the Association's expertise and guidance on these 
matters. 

The freight revenue forecasts assume $64.4 million 
annual gains from selective rate adjustments. They also 
assume gains from traffic diversions estimated at one 
point in the Plan at $50 million (page 126) and at an­
other point in the Plan at $32.8 million (page 124). 
Several of the cc,mments reaching the Office have ex­
pressed a desire for greater specificity as to the means 
by which these rate adjustments are to be effected, the 
traffic to be diverted, and the present routes or carriers 
from which it is to be diverted. 

The Oflkt• assumes, along with the Association, that 
there are deficiem·ies in the railroad rate structures and 
that many mdividual commodity rates can be identified 
which will pro,•r to be either too high or too low. W.-? 
would hopr and expect that a new C'onRail manage­
ment will take rapid and constructi"e steps to adjust 
its rntrs and set its salrs strute~ to take into acrount 
thr ,·ery real market adrnntages which th<' route struc­
ture of tho Penn Central and the other smaller bank­
nipts prondr. I [owevrr, we are not optimistic that rate­
making errors l'Un be disroverecl immediately, or that 
adjustments ran b<' made that" ill greatly enhance Con­
Rail's profitability over the short term. We ha\'r sum­
marized our undrrstunding of the Plan's principal pro­
posed sour<'es of inereasrd fr<'ight revenues for the pr.l 
form11 l!lit>- 1085 p<'riod in our section on Intermodal 
Sernc<'s. It 1~ not neces:,.ary to repeat here that summary 
or the errors point rd out Ill thr data. 

.\ lso in tlw ~<·tion on Intermodal Sen·ices the Office 
has expressl•<I its suggestions with rrspect to the Plan·s 
urgin~ ( at page 1:H) of early Congressional action <'11· 
1·oura~m~ the prompt resolution of divisions disputes. 
Xowhen• in thr ten-year proformas do the revenue est i­
mall's of the Plan apparently include any anticipated 
g1uns from this source. This may reflect the A~ia­
llon 's rons1d<'r<'d jud:rinent as to th<' likelihood of an 
1111irmat1n• Congn•ss1onul response to this appeal Ill the 
near futurl'. 

.\ t pnge 1:W the Plan states that the freight traffic nnd 
revenue for<'casts should be regarded us preliminary 
nnd subject to change. The Office has not, therrfore, t·om• 
ment<•d in d<'tail on the for<'cnsts for all t·ommodity 
~roups. It 1s to be anticipated, however, that the Final 
System Pinn fore<·usts will be subjected to the closest 
S<'rut111y by muny analysts. If they nre to withstand 
that srrntiny successfully, a great many questions raised 
by the preliminary forecasts and their underlying 
us..-;umptions will have to be answered. 

Re<'ognizing that our response to the Association's 
materinl related to mark<'ting has been almost entirely 
critical and questioning, the Office wishes to point out 
that it is in basic ngre<'ment that a st rong rail sen·icc-
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marketing program can have a major effect upon the 
success of ConRail. We have been asked from time-to­
time whether ConRail really has a chance to be a suc­
cessful and profitable railroad. In reply, we have an­
swered that we find it difficult to understand why Penn 
Central is not a profitable railroad. It serves more of 
the major markets of the most highly industrialized part 
of the "Cnited States than does any other carrier, and it 
sen •es them over what are in most instances more favor­
able route;; than those of its competitors. 

These same advantages will belong to ConRail. Tho 
new system should pro,·ide a fruitful field for motivated, 
aggressi"e, and imaginative marketing experts, and w~ 
have no doubt that they will be succe;;sful in adding new 
traffic and increasing the profitability of much of the 
existing traffic. ,vhere we depart from the Association 
is in the ways in which 1t has quantified those projected 
ga1ns. Tmffic and rewnue forecasting is a difficult and 
arcane exercise. fraug:ht with many risks. It must bo 
undertaken, however, and with great care lest the 
would-be im·estors in the new enterprise-in this case 
the American taxpayers-be seriously misled about the 
potential success of that enterprise and the risks which 
they "·ill be taking when their elected representatives 
deride whether and how much of the public monies 
should be 1nvestt>d in the restoration and initial opera­
tion of the railroad system in the Midwest and 
Xorthcast. 

INTERMODAL SERVICES 

Because the proposed expansion of trailer-on-flat 
car and container-on-tint car (TOFC/ COFC) services 
accounts for such a large proportion of the projected 
Con Rail re, enue gains, this portion of the Plan has 
been reviewed with us much care us the limitations of 
time and the data presented allowed. The Association 
has inentified TOFC/C'OFC' services as now conducted 
by the bankrupts as major contributors to their losses. 
Thus, the P lan's conclusion that expansion of these 
sen·ices is expected to make a major contribution to 
ConRairs net income must be scrutinized with care. 

Rehabilitation of the properties and rearrangement 
of these operations should permit better, more competi­
ti,•e services to be offered. Ilowe\'er, because so large a 
portion of the projected ConRail TOFC/ COFC ton­
nag<' gains would result from diversion of present 
freight car traffic, and for other reasons outlined in 
the discussion which follows, the Office has certain 
reservations about the intermodul plan presented, 
which it hopes will be con!:<idered by the Association 
in formulating the Final System Plan. 

The preliminary plan projects a total gain in Con­
Rail freight revenues by 198S of $-1-5-!.6 million over 
the amounts reported by the C'onRail carriers in 1973, 
or 23.9 percent. Of this amount, $339.6 million is ex­
pected to be derived from tonnage gains. The antici­
pated increase in TOFC/ C'OFC' revenues-$126.6 



million-represents 37.2 percent of this amount. Thus, 
t he prospects for success in achieving this goal, and the 
effects on ConRail's net earnings, will be of major 
importance to the integrity of the entire plan. 

The Association estimates that the PC intermodal 
ser vices alone incnrred a deficit of $30 million in 1973, 
and that if current replacement costs and a realistic 
return on im·estment are included in the calculation, 
tho loss could be twice that amount. The Office has no 
basis for disagreeing with this appraisal, and concurs 
that the present TOFC/COFC services and rates may 
be a major factor in P enn Centrars losses. 

Apparently it is partly for· this reason and partly 
because of the current economic downturn that the 
Plan projects a decline in TOFC/COFC revenues dur­
ing ConRail's first year, 1976, of $16.87 million, or 10.5 
percent. About 15 percent of present traffic, because 
of its unprofitable nature, would be eliminated by some 
means, presumably in 1976. As a result, the annual com­
pound growth forecast for ConRail TOFC/ ('OFC rev­
enues between 1976 and 1985 is 7.7 percent, and the 
total increase in revenues for this nine years is $135.39 
million. Between 1976 and 1980 TOFC/ COFC revenues 
are projected to grow at an annual compound rate of 
almost 9.6 percent. 

This, on the surface, appear:; to be a mther optimistic 
expectation when it is considered that for all Class I 
railroads piggyback carloadings increased from 890,748 
in 1964 to 1,543,198 in 197:3. This annual compound 
growth of about 6 percent began from a small base. In 
the same period, other carloadings declined by 2,577,791, 
or nearly four times as much as the piggyback carload­
ings increased. Xot all of this decHne, of course, oc­
curred because of freig-ht car traffic being dil'erted to 
piggyback sen·ice, hut it must have been an important 
factor. And of course, had it not been for piggyback 
service, some of the traffic involved might have been 
lost to the railroads. 

The preliminary plan assumes that about 4 percent 
of present carload traffic would be diverted to the pro­
posed piggyback services. If this percentage is applied 
to al,l 1973 carload traffic of the ConRail carriers, it 
alone would amount to about 13.7 million tons, or 77.8 
percent of the total ConRail piggyback tonnage pro­
jected for 1985. Yet no decline is projected in any of 
the non-TOFC tonnage groups. Also, the estimated 
tonnage to be diverted from freight cars exceeds the 
actual 1973 piggyback tonnage of the six railroads by 
about 38 percent. Put another way, these figures would 
suggest that the expanded TOFC, COFC serl"ice is 
not expected to bring ConRail any net new business. 
The average length of haul in TOFC COFC service 
is projected to remain unchanged, but the average 
rel'enue per ton-mile is expected to increase about 3.4 
percent. 

Aside from the diversion of freight car traffic, the 
Plan's intermodal projections assume that TOFC/ 
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COFC services will prosper in contrast with past pig­
gyback experience, because of: 

(1) l\Iajor roadway rehabilitation and improve­
ment, enabling higher speeds and more reliable service; 

(2) )Iajor rehabilitation and regrouping of TOFC/ 
COFC terminals; 

(:3) Development of a rate structure that will attract 
shipper business and also foster intermodal ( rail-motor 
carrier) coordination where possible; 

( 4) Gaining greater control of the pickup and de­
li very function through expansion of the operating 
rights of rail-owned truck lines; 

( 5) Penetration of the small shipments market, in­
cluding the less-than-truckload (LTL) and partial 
truckload (PTL ) markets through expanded trncking 
operations and the opening of new LTL terminals. 

The Office conrurs in the first three assumptions, 
but has some resen·ations about the last two. 

The basic philosophy of the plan perhaps is best 
expressed by the statement: "It is almost axiomatic 
that the firm controlling pickup or delivery of a ship­
ment also exerts control 0\'er the line-haul mo,·ement." 
This is traditional railroad marketing philosophy, but 
there may be some question whether it has led to 
desirable results in recent years, or whether it is the 
best approach to intermodal operations. In brief, might 
not a cooperative approach in dealing with carriers of 
other modes be worth considering rather than all-out 
insistence on controlling the traffic from door to door1 

Apparently the PC trustees do not consider the 
present motor carrier subsidiaries to come within the 
scope of Section 303 (b) of the Act, which provides 
for the conl'eyance of rail properties, for PC has con­
tracted to sell the operating rights of one such carrier, 
New England Transportation Company (ICC Docket 
No. MC-F 12419). The definition of this term in sec­
tion 102(10) restricts it to assets or rights which are 
used or useful in rail transportation service. No doubt 
the . \ ssociation will want to obtain a clarification of 
this question before proceeding with the Finni System 
Plan. 

Even if the proposed expansion of trucking opera• 
tions, including establishment of LTL and PTL 
terminals, is in keeping with the Act there may be ques­
tions as to whether the expense and capital expendi­
ture portions of the preliminary system plan adequately 
provide for this, and whether it is the wisest approach. 

The Association estimat<>s that more than $100 mil­
lion will have to bl• invested in intermodal terminals 
in order to accommodate projected 1985 demand. 
There does not appear to be any provision in the reha­
bilitation or capital expenditure tables for the pro­
posed LTL and PTL "retail" facilities. The Plan 
estimates that the 1973 trailer fleet of 13,200 units could 
be reduced by 25 to 30 percent, and that several hun­
clred surplus Flexi-Van trailers could be retired. This 
seems reasonable for the short term, especially consid-



ering the projected drop in T OF C traffic in 1976. But 
there do not appear to be provided in the p lan funds 
for the new equipment which would be required to 
invade the motor carrier field , such as tractors, 45-
foot trai lers, and twin doubles. 

In the p rojections of transporta tion expenses, Ac­
count 421, Operating T OF C/COFC terminals, increases 
about 26 p('rcent from 1976 to 1985, whereas TOFC/ 
COFC tonnage increases 88.5 percent. Trne, some effi­
ciencies nmy be expect('d from consolidating te rminals, 
but t his projection appears optimistic. Account 422, 
Other H ighway Transporta tion E xpense, is projected 
to derlin(' 40 percent between 1976 and 1985, notwith­
sta nd ing the proposed ('Xpansion of motor carrier and 
LTL act ivities. 

To accomplish the goals of the proposed intermodal 
plan h('ad-on <'Otnpetition with the general commod­
it ies motor carriers- it SC('IT1S likely that a large part 
of ConRail's organization would need to be highway­
orientecl. Yet, in <'Omparison with major establ ished 
motor carriers, C'onRail's TOFC/ CO FC revenues, de­
spi te the dramatic increase projected, would be rela­
ti,·ely small. One large motor common carrier in 
th(' Region, Roadway Express, for example, which has 
almost no debt, generated $504.8 million in freight reve­
nues in 1974, about 81 percent more than the TOFC/ 
COFC revenues projected for ConRail in 1985. And 
if in fa<'t thr('e quarters of ConRa il's TOFC/ COF(' 
tonnage is to be diverted from exist ing freight car 
traffic, is il wise to build up a large organizat ion to 
engage in direct <'Ompet ition wi th experienced motor 
carr ie rs for the remainder i 

T he Office suggests that realization of the intermodal 
forecasts may be facili tated by a departure from t radi­
t ional marketing and rate making philosophies, with 
consideration being given to cooperating with the motor 
and water carriers so t hat the expert ise and efficiencies 
o f these car riers can be melded judiciously with what­
ever cost or service advantages ConRail's improved 
TOFC/ COF (' ser vices can o ffe r. This a pproach would 
involve o ffering joint rates to motor common carriers 
with divisions such as to make piggybacking more at­
t ractive to them t han over-the-road line haul. It would 
1·ep resent a sharp departure from recent railroad mar­
ket ing ph ilosophy, but if in fact ConRail can provide 
ser vice of comparable qual ity at lower costs than over­
the-road trucking, the potential for TOFC/COFC 
re,Tenue g rowth may be g reater than the Association's 
project ions, without the costs of a large highway­
oriented organization and expensive and d uplicative 
trucking, LTL and PTL operations. If, on the other 
hand, ConRail is not believed to be capable of provid­
ing lower cost und time-competitive sen •ices, then ex­
panding its TOFC/ COFC operations, which are now 
unprofitable, might be a mistake. 
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Some background us to previous intermodal behav­
iour of the rai lroads appears at this point to be ap­
propriate. The early railroads began, for the most part, 
as intermodal carriers. That is, they were built, usually 
in relatively short segments, to provide in land locali­
t ies with connect ions to navigable waters or us connec­
t ions between the headwaters of navigable streams. 
The names of many early railroads (Baltimore & Ohio, 
Chesapeake & Ohio, Patapsco & Black Rivers, etc.) 
symbolize this purpose of connecting waterways. Rai l­
roads recognized that water and rail t ra nsportation 
were complementary, and they made rates und adjusted 
their ser vices in keeping with the necessity for water­
rail cooperation. But as the rai lway system expanded 
and traffic managers hungered for tonnage at any price, 
this cooperative attitude d iminished. The expansion of 
the motor carrier industry und the revival of river 
t ransport in the past few decades, coupled with the 
relative decline in the rail share of the freig ht market , 
seem to have fostered an attitude in the railroad indus­
t ry of determined non-cooperation with other t ransport 
modes. 

T he demise of the rai l-water-rail coastal trades pro­
vides un example of this. Prior to World War II rail­
roads both in the East and in the West generally partic­
ipated in joint through rates with steamship companies 
in the thriving Atlantic and Gulf coastal t rades. The 
Southern P acific owned the Morgun Line of steamers; 
t he Central of Georgia, the Ocean S teamship Co. ; the 
New York Central, Newtex Steamship ; the New H aven, 
the New England Steamship Company, Merchants and 
ifiners and several others. The rai I and water companies 
generally had harmonious relat ionships; the rail hauls 
in the rail-water movements were shorter than they 
would have been in all-rail movement, but because of 
the favorable divisions the generally low-cost water 
lines were able to provide, they were profitable. The 
shippers enjoyed a choice between all-rai l and rail­
water-rail routings, usually at differential rates reflect­
ing the lower costs and slower speeds of the water 
movement. 

The requisitioning of the coastal vessels for W orld 
War II resulted in thei r t raffic being diverted to all­
rail movement, and following the war the railroads, 
throug h their rate bureaus, combined in a program of 
reducing a ll -rail rates, increasing port rates, and deny-. 
ing joint rail-water rates and routes. T he p re-merger 
New York Central joined in rail-water rates with the 
coastal lines to and from its stations east of Buffalo, 
and the Central of New ,Tersey, Reading and New 
H a ven participated substantially in rail-water traffic. 
The P ennsylvania and most of the Southwestern lines, 
however, refused to make joint rail-water rates, and 
by the mid-1960's they had succeeded in driving out 
the last rail-water-rai l service. The coastal water lines, 
lacking rai l cooperation, have been obliged to interl ine 



with trucks. That this benefited the eastern lines which 
had previously shared in rail-water traffic is not ob\·i­
ous. At present, about 1,400 trailers per week are moved 
into and out of the eastern lines' territory by water 
carriers sen·ing Florida and the Gulf. 

In domestic rail-water service railroads usually are 
the originators and terminators of the traffic. In motor­
rai l service the relationships arc reversed, and trucks 
usually orig inate and terminate the tra ffic. W ith the 
expansion of the Interstate Highway System, the trend 
toward d ispersal o f industrial production, and the 
shift to light manufacturing and service industries in 
much of the midwest-northeast region, th is becomes 
an increasing ly important consideration. Many of the 
newer plant faci lities lack rail sidings, and thei r 
frt>ight consequently must move at least part way by 
truck. The railroad rack cars, for example, mO\'e sub­
stantial quantities of new automobiles, but they can­
not delivt>r the autos to the dealers. 

These facts are elementary, and they would seem to 
suggest a la rge mt>asure of coopera tion between rai l­
roads and motor carriers. In theory, rail TOFC COFC 
services would combine the rail long-haul ad\'antages 
of fuel economy and possibly lower cost with the short­
haul efficiencies and flexibil ity of motor carriers. re­
lieving the highways of the burden of long-haul 
trucks. Implementation of tho theory would involve 
rail TOFC COFC rates or d i\'isions sufficiently low 
to make it advantageous for motor carriers to ship 
their trailers by rail rather than over the highway. In 
practice, most rail piggyback rates seem to be aimed 
at the traffic of ocean carriers, f reight forwarders and 
shippers' associations or at diversion of rail freight 
from box cars, and to discourage traffic tendered by 
motor carriers. 

The enormous spread in tht> following comparison 
of freight-all kinds (F AK ) rates or divisions available 
for moving two trailers or containers of total weight 
92,000 pounds between the East Coast terminals at 
Boston, New York, P hiladelphia, and Baltimore on 
the one hand and the West Coast terminals at Oakland 
and San F rancisco on the other may serve to illustrate 
this point. 

T he very low land-bridge divisions serve to divert 
traffic from ocean-going \'CSSCls which otherwise would 
transit the Panama Canal. .\ !though there may be some 
differences in the services provided, if these land bridge 
rates ~re compensatory it is difficult to explain why 
the railroads could not offer much more attractive 
rates or d ivisions than they do to induce motor car­
riers to tender Plan I or Plan V traffic which pres­
ently moves by highway in substantial volume. The 
Office understands that there is now almost no P lan I 
or Plan , . transeontiiwntal traffic, and that the rai l­
roads do not want or solicit such traffic, p1Lrtly because 
such trai lers tendt>red to them under prt>sent tari ffs 
tl''ld to Ill' O\'e rflow or unbalanced movements. 
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Plan 
Land-bridge--volumc 
T ier divisions-

Totalp,;r, _ 

e tra11fr, 
9l,0OOlh 

---------- - --- -------
1 $1, 3~ 

1- 20 trai lers _______________ _____ _____ _ 
21-40 t railers ___________ _____________ _ 
41- 60 t railers ____ __________ __________ _ 
61-over t rai lers ______________________ _ 

II112-I V 2 
-- - ---------------- - ----- - - - - - -­

III IV
2 

-------------- ---------- -------- ­

I- IV2 ------------------------ -----------

1, 796 
I, iOO 
1,502 
I, 454 
3, 5-16 
3, 3.11 

1 3.m 
1 Require~ tender ing a minimum ot 12,500 trailer« or coo­

tnlners annually. 
• T he wes tern roads g1merally nccept FAK trnfflc only on 

Plan I\' rate~; therefore, It mo"es t rnnscontlnen!Jllly on combl­
nntlons or Pinn I V nod other plnns. 

• Although the western railroads generally discourage Plan I 
traffic, n determined motor carrier nppnrently could obtain 
transcontinental Pinn I routings tor a total ot $2,731. 

F rom the standpoint o f t he public interest in con­
ser ving energy, reducing atmospheric pollution, and 
relieving highway congestion, there appears to be little 
advantage in diverting to the railroads movements 
which would otherwise t ransit t he Panama Canal, but 
much to be gained by reducing the number of trucks 
on t he highways. The Office real izes that there are 
many obstacles to be overcome if this is to be accom­
plished wit h equity to the rail roads, the motor carriers, 
and their respect ive employees, but believes that the 
e ffort should be made, and that the stated goals of 
the Act require it . 

It is quite likely that, as the Association appears to 
believe, the land-bridge volume rates are unremuner­
a tive. Yet , within the large spread of rates above, it 
seems possible that remunerative rates could be devel­
oped which would be attractive to motor carriers and 
divert substantial volumes of t ra ffic from the highways. 
If they cannot, the merits of a la rge expansion in 
TOFC/ COFC ser vices merely to divert present freight 
car traffic seem doubtful. The Office recommends that 
in preparing the Final System P lan the Association 
give consideration to a ma rketing p lan and rate struc­
ture gi ving prospects of inducing motor carriers to 
entrust line-haul movements to ConRail, and that if 
it concludes this is unfeasible it consider a substantial 
reduction in the proposed TOF C/ COFC services. 

The plan contemplates an expenditure of $100 m!l• 
lion for intermodal terminal facilities by 1985. It d15• 

cusses the problems of restrictive overhead clearances, 
the desi rability of improved locomotives and cars, and 
the necessity of accommodating 45-foot trailers and 
other highway vehicle developments which may ~ 
forthcoming. It is evident that large capital cxpen_d1• 

tures wi ll be im•olved if ConRail and its connecting 
railroads arc to be major and effect ive participants in 
this transportat ion market. 

T he Office, fully realizing the complexities involved, 
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suggests that the major rehabilitation and restructur­
ing of the region's rai lroad system (and probably of 
other railroads) which is clearly necessary provides an 
occasion to consider tho advisability of a planned phas­
ing out of conventional p iggyback operations and 
change to containerizat ion. This could offer many ad­
vantages both in ca.pita.I a nd in operating costs. 

Tho piggyback technique pioneered by the former 
New H aven was relati,·ely primitive but well suited to 
the conditions met in the New York-Boston t raffic of 
1937. It required only modest capital expenditure for 
some elementary ramps and tie-down de,·ices fi tted to 
existing flat, rars. For long-haul, high speed, high vol­
ume t raffic under today's rircumstances, it has many 
d isad ,•an tages. 

A very plain JO-foot. van trailer, without adjustable 
tandem, anti-skid brakes or any other specia l features, 
costs at today·s prirrs about $8,200, of which about 
$2,000 represrnts whrrls, tirrs and tandems, landing 
gear, rte., which in pigg-ybark service serve no useful 
purpose. :Xot only do thr thom;ands of dollars of capi­
tal tied up in surh app()J)dages represent wasted capi­
tal; thr sparr orrupird by them aboard piggyback cars 
inc-rea!;('S the c-rnter of gravity of the load, aggravates 
o,·erheacl cl<>aranre problrms, and increases wind resist­
anc<>. Ramps are an ineffirirnt and slow rnrthod of 
transferring t railrrs to and from flat c-ars as compared 
with liftinir de, it·rs. The enormous amounts of expen­
si,·o paved area required for parking trailers in busy 
piggyback terminals and the licensing exprnsr of 
trailers aboard flat ra~ add tot he costs of the operation. 

('ontainerization in the CoastwiS<' rnarinr trades 

began as early as 1911, and automated containerization 
in 1929. By 1956, about the t ime other ra ilroads than 
the New H aven were beginning experiments with 
piggyback service, van-type containers with indexed 
loailing systems were emerging in the coastal and non­
contiguous tmdes. Thus, the techniques of automated, 
indexed container handling were known 1111d available 
by the time t he railroads had embarked on piggyback­
ing to any ma jor extent. But most railroads preferred 
piggybacking in the eud y stages primari ly because of 
the lesser capital commitments required for piggy­
back ramps. By 1960 containerization had begun to 
attract interest in E urope, Australia, Asia and Latin 
.\.merica. I n 1962 and 1963 the International Standards 
Organization had ca.used its TCHJ.! Committee to de­
velop international standards for such things as con­
tainer sizes, markings, Ii fting and tiedown fittings. 
Xacellecl rontainerships with automated. indexed trans­
fer systems have taken over an in<'rt'asing share of world 
genernl-c·argo marine traffir, with roll-on, roll-off tech­
niques (rompa.rnblr to piggybacking) utilizrd only in 
specialized shor1.-hau I ri rc·u mstances. 

T hr Office rerommends that in preparing the F ina.I 
System Plan the .\.ssociation consider whether, in the 
light of the substantial capital <'Xpenditures involved 
in its proposed plan, it might not be appropriate to 
review the opportunities for savings by downgrading 
piggybacking as an opt'rating technique in fa,·or of 
containerization. 

Consideration might also be given to rat<' d ifferen­
tials reflecting the opernt ing rost advantages of ron­
tainers and encouraging their use. 

TOFC/COFC PLANS 
PLAN I 

l'nd<•r this arrangement, thl' trailer or containl'r is 
ow1wd by tht• motor nirrirr and is movecl in substituted 
S<'n ic·r bchH'<'II TO F(' tern1inals. Thr railroad recri,·es 
a spN·ifh•d pnyml'nt or di,·ision for th<' transportation 
of t hrse trni l<'t'S or c•ontainrrs. 

P LAX II 

Thl' railrnad offers a complt•te sen·it·e betwem the 
loading- docks of shippers and rrcl'h·ers in separat<' ter­
minal nr!'us. Th!' li1w illlul transportation is pcrformrd 
by the railroad, whid1 also supplies th!' terminal area 
S<'n-ic<>s. 

PL.\.:X I H 2 
.\ variation of Plan II wlwre the trai lers art' owned 

by thl' railroads, butt h<' c·onsignors and ronsignees must 
mo,<' the t raile rs brt"N'n the ramp siks and thei r ware­
houses and a lso perform the loading nnd unloading. 

PLAN III 

The rai lroad furn ishes the flatcars, performs the 
line-haul ·service, and loads nnd unloads the trai lrrs or 
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rontai1wrs, whirh are o" ncd or leased by the shipper 
or frright forwardl'r. 

PL.\.X IV 

The railroad transports flatcars and trai lers, owned 
or supplied by the shipper or freight forwarder. Plan 
n• differs from Plan I II in that the rail car is supplied 
by the shipper or forwarder and the placing on and 
removing of trailers or containers from the rail car is 
his responsibility. Ilowe,·er, the rai lroad may provide 
this loading service at a published tari ff charge. 

PLAN V 

Sen·ire is based on through-routr and joint-rate 
cool'dinat ion of t"ail and motor rarriers. 

LAND BRIDGE 

Serdce is based on through-route and joint-rate 
roordination of railroads and marine carriers. Traffic 
must or iginate or terminate in a foreign country and 
move on a single bill of lading. 



PERSONNEL PLANNING AND POLICIES 

The six bankrupt railroads making up the pro forma 
ConRail provided in 1973 employ1:1ent f?r 89,832 pei·­
sons whose total compensation (notJncludmg heal~h ~nd 
welfare payments or associated taxes) was $1.23 ~1lhon, 
and averaged $13,638 per employee. ~ noted m our 
financial analysis, employee compensat10n expenses con­
sumed 51.4 percent of these railroad's operati•~g reve­
nues-the hio-hest such ratio, with one exception, for 
any major A;erican railroad system. Including the Erie 
Lackawanna, the total payrolls of roads subject to the 
Act involved, at 1973 levels, 101,938 employees and $1.38 
billion of annual cash outflow. 

The Importance of Personnel Planning 

These statistics illuminate starkly and coldly the cru­
cial importance of the personnel element, which over­
shadows all others in its potential for affecting the suc­
cess 01· failure of the Plan. For this reason, the Office 
has approached this section of its critique and evalua­
tion with a deep sense of responsibility. It is obliged to 
say that it does not consider the Plan's treatment of the 
subject to be adequate. 

The interests of investors, shippers, consumers, 
travellers and general taxpayers dictate that the Final 
System Plan envisage no greater personnel costs for 
ConRail than is consistent with enlightened, effic-ient 
management and firm, sympathetic personnel leader­
ship. Above all, they diclate clear, unequivocal disclo­
sure, with as much specificity as possible, as to what the 
personnel costs will be and whether the Act's employee 
protection benefits are likely to prove adequate or in­
adequate. Their interests can be expressed in financial 
and statistical terms. 

The needs, aspirations, and community importance 
of the more than 100,000 human beings .vho will be 
ConRail's employees are not susceptible to portrayal in 
precise financial 01· statistical terms. These are men and 
women-individuals, not nameless, faceless nwnbers; 
they also are investors, consume1-s, traveller-s, taxpayers, 
and valued members of their communities. They are 
more vitally and directly concerned with and affected 
by the Plan than any other segment of the public. About 
94,?00 of them are contract employees, represented by 
their electerl union officials. About 7,500 arc non-con­
trnct pe1-sonnel with no one to represent them. Indi­
vidually and collectively they, not the locomotives cars 
and tracks to which so much of the Plan is addr~ed 
will be ConRail. They can make or break it. The Offi~ 
thinks they would like to !mow, as nearly as possible, 
what the future holds for them. ,vhat, where and when 
will b: th~ir jobs? Who will provide their 

1

Jeade1-ship 
and direction? The Plan is largely silent on these mat­
ter-s. 

In its May 2, 1974 rnpo1t the Office recommended 
that the ~\.ssociation sc rutinize with great care the re-
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suits of any. atte~pt, bas_ed upon. purely statistical 
methods, to 1dent1fy particular rail facilities as re­
dundant, and should test any such statistical conclusio 
in the light of the practical knowledge of those wit: 
experience in conducting railroad operations. By now it 
has become evident that the burden of light-density 
lines is not nearly so consequential a factor in the over­
all financial problems of the Region's railroads as was 
initially thought. 

The personnel problems obviously m·e consequential 
both to the individual employees directly conCTJrn~ 
and to the financial self-sufficiency of ConRail. The ad­
monition of the Office last i\Iay applies, however, with 
even greater force to personnel planning than to line 
abandonments. People cannot be "orange lined" with 
statistical efficiency by com puter-s. Wlmtever the per­
sonnel programs to be disclosed in the Final System 
Plan, they should be carefully reviewed by competent, 
sympathetic experts possessing practical personnel 
experience. 

Some Disclosure Inadequacies 

Several chapte1-s of the Plnn touch upon personnel 
matters, with some apparent lack of consistency. Taken 
together, they fail to convey what effects the Aswcia­
tion's personnel programs will have on either ConRail's 
employees or its financial results. 

Chapter 12 is entitled "Manpower Requirements and 
Policies" although it sheds little light on either. Some of 
the terminology used in the Plan may give rise to mis­
understanding or friction. For example, at page 161 it 
is set forth that ConRail "must use all its resources, 
including labor, as efficiently as possible." The Office 
concurs that the employees will constitute ConRail's 
most valuable resources; it suspects that they can be led, 
pe1-suaded, directed, cajoled-possibly even bullied, 
threatened, or conned-into courses of actions which 
will increase efficiency. It doubts, however, that they 
will wish to be med; they are not inanimate objects 
comparable to rails, ties, ballast or hopper cars. 

Figure 1 and Tables 2 and 3 of chapter 12 of the 
Plan contain information as to the age, years of serv· 
ice, and union affiliations of the prospective ConRail 
employees which undoubtedly will be useful to thOS(I 
who do the planning and those negotiating agreements 
with representatives of the contract employees. They 
also serve, as the Plan states, to point up the complex· 
ity of the tasks facing the negotiators, stemming out_of 
140 individual collective bargaining agreements with 
26 unions. This chapter summarily describes the com· 
puterized statistical data bank being compiled, to in· 
elude each employee's age, class and craft, geographic 
location, length of service, seniority district, and Cllr· 

tain payroll data. From this presumably it will be pos­
sible to determine where the employees are or have been, 
if not where they are going. 



Chapter 6 of the Plan touches upon the needs for 
trained personnel and supervision in the rehabilit~tion 
program, but discloses nothing about how the supervi­
sion and training are proposed to be obtained. At page 
162 of Chapter 12 it is stated that the Association does 
not have the resources to undertake retraining activities. 
This is understandable, but the Final System Plan 
should make clear what provisions are being made for 
training and retraining. How and where will it be donei 
Will it be at ConRail's expense, and if so, how much 
will it cost? 

This chapter concludes by proposing transfer of 269 
Lehigh Valley shop employees from Sayre to Reading, 
and 107 Reading employees at Rutherford to P enn Cen­
lral's Harrisburg shops. Out of the 101,000 total, the 
376 people affected by these changes are the only ones 
to whom the Plan conveys any inkling as to their fates. 

The pro for·mas of Table 2, Chapter 14 indicate that 
the Association expects ConRail's payroll taxes to in­
crease moderately above 1973 levels in 1976, 1977, and 
1978, but thereafter to decline to an amount $7.7 million 
lower in each of the year's 1984 and 1985. Such taxes 
for the six progenitors in 1973 were $132,887,000. Thus, 
if one assumed a relationship between payrolls and pay­
roll taxes, it could be deduced that the Association's 
expectations are a 5.8 per cent reduction in ConRail's 
payrolls by the end years of the decade. Since freight 
ton miles are projected to increase 30 per cent in the 
10-year pro forma period, the computed 38 per cent 
gain in payroll productivity would not be unimpressive. 
However, for reasons given in our· Financial Analysis 
chapter, undue reliance should not be placed on the 
results of such deductive computations. In any event, 
they should not be necessary; the Plan ought to dis­
close such important matters without the necessity of 
deduction. 

Payroll laxes in 1973 accounted for 10.84 per cent of 
employee compensation costs for the six bankrupt Con­
Rail railroads. Application of this percentage to the 
$7.7 million saving in payroll taxes forecast by the Plan 
yields a conclusion that the Association expects pay­
rolls in 1984 to be $71 million less than in 1973, and the 
number of employees (those operating the properties as 
well as those engaged in rehabilitation) to be reduced 
by about 5,200, thereafter stabilizing. This would not be 
expect~d to have a very harsh impact on the $250 mil­
lion employee-protection fund, when it is considered 
that by that, year some 30 per cent of employees could 
be expected to reach retirement age. But again, this is a 
cleducti,·e computation extrapolating the meager and 
unrelated data in the Plan, and the results must be re­
garded with caution. 

Collective Bargaining 

Chapter 5, page 67, mentions certain current labor­
management discussions and an analysis by the Asso-
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ciation 's staff indicating potential for substantial pro­
ducti vity gains through changes in work rules, crew 
consists, bases of pay, and craft distinctions. It is not 
made clear who is conducting these labor-management 
discussions, and perhaps it should not be. At page 157 the 
Association urges such discussions upon the railroads 
in the Region to be reorganized as ConRaiJ. At pages 164 
and 165 similar urgings are directed to a representative 
to be appointed at the earliest possible date by ConRail. 
The Office agrees that early discussions with authorized 
representatives of both contract and non-contract em­
ployees would be most desirable, but submits that some 
resolution of the apparent conflicts in the Association's 
urgings could materially ad vanrr l 1,e prospects of a 
successful outcome. Most importantly, the person rep­
resenting Con Rail must be one who enjoys the confidence 
of the employees and of other railroad managements in 
the Region. 

At page 161 of the Plan appears the statement that 
"The li,·elihood and material security of many people 
are affected by decisions (emphasis supplied) that 
USRA will make and ConRail or other railroads will 
implement." If this implies that lhe Associati<'n will 
make decisions obliging the managements of ConRail 
or other railroads to take fixed positions at the outset oi 
negotiations with the representatives of their employees, 
the Office thinks that the effects upon the processes oi 
collective bargaining could be unfortunate. 

The Plan lists five specific goals which are stated to be 
used in making these decisions : 

• To maintain and achieve an optimal system man­
ning level 

• To minimize expenditure for employee protection 
costs (given a particu Jar level of employment) 

• To minimize the effect of unemployment on ter­
minated and displaced employees 

• To consolidate Jabot· agreements 
• To establish communication with and maintain t he 

understanding of organized Jabot· about the man­
power planning process. 

Perhaps the Office's difficulty here is a semantic one, 
but "optimal" level need not, and probably should not, 
be equivalent to "minimum" level, since the quality as 
well as the numbers of ConRail's employees will a ffect 
its efficiency. Also, undue emphasis on minimizing ex­
penditure for employee protection costs could have an 
adverse effect on ConRail's employee productivity and 
conflict with the Act's goal of minimizing job losses 
and community benefit costs. 

The Office further suggests that some process be es­
tablished for holding discussions with the 7,500 non­
contract employees and obtaining their views. Un­
doubtedly many of these will be lower and middle 
management and office personnel whose input into ~he 
planning and reorganization processes could be m­
valuable. 



Management 
.. ' 

T he Office is sympathetic to one of the Associations 
problems in disclosing its pro~~ed person~el p_rogrnm 
with more clarity. The Associat10n's function 1s plan­
ning not implementation. It may propose, but Con­
Rail;s management and those of other railroads (not 
to mention their employees) will dispose. 

Unfortunately, ConRail does not, so far as t~e Office 
is aware, have any management. Elsewhere m th~se 
comments the Office has urged the importance of desig­
nating as soon as possible a competent management in 
which the concerned public and the employees can have 
confidence, and has made suggestions for reducing or 
eliminatino- obstacles to such designation. It is believed 
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particulal'ly important that the management enJoy the 
confidence and respect of the affected employees and 
be able to enter into prompt and meaningful discussions 
with them or their designated representatives. 

Undoubtedly the payrolls of the ConRail progenitors 
arn large1· than would be the case if they were efficient, 
well maintained, well managed properties. The Office 
is optimistic that, properly approached, improvements 
in productivity can be obtained through modernizing 
work rules, reduction in seniority districts, and other 
progressive steps. Clearly, Congress, in making avail­
able the $250 mi llion employee protective fund, ex­
pected tho representatives of 01·ganized labor to be reas­
onably cooperative in exchange. In terms of the total 
costs of rehabilitating and revitalizing the Region's 
railroads, incidentally, the Office believes that this em­
ployee-protective fund, prudently employed, could be 
one of the best investments the public has made. 

The employees cannot be held responsible for the 
financial and physical collapse of some railroads in the 
Region. They had no voice in the managements under 
which these events took place. For years, they have had 
to cope with steadi ly deteriorating properties and 
equipment, trying to mn trains over unsafe tracks 
which would not support them and being identified with 
companies and services held in increasing derision. 

The p_rospect of rehabilitated properties; a manage­
ment with leadership qualities which can command 
their respect; a chance to regain pride of performance; 
and the employee protections in the Act will the Office . . ' 
1~ convrnced, find the employees and their representa-
tives prepared to cooperate fairly and freely in collec­
tive bargaining. 

Employee Skills and Morale 

The Plan is silent on the subject of the skills re­
quired for etfective pedormance of many railroad jobs 
and on the importance of morale in any organization. 
There was a time when railroad men and women were 
regarded as peers among working people and accorded 
hip;h respect in their communities; every boy's ambition 
was to become a lornmotive engineer. The steam loco-
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motive, with it~ whirli~g valve g~ar and clanking side 
rods, ils moamng whistle and its sweating fireman 
lurch ing on the apron as his scoop fed its flaming maw. 
is gone, and with it much of the romance and excite­
ment of the railroader 's job. The skills required, how. 
ever, have not diminished; rather, they have increased 
with the drastic reduction in railroad employees' mun­
bers and the resulting intensity of their work. Pas­
senger trains, which to many people were their only 
contact with rail roads, have almost disappeared, and 
the unfortunate publicity accorded controversies orer 
"featherbeddinp;" in recent years has tended to deni­
grate the status of railroad people in public eyes. The 
public regard for railroad management is probably not 
what it once was, either. 

The Office suggests that the Association, in compa;­
ing the Final System Plan, could make important con­
tributions both to public understanding of the person­
nel problems and to the morale of ConRail's employees 
by devoting some space to the unique skills required of 
people in the various ranks of railroad employment. 

Training, Retraining and Recruitment 

At page 162 the Plan mentions discus.sions to be 
initiated with interested parties to foster creation of 
programs for the relocation and retraining of displaced 
employees to help place them in either rail or non-rail 
jobs. At page 75 it is stated that training programs for 
both existing and new employees will become an essen· 
tial part of ConRail's rehabilitation and maintenance 
programs to as.sure the required labor. The Final Sys­
lem Plan should disclose how these training programs 
are to be conductE>d and include provision for their 
expenses. 

Beyond this, provision should be made for training 
existing employees in the operations of the rai lroad and 
fo1· recrniting new employees. If under the financial 
stresses of recent years, maintenance has been slighted, 
it seems likely that training also has been. In addition, 
if six or se,·en existing railroads are to be combined in 
one, new manuals, routing guides, tariffs, operating 
rules and procedural instructions of many kinds neces· 
sary for the conduct of such a large, complex orgnniza· 
tion will have to be prepared and employees instrucred 
in their use. Althouo-h there may be a surplus of total 

0 ' employees in the early years, there may be shortages o, 
some skills, and certainly as the years progress and 
present employees ret ire, there will be a necessity for 
recruitment and training of new personnel. The Final 
System Plan should include provision for this. 

Althoup;h retraining and transfer of some employees 
to other locations and other positions can assist in re· 
solving displacement problems, there are obvious limita­
tions upon the extent to which this can be done. Elderly 
or infirm office clerks cannot become track laborers ; 
senior conductors may not wish to break community or 



family ties and move to distant locations. The Act does 
not contemplate that employees will be required to ac­
cept such changes. The Office suggests that some of the 
older and more experienced personnel may prove useful 
in training the younger and newer ones. 

Incentives 
The Office believes that one of the important ingre­

dients of the financial success achieved by large motor 
caniers in recent years has been the program of incen­
tives 01· profit sharing incorporated in their compensa­
tion systems. To achieve maximum effect, such incen­
tives should be related as nearly as possible to the results 
of an individual employee's 01· manager's efforts, rather 
than to the profits or losses of the company, on which 
the individual may feel that he has little influence. T he 
incentives need not always be purely monetary- every 
man or woman likes to be made to feel that his or her 
efforts are noticed; that they contribute to the whole; 
and that excellence will be at least recognized, if not 
rewarded. It is recommended that in completing its 
planning of personnel policies and programs the Asso­
ciation study some of the incentive systems which have 
proven effective for motor caniers and other service 
companies and the extent to which they could usefully 
be adapted to ConRail. 

Employee Stock Ownership Plans 

Section 206{e) {3) of the Act requires that the Final 
System Plan set forth the manner in which employee 
stock ownership plans, as defined in section 102{5), 
may, to the extent practicable, be utilized for meeting 
the capitalization requirements of the Corporation. At 
page 202 the Plan states that the Association is study­
ing the practicality of employee stock ownership from 
certain points of view and in the light of the proforma 
projections. 

The Office has expressed its opinion of the pro forma 
projections in the Plan, and does not recommend that 
an employee stock ownership plan be based on them. 
It also does not believe that an employee stock owner­
ship plan, dependent for its workings on special pro­
visions of the Intemal Revenue Code, which it under­
stands have been successful in some limited ci rcum­
stances, would probably be suitable for a large organi­
zation such as ConRail, especially not if ConRail's 
federal income tax liabilities in the next several years 
a re anticipated to be small. 

It does believe, notwithstanding the unfortunate ex­
periences of some Penn Central employees with stock 
ownet·ship in their company, that a properly devised 
plan for ownership by employees of stock in ConRail , 
tai lored to the circumstances of that Corporation and 
its person nel, not some other ci rcumstances, could have 
benefit both for the employees and for ConRail. It 
hopes that the .Association's study of these possibilities 
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is a serious one, conducted with the care and depth the 
subject deserves. 

Summary 

As stated at the outset of this section, the treatment 
of personnel in the Final System Plan will be perhaps 
the most vital factor in its success or failure. The Office 
urges that it receive more attention than it appears to 
have been given in the Preliminary System Plan; that 
the proposals with respect to personnel policies, plans 
and programs be reviewed by experienced, sympathetic 
experts in the personnel field before their release; and 
that ConRail be provided as soon as possible with com­
petent and respected management able to begin mean­
ingful discussions with representatives of ConRail's 
prospective employees-contract and non-contract-at 
the earliest date. In further recommends, as it has in 
other chapters, that the Final System Plan make full 
and fair disclosure as to what the Association's person­
nel plans and programs are, how they will affect Con­
Rail's finances, and how they will affect the employees. 

PASSENGER SERVICE 

The .\ ct charges the Association with several respon­
sibilities in the area of passenger services. In general, 
the Final System Plan will have to deal with the pro­
vision of adequate rail service for the movement of 
passengers as well as freight, with the requirements 
of commuter services, and with the identification of 
"short-to-medium distance corridors in densely popu­
lated areas" in which high-speed passenger service would 
be beneficial. .\.s for the Northeast Corridor, between 
,vashington and Boston, one of the stated goals of the 
.\.ct is to implement recommendations made in 1971 by 
the Secretary of Transportation to establish improved 
high-speed rail passenger service in the Corridor. The 
.\.ssociation is also required to designate rail properties 
which may be purchased or leased by Amtrak, and to 
provide it with loans of up to $500 million for thei r im­
provement. 

The Prel iminary System Plan is almost exclusively 
freight oriented, and although it addressed the various 
passenger related requirements of the Act, it did so in 
what can only be described as a superficial manner. 
Perhaps as a result of past frictions between Amtrak and 
the rai lroads operating passenger trains for it, the 
Plan 's treatment of passenger service is most speci fic 
when it attempts to protect ConRail from assuming 
financial burdens which rightly should be borne by 
Amtrak or the local commuter authorities. In selecting 
corridors for potential high-speed passenger service vir­
tually no new analysis was undertaken. In dealing with 
the Northeast Co1-ridor, the Plan suffers from a lack of 
specificity in that it does not provide definitively for 
the disposition of the properties or for their opera­
tion. 



In a statement submitted to the Office, Amtrak makes 
the point t,hat the Association does not h~ve_ "cu~te 
blanche" to propose the abandonment of rail Imes ir­

respective of passenger needs. , vith this the Office must, 
of course, agree. However, Amtrak has not refer~ed to 
any mil line which it now uses for pa~enger service, or 
over which it contemplates the operation of future pas-
seno-er service which would be excluded from the Con-

"' ' . d Rail system. The Office is aware of no such lt~e, an ex-
cept for the question raised about t_he cap~c1ty_ of cer­
tain lines between Chicago and Ind1anapol1s, discussed 
in the "Regional System" section of this report, ~ve 
are aware of no operational decisions of the Associa­
tion which would affect the performance of passenger 
se rvice. 

Ownership and Operating Considerations 

In our response to the Association's annual report, 
"Preliminary Views on Rail Restrncturing," we ex­
pressed our views on the alternative possibilities for 
ownership and operating responsibilities for the North­
east Passenge1· Con-idor. We think that the points made 
there continue to be valid, and we call them to the Asso­
ciation's attention again. They would apply equally to 
othrr passenger operations located elsewhere should it 
be determined that properties owned by the ConRail 
carriers and located off the Northeast Corridor are of 
value predominantly for passenger service and should 
be offered for sale to Amtrak or some passenger trans­
portation authority. 

Generally, passenger and freight operations operate 
at different speeds, require different levels of track 
maintenance, have different effects on rail wea1·, and 
have different service requirements. Where passenger 
and freight trains operate over the same trnckage, con­
flicts have developed regarding the relative priorities 
o-f trains, the necessary levels of maintenance, and the 
allocation of costs relating to the line. These factors 
make it imperative that the ownership of, and operat­
ing responsibility for, rail properties needed for both 
passenger and freight service be carefully and firmly 
delineated. 

We continue to be o-f the opinion that Amtrak or some 
other passenger authority is the logical candidate to own 
the rail lines which are used primarily for passengE>r 
service, such as the Northeast Corridor. As the owner, 
it would be responsible for establishing maintenance 
standards, and financing improvements and deficits. It 
would have the final word in setting maintenance sched­
ules, but hopefully it would do this only upon full con­
sultation with the entity responsible for the line's opera­
tion and for the dispatch of the trains. 

We continue, also, to ham doubts as to the wisdom of 
establishing Amtrak as the operator of Northeast Cor­
ridor or other predominantly passenge1· rail services. As 
we said in "Preliminary Views on Rail Restructuring:'' 
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• • • An operations department could be established within 
Amtrak, and staffed by transferring to Amtrak the personnel 
now managing and operating the Corridor for the Penn Central. 
'£his arrangement would be complex, probably running Into em­
ployee concerns of seniority, pay structure, advancement, and 
job security. Perhaps even more important, it would deprive the 
corridor operator of the opportunity to draw on the body or ex­
perienced personnel, both in management and labor, available 
from a larger rail road. 

Conrail operation of the Corridor could overcome these con. 
cerns. Conrail could, as the Penn Central has, transfer employees 
between the Corridor and other locations as necessary, provid­
ing employee security and the potential for advancement, as 
well as valuable training. Conrail, however, should not be res­
ponsible for the losses sustained by passenger operations lo the 
Corridor. Several approaches are possible. Conrail could operate 
the Corridor under a management contract to Amtrak or other 
owning agency; a separate affiliate of Conrail could be estab­
lished, the financial results of which would not be Included In 
Conrail's financial statements; or a sepa rate division or Con• 
rail could operate the Corridor on regularly-allocated subsidy 
funds from Amtrak and state transportation authorities. 

Responsibility for operations control, including train 
dispatching, is treated vaguely in the Plan. There is an 
implication, but not a direct statement, that ConRail 
would assume operations responsibility for passenger• 
dominated lines under an incentive contract with Am­
trak. The Final System Plan should recognize the im­
portance of this issue and clearly state the Association's 
position. Failure to do so may result in a perpetuation 
of the distrust which hangs over today's relationships 
between Amtrak and the operating railroads. 

The Association specifically states that Amtrak should 
bear the costs of additional maintenance necessary to 
allow h ighe1· speed passenger service over a low speed 
freight line. Although the Office endorses the concept of 
requiring that Amtrak bear costs which ConRail would 
not incur if passenger service were not operated on a 
particular line, this particular point is currently the 
subject of controversy. There is an interpretation of the 
National Rail Passenger Service Act which states that 
the operating railroad must maintain Amtrak's routes at 
the levels existing on May 1, 1971, the Amtrak start-up 
date. The Office recommends that the Association rec­
ognize this interpretation and address it in the Final 
System Plan. An extremely useful addition to the Fine,! 
System Plnn could be a c:ompilation of the M:ay 1, 1971, 
levels of passenger service over the bankrupts' routes. 

Northeast Corridor 

The Association's Northeast Corridor recommendn­
tions add nothing new to the subject. The Plan's recom· 
mendation to remove throuo-h freio-ht service from the 
Corridor onto a parallel route was ;resented by the Sec· 
retary of Transportation in his report last year, en· 
dorsccl by the Office in our response to that report, pres· 
sented by the Association in its Annual Report, nnd en· 
do1-sed again by the Office in our response, "P reliminary 
Views on Rail Restructuring." 



The ownership, operational, and cost allocation con­
siderations, as noted above, have not been resolved, nor 
has the Association recommended a preferred approach 
for ownership and operations control of the Northeast 
Corridor. The only definitive conclusion reached by the 
Association is that ('onRail should be insulated from 
financial harm stemm ing from passenger· 0peration; this 
conclusion has already been endorsed by the Office. The 
Final System Plan should be definitive regarding the 
Association's reco111mencled cou rse of action. 

Tt is disappointing that the .\ ssociation ·s discussion 
of retno\'ing through frright service from the Corridor 
did not recognize or add ress the capacity constraints 
o ( the freight bypass route. other than the obvious need 
to doublr-track the B&O between Baltimore and P hila­
delphia. These arr significant considerations affecting 
the attainability o( the . \ ssociation·s goal and the time­
frame within which it can be achie\'ecl. " 'e have ad­
dressed thesr particular capacity constraints in our re­
\'iew of the ConRail main lines earlie r in this report. 

The remainder of the :Northeast ('orriclor discussion 
basically restatrs DOT reports ancl Amtrak ridrrship 
stat istics. 

Other Routes 

In response to thr statutory mandate, the Association 
identified 16 potential passenger se r\' ice routes in short 
or medium distance cqniclors in the R egion. )Ve have 
Sl'rious doubts about the wisdom o f assigning this task 
to till' . \ ss0<·iation in the first place. because it seems to 
us to be more properly a responsibility of .\ mtrnk, or 
possibly the Department of Transportation. Neverthe­
ll'!--S. the . \ ssociation reeeiYed the assignment and has 
attemptl'<l to carry it out. 

Thr Hi roulrs srlected by the .\ ssociation as potential 
intercity passenger coniclors were chosen on the basis 
of DOT criteria rrquiring that a route be eapable of 
matching a veragc high way speeds between two Stand­
anl ~fetropolitan St~ttistical . \ rras (SMSA ) of more 
than 1 million population each. Xo refr rcnces were made 
to travel demand studies. reviews of airline and bus 
patronagr, or to the expected modal ehoi ce split of 
tm,·cllers between the S~IS.\ 's. ·without evaluating the 
factors affecting the potential passengers' modal choice 
decisions, the .\ ssociation concluded that 80 mph serv­
ice on all of the routes would be adequate. 

·we find it unfortunate that these eorridor decisions 
we1·e based on broad averages and generalizations. As 
has proven to be the case in the light -density line anal­
ysis, it is not necrssarily ml id to apply national aver­
ages and abstract statisti ca l approaches to specific lines 
and routes. 

)Ve recommend that the Association perform specific 
studies of a few routes for the Final System Plan . 
Rather than assume that the desired r idership increases 
can be attained with 80 mph service, we be] ieve the Asso-
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ciation should consider implementing a few routes at 
high speeds to attempt the same relative transit time re­
sults as the Northeast Corridor. 

Auto-Ferry Service 

The Association has used the term auto-ferry to de­
scribe a potential passenger service similar to that of­
fered by the Auto-Train Corporation, in which passen­
gers and their automobiles are transported on the same 
train. Auto-Train's operation between suburban Wash­
ington, D.C., and Florida has met with considerable 
success. 

The Plan recommends that Amtrak investigate offer­
ing a simila r se rvice in the Region, and suggests Chi­
cago to Jfa1Tisb11rg as a potential route. This recom­
mendation appears extremely shallow. Even a cursory 
review of .Auto-Train's route indicates that it is vaca­
tion nnd tourist-oriented, serving the year-round Flor­
ida varation area, terminating in the vicinity of the 
W alt Disney W orld amusement park. The Auto-Train 
rate stnrcture encou rages family vacation travel. The 
major portion of the fare is a basic charge for the 
automobile and two passengers, with a minimal charge 
for additional passengers. 

.\ lthongh the concept has been successful, the Office 
believes its success is dependent on the unique factors 
of the market it serves. Unfortunately, we do not sec 
any markets in the R egion which exhibit features simi­
la r to those discussed above. 

Commuter Operations 

W ith the exception of a total of 10 t1·ains a day 
(C'leveland. Chicago, and "\-Vashington), all commuter 
sen ·icrs opl'rated by the bankrupt carriers are operated 
under C'Onlmct with a local or regional transportation 
authority. S ince ConRail is required to honor such exist­
ing contmcts. it would be useful for the Association 
to drtail in the F inal System Plan the lines operated 
under sueh con trncts, the duration of the contract, any 
unique C'Onsidemtions, and the recommended status of 
thesr lines in the proposed syst~m operating plan. 

ENVIRONMENTAL AND ENERGY ASSESSMENT 

Although the Preliminary System Plan does not 
specifically say so, the Association at some point ap­
parently came to the conclusion that the only negative 
contributions which its decisions were likely to make to 
the maintenance of environmental standards were in the 
areas of air pollution and energy conservation. D espite 
some public testimony concerning such matters as noise 
pol I ution and the clistu rbance caused by train operations 
udjacent to historic sites or in populated areas, the Of­

fice is in basic agreement. 



The Association's basic environmental finding is that 
"although rai l ser vice is more effi cient than other modPs 
for Jono- and meclium-ha.ul traffi c the use of trncks for 
many :i1ort, l ight-rlensity hau ls would lower current 
levels of ha rmful emissions, [and] decrease energy con­
sum ption . .. " T his conclusion is based on resu lts 
obtained from a DOT mocle l which compares fuel con­
sumption of rai lroads and t rucks for branch line s_erv­
ice and indicates thnt t rucks are more fuel efficient. 
Si~ce air poll ution emissions arc di rectly proportion~! to 
fuel consumed, the .Association concluded that substitut­
ino truck service for railroad operations would reduce ., 
emissions. 

An assumption used in the model raises questions 
about its general applicability to individual situations. 
The model assumes that each carload originating or 
terminating on a branch line must be switched four 
times, and that the switching of each car requires 15 
minutes. No allowante is made for multiple car deliveries 
to the same siding. The model assumes that switching 
ten cars into a siding takes ten times as long as switching 
one car into the samr siding; this is not reasonable. Such 
an approach could "prove" that a 100-car unit train 
delivered to a single point on a branch line would be less 
fuel-efficient than 200 trucks performing the same task. 

A further limitation is that the model compares only 
that portion of the movement which occurs on the 
branch line. Since (lestinations of most rail movements 
arc points off the branch, the Association's truck fu"l 
consumption estimates tend to be understated. More 
important, the Association ·s analyses address only a 
portion of the potential r1wironmental and energy im­
pacts of the restructuring process. In addition to branch 
lines, the Association should also address potential im­
pacts of mainline consolidations and other significant 
operational changes. The Office srlected two examples 
to illustrate how potential environmental and energy 
. b 
impacts might be analyzed: a mainline consolidation and 
a branch I inc abandonment. 

Main Line Consolidation-Alliance to Chicago 

The primary through freight routes recommended in 
the Plan indicate a shift in the present traffic patterns 
on several routes. The Ofiice analyzed the Association ·s 
recommended shift of traffic from the Penn Central's 
Ft. Wayne line from C'hicago through Ft. 'Wayne and 
Bucyrus, to .\ lliance, Ohio; and onto the PC's route 
from Chicago through Elkhart. Toledo, and C'leveland 
to ,\ llianre (Figure 5-1). The former will be desicr­
nated the southern route and the latter the northe~ 
route. 

The analysis concentrates on the potential shift in 
traffic from the southern to the northern route, includino­
only the rxpectl'cl shift in schrdulecl throuo-h manifest 
freight tra~ns. Local freights and rxtras ;lso operate 
over these Imes but are not included in the analysis. 
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Route Description 

Thl' routes tra\·ersed by these t\\'o lines are domi­
natrd by open farmland. Small lakrs and streams Ill'(' 

fairly tommon and are often in close proximity to the 
railroad. The northern routr has more wooded nreas 
adjact'nt to the line than the southern. Table 5-1 shows 
population clrnsities of tO\rnS and cities along the two 
routes. 

Trnu; ,5- 1. Populalio11 compan.,011 of northem and aoulhern 
routes 

Charnrterfstlc 

Total populollon 
Number ol towns nnd cl lies 

Rout, 

Northern Soutbmi 

I, 750, CXX: 
2l' 

flll,txll 
21 

Number ol towns and clllrs with populnllon , 
Mort' than 75,000 
Between 20,000 and 75,000. 
Between 5,000 and 20,000 . .. 
L<-ss than !.,000 

6 
8 

II 
12 

Population clrnsitirs vary considerably with the 
northl'rn rout <• passing through 28 cities and towns 
(total population approximately 1.7;'5 million) while 
the southem routt' inrnh·rs :U cities and towns (total 
population less than G00.000). In other words. the 
route proposecl tran•ls through thr more heavily pop-
11 latrd arra. 

Air Pollution Impact 

The Officr prrparecl Train Performance Calculator 
rompntrr rnns to determine the fuel consum!'d over the 
two routrs. Iclentical !JO-car trains with -I: locomotives 
an<l 5,200 trailing tons were simulated over each line. 
Results of thi s analysis arc as follows: 

R oule: 
Northern _ 
Southern __ 

&$/­
bound 

(gallons) 
2,802 
2, 639 

Weal­
bound 

(gallona) 
2,300 
2, 758 

Table ,5- 2 illustrates the present operating level and 
potential lr,·l' I if through freight traffic is diverted from 
thl' south<>m route to the northern route. 

T,\BLE 5 2.- Daily through manifest freight trains, northern 
route 

OJ)('rntlon 

Pr<'sent OJ)('ratlon _ _ 
Aft<'rdlverslon _____ _ 

Number ol tmlns traversing segment 

Alllanrc Cl•••· Toledo Elkhart South 
to lond to to Bend 

Cleve- to Elkhart South to 
land Toledo Bond Chl09'0 

10 
32 

~ 

51 
25 
41 

32 
32 

2il 
41 

. \ n Environmental Protection .\ gency (EPA) mo'.lel 
was usrcl to estimatl' the change in ambient air quuhty 
resulting from the traffic shift. Gross emissions were 
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Chicago 

Figure 5-1 
Mainline consolidation - Alliance to Chicago 

Toledo ...._ 



estimated by applying EPA emission factors to the fuel 
consumed on each line segment (Plan, page 150). The 
EPA model indicates that the changes in local air qual­
ity levels along the northern route would be minimal. 
This is due principally to the rural cha racte r of the 
areas adjacent to the lines. However, Toledo and Cleve­
land, which currently have ambient air quality prob­
lems may be adversely impacted by the addition of emis­
sions from the increased rail t raffic on the northern 
route. In Toledo, for example, total hydrocarbon emis­
sions from railroad sources would increase approxi­
mately ten percent .• \ lthough railroad emissions are 
only a small portion of the total emissions in Toledo, 
EPA has indicated that a substantial reduction in 
hydrocarbon emissions is necessa ry to achieve accepta­
ble air quality levels. An increase in railroad hydro­
carbon emissions would only aggravate the problem. 

As a result, the Office urges the Association to con­
centrate its effo rts on analyzing the local effects of 
traffic shifts on those areas which have air quality prob­
lems, and to include these analyses in the Final System 
Plan . 

Branch Line Analysis 

The Association concluded that termination of 
branch line service will not result in either adverse en­
vironmental impacts or increased energy consumption. 
To evaluate this conclusion, the Office studied a liO"ht-
density line. "' 

!he line analyzed (lines number 692a/ 693a near 
H illsdale, Michigan) generated a relatively hi()'h vol­
~1me of traffic and was not recommended for in~lusion 
111 Co~Rail. Fa_ctors ~nalyzed included direct impacts 
o_n noise a_nd a11· quality, changes in energy consump­
t~on _result111g from use of alternative modes, and poten­
t!al impacts on the flow of watenvays over which the 
l111e passes. 

. .Modal sh(fts as a result of abandonment, in most 
1~1stance~ s!11fts to truck, would change fuel consump­
tw_n, em1sswns, and resultant ambient air quality and 
noise levels. To determine if these changes are siunifi­
cant, the~ ~rnst be compared with existing local l~vels. 
}~ ad~_1t1on to sc n :i ng points beb\·een ] [illsdale and 

"\\ h1te I igc?n ,Junction, Michigan, this line se rves as 
the _conne_ct10'.1 for othet· lines also not recommended 
~01· mcl'.1s1on '.n C'onRail _(l ines :N"os. 400, 401. 4-0la, 402. 

04, 396 and ,398) on "·h1ch ovrrheacl traffic orio-inated 
and terminated (Figure 5- 2). '"' 

The area of ~Iichigan this line sen·es is primarily 
open. g-ently rolling farmland. with a number of wooded 
an•as,_smal~ lakes, and streams udjat•ent to the rail line. 

MnJor h1g-h\\"ays pro,·iclincr access to ti e ) ' "' 1e area a re 
.S. 1:.., n t\\"o-lane, heavy-duty roacl that clos l . l l l I . . . e y pata -

es t JC branch l111e, and I - 69 which runs no1·t·h -so11th 
thrn11gh C'oldwater. 
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Traffic and Commodities 

The Association reports that in 1973 the line . gen-
erat~cl 8.1Hl carloa_cls. The follow mg brnakdown of the 
tralhc, by comm11111t?"- reveals that H illsdale and Cold. 
\\"nter ship and rece1l'e the majority of the traffic. 

('ommu11lt11 Carload, 

~;\~h~iii!~{iii~/!)!;=----------:tii : ~ 
Burr Oak ___ - - ------------------ - ---- -------------- ii 

In addition, vrn carloads originating and terminat­
ing on other li1ws in the area. passed over the line. 

The majority of the carloads arc originating traffic. 
The com mod it ies shipped and receil'ecl include a broad 
mix; the most significant are shown in Table 5-3. 

This table indicates that farm products and food 
and kindred products arc the most predominant 
commodities. 

TABLF. ,5- 3.-Carloads and lonna(le shipped and received atandard 
transportation commodity codes (STCC) 

STCC C'ommoolty Carload, Tons 

I Fann products 1,118 89,ml 
II C'oal - - -- - --- -- 6S9 ll,1164 
20 Food ond kindred products . ---- -------- 3,672 131,i38 
21 Lumbt'r and wood producL.;._ -- --- ---· m 25,lli\7 
25 Fumltur(' 

'· 222 10,i.lO 

Anticipated Impacts 

Based on substituting trucks fo r branch line service, 
we cletermined there would be a relatively insigniiicant 
state-wide increase in fuel consumption. The resultant 
net increase in carbon monoxide emissions would be 
less than one-tenth of one percent of the adjacent 
counties' total carbon monoxide emissions. The only 
impact which might be significa nt is the noise generated 
by the 177 additional daily truck trips. 

This evaluat ion tends to support the . \.ssociation·s 
conclusion that the environmental and energy impacts 
of individual branch line abandonments are not signifi­
cant. The OfHce, however, recommends that the Asso· 
ciation consider the cumulative effect of several branch 
lirw abandonments in an area. 

Energy Conservation and Fossil Fuel Accessibility 

The Congress hacl considerable concern about the im­
l~act mil road restructuring could have on the consnmp­
tion of searce energy resomces and accessibi lity to fossil 
fuel supplies. The OfHcc recommended in its ;\fay 2. 
197..J. _report that "the planning process must eval:1atc 
local ions and capacities of pipelines, waterways, rnil­
ro'.tcls, and highways in the Region. balancing available 
rad facilities against other modes to determine the in· 
termodal mix uncl com petitive strncture that best meets 
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Figure 5-2 
Lines near Hillsdale, Michigan 
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these goals." In our "Preliminary Views on R ail R e­
structuring," J anuary 10, 1975, we said "The Office 
believes the intent of the Act is that environmental 
and energy considerations are to be integral parts of 
the planning prncess, not simply devices by which dis­
cussion of a plan selected on other criteria is expanded." 
The Office sti ll hopes that the Association will pursue­
this course of action. 

Unfortunately, the Plan does not treat energy con­
servation in depth. Electrification, one method of po­
tentially preserving petroleum fuels, was touched upon 
with little elaboration. In referring to electrification 
costs and the potential for major savings in petroleum 
fuel which could be effected, the Association stated that 
elect1·ification of cHtnin lines could save up to 5 percPnt 
of all petrolPum used for ground transportation. Fur­
ther ernluation is needed. 

The Plan did recognize the need to retain access to 
the coal producing areas of the region. Production at 
mines in the area serl'ecl by the bankrupt railroads (Illi­
nois, Indiana, ·w est Virginia, Ohio, and Pennsylvania) 
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has gradually increased over the last few yea Th 
1 h

. rs. ese 
states proc nee over one-t u·d of the coal current! • 
in the United States with the bankrupt railroadymi?~ 

. h O s origi. 
natmg_ more t an 2 perc~nt of the output in those 
states rn 1973. In total, railroads in the Reg1•0 . . n more 
more than one third of all bituminous and lignite 

1 . hU" IS coa 111 t e mtec tates. 
The Plan proposed that branch lines serving a 1-. . cire 

coal mmmg areas be retained in the system even th h 
h . ~ 

t e Imes arc not profitable unless "major repairs" 
required. tTnprofitable lines serving areas where th:: 
are inactive, but economically recoverable, coal reserves 
would be placed in a "rail bank" unless "major repairs" 
are required. This last contingency would be covered 
by a "right-of-way bank'', which has been proposed by 
the Association since the Plan was released. Track could 
be sa l rng-t>d from these lines and later replaced if min­
ing is resumed. This general approach has been en• 
dorsed by the Department of Interior and the Federal 
Ene1·gy Administration. The Office concurs. 
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Funding and Management 

The amount of outside funding which ConRail will ulti­
mately need, especially with the inclusion of the Erie 
Lackawanna in the system, will undoubtedly be much 
greater than the Plan forecasts or the Act provides. The 
Association, which presumably aceepts the Plan's rather 
optimistic projections, believes that, because of the mag­
nitude of g-overnment guaranteed borrowings. it is ap­
propriah• to consider various means of providing both 
the needer! funcls themseh·es and the security for gov­
ernment obligations (Plan, page 4:9) . The Office agrees. 
~Ioreover, the railroad problems of the ~Iiclwest and 
North<'ast Reg-ion ma,y prove to b<' but the tip of the 
iceberg-. Inflation. high interest rates, deferred mainte­
nance, and redundant facilities pose problems elsewhere 
also. 

THE INDUSTRY OUTLOOK 

Reports filed with the ICC by all Class I railroads 
as of ,June 30. mu indicated deferred maintenance 
amounting- to $2.!> billion and deferred capital improve­
ments of neal"ly $4:.3 billion. Of the $7.2 billion total 
needed for rehabilitation and capital improvements, 
about ~;> pel'C·ent involved railroads in the , Yestern Dis­
trict, -1-2 percent roads in the Eastern District, and 13 
percent rnads in the Southern D istrict. 

Xo one apprars to be sure of the rconomic outlook for 
Hl75 ancl H>7G, but it seems likely that all Class I rail­
roads may report a combined d<'ficit in earnings for 
197;3. Should thr recession continue its present trends, 
this deficit could amount to as much as $1.5 to $2.0 bil­
lion. The Office is by no means predicting t his, but 
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believes that the possibility must be envisaged in the 
plimning. Whatever the scale of the probable deficits, 
they may precipitate some further railroad bankrupt­
cies; they are certain to cause more maintenance and 
capital improvement deferrals and declini ng employ­
ment in the railroad and railroad supply indust ries. 

The OffiC'e can conceive of no more promising avenue 
for stimulating gainful and respectable employment in 
the places where it is needed than a large-scale and 
resolute program on a national scale to rehabilitate and 
modernize the railroad plant. Such a program would 
involve not only direct employment on the railroad 
tracks and facilities, but "fl ow-over" employment as 
well in the railroad supply, data processing, elect ronics, 
and many other industries. 

Some of the more prosperous rai lroads, even though 
able to finance their maintenance and improve ment pro­
grams, are likely to cut them back in order to keep re­
ported earnings and dividend payments as high as pos­
sible and in the interests of liquidity. T he Office believes 
that the majority of the industry wi ll not be able to 
finance needed improvements and rehabi litation through 
its own devices. 

Indeed, quite aside from these rehabilitation and 
modernization needs, the ability of the inJustry as a 
whole to financr itself through the next decade, if re­
cent trends continue, is in doubt. 

. \.t year-end 197:3, for example, the total long-term 
debt of Class I railroads, exclusive of inter-corporate 
debt and debt in default, amounted to $8.8 billion, on 



which interest charges were $517.2 million. Forty-four 
percent of these obligations consisted of mortgage debt, 
on which average interest charges were 4.4 per cent; 
51.5 per cent were equipment obligations on which in ­
te1·est averaged 6.9 per cent; and the remaining 4.5 per 
cent, probably mostly loans and advances, averaged 
interest at 6.7 per cent. 

During the years 1974-1984 some $5.35 billion, or 
more than 60 pe1· cent of the total 1973 debt burden, is 
scheduled to mature. Seventy-seven per cent of the ma­
turities are equipment obligations, and even if no fur­
ther inflation is assumed, it would cost at least twice 
as much at 1974: prices to replace the older equipment 
to be retired, so that twice as much equipment debt 
would be incurred just to keep the fleet numbers from 
declining. On the assumption that equipment obliga­
tions can be issued at 8 per cent, mortgage debt at 8.5 
per cent, and other debt at 10 per cent, rolling 0\'er the 
mortgage and other debt and kc>eping fleet numbers 
level with 1973 would result in outstanding debt at tht• 
end of 1984 of nearly $12.9 billion, an increase of 45 per 
cent from 1973. The annual interest charges would ap­
proximate $1.1:38 billion, or 2.2 times the interest 
charges of 1973. These interest charges would exceed 
by 30 per cent the highest amount of net railway operat ­
ing income generated in any of the five years ended 
"·ith 1973. Nothing new would have been added- no 
rehabilitation or capital improvement programs- but 
the debt, would increase 45 per cent and the interest 120 
per cent. 

The above does not purport to rc>flect a study in 
depth; and almost certainly the assumptions are over­
optimistic. Given the strained <·apital market condi­
tions presently foreseen, unless the railroads· credit 
status improves markedly, it is doubtful that the as­
snmc>d interest rates could be obtained. E\'C'n if they 
rould, unless the earnings of the railroads, in curre1;t 
dollars, improve substantially, or they are able to ob­
tain funds from some other source, it.is difficult to see 
how they could finance a rehabilitation and moderniza­
tion program costing upward of $7 billion in addition 
to m<'eling th: financial burdens of just keeping their 
plant nnd equ1pm<'nl at present levels. 

The only apparent way their earnings could incr<'aS<' 
su fficiently to absorb debt service of this maanit ude 
would be for freight rates, in 1!)74 dollars, to i:1crease 
substantially. This, unfortunately, might well be self­
defeating because of traffic diversions to other forms of 
transportation. If this is trne, the likelihood nppears 
to be that both the physical and the financial condi­
tion of the railroads will deteriorate further in the 
next decade unless some <'xternal funds, 01·er and above 
those _which can be generated internally or raised by 
the _rat!roacls' own credit in the capital markets, is mad~ 
available. Should inflation continue at anything like 
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recently-experienced rates, the problem obviously will 
be magnified. 

If this possibly over-simplified assessment of th 
railroad's future is even remotely correct, a serious pro: 
lem looms on a national, not just a regional, scale. Al­
though the duties of both the Association and the Qf. 
fie~ are confined ~o the Mid west and Northeast Region, 
neither can well ignore the fact that any solutions for 
the region will have an impact on the railroad system 
outside it. In this light. every solution to the national 
or regional financing problem which has been or will 
be put forward ought to be explored objecti,·ely, so that 
the public may know the pros and cons. 

ALTERNATIVE FUNDING PROPOSALS 

The Association has suggested, as one means of pro­
viding funding for ConRail. the takeover of its rights­
of-way and structures by a separate co rporation, which 
might be either prirntely owned bnt rely on govern­
ment guaranteed loans for lrack rehabilitation, govern­
ment owned, or jointly owned by the railroads using 
them and the federal government. This corporation, 
whatever its ownership, would own, rehabilitate, and 
maintain the track and structures and permit C'onRail 
to use them in return for a rental charge. With respect 
lo this concept. which il calls "ConFac," for Con­
solidated Facilities Corporation, the Association con­
cludes (Plan, pag<' ;30) that "a number of public policy, 
legal. tax and accounting questions remain to be re­
solved before the .\ ssociation can present any type of 
recommendation regarding the ConFac concept'' The 
Office hopes that in the Final System Plan the Associa­
tion will address all of the possible approaches to the 
railroad finance problem, with an objectil'e appraisal 
of each. 

In addition to a C'onFac for the R egion, which the As­
sociation appears to favor. several other proposals for 
funding the rehabilitation and updating of the railroads 
ha\'e come to the Office's attention in the course of its 
hearings and discussions. They are briefly summarized 
below; the comments received will be transmitted to the 
Association with other public comments on the Plan. 
However, a few of the comments are paraphrased here, 
to indicate some of the trends of public thought on this 
problem. 

Nationalization 

The United States is the only larae industrialized nn· 
tion in which the railroads are p7"ivately owned and 
managed. (Canada's railroads are partly government, 
partly pri,,ate). Some suaaest that if the ao1·ernment 
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will be obliged to supply as much financing for ConRnil 
as ~he Plan proposes, it might as well take over the prop· 
ert1es of the railroads in reoraanization and operate 
them. Others say that this would place the solvent rail· 
roads in an unfair competitive position, and that the 



I 
oper solution would be nationalization of all the rail ­

p:ads. Others point to such examples as the British 
~ailways, which have been nation~lized for more t~an 
30 years, have incurred large deficits, and have earned 
out large-scale service curtailments. 

Some have made invidious comparisons with Amtrak 
and the United States Postal Service, which they regard 
as examples of government-managed transportation. 

In one particularly cogent statement, Congressman 
Herman T. Schneebeli said, "If, ultimately, nationali­
zation is the only answer to the rail question consistent 
with the public interest and with equity, then let us ap­
proach it forthrightly, rationally, with a carefully con­
sidered plan- not by bits and pieces, indirectly, through 
the back door, while we allow ourselves to be victimized 
by our own rhetoric about solutions 'within the private 
sector.'" 

Nationalization of the Track and Roadway 

Some of the comments received have complained that 
the Association did not more fully describe the proposed 
ConFac in the Plan, and that the public has been de­
prived of an opportunity to discuss it because it does 
not know what the proposal is. The President of the 
Norfolk & Western Railway Company, John P. Fish­
wick, has suggested a sort of "mini-ConFac,"-federal 
government acquisition by condemnation of the rights­
of-way and facilities of the bankrupt railroads east of a 
line drawn from Albany to Harrisburg. Operating 
rights over these Government-owned tracks would be 
granted to P enn Central, Chessie, and possibly Erie 
Lackawanna. Mr. Fishwick concedes that the Govern­
ment would have to incur substantial, and probably 
continuing, subsidiE's to cover the operations of the rail­
roads using these lines. 

Government ownership of certain rail road rights­
of-way and facilities on a national scale was embodied 
in bills first introduced in the 93rd Congress as S. 4012 
and H.R. 15503 and 15504, and rein troduced in the 94th 
Congress as S. 1143. One principal feature of these bills 
is provision for an Interstate Rail System to be owned 
by a non-profit Interstate Rail Corporation, over which 
privately-owned railroad companies would be allowed 
to operate in return for payment of specified user 
charges. Another feature is the imposition of a one per­
cent tax on the amounts paid for the transportation of 
property within the United States by rail, motor ve­
hicle, or water. This might be termed a "macro-Con­
Fac" concept. 

The comments on this general subject are varied, 
and ind icate the need for a <Yreat deal more public ., 
discussion and information in the months preceding 
release of the Final System Plan if the Association's 
ConFac concept is to be understood. The State of New 
York is of the opinion that the idea of sepa rating own­
<'rsh ip from operation is not sound in the case of mil-
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roads. While it is easy to think this option would make 
railroad operations analogous to other modes of trans­
portation, this is Mt the case. One railroad president 
(Alan S. Boyd, of Illinois Central Gulf) strongly fa­
vors it, provided that the public pays the major part of 
rehabilitation and maintenance costs. 

The Chairman of Chessie System, Hays T. ·w atkins, 
says there is not a scintilla of evidence to support a con­
clusion that the transfer of the fixed plant to a govern­
ment owned, or controlled, corporation will produce 
economies or efficiences, and that there is substantial 
el'idence to the contrary. Bethlehem Steel Corporation, 
Allied Chemical Corporation, Aluminum Company of 
America, Ford ~Iotor Company, General Electric Com­
pany, General l\Iotors Corporation, National Steel Cor­
poration, Union Carbide Corporation, United States 
Steel Corporation, and Weyerhauser Company, all of 
whom would be major ConRail shippers, jointly submit 
that there is as yet no demonstrated need for a separate 
ownership corporation. Senator Edward M. Kennedy 
fears that the expenditure of funds during the initial 
period would be wasted by subsequent misallocation of 
ConRail resources away from continued maintenance. 
The Senator believes a more likely alternative to be a 
government corporation responsible for the mainte­
nance of roadbeds and rights of way, with sti ff user 
charges paid by private companies. 

Other comments are to the effect that the difference 
between the ConFac proposal and nationalization of the 
railroads is difficult to distinguish ; if, on the one hand, 
the charge to ConRail were less than the cost of rehabil­
itation and maintenance, this would provide unfair com­
petition to the profitable railroads in the Region and 
possibly force them into the same position as the bank­
rupts; if, on the other hand, ConFac charges to Con­
Rai l were at a full cost level, there would be no advan­
tage in creating another corporate entity with its at­
tendant costs and problems; the States and cities might 
Jose needed tax revenues; there might be difficulty in 
controllin(T traffic when there were several users of a 
line; large~· shippers might want to run their own ~rains, 
giving them an unfair ad:antage ove~· sm~ll sluppers 
and leaving the rail operat111g compames w1th only the 
unprofitable traffic; and a situation comparabl~ to th~t 
of the highways or airways would not result, smce pn­
rnte automobiles, trucks and buses could not share the 
use of the rail facilities. 

Rail Trust Fund 
Governor Milton Shapp of Pennsylvania has pr~­

posed establishing a Federal Rail _Trust Fun~ approx1-
mating $13 billion to finance ~ six-year _n~t10_nal pro­
gram of railroad modernizat10n, reh~b1h~t1on, and 
electrification. The railroads would rece1 ve direct grants 
for these purposes; the grants would be financ~d ~y 
issuance of 7.5 percent 30-year Federal bonds, which m 



turn would be paid off by a 5 percent surcharge on rail 
freight revenues. The railroads would be required to 
accept a moratorium on all contested abandonments and 
to rescind part or all of the Ex Parte No. 305 rate 
increase approved last year. Some of the comments 
received by the Office have suggested that the figures 
given in the p roposal might be faulty; that the 5 per­
cent surcharge might divert traffic from the railroads to 
other transportation; that the abandonment morato­
rium would be undesirable; and that giving up the 
Ex Parte No. 305 increase, or even part of it, would 
weaken the railroads financially. 

Some statements submitted to the Office recommended 
that monies to suppot·t ownership and maintenance of 
the nation's rail roadbeds could come from the High­
way Trust Fund, a rail freight tax, or a general energy 
tax. 

Subsidy Equalization 

Some of the comments received have urged that rail­
roads be provided with sufficient federal assistance to 
equalize their position vis-a-vis that of carriers of com­
peting modes which benefit from government owner­
ship, construction, and maintenance of their rights of 
way. Other comments suggest that user eharges or other 
taxes be imposed on motor and water carriers, airlines 
and pipelines at such levels as to force enou"'h traffic 
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back onto the rmll'oads to make them profitable; that 
motor, water, and air carriers be owned and mana"'ed 
by railroads; that construction of the Interstate Hi~h­
way System be discontinued or slowed down· and that 
shippers be allowed income tax credits, similar to the 
im·estment tax credits, for rail freight bills paid. 

Regulatory Reform 

Tl:e proposals catalogued under this heading suggest 
t~111t if regulatory "reforms" were effectuated, the finan­
cial problems of the Region's railroads would disappear 
or at least be greatly alleviated. Some believe in a total 
e~imination of regulation, which would allow competi­
tive forces to have full rein. This, it is ar!!ued would 
result in the elimination of unprofitable ra~ a~d serv­
ices and allow rail management to manage in such ways 
as to assure profitable operations. 

R~gulation also has its supporters. John A. Creedy, 
President of the Water Transport Association a trade 
association representing ICC-certificated co~on car­
riers, urges that the pro-private carriage and anti­
common carriage policies of the federal "'0vernment 
have aided in the collapse of some eastern r:lroads. He 
recommends legislation restricting private carriers to 
the caniage of their own goods and forbidding them 
from entering the for-hi re market. 

The Transportation I nstitute, a maritime research 
orga_nization whose m~mbers include American deepsea 
and mland water can1ers, believes that the Plan should 
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have given more attention to the self-destructive, non­
competitive rate setting practices of the railroads which 
have precluded their cooperation with other modes 
and that it should have contained an assessment of the 
havoc the rate wars of the past half-century have 
wrought on rail finances. 

The Office doubts that any of these views offers a 
solution for the near-term problem of funding reha­
bilitation of the Region 's railroads, but suggests that 
in preparing the Final System Plan the Association 
consider their applicability to the longer-term railroad 
problems. 

Guaranteed Loans 

The Surface Transportation Act (H.R. 5385 which 
failed enactme>nt in the 03rd Congress) would have 
provided for up to $2 billion in government-guaranteed 
loans to railroads for improvements to plant and for 
purchases and leases of new equipment. Several of the 
comments recefred have urged similar, but broader. 
programs of Federally-guaranteed railroad loans; some 
argue that loans, even at government-guaranteed in­
terest rates, do not afford a solution for the railroad 
financing problem in view of the existing and pro­
spective debt burdens; others, that long-term loans 
should be made available at very low rates, such as 
the "soft loans" made by the World Bank for rail 
projects in underdeveloped countries; some recommend 
that the Reconstruction Finance Corporation be 
revived. 

Grant Programs 

Various proposals have been offered in the media and 
to the Office involving establishment of an emergency 
Federal program of matching grants to assist rail roads 
in rehabilitating and modernizing thei r plant and 
equipment. Several of these are premised on the belief 
that such a program would provide a means for ex­
panding employment rapidly, comparing it with ef­
fects achieved by more than $1 billion of low-interest 
assistance to the railroads for the same purpose by the 
Reconstruction Finance Corporation and the Public 
Works Administration in the Great Depression. (These 
amounts would be equivalent to about $5 billion today.) 

A bill (S. 1144) entitled the Interstate Rail road Act 
of 107-!, incorporates an interesting combination of 
loans and grunts for assistance to privately owned rail­
road companies for rehabilitation, maintenance and 
modernization. The Secretary of Transportation would 
be authorized to make rehabi litation assistance grants 
not exceeding $500 million in each of the fiscal years 
1975, 1976. and 1977 to railroad companies unable to 
finance such work from their own resources or to repay 
guaranteed loans. He would be authorized also to guar­
antee lenders against loss on obligations issued to fi­
nance rail rehabi litation. The aggregate principal 



amount of guaranteed obligations outstanding at any 
one time would be limited to $1 billion. This bill, like 
S. 1143 above-mentioned, would designate certain 
heavy-density main lines as an Interstate Railroad Sys­
tem. However, unlike S. 1143, it would leave these lines 
in private ownership; and it contains no provisions for 
taxes or user charges. 

Management 

The statement of Senator Harrison A. , villiams drew 
attention to the Plan's brief commentar·y on the role of 
management in ConRail's future and the contributions 
of managerial shortcomings to the present distress of 
the Region's railroads. Tho Senator observes: "The 
questions of how and where to find management of this 
caliber are not addressed. New perspectives and new 
ideas are clearly needed. I feel it is essential that the 
people responsible for the mismanagement of the rail­
roads in the past do not bring their poor track record to 
ConRail." 

Similarly, Michael Rudziak, Vice President, Greater 
Gardner (:l\Iass.) Chamber of Commerce, stated: "The 
character or composition of the ConRai l Board deserves 
more than a mere passing reference. As a profit mak"ing 
corporation, it will be handling billions of our tax dol­
lars for probably ten or more years before an effective 
cash -flow is realized. ,ve feel most strongly that this 
should be a non-political body; that it is composed of 
responsible businessmen and qualified citizens, dedi­
cated and interested in profit-making railroad opera­
tions which gi\'e good service." 

FINANCING RAILROAD IMPROVEMENTS 

It is inevitable that these three inextricably related 
questions- the best, approach to funding the rehabilita­
tion and modernization of the Region's rail roads; the 
financing and rehabilitation needs of railroads outside 
the Region; and securing a management deserving of 
the confidence of C'onRail's investors, public and pri­
vate, and its users- wi 11 be the subject of intense public 
concern during the next few months, and will have to be 
threshed out in Congress. It seems apparent also that 
the Act will need to be amended . If for no other reason, 
~his will be trne because tho obligational authority level 
imposed by section 210{b) of the A.ct would quite cer­
tainly be inadequate. No doubt the public and the Con­
gress will wish to consider any other changes which, 
in the light of the planning, review, and developments 
of the 15 months since the Act's effective date, may seem 
desirable. 

The Office has considered its duty under the Act to 
be, not simply to critique and evaluate the Preliminary 
System Plan proposed by the Association, but to enter­
tain and forward constructive proposals for resolution 
of such problems as might emerge. ("We have already 
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suggested, in Chapter 4, that the Act be modified to deal 
with the light-density line problem.) Accordingly, on 
the basis of the submissions it has received and such 
analysis and research as its limited staff could apply, it 
has developed some suggested approaches to the related 
funding and management problems. These are discussed 
below in the hope that they will assist the public, the 
Association, and ultimately the Congress, in making the 
difficult decisions which soon must be made. There are 
no perfect solutions which will suit everyone. The rail­
road problems facing us now result from many years, 
many factors, and many failures, as the Plan points 
out. It is useful to look back or attempt to fix the blame 
only insofar as this provides guidance to the proper 
courses to be followed in the future. One major cause of 
the mounting problems obviously has been a lack of ac­
curate public information. (Unti l recently, for example, 
the public was not made aware of the deplorable physi­
cal condition of much railroad plant). The unique plan­
ning and information processes set up by Congress in 
the Act were designed to remedy this in formation gap, 
and hopefully the F inal System Plan will advance that 
aim. 

The Office concurs with Congressman Schneebeli's 
view of nationalization; if it is the only answer to the 
railroad problems, it would best be adopted consciously 
and rationally, not piecemeal and as a result of succes­
sive collapses of individual railroads. It has not worked 
ideally everywhere, but virtually every country except 
ours has determined that the public interest is best 
served by a nationalized railway system. It would de­
part from American tradition, which has favored pri­
vate initiative whenver that could meet the public 
needs, and the comments received would not indicate a 
preponderance of public sentiment for it. And in the 
Office's view, the railroad funding problems of the next 
few years can be resolved without it. 

The costs of rehabilitating and modernizing ConRail 
(and other railroads) appear to be the core of the prob­
lem. Despite the flaws it has noted in the Plan·s pro 
fo11nas, the Office believes, as it has stated elsewhere, that 
if the neglect and undt'r maintenance of many years can 
be corrected tht?re is no reason why an efficiently and 
vigorously managed C'onRail cannot be expected to op­
erate profitably and finance itself without further bur­
den on the taxpayers. It cannot finance the entfre costs 
of putting the properties in proper, safe, wo rking con­
dition. lTntil the .Association has produced dependable 
forecasts, which undoubtedly it will do in the Final Sys­
tem Plan, it is impossible to say precisely what pottion 
of these costs it could finance. Some rationalization of 
rail road systems in other parts of the country may be 
necessary; if that is done and the essential properties 
brouo-ht into condition, the railroads in those areas also 
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should be able to operate profitably. Should future devel-
opments prove this belief to be in error, nationalization 



might then be the only answer, but it seems not to be 

necessary now. . . . 
The problem, then, is funding the rehab1h tat1?n 

and modernization, which, for reasons given, many rail­
roads do not appear able to finance fro m their ~wn re­
sources. The costs for all the nation's railroads might br 
upwards of $7 billion- more if infl ation pursues t~1e As­
sociation's predicted cou rse. It is improvident, m the 
light of recent events, to plan wit hout recognizing in­
flat ionary expectations, and impossible to plan accu­
rately with them. 

Nationalization of railroad rights-of-way and struc• 
tures, as contemplated by S. 1143 ancl apparently by the 
ConFac concept, is one means by which the rehabilita­
tion and modernization problem could be resoh·ecl. Go,·­
ernor Shapp's Trust Fund is another. The Office tenders 
no views on these at this time, in the belief that their ad­
vantages and any possible disadvantages will be fully 
developed and communicated to the public and Congress 
by the .\.ssociation and by the Governor. 

T he scheme proposed in S. 11-1:4, combining loans and 
grants, is an interesting one which the Office has not yet 
had time to study as closely as is ob,·iously merited. It 
hopes that the Association will give it careful consid­
eration before making final proposals for financing 
ConRail. 

I t seems to the Office that, either for ConRail or for 
many railroads in other parts of the country, a reha­
bilitation and modernization program financed entirely 
by borrowings, even at government-guaranteed interest 
rates, would be impracticable and would severely strain 
the private capital markets. The railroads, with some ex­
ceptions, could not assume so large an added debt bur­
den without raising rail freight rates to undesirable, 
and probably self-defeating, levels. Long-term "soft" 
loans at artificially low internst rates might ,-.;,ork in 
most cases. B ut it should be recognized that this would 
be costly to the taxpayers. 

The Office therefore comes reluctantly to the conclu­
sio~ t~at if the public wants the railroads, including 
then· r1ghts-o_f-way and structures, to remain under pri­
va~ owners?1_p and management, if it wants theso prop­
erties rehab1btated and modernized, and if it wants to 
save itself the cost of condemning and paying for those 
properties, some portion of the over-all rehabilitation 
and m~clernizat_ion c_osts will have to be assumed by the 
taxpaymg public without reimbursement by the rail­
roads. S~mr of _the . more prosperous roads. fortunately 
locat~d m terntones where rail-oriented industry is 
growmg, or perhaps favored in the past by govem~ent 
loans or land grants, are presen tly \\·ell -maintained and 
need no immediate assistance, although in the future 
they m_ay. Others, ~·hose properties form essential parts 
of the_ I~~rstate rail netw~rk, have little or no financing 
c1~pab1 lit1es. And some rail properties, both within and 
without the Region, are redundant or little-used. 
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In the past few months the Office has endeavored t 
develop as much information as it could on the scope 0~ 

the national railroad rehabilitation and modernizatio 
problems and to devise the outlines of a workable pla; 
for federal matching grants to resolve them. I t believes 
such a program might well extend to needed improve­
ments in other transportation also, such as the develop­
ment of automobiles, trucks, buses, towboats, and rail 
and auto ferries, capable of operating with reduced con­
sumption of scarce energy, improved environmental ef­
fects, greater safety and lowered operati ng costs. It 
could provide an immediate stimulus to employment in 
many industries, and result in a balanced, efficient and 
modern transportation system for the United States. 

To avoid giving unnecessary impetus to inflation or 
imposing further strains on the capital markets, the 
Office believes that any funds expended by the Federal 
government on such a program should be recouped 
through taxation. The taxes should be imposed as 
equitably as possible upon the direct beneficiaries, and 
the tax program should be designed with simplicity of 
administration in mind. 

To insure maximum public benefit, the program 
should be so conl rolled and directed as to result in an 
integrated and balanced system of interstate transporta­
tion serving the needs of commerce and the mobility of 
the people. It should be limited in duration, and not 
self-perpetuating. And it should rely to the maximum 
degree possible on private initiative, skills and manage­
ment. 

A National Transportation Rehabilitation and 
Modernization Program 

The program en visaged by the Office is an ambitious 
one; it would involve expend iture of about $12 bil­
lion over a five-year period, financed by a tax of 2 cents 
per gallon of fuel and 0.1'1 cents per kilowatt-hour of 
energy consumed by railroads, by all highway vehicles-­
freight and passengrr-except buses, and by domestic 
water carriers. (It is estimated that an alternative rev­
enue proposal also considered by the Office, a 2 per­
cent tax on all freight revenues of rai l, motor and water 
..:aITie rs, including prirnte carriers, would yield slightly 
lrss.) The proceeds of this tax would not be placed in 
any particular fund, nor would they be earmarked in 
any way for expenditure for particular purposes. Nev­
ertheless, the revenues from the proposed tax would 
approximately off-set the expenditures contemplated 
in the program. 

Thr mil program would provide fo r direct Federnl 
grants to railroads, State, regional or local transporta­
tion authorities, or other responsible persons for the 
rehabilitation, modernization and improvement of mil 
facilities or equipment. Federal fu nds would be pro• 
vided on a matching basis. The F ederal share of the 
costs of any rehabi litation 01· improvement project 



would be 50 percent, except that it would increase to 
100 percent for projects when Amtrak is the recipient, 
and 70 percent for projects if the recipient were a State, 
local, or regional transportation authority. 

A second program would be directed toward the de­
velopment of passenger and freight highway vehicles 
capable of operation with reduced fuel consumption, 
improved environmental effects, greater safety and 
lower operating costs, and also adapted to volu me 
production at minimum expense. This program would 
contemplate immediate action toward developing im­
proved automobiles and trucks which would assist the 
automotive industries in restoring employment. 

A third program would be aimed at developing, test­
ing, and encouraging production of improved and more 
efficient \·essels for use on thr inland and Coastal water­
ways. 

In the interrsts of bre\·ity, the foregoing discussion 
summarizes only thr bare outline6 of a plan which could 
serve not only to rrsoh·e the C'onRail funding problem, 
but also encompass rehabilitating and moclemizing the 
railroad system of the rnited Statrs, at minimum cost 
to the general taxpayers, without resort to nationaliza­
tion, and without increasing Federal budget deficits. 
Extension of the program to other forms of transpor­
tation as proposed would be discretionary and beyond 
the scope of this Report. 

Effects on ConRail Financing 

In Tables 3-1 and 3-2 of the Financial Analysis 
Chapter, the Office has computed the effects of adjusting 
the Plan's uninflated and inflated pro formas on the 
assumption that one half of C'onRail's estimated road­
\\·ay and structures l'ehabilitation ('Osfs only were to be 
funded by Federal grnnts under such a program, with 
C'onRail supplying the other one half from intemally­
generatrd funds or from private-capital sources. These 
tables indicate that if the Plan's projections could be 
relied upon, a relatiYely modest infusion of Federal 
grants on such a basis could result in a ConRail capable 
of financing itself without further public assistance. 

Elsewhere in these comments it has been suggested 
that the Plan's pro formas are over-optimistic and 
cannot, at this stage, be relied upon in their entirety. 
. \. !so, these pro formas do not apply to the industry 
structure the Assoriation has indicated to be its 
favorite, 01· arknowledge the inclusion of Erie Lack­
awanna in the system. The Association undoubtedly 
will refine the pro formas in the Final System Plan to 
reflect the comments it will have received. It is also to 
be [}l'esumrd that recent economic developments may 
affect the Association's expectations as to the future 
rourse of ('ll tToncy and credit market debasement. Since 
the effects of all these rhanges on the Final System 
Plan could not be reliably anticipated, the data in 
Tables 3- 1 and 3-2 must be interpreted with some cau-
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tion. They do, however, serve to illustrate the general 
effects which a Federal matching-grant rehabilitation 
and improvement program could have on ConRail's 
self-sufficiency. 

The Office urges that in the Final System Plan con­
sideration be given to the possible advantages and 
disadvantages of all the alternatives discussed above 
as they would affect the rail service needs of the Region 
and the nation and the faimess of the financial burdens 
to be assumed by each element of the public. 

Management 

The .\.ssociations· expressed belief that management 
with the ability to distinguish essential goals and 
achieve them, and to motivate employees, will be the 
key ingredient of the Final System Plan's credibility 
has been endorsed elsewhere in this report and in the 
public comments received during the hearings. 

The Plan·s delicately worded reference to the desire 
to "potentially reduce govemment managerial involve­
ment" suggests, although it avoids so stating, that the 
.\.ssociation may be concemed with the proviso in 
section 301{d) of the Act. This requires that, so long 
as 50 percent or more of ConRail's debt is guaranteed 
by the lTnited States. the majority of the Corporation's 
board of directors shall be government nominees, and 
thrne of the members shall be the Secretary of Trans­
portation and the Chairman and President of the 
Association. Based on the Plan's over-optimistic pro 
formas, such a situation would obtain for years, pri­
marily because of the massive rehabilitation costs. ·were 
it not for these rehabilitation costs, the th reat of gov­
ernment managerial involvement would be a lesser con­
cern and, as discussed above, there are other ways than 
ConFac to fund the rehabilitation. 

If the section 301 ( d) proviso is a concern, as it well 
might be, the Office thinks it preferable that this be 
openly disclosed, discussed and resolved without re­
sort to subterfuge or obfuscation. Below are some con­
siderations with respect to which the Association might 
wish to entertain responses from the public and its 
elected representatives. In listing these considerations, 
the Office does not necessarily express a view with re­
spect to any of them at this time. 

(1) ConRail has incorporators, but no management . 
It seems imperative that a qualified and respected top 
management be obtained promptly. The tasks con-front­
inO' manaaement would be imposing, but the challenge 
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and opportunity inspiring if the Final System Plan IS 

competently const ructed. Expressed in blunt terms, a 
politically-dominated board might not attract manage­
ment capable of assuming responsibility for achieving 

business goals. 
(2) Unless the Act is clarified, the Amtrak precede~t 

seems likely not only to create an obstacle to ConRa1l 
private market financing, but also possibly to augment 



the scope of any Tucker Act award. Amtrak, under the 
1970 Rail Passenger Act, was to be a " for-profit" corpo­
ration. It has not been, and apparently has no intention 
of becoming one. Railroad companies which turned 
passenger operations over to it and were required to 
subscribe to its capital stock have, at the demand of 
their audi tors, written the stock down a zero value 
immediately upon receipt. Burlington Northern , for 
example, has written off Amtmk stock for which it paid 
$33.4: million, and Penn Central has reserved $52.4 mil ­
lion in anticipation of a similar loss. If ConRail has a 
politically-dominated Board, this precedent is likely to 
cause the recipients of its stock or other securities to 
accord them similar value, or be required by !,heir audi­
tors or regulators to do so. 

There is a difference between the two situations. Rail­
roads subscribing to Amtrak shares did so voluntarily, 
to escape their passenger losses. The holders of Con­
Rail stock will receive it involuntarily through a re­
organization "cram-down" process. The creditors of 
the bankrupts may be expected to make the most of this 
point in the Court of Claims. If by the time of trial 
ConRail has a record of substantial earnings, the value 
of the comparison of course would be diminished. 

(3) The Supreme Court, at page 46 of its decision 
upholding the constitutionality of the Act, dealt with 
the creditors' argued that ConRail, by reason of its 
government-controlled Board, will be a federal instru­
mt>ntality. "The responsibilities of the federal directors 
are not different from those of other directors-to oper­
ate Conrail at n. profit for the benefit of the sharehold­
ers.'' If the shareholders cannot control ConRail's 
Board, they will hn.ve no opportunity to direct its fi­
nancial or business policies and no effective voice in its 
management. The Court appears to be inviting Con­
Rail's shareholders, should they come to feel that the 
Corporation is operated for political, rather than profit­
maximizing purposes, to file derivat.ive stockholders' 
suits against the government-nominated director<;. 
·whether the government could properly reimburse di­
rectors for losses incurred through such suits is unclear. 
But investors probably will not assign high investment 
quality to securities of a corporation the management 
of which must be sued to make it perform in a business­
like manner, unless these securities are guaranteed. 

(4) ConRail's stock, being essentially non-voting, 
may not be eligible for listing on any major exchange, 
a.ncl thus may have limited marketability. 

(5) The government's representatives on the Board 
may, in fact, entertain only profit-making thoughts, but 
unless the Corporation is outstandingly profitable, who 
will believe it? The judgment of any corporation direc­
tor is fallible, and sometimes the best business decisions 
must take account of political and social considerations. 
But so long as the Board is controlled by political nom­
inees, investors will believe it to be politically motivated. 
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(6) The selection process for Secretaries of Trans­
portation or the officers of the Association does not nec­
essarily insure that they will have experience or exper­
tise in finance or the operation of a large, complex, and 
highly competitive transportation enterprise. 

(7) Lastly, the specification of the named government 
officers paves the way for built-in con fl icts of interest. 
The Secretary of Transportation is responsible for reg­
ulating ConRail's safety of operations and that of its 
competitors. He awards funds for highway construction 
and other transportation purposes that would benefit 
ConRail's competitors. The officers of the Association 
are ConRail's bankers. True, bankers serve on the 
boards of private corporations, but the government usu­
ally has frowned on the practice. Section 10 of the 
('Jayton Act is specifically intended to prohibit it. Cer­
tainly the govemment's investment should be protected, 
but control of the Board is not necessary for this pur­
pose. Two or three directors of outstanding business 
capabilities could assure that the government's interest 
is represented, and the Corporation would, in any event, 
be required to report rep:ularly to the Interstate Com­
merce C'ommission and other government bodies. 

If the Association does not believe the Congres.5ional 
intent that C'onRail be a profitable corporation to be a 
serious one, the foregoing considerations are immaterial 
to the Final System Plan. If, however, the Association 
does believe that ConRail should be managed with 
profit-making intent, and if it considers any of these 
considerations to impose material obstacles, it should 
bare its concern to the public and to Congress, with rec­
ommendations for action. 

Precedent ran be ci ted for changes in section 301(d) 
of the Act. Althouirh commercial lenders have at times 
controlled the managements of their borrowers, this is 
usually a course adopted with reluctance, the results of 
which have not always been fortunate. 

The Pacific Railroad Act of 1864 (13 Stat. 356} made 
available substantial government loans and grants to 
the Central Paci fic (now Southern Pacific); the Union 
Pacific; and Leavenworth, Pawnee & Western (now 
part of the Union Pacific.) The government's junior 
lien bonds were 50 percent of the authorized debt of 
these companies, but it nominated only 5 of Union Pacif­
ic's 20 directors, and none for the other compan ies. The 
Northern Pacific, also granted major government assist­
ance in 1864 and subsequently, had no government nom· 
inees on its board. 

The Reconstruction Finance Corporation and the 
Public '\Vorks Administration did not insist on control­
ling the boards of di1·ectors of the railroads to which 
they made loans; although it did at times impose limi­
tations on the compensation of the debtor rai lroads' of­
ficers and attorneys, primarily as an inducement to 
prompt repayment of the debt. It also sometimes as-



sisted railroads (the Baltimore & Ohio for example) 
in obtaining high-caliber management for reasonable 
salaries. It is generally thought that the RFC operated 
in a businesslike way and amply protected the govern­
ment's interests. 

To sum up, the Office believes that the problems of 
providing funding and management for ConRail are in­
ter-related and that any solutions to them should be 
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considered in relation to the funding, rehabilitation and 
management problems of railroads outside the Region. 
It believes that private ownership and management of 
the Nation's railroads can be preserved, if that is the 
public's wish, but not without some public assistance. It 
urges that all the funding approaches discussed above 
be considered objectively by the Association in formu­
lating the Final System Plan. 
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APPENDIX A 

Coordination Projects Review 

The Office reviewed each coordination project pre­
sented in the Plan for which the Association deter­
mined that implementation of the project would not 
materially impair the profitability of any railroad oper­
ating in the Region. "Te solicited comments on these 
proposed projects from all railroads in the Region and 
any other railroads im·oh-ed in one or more of the pro­
posed coordinations. The response to our request for 
romments was good, with many railroads submitting 
detailed statements on indfridual projects. 

In addition, we extracted from the hearings tran­
,cripts testimony relating to c·oordination projects and 
re,·iewecl statements sent clirectlv to the Office in lieu of 
ot·al testimony. In certain insta1;ces, we contacted indi­
l'iduals on the inrnll'ecl railroads to l'erify or expand 
on information receil'ecl; this included conl'ersations 
with train dispatchers to detHmine whether certain 
lines (or bridges) included in a project were out of 
serl'ice or in operation. 

.\ !though we huxe attempted to include all comments, 
without an official cut-off date, publication constraints 
did not allow us to rel'iew in detail any comments 
receil'ed after April 9, 1975. The _\ ssociation published 
an "errata" in the Federal Register on April 11, 1975, 
and intrnduced several new coordination p rojects at 
that time. Because of the imp racticality of soliciting 
comments on these new p rojects and analyzing the 
responses without foi ling to meet the mandated dead­
line for this report, the new projects have little or no 
data presentations or analyses. 

Because a majority of the proposed coordinations 
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include abandonment of trackage by solvent carriers, 
we have not attempted to pass judgment on individual 
projects. The normal Interstate Commerce Commission 
procedures for abandonment applications remain in 
force for abandonments by solvent carriers. I nstead, 
we have assembled for each line, where possible, the 
originating and terminating traffic which would be 
affected by the project, the operational or cost benefits 
to be realized from implementation, the comments of 
the railroads involved and those of railroads which 
would be impacted, and comments received in testimony 
at the hearings. 

In addition, the Association offered portions of lines 
excluded from ConRail for sale to connecting solvent 
carriers. _\ ny offers to purchase these lines of which we 
are aware are noted . • \ gain, on _\ pril 11, the Associa­
tion offered additional lines for sale, but no comments 
or offers of purchase relating to these lines were received 
in time to be included in our review. 

The individual coordination project reviews which 
follow are grouped by the category (USRA Appendix 
D) to which they were assigned by the Association. 

USRA APPENDIX D-1 PROJECTS 

Project IL-1 

Description : Norfolk & Weste rn to abandon its line 
from Bement to Sullivan , with intersecting railroads 
to acqu ire the N&W track and traffi c. The railroads in­
volved are the B&O at Hammond, I llinois, the PC at 



Lovington, Illinois, and the C&EI and I CG at S ullivan, 
Illinois. Hammond, Illinois would be abandoned by 
Baltimore & Ohio under project IL-11. 

RSPO Review 

Lovin!!ton is located on USR .A. Line Number 609. 
U SR.A.'s"' preliminary recommendation is that this line 
not be included in the ConRail System. 

This p roject would involve the abandonment of ap­
proximately 23 miles of unsignaled single track. 

Project IL-2 
Description : Norfolk & Western to abandon its line 
from Versai lles to Elvaston, its trackage rights over 
Toledo, Peoria & ·w estern from Elvaston to Keokuk, 
Iowa, and its trackage rights over Burlington North­
ern from Quincy to Golden, and turn its Keokuk traf­
fic over to TP& .. W at either Peoria or Forrest for han­
dling into Keokuk for a per car charge. Intersecting 
railroads would acquire the N&W track and traffic. The 
railroads involved are the BN at Carthage and Golden, 
Illinois and the TP&W at Elvaston, Illinois. 

RSPO Review 

The proposed abandonment would relieve Norfolk & 
·w estern from operating and participating in mainte­
uance of approximately 90 miles of road. Traffic moving 
via N&W between Keokuk and the west would be sub­
jected to a circuitous movement through Peoria or 
Fonest. 

In 1974, the N&W handled 2,:365 cars over these 
segments. 

Project IL-3 

DN1rription: Burlington Northem and ('hicago & East­
ern Illinois (Missouri Pacific) to jointly acquire the 
P enn Central line from ,Joan to Mitchell o,·e r which 
C&EI currently has trackage rights. Penn Central 
(C'onRail) would retain trackage rights over thr line 
if it so desired. 

The BN and ('&EI would contin ue service to all 
points on the acquired segment. Projects IL-8 and IL-
10 present con fli cting alternative prnposals concerning 
this Line Segment. USRA states that resolution of this 
conflict will appear in the Final System Plan. 

RSPO Review 

This prnject involves the acquisition of approxi­
mately 28 miles of line. The line is presently used by the 
PC for thrnugh freight service between Indianapolis 
and St. Louis. PC stations on the line did not generate 
any carloads in 1974. This line is a portion of a la rger 
segment sought by the C&EI in I L-8. 

The involved line segment is included in USR.A Line 
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679 and USRA recommends the line be included in 
ConRail. 

BN initiated I L-3 and the project has been under ne­
gotiation for several years. BN seeks the line primarily 
to improve its coal routings from southern Ill inois coal 
fields. BN does not feel that any con fl ict exists between 
IL-3, IL-8, and IL-10, as the BN and C&EI Clln re­
solve I L-3 and II.r-8 through the BN obtaining a 50 
percent interest in the ,Joan to Mitchell line. To effec­
tuate IL-3, BN must construct a connection near Joan 
and has already acquired the necessary land. BN ex­
pects the acquisition to improve service to coal shippe~ 
and anticipates annual volume over the acquired seg• 
ment at 50,000 cars annually. 

The C&EI reports that C'&ET and BN are in agree­
ment that the line should either be jointly acquired or 
the C&EI will own the segment with BN granted track­
age rights. PC ( Con Rail ) would also be granted track­
age rights if necessary. ('&EI has used this line as a l'itnl 
link in its routing sinc-e 1902 and this project seeks lo 
continue well established traffic patterns. Without this 
link C&EI has no other practical way to continue its 
('hicairo-St. Louis service. 

Eli Lilly Company of Indianapolis favors this proj­
ect if track conditions arc improved. 

See Projects IL-8 and IT.r-10. 

Project IL-4 

Dc.~rription : Baltimore & Ohio (Chessie System) to 
abandon its line from Sprin:rfield to Beardstown with 
intersecting rail roads to acquire the B&O track and 
traffic at or near Ashland, III. (ICG) and Beardstown, 
Ill. (BN) . 

RSPO Review 

This project involves the abandonment of approxi­
rnat!'ly +.1 miles of track. Stations proposed for aban· 
1lonm~nt generat!'d 242 carloads of traffic in Hl73. The 
common points of .Ashland and Beardstown generated 
12.J. carloads on the B&O in 1973. 

The IC'G does not propose to acquire any rail proper· 
ties of the B&O at Ashland but will serve the Ashland 
Co-op Elevator from the present ICG line through a 
com·entional side track agreement. 

Th<' ICG and B&O presently share the costs of main· 
tenance and operation of a station and interlocker at 
.\.shland. These costs of $1,468.08 per month will be 
avoided under the proposed coordination project. . 

The B&O and BN did not file any comments with 
RSPO concerning this specific project. 

Transaction Associates of J oliet, Ill inois is opposed 
to IL-4 as they repo rt they are already on record with 

the I CC seeking to acquire the subject line for continued 
service. 



Project IL-5 

Description: Baltimore & Ohiu (Chessie System) to 
abandon its line from Flora to Shawneetown, intersect­
ing railroads to acquire the B&O track and traffic. The 
railroads involved will be the L&N at Duncan, Ill. ; En­
field, Ill.; Junction, Ill.; New Shawneetown, Ill.; Shaw­
neetown, Ill.; and Wyatt, Ill.; and the SOU at Fairfield, 
m.; and the PC at Norris City, Ill. 

RSPO Review 

Norris City is located on USRA line segment 606a. 
The preliminary recommendation of USRA is to retain 
service to Norris City. 

This project involves the abandonment of npproxi­
mately 73 miles of track. 

Substantial reserves of metallurgica I coal are reported 
near the B&O line near Enfield. The ICG has expressed 
interest in obtaining the R&O line from Flora to Enfield 
( via Edgewood) because of the coal traffic potential. 
The po1tion of the R&O line extending north from 
Flora to Springfield (including Edgewood) is pre­
sently the subjert of B&O abandonment application 
.AB- 19, Sub No. i7, filed ::\Iarch 18, 1975 under Section 
1 (18- 20) of the Interstate Commerce Act. See project 
IL-13. 

The L&N and SOU did not file any comments with 
RSPO concerning this specific pl'Oject. 

Transaction .\.ssociates of ,Joliet, Ill. is opposed to 
IL-5 as they report they are already on record with the 
ICC' seeking to arquire the subject line for continued 
service. 

Project IL-6 

Description: Chicago & Eastern Illinois (Missouri 
Parific) to acquire from Penn Central a line from "\Vest­
ville north to the Peoria & Eastern (PC') near Tilton 
and east over the P&E to a point within Danville. 
C&EI currently has trackage rights over this segment. 
a_nd Penn Central (C'onRail) could retain trackage 
nghts over the segment if it is so desired. The C&EI 
will continue se1·vice to all points on the acquired 
segment. 

RSPO Review 

This project inrnlves 10.1 miles of track includina 
' t:> 

6.2 miles of PC line between Westville and the P&E 
connection at Wyton, and 3.9 miles of P&E line be­
tween the PC "\Vyton connection and a point within 
Danville. The C&EI reports no stations set·ved on the 
segment proposed to be acquired. The C&EI has been 
utilizing trackage rights over this segment for approxi­
mately two years and it is their only means to connect 
with other· can-iers at Danville. The purpose of the ac­
quisition is to assure continued C&EI service to Dan­
ville. 
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This line is included in USRA line segment 605 and 
the USRA recommendation is to include line segment 
605 in the ConRail System as necessary for through 
freight service with local service provided to all ship­
pers on the line. 

Public Service Co. of Indiana suppor ts IL-6 because 
of access to coal from mines neat· Westville for use at 
PSI's Cayuga and Wabash River generating stations. 

See IL-7 for further information on the PC line 
through Danville. 

Project IL-7 

Description: Louisville & Nashville (Family Lines) to 
grant P enn Central (ConRail) trackage rights over its 
line from Paris to Danville and The Milwaukee Road to 
grant PC trackage rights from Danville to Chicago 
(Blue Island), allowing PC to abandon its line from 
Paris through Danville to Chicago. Intersecting rail­
roads would acquire PC track and traffic. The railroads 
involved would be the B&O at Chrisman, Ill. ; the N&W 
at Handy, Ind., and Ridge Farm, Ill.; the L&N at St. 
,John, Incl.; the C&EI at Westville, Ill.; and the PC at 
Kentland, Ind.; Sheff, Ind.; St. ,John, Ind.; and 
Schneider, Ind. 

Chrisman would be abandoned by R&O under project 
II,-11. 

RSPO Review 

Kentland is on USRA line segment 630. USRA"s 
preliminary recommendation is rwt to include segment 
630 in the ConRail System. 

Sheff, Ind. is on USRA line segment 577a offered for 
sale to connecting solvent railroads. (USRA Appendix 
D-2) 

St. ,John, Ind. (PC) was reported by USRA ap­
parently in error as also being on another PC light 
density line. 

This project would in\'olve the abandonment of ap­
proximately 150 miles of PC line. 

USRA line segments 60-! (Highland, Ind. to Dan­
ville, Ill.) and 605 (Danville, rn. to Paris, Ill.) involve 
the majority of the PC line in this project. Both seg­
ments are recommended by USRA to be included in the 
ConRail System. 

The C&EI seeks to acquire a portion of the PC line 
south of Danville in project IL-6. 

The Milwaukee Road supports IL-7. The L&N did 
not file any comments with RSPO concerning this spe­
ci fic project. 

The Eli LiJly Company of Indianapolis, Ind. ques­
tions the logic in this project in view of the USRA rec­
ommendations on line segments 604 and 605. They are 
also concerned with protection of present routes to Chi­
cago and transit appJjcations. 



Project IL-8 

Description: Chicago & Eastem Illinois (Missouri Pa­
cific) to acquire from Penn Central its line from E. St. 
Louis to Pana, allowing PC to downgrade or abandon 
its line from Pana to Terre Haute (Paris). C&EI now 
has trackage rights over this segment, and would grant 
Penn Central (ConRail) trackage rights should it de­
sire to keep the line intact as a through route. 

The C&EI would continue service to all points on 
the acquired segment. Projects IL-3 and IL-10 present 
conflictino- alternative proposals concerning this seg­
ment. USRA states that resolution of the conflict will 
appear in the Final System Plan. 

RSPO Review 

This project invoh-es the acquisition of approxi­
mately 71 miles of line. Project IL-3 (BN-C&EI ac­
quisition of ,Joan to Mitchell) is located entirely within 
the 71 mile line involved here. This line is presently used 
by the PC for local and through freight service between 
Indianapolis and E . St. Louis. C&EI has trackage 
rights from Pana to Granite City and the ICG- BN 
have trackage rights from Bridge ,Jct. (E. St. Louis) 
to Lenox. Al\ITRAIC operates passenger trains between 
Granite City and Mitchell. Stations on the PC line to be 
acquired generated 573 carloads in 1974. 

The involved line is embraced in USRA Lines 679 
and 618b and USRA recommends that the lines be in­
cluded in ConRail. The project envisions the PC down­
grading or abandoning its line from Pana to Terre 
Haute. USRA Lines 618, 618a and 618b embrace Pana 
to Tene Haute and are recommended for inclusion in 
ConRail. 

The C&EI is interested in acquiring this PC line be­
cause it is part of C&EI's main line (through trackage 
rights) o,·er which C&EI has conducted its Chicago­
St. Louis operation for more than 70 years. A one month 
sample sho,~ed 8,431 carloads of C&EI overhead traffic 
moving over the segment. C&EI reports they will im­
prove rail service through rehabilitation of the line and 
they emphasize that the acquisition is desired to con­
tinue well established traffic patterns. Without use of 
this line C&EI has no other practical way to continue 
its Chicago-St. Louis ser-vice. 

The ICG is opposed to the C&EI acquisition of the 
pai1·ed track (ICG-PC) between Lennox and Bridge 
,Jrt. The ICG seeks to have this pairnd track operat!'d 
jointly or acquired by ICG or ConRail as poor passen­
ger train performance over this segment would affect 
ICG profitability under ! CG-AMTRAK contracts. 

Eli Lilly Co. of Indianapolis would prefer a western 
carrier acquiring the line with the ability to serve all 
industries in Indianapolis. 

As IL-8 makes no mention of the continued operation 
of the P C line from East St. Louis to Terre Haute, Pub-
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1. S . Co of Indiana is concerned with service to 1c erv1ce . . 
their Dresser Generating Station. 

Project IL-9 

D . t. . Norfolk and Western to abandon its line escrip 10n. . • 
t P .· to Farmdale Junct10n and acquire from ens eo11a . 

trat'kage rights between those pomts ~ver Tole~o, 
Peoria & Western. Illinois Termmal Railroad, which 

k · hts e1· NT&W would also operate now has trac age rig ov ~ ' 
over TP&W. 

RSPO Review 

This proposal involves the abandonment ot approxi­
mately 4 miles of N&W line. P em1 Central also has 
trackage rights over this N&W track, alth?ugh Penn 
Centrnl's use of the trackage, has been very !nfrequent. 

The TP&W supports this abandonment 111 order to 
make available the N&W property needed by TP&\V 
for proposed enlargement of its E. Peoria yard. . 

Only one industry, served by N&W at Farmdale, is 
indicated to be within limits of the proposed abandon­
ment and it may be arrangements ran be worked out for 
N& W to continue serving it. 

Project ll-10 

neS<:ription : Ill inois Central Gulf to acquire Penn 
Central's line from Bridge ,Junction to East Alton, a 
large portion of which ICG and PC currently op_erate 
on a paired track basis. Burlington Northern, Chicago 
& Eastern Illinois (Missouri Pacific), and Illinois Ter­
minal now have trackage rights over this segment and 
such rights would continue. PC (ConRail) would also 
be granted trackage rights if it so desired. The ICG 
would continue service to all points on the acquired 
segment. Projects IL-3 and IL-8 present conflicting 
alternative proposals concerning this line ~eg-ment. 
C"SRA states that resolution of this conflict will appear 
in the final system plan. 

RSPO Review 

This project involves the acquisition of approxi ­
mately 18 miles of PC track. The line is presently used 
for through service between Indianapolis-SI. Louis on 
the 5 mile portion between Mitchell and Granite City 
and local service on the remaining portion. PC' Stations 
on the line to be acquirnd generated ll865 carloarls in 
Hl74. A portion of this line between Mitchell (Lenuox) 
and Bridge ,Jct. is sought to be acqui1·ed by the ('&EI in 
project IL-8. 

The involved line segment is covered by (~SRA line 
570a and USRA recommends inclusion in the ConRail 
system. 

This segment is part of ICG's Chicago-St. Louis main 
line and the ICG states that it cannot economically 
justify the purchase of this PC line but is interested in 



ncquisition for defensive purposes only if the line is not 
included in ConRail. The ICG is strongly opposed to the 
C&EI ncquisition of any portion of this line (See IL-8) 
because the C&EI is in direct competition with the I CG 
in the Chicago-St. Louis market. Any potential C&EI 
interference \\"ith the movement of I CG trains ovrr this 
segment is potentially damaging to ICG revenues and 
profitabi lity. 

The C&EI has no objection to the ICG acquisition 
provided the C&EI maintnins its rights to use such sec­
tion of P C and I CG paired lines under existing track­
uge right ngreements. If the C&EI is denied use of the 
paired tracks it "·ould be a severing of C&EI's main 
line bet""een Chicngo nnd St. Louis. C&EI has used this 
line as a connecting link for over70 years. 

Eli Lilly Company of Indianapolis fav01·s the project 
if track conditions are improved. 

Project IL-11 

/)eM·1iptio11 : Baltimore & Ohio (Chrssie System) to 
abandon its lines from Indianapolis (Speecl\\"ay), Ind., 
to Newman, Ill., and from Ficklin, Ill., to Drcatur, Ill., 
uncl acquire trackagt• rights over Penn Central from In­
dianapolis to Decatur via Terre Haute. B&O would also 
acquire trackage rights over Illinois Central Gulf from 
.\ rcola to Tuscola so it could continue service on its re­
maining line bet\\"een Ficklin and Newman. Intersecting 
railroads would acquire the abandoned B&O track and 
traffic. The railroads involved would be the PC at Chris­
man, Ill., and Guion, Ind., the N&W at Hammond, Ill., 
and ~Ietcalf, Ill., the L&N at Hillsdale, Ind., and 
Roachdale, Ind., and the ~IILW at " 'est Dana, Ind. 

Chrisman, Ill. ""ould be abandoned by P(' (ConRail) 
under project IL---7. 

Hammond, Ill. would be abandoned by the N&W 
under project IL- 1. 

" Tith B&O agreement, ICG \\"Ould acquire and Sl'rve 
Xewman to Ficklin in lieu of trackagp rights for B&O 
to retain serving Xewman to Ficklin. 

RSPO Review 

On ~larch 18, 1975, the B&O applied to the ICC under 
Section 1 (18----20) of the Interstate Commerce Act to 
abandon this line (.\B- 19, Sub 26). Approximately 124 
miles of line are involved and stations proposed for 
abandonment generated 1281 carloads in 1973. The 
se,·en common point stations shown in the projPd cle­
scri pt ion generated 114 carloads on the B&O in 197:3. 

ThP P(' line from Indianapolis to Decatur via Terre 
Haute over which the R&O proposes to acquire trackage 
rights embraces 1·SRA line sPgment 609 (Paris to Deca­
tur). CSR.\'s preliminary recommendation is not to in­
clude this line in the ConRail System. 

Carrier and shipper responses to RSPO were appar­
ently made without knowledge of the B&O abandon­
ment application filed on U arch 18, 1975. 
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The ICG feels that the location of existing tracks at 
Tuscola would prevent an economical connection be­
tween the ICG and B&O and it would be more economi­
cal for the ICG to serve B&O customers at Ficklin and 
Newman rather than provide B&O trackage rights be­
t""een Tuscola and Arcola. 

The Milwaukee fears that direct B&O access to Terre 
Haute would erode Milwaukee traffic from and to Terre 
Haute which is presently interchanged with the B&O 
at W. Dana. 

The Illinois Terminal has no objection to IL-11. 
The Public Service Company of Indiana finds the 

project objectionable because of possible higher freight 
rates on coal. 

Eli Lilly Co. of Indianapolis oppose the project unless 
the B&O is given interchange rights ,,·ith the L&N at 
Greencastle and Tene H aute. 

Zeigler Coal Company has a mining site along the 
B&O in Douglas County and opposes the project be­
cause of the loss of rail service in an established fossil 
fuel area. 

Transaction Associates of Joliet, Ill inois opposes the 
project as they report they are already on record with 
IC(' in seeking to acquire the line for continued service. 

The Indiana Farm Bureau Coop Assn., Inc. opposes 
the project because of loss of rail service to grain ele­
vators along the line. 

U.S. I ndustrial Chemicals Co. has a plant 3 miles 
west of Tuscola and feels the PC line over which B&O 
seeks trackage rights could not handle jumbo tank and 
hopper cars. They also feel that switching service would 
deteriorate. 

Project IL-12 

Description : Baltimore & 0 hio ( Chessie System) to 
abandon its line from Boody to Springfield and either 
acquire trackage rights over Norfolk & Western from 
Boody to Taylorville and operate over its own line from 
TaylorviJle to Springfield, or acquire trackage rights 
over N&W directly from Decatur to Springfield. 

Project IL---13 also impacts the B&O line from Tay­
lorville to Springfield. 

RSPO Review 

This project involves the abandonment of approxi­
mately 35 miles of line. Stations proposed to be aban­
doned generated 6-15 carloads in 1973. 

The B&O's interest is in saving maintenance and re­
habilitation costs as well as shared cost savings to both 
N&W and B&O over the Decatur to Springfield line of 
the N&W. 

The ICG feels it could be adversely affected if the 
B&O acquires trackage rights over the N&W between 
Decatur and Springfield. The B&O uses ICG facilities 
at Springfield on a joint basis and the proposed change 
in routing to Springfield would increase expenses for 



the ICG in cffectinu Sprinufield interchanges with the 
b b .

1 B&O. Also, if the B&O withdraws from the joint fac1 -
ity contract, ICG might incur job pi-otection payments 
for employees at Ridgely Yard in Springfield. 

The N&W did not file any comments with RSPO 
concerning this specific project. 

Transaction Associates of Joliet, Illinois opposes IL-
12 as they report they are already on record with the 
ICC seeking to acquire the subject line for continued 
service. 

Pro ject IL-1 3 

Description: Baltimore & Ohio to abandon its line from 
Flora to Springfield, with intersecting railroads to ac­
quire the B&O track and traffic. The railroads involved 
would be the PC at Altamont, Illinois, N&W at Cow­
den, Illinois, IC'G at Edgewood, Illinois, PC and ICG 
at Pana, Illinois and the PC and N&W at Taylon,ille, 
Illinois. 

RSPO Review 

Pana and Tower Hill on the PC are on USRA Line 
Segment 618b. USRA recommends segment 618b be in­
cluded in the ConRail System. 

On l\farch 18, 1975, the B&O applied to the ICC 
under Section 1 (18-20) of the Interstate Commerce 
Act to abandon this line (AB-19, Sub 27). Approxi­
mately 103 miles of line are involved and stations pro­
posed to be abandoned generated 1,977 carloads in 1973. 
The seven common point stations shown in the project 
description generated 1,550 carloads on the B&O in 
1973. 

Carrier and shipper responses to RSPO were ap­
parently made without knowledge of the B&O aban­
donment application filed on March 18, 1975. 

Substantial reserves of metallurgical coal are re­
ported near the B&O line near Enfield which is south 
of Flora. The ICG has expressed an interest in obtain­
ing the B&O line near Enfield and access would be by 
the B&O-ICG connection at Edgewood which is in­
volved in this project. The ICG has a si!!Tlificant inter­
est in bot~1 II:-5 and IL--13 in working t~ward possible 
ICG service mto the Enfield coal reserve reuions. (See 
IL--5). b 

The N&W did not file any comments with RSPO 
concerning this specific project. 

Transaction Associates of ,Jol iet, Ill., is opposed to 
IL-13 as they report they are already on record with 
the ICC seeking to acquire the subject line for contin­
ued service. 

Project ll-14 

Des<;1'i'J!tion: Burlingt_on Northern to acquire Penn Cen­
tral s lme from America to Forman The BN ·11 . • w1 con-
tinue to ~r:e all P?ints on the acquired segment pres­
ently rece1 vmg service. 
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RSPO Review 

This project involves approximately_ 18 miles of 
track extending from the BN-PC connection at Forman 
south to America which is approximately 3 miles south 
of Olmsted. The line generated 135 carloads for the PC 
in 1974. PC reports the line operated at a deficit in 
1972, the latest period for which detailed costs are 
available. 

The portion of line extending south from Olmsted 
to Cairo (including Amel·ica) has been out of service 
since March 28, 1973, because of a track washout. 
(USRA line 607A) 

The portion from Forman to Olmsted is included in 
USRA line segment 607 which is recommended for in­
c]m;ion in the ConRail System, but because of poor 
track conditions trackage rights for alternative through 
traffic routings are being explored. 

The C&EI interchanges with the PC at Karnac ap­
proximately 5 miles south of the BN-P(' Forman con­
nection. The PC' interchanged 3,892 carloads with the 
('&EI at Karnac in 1974. The, C'&EI did not file any 
comments with RSPO conccming this specific project. 

BN's purpose in acquiring this line is to protect long 
haul revenue on traffic originating at Olmsted and to 
secure industrial sites beyond Olmsted for future de­
velopment. 

The BN does not intend to operate the line between 
Olmsted and America until warranted by future indus­
trial development. BN feels with consistent service and 
adequate car supplies, rail shipments fo11n Olmsted 
would increase to 1972 levels of 500 carloads annually. 

BN is agreeable to granting C'onRail trackage rights 
over rehabilitated line from Forman to Karnac to ac­
commodate the interchange of traffic (predominantly 
coal) with the C&EI at Karnac. 

Project IN-1 

Deacriptwn: Baltimore & Ohio (Chessie System) to 
abandon its line from North Vernon to ,Teffersonville, 
Ind. (Louisville) and acquire trackage rights over Penn 
Central (ConRail) from Seymour to ,Tcffersonville; 
or B&O to Grant PC ( Con Rail) trackage rights 
from North Vernon to Jeffersonville allowing PC 
(ConRail) to abandon Seymour to Jeffersonville Serv­
ice would be discontinued on segment to be abandoned. 

RSPO Review 

The Chessie System has withdrawn this proposed 
project from further consideration. 

Project IN-2 

Description: Norfolk & Western to abandon its line 
from New Castle to Cambridge City and from Beeson 
to Connersville, with Penn Central (ConRail) to ac-



qufre the portion between Cambridge City and Beeson 
over which it now has trackage rights. Intersecting rail­
roads would acquire the N&,v track and traffic. The rail­
roads im·olvecl will be the PC at Beeson, Ind., the B&O, 
PC at Connersville, Incl., and the PC at Milton, Incl. 

Connersville, a relatively important traffic point will 
continue to receive service even if it is abandoned by 
the B&O under project IN-3. 

RSPO Review 

Under discussion of USRA Line Number 573, the 
Association recommended that service to Connersville 
be assumed by a solvent carrier, and if such an agree­
ment cannot be reached, that the portion of Line No. 
573 between Connersville and Beeson be included in the 
ConRail system, permitting ConRail to serve Conners­
ville from Richmond, Ind. In order to reach Richmond, 
continued use of PC trackage rights over N&,v track­
age between Beeson and Cambridge C'ity, would be re­
quired. Thus railroad service would continue to be avail­
able (by ConRail) at Beeson, Milton and Cambridge 
City, and Connerin·ille under project IN-2, leaving Xew 
Lisbon as the only station without rail service. 

New Lisbon generated and received 15 cars during 
1973. 

In another proceeding before the Commission (Ex 
Parte 293 Sub No. 4) the X&W has proposed acquisition 
of the 6.8 miles of PC's Whitewater Running Track 
between Beeson and Connersville ("CSRA Line No. 
573). If this were to be approved, it would supersede 
project IN-2 and N&w· would be able to apply for 
abandonment of its track between Beeson and Conners­
ville-about 5.3 miles, on which no industries are cur­
rently being served. In addition, acquisition of the PC 
trackage would permit all N&,v stations (including 
New Lisbon) between Connersville and New Castle to 
continue being served. USRA reports 5,958 cars of traffic 
for Line 573 during 1973. 

Philco-Ford Corp., one of the larger shippers at Con­
nersville, has indicated suppo1t of N&W acquiring the 
Penn Central trackage between Connersville and Bee­
son, and would support the N&"' and B&O request for 
abandonment of certain portions of track to Conners­
ville, as identified in Projects IN-2 and IN-3. 

Project IN-3 

Deacriptio-n: Baltimore & Ohio ( Chessie System) to 
abandon its line from Cottage Grove to Indianapolis 
and acquire trackage rights over Penn Central (Con­
Rail) from Cincinnati to Indianapolis. Intersecting 
railroads would acquire the B&O track and traffic. The 
railroads involved would be the N&,v, PC at both Con­
nersville, Ind., and Rushville, Ind. Connersvi lle and 
Rushville would be abandoned by the N&" ' under proj­
ects IN-2 and IN-10 respectively. 
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RSPO Review 

Connersville (PC) is on USR.\ line segment 573 and 
USRA recommends that a sol vent carrier assume serv­
ice to Connersville-if not, line 573 would be included 
in the ConRail System. 

Rushville (PC) is on USRA line segment 585/586/ 
587 and USRA's preliminary recommendation is that 
this segment not be included in the ConRail System. 

This project involves the abandonment of approxi­
mately 69 miles of line. Stations proposed for aban­
donment generated 1,594 carloads in 1973. The com­
mon points shown in the project description generated 
1,284 carloads on the B&O in 1973. 

The B&O will consider withdrawing this project if 
plans develop whereby the B&O is the sole railroad serv­
ing Conne1-s,·i lle. X&"' would abandon Connersville 
under project IN-2 and rsR_\ recommends that Con­
nei-sville on the PC be abandoned if a solvent carrier as­
sumes service. See project IN-2 and disscnssion on 
FSRA line segment 573. 

The X&W clicl not file any comments with RSPO 
ronrerningthis specific project. 

The SOU would grant B&O trackage rights from Cin­
cinnati to Indianapolis if SOU is permitted to acquire 
the PC Indianapolis to Cincinnati line as set forth in 
USRA Appendix D-3, Part 1, SOU- 1. 

Ford l\Iotor Company has an operation at Conners­
ville and favors IN-3 if the X&W would withd raw its 
IN-2 project and instead acquire the P C line between 
Beeson and Connersville. This action would provide a 
viable single carrier service to Connersville. 

Eli Lilly Co. of Indianapolis favors IN-3 if the over­
all position of the B&O is enhanced. Also, total gateway 
protection is needed because of B&O's willingness to 
satisfy this shippe1-s need for temperature controlled 
trailers. 

The Indiana Farm Bureau Co-op Assn., Inc. opposes 
this project because of loss of rail service to grain eleva­
tors along the line. 

Project IN-4 

Deacription: Norfolk & " 'estern to abandon its line 
from Dillon to Gary (Tolleston) with L&N to acquire 
the N&" ' track and traffic at or near Westville, Indiana. 

RSPO Review 

This 41-mile, unsignalled, single track line was for­
merly a part of Norfolk & ,vestern's line employed for 
movement of through traffic between l\Iontpelier, Ohio 
and Chicago. This through traffic is now handled via 
Fort " 'aync with the project line reverting to local serv­
ice. The volume of local traffic hand led on th is line dur­
ing 197-.1: average one car per mile of road. 

N&W would continue to serve Dillon from its Michi­
gan City Branch, and industries at Gary from Calumet 
Yard, Chicago. 



Project IN-7 covers another segment of thls same 
l\Iontpelier to Chicago line. 

Project IN-5 

Descri7Jtion: Elgin, Joliet & Eastern to grant Penn Cen­
tral (ConRail) trackage rights over its line from Porter 
to Chicago Heights, al lowing PC (ConRai l) to abandon 
its parallel line. 

RSPO Review 

The Burlington Northern is concerned over a PC 
segment of line between Matteson and Hartsdale which 
could become sUt·plus under this project. The line is es­
sential to completion of a BN Chicago bypass route and 
BN would desire either ownership or trackage rights 
over this segment. A Ford Motor plant is located on 
the segment but BN has no desire to compete with 
ConRail for their business if the plant is served by 
ConRail over Elgin, Joliet & Eastern tracks as con­
templated in IN-5. 

No other responses were filed with RSPO on this 
specific project. 

Project IN--6 

Description: Norfolk & Western to abandon its lines 
from Fort Wayne (Waynedale) to Kingsland and 
Bluffton to Muncie, with Erie Lackawanna to acquire 
the remaining segment between Kingsland and Bluff­
ton. Intersecting railroads would acquire the N&W 
track and traffic. The railroads involved are the EL 
at Bluffton and Kingsland, Indiana and the PC at 
Ha1tford City, Incliana. 

RSPO Review 

This is a single track, Wlsignalled line O\'er which one 
train is operated in each direction 6 days a week. The 
principal stations in the approximate 60-mile segment 
to be abandoned are Bluffton and Hartford City. 

Norfolk and Western 's line, Waterville, Ohio to 
Frankfort, Indiana, which is proposed for abandon­
ment under project OH-8, crosses the above line at 
Bluffton. 

Based on 1974 figures, the carload business to be lost 
by N&W total~ more than 2,100 cars. 

Project IN-7 

Description: ~orfolk fu Western to abandon its lines 
from i\Iont~eher (Pergo), Ohio to Topeka, Indiana, 
a~d from i\I1ll~1~burg, Indiana, to Wakarnsa, Indiana, 
"ith the remammg segment between Topeka and l\Iil ­
lersburg to be acquired by Penn Central (ConRail ) or 
also abandoned. Intersecting railroads would acquire 
the N&1'~ track and traffic. The railroad involved is the 
P_C at ~I'.llersburg, New Paris, Topeka, and Wolcott­
nlle, Indrnna. 
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RSPO Review 

This is a 73-mile single track unsignalled segment of 
Norfolk & Western's Montpelier, Ohio to Chicago line 
on which local service only is performed 6 days per 
week by a local turn crew out of Montpelier. Through 
trains operating between Detroit-Montpelier and Chi­
cago formerly using this line are now operated via Fort 
Wayne. 

A total of 879 cars of traffic were handled on this line 
during 1974, an average of 12 cars per· mile of line. More 
than one half of these, or 464 cars, were at Wolcott ville. 
This station is presently served also by P enn Central 
(USRA Line No. 418). However, USRA's preliminary 
recommendation is that this line not be included in 
ConRail. 

Project IN-4 covers another segment of N&W's 
Montpelier to Chicago line. 

Project IN-8 

Description: Norfolk & Western and Penn Central 
(ConRail) to acquire trackage rights on each others 
line between Fort Wayne and Chicago (H obart, Indi­
ana ) and operate on a paired t rack basis. 

All stations will continue to be served. 

RSPO Review 

Norfolk & Western's port ion of this line consists of 
approximately 2 miles of double track with automatic 
signals and 111 miles of single track equipped with 
Train Control. P enn Central's line is generalJy parallel, 
double track with automatic signals. 

This project has potential for enabling Penn Central 
to remove one of its main tracks, with attendant savings. 
Value of the salvage recovered from retirement of this 
track would contribute toward cost of equipping the 
remaining P C track with T rain Control for double 
running. 

Project IN-9 

Description : Chesapeake & 0 hio ( C'hessie System) to 
abandon its line from LaCrosse to Griffith and acquire 
trackage rights over Baltimore & Ohio (Chessie Sys­
tem) from Wellsboro to P ine Junction. The C&O line 
from Griffi th to State L ine would be acquirC'd by Erie­
Lackawanna, which is currently a joint operator on that 
segment. 

Should E rie-Lackawanna bC' brought into ConRail, 
the continuation of service bl'hveen Griffith and State 
Line will be dependent on the ConRail operating plan. 

RSPO Review 

Approximately 38 miles of C&O line are proposed to 
bo abandoned. 



The C~O, B&O and EL did not file any comments 
with RSPO on this specific project. 

Eli Lilly Co. of Indianapolis, Ind. favors the project. 

Project IN-10 

Description: Norfolk & ·western to abandon its line 
from New Castle to Rushvj]]e, with intersecting rail­
roads to acquire the N&"\V track and traffic. The rail­
rou,Js involved are the PC at Dunreith and Rushville, 
Indiana and the B&O at Rushville, Indiana. 

Rushville, Indiana would be abandoned by Baltimore 
and Ohio under project IN-3. 

RSPO Review 

Rushville would be abandoned under this project if 
project IN-3 is approved and if USRA's preliminary 
recommendation concerning Line No. 585/ 586/587 re­
mains unchanged. Chessie (B&O) will consider with­
drawing project IN- 3 if it could be the sole railroad 
serving Connersville. 

This is a 24-mile single-track, unsignalled branch line 
on which rail service is performed as needed, about 2 
clays per week. 

The traffic handled by Norfolk & "\Vestern at all five 
of the stations on this 2--!-mile brnnch totalled only about 
425 cars during the year 1973. 

Project IN-11 

Description: Louis1·ille & Nashville (family lines) to 
acquire trackage rights over Penn C'entral's (ConRail) 
line from Greencastle to Indianapolis. 

All points on the line will continue to be served by 
PC' (ConRail) . 

RSPO Review 

The L&"N" presently has access into Indianapolis via 
its no11:hern line making for circuitous single line rout­
ing on traffic from or to the south. The L&:N did not file 
any response with RSPO on this specific project. 

The Southern Railway opposes IN-11 unless SOU 
is granted access to Indianapolis from Cincinnati (See 
SOU- 1, Appendix D- 3, Part I in the PSP). 

The Indiana Fa1·m Bureau Cooperative Assn., Inc. 
of Indianapolis, Ind. favors the project. 

Eli Lilly Co. of Indianapolis, Ind. opposes the proj­
ect in favor of a western line gaining access to Indian­
apolis. The L&N is not furnishing adequate temperature 
controlled trailers for TOFC shipments. Also, if granted 
the L&N's shorte r hauls would cause a loss of mileage 
credits on Lilly's leased car fleet. 

Project IN-12 

Description: Louisville & Nashville (Family Lines) to 
acquire the Penn Central (ConRn.il) line from Straight 
Line ,Junction to Oakland City. 
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L&N to continue service to all points on the acquired 
segment. 

RSPO Review 

This project involves the acquisition of approxi­
mately 33 miles of Penn Central line used mainly to 
serve southern Indiana coal fields and indust1·y in the 
Evansville area. Stations on the line to be acquired gen­
erated 34,031 carloads on the PC in 1974. 

This line is covered by USRA line Nos. 593b, 594/ 
594a and 595 and USRA recommends these segments be 
included in the ConRail system. 

The Louisville & Nashville did not file any comments 
with RSPO concerning this specific project. 

Project IN-13 

Description: Louisville & Nashville (Family Lines) to 
acquire the Penn Central (ConRail) line from Clay 
C'ity to Spring Hill. 

The L&N to continue service to all points on the ac­
quired segment. 

RSPO Review 

This project involves the acquisition of approxi­
mately 21 miles of Penn Central line which is presently 
used for intermittent local ser·vice. Stations on the line 
generated 61 carloads on the PC in 1974, but new coal 
mine development is expected in the area. 

Portions of this line (Cory to Worthington) are cov­
ered by USRA line No. 591 and the USRA preliminary 
rl'commendation is 11.ot to include this line in the Con­
Rail System. Another portion is reported out of service 
(Greenwood to Cory) since January 1, 1970 because of 
lack of demand for· service. 

The Louisville & Nashville did not file any comments 
with RSPO on this specific project. 

Public Sel'Vice Company of Indiana supports this 
project because of access to coal originating on the L&N. 

Project IN-14 

Descri7Jtion: Southern Railway Syst~m to acquire the 
Penn ('entral (ConRail) line between the SOU-PC in­
tersection at Mt. C'armel and Evansville. 

SOU would continue service to all points on the ac­
quired segment. 

RSPO Review 

This project involves the acquisition of approxi­
mately 35 miles of Penn Central line. The line is pres­
ently used to serve a power plant 5.7 miles east of Mt. 
Carmel. The remaining portion is not used by PC but 
the Louisville & Nashville has trackage rights over the 
easterly portion near Evansville. A 22.4 mile segment 
from a point near Carol to a point near Gibpower is out 



of service. T he P ublic Service of Indiana power plant 
at Carol generated 4,401 carloads in 1974. 

A 4.6 mile portion of the line (Mt. Carmel to Skel­
ton) is covered by USRA line No. 612 and USRA rec­
ommends this portion be included in the ConRail Sys­
tem. The continuation of the line to Evansville is re­
ported by USRA as out of service since April 1, 1972 
because of Jack of demand for service (USRA line No. 
613). 

The Southern Ry. Co. response to RSPO further de­
scribes the proposed acquisition as follows: 

"Acquire the Penn Central t rack from its connec­
tion with Southern in Mount Carmel to E vansvme, also 
the line to Keensburg on the Cairo Branch from Mount 
Carmel. In addition, acqui re the Penn Central tracks 
in Mount Carmel required to serve the rail-using indus­
tries at that location." 

SOU reports that their acquisition wi ll be a natural 
extension of Southern service from present Mt. Carmel 
connections and will insure improved rail service to Mt. 
Carmel industries as well as existing and future coal 
facili ties on these lines. It will also provide vital service 
to the PSI electric generating plant. Southern will be 
the only source of rail service on these lines but sees no 
har.n to any other carrier, including ConRail. The SOU 
proposes to provide local service only and does not an­
ticipate through freight or passenger operations over 
the lines. 

The Illinois Central Gulf RR strongly opposes this 
project. ICG is currently working with USRA to con­
solidate and coordinate P C-ICG coal movements in the 
area and feels that SOU acquisition of the involved 
line would int roduce an impediment to development of 
coordinated rail coal service between ICG and ConRail. 
Also, SOU takeover of these lines could potentially de­
pri \'e Midwest and Northeast markets of coal and give 
SOU a new source of coal for markets which PC pres­
ently serves. 

Transaction Associates of Joliet, TI!inois states that 
they are willing to operate the segment of line which 
is presently out of service (USRA line No. 613} 
through the operations of their subsidiary P rairie 
Trunk Railway which expects to be in operation before 
the PSP is put into effect. 

The Public Service Company of Indiana Plainfield 
I d. ' ' 
n rnna, supports the project as they desire the service 

o_f a solid sol vent carrier. PSI presently plans two addi­
t10nal coal fi red generating units at thefr Gibson plant. 

Pacific Press and Shear Co. of Mt. Carmel, Illinois 
~upports the project stating the need for improved serv­
ice from a viable rail road. 

Project MA-1 

Description : Boston & Maine to acquire the Penn Ce -
tral (ConRa_il ) line for Mystic Junction Yard to Ea: 
Boston ; or, m the alternative, that portion of the line 
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between the out-of-service PC bridge over Chelsea 
Creek and East Boston. 

B&M will continue service to all points on the ac-

quired segment. 

RSPO Review 

This project involves acquisition. of approximately 8 
miles of P C line presently used to serve local industries. 
Stations on the line generated 68 carloads in 1974. It is 
not clear as to exactly what stations are proposed for 
abandonment. 

The B&M reports that the in volved line is expensive 
to operate and in poor condition. Rather than upgrade 
the line the Boston & Maine feels that industries could 
better be served from the B&M main line. The B&M 
connects with this line near the out of service bridge 
over Chelsea Creek. The B&M would be willing to share 
its trackage, to minimize Con.Rail rehabilitation ex­
penses, for a trackage rights charge and equal access 
to PC customers. 

Project MA-2 

Oeaciiption: Boston & Maine to acquire the Penn Cen­
tral (ConRail ) line from Chelmsford to Lowell, allow­
ing PC to abandon its line from Framingham Center 
to Chelmsford. B&M would also acquire the PC track 
and traffic at or near West Concord, where another B&M 
line intersects the PC line to be abandoned. 

The B&M would continue service to all points on the 
ncquired segment and West Concord, Mass. 

Traffic now interchanged between the B&M and P C 
at Lowell would be interchanged at Springfield or some 
similar point mutually acceptable to both railroads. 

RSPO Review 

This project involves the acquisition of approximately 
4 miles of P C line and the abandonment of approxi­
mately 23 miles of P C line. T he line is presently used 
for local freight service and stations to be acquired or 
abandoned gen.erated 1072 carloads in 1974. 

The largest part of the line (South Sudbury to 
Lowell- 26.5 miles) is covered by USRA line No. 13 
and USRA's preliminary recommendation is not to in­
clude the line in the ConRail System. This line has also 
been offered for sale to connectin.g solvent railroads as 
shown in Appendix D-2 of the Plan. 

The B&M states that the majority of t raffic on the 
invol ved line is generated at Lowell where it could easily 
be absorbed by the B&M: at little addi tional cost. The 
B&M also states they might serve Chelmsford , West 
Concord, Acton, and South Sudbury via connections 
~nd inte~cting lines but this would depend on obtain­
mg monies for up-grading track and the negotiating of 
labor a~eements which would in fl ict no penalties for 
performmg the extra service. 

The Maine Central objects st renuously to this project. 

-



Approximately 1,630 cars an nually originate on the 
Maine Central and move over the involved line to the 
Boston area. No other workable route is available as 
alternative routing would entail greater mileage and 
shrunken divisions and ea rn ings for the Maine Central. 
Maine Central feels that USR A completely overlooked 
the overhead traffi c on this line in making their rec­
ommendations. 

Congressman Robert F . Drinan of the 4th District, 
Massachusetts, opposes the project stating that the pro­
posed abandonment does not give adequate weight to 
planned expansion by shippers on the line and the im­
pact on the economy. H e also feels the financial condi­
tion of the B&i\I along with the largo amount of B&M 
deferred maintenance makes the project uncertain at 
best. 

Project MA-3 

Description: Boston & i\Iaine to acquire the Penn Cen­
tral (ConRail) line from Framingham Center to 
Fitchburg. 

The B&1\I will continue service to all points on the 
acquired segment. 

RSPO Revi ew 

This project involves the acquisition of approxi­
mately 35 miles of PC line presently used for local 
freight se1Tice. Stations on the line to be acquired 
generated 4,702 carloads on the PC in 1974. 

The involved line is covered by USRA Lines 14 and 
14a and USRA recommends the lines be included in the 
ConRail System. 

The B&1\I feels that there could be shared benefits 
if the line were broken up with ConRail servicing 
Framingham Center to Northboro and the B&iI servic­
ing Clinton and Fitchburg to Leominster. B&M states 
that such a distribution of the line would eliminate 
most up-grading expenditures and retain ConRail a 
line section that generates over half of the involved 
line's traffic. 

Associated industries of l\Iassachusetts opposes the 
project on the basis that it removes important areas 
from competitive service. 

Project MA-4 

Description: Boston & iiaine to acquire the Penn Cen­
tral ( ConRai I) track and traffic at or near North 
Adams, allowing PC to abandon its line between North 
Ada.ms ,Junction and North Adams. 

RSPO Review 

This project involves the abandonment of approxi­
mately 19 miles of P C line. Stations proposed for 
abandonment generated 2,653 carloads in 1974. North 
Adams, proposed to be served by the B&l\I, originated 
52 carloads on the PC in 1974. 
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T his line is identified as USRA Line 10- lOa- 11 in 
the Association's Plan. USRA's recommendation is to 
include the line in the ConRail System. 

The B&M states that the majority of shippers on the 
line could be served by B&M and although the line is 
recommended to be including in ConRail, upgrading 
costs of $212,280 could be minimized by B&i\1 acquisi­
tion of the northern part of the line. The B&M antici­
pates no subsidy if they operate portions of the line. 

The Maine Central opposes the project fearing los.s 
of lime rock traffic which originates on the involved 
line and moves to paper· mills on the Maine Cent ral. 
An 11 month study showed 238 carloads moving to the 
l\Iaine Central from this line. 

Associated Industries of Massachusetts opposed MA-
4 on the basis that it remo,·es important a reas from 
competitive se rvice. 

P fizer, Inc. of New York, N.Y. with a plant at 
Adams, i\Iass. shipping outbound limestone opposes the 
project. P fizer feels the line should not be abandoned 
because it has been found profitable by USRA (Lines 
10-l0a-11). P fizer shipped 1,506 carloads in 1974 and 
questions the ability of the B&i\I to fu rnish adequate 
box and hopper cars. 1\Ioreover, they state that with 
B&M acquisition routings would involve 2 or 3 carriers 
where single line service is now being performed. Pfizer 
also reports that the northern portion of the involved 
line (Zylonite to North Adams-2.69 miles) is already 
the subject of abandonment proceedings in AB- 5, Sup. 
203 filed No\'ember 5, 1973. 

Project MA-5 

Descrivtion: Roston & Maine to acquire the Penn Cen­
tral (C'onRail) t rack and tra ffi c at or near Easthamp­
ton, allowing P C to abandon its line between Westfi eld 
and Easthampton, Mass. 

RSPO Review 

The Florence Secondary T rack extends north from 
Westfield approx imately 11 miles to E asthampton. 
This track connects with the PC Boston-Albany l ine 
at Westfield. At Easthampton the P C line terminates. 
connecting with the Boston & Maine RR. The P C re­
ports there were only 3 cars interchanged with B&M 
at Easthampton in 1974. 

The PC serves this bmnch li ne with a local freight 
and P C 1974 traffic figures indicate this line generated 
3,309 c 9-rloads of fr eight for PC. Westfield generated 
2,252 curloads of fre,ght with the balance of 1,057 being 
generated at Eas thampton. (See Line 683- MA- 6 for 
No. W est field t raffic.) 

If this line is abandoned, the P C could continue serv­
ing Westfi eld and B&l\I could serve patrons in the East­
hampton a rea. 

This line (USRA Line No. 684) is recommended to 
be included in ConRail. 



Greif Bros. Corp. of Westfield, Mass. indicated if 
they were denied rail service it would be necessary to 
relocate their plant. 

The Easthampton Chamber of Commerce protested 
this proposed abandonment pointing out that the B&M 
has weight limitations on their spur from their main 
line to Easthampton and that PC connections from 
Easthampton are better thMl BM connedions. 

Associated industries of Massachusetts protested this 
contending it removed important areas from competi­
tive service. 

Project MA-6 

Description: Boston & Maine to acquire the Penn Cen­
tral (ConRail) track and traffic at or near Holyoke, 
allowing PC to abandon its line between Westfield and 
Holyoke, Mass. 

RSPO Review 

A portion of the PC Holyoke Secondary Track ex­
tends northeast from Westfield approximately 10 miles 
to Holyoke. This line connects with the PC Boston­
Albany main line at Westfield. At Holyoke the PC line 
terminates, however, it connects with the Connecticut 
River Route main line of the Boston & Main RR. PC 
reports there were only 54 cars interchanged with B&M 
at Holyoke in 1974. 

The P C operates a local on this branch and PC 1974 
traffic figures indicate this line generated 2,501 carloads 
of freight for P C. North Westfield produced 15 cars of 
freight with the balance of 2,486 being generated at 
Holyoke. (See Line 684 MA-5 for Westfield traffic.) 

If this line is abandoned, the PC could continue serv­
ing North Westfield and B&M could serve patrons in 
the Holyoke area. 

This line (USRA Line No. 683) is recommended to be 
included in ConRail. 

The mayor of Holyoke and numerous shippers pro­
tested this proposed abandonment contending it would 
remove important areas from competitive service and 
would seriously impair future industrial development. 

Project MA-9 

Description: Boston & Maine and Central Vermont to 
operate on a pooling basis from White River Junction 
(or similar common point) to/ from major Penn Cen­
tral (ConRail ) interchange points at Springfield and 
! aimer ( or su~h similar points as may become major 
interchange points under the ConRail operating plan). 

The B&M and CV will continue to provide local 
service to all points presently served. 

This project was added to the plan by a USRA errata 
sheet furnished to RSPO on March 17, 1975. 
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RSPO Review 

The CV supports this project but did not furnish any 
specifics. 

The B&M supports the project because it offers both 
the B&M and CV the promise of increased revenue 
through service improvements as well as eco~omy of 
operation. The B&M also states that ConRail would 
benefit through the elimination or downgrading of the 
Palmer interchange. 

Project MD-1 

Description: Western Maryland (Chessie System) to 
abandon its line from Dawson to Tonoloway and acquire 
trackage rights over a parallel line of Baltimore & Ohio 
(Chessie System). 

RSPO Review 

This identical project is current ly pending before the 
ICC in AB- 69 (Sub. 1) and F.D. 27406. A public hear­
ing on the applications was held on December 17, 1974 
at Cumberland, Md. 

In an initial decision served February 19, 1975, Ad­
ministrative Law Judge William G. Spruill recom­
mended approval. 

See related project P A-5. 

Project ME-1 

Description: Grand T runk to abandon its line from 
Danville to Portland and acquire trackage rights over 
Maine Central between those points. Maine Central 
would assume service to GT patrons at Yarmouth 
either by contract or acquisition. 

RSPO Review 

This project involves the abandonment of approxi­
mately 26 miles of GT line. 

The GT did not file any comments with RSPO con­
cerning this specific project. 

The Maine Central advises that while they are agree­
able ~ the project the GT, at this time, is not agreeable. 
Studies of other possible arrano-ements with the G'I' 
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1u:e gomg on and the Maine Central remains open-
mmded on all •possibilities but is not able at this time 
to state exactly the form of consolidation that may take 
place through mutual agreement. 

Project Ml-1 

Description : Norfolk & Western and Penn Central 
(ConRail) to coordinate their operations between De­
troit and Hammond, with P C acquiring trackage rights 
over N&W from Detroit to Butler, Ind., and N&W 
acquiring trackage rights over PC from Butler to 
Hammond. 



RSPO Review 

The proposed route is only nbout 6 miles longer than 
Penn Central's line through Jackson, Three Rivers and 
Elkhart, and is about 23 miles shorter than the route 
presently used by N&W from Detroit via Fort Wayne 
to Chicago. Approximately 65 miles of the N&W be­
tween Detroit to Butler, is single track with centralized 
traffic control. 

Project Ml-2 

Description: Chesapeake & Ohio (Chessie System) to 
abandon its line from Coleman to Mt. Pleasant and 
acquire trackage rights over Ann Arbor (ConRail) 
from Clare to Mt. Pleasant. 

The Ann Arbor segment involved in this project IB 
under study as a light-density line and, should it not 
be recommended for inclusion in ConRail, an outright 
acquisition of the line by Chesapeake & Ohio would 
replace the acquisition of trackage rights in this project. 

RSPO Review 

This project involves the abandonment of approxi­
mately 12 miles of C&O line. 

The Ann Arbor Clare to Mr. Pleasant segment over 
which the C&O would acquire trackage rights is in­
cluded in USRA Line No. 1301. USRA's preliminary 
recommendation is not to include this line in the Con­
Rail System. Line 1301 is also listed in Appendix D-2 
of the Plan offered for sale to connecting solvent rail­
roads. 

The C&O's interest in this coordination is dependent 
on the inclusion of the Ann Arbor line in the ConRail 
System. If the Ann Arbor line between Owosso and 
Clare is not included in ConRail (see USRA Line 
1301), then it is C&O's intention to abandon its trackage 
rights application in Docket FD No. 27412 and to 
amend its application to abandon its line between Cole­
man and Mt. Pleasant, Docket AB- 18 (Sub. No. 6), to 
include its tracks in M:t. Pleasant as well. 

It is now the C&O's position that there are insuffi­
cient carloads originating or terminating in Mt. Pleas­
ant to justify the continuance of a line solely for the 
purpose of serving that point. Continued rail service to 
Mt. Pleasant can be justified only if the cost of main­
taining and operating the Ann Arbor line can be sup, 
ported by combined C&O and Ann Arbor traffic, includ­
ing Ann Arbor traffic moving overhead on the line. 

Project Ml-3 

Description: Grand Trunk Western to abandon its line 
from Marne to Grand Haven, with intersecting rail­
roads (C&O) to acquire the GTW track and traffic at 
Ferrysburg and Grand Haven. 
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RSPO Review 

This project involves the abandonment of approxi­
mately 18 miles of GTW line. Stations proposed for 
abandonment generated 172 carloads in 1973. The com­
mon points of Grand Haven and Ferrysburg generated 
47 carloads on the GTW in 1973. The GTW supports 
this proposal stating they will be relieved of a deficit 
operation while the C&O will receive additional traffic 
at Grand H aven and Ferrysburg. 

The C&O supports this project as they will serve 
patrons at Grand Haven and Ferrysburg and it will 
also allow the C&O trackage to have continuity extend­
ing north of Grand Haven. 

Project Ml-4 

Description: Grand Trunk Western and Penn Central 
( ConRail) to acquire trackage rights on each other's 
line as required to create a single, jointly-operated main 
line through downtown Battle Creek in cooperation 
with city redevelopment plans. 

RSPO Review 

This project involves approximately 2 miles of line. 
The PC did not file any comments with RSPO con­

cerning tlus specific project. 
The GTW supports the project because of operating 

benefits in the form of the reduction of track and saving 
of maintenance costs. Also, several street crossings 
would be eliminated. 

General Foods Corporation with a plant at Battle 
Creek generating 15,500 carloadings per year, has res­
ervations about MI-4 fearing the elimination of track­
age will cause problems in town. General Foods prime 
concern is having two railroads serving their Battle 
Creek plant. 

Project Ml-5 
Description: Grand T runk Western to abandon its line 
from Saginaw to Bay City and acquire trackage rights 
over P enn Central ( ConRail) between those points; or 
PC to abandon their line and acquire trackage rights 
overGTW. 

Grank Trunk Western and P enn Central are in the 
process of implementing coordinated operations within 
Bay City proper in cooperation with city redevelop­
ment plans. 

RSPO Review 

The involved PC line is covered by USRA Line No. 
447/ 447a/ 447b and USRA recommends the line be in­
cluded in the ConRail System. The line generated 7,959 
cadoads on the P C in 1973. 

Both the P C and GTW lines are approximately 13½ 
miles long between Saginaw and Bay City. 



The GTW supports this project if their acquisition of 
PC trackage within Saginaw and Bay City is disallowed 
(Sec GTW-6, Appendix D-3, Part II of the Plan and 
RSPO Review of that project) . The GTW line in­
volved here generated 1,500 carloads and also handled 
4,200 carloads of overhead traffic in 1973. The GTW 
reports that this project would achieve operating bene­
fits through the reduction of mainline right of way and 
a reduction of terminal trackage. 

The C&O is opposed to this project as they also seek 
to acquire the involved PC line in Project CS-8, Ap­
pendix D-3, Part II of the Plan. See RSPO review of 
that project. 

The C&O reports thaJt there is excessive trackage 
burdening t!he railroad system in the Northeast. Sagi­
nia.w and Bay City currently are served by the C&O, 
PC '8,)ld GTW. Bay City.is only 13 miles north of Sagi­
na,w, which is a major opera,tional wnter for C&O, con­
mining large yards and locomotive and car repair facil­
.ij;ies. Sag'inia.w and Bay City are both peripheral points 
on the PC and GTW systems reru::hed only by lines 
which generally parallel the more heavily utilized ,and 
better mainlbained C&O lines. 

The C&O further st,a,tes that the USRA Report rec­
ommends abandonment of PC lines which would pro­
vide ConRail access il:o <the Saginruw-Bay City areas, 
thereby requiring ConRail t.o acquire trackage rights 
to be able to continue supporting the duplicaitive facili­
ties in this peripheral ·area. The oontinued presence of 
the PC (ConRail) System in tlhis area is contrary to 
the public tinterest because it detracts from the ability 
of the remaining solvent carriers to make fullest use of 
tJheir :facilities. Since PC service is not required to pro­
vide adequate rail transportation service t.o shippers 
in this area, it is not logical to propose a ooordination 
of Grand Trunk and PC activities. 

Project Ml-6 

Desmiptwn: Chesape;ak:e & Ohio (Ohessie System) ito 
abandon its line from Portland t.o Ionia, with intersect­
ing railroads to acquire the C&O track •and traffic wt or 
near Ionfo, (GTW) . 

RSPO Review 

On Maroh 18, 1975, the C&O applied to <t'h.e ICC 
under SectJion I ( 18-20) of 'bhe Intersta,te Commerce 
Act to 'llibandon this line (.AB-18,_ Sub. 16). Approxi­
mately 14 miles of line are inyolved. Stations proposed 
for abandonment generalted 142 carloads in 1973. 

The GTW supports this project. 
The Ionia Chamber of Commerce opposes ·any 'aban­

donment unless the GTW &ssumes service to Ionia. 
The General Tire plant •at Ionia presently receives 

suhst:andard servi~e and would welcome GTW service. 
The GTW does not present ly have access t.o this plant. 

Project Ml-7 
Description: Grand Trunk Western to abandon its line 
from Ashley to Greenville and its trackage rights over 
Ann Arbor (ConRail) from Owosso to Ashley, with 
intersecting railroads to acquire the GTW track and 
traffic at or near Ashley (AA) and Greenville (C&O). 

The .Ann Arbor line through Ashley, Mich., is under­
going light-density analysis and may or may not re­
ceive continued service dependent on the outcome of 
that analysis and such subsequent subsidy decisions as 
maybe made. 

RSPO Review 

This project involves the abandonment of approxi­
mately 41 miles of GTW' line. Stations proposed for 
abandonment generated 3,157 carloads on the GTW in 
1973. The common point 0£ Greenville generated 2,200 
carloads on the GTW in 1973. The GTW supports the 
project anticipating reduced costs of $500,000 per year 
through elimination of crew operating expenses and 
equipment and joint facility expenses. 

The AA line serving Ashley is covered by USRA 
Line No. 1301 and USRA's preliminary recommenda­
tion is not to include the line in the ConRail System. 
Line 1301 is also offered for sale to connecting solvent 
railroads in Appendix D-2 of the Plan. 

The C&O favors the project as they will assumeGTW 
traffic at Greenville. The C&O will also consider serv­
ing Sheridan if acquisition, rehabilitation of facilities 
and operations are subsidized. 
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The DT&I objects to this project because of threat­
ened loss of revenue through diversion of traffic to other 
carriers. 

Gibson Products Corporation with a plant at Green­
ville opposes the project stating that a single carrier 
can not effectively transport its products. The GTW 
moved 1;683 carloads or approximately 47 percent of 
the traffic generated by the Greenville plant in 1974. 

The Greenville Area Chamber of Commerce opposes 
the project stating that C&O service alone to Greenville 
is not sufficient to meet the needs of local rail users un­
der current operating conditions. 

The Lansing Grain Company serving grain shippers 
in Michigan asks that a moratorium be included in the 
Final System Plan on the GTW abandonment proposed 
inMI-7. 

Middleton Farmers Elevator opposes MI-7 stating 
that without rail service farmers in the Middleton area 
will not have a competitive market. Alternative truck­
ing will increase costs to move grain by 15 to 20 cents 
per bushel. 

Fred Schneider, Fulton . Township Supervisor op­
poses this project. The line proposed for abandonment 
serves the towns of Pompeii, Perrinton and Middleton 
in Fulton Township. He states that farmers in the area 

n 



depend on rail service and alternative trucking would 
reduce returns to farmers and close businesses. 

The Big L Corporation of Sheridan, Michigan op­
poses the project. They received 238 carloads of inbound 
lumber in 1973 and alternative trucking would increase 
costs approximately $102,000 annually. Such increased 
costs would eventually cause the termination of Big L's 
Sheridan operation. Abandonment of rail service would 
have the immediate effect of forcing the layoff of 15 
employees because of an expected decline in business. 

The Gratiot County Farm Bureau opposes the proj ­
ect fearing the closing of fertilizer dealers if rail serv­
ice is abandoned. 

Project Ml-8 

Deacription: Detroit, Toledo & Ironton to abandon its 
line from Wauseon, Ohio to Tecumseh, Michigan with 
intersecting railroads to acquire the DT&I track and 
traffic at or near Adrian, Michigan (N&W, PC) and 
Tecumseh, Michigan (PC). 

Adrian and Tecumseh on the PC are located on lines 
undergoing light-density analysis and may or may not 
be included in ConRail dependent on the outcome of 
that analysis and such subsequent subsidy decisions as 
may be made. 

RSPO Review 

This project originally involved the abandonment 
of approximately 46 miles of DT&I line between Wau­
seon and Tecumseh. The project was proposed by the 
DT&I on the assumption that ConRail would acquire 
the PC lines from Toledo, Ohio to Adrian and Tecum­
seh and would therefore assume service at these points 
if the DT&I abandoned them. Adrian is located on 
USRA Line No. 392a and USRA recommends that the 
line not be included in the ConRail System. Although 
Line 392a is profitable it is ser ved via USRA Line 391 
where deficit operations exist thus dictating non-inclu­
sion in ConRail of both Lines 391 and 392a. 

Tecumseh is located on USRA Line No. 395/ 395a and 
the preliminary recommendation of USRA is n-0t to 
include the line in the ConRail System. Line 395/ 395a 
is similarly served by deficit producing Line 393 which 
dictates the non-inclusion of both Lines 393 and 395/ 
395a on the ConRail Systems. 

Since the Plan does not now contemplate PC (Con­
Rail) service to either Adrian or Tecumseh, the DT&I 
suggests a modification of MI-8 which would allow 
service to continue to substantially all patrons in the 
affected areas at a profit to the DT&I. Tht> DT&I modi­
fied MI-8 project is as follows: 

DT&I would abandon the portion of its Tecumset branch from 
Wauseon, Ohio, to 'l'ecumseh, J\Iichigan, a distance of 37.5 miles, 
except that it would retain a 2.2 mile segment at Adrian, Mich­
igan, and a 3.6 mile segment between Tecumseh nod Burmo, 
l\ilchlgnn. DT&I would also acquire the following USRA light 
density lines in Michigan : 
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39Sa--Adrian to the N&W crossing east of Adrian. 
Part of 393-From the N&W crossing east of Adrian to 

Riga, Michigan, via Lenawee Junction, Michigan. 
395/395a--Cllnton, Michigan to Lenawee Junction. 

Line 393 Is listed In Apendlx D-2 of the Plan as being offered 
for sale to solvent connecting railroads. The OTW feels that 
failure to include line 39'2a In Apepndix D-2 (offered for sale 
to solvent connections) is nn oversight since the line while 
profitable Is not recomended to be Included in the Conllall 
System. 

The result of these transactions would be a new line extending 
9.2 miles northwest from the DT&I main line at Riga to Lena­
wee Junction, where It would divide Into two branches. One 
branch would extend westward 3.6 miles to Adrian and thence 
1.2 miles southwa rd on DT&I's existing Tecumseh branch to 
Page, n connection and interchange point with N&W, and 1 mJle 
northward In Adrian. The other branch would continue north­
west from Lenawee Junction 9 miles to Tecumseh and thence 
4.5 miles to Clinton, with n spur running south from Tecumseh 
to Burmo on DT&l's existing Tecumseh branch. 

Only the Oak Shade Team Track on the Tecumseh branch (11 
carloads In 1973) would lose rail service under DT&I 's modi­
fied MI-8. 

The DT&I Tecumseh branch generated 2,432 carloads 
in 1973 while PC stations on Lines 392a, 393 and 395/ 
395a which are proposed to be acquired by DT&I un­
der the modified MI-8 generated 3,214 carloads in 1973. 

General Motors Corporation, unaware of the DT&I 
modification of MI-8, favors either the N&W or Con­
Rail serving the Tecumseh area. 

Ford Motor Co., unaware of the DT&I modification 
of MI-8, suggests the original MI-8 be wjthdrawn and 
the DT&I continue to serve Adrian. 

Project Ml- 9 

Deacription : Detroit & Mackinac to abandon its line 
from Bay City to Pinconning and acquire trackage 
rights over the Penn Central ( ConRail) line between 
those points. Yard operations of the two railroads at 
Bay City would be combined and jointly operated. 

The P enn Central segment involved in this project 
is under study as a light-density line and should it not 
be recommended for inclusion in ConRail, an outright 
acquisition of the line by Detroit & Mackinac would 
replace the acquisition of traffic rights in this project. 

RSPO Review 

This project involves the abandonment of approxi­
mately 20 miles of D&M line. The D&M did not file any 
comments with RSPO concerning this specific project. 

The PC line over which the Detroit & Mackinac 
would obtain trackage rights is embraced in USRA 
Line 440 and the preliminary recommendation of 
USRA is not to include the line in the ConRail System. 
The line is also offered for sale to connecting solvent 
railroads in Appendix D-2 of the Plan. 

The C&O reports that through acquisition of PC 
trackage needed to serve PC customers in Bay City 
(see Appendix D-3, Part II, Project CS-8 of the P lan 



and RSPO Report on that project), they are willing 
to join the D&M in joint operation of Bay City Yard 
subject to resolution of necessary operating agreements. 

The C&O further states that should their position be 
adopted that it is in the Public interest for C&O to 
serve PC's customers in Bay City (CS-8), it would 
likewise be in the P ublic interest to use existing facili­
ties to establish a joint D&M-Chessie System yard to 
handle D&M, C&O, former PC industrial work and 
the interchange of cars between C&O and D&M. Bene­
fits to D&M would be a strengthening of its ability, as 
the remaining carrier north of Bay City, to serve its 
cutomers. 

Project Ml-10 
Descriptwn: Detroit & Mackinac to acquire the Penn 
Central (ConRail) lines from Cheboygan to Gaylord, 
and Cheboygan to Mackinaw City, allowing PC to 
abandon its line from Pinconning to Gaylord. 

The D&M to continue service to all points on the 
acquired segment. 

RSPO Review 

~ This project involves the abandonment of approxi­
mately 101 miles of PC line. The PC lines sought to be 
acquired by the D&M are covered by USRA 441 and 
the USRA preliminary recommendation is not to in­
clude the lines in the ConRail System. The PC line to 
be abandoned under this project is embraced in USRA 
Line No. 440 and the preliminary recommendation of 
USRA is not to include the line in the ConRail Sys­
tem. Lines 440 and 441 are also offered for sale to con­
necting solvent railroads in Appendix D- 2 of the Plan. 

The PC advises RSPO that this project is not accept­
able to the D&M. 

The Soo Line advises that unless the D&M intends 
to assume operation of the Mackinac Transportation 
Company ferry operations, D&M service to Mackinaw 
City should be made on the assumption that service 
across t he Straits of Mackinac will be discontinued. 
The operations of the Mackinac Transportation Com­
pany have been recommended for abandonment in an 
ICC order served August 15, 1972. 

Champion International Corporation with a plant 
at Gaylord favors the D&M serving Gaylord. 

· Project Ml-11 

Descriptwn: Grand Trunk Western to abandon its line 
from Imlay City to Caseville, with intersecting rail­
roads to acquire the GTW track and traffic at or near 
Clifford ( C&O) and Pigeon ( C&O). 

RSPO Review 

On October 15, 1974, the Grand Trunk Western Rail­
way Co. applied to the ICC under Section 1 (18-20) of 

the Interstate Commerce Act to abandon this line (AB-
31, Sub. 3). Approximately 66 miles of line are involved 
and stations proposed for abandonment generated 979 
carloads in 1974. The common point of Pigeon gen­
erated 322 carloads on the GTW in 1974. The GTW re­
ports that this project would eliminate a deficit opera­
tion and increase traffic on the C&O. The Detroit & 
Toledo Shore Line RR Co. objects to this project be­
cause of threatened loss of revenue through traffic diver­
sion to other carriers. 

The C&O supports this project and will continue serv­
ice to GTW shippers at Pigeon. The C&O will also con­
sider serving GTW patrons at Caseville ( 655 GTW 
carloads in 197 4) and Cass City if the acquisition, re­
habilitation and operations can be subsidized. 

The Village of Gagetown protested this project as 
town businesses depend on rail service. 

The Lansing Grain Company of Lansing, Michigan 
asks that a moratorium on the MI- 11 proposed aban­
donment be included in the final system plan. 

The Cass City Rail Users Association is opposed to 
the proposed abandonment of the GTW Line present­
ly before the ICC (AB-31, Sub 3) and fears that rail 
users will have no service at all. They favor either proj-· 
ect MI-11 or a moratorium on branch line abandon­
ment pending a further evaluation of the rail problem. 

Project NJ-1 

Description: New York, Susquehanna & Western to 
grant Penn Central ( ConRail) trackage rights over 
its line from Marion Jct. to Little Ferry, then acquire 
trackage rights over ( or outright) the PC line through 
Weehawken Yard and assume PC local services. 
USRA reports that service will be continued to all 
points on each line by its owner although the descrip­
tion contradicts that as the NYS& W is to assume PC 
local services. 
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RSPO Review 

The NYS&W indicated to RSPO that due to the ill­
ness of its President W. T. Frazier, they are unable to 
furnish any comments on this specific project. 

This project involves trackage rights over or acqui­
sition of a segment of P C line which is a portion of the 
Selkirk-Washington, D.C. Route. The NYS&W line 
which is presently used for local switching would be 
used for PC through freight service and the PC line 
used for local service only. The PC Weehauken Yard 
is approximately 4.5 miles from the NYS& W Little 
Ferry Yard. 

Stations on the PC line which may be acquired gen­
erated 19,721 carloads and 63,4:94 trailers in 1974. 

The Central Railroad Co. of X.J. supports the project 
as the new routing 1'ould remove through traffic 
from areas of high ,andalism in H oboken and Wee­
hauken thereby reducing expenses and improving 



-
freight movements to the south and New England 
areas. The CNJ points out that present connections can­
not accommodate through trains and a new connection 
would have to be constructed at Marion J ct. 

Project NY-1 

Description: Baltimore & Ohio (Chessie System) to 
abandon its line from Ashford to LeRoy and acquire 
trackage rights over Penn Central ( Con Rail) from 
Buffalo to Rochester. B&O would continue to serve Le­
Roy to Rochester from the Rochester end of the line, 
while intersecting railroads would acquire the B&O 
track and traffic at or near: 

B&O Jct., N.Y___________________________ EL 

Machias, N.Y ---------------------------- PC 
Silver Springs, N. Y ______________________ EL 

In the alternative, P C ( ConRail ) would acquire the 
B&O line from LeRoy to Rochester, inclusive. 

RSPO Review 

On March 18, 1975, the B&O applied to the I CC un­
der Section 1 (18- 20) of the Interstate Commerce Act 
to abandon this line. (AB--19. Sub. 28) Approximately 
69 miles of line are involved and stations proposed for 
abandonment generated 1,818 carloads in 1973. The 
three common point stations shown in the description 
generated 1,501 carloads on the B&O in 1973. 

Shipper responses to RSPO were apparently made 
without knowledge of the B&O abandonment applica­
tion filed on March 18, 1975. 

R&S Agricultural Supply, Inc. of Perry, N.Y. is op­
posed to the project because of loss of rail service to its 
operations at Gainesville and Wyoming, N.Y. which 
generated 101 carloads in 1974. 

Markin Tubing of Pearl Creek, N.Y. is opposed to 
the project because of a facility expansion recently con­
structed at Pearl Creek and rail service was a major 
factor in the expansion. It is estimated this facility will 
generate 170 carloads annually. Alternative trucking 
would increase costs 65 percent. 

Project NY-2 

Description: N&W to acquire trackage rights over or 
purchase segment of Penn Central ( ConRail) to pro­
vide better connection to Lehigh Valley, Blasdell, New 
York. 

RSPO Review 

Use of approximately two miles of P C track would 
provide an improved route for run-th rough trains in­
terchanged between N&W and LV at Buffalo. The 
present route for this interchange passes throug~ a 
congested area, and involves N&W 's drawbridge over 
the Buffalo River, requiring all movements to be made 
at restricted speed. Two daily run-through trains in 
each direction would be involved. The proposed con-
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nection was used temporarily for these run-through 
movements some years ago. This track is not now in 
service. 

No industry would be adversely affected and the 
movement of run-through trains would be expedited. 

Project NY-3 

Description : Baltimore & Ohio (Chessie System) to 
abandon its line from Bradford to Kellogg, with Penn 
Central (ConRail) to acquire the B&O line from Kel­
logg to Buffalo. 

The P C would continue service to all points on the 
acquired segment. The EL would continue service to 
Salamanca, New York. 

This project is interrelated to NY-1 in t,1at the aban­
donment here would be Ashford to Kellogg if NY-1 is 
not implemented. 

RSPO Review 

This project involves the abandonment of approxi•­
mately 78 miles of B&O line. Stations on the line pro­
posed for abandonment generated 1,031 carloads on 
the B&O in 1973. The common point of Salamanca, 
N.Y. generated 109 carloads on the B&O in 1973. 

Witco Chemical at Petrolia, Pa. protests any aban­
donment of B&O line between Petrolia and Bradford 
to Buffalo, N.Y. They also point out that on February 1, 
1975, the EL abandoned its line from Bradford, Pa. 
to Salamanca, N.Y. leaving only the B&O line between 
Bradford and Salamanca which is now proposed to 
be abandoned under NY -3. 

The Director of Planning for Cattaraugus County, 
N.Y. opposes NY- 3 because of the adverse impact on 
communities located on the line to be abandoned par­
ticularly Ellicottville, Springville and East Concord 
which would lose service completely. It is also pointed 
out that a number of B&O employees at Salamanca 
would lose their jobs under this project and others 
transferred, having an adverse effect on the ailing 
economy of Salamanca. 

W&.T Manufacturing Co. of Ellicottville, N.Y. op­
poses NY- 3 as rail service to Ellil!ottville is needed to 
avoid a disasterous economic decline in the area. They 
state that 400 jobs in the Ellicottville area are related 
to the railroad being in operation. Alternative trucking 
would increase W&J's costs $63,000 annually. 

Penntech Papers Inc. of Johnsonburg, Pa. protests 
this project unless 'the B&O retains trackage rights to 
the Buffalo gateway. The proposed abandonment would 
hamper the B&O's ability to serve Penntech. 

Hillerich & Bradsky Co. protests NY-3 because of 
loss of service to their plant at Ellicottville, N.Y. 

Rep. James F. Hastings of the 39th Congressional 
District opposes NY-3 stating that elimination of the 
line would be disastrous. 

Rep. Jack Kemp of the 38th Congressional District 
opposes NY- 3 stating the line is vital to the transpor-



t-ation from the southern towns and an important link 
in the Buffalo area rail system. 

Project OH-1 

Descriptwn: Detroit, Toledo & Ironton to abandon its 
line from Washington Court House to Waverly and 
acquire trackage rights over Baltimore & Ohio (Ches­
sie System) from Washington Court House to Chilli­
cothe and over Norfolk & Western from Chillicothe to 
Wa,erly. Intersecting railroads would acquire the 
DT&I track and traffic at Thrifton (B&O). 

RSPO Review 

This project involves the abandonment of approxi­
mately 34 miles of DT&I main line. This coordination 
would permit DT&I trains moving south from Wash­
ington Court House to avoid the severe grade and cur­
vature conditions at Summit, Ohio with resultant 
improvement in safety, efficiency and fuel economy. Sta­
tions on the line to be abandoned generated 2,030 car­
loads on the DT&I in 1973. 

The DT&I informs RSPO that the B&O may not 
~ow be willing to assume service to Greenfield (.7 mile 
from Thrifton) and DT&I will modify the project to 
retain service from Washington Court House to Green­
field (14.6 miles) as a spur operation. Acquisition of 
trackage rights over B&O and N&W from Washington 
Court House to Chillicothe to Waverly will remain 
unchanged. The modified project will still permit the 
DT&I to eliminate the operational problems at Sum­
mit, Ohio. The only point to lose service under the 
modified project is Bainbridge which generated 69 car­
loads in 1973. 

No other comments were received by RSPO on this 
specific project. 

Project OH-2 

Desc1iption: Baltimore & Ohio (Chessie System) to 
downgrade its main line through Youngstown and ac­
quire trackage rights over Lake Erie & Eastern (Pitts­
burgh &Lake Erie) from Youngstown (Gateway Yard) 
to Girard. All services will be continued. 

RSPO Review 

RSPO did not receive any comments on this specific 
project. 

Project OH-3 

DesC?iptwn: Baltimore & Ohio (Chessie System) and 
Penn Central ( ConRail) to abandon their jointly­
owned Lakefront Dock and contract for the joint use 
of Chesapeake & Ohio's (Chessie System) adjacent 
Presque Isle Dock for handling of coal and ore to/from 
lake boats. All services will be continued. 
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RSPO Review 

The C&O reports that joint use by ConRail and 
Chessie of Chessie's Presque Isle Dock is conservatively 
estimated to be capable of producing annual savings in 
excess of $4 million, with relatively modest additional 
capital expenditures by Chessie for property acquisi­
tions and rearrangements. 

Chessie also believes that the labor protective pro­
visions of Title V of the Regional Rail Reorganization 
Act apply to this acquisition so that interests of affected 
employees will be adequately provided for. If USRA 
does not concur in this belief, then consummation of this 
transa-etion will be dependent upon appropriate amend­
ments to Title V. 

Chessie reports that in 1974 the Presque Isle dock 
generated 134,666 carloads ( C&O) and the Lakefront 
dock generated 85,530 carloads (PC-48,997, B&O-
36,533). 

Local 158 of the International Longshoremen's Asso­
ciation and Local 8 of the International Brotherhood 
of Electrical Workers both are opposed to this project. 
They testified that the lakefront dock is the fatest 
loading and one of the most modern in the Great Lakes 
and that the decline of tonnage handled in the past two 
years is due in part to the deliberate diversion of busi­
ness to the adjacent Presque Isle Dock. They feel that 
two facilities are needed in Toledo to encourage com­
petition, to provide for peak period utilization and allow 
for increased shipments of coal and ore in coming years. 
If only one dock is to be utilized in the Toledo area, 
they feel there are compelling reasons to retain Lake­
front rather than Presque Isle which is considerably less 
modern. They also state that some 1400 persons in the 
Toledo area depend on Lakefront dock for their living 
and such employees are not designated in the Plan as 
being covered by the job protection provisi9ns of the 
Regional Rail Reorganization Act. If Lakefront is 
closed down they feel that full job protection must be 
provided under the Regional Rail Reorganization Act. 

The Toledo Port Council also submitted a resolution 
supporting the comlbined operation and expansion of the 
Lakefront dock and preservation and protection of the 
many productive jobs its provides for the city. 

Ford Motor Co. has no objection to this project pro­
vided adequate facilities are available for the 1,650,000 
tons Ford now receives through the two facilities; that 
the Presque Isle Dock is open to reciprocal switching in 
order that coal origins on the PC enjoy the same rates 
which apply to Lakefront or that tariffs are amended 
to make PC rates appliable to Presque Isle Dock. 

Project OH-4 
Description: Baltimore & Ohio (Chessie System) to 
abandon its line from Lodi to Wooster and acquire 
trackage rights over Penn Central (ConRail) from 
Warwick to Wooster. Intersecting railroads would 



acquire the B&O track and traffic at or near Burbank 
(EL ). 

RSPO Review 

This project has already been authorized by t he I CC 
in Docket Nos. AB 19 (Sub. 17) ond F.D. 27563. Acer­
tificate and order was served February 20, 1975. 

Project OH-5 

Description: Baltimore & Ohio (Chessie System) to 
abandon its line from Warren (Copperweld) to Char­
don and acquire trackage rights over Penn Central 
(('onRail) or Norfolk & Western from Cleveland to 
Painesville. B&O would continue to serve the segment 
from Painesville to Chardon from the Painesville end. 

RSPO Review 

On March 18, 1975, the B&O applied to the ICC under 
Section 1 (18-20) of the Interstate Commerce Act to 
abandon this line (AB 19, Sub. 22). Approximately 30 
miles of line are involved. Stations proposed for aban­
donment generated 376 carloads in 1973. 

No comments, other than those of the B&O, were re­
ceived by RSPO concerning this project. 

Project OH-6 

Description: Baltimore & Ohio (Chessie System) to 
abandon its line from Akron junction to Cleveland and 
ac1uirc trackage rights over the Penn Central 
(ConRail ) line from Ravenna to Cleveland 

RSPO Review 

This project involves the abandonment of approxi­
mately 35 miles of line. The B&O reports that this proj­
ect would provide for cost sharing on the PC line from 
Ravenna to Cleveland and that major patrons on the 
line will continue to receive service. The B&O did not 
furnish traffic information or a list of specific stations 
proposed to be abandoned. 

No other comments were received by RPSO on thia 
project. 

Project OH-7 

Desc1·ipti<m: Norfolk & Western to abandon its lines 
from Baltic to Fresno and Coshocton to Zanesville, with 
Penn Central (ConRail ) to acquire the segment from 
Fresno to Coshocton and inter~ecting railroads to 
acquire the N&W track and traffic at or near Zanesville, 
Ohio (B&O, PC). 

RSPO Review 

This is a 47-mile segment of a single track, unsig­
nalled branch line ending at Zanesville. 

Penn Central closely parallels the Norfolk & Western 
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line from Zanesville to Coshocton, with a total of 5 
points on the segment being common with N&W. The 
project would eA-tend ConRail coverage to Fresno. 

Stations to be abandoned by the project generated 
approximately 600 cars in 1974. 

Traffic lost by the N&W to carriers at common points 
would total approximately 4,500 cars. 

This p roject involves USRA Line No. 644, which is 
recommended by USRA for inclusion in ConRai1. 

Project OH-8 

Description: Norfolk & Western to abandon its line 
from ,vaterville to Frankfort, with inter.;ecting rail­
roads to acquire the N&W track and traffic. T he rail­
roads involved are the EL at Bluffton and Decatur, In­
diana and Ohio City, Ohio, the PC at Delphos, Ohio 
and Marion, Indiana, the B&O at Holgate, Ohio, the 
DT&I at Malinta, Ohio, and the C&O at Marion, 
Indiana. 

N&W would continue its service at Continental, Ohio 
and Kokomo, Indiana from its other lines. 

EL access to Bluffton will be from Kingston if project 
I N-6 is approved. 

RSPO Review 

This is 192 miles of single track, unsignalled line, ex­
tending from Waterville, about 14 miles southwest of 
Toledo to Frankfort through Malinta and Delphos, 
Ohio, and Decatur, Marion and Kokomo, Indiana. 

Application for abandonment of the portion of this 
line extending from Watervi lle to (but not including) 
Delphos, a distance of approximately 59 miles, was 
made by N&W in October 1972, Docket AB-10 (Sub. 
No. 2) and hearings were held. The proposal was modi­
fied to abandon from Waterville to but not including 
Douglas, Ohio, about 50 miles of line. Decision has been 
delayed. A total of 35 cars originated and terminated 
on this 50-mile segment in 1974-. 

On the remaininp; segment, Douglas to but not includ­
ing Frankfort, a distance of about 140 miles, a total of 
almost 11,000 cars were handled by N&W during 1974. 
Stations proposed for abandonment generated 1,200 cars 
in 1974. 

Traffic losses for the N&W to carriers at common 
points as a result of this project would total approxi­
mately 9,800 cars pet· year. 

Foster-Forbes Glass Co., located on N&W's l ine at 
-:\Iarion, Indiana, urged the Commission to find Project 
OH-8 incompatible with both the Jetter and t he spirit 
of Section 5 of the Act. I t is stated that in their judge­
ment, loss of N&W service at Marion and over N&W's 
lines between ·waterville and Frankfort would substan­
tially impair operations which rely upon both inbound 
shipments of raw materials, and outbound shipments 
of glass containers. Difficulty is cited in obtaining cars 
from other rail carriers for loading, and attention is 
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called that Penn Central does not physically reach the 
Foster-Forbes plant, although its line to Elkhart does 
pass in Urn vicinity of the plant. Chesapeake and Ohio 
Ry. Co.'s track is several miles away on the other side 
of town. 

Project OH- 9 

Description: Norfolk and Western to abandon its line 
from White House to Woodburn, with intersecting rail­
roads to acquire the N&W track and traffic. The rail­
roads involved are the PC at Cecil, Ohio, the B&O at 
Defiance, Ohio, and the DT&I at Napolean, Ohio. 

RSPO Review 

N&W has modified this project to propose abandon­
ment from White House to but not including Defiance, 
Ohio. This is a 33-mile segment of single track, unsig­
nalled line, which is served by an N & W operating 6 days 
per week. 

Stations to be acquired or abandoned generated 370 
carloads in 1974. 

Project OH-10 

Description: Baltimore & Ohio (Chessie System) to 
abandon its line from Willard to Sandusky and acquire 
trackage rights over Norfolk & Western from Attica 
Junction to Sandusky. Intersecting railroads would ac­
quire the B&O track and traffic at or near Kimball 
(N&W) and Monroeville (N&W) . 

In the alternative, B&O would abandon the entire 
line and N&W would acquire B&O's Sandusky track 
and traffic. 

RSPO Review 

On March 18, 1975, the B&O applied to the ICC under 
Section 1(18-20) of the Interstate Commerce Act to 
abandon this line (AB- 19, Sub 21). Approximately 24 
miles of line arc involved and stations proposed to be 
abandoned generated 300 carloads in 1973. The common 
point of Monroeville (N&W) generated 67 carloads on 
the B&O in 1973. 

There were no other comments filed with RSPO on 
this specific project. 

Project OH-11 

Description: Norfolk and Western to acquire a short 
segment of Penn Central (ConRail) line from Man­
hattan Junction, Ohio, to a connection with the Detroit 
and Toledo Shore Line. 

RSPO Review 

The interchange of cars between N&W and D&TSL 
(Toledo, 0.) averages two movements in each direction 
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daily plus occasional unit trains of coal. Total cars in­
terchanged averages a;bout 100 per day. 

The connecting track between N&W and D&TSL has 
20 degrees reverse curves which present operating prob­
lems. There are no industries located on the N&W con­
necting track. 

The N&W proposes to construct a new connecting 
track of about 400 feet in length from N & W track to 
the PC track to be acquired to complete the connection 
with the D&TSL. The PC track is now out of service. 

N&W's proposed improved connection with the 
D&TSL would permit N&W to eliminate 600-700 feet 
of track with severe curves much of which is in city 
streets. 

Project OH-12 
Description: Norfolk & Western to acquire trackage 
rights over or outright, the Penn Central ( ConRail) 
line from Cincinnati to New Castle. 

RSPO Review 

Of the approximately 95 miles of PC trackage be­
tween Cincinnati and New Castle, USRA in the Prelimi­
nary System Plan proposes disposition of about 64miles, 
as follows: 

USRA No. 
51&-0ld River Junction to New River Junction, 

Ohio (trackage rights over B&O). 
519/520 '-New RlverJnnctlon to Eaton, Ohio _______ _ _ 
5208-Eaton, Ohio to Richmond, Ind ________________ _ 
521 1-Rlchmond to New Castle, Ind ________________ _ 

Mikll/lt 

Recommendation 
for induairm 
inCrmRail 

1. 6 Not Included. 

25.2 Do. 
14.1 Undecided. 
23. 0 Not included. 

1 Included in app. D-2 with light density lines o!Jered for salo to connecting solvent 
carriers. 

The segment from Cincinnati to Old River Jct. was 
not evaluated in the Plan. 

Most of the Cincinnati to New Castle line is a part of 
former PRR's main line passenger route between Cin­
cinnati and Chicago. This would afford Norfolk and 
Western an additional and shorter route to the mid­
west, saving about 130 miles from N&W points at Ports­
mouth, Oh., and east, to points like Lafayette, Ind., De­
catur, Ill. and the St. Louis and Kansas City gateways. 

Chessie System, states that this project, coupled with 
project OH-13, is not in the pu'blic interest. For all prac­
tical purposes it would open up Cincinnati as an N&W 
East/West gateway. This would reduce available rail 
traffic for Chessie and others through the inclusion of 
another carrier. Traffic could be diverted from B&O 
patrons in Hamilton, O. through reciprocal switching 
capability. A portion of B&O's E. St. Louis-Cincinnati 
gateway overhead traffic would be lost to the new N&W 
routing capability. B&O service to patrons on its Hamil­
ton-Indianapolis and Indianapolis-Springfield segments 
is depen<lent upon the B&O retaining its overhead traf­
fic that moves over this line. 



Project OH-13 

Description: Norfolk and Western to acquire trackage 
rights over, or outright, one of two P enn Central 
(ConRail) tracks from Clare yard to a connection with 
the Louisville & Nashville (Family Lines) and acquire 
tl'ackage rights over PC from the L&N connection to a 
connection with the Southern Railway System. All sta­
tions would continue to receive service. 

RSPO Review 

Approximately 8 miles, more or less, of PC track, 
would be needed. extending from N&W's Clare yard to 
L&N connection, and about 3 miles from the L&N con­
nection to connection with Sou. Ry. 

Cars presently interchanged between N&W and L&N 
are handled intermediately by PC between N&W's Clare 
yard and PC's Undercliff yard, a distance of about 3 
miles. thence by PC and L&N crews between Under­
cliff and theL&N connection, a distance of about 5 miles. 
Direct int~rchange between N&W and L&N would ex­
pedite the movement, and avoid the intermediate han­
dling charge of $19.14 per car paid by the delivering 
line. An average of about 50 cars in each direetion per 
day are interchanged between N&W and L&N. 

Cars now interchanged between N&W and Southern 
are moved by N&W between its Clare Yard and B&O's 
Bond IIill interchange, a distance of about 7 miles, and 
then handled by B&O and Southern crews between 
Bond Hill and Southern 's Gest St. yard, a distance of 
approximately 7 miles. Direct interchange between 
N&W and Sou would expedite the movement, and 
eliminate the intermediate handling charges, amount­
ing to $12.00 per car and paid by the delivering line. 
An average of about 30 cars per day in each direction 
are interchanged between N&W and Southern. 

Chessie System states that this project, coupled with 
Project OII-12, is not in the public interest because for 
all practical purposes it would open up Cincinnati as 
an N&W East/West, gateway thus diluting available 
rail traffic for Chessie and others. Chessie stated further 
that traffic could be diverted from B&O served indus­
tries in Hamilton, Ohio, through reciprocal switching 
capability ; that a portion of B&O's E. St. Louis-Cincin­
nati gateway overhead traffic would be lost to the new 
N&W routing capability and that B&O service to 
patrons on its Hamilton-Indianapolis and Indianapolis­
Springfield segments is dependent upon B&O retaining 
its overhead traffic that moves over this line. 

Project OH-14 

Description: Norfolk & Western to acquire the P enn 
Central (ConRail) line from Bellevue to Yeomans, al­
lowing PC to abandon Millbury to Bellevue and Yeo­
mans to Elyria. Intersecting railroads would acquire 
the P C track and traffic at Bellevue, Clyde, Fremont, 
Monroeville and Norwalk, Ohio. 
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RSPO Review 

N&W has trackage rights over the Bellevue-Yeomans 
segmen~about 1.5 miles in length, which is a part of 
USRA lines 387/388, listed in Appendix D-2 with light 
density lines offered for sale in connecting solvent rail­
roads. The segment proposed to be acquired serves as a 
connection between N&W's Pittsburgh and Lake Erie 
Divisions, thus permitting direct moves between the 
Pittsburgh Division and the F ostoria District of the 
L ake Erie Division. Acquisition is desired to assure 
continued use of the trackage by N&W. 

The Bellevue-Yeomans trackage is listed below along 
with other segments of the Elyria to :Millbury line that 
N&W is interested in acquiring. 

Linea S87/S88.-Bellevue to Yeomans-1.5 mi., for 
use as conneeting track-N&"\V now has trackage 
rights-offered for sale in Appendix D-2. 

Bellevu~about 2 miles. extending west of Bellevue 
to serve industries and for use as a second t rack on 
N&W's Pittsburgh Division, to reduce interference be­
tween road and switching movements. Offered for sale 
in Appendix D-2. Penn Central t raffic figures for 
1974-832 cars, excluding Trail Van or inbound Flex­
Flo shipments. 

Line 64,9a.-Clyde and Fremon~about 2 miles at 
each point to reach and serve industries. Not recom­
mended for inclusion in ConRail. Penn Central traffic 
figures for 1974-949 cars for Clyde and 1,952 cars for 
Fremont, excluding Trail Yan or inbound Flex-Flo 
shipments. 

Line 64,9.-Fremon~13.4 miles from Fremont to 
Genoa to permit continuance of rail service. N&W is 
not interested in acquiring any less than the 13.4 mile 
section including Genoa. Preliminary recommendation 
is that this line not be included in ConRail. Penn Cen­
tral traffic figures for 1974-2,847 cars, excluding Trail 
Van or inbound Flex-Flo shipments. 

Monroe\·ille and Norwalk, Oh. are located on Penn 
C'entral's El:vria to Millbury line and are also points 
common with N&W, but N&W feels there is not jus­
tification for acquiring, operating and maintaining the 
amount of PC trackage required to obtain the rela­
tively small amount of traffic available. 

Project ON-1 

Description: Chesapeake & Ohio (Chessie System) to 
abandon its line from Pelton to St. Thomas and acquire 
tracka!!e rights over Penn Central (ConRail) between 
those ;oints. All yard and mechanical operations at 
St. Thomas would be combined and jointly operated. 
C&O would continue to serve its patrons in the Leam­
ington area either by retention of part of its line as a 
branch or by trackage rights over PC from Comber to 
Leamington. 

USRA approved this project in principle but rec-



ognized the control of the Canndian Transport Com­
mission over this project. 

RSPO Review 

Approximately 119 miles of line are inYoh·ed. The 
C&O and PC did not file any comments with RSPO 
concerning this specific project. 

The E li L illy Company of Indinnapolis, Indiann, 
favors the project as part of a through route on chemi­
cal shipments to New York. 

Project PA-1 

Description: Pittsburgh & Lake Erie to abnndon its 
line from W. Newton to Connellsvill<' nnd acquir<' 
trackage rights o,·er Baltimore & Ohio (Chessie Sys­
tem) from lfcKeesport to Connellsville plus such 
rights within Connellsville as required to continue serv­
ice to present customers. 

RSPO Review 

The P&LE and B&O did not file any comments with 
RSPO concerning this specific project. The P&LE re­
ported that it was only filing comments on those proj­
ects in which it hnd an interest. 

The Pennsyh·ania Public Utility Commission com­
mented that the project appeared logical but felt thnt 
the B&O and WM would soon interchange all west­
bound traffic with the P&LE at West Newton rnther 
thnn Connellsville to the detriment of the P&LE. 

The Eli Lilly Co. of Indianapolis, Indiana favored 
the project as part of a through route. 

Project PA-2 

Description: Norfolk & Western Ry. C'o. to nbandon its 
line from W . Liberty to Connellsville nnd acquire 
trackage rights over Penn Central from Woodvale to 
Carnegie, over Pittsburgh Chartiers & Youghiogheny 
Railway from Carnegie to McKees Rocks, and over 
Pittsburgh & Lake Erie Railroad from McKees Rocks 
to Connellsville. Intersecting railroads would ncquire 
Norfolk & " 'estern Ry. tmck and traffic at or near 
Belle Vernon (P&LE), Bruceton (B&O) and Clnirton, 
Pn. (PC). 

RSPO Review 

Pittsburgh & Lake Erie RR hns proposed n modifica­
tion of this project under which the Norfolk & Western 
would abandon its line from Rook Ynrd (Pittsburgh). 
to Connells,·ille, and acquire trncknge rights O\'er Penn 
Central from vicinity of Bridgeville (instead of Wood­
vnle) to Carnegie. 

The N&W 's line between Rook Yard and Connells-

The route proposed is nbout 12 miles longer than the 
N&W's line and extends over three other rnilronds; it 
would have the effect of plncing N&W's Rook Yard 
nbout 4 miles awny from the main line nt Bridgeville, 
nnd result in the loss of traffic from tho West End, 
Millin, Clairton nnd Donora bmnches as well as traffic 
generat.ed on the segment to be nbnndoned. 

N&W has not indicnted nny interest in the proposal. 
Wheeling-Pittsburgh Steel hns indicnted opposition 

to the project, stnting thnt N&W now provides single 
line rail service between Monessen nnd Mingo Junction 
plants with 16-hour deli,·ery, and does not agree that 
implementation of the project would not impair prof­
itnbility of any other railroad. 

Pennsylvania Governor Shapp requested that I CC 
require submission of detailed supporting mnterial and 
nllow rail users nnd the public to exnmine both the 
evidence and those who submitted it. 

Pennsylvnnia Public Ftility Commission considers 
it unlikely that N&W will nccept proposal PA-2 be­
cause of historical problems nssocinted with t rackage 
agreements. 

Project PA-3 

Deacriptum: Bessemer & Lake Erie to ncquire the Penn 
Central (ConRnil) line from Lexington to Girard 
Junction. B&LE to continue service to all points on the 
ncquired segments. 

RSPO Review 

The Lexington to Girard J unction line segment is 
approximately 6 miles long and is included in USRA 
Line No. 360a (Linesville to Girard Junction) reported 
ns not in use since Jnnuary 1, 1972. T he PC confirms 
the line is not being used nt present. 

The B&LE did not file any comments with RSPO 
concerning this specific project. 

The Pennsylvania Public Utility Commission filed 
comments questioning this project.. 

The Association's project description apparently led 
the P ennsylvnnin PUC to assume the segment involved 
was on the PC main line. 

Project PA-4 

Descriptfon: Baltimore & Ohio (Chessie System) to 
nbandon its line from New Castle to Youngstown nnd 
ncquire trackage rights over Pittsburgh and Lake Erie 
between th()$(\ points; or, P&LE to abandon and ac­
quire tracknge rights over B&O. There are no indus­
tries on the line to be abnndoned. 

\'ille is 56 miles in length and is part of the well known RSPO Review 

"Alp~abet Route", extending from the J ersey City- This project proposes the consolidation of two sep-
Philndelphin-Bnltimore areas to the mid west nnd gate- arately owned nnd operated double track main lines of 
woy, to th, fa, west. 
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th, P &LE ond B&O into on, m,in Jin, th, reby pennii 



ting the elimination of one main line. Approximately 
16 miles of line are involved. 

Tho P&LE reports that their support of this project 
is conditioned upon the retention of the P&LE main 
line over which the B&O would acquire perpetual track­
age rights. The P&LE line is equipped for C.T.C. op­
eration and must be retained to accommodate recently 
acquired trackage rights of the PC over this line. No 
loss or reduction in service would result to any shippers 
presently on the lines. Also, a major railroad grade 
crossing between the B&O-P&LE would be eliminated 
at Youngstown, Ohio and several highway grade cross­
ings of the B&O could he eliminated. 

T he B&O did not file any comments with RSPO con­
cerning this specific project. 

The P ennsylvania Public Utility Commission filed 
comments that the project seems logical. 

Project PA-5 
Descriptwn: Western Maryland (Chessie System) to 
abandon its linl' from Connellsville to Cumberland and 
acquire trackage rights over Baltimore & Ohio (Chessie 
System) between those points. 

RSPO Review 

This identical project is currently pending before the 
ICC in AB-69 (Sub. 1) and F.D. 27406. A public hear­
ing on the applications was held on December 17, 1974. 
at Cumb<.'rland, l\fd. In an initial decision served Feb­
ruary 19, 1975, Administrative Law ,Judge William G. 
Spruill recommended approval. 

The Commonwealth of Pennsylvania has filed ex­
ceptions to the recommended ord<.'r granting approval. 

The Eli Lilly Co. of Indianapolis. Ind. filed com­
ments with RSPO favoring the project as part of a 
through route. 

See related project ~ID- 1. 

Project PA-6 

Descriptfon: Baltimor<.' & Ohio (('hes.-;ie System) to 
abandon its line from ~It. ,Tew<.'tt to Parker·s Landing, 
with Lake Eril', Franklin & Clarion to acquire thl' line 
from Knox to l\farienvilll' and othl'r intl'rsecting rail­
roads to acquirl' the B&O track and traffic at or n<.'ar 
Kane, (PC') and E-hippensville (PC). 

RSPO Review 

Kane is on USR.\ Line No. 252. FSRA recommended 
that a portion of this line (including Kan<.') be includl'd 
in the ConRail System. 

On March 18, 1975, thl' B&O applied to the ICC under 
Section 1 (18-20) of the Interstate C'ommerce Act to 
abandon this lint> (.AB- 19, Sub. 25) . The LEF&.--0 also 
has filed an application to acquire the Knox to l\farien­
ville l ine under Docket No. 27409, filed June 8, 1073. 
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Approximately 61 miles of line are invoh·ed and stations 
proposed to be abandoned generated 571 carloads in 
1973. The common points of Kane and Shippensville 
generated 480 carloads on the B&O in 1073. 

Some carrier and shipper responses to RSPO were 
apparently made without knowledge of the B&O aban­
donment ar,plication filed on l\farch 18, 1975. 

l\fr. J. L. Hartle, Vice President of the LEF&C 
testified in the Pittsburgh hearing that, the LEF&C has 
been unsuccessful in reaching divisional agreements 
with the P C on traffic from and to the involved Knox 
to M:arienville line. Without necessary divisions, the 
LEF&C feels that the segment cannot be operated prof­
itably but the LEF&C will consider operating the seg­
ment under subsidy provisions. P resently, the LEF&C 
connects only with the PC. 

Pennteck Papers Incorporated of Johnsonburg, Pa. 
feels that P A-6 should be re-evaluated as the B&O 
north-south lines could become very important to 
shippers. 

The P ennsylvania Public Utility Commission noted 
that the B&O's submission in AB 19 (Sub. 1) later was 
withdrawn indicated that the involved line is profitable. 

Project PA-7 

Description: Baltimore & Ohio (Chessie System) to ac­
quire portions of Penn Central's (ConRail) South Fork 
Branch, allowing PC to abandon the remainder. B&O 
to continue service to all points on the acquired 
segment. 

USRA reports that portions of th.is branch are out of 
service: 

Line 220-Lovett to Lloydell out of service sinoo 
6/ 23/ 73. 

Line 221-Paint Creek Branch at W indber out of 
service since 12/31 70. 

RSPO Review 

I t is not clear as to what portions the B&O seeks to 
acquire. The B&O has not filed any comments with 
RSPO concern in I? this specifir project. 

The PC' submic;sion indicates that the portion of line 
from South Fork to " rindber, about 15 miles of line, is 
to be acquired by R&O and the status of other stations 
is unclear. Stations from South Fork to Windber gen­
erated 4943 carloads on the PC in 1974. Stations on the 
Central City Secondary Track and the Windber I ndus­
trial Secondary Track which have no outlet other than 
the South Fork branch and whose status is unclear in 
this proje<'t, gen<.'rated 14,886 carloads on the PC in 
1974. A new coal mine also opened on the Windber Sec­
ondary Track in ,January, 1975 and it is expected to be a 
large operation. It appears that tho South Fork branch 
and its dependent Central City Secondary Track and 
the W indber Industrial Secondary Track generated 
19,829 carloads on the PC in 1974. 



The Pennsylvania. P ublic Utility Commission reports 
that the B&O has no direct access to the South Fork 
Branch as the closest point between the B&O and PC 
is at Seanor where the PC line is 500 feet higher than 
the B&O line. They also report that the PC bas recently 
refurbished the South Fork Branch and coal traffic is 
expected to rea.ch 8 million tons annually. 

A United Transportation Union representative tes­
tifying; at Pittsburgh feels that this project will materi­
ally affect ConRail as the line in question is expected 
to ·g;enerate 8,000,000 tons of coal annually. H e also 
stated that a. B&O- PC connection would require at lea.st 
10 miles of new line a.s there is no present connection 
and elevation problems exist at the present closest point 
of the two lines. Ile also states that much of the coal can 
only be shipped out over the Paint Creek Branch 
(USRA Line 221) which is reported out of service by 
USRA but is in fact operating toda.y. Ile further states 
that the PC ha.s spent thousands to upgrade its lines 
in this area and to allow B&O acquisition would be a 
serious mistake. 

Project PA-8 

Deacriptfon: Norfolk & Western t-0 abandon its line 
through Erie and either acquire tra.ckage rights on 
Penn Central ( ConRnil) or build its own "Erie bypa.ss" 
trark on the PC right of wa.y. 

RSPO Review 

N&W's mainline through the City of Erie is located 
in the middle of a street, with numerous street crossings 
at grade, entailing; added maintenance costs and neces­
sitating operation at restricted speed. N&W operates 
an average of 12 trains per day through Erie. Reloca.­
tion of this line as propoc:ied would involve construction 
of a new main track on about 6 miles of Penn Central 
right of way. A portion of N&W's present line through 
Erie would be abandoned and that part of the line re­
tained would be used only by a local or switching crew. 
All industries now served would continue to be served 
from existing; tracks to be retained for that purpose. 

Tho N&W indicates that the only acceptable plan is 
for tho bypass track t-0 be owned and operated by the 
N&W. The State of Pennsylvania, the Pennsylvania 
Public l;tility Commission and City of Erie favor the 
proposal. 

Project PA-9 

De11<"ription: Western Maryland (Chessie System) to 
abandon its line from Hagerstown to Chambersburg 
and acquire trackage rights over, or outright, the Penn 
Central (ConRnil ) line from Hagerstown to Ship­
pensburg (Lurgan) . 
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RSPO Review 

WM: operation over the rehabilitated and goographi­
call v superior PC line would allow Wi\f to abandon 23 
mil;s of track and downgrade to branch line status its 
12 miles of line Chambersburg to Lurgan and eliminate 
a serious grade crossing in Chambersburg. The WM 
line would be kept in service from either the Lurgan 
or the Chambersburg end in order to pro\'ide service 
to the Letterkenny Ordinance Depot located about 4 
miles east of Chambersburg. WM: thru freight trains 
now operate over iVM: track connecting with the Read­
ing Rail road at L urgan. In 1974 WM interchanged 
2,767 cars with PC at Jlngen.town. No traffic figures were 
furnished for stations on the line to be abandoned. 

Traffic figures furnished by PC indicates the Hagers­
town-Shippensburg area generated 9,140 carloads of 
f reight in 1974. Interchange with other railroads in 
1974 was as follows: 

Shippensburg, Reading Qo___________________________ 6, 700 

Hagerstown: 
N&W ----------------------------------------- 35, ~72 

W?.f ------------------------------------------- 2,767 

The P C track CO\·ered in this proposed project is 
covered by USRA Line Numbers 204 and 204a and are 
recommended to be included in ConRail. 

The Rending Railroad advises that a portion of the 
line proposed for abandonment extends H).09 miles from 
North ,Junction, Hagerstown, Md., to Zumbo Junction, 
P a., and is owned by the Washington and Franklin 
Railway C'ompany, a wholly owned subsidiary of Read­
ing Company. T he Washington and Franklin is lea.sad 
by Western Maryland Railway Company under lease 
dated July 1, 1901, for 995 years. 

Project PA-10 

Deacription: P ittsburgh & Lake Erie to acquire the 
Penn Cent ral (C'onRail) track and traffic at or near 
" Talford, allowing PC to abandon New Castle to Wal­
ford. 

RSPO Review 

Walford is localed on USRA LiM No. 361 and 
FSR.\'s recommendation is that if the P&LE will not 
!Wn·e Walford, Line 361 will he included in the ConRail 
Syst~m. Line 361 is only a portion of the New Castle to 
Walford P C line. 

T his project involves the abandonment of approxi­
mateh• 13 miles of PC line with the P&LE acquiring 
the PC business at Walford. The P C reports that Wal­
ford generated 1,506 carloads on the PC in 1974. No 
traffic information was furnished for other stations on 
the line. The P &LE presently sen•es Walford from 
Youngstown, Ohio. 

The P &LE did not file any comments with RSPO 
concerning this specific project. 



The Pennsylvania. Public U tilities Commission feels 
the proposal is justified if service is provided to all 
shippers. 

Project PA-11 

Description: Pittsburgh & Lake Erie to acquire the 
Penn Central ( ConRail ) line from Allenport to 
Brownsville, allowing PC to abandon its line from 
Mon Junction to Allenport. 

RSPO Review 

This project involves the P&LE acquisition of ap­
proximately 9 miles of PC' line between Allenport and 
Brownsville and abandonment of approximately 14 
miles of PC line from Allenport north to Monongahela 
,Junction. The P&LE presently connects with the PC at 
Browns~"'ille. 

l"nder this project, P&LE would replace PC as the 
only carrier serving Allenport where Wbeeling-Pitts­
bm·gh Steel operates a mill. This mill generated 16,533 
carloads on the PC in 1974. Roscoe, Pa., also on the line 
to be acquired, generated 49 carloads in 197'!. The PC 
did not provide any traffic figures for st..ations north of 
Allenport which are proposed to be abandoned but the 
Pennsylvania Public Utility Commission, which op­
poses PA-11, reports that the stations, Bentleyville, 
Donora, Charleroi and Belle Vernon generated 6,220 
carloads on the PC in 197-!. Tot.al traffic on the 23 mile 
segment originated or terminated in 1974 was 22,082 
carloads. 

The B&LE states that th.is project would leave the 
P&LE ns the only outlet for oonl originating on the 
;\fonogahela Railway which is presently routed via PC­
B&LE to Conneaut, Ohio for lake movement. Over 
6,000 carloads a year are presently moving Mon-PC­
B&LE to Conneaut. If PA- 13 is implemented, this con! 
traffic would be routed Mon-P&LE-PC-B&LE incr~s­
ing the carriers in the routing from !l to 4 and increasing 
transportation costs and r<'dncing earnings to ConRail 
and. or the H&LE. The B&LE also states that if the 
P&LE gains direct entrance to Ashtabula, as proposed 
in P&LE-1 (VSRA Appendix D- 3, Part II) , it is fore­
S('eable that much or all of the involved coal traffic 
would be diverted from both ConRail and the B&LE. 

Wheeling-Pittsburgh Steel Corporation strongly sup­
ports the project because of a strong single line S('rvice 
and the known ability of the P&LE to pro,"'ide ser vice 
n.nd maintain tracks and cars. 

Project PA-12 

Description: Pittsburgh & Lake Erie to abandon its 
trackage rights over Erie Lackawanna from New Castle 
to Sharon, with EL to acquire the P&LE track and 
traffic at Sharon. 
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RSPO Review 

This project involves P&LE abandonment of track­
age rights over approximately 20 miles of EL line. All 
shippers on line would retain service. 

The P&LE advises that in view of the fact that 
USRA did not make an affirmative finding on either 
P&LE-1 or P&LE-7 in Appendix D-3, Part I of the 
Plan which would have given the P&LE entry to Sharon 
through acquisition of EL lines, they are now opposed 
to this project. 

P&LE intends to continue service to the Sharon area 
and will continue to require trackage rights over the EL 
to provide such service. P&LE would be willing to 
abandon its trackage rights to Sharon only upon acqui­
sition of a superior route as contemplated in P&LE-1 
or P&LE-7. 

Sharon Steel C'o. of Pittsburgh. Pa. opposed the proj­
ect unless the P&LE was granted access to F arrell via 
another line. 

The Pennsylvania Public Utility CommiS©on felt 
that this project would help ConRaii if the EL becomes 
a part of ConRail. 

Westinghouse Electric Corp. of Pittsburgh, Pa., filed 
comments indicating their impression that the P&LE 
would now retain present service to Sharon. 

Project PA-13 
Description: Union Railroad to acquire bridge on Penn 
Central (ConRail) McKeesport Branch over which it 
now has trackage rights, then grant Penn Central track­
age rights. URR to continue service to all points on the 
acquired segment. 

RSPO Review 

The McKeesport bridge is presently used by the URR 
under trackage rights from P C restricted to the han­
dling of hot ingots to the National Tube works of U.S. 
Steel at :\IcKeesport. Pa. National Tube Works is also 
served by the B&O, PC, P&LE and is located on and 
switched by the ;\fcKeesport Connecting RR. 

URR is the major switching line in the heavily in­
dustrialized East Pittsburgh area with 274 miles of 
track. Both the URR and the McKeesport Connecting 
RR are wholly owned by U.S. Steel but have no physical 
connection at McKeesport. URR acquisition of the PC 
bridge would permit a direct, connection with the Mc­
Keesport Connecting RR. 

The B&O opposes this project. U.S. Steel interplant 
traffic within the Pittsburgh district which now moves 
by line haul carriers (including PC) to or from the Na­
tional Tube Works would be rerouted via the URR­
)foKeesport Connecting. B&O traffic susceptible to loss 
totaled approximately 2,500 carloads in 1974. The B&O 
also fears that the new connection between the U.S. 
Steel lines at McKe.esport would create new routes with 



the N&W and B&LE (also owned by U.S. Steel) jeoi>­
ardizing another 2,900 carloads originating or termi­
nating outside the Pittsburgh district. 

The P&LE also strongly opposes this project unless 
URR acquisition of the PC bridge is implemented in 
such a manner that the URR would acqui re no greater 
rights than it presently has in serving the National 
Tube Works (Hot ingots only). The P&LE presently 
handles a. subst.antial interplant movement of coke from 
the U.S. Steel Clairton works to the National Tube 
Works which if divert~d to URR-~fcKeesport Connect­
ing would cause revenue losses to the P&LE of approxi­
mately $1 million annually. 

PC feels that the project would provide U.S. Steel 
roads direct access to n.11 major plants in the Mononga­
hela Valley with probable erosion of traffic to the PC 
(ConRail) and P&LE. 

The URR reports that the bridge is predominately 
used to transport hot ingots in special URR trainload 
movements from U.S. Steel's Duquesne Works to the 
National Tube "\Vorks averaging ten to eleven round 
trips per day and about 30,000 carloads annually. Alter­
nate routing would cause cooling of the ingots. The 
URR reports that recent engineering surveys show the 
bridge to be in need of immediate extensive rehabilita­
tion costing from one to several million dollars. More 
months of inaction could force the closing of the bridge 
and deal both National Tube and the Nations economy 
a serious blow. Some additional traffic may be handled 
over existing URR lines if the bridge acquisition is 
made, but URR does not justify the acquisition on that 
basis. Service to National Tube is essential to both the 
public interest and a.11 carriers participating in traffic 
from or to National Tube since curtailment of pro­
duction capacity would mean a corresponding loss of 
traffic to all carriers. 

The Pennsylvania. Public Utility Commission has no 
objection to the URR acquiring the bridge. 

Project V A-1 

Description: Chesapeake & Ohio (Chessie System) and 
Penn Central (ConRail) or other PC successor to 
jointly purchase (with financial a.id from Port Author­
ity) and operate a. new car ferry, serving both the Cape 
Charles-Norfolk and Newport News-Norfolk car float 
operations of the participants. The C&O and PC to 
continue service to all points on the acquired segment. 

RSPO Review 

The PC Cape Charles Ferry is TTSRA Line No. 165 
and the Association's preliminary recommendation is 
Mt to include the line in the ConRa.il System. 

The RF&P does not oppose the principle of coordina­
tion projects but contends that a new car ferry is un­
necessary because the floating of cars between Cape 
Charles and other points in the Hampton Roads area. 
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is in itself superfluous, wa.st.eful and the purpose of such 
floating can better be served by rail movement via ex.ist,.. 
ing land rout.es. . 

The Delaware Division of Transportation can support 
this project only if the frequency of service is main­
tained or increased to the ma.in line. 

No other comments were received by RSPO on this 
specific project. . .. 

The Southern Railway also proposes acqms1t1on of the 
Cape Charles-Nor folk car ferry as pa.rt of its overall ac­
quisition of Reading and PC lines at Wilmington, Del. 
and the Delmarva Peninsula (see SOU-4, Appendix 
D-.'3, Part 2 of the PSP and RSPO Review of that 
project). 

Project WV-1 

Descripti<>11: Baltimore & Ohio (Chessie System) to 
abandon its line from Milh·ille to St.ephenson and ac­
quire track~ae rights over the Penn Central (ConRail) 
line from Martinsburg to Winchester. Intersecting rail­
roads would acquire the B&O track and traffic at or near 
Charlestown, W . Va. (N&W). 

RSPO Review 

The PC line from Martinsburg to Winchester is in­
cluded in FSRA line S{'gment 205 which is recom­
mended to be included in the ConRail System. 

On March 18, 1975, the B&O filed an application with 
the ICC under Section 1 (18-20) of the Interstate Com­
merce Act to abandon this line. (AB-19, Sub. 23) The 
line covers approximately 21 miles and stations pro­
posed for abandonment generated 242 carloads in 1973. 
The common point of Charlestown, W. Va. generated 
189 carloads on the B&O in 1973. 

No shippers or carriers other than the B&O filed any 
comment.s with RSPO on this specific project. 

USRA APPENDIX D-3, PART II PROJECTS 

Project B&M-1 

Des<:ription: Boston & Maine to acquire trackage rights 
or Central Vermont lease and B&M provide service be­
tween Springfield, Mass. and New York, N.Y. 

RSPO Review 

This project covers the acquisition of trackage rights 
and reciprocal switching rights for Boston & Maine 
Corp. freight operation between Springfield, Mass. and 
the east side of New York to the Long Island Railroad 
at Fresh Pond ,T unction. 

It is estimated that there are over 100,000 carloads of 
freight originating and terminating annually along this 
line. PC traffic figures indicat.e B&M and P C inter­
changed 23,909 cars in 1974 at Springfield, Mass. 

B&M considers this to be a major market area. for 
B&M: and that this extension into New York would make 



competitive choices available to the Connecticut rail 
users. 

The Eli Lilly & Co. conditionally approves of this 
proposal. 

The Central Vermont Railway jointly sponsored this 
project with H&M, and has indicated that rail market­
ing opportunities between the New York-Long Island 
area and New England-Eastem Canada areas have not 
been fully exploited due to Penn Central's service 
problems. 

The Delaware and H udson Railway has expressed 
concern over this project, mdicatmg its implementation 
could materially 1mp1ur the D&II's profitability and 
perhaps that of B&M. D&II is concerned that CV and 
its parent, the Canadian National, could extend their line 
from .Montreal to New York City providing single line 
service. 

The Providence & Worce.-:t.er Company objects to n 
B&)I smgle line serv1re to New York contendi~ it 
would deprive P&W of potentiiil overhead traffic which 
is now available to it. 

The ~.foine C'entrnl RR Co. 1s opposed to this project 
indicating it would materially impair )IEC's profit­
ability. 

Project-CS-2 

Deacriptwn: C'hessie Sysu-m (Chesapeake & Ohio) to 
acquire nil nut properties of the Nicholas, Fayette and 
Greenbrier R.R. in W~i. Virgirua. 

RSPO Review 

Thl\ NF&G is a separate corporate entity Jointly 
owned by PC' und C'&O, as nn integral part of en.ch. 
The ~F&.-0 has approximately 1:n miles of road track 
plus about 44 nules of other track, and connects with 
tho PC at Swi~, W. Va., and ,vith C&O at Meadow 
Creek, W. Va. This railroad primarily serves ooal mines 
and m 1974 generated 26,957 55-ton carloads of coal. 
Ches.sic received 97.6 percent of these carloads for road­
haul movement. 

PC receives relati\-ely short hauls on their share of 
tho traffic althoul{h 1t absorbs 50 percent of the interest 
on advances made to NF&-0. PC indica.tes that a deficit 
of $128,000 was incurred by PC in 1972. 

Ohessie's submission indicates its willingness t.o ac­
quire NF&G- is ~olely to facilitat{' acqu.isit1on by C&O 
of PC's Peters Creek Branch, its Nitro to Swiss line 
nnd its Ilitop Bro.nch, all of which Cheeffie has indi­
cated a willingness to arquire (see Project No. CS 12). 
These acqu.isitrlons would enable ConRail to avoid re­
habil itation and maintenance of approximately 200 
miles of deteriorated line, as well as being relieved of 
tho NF&G-. 

Project No. N&W 13 covers a proposal by the N&W 
to acquire PC's Peters Creek Branch running from 
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Peters Junction 13.8 miles to Cornelia.. This branch is 
served by NF&G mine-run s,vitcher crews working out 
of Rainelle, W. Va., with empties and loads being ex­
changed with PC ot Swiss, W. Vn. 

N&W urges that approval of CS-2 and CS-12 be 
subject to and contingent on the grant of trackn.,,,ae rights 
to N&W from Deepwater Bridge, W. Vn., to Peters 
Junction. 

There was no analysis of the ~TF&.-0 Railroad in the 
Plan. The Association recommended that lines No. 514£ 
and 514g covering segments of PC track be included 
in ConRail. These segments are included in Project CS-
12. N&W would require tmclmge right;; over t hese seg­
ments in addition to trackage rights over 8.5 miles of 
NF&G between Swiss J ct. and Peters J ct. 

Project CS-4 

Deacript ion : Che&-ie System (Chesapeake & Ohio) to 
arquire all rail properties of Canada Southern Ry. and 
Detroit R i var TWU1el. 

RSPO Review 

The Penn Central advised RSPO that Chessie was 
not interested in this proposal. Chessie did not file any 
specific comments on this proposal with RSPO. 

Grand Trunk Western Railroad objected, contend­
ing that if this proposal becomes effective it would inl­
pair the solvency of small carriers like GTW. 

Project CS-5 

Description: Chessie System (Baltimore & Ohio) to 
arquiro tracks or trackage rights from Lurgan via Har­
risburg to Allentown. Bethlehem and Greater Phila­
delphia areas, and from both Allentown and Philadel­
phia to the greater Newark area, with or without access 
to on-line industry in and between those points. 

RSPO Review 

Chessie's acquisition of Reading Co. tracks or track­
age rights from L urgan to Allentown/Bethlehem and 
Greater Philadelphia a.roas is conditioned upon having 
satisfactory control of Reading's Rutherford and Port 
Richmond Yards. 

Under this proposal, Chessie System would operate 
o,er Reading tracks to Philadelphia, Wilmington, and 
Allentown Bethlehem and connect with Delaware & 
Hudson at Allentown, Pa. for interchange of East/West 
traffic. Chessie would serve all Chessie and Reading in­
dustries in Philadelphia, Wilmington, and Allentown. 

Chessie's traffic figures for 1973 indicate the Reading 
C-0mpany originated/ terminated 307,162 carloads of 
freight in area. Chessio (B&O) handles over 160,000 
loads annually in the East/West troffic lane to/ from 
Philadelphia/ Wilmington and beyond . .Additionally, 



Chessie (Western Maryland) handles over 30,000 loads 
annually between N&W at Hagerstown and Reading 
Railroad at Lurgan, plus over 100,000 carloads via the 
Alphabet route between Connellsville and Lurgan. 

Project CS-7 

Deacription: Chessie System (Chesapeake & Ohio) u, 
acquire P enn Central trackage needed to continue serv. 
ice to shippers on those tracks at Midland, Michigan. The CSD route (B&O-Cherry Run, W. Va.-WM­

Lurgan-Rdg.-AIJentown and connections) is an impor­
tant East/West route and, as such, it is in the public 
interest that this route be maintained as a first class 
service route to compete with ConRnil. Chessie believes 
that this project is in the public interest as it allows 
for an alternative for handling WM traffic moved by 
B&O over the Northeast Corridor. 

Norfolk & Western is neither opposed to nor does it 
support this proposal. However, N&W urges that, be­
fore a decision is made, all available data be considered 
to determine possible adverse impact on N&W. N&W 
indicates implementation of this proposal could result 
in an annual loss of 107,000 carloads and TOFC move­
ments, representing a gross revenue loss of about 
$39,162,000. N&W further feels that the revenue loss to 
solvent carriers caused by any acquisition should be 
carefully considered in view of the losses such carriers 
are already exposed to by the restructuring of mil 
service in the Region. 

Richmond, Fredericksburg & Potomac Railroad Co. 
is vigorously exposed to this project unless it is clarified 
to their satisfaction. RF&P recognizes implementation 
of this project could be highly beneficial if Chessie is 
willing to commit to improved single line north-south 
service to and from the Potomac Yard gateway. It could, 
howe,,er, be disastrous to the solvency of RF&P if Ches­
sie is not restrained from use if its own Potomac Yard­
Richmond route to the Seaboard Const Line connection 
at Richmond, Va. 

. Lehigh Valley Railroad is opposed to Chessie having 
direct access to industries in the Allentown-Bethlehem 
~rea. In 1974, L V generated 64,098 carloads of freight 
m the Allentown-Bethlehem area and is concerned this 
trn~c would b~ di~erted to_ Chessie System long haul, 
which would s1gmficnntly impair the profitability of 
LV. 

The Rending Co. indicates it is opposed to trackage 
rights over Reading tracks by Chessie. 

Project CS-6 

De8criptirm: Baltimore & Ohio t-0 sell % interest in 
Monongah~la Ry. to Penn Central and/ or Pittsburgh 
& Lake Erie as an alternative to acquiring the Pitts­
burgh & Lake Erie and its ½ interest in Monongahela. 

RSPO Review 

RSPO Review 

PC and Chessie now furnish mil service to patrons 
in Midland, Michigan. Chessie's Ludington-Saginaw. 
Detroit main line runs through Midland, while Mid­
land is at the stub-end of the PC line. Traffic figures indi­
cate PC handled 10,838 carloads in 1974 and Che5.>ie 
handled 20,636 carloads of freight in 1973 at Midland. 
Only two cars were inte1-changed between PC & Chesme 
at this location in 1974. 

Chessie is willing t-0 acquire necessary PC trackage 
to continue rail service to shippers on those tracks. If 
PC withdraws from ::\1idland, PC would have no use 
for the 18 miles of line from Midland to Bay City, which 
generated only 258 carloads of freight in 1973. 

In the Plan it was recommended that Line Segments 
No. 443 (Midland to Bay City) No. 447/ 447a/447b 
<Bay City to Saginaw) be included in ConRail. How• 

ever, Line No. 4!5a (Saginaw to Lansing) was not rec­
ommended to be included in ConRail, which would 
isolate Midland from ConRail if trackage rights over 
connecting roads cannot be acquired. 

The Eli Lilly Co. favors this project if ConRail can­
not obtain trackage rights. Project GTW-7 covers 
Grand Trunk Western's proposed acquisition in order 
to continue service to Midland, and GTW objects to 
Chesi;ie's proposal. GTW indicates the increased volume 
would permit Chessie t-0 increase utilization of facilities, 
improve efficiency, and erode traffic from PC and GTW 
lines. 

Project CS-8 

Deacriptfon: Chessie System (Chesapeake & Ohio) to 
acquire P enn Central trackage needed to continue serv­
ice to shippers on those tracks at Bay City and Saginaw, 
Michigan. 

RSPO Review 

The PC, Chessie, and Grand Trunk Western all now 
serve Saginaw and Bay City, and the Detroit and 
Mackinac Ry. Co. also serves Bay City. Traffic figures 
for 1974 indicate PC handled 14,556 carloads of freight 
at Bay City and 6,326 carloads of freight at Saginaw. 
At Bay City PC interchanged 21 cars with Chessie, 46 
with GTW and 1,968 with D&M: in 1974. At Saginaw 
PC interchanged 101 cars with C&O and none with 
GTW. RSPO clid no~ receive an~ submissions on this pro­

po~al from _Baltimore & Ohio Railroad, Monongahela 
Railway, Pittsburgh and Lake Erie Raill'Oad or the 
public. ' 

Project MI-5 proposes that GTW abandon its line 
from Bay City to Saginaw and acquire t rackage rights 
over PC, or that P C abandon its line and acquire track­
age rights over GTW. Project MI- 9 proposes that D&M 
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abandon its Bay City line and acquire trackage rights on 
P C and operate join t yard facilities at Bay City. 

In the Plan, it was recommended t hat Line Segments 
No. 447/447a/447b (Bay City to Saginaw) be included 
in ConRail. H owever, Line Segment No. 455a (Saginaw 
to L ansing) was not, recommended to be included in 
ConRail, which would isolate Saginaw-Bay City-Mid­
land from ConRail if t rackage rights over connecting 
roads cannot be acquired. 

Chessie serves Bay City and Saginaw on its own 
trackage and is interested in acquiring PC trackage 
needed to continue service to those shippers on P C 
tracks at Ba) C'ity and Saginaw. 

In 1973 Chessie originated/terminated 5,643 carloads 
in Bay City, 11,000 carloads in Essexville, and 38,916 
carloads and trailerloads in Saginaw. 

Chessie feels there is no justification for three carriers 
sen•ing these medium-sized market areas and it would 
be in the public interest to abandon excess PC trackage. 

Project GT"W-6 CO\'ers GTW's proposed acquisition 
of PC trackage in Saginaw and Bay City to continue 
serving PC shippers and GTW is opposed to this 
(CS-8) proposal. GTW indicates the increased volume 
would permit Chessie to increase utilization of facilities 
and improve efficiency, and that with Chessie's potential 
for long road hauls, this project poses a very significant 
threat to the GTW and its \'iability. 

Project CS-9 

Des<:ription: Chessie System (Chesapeake & Ohio) to 
acquire Penn Central trackage needed to continue serv­
ice to shippers on those tracks at. Lansing, Michigan. 

RSPO Review 

Chessie System, Pe11J1 Central, and Grand Trunk 
Western. AJI now serve Lansing, Michigan. Traffic fig­
ures for 1974 indicate PC' handled 21,304: carloads ( ex­
clusive of TrailVa.ns & Flexi-Flo) at Lansing. I n addi­
tion, PC interchanged 207 cars with Chessie and 50 
cars with GTW. 

I n Lhe Plan, it is recommended that the portion of 
the Saginaw Branch, USRA Line No. 455, between 
Jackson, l\Iich. a.nd Lansing, Mich. be included in Con­
Rail. PC now provides yard, local and through freight 
service. 

Ches.sic now sen•cs Lansing via its own main line 
route between Chicago and Detroit and is willing to ac­
quire necessary PC track t.o continue servfoe to the P C 
industries, which would allow abandonment of P C 
trackage (40 miles) f rom J ackson to Lansing. 

In 1973 Chessie originated/ terminated 15,350 car­
loads and trailerloads at Lansing, Michigan. 

Chessie believes there is no justification for three 
carriers serving this medium-sized market area. and that 
it would be in the public interest for Chessie to take over 
service to P C industries in Lansing in that it has the 
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ability to provide excellent ma.in line service and long 
haul routes for the shippers. 

The Detroit & Toledo Shore Line railroad is opposed 
to this project, due to threatened loss of revenue. 

Project GTW-5 covers proposed acquisition of PC 
t rack.age by GTW at Lansing in order to continue serv­
ice to P C shippers. GTW is opposed to Chessie's pro­
posal (CS-9) , indicating that the increased volume 
would permit Chessie to increase utilization of facili­
t ies, improve efficiency, and with its potential for long 
road hauls pose a very significant threat to the viability 
ofGTW. 

Genera.I Motors offered no objection to this proposal. 
H owever, due to the heavy rail volume in the area, GM 
questions ConRail's ability to lose such t raffic and with­
stand competition. 

Project CS-10 

Descnptwn: Chessie System (Chesapeake & Ohio) to 
acquire Penn Central trackage needed to continue serv­
ice to shippers on t hose tracks at Grand Rapids, Mich­
igan. 

RSPO Review 

Chessie System, Penn Central, and Grank Trunk 
Western now serve Grand Rapids, Michigan. Traffic 
figures indicate P C originated/ terminated 30,833 car­
loads of freight at Grand Rapids in 1974; Chessie Sys­
tem originated/terminated 22,525 carloads and trailer­
loads in 1973. In addition, P C interchanged 454 cars 
with GTW and 3,802 cars with Chessie in 1974. 

Chessie proposes to acquire necessary PC trackage at 
Grand Rapids to continue service to shippers on those 
tracks. ChPssie believes there is no need for three car­
riers to serve this medium-sized market area and that 
it would be in the public interest for Chessie to take 
over service to P C industries in Grand Rapids. Further, 
Chessie states that an exchange of this peripheral Con­
Rail market area for a peripheral Chessie market area 
elsewhere would be in the public interest. 

In the Plan, it is recommended that Grand Rapids, 
Michigan be included in ConRail (USRA Line No. 
460). 

Project GTW- 12 covers proposed acquisition of PC 
terminal facilities in Grand Rapids by GTW to con­
tinue service to P C industries. GTW is concerned that 
if Chessie acquires these properties, it will be able to 
provide addit ional service through greater operating 
efficiencies and that GTW wilJ not be able to compete 
with the strengthened position of both ConRail and 
the Chessie System. 

Project CS-11 

Descnption: Chessie System (Baltimore & Ohio) to ac­
quire Penn Central trackage needed to continue service 
to shippers on those tracks, Louisville, Ky. 



RSPO Review 

Under this proposal Chessie System would acquire 
PC trackage in Louisville, Ky. and ,Jeffersonville, In~. 
and furnish service to shippers on those tracks. This 
proposed acquisition and service could result in the 
a.bandonment of PC main line into J effersonville and 
Louisville. 

In the Plan, the P enn Central line from Indianapo!is, 
Ind. t-0 Louisville, Ky. was recommended to be in­

cluded in ConRail. 
The :Milwaukee Road indicated it would have no ob­

jections to this proposal provided industries in the areas 
are granted reciprocal switching privileges. 

Eli Lilly & Co. indicated approval if ConRail did 
not work out trackage agreements for continued service. 

Project CS-12 

Descriptwn: Chessie System (Chesapeake and Ohio) 
to acquire Penn Central trackage needed to contmue 
sen·ice to shippen; on those tracks between Nitro­
Charleston and Swiss, W.Va. 

RSPO Review 

Chessie's submission described this project more 
broadly than the Association, as "Nitro-Ch:irleston, 
Swiss, WXa., Ilitop and Peters Creek Branch, Chessie 
System (Chesapeake and Ohio) t-0 acquire P(' trackage 
needed to continue service to shippers on those tracks". 
Chesie proposes to acquire all of PC rail properties on 
which continuation of rail sen·ice has been recom­
mended in the area. 

Chessie proposal involves PC lines as follows: No. 
514b-Xitro to Charleston. W.Va.-16.6 miles; Xo. 
509 509a-C'harleston to Blue C'reek-13.4 miles-PC' 
trackage rights on B&O; X o. 512 512a-Blue Creek to 
Hitop-21.0 miles-only 13.1 recommended for Con­
Rail which would include ~[orris F ork, W.Va.; N'o. 
514d-Charleston to Dickinson-14.a miles; Xo. 514:e-­
Dickinson to C'hannelton - 12.·1 miles; Xo. 51 H Chan­
nelton t-0 Gauley Bridg~l0.7 miles; No. 514g-Gauley 
Bridge to Swiss-9.6 miles; NF&G Railroad- Swiss 
to Peters ,Tct.- 13.9 miles-PC' trackage rights on 
NF&G; Xo. 514c-Peters Jct. to Cornelia- 13.9 
miles-( Pet.ers Creek Branch). 

PC traffic figures indicate that the line between Nitro 
and Swiss, ,Y.Va. originated and terminat.ed 19,875 
carloads of freight in 1974. 

The PC has small assembly and classification yards 
at Charleston and Dickinson. W.Va. Daily local sen·­
ice is provided at all points except Swiss where service 
is twice daily. One through freight 1s operated daily 
from Dickinson to Columbus, Ohio. 

Peters Creek Branch is served by NF&G Railroad 
mine run shifter crews working out of Rainelle, W.Ya. 
with empties and loads being exchanged with PC at 
Swiss, W.Va. 
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These lines, recommended t-0 be included in ConRail, 
can only be reached l.,y P(' o~er ~ li~e from_ Columbus, 
Ohio, a major portion oi which 1s m ~ senou_sly dete­
riated condition. This lir t! would require maJor reha­
bilitation expenditures and is not recommended to be 
included in ConRail (Line Nos. 514, 514a) . 

('&0 and B&O pre"-Cntly have trackage rights over 
p(' at Charleston. B&O locals operate over PC track 
from PC-B&O connection to West Charleston thence 
onto the C&O K anawha River Bridge to C&O Elk Yard 
at South Charleston. C&O yard crews operate over PC 
tracks from West Charleston to Charleston to serve 
patrons aL\Iorris St. Yard: . . 

Chessie has indicat.ed tl11s pro1ect must be co~s1dered 
m connection with project number CS-2 which con­
templates C&O acquiring the XF&G Railroad which 
connects with PC at Swiss. 

In a separate subm1~ion Chessie has indicated a 
desire to acquire that portion of Line Segment No. 514b 
~faro to Redhouse, W.Ya. 

X&W urges that apprornl of projects CS-2 ~nd 
CS-12 be subject to and contingent on the ~nhng 
of trackage rights to x&,Y from Deepwat~r ~ridge to 
Pet('n; ,Jct., W.Ya. These rights are essential if N&W-
13 is to be implement.eel. N&W 13, which would give 
,&W access in some small measure. could balance the 
('hessie acquisitions considered in CS 12. . 

Pnion Carbide Corp. expre,ssed concern regardmg~h_e 
capabilities of river interchanges, Chessie yard fac1h­
ues. and ('hessie's intent to continue operation of the 
Ilitop Branch. Cnion Carbide rec.entlJ advanced $200,-
000 to PC for urgent repair.; on •,he Hitop Branch ~d 
ma, advance an ttdditional $.'300,000 for further repairs 
to insure continued rail scn1ce to their ~forris F ork 
coal mine. Fnion Carbide indicat('d approval of this 
project should be subject to preservation of the Hobson, 
Ohio to Xitro Line. 

Charleston Regional Chamber of Commerce indicated 
that the Pt. Pleasant to Swiss line should be operated by 
one railroad and that industrial development in the area 
is monng northwest along the Kanawha River. 

The Regional Development authority of K anawha 
County, the Kanawha County Court, the Kanawha 
County Planning Commission, and the United Trans­
portation rnion were not opposed to C'hessie takeover. 
However, they object.ed to not including the Nitro to 
Pt. Pleasant line. 

Allied Chemical, E. I. Dupont, FMC- Industrial 
Chemical Dh·., and E. I. Lillv & Co. were favorable, 
with F~fC expressing concern ·regarding Shippers Car 
Line ( ACF) operation at Redhouse, W. Va. located 
about 12 miles north of Nitro. 

Project CS-13 
Des,-ri.ption: Chessie System (Baltimore & Ohio) to 
acquire Penn Central trackage needed to continue serv­
ice to shippers on those tracks at W inchester , Virginia. 



RSPO Review 

Project WV-1 proposes that Chessie abandon its B&O 
line from Millville to Stephenson and acquire trackage 
rights over Penn Central from Martinsburg, W. Va. 
to Winchester, Virginia. 

In the Plan, it is recommended that the Penn Central 
line (No. 205) from Hagerstown to Winchester be in­
cluded in ConRail. 

Chessie hns indicated an interest in acquiring Penn 
Central trackage needed to continue service to shippers 
at Winchester, Ya., thus permitting Penn Central to 
abandon their stul>-end branch line. 

Penn Central ach·ises that Chessie is no longer inter­
ested in this proposal. 

Project CS-14 

Dr.,cription: Chessie System (Baltimore & Ohio) to ac­
quire Erie Lackawanna trackage between Dayton and 
,varren, Ohio. 

RSPO Review 

Chessie's rnterest in this project is currently being 
developed along two lines: (1) acquisition of the entire 
linens a short cut. bet ween Dayton ond ,Yarren, and (2) 
arquis1tion only of trackage sen·ing romrnon points so 
that rail service can be continued to shippers on EL 
tracks at those points. 

A coordination study by Chessio and EL indicated 
that a significant time sM·ing could be accomplished by 
the US<' of EL trackage. The volume of through traffic 
between Dayton and Warren-Youngstown and points 
east on the B&O was not sufficient to justify anticipated 
trackage rights charges. Studies are anticipated in col­
laboration with PSRA, to determine whether combined 
B&O-EL traffic will justify this route. If not justified, 
then C'hessie mdicates an interest in serving EL shippers 
at common points. 

R&O presently has contractual arrangements with EL 
for handling traffic for the EL between Dayton. Ohio, 
Indianapolis, Indiana, and Cincmnati, Ohi~. B&O also 
has trackage agreements with I~L at several points be­
tween Dayton and Warren Youn~wn. 

Chessie indicates that if the proposed studies are 
favorable. acquisition c·oukl result in maintaining the 
l'xisting route. If not. C'hessie's acqu1s1t1on of traffic at 
common points would preserve the ad,·anhtges of rail 
sen·ice to shippers on EL tracks reasonably adjacent to 
such points and the elimination of unnocessarv trac·ks 
would be in the public interest. (Projects cs· 15 and 
CS-16 propose Chessie acquisition of EL trackage be­
tween ·warren, Ohio and East Salamanca, New York.) 

N&'W believes that ('hes.-;ie does not. need another line 
from Ravenna t.o Youngstown. Acquisition of the EL 
from Ravenna throug-h Warren to Youngstown would 
be redundant and duplicative of existing B&O routes. 
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Project CS-15 

Dc8cription: Chessie System (Baltimore & Ohio) to ac­
quire Erie Lackawanna trackage between Warren, Ohio 
and Greenville, Pa., including the Sharon-Newcastle 
Branch. 

RSPO Review 

Chessie is interested in acquisition of this segment of 
the Erie Lackawanna either ns ( l) a portion of a 
through route connecting B&O and EL points west of 
Warren-Youngstown and B&O and EL points north 
and east of Salamanca, New York, or (2) acquisition of 
tracks neces5ary to provide continued rail semce to 
shippers on the lines designated. 

A coordination study by Chessic and EL indicated 
that use of t-he EL tracks by B&O between Warren­
Youngstown and ,Salamanca, N cw York, would provide 
a short-Or and fnst-0r route for B&O. The volume of 
traffic, however, did not justify anticipated trackage 
rights charges. 1£ studies being made in collaboration 
with PSRA develop that combined traffic over this 
route would justify its contmuance, B&O would have an 
interest in its acquisition. Otherwise B&O's interest 
would be m furnishing continued rail service to shippers 
on the designated segment. 

C'hess1e indiC'at4c'~ that if the proposed studies are 
favorable acqmsition could result in maintaining the 
existing route. If not, C'hessie's acquisition of traffic at 
common points would preserve the advantages of rail 
sen·ice to shippl'rs on EL tracks reasonably adjacent to 
such poir,ts and the elimination of unnecesi;ary tracks 
would be in the puhltc interest. (Projects CS-14- and 
C'S Ill propose C'hessie acquisition of EL trackage be­
t ween Dayton, Ohio and East Salamanca, New York.) 

Project N&W 14 proposes N&W acquire EL track­
aire between Youngstown and Cleveland, Ohio and 
could C'onfltct with project CS-15. N&W proposes Ches­
si<''s project should be approved only in a. way which 
arnids this p1>tential conflict and urges that the Chessie 
rout<' should go eastward from SN Junction in the 
IA'avittsburg area over the Pymatuning bypass line 
known as th<' "2nd Subdivision". 

N&W feels the best resolution of the desires of Ches­
sie and X&W in this area would be approve.I of project 
X&W 14 and approval of Chessie (B&O) operations 
over the 2nd Subdivision between North Warren and 
Pymatuning. The two routes would then cross the SN 
,fot., resulting in minimum interference between the 
two lines. N&W believes this would result in balanced 
competition and be in the public interest. 

X&W also believes there is insufficient justification 
for Chessie acquiring the Sharon to Now Castle branch 
of the EL as the B&O Chien.go to Pittsburgh main line 
already serves New Castle. This proposal should not 
be allowed to interfere with N&W operation between 
Cleveland and Youngstown. 



Bessemer & Lake Erie Railroad is interested in ac­
quiring the Sooron-Shenango portion of this line and 
is concerned that if Chessie's proposals are approved 
there would be no ConRail interchange with B&LE at 
either Shenango or Sha ron. B&LE further states that 
an additional carrier would be introduced into routes 
through Shenango involving movements beyond Sharon. 

Pittsburgh & Lake Erie believes that with only 55,000 
carloads generated annually at the Sharon and related 
Shenango Valley points, there is no justification for 
adding a new carrier to replace EL. P&LE would not 
oppose Chessie's acquisition of that portion of EL be­
tween Leavittsburg, Ohio and Transfer, Pa., which is 
currently used by EL for main line trains bypassing 
tho Youngstown area. 

Project CS-16 

Deacri:ptwn: Chessie System (Baltimore & Ohio) to 
acquire Erie Lackawanna trackage between Greenville, 
P a. and East Salamanca, New York, including Oil 
City Branch. 

RSPO Review 

Chessie's interest in acquisition of this segment of 
the EL is either as {l} a portion of a through route 
connecting B&O and EL points west of Warren­
Youngstown and B&O and EL points north and east of 
Salamanca, New York, or (2) acquisition of tracks nec­
essary to provide continued rail service to shippers on 
the lines designated. 

A coordination study by Chessie and EL indicated 
that use of the EL tracks by B&O between Warren­
Youngstown and Salamanca, New York, would pro­
vide a shorter and faster route for B&O. The volume 
of traffic, however, was not sufficient to justify antici­
pated trackage rights charges. Studies are anticipated 
in collaboration with FSRA, to determine whether 
combined B&O-EL traffic will justify this route. If not 
justified, then Chessie indicates an interest in ~ ·ving 
EL shippers at common points. 

The Pennsylvania Glass Sand Corp. supports this 
proposal indicating it must have good rail service and 
improved transit time to be competitive. PGSC also 
favors "mothballing" surplus track for a period of 
time pending possible further use. 

Project CS-18 

Deacri:ptwn: Chessie System ( Baltimore & Ohio) to 
acquire rail properties or leasehold interest now owned 
by Erie-Lackawanna and Lehigh Valley or acquire 
trackage rights over Buffalo Creek RR. 

RSPO Review 

Buffalo Creek Railroad is a Terminal Switching 
Railroad serving waterfront and other industries for 
carload freight only, operating 5.66 miles of line with a 
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total trackage of 34.22 miles connecting with all rail­
roads in the city of Buffalo, N.Y. 

Chessie System's C&O and B&O lines a re not physi­
cally joined at Buffalo, N.Y. A connection could be 
easily accomplished by the acquisition of trackage 
rights over the Buffalo Creek Rai lway in combination 
with other trackage rights in existence or to be acquired 
in the area. 

Resolution of projects USRA-1 and USRA--3 could 
result in Ohessie Systems desiring to also acquire EL's 
interest in the Buffalo Creek Railway. 

The Lehigh Valley Railroad is opposed to this acqui­
sition, contending it would lose a significant traffic base 
in the Buffalo area. 

Project D&H-1 

Deacriptirm: Delaware & Hudson to acquire trackage 
rights over Penn Central Wilkes-Barre, Pa. to .AJex­
andria, Virginia. 

RSPO Review 

In the Plan, this project was shown in Appendix D-3 
Part I but has been changed by errata sheet to D-3 
Part II. Since the PC (USRA Line 192/ 192a/192b) 
between Wilkes Barre, Pa. and Sunbury, Pa. is not rec­
ommended to be included in ConRail, it is not clear as 
to the route this project proposes. 

The Delaware & Hudson Railway is greatly con­
cerned about the restructuring process as it is heavily 
dependent upon overhead traffic received from con­
necting railroads. During 1974. about 60% of its cars 
were interchanged with other roads, a total of over 
270,000 cars. 

The D&H indicates that, at the present time, the only 
specific recommendation for the D&H is a proposed 
extension of its operations to Allentown, Pa. via the 
present route of the Lehigh Valley Railroad, and D&H 
is studying its feasibility. There is strong need for D&H 
to preserve its north-south routes. 

The Richmond, Fredericksburg & Potomac Railroad 
C'o. supports the D&H proposal to obtain trackage 
rights from Wilkes-Barre, Pa. to Alexandria, Va. 
(RF&P's Potomac Yard). The RF&P is committed to 
north-south service and suggests that Ohessie oo 
required to commit to the operation of daily, fast, and 
dependable connecting freight service between D&H 
at Allentown and Potomac Yard or give D&H trackage 
rights to Potomac Yard. 

Central Vermont Railway is intensely competitive 
with D&H for north-south international traffic and is 
concerned that D&H's route extension would be detri­
mental to CV t raffic and is opposed to D&H extending 
its route to Allentown, Pa. or beyond. CV suggests a 
better arrangement would be to encourage Chessie to 
reach D&H at Wilkes-Barre, Pa. 

Montpelier & Barre Railroad supports CV in its 



opposition to this proposal indicating it would affect 
CV's overhead traffic. 

The State of Vermont Agency of Development and 
Community Affairs, the Central Vermont Chamber of 
Commerce, the Rock of Ages Corp. and the Connecticut 
Terminal Co. are opposed to this proposal as it may 
weaken CV's competitive position for overhead traffic, 
and thus threaten rail service through Vermont and 
other northeastern states. 

Project DT&l-1 

Description: DT&I acquire ownership or trackage 
rights over Penn Central between Cincinnati and South 
Charleston via "Little ~:liami" route, or DT&I acquire 
ownership or trackage rights over Penn Central be­
tween Springfield and I votiydale via Dayton thence 
over B&O to L&N and Southern connection at Cincin­
nati. Also acquire ownership or trackage rights over 
Penn Central to L&X and Southern via Undercliff. 

RSPO Review 

DT&I's prime concern in advancing this project is 
to gain access to Cincinnati for direct connections with 
the L&X and SOC. The projects are not dependent on 
traffic originating or terminating on lines proposed to 
be acquired as they are intended primarily to afford 
DT&I access to the Cincinnati Gateway. The DT&I sub­
mission to RSPO further describes the alternative pro­
posals most likely to be implemented as follows: 

1. Trackage rights over approximately 73.3 miles of 
the PC Big Four line from Springfield (Maitland) 
via Dayton to Cincinnati-t;ndercliff Yard. 

2. Trackage rights over approximately 34.4 miles of 
the PC Little Miami line from South Charleston 
via Xenia to Dayton thence approximately 52.8 
miles over the PC Big Four line to Cincinnati­
Undercliff Yard (total approximately 87.2 miles) 

8. Trackage rights over approximately 18.4 miles of 
the PC Little Miami line from South Charleston 
to X enia, acquisition of approximately 58.4 miles 
of PC Little Miami line from Xenia to Rendcombe 
Junction (3.2 miles south of Plainville) and track­
age rights over the remaining approximately 1.6 
miles of PC Little Miami line into Cincinnati­
Undercliff Yard. (total approximately 78 miles) 

The DT&I points out that historically DT&I has en­
joyed access to Cincinnati by means of through trains 
run jointly by DT&I and PC ( or its predecessor PRR). 

Since 1955, an operating agreement allows the DT&I 
to run through trains from its Flat Rock Yard, near 
Detroit to Cincinnati with DT&I locomotives. PC crews 
operate these trains south of Springfield for the last leg 
into Cincinnati. DT&I locomotives operate in the re­
verse direction from Cincinnati to Flat Rock Yard 
under the same crew arrangements. This 1955 operating 

119 

agreement allows the DT&I to reach L&N and SOU 
connections at Cincinnati. 

The DT&I states that at present it is a profitable rail­
road operating only in the restructured region and is 
vulnerable to competition from the N&W, C&O, and 
PC (ConRail ) operating in the region. The DT&I feels 
that if it does not obtain direct access to Cincinnati, it,s 
ability to remain an independent and viable railroad 
will be seriously impaired, and in the long run perhaps 
destroyed. • 

The stock of DT&I has been owned since 1950 by 
Pennsyh·ania Co., a subsidiary of Penn Central, but 
DT&I has been and continues to be operated as an inde­
pendent railroad. DT&I desires to retain its independ­
ent status. 

Most of the DT&I's traffic is concentrated in the 
Detroit-Toledo areas with the part of its line south of 
Detroit-Toledo generating only about 22 percent of the 
gross freight revenue. 

The DT&I points out that its two major competitive 
strengths; (1) friendly connections with other carriers, 
and (2) a superior competitive position with respect to 
industries in southeastern Michigan, have been eroded 
in recent years. The N&W-Wabash-Nickel Plate merger, 
along with X&W's acquisition of the PRR Sandusky to 
Columbus branch and X&W's acquisition of the strate­
gic AC& Y ha ,·e deprived the DT&I of friendly connec­
tions it enjoyed with these roads until the 1960's. The 
C&O's control of the B&O also effectively deprived the 
DT&I of se,·eral strategic B&O connections. Moreover, 
the XYC-PRR merger deprived the DT&I of its na­
tural working partner (PRR), making rate, route, and 
service improvements difficult. The DT&I now fears 
that CSR.A's restructuring will deprive the DT&I of 
two more friendly connections-the El at Lima, Ohio 
and the AA at Diann, ·Michigan. 

The DT&I also fears that ConRail (perhaps through 
a substantial government subsidy) will be able to com­
pete more effectively in the substantial southeastern 
Michigan market where the PC has been DT&I's sole 
competitor. 

The DT&I feels that its survival is dependent on the 
traffic it can retain and develop with its remaining 
friendly connections through the Cincinnati Gateway. 
Without access to Cincinnati, DT&I anticipates the loss 
of $3,300,000 of its gross revenue realized by its present 
Cincinnati traffic flow. 

The PC reports that the present use of the South 
Charleston to Cincinnati "Little Miami" line (DT&I 
.;::3) is through and local freight service, and Amtrak 
passenger sen·ice on the 18.4 mile segment from South 
Charleston to Xenia. From Xenia to Clare (56.3 miles), 
the line is not used except for a few local patrons. From 
Clare to Cincinnati-Undercliff Yard (approximately 3 
miles), the line is used to serve industries and make 



connections. Stations on this line generated 1,503 car­
loads on the PC in 1074. 

The PC reports thnt stations on the Big F our Spring­
field-Dnyton-Cincinnnti line (DT&I # 1) generated 
100,531 carloads on the PC in 1974. This does not include 
overhead traffic. 

The Little 1\finmi Railroad Company, Cincinnati, 
Ohio, owns approximately 170 miles of line in South­
westom Ohio which is presently under Jong-term lease 
to the P C. Portions of this line are involved in the 
DT&I's projects nnd the Little Miami Re.ilrond sup­
ports tho DT&I acquisition of the Little Miami line 
(DT&I :f:3). The L ittle Miami Rni lrond points out that 
40.6 miles of the line in DT&I #3 (Spring Valley to 
Clare) are not recommended for inclusion in the Con­
Rail System (See USRA Lines 515, 516, 516a, 516b 
and 516c). 

Connecting Rnilwny Company, P hiladelphia, P a., is 
the majority owner of the Little 1\fiami Railroad, and 
Connecting supports the DT&I 's acquisition of the Lit­
tle Miami line in DT&I #3, 

The Southern Rnilwny supports the DT&I 's entry 
into Cincinnati ns it wilJ preserve the competition pres­
ently existing between Cincinnati and Michigan. SOU 
states that this competition is vital to Southern and 
other carriers using the Cincinnati gateway and that the 
rapidly-growing north-south market is presently big 
enough to support the DT&I , Chessie, and ConRail. 
Competition between these three lines will serve to im­
prove service to Cincinnati. 

The Chessie System (B&O-C&O) oppose DT&I 
entry into Cincinnati, stating that the present service 
o~ the _PC and Chessie already provides competitive 
smgle-lmc routes between Detroit/Toledo nnd Cin­
cinnati. A third single-line carrier (DT&I ) would work 
t~ the detriment of the two present competitive car­
riers, PC (ConRnil) and Chessie. Chessie also fears 
loss of overhead traffic presently routed via AA-DT&I­
Chessie to Cincinnati, nnd loss of L&N and SOU con! 
traffic presently moving from Cincinnati via B&O-C&O 
to the Ford Motor Company at Toledo, which is also 
served by the DT&I. Approximately 5,000 carloads of 
overhead and con! traffic could be diverted to the 
DT&I. 

The N&W opposes D'f&I entry into Cincinnn.ti stat­
ing thnt there is nlrendy sufficient competition i~ the 
Dl'troit-C'incinnnti market ( Chessie, P C ( Con Rail) 
and the N&W ton limited extent) to meet the interes~ 
of the public. The N&"\V also fears loss of approximately 
1~,000 annual carloads which the DT&I interchanges 
with the N&W at Gll'n Jean, Ohio, which could be di­
verted by the DT&I to L&N or Southern connect ions at 
Cincinnati. 

The Detroit and Toll'do Shore Line Railroad opposes 
DT&I entry to Cincinnati because of threatened loss of 
revenue. 
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Eli Lilly Co. of Indianapolis, Ind. favors the project 
if additional routings and gateways are established to 
their plants in Indiana. 

Detroit Edison of Detroit, Michigan strongly sup­
ports DT&I access to Cincinnati because of the strength­
ened rail service on coal traffic. 

Peerless Cement Co. of Detroit, Michigan supports 
DT&I entry into Cincinnati, feeling that the DT&I is 
an efficient, welJ-managed railroad. 

Dundee Cement Co. of Dundee, Michigan supports 
DT&I entry into Cincinnati, stating that the DT&I 
provides the best route and service on a large volume 
of their coo.I moving through the Cincinnati gateway. 

Ford Motor Company supports DT&I's acquisition of 
the Cincinnati gateway. Ford is heavily dependent on 
the DT&I and feels this project wil] assure the con• 
tinued viability of the DT&I which is surrounded by 
many corporate rail giants. 

Allied Chemical Corporation of Morristown, New 
Jersey, states that it is absolutely necessary for the con• 
tinued financial success of the DT&I that it be granted 
access to L&N and SOr connections at Cincinnati. 

Globe "Cnion Inc. of Owosso, Michigan supports Proi• 
ectDT&I-1. 

Campbell Soup Company of~ a.pol eon, Ohio supports 
DT&I-1 as being in the best interest of shippers. 

Projed EJ&E-1 

Deacriptum: Elgin, Joliet & Eastern to acquire Penn 
Central line between Hegewisch and South Chicago, 
Illinois. 

RSPO Review 

EJ&E has withdrawn this proposal from further 
consideration on the assumption ConRail will serve the 
line. 

Project GTW-5 

Description: Grand Trunk Western to acquire all Penn 
Central terminal trnckage at Lansing, Michigan. 

RSPO Review 

Grand Trunk Western, P enn Central, and Chessie 
System nil S<.'rve Lansing, Michigan. T raffic figures for 
1974 indicates PC handled 21,304 carloads ( exclusive 
of TrailVans & Flexi-Flo) of freight at Lansing. In 
addition PC interchanged 207 cars with Chessie and 50 
cars with GTW. 

In the Pinn, it is recommended that the portion of the 
Saginaw Branch, USRA Line No. 455, between J ack­
son, Michigan nnd Lansing, Michigan be included in 
Co~Rail. PC now provides yard, local and through 
freight service. 

GT W now serves Lansing and is willing to acquire 
necessary PC track and terminal facilities to continue 
service to P C industries. 



GTW believes there is no justification for three com­
peting railroads serving this medium-sized market area 
and that the area should not be served by ConRa.il. If 
this area is sen·ed by only two rai lroads, their access to 
the market should bo equalized in order to maintain the 
competition required by the Act nnd demanded by the 
shipping public. 

Project CS-9 covers acquisition of PC trackage by 
Chessie at Lansing in order to continue service to P C 
shippers. Chessie believes GTW's proposal is a major 
market extension and that to alJow GTW to serve P C 
Lansing patrons to the exclusior of Chessie would not 
IX' in the public interest. 

Tho St. Louis Southwestern Railway expressed con­
cern regardin;:r this proposal pointing out that substi­
tuting GTW for PC would result in GTW handling 
traffic through the Chicago gateway, whereas PC han­
dled much of this traffic through the St. Louis gateway. 
This diversion of traffic would adversely affect St. Lou.is 
Southwestern 's profitability. 

Project GTW-6 

DescriptiQTI: Grand Trunk Western acquire the Penn 
Central trackage within Saginaw and Bay City, Michi­
gan. 

RSPO Review 

Penn Central, C'hessie System, and G rand Trunk 
West('rn all now serve Saginaw and Bay City, and 
Detroit & Mackinac Ry. also serves Bay City. Traffic 
figures for 1974 indir.at(' PC handled 14,556 carloads 
of freight at Bay City and 6,326 carloads at Saginaw. 
At Bay City PC interchanged 21 cars with Chessie, 46 
with GTW and 1,968 with D&M in 1974. At Saginaw, 
PC interchanged 101 cars with Chessie and none with 
GTW. 

Project 1\11-5 proposes that GTW abandon its line 
from Bay City to Saginaw and acquire trackage rights 
over PC or that PC' abandon its line and acquire track­
age rights over GTW. Project MI - 9 proposes that 
D&M to abandon its Bay City line and acquire track­
age rights on PC and operate joint yard faci lities at 
Bay City. 

In the Plan, it was recommended that L ine Seg­
ments No. 447/ 447a/ 447b (Bay City to Saginaw) bo 
included in ConRail, which would isolate Saginaw­
Bay City- Midland from ConRail if trackage rights 
over connecting roads cannot bo acquired. 

GTW is interested in acquiring P C t rackage needed 
to continue service to shippers on those tracks at Bay 
City and Saginaw. GTW feels that three carriers pro­
vide excessive competition, but that the need for two 
carriers is fully justified in the area. 

Should P C withdraw from th.is area, GTW believes 
it will be vital for the preservation of competition, as 
well as the future of GTW, that tho carload originat-
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ing and terminating capacity for GTW and Chessie 
in the area be equalized. This proposal would enable 
GTW to increase utilization of its facilities and thus 
have a more efficient operation. 

Chessie System believes this proposal is contrary to 
the public interest, and that Chessie's ability to handle 
traffic to Western and Southern gateways in addition 
to Eastern locations makes Chessie the logical candidate 
to take over service to P C industries in Saginaw and 
Bay City, Michigan. 

The St. Louis Southwestern Railway Co. expressed 
concern regarding this proposal, pointing out that sub­
stituting GTW for PC would result in GTW handling 
traffic through the Chicago gateway, whereas P C 
handles much of this traffic through the St. Lou.is gate­
way. T his diversion of traffic would adversely a ffect St. 
Louis Southwestern's profitability. 

Central Warehouse Co. and Michigan Sagar Co. sup­
port GTW in this proposal. 

Projed GTW-7 

DeRcripti<>n: Grand Trunk Western to acquire and op­
erate the Penn Central track f rom Bay City to Midland, 
Michigan, 19 miles, including the terminal facilities at 
Midland. 

RSPO Review 

Under this project Grand Trunk Western would ne­
quire approximately 19 miles of P C track between Bay 
City and Midland, Michigan, and other necessary track 
to continue rail service to P C patrons. GTW currently 
operates into Bay City but not into Midland. 

P C and Chessie now furnish rail service to patrons in 
Midland, Michigan. Chessie's L udington-Saginaw-De­
t roit main line runs t hrough Midland, while Midland is 
at the stub-end of the P C line. Traffic figures indicate 
PC handled 10,838 carloads in 1974 and Chessie handled 
20,636 carloads of freight in 1973 at Midland. In 1974 
PC also handled 296 carloads in Auburn and 14,354 
cars of freight at Bay City, Michigan. In addition, P C 
interchanged 21 cars with C&O, 46 cars with GTW, and 
1,968 cars with D&M at Bay City. 

In the Plan, it was recommended that Line Segment.s 
No. 443 (Midland to Bay City) No. 447/ 447a/ 447b 
(Bay City to Saginaw) be included in ConRail. H ow­
ever, Line No. 455a (Saginaw to Lansing ) was not rec­
ommended to bo included in ConRail, which would 
isolate Midland from ConRail if trackage rights over 
ronnecting roads cannot be acquired. 

The E li Lilly & Co. fools t here should boat least two 
carriers to insure competition in the area. Central Ware­
house Co. supports this proposal for GTW service. 

Chessie System strongly believes that th.is propoea.1 is 
a major market extension and is cont rary to the public 
interest. In Project No. CS-7, Chessie offered to acquire 



PC trackage needed to continue service to shippers on 
those tracks at Midland. 

St. Louis Southwestern Ry. is opposed to this pro­
posal account of possible diversion and loss of traffic. 

Project GTW-9 
Ducripti<>n: Grand Trunk Western to acquire Penn 
Central facilities at Oxford, Rochester, Lapeer and 
Saginaw. Chesapeake and Ohio to acquire Penn Cen­
tral terminal facilities at Vassar, Michigan. 

RSPO Review 

The Penn Central segments of track involved in this 
project are: 

•USRA Line No. 44~aginaw to Harger-3.0 
miles 

•USRA Line No. 446a-Harger to Denmark 
Jct.-12.8 miles 

USRA Line No. 444a-DenmarkJet. to Vassar-
4.9 miles 

USRA Line No. 445-Vassar to Millington-6.6 
miles 

USRA Line No. 445a- Millington to Lapeer 
Jct.- 19.8 miles 

USRA Line No. 445b-Lapeer Jct. to Oxford-
16.2 miles 

USRA Line No. 688-Oxford to Utica-22.9 
miles-Rochester is on this line. 

•10 the Preliminary Syatem Plan tbeae line aegmenta are recom· 
mendNI to be Include<! In Con Rall 

Local freight service is performed by PC on these 
lines, except Saginaw which is served as part of a 
through freight route. 

Grand Trunk Western serves Rochester, Oxford, La­
peer and Saginaw. Chessie System serves Vassar and 
Saginaw. 

Traffic figures indicate PC handled 6,326 carloads of 
freight at Saginaw, 10 at Rochester, 25 at Oxford, 
344 at Lapeer, 667 at Vassar, and 25 at other points 
on these line segments during 1974. PC interchanged 
28 cars at Rochester, 96 cars at Oxford, 335 ca.rs at 
Lapeer, all with GTW, and 2 ca.rs at Vassar and 101 
ca.rs at Saginaw with Chessie. 

GTW indicates the implementation of this project is 
required to maintain GTW viability in face of increased 
competitive pressures from ConRail and Chessie. 
Projects GTW-6 and CS-8 cover GTW's and Chessie's 
position regarding Saginaw. 

Chessie believes that GTW's acquisition of PC track­
age in Oxford, Rochester, and Lapeer appears to be 
in the public interest in that service would continue to 
be provided to industries at these locations while ex­
cess PC trackage could be abandoned. 

The St. Louis-Southwestern Railway is concerned 
that this project could result in traffic diversion and 
loss of traffic to St. Louis-Southwestern. 

12.2 

Union Camp Corp. supports this proposal. 
The Oxford Chamber of Commerce has indicated it 

has no objection to being served by GTW, if the serv­
ice is comparable or better than present P C service. 
However, it believes line segments 688 and 445b should 
be retained in ConRail unless there is a fully committed 
plan for service by GTW. 

Project GTW-11 

De11cription: Grand Trunk Western to acquire and 
operate 28 miles of Penn Central trackage between 
Grand Rapids (Walker) and Muskegon, Michigan. 

RSPO Review 

In the Plan, USRA Line No. 472 between Walker and 
Muskegon, Michigan, about 28 miles, is not recom­
mended to be included in ConRail. 

PC traffic figures for 1974 indicate this line origi­
nated/ terminated 944 carloads of freight. In addition, 
PC interchanged 1 car at Muskegon with GTW and 
6 with Chessie. PC is now serving this line with a local 
freight about two days per week. 

GTW is interested in acquiring this line and indi­
cates its acquisition is required to maintain its via­
bility in face of increased competitive pressures. 

The West Michigan Shoreline Regional Development 
Commission fully supports the acquisition and opera­
tion of this line by the GTW. 

The Brunswick Corporation maintains a manufac­
turing facility located on a PC siding at Muskegon. 
Brunswick has no objection to PC discontinuing serv­
ice on this line provided the track is turned over to 
GTW at a nominal cost and GTW maintain service 
on tho line. 

The St. Louis-Southwestern Ry. Co. is opposed to 
this proposal due to possible diversion and loss of traffic. 

GTW-12 

De11~iption: Grand Trunk Western to acquire and 
operate approximately 61 miles of Penn Central line 
between Vicksburg and Grand Rapids and Branch line 
between Plainwell and Otsego, also Penn Central termi­
nal facilities in Grand Rapids assuming Penn Central 
discontinues operations north of Grand Rapids, Michi­
gan. 

RSPO Review 

The Penn Central segments of track covered by this 
project are: 

USRA Line No. 461a-Cumstock to Grand 
Rapids-11.9 miles 

USRA Line No. 460-Grand Rapids to Plain­
well-30.8 miles 

USRA Line No. 463-Plainwell to Otsego-4.4 
miles 



USRA Line No. 464a-Plainwell to Kalamazoo-
9.6 miles 

USRA Line No. 459/459a-Kalamazoo to Vicks-
burg- 13.5 miles 

In the Plan, all of these PC line segments are recom­
mended to be included in ConRail. This trackage is part 
of a principal PC route from Elkhart, Indiana to Kala­
mazoo and Grand Rapids. Local and through freight 
service, as weU as terminal switching in Grand Rapids, 
are performed by PC. 

Grand Trunk ·western and PC serve Vicksburg, 
Kalamazoo, and Grand Rapids, and Chessie serves 
Grand Rapids. 

Traffic figures indic-ate PC handled 6,570 carloads of 
freight at Kalamazoo, 30,833 at Grand Rapids, and 
8,907 at all other stations between Vicksburg and Grand 
Rapids in 1974. In addition PC interchanged 454 ca.rs 
with GTW and 3,802 cars with Chessie in 19i4. 

GTW propoi;es to acquire approximately 61 miles of 
PC trackage betwern Vicksburg and Grand Rapids and 
necessary terminal facilities to serve PC patrons. GTW 
believes two comprtitively equal railroads could serve 
t.hese areas <'fficient ly nnd economically, and that there 
would be no adverse rfTects on other roads in the Region 
if this propo!-al is implemented. 

Union Camp Corp. favors this proposal as its plant 
would not be left on the stud-end of the ConRail sys­
tem, and GT"T would give good service. 

Chcssie System believes that this proposal is a major 
market extension for GT,v and is contrary to the public 
interest. (See CS-10 regarding Grand Rapids.) 

The St. Louis-Southwestern Railway is opposed to 
this proposal due to possible diversion and loss of traffic. 

Project ITRR-1 

Description: Illinois Trrminal to acquire Penn Central 
trackage o,·er which it now has trackage rights Peoria 
and Decatur, Illinois. 

RSPO Review 

This projert has been modified by Illinois Terminal 
Railroad Co. to provide for the acquisition of Penn 
Central properties (including terminal facilities) be­
tween Decatur and Peoria, Illinois, and upon acquisi­
tion of same to abandon 28.2 miles of ITRR line be­
tween Lincoln and .Allentown, Illinois. ITRR submis­
sion indicates this line generated only 55 carloads of 
freight in 1973; 30 of which were at Lincoln being han­
dled for ITRR by Illinois Central Gulf under a con­
tractual arrangement. 

ITRR proposes acquisitions of PC lines and rights 
between Decatur and Peoria as follows: 

Line No. 610/ 610a-Deca.tur to Maroa- Track­
age rights on the ICG- 12 miles- No traffic 
figures. 
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Line No. 611-Maron. to Waynesvillo--19.5 
miles-Offered for sale in Appendix D-2-USRA 
traffic figures 574 carloads in 1973. 

Line No. 611a- Waynesville to Atlanta-6.1 
miles-Not in service. 

Line No. 611b-Atlanta to East Peoria and 
Peoria-40.5 miles-Offered for sale in Appendix 
D-2-USRA traffic 648 carloads in 1973. 

These line segments were not recommended to be 
included in ConRail. This route would provide ITRR a 
preferred alternate route between Decatur and Peoria, 
points already served by ITRR and ITRR could main­
tain local service. ITRR's interest in this project is de­
pendent upon a favorable decision with respect to the 
entire line including operating rights, and a partially 
favorable decision will not be acceptable. 

P C operates via trackage rights over the Norfolk & 
Western between Fanndale Jct. and P. & P.U. Jct. PC 
also operates over ITRR by trackage rights between 
Allentown and Morton (about 7 miles) which is in­
cluded in line segment 611b. 

PC operates over the Decatur to l\faroa I CG line by 
means of a trackage rights agreement which will expire 
September 1, 1975. The rights conferred in this agree­
ment may not be transferred or assigned by PC and 
I CG has indicated it will not grant use of this trackage 
to ITRR. 

Project ITRR-2 

Deacription : Illinois Terminal acquire P&E between 
Peoria, Ill. and Indianapolis, Ind. 

RSPO Review 

In the Plan, the Association recommends that the 
Peoria, Ill inois to Indianapolis, Indiana Route Line 
Segments 616, 617, 617b and 617c be included in 
ConRail. 

As a result, Illinois Terminal has withdrawn this 
proposed project from further consideration subject 
to the following: 

(1) The ConRail System will include these line 
segments. 

(2) ConRail will continue to observe established 
connections and interchange arrangements at the 
stations of Urbana, Mackinaw, and Peoria, Dlinois. 

(3) ConRail will honor present contractuaJ 
,bhgations by which Illinois Terminal operates 
over the Peoria and Eastern between Champaign­
L'rbana, Ill. and Delong, Ill., through trackage 
right agreements. 

Project ITRR-3 

Deacription: Illinois Terminal to acquire Penn Central 
trackage between Decatur, ID. and Terre Haute, Ind. 



RSPO Review 

In the Plan, the Association recommends that the 
Paris, Ill. to Terre Haute, Ind. Line Segment 618 
be included in ConRail and Line Segment 609 Decatur 
to Paris, Ill. not be included. 

Under these circumstances Illinois Terminal has 
withdrn.wn this proposed p1-oject from further 
consideration. 

Project N&W-2 

Description: Norfolk and Western and or Defnware & 
Hudson to acquire ownership or trackage rights between 
Wilkes-Bar re and Hagerstown via H arrisburg. 

RSPO Review 

N&W has indicated interest in this property as a 
through route connecting N&W with its Delo.ware & 
Hudson subsidiary. The mileage involved in the pro­
posed route is about 190 miles. Trackage rights would 
be a sufficient means of acquiring the route. 

If Norfolk & Western operates Orr\'ille, Ohio, to 
Harrisburg, Pa. (Project t'SRA-4), N&W would have 
available direct routings north and south at H arris­
burg. The proposed route includes a segment of about 
50 miles, South Danville to Wilkes-Barre, (USRA 
Lines 192/ 192a/ 192b), recommended not to be included 
in ConRnil and N&\Y could assume local sernce over 
that section. This project could provide a competitive 
route as an alternative to tho Allentown-Potomac Yard 
route. 

Chessie System has taken position thnt the proposed 
acquisition is not in the public interest citmg that in 
proposal CS-5 Chessie to acquire trackage or trackage 
rights from Lurgan via H arrisburg to the Allentown/ 
Bethlehem and greater Philadelphia areas, which 
would afford direct connection with the Delaware & 
Hudson; that the N&W-2 proposal would add another 
unneeded railroad over duplicate routes while serving 
to the detriment of Chessie by placing in jeopardy a 
portion of the t raffic handled by B&O to from Phil­
adelphia and Wilmington and beyond, as well us Wl'st­
ern Maryland traffic interchanged with N&W at 
H agerstown and the Rl'nding al Lurgan, and Alphabet 
Route traffic handled by WM between ('onnells,·ille and 
Lurgan; further, that the N&W proposal does not re­
sult in abandonment of any ex<'ess trackage. 

St. Louis-San Francisco Railway reports it presently 
is able to compete for traffic destined to or receivl'd from 
some industries located on the segments involved in 
N&W-2 when the traffi<' moves through the St. Louis 
gateway and that the proposal would very likely divert 
traffic away from the St. Louis gateway to the K ansas 
City gateway since it would afford N&W a longer haul. 

Lehigh Valley has indicated opposition to the pro­
posal, citing that some traffic now routed D&II-Dupont-
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LY-Allentown-Reading would be diverted to D&R­
Wilkes-Barre-N&W , and that substantial re\'enue 
would be diverted from Lehigh Valley to D&II-N&W. 

Richmond, Frederick:sburg and Potomac RR Co. ob­
jects to and opposes any northeastern acquisitions by 
N&W to extent such acquisitions operate to extend 
N&W 's direct reach and control of north-south markets 
not currently sened, on grounds that a significant vol­
ume of existing RF&P overhead traffic would be divert­
ed to the Hagersto"'n gateway with potential impair­
ment to RF&P's profitability. RF&P also believes such 
extension of N&" ' represents unwarranted and waste­
ful duplicat1on of service going beyond scope of the 
Act's requirement for preservation of competition. 

Ford Motor Co. supports proposal N&W-2 as it 
would offer a competitive north-south route in the east­
ern part of the region. 

Allied Chemical supports proposal in N&W-2 be­
cause with ultimate removal of freight traffic from the 
Northeast Passenger Corridor, it is necessary, to assure 
continued viability of D&II, that fast connection be pro­
vided between D&II and N&W to afford an alternate 
north-south route to the one formed by CNJ-RDG­
Chessie. 

Eli Lilly & Co."s comments on N&W-2 indicate sup­
port by citing need for a connection for north-south and 
east-west traffic. 

Project N&W-11 

Ducription: Norfolk and Western to acquire 28.86 
acres of land and associated t rackage and operating 
agreements from P enn Centro.I at Melvindale, Michi­
gan. 

RSPO Review 

N&W's current lease with PC covering the above 
acreage and trackage expires August 1, 1975. The prop­
erty is used for loading of automobiles and is needed 
by N&W to continue this operation. Purchase is desired 
to IISffilro continued acces;; and use of the property, 
which at same time will make needed funds available 
to Penn Centro.I. 

Some autos arc- parked on the parcel for PC and somo 
a.re loa.ded at tho facility for PC, for which P C pays on 
pro rat.a basis. Some are also driven from the parcel 
and loaded hy PC' on their tracks. About 80 percent of 
the autos loaded are built by Chrysler. 

L.'ltest surrny show:; acreage totals 28.95 (instead of 
28.86), including strip for the a.cce.ss track to reach the 
loading facilities. 

St. Lou.is-San Fro.ncisoo Ry. and St. Lou.is South­
western Ry. expressed concern that implementation of 
this proposa.l would permit N&W to bypas;; the St. 
Lou.is gateway in favor of the longer haul to the Kansas 
City gateway, which would adversely affect them. 



Project N&W-13 

Deacriptwn: Norfolk & Western to acquire Penn Cen­
tral interest, in Nicholas, Fa.yette & Greenbrier RR.­
Deepwater, Swiss, Landisburg. Peters Creek, Nitro, 
Deepwater Bridge, W. Va.. 

RSPO Review 

N&W's submission described this proposed project as 
"N&W acquire the Peter~ Creek Branch of the Penn 
Central, a.14 mile segment of track ex-tending north and 
east to Cornelia, \Y. Va., from an intersection with the 
Nicholas, Fayette and Greenbrier Ra.ilroad at Peters 
Junction, W. Va. and serve t.he Pet.ers Creek Branch by 
the acquisition of trackage rights (a) over PC from 
N&W's intersection at Deepwater Bridge, W. Va.., 
northwesterly t-0 Swiss, 1V. Ya., a. distance of about 15 
miles, and (b) ove1· NF&G from Swiss to Peters Jct., 
about 8 miles." 

Peters Creek Branch is served by NF&G mine run 
shifter crews operating out of Rainelle, ,v. Va., with 
empties and loads being exchanged with PC at Swiss, 
W. Va. PC' crews operating out of Dickinson, W. Vn. 
handle cars between Dickinson Yard and Swiss. 

PC traffic data indic.at~ Peters Creek Branch gen­
erated 10,191 carloads of freight, mostly coa.1, during 
1974. 

N&1V would require trackage rights over the seg­
ment of track between Gauley Bridge and Swiss 
(USRA Line :Xo. 514g) in addition to trackage rights 
over 8.5 miles of XF&G belween Swiss and Peters Jct., 
\Y. \ ra. t-0 be able t-0 sen·e Peters Branch (514c). In the 
plan, it is recommended that rSRA Line Nos. 514g and 
514c be induded in ConR.ail. 

Chessie System indicat~d that acquisition of these 
lines by N&W would be contrary to the public interest 
becau&- of circuity of routing which would be inevi­
table and the possible proliferation of new rates and 
interchange points, which would reduce N&W reve­
nues and increase its costs. Further, additional fuel 
would be consumed in moving the traffic over N&W's 
circuitous and mountainous routes in contrast to move­
ment over Chessie. 

The St. Louis-San Francisco Railway expressed con­
cern that N&'TI' would likely divert traffic away from 
the St. Louis gateway to N&W's more distant gateway 
at Kansas City. 

N&W believes that, in view of Chessie's potential 
acquisition of the other half of NF&G (CS-2) and the 
main PC line thru the district (CS-12), there may be 
a deterioration of competitive mil service. Further it 
states that N&W acquisition of the Peters Creek Branch 
will insure maint.enance of some competitive rail serv­
ice in this a.rea. 
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Project N&W-14 

Deamptwn: Cleveland to Youngstown, Ohio, N&W to 
acquire Erie Lackawanna trackage between Cleveland 
and Yow1gstown, possibly limited to trackage rights 
between Leavittsburg and Warren. 

RSPO Review 

N&W has indicated interest in acquiring EL's Cleve­
land to Youngstown line, the length of which is 67.1 
miles, a.nd with which N&W connects at Cleveland 
and crosses at grade at Solon (on :N"&W's Chagrin Fa.Ils 
Branch), about 17 miles from Cleveland. This line was 
formerly a double-track, heavy-duty rail line, the capac­
ity of which has been reduced in recent years by the 
single-tracking of largo portions. 

The two principa.l areas to be served by this acquisi­
tion are Cleveland and Youngstown; there is little busi­
ness in the rural area between these cities. At Cleve­
land, the proposed acquisition joins with N&W's La.ke 
Erie Division, which extends eastward to the Niagara 
frontier gateway at Buffalo, and connects with points 
to the west and south at Bellevue, Ohio. The Cleveland­
Youngstown line would be operated as a feeder line to 
serve Youngstown in close coordination with N&W 
through sen·ice on the main line passing through 
Cleveland. 

Project USRA-4 proposed N&W operations on the 
Penn Central main line from Orrville, in central Ohio, 
to Harrisburg, Pa. If both that proposal and N&W- 14 
are approved, N&W may wish to substitute Young­
town for Orr,•ille as the Central Ohio point from which 
operations on the PC main line would commence. It is 
indicat.ed that in such an eventuality, the Cleveland to 
Youngstown Line would take on the increased signifi­
cance of a through route. 

N&W believes the proposed acquisition to be in the 
public int.erest for two major reasons: 

1. N&W does not now serve the Youngstown area; 
that N&W's assumption of EL operations there 
would preserve the same number of competitors in 
the Youngstown vicinity as at present; that Con­
Rail and Chessie will alrea.dy have significant posi­
tions in these markets and another line to this area 
from Cleveland would be redundant and anti-com­
petitive if added to a. carrier other than N &W. 

2. In recent years many shippers on the bankrupt rail­
road have experienced difficulty in obtaining suffi­
cient freight cars to meet their norm.al car supply 
requirements. N&W is reported as a. major carrier 
of steel and experienced in serving the steel indus­
try's needs, having, for example, over the last sev­
eral years constructed in its shops about 3,000 new 
gondola cars specifically for steel loading. 

N&W does not feel its proposed acquisition of the 
Cleveland to Youngstown line necessarily conflicts with 
Chessie's CS-15 proposal, which includes portion of the 



E L ma.in line in vicinity of Warren and Youngstown, 
nor that the CS-15 proposal needs to conflict with 
N&W- 14. This is discussed in some detail in N&W's 
submission in response to Project CS-15. 

In Chessie's supplementary statement on N&W- 14, 
reasons are given why Chessie believes the proposed ac• 
quisition is not in the public interest : 

1. Youngstown area is more than adequately served by 
Chessie, P&LE, Penn Centr'.11, as well as E L, whose 
line N&W wishes to acquire. 

2. Extension of N & W into Youngstown area would 
not result in elimination of any excess railroad 
trackage, but would add another railroad, resulting 
in diminution of revenues for railroads presently 
serving Youngstown-Chessie, PC, and P&LE. 

3. Annual Chessie traffic in jeopardy amounts to ap• 
proximately 21,000 carloads. 

4. Not in public interest to extend market area. of one 
solvent railroad at detriment of another and Con­
Rail, particularly when no track reduction benefits 
would result. 

P&LE opposes acquisition by N&W of the EL line 
between Cleveland and Youngstown, stating: 

1. It would have an adverse effect upon the profitabil­
ity of P&LE, which is described as the dominant 
local railroad in the area on basis of size of its facil­
ities and operations, the latter includes serving all 
major shippers in Youngstown direct or through its 
subsidiary, Lake Erie & Eastern, and providing in­
dustry switching for all major railroads serving the 
area. 

2. N&W's entry into Youngstown would replace pres­
ent EL service between Cleveland, Warren, and 
Youngstown, and as such N&W would gain access 
to a major market area it does not presently serve 
and gain additional traffic at the expense of Con. 
Rail, Chessie, and P&LE. 

3. P&LE submits it would be more consistent with 
goals of the Act and with the public interest for the 
involved EL lines in the Youngstown area to be 
acquired and operated by one of the three other 
railroads now serving this area; that P&LE is the 
only one of these carriers that does not directly 
serve Cleveland from Youngstown with its own 
line; that P&LE has long participated in interline 
movements with P C and EL between Cleveland 
and points on its own lines and largely for this rea­
son advanced its own proposal to acquire the EL 
line. 

St. Louis-San Francisco Railway reports it is able 
under existing conditions to compete for traffic destined 
to or received from some industries located on the seg­
ments involved in N&W-14 when the traffic moves 
through the St. Louis gateway, but that the proposal 
would very likely divert traffic away from the St. Louis 
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gateway to the Kansas City gateway since it would af. 
ford N & W a longer haul. 

St. Louis-Southwestern Ry. feels the proposed ac­
quisition by N&W would permit N&W to gain control 
of important traffic points and/ or routes throughout the 
Eastern District and thus permit N&W to byp~ 
SSW's St. Louis gateway in favor of Kansas City, thus 
adversely affecting SSW unless, as a condition, N&W 
were required to divest itse1£ of its trackage between 
Kansas City, on the one hand, and St. Louis and De­
catur , Ill., on the other, to a Western District carrier. 

Jones and Laughlin Steel Corp. has registered ob­
jection to Project N&W- 14, feeling its best interests 
would be served by single line (P&LE) service between 
Cleveland and Pittsburgh-Aliquippa. 

Youngstown Sheet and Tube Co. has indicated sup• 
port of Project N&W- 14, in order to obtain single line 
service on iron ore from N&W dock at Huron, Ohio, 
to Youngstown, as well as from the Cleveland docks to 
Youngstown, and to be better assured of a supply of 
empty cars for ore loading. 

Pennsylvania Glass Sand Corp. has indicated agree­
ment with proposal in Project N&W-14, but would 
prefer P&LE acquisition of the EL Warren to Cleve­
land line. 

Projed N&W-1 5 

Ducription: N&\V to acquire trackage of or trackage 
rights over Erie Lackawanna from Buffalo to North­
ern New ,Jersey and access to some additional traffic base 
in that area. Also, trackage of or trackage rights over 
EL from central Ohio to Hornell, N. Y., if required 
for service or operating reasons. 

RSPO Review 

RSPO did not receive a specific response from either 
N&W and EL on this proposed project. 

St. Louis-San Francisco Ry. and St. Louis-South­
western Ry. expressed concern that implementation of 
this proposal would permit N&W to bypass the St. 
Louis gateway in favor of the longer haul to the Kansas 
City gateway, which would adversely affect them. 

Lehigh Valley opposes the acquisition proposed in 
this project stating it would rewlt in an annual traffic 
loss to L V of 88,073 carloads. 

Central Railroad of New Jersey indicated concur• 
rence and suggested that N&W coming into t he area 
would offer possibility of R&W connecting with a 
Neutral Terminal company and providing competition 
if Chessie extends its operations to the Northern New 
J ersey area. 

Ford Motor Co. indicated support of three Carrier 
System, generally as outlined in Preliminary System 
Plan. 

Eli Lilly & Co. would require, with implementation 
of N&W-15, a direct route into P ort Side Terminal, 



N.J., and routes and gateways to be established with 
PRSL via CNJ trackage. 

Project N&W-16 

DeBcription: N&W to acquire trackage of our trackage 
rights over Erie Lackawanna from Buffalo to Waverly, 
then of or over Lehigh Valley to Northern New Jersey, 
with connection to Delaware & Hudson at Bingham­
ton 

RSPO Review 

RSPO did not receive a specific response from N&W, 
EL,orD&H. 

Lehigh Valley favors the proposal, stating best seg­
ments of EL and L V would be used which should result 
in significant cost savings and a reduction in running 
time of about 3 hours compared with movement via EL, 
and would afford competitive access to eastern and New 
England markets. 

Central Railroad of New Jersey indicated concur­
renco and suggested that if N&W came into the area it 
would offer the possibility of N&W connecting with a 
neutral Terminal company and providing competition 
to Chessie if Chessie extends its operations to the North­
ern New Jersey area. 

St. Louis-San Francisoo Ry. and St. Louis Southwest­
ern Ry. expressed concern that implementation of this 
proposal would permit N&W to bypass the St. Louis 
gateway in favor of the longer haul to the Kansas City 
gateway, which would adversely affect them. 

Project P&LE-4 

DeBcri.ption: P&LE acquire trackage rights or owner­
ship of Penn Central trackage Youngstown to Ashta­
bula, Ohio. 

RSPO Review 

P&LE proposes to acquire trackage rights or owner­
ship of PC line from Youngstown, Ohio, over the 
Youngstown Branch (Valley Division) to Ashtabula 
Harbor, Ohio, a distance of 59.7 miles. This would pro­
vide an extension of the P&LE main lino from Youngs­
town to Ashtabula. This line extension would result in 
single line service to numerous patrons on the P&LE, 
also P&LE would render service us required to shippers 
located along this line. P&LE does not contemplate ac­
quisition of the coal and ore piers at Ashtabula. How­
ever, it expects to obtain the right to provide rail serv­
ice to and from the piers directly or through switching 
arrangements. 

P&LE would also use this line to effect interchange 
with main east -west lines of N&W and ConRail at Ash­
tabula. Currently most P&LE traffic is interchanged at 
Youngstown with PC and Erie Lackawanna. 

PC traffic figures indicate 130,421 carloads of freight 
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generated along this line in 1974 with 128,054 cars 
being generated at Ashtabula. At Youngstown in 1974 
P C interchanged 176,154 cars with P&LE and signifi­
cantly fewer cars with the B&O. EL , LE&E and Y&N 
Railroads. 

PC currently provides local service and through 
freight service on the Youngstown Branch between 
Youngstown and Ashtabula, Ohio. This line is recom­
mended to be included in ConRail as a primary through 
freight route. 

Several large steel companies indicated their support 
for this P&LE project pointing out that it would permit 
single line service from Ashtabula to their plants, would 
improve utilization of equipment thus improving car 
supply, and in general, bring about improved rail serv­
ice in the area. 

Project P&LE-5 

DeBcription: Penn Central close Conway rail barge 
coal transload facility and enter agreement for joint 
use of P&LE Colona facility at Aliquippa, Pa. 

RSPO Review 

The only response RSPO received on this proposal 
was from the Pittsburgh and Lake Erie Railroad. 
P&LE offered no objections to closing of the PC Con­
way rail barge facilities. However, P&LE indicated it 
was essential that the capacity of its Colona facility be 
increased to handle the additional tonnage. 

Project P&LE-10 

DeBcription Pittsburgh and Lake Erie to acquire P enn 
Central lines between Kabuta, Pa. and Weirton, W. Va. 

RSPO Review 

The association determined that this project would 
not materially impair the profitability of any railroad 
in the region or ConRail based on the project as de­
scribed that P&LE acquire PC lines between Kobuta, 
Pa. and Weirton, W. Va., approximately 32 miles. 

P&LE now requests that this project include the ac­
quisition of or trackage rights over an additional five 
mile portion of the Wheeling Secondary t rack from 
Weirton Junction to Follansbee, W. Va. in order to 
provide direct service by P&LE to industries located at 
East Steubenville and Follansbee, W. Va. as well as 
those at Weirton, W. Va. 

If acquired, P&LE anticipates that it will restore the 
line between Shippingport, Pa. and Chester, W. Va. and 
rehabilitate the existing line from Kobuta to Weirton. 
Upon restoration of the lines, P&LE would expect to 
utilize the line as an extension of its Ohio River Branch 
and serve all local patrons including National Steel 
Corp. (Weirton Steel), Wheeling-Pittsburgh Steel 
Corp., and Koppers Co. 



P&LE proposed acquisitions involves P C lines as 
follows : 

Line No. 352-Kobuta to Shippingport, Pa.-
5.7 miles. Duquesne Light Co. has leased a portion 
of this line and P&LE provides rail service via its 
own lines and trackage rights over PC-Offered 
for sale in Appendix D-2-No t raffic figures. 

Line Segment-Shippingport, Pa. to Chester, W. 
Va.-approximately 7.0 miles-Track no longer in 
service and A portion has been removed. 

Line No. 713-Chester to Weirton, W. Va.-19.0 
miles-P C provides local service Weirton, W. Va. 
to Chester. USRA t raffic figures for 1973 indicate 
this line generated 6,538 carloads of freight, ex­
cluding Weirton, W. Va. t raffic. P C t raffic figures 
for 1974 indicate this line generated 101,173 car­
loads of freight, however this included Weirton 
traffic. 

Line No. 645-Weirton Jct. to Follansbee, W. Va. 
4.1 mi les--N o traffic figures. 

Line segments 713 and 643 are served by Penn Central 
and both are recommended to be included in ConRail. 

Koppers Company maintains an important produc­
tion facility at Follansbee, W. Va. and is served by PC. 
Koppers urges approval of this proposal indicating any 
impro\'em1:nt of rail service would return significant 
traffic back to the rails which is now being handled by 
competitive transportation modes. 

Project RF&P-2 

DCM:ription: RF&P operate over or acquire Penn Cen­
tral lines to reach end and intermediate points and 
connections with open routing at all connection points 
Wilmington, Del. and Norfolk, Va. ' 

RSPO Review 

The Richmond Fredericksburg and Potomac Rail­
road Company has withdrawn this proposed project 
from further consideration. 

Project SOU-4 

Description: Southern Railway to acquire Edge Moor 
Yard al W ilmington and all lines east and south of the 
Northeast Corridor main line including Shellpot sec­
ondary !:racks, line from Bridge to Ragan and from 
Porter to Xew11rk. All lines from Edge Moor Yard to 
Cape Charles, carfloat operation between Norfolk and 
Cape Charles, and all Penn Central tracks in and 
around Norfolk, Yirginia. Southern would propose to 
acquire the branch lines on the Peninsula Line with the 
folio" ing exceptions: 

Line from Cape ,function to Koptopeke (prob-
ably already retired). 

Crisfield Branch from Kings Creek to Crisfield. 
, Yillard Branch from Salisbury to Parsonburg. 
Vienna Branch from H urlock to Vienna. 
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The Oxford Branch from Easton to McDaniel 
(probably already retired). 

T he Denton Branch from Denton to Queens-
town. 

The Chestertown Branch from Massey to Ches-
tertown. 

The Centerville Branch from Townsend via Mas­
sey to Centerville unless the present shipper sub­
sidy arrangement or a similar appropriate arrange­
ment is continued. 

Also trackage rights as needed to provide direct 
connection to B&O and RDG at Wilmington. 

RSPO Review 

I n its submission Southern indicated that the follow­
ing represents a more specific description of this proj­
ect: 

Southern proposes to acquire Edge :\Joor Yard at Wilmington 
and, also, all Penn Central tracks on the Delaware River side ot 
the Washlngton-:--ew York Corridor main line except tor aDY 
access tracks ConRnll desires to maintain for access to Edge 
Moor Yard and the Corridor main line; oil Rt>adlng tracks be­
tween the Corridor main line ond Delaware River Including the 
rail river transfer facilities, the tow boat and car floats and 
Reading Wilmington Yard Immediately adjacent to the Corridor 
main line on the land side or the Corridor; oil lines between 
Edge ;\Joor Yard and Cape C'horleq Including the car float opera• 
lion between Cope Chorles and :--ortolk; ond oil Penn Central 
trocks In and around Norfolk, Virginie. 

Under this project Southern proposes to acquire PC 
rail lines on the Delmarva P eninsula, the Ca.pe Charles­
Little Creek (Norfolk) Ferry, PC rail properties in 
Xorfolk. PC and Reading Co. tracks and facil ities in 
Wilmington, and the Reading's Delaware R iver Car 
Float. Southern indicates it would continue the opera­
tion of rail and float services on all lines, except those 
branch lines listed above which would be operated only 
under subsidy. Southern has indicated that access to the 
metropolitan W ilmington traffic is essential to the via­
bility of the Delman•a Peninsula line. 

Southern indicates it has the resources to make capi­
tal improvements in the yard and terminal facilities, to 
eliminate deferred maintenance of track, and to operate 
a viable railroad on the Peninsula. Further, Southern 
states that acquisition and operation of these properties 
offers the only viable alternative to cPssation of rail 
service on much of the Delmarva Peninsula. 

,vhile recognizing that the acquisition and operation 
of these properties will improve its competitive posi­
tion, Southern does not believe it will impaii- the profit­
ability of ConRnil or any other railroad in the region. 

Under the A55ociation's Plan, there are 16 Branch 
line segments (totaling over 200 miles of railroad) on 
the Delmarva Peninsula in Delaware, Maryland, and 
Virginia, which are not recommended to be included 
in ConRail. In addition. the rail float operations and 
63.5 miles of the Pocomoke Secondary t rack between 



P ocomoke and Cape Charles are not recommended to be 
included in the Plan. 

Service is now performed at Wilmin!{ton, Delaware 
by PC, B&O, and RDG; Newark, Delaware by the PC 
and B&O; and Carneys Point and Gibbstown, New 
Jersey by Pennsylvania-Reading Seashore Lines. The 
RDG operates from the Wilmington area across the 
Delaware River to Carneys Pt. and Gibbstown, New 
Jersey. PC now performs local and through service 
southward from Wilmington down the Delmarva 
Peninsula to Cape Charles, thence by rail car float to 
Little Creek yard and connections with other railroads. 

PC traffic figures for 1974 indicate PC originated 
and/ or terminated 66,390 carloads of freight between 
Wilmington, Delaware and Norfolk, Virginia, includ­
ing end points. In addition, PC interchanged 350 cars 
with RDG and 4.289 cars with B&O at Wilming4:on; 
138 cars with C&O; 3,823 cars with N"&W, and 2,132 
cars with Norfolk Southern (Southern Railway) at 
Norfolk; and 4,057 with SCL, 4,549 with Southern, and 
28 with N&W al Portsmouth, Virginia. 

The Eastern Shore Railroad Company submitted in­
formation to the effect it is incorporated unde1· the laws 
of the State of Delaware. This is an independent, pri­
vately financed company created for the purpose of ac­
quiring and operating the rail properties in the Del­
marva Peninsula. It has indicated an interest in 
acquiring the entire PC Delmarva rail network for the 
purposes of continuing rai1 operations. Such interest in­
cludes the Reading's Delaware River float operations 
and the Cape Charles-Little Creek float operations. 

Richmond, Fredericksburg & Potomac specifirally 
opposes the proposal of Southern to acquire and operate 
the Delmarva line and the Cape Charles float operation 
into Norfolk. RF&P hfls no opposition to Southern or 
anyone else acquiring and operating the railroad lines 
on the Delmarva Peninsula. H owever, RF&P vigor­
ously opposes acquisition and operation of the Cape 
Charles car ferry because, under control of Southern, 
it will create a new competitive mainline through sPrv­
ice under the control of a large and vigorous railroad. 

RF&P believes Southern would be in a position to 
divert substantial traffic away from the P otomM Yard 
Gateway, which would adversely affect and impair the 
profitability of the RF&P . F urther, RF&P states that 
implementation of this proposal would adversely affect 
other railroads in the region and that this proposal can­
not be found to comply with the provisions and stand­
ards of Section 5 of the I nterstate Commerce Act. 

RF&P suggests a "friendly" routing and pooling 
agreement involving Chessie, N&W, RF&P, SCL and 
SOU covering operations and traffic in the area between 
Wilmington, Delaware and W ilson, North Carolina, 
utilizing existing lines of these railroads and passing 
through Potomac Yard. This would not include the 
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Gape Charles Float operations, which then could be 
abandoned. 

St. Louis-Southwestern Ry. Co. is concerned that, if 
this proposal is implemented, the Southern will gain 
control of traffic originating and/or terminating m the 
W ilmington area and thus would influence traffic flow 
ing between Wilmington and the Western District to 
bypass SSW's St. Louis gateway connection in favor of 
the New Orleans gateway. This would impair SSW's 
profitability. 

Central Railroad of New J ersey is opposed to this 
proposal, believing there is no need to introduce another 
carrier into this area. F urther, this proposal oon­
templates the substituting of an expensive float opera­
tion for the present all land route handling north-south 
traffic. 

At hearings conducted by RSPO there were no les!i 
than 12 State governors, senators, delegates, and city 
mayors who supported Southern's proposal. 

Numerous state, county, city and area planning orga­
nizations, chamber of commerce groups, representatives 
of the Port Authority, State Corp. Commission, and 
transportation bodies supported Southern's proposal 
(more than 20) . 

Numerous individuals, representing themselves, labor, 
and shippers and receivers of freight all supported 
Southern's proposal ( more than 40). 

The testimony emphasized the need for rail service 
in the area for the promotion of the agricultural, fish­
ing, poultry, and building industries, as well as other 
light and heavy industries. Further, it was stated that 
the Oape Charles float operation is needed to maintain 
a through route and to preserve the traditional north­
south route for high and wide shipments. It is expected' 
that Southern would not only maintain service but 
would greatly improve the quality of the service. 

Project TP&W-1 

Deecription: Toledo, Peoria & Western to acquire trMk­
age rights over Penn Central between Effner, Illinois 
and Logansport, Indiana. 

RSPO Review 

T P&W proposes to acquire the PC line from Effner 
to Logansport to maintain its connection with ConRail 
and to protect its through traffic. TP&W interchanges 
51,300 carloads of freight annually with PC. 

The PC line from Effner, DI. to Kenneth, Ind. 
(USRA Line No. 630) is not recommended to be in­
cluded in ConRail. T raffic figures submitted by TP&W 
indicates that 4,632 carloads of f reight were originated 
and terminated on th is line in 1974. 

TP&W contends that the acquisition of this line is 
critical to its continued viability and without this line 
TP&W's through t raffic, which accounts for 50 percent 
of its revenues, would be lost. 



The United Transportation Union expressed o~posi­
t ion to this proposal, contending it would disturb 
established gateways and affect movements at, other 
interchange points. 

Tho St. Louis-Southwestern Ry. expressed co~cern 
that implementation of this proposal would impair the 
profitabi lity of St. Louis-Southwestern. 

Eli Lilly Co. conditionally supported the proposal_. 
Allied Chemical Corp. supports the proposal as be~ng 

of major importance to TP&W's east,.west _route which 
:ivoids the congestion of St. Louis and Chicago. . 

N&W and CN&W opposed this proposal contending 
that an eastward extension of TP&,v operations could 
change trunk line flows between western and eastern 
railroads. 

Project TP&W-3 

Deacriptilm: TP&W acquire trackage rights over Penn 
Central between Sheldon, Ill. and Indianapolis, Ind. 

RSPO Review 

TP&W has indicated this proposal has been changed 
as follows: "TP&W to acquire trackage between Shel­
don, IlJinois and Sheff, Indiana in order to interchange 
with ConRail into Indianapolis". 

The TP&W currently has an interchange with PC at 
Sheldon, Illinois. The portion of PC's Cincinnati-to­
Kankakee Line (No. 577a) between Sheff, Indiana and 
Kankakee, Illinois running through Sheldon, Illinois 
is not recommended to be included in ConRoil. 

TP&W has expressed an interest to acquire approxi­
mately 8 miles of PC track between Sheldon and Sheff 
to maintain an Indiana.polis connection with ConRail. 

The Illinois Central Gulf Railroad, the Chicago and 
Northwest.em Railway Co., the Norfolk and West.em 
Railway Co. and the St. Louis-San Francisco Railway 
each expressed opposition to this proposal as originally 
described in the Plan. 

Project USRA-1 

Deacriptwn: Chessie System to acquire entire Erie 
Lackawanna Railway Company. 

RSPO Review 

The Preliminary System Plan does not include a line 
segment study of Erie Lackawanna Railway Company. 
It does, however, contain nine major proposed projects 
which involves the Chessie System and the Norfolk & 
Western acquiring large segments of the entire EL. 
These projects include USRA-1, which covers the pro­
posed acquisition of the entire EL by the Chessie Sys­
tem, and USRA- 2 wherein the N&W would acquire the 
entire E L. 

RSPO did not receive,a response from the E L on this 
proposed project. 

Chessie indicated that studies a~e under wa.y to deter• 
·no what portions of the EL might be profitably &c· 

:~ired and operated by Chessie. Chessi?'~ inte~t in~ 
project would be conditioned upon rece1vmg designation 
in the Final System Plan of abandon11;ent_of ma.jo: P_Or• 
tions of the EL which are largely duplicative of e:nstmg 

routes. h" . . fin 
Should studies determine that t 1s proJect 1s an-

cially feasible, Ches;;i~ feels ~his P:oje?t woul~ provide 
a worthwhile alternative for mclus1on m the Fmal Sys­
tem Plan with the condition that it is aocompanied by 
designati~n of major route and tr~kage elimina~ions 
which are essential to the structurmg of a financially 
viable railroad system operating in the private sector 
in the Northeast. 
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Lehigh Valley indicated no major ofl'ects will occur 
to L V provided that L V continues to be granted track• 
age rights over Erie Lackawanna between O_wego-Biag­
hnmpton and Elmira-Waverly nnd Chess1e access to 
industry in New Jersey is limited to that on EL track• 
nge. Within these constraints LV has no objection to 
this aGquisition. 

C.entral of New ,Jersey RR indicated it favors a neu• 
tral terminal company with the extension of N&W and 
Chessie into the area. 

Eli Lilly Co. expressed concern about this proposal 
as it seems to understand Chessie is to be given tracks 
from Campbell Hall via P oughkeepsie Bridge into 
Connecticut and on to Pro\;dence, Rhode Island. 

Pittsburgh & Lake Erie Railroad is opposed to Ches­
sie's acquisition of the entire EL. P&LE would~°!'. be 
opposed to this project, however, if the acqws1~on 
of EL trackage between Warren, Ohio and Greenville, 
Pa. was limited to t,he EL line from Leavittsburg, 
Ohio to Transfer, Pa. This segment of the EL is cur· 
rently used by EL for main line freight trains by· 
passing the Youngstown area. 

Project USRA-2 

Deacripti<>n: Norfolk & Western Railway Company to 
acquire entire Erie Lackawanna Railway Company. 

RSPO Review 

The Preliminary System P lan does not include a line 
segment study of the Erie Lackawanna Railway Com· 
pany. It does, however, contain nine major proposed 
projects which involve the Chessie System and the Nor­
folk & Western Railway Company acquiring largeseg· 
ments or the entire EL. These projects include USRA-l 
which covers the proposed acquisition of the entire EL 
by tho Chessie System, and USRA-2 wherein the N&W 
would acquire the entire E L. 

RSPO did not receive a specific response from the 
N&W or the E L on this proposed project. 

The Lehigh Valley is opposed to this proposal, con· 



tending all traffic now routed N&W-LV would be di­
verted to N&W-EL, resulting in an annual loss of 
88 073 carloads of freight by Lehigh Valley. 

The St. Louis-San Francisco Railway and the St. 
Louis-Southwestern Railway expressed concern that 
the implementation of this proposal would permit N&W 
to by-pass the St. Louis gateway in favor of the longer 
Kansas City gateway which would adversely affect 
them. 

Eli Lilly Co. indicated it would prefer that the N&W 
operate Lehigh Valley trackage east of Buffalo, N.Y. 

Pittsburgh and Lake Erie Railroad is opposed to 
N&W's acquisition of the entire EL. P&LE would not 
be opposed to this project, however, if the acquisition 
of EL trackage between Warren, Ohio and Greenville, 
Pa. was limited to the EL line from Leavittsburg, Ohio 
to Transfer, Pa. This segment of the EL is currently 
used by EL for main line freight trans bypassing the 
Youngstown area. 

Project USRA-3 

Description: Chessie System to acquire trackage of/ or 
trackage rights over Erie Lackawanna from Buffalo to 
Northern New J ersey and access to some additional 
traffic base in that area. Also trackage of or trackage 
rights over EL from Central Ohio to Hornell, N.Y., if 
required for service or operating reasons. 

RSPO Review 

Chessie's interest in this project is conditioned upon 
studies currently underway to determine whether the 
proposed acquisitions can be accomplished on a profit­
able basis to Chessie. Its implementation would be con­
ditioned upon major coordination of EL and Chessie 
trackage West of Buffalo and the elimination of Chessie 
and/ or EL routes, including Chessie's Cross-Canada 
route which would be largely duplicative of the Con­
Rail route through Ontario. 

Lehigh Valley Railroad forsees no major effects to 
L V provided L V continues to be granted trackage rights 
over EL between Oswego-Binghamton and Elmira­
Waverly, and Chessie access to industry in New J ersey 
is limited to that on EL trackage. 

Eli Lilly & Co. is concerned regarding project and 
is under the impression Chessie would be given tracks 
from Campbell Hall via the Poughkeepsie Bridge into 
New Haven and Hartford, Connecticut, and Provi­
idence, Rhode Island. 

Project USRA-4 

Descriptum: N&W to acquire trackage or trackage 
rights from Central Ohio, via Harrisburg to the Allen­
town/ Bethlehem, Greater Philadelphia, and Wilming­
ton areas, with or without access to on-line industry 
in and between those points. 

570-911 o . n . 9 

RSPO Review 

The rail line in which it is proposed N&W acquire 
some proprietary interest, accompanied by 50 percent 
control, extends from Harrisburg, Pa. westward to Orr­
ville, 0., anrl is presently a portion of Penn Central's 
main line between New York and Chicago. The total 
mileage for this main line route is 371.3 miles. In addi­
tion, N&W proposes inclusion of an alternative bypass 
around Pittsburgh, which, although about 14 miles 
longer than the principal route around the south side 
of Pittsburgh, has lesser grades and is well suited for 
heavy freight operations. In addition. after further 
study N&W may prefer to operate over the Bayard 
cut-off between Rochester, Pa. and Fairhope, 0., rather 
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than through Alliance, O. . 
By proposing to acquire interest in t~e Hamsb?rg­

Orrville line, N&W seeks equal access with ConRa1l to 
industry along the proposed routes and would operate 
over industrial sidings or related trackage to reach on-
1 ine customers. If N&W's acquisition of EL's Cleveland­
Youngstown line, as proposed in N&W- 15, is aPf:>ro~ed, 
N&W desires to retain the option of subst1tutmg 
Youngstown for Orrville as the _w~rn t:ermin~s of the 
P C acquisition, reducing the mam !urn mileage involved 
by about 60 miles. . 

The major centers of heavy industry on the PC l'.nes 
proposed for N&W acquisition are Johnstow~ and Pitts­
burgh, Pa., and Alliance, Canton and Massilon, O. Of 
these five areas, only the last two are presently served 

by N&W. . . . 
At Harrisburg, the N&W s acquired lme would con-

nect at Enola Yard with ConRail giving shippers a 
choice of routing to or from the west. Also, the line 
in the Harrisburg area would connect with the N&W 
line linking W ilkes-Barre and Hagerstown, proposed 
in N&W-2 as a direct connection between N&W's At­
lantic Reaion and N&W's D&H subsidiary. 

N&W feels its proposed access to the east is especially 
important because of being shut out-of major eastern 
markets without such a connection, considering that 
under the proposed ConRail system, <::onRail would 
have solid dominance of areas east of Pittsburgh, cou­
pled with its thorough coverage of the midwest. N~W 
suggests that an Eastern Terminal Company op~ratmg 
llast of Albany/ Hanisburg is necessary _for this pro­
posal fully to serve its purpose ~f putting_ N&W on 
11. more equal competitive footing WJth ~~Rail. 

A computer run for the ye~r 1973 hst1~g Penn C~n­
tral traffic originated or terminated, _r~c_eiv°'.1 o: deliv­
ered on the Jines proposed for acquis1t1on md1cates a 
total of more than 321,000 cars. . . . 

N&W's position is that approval of its acqu'.rmg an 
· terest in the Harrisburg-Orrville line would improve m .. l 
rail service and benefit the public in two prmc1pa ways. 

(1) N&W would be given access to the east th'rou_gh 
a major traffic assembly and distrjbution area like 



Harrisburg a.nd avoid a ConRail monopoly on large 
segments of traffic in the east. 

(2) The proposal would give N&W a cha.nee to ~ro­
vide competitive service to on-line customers, mainly 
steel producers and other heavy industries, the benefits 
to whom would be chiefly (a) a greater number of loca­
tions accessible by single line service, and (b) shippers 
would ha.ve two sources of car supply. 

As to effect of the proposed acquisition on other rail­
roads, N&W's position is that, since it does not propose 
to acquire the Ilarrisburg-Orville route entirely, but 
rather a partial ownership interest coupled with joint 
control, N&W is not guaranteed any new traffic; that 
the major traffic impact would be to reduce somewhat 
the stronghold ConRail would ha.ve on traffic to and 
from the east, and points out that USRA in the Pre­
liminary System Plan found that N&W's proposed 
acquisition of the Orville to Harrisburg route would 
not materially impa.ir the profitability of Con.Rail or 
any other railroad in the region. 

Amtrak operations would not be adversely affected 
by the extended N&W operations proposed. 

Chessie feels its existing routes and revenue divisions 
will be a.dvemily affected and that the proposed acquisi­
tion is not in public interest in that available revenues 
would be divided between N&W, ConRail, and Chessie; 
that large portion of Chessie traffic to and from Phila­
delphia/Wilmington and beyond, Alphabet Route, and 
N&W-Hagerstown could be diverted and lead to un­
economical or restrictive service impairments. 

Lehigh Valley opposes granting trackage rights to 
Allentown-Bethlehem area as LV feels it could suffer 
erosion of business from that area. 

St. Louis-San Francisco Ry. and St. Louis South­
western Ry. expressed concern that implementation of 
this proposal would permit N&W to bypass the St. Louis 
gateway in favor of the longer haul to the Kansas City 
gateway, which would adversely affect them. 
. Pennsylvania. Governor "Milton J. Shapp questioned, 

smce no data was furnished, how it could be determined 
that such a. project would not impair profitability and 
requ~ted that_ ICC require submission of detailed sup­
port~ ma.term! and allow rail users and the public to 
examine both the evidence and those who submitted it. 

Project USRA-5 

Du_criptwn: Norfolk & Western to acquire rail prop­
erties of Buffalo Creek Ry. or leasehold interest now 
owned by Erie Lackawanna. or Lehigh Valley or acquire 
trackage rights. 

RSPO Review 

Buffa.I~ Cree~ Railroad is a terminal switching road 
(34.22 miles) m Buffa.lo, connecting with all roads. 
Interchange between N&W and BCR is generally han-
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dled through Bison Ya.rd, although some unit~ 
a.re occassionally interchanged through the conned),, 
with BCR at BC crossing at Buffalo, Jct. 

In addition, N&W has three trackage rights agr,,., 
men ts with ~CR covering connections for effecting ::, 
terchange with South Buffalo Ry., Penn Central (I· 
mer PRR) and Lehigh Valley. 

N&W desires that these trackage rights agree­
be continued but has not indicated any interestinaaiti 
ing the rail properties or leasehold interest in Buffi. 
Cre('k Ry., now own('d by Erie Lackawanna and Le!ut 
Valley. 

St. Louis-San Francisco Railway and SL L,q 
Southwcst('rn Railway expressed concern that X&W'i 
acquisition of BCR would result in diversion of tn& 
away from the St. Louis gateway to the Kansas (in 
Gateway. · 

Chessie System desires trackage rights over Bunal­
Creek Railway (see CS-18). Also resolution of Proj«ii 
USRA- 1 and rSRA-3 could result in Chessie Systa1 
desiring to also acquire EL's interest in the Buffo 
Creek Railway. 

USRA APPENDIX D-4 PROJECTS 

Project IN-1 S 

Deacription: P enn Central (ConRail) to acquire th! 
Baltimore & Ohio (Chessie System) from Jeffe~ 
ville, Ind., to Louisville, Ky. inclusive, with B&O to 
abandon its line from North Vernon, Ind. to Jeffemi­
,·i11e, Ind. S('n·ice would be continued on acquired~­
ment and discontinued on abandoned segment. 

RSPO Review 

Project IN- 1 covered a companion proposal wherw 
Chessie would abandon its line from North Vernon to 
JeffersonYille and acquire trackage rights over PC . 
Project IN- 1 was withdrawn by Chessie. 

Project CS-11 covers a proposal for Ches;ie to acquire 
necessary P enn Central trackage to continue service to 
PC shippers in LouisviUe, Ky. 

In the Pinn, the PC lines from Indianapolis, Ind.. 
into Louisville, Ky. were recommended to be included 
in ConRail. 

No submissions were received from PC or Chesmeon 
this project. 

The Detroit and Toledo Shore L ine Railroad objected 
to this proposal to possible traffic diversion from 
D&TSL. 

Project IN-1 6 

Ducription: Penn Central (ConRa.il) to acquire ~ 
mile of Norfolk and Western tra.ck in the Indianapoli5 

Terminal area now being used only by PC. 



RSPO Review 

Several years ago, a highway project undertaken in 
th.is area resulted in abandonment of about 1,300 feet 
of t rack leaving the one mile of track in question iso­
lated from othe1· N&W track. 

The Penn Central presently has the exclusive use of 
th.is mile of track as a part of their main line, through 
lease arrangement with the N&W. 

The N&W has no further need for this track and 
disposition is desired in order to be relieved of owner­
ship and maintenance costs. 

Project MA-7 

Description: Penn Central (ConRail) to acquire track­
age rights over Boston & Maine from Boston, Mass., 
to Rotterdam Junction. 

RSPO Review 

Under this proposal, ConRail oould route some trains 
over the B&M reducing the volume of traffic over the 
PC doubletrack main line from Albany to Boston, per­
mitting single-tracking of this line with centralized 
traffic control. Distance involved is approximately 200 
miles. 

The Delaware & Hudson expressed concern that the 
additional traffic on the B&1f could result in congestion, 
and thus interfere with the heavy volumes of D&H 
traffic over the B&l\f. Further, D&H stated that if the 
PC line is to be used for a high speed line for TOFC/ 
COFC traffic, this could adversely affect D&H TOFC/ 
COFC traffic moving over the possibly congested B&l\f 
route. 

The Providence and Worcester Co. is not opposed to 
this proposal provided both PC and B&M lines are 
used for both general freight and TOFC/ COFC. P&W 
does not want to lose its direct connections with two 
competitive east-west lines. 

Project MA-8 

Description: Pe111n Centr<d (ConRail ) to acquire the 
Boston & Maine Line from Creamery to Wheelwright, 
with B&l\f to abandon its line from Canal Junction to 
Forest Lake and its trackage rights over PC from For­
est Lake to Creamery and over Central Vermont from 
Amherst to Canal Junction, Mass. with service dis­
continued on segment to be abandoned. 

RSPO Review 

Under this project it is proposed that-
1. B&l\'.l abandon trackage rights over C.V. Am­

herst to Canal Jct. (8.8 miles). 
2. B&M abandon its line Canal Jct. to Forest 

Lake ( 6.76 miles). 
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3. B&M abandon trackage rights over PC For­
est Lake to Creamery {11.2 miles). 

4. P C to acquire B&M line Creamery to Wheel-
wright, Mass. (2.11 miles). 

RSPO did not receive any information as to the volume 
of traffic being handled by B&M. However, B&l\1 is 
operating only one crew per week out of Northampton, 
Mass. to serve all stations on the 38 miles between 
Northampton and Wheelwright, Mass. B&M has one 
patron on the Wheelwright Branch which they would 
normally serve. However, that company is closed at this 
time. B&l\1 would like to abandon its track and trackage 
rights and let PC serve the \Yheelwright Branch and 
CV serve the area between Forest Lake and Amherst, 
Mass. 

The PC Ware River Secondary Track (8-8a-9) is 25 
miles long extending northeast from Palmer to South 
Barre, Mass., and is not recommended to be included 
in ConRail. The 11.2 miles of track Forest Lake to 
Creamery over which B&"M: has trackage rights is a 
part of the Ware River Secondary Track. B&M has 
no interest in taking over this line. 

Project MD-2 
Description: Penn Central (ConRail ) to acquire track­
age rights over, or outright, all or parts of the_ Balti­
more & Ohio (Chessie System line from Washmgton, 
D.C. to Philadelphia, Pa. via Baltimore, Md. and Wil­
mington, Del. No service to be abandoned. 

RSPO Review 

RSPO did not receive a submission from P enn Cen­
tral or Chessie regarding this proposed project. This 
involves the recommended regional rail industry struc­
ture and the removal of through freight operations from 
the Northeast Passenger Corridor. 

RSPO has consistently endorsed the concept of re­
moving through freight trains from the Northeast 
Corridor. 

Project Ml-12 
Descripti<m: Penn Central (ConRail) to acquire 
trackage rights over Detroit, Toledo & I ronton ~ m 
Detroit, Mich. to Delta, Ohio, including the operation 
of DT&I Flat Rock Yard as a joint facility yard. No 
service to be abandoned. 

RSPO Review 

The PC currently operates over its own tracks from 
Detroit, Mich. to Toledo, Ohio and westward through 
Delta, Ohio to Chicago. PC also operates several badly 
deteriorated yards in the Detroit area. 

Detroit, Toledo and Ironton's Flat Rock Yard is 
located just south of Detroit. Under this proposed proj­
ect, P C would operate over approximately 70 miles of 



DT&I track from Detroit through Flat Rock Yard to 
Delta, and then back onto P C trackage. 

Neither the P C or DT&I made any submission to 
RSPO on this proposal. 

The Detroit & Toledo Shore Line Railroad Co. ob• 
jected to this proposal contending it would pose as an 
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extreme threat to its viability due to possibility f di 
verting traffic a way from D&TSL. 

0 
· 

The Ford Motor Co. supports this proposal as a 
for ConRail to avoid significant costs for adru/11 

yard facilities in Detroit and to improve the nelOCl. 
Cincinnati connection. ron, 



APPENDIX B 

Light-Density Line Review 

The Office has summarized by individual line seg­
ments the public response relating to light-density lines 
recommended for exclusion from ConRail. Part I of 
this Appendix details the comments presented on those 
line segments not recommended for inclusion in Con­
Rail and Part II on those "Lines Not Now Being 
Served" or "Recently Abandoned Lines" about which 
comments were received. The Association's maps, de­
scription, traffic and service characteristics, viability 
calculations, and recommendations for each line have 
been reprinted for ease of reference. 

Obviously, in the time available, it was not possible 
to verify all of the information received. We have 
attempted, however, to check the Association's analyses 
for consistency. In doing so, we discovered many ques­
tionable items. There are many instances where the 
estimated number of round trips per year and the esti­
mated time per trip appear to be excessive considering 
the length of the line and the traffic involved. It was 
also noted that some lines were charged with two loco­
motives when it would appear that the traffic handled 
and the grades on the line would require only one. On 
many lines, rehabilitation costs (to FRA Class I stand-
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ards) were charged even though work papers indicate 
the line already meets those standards. In other in­
stances it appears that the estimated upgrading costs 
would bring a line to a level higher than Class I. For 
example, on Line 579a between Knightstown and Carth­
age, Indiana, the Association charged the line with 
replacement of 2,586 ties per mile although only 640 
good ties per mile are required to meet FRA Class I 
track standards. On this line, the upgrading cost ap­
pears to be three times greater than would be required 
to bring the line to Class I standards. Using a more 
accurate estimate of the upgrading required would 
probably result in this line showing a net positive con­
tribution to ConRail, and thus being recommended for 
inclusion in ConRail. While it is impossible to verify 
these apparent inconsistencies without on-site observa­
tion, we believe they raise sufficient doubts that they 
must be checked. 

The individual line reviews which follow are grouped 
by state. Each state section is preceded by a state map 
showing the location of each line and identifying it 
byUSRALineNumber. 



PART I: LIINES NOT RECOMMENDED BY USRA 
FOR INCLUSION IN CONRAIL 
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CONNECTICUT 

41 
46 
47 
50 

USRA 
line number 

52 
53/53b 
55 
60 
674 
685 

43 

40 
54 
59 
678a 

Intrastate 

PC 

Terminals 

Willimantic to Terminus 
Hartford to Wethersfield 
Wethersfield to Rocky Hill 
Hartford to Griffins 
Center Street Branch near Meriden 
Waterbury to Bristol 
Si msbury to Farmington 
New Milford to Canaan 
Plainfield to Willimantic 
East Hartford to East Windsor 

Interstate 

Connecticut to Rhode Island 

Groton, Connecticut to Hills Grove, R .I. 

Connecticut to Massachusetts 

Webster, Mass. to Southbridge, Mass. 
Simsbury, Conn. to Westfield , Mass. 
Canaan, Conn. to South Lee, Mass. 
Auburn , Mass. to Putnam, Conn. 
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41 
CONNECTICUT 

USRA ANALYSIS 
PORTION OF PLAINFIELD SECONDARY TRACK 

USRA Line No. 41 

Penn Central 

PORTION OF PLAINFIELD 
!ND OF TRACK SECONDARY TRACK , PC 

~··· L 
~ WILLIMANTIC . ..._ ____ _ 

;-.. '\_PC to Plainfield 
Central •• 

Vermont Ry • 

This portion of the Plainfield Secondary Track, for­
merly part of the New Haven RR, extends from Willi­
mantic, Conn. (Milepost 23.3), to End of Track near 
Willimantic (Milepost 24.1), a distance of 0.6 mile, in 
Windham County, Connecticut. The continuation of 
this line, also under study in thjs Report, l\xtends east­
ward from Willimantic to Plainfield. This line also 
connects with the Central Vem10nt Ry at Willimantic. 

Summary of USRA Data 

Stations (with their 1973 carloads) served 
by this line : 

Willimantic' ------------------------------------ 134 

Total carloads generated by the line______________ 134 
Number or round trips per year______________ _______ 62 
Ei;tlmnted time per round trip (hours)_______________ 1. O 

• Includes only traffic on segment. 
Revenue received by PQ ____________________________ $20,166 

Average revenue per carload______ __________ $160 

Variable (avoidable) cost or continued serv-
ice : 

Cost incurred on the branch line __________ 13, 638 
Cost of upgrading branch line to FRA class 

I (1/10 of total upgrading cost) ________ 681 
Coot incurred beyond the branch line __ ____ 28, 206 

Total variable (avoidable ) cost______________ 42,625 

Net contribution ( loss) totaL ________________ (22,369) 

USRA Recomm endation 

. It is not recommended that this portion of the Plain­
field Secondary Track be included in the ConRail Sys­
tem. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-In much of the testimony this line was considered 
in conjunction with line 674. For these lines com­
bined, the loss of rail service would result in unem­
ployment for 551 people with a loss of more than $5 
million in personal income according to the Eastern 
Connecticut Development Council. 
-The Connecticut Development Council questions 
the figures used to determine the viability of the 
lines • 
-The Eastern Connecticut Rail Alliance beliefes 
line 41 was mislabeled. USRA ignored a branch 
from Willimantic to North Windham which sen-es 
two companies-The Kendall Company and Home 
Gas Corporation whose volume and revenue were 
not included in the data. They would be 13 miles 
from any ConRail service if both lines 41 and 674 
are abandoned. 
-Without rail service the Kendall Co. alone would 
need 800 trucks a year to transport the 350 to 400 
rail cars they handle yearly. 
-Without Jines 678a, 674, 41, and 40 Eastern Connect­
icut would lose all freight service. 
-The Norwich & Worcester and the Providence & 
Worcester Railroads have expressed interest in op• 
erating this line. 
-Consideration should be given to analyzing this 
line with USRA line segment 674. This segment ap· 
pears to be a natural extension of that line and due 
to its short length seems to be an inappropriate 
candidate for a sub-segment analysis. 
-Congressman Christopher Dodd testified that in 
1974 lines 41 and 674 combined handled 2666 car­
loads. 

-Central Vermont wishes to acquire approximately 
600 feet of this track in Willimantic which CV pres­
ently serves via trackage rights. 
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USRA ANALYSIS 
PORTION OF WETHERSFIELD SECONDARY TRACK 

USRA Line No. 46 

Penn Central 

/ Willimantic Secondary 
\ Track , PC 

HARTFORD~' l- PORTION OF WETHERSFIELD // r- SECONDARY TRACK , PC 
New Britain Secondary ~ / / 

Track , PC / / WETHERSFIELD , I 
/ \4-PC to Rocky Hill 

Hartford Line, PC - , 

I 

This portion of the Wethersfield Secondary Track, 
formerly part of the New Haven RR, extends from 
Hartford (Milepost 0.0), to Wethersfield, Oonn. (Mile­
post 7.0), a distance of 7.0 miles, in Hartford County, 
Connecticut. This line extends southward from 
Wethersfield and is also under study in this Report. 
The line connects at Hartford with the Hartford Line, 
and the New Britain and Willimantic Secondary 
Tracks, all PC. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 
Wethersfield --------------------------------------- 240 

Total carloads generated by the line____________ 240 
Number or round trips per year______________________ 52 
Estimated time per round trip (hours )______________ 8 

Revenue received by PC ________ _________ ___________ $50, 184 
Average revenue per carload_________________ $209 

f~ Variable (avoidable) cost ot continued service : 
'ti Cost Incurred on the branch line ___________ 60, 986 

Cost ot upgrading branch line to FRA class 
I (1/10 of total U()gradlng cost)___________ (i, 111 

Cost incurred lleyoucl the llrnnch line _____ 39,667 

Total variable (avoidable ) cost_ ______________ 105,764 

Net contribution (loss): totaL _______________ (55, 680) 

USRA Recommendation 

AI.though the preliminary recommendation is that this 
portion of the Wethersfield Secondary Track not be in­
clud~d in the ConRail System, the possibility of im­
mediately increasing revenue must be explored before 
a final recommendation can be made. 
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46 
CONNECTICUT 

PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony received from the Wethersfield-Rocky 
Hill Committee to Retain Rail Service which re­
ported for USRA lines 46 and 47 combined stated 
that rail traffic in 1973 for both segments of the 
branch was 3100 cars more than the 312 cars shown 
in the PSP. These 3100 cars were generated by firms 
on the Hartford portion of the line, mostly located 
in the Regional Market, Brainard Industrial Park 
and Locust Avenue Industrial area. 
-Five regular rail users project increased traffic 
over 1973 of 1014 cars in 1976, 1634 cars in 1977 and 
1901 cars in 1978. 
-Rail service discontinuance on the branch (line 
segments 46 and 47) would result in an estimated 
employment loss of 243 and income loss of over $2 
million not counting potential losses of Hartford 
firms using the branch line. Also, there would be 
about 1100 more truck trips through two towns 
bringing increased traffic congestion and noise 
pollution. 
-The Connecticut DOT, in discussing line 46, feels 
that this line should begin at milepost 2.7 instead of 
0.0. This would mean retaining the first 2.7 miles. 
This distance generates 3100 carloads annually and 
is profitable. The Connecticut Regional Market, 
which supplies a significant portion of the food used 
in the Hartford area is located on this 2.7 mile 
segment. 
-The retention of this line is considered very im­
portant to the Environmental Protection Agency in 
its Transportation Control Plans being developed 
for sig nificant reduction in air pollution in the 
Hartford, Connecticut area. 



47 
CONNECTICUT 

USRA ANALYSIS 
PORTION OF WETHERSFIELD SECONDARY 

TRACK 

USRA Line No. 47 

Penn Central 
I- To Springfield 
I 

}artford 

)\ lPC to Hartford 

To New Haven..., ~ WETHERSFIELD 

I ~PORTION OF WETHERSFIELI;) 
VSECONDARY TRACK, PC 

Rocky HIii 

END OF TRACK 
This portion of the Wethersfield Secondary Track, 

formerly part of the New Haven RR, extends from 
W etltersfield (Milepost 7.0) to the end of the track 
near Rocky Hill, Oonn. (Milepost 9.8) , a distance of 
t .8 miles, in Hartford County, Connecticut. The con­
tinuation of this line extends northward from Wethers­
field to Hartford. It is also under study in this Report. 

Summary of USRA Data 

Stations ( with their 1973 carloads ) served by this line : 
Rocky Hi!L __ ·-·-·-···-····-·· ---··--·-··-····--··- 67 
South \Vethersfleld •..•.••••.••• - . . ·· · ·· · ·······-··· 5 

Total ca rloads generated by the line·--····-· ··-·· 72 

Xumber ot round trips per yea r· · - - ····· --······-·- · - 52 
Estimated time per round trip (hours )-····-······· -· 1 

Revenue received by PC··-·-·····-·-·········-····· $20, 800 
Average revenue per carload __ .••••• _ •. _._. $290 

Variable (avoidable) cost or continued serv­
ice: 

Cost Incurred on the branch llne.-···-··- Z7, 669 
Cost ot Upgrading Branch Line to FRA 

Class I : (1/ 10 or total upgrading cost).. 7,222 
Cost Incurred beyond the branch line·--··· 14, 853 

Total variable (avoidable) cost. • • ·-··------·- 49, 744 

Net contribution (loss) : tota'-----·-·-·--·---·----- (28,848) 

USRA Recommendation 

Although the preliminary recommendation is that 
this portion of the Wethersfield Secondary Track not 
be included in the ConRail System, the possibility of 
immediately increasing revenue must be explored before 
a final recommendation can be made. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Wethersfield Rocky Hill Committee to Retain 
Rail Service, in its testimony, reported for USRA 
lines 46 and 47 combined. (See comment under line 
46). 
-The town of Rocky Hill is developing a 240-acre 
industrial park. Without rail lines 4-6 a nd 47, the 
community questions the park's possible success. 
-It was reported that Connecticut Foundry and 
United Aircraft, handled 70 and 14 cars, respectively, 
in 1974. 
-Connecticut Foundry in Rocky Hill expects to fur­
ther increase use of rail to 140 carloads annually 
by switching from truck for coke and pig iron traffic. 
-The retention of this line is considered integrnl 
to the Transportation Control Plans of the Environ­
mental Protection Agency. Significant reduction in 
air pollution in the Hartford, Conn., area is its main 
concern. 
- Consideration should be given to analyzing USRA 
Lines 46 and 47 as a single line. 
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USRA ANALYSIS 
GRIFFINS SECONDARY TRACK 

USRA Line No. 50 

Penn Central 

GRIFFINS [

GRIFFINS SECONDARY TRACK , PC 

I.,_ Hartford Line .,; 
I to Springfield, / 
I PC ' I .,,,, 

~ I .,,, / "t- Willimantic Secondary 
I / Track , PC 

\ ~RTFORD 

,.,;::---, ' 

~ 
Bloomfield 

\ 

I/ ,.,_ Wethersfield Secondary 

New Br i tain ➔// / ', Track, PC 
Secondary / / , 
Track, PC , +-PC to New Haven 

The Griffins Secondary Track extends from Hart~ 
ford (Milepost 2.0) to Griffins. Oonn. (Milepost 8.7 ), a 
distance of 6.7 miles, in H artford County, Connecticut. 
This line connects at Hartford with the Hartford Line 
of the PC and with the Willimantic Secondary Track, 
the New Britain Secondary Track and the Wethers­
field Secondary Track, al I of them P C. The last-named 
is also under study in this Report. 

Summary of USRA Data 

Stations (with their 10i3 carlonds) sen·ed bl· this line: 
Bloon1fleld ___________ -------------- ----- ---------- 238 

Griffins --------- - ------------- -------------------- - 78 

Total carloads generated by the line____ ___ ____ __ 316 
Number of round trips per year _________________ ____ 150 

K~timated time per round trip ( hours) __ ___ __ _______ _ 5 

Revenue received by PC___ _____ ________ ______ _ $90, 930 

Average revenue per carload_____ __ _____ _ $288 

,·arlable (avoidable) cost of continued 
service : 

------

Cost Incurred on the branch line__ ___ __ 90, 695 

Cost of upgrading branch line to F RA 
Class I ( 1/ 10 of total upgrading cost) __ 14, 691 

Cost Incurred beyond the branch line__ _ 64, 329 

Total variable {avoidable ) cost____________ 169, 715 

Net contribution {loss) : totaL____________ (78, 785) 

USRA Recommendation 

It is not recommended thnt the Griffins secondary 
trnck be incl uded in the ConRn il System. 
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50 
CONNECTICUT 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Griffin Line User's Association say that op­
erating information for this line should be two trips 
per week at four and a half hours each, yielding a 
savings of $15,000 per year in operating costs over 
USRA figures and that the upgrading costs should 
be reduced by $3,100 a year. They stated also that 
the 1974 traffic on the line was 351 cars. 
-The Bloomfield Farmers Exchange Inc., testified 
they used 175 cars in 1974. 
-Connecticut Printers also projected they will han­
dle 160 cars of traffic over the line this year (1975). 
They will average 280 cars a year by the end of 1975. 
-Congressman William R. Cotter pointed out that 
Connecticut Printers was not included in USRA's 
figures, and the potential rail traffic of Nationwide 
Moving & Storage was not considere.i]. 
-The Industrial Development Committee of the 
Bloomfield ChambeT of Commerce feels that the 
large amount of land along the line available to 
industrial development will be in jeopardy if rail 
service is lost. 
-The Connecticut DOT has this line under con­
sideration as a potential mass transit corridor. 
-The retention of this line is considered very im­
portant to the Environmental Protection Agency 
in its Transportation Control Plans being developed 
for significant reduction in air pollution in the 
Hartford Connecticut area. 
-An inconsistency is noted in that the USRA states 
that this line requires no upgrading to meet FRA 
Class I requirements; however, a figure of $14,691 
is listed as the cost of replacing the crossties neces­
sary to upgrade this line. 



52 
CONNECTICUT 

USRA ANALYSIS 
PORTION OF CENTER STREET BRANCH 

(NEAR MERIDEN) 

USRA Line No. 52 

Penn Central 

PORTION OF CENTER STREET 
BRANCH NEAR MERIDEN. PC~ 

\ 

\ PC IP Hartford , _...---
µE RID EN 

PC to Newt,:~ --r 
Haven 

2.9 miles ♦/ 

This portion of the Center Street Branch, formerl y 
part of the New Ha\"en RR, extends f.9milea near JI eri­
den, Oonn., in New Haven County, Conn. This line 
connects with the Hartford line of the P C near Meri­
den. The P C applied to the ICC in September 1973 for 
permission to abandon this portion of the line (Docket 
AB-5 Sub. 200) . No action has been taken on this ap­
plication. 

Summary of USRA Data 

Stations (with their 1973 carloads ) serred by t his line : 

Meriden' --------- - ----- --------------------- 64 

Total carloads generated by the line________ 64 

Number of round trlJJS per year_______________ 52 
Estimated tlme per round trip (hours)________ 1. o 
' Includes only tTame on segment. 

Revenue received by PC------- - ---- ------------ - -- - $27, 683 

A,·erage revenue per carload __________________ $432 

Variable (a voidable) cost of continued service : 
Cos t incurred on the branch !lee _________ ___ 24, 195 
Cost of npgrndlng branch line to FRA Class 

I : (1/ 10 of total upgrading cost)______ ___ 2,825 
Cost Incurred beyond the branch line ____ ____ 14, 047 

Total variable (avoidable ) cost )__ __ ____ ____ 41, 06i 

Xet contribution (loss) : totai_ ______ ____ ____ _ (13, 384) 

US-RA Recommendation 

It is not recommended that thls portion of the Center 
Street Branch be included in the ConRaiJ System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony concernfog this line showed substantial 
interest in its potential if rehabilitated. The York 
Hill Traprock Quarry Co. bought 1.49 miles of the 
line in the eastern end of the City of Meriden in 
1968 after it was abandoned wi th the understanding 
that the line from its point of abandon ment to the 
main line would be rehabilitated by Penn Central. 
Penn Central did not restore the t rackage leaving 
York Hill unable to use the line. If the branch were 
made usable again, the company says it could 
receive up to 1400 cars a year of washed sand from 
a plant in Springfield, Massachusetts. 
- Union Manufacturing Company projects 61 car­
loads of coal annually if they change from an oil 
to coal boiler sys tem. Decision is based on avaiJa. 
bility of service. 
- Northeast Lumber Sales reported it had used the 
line for i2 cars in 19i3 instead of the 64 stated in 
the report. 



USRA ANALYSIS 
PORTION OF THE TERRYVILLE SECONDARY 

TRACK 

USRA Line No. 53-53& 

Penn Central 
PORTION TERRY VILLE 
SECONDARY / 4-pc 11> Westfield 

T RACK . PC / 

PC to TorringlX> n~\ \ BRISTOL /P lainv i lle ' -r --, 
\ / PC to New Br i tain 

WATERBURY 

I 
I 

/ f-PC to New Haven 

I I 
/4-PC to Derby / 

I 
This portion of the Terryville Secondary Track, for­

merly part of the New H aven RR, extends from Water­
bury (Milepost 0.0) to Bristol, Oonn. (Milepost 12.0), 
a distance of 12.0 miles, in Hartford and L itchfield 
Counties, Conn. A continuation of this line runs from 
Bristol to Plainville and beyond. At Waterbury, the 
line connects with the W aterbury Branch of the PC. 
It also connects at H ighland Junction (Milepost 0.4), 
with the T orrington Secondary Track of the PC. 

Summar, of USRA Data 

Stations (with their 1973 carlo11ds) served by this 
line : 

Terryvl lle -- - ----------- - ---------------- --------
Bristol ' -----------------------------------------
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Total carloads generated by the line________ 546 
Number of round trips per year________ _________ ___ 52 
Estimate time per round t rip (hours ) _____________ 8. 0 

' Includes only shippers actually on this Segment. 
Revenue received by PC ___________________ ______ __ $185, 925 

Average revenue per carload _________ _______ $341 

Variable (avoidable ) cost of continued service : 
Cost Incurred on the branch line ___________ 120, 030 
Cost or upgrading brancb line to F RA class 

I : ( 1/ 10 ot total upgrading cost )________ 9, 594 
Cost Incu rred beyond the branch line _____ 126, 861 

Total va riable (avoidable ) cost------- -------- 256, 485 

Net cont ribution (Joss ) : totaL _____ ___ ___ _________ _ (70, 560 ) 

USRA Recommendation 

. It is not recommended that this portion of the Terry­
ville Secondary Track be included in the ConRail 
System. 

53/53b 
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PUBLIC RESPONSE AND RSPO COMMENT 
-:-Hu_bbard Hall Chemical Company stated that the 
line 1s profitable and contributing over $45,000. Of 
the 250 cars received annually by Hubbard Hall 100 
contain lethal gases which require specia l e~uip­
ment and handling and necessitated a specially con­
structed plant costing $600,000. 
-The Central Connecticut Regional Planning 
Agency and the Bristol Cha mber of Commerce 
urged that a pproximately the last 3 miles of the line 
serving a $3 million furni t ure pla nt, a nd a General 
Motors pla nt, be included in the system. According 
to the Cha mber of Commerce, this New Departure 
Hyatt Division of GM had used a total of 439 cars in 
1973. Including this part of the track would earn 
ConRail an estimated revenue of $183 per car. 
- According to the General E lectric Company and 
the Rail way Clearance Association, this track is a 
clearance route of Penn Central from Upstate New 
York through Poughkeepsie, New York; Danbury, 
Connecticut; Waterbury, Connecticut ; a nd south to 
New Haven. It is required for large dimensional 
shipments into the Hartford and New Haven areas. 
-Congressman Tobey Moffett reported 5 round 
trips are made weekly instead of the one reported 
by USRA. 
-The 402 cars reported by USRA as attributable to 
Bris tol for 1973 should be 475 accord ing to the Cen­
tral Connecticut Regiona l Planning Agency and the 
Connecticut DOT. 
-Hubbard Hall repor ts 147 cars detoured over this 
line because they were over-dimensional. This makes 
the line total 766 for the line. 
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USRA ANALYSIS 
PORTION OF HOLYOKE SECONDARY TRACK 

USRA Line No. 55 

Penn Central 

j +-- PC to Westfield, Mass. 

SIMSBURY 

~ 

l t-PORTION , HOLYOKE 
:J SECONDARY TRACK, PC ..... 

j 
--. FARMINGTON 

/ .-Pc to Plainville 

This portion of the Holyoke Secondary Track, 
formerly part of the New Haven RR, extends from 
Farmington (Milepost 3.4) to Simibury, Oonn. (Mile­
post 14.7), a distance of 11.S miles, in Hartford County, 
Conn. Continuations of this line extend southward from 
Farmington and northward from Simsbury, both of 
which are also under study in this report (USRA line 
numbers 54 and 675 respectively). 

Summary of USRA Data .. 
Stations (with their 1973 carloads) served by tbis line : 

Avon ----------------- --------- - ---------- - - ------- 202 
Simsbury- - ------------------------------------ ---- 100 

Total carloads generated by the line____ __________ 30!! 
Number of round trips per year__________ ___ ____ ____ 156 
Estimated time per round trip (hours) -------------- 3 

Revenue received by PC_____________ _______________ $94, 291 
Average revenue per carload________ _______ $310 

Voriabie (avoidable) cost or continued service : 
Cost incurred on the branch line__ ________ 112, 255 
Cost ot upgrading branch line to FRA 

Class I: (1/ 10 ot total upgrading cost )__ 0 
Cost Incurred beyond the branch line__ ___ 66, 244 

Total variable (avoidable ) cost_ ______________ 178, 499 

Net contribution (loss ): totaL _______________ (84. 208) 

USRA Recommendation 

It it not recommended that this portion of the 
Holyoke Secondary Track be included in the ConRail 
System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
- The Cana l Line Ra il User Association indicates 
t ha t errors in cost fig ures used by USRA amount to 
$141,000. 
-It a ppears t hat USRA fail ed to include Eastman 
Co lor Prin t ing Company's traffic. They handled 94 
car loads in 1973, 444 in 1974, a nd project .500-600 
carloads a nnua lly after that date. 
-Sanford a nd Haw ley, Inc.'s, traffic increased to 
100 car loads in 1974. 
-Loss of rai l service will result in termination of22 
employees, $150,000 in state taxes and $8,300 in local 
taxes. 
-New industry is hesitating to locate in the Avon 
Industrial Pa1·k due to the uncertain future of rail 
service. 
-Local h ighways are not sufficie n t to hand le the 
added vo lume by trucks if ra il service is discon­
t inued. 
-This line is the only r ou te in Connecticut capable 
of handling high-wide shipments s uch as trans• 
for mers. 
-The retent ion of this line is considered important 
to t he E nvironmenta l P rotection Agency in its 
Transpor tation Con trol Plans being de veloped fo r 
s ignifi cant reduction in ai r pollution, in the Ha r t­
ford, Conn. area . 
-The number of round trips per year and the esti­
mated time per trip were questioned. 
-Consideration should be gi\'en to the impact of a 
cha nge in frequency of service in order to reduce 
on-branch costs. 



USRA ANALYSIS 
PORTION OF NEW MILFORD SECONDARY TRACK 

USRA Line No. 60 
Penn Central 

1.,..-Canaan Secondary 
To Pittsfield ➔, Track, PC 

r 
35. 1 miles 

CANAAN 

~PORTION OF 
NEW MILFORD 
SECONDARY TRACK , PC 1 

PC to - NEW MILFORD 
Berkshi re I 
Junction ......... _ _., .,....-Maybrook 

PC to --., ~ - - - " Branch, PC 
Maybrook - - OM bury Berkshire Junction t:--, 

To Devon 

This portion of the New Milford Secondary Track 
formerly part of the New H aven RR, extends from 
New Milford (Milepost 13.2) to Canaan, Oonn. (Mile­
post 48.3), a d istance of S.5.1 miles, in Litchfield County, 
Connecticut. This line connects at Canaan wi'th the Ca­
naan Secondary t rack of the PC ( also under study in 
this Report). A continuation ofthis line runs from New 
Milford to Berkshire Junction, near Danbury. The P C 
made application to the I CC in June 1972 for permis­
sion to abandon this line, Docket No. AB- 5, Sub. 49. On 
September 17, 1974, the PC applied to the U.S. Railway 
Association for permission to abandon this line (USRA 
Docket No. 75-30) . No action has been taken on either 
application. 

Summary of USRA Data 
Stations ( with thei r 1973 ca rloads) served by this line : 

Gaylords ,·ille ------------------- - - - - ---- - - ------------- 6 
Kent------------ ------------- ---- --------------------- 36 
Cornwall Bridge___________ ____ _______ _______ __________ _ 12 
Falls Village______________ __ ________________________ ___ 2 

Canaa n ------ --- --- ---------- ------------- ----- - ------ ' 52 
Total carloads generated by the line__ ___ ____ _____ 108 

See foo tnote at end of table. 
:-.umber of round trips per years__________ ____ _______ 31 
Estimated time per round t r ip ( bours) ___ ____________ 5. 0 
1 Includes only tra ffi c on segment. 

Revenue received by P C___________________________ $78, 976 
A ,·erage revenue per ca rload___ ___ __ ___ ___ $731 

Variable (avoidable ) cos t or continued 
service : 

------

Cost Incurred on the branch line ___________ 234, 459 

Cost or upgrading branch line to FRA Class 
I (1/ 10 or tota l upgrading cost )________ 29, 188 

Cost Incurred beyond the branch line______ 27, 257 
Total variable (avoidable ) cost______________ 290,904 

Net contr ibution (loss) : totaL ____ __________ ($211, 928) 
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USRA Recommendation 

It is not recommended that th is portion of the New 
Milford Secondary Track be included in the ConRail 
System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-George Wilber, Commissioner of the Connecticut 
Department of Agriculture, s tated that the loss of 
this line would result in unemployment of 700 peo­
ple, and would seriously affect farmers of the area 
who cannot afford an increase in their costs, par­
ticularly for grain received from outside Connecti­
cut. 
-According to the Berkshire Litchfield Environ­
mental Council, Inc. the line is needed for possible 
future transportation of solid waste from north­
western Connecticut to a Danbury solid waste recov­
ery center to be constructed in the next few years. 
-The Connecticut Department of Transportation 
claims loss of this line will des troy future industrial 
growth and prevent development of possible pas­
senger service on the line. 
-The retention of this line is considered important 
to the Environmental Protection Agency in its 
Transportation Control Plans being developed for 
significant reduction in air pollution. 



674 
CONNECTICUT 

USRA ANALYSIS 
PORTION OF PLAINFIELD SECONDARY TRACK 

USRA Line No. 674 

WILLIMANTIC 

. . . 
Penn Central 

:.-cv to Palmer . . . 

. . 
23.1 miles 

I 
Central Vennont : ! 
Ry to New : PORTION, / 

l.,_-pc to Worcester 
I 

PLAINFIELD 

London~.. PLAINFIELD .-Norwich Secondary 
• SECONDARY / Track, PC to Groton 
• TRACK, PC / 

This portion of the Plainfield Secondary Track, for­
merly part of the New Haven RR, extends from Plain­
field (Milepost 0.0) to Willimantic, Oonn. (Milepost 
23.1}, a distance of £3.1 mues, in Windham and New 
London Counties, Connecticut. The continuation of this 
line, also under study in the Report, extends a sh?rt 
distance beyond Willimantic to end-of-track. The lme 
also connects with the Norwich Secondary Track of the 
PC at Plainfield and with the Central Vermont Ry at 
Willimantic. (The portion of the Norwich Secondary 
Track extending northward from Plainfield to Auburn, 
Mass. is also under study in this Report.) 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line: 

Versailles------------------------------ ------------ 1,42:> 
Baltic -------------------------------- ---- --------­
Willimantic' ------------------------- - - ---- --- - - ---

52 
502 

ll'otal Oarloads Generated by the line ____ ________ 1, 979 
Number ot round trips per year________________ ______ 100 

Estimated time per round trip (hours )--------------- 10 
' Includes only traffic on segment. 

Revenue received by P(j__ __ __ ___ _____ ___________ $5159, 318 

Average revenue per carload..________ ___ __ $283 

= 
Varlllble (avoidable) cost ot continued serv-

ice : 
Cost Incurred on the branch line __ ___ __ 281, 869 
Oost ot upgrading branch line to FRA 

Class I : (1/ 10 of total upgrading cost ) _101, 054 
Cost Incurred beyond the branch line ___ 325, 823 

Total variable (avoidable) CO!Jt_______ ________ 708, 746 

Net contribution (loss) : TotaL_______________ __ _ (149,428) 

USRA Recommendation 

It is recommended that the portion of the Plainfield 
Secondary Track from Milepost 0.0 to Milepost 9.8 be 
included in the ConRail System. 
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It is not recommended that the portion of the Plain. 
field Secondary Track from Milepost 9.8 to Milepost 
23.1 be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-In much of the testimony this line was considered 
in conjunction with line number ,.U. For these lines 
combined, the loss of rail service would result in 
unemployment for 551 people with a loss of more 
than $5 million in personal income according to the 
Eastern Connecticut Development Council. The 
Council also questions the figures used to determine 
the viability of the lines. The Council projected 
12 786 more trucks would be needed to handle the 

' freight. 
-Concern was expressed by Federa l Paper Board 
Co. Inc., whether its t ~ o plants between Plainfield 
and Willimantic would retain service. In 1974 they 
shipped and received 140:3 rail car loads. 
-Several who testified expressed concern that with• 
out USRA lines 678a, 674, 41 and 40 Eastern Con· 
necticut would lose a ll freight service. Farmers de­
pend on these segments for grain a nd fertilizer 
shipments. 
-Both the Norwich a nd Worcester and the Provi• 
dence & Worcester Railroads have expressed in• 
terest in operati ng this line. 
-According to the Eastern Connecticut Rail Al· 
liance and the Eastern Connecticut Development 
Council, tota l tonnages shipped to and from Willi• 
ma ntic (includes Agway, American Thread, Mac• 
key's a nd Olsen's Pet Supply) were 7,770 for 1973 and 
8,007 for 1974. Western Grain in Baltic generated 
1,500 tons of traffic in I 973 and again in 1974. Firms 
in Versailles (Ams ta r and Federal Paper Board), 
which is located at milepost 9.6 will be in t he portion 
of the line recommended for service (mi lepost 0.0-
9.8). They generated 33,400 tons in 1973 a nd 65,793 
tons in 1971. 

-Central Vermont would have to have outside re· 
sources for acquisition and rehabilitation before 
considering acquisition. 
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USRA ANALYSIS 
PORTION OF EAST LONGMEADOW 

SECONDARY TRACK 

USRA Line No. 685 

Penn Central 
PC to Spfln1f1eld \ 

, ,', II ml-. E::TR:::::; EAST 
_,. ' I • LOHQ1EAOOW 

PC to C,,fTin, ' I SECONDARY TRACK . PC 

HAttfo,d);:r- ST HARTFORD 

I I \ ' PC to thw 8111.1,n } \ "\4 PC to Soulh Manchu1u 
,>I ~ ' 

PC 10 Ne.,. Huffl PC 10 Wecnenf1eld 

This portion of the East Longmeadow Secondary 
Track formerly part of the New Haven RR, extends 
from Ea8t Winda01· (Milepost 18.0) to Ea8t Hartford, 
Conn. (Milepost 29.1 ), a distance of 11.1 miles, in H art­
ford County, Conn. The northerly continuation of this 
line extends from East Windsor to Hazardville (also 
being studied in this Report) and beyond. At E ast 
Hartfo rd the line connects with the Will imantic Sec­
ondary Track. 

Summary of USRA Data 

Stations ( with their 1973 carloads) served t his llne: 
S. Wi ndsor________________________________________ 509 
E. Windsor Hill ____________________________________ 1, 153 

Total carloads generated by the llne _____________ _ 1, 662 
Number of round t rips per year___________________ ___ 290 
Estimated time per round t rip___________ _________ __ _ 10. 5 

Revenue reeelved by PQ ______________ _____________ $535, 096 
Average revenue per carload_____________ $322 

Variable (avoidable ) cost of continued 
service : 

Cost lni:urred on t he branch llne_______ 279, 685 
Cost of upgrading branch llne to F R.A 

class I (1/ 10 of total upgrad ing cost) 23, 232 
Cost Incurred beyond the branch line___ 899, 254 

Total variable (avoidable ) cost_____ ___ ______ 702, 121 

Net contribution (loss) : totaL ____________________ (167,025) 

USRA Recommendation 

It is not recommended that this portion of the East 
Longmeadow Secondary T rack be included in the Con­
Rail System. 

~70 -978 O _ 75 _ 10 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Highland-Armory Rail Retention Committee 
Sou~h Windsor Chamber of Commerce, and Con: 
ne_cttcut DOT, testified that the 1,622 carloads at­
tributed to the line by USRA should have been 7 347 
carl~ads_ with 5,438 carloads projected for 1975. 

1

Re­
ducho~ in 1975 volume is due to a major change in 
operat10n by First National Stores, Inc., which in 
1974 reduced its traffic from 2,300 cars to 520 cars 
per year. The Committee also reported that unem­
ployment along the line could be as high as 1000 if 
ra il sen ·ice is lost. The Great Atlantic and Pacific 
Tea Company alone would lose an investment of 
$1.3 million. 
-The Greater Hartford Chamber of Commerce 
s tated there are 1,236 acres of industrial zoned land 
in their area while South Windsor has over 2,500 
acres. Rail service is a great asset when selling an 
a rea to interes ted businesses. 
-:'fayor Richard H. Blackstone, of East Hartford, 
said the area would need 19,968 trucks to handle the 
1973 rail freight volume. 
-This line reportedly has never been known to be 
flooded , and can handle high and wide loads. 
- Congressman Moffett, the Chamber of Commerce, 
and the Town Manager all said the carloads from 
South Windsor should have been 1,835 for 1973, not 
the 509 carloads used by USRA. Congressman Cotter 
submitted a list of 22 fi rms whose shipments made 
up the larger total. 
-Monsanto was scheduled to open a new plant at 
milepost 22.4 in 1975, according to patron listing com­
pleted for USRA. 
-The estimated time per round trip should be re­
viewed. The estimate of 10.5 hours appear high con­
sidering the length of the line and the traffic 
attributed. 
-The necessity for rehabilitation should be re­
viewed. Backing data indicates 25% good ties with 
no rail replacement requirements. 
-Retention of this line is considered important to 
the Environmental Protection Agency in its Trans­
portation Control Plans being developed for signifi­
cant reduction in air pollution in the Hartford, 
Conn.area. 
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CONNECTICUT to RHODE ISLAND 

USRA ANALYSIS 
PORTION OF SHORE LINE 

USRA Line No. 43 
Penn Central 

I 

I 
I+- Norwich Secondary ~"-. 
I Tracie PC -------- HI L L S GROV E 

I () m1\es 

I ---------st-
i / ~ 

GROTON • Kingston . . 
Narragansett Pier RR--t: 

Wakefield 

L PORTION OF SHORE 
LINE. PC 

This portion of the Shore Line, formerly part of the 
New Haven RR, extends from Groton, Oonn. (Milepost 
125.0) to H illa Grove, R.l. (Milepost 177.0), a distance 
of 5t.O miles, in New London County. Connecticut and 
Washington County, Rhode Island. This line continues 
westward at Groton to New York, and eastward at Hills 
Grove to Boston. The line connects at Groton with the 
Norwich Secondary Track of the P C and at K ingston, 
R.I. (Milepost 158.1) with the Narragansett Pier RR. 
Summary of USRA Data 
Stations (with their 1973 carloads ) served by thls line: 

Noank ------------------------------------------- 0 
Mystic-------------------------------------------- 11 

Stonington ---------------------------------------- O 
Westerly----------------------------------------- 852 
Bradford------------------------------------------ 98 
Wood River Junction_______________________________ 9 

Kenyons ------------------------------------------ 10 
Kingston ------------- - ---------------------------- 7 
Slocums ----------------------------------------- 29 
Wlckford Junction_________________________________ 77 

Davlsvllle ------------------------------------- --- 504 
East Greenwich____________________________________ 157 

Apponaug -- ---------------------------------------- 16 
Goulds' ---------------------------------------- -- o 
Peace Dale '--------------------------------------- 70 
Wakefield '---------------------------------------- 2 

Total carloads generated by the line ____________ 1, 342 

Number of round t rips per week_____________________ 250 

Estimated time per round trip (hours >--------------- 8. 0 
1 Stallons on the Narragansett J'ler RR. 

Revenue recel ved by PC _________________________ $621, 595 

Average revenue per carload___________ $468 

Variable (avoidable ) cost ot continued serv­
ice: 

Cost Incurred on the branch line ________ 519, 502 

Cost of upgrading branch line to FRA 
Class I : (1/10 ot total upgrading 

cost) ------------------------------ 0 
Cost Incurred beyond the branch line ___ 360, 610 
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Total variable (avoidable) cost_____________ 900,112 

Net contribution (loss) : Tota'--------------------- (278,517) 

USRA Recommendation 

It is not recommended that this portion of the Shore 
Line be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-This line was reevaluated by the t;SRA and has 
been recommended for inclusion in ConRai l in 
"USRA News" of March 11, 1975 . 

- -- - -
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CONNECTICUT to MASSACHUSETTS 

USRA ANALYSIS 
SOUTHBRIDGE SECONDARY TRACK 

USRA Line No. 40 

Penn Central 

~SOUTHBRIDGE 6 f-- Webster 

HILL 
I 
I 

SOUTHBRIDGE _J /f- Norwich Secondary 
I Track, PC 

SECONDARY 
TRACK . PC 

The Southbridge Secondary track, formerly a part 
of the New Haven RR, extends from Webster (Mile­
post 0.5), to Southbridge, Afass. (Milepost 11.1 ) , a 
distance of 10.6 mues, in ·worcester County Massachu­
setts and Windham County, Connecticut. At Hill it 
connects with the Norwich Secondary Track of the PC, 
also under study in this report. The PC petitioned t,he 
ICC to abandon the line in October 1972, but the appli­
cation has not been acled on ( ICC Docket No. AB-5 
Sub. 129) . 

Summar( of USRA Data 

Stations (with their 1973 ca rloads) served by this line : 
West Dudley__________________________ __ _____ ______ 110 

Sandersdale --------------------------------------- 1 
Southbridge ---------------------------- --- - ------- 92 

Total ca r loads generated by t he line__________ __ 203 

Num ber or round trips per year_____ _______________ 75 

Estimated time per round t r ip ( hours) __________ ____ 2 
Revenue received by pc______________ ____________ $71, 374 

Average revenue per carload _____________ _ $852 

Variable (avoidable) cost of continued 
service : 

Cost Incurred on the bra nch line _____ ___ 82, 025 
Cost of upg ra d ing branch line to F RA 

Class I (1/ 10 of total upgrading 

cost) ------------------------------- 13, 041 
Cost incurred beyond t he branch line ____ 51, 251 

Total variable (avoidable) cost____________ __ 143, 317 

Net cont ribution (loss ) : totaL______ ___ ____ (74, 943) 

USRA Recommendation 

It is not recommended that the Southbridge Second­
ary Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 

-On March 4, 1975, the Providence and Worcester 
Co. expressed interest in acquiring and operating 
this line. P&W testified it would like its proposal 
concerning this line and USRA line No. 678a to be in­
corporated into the Final System Plan. Several 
parties testified in support of P&W's proposal. 
-The American Optica l Corporation stated that it 
employs a pproximately 4,000 people in Southbridge 
with an a nnual payro ll in excess of $30 million. If 
rail service is discontinued, the firm estimated that 
alternative transportation would increase its costs 
between $60,000 to $70,000 per year. In addition the 
abandonment woul d result in a reduction in the com­
pany's work force. In 1974, American Optical re­
ceived approximately 60 rail cars; more than half of 
which contained si lica sand. 
-According to evidence submitted, L & P Distribu­
tions genera ted 9 carloads over this line in 1974. (See 
additional comments under line No. 678a). 

-
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CONNECTICUT to MASSACHUSETTS 

USRA ANALYSIS 
PORTION OF HOLYOKE SECONDARY TRACK 

USRA Line No. 54 
Penn Central 

Florence Secondary 
Track, PC \ 

I / 

PC Albany-Boston"1 / ~PC to Holyoke 
Main Line ___ _ __ 

.. .. WESTFIELD 

i PORTION OF HOLYOKE 
; ~ SECONDARY TRACK, PC 

SIMSBURY 

I 
/4- PC to Plainv il le 

This portion of the Holyoke Secondary Track, for­
merly a part of the New Haven RR, extends from 
Simsbury, Oonn. (Milepost 43.8) to We8tfieU, Mass. 
(Milepost 58.5), a distance of 14.7 miles, in Hartford 
County, Connecticut and Hampden County, Massa­
chusetts. At Simsbury it connects with its own south­
erly continuation to Farmington, Conn. and Plains­
ville, and at Westfield with its northerly continuation 
to Holyoke, Mass. Both these lines are also under study 
in this report. At Westfield, the line also connects with 
the Florence Secondary Track of the PC to Easthamp· 
ton (also under study in this report) and the Albany­
Boston line of the PC. The PC applied to the ICC in 
1971 for authority to abandon this segment but was 
turned down. The PC applied on August 14, 1974, to 
the U.S. Railway Association for permission to aban­
don the line. No action has been taken on this applica­
tion. 
Summary of USRA Data 
Stations (with thei r 1973 carloads) served by th is line: 

Floydville •.•.•.•.••.••.••••••••••••••••••••••••••• l 
Granby ............... .................. . ....... . . . 17 
Southwick ...................................... . . . 82 

Total carloads generated by the line........... 50 

Number or round trips per year.................. . . .. 15 
Estimated time per round trip (hours)·······-·····- 2 

Revenue received by PC·--·-·······-·-·--·· $16, 005 
Aver age revenue per carload •••.•••• -·•· $320 

Variable (avoidable) cost of continued service : 
Cost lncurred on the branch line........ 101, 318 
Cost of upgrading branch line to FRA 

class I (½o or total upgrading cost).- 12,724 
Coat incurred beyond the branch line.-- 9, 9i5 

Total variable (avoidable) COElt--·-····· 123,987 

Net contribution (loss) : totaL-·· -······-· (107, 982) 

USRA Recommendation 

It is not recommended that this portion of the Hol­
yoke Secondary Track be included in the ConRa.il Sys­
tem. 

PUBLIC RESPONSE AND RSPO COMMENT 
- The Columbia Manufacturing Company, West­
field, reported shipping 578 carloads in 1973 and 639 
in 1974. If the company had to use trucks exclusively 
their shipping cos ts would double, they could not 
be competitive, and would probably have to go out 
of business. According to other testimony, however, 
alternate rail routing would be avai lable to Colum­
bia. 
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CONNECTICUT to MASSACHUSETTS 

USRA ANALYSIS 
A PORTION OF CANAAN SECONDARY TRACK 

USRA Line No. 59 
Penn Central 

I Boston-to-Albany Main 
..l,. Line, PC 

- - - -7 Pitt;;;~ - - -
I 

/ +-- PC to Pittsfield 
I 
SOUTH LEE 

._PORTION OF CANAAN 
SECONDARY TRACK , 
PC 

\+---- New Mil ford Secondary Track 
(Portion), PC 

This portion of the Canaan Secondary Track, for­
merly a part of the New Haven RR, extends from 
Canaan, Oonn. (Milepost 48.3) to South Lee, Mass. 
(Milepost 71.5), a distance of 113.f mtiles, in Berkshire 
County, Mass. and Litchfield County, Conn. Continua­
tions of this line extend northward from South Lee to 
Pittsfield where it connects with the Boston-to-Albany 
Line of the PC, and southward from Canaan to 
Berkshire Junction. A portion of the latter segment 
(from Canaan to New Milford) is also under study in 
this Report. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this Une: 

Canaan• ------------------------------------------Ashley Falls ________ _____________________________ _ 

Sheffield ----------------------------- -------------Great Barrington _________________________________ _ 
Van Deusenvllle __________________________________ _ 

Housatonlc --------- --- ---------------------------­
Stockbridge --------------- -----------------------­
South Lee•------------- - --- ------------------------

924 
g 

286 
58 
73 

409 
2 

132 

Total carloads generated by the line ______________ 1, 893 
Number or round trips per year_____________________ 270 
Estimated time per round trip (hours)______________ 6. o 
• ( Iocludes ooly traffic on segment.) 

Revenue received by PC __________________________ $624, 1cn 
Average re,·enue per carload_______________ $330 

Variable (avoidable) cost of continued 
service : 

------

Cost incurred on the branch line _________ 272, 237 
Cost of upgrading branch line to FRA 

Class I : (1/ 10 ot total upgrading cost)__ 27,686 
Cost incurred beyond the branch line ___ 386, 384 
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Total va riable (avoidable ) cost___ __ ________ 686, 30! 

Net contribution ( loss ) : totaL _________ ____ _ (61, 599) 

USRA Recommendation 

It is recommended that the portion of the Canaan 
Secondary Track between Milepost 71.5 and Mikpoat 
66.7 be included in the ConRail System. 

It is not recommended that the portion of the Canaan 
Secondary Track between Milepost 66.7 and Milepost 
1,8.3 be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Berkshire County Development Commission 
(BCD C) stated that US RA included the shippers 
at Housatonic, Mass. in its figures for the portion of 
line between Mileposts 71.5 a nd 66.7 which will be 
retained in the Conrail System. However, the ship­
pers are at approximately Milepost 6-1- so it would 
not receive service. 
-According to the BCDC discontinua nce of service 
on the trackage between Mileposts 66.7 and 48.3 at 
Canaan wi ll resul t in the loss of 400 jobs a nd $1.5 
million in personal income. The Berkshire Line Rail 
Users' Committee said loss of ra il in the a rea would 
increase the current unemploymen t rate of 9.9% to 
17.7%. 
-Fifty out of the 70 people employed at Pfizer Lime, 
Limestone a nd Metal facilities at Canaa n, Conn. 
would lose their jobs without rail service. In 1973 
t his pla nt generated 877 carloads. 
-Withou t rai l service U.S. Route 7 wi ll be the pri­
mary highway for ha ndling the northsouth traffic 
flow. This highway is inadequate to handle heavy 
trucks and would need to be upgraded, a long with 
Roule 8, at a cost of nearly $20 million. 
-The Berkshire Railroad Co. is contemplating 
establishment as a shortline rail carrier fro m Dan­
bury, Conn., north to Pittsfield, Mass., a nd from 
Pitts field to North Ada ms, Mass., with operating 
rights over the Boston and Albany Railroad in 
Pittsfield. The Company says it is the only one pro­
posing to operate over t he entire li ne. 
-The Berkshire line rail use rs' committee wants 
service retained and the mil eposts cha nged from 
18.3-66.7 to 17.0-66.7. The addi t iona l 1.3 miles would 
include Becton-Dickinson, Inc. on the line They also 
claim USRA's 1973 revenue fig ures for the line did 
not include Lane Cons truction Corp., Sheffield, 
Mass.-3.'3:3 cars; New E ng land Log Homes, Great 
Barrington, Mass.-8 cars; Massachusetts Electric, 
Great Barrington-IO cars; Berkshire Paper Com­
pany, Great Barrington-29 cars; a nd others; and 



J 

coNT1NuAT10Ns CONNECTICUT to MASSACHUSETTS 

59-CT to MS. Canaan, Conn. to South Lee, Mass. 

that revenue on line 59 was about 10% more than 
shown by USRA. 
-The Department of the Interior stated that the 
proposed Route 7 linear park wi ll extend from Nor­
walk, Conn., to New Milford, Conn. If lines 59 and 
60 are abandoned a trail could extend north from 
New Milford along the Housatonic and Hoosic River 
Valleys to North Adams, Mass. 
-The retention of this line is considered important 
to the Environmental Protection Agency in its 
Transportation Control P la ns being developed for 
significant reduction in air pollution. 
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138a 
DELAWARE 

USRA ANALYSIS 

NEW CASTLE INDUSTRIAL TRACK 
USRA l.ine No. 138a 

Penn Central 
FARNHURST 1 

I 
/ +-To Wilmington 

I 
PC NEW CASTLE ➔ / 
INDUSTRIAL TRACK / 

NEW CASTLE 
I 

To Sal i sbury, Md.➔/ 

/ +--New Castle Secondary 

Track, PC 

The New Castle Industrial Track, formerly part of 
the P ennsylvania RR, extends from Farnhurst (Mile­
posl; 2.1), to New Oa,stle (Milepost 6.2), a distance of 
4-1 Mes. in Xew Castle County, Delaware. Between 
) filepost 2.1 and :Milepost 4.1, the line has not been 
used since August 30, 1972, and has been physically 
removed. At Xew Castle, this line connects with the PC 
Kew Castle Secondary Tracks. This line was the former 
connection from the Wilmington Passenger Station to 
the Delmarva Branch. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line: 

Famhurst ----- ------ - ---- ---------------- - ---- ---- 44 
New Castle'----- - - ----------- ------- - ------- - ------ 12 

Total carloads generated by the line______________ 56 
Number of round trips per year_____________________ 52 
Estimated time per round trip (hours)_______________ 1. 0 
1 Includes only tramc on segment. 

Revenue received by PC___________________________ $12, 737 
Average revenue per carload________________ $227 

,ariable (avoidable) cost of continued serv-
ice: 

Cost incurred on the branch line--- -------- 18, 839 
Cost of upgrading branch line to FRA Class 

I (1/10 of total upgrading cost)_________ 7, 071 
Cost incurred beyond the branch line_____ 4,216 

Total variable (avoidable) cost______________ 30,126 

Net contribution (loss} : total ______________ (17,389) 

USRA Recommendation 
Although the preliminary recommendation is that 

the New Castle Industrial Track not be included in the 
ConRail System, the possib111ty of immediately increas­
ing revenue must be explored before a final recommenda­
tion can be made. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Kaiser Aluminum and Chemical Corporation 
stated their highway products plant, completed on 
this line in late 1973, shipped 102 carloads in 1974, 
and expects revenue tonnage to increase from 8% 
to 35% in 1975. Further increase is expected in 1976 
to nearly double the revenue tonnage shipped in 
1974. Inbound shipments in 1974 totalled 51 car­
loads. The plant would have to be relocated at great 
expense if rail service is discontinued. 
- Increased traffic in 197'.i and projections for the 
future should be considered by USRA before final 
recommendations are made. 
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USRA ANALYSIS 

LEWES BEACH TRACK 
USRA Line No. 159 

Penn Central 

PC Rehoboth 
Track to 

Georg:town ~ 2.4 mi les-+j 

----- I d 
LEWES L LEWES BEACH 

TRACK , PC 

The Lewes Beach Track, formerly part of the Penn­
sylvania RR, extends from Milepost 0.0 to Milepost 2.4, 
a distance of 93.4 miles at Lewes, Sussex County, Dela­
ware. At Lewes this line connects with the PC Rehoboth 
Track, also under study in this Report. An application 
for abandonment of this line was filed with the ICC 
(Docket No. AB-5, Sub. 195); but no action has been 

taken. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 

Lewes' -------------------------------------------- 14 

Total carloads generated by the line---------- --- 14 
:S-umber ot round trips per year_____________________ 25 

Estimated time per round t rip (hours )______________ 1 
1 Includes only t rafllc on segment. 

Revenue received by PC---------------------------- $7, 561 
A¥erage revenue per carload________________ $54-0 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line ___ ________ 18, 370 
Cost of upgrading branch line to F RA 

Class I : (1/ 10 of total upgrading cost) -- 5,258 
Cost incu rred beyond the branch line______ 3, 887 

Total variable (avoidable) cost______________ 27, 515 

Xet contribution (loss) : totaL ______________________ (19, 954) 

USRA Recommendation 

I t is not recommended that the Lewes Beach Track be 
included in the ConRail System. 

159 
DELAWARE 

PUBLIC RESPONSE AND RSPO COMMENT 
-Smith Douglas Division of Borden Chemicals 
opened storage tanks on the Lewes Beach Track in 
1973 which generate 50-60 tankcars per year. The 
company states that truck shipments would cost 
$7.00 per ton more than rail. 
-RSPO analysis for the total 159/ 160/ 161 segment 
indicates that the total locomotive and crew hours 
for these lines total 1025 in the Association's Plan. 
An RSPO on-site study in 1974 determined the actual 
time spent on these lines to be 438.43 hours (43 per­
cent of the USRA figure). 
-The Smith Douglas carloads and revised crew 
hours could well change the line viability findings. 
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160 
~DE~LA~W~A~RE:__--------------

USRA ANALYSIS 

PORTION REHOBOTH TRACK 
USRA Line No. 160 

Penn Central 

PORTION OF 
REHOBOTH 
TRACK . PC 

PC to \ ..-
Geor1etown'J. LEWES_.,,...-.4!: 
- -- - - _____ _.~ Lewes .). 

BROADKILL Beach 
Track, PC 

This portion of the Rehoboth Track, former!y par~ of 
the Pennsylvania RR, extends from Broa,Ud_U (Mile­
post 30.0) to Lewes, Del. (Milepost 38.0), a distance_ of 
8.0 miles, in Sussex County, Delaware. At :i3ro~dki~, 
this line continues west to Georgetown, which !me 1s 
also under study in this Report. It connects at Lewes 
with the Lewes Beach Track, which is also under study 
in this Report. In July, 1973, the PC applied to the 
ICC for permission to abandon this line ; Docket No. 
AB-5, Sub. 195. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 
Cool Spring__________________ ____________ ________ 1 

Nassau --------------------------------- ----- ------ 31 
Lewes' --------------- --------------------------- 90 

Total carload!> generated by the line____________ 122 
Number ot round tnps per year______________________ 100 
Estimated time per round trip (hours )_______________ 4. O 
1 lnclodeJ only traffic on segment. 

Revenue received by PQ _____ _________ ____ __________ $46, 072 

Average revenue per carload_______________ $378 

Variable (avoidable) rost ot continued 
service: 

Cost incurred on tbe branch line __________ 77, 601 
Oo5t ot upgrading branch line to FRA Class 

I : (1/10 or total upgrading cost) ________ lO, 874 
Cost Incurred beyond the branch line ______ 341 566 

Total variable (avoidable ) cost__ _____ ---= 123, 041 

Net contribution (loss) : Total 
------------- ---- (76, 969) 

USRA Recommendation 

bo~ ~ not rec~mmended that this portion of the Reho­
rack be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Barcrof t Company extracts necessar 

. h Y raw 
materials from t e ocean for the company's ch . 
cal production. Barcroft depends on rail fo em,. 

· f · t h · I B r out shipment o I s c em1ca s. ecause of the need t 
be on a rail line near the ocean, it would be difficul~ 
for the compa~y to ~elocate: Barcroft is opposed 
to the 70/ 30 rail service continuation subsidy pl 
because it does not believe Delaware is in a positi:~ 
to supply the 30 percent. 
-Eli Lilly repor ts shipping 14 carloads from Lewes 
to Lafayette, Indiana in 1974. 
-Justin Atlantic Company projects handling 200 
carloads per year for its new facility. 
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USRA ANALYSIS 

PORTION OF THE REHOBOTH TRACK 

USRA Line No. 161 

Penn Central 

OM & V-......_ 
Secondary ~ f 
Track. PC, I 
to Harrington / PORTION OF R h both T ck 

I REHOBOTH e O ra 
TRACK PC To Lewes, P/ C 

GEORGETOWNr j • ----
/ BROADKILL 

/f- Snow Hill 
/ Secondary 

/ Track , PC 

This portion of the Rehoboth Track, formerly part of 
the Pennsylvania RR, extends from Georgetown (Mile­
post 23.9) to Broadkill, Del. (Milepost 30.0), a distance 
of 6.1 miles, in Sussex County, Delaware. At Broadkill 
this line continues to Le~ves. At Georgetown this line 
connects with the DM& V Secondary Track and the 
Snow Hill Secondary Track. The line from Broadkill 
to Lewes is also under study in this Report. 

Summary of USRA Data 

SIB.lions (with their 1973 carloads) served by this line: 
Benn um------------------------------------------- 1 
Broadklll ------------------------------------------ 151 

Total carloads generated by the line__________ ____ 1.52 

Number or round trips per year_______________________ 150 
Estimated time per ronnd trip ( hours)_______________ 4 

Revenue received by PC ___________________________ $18, 324 

Average revenue per carload________________ $121 

Variable (avoidable ) cost ot continued 
service : 

Cost Incurred on the branch line ___________ 72, 211 
Cost or upgrading branch line to FRA Class 

I : (1/ 10 of total upgrading cost)_______ 5, 759 
Cost Incurred beyond the branch line ______ 18, 360 

Total variable (avoidable) cost____________ __ 96, 330 

Net contribution (loss) : TotaL ________ _____________ (78,006) 

USRA Recommendation 

It is not recommended that this portion of the Reho­
both Track be included in the ConRail System. 

161 
DELAWARE 

PUBLIC RESPONSE AND RSPO COMMENT 
- The Sussex County Administrator projects move­
men t of 200 carloads per year over the Georgetown 
to Broadkill line and is concerned that a proposed 
industrial park will not materialize without rail 
service. 
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DELAWARE 

USRA ANALYSIS 

CLAYTON SECONDARY TRACK 
USRA Line No. J 62 

Penn Central 
Delmarva 

\ Branch .PC 

\I 
CLAYTON't-1.3 miles-4 

0 xford Secondary+ ,,; ,,; "'r ____.SMYRNA 
Track, PC ,,; ;...- I / 

,,,.,,,. I CLAYTON 
(f Delmarva ~ I SE CON DARY 

Easton Branch . PC I TRACK. PC 

The Clayton Secondary Track, formerly part of the 
Pennsylvania RR, extends from Clayton (Wlepost 0.0) 
to Smyrna, Del. (Milepost 1.3), a dJstance of 1 .S m:iles, 
in Kent County, Del. At Clayton, thls line connects with 
the PC's Delmarva. Branch and Oxford Secondary 
Track. The latter is also under study in thls Report. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 

Smyrna ---------- -------- ------------------------- 41 

Total carloads generated by the line______________ 41 

Number ot round trips per year______ ______________ 50 

Estimated time per round trip (hours) - ---- ---- ---- -- 1. O 

Revenue received by PC- - - - ----------------- - ------ $14, 367 
Average revenue per carload____________ ____ $350 

Variable (avoidable) cost ot continued 
service : 

Cost Incurred on the braneh line __ ___ __ ____ 15, 665 

Cost or u1>grading branch line to FRA. 
Class I (1/ 10 ot total upgrading cost )____ 5, 999 

Cost Incurred beyond the branch line ______ 12, 507 

Total variable (avoidable ) cost ________ -- 3S, 771 

Net contribution (loss) : Total --------------------- (19, 404 ) 

USRA Recommendation 

It is not recommend d th 
Track be included in t~e c:!Rthile CS!ayton Secondary a ystem. 

PUBLIC RESPONSE AND RSPO COMME 
-Review by the Office r evealed no publi t . NT 
on this line. c esttmony 
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USRA ANALYSIS 

ROCKLAND INDUSTRIAL TRACK 

USRA Line No. 937 

Reading 

\ ROCKLAND 
Wilmington & \ INDUSTRI AL ROCKLAND 
Northern \ TRACK . ROG 

Bran ch, ROG 4\ l / /~ 
MONTCHANIN / 

~miles 

\ 

' The Rockland Industrial Track, extends from Mont-
chanvn (Milepost 0.0), to Rockland, Del. (Milepost 1.1), 
a distance of 1.1 miles, in New Castle County, Del. At 
Montchanin this line connects with the Reading's Wil­
mington & Northern Branch running from Wilming­
ton, Del. to Birdsboro, Pa. A portion of this line is also 
under study in this Report. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 
Rockland ------------- ---- - --- - ------------------- 344 

Total carloads generated by the line____________ 344 
Number of round t.-ips per year____________________ 104 

Estimated time per round trip (hours )-------------- 2. 0 

Revenue received by RDG---------------------- --- $27, 883 
Average revenue per carload---------------- $81 = 
Variable (avoidable) cost of continued serv· 

lee : 
Cost Incurred on the branch line __________ 31, 446 
Cost of upgrading branch line to FRA 

Class I : (1/10 of total upgrading cost)__ 0 
Cost Incurred beyond the branch line ______ 31, 406 

Total variable (avoidable) cost.------------- 62, 851 

:'.'<et Contribution (Joss) : totaL _____________________ (34, 968 ) 

USRA Recommendation 

I t is not recommended. that the Rockland Industrial 
Track be included in the ConRail System. 

937 
DELAWARE 

PUBLIC RESPONSE AND RSPO COMMENT 
- Consideration should be given to reducing the fre­
quency of service in order to reduce on-branch costs. 
- Consideration must be given to the total revenue 
that would be lost to ConRail if this line is not in­
cluded in the Final System Plan. The 344 cars on 
this line generate a total revenue of $123,274; how­
ever, only $27,883 was attributed to the branch. 
- Cnessie is interested in acquiring the entire 
branch but only in conjunction with acquiring the 
Wilmington and Northern Branch. 

161 



147 
DELAWARE to MARYLAND 

USRA ANALYSIS 

PORTION OF THE 
CENTREVIUE SECONDARY TRACK 

USRA Line No. 147 

Penn Central 

PORTION OF 
CENTREVILLE Delmarva. 

Chestertown SECONDARY \ Branch. PC 
Secondary TRACI< , PC l \ / 
Track, PC \ 

--~---~SSEY i__..-ToWNSEND 

CO,estertown ~-J.\ 
.,,_"" ~ q.lmi\es-t\ \ 

,,,,,,,, "- \ 
,,,,,,,, PC to ~ \ 

CY' Centreville 
Centreville 

This portion of the Centreville Secondary Track, for­
merly part of the Pennsylvania RR, extends fr?m 
T<JW'Tl8erui, Del,. (Milepost 0.0), to M ~aey, Md. (Mile­
post 9.2), a distance of 9£ mil,ea, in Kent County, Mary­
land and New Castle County, Delaware. At Massey the 
line continues south to Centreville and also connects 
with the P.C. Chestertown Secondary Track. It con­
nects with the Delmarva Branch of the Penn Central 
at Townsend. Both of these are also under study in this 

Report. 

Information for Line Retention Decision 

This line does not directly serve any shippers. It is 
used as an overhead line to USRA line numbers 148 
and 149. The preliminary recommendation for both of 
these lines is that they not be included in the ConR ail 
System. Therefore, this line is not required by the 
ConRail System. 

USRA Recommendation 

It is Mt recommended that this portion of the Centre­
ville Secondary Track be included in the ConRail Sys­
tem. 

PUBLIC RESPONSE AND RSPO COMMENT 
- Commissioners of Kent County, Md., s tate th 

· B . F ·11 at Baltimore us mess orms w1 generate 255 
t h

. 
1
. car-

loads per year on 1s me. 
-The Kent County Ch amber of Commerce and D 1_ 
marva Advisory Council Agriculture Committe 
tes tifi~d to the ~eed for rail service for far mers a:: 
light indus try m t he area. 
-This seg men t connects lines N o. 148 and No. 149 
to the Delmarva mainline. 1973 traffic count reported 
by Delmarva A dvisory Council Railroad Committe 
was 98 cars on line No. 118 in last 3 months of th: 
year after washou t damage was repa ired. Also, traf­
fic for the year from October 8, 1973 to October 7 
1974, totalled 456 carloads generated on line No'. 
148, which cars were the bas is for s ig nificant bridge 
t ra ffi c on line No.147. 
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USRA ANALYSIS 

CAMBRIDGE SECONDARY TRACK 
USRA Line No. 168 

Penn Central 

CAMBRIDGE 
SECONDARY 

Delmarva Branch, 
PC 

, .J, 
\ 

\ 
\ 

TRAC!<' PC \ SEAFORD 

' \ 
Presto no. J 

Preston 1', Hurlodc \ 
Industrial '- ·':-,.e'> / \ 
Track.PC , ~' \ 

,<:I· \ 
✓\\.b Seaford CAMBRIDGE Secondary 

Track, PC 

Vienna 

The Cambridge Secondary Track, formerly part of 
the Pennsylvania RR, extends from Seaford Del. 
(Milepost 1.2), to Oambridge, 11fd. (Milepost 31.5), a 
distance of SO.S mileJJ, in Sussex County, Delaware and 
Dorchester County, Maryland. At Seaford, this line 
connects with Seaford Secondary Track and the Del­
marva Branch of the PC. At Hurlock, Md. this line con­
nects with the PC Preston Industrial Track running 
from Preston to Vienna. 
Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 
Oak Grove___________________________________ ____ 3 

Dessard ----------------------------------------- 3 
Federalsburg ------------------------------------ 89 

Williamsburg ------------------------------------ 14 
Hurlock ' ---------------------------------------- 18 
East New Market_________________________________ 65 

Llnkwood --------------------------------------- 12 
Cambridge -------------------------------------- 1, 366 
Seaford' ---------------------------------------- 6 

Total car loads generated by the line ____________ 1, 576 

Number of round trips per year________ ______________ 200 
Estimated time per round tr ip (hours)______________ 12 
1 

Includes only traffic on segment. 

Revenue received by PC __________________________ $702, 808 
Average revenue per carload_____________ $446 

Variable (avoidable) cost or continued service: 
Cost Incurred on the branch line ________ 866, 998 
Cost or upgrading branch line to F R A 

class I (1/10 of total upgrading cost) __ 85, 030 
Cost incurred beyond the branch line ____ 491, 246 

Total va riable (avoidable) cost______________ 948,274 
Net contribution (loss) • TotaL ___ ________________ (240, 466) 

USRA Recommendation 

Although the p reliminary recommendation is that 

570-971 0. 75. 11 
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DELAWARE to MARYLAND 

the Cambridge Secondary Track not be included in the 
~onRail System, the possibility of immediately increas­
ing revenue must be explored before a final recom­
mendation can be made. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Western Publishing Company states it would 
incur $77,000 additional shipping costs annually if 
rail service is discontinued. Seaford Feed Company 
es timated its additional costs a t $68,000 to $135,950 
per year. 
-The Banner Publishing Company testified that its 
supplier will ship newsprint only by rail. Connelly 
Containers (Milepost 32) shipped and received 458 
carloads in 1974. 
- Southern States Cooperative projects 3,000 addi­
tional tons of freight for its s tore in three years 
while Hanover Brands is planning a $1,000,000 ex­
pansion of its Cambridge plant which will increase 
rail usage. 
.:_The Dupont plant at Seaford, the largest em­
ployer on the peninsula is totally rail dependent. 
Dorchester County suggests a rail link between the 
branch line and Cambridge's deep water port. 
-The Kerr McGee Corporation projects further 
g rowth of their facility on this line. Three smaller 
Kerr McGee facilities at Chestertown (Line 149), 
Centreville (148), and Massey (147) will not be 
forced to close if rail service to them is terminated. 
However if rail service on Line 168 is discontinued, 
the Cambridge plant will be abandoned, causing the 
other plants to close. 

Reported Traffic: Cambridge S econdary Track 

Carload, 
Ctnnpanv 

//113 11174 ProfuUd 

A~rlco ........ . .... · 
Kerr McOee ....••...•....• 
Connely Containers. Inc .....•..••. 

220 

Western Publishing Co .• Inc .... - 66 
Banner Corp .••..•... 6 

Cold water Seaford •.....•.•... - ..•...•• -
A. W. Sisk & Sons....... . • . • 171 
Continental Can.. ... • ·•·· •···• •·· · ·• 
Trappe Froten Foods ..•..••.••..••..••... 
Seaford Feed Co., Inc . . • •················ 
Smith Douglos •.•.•...••..••. . •.. •·­
IV. O. Covey. Inc ••........•.•.•••.••. -· 
R. J . R. Foods . . .•..•...•...••.. - 248 
Hanovrr Broods ...... ------······· 

55 55 to 73 In ltn8 and 1979 
425 440 In 1976. 
458 
156 

6 
65 409. 

176 
87 

221 
32 
50 

356 
••. 15 carloads In lost 6 mos. 

Shargood Poultry •.••• ···•····•••• 22 ••••••• 

-
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USRA ANALYSIS 

OXFORD SECONDARY TRACK 
USRA Line No. 169 

Penn Central 

\ 
Delmarva --+ \ Clayton 
Bl'illlch, PC, \ Secondary 
To Wilmington \ Tri!Ck, PC 

~~ C~YTON 
-~e 

a..,llileenstown 11~efl' \ 'tPC to Sal isbury 

Denton ~,..._ ~ OXFORD 
Track, PC~ Qiieen Anne SECONDARY 

', TRACK , PC 
EASTON , 

D Denton 

The Oxford Secondary Track, formerly part of ~he 
Pennsylvania RR, ext.ends from 01,ayton, D~l. (Mile­
post O.O) to E~ton, Md. (Milepost 44.2), a d1stan~ of 
44.£ milu, in Kent County, Delaware and Caroline, 
Queen Annes and Talbot Counties, Maryland. At Clay­
ton this line connects with the PC Delmarva Branch 
and' the Clayton Secondary Track. At Queen Anne, the 
line connects with the Denton Track running from Den­
ton to Queenstown. All of these lines except the first 
are also under study in this report. 

Summary of USRA Data 
Stations (with their 1973 carloads) served by this line: 

Kenton -------------------------------------------- 10 
Hartly ----------------------------- ------ -------- 0 
Marydel ------------------------------------------- 82 
Henderson ----------------------------------------- 16 
Goldsboro ----------------------------------------- 9 
Greensboro ---------------------------------------- 23 
Ridgely ------------------------------------------- 87 
Queen Anne________________________________________ 104 

Cordova ------------------------------------------- 43 
Easton ------------------------------------------~ 

Total carloads generated by the line ______________ 1. 265 
Nnmber ot round trips per year_ ______________________ 250 
Estiiqated time per round trlp ________________ bours__ 8. O 

Revenne N!Ceived by Pc__________________________ $621, li06 
Average revenue per carload___________ ___ $491 

Variable (avoidable) cost ot continued 
eervtce: 

Cost incurred on the branch line ________ 447, 103 
Cost ot upgrading branch line to FRA. 

Cl1188 I (1/10 ot total upgrading cost) __ 125,684 
Cost Incurred Beyond the braoc.b Uoe ____ 441,600 

Total variable I avoidable) cost_ ___________ 1
1 
014, 387 

Net cootrlbotloo (loss) : total____________________ (392,881) 
USRA Recommendation 

It is no! recomm_ended that the Oxford Secondary 
Track be mcluded m the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Bayshore Foods estimates that it would req . . u~ 
920 trucks per year to ship the same amount f 
material they now receive by rail. The company 

0 

h
. . h h con. 

tends that s 1ppmg P osp ate and gluten meal b 
means other than rail would result in an estimat ~ 
$113,500 annual increase in Bayshore's shippi~ 
costs. Bayshore reports 263 carloads in 1973. War: 
Component Systems, Inc., also of Easton reports 
345, J. L. Moors Lead Co., Inc., located at Milepost 
31, states that in the last five months of 1974 it 
handled 1.75 million pounds of chemicals by rail. 
-If service on this line is discontinued, Southern 
States Cooperatives estimates a $50,000 facility al­
teration cost would be necessary for its store to 
handle goods by other modes. 
-The Maryland DOT in its Railroad Planning 
Project stated "Although prod ucing a $57 per car­
load surplus in the 1913-adjusted time frame, the 
Clayton-Easton line creates a marginal $15 operat­
ing deficit under 1978--conservative conditions; in­
frastructure costs would further increase these 
negative results per carload to $190. 
-To remain in operation this line would require 
a massive infusion of subsidy money to meet lease 
and rehabilitation expenses. The operating deficit 
alone would appear to be in a range which shippers 
will be able to meet. Should the traffic level increase 
to the 1918-optimistic level of 1,267 cars, the op, 
erating deficit would be reduced to $2 per car." 
-Estimated rehabilitation costs for the line should 
be reviewed. 
-Reducing the frequency of service would substan• 
tially reduce the estimated subsidy payment. 
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USRA ANALYSIS 

PORTION OF THE WILMINGTON & NORTHERN 
BRANCH 

USRA Line No. 907 /939 
Reading 

~ Elverson-
ROG to Birdsboro ____./ 

ELVERSON -- Warwick li ne, 
Ph il adelphia- f ROG 
Pittsburgh ~ \ 
line, PC J ·-·-· ----·1 

Octoraro 48 .8 ~iles 
Secondary Chadds Ford -·-
Track, PC '-,. Ju~~i,2.!1. •-· l.,..O Rockland 

WILMING;;~ & / ,,;I '-.Rockland Industr ial 
NORTHERN ~ \~ Track, ROG 
BRANCH , ROG .._c,~1>~ /,,_'\__ Line to 

-AO~ l '<' Kentmere , 
Kentmere • ROG ;;·· 

B&O Phil adelphia-~ •• 
0

ELSMERE JUNCTION 
Washington li ne •• •• \ 

•••• \ ROG to Wilmington 

This portion of the Wilmington & Northern Branch, 
extends from E'lMnere Junctwn, Del. (Milepost 2.9), to 
Elverson, Pa. (Milepost 51.7), a, distance of 48.8 miks, 
in New Castle County, Delaware and Chester County, 
Pa. This line continues north from Elverson to Birds­
boro, and south from Elsmere Junction to Wilmington. 
Summary of USRA Data 

Stations ( with thei r 1973 carloads ) served by this line : 

Elverson ------------------------------------------ 42 

Brandamore --------------------------------------- 9 
Embreevllle ---------------------------------------- 1 
Northbrook ------ ---------------------------------- 2 

Lenape --------- - --------------------------------- - 1 
Pocopson ------------------------------------------ 6 

Montchanln ---------------------------------------- 3 
Greenvllle ----------- - ----------------------------- 21 
Kennett Road______________________________________ 1 

Newbrldge ---------------------------- ------------- 9 
Sllverbrook ---------------------------------------- 5 
~~~~ 0 

Wilmington ==-------------------------------------- 3, 414 
Delaware River Pier________________________________ 64 

Total carloads generated by the line ______________ 3, 626 

Number of round trips per yea r_____________________ _ 312 
Estimated time per round trip (hours)_______________ 4. 0 

Revenue received by RDG________________________ $762, 498 
Average revenue per carload________ ______ $211 

Variable (avoidable) cost of continued serv-
ice : 

Cost incurred on the branch line ______ 610, 302 
Oost or upgrading branch line to FRA 

165 

907/939 
DELAWARE to PENNSYLVANIA 

Class I : (1/ 10 ot total upgrading cost)_ o 
Cost incurred beyond the branch line ____ 366, 934 

Total variable (avoidable) cost.____________ 977, 236 

Net contribution (loss): total.__________________ (214, 738) 

USRA Recommendation 

It is not recommended that this portion of the Wil­
mington & Northern Branch be included in the ConRaiJ 
Syst.em. 

At Elsmere Junction, this line also connects with the 
Baltimore & Ohio's Philadelphia-Washington line. 
At Kentmere Junction, this line connects with the 
Reading line running to Kentmere. It also connects with 
the Reading's Rockland Industrial Track at Mont­
chanin. Additionally, at Chadds Ford Junction, Pa., 
this line intersects the PC Octoraro Secondary Track; 
and at Coatesville, Pa., it connects with the PC line 
running from Philadelphia to Pittsburgh. Still another 
connection is made at Elverson with the Reading line 
running to Warwick. The Reading lines running to 
Kentmere, Rockland, and Warwick as well as the PC 
Octoraro Secondary Track are also under study in this 
Report. 

PUBLIC RESPONSE AND RSPO COMMENT 
-G. 0. Carlson, Inc., at Coatesville, Pa. points out 
that although service charts indicate that Coates­
ville is served by two railroads, the Penn Central 
moves east to west over an elevated roadbed at least 
75 feet in the air. Further, the connection between 
the Reading and the PC line from Pittsburgh to 
Philadelphia is only a car transfer junction with 
a very steep grade. The company would have to cur­
tail a large portion of its operations without rail 
service. 
-Lukens Steel reports that the Thorndale Yard 2½ 
miles east of the Penn Central Reading interchange, 
is inadequate to handle all of the freight now pa~s­
ing over this line due to interferences !rom main­
line through freights and passenger trams. Luke~s 
produces many items which exceed clearances avail­
able on the PC Jines. The Company sees adequate 
justification for maintaining the line i_n its entirety. 
It reports traffic data for six firms which are served 
by this line as follows: 

Companv and location 

Lukens Steel, Coatesrill•-------·- --- -- -·· · · -- -------· ·· ·· · 
G. O. Carlson, Coatesrille--·----- · ·· · ·- -- -- --- -----··--·---
CoatesriUc Plate Washer, Rock Run . ..... -- •·· ·----· -------
Fabrlcated Metals, Modena- - --- -• -· ·- ·------- -- ·-- ·------ ­
Llpaelt Steel, S. Coatesrillc_ --- ·-------· · ---------·. ---
Luria Bros. & Co., Modena __ --- ·- ·-----· -•• --- -------- ·- --

0 ontinued on page 166 
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DELA WARE CONTINUATIONS 

DE-907/939 
-Under USRA's three-carrier competitive structure, 
Chessie would be interested in acquiring the entire 
line (48.8 miles) including RDG traffic at Coatesville 
and including RDG float operation between Wilming­
ton and Deepwater, N.J. 
-Public Service Electric and Gas Company needs 
this line to serve its Salem Nuclear Generating 
Station on Artificial Island. The company also 
intends to use the line for moving an estimated 3,385 
carloads of freight during construction of its new 
Hope Creek Generating Station, also on the Island. 
-RSPO analysis indicates that exclusive of Mo­
dena and Coatesville, 353 additional carloads should 
have been attributed to this line. 
-Combustion Engineering, Inc., of Wilmington, 
Del., shipped 507 cars on this line in 1974. They are 
satisfied with service given by Reading and fear 
reduction in daily freight service and increased 
transit if handled by another carrier. The company 
contends that 2,800 cars shipped by DuPont over 
this line in 1971 should have been considered. 
-Gulf and Western Manufacturing Co. built a rail 
spur in late 1974 and plans for 9,000 to 9,600 tons of 
raw material to be shipped by rail annually. It esti­
mates 14,000 carloads overhead traffic on this line 
in 1974. 
-Consideration must be given to the total revenue 
that would be lost to ConRail if this line is not 
included in the Final System Plan. In 1973, the 3,626 
cars on this line generated a total revenue of $2,287,-
221, however, only $762,498 was attributed to the 
line. 
-The Pennsylvania Office of State Planning and 
Development estimates unemployment of 245 if rail 
service is discontinued on this line. 
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a 

line number 
USRA 

415 
422 
434 
43411 
435 
60511 
605b 
606 
606a 
609 
610/610a 
611 
611b 

577a 

ILLINOIS 

Terminals 

Intrastate 

PC 
Matteson to Frankfort 
Depue Junction to Depue 
Howe to PC Junction 
PC Junction to Churchill 
Ladd Junction to Zearing (BN Trackage Rights) 

Paris to Hutsonville 
Hutsonville to Robinson 
Robinson to Mount Carmel 
Mount Carmel to Harrisburg 
Paris to Decatur 
Maroa to Decatur (ICG Trackage Rights) 
Maroa to Waynesville 
East Peoria to Atlanta 

Interstate 

PC 
Indiana to Illinois 

Sheff, Ind. to Kankakee, Ill. 
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415 
ILLINOIS 

USRA ANALYSIS 

PORTION OF THE JOLIET BRANCH 

USRA Line No. 415 

Penn Central 

PC to Joliet PORTION OF THE 
\ JOLIET BRANCH . PC iCG to Chicago 

. ', FRANKFORT. l 1/ (PC operates via 
EJ& E to Johet "lO ,~. Tradcage Rights) 

·••·•··• A TTESON ,C PC to East Gary 
Frankfort (EJ&E __ 

···········o••:.:.: .. 
Hattuon (EJ &El: "--eJ&E to Porter 

i'-1CG to Kankakee ( PC 
operates via Trackage 
Rights) 

This portion of the Joliet Branch, formerly part of 
tha New York Central RR, extends from Matteson 
(Milepost 24.8) to Frankfort, Ill. (Milepost 34.2}, a 
distance of 9,4 miles, in Cook and Will Counties, Ill. A 
continuation of this line extends to Joliet from Frank­
fort. At Matteson, this line connects with the Illinois 
Central Gulf RR Main Line to Chicago (PC operates 
over th.is line from Kankakee via trackage rights) . The 
PC connection ( via trackage rights) and the continua­
tions of th.is line are also under study in this report. 

Summary of USRA Data 

Stations (with thei r 1973 carloads) served by this 
line : 

Frankfort ---------- ------------------- ------ 138 

Total ca rloads generated by the line 138 
Number ot round trips per year _____ _______________ - _ 50 
Estimated time per round t rip (hours)______________ 6. o 

Revenue received by PC ____________________________ $22, 924 

Average revenue per carload__ ______________ $166 
~ 

Variable (avoidable) cost of continued __ _ 

service: 
Cost lncnrred on the branch llne __________ 68, 462 

Coat ot upgrading branch llne to FRA 
Class I : (1/10 ot total upgrading cost)_ 14, ll6 

Cost lncurred beyond the branch line______ 16, 544 

Total variable (avoidable) cosL ------------- 99, 544 

Net contribution (loss) : totaL _____________________ (760 620) 

USRA Recommendation 

Br~tn~ ~: ~:::~dooththCat thisyortion of the Joliet 
m e onRa1l System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Product purity and specialized terminal hand!' 
requirements result in Diversified Chemical & pmg 

C h 
. fO• 

pellants ompa ny avmg no technologically fea 'bl 
. t ·1 h. s, e a lternative o rat s 1pment. Relocation would cost 

the firm $250,000. 
-The Sauk Trail Line Steam and Railway Hist •. 

I A 
. t· . d t· Ort ca ssoc1a ion 1s con uc mg a study to deter · 

the feasibility of continued operation of the u:me 
an independent steam powe1·ed shortline railre ads 

· · t· f · ht oa servmg extS mg re1g customers and encourag· 
a dditional light industry. mg 
-The USRA ~hould_ co~si~er total revenues which 
would be lost 1f service 1s discontinued. The 138 car­
loads in 1973 generated $141,157 in revenues of whi h 
only 522,924 or 16.2% is attributed to t he branch.c 

-The BN is interested in acquiring line segment415 
and is negotiating with USRA and the ICC to b 
permitted to do so. e 
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USRA ANALYSIS 

DEPUE SECONDARY TRACK 

USRA Line No. 422 

Penn Central 

PC, Milwaukee . 
Road to Ladd_./ 

/ CRI & P to Chicago 
I / 

DEPUE ·••••/••••••••••• • 
CRl&P to - ••• ............ ., 

Davenport I 
1 

' It r DEPUE JUNCTION 
• m1 es I 

DEPUE SECONDARY I 
TRACK . PC I 

~~_:e~n 
_..,....,. -

PC Kankakee Branch to Streator 
(Milwaukee P.oad has Trackage 
Rights to Granvill e Junction) 

The Depue Secondary Track, formerly part of the 
New York Central RR, extends from De'[J'l,U Jurwtion 
(Milepost 0.0) to Depue, Ill. (Milepost 1.2), a distance 
of H miles, in Bureau County, Illinois. At Depue J unc­
tion, this line connects with the PC Kankakee Branch, 
over which the Chicago, Milwaukee, St. Paul, and Pa­
cific has trackage rights. It also connects with the Chi­
cago, Rock Island & Pacific at Depue. This line is used 
to interchange with the Chicago, Rock Island and Pa­
cific at Depue. 

Information for Line Retention Decision 

This line is used to interchange traffic with the Chi­
cago, Rock Island and Pacific Railroad. This inter­
change can be provided at Peoria, East St. Louis, or 
Chicago. 

US·RA Recommendation 

It is not recommended that this portion of the Depue 
Secondary Track be included in the ConRail System. 

422 
ILLINOIS 

PUBLIC RESPONSE AND RSPO COMMENT 
-Statements received on behalf of continued serv­
ice over this line contend that as a section of the 
"Kankakee Belt" it is part of the best clearance 
route through Illinois. And, as a direct connection 
between the PC and the Rock Island, congested in­
terchanges are avoided. 
- Swift Edible Oil Company indicated that the elim­
ination of this link would add 99 miles to some of 
its traffic by routing through Chicago or Peoria. 
-The Milwaukee Road is holding open the possibil­
ity of purchasing the line. 
-The route offers 20' high clearances . 

-The Milwaukee will acquire what is necessary to 
protect its ability to continue serving present cus-

tomers. 

171 



434 
ILLINOIS 

USRA ANALYSIS 

P0RTION OF THE KANKAKEE BRANCH 

USRA Line No. 434 

Penn Central 

Milwaukee to Davis Junction 

BN to zur,nc (PC has \ / ·11 : PC to 0,urdu 
Trackace Rich~) / _!..---i ,i""j ~t::"" 
6 t •t : PORTION OF THE KANKAKEE 
· tm, es : anANOi. PC (v11 Trachce Rlchts over 

i C & NII ber,reen LX and Seatonville) 
Seatonville ~ 

CRI & P to 
HOWE / Chica,:o 

/ .. D<1>u;-::i0<1>u:;uncbon 
CRI & P to Davenport 1.-, PC to Sueator {Milwaukee has Track•ct 
and Peona Ri&hll to Gnnville Junction) 

This portion of the Kankakee Branch, formerly part 
of the New York Central RR, extends from Howe 
(Milepost 188.3) to La.dd Jwn.ctwn, Ill. (Milepost 
194.4) , a distance of 61 mues, in Bureau County, Illi­
nois. At Howe, this line continues east to Streator. At 
Seatonville Junction, the Chicago, Milwaukee, St. Paul 
& Paci.fie connects. (C&NW owns the portion (M.P. 
192.2 to M.P. 193.8} from Seatonville Junction to LX; 
PC operates via trackage rights.) At Ladd Junction, 
the leg of the wye to PC Junction provides a connec­
tion to the Burlington Northern with PC Trackage 
rights to Zearing, the Chicago, Milwaukee, St. Paul & 
Pacific Line to Davis Junction and the Burlington 
Northern to Streator. The PC-BN Trackage Rights to 
Zearing and the PC Churchill Secondary Track are 
also under study in this Report. The Chicago, Milwau­
kee, St. Paul and Pacific has trackage rights over PC 
Seatonville Junction to Granville Junction. 

Information for Line Retention Decision 

This line is used to interchange traffic with the CMS& 
P&P and the C&NW also operates over this line via 
trackage rights. This traffic can be interchanged at 
Chicago. 

USRA Recommendation 

It is not recommended that this portion of the Kanka­
kee Branch be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Milwaukee Road is opposed to any chang . 

t 
. th' 1· e in its presen serVJce over 1s me. 

-One of the principal concerns expressed by sh· . 
pers is the proposed link for interchanging. Ip 
-The Joanna Western Mills Company has recent! 
improved its siding and wishes to retain service / 
the Milwaukee. Y 
-The Railway Clearance Association, Bethlehem 
Steel, and General Electric all indicated that the 
line was part of an important clearance route. 

-The BN has made application for authority to pur• 

chase segment No. 434. 

-The Milwaukee will acquire what is necessary to 
protect its ability to continue serving present cus-
tomers. 
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USRA ANALYSIS 

pORTION OF THE CHURCHILL SECONDARY 
TRACK 

USRA Line No. 434a 

Penn Central 

Milwaukee to 
Davis Junction 

\ i . 
BN to Zearing : 

i . . . 

C&NW to Dekalb 

:i . 
• CHURCH ILL 

.. . 
LADD JUN~~-l~tt: •• \ • Spring Vall ey ~--. 

--~ PO RTION CHURCHILL 
BN to Streator 'fseatonville SECON DARY TRACK. PC 

I 
/ ,:;__ PC to Streator 
\ (Mil waukee has trackage 
· rights to Granville Junction) 

This portion of the Churchill Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Ladd Junction (Milepost 194.3) to Churchill, I ll. 
(Milepost 196.9), a distance of f.6 miles, in Bureau 
County, Ill. A continuation of this line extends south­
westward to Hennepin. This line connects with the 
Chicago, Milwaukee, St. Paul and Pacific Railroad to 
Mendota at Ladd Junction. It also connects with the 
Chicago and North Western line to Sycamore. 

Information for Line Retention Decision 

This line is used to serve USRA Segment No. 435. 
The preliminary recommendation for Segment 435 is 
that it not be included in the ConRail System. 

USRA Recommendation 

It is not recommended that this portion of the 
Churchill Secondary Track be included in the ConRa.il 
System. 

434a 
ILLINOIS 

PUBLIC RESPONSE AND RSPO COMMENT 
- Specific response to # 434A was light, although it 
was usually included in references to the "Kanka­
kee Belt." 
- The Railway Clearance Association and Bethle­
hem Steel listed this connection with the Chicago 
and North Western as a valuable clearance route. 

173 



J 
) 

s 
] 

1 
'] 

i: 
t 
e 

435 
ILLINOIS 

USRA ANALYSIS 
PC TRACKAGE RIGHTS OVER BURLINGTON 

NORTHERN 

USRA line No. 435 

Penn Central 

BN to Chicago 

\ _ ... ··A 
ZEARING ••• :'.,_/ ~ 

'\. Milwaukee Road to 

.. ••f • 6·6 miles Davis Junction 

BN to Galesburg/ 

PC TRACKAGE RIGHTS OVER 
BURLINGTON NORTHERN 

PC y PC to O,urchill 

Junctio{~.-' ~ £ _ 
.. ----.. ----

, .,. : \•• ••• ~ BN to Streator 
I • •• ' : . 
I : LADD JUNCTION 

Seatonville O • 
1+--pc to Streator 
I (Milwaukee has Trackage 
I Rights to Granvill e Junction) 

These PC trackage rights over the Burlington North­
ern extend from Lrdd JWMtion (Milepost 193.8} to 
Zearing, Ill. (Milepost 200.4}, a distance of 6.6 miles, 
in Bureau County, Illinois. This line is owned by the 
Burlington Northern; PC operates over it by trackage 
rights. At Ladd Junction, this line connects with the 

PC Kankakee Branch to Streator, and the Chicago, 
Milwaukee, St. Paul and Pacific to Davis Junction. At 
Zearing, it connects with the Burlington Northern to 
Chicago and Galesburg. It also connects with PC's 
Churchill Secondary Track at Ladd Junction, which is 
also under study in this Report. A portion of the PC 
Kankakee Branch is also under study in this Report. 

Information for Line Retention Decision 

PC trackage rights over this line are used to inter­
change traffic with the BN. This interchange can be 
undertaken at East St. Louis, Peoria Streator or 
Chi ' ' cago. 

USRA Recommendation 

It_ is wt recommended that trackage rights over this 
p portion of the BN be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The United Transportation Union was opposed 
to abandonment of this and the other segments of 
the "Kankakee Belt." It is regarded as being an 
efficient and valuable interchange network. See seg­
ment #434 for comments regarding clearance 

routes. 
-The Milwaukee will acquire what is necessary to 
protect its ability to continue serving present cus­

tomers. 
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USRA ANALYSIS 

PORTION OF THE CAIRO BRANCH 

USRA Line No. 605a 

Penn Central 

PC to Decatur 

~ 1.- PC to Danville 
PC to East , I 
St. Lou is~---' 

ft~ ~~u~: st T 
~---

1 
33.9 miles 

l_ 

PARIS PC to Terre Haute 

- - -I --
Marshall 

PORTION OF THE 
CAIRO BRANCH . PC 

v 
HUTSONVILLE 

I .- PC to Cairo 

I 

This portion of the Cairo Branch, formerly part of 
the New York Central RR , extends from Paris (Mile­
post 37.1 ) to Hutsonville, JU., (Milepost 71.0), a dis­
tance .of 33.9 miles, in Edgar, Clark, and Crawford 
~ounties, Ill. At Paris, the line continues north to Dan­
~Ille and Indiana Harbor, Ind., and at Hutsonville the 
hne continues south to Cairo. Also at Paris the line 
co t · · h ' nnec s wit the PC Peoria Secondary Track and the 
PC Lenox-to-Davis line to East St. Louis and Terre 
Haute. The two connecting lines the PC Lenox-to­
Davis line, and the PC Peoria S~condary Track are 
also under study in this Report. 

USRA Recommendation 

B It is not recommended that this portion of the Cairo 
~a~ch be included in the ConRail System. ConRail will 

utilize this line only if Southern Illinois coal traffic 
cannot be rerouted. 
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605a 
ILLINOIS 

PUBLIC RESPONSE AND RSPO COMMENT 
-This segment of that portion of the Cairo Branch 
running from Danville south to Olmsted, is one of 
four segments which were not included in the 
Plan-USRA Lines No. 605a, 605b, 606, and part of 
606a, and three segments which were included­
USRA Lines No. 605, part of 606a and 607. This frag­
mentation received heavy criticism. The Cairo 
Branch is reportedly the shortest and most direct 
route for Southern Illinois coal to the Chicago area 
and is currently a high-volume through route for 
that commodity. 
-The Brotherhood of Locomotive Engineers stated 
that the entire branch now meets FRA Class I track 
standards. 
-Respondents along the Branch testified that the 
ICG cannot meet car supply demands, rerouting 
would be too circuitous, and the short haul for the 
I CG would create no incentive for that railroad to 
provide cars and service needed. 
- Union Carbide suggested that, if the line is to be 
segmented, the logical break should be the PC in­
tersection near Marshall instead of Hutsonville, 
leaving all of 605b and the Hutsonville to Marshall 
portion of 605a in to provide access for considerable 
traffic moving northeast from Robinson. Apparently 
litt le local traffic moves on 605a. 
-The United Transportation Union reported the 
300 round trips per year used by USRA in the Plan 
is double the actual number (3 per week). 

-The ICG does not believe that 605a would be a vi­
able addition to its system, but is negotiating with 
USRA to develop the most efficient route for the 
movement of coal. 



605b 
ILLINOIS 

USRA ANALYSIS 
PORTION OF THE CAIRO BRANCH 

USRA Line No. 605& 

Penn Central 

I 
If- PC to Danville 

I 
HUTSONVILLE 

10.2 mil es➔ f- PORTION OF THE 
CAIRO BRANCH , PC 

ICG to Effingham ICG to Indianapolis 

···-~·-······ ,i ROBINSON 
PC to Cai ro -tf 

This portion of the Cairo Branch, formerly part of 
the New York Central RR, extends from HutsonviUe 
(Milepost 71.0) to Robinson, Ill. (Milepost 81.2), a dis­
tance of JO£ miles, in Crawford County, Ill. At Hutson­
ville, the line continues north to Danville and at Robin­
son, south to Cairo. A connection is made with the 
:plinois Central Gulf at Robinson. Both continuations 
are also under study in this R~port. 
Summary of USRA Data 
Stations (with their 1973 carloads) se"ed by this Une: 

ButsonviUe --------------------------------------- 2, HS 
Trimble ------------------------------------------- 11 
Roblosoo ' ----------------------------------------- 45 

Total carloads generated by the Uoe ______________ 2, 199 

Number ot round trips per year_____________ ________ 300 
Estimated tlme per round trip (hours)_____ __________ 1. 5 
1 Includes only traffic on segmenL 

Revenue received by PC __________________________ $368, 801 

Average revenue per carload._____________ $168 

Variable (avoidable) cost or cootlnaed 
service: 

Cost Incurred oo the branch line ________ 133, 755 

Cost ot upgrading branch line to FRA Class 
I : (1/10 ot total upgrading cost)______ u, 229 

Cost Incurred beyond the branch Une ____ 286, 660 

Total variable (avoidable) cost.____________ 431, 714 

Net cootrlbutloo (loss) : total --------------------- (62,913) 
USRA Recommendation 

B It ishnbeot ~ended that this portion of the Cairo 
ranc mcluded in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-See comments on USRA Line No. 605a. 
- Union Carbide pointed out a significant er . , 1 d . ror 1n 
USRA s car oad ata for Robinson-stating th 
Union Carbide and Marathon Oil shipped a tot I a: 
1,487 carloads north on this line in 1973. a 

0 

-The Central Illinois Public Service Company . oper-
ates a coal-fired 218,000 kilowatt power plant t 
Hutsonville, which will use over 3,000 carloads ~f 
coal in 1975. 
-~?ss of rail servi~e ~ould seriously impair the 
ab1ht)'. ~f Central !lhno1s Power to serve its 760,000 
electnc1ty consummg customers. 
-Peabody Coal Company plans to ship 100 000 t 
of coal in 1975 from its Will Scarlet Mine ~t Sto::~ 
furt north on the Cairo Branch to Hutsonville 
-The ICG believes that 605b/606/606a would. be 
viable addition to its system and is interested i~ 
acquisition pending the outcome of negotiations with 
USRA. 

-The Federal Power Commission points out the im­
portance of this line and lines 606 and 606a to the 
200 megawatt electric power generating plant at 
Hutsonville, which receives about 200,000 tons of 
coal per year by rail. 

_J 
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USRA ANALYSIS 

PORTION OF CAIRO BRANCH 

USRA Line No. 606 

Penn Central 

PC to Dan vi lie and Ch icago 

~ / ... "/ .. / 1 •• ....... ROBltlSON 

ICG to Effingham •;•••••• 

45. 1 miles 
ICG to Indianapo li s 

SOU to St. Louis 

~ " ··········· 
PC 10 Harrisburg / 
Ill. and Cairo / 

~ I 
I 

········ 

PORTION OF PC CAIRO BRANCH 

SOU to Lou1sv1lle 

........ ······t(.· 
MOUN T CARMEL 

I,______ 
I PC to Evansv ille 
I 

This portion of the Cairo Branch, formerly part of 
the New York Central RR, extends from Robvns011 
{Milepost 81.2) to Mount OarTMl, Ill. (Milepost 126.3), 
a. distance of 45.1 miles, in Crawford, Lawrence, and 
Wabash Counties, Ill. At Robinson, this line continues 
north to Danville and, at Mount Carmel, south to Cairo. 
Other connections are: the I llinois Central Gul f RR 
at Robinson; the Baltimore-Ohio RR at Lawrence­
ville; the Southern Railway at Mount Carmel, and the 
PC Evansville Secondary Track at Mount Carmel. The 
continuations of this line as well as the PC Evansville 
Secondary T rack are also under study in this Report. 
Summary of USRA Data 

Stations (with thei r 1973 carloads) served by this line: 

Robinson' --------------------------------- - ------- 1, 493 
Flat Rock__________________________________________ 111 
Pinkstaff 16 

Lawrence;ii1; ------------------------------------= 275 
Allenda le ------------------------------------------ 39 
Mt Carmel'---------------------------------------- 566 

Total carloau~ generated by the line ____________ 2, 500 
Number of round trips per year__________________ ___ 300 
Estima ted t ime per round trip (hours)______________ 5. 5 
1 Includes only t raffic on segment. 

: evenue received by PC _________________________ $726, 760 

verage revenue per carload________ _____ $291 
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Variable (avoidable) cost of continued 
service : 

606 
ILLINOIS 

Cost Incurred on the branch Uoe________ 471, 305 
Cost of upgrading branch line to FRA 

Class I : ( 1/ 10 ot total upgrading 

cost) - ----------- --- --------- --- ---- 44,448 
Cost Incurred beyond the branch line____ 282, 172 

Total variable (avoidable ) cost______________ 797, 925 

Net contribution (loss) : totaL____________________ (71, 165) 

USRA Recommendation 

It is not recommended that this portion of the Cairo 
Branch be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-See commen ts on USRA line No. 605a. 
-Pacific Press and Shear Co., stated its need for 
rail service at its Mt. Carmel plant. Pacific's inbound 
traffic is 4,000 tons of steel plate per year instead of 
the 2,700 tons indicated in the Plan. 
-The Mayor of Mt. Carmel estimated a daily traffic 
potential of 200,000 tons outbound and 100,000 tons 
inbound of agricultural products, coal, etc. 

-Chessie would continue to provide rail service to 
Lawrenceville shippers only, who would otherwise 
be without service if 606 were abandoned. 

'~ ' 
11 

\ 



606a 
ILLINOIS 

USRA ANALYSIS 
PORTION OF THE CAIRO BRANCH 

USRA Line No. 606a 

Penn Central 

PC to Oan.,fle 
and Ouap / 

'\.1 
Souto St. Lotus / 

, •••••• , MOUNT CARMEL 
···'I,··· 

\ Sou. to Lou1n1lle 

\ 

/.

6~~ moles L&h SL Loo,s ••• •~:.:~C~::,:~:.::•Ulr 

\. .. 
•••••••••• · ·•···• ·~ L-IN co Evans\11 lle O to Flora Cam, 

L&M to He Leansboro ••• •• + ~ 
•-l ••• Homs C,11 "'-. 

••... •• ••• .-, PORTION OF TH E CAIRO BRANCH . PC 
to Groat ·• ·•. \ 

't ............ : .. Eldora.do • B&O tD Shawn«tDwn 

·--~ 
PC to Delta Hine ··•. L&N tD Sha.•ntttown v--/• HARRISBURG 

//f--pc 10 Cano 

This portion of the Cairo Branch extends from 
Mount Carmel (Milepost 126.3), to Harrisburg, Ill. 
Milepost 188.7), a distance of 6B4 miles, in Wabash, 
Edwards, White, Gallatin, and Saline Counties, Iii. At 
Mount Carmel, this line continues north to Danville, 
and at Harrisburg, south to Cairo. In addition, the line 
connects with the Southern Ry. St. Louis-Louisville 
Line at Mount Carmel, the Illinois Central Gulf to 
Mattoon and Evansville at Grayville, the Lousville & 
Nashville at Carmi and Eldorado, the Baltimore & 
Ohio Shawneetown Branch at Norris City, the PC 
Saline Valley Branch at Harrisburg, and the PC Evans­
ville Secondary Track at Mt. Carmel. Another connec­
tion is also made with the Illinois Central Gu.If at 
Eldorado. The line's continuations at Mount Carmel 
and Harrisburg are also under study in this Report as 
is the PC Saline Valley Branch and Evansville Sec­
ondary Track. 
Summary of USRA Data 
Stations (with their 1973 carloads} served IJy this line : 

Keensburg ----------------------------------------­
Grayville ------------------------------------------
Crossville ----------------------------

67 
129 

66 
Carmi----------------------------- --------------- 147 

;~:i:~~;~====================================== 1,: Total carloads generated by the line _____________ 2,29C> 
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Number of round trips per year_____________________ 30() 
Estimated time per round trip (hours)________________ 12 
1 Includes only traffic on this segment. 

Revenue received by PC___________________________ $458, 607 
A,·erage re,•enue per carload____ ____ _____ $200 

Variable (avoidable } cost of continued 
ser,•lce: 

Cost incurred on the branch line________ 737,601 
Cost or upgrading branch line to FRA 

Class I : 1/10 of total upgrading cost} 62, 688 
Cost Incurred beyond the branch line___ 297, 552 

Total variable (avoidable} cost_ ________ ____ 1,097,841 

Net contribution ( loss} : totaL ____________________ ( 639, 234) 

USRA Recommendation 

It is not recommended that this portion of the Cairo 
Branch be included in the ConRail System e3Jcept be­
tween Mt. Carmel and Eldorado. 

PUBLIC RESPONSE AND RSPO COMMENT 
-See comments on USRA Line N o. 605a. 
-Respondents considered as confusing and ambig-
uous the USRA recommendation that Line No. 606a 
not be included in ConRail except between Mt. Car­
mel and Eldorado, but that segment would be oper­
ated only if shippers were unable to reroute coal 
traffic. 
-Public Service Company and Amax Coal Com­
pany were particularly concerned because Amax 
projects the shipment of 3 to 6 million tons of coal 
per year from their Wabash mine near Keensburg 
to Public Service's Gibson Station at Skelton. It is 
only six miles from Keensburg to Mt. Carmel and 
there is no reasonable alternative routing. 
-The Sahara Coal Company operates three mines 
on the Saline Valley Branch (USRA Line No. 607b) 
west of Harrisburg. Sahara shipped over 1.9 million 
tons of coal in 1974, 61 percent on the PC and 39 
percent on the ICG. Sahara says the ICG is per­
petually short of cars and unable to meet present 
demand. The company would have to close two of 
its mines, laying off nearly 400 workers, if it lost 
access to the PC. 
-At Eldorado, the Federal Wholesale Division of 
Scot Lad Foods, Inc., is located on the PC siding. 
It receives 2,300 cars per year. According to Federal, 
neither the ICG nor the L&N have the facilities in 
E ldorado to handle Federal's traffic. 
- Other shippers and receivers included Warren 
Petroleum Company (1974-90 cars) and Halliburton 
Services (1974-11 cars) in Crossville, Illinois. 



USRA ANALYSIS 
PORTION OF PEORIA SECONDARY TRACK 

USRA Line No. 609 

Penn Central 

l('•rta6•1PCW ICG•O...,aip 

T~P ~ pu. ~ 1 llh•I· r .... 111,ai• ChlfflCl&l('I "-.~ j N&••Oia,.andFott ff•-,n• 

IC,11tP_,..• ~ / a&O 1D lnd,anac,eh1 
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' :::~:''.~•: :Lo• ,11 1~ lr,,•• i , .: I✓ to c.aro 
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1
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ICU • S(. L•• M4 NI P c. Sulhnn ICG to~•• PARIS (HIOLAHD) 

a&O ■ S,Oocfilld I • J '-
l 

POIITtoN OF THE PEORIA N " t.o Eau Si Leu•;,.... ,:" I ~, 
SECONDARY TRACK PC PC• Eaat Sc L•n • I 

I\ PC• TWNI Hau11 

i,----T0f"'111n PC11tC...,e 

This portion of the P eoria Secondary Track, former­
ly part of the Pennsylvania RR, extends from Paris 
(Milepost 21.3) to Decatur, Ill. (Milepost 92.2), a dis­
tance of 70.9 miles, in Edgar, Coles, Douglas, Moultrie, 
and Macon Counties, Illinois. At Decatur, this line con­
tinues to Peoria. Connections are: at Paris, the Cairo 
Branch and the Lenox-to-Davis Line, both P C, 
the Norfolk & Western Ry's Frankfort-St. Louis line 
at Oakland, the Illinois Central Gulf to Chicago and 
Cairo at Arcola, the C&EI to Chicago and Chaffee, the 
Norfolk & Western to Bement and Sullivan at Loving­
ton, the Chicago & Eastern Illinois at Arthur, and the 
Illinois Central Gulf to Mattoon at Hervey City. From 
Hervey City to Maroa, the PC operates via trackage 
rights over the Illinois Central Gulf. Additionally, at 
Decatur, this line connects with the Norfolk & ·western 
to Chicago, Ft. Wayne and St. Louis; Illinois Central 
Gulf lines to Freeport, Urbana and Centralia and Lin­
coln, the Baltimore & Ohio to Springfield and Indiana­
polis and the Illinois Terminal RR and the Norfolk & 
Western to Springfield. The PC Cairo Branch, the PC 
Lenox-to-Davis line and the continuation at Decatur 
are also under study in this Report. 

Summary of USRA Data 
8tat1ons (with their 1973 carloads) sen·ed by this line: 

Redmon -------------------------------------------
Borton 

Oakland -------------------------------------------
Mlndsboro 

---------------------------------------Kemp_ 

13 
26 
68 
74 
80 --------------------------------------------~a 1 

~~::~:ri ~~; ---------------------------------------- ~ 
Arthur --------------------------------------- 166 

~~;:::-:::::=::::--------------------------~ .:: 
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Lake City ____ _ 
----------------------------Prairie Hall 

Mount Zion_________________ _ -----------------=-
Turpin ------------------------------------

172 
148 

0 
1 

Total carloads generated by the line _____________ 1, 087 
Number ot round trips per year___ __________________ 250 
Estimated time per round trip (hours) ______________ s. 5 

Revenue received by PC ___________________________ $243, 028 

Average revenue per carload_______________ $224 

Variable (avoidable) cost ot continued 
service: 

Cost Incurred on the branch line _________ 609, 848 
Cost or upgrading branch line to FRA 

Class I (1/10 of total upgrad ing cost)__ 91, 360 
Cost incu rred beyond the branch line____ 126, 699 

Total va riable (avoidable ) cost________ ______ 827, 907 

Net contribution (loss) : TotaL ____________ (584,879) 

USRA Recommendation 

It is not recommended that this portion of the Peoria 
Secondary Track be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Illini FS, Inc., operates two agriculture retail 
outlets on segment #609. These two businesses sup­
ply area farmers over 8,000 tons annually of fer­
tilizer, chemicals, etc., and would be forced to close 
both facilities if the line were abandoned. 
-Effingham Equity, Fairbanks, testified that if the 
entire line cannot be kept, the three-mile segment 
from Fairbanks to Arthur should be kept open to 
provide access to the C&EI at Arthur. 
- Cereal Mills, Inc., at Paris, Ill., received 10,281 
carloads in 1974. The mill depends upon rail access 
to the surrounding farm community. Without seg­
ment # 609 the distribution pattern for the raw farm 
products would be altered, and Illinois Cereal Mills' 
production would be cut. 
-The Mayor of Paris and the Paris Chamber of 
Commerce reported that the community is heavily 
dependent upon this line. 
-The United Transportation Union challenged 
USRA for not including Paris and Decatur traffic 
in the profitability calculations. Virtually all of the 
traffic for Decatur moves over 609 from Paris. With­
out segment #609, the total revenue for Decatur 
traffic would be lost to Consolidated Rail Corpora• 
tion. 



610/610a 
ILLINOIS 

USRA ANALYSIS 
PORTION OF PEORIA SECONDARY TRACK 

USRA Line No. 610/6100 

... 
/ '', 

PC to Fanndale 

Penn Central 
: ICG to Madison 
;...-

MAROA 

PORTION OF PEORIA SECONDARY 
TRACK: PC HAS TRACKAGE 
RIGHTS OVER ICG 

ICG ID Peoria ICG to 0,ampaign 

••• .l, J,. .·,/ll inois Tenninal to Champaiin 

N&W to Kansas Ci~•··... ..••: •• •:. vH&W to Oiicaio and Fort Wayne 

.__. ......... :;; ••~:::••DECATUR 
··_;)i ....... ·: ,······ -

Illinois Tenninal ./ ) \ •• B&O ID Indianapol is 

ID Sprinifield ./ / : \ +-- ICG ID Mattoon (PC has •• r Trackage Rights to 
ICG to Centralia Hervey City) 

H&W to SL Louis and 

B&O to Sprinrfield 

PC tra-0kage rights over this portion of the ICG ex­
tends from DecalJur (Milepost 95.5), to Maroa, I ll. 
(Milepost 107.5), a distance of n.o miles, in Macon 
County, Ill. At Decatur the line continues southeast to 
Paris and, at Maroa, the line continues northwest to 
Peoria. This section of track is owned by the Illinois 
Central Gulf and PC operates via trackage rights. From 
Maroa, the Illinois Central Gulf continues to Freeport. 
Also at Decatur the line connects with the Norfolk & 
Western to St. Louis, Chicago and Fort Wayne; the 
Illinois Central Gulf lines to Freeport, Urbana, Cen­
tralia and Lincoln ; the Baltimore & Ohio to Springfield 
and Indianapolis; the Illinois Terminal RR ; and the 
Norfolk & Western to Springfield. The northwest PC 
line from Maroa is also under study in this report. Aban­
donment application filed by TI!inois Central Gulf, Jan­
uary 16, 1973, Docket No. AB-5, Sub. 156; with USRA, 
Docket No. 75-61, for most of the line. 
Information for Line Retention Decision 

These trackage rights over the ICG are used to serve 
"£!SRA Segment No. 611. The preliminary recommenda­
t10n for Segment 611 is that it not be included in the 
ConRail System. 
USRA Recommendation 

!t is ~t recommended that the trackage rights over 
thIS portion of the ICG be included in the ConRail 
System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Review by the Office revealed no public testimony 
on this line. 

_J 



USRA ANALYSIS 

PORTION OF PEORIA SECONDARY TRACK 

USRA Line No. 61 1 

Penn Central 

PC to Peoria ICG to Clinton 

' / I 
', WAYN ESVILLE "f PORTION OF PEORIA 

.//SE~ONDARY TRACK . PC 

/~ / / _ _..-.-1cG to Chicago 

Midland Ci~.• ~ .• •· Kenney /.--BICI G t~ 

.. ··r· .·· '-.... . oomington 
• •, 19.5 miles • MAROA 

ICG to Havana .• \ ~/ \ 

ICG to Springfield ;••. 

I CG I ine to Decatur (PC operates 
under Trackage Rights Agreement) 

This portion of the Peoria Secondary Track, for­
merly part of the Pennsy 1 vania RR, extends from M rrroa 
(Milepost 107.5), to Waynesville, Ill (Milepost 127.0), 
a distance of 19.5 miles, in Macon and Dewitt Counties, 
Illinois. At Maroa, the line continues southeast to Paris, 
and nt Waynesville it continues northwest to Peoria. 
This line connects with Illinois Central Gulf lines at 
Kenney and Midland City. The portion beyond Maroa 
is owned by the Illinois Central Gulf: P C operates un­
der a trackage rights agreement. The continuations are 
also under study in this Report. An abandonment ap­
plication was filed before the Interstate Commerce Com­
mission Docket No. AB-5 Sub. 156, and with USRA, 
Docket No. 75- 61. 
Summary of USRA Data 

Stations (with their 1973 caloads) ser ved by this line: 
~~ u --------------------------------------------Rowell --------------------------------------------
Kenney ---- --------------------------- ----- - ------Midland City ______________________ ________________ _ 

Tabor ----------- ---------------------------------­
Waynesville --- ------------------ - -----------------

1 
3 

16 
356 
183 

Total ca rloads generated by the line________ ___ __ 574 
Number ot round t r ips per yea r_____ __ _______________ 150 
Estimated time per round trip (hours)______________ 10 

Revenue received by P C ____ __ _____________ ________ $124, 945 

Average revenue per carload ______________ $218 

Variable (avoidable) cost of continued 
service : 
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Cost Incurred on tbe branch line ________ 211,973 
Cost of upgrading branch line to F RA 

class I (1/10 of total upgrading cost)__ 46,447 
Cost incurred beyond the branch line____ 60, 568 

Total va riable (avoidable) cosL___________ 318, 988 
Net contribution (loss) total _____________________ (19-!, 013) 

USRA Recomm endation 

It is not recommended that this portion of the Peoria 
Secondary Track be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Service to segment No. 611 is out of Decatur 
over segment No. 610/610a because a washout closed 
the line north of Waynesvi lle . 
-The United Transportation Union reported that it 
would have been an inexpensive job to repair the 
washout two years ago when it occurred. 
-The UTU reported that service to No. 611 is on an 
as-need basis, approximately once a week, instead 
of the 150 trips per year reported by USRA. 
-The Illinois Terminal Railroad Company Wishes 
to acquire a ll PC property between Peoria and 
Decatur, including yard and terminal facilities. 
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USRA ANALYSIS 
PORTION OF PEORIA SECONDARY TRACK AND 

ALLENTOWN SECONDARY TRACK 

Penn Central 

USRA Line No. 611 b 

Fannclale Juncti on 

EAST PEORIA TP&W to Effner -----r-
_..,. ••••• . ·i-/_ 

P&PU to Peoria •... •••••••••:.. N&W to Lafayette ····· -
• Morton k' AT&SF to Ancona .,,. ......... ··":······ 

IT to Peoria • 

... •·f 
A T&SF to Pek in 

Al lentown PC (P&E) 
• . to lndianapol is 
; Downing / . 

PC (P&E) to Peoria~- - - ~ - - - - - - - 40.5 miles 

IT to SL Lou~f 

PORTION OF PEORIA _............ •••• i'icG to Bloomincton 
SECONDARY TRACK ANO ••• 
ALLENTOWN SECONDARY 
TRACK , PC 

........ -:- ICG to Ch icago 

ICG to l'lurrarsville 

~ .. · j , PC to Decatur 
ICG to East SL Louis / , ./ 

ATLANTA ~ 

This portion of the Peoria Secondary Track and the 
entire Allentown Secondary Track, formerly part of 
the Pennsylvania. RR, extends from .Atl,anta (Milepost 
131.6} to E(JJJt Peoria, Ill. (Milepost 172.1 }, a distance 
of 4{).5 miles, in Logan, Tazewell, and Peoria Counties, 
Ill. At Atlanta. this line continues southeast to Paris, 
and it also connects to the Illinois Central Gulf line to 
Chica.go. Other connections include: The Illinois Cen­
tral Gulf to Chica.go at Minier, the PC Peoria & Eastern 
to Peoria at Downing, the TI!inois Terminal to Peoria 
at Allentown, the Santa Fe to Chica.go at Morton, the 
Norfolk & Western and the Toledo Peoria & Western 
(both to Peoria) at Farmda.le, and the Peoria & Pekin 
Union at Ea.st Peoria. The PC Peoria & Ea.stern line, 
as well as the continued portion from Atlanta, a.re also 
under study in this Report. Furthermore, the Illinois 
Terminal maintains the line from Milepost 162.5 to 
167.8 and from Milepost 167.8 to 172.1. P C operates via 
trackage rights granted by the Norfolk & Western be­
tween Fa.rmdale Jct. and P. & P.U. J ct. P C has filed for 
abandonment (1-16-73 Docket No. AB-5-156) of their 
trackage rights on this portion of the line owned by 
the Norfolk & Western. 
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Summary of USRA Data 
•Stations (with their 1973 carloads) served by this 

line : 
Ml JOY-------------------------------------------- 1 
Armington ------------- --- ---- - -------------------- 74 

Hittle --------------------------------------------- O 
Minier --------------------------------------------- 0 
Tazewell ---------------------------------------- 17 
Morton ------------------------------------------- 566 

Total carloads generated by the line______________ 648 
Number ot round trips per year______ ___ _____________ 120 
Eletl.mated time per round trip (hours) --- --- - ------ -- 12 

Revenue received by PC--------------- ----------- $113, 738 
Average revenue per carload--- ----- - - --- $176 

Variable (avoidable) cost ot continued serv­
ice : 

Cost Incurred on the branch line ________ 284, 9'l9 

Cost ot upgrading branch line to FRA 
class I (1/10 of total upgrading cost) __ 75, 464 

Cost incurred beyond the branch line____ 56, 134 

Total variable (avoidable) cost____ _____ ___ _ 416, 527 

Net contribution (loss ) : TotaL __________________ (302, 789) 

USRA Recommendation 
It is not recommended that the Peoria. Secondary 

Track a.nd the Allentown Secondary Track be included 
in the Con.Rail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Rail Tech and Associates reported that the At­
lanta Agricultural Center is an active rail user re­
ceiving traffic at Atlanta, but USRA reported no 
traffic at Atlanta. 
-The Eminence Grain and Coal Company at Mt. 
Joy reported that rail service was necessary because 
all area roads are posted against heavy truck traffic. 
-The United Transportation Union reported 18 
rail users along segment No. 611b and said that the 
traffic potential would be very good if the shippers 
were offered better service. 
-The Illinois Terminal Railroad Company wishes 
to acquire all PC property between Peoria and 
Decatur, including yard and terminal facilities. 

-
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USRA 
line number 

399 
414 
417/417a 
418 
419 
420 
423 
429 
521 
523 
524 
556 
557 
565 
571 
574/574a 
578 
579a 
582 
584 
585/586/587 
589 
590 
591 
593 
596 
597 
602 
622/623 
630 
633 
700 

577a 

520a 
554 
571 a 

401 
467 

INDIANA 

Terminals 

Intrastate 

PC 

Goshen to Shipshewana 
Hartsdale to East Gary 
Auburn Junction to Waterloo 
Kendallville to State Line 
North Manchester to Mexico 
North Manchester to Columbia City 
Logansport to Culver 
Decatur to Ridgeville 
New Castle to Richmond 
Anderson to Elwood 
Elwood to Kokomo 
Richmond to Lynn 
Lynn to Ridgeville 
Ben Davis to Greencastle 
Cedar Grove to Brookville 
Lebanon to Brant 
Emporia to Knightstown 
Knightstown to Carthage 
Columbus to Flat Rock 
Fenns to Shelbyville 
Shelbyville to North Rushville 
North Vernon to North Madison 
North Madison to Madison 
Cory to Worthington 
Martinsville to Rincon Junction 
Duff Junction to Washington 
Rincon to Sandborn 
Waveland to Crawfordsvi lle 
Lebanon to Fisherburg 
Effner to Kenneth 
Richmond to Indianapolis 
Columbia City Secondary Track at North 

Manchester 

Interstate 

PC 
Indiana to Illinois 

Sheff, Ind. to Kankakee, Ill . 

Indiana to Ohio 

Richmond, Ind. to Eaton, Ohio. 
Hunter, Ind. to Glen Karn, Ohio 
Valley Junction, Ind. to Cedar Grove. Obin. 

Indiana to Michigan 

South of Angola, Ind. to Montgomery, Mich. 
Michigan City, Ind. to Buchanan, Mich. 
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399 
INDIANA 

USRA ANALYSIS 
SHIPSHEWANA BRANCH 

USRA Line No. 399 

Penn Central 

SHIPSHEWANA 

PC Chicago­
Buffal o~ine 

7 ;-, 
f--- pc SHIPSHEWANA 

BRANCH 

To Elkhart GOSHEN ,._r To Toledo 

I ~ ' 
PC Michigan Brandi ID 
Warsaw and Marion 

The Shipshewana Branch, formerly part of the New 
York Central RR, extends from Goshen (Milepost 0.2), 
to Shipshewana, Ind. (Milepost 16.7) a distance of 16.5 
mil,ea, in Elkhart and LaGrange Counties, Indiana. 
This line connects at Goshen with the Penn Central's 
Chicago-Buffalo line and with the PC Michigan Branch 
to Warsaw and Marion. Penn Central has .filed a peti­
tion to abandon this line, I CC Docket No. AB-5 Sub. 
197. 

Summary of USRA Data 
Stations ( with their 1973 carloads) served by this 

line: 
Middleburg--------------------------- ------- 178 
Shipshewana ----------------------------- --- 275 
Goshen 

1 
------------------------------------- 25 

Total carloads generated by the line ____________ 478 
Number of round trips per year______________________ 50 
Estimated time per round trip (hours)_______________ 7. O 
1 Include• onlY shlooera on this segment. 

Revenue received by PC________________________ $115, 240 
Average revenue per carload__________ _ $241 

Variable (avoidable) cost of continued 
,service : 

Cost Incurred on the branch line______ 155, 781 
Cost of upgrading branch line to FRA 

Class I (1/ 10 of total upgrading 

cost) ----------- ----------------- so, 371 
Cost Incurred beyond the branch 

line---------------- - ------------ 50,026 

Total variable (avoidable ) cost__________ 236, 178 

Net contribution (loss ) : total. __________ _______ _ 
(120,938) 

USRA Recommendation 

I_t is not r~commended that the Shipshewana Branch 
be mcluded m the ConRail System. 

186 

PUBLIC RESPONSE AND RSPO COMMENT 
- Coachman Industries in Middleburg states that 
because of industrial development a six-fold in­
crease in employment occurred over the last decade. 
- If this line is closed, a 65 acre industrial park cur­
rently planned will not be developed. 
- The Goshen Chamber of Commerce questioned 
USRA's figures on revenue attributable to the line 
stating local shippers have paid over a half million 
dollars per year to the railroad. 
- The Cha mber of Commerce believes that PC has 
deliberately discouraged use of the line. 
- The LaGrange County Board of Commissioners 
estimates that the Pumpkin Vine branch could 
easily double its traffic under good service. 
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USRA ANALYSIS 

PORTION OF JOLIET BRANCH 
USRA Line No. 414 

Penn Central 
PC Ivanhoe Branch 
to Porter "-

P C to Ch1u10 '\_ / 
PC to Gibson , ✓ / 

olleston'-t-- _______ A / 
.... ~ ,, - EAST GARY 

/ , 12.8 m,l u 
-.,, '- , / 4- PORTION PC 

N&W 10 H"'"'"/ '- JOLIET BRANC!i 

EJ&E to Ga.ry ....._ ~ 
EL-C&O to Hammond \ South;;; 

GT1'f10 Ch,caeo \;, ,,.. l.;'~ ...... ...... ._.N&W to Fort Wa1ne 
PC 10 Indiana Hubor \ ,.. •, : · •• 

"- ~ -. • : •••••• · fl,..-- EJ&E to Porter 

I'' ~~\ c .. ,i~···' .. :::: .......... . 
Pc a, ', 'f(\ •. · : •· •· · •· ·• ~ GTW to Port Huron 

to !UfO '- '\ • •• • ~ ;_:• • • • • 

HARTSDAL'e', ••••• • / •, 
r-►. ..... ..-: .)1. ·, C&O to C1ncmnat1 
I -:: •• •·· I', E~h~/1a11on, 

PC 10 Joliet T \ ', 
EJ& E 10 Jol,et rt\ ~ 

I PC to lo1ansport 

PC 10 Danville 

This portion of the Joliet Branch, formerly part of 
the New York Central RR, extends from East Gary 
(i\filepost 0.0) to Ha1·tsdale, Ind. (Milepost 12.8), a dis­
tance of 1>3.8 miles, in Lake County, Indiana. T his line 
continues beyond H artsdale to Chicago Heights, Mat­
teson and Joliet. At East Gary, it connects with the Penn 
Central I vanhoe Branch at Liverpool with p c ·s line 
to Pittsburgh and at South Gary with the N&W main 
line to Fort Wayne. At Griffith the lines of the E L, C&O 
and GTW cross, as do two Elgin, ,Joliet and Eastern 
lines which converge and parallel this line through 
Hartsdale. At H artsdale, Penn Central's lines to 
Logansport and Danville cross, the latter also being 
under study in this Report. 

Summary of USRA Data 
Stations ( with their 1973 carloads) served by this line: 

Liverpool ------- ----- --- -------- ----------------- -- 3 
Ross---------- ----- ---- - - --- ------ ---------------- 8 
South Gary_____________________ ____________________ 12 
Griffith ll 
East Ga;;~=--------------- --------- ---------------- 180 
Gary '---------- -------- ------------ --------- --- --- 2 

Total carloads genera ted by the line_______ _______ _ 216 
Number ot round trips per year_____ ___ ______________ 52 
Estimated time per round t rip (hours)_____ _________ 3. 0 
1 Includes only tramc on segment. 

Revenue received by PC ___________________________ $39, 624 

Average revenue per carload____ ___ _________ $183 

Variable (avoidable) cost of continued 
service : 

Cost Incurred on the branch line ___ _______ 98, 566 
Cost or upgrading branch line to FRA Class 

I : (1/ 10 or total upgrading cost) _________ 0 
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Cost Incurred beyond the branch line ______ _ 24, 084 

Total variable (cost avoidable) ____ __ ___ ______ ____ 122, 650 

Net contribution (loss) : totaL ___________ ______ _____ (83,006) 

US'RA Recommendation 

It is recommended that this portion of the Joliet 
Branch from Milepost 0.0 to Mi?,epost 0.6 be included 
in the ConRail System. 

It is not recommended that this portion of the Joliet 
Branch from Milepost 0.6 to W.8 be included in the 
ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Review by the Office revealed no public testimony 
on this line. 
-The BN is interested in acquiring line segment414 
and is negotiating with USRA and the ICC to be per­
mitted to do so. 



417/417a 
INDIANA 

USRA ANALYSIS 
PORTION OF WATERLOO BRANCH 

USRA Line No. 417/417a 

Penn Central 

PC to Chicago 
• WATERLOO ---i / PC to Buffalo 

-- k"" 4.9 miles ..__ 
• ....._. .___PORTION OF 
•••• PC WATERLOO BRANCH 

B&O to Ch icago -..J(•. Auburn 

AUBURN ••••• 

JUNCTION L B&O to Pittsbureh 

This portion of the Waterloo Branch, formerly part 
of the New York Central RR, extends from Auburn 
Junctwn (Milepost 20.1) to Waterloo, Ind. (Milepost 
25.0), a distance of 4.9 miles, in De Kalb County, Indi­
ana. This line has two parts; the Waterloo-Auburn 
Junction link connecting the PC's Chicago-Buffalo line 
to the B&O Chicago-Pittsburgh line and the smaller line 
from Auburn Junction to Auburn. 

Summary of USRA Data 

Stations (with their 1973 carloads ) served by this line : 
Auburn 

1 
------------------------------------------ 269 

Auburn Junction____________________________________ 1 

Total carloads generated by the line________ ____ __ 270 
Average carloads per week____________________________ 5. 2 
Average carloads per mile._____________________ __ _____ 49.1 
Average carloads per train_____________ _____________ __ 3. 6 

Number of round trips per year________ ______________ 75 
Estimated time per round trip (hours)______________ 5 
1 Includes only sbtppen on segment. 

Revenue received by PC___________________________ $54, 873 
Average revenue per carload_______________ $203 

Variable (avoidable) cost of continued serv-
ice: 

Cost incurred on the branch line _________ 69, 666 
Cost of upgrading branch line to FRA 

Class I : ( 1/ 10 or total upgrading 
cost)-------------------------------- 12,327 

Cost Incurred beyond the branch line _____ 35, 896 

Total variable (avoidable) cost______________ 117, 889 

Net contribution (loss) : total ----------------- - (63,016) 

USRA Recommendation 

It is not recommended that this portion of the Water­
loo Branch be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Public response was light but indicated a definite 
community dependence upon rail. 
-The Auburn Foundry, one of the area's largest em­
ployers, would be forced to relocate-a serious blow 
to the local economy. Auburn Foundry is currently 
half-way through a major expansion to double its 
capacity. 
-Other testimony concerned the poor and declining 
service by the PC. The Mayor of Auburn has advo­
cated that service be continued as a spur off the 
B&O. Negotiations are also underway for the com­
munity possibly to purchase the line. 
-Total traffic of 670 carloads is projected for 1975 by 
three shippers. 
-Loss of service would cost the local economy 300 
jobs, with an associated income loss of $2.4 million. 

-The Chessie wishes to provide service to Auburn 
traffic only. 



USRA ANALYSIS 
PORTION OF GR&I BRANCH 

USRA Line No. 418 
Penn Central 

PC to Sturgi s and Nottawa 

I 
25.4 miles 

,/ 
I 

STATE LINE 

._PORTION OF PC 
GR & I BRAN CH 

N&W to Toledo 

../ N&W to Ch icago ....,. ......... W~j~~~•v•i;~e PC Ch icago-
~ Buffalo line -----

PC to Elkhart I 
14-P C to Fort Wayne 

This portion of the GR&I Branch, formerly part of 
the Pennsylvania RR, extends from K endallvule (Mile­
post 121.0) to the Michigan Stat<' line (Milepost 146.4), 
a distance of 25.4 mile.~. in Xoble and LaGrange Coun­
ties, Indiana. This line is part of the Penn Central's 
GR&I Branch which continues south to Fort Wayne 
and north to Nottawa. At Kendallville, the PC's Elk­
hart-Toledo line crosses and at "\Yolcott,·i lle, the Nor­
folk and Western Ry. connects with this line. Penn Cen­
tral has filed petitions to abandon this line: ICC Docket 
No. A.B-5, Sub. 1&2, USRA Docket No. 75-58. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line : 

Wolcottville -- -- - - --- ------------------------------ 34 
LaGrange----------------------------------------- 342 
Howe --------------------------------------------- 57 

Total carloads generated by the line_____ _________ 433 
Number of round trips per year_____ _____ _____ __ ____ _ 250 
Estimated time per round trip (hours) __ ___ ____ _____ 8. 0 
Locomotive horsepower ______________________________ 1,000 

Train crew size________ __ ___ _______________________ 5 
Revenue received by PC__________________ '$105, 842 
Average revenue per carload_______ ___ ___ $244 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the brancu line________ 290, 757 

Cost of upgrading branch line to FRA 
Class I: (1/10 of total upgrading cost)_ 43, 530 

Cost incurred beyond the branch line____ 61, 969 
Total variable (avoidable) cost ____ _ 

Net contribution (loss) totaL ____________ _ 

USRA Recommendation 

396. 256 
(290, 414) 

I t is not recommended that this portion of the GR&l 
Branch be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Rail Service Research Committee's research 
indicated nearly three times the revenue which 
USRA attributed to the line, and that only 5.7 miles 
of the trackage is below FRA Class I standards. 
-Due-Therm Division of Motor Wheel Corporation, 
the largest employer in LaGrange, is dependent upon 
rail to remain competitive. Duo-Therm reported that 
the additional cost of alternate transportation 
would by $250,000. The company is currently con­
sidering a new line of production which would in­
crease rail usage 50 percent. 
-The Indiana Farm Bureau estimated potential 
traffic of 1,550 tons per year . 
-The LaGrange County Chamber of Commerce 
estimated unemployment of 200 with accompanying 
income loss of $3,000,000 as a result of loss of service. 
-Sturgis Iron & Metal Company located adjacent 
to the line three years ago because of availability of 
through service and a daily switch from Ft. Wayne 
to Kalamazoo. The Company would retain actual 
service but would lose the through link. The com­
pany is just developing its 55 acre complex and esti­
mates annual traffic of 3,000 cars. 
-The number of round trips attributed to the line 
should be reviewed. 
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USRA ANALYSIS 
COLUMBIA CITY SECONDARY TRACK 

USRA Line No. 419 

Penn Central 
~C to Goshon 

~ ::.™"•~= .. /.L to ?'icaio 

;.:. :':.,::~---~·-·---k>a. -~ .. ,. .. 
/ ••••• f ff-pc to Marion, Ind. 

• • • • • • • COLUMBIA CITY 

Denver • SECONDARY TRACK, PC 

··-, .. 
N&W to Indianapol is 

The Columbia City Secondary Track, formerly part 
of the Pennsylvania RR, ext.ends from Memco (Mile­
post 14.3) to North Manchester, Ind. (Milepost 37.2), a 
distance of 1313.9 miles, in Miami and Wabash Counties, 
Ind. This line connects at North Manchest.er with PC's 
Michigan Branch. At Newton, it connects with the Erie 
Lackawanna line from Chicago to Hoboken. The Nor­
folk & Western Railroad's Michigan City-Indianapolis 
Line connects with this line at Denver. Penn Central 
has filed a petition to abandon this line (ICC Docket 
No. AB-5, Sub. 24; USRA Docket No. 75-49) . 
Summary of USRA Data 

Stations (with their 1973 carloads ) served by this line: 
Roann----------------------------- - ------ --------- 52 

Chill --------------------- ------------- ----------- 7 
Denver - - ----------------------- ----------------- - 7 
Mexico ------------ ------------------------------- 89 

Total carloads generated by the line___________ __ 155 

Number ot round trips per year____ ___ ______ __ _______ 100 
Estimated time per round trip (hours)_______________ 6. o 

Revenue received by PC__________________________ $76, 990 
Average revenue per carload__ ______ ______ $497 

Variable (avoidable ) cost of continued 
service: 

Cost Incurred on the branch line _________ 186, 672 
Cost ot upgrading branch line to FRA Class 

I : (1/ 10 ot total upgrading cost )______ 58, 208 
Cost incurred beyond the branch line_____ 52, 590 

Total variable (avoidable) co!!L____________ 292, 470 

Net contribution (loss) : total. ______ ________ (215, 480) 

USRA Recommendation 

It is not recommended that the Columbia City Sec­
ondary Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Indiana Rail Services Planning Commission 
challenged the USRA's figures. There were fewer 
than 40 round trips in 1973. The Plan reported sub­
stantial rehabilitation costs, but the Commission 
finds that the line already exceeds FRA Class I 
standards. 
-Loss of rail service on this line would cause three 
grain elevators to close; the loss would cost the local 
economy 32 jobs, $259,000 in personal income, and 
$26,200 in tax revenues. 
-The Indiana Farm Bureau estimates potential 
traffic of 6,900 tons of phosphates and potash per 
year. 
-Over the past five years, the elevator at Mexico 
has spent $200,000 on rail facilities to accommodate 
ten-car lots. 
-The estimated cost for upgrading this line to FRA 
Class I standards should be reviewed. The available 
information on the line indicates that the tie re­
placement estimate may be high. 

-



USRA ANALYSIS 
COLUMBIA CITY SECONDARY TRACK 

USRA Line No. 420 

Penn Central 

--;c---­PC to 0,icago 

NW to O,icago 

.J, 
············ 

COLUMBIA CITY 
(VANDALE) 

PC to P ittsburgh 

PORTION OF THE • • • • 
COLUMBIA CITY SECONDARY • • 

0 

• •--..NW to Ft. Wayne 
South Wh itley 

TRACK. Pi' -------. 

PC to Gosh..,_., 
I 
)..,,- +-N . Manchester Milepost 38.0 

,..,......-"'!N. MANCHE~TER 

,.. i lf--pc to Manon 

PC to Mexico 

This portion of the Columbia City Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Oolumhia City (Vandale) (Milepost 55.3·) to North 
Manchester, Ind. (Milepost 38.0). a distance of 17.3 
miles, in Whitley, Kosciusko and Wabash Counties, 
Indiana. A continuation of this line extends from N. 
Manchester to Mexico, which segment is also under 
study in this Report. At Columbia City, thls line con­
nects with the PC's Chicago-Pittsburgh line and at N. 
Manchester with the PC"s Anderson-Goshen Line. 

Information for Line Retention Decision 

The ICC approved this line for abandonment on 
April 12, 1973 (Docket No. AB-5 Sub. No. 25) . It has 
been kept in service to handle traffic generated on 
USRA segment No. 419. 

USRA Recommendation 

. It i~ not recommended that this portion of the Colum­
bia City Secondary be included in the ConRai1 System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Association reported that this line been ap­
proved for abandonment. It is kept open only as 
access to Line No. 419. 
-The Rail Services Planning Commission reported 
that the Farmers Coop Elevator at South Whitley 
has invested $200,000 over the past five years on rail 
facilit ies to handle ten-car lots. 
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-The South Whitley elevator shipped 130 cars last 
year and would have shipped 66 more if the cars had 
been available. 
- See comments on Line No. 419. 
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USRA ANALYSIS 
PORTION OF CULVER SECONDARY TRACK 

USRA Line No. 423 
Penn Central 

CULVER 

EL ID Ch icago EL to Marion , 

... )! .... ?.h_i~ •• i 
De Long 

C&O to Chicago 

..... + Kewanna 32.7 miles 

PORTION , CULVER ·•·•1· •·•••·• 
SECONDARY TRACK , PC_. ~ 

C&O to Cincinnat i 

LOGANSPORT N&W to Fort Wayne 
(FERN) --;/;---"-

- V~an •••••••• •• ~- .. 
Pc ID Ch

. --0:,. Logansport 
1cago ,~ •• •• ,- , 

and Effner .,.. \ PC to Colum bus , Oh io 
N&W ID St. Louis and Anderson . Ind. 

PC to Ind ianapo lis 
This portion of the Culver Secondary Track, for­

merly part of the Pennsylvania RR, extends from 
LogaruJport (Milepost 115.9) to Culmer, Ind. (Milepost 
148.6), a distance of 3£.7 mi"lea, in Cass, Fulton and 
Marshall Counties, Ind. At Logansport this line con­
nects with the PC Chicago-to-Columbus line, the Nor­
folk & Western Ry, and the l&F Branch, PC. Kewanna 
is served by the Chesapeake & Ohio Ry's Chicago-Cin­
cinnati line and De Long is served by the Erie-Lacka­
wanna Ry's Chicago-Marion, Ohio line. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line: 

Lucerne----------------- -------------------------- 95 
Grass Creek--------------------------------------- 22 

Kewanna ----------------------------------------- 20 
De Long___________________________________________ O 

Culver -------------------------------------------- 9 
Total carloads generated by the line ______________ ~ 

Number of round trips per year______ _______________ 40 
Estimated time per round trip (hours)______________ 8. O 

Revenue received by PC__________________________ $64, 558 
Average revenue per carload_______________ $442 

Variable (avoidable ) cost of continued serv----
lce : 

Cost Incurred on the branch line _________ 224, 205 
Cost or upgrading branch line to FRA Class 

I (1/10 of total upgrading cost)________ 75, 106 
Cost incurred beyond the branch line_____ 42

1 
650 

Total variable (avoidable) cost______________ 341,961 
Net contribution (loss) : totaL ____________________ (277 403 ) 

USRA Recommendation ' 

It is not recommended that this portion of the Culver 
Secondary Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Indiana Farm Bureau projected annual traf. 
fie of 5,750 tons of phosphates and potash on this 
line. 



USRA ANALYSIS 
RIDGEVILLE SECONDARY TRACK 

USRA Line No. 429 
Penn Central 
PC to Ad1m1 & Fort Wayne 

EL to 0,lus<> :J 
- ._) I 

-·-. DECATUR 
~---.-; •• ;-.-,nn;TI•••• •:-.. ., EL to Hat1on. Ohio .. -.~ 

N&W to Frankfort f •• 

Monroe 

N&W to Delphos 

RIDGEVILLE SECONDARY 
TRACK , PC 

N& W to Fninklort .. i'.... Portland 

37.7 miles • • • •" • 

l 
H&W to Sandus.lo· . Ohio 

- ,___ RIDGEVILLE 

PC to O,iusa _.,, -
,,,, I ,--

..,..--.1 PC to Columbus, Oh,o 
PC to Richmond I 

The Ridgeville Secondary Track, formerly part of the 
Pennsylvania RR, extends from RUgeville (Mile­
post 33.0) to Decatur, Ind. (Milepost 70.7), a distance 
of 37.7 ~' in Adams, Jay and Randolph Counties, 
Ind. This line continues south to Richmond and north 
(as the Ft. Wayne secondary track). Both extensions 
are also under study in this report. N&W lines cross at 
~ecatur and Portland ; the EL Chicago-Marion, Ohio 
line crosses at Decatur and there is a connection with 
the Penn Central's Chicago-Columbus line at Ridge­
ville. Penn Central has filed a petition to abandon the 
section of this line between Portland and Monroe (ICC 
Docket No. AB- 5, Sub. 139). 
Summary of USRA Data 
Stations (with their 1978 carloads) served by this line : 

Collett 
Portland ------------------------------

-----------------------------------------­
Briant --------------------------------------------
Geneva 
Berne ---------------------- ---------------------

------------------------------------------Monroe 
Decatnr 1___ -------------------------------

-----------------------------------------Ridgeville 1 

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

1 
889 

6 
66 

169 
106 
16 
82 

N Total carloads generated by the Une_______ _______ 778 
E umber or round trips per year______________________ 200 

stimated time per round trip (hours)______________ 11. 0 
' Includes only traffic on this segment. 

~venue received by PC _____ ______ _______________ $810,897 
verage revenue per carload______________ $402 

Variable (avoidable) cost ot continued 
service : 

gost Incurred on the branch line ________ 493, 976 
0st or upgrading branch line to FRA 
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Class I ( 1/10 or total upgrading cost____ 38, 616 
Cost Incurred beyond the branch line ____ l84,8l6 

Total variable (avoidable) cost_ _____ --- 667, 406 

Net contribution (loss l totaL_____________________ (857, 009) 

USRA Recommendation 

I t is not_ recomme~ded that the Ridgeville Secondary 
Track be included m the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Indiana Farm Bureau estimated that the 
potential local traffic on this line could be 7,025 tons 
of agricultural shipments per year. 
-The Adams County Farm Bureau estimated that 
its members would be forced to pay $68,000 yearly 
for alternative modes of transportation, if service is 
discontinued . 
-The Riverside Warehouse, Inc. in Berne reported a 
potential capital investment loss of $70,000. 
-Economy Printing Concern, Inc. in Berne projects 
that its 1977 traffic will be nearly double its 1974 
traffic. The company could not remain competitive 
without rail service. Abandonment would result in 
an immediate loss of 84 jobs at Economy. 
-The Rail Study Committee indicated that USRA's 
traffic figures for this line are considerably under­
stated. The Committee estimated a personal income 
loss of $350,000 based on an estimate of 37 jobs lost 
due to discontinuance of service. 
-The Berne Chamber of Commerce reported that 
Riverside Warehouse, Inc., Berne Coal and Supply 
Co., and McIntosh Corporation indicated that rail 
was necessary for their continued operation. 
-The Committee stated that the Berne Coal and 
Supply Co. supplies residential heating coal for 900 
families. They are dependent on this fuel. 
-Naas Foods, Inc., at Geneva, ships approximately 
50 cars per year, and would double its shipments if 
the cars were available. In 1973 Naas invested in new 
processing system equipment. This new addition has 
increased the potential of considerable traffic 
growth. 
-Concorde Homes, at Monroe, contracted with the 
PC to build a spur line into its plant. It has sus­
pended further plant development until rail service 
is assured. Concorde projects 10-15,000 tons per year. 
-Testimony indicates that the number of round 
trips per year is overstated in the PSP. Naas Foods 
reported only two switches per week. 

Continued on page 226 
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USRA ANALYSIS 
PORTION OF RICHMOND BRANCH 

USRA Line No. 521 
Penn Central 

PC to Anderson • N&W to Muncie ! :.,/ PORTION OF RICHMOND 
'i; ; PC 10 Sprin1foeld BRANCH , PC 

' =1. i .... ✓ PC to Ind ianapolis ' :/ !;:,<,,.. C&O to Oua.10 

\, _ • NEW CASTLE •• / PC to Lynn and Fort Wayne 

--~ /\ \ ,J 
/ / \ .....__ 13.0 moles \.. I PC 10 Brodr0rd 

N&W 10 Rushville : \ '\,y I L / 
N&W to Conne,sYill e ~\ : / PC to Dayton 

RICHMON D(MIL EPOST 77.Sl :::.t _ -<r, j _ 
---~ New Pari s 

- ,- Richmond ••. ' 
II -. ',r PC to C1ncinnat1 

PC to lnd1J.napo s •-........_ , 

•.. C&O to Cincinnati 

This portion of the Richmond Branch, formerly part 
of the Pennsylvania RR, extends from Richmond (Mile­
post 77.5) to New O(l8tle. lnd. (Milepost 100.5), a, dis­
tance of f!S.O mile&, in Wayne and Henry Counties, In­
diana. This is a segment of the Richmond Branch of the 
PC's line from Logansport, Ind. to Cincinnati, Ohio. 
Parts of the northern and southern continuation of this 
"Richmond Branch" are also under study in this Report. 
Other lines serving Richmond are: C&O Cincinnati to 
Muncie ; PC Richmond to Ft. Wayne ( portions of which 
are also under study in this Report) ; and PC Columbus, 
Ohio to Indianapolis, which is also under study in this 
Report. P enn Central has filed a petition to abandon 
this line (I.C.C. Docket No. AB-5 Sub.181/ 132 ; USRA 
Docket No. 75-39). 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line : 

Greens Fork_______________________________________ o 
Hager~town --------------------------------------- 21 
MIilviiie ------------------------------------------- 0 
Richmond 1 

101 

Total carloads generated by the llne____________ _ 122 
Average carloads per week_____________________________ 2. 3 
Average carloads per mJle_____________________________ 5. 3 
Average carloads per train____________________________ 2. 3 
1978 operating Information : 

Number ot round trips per year_____________________ 152 
Estimated time per round trip ( hours )_______________ a. 5 
1 Includes only traffic on segment. 

Revenue received by PC_________________________ $33, 270 
Average revenue per carload____ __________ $273 

Variable (avoidable ) cost of continued= 
service: 

Cost Incurred on the branch line ________ 157, 946 
Cost of upgrading branch llne to FRA 

class I (1/ 10 ot total upgrading 
cost)------------------------------- 16, 608 

Cost Incurred beyond the branch line____ 14, 001 
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Total variable (avoidable) cost____________ 188,555 

Net contribution (loss) : TotaL__________________ (155,285) 

USRA Recommendation 

It is not recommended that this portion of the Rich­
mond Branch be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Mayor of Richmond protested discontinuing 
service arguing that development of the community 
would be severely harmed. 
-Lack of rail service would force a 250-acre indus­
trial park to divert completely to trucking. 
- Several area residents wished that the line would 
be abandoned as soon as possible and suggested the 
land be returned to the adjoining tracts. 
-The Indiana Federation of County Taxpayers As­
sociation, Inc., argued that the right-of-way is not 
properly maintained and its return to adjacent land 
owners would increase the tax base. 
-The Indiana Farm Bureau estimated traffic at 
2,935 tons per year. 
-The Wayne County Farm Bureau indicated a $20,-
000 investment loss if service is discontinued. 

-The Chessie is interested in providing service to 
Richmond customers only on the condition that suit­
able connections exist or can be reasonably estab­
lished. 

-



USRA ANALYSIS 
PORTION OF RICHM OND BRANCH 

USRA Line No. 523 
Penn Central 

PC to Lo1an1port 

NII ID F,..kfort \ } \ ~~ 
.)!...... . '\ 

ELIIOOD N&W to 
Muncie 

PORTION OF RICHMO ND 
BRANCH , PC 

17.5 miles 

:~ I"' ANDERSON(GRIDLEY) 

I PCto l/ 
Elkho,t PC to Cle,eland 

Delco ./ 

I J -- - - --
Ande,son1 ...- - \ 

Central Indiana Ry .,. ~ \ •• •• / \ PC 10 Richmond 
to Lebanon \ • .,. ••• •• / \ / , ••• I / tr' 

·• •·•·;yf-•• ···•· -)f Soud1 Anderso~ \ 

/ ----- ' Taft c.C - - - \+-pc to Km&f,tstown ,, \ 

/ / f-....PC to lnd1:anapolls 

This portion of the Richmond Branch, formerly part 
of the Pennsylvania RR, extends from A nderson (Mile­
post 121.5) to Elwood, Ind. (Milepost 139.0) , a distance 
of 17.5 miles, in Madison County, Ind. This segment is 
part of the Logansport-Richmond-Cincinnati Branch; 
both its northern and southern extension are also under 
study in this Report. At Anderson the Penn Central's 
Cleveland-Indianapolis line and Michigan Branch cross. 
The Central Indiana RR to Lebanon also intersects at 
Lebanon, and at Elwood the N&,v Frankfort to Muncie 
line crosses. 
Summary of USRA Data 
Stations ( with their 1973 carloads ) served by this line : 

Frankton -------------- - -------- -------- -------- 56 
Elwood --------------------------------------- - - 450 

Total carloads generated by the line______________ 506 
Number ot round trips per year__ ____ ____ ____________ 150 
Estimated time per round trip, hours___ ____ ___ ___ ____ 2. 5 

Revenue received by PC ___ __ __________________ _____ $:liSl, 876 
Average Revenue Per Carload_______ _______ $261 

Varlalile (avoidable) cost ot continued 
service : 

Cost Incurred on the branch line ____ ___ 102, 570 
Cost ot upgrading branc.h line to FRA Class 

I (1/10 ot total upgrading cost)________ 0 
Cost Incurred beyond the branch line __ _ 163, 682 

Total variable (avoidable) cost_____________ 166, 252 

Net contribution (loss) : totaL___________________ (34, 376) 
USRA Recommendation 

It is not recommended that this portion of the Rich­
mond Branch be included in the ConRail System. 

570 - 9?8 0 - 75. 13 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony suggested that the line should be con­
sidered a through route; it is the most direct link 
between Cincinnati and Chicago. 
-The line has served as an alternate route for 
Amtrak service between Indianapolis and Chicago 
when the regular lines have been out of service for 
repairs. 
-If the line were to be considered a local line, the 
loss of the southern eight miles would not affect 
shipping. The majority, if not all, of the users are 
located on the northern half of the line. 
-The Research Committee or ganized on line 523 
identified 16 shippers with projected annual traf­
fic of 890 cars. 
-TheN&W is interested in acquiring segment 523 
from Aderson to Elwood including all indus tries in 
the immediate vicinity of Elwood. 



524 
INDIANA 

USRA ANALYSIS 
PORTION OF THE RICHMOND BRANCH 

USRA Line No. 524 
Penn Central 

PC to Logansport ~N&YI to Michigan City 

'~ • Oh' , : N&W to Delphos, 10 

'-'._ .. ,( ......... .)' ........... !''-Kokomo 

ll&W to Frankfort : KOKOMO MP 156.5 

// 
N&W to Indianapol is . ' .. 

y 
PORTION OF RICHMOND 

BRANCH , PC \ 

17.5 miles 
\_ 1e•tisville 

~ ELWOOD MP 139.0 

Elwood MP 137 .8 \-. •••• • •( 

••••••••"' N&W to Muncie 
•••• 1' \ 

N&W to Frankfort _/" \ 

PC to Anderson \ 

This portion of the Richmond Branch, formerly part 
of the Pennsylvania RR, extends from Ellwood (Mile­
post 139.0) to K ok()7TI.(), Ind. (Milepost 156.5), a distance 
of 17.5 mile!J, in Madison, Tipton and Howard Counties, 
Ind. Continuations of this line extend northwestward 
from Kokomo to Logansport and beyond, and southeast­
ward from Elwood to Anderson and beyond. The line 
southeastward is also under study in this Report. This 
line connects at Elwood with the N&W to Frankfort 
and Muncie; and at Kokomo with the N&W to Delphos 
and Frankfort and to Indianapolis and Michigan City. 
An abandonment application has been filed with ICC 
Docket No. AB-5, Sub. 131, 132; with USRA, Docket 
No. 75-40. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line: 

Curtlsvllle ----------------------------------------- 37 
Wlnd!all ------------------------------------------- 61 
Nevada -------------------------------------------- 4 
Hemlock -------------------------- ----------------- 75 

Total carloads generated by the line______________ 177 
Number ot round trips per year______________________ 52 
Estimated time per round trip (hours)___ ____________ 2. 2 

Revenue received by PC ____________________________ $83, 228 
Average revenue per carload________ __ ______ $470 
Variable (avoidable) cost ot continued 

service : 
Cost Incurred on the branch line __________ 122, 3!16 
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Cost ot upgrading branch llne to FRA 
Class I : (1/ 10 of total upgrading cost)__ O 

Cost Incurred beyond the branch llne_____ 51, 962 

Total variable (avoidable) cost______________ 174, 358 

Net contribution (loss ) : totaL _____________________ (91, 130) 

USRA Recommendation 
It is not recommended that this portion of the Rich-

mond Branch be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The only testimony concerning this line was re­
ceived from the Indiana & Michigan Electric Power 
Company which said it owns a site three miles north­
east of Elwood on which a transformer station will 
be built in the next three years. Lack of rail service 
would seriously affect the possibility of their being 
able to move in the heavy and large equipment 
needed to establish the station. 
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USRA ANALYSIS 
f'()RTION OF THE NEWMAN SECONDARY 

TRACK 

USRA Line No. 556 

Penn Central 

\ ~ PC to Adams 

PC to lndianapoli s -~-
\ / p C to Springfi eld ---

PC to Anderson 

,,j C&O to 
, Chicago 

' + ' . ' ... '·. ,· .. 
RICHMOND 

LYNN 
.-13.6 miles 

+-PORTION OF THE NEWMAN 
SECONDARY TRACK, PC 

PC to Bradford 

\ / 
/ 

/ PC to Dayton 

--6-J-
PC to Indianapolis~ / ~ \ New Pari s .,,,..,, / ~ 

.,; \ ..._pc to Cincinnati 

C&O to Cincinnati \ 

This portion of the N ewma.n Secondary Track, for­
merly part of the Pennsylvania RR, extends from Rich­
mond (Milepost 2.0) to Lynn, Ind. (Milepost 15.6), a 
distance of 13.6 mil,es, in Wayne and Randolph Coun­
ties, Indiana. A continuation of this line extends north­
ward from Lynn to Adams. (Over this portion the line 
is called the F ort Wayne Branch and Ridgeville Sec­
ondary Track). This continuation is also under study 
in this Report. Connections include: the PC Indianap­
olis to Columbus line, the PC Richmond Branch, and 
the Chesapeake & Ohio Ry., Cincinnati to Chicago at 
Richmond. At Lynn, there is a connection with the P C 
Springfield Branch. T he PC Richmond Branch, Spring­
field Branch and Columbus-to-Indianapolis line are also 
under study in this Report. 

Information for Line Retention Decision 

This line has been used as an overhead detour route; it 
serves no local traffic. Since the PC line through Goshen 
and :A,-nderson has been upgraded, this line is no longer 
required. 

USRA Recommendation 

I t is not recommended that this portion of the New­
;an Secondary T rack be included in the ConRail 

ystem. 

556 
INDIANA 

PUBLIC RESPONSE AND RSPO COMMENT 
-Review by the Office revealed no public testimony 
on this line. 
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USRA ANALYSIS 
PORTION OF THE NEWMAN SECONDARY 
TRACK AND THE FORT WAYNE BRANCH 

USRA Line No. 557 

Penn Central 

PC to Decatur and ......._ . \ 
Fort Wayne --, \ 

.,,,,,,. ............ \ 

PC ID Logansport 
and O,icago 

Winchester 
PC ID Muncie and ---... ,,,_ 
Indianapolis , _.. 

PORTION OF THE NEWMAN 

PC to Cleveland 

', i ,' 
)tU:on City 

/ ~' \ f' 17 .4 miles 

/•pc to Columbus 

B&O to Dayton 
SECONDARY TRACK AND _,,,)f PC to Springfield 
FORT WAYNE BRANCH . PC _ i,.-__.,-..:==------~ 

-:;:- LYNN 

PC to 1ndianapolis \.,-PC to Richmond 

Thls portion of the Newman Secondary Track and 
the Fort Wayne Branch, formerly part of the Pennsyl­
vania RR, extends from Lynn (Milepost 15.6) to Ridge­
ville, Ind. (Milepost 33.0), a distance of 174 miles, in 
Randolph County, Ind. Continuations of this line ex­
tend southward from Lynn and northward from 
Ridgeville (this portion is the Ridgeville Secondary 
Track). These continuations are also under study in this 
Report. Connections include: the PC Springfield 
Branch at Lynn (portions of which are also under study 
in this Report) , the PC Cleveland-to-Indianapolis line 
at Winchester, and t he PC Columbus-to-Chicago line at 
Ridgeville. PC has filed for abandonment with the ICC 
Docket No. AB-5 Sub. 138, 139. PC has also filed with 
USRA Docket No. 75-37. 

Information for Line Retention Decision 

This line has been used as an overhead detour route; 
it serves no local traffic. Since the PC line through 
Goshen and Anderson has been upgraded, this line is no 
longer required. 

USRA Recommendation 

It is wt recommended that this portion of the New­
man Secondary Track and the Fort Wayne Branch be 
included in the ConRa.il System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Review by the Office revealed no public testimony 
on this line. 
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USRA ANALYSIS 
pORTION OF THE GREENCASTLE BRANCH 

USRA Line No. 565 

Penn Central 

PC I& F Branch to Lebanon \ 
'---\ PC to Indianapolis 

29.6 mi les j 
GREENiASTLE + ~ . _ - ,,,... 

t i BEN DAVIS 
PC to Terre Hau te 

PORTION OF THE GREENCASTLE 
BRANCH. PC 

This portion of the Greencastle Branch, formerly 
part of the Pennsylvania RR, extends from Ben Davi,S 
(Milepost 6.9 ), to Greenc(JlJtle, Ind. (Milepost 36.5), a 
distance of 29.6 miles, in Marion, Hendricks, and Put­
nam Counties, Indiana. Continuations of this line ex­
tend eastward from Ben Davis to I ndianapolis, and 
westward from Greencastle to Terre H aute. The por­
tion between Greencastle and Terre H aute is also under 
study in this Report. T his line connects with the I&F 
Branch of the P C at Ben Davis. The P enn Cent ral Com­
pany has filed a petition for abandonment of this line 
with the ICC. No action has been taken. 

Summary of USRA Data 

Stations (with their 1973 ca rloads) ser ved by this line : 

Bridgeport -------------------------------------- -- 6 
Plainfield ------------------------------------------ 39 
Clayton ------------------------------------------- 14 

Amo ---------------------------------------------- 0 
Coatesville ---------------------------------------- 4 
FIilmore ------------------------------------------ 14 

Total carloads generated by the line__ ____________ 76 
Number ot round t r ips per yea r ______________________ 52 
Estimated time per round t rip (hours)______________ 3 

Revenue received by PC___________________________ $21, 563 

Average revenue per car load ______________ $284 

Variable (avoidable) cost of continued 
service : 

Cost incurred on the branch line ________ 222, 801 

Cost of upgrading branch line to FRA 
Class I : (1/ 10 of total upgrading 

cost) ------------------------------- 0 
Cost Incurred beyond the branch line___ 11, 562 

Total variable (avoidable) cost______________ 234, 363 

Net contribution (loss ) • totaL ____________________ (212, 800) 

USRA Recommendation 

It is n<>t recommended that this portion of the Green­
castle Branch be included in the ConRail System. 

565 
INDIANA 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Coatesville Elevator and Feed Co. Inc., has 
invested $382,000 in grain storage and loading facil­
ities in anticipation of rail service. The Penn Central 
notified Coatesville that the company could lease the 
property necessary to build its siding, implying 
certain rail service. 
- Coatesville Elevator's estimated traffic would be 
645 carloads per y~ar. 
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USRA ANALYSIS 
PORTION OF THE WHITEWATER RUNNING 

TRACK 

USRA line No. 571 

Penn Central 
PC to Connersville 

', j 
"- BROOKVILLE 

..- PORTION WHITEWATER 
RUNNING TRACK. PC 

CEDAR GROVE 

PC to Vall ey J unction ~ ' 

This portion of the Whitewater Running Track, 
formerly part of the New York Central RR, extends 
from Oedar Gr01Je (Milepost 36.7) to Brookville, Ind. 
(Milepost 43.9), a distance of 7.t miles, in Franklin, 
County, Indiana. Continuations of this line extend 
southeastward from Cedar Grove and northwestward 
from Brookville. The latter portion is also under study 
in this Report. PC filed an abandonment application 
with the ICC on July 18, 1973, Docket No. AB-5, Sub. 
180. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 
Cedar Grove_______ _________________________________ 60 

Brookville ----------------------------------------- 685 

Total carloads generated by the line______________ 745 

Number ot round trips per year______________________ 70 
Estimated time per round trip (hours) _______________ 4. 0 

Revenue received by PC ___________________________ $179,392 

Average revenue per carlosd_______________ $241 

Variable (avoidable) cost ot continued serv• 
Ice : 

Cost Incurred on the branch line__________ 92, 465 
Gost ot upgrading branch line to FRA 

Class I : (1/10 of total upgrading cost) __ 16,321 
Cost Incurred beyond the branch line ______ 104, 402 

Total variable (avoidable) cost_______________ 213, 188 

Net contribution (loss) : total. ___________________ ( 33, 796) 

US'RA Recommendation 
It is Mt recommended that this portion of the White­

water Running Track be included in the ConRail Sys­
tem. 
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PUBLIC RESPONSE AND RSPO COMMENT 
- The Indiana Farm Bureau estimates local agri­
cultural traffic of 1,400 tons per year on this line. 
- The Brookville Chamber of Commerce lists eight 
rail users in Brookville and three in Cedar Grove. 
- The Chamber of Commerce challenges the logic 
of breaking lines 571 and 571a at Cedar Grove. Ac­
cess to 571 is over 571a; the line north of Brookville 
has been out of service for years. Most of the traffic 
generated on the line, however, is at Brookville. 
-The estimated rehabilitation costs for the line 
should be reviewed. Available information indicates 
that the tie replacement indicated is too high • 

-
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USRA ANALYSIS 
PORTION OF THE CINCINNATI TO KANKAKEE 

LINE 
USRA Line No. 574/ 5740 

Penn Central 
PC l&F Branch to Losansport 

PC to Kankak>I 
~ I Central Indiana Ry to Anderson 

... _ " ·········· LEBANON 

I 

I
I +- PORTION OF THE CINCI NNATI 

TO KANKAKEE LINE, PC 
I 
I +- 23.5 miles 

PC \P&E) to Peoria I 

__ l I 
B&O ID Springfield - -A- BRANT (lndianapolis) 

',, Clennont '( - • •••••••• , .. ...... •• r PC ID Points East 
r---... ········~·········· ~~ --
/ --~-o- -<------:;Y.'""1nd1anapol is 

PC to Terre Haute Avon \ - .,- •••• 
and SL Louis k._

O 
-:--

1

1 t:.'.1ndianapol1s Un ion Ry 
/ av,s ~ r---.../ , . ....__ . 

PC tD Terre Haute / I PC to Evansville 

This portion of the Cincinnati-to-Kankakee Line, 
formely part of the New York Central RR, extends 
from Brant (Milepost 113.5), to Lebanon, Ind. (Mile­
post 137.0) , a distance of £3.5 miles, in Marion and 
Boone Counties, Indiana. Continuations of this line ex­
tend southeastward from Brant and northwestward 
from Lebanon. The latter portion is also under study in 
this Report. Connections are : the Peoria. & Eastern 
line at Brant (out of service) and the PC I&F Branch 
nt Lebanon. The Peoria and Eastern and a portion 
of the PC I&F are also under study in this Report. PC 
has filed an abandonment application with the ICC 
Docket No. AB- 5, Sub. 94. 
Summary of USRA Data 
Stations (with their 1973 carloads ) served by this line : 

Rock Island____________________ _________________ ___ 212 

Augusta ------ ----------------- ------------------ -- 418 
ZionsvUJe __________ · -------------------------- - - - - 285 

Whitestown ------------------------- -------------- 9 
Indianapolis'---------------------- ---------------- 109 

Total carloads generated by the line ______________ 1, 033 
Number of round trips per year_______ ___ ___________ 150 
Estimated time per round trip (hours) _______________ 4. o 
1 Includes only traffic on this segment. 

Revenue received by PQ ______________ __________ __ $801, 087 

Average revenue per carload________ ___ __ $291 

Var iable (avoidable) cost tor continued 
service : 
Cost Incurred on the branch line ________ 203, 292 
Cost of upgrading branch line to FRA 

202 

Class I : (1/ 10 of total upgrading cost) _______________________________ 52,282 

Cost Incurred beyond the branch line__ 162, 087 

Total variable (ovoldnble) cost______________ 417, 661 

Net contribution (loss) : totaL _____________________ (116, 574) 

USRA Recommendation 
It is not recommended that this portion of the Cin­

cinnati to Kankakee Line be included in the ConRail 
System. 

PUBLIC RESPONSE AND RSPO COMMENT 
- The response from the Office of the Mayor of In­
dianapolis described a comprehensive general land 
use plan indicating considerable industrial growth 
along this line. 
- There is great potential along the line as indicated 
by the presence of two industrial parks, the Moor­
anci Park a nd the One Hundred Park. 
-The One Hundred Park has over 300 companies 
employing 2000. Future expansion envisions tripling 
the present numbers of employees. At leas t one firm 
already in the park (Dow Chemical Company) is 
planning a major expansion of its facility. 
-The reply of the Research Committee on Penn 
Central's Cincinnati to Kankakee main line identi­
fied at least 21 shippers or receivers distributed over 
the entiTe length. 
-Congressman David Evans estimated that 45 jobs 
would be lost in Tionsville alone as a result of 
abandonment. 

• 



USRA ANALYSIS 
PORTION OF THE ANDERSON-GREENSBURG 

SECONDARY TRACK 
USRA Line No. 578 

Penn Central 
\ Y PC to Anderson 

\ 

\E~ 

'\ 
PORTION OF THE ANDERSON­
GREENSBURG SECONDARY --+ 

PC to Springfield 

.t -- \ --
Sh irley 14.0 miles 

---=--l 
/" ---..._PC to Columbus 

TRACK. PC 
.,; .,; 

.,,/'\ 
PC to Indianapo li s 

_,,. ,- ,.. KNIGHTSTOWN 
~ \ 

PC to Ind ianapo li s \f-PC to Carthage 
\ 

This portion of the Anderson-Greensburg Secondary 
Track, formerly part of the New York Central RR, 
extends from Empori,a (Milepost 173.5) to Kni,ghts­
tourn, Ind. (Milepost 187.5) , a distance of 14.0 miles, 
in Madison, Henry and Hancock Counties, Ind. Con­
tinuations of this line extend southward from Knights­
town and northward from Emporia (this becomes the 
PC Michigan Branch); the former portion is also un­
der study in this Report. Connections include the PC 
Springfield Branch at Shirley ,and the P C Columbus to 
Indianapolis line at Knightstown. The Springfield 
Branch is also under study in this Report. P C applied 
for abandonment of this line in I CC Docket No. AB-5, 
Sub. 121. 
Summary of USRA Data 

Stations (with their 1973 carloads) served by this 
lln~ : 

Markleville 
Shirley' ----------------------------------

Total carloads generated by the line ____________ _ 
Number of ,ound trips per year __ __________________ _ 
Estimated time per round trip, hours _____ __ ________ _ 
1 Includes only traffic on segment. 

8 
11 

14 

28 
6 

Revenue received by J:'IJ________ __________________ $6, 185 
Average revenue per carload______________ $442 

Variable (avoidable) cost ot continued 
service: 

Cost Incurred on the branch line ____ __ __ 96, 905 
Cost ot upgrading branch line to FRA 

Class I : (1/ 10 of total upgrading cost)- 34,847 
Cost Incurred beyond the branch line______ 1, 679 

Total variable (avoidable ) cost_____________ 133, 431 

Net contribution (loss) : total. ____________________ (127. 246) 
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USRA Recommendation 

It is Mt recommended that this portion of the Ander­
son-Greensburg Secondary Track be included in the 
ConRai l System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-It was pointed out by the Governor's Rail Task 
Force and by Container Corporation of America that 
578 and 579a are actually one continuous branch 
from Anderson to Carthage. It is felt that breaking 
the line at Knightstown is arbitrary and erroneous. 
There is no physical connection between #579a 
and # 633 at Knightstown. 
-Container Corporation, a major shipper at Car­
thage, emphasized the great disparity between 
USRA's analyses of 578 and 579a regarding track 
conditions-in that the two are really the same line. 
-In 1974 Container's traffic was nearly 1,100 cars. 
-If the interchange and the mile of track necessary 
to serve the six mile long #579a from # 633 were 
constructed, Container's traffic would move to line 
# 633 traffic and would certainly affect the viability 
analysis for that line. 
-The number of round trips per year and the esti­
mated time per trip appears to be high considering 
the traffic level and distance involved. 
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USRA ANALYSIS 
PORTION OF THE ANDERSON-GREENSBURG 

SECONDARY TRACK 
USRA Line No. 579a 

Penn Central 
\ 
\ 
\ 
\ PC to Columbus 

PC tD AndersonA \ \ 

~ -----_ -;:- KNIGHTSTOWN 

PC to Ind ianapo li s 

6.0 mi les ____. 

._PORTION OF THE ANDERSON­
GREENSBURG SECONDARY 
TRACK. PC 

CARTHAGE 
This portion of the Anderson-Greensburg Secondary 

Track, formerly part of the New York Central RR, 
extends from Kmghtatown (Milepost 187.5) to 
Carthage, Ind. (Milepost 193.5), a distance of 6.0 mi"les, 
in H enry and Rush Counties, Ind. Continuations of 
this line extend northward from Knightstown and 
southward from Carthage (this portion has been aban­
doned to Greensburg). The former continuation is also 
under study in this Report. This line connects with the 
P C Columbus to Indianapolis line at Knightstown. 

Summary of USRA Data 
Stations (with their 1973 carloads) served by this 

line: 
Carthage----------------------------- 1, 299 
Knightstown' ------------------------- 41 

Total carloads generated by the line ___ ___ _ 
Number of round trips per year __ ____________ _ 
Estimated time per round trip _______________ _ 
1 l n~ludes only traffic on segment. 

1,340 
150 

4 

Revenue received by PC_________________ $857, 476 
Average revenue per carload_____________ $267 

Variable (avoidable) cost of continued serv-
ice: 

Cost incurred on the branch line ________ 102, 290 
Cost of upgrading branch line to FRA 

class I (1/10 of total upgrading cost)__ 67, 911 
Cost incurred beyond the branch line ____ 209, 815 

Total variable (avoidable) cost ___ _ 380,016 

Net contribution (loss) : TotaL _________ _ (22,540) 
USRA Recommendation 

It is Mt recommended that this portion of the 
Anderson-Greensburg Secondary Track be included in 
the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Governor's Task Force and Container Cor­
pora t ion of Amer ica pointed out that Lines No. 578 
and 579a should be considered as one line from 
Anderson to Carthage and that breaking it at 
Knightstown is a r bitra ry a nd erroneous. 
- Container Cor pora t ion said analysis of track con­
ditions on t he two seg ments was wrong. 
- Container Corporation's 1974 traffic was nearly 
1,100 cars. If an interchange was effected with Line 
No. 633 (Richmond to India napolis), Container's 
traffic would move on 633, t hus affecting viability of 
that line positively. 
-RSPO review indicates t hat the USRA analysis ex­
cluded the Knights town traffic (41 cars). 
-The estimated cost for upgrading this line to 
F RA Class I s ta ndards shoul d be reviewed. T he 
available information on the line indicates that the 
tie replacement estimate may be high. 



USRA ANALYSIS 
PORTION OF THE SHELBYVILLE SECONDARY 

TRACK 
USRA Line No. 582 

Penn Central 
FLAT ROCK 
MP 12.6 

Louisvill e Branch , PC 
,✓ 

\ 
\ 

\ 

PORTION OF THE 
SHELBYVILLE 

4--SECONDARY TRACK , 
PC 

-- - °f.: cH&G Running 
COLUMBUS 
MP3.8 / 

, Track , PC 

I ' 
/ Co~um bus-Madison 

Secondary Track , PC 

This portion of the Shelbyville Secondary Track, for­
merly part of the Pennsylvania RR, extends from Oo­
lumbu.s (Milepost 3.9) to Flat Rocle, Ind. (Milepost 
12.6 ) , a distance of 8.8 mika, in Bartholomew e.nd 
Shelby Count ies, Indiana. Connections include : the P C 
Louisville Branch and the P C Columbus-Madison Sec­
ondary Track at Colwnbus. These two are under study 
in this Report. Another connection is the PC CH&G 
Running Track at Columbus, a portion of this line is 
under study in th is Report. P C has filed for abandon­
ment of this line, Docket No. AB-5 Sub. 57, 58, 59 and 
USRA has also filed Docket No. 75-53. 
Summary of USRA Data 
Stations (with their 1973 ca rloads) served by this line : 

Clllrord ..•.••••••.• . • . •••••...••••••• • ••••••.••• .• 16 
Flat Rock. ....................... ....... .. . ..... ... 41 

Total carloads genera ted by tbe IJ ne.... . ......... 57 
Number of round trips per year.... . .... . ............ 52 
Estimated time per round tr ip (hours)... . . ....... . . 2. 5 

Revenue received by PC •••.••.••••• .•..•.•• ••• •••• $15, 078 
Average revenue per ca rload... ............. $265 

------
Variable (avoidable) cost of continued serv­

ice: 
Cost Incurred on the branch line •••••••...• 64, 759 
Cost of upgrading branch line to FRA Class 

I : (1/ 10 of total upgrading cost) ........ 0 
Cost incurred beyond the branch line..... . 9, 472 

Total va riable (avoidable) cost........ . ..... 74, 231 

Net contribution (loss) : TotaL ••••••••• - • • •••••• (59, 153) 

USRA Recommendation 

It is not recommended that this portion of the Shel­
byville Secondary Track be included in the ConRail 
System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Swift Chemical Company protested discon­
tinuing service on this line. They contend that the 
data used for analysis was outstanding for its lack 
of facts and based on system averages. 
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INDIANA 

USRA ANALYSIS 
PORTION OF THE SHELBYVILLE SECONDARY 

TRACK 
USRA Line No. 584 

Penn Central 
PC to Indianapo li s 
and Kank akee 

, / 
'i: 

' ' ' 
PC to Rush vi lie 

_.. J., 
' .. , PC to Cincmnat1 

' tc" 
" ' 

PORTION OF THE 
SHELBYVILLE SECONDARY 
TRACK. PC 

This portion of the Shelbyville Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Fenn.a -(Milepost 18.8) to Shelbyville, Ind. (Milepost 
23.0) , a distance of 4£ mile8, in Shelby County, Indi­
ana. A continuation of this line extends northeastward 
from Shelbyville. The continuation is under study in 
this Report. At Shelbyville this line connects with the 
PC Cincinnati to Kankakee line. PC has filed for aban­
donment with the ICC Docket No. AB-5, Sub. 57, 58 
and 59 and USRA Docket No. 75-53. 

Summary of USRA Data 

Stations (with thei r 1973 carloads) served by this line: 

Fenns -------------------------------------------- 1 

Total ca rloads generated by tbe line______________ 1 
Number ot round trips per year_____________________ 2 
Estimated time per round trip (hours ) ______________ 1. 5 

Revenue received by PC---------------------- --- --- $200 
A "erage revenue per carload_______________ $200 

Variable (avoidable ) cost ot continued 
service: 

Cost Incurred on tbe branch line__ ______ _ 26, 750 
Cost ot upgrading branch line to FRA 

Class I : (1/10 ot total upgrading cost) _ 13, 757 
Cost Incurred beyond the branch line____ 135 

Total variable (avoidable) cost____________ __ _ 4-0, 642 

Net contribution (loss) : totaL _____________________ ( 40, 442) 

USRA Recommendation 

It is not recommended that this portion of the Shel­
byville Secondary Track be included in t he ConRail 
System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Review by the Office revea led no public testimony 
on this line. 



USRA ANALYSIS 

PORTION OF THE SHELBYVILLE SECONDARY 
TRACK 

USRA Line No. 585/586/587 
Penn Central 

PC to Indianapolis 

j PORTION OF THE 
SHELBYVILLE 
SECONDARY TRACK. 

~ PC \ 

\\ SHELBYVILLE 

N&W to New Casde 

PC to Anderson --, '\, . "' :· 
B&O to \ / 
Indianapolis ➔'•• \ : NORTH 

•• •••• • : RUSHVILLE 

Rushville : ••·,! ••• 
Anderson-Greensburg \ 't 

// to Cincinnati Secondary Track, PC ~\ B&O to 
\ / to Greensbur& Hamilton, Ohio 

PC to Fen >----18.3 mi les -----+I 

This portion of the Shelbyville Secondary Track, for­
merly part of the P ennsylvania RR, extends from Shel­
byville (Milepost 27.0) , to North RUBlvvi lle, I nd. (Mile­
post 45.3), a distance of 18.S miles, in Shelby and Rush 
Counties, Indiana. A continuation of this line extends 
southwestward from Shelbyville to Fenns (also under 
study in this Report). Connections include the Cincin­
nati to Indianapolis line at Shelbyville and the PC 
Anderson-Greensburg Secondary Track, the Norfolk & 
Western Ry., and the Baltimore & Ohio RR, at Rush- . 
ville. The PC Anderson-Greensburg Secondary Track is 
also under study in this Report. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by thl.s line : 
Ray's Crossing_________________ __________________ __ 17 

Mani Ha ------------------ --- -------- - ------ ------- 7 
Homer --- ----- ---------- ------ ----- ----------- --- - 20 
Rushvllle ------ ------- ------- - - - --- --------- ------ 360 

Total carloads generated by the line_____________ 404 
Numb"r of round t rips per year---------------------- 100 
Estimated time per round trip (hours)______________ 11. 0 

Re,•enue received by PC____ ____________ $93,646 
Average revenue per carload____________ $232 

\"nriahlt> (an>idahle cost of <•ontinued 
services: 

( 'ost incurred on lhl' branch line_ _ _ Hll . 49:; 
Cost or 111>grnding branch line to l<'RA 

class I: (1/10 of total upgrading 
cost) - --- ----------- ----- ---- ------ 51,006 

Cost incurred beyond the brunch line__ f,4, 397 

Total vnrlnble (n,·oidal>le) rost_ _____ 296,898 

Net contr ibu tion (loss) : TotaL _________ (203,252) 

USRA Recommendation 

I t is not recommended that this portion of the Shel­
byvi lle Seconclal'y Track be included in the ConRail 
System. 

585/586/587 
INDIANA 

PUBLIC RESPONSE AND RSPO COMMENT 
-The es timated time required per round trip ap· 
pears to be high considering the distance a nd traffic 
involved. 
-Consideration could be given to reducing the fre• 
quency of service and thereby reduce the on-branch 
costs. 
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USRA ANALYSIS 
PORTION OF THE COLUMBUS-MADISON 

SECONDARY TRACK 

USRA line No. 589 

Penn Central 

PC to Columbus. Ind. 

\ / 8&0 to Cincinnati 
8&0 to Seymour and \ .,/ 
East SL Louis \ ••·•·•••••• 

•:;;.;;.:_. .. : NORTH VERNON 

\A 
B&O tD Louisville ...- PORTION OF THE COLUMBUS• 

\ MADISON SECONDARY 
TRACK, PC 

NORTH MADISON 

6 Madison 

This portion of the Columbus-Madison Secondary 
Track, formerly part of the Pennsylvania RR, extends 
from North Vernon (Milepost 19.1) to North Maduon, 
I nd. (Milepost 42.9), a distance of ft.'J.8 mues, in J en­
nings and J efferson Counties, Indiana. Continuations 
of this line extend northwestward from North Vernon 
and sout heastward from North Madison. These con­
t inuations are also under study in this Report. Connoo­
tions at North Vernon include t he Baltimore & Ohio 
Main Line, and a B&O branch to J effersonvi lle, I nd., 
and Louisville, Ky. A portion of the P C extension 
from North Vernon to Columbus is out of service, and 
PC is presently operating via its Louisville Branch to 
Seymour, t hence via the B&O to North Vernon. 
Summary of USRA Data 
Stations ( with thei r 1973 carloads) served by this line : 

North Vernon --------------------------- - - ----- ---- 69 
Vernon --- -------- - -------- - -- ------------ - ---- - - - 47 
DuPont ------- ------- -------- - - ------- ---- ----- --- 0 
Wirt - - ---- ----------------------- ------ ------ ----- 73 
North Madison - ----- ----------------------------- -- 2 
Madison 

1 
--------------- - --------- - --- - - ---- - - - -- - 804 

Total carloads generated by the line ___ __ ________ 995 
Number o:t round trips per year ____ __ ________________ 250 
Estimated time per round trip (hours)_______________ 9. 8 

1 Includes only trnfflc on segment. 

Revenue received by PQ_______ ________________ ___ $284, 738 
Average revenue per carload_____ ______ __ $286 
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Variable (avoidable) cost o:t continued 
service: 

Cost Incurred on the branch line _____ _ 
Cost or upgrading branch line to FRA 

Class I : (1/ 10 or total upgrading cost) _ 
Cost Incurred beyond the branch Une ___ _ 

324,553 

59,029 
161,592 

Total variable (avoidable) cost;_____ _________ 546, 174 

Net cont ribution (loss) : totaL ____________________ (260, 436) 

USRA Recommendation 

It is not recommended that this portion of the Colum­
bus to Madison secondary track be included in the 
ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-All testimony on this and Line 590 insisted they 
could not be analyzed other than as a single line. 
-Respondents expanded or reiterated testimony 
provided in 1974, as summarized in the Plan on page 
457. 
-The Governor's Task Force designated apparent 
errors in USRA's analysis, including use of a pproxi­
mately double the actual round trips per year. 
-Lt. Governor Robert D. Orr listed this line as one 
of six in Indiana which must be kept in ser vice. 
-Rexnord, Inc., one of the area's major employers, 
would be forced to relocate if service is discontinued, 
which would cost the local economy the loss of 425 
jobs, personal income of about $7 million per year, 
and annual state and local tax revenues of $119,000. 
-The City of Madison emphasized the needs of the 
Indiana-Kentucky Electric Corpora tion's power 
plant for rail service to move outside loads. 
-Respondents did not agree whether the B&O or 
ConRail should operate the line. The Governor's 
office recommended ConRail. 
-The Greater Madison Chamber of Commerce indi­
cates that the 250 round trips estimated is at least 
double the actual service frequency. It also points 
out that abandonment of this line would cut off 
service to Jefferson Proving Ground, one of the 
remaining U.S. Army artillery testing centers in the 
U.S. 
-The estimated time per round trip appears to be 
inconsistent with the length of the line and the 
traffic involved. 
-The Chessie is interested in providing rail service 
to the entire line from the Chessie intersection at 
N. Vernon to Madison. 



USRA ANALYSIS 
PORTION OF THE COLUMBUS-MADISON 

SECONDARY 

USRA Line No. 590 

Penn Central 

\ \ ✓PC to Nor1h Vernon 
\ and Columbus, Ind 

\ 
\ 

\ NORTH MADISON 

~ PORTION OF THE COLUMBUS-

l.O mile MADISON SECONDARY 
TRACK . PC 

MADISON 

This portion of the Columbus-Madison Secondary 
Track, formerly part of the Pennsylvania RR. extends 
from North Madison (Milepost 42.9} to Madison, I 'Tlil. 
(Milepost 44.9), a distance of tW muea, in Jefferson 
County, Indiana. Madison is the end of this line. The 
continuation of this line extends northwestward from 
North Madison, and is a.lso under study in this Report. 

Summary of USRA Doto 

Stations (with their 1978 carloads) served by this line : 
Madison' ------------------------------------------ 178 

Total carloads generated by the line_____________ 178 

:\'umber or round trips per year---------------------- 52 
Estimated time per round trip (hours)----- ---------- 8 
1 Include only traffic segment. 

Revenue received ,by PC___________________________ $58, 222 
Average revenue per carload_____ __________ $299 

Variable (avoidable ) cost of continued 
service : 

Cost incurred on the branch line __________ 29, 728 
Cost ot upgrading branch line to J'RA class 

I : (1/ 10 or total upgrading cost )________ 6, 880 
Cost Incurred beyond the branch line ______ 81, 094 

Total variable (avoidable) cost.______ _____ __ 67, 652 

:\"et contribution (loss) : total. ____ __ ______________ (14,430) 

USRA Recommendation 

I t is not recommended that this portion of the Colum­
bus-Madison Secondary Track be included in the Con­
Rail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-See comment on USRA Line No. 589. 



591 
INDIANA 

USRA ANALYSIS 
PORTION OF CLAY CITY SECONDARY TRACK 

USRA Line No. 591 

Penn Central 
PC to Terre Haute 

',.!' 
' 

L&N to Wall ace 
PORTION OF THE CLAY 
CITY SECONDARY ------+ 
TRACK . PC 

L&N to Midland 2h.l miles 

}.. PC to Indianapolis 

~ .......... 
l _...,....-

Rin con Junctiofr..(T 
...,.~r Worth ington ..... r ,,______ Junction 

PC to Vincennes / PC to Evansville 

This portion of the Clay City Secondary Track, for­
merly part of the New York Central RR, extends from 
Cory (Milepost 12.4) to Worthington, Ind. (Milepost 
38.6), a distance of U£ 1nil,es, in Clay, Owen and 
Greene Counties, Ind. A continuation of this line ex­
tends northwestward from Cory and southeastward 
from Worthington to Worthington Junction. Connec­
t,ions are : a Louisville & Nashville branch to Wallace 
Junction & Midland at Clay City and the PC P eters­
burg SecC1ndary Track at nearby Worthington Junc­
tion. The latter is also under study in this Report. PC 
has filed for abandonment to the ICC Docket No. AB-5, 
Sub. 151. 

Summary of USRA Data 
Stations ( with their 1973 carloads) served by this line : 

RIiey ----- ------ ----------- ---------------- ------- 0 
Cory ---------------------------------------------- 15 
Clay City______ ___ _______ _____ _______________ ______ 64 

Lancaster ----------------------------------------- 2 
Coal City_____ ___ _________ ___________ ________ _____ _ 0 

Mancourt ------------------------------------------ 5 

Total carloads generated by the line____________ 76 
Number of round trips per year_____________________ 52 
Estimated time per round trip (hours)______________ 6 

Revenue received by PC ________ ____ __ _____________ $19, 098 

Average revenue per carload_______________ $251 
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Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line _________ 186, 965 
Cost of upgrading brancb line to FRA 

Class I: (1/10 of total upgrading cost) - 59, 406 
Cost Incurred beyond the branch line_____ 12, 748 

Total variable (avoidable) cost ______________ 259,119 

Net contribution (loss) : totaL--------------------- (240,021) 

USRA Recommendation 

It is not recommended that this portion of the Clay 
City Secondary Track be included in the ConRail Sys­
tem. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Worthington Chamber of Commerce states 
that line 591 is necessary to the economy of Greene 
County and the four rail users on the line. 
-The line serves a national defense purpose in that 
the U.S. Naval Ammunition Depot at Crane requires 
maximum rail flexibility. 
-The Chamber of Commerce reported that the Pea­
body Coal Company was developing a new mine 
which would be dependent on this line. Peabody 
Coal, however, did not mention this in its own testi­
mony. 
-The Indiana Farm Bureau estimated a yearly po­
tential of 5,400 tons of phosphates and potash for 
the line. 



USRA ANALYSIS 
PORTION OF THE PETERSBURG SECONDARY 

TRACK 

USRA Line No. 593 

Penn Central 

L&N to Chi ca,o 

PC to Indianapol is 

............... 
\ 

PC to Terre Haua,-t\\ 

\ 
... \ •. 

MARTINSVILLE 

\ 
~----•. Gosport Junction 

- - - - -,.,__.Worthina:ton \ f-_L&N to Louisville 

PC to Vin!nnes /. \ ◄3. 2 miles 

/ / PORTION OF THE PETERSBURG 
PC to Evansvi lle SECONDARY TRACK, PC 

This portion of the P etersburg Secondary Track, 
formerly part of the Pennsylvania RR, extends .from 
,llartinsville (Milepost 30.6) to Rincon Junction, Ind. 
(Milepost 73.8), a distnnce of 48.f miles, in Morgan, 
Owen, and Greene Counties, Indiana. Continuations of 
this line extend northward from Martinsville and south­
westward from Rincon Jct. The Petersburg section 
ano-les to the south from Rincon Jct. All lines are under 
stu.,dy in this Report. Connections include: the Louisville 
& Nashville at Gosport (Milepost 44.1); the PC Clay 
City Secondary Track at Worthington (Milepost 
72.3) ; and the PC Vincennes Secondary Track at 
Rincon Junction. 

Summary of USRA Data 

Stations (with their 1973 carloads ) se rved by this line : 

Paragon ---- --------- --- --- ----------- -----------­
Gosport --- - --------------------- --------Gosport Junction _______________ ___________________ _ 

Romona---------- -------- - ------------------------

11 
0 
0 
0 

Spencer ----------------- - -------------------- - ---- 1, 361 
Freedom ---- --- ------ --- -------------------------- 1 

Worthington ------------ --- -------- - ------- 22 

Total carloads generated by the line _____________ 1, 395 
:\lumber or round trips per yea r _____________________ 250 
Es timated time per round t rip (honrs) ______________ 12 

Revenue received by PC ________ ______ ___ __ ____ ___ __ $120, 629 

Average revenue per carload________ _____ $86 

Variable (avoidable ) cost or continued 
service: 

Cost Incurred on the branch line ________ 654, 983 
Cost of upgrading branch line to FRA 

Class I : (1/ 10 or total upgrading cost) _ 0 
Cost Incurred beyond the branch line ____ 114, 040 

510-918 0 - 15 - 14 
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Total variable (avoidable) cost______________ 769, 023 

Net contribution (loss) totaL _____________ ____ ____ (648, 394 ) 

USRA Recommendation 
It is not recommended that this the portion of Peters­

burg Secondary Track be included in the ConRail Sys­
tem. 

PUBLIC RESPONSE AND RSPO COMMENT 
-This portion of the Petersburg Secondary Track 
is one of six lines in Indiana which Lt. Governor 
Robert D. Orr has said must be retained. 
-The logic of breaking this one segment out and 
analyzing it separately was challenged by the Gov­
ernor's Rail Task Force. 
-Several respondents pointed out that USRA must 
have been unaware that major rehabilitation has 
already been completed on parts of the line. Except 
for two bridges now being up-graded, the entire line 
from Indianapolis to south of Rincon J unction is 30 
mph track. 
-A large, to-be-developed gypsum deposit near 
Freedom, offers the potential of heavy traffic. 
-Peabody Coal Company alone shipped over 20,000 
carloads of coal to Indianapolis. Elimination of serv­
ice would double Peabody's length of haul. 
-The capacity to switch the several thousands of 
cars annually to the ICG at Switz City doesn't exist. 
-Whirlpool Corporation, Evansvi lle, ships more 
than 10,000 cars annually and is vitally concerned 
about distribution patterns a nd service factors, es­
pecially car supply which the compa ny fears could 
not be maintained without this direct link to Avon 
Yard. 
-The Indiana Farm Bureau is projecting local an­
nual agricultural usage of 3,480 tons of phosphates 
and potash. 
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INDIANA 

USRA ANALYSIS 
DUFF RUNNING TRACK 

USRA Line No. 596 

Penn Central 

/ 

~ PC to Indianapolis 
/ 

/ 
DUFF JUNCTl~ON DUFF RUNNING 

/ ...-TRACK, PC 

p/ f--2.4 miles 

P bu Se d 
• • • • • ...... B&O to Cincinnati 

eters re con ary • • • 
Track, PC . l • • • WASHINGTON 

To Evansvi lle 8&0 to East St. Lou is 

The Duff Running Track, formerly part of the New 
York Central Railroad, extends from Duff Junction 
(Milepost 77.6), to Washington, Indiana (Milepost 
80.0}, a distance fo i/.4 mil,es, in Daviess County, In­
diana. At Du ff Junction, this line connects with the PC 
Petersburg Secondary Track, which is also under study 
in this Report. Another connection is with the Balti­
more & Ohio Cincinnati-East St. Louis line at Washing­
ton. P C has filed for abandonment with the ICC (Doc­
ket No. AB-5, Sub. 91) . 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 

Washington --- --------------- - -------------------- 85 

Total carloads generated by the line_____________ 85 
Number ot round t rips per year__ __ _______________ ___ 62 
Estimated time per trip (hours )___________________ 1. 5 

Revenue received by PC ____________________________ $16,618 
Average revenue per carload________________ $196 

= 
Variable (avoidable) cost of continued service : 

Cost incurred on the branch line___________ 26, 327 
Cost of upgrading branch line to FRA class 

I (1/10 of total upgrading cost )_________ 8,932 
Cost Incurred beyond the branch line_______ 14, 939 

Total variable (avoidable ) cost______________ 50,198 

Net contribution ( loss ) : TotaL __________ _________ __ (33,680) 

USRA Recommendation 

It is not recommended that the Duff Running Track 
be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The City of Washington protested abandonment. 
McCord Corporation, one of the city's largest firms, 
and several other local industries use the line. 
-The Whirlpool Corporation is concerned because 
the Duff Spur is an interchange between Penn Cen­
tal and the B&O. Loss of the line, it is feared , would 
result in longer transit times. 
-RSPO staff recomends that USRA determine 
whether revenues on the overhead traffic to Whirl­
pool would be lost to Conrail. 
-The Chessie is interested in serving PC customers 
at Washington only. 



USRA ANALYSIS 
PORTION OF THE VINCENNES SECONDARY 

TRACK 

USRA Line No. 597 

Penn Central 

l>c to Terre Haute PC to Indianapolis 

-----., "' " ' ,,.,,. 
RINCON JU NCTION 'tf 

ICG to Erfinit,:wn. Ill. -. Worthin1ton Junction 
•••• ••••••••• \~ ICG to Indianapolis 

PORTION OF THE VINCENNES Switz City •••• --):.:. " 

SECONDARY TRACK. Pc ---. _./ / • Ys·1:~~ii:1d 
Milwaukee to\ / I 
Terre Haute ~-. 17 9 1 

) 
•• ~ . mies .,,, . / 

/ 

SANOBORNV\ ,,,.,,,. ... ,,,.,,,. . / ,,"'\ ... / 
/ PC to Vincennes ):(Elnora 

,; / \t- MIiwaukee Road 
( \ • to Seymour 

I PC to Evansville 

This portion of the Vincennes Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Rincon Jwnctwn (Milepost 73.8), to Sandborn, Ind. 
(Milepost 91.7), a distance of 17.9 miles, in Greene and 
Knox Counties, Indiana. A continuation of this line 
extends southwestward from Sandborn; it is also under 
study in this Report. Connections include: the PC 
Petersburg Secondary Track at Rincon Junction; the 
Illinois Central Gulf RR to Indianapolis and Effing­
ham, Illinois, at Switz City; and the Chicago. l\fil­
waukee, St. Paul and Pacific RR to Terre Haute and 
Seymour at Beehunter. The PC line is also under study 
in this Report. 

Summary of USRA Data 
Stations (with t heir 1973 ca rloads ) served by this line : 

Switz City ----------------------------------------- 22 
Lyons --------------------------------------------- 5 

Bushrod ------------------------------------------ 25 
Beehunte r ----------------------------------------- 21 

Total carloads generated by the line______________ 73 
Number of round trips per year____________________ _ 52 
Estimated time per round trip (hours)______________ 8 

Revenue received by PC________________________ __ _ $14, 974 
Average revenue per carload____________ ___ $205 

Variable (avoidable) cost of continued service: 
Cost Incurred on the branch line ________ 160, 778 
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Cost of upgrading brnn<'h line to FllA class 
I (1/10 of cost upgrading cost) ________________ 39,254 

Cost incurred beyond the branch llnf>__ _______ ____ 11, 792 

Total variable (avoidable) cost_____________ 211,824 

Net contribution (loss) : totaL _______________ ____ (196,850) 

USRA Recommendation 
It is recommended that the portion of the Vincennes 

Secondary Track between Sandborn and Switz City be 
included in the ConRail System. 

It is not recommended that the portion of the Vin­
cennes Secondary Track between Switz City and Rincon 
,Junction be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Segment #597 apparently originates little ton­
nage, but is considered a vital link for the ha uling of 
coal by both Indianapolis Power and Light Company 
and the Peabody Coal Company. 
-Peabody ships 8000 cars per year in unit trains 
from its Hawthorn mine to Indianapolis Power and 
Light Company's Pritchard Plant at Campbells, In­
diana. Without 5!>7 (and 593) the length of haul 
would double a nd transit time would increase from 
the present 6 to 12 hours to a n estimated 3 to 5 days, 
the resul t of mul tiple switching and interchanging 
with the ICG. 
- According to RSPO and staff analysis the cost 
calculations reflect the use of four locomot ives per 
trip, which is an overstatement of requirements for 
local service. 
-The costs for upgrading should be reviewed. The 
background information indicates that existing good 
ties plus the number USRA states must be replaced 
exceeds FRA class I standards. 
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USRA ANALYSIS 
PORTION Of THE CRAWFORDSVILLE 

SECONDARY TRACK 

USRA Line No. 602 

Penn Central 

.... ........ 
/ ............ . 

j r L&N to Chicago 
PC (P&E) 1D Peoria ', 

CRAWFORDSVILLE :, 
: ~ :f-..! -, 
• /...........__ L&N to Lou1sv1lle 

PC (P&E) to Indianapolis 

~ PORTION OF THE 
CRAWFORDSVILLE 

WAVELAND SECONDARY TRACK , PC 

This portion of the Crawfordsville Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Waveland (:'.\Iilepost 37.0), to Orawferd8ville, Ind. 
(Milepost 52.0), a distance of 15.0 miles, in Mont­
gomery County, Indiana. Continuations of this line did 
extend northeastward from Cra.wfordsville and south­
westward from Wavela.nd. These continuations have 
been abandoned. There are two connections on this line. 
They are the PC Peoria & Eastern line, and the Louis­
ville & Nashville Chicago-Louisville line, both at Craw­
fordsville. The PC line is a.lso under study in this Re­
port. The PC has filed for abandonment of this line with 
the ICC and USRA (Finance Docket No. 26784; USRA 
Docket No. 75-50). 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line: 

Crawfordsville' ---------------------------------­
Waveland -- ------------------------------------

Total carloads generated by the line ___ __________ _ 
Number of round trips per year ______________________ _ 
Estimated time per round trip (hours ) ______________ _ 
1 Includes only t raffic on segment. 

Revenue received by PC _________________________ _ 

Average revenue per carload______________ $253 

Variable (avoidable ) cost of continued service 
Cost Incurred on the branch line________ 97. 142 
Cost of upgrading branch line to FRA 

class I ( 1/ 10 of total upgrading cost) __ 41, 016 
Cost Incurred beyond the branch line____ 319 

3 
0 

3 
6 
4 

$759 

Total variable (avoidable) cost______________ 138,477 

:-.et contribution (loss) totaL _______ _____ _______ _ (137, 718) 
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USRA Recommendation 
It is not recommended that trus portion of the Craw­

fordsville secondary track be included in the ConRail 
System. 

PUBLIC RESPONSE AND RSPO COMMENT 
- The Elston Bank and Trust Company reported 
that whereas USRA reported only three cars for the 
entire line, the Custom Farm Service Company, lo­
cated near milepost 42, received 52 cars in 1973. 
- Testimony indicated that the projected usage for 
1976 is 741 cars and for 1980, 933 cars for four ship­
pers on the line if the line were upgraded. 



USRA ANALYSIS 
PORTION OF ANDERSON-LEBANON LINE 

USRA Line No. 622/623 

Central Indiana Railway 

PC ID Lopnsport L. / PORTION OF THE ANDERSON-LEBANON LINE 

/ L&N ID Hammond i N&II to Mid, ipn City 
PC to Kankakee / . / , J I ••.• : l2. I •1 Cl ID Anderson 

-..:, I \ : Jm,.. J 
.... ~ ·. . ---.... ½1 --¢ ,--

LEBANON I'-. Westfield : : Noblesvill e FISHERBURG 

"' : : \,, :~ :"--N&W to lndianopolis 

/ i L&N to lndi onapoli s 
PC to lndianopolis 

This portion of the Anderson-Lebanon line of the 
Central Indiana Railway extends from Fisherburg 
(l\1ilepost 10.6), to Lebanon, Ind. (Milepost 42.7), 
a distance of 32.1 miles. in Madison, Hamilton, and 
Boone Counties, Indiana. A continuation of this line ex­
tends eastward from Fisherburg. Connections include : 
the Norfolk & ·western to Michigan City and Indianap­
olis at Noblesville; the Louisville & Nashville to Ham­
mond and Indianapolis at ,vestfield; and at Lebanon, 
the PC Cincinnati-to-Kankakee line and the PC I&F 
Branch. Portions of both of the PC lines are also under 
study in this Report. PC has filed for abandonment of 
this line with the ICC, Finance Docket No. 26587; with 
USRA, Docket No. 75-561. 

Information for Line Retention Decision 

The Central Indiana Railway is independent of the 
PC and therefore has not been subjected to detailed 
analysis and is not to be a part of the ConRail System. 

USRA Recommendation 

It is not recommended that this portion of the Cen­
tral Indiana Railway be included in the ConRail 
System. 

215 

622/623 
INDIANA 

PUBLIC RESPONSE AND RSPO COMMENT 
-Confusion was expressed by respondents over the 
status of the Central Indiana Railroad. USRA in­
dicates that the Cl was independent and therefore a 
detailed analysis was not performed. Yet a portion 
of the line was recommended for exclusion. 
-The Carter Lumber Company testified that loss of 
rail service to their new store at NoblesviJJe would 
result in an immediate loss of 4-6 jobs with associ­
ated personal income of $60,000. 
-Brockway Glass Company, Lapel, reported that 
the terminus of the segment should be Lapel. The 
track doesn't run through Fisherburg. Brockway's 
annual traffic is over 1700 cars, and the company is 
forecasting a 20 percent increase. Brockway must 
have two switches per day, one from the east and 
one from the west. To guarantee two-way service, 
the 9.1 miles from Lapel west to Noblesville must 
remain open to provide access to the N&W. Without 
this service, Brockway will be faced with curtail­
ments and/ or temporary shut downs. Brockway em­
ploys over 500 people. 
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USRA ANALYSIS 
PORTION OF THE EFFNER SECONDARY 

TRACK 

USRA Line No. 630 

Penn Central 

SS.Smil es .----tl_ 

Danvi ll e 8rJ.nd, , PC, I 
to Indiana Haibo, L& N to M1ch i1an City 

1/ (✓ Lo~an•port-10 
I ........, •••• : Monon \ Chica10 line, PC 

I L& N to H...,,ond '¢. \,/I \ I • •• -..; 
\ I : ••... \ PC to Locan•port 

TP&W to Peon a 1\ Kentland : ••• Monticello _ _,/_ 

~- -•~~•;HER h \eynold•: : ...__ KENNETH 

Sherr r', : "-. • L&H to Indianapolis 

PC to Danville , Il l. ➔,' / ' L&H to Louisv,lle 

PORTIO N OF THE EFFNER 
PC Kankakee•lnd,anapoh• SECONDARY TRACK , PC 

T his portion of the Effner Secondary Track, formerly 
part of the Pennsylvania RR, extends from Kenneth 
(Milepost 5.7) to Effner, Ind. (Milepost 61.2), a dis­
tance of 55.5 miles, in Cass, White, Jasper and Newton 
Counties, Ind. A continuation of this line extends east­
ward from Kenneth to Logansport. Connections are : 
the PC Louansport-to-Chicago line at Kenneth; the 
Louisville a~d Nashville line to Hammond and Indiana­
polis at Monticello; the Louisville and Nash ville to 
Michigan City and Louisville at Reynolds; the P C Dan­
ville Branch at Kentland; and the Toledo Peoria & 
Western RR to Peoria at Effner. The PC Danville 
Branch is also under study in this Report, as is a portion 
of the PC Logansport to Chicago line. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 
Lake Clecott_ ___________________________________ _ 

Burnettsville ------------ -------- ----- ---------- ­
Ida ville -------- ------------ ---- -----------------

0 
32 
34 

Monticello ---- --- - ------------------------------ 895 
Reynolds---------------------------------------- 1, 240 
Sea field ------------- ---------------------------- 0 
Wolcott ----------------------------------------­
Remington ------------ - --------------- ---------­

Goodland --------------------------------------­
Perkins -----------------------------------------Eff'.ner ----- ____________________________________ _ 

Kentlnnd ' ---------------------------------------

169 
927 
945 

18 
5 

271 

Total carloads generated by the line ______________ 4, 526 

See footnote at end of table. 
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Number of round trips per yenr ---------------------­
F.stimnted time per round trip (hours)----------------
1 Jucltules onl~· trnffi c on ~gment. 

300 
12 

Revenue received by PQ __________________________ $1, 752, 792 

A ,·ernge revenue per cnrlond__ __________ $387 

Ynrinhle (nvoidnble) cost of continued 
service : 

Cost Incurred on the hrnnch line______ 748, 571 
Cost ot upgrnding branch line to FRA 

Clnss I (1/ 10 or total upgrnding 

cost) ---------------------------- 51, 207 
Co~t Incurred beyond the hrnnch 

line ------ -------- - --------------- 1,326,743 
Totnl vnrinble (nvoidable ) cost_____________ 2,126,521 

Net <'Ont r ibution (loss) : totnL___ __________ (373,729) 

USRA Recommendation 

It is not recommended that this portion of the Effner 
Secondary Track be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Effner-to-Kenneth Rail Service Research 
Committee representing 39 rail users challenged the 
creditability of USRA's revenue figures, fi nding that 
on-line users had paid the PC over $3.2 million in 
1973, double the figure in the Plan. 
-Several respondents emphasized the value of the 
line as an east-west link connecting the TP & W with 
the P C. Congressman George O'Brien feared that the 
TP&W would be forced out of business. 
-Garvey International, Inc., reported the line wal:! 
necessary to avoid the delays of the congested Chi­
cago terminals. 
-The W.R. Grace Company, Remington, distributes 
approximately 14,000 tons of fertil izer to area farm­
ers annually and is dependent upon rail service for 
continued operation. 
-Griffith Laborator ies has just purchased 30 acres 
at Remington, with an option on an additional 65 
acres and intends to build a plant on the site. The 
plant will use rail. 
-The Pillsbury Company operates a grain elevator 
with a 3½ million bushel capacity at Reynolds. P ills­
bury shipped 152,000 tons by rail in 1974, 85 percent 
of it on the PC. In the past 3½ years, Pillsbury has 
invested $500,000 to upgrade its facilities to load 100 
car unit trains. 
-Seven elevators on the line handle 18,000,000 
bushels annually ; loss of rail service would cost a rea 
farmers an estimated $1.5 million per year. 
-At Monticello, Chemetron Welding Products has 
had to go to contract motor carriers because of poor 
service. The company is projecting a 30 percent in­
crease in production and emphasized that its traffic 
on the line would increase if service were improved. 
Oontinued on page 226 
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USRA ANALYSIS 
PORTION OF THE COLUMBUS-TO­

INDIANAPOLIS LINE 

USRA Line No. 633 

Penn Central 

This portion of the Columbus-to-Indianapolis Line, 
formerly part of the Pennsylvania RR. extends from 
Richnwnd (Milepost 119.6) to Indianapolis. Ind. 
(Milepost 186.9), a distance of 67..'J miles, in Wayne, 
Henry, Hancock and Marion Counties, Ind. 

A continuation of this line extends eastward from 
Richmond towards Dayton, Ohio. At Richmond, this 
line connects with the Penn Central Richmond Branch 
to Hamilton, Ohio and Anderson, Ind. , the Penn Cen­
tral Newman Secondary Track to ,vinchester, and the 
Chesapeake & Ohio to Chicago and Cincinnati. Other 
connections are : the Norfolk & Western at Cambridge 
C'ity and Dunreith, the Penn yentral Anderson-Greens­
burg Secondary Track at Knightstown, and at Indi­
anapolis, the P enn Central Louisville Branch, the Penn 
Central Cincinnati -to-Kankakee Line, the Penn Cen­
trnl Petersburg Secondary Track to Evansville, the 
P enn Central to Springfield, Ohio, Peoria & Eastern 
Line, the Penn Central Greencastle Branch to Terre 
Haute, the Penn Central Springfield Branch, the Penn 
Central Cleveland-to-Indianapolis Line, the Penn Cen­
tral Indianapolis-to-St. Louis Line, the Penn Central 
I&F Branch, the Baltimore & Ohio to Chicago and the 
Norfolk & Western to Frankfort. 
Summary of USRA Data 
Stu tlons (with thei r 1973 carloads) served by this line : 

Rkhmond 1 
---------------------------------------- 8,521 

Centenille ---------------------------------------- 440 
Germantown -------------------------------------- 24 
Straughn ------------------------------------------ 31 
Cambridge City____________________________________ fl9 

Dun reith ------------------------------------------ 35 
Cha r lottesville ------------------------------------ 117 
Greenfi eld ----------------- - ----------------------- 577 

Gem ---------------------------------------------- 186 
Knightstown 1 

------------------------------------- &l 
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Cumberland ----- ---- --------- --- - ------ - --------- - 89 
Indianapolis' ----------------------- ---------- --- - 5, 164 

Total carloads genera ted by the line ___________ 15, 317 
:"<umber of round trips per year____________________ 250 
Estimated time per round trip (hours ) _____________ 36 
1 Includes only t ra ffic on segment. 

Revenue received by PC _______________________ _ $4,182, 160 

Average re,·enue per carload ___________ $273 

Variable (avoidable) cost of continued 
service : 

Cost incurred on the branch line ____ 1,336, 767 
Cost of upgrading branch line to FRA 

Class I : (1/ 10 of total upgrading 

cost) - - ---------- ------------- --- O 
Cost Incurred beyond the branch 

line --- -- - ------------------------ 1, 965, 072 

Total variable (avoidable) cost_ ____ ______ _ 3,301,839 

Net contribution (loss ) : totaL___ _______________ 880, 321 

USRA Recommendation 

It is Mt recommended that the portion of the Rich­
mond to Indianapolis Line between these cities be in­
cluded in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The public response to the proposed abandonment 
of this segment was quite heavy. The line generates 
significant local traffic; is a heavily used overhead 
and Amtrak route; and, by USRA's own analysis, 
profitable. 
-The Mayor of Richmond described potential eco­
nomic havoc. Loss of service would cost Richmond 
900 jobs and $300,000 in property taxes a year from 
two firms alone. 
-The Richmond Area Chamber of Commerce esti­
mated the potential loss from 15 of the major ship­
pers 1,610 primary jobs, 1,100 secondary jobs, $25 
million annual payroll, $14,000,000 tax base. 
-National Automatic Tool Company, located just 
west of Richmond, is a shipper of machine tools and 
molding machines, some of whose products phys­
ically cannot be handled except by rail. 
-The Richmond Power and Light Company burns 
2,000 carloads of coal per year. Without this line, the 
utility company's costs would be higher by estimated 
$118,000 per year, an amount which would be passed 
on in higher rates to consumers. 
-The Amoco Oil Company operates a liquid ferti­
lizer plant at Charlottesville where it receives 85 
cars per year. Loss of rail service would force Amoco 
to relocate at a cost of $606,000. The Company noted 
that 63 percent of 1973 traffic was generated on only 
43 percent of the line and that at least the 29 mile 
Continued on page 226 
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USRA ANALYSIS 
PORTION OF COLUMBIA CITY SECONDARY 

TRACK 

USRA Line No. 700 

Penn Central 

f PC to Columbia City 
PC to Goshen -., l 

I .,-
N. MANCHESTERj.-­

--r-COLUMBIA CITY 
.,,..- SECONDARY TRACK 1 '"'- AT N. MANCHESTER 

PC to Mexico PC to Marion 

This portion of the Columbia City Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Milepost 36.9 to Milepost 37.2, a distance of 0.3 miks, at 
N. llfanchester, in ,vabash County, Ind. 

Information for Line Retention Decision 

This line does not directly serve any shippers. 

USRA Recommendation 

It is not recommended that this portion of the Colum­
bia City Secondary Track be included in the ConRail 
System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Review by the Office revealed no public testimony 
on this line. 



577a 
INDIANA to ILLINOIS 

USRA ANALYSIS 
PORTION OF CINCINNATI-TO-KANKAKEE LINE 

USRA Line No. 577a 

Penn Central 

'CG 0, 
C&EI (LIN hu Trach,e Rl,tiu to 

t~ ,a,o Ch,ca" 

\ f PC to * th Bend : ~,lwaulcee Road to Otlcaro 
PC co Peoria i _!,--- f \. PC to Ouap 

, •5 • : TP , w ., Efln• V 
lt - • L nne • 

UHKA;EE :I! 1' - : '"•'""" \_. I 
/

•~• "Sheldon/ : I \f · ll. 1.,11., _ f •• SHEFF 
ICCtoH1wOrl1an1 /'" --. •• •__ / --

~- -- t -PORTION OF ONCINNATI• H,lwdM Road to TP & W to Peoria f PC to Cincinnati 
KANKAKEE LINE, PC r .. e H"'te / 

/J'C to Eunnille 
CIEi to St. Louh ~ 
LIN to Evansville 

This portion of tho Cincinnati-to-Kankakee Line, 
formerly part of the Pennsylvania RR, extends from 
Sheff, Ind. (Milepost 2ll.8), to Kankakee, Ill. 
(Milepost 249.4), a distance of SB.I miles, in Iroquois 
and Kankakee Counties. Ill. and Benton County, Ind. 
A continuation of this line extends eastward to Cincin­
nati, also under study in this Report. This line connects 
with the PC to Evansville and the PC to Chicago at 
Sheff, Ind. These two lines are both under study in this 
Report. This line connects with the TP&W lines to 
Effner and to Peoria at Sheldon. At Nelson this line 
connects with the Milwaukee Road Chicago-Terre 
Haute Main Line. This line also connects with the C&El 
Main Line from Chicago to Evansville at St. Anne. 
(The C&EI line to Chicago uses the L&N trackage. At 
Kankakee this line connects with the ICG Chicago-New 
Orleans Main Line. It also connects with the PC lines 
to South Bend and to Peoria at Kankakee). 

Summary of USRA Data 
Stations (with their 1973 carloads) served by this line: 

Raub ------------------------------- --- - ----------- 149 
Sheldon ------------------------------------------- 1, 194 
Iroquois ------------------------------------------- 109 

Donovan -------------------------------------- ---- 184 Bea verv1lle ____ _____ _ _____________ _ _ ____ __________ _ 204 

St. Anne ------------------------------------------- 132 
Aroma Park --------------------------------------- 15 
Kankakee' ---------------------------------------- 482 

Total ca rloads generated by the line ______________ 2, 469 

Number ot round trips per yea r______________________ 150 
Estimated time per round trip (hours)______________ 7 
1 Includes only traffic on segment. 

Revenue received by Pt; ____ __ ___________ ________ $1, 034, 157 

Average revenue per carload___________ _ $419 
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Variable (avoidable) cost of continued 
service : 

Cost Incurred on the branch line ___ __ _ 376, 695 
Cost of upgrading branch line to FBA 

Class I : 
(½o of total upgrading cost) ________ 0 

Cost Incurred beyond the branch line __ 834, 436 

Total variable (avoidable) cost________________ 1,211,131 

Net contribution (loss) : totaL____________ (176,974) 

USRA Recommendation 

It is not recommended that this portion of the Cin­
cinnati to Kankakee Line be included in the ConRail 
System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Kankakee County Farm Bureau indicated 
that present and potential traffic make this line es­
sential to the economic well-being of Kankakee 
County farmers. 
- Congressman George O'Brien expressed interest 
in the line's being acquired by a solvent carrier, as 
did the Rail Research Committee organized on the 
line. 
-The Rail Research Committee also pointed out 
apparent factual errors in USRA's analysis; e.g., 
nearly 1000 cars from five major on-line shippers 
in Kankakee were omitted. The Committee also 
pointed out seeming inconsistencies in the way 
USRA handled the different segments of the Cincin­
nati-to-Kankakee line-one segment having been in­
cluded with no demonstrated analysis and two seg­
ments included because they were required for 
"through traffic." The main thesis of the Committee's 
criticism is that Line No. 577a is an integral segment 
of a through line ,but that it can stand on its local 
traffic generating higher carloads per mile than the 
other Cincinnati Kankakee segments. 
-The Early and Daniel Company at Sheldon argued 
that the entire line was profitable and should be re­
tained, but especially the 7.8 mile segment from Sheff 
to Sheldon must stay. In 1973, this 7.8 miles gener­
ated 58 percent of the carloading and 80 percent of 
the revenues which USRA attributed to the entire 
line. 



USRA ANALYSIS 
PORTION OF THE RICHMOND BRANCH 

USRA Line No. 520a 

Penn Central 

C&O 
Chicago- •• ..,pc 
Cincinnati ➔"• I Newman PC 

, •• I Secondary lndianapol i s-
Ri chmond'-, •• I Track r Columbus 
Branch---+, •• " Main Line 
PC ---- __,,_._. 

RICHMOND:~ .-PORTION, 

: ; ~ RICHMOND 
- ~ BRANCH. PC 

~ 
PC to----+ EATON 
Cincinnati \ 

\ 

This port ion of the Richmond Branch, formerly part 
of the Pennsylvania RR, extends from Eaton, Oh,i,o 
(Milepost 58.0), to Richmond, Ind. (Milepost 72.1) , 
a distance of 14J miles, in Preble County, Ohio and 
Wayne County, Ind. The Richmond Branch runs south 
to Cincinnati and continues north beyond Richmond to 
Logansport; both extensions are also under study in this 
Report as is the Newman Secondary Track which con· 
nects at Richmond. At Richmond the C&O Chicago­
Cincinnati line and the Penn Central's Indianapolis­
Columbus line also cross. 
Summary of USRA Data 
Stations { with their 1978 carloads) served by this line: 

Eaton·- --··----- --·--·--··-··--·····-··--···-·-··- 1, 068 
'-'ew Hope_···-·-·· · ----··-····-·-··-··-····--·---- 44 
Campbellstown ·--·-·····--···--······--··-··-··--- 29 

Total carloads generated by the line·-·-····-····· 1, 186 
Average carloads per week •••• ·---···---- -········-··- 21.8 
Average carloads per mile·-··-·--·-····-·-·-·····--··· 80. 6 
Average carloads per train ••••• ·--·····-···-··-··-···- 8. 8 
1978 Operating Information : 

Number ot round trips per year········-·····-···-··· 800 
Estimated time per round trip (hours ) •••••••••• ··-·· 2. O 

Revenue received by PC •• ·-···-······-···-······-· $274, 874 
Average revenue per carload_............. $242 

Variable (avoidable) cost ot continued 
service: 

Cost Incurred on the branch line •.•••• - •• 154, 149 
Cost ot upgrading branch line to FRA 

Class I (1/ 10 of total upgrading cost )__ O 
Cost Incurred beyond the branch line_ •• _. 161, 055 

Total variable (avoidable ) cost. •••••••••••• - 315, 204 

Net contribution {loss): TotaL •••.•.••• ·-······-·· {40,330) 

520a 
INDIANA to OHIO 

USRA Recommendation 

AJthough the preliminary recommendation is that 
this portion of the Richmond Branch not be included 
in the ConRail System, the possibility of immediately 
increasing revenue must be explored before a final rec­
ommendation can be made. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Preble County Farm Bureau Cooperative said 
it serves 2,380 customers. Without L"ail service the 
Farm Bureau's transportation costs would go up by 
$8,120 a year. To relocate would cost $600,000 and 
would result in loss to the community of about $10,· 
000 per year in tax revenues. F urther, it could 
have used 91 more hopper cars in 1974 had they been 
available, they plan to install three 30,000 bushel 
grain storage tanks which will increase rail service 
requirements, and that a Town and Country store 
plans to locate in Eaton in the near future and will 
need rail service. 
-Community Improvement Corporation is negotiat­
ing to develop a 100 acre industrial park for Eaton. 
-Westvaco Corporation ,viii complete its previously 
reported $1,750,000 expansion in 1975 and estimates 
1975, traffic will total 1,329 carolads, growing to about 
1,700 carloads in 1976. Also, the company said the 
track is in FRA Class III condition. However, be­
cause signalling has been removed it is officially 
only Class II. Finally, Westvaco said it is willing to 
negotiate immediately with the proper party for es• 
tablishment of a specific rate increase to cover any 
deficit associated with movement of its traffic at 
Eaton. 
-The Ohio Public Utilities Commission recom­
mended that Lines No. 520a and 519/ 520 be consid­
ered as a single segment. On the other hand, the 
Community Corporation for Eaton and Preble Coun­
ties suggested that Line No. 520a be extended only to 
Camden on Line No. 519/ 520, to pick up the traffic 
there. 
-Reported traffic: 

Compan11 and location 

Campbellatown AO Center, Inc., Campbellatown. •••••• 

Weatnco Corp., E!a.ton . ······-····--·······-·······-··-
Preble Landmark. Eat<>n ••••••••••••••••••••••••••••••• 
Letherman Lumber Co., Eaton . ....................... . 
Tenco Products, Eaton .............................. . 
Steinke Tractor and Truck Sales, Eaton ............... . 
St . Cla.lr Custodial Supply Co., Eaton ••••••••••••••••••• 
Food FIiters Corp., Eaton .............................. . 
Armacost Elevator, New Hope •••••••••••.•••••••••••••• 

Continued on page 226 
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Carloada 

1973 197' Projected 

29 •••••••• 64 
902 ••••••• • I, 329-1, 716 
128 11' 130 
30 • • •• •••• 35 
30 •••••••. 30 

14 •· ••·• ·• 20 
10 •••••••• 10 
1 ...... .. I 

.. ••••••• • 97 
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INDIANA to OHIO 

USRA ANALYSIS 
PORTION OF THE SPRINGFIELD BRANCH 

USRA Line No. 554 

Penn Central 

PC to Anderson CIO to O lc.aro 

\

N&W to Muncie \ Losantville PC co Winc:heste.r 

PC ta Andcr,on-, ): • \ V"'ct 
• , \ \ \ PC ta Sprin1neld 

\ ' 0 -----•• \ Lynn '-. 
\ 64.0 m1'•• , \ Ne• Cude ·• -- - · 

l'C ta • • GLEN KARN 

l
nd

•t1apol •--~ Shirley / \ , \ \ ~PC to Richmond I ••, ~ • \ 

- HUNTER I ,;i \ ' ·. 
/ ' N&W to Rushville~ \ ' Lao .. R,dimond 

PC to Green1bur1 N&W to Conne.ravill e \ PORTION OF THE 
PC to Ri chmond SPRINGFIELD BRANCH , 

PC 

This portion of the Springfield Branch, formerly 
part of the New York Central RR, extends from Glen 
Karn, Ohio (Milepost 60.4) to Hunter, Ind. (Milepost 
131.2), a ctistance of 64.0 milea, in Marion, Hancock, 
Henry, and Randolph Cos., Ind., and Darke Co., Ohio. 
The total mileage between these points is 70.8, however, 
there are a number of small line segments-especially at 
key junctions that are not under study. At Hunter this 
line continues west to Indianapolis and at Glen Karn 
it continues east to Springfield. Connections with other 
lines are: the PC Anderson-to-Greensburg Secondary 
Track at Shirley; the PC Richmond Branch and the 
Norfolk and Weston to Rushville, Connersville, and 
Muncie at New Castle, the Chesapeake & Ohio Ry. at 
Losantville and the PC Newman Secondary Track to 
Richmond and Winchester at Lynn. Portions of or the 
entire line of the PC connections listed above are also 
under study in this Report. 

Abandonment applications have been filed by the PC 
with the ICC, Finance Docket No. AB-5, Sub. 17, and 
USRA Docket No. 75-54 and 75-55. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line : 

Glen Karn __________ ______________________________ _ 

Crete 
Lynn ----------------------------------------------
Ca rlos City ______________ - - - ___________ -- _________ _ 

Modoc ---------------------------------- ---------­
Losantville ----------------------------------------

43 
10 
70 

0 
19 
28 

Mooreland -------------------------------------- -- - 19 
New Castle' ---- ----------------------------- - - ---- 258 
Kennard ------------------ ------------------------ 10 
Wilkinson --------------------- ------------- --- ---- 43 
Willow Branch_________________________ _______ _____ 1 

Maxwell ----- - ------------------------------------ 44 
Mohawk ----------------------------------- ------- 1 
Mount Comtort_____________ ________________________ 6 

Number ot round trips per year ___ __ _____ ____ __ ____ _ 
Estimated time per round trip (hours) ___ __________ _ 

, Includes only traffic on segment. 

90 
12 

Revenue received by PC--------------------------- $193, 851 
Average revenue per carload------------- $320 

Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line _______ 483, 700 
Cost ot upgrading branch line to FRA 

Class I: (1/ 10 of total upgrading cost) 55, 868 
Cost incurred beyond the branch line____ 77,451 

Total variable (avoidable) cost_______________ 617, 019 

Net contribution (loss): TotaL ____________________ (423,668) 

USRA Recommendation 

It is not recommended that this portion of the Spring­
field Branch be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Indianapolis Chamber of Commerce is par­
ticularly concerned about the precise definitions of 
line end-points in the Indianapolis area. 
-Hunter is actually 1900 feet west of the present 
switching limit. The C. W. Jackson Company has a 
300 acre industrial park just beyond Hunter. 
-The Maxwell Grain Company is constructing 
major new facilities at Maxwell, Indiana, and has 
submitted convincing evidence that the line can be 
operated profitably at least as far east as Maxwell. 
-Maxwell Grain is projecting traffic of at least 480 
cars per year, mostly jumbo-hoppers, from its facili­
ties at Mohawk and ,. ~axwell. Long range prospects 
are good due to thE. planned construction of a new 
metropolitan airport between Hunter and Mount 
Comfort. 
- Allegheny Ludlum Steel Corporation has a major 
installation on this line 1½ miles west of New 
Castle. 

Hunter ---------------------------------------------.JHL 
Total carloads generated by the llne_____ _________ 005 
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USRA ANALYSIS 
WHITEWATER RUNNING TRACK 

USRA Line no. 571 a 

Penn Central 

, ..,- PC ID Beeson 

' ' 
_./ PORTION OF THE WHITEWATER 
~ RUNNING TRACK, PC 

PC to Cincinnati 

PC to Indianapol is and Kankakee 

This portion of the Whitewater Running Track, for­
merly part of the New York Central RR, extends from 
VaUey Junction, Ohio (Milepost 17.7), to Oedar Grove, 
Ind. (Milepost 36.7), a distance of 19.0 mi"les, in Hamil­
ton County, Ohio and Dearborn, Franklin, Fayette and 
Wayne Counties, Indiana. At Valley Junction, this line 
connects with the PC Cincinnati-to-Kankakee Line, 
and at Cedar Grove it continues to Beeson. The latter 
continuation and a portion of the former line are also 
under study in this Report. 
Summary of USRA Data 
Stations (with t heir 1973 carloads) served by this line: 

Valley Junction • •••••• ·----·--···· -·----··------·-- 7 

White Water ••. --. ----·--·---· · · ·--·- ---·-------·- 104 
Harrison - -·-·-··- - - - -----· - - ---- · ----------------- 274 

Total carloads generated by the line-· -----·----- 885 
Number of round trips per year--- - ---------·----··-- j)() 
Estimated time per round trip (hours)_______________ 7 

Revenue received by------------------------------- $186, 825 
Average revenue per carlood------------- $854 

Variable (avoidable) cost of. continued 
service: 

Cost Incurred on the branch line_________ 171,238 
Cost of upgrading branch line to FRA 

Class I: (1/10 of total upgrading 
cost)--·- ---·--- - --------- --··-- ---- 57,191 

Cost incurred beyond the branch line____ 51, 626 

Total variable (avoidable) cost----·--------- 280, 0156 

Net contribution (loss) : totaL---------------·----- (148,780) 

USRA Recommendation 

It is not recommended that this portion of the White­
water Running Track be included in the ConRail Sys­
tem. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Greater Cincinnati Chamber of Commerce 
reported that loss of rail service would hamper the 
future expansion of Cincinnati Inc., Crest Com­
ponent Homes, and Seasongood Folding Box; affect 
expansion plans of Arling Lumber Company which 
could amount to 300 carloads per year, and jeopard­
ize the employment of 860 people. 
-The Cincinnati Gas and Electric Co. reported that 
it owns two industrial sites along the line; one being 
190 acres and the other being 120 acres. Discontinu­
ance of rail service on this line could dampen Cin­
cinnati's chances of attracting industrial users to 
these sites. It also reported that Crest Component 
Hornes, which generates 240 carloads annually, re­
cently located along this line. Thus, its rail usage 
was not considered in USRA's analysis. 
-The Greater Cincinnati Chamber of Commerce 
reported that the J. Cornelius Grain Elevator gen­
erates 4 carloads per year and that the Seasongood 
Folding Box Company generates 24 carloads per 
year. 
-According to the Public Utilities Commission of 
Ohio, all traffic generated aloag this line originates 
or terminates between Valley Jct. and Harrison a 
distance of 7.7 miles. The PUC thinks that USRA 
should recalculate the net contribution of this line 
using only the 7.7 mile segment. 
- Cincinnati Incorporated, which generates 120 car­
loads annually, reported that some of its heavy 
machinery parts weigh up to 125,000 pounds, and 
cannot be moved other than by rail. 
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INDIANA to MICHIGAN 

USRA ANALYSIS 
PORTION OF THE WATERLOO BRANCH 

USRA Line No. 401 

Penn Central 

MONTGOMERY -
PORTION OF THE WATERLOO --r 
BRANCH, f'C \,, PC to Hillsdale 

_,.,,- SOUTH OF ANGOLA 
~ '\ 

PC to Pleasant Lake 
This portion of the Waterloo Branch, formerly part 

of the New York Central RR,extends from south of An­
gola, Ind. (Milepost 39.7), to Montgomery, Mich. (Mile­
post, 54.8), a distance of 15J miles, in Steuben County, 
Indiana and Hillsdale and Branch Counties, Michigan. 
Continuations of this line extend northward from 
Montgomery and southward from south of Angola. 
Both continuations are also under study in this Report. 
PC has filed an abandonment application with the ICC 
Docket No. AR-5 Sub-193, 194. 
Summary of USRA Data 

Stations (with their 1973 carloeds) served by this line: 

Ray --------------------------------------------- 0 
Fremoot ------------------------------------------- 49 
Angola - ----------- ------------------------------- 209 

Total carloods generated by the line_____ _________ 258 
Number ot round trips per year_______________________ 100 
Estimated time per round trip (hours)______________ 6. o 

Revenue received by Pu__________________ $67, 162 
Average revenue per carload___ ___________ $160 

Variable (avoidable) cost ot continued 
service : 

Cost Incurred on the branch line ________ 140, 009 
Cost ot upgrading branch line to FRA 

Class I : (1/10 ot total upgrading cost)_ 37,617 
Cost Incurred beyond the branch line____ 36, 282 

Total variable (avoidable) cost_ ___ _ 

Net contribution (loss) : totaL __________ _ 

USRA Recommendation 

212,908 

(146,766) 

It is not recommended that this portion of the Wat.er. 
loo Branch be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Indiana Farm Bureau estimates an nual traffic 
of 3,555 tons of phosphates and potash. 
-The Steuben County Farm Bureau has land under 
option just south of Angola for a new grain elevator 
which may not be developed without rai l. The Farm 
Bureau also emphasized that 27 carloads of coal 
were used in 1973 (15 in 1974) for home heating. 
- USRA's estimate of 100 trips per year is high by a 
factor of twc, at least; the Farm Bureau reported 
that the branch receives no more than once-a-week 
service, with only 27 trips in 1973. 
-Moore Business Forms, Inc., has recently com­
pleted a 20,000 square-foot plant expansion; the 
company's rail usage increased from 48 cars in 1973 
to 122 cars in 1974. Moore expects to continue to in­
crease usage because some waste material now has 
recycling val ue. Loss of rail would knock Moore out 
of the market for some government contract busi­
ness which specifies rail shipment. 



USRA ANALYSIS 
PORTION OF CHICAGO TO DETROIT LINE 

USRA Line No. 467 

Penn Central 

A-ao ., c...nd Raold• 
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and Chiaro 

This portion of the Chicago to Detroit Line, formerly 
part of the New York Central RR, extends from 
Buchanan, Mich-igan (Milepost 199.5) to Michigan 
Oity, Ind. (Milepost 228.0), a distance of ~-5 miles, 
in Berrien County, Michigan and La Porte County, 
Indiana. At Buchanan, Mich., this line continues east­
ward to Niles and Detroit, and at Michigan City, In­
diana west towards Chicago. The Line eastward from 
Buchanan, Mich. is also under study. Connections with 
other railroads include the Chesapeake & Ohio at New 
Buffalo and Michigan City. Also at Michigan City, 
connections are made with the Chicago, South Shore & 
South Bend RR, the Louisville & Nashville RR and the 
N&W Ry. This line was not described as potentially 
excess in the U.S. DOT Report ( see Zones 128 and 149). 

Summary of USRA Data 

Stations (with their 1978 carloads) served by this line : 

Gallen -------------------------------------------- 7 
Three Oaks_____ ___________________________________ 9 

Buchanan
1 

---------------------------------------- 811 

Total carloads generated by the line__________ 827 
Number ot round trips per year_____________________ 240 
l!lstimated time per round trip (hoursL______________ 3 
1 Includes only tramc on a,,gment. 

Information for Line Retention Decision 

Data errors preclude complete analysis prior to the 
preliminary system plan. 

USRA Recommendation 

It does not appear, based on revenue and carloads 
per mile, that this line segment is financially self-sus­
taining. Analysis will be completed within 2 weeks. 
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467 
INDIANA to MICHIGAN 

PUBLIC RESPONSE AND RSPO COMMENT 
-The American Cyanamid Company, Michigan 
City, sugges ted that the end point be r edefined as 
milepost 226.0 instead of 228.0 to assure continued 
rail service to a ll Michigan City industries. 
-Located at MP 201.0, the Buchanan Co-op, Inc. has 
recent ly completed $150,000 g ra in loading facilities. 
The Compa ny has invested a total of $750,000 over 
the past five years at this location and is planning 
a nother expansion in three years. Rail service is es­
sent ia l. Buchanan is estimating 1977 traffic of 222 
cars. 



INDIANA CONTINUATIONS 

IN-429 

-The NW is interested in acquiring a two-mile seg­
ment only in the immediate area of Portland and 
would serve the three industries presently located 
on the PC at Portland. 

IN-630 

-The TP&W is definit_ely interested in acqumng 
segment #630 subject to successful negotiation with 
USRA of several conditions which would assure 
TP&W of full access to ConRail connections at a 
reasonable cost. 
-Chesebrough-Pond's received 288 cars at Monti• 
cello in 1973. A recent shift in part of its production 
process will increase rail receipts at Monticello by 
79 cars per year. Loss of rail service would cost 
Chesebrough-Pond's an additional $180,000 per year 
in freight charges plus a plant modification invest­
ment of $200,000. 
-Finally, Congressman Floyd J. Fithian empha­
sized that the town of Monticello was just now be­
ing rebuilt after a devastating tornado one year ago. 
Loss of rail service would be a crippling economic 
blow. 

IN'-633 

segment from Indianapolis to Charlottesville could 
operate profitably on a local-traffic basis. 
-Bertsch and Company, Inc. located at M.P. 134.9, 
manufactures some of the largest bending roll ma­
chines in the world. Some of Bertsch's shipments are 
single items weighing 1,000,000 pounds. The Com­
pany is the sole U.S. supplier of some of the ma­
chines used in the fabrication of submarine hulls and 
nuclear reactors. The Company must have rail 
service. 
-The Chessie is interested in serving the shippers at 
both ends of the line. On the west, Chessie wants to 
serve Indianapolis customers only, a segment one 
to two miles long. On the east, Chessie wants the 
Richmond to Centerville section, approximately five 
miles. 

IN-520a 

-The Chessie is interested in acquiring the entire 
branch from Richmond to Eaton and would provide 
service to all shippers who would otherwise lose 
service. 
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-'fhe Ohio Association of Railroad Passengers tes­
tified that Lines No. 518, 519/ 520, 520a and 521 should 
be considered as a secondary passenger corridor 
between Cincinnati and Indianapolis, providing serv­
ice to Hamilton, Ohio, and Richmond, Ind. 
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USRA Terminals :- l 

line number on burg 

148 
149 
150 
151 
152 
153 
163 
676 

Massey to Centreville 
Massey to Chestertown 
Queen Anne to Denton 
Queen Anne to Queenstown 
Hurlock to Preston 
Hurlock to Vienna 
Kings Creek to Crisfield 
Salisbury to Hebron 

Interstate 

Maryland to Delaware (these lines are discuued under 
Delaware) 

147 
168 
169 

198 

166 

570- 978 0 • 75 • U 

Massey, Md. to Townsend, Del. 
Cambridge, Md. to ::Seaford, Del. 
Easton, Md. to Cla~n, Del. ~,, 
Maryland to Pennsylvania 

North of Frederick, Mn. to Spring Grove, Pa. 

Maryland to Virginia 

Pokomoke, Md. to Cape Charles, Va. 
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USRA ANALYSIS 
PORTION OF CENTREVILLE SECONDARY TRACK 

USRA Line No. 148 

Penn Central 
Chestertown 
Secondary Track, 

PCl, / 

Chester~ - - -~MASSEY /f- PC to -- Townsend 
PORTION OF , · ,--

• CENTREVILLE ~ / 
SECONDARY . 
TRACK , PC 25.9 miles 

CENTREVILLE 'l 
This portion of the Centreville Secondary Track, for­

merly part of the Pennsylvania RR, extends from M(l,8-
sey (Milepost 9.2) to Centreville, Md. (Milepost 35.1), 
a distance of U.9 miles, in Kent and Queeh Armes Coun­
ties, Md. At Massey, this line continues toward Town­
send, Del. where it connects with the PC Delmarva 
Branch. At this point, it also connects with the PC 
Chestertown Secondary Track, which is also under 
study in this Report. In November 1972, the PC ap­
plied to the ICC for permission to abandon the line, 
Docket No. AB- 5, Sub. 197. No final action has been 
taken on this application. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this llne : 
MIiiington -------------------- - ---------- - --- 10 
Sudlersville --------------------------------- - 2 
Barclay --------------- ---------------- ------ 11 
Price ------------------ --- ----------------- - 2 
Centreville ----------------------------------- 66 
Roberts -------------- - ----- ------- ---------- 0 

Total carloads generated by the line__ ______ _____ 91 

Number of round trips per year___ _____________ ____ __ 75 
Estimated time per round trip (hours )______________ 9 

Revenue received by P 0--------------------------- $34, TI8 
Average revenue per carload______ _______ _ $382 

Variable (avoidable) cost or continued service: 
Cost Incurred on the branch line ___ ___ 206, 540 
Cost or upgrading branch line to FRA 

Class I (1/10 or total upgrading cost)_ 27, 585 
Cost Incurred beyond the branch line___ 24, 819 

Total variable (avoidable) cost_____________ _ 258,994 

Net contribution (loss) : TotaJ ______________ _____ __ (224, 226) 

USRA Recommendation 

It is not recommended that this portion of the Centre­
ville Secondary Track be included in the ConRail Sys­
tem. 

148 
MARYLAND 

PUBLIC RESPONSE AND RSPO COMMENT 
-Hurricane Agnes caused a washout of a section of 
the Massey to Centreville route. Several shippers 
formed C. M. Associates which under agreement 
with the Penn Central, in 1973 rebuilt the roadbed 
and relaid the destroyed tracks at the shippers ex­
pense. Since this work was not completed until late 
1973 the carload figure used by USRA covers only a 
small portion of the year. According to Tidewater 
Publishing Co., figures based on the calendar year 
October 8, 1973 to October 7, 1974 show the following: 

Actual 

Carloads generated on the line __ ____ 456 
Revenue received by PC ______ _____ $222,793 
Average revenu e per car ___________ 484. 65 
On branch cost of service __________ 110,525 

USRA 

91 
$35, 718 
382. 00 

206,540 

-Tidewater Publishing Company states that if rail 
service is discontinued it might be forced to close. 
Delmarva Sash and Door would relocate rather 
than be placed in a noncompetitive position. 
-A soy bean processing plant is planned which will 
require rail service over this line. 
-Maryland DOT in its Railroad Planning Project 
states "Currently operated under a unique agree• 
ment between a shipper's group and PC, this line 
appears to generate operating results far worse 
than the current subsidy would indicate. Whereas 
the shippers now pay a $65.40 surcharge per car, 
the operating deficit in the 1973 adjusted time frame 
comes to $153 per car according to the present analy­
sis. Even worse, the 1978 conservative time frame 
produces an operating deficit of $238 per car before 
infrastructure costs are deducted. (With infrastruc­
ture costs deducted, the deficit becomes $535 per 
car.) These estimates for 1978-conservative are in 
fact generous to the Massey-Centreville line because 
they allocate all crew costs at 25 miles per hour to 
the Townsend-Chestertown branch! 
-In the long run, the only hope for this branch 
would appear to be a short line operation consoli­
dated with Townsend-Chestertown. Also dramatic 
increases in rail use would be necessary. Even then, 
it is anticipated that considerable subsidy assistance 
will be required." 
-Based upon 1973 traffic, revenue and operational 
data developed by USRA, and USRA costs adjusted 
to the categories included under the RSPO subsidy 
standards, the estimated subsidy is $113,630, ex• 
eluding upgrading costs. 

229 



149 
MARYLAND 

USRA ANALYSIS 
CHESTERTOWN SECONDARY TRACK 

USRA Line No. 149 

Penn Central 

CHESTERTOWN 
SECONDARY 
TRACK. P/ 

l...-20.2 miles--K"' 

Centreville ____. / 
Secondary Trade, // 
PC 

Ocentreville 

/ 

\. PC to Townsend 

.,...,.. 

The Chestertown Secondary Track, formerly part of 
the Pennsylvania RR, extends from MaBaey (Milepost 
0.0) to Chestertown, Md. (Milepost 20.2), a distance of 
f<J.f mi.lea, in Kent County, Md. At Massey, this line 
connects with the Centreville Secondary Track, also 
under study in this Report. 

Summary of USRA Data 

Stations (with their 1978 carloads) served by this line: 

Massey -------------------------------------- 12 
Kennedyv1lle -------------------------------- 47 
Still Pond_____________________________ _______ 11 

Lynch --------------------------------------- 112 
Obestertown --------------------------------- 299 

Total carloads generated by the line_ ________ _____ 4Z1 

Number ot round tr11)6 per year_______________________ 75 
F.stlmated time per round trip (hours)______________ s. 5 

Revenue received by PC __________________________ $266, 797 

Average revenue per carload______________ $685 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line _______ 177, 891 
Cost of upgrading branch line to FRA 

Class I (1/10 of total upgrading cost)__ 40, 461 
Cost Incurred beyond the branch line ____ 160, 609 

Total variable (avoidable) cost_____________ 878,961 

Net contribution (1088) : Total _____________________ (112,164) 

USRA Recommendation 

Although the preliminary recommendation is that 
the Chestertown Secondary Track not be included in the 
~nRail System, the pos.sibility of immediately increas­
mg revenue must be explored before a final recommen­
dation ca.n be made. 

-
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PUBLIC RESPONSE AND RSPO COMMENT 
-Royster, Inc., which shipped 175 cars in 1973 
and 244 in 1974, projects handling 275 carloads for 
year ending June 30, 1975, estimates that if this line 
is excluded from Conrail, they would be compelled 
to reduce their Eastern Shore operations by fifty 
percent. Similarly, Baltimore Business Forms in­
dicated that it would relocate its plant if rail service 
is discontinued causing unemployment of 127 peo­
ple. Tenneco Chemicals of Chestertown reports 259 
carloads in 1973, 316 in 1974, and projects 432 for 
1975. 
-The Delmarva Advisory Council points out an in­
consistency in the Plan. USRA included an annual 
cost of $40,461 for upgrading this line to Class I 
standards but then states that "This line would not 
require upgrading ... " 
-Maryland DOT in its Railroad Planning Project 
stated "Under 1973 conditions, this line generates 
remarkably favorable operating results: an op­
erating surplus of $227 per carload, the highest 
of any line on the Maryland Eastern Shore. How­
ever, under the 1978 conservative time frame, the 
line cannot meet its infrastructnre costs, although 
it still produces an operating surplus. With some 
subsidy assistance, especially for rehabilitation 
expenses the Townsend-Chestertown line could be 
a viable operation. In view of the poor financial re­
sults of the Massey-Centreville line, and the neces­
sary interdependence of the two branches, a short 
line operation over both might prove feasible." 



USRA ANALYSIS 
PORTION OF DENTON TRACK 

USRA Line No. 150 

Penn Central 

PC to 
..._ Queenstown Oxford Secondary 

,..._ j Track , PC 

', ~ .. ,.,, ' .,,,,,, 
QUEEN ANNE PORTION OF 

~ DENTON TRACK, 
/ -'\ PC 

,,,,.✓ f 8.4miles l 
Oxford Secondary "' ' DENTON 
Traclc , PC jV' 

This portion of the Denton Track, formerly part of 
the Pennsylvania RR, extends from Queen Anne (Mile­
post 0.0) to Denton, Md. (Milepost 8.4), a distance of 
8.4 miles, in Queen Annes and Caroline Counties, Md. 
At Queen Anne, this line connects with the Oxford 
Secondary Track and with its own continuation to 
Q~eenstown. Both of these lines are also under study in 
this report. In June 1973, application was made to the 
ICC to abandon this line. (Docket No. AB- 5, Sub.177). 
No final action has been taken. 

Summary of USRA Data 
Stations (with their 1978 carloads) served by this line: 

Hillsboro -----------------------------------------
Denton -------------------------------------------

Total carloads generated by the line ___________ _ 
Number ot round trips per year _____________________ _ 
Estimated time per round trip (hours) ______________ _ 

14 
164 

178 

50 
8 

Revenue received by PC ___________________________ $60, 187 

Average revenue per carload________________ $888 

Variable (avoidable) cost of continued service : 
Cost Incurred on the branch line __________ 71, 358 
Cost of upgrading branch line to FRA 

Class I (1/10 ot total upgrading cost) ____ 9, 802 
Cost Incurred beyond the branch line ______ 45, 496 

Total variable (avoidable ) cost_ _____________ 126, 156 

Net contribution (loss ) : totaL _______________ (65, 969) 

USRA Recommendation 

It is not recommended that this portion of the Den­
ton Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Koppers Co., Inc. operates a sawmill at Denton 
which generated 125 carloads of untreated crossties 
in 1974 and has a potential of 200 per year. Such 
data was not included in the analysis since it is not 
revenue producing freight used by PC. The com­
pany points out that though this volume is insuffi­
cient alone to justify inclusion of this track, the 
critical need for crossties must be considered. 
- Smi th Douglas division of Borden Chemical has 
a plant at Denton handling 69 carloads per year. 
This company, commenting on coordination project 
Sou-4, states that the expense of maintaining and 
repairing the Choptank Bridge on this branch may 
be an influencing factor in the Southern Railway's 
intention not to acquire the Queenstown to Denton 
spur. Smith Douglas would urge the Southern to 
acquire the Queen Anne to Denton portion eliminat­
ing the bridge. The unloading facilities at Denton 
Supply Center could be used by rail patrons. 
-Maryland DOT in its Railroad Planning Project 
states "Although the present analysis discloses a 
relatively profitable service from Queen Anne to 
Denton, the continued operation of this line depends 
exclusively on the fate of the Clayton-Easton 
branch. Unless Clayton-Easton is rehabilitated, 
Queen Anne-Denton will have no outlet to the world. 
In addition, under this analysis the operating results 
for Queen Anne-Denton benefit from the exclusion 
of any crew costs at 25 miles per hour; such crew 
costs are assumed to be borne by Clayton-Easton 
exclusively. When final subsidy requirements are 
calculated under the newly revised s tandards of the 
Rail Services Planning Office, a portion of the Clay­
ton-Easton crew costs will have to be allocated to 
Queen Anne-Denton, thus hurting the operating re­
sults. In any event, if Clayton-Easton continues 
operation, there is no reason to allow the abandon­
ment of Queen Anne-Denton". 
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USRA ANALYSIS 
PORTION OF THE DENTON TRACK 

USRA Line No. 151 

Penn Central 
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Th is portion of the Denton Track extends from Queen 
Anne (Milepost 0.0) to Queemtown, Md. (Milepost 
12.4), a distance of IK4 miles, in Queen Annes County, 
Md. At Queen Anne, this line connects with the Oxford 
Secondary Track and with its own continuation to Den­
ton; both lines are also under study in this report. In 
June 1973, application was made to the ICC for per­
mission to abandon this line. (Docket No. AB- 5, Sub. 
No. 118). 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 

Queenstown ---------- ---------------------------- 38 
Wye Mills ----------------------- ------------------ 15 
Willoughby ---------------------------------------- 0 

Total carloads generated by the line______________ 53 

Number or round trips per year______________________ 86 
Estimated time per round trip (hours)________ ______ 5 

Revenue received by PO ___________________________ $39, 888 
Average revenue per carload_________________ $743 

Variable (avoidable) cost of continued service : 
Cost incurred on the branch line ________ 103, 211 
Cost of upgrading branch line to FRA Class 

I: (1/10 of total upgrading cost) ________ 13,672 

Cost lncurrti4 beyond the branch line_______ 23, 603 

Total variable (avoidable) cosL ______________ ___ 143,486 

Net contribution (loss) : total _____________________ (104, 098 ) 

USRA Recomm endation 

It is not recommended that this portion of the Denton 
Track be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The S. E. W. Friel Company and Friel Lumber 
Company testified that the social security and un­
employment taxes paid for its employees in one year 
far exceeds the operating losses projected for the 
Queen Anne to Queenstown branch line. The com­
pany sta ted that curtailed rail service could result 
in unemployment of 435. With improved service this 
firm expects to use 400 carloads per year by 1978. Its 
two facilities are located at milepost 12.4 and be­
tween mileposts 6.0 and 7.0. 
- The Nuttle Lumber Company s tates that due to 
distance it is not feasible to ship the raw materials 
the company depends upon by truck. The a lternative 
of shipping to a railhead and then delivery by truck 
would increase costs and render Nuttle noncompet­
itive. 
- The Maryland DOT in its Railroad Planning 
Project stated "This 13.4-mile line cannot finan­
cially sustain an operation which generated only 54 
carloads in 1973. Unless other mitigating circum­
stances can be found, there is very litle hope that 
subsidies of any kind will be justified for the line. 
It is likely that shippers will be forced to use team 
track facilities at Queen Anne should the line be 
abandoned". 
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USRA ANALYSIS 
PORTION OF THE PRESTON INDUSTRIAL TRACK 

USRA Line No. 152 

Penn Central 

PORTION OF PRESTON 

PRESTON INDUSTRIAL 
TRACK . PC 

~~ /~PC toSeafo rd o:., / 
~--✓- / 
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This portion of the Preston Industrial Track extends 
from Preston (Milepost 10.0), to Hurlock, Md. 
(Milepost 16.2), a distance of 6.f miles, in Dorchester 
and Caroline Counties, Maryland. At Hurlock, th.is line 
continues to Vienna, and it also connects with the Cam­
bridge Secondary Track. Both of these lines are also 
under study in this report. 

Summary of USRA Data 

Stations (with their 1973 carloads ) served by this line: 

Preston ----------------------------------------- 282 
Hurlock'------ --------------- ------------- ------ 44 

Total carloads generated by the line______________ 326 

Number ot round trips per year____________________ __ 60 
Estimated time per round trip (hours )______________ 3.0 

1 Includes only traffic on segment. 

Revenue received by PC__________________________ $136,730 
Average revenue per carload______ ________ $419 

Variable (avoidable) cost ot continued 
service : 

Cost Incurred on the branch line________ 62, 704 
Cost ot upgrading branch line to FRA 

Class I (1/10 ot total upgrading cost)_ 16, 7115 
Cost Incurred beyond the branch line ____ 103, 042 

Total variable (avoidable) cost.._____________ 182, 461 

Net contribution (loss) : total____________________ __ (46,781 ) 

USRA Recommendation 

I t is not recommended that this portion of the Preston 
Industrial Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Maryland DOT in its Rail road Planning 
Project s tated "Although requir ing capital for re­
ha bili tation, this line produces operating surpluses 
and should be acquired by t he car r ier which as­
sumes operation of the Cambridge branch." 
- The estima ted cost for upgra ding this line to FRA 
Class I s tandards should be reviewed. The available 
information on the line indicates t hat the tie re­
placement estimate may be high. 
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USRA ANALYSIS 
PRESTON INDUSTRIAL TRACK 

USRA Line No. 153 

Penn Central 

Preston r PC to 

0... • Pre•ton /(._PC to Seaford ', / 
' / r PORTION OF 

HURLOCK,+ PRESTON 
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/ ~TRACK.PC /' ~ . ~ ~ 
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This portion of the Preston Industrial Track, extends 
from Hurlock (Milepost 16.2) to Vienna, Md. (Milepost 
26.9), a distance of 10.7 muu, in Dorchester County, 
Md. At Hurlock, this line connects with the Cambridge 
Secondary Track of the PC. At this point, it also con­
tinues to Preston. Both of these lines are also under 
study in this Report. 

Summary of USRA Data 

Stations (with their 1978 carloads) served by this line: 
Hurlock'---------------------------------------- 151 
Vienna------------------------------------------ 14 

Total carloods generated by the line______________ 161S 

Number ot round •trips per year_____________________ M 
Estimated time per round trip (hollr8)--------------- 4, O 

1 Inclndea only traffic on segment. 

Revenue received by PC___________________________ $54, 243 
Average revenue per carload..____________ $829 

Variable (avoidable ) cost ot continued 
service: 

Cost incurred on the branch line.._____ 82, 769 
Cost or upgrading branch line to FRA 

Class I ( 1/10 ot total upgrading cost) _ 28, 062 
Cost incurred beyond the branch line___ 82, 457 

Total variable (avoidable) cost______________ 143, 278 

Net contribution (Loss) : total____________ ________ (89,035) 

USRA Recommendation 

It is not recommended that this portion of the Preston 
Industrial Track be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Maryland DOT in its Railroad Planning Proj­
ect, stated "This line cannot sustain itself financially 
under present traffic conditions, and abandonment 
of operations appears inevitable. However, to allow 
for possible future conversion of the Delmarva 
Power and Light generating plant in Vienna back to 
coal, the right-of-way of this line should be main­
tained intact." 
-The estimated cost for upgrading this line to FRA 
Class I standards should be reviewed. The available 
information on the line indicates that the tie re­
placement estimate may be high. 
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USRA ANALYSIS 
CRISFIELD SECONDARY TRACK 

USRA Line No. 163 

Penn Central 

I 

To Sal isbury 
✓ 

Pocomoke / 
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Track, PC~\ 

\ 
\ 

CRISFIELD\ KINGS CREEK 
SECONDARY lr 
TRACK. PC I\ 

CRISFIEL D ,,,:.~e" \\ 
'\ ,,. To Cape 

y'b· \ +-Charles, Va. 

The Crisfield Secondary Track, formerly part of the 
Pennsylvania RR, extends from Kings Creek (milepost 
0.0), to Omfield, Md. (Milepost 16.7), a distance of 
16.7 mileB, in Somerset County, Md. At Kings Creek, 
this line connects with the Pocomoke Secondary Track 
of the PC. A portion of this line is also under study in 
this report. In July, 1972, the PC applied for permission 
to abandon this line (Docket No. AB- 5, Sub 71). No 
final action has been taken in this application. 

Summary of USRA Data 

Stations (with their 1978 carloads ) served by this Une : 

Westover ---- ------ ------ --- - --- - --- - ------- ---- 3 
Kingston ------------------ - - ----------- --- - - - -- 2 
Marlon ----------- ------ ------ --- ---- - - --------- 8 
Crisfield------------------- ------ ---------------- 52 
Kings Creek 

1 
--------- ------------------- -- - - ---- 158 

Total carloads generated by the Une_____________ 218 
Number of round trips per year_____________________ 40 
Estimated time per round trip (hours )_______ ____ ___ 5. 0 
1 Includes only shippers on this segment. 

Revenue received by P C ___ ________ __________ _____ $118, 827 

Average revenue per carload____ ___________ $542 

Variable (avoidable) cost of continued 
service : 

Cost Incurred on the branch Une ________ 128, 985 
Cost of upgrading branch llne to FRA 

Class I (1/10 of total upgrading cost) __ 25,861 
Cost Incurred beyond the branch Une ____ 107, 738 

Total variable (avoidable) coat______________ 267,079 

Net contribution (loss) : Total ______ ______________ (138, 752) 

US·RA Recommendation 

It is not recommended that the Crisfield Secondary 
Track be included in the ConRail System. 
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163 
MARYLAND 

PUBLIC RESPONSE AND RSPO COMMENT 
-The first 1.2 mile segment of this line west from 
Kings Creek to Milepost 1.2 has been reassessed by 
USRA and recommended for inclusion in ConRail. 
-Consideration must be given to the total revenue 
that would be lost to ConRail if this line is not in­
cluded in the Final System Plan. 
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MARYLAND 

USRA ANALYSIS 
MARDELA TRACK 

USRA Line No. 616 

Penn Central 
To Wilmington ... 
I Pocomoke 
I Secondary 

Track, PC 
HEBRON f _,--

/4__ 1 Willard Secondary 

5_6 ,l, Track, PC 

HARDE:::; Ausi°u";°y 
TRACK.PC \ 

\ 
~ 

To Cape Charles 

The Mardela Track, extends from Hebron (Milepost 
35.2) to SaJ,i,sbury, Md. (Milepost 40.8), a distance of 

J. 5.6 miles, in Wicomico County, Md. At Salisbury, this 
line connects with the Pocomoke Secondary Track of 
the PC. The latter is also under study in this Report. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 
Hebron--- -- ------ - -------- ------------------------ 825 
Salisbury 1 

- -------------- ----------- ------- - ------- 45 

Total carloads generated by the line_____________ 870 
1 Includes only traffic on segment. 

Revenue received by PC--------------------------- $118,032 
Average revenue per carload________________ $136 

Variable (avoidable) cost of continued service: 
Cost incurred on the branch line ___________ 80, 825 
Cost of upgrading branch line to FRA Class 

I (1/10) of total upgrading cost) ________ 8,170 
Cost incurred beyond the branch line ______ 72, 582 

Total variable (avoidable) cost_____________ 161,577 

Net contribution (loss): totaL____________ ________ (43,545) 

USRA ·Recommendation 

Although the preliminary recommendation is that 
the Mardela Track not be included in the ConRail Sys­
tem, the possibility of immediately increasing revenue 
must be explored before a final recommendation can 
be made. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Koppers Company, Inc. operates a sawmill on this 
line at Hebron capable of supplying 300 carloads per 
year of crossties to ConRail plus 100 carloads per 
year of home building lumber. 
-Southern States Cooperative has a new facility 
planned on this branch which will receive approxi­
mately 60 carloads by the third year of operation. 
-Marvil Package Company, located at milepost 
35.2, estimates 20 to 25 lost jobs in Hebron if rail 
service is ended. 
-Based upon 1973 traffic, revenue and operational 
data developed by USRA, and USRA costs adjusted 
to the categories included under the RSPO subsidy 
standards, the estimated subsidy is $16,863, exclud­
ing upgrading costs. 
-The Delmarva Advisory Council cannot under­
stand how a branch line with a density of 155 cars 
per mile a year can be calculated a loser. 
-The traffic increases realized in 1974 and projected 
in the future should be considered. 
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USRA ANALYSIS 
~ORTION OF THE FREDERICK SECONDARY TRACK 

USRA Line No. 198 
Penn Central 

PORTION OF THE FREDERICK 

WM u, York 
\. . 

_- PC to York 
: li, ,.,,,, : .,,,,,,.,,,,,. 

SECONDARY TRAC!< , PC , _-
1 

SPRING GROVE 

'\_ _.r . .. .. 
NORTH OF 
FREDERICK 

• • • • • • WM to Bal ti more 

41.J mtles P ,:)••:' 
orters • • 

I , ....... 
PC to Frederock 

This portion of the Frederick Secondary T rack, 
formerly part of the Pennsylvania RR, extends from 
S pring Grove, Pa. (Milepost 23.9), to North of Fred­
erick, llf d. (Milepost 65.2) . a distance of 41.s miles, in 
York County, P ennsylvania, and C'arroll and Frederick 
Counties, Md. Continuations of this line extend south­
ward to F rederick and northward from Spring Grove 
to York. Connections with the Western Maryland are 
made at H anover and Spring Grove. These connecting 
lines extend to H agerstown, York and Baltimore. The 
continuation to Frederick is also under study in this 
Report. 
Summary of USRA Data 
Stations (with their 1073 carloads) sen-ed by this line: 

Spring Grove -------------------------------------- 1, 669 
Ha nover - ------- ---- ------------------ ------------- 1, 500 
Sell ---- - ------------------------------------------ 50 
Littlestown ------------------------------- -------- - 405 
Taneytown ------------------------------------- --- 90 

l(eyma r -------------------------------------- ----- 33 
Legore ________________________ _____________________ 1 

\Voodsboro ----------------------------------------- 136 
Wa lkersville ----------- ------------------- --------- 240 
Frederick -------------------------------- - ------- - __ l_ 

Total carloads generated by the line ______________ 4, 125 
Xumber of round t rips per year______________________ 260 
Estimated time per round trip ( hours) _______________ 10. 0 

Re,·enue rl'ceived by P C ________________________ $1, 138,877 

Average revenue per carload ______________ $276 

\'nrinble (arnldnble ) cost of continued 
sen •lce: 

=====-= 

Cost incurred on the branch line ________ 565,323 
Cost of upgrading branch line to FRA 

Class I (1/ 10 or tota l upgrading cost) _ 79, 800 
Cos t Incurred beyond t he llranch line ____ 835, 806 

Tota l va ria llle (avoidnllle) cost ____ ________ 1,481,010 

Net cont ri bution (loss) : TotnL______ ___ _________ (342,142) 

198 
MARYLAND to PENNSYLVANIA 

USRA Recommendation 

It is recommended that the portion of the Frederick 
Secondary Track between milepost 23.9 and milepost 
33.0 be included in the ConRail System. 

It is not recommended that the portion of the 
Frederick Secondary Track between milepost 33.0 and 
milepost 65.2 be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Kerr McGee Corp. at Keymar, Md. states that the 
41.3 mile track generated 4,125 carloads in 1973 . 
Plant operations would be curtailed and increased 
costs could lead to an eventual closing of the plant. 
-Testimony was received that this line should be 
analyzed as a whole along with USRA Line No. 199. 
-The York-Frederick Rail Committee states that it 
is fully prepared to organize a railroad company to 
operate the entire rail line from York, Pa. to Fred­
erick, Md. 
-P.H. Glatfelter Company states that the only con­
nections in Spring Grove would be through the Glat­
felter private yard facilities. The Western Maryland 
passes over the Penn Central at a bridge crossing. 
-The Westervelt Co. expanded in 1973 and is build­
ing a 40,000 square foot warehouse in 1975. 
-The United Cabinet Corporation of Littlestown, 
Pa. projects movements of more than 1000 carloads 
in 1976. Exclusion of the line could eventually close 
the plant. United contends that by using the 1974 car­
load figure of 486 carloads for Littlestown, that por­
tion of the line falls within the high probability of 
financial viability by the ICC's 34-carload rule. 
-Testimony s upplied the following data: 

Companu and/or localion 
Bair ... .. .. . ....•••.••...••••• 
Spring Grove . ____ -----------------·-···-·-·· 
Hanover.. . • •.••.••...•....... ----------
Sell. ... ....... ., ·········-···············-
Lhtlestown __ •••.. ___ .•..•••.•••••••• ------- ••• 
Taneytown ___ ••...••. -- •• --------· ------
Keyrnar •••••••••••••••••••••••••••••••••••••••• 
Legore ••••••••••••••••••••••••••••••••••••• 
\Voodaboro •••..•••••.•••.•••.•.••••••••••.••. 
Walkerville ••••••.•••.•••.•..•••••..•••.•••••.• 

1973 1974 Pu lure 

130 ••••.•••••.•.•••••••.• 

1,693 •••••••••••••••••••• •• •• 
4,174 ·····-··············· · ·· 

9-1 •••••••••••••••••••••••• 
457 511 • •••••·•• ••• 

9S ••••••••••• ••••••••••• • 
33 ·······-, •••·••• ••••••• • 
0 •••••••••••••••••• ••• ••• 

166 ············-·· ········· 
239 ...•.•.••.•.•...•.•....• 

Frederick .-.. . . • .•.......•.•...•...... 0 •.•...• •. . •• ....... . ••.• 

Westerve lt Co - •...•. ·····················-···- 47 121 ••• •• ••• •••· 
Wm . D . Dowers Co .••.•••••••.••..••.•••••••••••.••••. ,.... . ...... 150 

35 ••• • •••••• •• 

MD-DE 168 (Cambridge, Md. to Seaford, Del.) 

-According to USRA calculations the ties required 
to upgrade this line plus the good ties already on the 
line will exceed the FRA Class I standard of 640 
good ties per mile by 66 percent. 
-The estimated cost for upgrading this line to FRA 
Class I standards should be reviewed. The available 
Continued on page 239 
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166 
MARYLAND to VIRGINIA 

USRA ANALYSIS 
PORTION OF THE POCOMOKE SECONDARY 

TRACK 
USRA Line No. 166 

Penn Central 

, ac'PC to Delmar 
",, 

POCOMOi<E :\ 

PORTION OF \ \ 
POCOMOKE 6l5 miles 
SECONDARY ~ \ 

TRAO<, PC \ \ 

y 
CAPE CHARLES 

/ Cape O,arles 
/+-ferry to 

/ Norfolk, PC 
This portion of the Pocomoke Secondary Track, 

formerly part of the Pennsylvania RR, extends from 
Pocomoke, Ale!. (Milepost 31.5) to Cape Charles, Va. 
Piilepost 95.0) , a distance of 63.5 miles, in Worcester 
County, ~faryland and Accomack and Northampton 
Counties, Virginia. At Pocomoke this line continues 
north to Delmar. At Cape Charles the line connects 
with the PC Cape Charles freight•car ferry to Norfolk, 
Va. The lattrr li1{e is also under study in this Report. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line: 

i;~t
0
ChurclL. . ..•........ . .• ====================== ~~ 

:\laken1i;-1.;a;k:~::::~:::::~~~---------------------- 55 
Oak Hall .......•••....•... ••··-···-······ ···· · ·-· · 13g 
Hallwood ················--··· ·· ··-···-······ · 2 

6{~e~~101~·========================================·- ~~ 
~ft~o::e~·=·· · ···· ········-···===================== f63 

32 Hopeton ··········· · ··••·· ·•••·················•· · 131 

s:::l~le~ush==================================-·=··= l6.'i 
Ta~ley ······· ----· · · ·-··-· · --·-···-·······-···-··· ~~ 

. g~~~~harles ......•......... =::=:::::============== 914 
~ielfa -···· - · · ·····--······-•·····-·····-·········· 160 
Keller ----··. ·-. -··· _ -········-·············-·-·· 84 
Painter ····-·······-·····•········-········ 80 
Belle Haven·-··-·· ·······-···••······-······· ••··- Mi 
Exmore························-·-····· ··· 8 
N'assawadnx ······-··· ···· · ···•··· -········ - · ······ 1

4 Chesapeake .•..••....•.... .....••..•.. ....•....... 24 
:Wie~p<>d_-················· · ·····-··-··-··-··- ···· 21 

~i:~~;;~~~=~~=~~~:::~~~~~:=~~~~~:::::::::::: '·~ 
Total carloads generated by the line __ ····-······ 5,494 

NumhP.r of round trips per year ••.. ·-···· ···--······· 200 
Estimated time per round trip (hours)··--····-·····- 11 

= 

Revenue received by PC ••. · -···-·-···········-· $1, 432, 698 
Average revenue per carload............ $261 

Variable (avoidable) cost of continued service: 
Cost incurred on the branch line....... uSl, 435 
Cost of upgrading branch line to FRA 

Class I: (1/10 of total upgrading 
cost)··-···-······················ 64,643 

Cost incurred beyond the branch line.. 992. 173 
Total variable (avoidable) cost..·-·· ···-··· 1,738,251 

Net contribution (loss) : total. •••.....••..•.... .. _ (305,553) 

USRA Recommendation 

It is not recommended that this portion of the Poco• 
moke Secondary T rack be included in the ConRail Sys· 
tem. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Salisbury Area Chamber of Commerce states 
that much of the Delmarva main line is rated Class 
II and that the use of the line as an alternative 
North-South route is justification for retaining. 
-The Railway Industrial Clearance Association 
calls this route the best clearance route from the 
East to the South. 
-The present freight bill for Zapata Haynie Com­
pany's customers is $334 for 50 tons of fish meal by 
rail, and would be an additional $494 by trnck. The 
company predicts its facility will close if rail service 
is discontinued on line 166 and the car float. 
-Smith Douglas sees the possibility of closing its 
plant if rail service is discontinued. 
-Southern States Cooperative recently built a 
facility on the line and projects a first year rail 
movement of 6,000 tons and a third year total of 
10,000 tons. . 
-Consideration should be given to analyzing DP-1-
marva mainline as a single line. 

Reported Traffic: Portion of Pocomoke Secondary Track 

Compan~ 
197S 1974 

Bro,vn and Root. . ... ·-···· ········ · ·· ·-·•·· ..... 
Economy Feed and Milling Co., • . ...... 6·8 

Ind . 
Chesapoake Bay Plywood Corp. . . ....... 91 

H. & H. Poultry.·-·············· 160 .....•.• 
Golden Poultry_................. 395 • •.•• .•• 
Perdue and Co. ............. ... .. 105 ··· · •-·· 
Holly Fann. .......... . .......... 140 ......•. 
Red/White Mills, In•- ····-·· · ···· 561 -······· 
ZapataHaynie .•. . ... -............. . . ... . 358 
Smith Douglas.. . . . ....... . . ....... . ..... 60 
Sboro Fertiliter ... .... ..... ......... . . .•.. 141 
G. L. Webster Co_. .............. 337 ....... . 
Dulany Foods.... . . .............. 35 ••.•• . •• 
General Foods_ .. . ............... 5,500 •••• •••• 

Campbell SOUP-·-····-·· · · ······ 450 300 

Wm. B. Tilghman Co., Inr.- . . ··· · ···-· · ·· 
Suburban Propane . ....•............... _. 
J nland Container Corp.·-·······- 700 
Bayshon, Cuucrete __ _____ __ __ ____ 31Q 
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200 
74 

450 
113 

Carload, 

Proj,cted 

570-6.52. 

300. 
812 by 19S.5. 

500. 

1,200 (with 
improved service). 



198-MD/ P A (North of Frederick, Md. to Spring 
Grove, Pa.) 

information on the line indicates that the tie replace• 
ment estimate may be high. 

-The Chessie is interested in serving the endpoints 
only, Spring Grove and Hanover. 

CONTINUATIONS MARYLAND 
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MASSACHUSETTS 

USRA 
line number 

6 
8/Sa/9 
13 
15 
16 
17 
19 
21 
22 
23/24 
2/\ 

29 
30 
31/32 
33 

Terminals 

Intrastate 

PC 
Millbury to Millbury Junction 
Palmer to South Barre 
South Sudbury to Lowell 
South Braintree to Plymouth 
Plymouth Secondary Track at Plymouth 
North Abington to West Hanover 
Westdale to East Bridgewater 
Buzzards Bay to Hyannis 
Yarmouth to South Dennis 
Buzzards Hay to Falmouth 
Stoughton to Easton 
Cedar to Wrentham 
Cedar to E~t Walpole 
Walpole to Milford 
Forest Hills to Needham Junction 

Interstate 

Massachusetts to Connecticut (these lines are discussed under 
Connecticut) 

40 
54 
59 
678a 

Webster, MS\SS. to Southhrid11:e. Mass. 
Westfield, Mass. to Simsbury, Conn. 
South Lee, Mass. to Canaan, Conn. 
Auburn, Mass. to Putnam, Conn. 

241 



MASSACHUSETTS 

242 



USRA ANALYSIS 
MILLBURY BRANCH 

USRA Line No. 6 

Penn Central 

Worcester 
,rMILLBURY JUNCTION 

c; i:s:n-Albany line 
-- --()-----

•• c,., 
·.. t 

• ,...,":- .-MILLBURY BRANCH, PC ·· ... 
MILLBURY • 

•••1---Providence & Worcester RR .. . • . 
The Millbury Branch, formerly a branch of the New 

York Central RR, extends from Millbury Junctwn 
(Milepost 0.0) to Millbury, Ma,ss. (Milepost 2.7), a dis­
tance of f .7 miles, in Worcester County, Mass. At Mill­
bury Junction it connects with the Boston-Albany line 
of the Penn Central; at Millbury with the Providence 
& Worcester RR. 

Summary of USRA Data 

Stations (wi th their 1973 carloads) served by this line: 

Millbury ------------------------------------------ 91 

T otal carloads genPrated by the line______________ 91 
Number of round trips per year______________________ 52 
Estimated time per round trip (hours)_______________ 2 

Revenue received by Pc ________ __ ____ ____ _____ _____ $36, 964 

Average revenue per c&l'load____ __________ $406 

Variable (avoidable) cost of continued serv­
ice: 

Cost Incurred on the branch line __________ 26, 860 
Cost of upgrading branch line to F RA Class 

I : (1/10 of total upgrading cost)______ 8, 605 
Cost Incurred beyond the ,branch line ______ 20, 84-0 

Total variable (avoidable) cost______________ _ 51, 305 

Net contribution (loss) : total. _____________________ (14,841) 

USRA Recommendation 

It is not recommended that the Mi llbury Branch be 
included in the ConRail System. 

570-978 0 - 75 • 16 
243 
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MASSACHUSETTS 

PUBLIC RESPONSE AND RSPO COMMENT 
-According to evidence submitted, there are three 
rail users located on this 2.7 mile branch line. 
-The New England High Carbon Wire Co. was the 
only shipper to show any concern over the discontin­
uance of rail service. In 1974, this company received 
18,000 tons of materials and shipped 16,000 tons of 
finished products. Most of these shipments were 
transported by motor carriers. In 1975, the firm pro­
jects an inbound movement of raw materials 
amounting to 20,000 tons or 1,000 rail cars. Officials 
of the company have s tated that if rail service is 
preserved and improved, the entire projected in­
bound tonnage could be brought in by rail . 
-The estimated time per t r ip of 2 hours for the 2.7 
mile line should be reviewed . 



8/8a/9 
MASSACHUSETTS 

USRA ANALYSIS 
WARE RIVER SECONDARY TRACK, 

USRA Line No. 8-Ba-9 

CV to White 

Penn Central 

Barre Plains 
/ 

Creamery Jct. 
/ 

SOUTH BARRE 

River Junction e"' 
'i. ~':::'- WARE RIVER SECONDARY 

•• n~ TRACK, PC 
•• B&M ;'> '.:._/2 Forest Lake Jct. 

_ _ _ _ _ _ _ -d J :lbany-Boston Line of PC 

To Albany_/ - - - - '\._ To Boston 

:..-c entral Vermont Ry 

l To New London 

T he Ware River Secondary Track, formerly a branch 
of the New York Central RR, extends from Palmer 
(Milepost 0.0) to South Barre, 1lfass. (Milepost 25.0) , a 
distance of 135.0 miles, in Hampden, Hampshire and 
VI orcester counties, Mass. This line connects with the 
A lbany-Boston line of the Penn Central and with the 
Central Vermont Railway at Palmer. The Wheelwright 
B ranch of the Boston & Maine comes in from North­
ampton at Forest Lake Junction (Milepost 7.2) and 
uses these tracks as far as Creamery Junction (Milepost 
18.4) , where it diverges for W heelwright. The port ion 
between Creamery Junction and "Wheelwright is being 
served temporarily by the PC as a washout between 
Northampton and Forest Lake Junction has made that 
portion inaccessible to the B&M. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line: 

P almer '---------- -------------- ---- ------------- - - 81 
Thorndike------- ---------------- - - ---------- ------ 248 

Ware ----------- ----- -------------- - ------------- - 9 
GilhPrtville _ _ __ ____ ~- - ---------------- --- -- 29 
Old Furnace_____ __________________________ _________ 54 
Barre Plains_______________________________________ 344 
S. Barre________________ ___________________________ 15 

Total carloads generated by the line______________ 780 
Number of round trips per year__ _______________ ___ __ 260 
Estimated time per round trip (hours)______________ _ 10. 0 

1 Includes only shippers on segment. 
Revenue received by PC __________________________ $296, 673 

Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line_______ 307, 810 
Cost of upgrading branch line to FRA 

Class I : ( 1/ 10 of total upgrading 

cost) ------- ------------------ - --- 55, 939 

= triii 
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Cost incurred beyond the branch line__ 209, 011 

Total variable (avoidable) cost______________ 572, 760 

Net contribution (loss): totaL _____________ _______ (276,087) 

USRA Recommendation 

It is not recommended that the Ware R iver Second-· 
ary Track be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Ware River Valley Railroad Association 
(WRVRA) testified that there were numerous errors 
in USRA's "print out" which was used to determine 
the viability of this line. For example, the line was 
charged with 260 trips when in reality only 64 full 
round trips were made to the end of the line at 
South Barre. 
-The companies located on this line are served by 
both the PC and B&M. The WRVRA contacted all 
rail users on the line and reported that in 1973 PC 
customers shipped 879 carloads (not 780 as indicated 
by USRA) and the B&M customers generated 592 
carloads. 
-The Diamond International Corp. contemplates 
building a warehouse complex at Thorndike, which 
will generate over 1,000 carloads a year over this 
line. Ludlow Specialty Papers also projected 276 
carloads a year to move over the line. 
-A proposal has been under study to combine the 
B&M Wheelwright Branch and the PC Ware River 
Secondary Track into a 45 to 50 mile Sho.rt Line 
operated by the Massachusetts Central Railroad 
Company. A bill will be submitted to the State Leg­
islature in March or April 1975, to incorporate the 
Massachusetts Central Railroad Company. 



USRA ANALYSIS 
PORTION OF LOWELL SECONDARY TRACK 

USRA Line No. 13 
Penn Central 

PORTION , LOWELL •••• LOWELL 

SECONDARY TRACK , PC~ •••••• 

.. ;-.. 
,: • Boston & Maine RR 

West Concord .., , • • • • • 

PC to Fram ingham Centr~ ~ ;-r:;~~;~ SUDBURY 
I 

This portion of the Lowell Secondary track, formerly 
a part of the Kew Haven RR, extends from South Sud­
bu1y (Milepost 0.0) to Lowell, Mass. (Milepost 26.5), a 
distance of f6.5 miles, in Middlesex County, Mass. This 
line connects with its own southerly continuation at 
South Sudbury, with the Central Massachusetts branch 
of the Boston & Maine RR, also at South Sudbury, with 
the Boston-Mrchanic,·ille main line of the Boston & 
Maine at West Concord (Milepost 11.5), and with the 
Boston-1Vhite River Junction main line of the Boston 
& Maine at, Lowell. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 
S. Sudbury_________________ _____________________ ___ 30 

Sudbury __ ---------------------------------------- 9 
W. Concord _________ ------------------ - - - --------- 3 

.\ c ton -------------------------- ------------------- 120 
S. Chelmsford_____ ___ ____________________ _____ _____ 3 

Chelmsford ------------------------------ --- --- ---- 104 
Lowell _ ______ ________________ ___________________ 649 

Total carloads generated by the line______________ 918 
Xumbe r of round triJlS per year_____ _________________ 260 
Estimated timl" pe r round tri11 (hours ) _______ _________ 6 

Revenue received by PC___________ ___________ ____ $375, 716 
Average revenue per ca r load_ ____ ___ ___ _ $409 

Variable (avoidable) cost of continued 
services : 

Cos t incurred on the branch line________________ _ 271 . 351 
Cost of upgrading branch line to FRA 

Class I : (1/ 10 of total upgrading 

cost) ------------------ ---------- 51,444 
Cost incu rred beyond the branch llne___ 264, 043 

Total rnriabll" ! a ,·oidable) cost _____________ :586, 840 
Xet contribution ( loss) : TotnL___________________ (211,124 l 

USRA Recommendation 

It is not recommended that this portion of the 
Lowell Secondary Track be included in the ConRail 
System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony states that USRA's data may be incom­
plete in describing the line's economic potential. 
-The Greater Lowell Rail Action Committee re­
ported that trans portation charges incurred by the 
users of this line were 8852,130 in 197 I. These rev­
enues, 80 to 90 percent received by Penn Central, 
are nearly 3 times higher than the 1973 reven ues 
reported by USRA. The Committee charges that 
USRA has miscalculated the number of trips per 
year. The line generates a pproximately 2 round trips 
per week, or lOJ per year. The Committee reported 
that the line generated 1,037 carloa ds in 1974 an d 
expects to carry 2,062 a year by 1977. 
-Statements revealed that ttrree businesses would 
relocate and one shipper would close if service on 
the line were discontinued. 
-At least 150 jobs would be lost directly, while indi­
rect effects on employment would result in an overall 
reduction of 375 jobs. 
-Total in come in the region would be reduced by 
approximately 51. I million. Indirectly, reduced cir­
culation of money in the region would red uce total 
income by $6.8 million. 
-The Wickes Corp. testified that it received 105 car­
loads at Acton in 1973. The company indicated that 
a lternate methods of transportation are not avail­
able on a practical basis and would result in con­
siderably hig her trans portation costs. 
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USRA ANALYSIS 
PORTION OF THE PLYMOUTH SECONDARY 

TRACK 

~ 
u / 

Q, / 

"6. I 
!I 

o:, I e, J, 
-~ I ~, 

USRA Line No. J 5 

Penn Central 

~ North Abington 

- - +-West Hanover Secondary Track, PC 

PORTION OF PLYMOUTH 
SECONDARY TRACK. PC 

1 , 
LOTHROP ST, 
PLYMOUTH 

This portion of the Plymouth Secondary Track, for­
merly part of the New Haven RR, extends from South 
Braintree (Milepost 1.7) to Plymouth, M a.ss. (Milepost 
27 .1), a distance of 25.4 miles, in Norfolk and Plymouth 
Counties, Mass. This line connects with the Middleboro 
Branch of the Penn Central at South Braintree, with 
the West Hano,·er Secondary track of the PC at North 
Abington and with its own southerly continuation at 
Lothrop Street, Plymouth. The two latter lines are also 
under study in this Report. Although PC operates the 
freight service on this line, it is owned by the Massa­
chusetts Bay Transportation Authority. META bought 
the line from the PC in January 1973 for possible future 
passenger transportation use. 
Summary of USRA Data 
Stations (with their 1973 ca.11V110S) served by this line : 

S. Weymouth - ------------------------- ----- 78 
N. Abington ------------------ --------------- 34 
Ablngton ------------------------------------ 182 
Whitman ------------------------------------ 147 
S. Hanson ------- --------------- ------------- 87 
Burrage ------------------------------------- 1 
Kingston ------------------------------------ 84 
Cordage------------------------------------- 0 
N. Plymouth --------------------------------- 405 

Total carloads general'ed by the line __ __ _______ ___ l, 018 
Number or round trips per year______________________ 260 
Estimated time per round trip (hours )_______________ 9 

Revenue received by PC ___________________________ $350, 969 
Variable (a ,•oldable) cost of continued se rvice: 

Cost Incurred on the branch line ______ 1 213, 725 
Cost of upgrading branch line to FRA 

Class 1 : (1/10 of total upgrading cost)_ 37, 348 
Cost incurred beyond the branch line____ 267,347 

Total variable (avoidable ) cost______________ 518 420 
Xet contribution (loss ) : Total. ___________ ________ (167,451) 

1 Excludes owner ship cost s uue to MBTA ownership. 

USRA Recommendation 

It is not recommended that freight service be pro­
vided over this portion of the Plymouth Secondary 
Track by the ConRa.il System. 

PUBLIC RESPONSE AND RSPO COMMENT 
- According to evidence submitted more than 37 
firms employing approximately 5,000 people will be 
affected by discontinuing service on Line Nos. 15, 16 
and 17. Four businesses employing a total of 121 
people have ind icated they will relocate. 
- Congressma n Gerry E. Studds challenged USRA's 
charge of $37,348 for upgrading costs because the 
line is owned by the Massachusetts Bay Transporta• 
t ion Authority so ConRail would not assume owner­
ship and presumably would not pay for upgrading. 
-The South Shore Chamber of Commerce is con• 
cerned that compa nies located on the South Shore 
will not be able to meet EP A's air quality standards 
if t rucks are used. 
-The South Shore Rail Research Committee pointed 
out that the Preliminary System Plan did not take 
in to consideration two major shippers, the Arm­
strong Cork Co. and the J. L. Hammett Co., in Brain• 
tree, which accounted for 853 shipments in 1974. The 
Committee estimated that 28 shippers will generate 
?.,921 carloads in 1975. 
-Reported Traffic: 

Compan11 Locatio n 1914 carload• 

Armatrong Cork Co· · · ····--- · ·- · ·--·--·-·---- S . Braintree .• ·-··--· 752 
J . L. Hammett Co . ·--·--· · ··-· -- ·--··-··-··· - S . Braintree ··-· ··-·- 101 
Gallagher's Carden Center · --·-···-··-·· _ . S. Weymouth _ 6 
Spencer PreBS '· --···----····-·-···-·•-·" _ _ S. Weymouth _._ ___ _ 156 
Weymouth Nani Air Station _____________ • S. Weymouth ••.•...• 

Brady Enterpr1---·----·· ---···---·· -·- --· S. Weymouth _._ ··-· 
South Shore Fence Co •••••••••••••••••••••••• S. Weymouth... __ 1 
Kol.'l'llr Products.·----·····-··-···--·--··· ·- N . Abington ._ _ -·-- 12 
Anderson lll8Ulatlon ___ · · -----···-··-·-·-· •• Abington _ 100 
Llttlefteld•Wyman .•• --- -· -··-·-·--------··- _ Abington _ 24 
Rip•• Paper Co ._· · -·· ····-·-·-··· . _ • . • _ Abington 
Whitman Board Products .. . ·--·-·-····-·····- Whitman _ 97 
Whitman Foundry •••••..•••••.••••••••••••. •• Whitman .. 4 
Splnck Farm•· - · ·· ----· --·--·-·--·--···----·- Whitman _ 12 
D . B. Curney Co·- - ···---··--···-·-···----- _ Whitman •• --·- . 3 
Ocean Spray Cranben-les. _. ___ ·---·-···-· S. Hanson ___ • --·- • 37 
John Ripley Hay & Feed--·--···----·- --··· S. Hanson __ ._ ····-· 100 
Kingston Oil & Cu ___ · · ··--·-·---·--··-· . Kingston --· ·- __ ·- 60 
Admiral Petroleum Co,p .. ·······---·····- • Kingston ---·- _ ··-·· 8 
Walter Prince Co-· · -·-- ----···· . -·- -·--- _ Kingston _._ .. 10 
Halllday Lithograph __ ·- -- · ··--·--·····-·· .• N. Plymouth _ 577 
Superior Pet Food•--· ·- ----· · --·------- _ ·- N. Plymouth 
L. Knlre & Son•-- ·- --·-·····-·--- _ • • .. N . Plymouth _ 45 
Boston Insulated Wire & Cable ._ ·--·-- --· N . Plymouth -· . 2 
Ad Tee Products .. --·-··--···· ····- ·-· ..•• N. Plymouth _ ··-· It 
Edes Mrg. --··--·-··- -·-···-·-····-··-·-··· N . Plymouth . .• .• 36 
Colonial Candle __ . _ ····- ___ -·---·--·----· N. Plymouth __ •. . ••• 
S ulll•an•a E,prese_ - ···-- .. ·--······· • N. Plymouth.- _ ··- 63 

1 Spencer Press la now rece.lvlne In Plymouth . 
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USRA ANALYSIS 
PORTION OF THE PlrYMOUTH SECONDARY 

TRACK 

USRA Line No. 16 

Penn Central 

, ~ PC to South Braintree 
~ 

' ' PORTION OF PLYMOUTH 'a LOTHROP ST. , PLYMOUTH 

SECONDARY TRACK. PC➔v- 0.2 miles 

PLYMOUTH 

This portion of the Plymouth Secondary Track, for­
merly part of the New Haven RR, extends from Lo­
throp Street, Plymouth (Milepost 27.1), to Plymouth, 
M(J,88. (Milepost 27.3), a distance of O.B miles, in Ply­
mouth County, Massachusetts. It connects with the 
northerly continuation of this line at Lothrop Street, 
Plymouth, which sector is also under study in this re­
port. 

Summary of USRA Data 

Stntlons (with their 1073 cnrload,11) served by this line: 

Plymouth ----------------------------------------- 100 

Total carloads generated by the line______________ 100 

No. of Round Trips Per Year________________________ 52 
Estlmnted Time Per Round Trip (hours) ____________ 0. 5 

Revenue received by pc ___________________________ $43, 124 

Average revenue per carload________________ $431 

Vnrlable (avoidable) cost of continued service: 
Cost Incurred on the branch line __________ 10, 108 
Cost of upgrading branch line to FRA Class 

I: (1/10 of totnl upgrading cost)________ 370 
Cost Incurred beyond the brnnch line ______ 37, 796 

Totnl variable (avoldnble ) cost_ ______ _ 48,274 

Net contribution ( loss ) totnL ____________ ____________ (5,150) 

USRA Recommendation 

It is not recommended that this portion of the Ply­
mouth Secondary Track be included in the ConRail 
System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Plymouth Area Chamber of Commerce re­
ported that Plymouth is the fastest growing com­
munity in Massachusetts. In the five year period 
si nce 1970 the population increased 50 percent, from 
18,606 to 27,000 residents. According to the Chamber, 
Plymouth is now experiencing an unemployment 
rate of 24 percent and loss of service on this line will 
aggrevate the situation with a direct loss of 28 to 
33 jobs. In 1973, and 1974, the tonnage shipped 
amounted to 25,090 tons and 31,740 tons, respectively. 
The Chamber projects that 49,112 tons of freight will 
be transported in 1975, an increase of 95 percent over 
1973. 
-The Plymouth Division of the New England Gas 
and Electric System uses rail service for oversized 
equipment and materials and testified that the size 
of some power transformers prohibits the use of 
truck shipment because of highway limitations. The 
lack of rail service would necessitate many oversize 
items being shipped in a knocked-down state, which 
would have to be assembled at the job site at greater 
cost than a factory unit shipped directly by rail. The 
company reported that it generated 25 carloads in 
both 1973 and 1974 and it projected 25 for 1975. 
- Congressman Gerry E. Studds challenged USRA's 
charge for upgrading costs as the line is owned by 
the 30th Anniversary of Plymouth, Inc., and Con Rail 
presumably would not pay for upgrading. 
-See comments on USRA line No.15. 
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USRA ANALYSIS 
WEST HANOVER SECONDARY TRACK 

USRA Line No. 1 7 

Penn Central 

To South 
Braintrte [ WEST HANOVER SECONDARY 

\ TRACK, PC 

\ 
,- 3.6 mi les 

NORTH ABINGTON + 
\ WEST HANOVER 

I 
, ._ Pl ymouth Secondary Track, PC, 
I to Plymouth 

The West Hanover Secondary Track, formerly a 
part of the New Haven RR, extends from a junction 
with the PC Plymouth Secondary Track at North 
Abington (Milepost 0.0) to 1V est llanovn·, M a8s. (Mile­
post 3.6), a distance of 3.6 miles, in Plymouth County, 
Mass. (The Plymouth Secondary Track is also under 
study in this Report. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 
Rockland -------------------- ---------------- ------ 37 
West Hanover__ ____ _________________ _______________ 562 

Total carloads generated by the line____________ 500 
Number or round trips per year____________________ 156 
Estimated time per round trip (hours )______________ 2. o 

Revenue received by PC_ ------------------------- $164, 558 
Average revenue per carload______________ $275 

Variable (avoidable) cost of continued serv­
ice: 

Cost incurred on the branch line________ 55, 609 
Cost of upgrnding branch line to FRA 

Class I : ( 1/ 10 of total upgrading cost)_ 10, 060 
Cost incurred beyond the branch line ____ 149, 528 

Total variable (avoidable) cost_____ 216, OOi 

Net contribution (loss) TotaL____________________ (51,539) 

USRA Recommendation 

Although the preliminary recommendation is that 
the West Hanover Secondary Track not be inclnd<'d in 
the ConRail System, the possibility of immediately 
increasing revenue must be explored before a final 
recommendation can be made. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Wes-Pine Mill work stated it needs rail service 
to bring in lumber from the West Coast. If rail serv­
ice is discontinued the company believes that it will 
cause unemployment for 90 to 125 people with a 
persona l income loss of $500,000. 
- The South Shore Rail Research Committee esti­
mated that 8 shippers located on the West Hanover 
Branch will generate 810 carloads in 1975, The re­
por ted traffic a t West Ha nover: 

Company: 1971 Carloads 
United Cabinet__ __ ... __ ... .. ...... __ .... .. . . ______ .. 154 
Angelo's Supermarkets, Inc. _________ .. _ .•.... _______ 420 
Wes-Pi ne Mill work ___ . __ ___ ..•.. _. ____ .... _........ . 53 

N.E. Sealcoating Co.' ····--···- ····· ····-······------ 25 
S & D Rubber Co--···--------·-········-· · ·· · ·· · ··· 4 
Unfinished Furniture. __ ...••. __ .. __ .•. __ ._ .•...•... _ 15 
Graphic Development, Inc___________________________ 20 
Home Gas Corp __ ... _ ... ___ .•..•.. __ ....... _ .......• _ 21 
Norman Robbins Co. __ ··--···· ... ___ .•....•.. ____ ___ 0 

1 N.E. Sealcoating will not use rail in 1975 due to supplier's 
preference of shipping. 

- See Comment on USRA line No.15 



USRA ANALYSIS 
EAST BRIDGEWATER SECONDARY TRACK 

USRA Line No. 19 

Penn Central 

Middeboro :------
1 

To South Braintree 
Branch, PC .,.-

/ 
I ~ 1.9 mi les 

WESTDALE ti--. EAST BRIDGEWATER 

/ [ EAST BRIDGEWATER 
/ SECONDARY TRACK, PC 

/ ._ To Middleboro 

The East Bridgewater Secondary track, formerly a 
part of the New Haven RR, extends from W eatdal.e 
(Milepost 0.0) to E<Ut Bridgewater, Af<Ua. (Milepost 
1.9) a distance of 1.9 miles, in Plymouth County, Mass. 
At Westdale this line connects with the Middleboro 
Branch of the Penn Central. 

Summary of USRA Data 

Stations ( with their 1973 carloads) serl'ed by this line: 
E . Bridge,vater '------------------------------------ 112 

Total carloads generated by the line ____________ 112 

• Includes only traffic on segment. 

Number ot round trips per year _____________________ 52 

Estimated time per round trip ( hours) _______________ 1 
ltel'enue receil'ed by Pc ____________________________ $38, 386 

A,·ernge rel'enue per cnrloncL______________ $343 
------

Variable (nl'oidnble ) co11t of continued service: 
Cost incurred on the brnnch line__________ 18,840 
Cost of upgrading branch line to FRA Class 

I : (1/10 of total upgrading cost) _______ 2,505 
Cost incurred beyond the branch line______ 22, 455 

Total variable (arniclnhle) cost_______________ 43,800 

Xet contribution (Loss) : TotnL_____________________ (5,423) 

USRA Recommendation 

It is not recommended that the East Bridgewater 
Secondary Track be included 'in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Review by the Office revealed no public tes timony 
on this line. 
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USRA ANALYSIS 
HYANNIS SECONDARY TRACK 

USRA Line No. 21 

Penn Central 

;, .._ BUZZARDS BAY 
Buua,ds Bay "1'-";""-------~Yarmouth 
Secondaty Track , \ l t_- - -
PC, to Taunton I South Denn is 

__.?I HYANNIS Seconda,y Tracie, PC 
Falmouth SECONDARY TRACK, PC _ HY ANNIS 
Seconda,y Tracie , PC 

The Hyannis Secondary Track, formerly a part of 
the New Haven RR, extends from Buzzards Bay (Mile­
post 0.0) to llyannis. ill ass. (l\Iilepost 24.3), a distance 
of 24.3 mile.s, in Barnstable County. Massachusetts. At 
Buzzards Bny, it connects with the Buzzards Bay and 
Falmouth Secondary tracks of the PC, and Yarmouth 
(Milepost 21.2) with the South Dennis Secondary 
Track. All three of these connecting lines are among 
those studied in this Report. 

Summary of USRA Data 
Stations (with their 1973 carloads) served by this llne : 

Sagamore ·-------- - - --- - - - - --------- --------------- 203 
Sandwich ---------- - - - -------- ----- --- ------------- 295 
E. Sandwich___________ ___ ________ __ ___ ______ __ _____ 0 
W. Barnstable__ ____ __ ________ ____ ______________ ____ 163 

Barnstable ------------- --------- - ---- --------- --- - - 1 

Yarmouth ---- --------- - - - --- - - ------------------- - 324 
Hyannis -------- - - - - - - - - - -------------------------- 522 

Total carload~ genernted h.v the line____________ 1,508 
Number or round tMp~ per ~·ear ___ _____ ____________ _ 260 
Estimnted time per round trip (hours) ______________ 4 

Revenue receh·ed by PC _____ ______________ $697,690 
Average revenue per carload ___ ____ ________ $463 

Variable (a,·oidnble) cost of continued service : 
Cost incurred on the branch line ______ ___ 267,578 
Cost of upgradi ng branch line to FRA Class 

I : (1/ 10 of total upgrading cost) _____ _ O 
Cost incurred beyond the branch line ____ 405,435 

Total vnrinble (avoidable) cost __________ 678,013 

Net contribution (loss) : total _________ ____ _ 24,677 

USRA Recommendation 

It is recommended that the portion of the Hyannis 
Secondary Track between milepost 0.0 and milepost 7.5 
be included in the ConRa il System. 

I t is recommended that the portion of the H yannis 
Secondary Track between milepost 0.0 and milepost 7.5 
be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 

-The Bay Colony Transportation Corp. proposes 
that Lines 20 through 24 be excluded from ConRail 
so the State of Massachusetts can acquire the right 
of way. Bay Colony indicated it wou ld operate the 
Middleboro through Cape Cod lines for the State 
as a Class II shor tline railroad. The company in• 
tends to improve the line at its own expense and im­
prove service to the shippers along the lines. 
-The Cape Cod Chamber of Commerce prefers to 
have these lines included in the overall system of 
ConRail. 
-Reported traffic on this line is as follows: 

Companfl and location 

New England Cu & Electric: 
Sandwich . . .. ..... . .. . ..... •. •• . ..............• 
Hyannf11 ___________ ____ ____ - - ••• - - ---- -··· - ······ 

Barnstable County S upply. West Barnstable ._ •••..••.•..••• 
Suburban Cae Co •• HyannJe_. ··· -- ·· · - · ........ . ..••.•.• 

Carload, 

1973 

200 
3S 

201 
130 

1914 

115 
-18 

143 
120 

-The New England Gas & Electric System indi­
cated that it would be difficult to transport its large 
transformers and switches by motor carriers. 
-The firm at Sandwich believes it will generate the 
same volume in 1973-1982 as it did in 1973-1974. The 
company projects receiving approximately 70 cars in 
1975 and 97 cars in 1976. 
-The Suburban Gas Company anticipates its rail 
loadings to increase by 2 cars each year through 
1980. The company stated that costs of changing to 
motor carrier would be $75,000 per year. 
-The Barnstable County Supply Company esti• 
mated that discontinuance of rail service would in­
crease its expenses between $700 and $800 per car­
load. 
-The Environmental Protection Agency believes 
that this line is an important transportation link 
between Bos ton and Cape Cod. Only two highway 
bridges cross the Cape Cod Canal. Loss of the rail­
road bridge would require alternate construction of 
roads a nd bridges. 
-The Department of the Interior stated that the 
line should be considered for recreational use if a mass 
transit alternative is not found desirable. 
-See Line No.22. 



USRA ANALYSIS 
SOUTH DENNIS SECONDARY TRACK 

USRA Line No. 22 

Penn Central 

r SOUTH DENNIS 

T B d YARMOUTH SECONDARY TRACK. PC 
o uzzar s~ ~ 

Bay -- _ .... _...,.,_. 
f ' 1' a SOUTH DENNIS 

Hyanni s Secondary L-+f 5.6 miles 
Track . PC I 

-t.. To Hyanni s 

The South Dennis Secondary Track. formerly a. pa.rt 
of the New Haven RR, extends from Yarmouth (Mile­
post 0.0) to South Dennis, Mass. (Milepost 5.6) a dis­
tance of 5.6 miles, in Barnstable County, ~lass. At Yar­
mouth, it connects with the Hyannis Secondary Track 
of the PC, which is also under study in this Report. 

Summary of USRA Data 

Stations (with their 1973 carloads) served ti~· this line: 
Bass River- · ······· -······-·············--··-·····- 21 
S. Dennis ••.••• ·-············-········· · ··········- 416 

Total carloads generated b~· the line... ........... 437 

Number of round trips per year...................... 260 
Estimated time per round trip (ho11rs) •••. -..... .. 2. 6 

Revenue received h~· PC ..•.••••..•••..•••••••••••• $187. 497 
Average revc-nue per carload •...•••..•.. -. $429 

Variable (avoidable) cost of continued 
service : 

Cost incurred on the branch line... ...... 78, 137 
Cost of upgrading branch line to FRA 

Class I (1/ 10 of total upgrading cost) .. 0 
Cost incurred beyond the branch line •••• 188, 263 

Total variable (avoidable) cost....... ........ 266,400 

Net contribution ( loss) : Total.. . . ...... ...... .... (78,903) 

USRA Recommendation 

It is not recommended that the South Dennis T rack 
bo included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 

-Estimates show abandonment of the line will re­
sult in immediate loss of 250 jobs plus 450 to 500 
potential job opportunities. 
-Testimony finds that an estimated 7,500 trucks 
would be needed to replace rail service. The in­
creased truck traffic could adversely affect Cape 
Cod's tourist trade. 
-The Mid-Cape Center, Inc., at South Dennis, re­
ported that it has averaged 359 carloads per year 
during the past five years. The company stated that 
the elimination of rail freight service would force 
major price increases. 
-The Environmental Protection Agency stated that 
this line is an important link between Boston and 
Cape Cod. Loss of the railroad bridge would require 
construction of new roads and bridges. 
-The Department of the Interior stated that the 
line should be considered for recreational use if a mass 
transit alternative is not found desirable. 
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USRA ANALYSIS 
FALMOUTH SECONDARY TRACK 

USRA Line No. 23-24 

Penn Central 

PC to Taunton} 
BUZZARDS BAY 

------- f ____ ~ PCtoHyannis 

FALMOU TH ~ 13.8 miles - - - - -
SECON DARY _,71 
T RACK. PC FALMOU TH 

T he Falmouth Secondary Track, formerly a part of 
the New Haven RR, extends from Buzzards Bay (Mile­
post 0.0) to Falmouth, Mass. (Milepost 13.8), a distance 
of 13.8 miles, in Barnstable County, Mass. This line 
connects at Buzzards Bay with the Buzzards Bay and 
Hyannis Secondary Tracks of the PC, to Taunton and 
Hyannis, respectively, which are also being studied 
in this Report. The PC had filed with the ICC for 
abandonment of the portion of the line between North 
F almouth (Milepost 6.7) and Falmouth, a distance of 
7.1 miles, in November 1973, ICC Docket AB-5-134. 
In August 1974, the PC also petitioned USRA for aban­
donment of this portion. 

Summary of USRA Data 

Stations (with thei r 1973 ca rloads) served by this line: 

Cataumet ______ ------------------------ ---------- o 
N. Falmouth____ -------------------------------- 125 
Falmouth ------ ---------------------------------- 97 

Total carloads generated b.r the line___________ __ 222 

Re,·enue received by PC___ ________________________ $85,276 
Average re,•enue per ca rload_____________ $384 
Variable (a,·oidable) cost of continued 

sen •lce : 
Cost incurred on the branch line ______ 148, 019 
Cost of upgrading branch line to F RA 

class I (1/ 10 of total upgrading cost) __ o 
Cost incurred beyond the branch line__ 66, 432 

Total variable (avoidable ) cost______________ 214, 451 

Net cont ribution ( loss) : TotaL ____________ _ (129, 175) 

USRA Recommendation 

It is not recommended that the Falmouth Second­
ary Track be included in the ConRail System. 

252 

PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony shows evidence of increased activity at 
Otis AFB. Otis projects that it will receive approxi­
mately 50,000 tons of coa l, liquid fuel s, and supplies 
in the near future. T he base uses rail to transport 
oversized vehicles and other equipmen t. In 1974 it 
shipped more than 50M-48 tanks weighing 98,000 lbs. 
each. 
-The Falmouth Chamber of Commerce surveyed 
four shippers on the line a nd found that they expect 
to generate 105 carloads in 1975. This figure does not 
include the projections by Otis AFB. 
-Reported traffic data on this line is as follows: 

Carloads 
Company 

1973 1974 Projected 
Falmouth Lumber___________________ 10 12 24 
Grain Mill_ ________________________ 38 42 48 
Grossman 's Lumber_________________ 24 18 18 
Wood Lumber____________________________ 15 15 
Otis Air Force Base____ _________ _________ 290 -------··· 

- The estimated num ber of round trips per year 
and the estimated times required per trip should 
be reviewed. Significant savings of on-branch costs 
would result from estimates that are compatible 
with the traffic and length of the line. 
-(See comments under Line 21 and Line 22). 



USRA ANALYSIS 
PORTION OF STOUGHTON BRANCH 

USRA Line No. 25 

Penn Central 
\ r PC to Canton Juncti on 

\ 
\ 

~GHTON~~~J~~~8: BRANCH. PC 

'\EASTON 

This portion of tht' Stoughton Brnnch, formerly part 
of the New Haven RR. Pxtends from RtougMon (Mile­
post 4.4) to the End of track 11/'ar Easton, ,lfass., (Mile­
post. 10.0), n <listanrP of :Ui miles, in Norfolk and Bris­
tol Counties, ::\fass. At Stoughton, this line connects 
with its own. northrl'ly continuation to Canton ,Junc­
tion, which segment is also under study in this report. 
The PC had applied to the ICC to abandon the line, in 
October 1972, (Docket Xo. AB- 5, Sub. 137). BPfore ac­
tion was taken by the ICC, the PC' sold thP line in 
January 197:3 to the Massachusetts Bay Trnnsport:ation 
Authority. The PC cont:inuPS to pro,·idc freight service 
over the lint>. The PC has also applied to the U.S. 
Railway Association for permission to discontinue 
freight operntions o,·er the line, (Docket No. 75- 28). 

Summary of USRA Data 

Stations (with their 1973 carloads) sen·ed by this line: 

Easton --- --------- ------- - - - ---------------------- 82 
North Easton_________________________ ___________ 0 

Totnl carloads generated by the line__________ ___ 82 
Number of round trips per year ___ ----------- - - ----- 52 
Estimated time per round trip (hours)_______________ 3. 0 

Revenue receh·ed hy PC _____________ _______________ $31,408 

Avi>rage revenue per carload __________ __ ____ $383 
= 

Variable (avoiclnhle) cost of continued ~en·-
ice: 

Cost incurred on the hrnnch line'- _______ 35,248 

Cost of upgrading brunch line to FRA Class 
I: (1/10 of total upgrading cost) ___ _______ 0 

Cost incurred beyoncl the hranch line ________ 23,502 

Total rnriable (11,·oiclable) cost_ ___ _______ ______ __ 58,750 

Net contribution {loss) TotaL ______ ________ (27. 342) 
'This tine Is owne<l by ~IBTA ; there!ore, the costs reporte<l nre 

exclush·p or ownf'r'-htJl cost s. 

USRA Recommendation 

It is not recommended that this pol'tion of the 
Stoughton Brnnch be included in the ConRail System. 
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25 
MASSACHUSETTS 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Transportation Committee of Easton is con­
cerned that the discontinuance of rail service will 
have a significant impact on employment in the area. 
The unemployment rate in the area is now above 10 
percent. 
-According to the Committee, this line generated 
88 carloads in 1973. It feels that USRA overstated 
maintenance costs. 
-The Committee points out that the salvage value 
belongs to the Massachusetts Bay Transportation 
Authority which owns the track between Stoughton 
and Easton. 
-Cirelli Foods, Inc., testified that it uses this line 
even though the firm is not located on it. 
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29 
MASSACHUSETTS 

USRA ANALYSIS 
PORTION OF WRENTHAM SECONDARY 

TRACK 

USRA Line No. 29 

Penn Central 

\ 
\ 
\ .,-' 
\ _,-'; '\._Portion of Wrentham 

_,,,Jt Secondary Traclc , PC 
·'!.~:• CEDAR 

"\ ~' \ q . 

\✓ \ ~Framingham Branch, PC 

WRENTHAM ORTION OF WRENTHAM 
SECONDARY TRACK , PC 

This portion of the Wrentham Secondary Track, 
formerly a part of the New Haven RR, extends from 
Oeda1· (Milepost 6.0) to Wrentham,, MaJJ8. (Milepost 
15.7), a distance of 9.7 miles, in Norfolk County, Mass. 
This line connects at Cedar with its own continuation 
to Norwood Central (the portion of which from Cedar 
to East Walpole is also under study in this Report) and 
with the Frnmingham Branch of the PC. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 

\Vrentham ---------------------------------------- 143 

Total ca rloads generated by the line_____________ 143 

Number or round trips per year_____ _________________ :;o 
Estimated time per round trip (hours)_____________ 4. O 

Revenue received by PC ___________________________ $42, 472 
Average revenue per carload_______________ $297 

Variable (avoidable) cost of continued serv­
ice : 

= 
Cost Incurred on the branch line __________ 79, 303 
Cost of upgrading branch line to FRA 

class I (1/10 or total upgrading cost) __ 24, 897 
Cost Incurred beyond the branch line ____ 27, 107 

Total variable (avoidable) cost_ ______________ 131,307 

Net contribution (loss) : TotaL ____________________ (88,835) 

USRA Recommendation 

It is not recommended that this portion of the W ren­
tham Secondary T rack be included in the ConRai l Sys­
tem. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Review by the Office revealed no public testimony 
on this line. 



USRA ANALYSIS 
PORTION OF WRENTHAM SECONDARY TRACK 

USRA Line No. 30 

Penn Central 

PC tD Framingham 

\\/ Franklin Branch. PC 

PC to Franklin \ / 
" \!falpole • p R · 11 --~- --<.:>- -------;D.--- +- C to e.adv1 e 

\ i!tioL .,,..,,. '-Norwood Central 
Framingham -+I 
Branch, PC I v\ 

\ ·"""/\_ PORTION OF WRENTHAM 
CEDAR -.,'> ~' SECONDARY TRACK. PC 

/ \t( 
/ I 

~/ I 
/ "'- l._pc to Mansfield 

PC tD Wrentham I 

This portion of the Wrentham Secondary Track, for­
merly part of the New Haven RR, extends from Ea,st 
Walpole (Milepost 2.3) to Oedar. llfa8s. (Milepost 6.0), 
a distance of 3.7 miles. in Norfolk C'ounty, Moss. This 
line connects with its own continuations at both Cedar 
(to ·wrentham) and East Walpole (to Norwood Cen­
tral). The portion from Cedar to 1'Trentham is also 
under study in this Report. This line (from East Wal­
pole to Cedar) also connects at Cedar with the Fram­
ingham Branch of the PC. 

Information for Line Retention Decision 

This line does not serve any shippers directly. It is 
used ns an overhead line to USRA sE>gment No. 29. The 
Preliminary Recommendation for segment- 29 is that 
it not be included in the C'onRail System. Therefore, 
segment 30 is not required. 

USRA Recommendation 

It is 110! recommended that this portion of the Wren­
tham Secondary Track be included in thE' ConRai l 
System. 
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30 
MASSACHUSETTS 

PUBLIC RESPONSE AND RSPO COMMENT 
-Review by the Office revealed no public testimony 
on this line. 



31/32 
MASSACHUSETTS 

USRA ANALYSIS 
PORTION OF FRANKLIN BRANCH AND MILFORD 

SECONDARY TRACK 

USRA line No. 31/32 
Penn Central 

PC to Framingham 

Grafton & Upton RR , / / PC I R d ·11 .,r to North Grafton , / ._ 0 ea • 1 e 

•••• •• \7.Sm:;;;;('•les ~ WALPOLE 

,~ Branch PC 
MILFORD~ \ ' Framingham 

' ' 1 Frank!in PORTION\ 
MILFORD SECONDARY-' Junction FRANKLIN' +-PC to Mansfield 
TRACK.PC BRANCH. PC~\ 

This portion of the Franklin Branch, formerly part 
of the New Haven RR, extends from Walpole (Mile­
post 10.0) to Franklin Junction, 111 Ms. (Milepost 19.0). 
The Milford Secondary Track, also formerly a part of 
the New Haven RR, extends from Fmnklin Ju,nction 
( Milepost 0.0), to llf il ford, llf ass. ( Milepost 8.5). Taken 
together as a single line, it is 17.5 miles Jong and is 
in Norfolk and ,v orcester Counties, Massachusetts. 

From ,valpole, the line continues in a northeasterly di­
rection to Rendville. Also at ·walpole, the line connects 
with the Framingham Branch of the PC. The line con­
nects at Milford ),ith the Grnfton & Upton RR. The 
P C sold the portion of this line from Walpole to Frank­
lin (Milepost 18.0) to the Massachusetts Bay Trans­
portation Authority in January, 1973. The PC continues 
to provide freight service over the line, and passenger 
service operates between Boston and Franklin. 
Summary of USRA Data 
Sta tions (with their 1973 carloads ) served by this line: 

\{ilford ------- ---- - ---- - ---- ------- -------- ------- 394 
Vorfolk - - --- - --- -------- - - - ---- - - - -------- - - ---- -- 9 City \!ills __________ ____ --- --- ----- - ------------ ---- 1 
Fra nklin --- - - - ----------------- - ------------------ 433 
liniom·ilJe --------- - ---- --- --- - ____________________ 0 

Total carloads generated uy the line______________ 837 
Xumber of r ound trips per year_ _____________________ 260 
E~tima ted time per round trip .. (t1onrs ) _______________ 6 

Re.enue received by PC _________________ __________ $268, 863 
,·ariable (a\'0idable) cost of continued service: 

Cost incurred on the branch line'--~--- · 156;--213 
Cos~ of U!J.grading branch line to FRA 

Class I : (1/ 10 of total upgrading 
cost) --------- - ------- ------------ ~s .. 855 

Cost incurred beyond the Gi-anch line__ 194, 7il 
Total rnriable (avoidable) cost_ ____ __ , __ ·--~~, 839 

Net contribution (loss) : totaL _______________ (100, 976) 
1 Rxclutls maintennnce and ownership eosts on that portion owned 

a nd operated by liBTA. 

US'RA Recommendation 

Although the preliminary recommendation is that this 
portion of the Fi·anklin Branch and the Milford Sec­
ondary Track be included in the ConRail System, the 
possibility of immediately increasing revenue must be 
explored before a final recommendation can be made. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Foster Forbes Glass Co. started full production at 
its Milford plant in April 1974 and projects the fol­
lowing rail movements; 1,300 cars in 1975, 1,700 cars 
in 1976, 2,000 cars in 1977 and 2,000 cars in 1978. If 
rail service is discontinued Foster Forbes would 
have to close down its $10 million operation. It would 
take 5,000 trucks per year to handle sand and other 
commodities needed for operating its plant. 
-The J & J Corrugated Box Corporation began pro­
duction at its new plant located in Franklin, Mass., 
on March 10, 1975. The J & J projects 650 carloads 
in 1975 and 1,100 carloads by 1976. 
-Testimony revealed that traffic on this line in 1974 
totalled 1,600 cars and it is anticipated to be 2,450 
carloads in 197.5. It was projected that this line will 
produce 3,109 carloads by 1976 and 3,609 carloads by 
1977. 
-If rail service is discontinued, J & J and Foster 
Forbes would close their plants with a combined loss 
of investment of $16 million. 
-A new company, Franklin Warehousing is con­
templating the construction of a 50,000 square foot 
building in Franklin which will generate 250 car­
loads a year. 
-The major rail users on this line employ a total 
of 531 people. Of this amount, 471 jobs would be lost 
which represents $5.2 million of lost wages if this 
line is closed. 
-The USRA should reconsider its recommendation 
based upon the traffic increases since 1973. 



USRA ANALYSIS 
PORTION OF NEEDHAM BRANCH 

USRA Line No. 33 
Penn Central 

.-Pc to Boston 

/ 
Portion of / 
Needham Branch • PC ___________., / 

"-.. I i ~\\eS FOREST HILLS ;.---b· 
Dover Seconday 
Track , PC ---+/ 

/ 

~ 
To Medfield 
Junction 

,'+- Shore Line, PC 

NEEDHAM T 
JUNCTION I 

PORTION OF / 
NEEDHAM / ..._To Providence 
BRANCH . Pc/ 

This portion of the Needham Branch, previously a 
part of the New Haven RR, extends from Forest Hills 
(Milepost 3.3) , to Needham Jwnctwn, Mass. (Mi lepost 
10.1} , a distance of 6.8 miles, in Suffolk and Norfolk 
Counties, l\Iass. This line connects with the Shore Line 
of the PC at Forest Hills and with its own northerly 
continuation nt Needham Junction to Cook Street, 
a line which is also under study in this Report. At 
Needham Junction, it connects with the Dover Sec­
ondary Track of the PC (also under study in this Re­
port). The PC sold the line in January, 1973 to the 
Massachusetts Ba.y Transpo11:ation Authoirty. The PC 
continues to provide freight service ove1· the line. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line: 

\Vest Roxbury_____________________________________ 49 

Total carloads generated by the line____________ 49 
Number or round trips per year______________________ 52 
Estimated time per round trip ( hours)______________ 3. 0 

Revenue received by PC ____________________________ $29, 932 

Average revenue per carload__________ ______ $611 

V11riable (avoidable) cost of continued serv-

ice -----------------------------------'26,487 
Cost incurred on the branch line__________ 0 
Cost ot upgrading branch line to FRA 

Class I : (1/10 of t:otal upgrading cost)_ 0 
Cost Incurred beyond the branch line ______ 30, 223 

Total variable (avoidable ) cost______________ 56, 710 

.Net conttibution ( loss) : totaL ______________ (26, 778) 

1 Excludes maintenance and ownership costs due to MBTA ownership. 

USRA Recommendation 

It is not recommended that f1·eight se1·vice be pro­
vided over this portion of the Needham Branch by the 
ConRai l System. 
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33 
MASSACHUSETTS 

PUBLIC RESPONSE AND RSPO COMMENT 
-Review by the Office revealed no public testimony 
on this line. 

-
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USRA 
line number 

391 
392n 
394 
395,'395& 
398 
402 
404 
436 
438 
438n 
440 
440b 
441 
442 
444 
444n 
445 
445a 
445b 
451/452/453 
454 
454n 
455a 
456. 457 ·458 
461 
463a 
463b 
463d 
464/465 
466 
470 
472 
472a 
530a 
680 
688 
692a/693a 
698 

1300 
1301 

1302/ 1303 

MICHIGAN 

Terminnl~ 

Intrastate 

PC 
Lennwee J unction to Ida 
N&W Xing East or Adrinn to Adrian 
Grosvenor to Morenci 
Lenawee J unction lO Manchester 
J onesville to Litchfield 
Montgomery to Bnnkens 
Fort Wayne Junction to Horton 
Oakman Spur at Dearborn 
Caro to Colling 
Vassar to Caro 
Bnv City to Gnylord 
Gl11dwin Branch al Pinconning 
Gnylord to Mackinaw City 
Mnckinnw City to St. Ignace (cnr float) 
~lunger to Denmark Junction 
Vnssar to Denmnrk Junction 
Vas~nr to Millington 
Millington to Lapeer Junction 
Lapeer Junction to Oxford 
Rives Junction to Grand Rapids 
Mackinaw City to Cadillac 
Cadillac to Cedar Springs 
Lansing to Saginaw 
State Line to Vicksburg 
Cedar Spring,i to Comstock Park 
Otsego to Dorr 
Dorr to Byron Center 
Lamar to Grand Rapids 
Parchment to Doster 
Kalamazoo to Dowagiac 
Traven!e City to Walto n Junction 
Muskegon to Fuller 
Muskegon Heights to Muskegon 
Hudson to Cement City 
Buchanan to Dowagiac 
Oxford to Utica 
White Pigeon Junction to Hillsdale 
At Cheboygan (D&M Trackage Rights) 

AA 
Dundee to Owosso 
Owo~ to Thompsonville 

Interstate 

AA 
Michigan to Wisconsin 

Thompsonville, Mich. to Kewaunee, Wis. 
(rerry) 

259 

USRA 
line number 

PC 

Terminnls 

Michigan to Indiana (these lines are discussed under Indiana) 

401 
467 

393 

530 

Montgomery, Mich. to South or Angola, Ind. 
Buchnnan, Mich. to Michigan Citv Ind. 

M ichigan to Ohio 

N&W Xing East or Adrian, Mich. to Vulcan, 
Ohio 

Hudson, Mich. to Bryan, Ohio 



391 
MICHIGAN 

USRA ANALYSIS 
IDA BRANCH 

USRA Line No. 391 
Penn Central 

PC ID C

7
11nton 

I DT&I RR~. 

PC to I \•••• ,i' 
Ad.-ian I I •• • b.f 

" -- IDA 
LENAWE \ . I h .I 
JUNCTION I ,-19.8 m, es·.• \7 

PC to Toledo -+I PC IDA / \ 
(Vulcan-Old BRANO! AA RR • 
Road Branch) 

The Ida Branch, formerly part of the New York 
Central RR. extends from Lenawee Junction (Milepost 
0.0), to Ida, Mi.ch. (Milepost 19.8), a distance of 19.8 
mil.e8, in Lenawee and Monroe Counties, Mich. This 
line runs east from the Penn Centrol's Adrian-Toledo 
Vulcan-Old Road Branch (also under study in this 
&port). Other connections include the PC line north 
to Clinton (also under study in this Report), the De­
troit, Toledo & Ironton RR, which crosses near Peters­
burg, and the Ann Arbor RR, which crosses at Feder­
man. The Penn Central filed a petition with the ICC to 
abandon this line in October, 1972. In September, 1974, 
the PC made similar application to the U.S. Railway 
Association (Docket No. 75-26). No final action has 
been taken on either application. 

Summary of USRA Data 

Stations (with their 1973 carloads) ser ved by this line : 

Ida ---------------------------------- ------------ 143 
Petersburg ---------------------------------------- O 
Deerfield __________ -------------- ----------------- 2 

Total carloads generated by the line__ ___________ 145 

Revenue r-lved by PC____ -------------------- $45. 795 
Average revenue J)er carlood_ _____ ______ $316 

Variable (avoidable) cost ot continued 
service : 

Cost Incurred on the branch line______ $142, 327 
Cost ot upgrading branch line to FRA 

Class I : ( 1/ 10 or total upgrading cost )__ 51,079 
Cost Incurred beyond the branch flue____ 33, 718 

Total variable (avoidable) cost______________ 227,124 

Net contribution ( los.q). totaL __________ (181,329) 

USRA Recommendation 

It is not recommended that the Ida Branch be included 
in the ConRail System. 

260 

PUBLIC RESPONSE AND RSPO COMMENT 
-James F. Schou man, attorney for the Ida Farmers 
Coop Co., testified that the Co-op has made an offei 
of acquis ition for the section of track from Ida to 
the Ann Arbor crossing at Fedderrnan Jct. The cost 
of upgrading this 3 mile track would be $120,IXXl. 
-Paul Treska of the United Transportation Union 
testified that at the time the Ann Arbor filed for 
bankruptcy, s uccessful negotiations were already 
underway for service to Ida. Should this alternatin 
of service from Fedderman to Ida occur, costs for 
this line would be greatly reduced. 
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USRA ANALYSIS 
PORTION OF VULCAN-OLD ROAD BRANCH 

USRA Line No. 392a 

Penn Central 
N&W Detroit• 
Fort Wayne 

~ ine 

: : PC to 
• : Lenawee 

De1ro1t, Toledo 
& Ironton RR"1, 

•
_• __ .,..•_• / __ Jun-ction 

ADRIAN 

. . . . . . 
." N&W 

° CROSSING 

PORTION OF 
VULCAN-OLD 
ROAD BRANCH.PC 

This portion of the Vulcan-Old Road Branch, former­
ly pa.rt of the New York Central RR, extends from 
N&W Oroaaing e<UJt of Adrian (Milepost 328.3) to 
Adrian, Mich.. (Milepost 333.6), a. distance of 5.3 milu, 
in Lena.wee County, Mich. This is the western portion of 
the PC's Vulcan-Old Road Line which continues 
through Lena.wee Junction to Toledo and is also under 
study in this Re"'ort. A Detroit, Toledo & Ironton RR 
branch crosses. ~ r Adrian; the N&W line runs between 
Detroit and Fort Wayne. A continuation of this line, 
extending from Adrian to Clayton has been officially 
abandoned. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 
Adrian 1 _____________ --· ____________ _ ____________ l , 145 

Tot.al carloads generated by the line ______________ 1, 145 

Number ot round trips per year____________________ __ 800 
E., Umated time per round trip (hours) _______________ 2 

1 lntlude-s only tra ffic on segment 

Revenue received by PC ___ ________________________ $268, ll8 

Average revenue per carload_______________ $234 

Variable (avoidable ) cost ot continued serv-
ice: 

Cost Incurred on the branch line__________ 94, 554 
Cost ot upgradlng branch line to FRA Class 

I : (l/10 of total upgrading co~t) ______ 8, 922 
Cost Incurred beyond the branch line _____ l~. 887 

Total variable (avoidable ) cost______ _________ 262,363 

Net contribution (loss) : total._ ____________________ IS, 7115 

USRA Recommendation 

It is Mt recommended that this portion of the Vul­
can-Old Road Branch be included in the ConRail Sys­
tem. 
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392a 
MICHIGAN 

PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony cited that this line is dependent on line 
393, not 391 as stated by USRA. 
-The Adrian Chamber of Commerce reported that 
actual car loads for 1973 were 2,383, and the net 
contribution per carload average $510. 
-Jackson Iron and Metal and Tri-State Equipment 
testified that they have many customers who will 
only receive shipments of rail. Jackson is planning 
a major expansion involving a capital expenditure 
of 1 and ½ million dollars. Loss of rail service would 
mean a loss of more than $600,000 for Tri-State . 
-Stubnitz Spring Division of Hoover Ball Bearing 
Company, which handled 1,634 carloads in 1973 
stated it would be forced to close if rail service is 
lost. This would result in the loss of 565 jobs with 
an annua l payroll of over 4 million dollars and 
approximately 1 million in rail revenues. 
-W. A. Leasing and Transport plans to locate on 
this line only if ra il service is continued. 
-The N & Wis interes ted in acquiring 5.3 miles of the 
line from the N&W crossing east of Adrian to 
Adria n. 



394 
MICHIGAN 

USRA ANALYSIS 
MORENCI BRANCH 

USRA Line No. 394 

Penn Central 

PCl1ORENC1 \ 
BRANOt \ 

\ \ GROSVENOR 

Bimo • .,.~~ \ 
MORENO • \\.b II'' \+-PC Vukan-

..._- : Old Road 
Detroit. ~ .,.: Brandl 
Toledo I ..../ 
lnmlDn RR 

The Morenci Branch, formerly part of the New York 
Central RR, extends from Groave11.01· (Milepost 0.0) to 
A/Q1'enci, Mich. (Milepost 18.6), a distance of 18.6milea, 
in Lenawee County, Michigan. This line is in Zone 150 
in the U.S. Department of Transportation Report, "Rail 
Service in the Midwest and Northeast Region," dated 
February 1, 1974. This line is n brunch of the PC 
yul~n-Old Road 1!3rnnch which is also under study 
m this report. At B1mo, a. branch of the Detroit Toledo 
& Ironton Railroad crosses. 

Summary of USRA Data 

Stations (with their 1973 carloadll ) served by this line: 
Oroevenor • - ------------------------------------
Ogden ____ ----------------------------------- -----J'asper 
Wet1ton ------------------------------------

Morenci _______________ --------------------===== 

74 
18 
12 

138 
252 

Total carloads generated by the line ----- ------ --~ 
Average carloads per week 9. 5 
Average carloads per mlle--==-- -
A - 26. 6 

verage carloads per train___________________________ 9. 9 
1973 operating Information : 

Number of round trips per year _____________________ 50 
Estimated time per round trip (boors )_______________ 6. o 
• rnclud .. only traffic on ffgment. 

Revenue received by PC 
Average revenue per carload -----------
Variable (avoidable) cost of continued 

service : 

$369 

Coet Incurred on the branch line______ 145, 608 
Coet of upgredlng branch line to FRA 

Cl81!8 I : (1/ 10 of total upgrading 

coet) --------------------------- - - 45,556 
Coet Incurred beyond the branch line__ 83, 998 

$182, 256 

Total variable (avoidable) cost____________ 275, 162 

Net contribution (loss) : totaL ________________ _ 
(92, 906) 
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USRA Recomm&ndation 

Although the preliminary recommendation isthatth 
Morenci Branch not be included in the ConRail Syst;.m, 
the possibility of immediately increasing revenue • 
be explored before a. final recommendation can be• 
PUBLIC RESPONSE AND RSPO COMMENl 
-The Lenawee County Rail Users Task FomfoOJ4 
591 actual carloads shipped on this line. 
-The Task Force reports t hat revenues from Sohige 
and Jasper Lumber were not included in USIU 
calculations and found t hat there was an averagi 
contribution of $510 per carload. 
- The Stauffer Chemical Company questioned 1m 
traffic revenue accruing to Penn Central. Stauffer 
determined that the net contribution was $14 ptr 
carload for this line. 
-Stauffer Chemical at Weston testified that elimina­
tion of rail service would result in placing 450 tank 
trucks of hazardous materials over heavily travelled 
two-lane highways which pass through residential 
communities. 
-The Parker Division of Oxy Metal lndustriesCor• 
poration in Morenci shipped 138 carloads in Im 
They testified that they would resume their former 
levels of shipment, over 300 carloads, if reliable sen-• 
ice were provided. 
-Baker questioned USRA's contention that. servict 
would be provided at Morenci by the N&W if serr• 
ice over the line were discontinued. 
-The N&W crossing is located in North Morenci, 
3-4 miles from Morenci. 
-Agrico Chemical Co. stated that their actual car• 
loads for 1973 were 137. They project to ship at least 
160 carloads in 1975. 
- Cousins Iron a nd Metal Company reported that if 
th~s line were abandoned, t hey would truck their 
~h•pments to their s iding in Hudson, which would 
mcrease their shipments by 40 percent. 
-A representative of the Lenawee County Farm 
Burea u stated that the county has approximately 
~,588 farms with an a nnual production of $1,330,000 
m wheat, corn and soybeans and that loss of rail 
service would a mount to a loss of 10 cents per bushel 
realized by the farmers. 
-:rhe Michigan Department of Agriculture deter• 
mmed that continued service on this line was vital 
to the agriculture needs of the State. 



USRA ANALYSIS 
CLINTON BRANCH 

USRA Line No. 395 and 395a 

Penn Central Railroad 

DetrOit. N&W Detroit-fort Wayne 
Toledo& r 
Ironton RR-. Tecumseh ,r me 

••:. 1•••• :.::.:---Pc 0.INTON BRANCH 
Rais in Center ..----

r 
PC to Adrian 

LENAWEE JUNCTION --' -"-PC Ida Branch 

' ._pc Vulcan· Old Road 
Branch 

This portion of the Clinton Branch, formerly part of 
the New York Central Railroad, extends from Lenawee 
Ju11Ction (Milepost 0.0) to M a11Chester, Mich. (Milepost 
13.6), a distance of JS.6 mil,ea, in Lenawee County, 
Mich. 

Summary of USRA Doto 

Stations ( with their 1973 carloads) served by this line : 

Tecumseh --------------------------------- -------- 188 
Clinton -------------------------------------------- 1, 004 
Adrian' ------------------------------------------- 63 

Total ca rloads generated by the line ______________ 1, 255 

Number of round trips per year ______________________ 1211 

Estimated time per round trip (hours)-------------- 6 

1 l ocludee ooly traffic oo segment. 

Revenue received by Penn CentraL----------------- $511, 067 
Average revenue per carload_______________ $407 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line________ 176, 299 
Cost of upgrading branch line to F RA 

Class I : (1/10 of total upgrading cost)_ 15, 924 
Cost Incurred beyond the branch line_____ 282, 140 

Total variable (avoidable) cost_________________ 474,363 

Net contribution (loss) : TotaL_____________________ 36, 704 

USRA Recommendation 

It is not recommended that this portion of t he Clinton 
Branch be included in the ConRail System. 

395/395a 
MICHIGAN 

PUBLIC RESPONSE AND RSPO COMMENT 
Testimony expressed the opinion that URSA judge 
the viability of this line on its profitability, not its 
dependency on line 393. 
-The Adrian Chamber of Commerce/ Lenawee 
County Rail Users Task Force testified that actual 
figures show a net contribution of $466 per carload. 
-Tecumseh Products indicated that if service were 
improved on this line, they could resume their 1966 
shipment level of 420 carloads. 
-The Budd Company reported 852 carloads in 1973, 
and projected 1,085 and 1,414 for 1974 and 1979 re­
spectively. They would be forced to close the Clinton 
plant if rail service were lost. The plant employs 338 
persons with an annual payroll of $3,459,000. The as­
sets employed in 1973 were $16.455 million and the 
Company paid $575,000 in state and local taxes. 
-Ford Motor Company supports the retention of 
service to the Budd Clinton plant and emphasized 
that the plant genera ted $1,092,000 in gross revenues. 
-The cost of conversion to tank trucks, safety 
factors and loss of growth potential might justify 
closing the Stauffer Chemical Tecumseh plant. This 
would res ult in a loss of 268 jobs. 
-Borden Inc. testified that it would close its 
Tecumseh Crop Service if this line a.nd 393 were 
abandoned. 
-The Michigan Department of Agriculture consid­
ers continued service on this line vital. 
-The Department of the Interior has identified this 
line as having good recreational potential if the 
line were abandoned. 
-The N&W is interested in acquiring 11.3 miles of 
the line from Raisin Center to, and including all 
indus tries in, Clinton. 
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398 
MICHIGAN 

USRA ANALYSIS 
LITCHFIELD BRANCH 

USRA Line No. 398 

Penn Central 

LITCHFIELD 

PC LITCHFIELD 6.3 miles 
BRANCH 

JONESVILLE 

- 'f- \+-PC to Ft. Wayne 
PC to Coldwater, Junction and 
Sturgis and Elkhart Hillsdale 

The Litchfield Brnnch, formerly part of the New 
York Central RR, extends from J<>MSville (Milepost 
0.6) to Litrhfield, llfirh. (Milepost 6.9) a distance of 611 
miles, in H illsdale County, Mich. This line is a branch 
running north from the Penn Central's line from Elk­
hart to Hillsdale. The segment. north of Litchfield was 
abandoned in 1971. The lines Crom Jonesville to Hills­
dale nnd \Vhite Pigeon J ct. are also under study in this 
report. 

Summary of USRA Data 

Stations (with their 1073 carloads) served by this line : 
Litchfield _______ _________________ _ _________ _ 

J onesville • 

Total carloads generated by the llne ___________________ _ 
No. ot round t rips per year _______ ______________ _ 
E.~tlmated lime per round trip (hours) ___ __________ _ 

• Includes onl1 traffic on ugmeoL 

187 
7 

194 
100 
3.0 

Revenue received by PC________ ____________ $58, 204 
Average revenue per carload_____________ __ $300 

Variable (avoidable) cost of contJnued service : 
Cost Incurred on the branch line ___________ 65,062 
Cost of upgrading branch line to FRA Closs 

I ( 1/ 10 of total upgrading cost) ________ 26, 418 
Cost Incurred beyond the branch llne _______ 35, 510 

Total variable (avoidable) cost_ ______ _ 

Net contribution (loss) : totaL ____________ _ 

USRA Recommendation 

126,990 

(68, 786) 

It is not recommended that the Litchfield Branch 
be included in the ConRail System. 

264 

PUBLIC RESPONSE AND RSPO COMMENT 

-Plymouth F lush Door, in Litchfield, increased 
its annual carloads by 50. It expects to double its 
traffic to 500 per year. The additional expenses of 
converting to alternate transportation would jeop­
ardize their competitive position. Loss of rail serv­
ice would force the company to close. 
-The Mayor of Litchfield testified that $2,792,510 
in State and Federal funds have been spent to de­
velop the community and the industrial park at 
Litchfield. He projects 500-600 carloads annually for 
the line. 
-The Vice-President of Litchfield State Savings 
Bank reported that the bank is involved with Gor, 
ernment agencies in financing facilities dependent on 
rail service in the amount of $3,400,000. He stated 
that these companies will be unable to continue pro­
duction without rail service. 
-Wells Equipment Sales testified that frost regula­
tion weight res trictions apply to motor transporta­
tion a third of the year. 
-Litchfield Grain stated that with rail service they 
could triple their output to 210 cars per year. 
-Addison Products of Jonesville testified that they 
had shipped 340 cars piggyback from Bryan, Ohio 
in 1973. If a piggyback loading platform were avail­
able in Hillsdale or Jonesville, they would ship more 
than 600 rail cars per year. 
-The estimated cost for upgrading this line to FRA 
Class T standards should be reviewed. The available 
information on the line indicates that the tie re­
placement estimate may be high. 
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USRA ANALYSIS 
PORTION OF WATERLOO BRANCH 

USRA Line No. 402 

Penn Central 

PC to Litchfiel~\ 

----~onesville 

i ' 
PC to Sturgis and Elkhart ~ illsdale 

/ ' / 1:-... 
' // PC to Osseo 

ANKERS 
10.3 mi 

ORTION OF PC 
ATERLOO BRANCH 

/ MONTGOMERY 

/ f..... PC to P leasant Lake. Ind. 

This portion of the Waterloo Branch, formerly part 
of the New York Central RR, extends from MO'Tlt­
gomery (Milepost 54.8), to Bankers, Mich. (Milepost 
65.1). o. tlistnm·e of 10 .. 'J mile.,. in Hillsdale County, 
Michigan. This line is part of a branch running south 
from Hillsdale into Indiana. The southern and northern 

·e continuations of this brunch are also under study in this 
Report. 

Summory of USRA Doto 

Stations (with their 1973 carloads) served by this line: 
Reading ___________________ -----· ---· --- -- 293 
Montgomery ___________ ______ ___ ________________ 198 

Total carloads generated by the line___ __________ 491 

Number ot round trips per year--------------------- ll!O 
Estimated time l)E'r round trip (hours) ------------- 7. IS 

Revenue received by p,()_ _____________ $247, 947 

Average revenue per carload_________ _ $605 

Variable (avoidable) cost ot continued service : 
C'ost Incurred on the branch line______ 144, 560 
C'ost ot upgrading branch line to FRA 

Class I : (1/ 10 ot total upgrading 
cost) __ _______ ____ _________ ___ 21,862 

<'-ost Incurred beyond the bran<'h line 153, 750 

Total variable (avoidable) cost. ______ _ 

N!'t cont ribution (loss) . total.._ -------

USRA Recommendotion 

320,172 

(72,225) 

It is not recommended that this portion of the Water­
loo Branch be included in the ConRail System. 
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402 
MICHIGAN 

PUBLIC RESPONSE AND RSPO COMMENT 

- Reading Feed and Grain testified that they shipped 
269 carloads in 1973 and 318 in 1974. They could have 
shipped 500 more carloads a year if cars had been 
available. 
- The Mayor of Reading s tated that if Reading Feed 
and Grain were to close their operation, the commu­
nity would lose ¼ of its property tax base. 
- Testimony indicates t hat Reading genera ted a 
total of 295 carloads in 1973 and Montgomery 276. 
-This area is not served by Class A highway; there­
fore, trucks are not permitted to carry full loads 
du ring part of the year. 
-Shipper data shows a small amount of traffic from 
Jonesville, Hanover and Horton. 
-The frequency of service and t ime per t rip re­
quired to serve the line should be reviewed. Both 
estimates appear high considering the traffic a nd 
distance involved. 
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MICHIGAN 

USRA ANALYSIS 
PORTION OF WATERLOO BRANCH 

USRA Line No. 404 

Penn Central 

.,.- PC tD Litdlfield 
~ 

\ ~~ HORTON Jonesvlll_Q) ~~ 
PC to➔---- ' ... ~ PORTION OF 
Sturcis and ' '\._pc WATERLOO 
Elkhart FORT WAYNE BRANCH 

JUNCTION l 
PC tD Hillsdale 

This portion of the Waterloo Branch, formerly part 
of the New York Central RR,extends from F<>rt Wayne 
Junction (Milepost 71.0) , to H<,rton, Michigan (Mile­
post 85.7), a distance of 14.7 milea, in Jackson County, 
Michigan. This line, once part of a through route be­
tween Jackson and Fort Wayne, now exists solely as a 
branch off PC's line through Jonesville and Hillsdale, 
which is also under study in this Report. Penn Central 
has filed a petition to abandon this line (ICC Docket 
No. AB-5, Sub.193 and 194). 

Summary of USRA Data 

Stations ( with their 1973 carloads) served by this Une : 
Horton -------------------------------------------- 5 
Hanover -------------------------------- - - --------- 1 

Total carloads generated by the line_____________ 6 
Number or round trips per year _____________________ _ 
EsUmated time per round time (hours) ___________ _ 

Revenue rect'lved by Penn C'entrai_ ____________ _ 
Average revenue per carload_ __________ $234 

Variable 1avoldable ) cost or continued 
service: 

Cost Incurred on the branch line_______ 07, 587 
Cost ot upgrading branch line to FRA 

class I ( 1/ 10 ot total upgrading cost )_ 30,523 
Cost Incurred beyond the bra nch line___ 872 

12 
4. 0 

$1,402 

Total variable (avoidable) cost____________ 128,982 

Net cont ribution (loss) : T otaL_________________ (127,580) 

USRA Recommendation 

It is not recommended that this portion of the Water­
loo Branch be included in the ConRaH System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Review by the Office revealed no public testimony 
on this line. 
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USRA ANALYSIS 
OAKMAN SPUR AT DEARBORN 

USRA line No. 436 

Penn Central 
Detro it Terminal RR 

C&O to Grand Rapids '-'I, . 
l, OAKMAN SPUR , 

........... AT DEARBORN : ·· .. x:::: .. . ... . ~ . 
•,. .. ~:s ;iles 

PC to Jackson \ ,•• 
~ ,•• ••, , PC to Detroit ______ __,,_. . ... 

--'":"------/ \ 
C&O to Del ray and Detroit (PC has 
Trackage Richts to Lincoln Yard) 

The Oa.lamm Spur. formerly part of the Pennsyl­
vania. RR, extends 1.6 mile8 at Dearborn, Mi.ch. in 
Wayne County, Mich. T his line runs f rom the O&O 
mainline approximately one and one-half miles unt il it 
joins the Detroit Terminal Ry. T here are no physical 
connections with other PC-controlled lines. This line 
was the former PRR ronnection with the Detroit Ter­
minal, using trackage rights from Lincoln Ya.rd via Del­
ray over the C&O. 

Information for Line Retention Decision 

All of the industries on this branch could be served by 
the Detroit Terminal RR. 

USRA Recommendation 

It is not recommended that the Oakman Spur be in­
cluded in the ConR11il System. 

436 
MICHIGAN 

PUBLIC RESPONSE AND RSPO COMMENT 
-Louis Drapeau, Mayor of Dearborn, Eugene 
Forbes, City Attorney for Dearborn and Dearborn 
City Planner John J. Nagy support the abandon­
ment of the Oakman Spur. They cited lack of op­
position to the abandonment, little use, and high 
frequency of accidents on the spur. They added that 
the area in which the spur is located has been re­
zoned and residential dwellings have been con­
structed in the area. Industries that currently use 
the spur could be serviced by the Detroit ·Terminal 
Railway line. 
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438 
MICHIGAN 

USRA ANALYSIS 
PORTION OF CARO BRANCH 

USRA Line No. 438 

Penn Central 

:/

COLLING 
8.4 mi 

PORTION OF 
CARO PC CARO BRANCH 

/ f- PC to Vassar 

This portion of the Caro Branch, formerly part of 
the New York Central RR, extends from Caro (Mile­
post 13.8), to Colling, llfich. (Milepost 22.2), n distance 
of 8-4 milu, in Tuscola County, Mich. This is the north­
ern portion of the Cnro Branch; the southern extension 
to Vassar is nlso 1mder study in this report. 

Summary of USRA Data 

Stations (with their 1973 carloads) ser,-ed by this 

line : Co111ng ---------------------------- - --------- 85 

Total carloads generated by the line_____________ 85 

No. of round trips per year - ------ -- - - ------- ------- SO 
Estimated time per round trip (hours) ____________ 3 

Re,-enue received by PC____________________________ $55, 836 
A,·erage re,·enue per carload _______________ $657 

Varloble (a,·oldable) cost of continued 
ser,•lce: 

Cost Incurred on the branch line_________ 59,337 
Cost of upgrading branch line to FRA Class 

I (1/ 10 of total upgrading cost) ________ 21,820 
Cost Incurred beyond the branch line ______ 25, 866 

T otal variable (avoidable) cost______________ 106,523 

Xet contrlllutlon (loss) . Toto L ____________________ _ 
(50. 867) 

USRA Recommendation 

It is not recommended that this portion of the Caro 
Rrnnch be included in the ConRnil System. 

268 

PUBLIC RESPONSE AND RSPO COMMENJ 
-The Caro Development Corporation and the Peo. 
pies State Bank of Caro stated that availability of 
rail service was essential to attract new business111d 
ensure the retention of existing indUBtry. 
- The J.P. Burroughs, Inc., stated that whileitUStd 
only 85 carloads in 1973, it used 139 in 1974 and p)am 
to use 202 in 1~5. Alternate modes of travel wo~Id 
increase the cost per bushel by $30~, which con­
stitutes 15 percent of total revenue in 1972 and 1m, 
- Colling is located on a Class B restricted highway 
and the Grand Trunk Western has filed for aban­
donment of the nearest rail siding. 
- Unemployment in the area was given as 17.7 per. 
cent. 
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USRA ANALYSIS 
PORTION OF THE CARO BRANCH 

USRA line No. 438a 

Penn Central 

PC to Coll ing 

PC to Munger \ 1 
J. PORTION OF PC / 

PC to Saginaw', CARO BZANCH CARO 

2, __ :n,_ ~ -13.4miles 
Denmatl< Jun ction '-

•· · ' C&O to Port Huron 
,.)'I •••••••• • ~ 

C&O to Saginaw VASSAR , • •• ••••••• 

' ./"' 
PC to Detroit 

This portion of tho Caro Branch, formerly part of 
the New York Central RR, extends from V1UJsar (Mile­
post 0.4) to Caro, Mirh. (Milepost 13.8), a distance of 
13,4 miles, in Tuscola County, Mich. This line is 
the lower portion of the P C's Caro Branch. A continua­
tion of this line from Caro to Colling is also under 
study in this Report. At Vassar, this line connects with 
the PC line to Detroit going south and northward to 
Denmark ,Junction. Both of these line segments are also 
under study. Also at Vassar this line connects with the 
C'hesnpeake & Ohio's Port Huron-to-Saginaw line. 
Summary of USRA Data 

Stations ( with their 1973 carloads) served by this line: 
Banksand __ ___ • •.• •• ••••••• ••••••••••••• 0 
Wahjamega 0 
Curo •• •.•• ..•••.•••••••• •••••••••.••••••••••• 874 

Total carloads genernled h) the line............. 874 
Number or round trips per year..................... 150 
Estimated time per round trip (hours) . ••••••••••••• 9. 0 

Revenue received by PC................... $364, 968 
Average revenue per carload........... ... $4-06 

Variable (avoidable) cost or continued 
ser vice: 

Oost Incurred on the branch line ..•.•••• 174, 621 
Cost or upgrading branch line to FRA 

Class I : (1/10 or total upgrading 
cost) ••••••••••••••••• •••••••••••••• 37, 964 

Cost Incurred beyoud the branch line •••• 261,047 

Total variable (avoidable) cost. . • ••• 

Net contribution (loss) total. ••••••••••••• 

USRA Recommendation 

473, 622 

(118, 644) 

It is not recommended that this portion of the Caro 
Branch be included in the ConRail System. 
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438a 
MICHIGAN 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Bay County Planning Commission reported 
that while the Plan showed 874 carloads for the line 
in 1973, it found 1,115 carloads for the Detroit Edison 
Co., Michigan Sugar Co., Caro Building Center and 
Gunsells, Inc. 
-The Caro Building Center, Inc., a lthough using 
only 21 carloads in 1974, tes tified it would have to 
close as it would not be able to compete with other 
lumber retailers in Saginaw, Bay City and F lint. 
-Michigan Sugar, with an a nnua l payroll of $1,100,-
000, would be forced to severely curtail its operations 
without rail service. In 1974, it shi pped and received 
685 carloads, 138 of which consisted of coal from 
Kentucky • 
-Eight of eleven lumber yards in Tuscola County 
are served by this line. 
- The estimated time per round trip appears to be 
high considering the traffic and length of the line. 



440 
MICHIGAN 

USRA ANALYSIS 
PORTION OF MACKINAW BRANCH 

USRA Une No. 440 

Penn Central 

T 
115.4 miles 

I 
Pinconninc 

GAYLORD 

. . 
. . 

. •L Detroit & Mackinac Ry 

PC Pinconnlnc : PORTION OF 
Spur : / PC MACKINAW 

: / BRANCH 
~ . . . . 

BAY CITY 

PC to ; d~;j' • \ ~"' PC tD Sa11naw➔I C&O to Sa1inaw 

This portion of the Mackinaw Branch, formerly part 
of the New York Central RR, extends from Bay Oity 
(Milepost 5.0) to Gaylord, Mich. (Milepost 120.4), a 
distance of 115-4 milu in Bay, Arenac, Ogemaw, Ros­
common, Crawford and Otsego Counties, Mich. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by thla line : 

Kawkawlin _____ ---------------------------------- 19 
Linwood ------------------------------------------- 4 

Pinconning' ------------------------------------ 86 
Standish ------------------------------------------ 103 
West Branch--------------------------------------- ~ 
St. Helens__________________________________________ 230 

Roecommon ---------------------------------------- 61 
Grayling ------------------------------------------ 262 
Frederick ------------------------------------------ 1 
Gaylord ------------------------------------------- 2,247 

Total carloads generated by the line ____________ ~ 
Number or round tril)8 per year______________________ 800 
Estimated t ime per round trip, ( hours)______________ 11 
1 lncludea only trlltnc on ~smeoL 

Revenue received by PQ _________________________ $1, 339, 274 

Average revenue per carload__________ $432 

Variable (avoidable) cost ot continued 
service: 

Cost Incurred on the branch line____ 1,063,630 
Cost or upgrading branch Une to FR.A 

IClaes I : (l/10 ot total upgrading 

cost) -------------------------- 79,688 
Cost Incurred beyond the branch 

Une ---------------------------- 678,446 
Total variable (avoidable) cost____________ 1,821.663 

Net contribution ( 1088) tota'-------------------- (482. 389) 

USRA Recommendation 

Although the preliminary recommendation is that 
this portion of the Mackinaw Branch not be included 
in the ConRail System, the possibility of immediaW, 
increasing revenue must be explored before a final~­
ommendation co.n be made. 

PUBLIC RESPONSE AND RSPO COMMENT 
- Champion Internationa l Corporation testified that 
t hey generated 2,400 carloads in 1974. They stated 
that t he added expense of a lternate transportation 
would be approximately $674,000. This added et• 

pense would force them out of competitive market& 
- Champion is currently mid-way through a $17.5 
million plant expansion at their Gaylord facility. 
They forecast 5,000 carloads for 1977, providing $1.3 
million in a dditional revenue. 
- Lake Woods Forest Products, Inc., is in the proc­
ess of building a $3 million wood utilization complex 
on the line. It was constructed on the basis of ex• 
cellen t rail services being available. They project 
560-1,400 carloads per year. 
- T he city of Greyling t estified that shippers at 
Gr ey ling accounted for 276 carloads in 1974. 
- Camp Greyling a nd the Consite facility at Grey• 
ling Army Airfield t ra nsport heavy equipment by 
rail. 
- Camp Greyling repor ted 23 carloads in 1973, 34 
carloads in 1974 a nd projects 45 carloads in 1975. 
-The Department of Defense urged the retention 
of this line in the interest of national defense. 
- The Gaylord Cham ber of Commerce testified that 
they have established a 177 acre industrial park on 
the line. Its esta blishment was predicated on the 
availability of rail service. 
-Semco Inc. and Osceola Refinery s tated that they 
were a ble to bid on government contracts because 
of their availa bility to ra il service. They ship heavy 
a nd oversize loads unsuitable to motor transport. 
-The Depa rtment of the Interior has identified this 
line as having potential as an urban access to out• 
door recreation. It also has great recreational po­
tential if service is discontinued. 
- A review of USRA's calculation by RSPO techni· 
cal s taff indicates the a verage revenue per carload 
should be $413. 
-The Detroit and Mackinaw would be interested in 
providing service over the portion of the line from 
Gaylord south to the Standish vicinity where it con• 
nects with a D&M line. The D&M is not interested 
in the P C line from Standish to Bay City. To imple­
ment such service, some funding would have to be 
made available. 
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USRA ANALYSIS 
GLADWIN BRANCH 

USRA Line No. 440b 

Penn Central 

PINCONNING 14-PC to '1ackinaw City 
SPUR. PC\ I 

.,,-+ PINCONNING 

0.6 miles I 
l+-PC Mackinaw 
I Branch to Bay City 
I 

The Gladwin Branch, formerly part of the New 
York Central RR, extends a distance of 0.6 milu at 
Pinconning in Bay County, :Mich. This line is a short 
spur off the Penn C'entral's Mackinaw Branch which 
is also under study in this Report. 

Summary of USRA Data 

Stations (with thelr 10i3 carloads) served by this line: 
Plnconnlng ' _________________ -------------------- 48 

Total carload• generated by the line__________ 48 

Xumber ot round trl1i• per year_ ------------------ C50 
Estimated time per round trip ( hours) __________ - O. 5 

Locomotive horsepower_____ _ _______ ·---------- 2,000 

Train crew slze_____ --------------------------- _ 4 
1 I nrludtt only tra f!k on oegmt nt, 

Revenue received by PC ____________________ - ------ $21S, Ci96 
Average revenue per carload _________ ----- $533 

------
Variable (avoidable) cost ot continued serv­

ice : 
Cost Incurred on the branch line_ _______ 8,139 
Cost ot upgrading branch line to FRA Class 

I: ( 1. 10 ot total upgTadlng cost)______ 4, 400 
Cost Incurred beyond the brant'h line____ 14, 887 

Total variable (avoidable) cosL------------ 27,516 

Net contribution (loss) : totaL ___________________ (1, 920) 

USRA Recommendation 

Jt is not recommended that the Gladwin Branch 
be included in the ConRail System. 

271 

440b 
MICHIGAN 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Gaylord Chamber of Commerce reported that 
user data reflected 75 carloads on this line for 1973. 



441 
MICHIGAN 

USRA ANALYSIS 
PORTION OF MACKINAW BRANCH 

USRA line No. 441 

Penn Central 

I 
1+-PC Ferry to 

MACKINAW CITY 5t· 'gnace 

PC to --__. i l 
Cadillac 

1
1~ O,eboycan ,, 
62.3 miles 

PORTION OF i­
MACKINAW BRANCH - \ , 

Detroit & Maclunac 
Ry to Alpena 

GAYLORD 

PC to Bay City --+/ 

This portion of the Mackinaw Branch, formerly part 
>f the New York Central RR, extends from Gaylord 
(Milepost 120.4) to Mackinaw Oity, Mich. (Milepost 
182.7), a distance of 6i.3 miles, in Otsego, Cheboygan 
and Emmet Counties, Mich. This segment is the 
northern end of Penn Centml's Mackinaw Branch. The 
southern extension of this line from Gaylord to Bay 
City, and the P C's line to Cadillac and Grand 
Rapids are also under study in this Report. The Detroit 
& Mackinac Ry's :\foin Line connects at Cheboygan. 
Penn Central has filed a petition to abandon this line, 
I CC Docket No. AB-5, Sub. 175. 
Summary of USRA Data 
Stations ( with their 1973 carloads) served by this line: 

Mackinaw City_____________________ _______________ 76 

Vanderbilt ------------- ----- - - -------------------- 9 
Indian River_______________________________________ 35 

Toplnabee --------- ------------- ------------------- O Cheboygan ________________ _____________ _________ 232 

Total ca rloads generated by tbe line___________ 351 
Number of round trips per year________ ____________ 160 
Estimated time l)('r round trip (hours) _____ __________ 10. 0 

Revenue receh•ed by PC___________________________ $tH, 974 
Ave rage revenue per carload______________ $262 

Variable (avoidable) cost of continued 
service: 

------

Cost Inc urred on the Branch line ________ 601, 368 
Cost of upgrading branch line to FRA 

Class I : (1/ 10 of total Upgn!.dlng 
cost) ----------------------------- 76, 424 

Cost Incur-red beyond the branch line____ 75, 338 

Toto! variable (avoidable) cost______________ 663, 180 
Net contribution (loss) : totaL ______________ (661, 166) 

USRA Recommendation 
It is not recommended that this portion of the Macii. 

naw Branch be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENl 
-The McRae Lumber Co., Mackinaw City, reported 
10 carloads for 1973 and 1974. 
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USRA ANALYSIS 
USRA line No. 442 

MACKINAC TRANSPORTATION CO. 

Penn Central .. .. 
Soo Line~ •• ST. IGNACE 
To Trout Lake 

MACKINAC 
+-TRANSPORTATION CO. 

8.7 miles~ CAR FERRY 

MACKINAW CITY 

II ',.-Pc to Bay City 

II~ ', 
PC to Grand Rapids 

The Mackinac Transportation Company operates 
railroad car-ferry service extending from Mackinaw 
Oity to St. I gnace, a distance of 8.7 mil.e8, in Mackinaw, 
Emmett, and Cheybogan Counties, Mich. This line con­
nects at Mackinaw City with the GR&I Branch of Penn 
Central extending south to Grand Rapids and with the 
Mackinaw Branch of Penn Central extending to Bay 
City, both of which are under study in this Report. At 
St. Ignace the line connects with the Soo line extend­
ing north to Trout Lake. Mackinac Transportation 
Company applied to abandon this line with the Inter­
state Commerce Commission on August 11, 1970 under 
Finance Docket No. 26303. Public hearings were held 
commencing January 25, 1971. 

USRA Recommendation 

It is not recommended that the Mackinac Company 
car ferry service be included in the ConRail System. 
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442 
MICHIGAN 

PUBLIC RESPONSE AND RSPO COMMENT 
-A substantial number of witnesses testified on be­
half of retaining the ferry which serves Mackinaw 
City and S t. Ignace via the Stra its of Macinac. 
-Congressman Phillip E. Ruppe s tated that loss of 
this service would sever rail movement from the 
upper and lower peninsulas. All eas tern upper pe­
ninsula traffic would have to be routed through Chi­
cago. He also cited the intention of the Soo Line Ra il 
Road to apply for permission to abandon service to 
St. Ignace. 
-Denny Woytek, representing the Macinac Straits 
area, tes tified that loss of service would res ult in an 
immediate loss of 40 jobs. He added that the bridge 
over the Straits cannot accommodate certain pay­
loads of machinery because of their weight or weight 
dis tribution. 
-The St. Ignace Planning Commission cited in­
creased dema nd for the shipment of raw products 
in their area. The Commission feels that t he ferry 
should be retained in the na tiona l interes t. 

-The D&M would consider operating rail service 
from Cheboygan to Mackinaw City but would be de­
pendent upon some funding being made available. 



444 
MICHIGAN 

USRA ANALYSIS 
DENMARK JUNCTION BRANCH 

USRA Line No. 444 

Penn Central 
MUNGER r-- ---PC DENMARK I ~ JUNCTION BRANCH 

. ···•·it-_ 
9 .8 miles • • • • •·· • C&O to Bay Port 

~ Reese 
C&O to Saginaw 

DENMARK 

..z_ ___ -=-=-:..aJUNCTION -r-
Pc to Saginaw \ 1{- PC ID Colhng 

·-,·····~~;)t-···, ... 
C&O to Saginaw ,J\ C&O to Port Huron 

PC to Detroit 
The Denmark Junction Branch, formerly part of the 

New York Central RR, extends from Denmark Junc­
tion (Milepost 91.1) to Munger, Michigan (Milepost 
100.9) , a distance of 9.8 mika, in Tuscola, Bay and 
Saginaw Counties, Michigan. This line is a branch of 
the Saginaw-Vassar segment of the PC's Mackinaw 
line. The Mackinaw line is also under study in this Re­
port. The C&O line from Saginaw to Bay Port crosses 
at Re('se. 

Summary of USRA Data 

Stations ( with their 1973 carloads) served by this Une : 

~runger ------------------------------------------- 121 
Reese --------------------------------------------- 85 

Total carloads generated by the line__ ___________ 206 

Number of round trlps per year____________ _________ 100 
Estimated time per round trip (hours)______________ 4. o 

Revenue received by PC __________________________ $88, 003 

AveragP revenue per carload________________ $427 

Variable (avoidable) cost or continued 
service : 

Cost Incurred on the branch line _________ 89, 64~ 
Cost of upgrading branch line to FRA cla89 

I (l/ 10 of total upgrading cost)____ ____ o 
Cost Incurred beyond the branch line _____ 51, 716 

Total variable (avoidable) cost_ _____________ 141, 261 

Net contribution {loss) : totaL ____________________ (53, 288) 

USRA Recommendation 

It is not recommended that the Denmark Junction 
Branch be included in the ConRail Sysoom. 
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PUBLIC RESPONSE AND RSPO COMMENT 
- The Bay County Planning Commission rePorted 
the following traffic data on this line: 

Carload, 
Station 

USRA data 
Munger__ __________________ 121 

Reese___ _ --------------- 85 

Total 206 

U1er'1 data 

1%1 
IH 

317 

- J. P. Burroughs and Son, Inc., reported it could 
have used 58 more cars if they had been available; 
Gollin Block and Supply Co., said it could have used 
17 more cars. This would bring the total carload fig, 
ure to 392 which the Commission stated the USRA 
maintained was needed to make the line profitable. 
-J. P. Burroughs a nd Son, Inc., estimated a 10-30 
percent decrease in revenue if rail service were dis­
continued. 
-Super Food Service reported it would have to close 
if rail service were not available. 
-The Chessie is interested in providing service only 
at the Chessie intersection at Reese. 
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USRA ANALYSIS 
PORTION OF MACKINAW BRANCH 

USRA Line No. 444a 

Penn Central 

i✓PC to Munger 

DENMARK JUNCTIOJI PORTION OF MACKINAW 
PC to Sag~;;.J BRANCH, PC 

C&o S 
. ~4.9 miles 

to ag1naw"1 .,,,. 
.... .,,,.-:; -

·•• , '-PC to Colling 
VASSAR/ •~•• 

Pc 
. / C&O to Port Huron 

to Detroit ➔ 
I 

This portion of the Mackinaw Branch, formerly part 
of the New York Central RR, extends from Va.,aar 
(Milepost 86.2) to Denmark Junction, Mich. (Milepost 
91.1), a distance of 4.9 muea, in Tuscola County, Mich. 
The Mackinaw branch continues west to Saginaw, and 
south to Oxford and Detroit. The Penn Central branch 
to Munger comes in at Denmark Junction, and the 

branch to Colling meets at Vassar; all Penn Central 
lines in this area a.re also under study in th:S Report. 
The C&O line to Port Huron crosses at Vassar. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 
Denmark Jct_______________________________________ 84 

Total carloads generated by the llne____________ 84 
Number ot round trips per year---------------------- 52 
Estimated time per round trip (hours)_______________ 1 

Revenue received by PC___________________________ $23, 943 
Average revenue per carload_______________ $285 

Varllable (avoidable) cost ot continued serv-
ice : 

Cost Incurred on the branch line_________ 37, 304 
Cost ot upgrading branch line to FRA 

Class I (1/ 10 ot total upgrading cost)__ 0 
Cost Incurred beyond the branch line_____ 15, 825 

Total variable (avoidable) cost______________ 53,129 

Net contribution ( loss): TotaL____________________ (29, 186) 

USRA Recommendation 

It is not recommended that this portion of the Macki­
naw Branch be included in t he ConRail System. 

$'10·9'18 0 • 7$ • 18 
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444a 
MICHIGAN 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Bay City Planning Commission testified that 
user's data from Vassar showed 1,295 carloads in 
1973. They maintained that USRA incorrectly cred­
ited this traffic to Line 445. Since there has not been 
regular service on that line for several years and 
traffic to and from Vassar moves through Denmark 
Junction, the Vassar to Denmark Junction is the 
proper line to accredit. 
-Wickes Agriculture stated that its traffic originat­
ing from Vassar, 695 carloads in 1973, should be at­
tributed to this segment, not Line 445 as reported by 
USRA. This company plans an 80 percent increase 
in volume, contingent on continuation of rail service. 
-Weber Lumber and Millwork, Inc., reporting 94 
carloads in 1974, would be forced to close or relocate 
with loss of rail service. This would result in a loss 
of 34 jobs and an annual payroll of $325,000. 
-Super Foods, which employ 113 persons at their 
Vassar facility, would be forced to close should rail 
service be discontinued. 



445 
MICHIGAN 

USRA ANALYSIS 
PORTION OF PC MACKINAW BRANCH 

USRA Line No. 445 

Penn Central 

PC to Saginaw✓ / PC M 
, ._ to unger 

\ I ,; 
Denmark Junction~ ✓.,' 

• • • • / \_PC to Colling 
C&O III Saginaw ..J4 • • • • • • 

VASSAR • •• • 

PORTION OF PC 
MACKINAW BRANCH 

4&.o III Port Huron 

4-6.6 miles 

MILLINGTON 

...-------' 
Presently out of servi~e ~ o Detroit 
south to Lapeer Junction 

This portion of the Mackinaw Branch, formerly part 
of the Kew York Central RR, extends from Millingtcm 
(Milepost 79.6) to V128aar, Mich. (Milepost 86.2), a dis­
t:ince of 6.6 miles, in Tuscola County, Mich. This seg­
n1ent formed part of the through Detroit-to-Saginaw 
Line. At Vassar, Penn Central Lines from Denmark 
Junction and Colling converge. Both these line segments 
are under study as is the line segment south of Milling­
ton to Lapeer Junction. At Vassar this line connects 
with the Chesapeake & Ohio's Port Huron-to-Saginaw 
Line. 
Summary of USRA Data 

Smtlons (with their 1978 carloads) served by thJs line : 

Millington ---------------------------------------- 84 
Vassar ------------- ------------------------------ 6911 

Total carloads generated by the line_____________ 729 
Number of round trips per year____________________ 100 
Estimated time per round trip {hours)_____________ 4. o 

Revenue received by PC________________________ $150, 634 
Ave rage r evenue per carload__________ ___ $207 

Variable {avoidable) cost ot continued 
service : 

Cost Incurred on the branch line________ 88, 091 
Cost ot upgrading branch line to F RA 

class I (l/ 10 ot total upgrading cos t )_ 12,688 
Cost Incurred beyond the IJranch line ___ 131, 163 

Total variable (avoidable ) cost_ __________ _ 
226,852 

Net contribution {loss) : Total___________________ (76,258) 
US'RA Recommendation 

It is net recommended that this portion of the Mack­
inaw Branch be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENr 
-Wickes Agricul ture testified that their traffic in 
Vassar, 695 carloads in 1973, should be applied to line 
444a. It should not have been credited to this line 
because there has not been regular through traffir 
here in several years. 
- Super Foods, employing 57 persons at their Mill. 
ington facility, would be forced to close their opera. 
tion should rail service be discontinued. 

-The Chessie is interested in serving customers at 
Vassar only. 
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USRA ANALYSIS 
PORTION OF MACKINAW BRANCH 

USRA Line No. 445a 

Penn Central 

\ 
PC to Vassar _.-t\\ 
and Saginaw 

MILLINGTON 

19_8 miles__.. +-PORTION OF 
------,, MACKINAW 

BRANCH.PC 

GTW to Ollcago 
_., LA PEER JUNCTION . . . . . . . . . . . ··1 ... 

PC to Detroit,.\ GTW to Port Huron 
\ 

T his portion of the Mackinaw Branch, formerly part 
of the New York Central RR, extends from Milling­
ton (Milepost 79.6) to Lapeer Jct., Mi.ch. (Milepost 
59.8), a distance of 19.8 miles, in Lapeer and Tuscola 
Counties, Mich.). 

Information for Line Retention Decision 

This line does not directly serve any patrons but is 
occasionally used as an overhead line. 

USRA Recommendation 

It is not recommended that this portion of the Mack­
inaw Branch be included in the ConRail System. 
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445a 
MICHIGAN 

PUBLIC RESPONSE AND RSPO COMMENT 
-Review by the Office revealed no public tes timony 
on this line. 



445b 
MICHIGAN 

USRA ANALYSIS 
PORTION OF MACKINAW BRANCH 

USRA Line No. 445b 

Penn Central 
presently out or 

PC to service north or 
Saginaw-+ I Lapeer Junction 

1.,/ 
LAPEER I GTW to Port Huron 
JUNCTION I 

·········· .......•. ,. 
GTW to Flint +--16.2 miles 

PORTION OF--+ 
PC MACKINAW 
BRANCH .. .. 

·? 
GTW to Pontiac 

•• +-GTW to 
•••• • Imlay City 

OXFORD 

I 
l4--PC to Detroit 

This portion of the Mackinaw Branch, formerly part 
of the New York Central RR, extends from O:c/ord 
(Milepost 43.6) to Lapeer Juncti<>n, Mich. (Milepost 
59.8), a distance of 16.£ milea, in Lapeer and Oakland 
Counties, Mich. This line is part of Penn Central's 
Detroit-to-Uackinaw City Mackinaw Branch; this line 
only receives local service. It connects at Lapeer Junc­
tion with the Grand Trunk Western·s Main Line to 
Port Huron and at Oxford with their line to Pontiac. 

Summary of USRA Data 

S1at1ons (wllh their 1073 carload!I) served by this line : 
Metamora ________ _____ ____ ___ _______________ 21 

Lapeer -------------------------------------------- 378 

Total carloads generated by the line______________ 399 

Number ot round trips per year______________ ________ 100 
Estimated time per round trip ( hours) _______________ 3. o 

Revenue received by PC ___________________________ $126, 694 

Average revenue per carload____________ $317 

Variable (avoidable) cost ot continued 
service: 

Cost Incurred on the branch line _______ 129, 168 
C'ost ot upi:radlng branch line to FRA 

Class I . ( 1. 10 ot total upgrading 

CORt) --- -- ----------- ____ ------ 35,735 
Cost Incurred beyond the branch line___ 81, M4 

Total variable (avoidable) cost______________ 246, 447 

Xet contribution (los~) : TotaL __ ---------------- (119,853) 

USRA Recomm&ndation 

It is not recommended that this portion of the Mack­
inaw Branch be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Lapeer Rail Sen·ice Research Committe, 
testified that this line should be considered together 
with line No. 688; not to do so is "unrealistic and 
irrational." The Committee found that lack of rail 
service would cause the direct loss of 150 positioll) 
and of payroll and other expenditures throughout 
the Metamora and Lapeer area of $1,370,000 a year. 
-The Metamora Products Corporation testified that 
they had recently inYested S50,000 in a materiab 
handing system for plastic pellets which can onlybt 
served by a rail siding. 
-The Vnion Camp Corporation testified that it 
shipped and received 116 carloads for 1973; Church's 
Lumber Yard reported 11 carloads for the same 
period . 
-The Michigan Department of Agricul ture stated 
that the retention of this line is vital to the agricuf. 
tural needs of the State. 

-Pending further study and negotiation GTW pro­
poses to serve customers at Lapeer only. 
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USRA ANALYSIS 
PORTION OF GRAND RAPIDS BRANCH 

USRA Line No. 451 / 452 / 453 

Penn Central 

PC to 
Grand Rapids 

(MP 94.5) 

, ./ 
GRAND RAPIDS ~PORTION OF GRAND 
(MP 90.0) RAPIDS BRANCH. PC 

Hastincs :.>. y-GTW to Lansing 
".I> •• 
·v •• 

~- PC Sacinaw Branch 
•• ~.,. to Lansing and .. 

GTW to ➔.•• Eaton 
Battle Creek Rapid 

PC Spur at 
Eaton Rapids 

/ 
PC to Jadcson _./ 

Saginaw 

~ 
~ 

This portion of the Grand Rapids Branch, formerly 
part of the New York Central RR, extends from Rivea 
Junction (Milepost 10.6) to Grand Rapi.da, Mich. (Mile­
post 88.1 ), a distance of 77.5 miles, in Kent, Barry, 
Eaton, Ingham and Jackson Counties, Mich. This line 
runs from the J ackson Branch at Rives Junction, to 
Grand Rapids; the branch continues for an additional 
four and one-half miles past the end of this line seg­
ment, all with.in the city of Grand Rapids. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by tbls llne : 

Onondaga --------------------------------------- 0 
Eaton Rapids------------------------------------- 689 
Charlotte---------------------------------------- 458 
Chester __________________________________________ 2 

Vermontville ------------------------------------- 80 
Nashville ---------------------------------------- 14 
Hastings ----------------------------------------- 204 
M.lddlevUle -------------------------------------- 8 
Caledon.la ---------------------------------------- 94 
Dutton ------------------------------------------ 9 

Total carloads generated by the line-·------------- 1,5113 
Number of round trips per year_______________________ 100 
Estimated time per round tr.lp (hours)______________ 11. 5 

Revenue received by PQ __________________________ $606, 220 

Average revenue per carload_____________ '$390 

= 
Var.table (avoidable) cost of continued service: 

Cost Incurred on the branch llne _______ 677, 758 
Cost of upgrading branch llne to FRA 

Class I (1/ 10 of total upgrading cost) - 0 
Cost Incurred beyond the branch line __ 303. 841 

451/452/453 
MICHIGAN 

Total variable (avoidable) cost------------- 961,599 

Net contribution (loss) : total. ___________________ (375,379) 

USRA Recommendation 
It is not recommended that this portion of the Grand 

Rapids Branch be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Valley Shippers Association reported businesses 
with 1,528 carloads in 1973. These shippers could 
have used 410 more cars if they had been available. 
-Since 1973, two new firms at Dutton have been pro­
ducing 100 carloads annually. 
-White Products Corporation in Middleville finds 
it necessary to truck 200 carloads per month to Grand 
Rapids for shipment by rail. They cite the undepend­
able service received on this line at Middleville. 
-The Association stated that the needs of White 
Products Corporation, demands of new businesses 
and the 410 additional cars would increase the traffic 
level by 200%. 
-The Valley Shippers took exception to mainte­
nance costs reported by USRA. Their estimate was 
one-seventh the figure given in the Plan. 
-The Michigan Department of Highways and 
Transportation reported that this line was one of the 
more profitable in the State. 
-The Eaton Farm Bureau reported that grain re­
ceiving terminals were not equipped to handle large 
amounts of tonnage by truck, nor could the highway 
system accomodate an increase over the present level 
of motor carrier. Due to the unavailability of cars in 
1973, Eaton lost grain to other mills. 
-Long Bean and Grain Company testified that they 
were forced to close for a month last year due to the 
unavailability of cars. 
-The E.W. Bliss Co. produces machinery that can 
only be moved profitably by rail. To disassemble this 
apparatus, ship by another mode and then reassem• 
ble shipping would result in an additional cost of 
$1,150 per unit to be incurred by the consumer. This 
would place the company at a severe competitive dis­
advantage. 
-Testimony stated that users would have shipped 
many more carloads over this line if the PC had been 
able to provide cars on request and to furnish reg­
ular rail service. 
-The Department of the Interior had identified this 
line as having potential access to outdoor recrea­
tion areas if discontinued. 
-On March 14, 1975, the United States Railway As­
sociation announced that the portion of this line 
from Rives Junction (MP 10.6) to Eaton Rapids (MP 
Oontinued on page 303 
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USRA ANALYSIS 
PORTION OF THE GR&I BRANCH 

128.0 mllu 

USRA Line No. 454 
Penn Central 

Hadcinaw TDn,portatlon Co. 
fffTY to SL linac.e 

,.,........ 
I 
I 

HACKINAW CITY 

'-~PC Mackinaw 
'- Bn11u:!1 ID B•r City 

4-PORTION OF PC 
GR&I BRANC!l 

· - --. '-"AA to Toledo 

/+- P C ID G,-,d Rapids 

This portion of the GR&I Branch, formerly part 
of the Pennsylvania RR, extends from Cadillac (Mile­
post 331.8) to Maclcim,(JIW Oity, Mwh. (Milepost 459.8), 
a distance of 1-£8.0 miles, in Wexford , Kalkaska, Grand 
Traverse, Antrim, Emmet, Charlevoix and Cheboygan 
Counties, Mich. This line is the northern portion 
of Penn Central's GR&I branch. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by thJs line : 

Cadillac 

Missaukee Junction--- ------ - ----==----------- --- - -= 
Manton _______ ___ __ ___ __ _ 

-------------------------Walton Junction __ _____ ___ ________ _ 
-----------------Flfe Lake_ 

South Boardman - -- --- - - -----
------------------

Kalkaska --- --- - ------- - ----- -------- -------------Antrim ____ ____ ____ __ ____ _ 
------------------------Mancelona _______ _ 

Alba 

Elmira ------------========----------------
Boyne Falls -----------------------­
Petoskey ------------------------------------------~:~1:c ===::::::::------------- ----=======--------

------------------------Levering ______________ __ ________________ _ 

257 
153 
70 
29 

2 
61 

344 

83 
38 

1 
29 
53 

285 
8 
0 

38 
0 

Total carloads generated by the line ___ _____ ____ --;,;; 
Number ot round trips per year 
Estimated time per round trip (h~~;;)_______________ 1: 

Revenue received by PC __________________________ $
526 098 

Average revenue per carload____________ $891 ' 

Variable (avoidable ) cost of continued 
service : 

Cost Incurred on the branch line______ 932, 890 
Cost ot upgrading branch line to FRA 

Olass I : (1/10 of total upgrading 
cost)----------------------------- 225.428 

280 

Cost Incurred beyond tbe branch line__ 269,421 

Total variable (avoidable) cost_ ____________ 1,427,
284 -Net contrlbutlon (loss) : totaL ______ ________ ____ _ 

(901, IB6) 
USRA Recommendation 

It is not recommended that this portion of the GR&I 
Branch be included in the ConRail System. 

' 

PUBLIC RESPONSE AND RSPO COMMENT 
-Michigan Consolidated Gas Company testified 
that system average costs were higher than the cost 
of the line involved. They pointed out that substan­
tial new traffic would be generated by new gas and 
oil discoveries on the line. Weather conditions ren• 
der year round motor carrier service difficult. 
-Halliburton Services stressed their potential 
growth a nd future expansion plans. 
-West Side Salvage, at Petosky, ships 20-25 car• 
loads a year. They testified that they would be 
forced out of business without rail service. Motor 
carriers are not able to move their shipments. 
-Loss of service over this line would put 150 per• 
sons out of work at McLaughlin Co. 
-The Cadillac Area Chamber of Commerce esti• 
mated a loss of at least 2500 jobs if rail service were 
discontinued. 
-The Director of Planning for Charlevoix County 
testified that loss of rail service would jeopardize 
the competitive nature of firms on this segment. It 
would also dim prospects in attracting new indus­
trial and commercial investors to the area. 
-Northern Propane Gas Company stated that its 
Cadillac Plant received 72 tank cars last year. If 
frequency of rail service were increased, virtually 
all of its propane gas would be received by rail. 
-The Department of the Interior has identified this 
line as having potential as an urban access to out• 
door recreational areas. It also is claimed to have the 
best recreation potential if rail service is abandoned, 



USRA ANALYSIS 
PORTION OF GR & I BRANCH 

USRA Line No. 454a 
Penn Central 

I./ PC to Traverse City 
AA to Frankfort /4. and Mackinaw City 

.J, 
- • - • CADILLAC 

e&O to Ludington 

73.9miles_.... 

CEDAR SPRING 

·-·r·-· 
AA to Toledo 

Reed City .. ·;. ..... 
C&O to Saginaw 

f-- PORTION OF PC 
GR&IBRANCH 

If- PC to Grand Rapids 

This portion of th~ GR&I Branch, formerly part of 
the P ennsylvania RR, extends from Oedar Springs 
(Milepost 257.9) to Cadillac, Mi.ch. (Milepost 331.8}, a 
distance of 79.9 miles, in Mecosta, Kent, Montcalm, 
Osceola and Wexford Counties, Mich. This line is 
a segm~nt of the Penn Central's Grand Rapids & In­
diana Branch; both its northern and southern exten­
sions are also under study in this Report. At Reed City, 
the C&O Ludington-Saginaw line crosses and at Cad­
illac the Ann Arbor Railroad (also under study in this 
report) crosses en route from Toledo and Owosso to 
Frankfort. P enn Central has filed to abandon the en­
tire GR&I branch north of Cedar Springs, ICC Docket 
No. AB- 5, Sub. 159 and USRA Docket No. 75-57. 
Summary of USRA Data 
Stations (with their 1973 carloads) .served by thls line: 

Sand Lake ----------------------------- -----------­

Pierson -------------------------------- ---
Howard City --------------------------------------

Morley --------------------------------------- ----­
Stanwood ------- - ------------------ --------------­
Blg Rapids ---- -------------------- --- -------------

Reed Olty ------------------------------------ ----­
Leroy ------------------------- - - ------------------
Tustin --------------------------------- --- -------

Total carloads generated by the llne _____________ _ 

8 
9 
3 
0 

13 
109 

82 
7 
2 

233 

Number of round trlps per year______________________ 100 

Estimated time per round trip (hours)-------------- 6. 0 

Revenue recel ved by PC--------------- ------------ $70, 209 
Average revenue per carload____________ $301 

Variable (avoidable) cost of cQDtinued 
service : 

Cost incurred on the branch line------ 516, 196 
Cost of tQgradlng <branch llne to FR.A 

Class I : (1/ 10 ~ total upgrading 

454a 
MICHIGAN 

008t) --------- ----------- - - -------- 126,451 
Ooat Incurred beyond the branch line___ 45, 406 

Total variable (avoidable) cost______________ 688, 062 

Net contribution (loss ) : rtota'--------------------- (617, 848) 

USRA Recommendation 
It is not recommended that this portion of the GR & I 

Branch be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Michigan Consolidated Gas Co. testified that sub­
stantial increases in traffic would be generated by 
new gas and oil discoveries along the line. They for­
cast increased freight revenues in their plans for 
pipeline expansion. 
-The Northwest Michigan Regional Planning and 
Development Commission cited the lack of direct 
highway linkage with downstate metropolitan areas. 
This could affect available marketing of manufac• 
tured goods. Additional traffic on existing highways 
would require major road improvement. 
-The Chessie is interested in serving customers at 
Reed City only. 
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455a 
MICHIGAN 

USRA ANALYSIS 
PORTION OF THE SAGINAW BRANCH 

USRA Line No. 455a 

Penn Central 

PC to Mackinaw Cit)' \ ! 
•· ----., : "'ao to Bar Cir, 

/'·.. ,= 
ao to Ludln1ton •••••• \ i CAO to Bad ... 

Edmo ••... \ : SAGINAW J.. PC., lletn, lt 
·~. ao to :,,," ~ • • ·····::::::::::.,c I '· ···;;········ .·.:..,.·I········ 

Am Albor to Frankfort '•, 60 i5 mllH i ••••• C&O to Port Huron 
•, / :'\ • •• ._ CAO to Toledo 

CTI! to Cnnd Rao ld1 / • : ••. 
~................. ..owo110 · CTW ., Durand 

0 
••• 4-CTW to Durw,d 

CAO to Gnnd RIIP ~ ••••• ••• ""'"Arbor has Tracbre Rishts 

\. ••••••••• ••• ••••••• PORTION OF SAGINAW BRANCH, PC 

••••• LANSING•: , -.-.:::•.:•.: •••• .,__GT" to Port Huron 

CTilm O, laio ./ ' 
\ ,./ \ CAO to 0 .... 1, .. \ 

I PC .. Jade ... 

This portion of the Saginaw Branch, formerly part 
of the New York Central RR, extends from Lansing 
(Milepost 40.0), to Saginaw (Milepost 101.5) a dis­
tance of 61.5 miles, in Clinton, Sciawasee, and Saginaw 
Counties, Mich. At Lansing, this line connects with the 
southern portion of the Saginaw Branch, also under 
study in this Report. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line: 
Laingsburg ------------------------------------------ 5 
Bennington ------------------------------------------ 1 
Owosso --------------------------------------------- 214 
Menderson ------------------------------------------ 91 
Oakley ---------------------------------------------- 24 
Chesaning ------------------------------------------ 246 
Fergus --------------------------------- ------------- 7 
St. Charles___________________________________________ 29 

Saginaw 
1 

------------------------------------------- 801 

Total carloads generated by the line ______________ 1, 418 
Number of round trips per year______________________ 350 
Estimated time per round trip (hours)______________ 7 
1 Includes only traffic on this segment. 

Revenue received by PC__________________________ $732, 787 
Average revenue per carload_______ _______ $517 

------
Variable (avoidable ) cost of continued 

service : 
Cost Incurred on the branch line _________ 615, 370 
Cost of upgrading branch line to FRA 

Class I : (1/10 of total upgrading cost) _ O 
Cost Incurred beyond the branch line ____ 361, 353 

Total variable (avoidable ) cost_____________ 976, 723 

Net contribution (loss): totaL___________________ (243,936) 
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USRA Recommendation 

It is not recommended that this portion of the Sagi­
naw Branch be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
- Review by the Office revealed no public testimony 
on this line. 



USRA ANALYSIS 
PORTION OF GR&I BRANCH 

USRA Line No. 456/457 /458 

Penn Central 

PC to Kalamazoo / 
-............ , VICKSBURG 

(MP 171.9) 

PORTION OF PC T 
GR&I BRANCH~ 

asepi .,_.. PC IX> 

---- r-- Jackson 
PC to Three =..J ;f25.5 miles 
Rivers and L. - - ~ 
Elkhart .,.... ..-.:T.,.... Sturgis PC to .,... j_ Hillsdale 

PC to White 
Pigeon and INDIANA 
Elkhart / I STATE LINE 

PC to Fort Wayne 

This portion of the GR&I Branch, formerly part 
of the Pennsylvania RR, extends from State Line 
(Milepost 146.4) to Vicksburg, Mich. (Milepost 
171.9), a distance of 135.5 miles, in St. Joseph and Kala­
mazoo Counties, Mich. This line is a segment of 
the Penn Central's GR&I Branch which is under study 
in this Report. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line : 

Sturgis' ------------------------------------------- 1,473 
Nottawa ------------------------------------------ 5 
Mendon ------------------------------------------- 93 

Total carloads generated by the line ______________ 1, 571 

Number ot round trips ,per year---------------------- 250 
Estimated time per round trip (hours)-------------- 6-0 
1 Includes only traffic oo segment. 

Revenue received by Penn CentraL _________________ $544, 425 

Average revenue per carload _____________ $347 

Variable (avoidable ) cost of continued 
service: 

Cost Incurred on the branch line________ 297, 779 
Cost ot upgrading branch line to F RA 

Class I (1/ 10 or total upgrading cost)_ 42,476 
Cost Incurred beyond the branch line ___ 301, 976 

Total variable (avoidable) cost____ 642, 231 

Net contribution (loss) : totaL--------- (97,806) 

USRA Recommendation 

Although the preliminary recommendation is that 
this portion of the GR&I not be included in the ConRail 
System, the possibility of immediately increasing reve­
nue must be explored before a final recommendation 
can be made. 

456/457/458 
MICHIGAN 

PUBLIC RESPONSE AND RSPO COMMENT 
-Alden Peterson, Director of Industrial Develop­
ment for the City of Sturgis, testified that the actual 
carloads on this line were 1,627 in 1973 and 1,812 in 
1974. Projected carloads for 1975 are 2,917. None of 
the 903 carloads at Vicksburg were credited to this 
segment. Further, since Penn Central has removed 
.7 of one mile of track at Wasepi, it is impossible 
for any train to make the complete run from State 
Line to Vicksburg. 
-Mr. Peterson proposed service from the state line 
to Nottawa (11.1 mi.). If 1,473 carloads were gener­
ated on this proposed segment, the result would 
be an average profit of $140 per carload. 
-Mr. James Peterson of Borden Chemical, stated 
that the Wasepi to Vicksburg portion is served by 
switch trains from the Kalamazoo yard to Wasepi 
and terminate at Three Rivers Junction. Operations 
personnel of the Penn Central have not supported 
the abandonment of this portion because of ease of 
operation. Without the Kalamazoo-Wasepi line, the 
switch engine would deadhead from Three Rivers 
Junction to Kalamazoo. Therefore, the only avoid­
able cost of providing service between Kalamazoo 
and Wasepi is the maintenance-of-way cost. 
-The City of Sturgis testified that over one-half of 
its 4,400 industrial jobs would be lost if rail service 
were discontinued. The city generated 1,473 carloads 
in 1973, and 1,630 in 1974. Investments have been 
made in a new industrial park which would be de­
pendent on rail service. 
-Sturgis Iron and Metal testified that delays by PC 
in installing siding have cost the company $18,500, 
and increased transportation costs. 
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461 
MICHIGAN 

USRA ANALYSIS 
PORTION OF GR&I BRANCH 

USRA Line No. 461 

Penn Central 
PC GR&I Branch to 
Mack inaw City 

,✓ 
I 

CEDAR SPRING 

PORTION OF PC 
C&O to Ludiniton +-GR&I BRANCH 

.J 
PC to Muskeion '•,, ," ·· ... 

'- ' COMSTOCK PARK ' . 

-18.Smlles 

••••••t~ , GTW to Durand 
I •••• ~ 

'········· 
To Grand Rapids 

This portion of the G.R. & I Branch, formerly part 
of the Pennsylvania RR, extends from OQ'TTl,8tock Park 
(Milepost 239.4) to Oedar Springs, Mich. (Milepost 
257.9), a distance of 18.6 miles, ;n Kent County, Mich. 
This line is a segment of the Penn Central's Grand 
Rapids & Indiana Branch; both its northern and South­
ern extensions are also under study in this Report. 

Summary of USRA Data 

Stations (with their 1978 carloads) served by this line : 
S. Rockford ________________________________________ 74 

Rockford ------------------------------------------ 169 
Cedar Springs____ ______________________________ ____ 837 

Total carloads generated by the line_____________ _ 580 
Number of round trips per year______________________ 100 
Estimated time per round trip (hours)_____________ 3. 0 

Revenue received by PO=---------------- $181, 258 
Average revenue per carload______________ $226 

Variable (avoidable) cost of continued 
service: 

Cost Ineurred on the branch line ______ _ 
Cost of upgradJng branch line to FRA 

Class I : (1/10 of total upgrading cost)_ 
Cost incurred beyond the branch line __ _ 

Total variable (avoidable ) cost_ __ _ 

Net contrlbutlon (loss) : TotaL _________ _ 

USRA Recommendation 

= 

153,617 

28,953 
106,070 

287, 640 

(156, 382) 

It is not recommended that this portion of the GR&I 
Branch be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Rail Service Research Committee testified 
that there were 580 carloads in 1973, 998 in 1974, and 
projected that future usage wi ll continue to increase 
to 1,100 carloads without new business. 
- A new s hipper, Rockford Paper Inc., which pro­
jects 200 a dditional carloads annually, began ship­
ments in March of this year. 
-The Committee stated that 1973 was not a typical 
year. 
-Testimony stated that t he branch costs were over­
stated by USRA. 
-The arbitrary segmentation of this branch dis­
criminates against those shippers located beyond 
Comstock Park. 
-Martin Marietta Chemicals testified that it would 
close its plant at Cedar Springs if rail service were 
discontinued. Its production would cause a pollution 
problem if forced to locate in Woodville. 
-Additional transportation costs for Wolverine 
World Wide would be $25,000. The company would 
lose the only viable method for disposing of some 
of its scrap leather. 
-The Department of the Interior has designated 
this line as having potential for urban access to out• 
door recreation. It has recreation potential if the 
line is discontinued. 
-It appears that two locomotives were included in 
the viability calculation. 
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USRA ANALYSIS 
PORTION Of THE KALAMAZOO BRANCH 

USRA Line No. 463a 

Penn Central 

(Map not available) 

This portion of the Kalamazoo Branoh, formerly part 
of the New York Central RR, extends from Otsego 

(Milepost 52.5) to Dorr, Michigan (Milepost 77.0), a 
distance of f4.5 milPB, in Kalamazoo and Allegan Coun­
ties, Michigan. Continuation of this line extends north­
ward from Dorr and southeastward from Otsego; these 
are also under study in this Report. This line connects 
with the Chesapeake & Ohio line to Muskegon at 
Allegan. PC has filed petitions to abandon this line be­
tween Otsego and Lamar (ICC Docket No. AB-5, 
USRA Docket No. 75- 60). 

Summary of USRA Data 

Stations (wltb their 1973 carloads) served by this line : 

Allegan -------------------------------- ----------- 26 
Hopkins------------------------------------------- 23 
Dorr ---------------------------------------------- 165 

Total carloads generated by tbe line__________ ___ 204 

Number of round trips per year-------------------- - - 44 
Estimated time per round trip (hours) ______________ 8 

Revenue received by PC__________________________ $64, 026 
Average revenue per carload_____________ _ $265 

Variable (avoidable) cost of continued service : 
Cost Incurred on the branch line ________ 179, 158 
Cost of upgrading branch line to FRA 

class I : (1/ 10 of total upgrading cost) _ 0 
Cost incurred beyond the branch line____ 33, 764 

Total variable (avoidable) cost_____________ 212,922 

Net contribution (loss) : totaL___________________ (158, 896) 

USRA Recommendation 

It is not recommended that ,this portion of the Kala­
mazoo Branch be included in the ConRail System. 
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463a 
MICHIGAN 

PUBLIC RESPONSE AND RSPO COMMENT 
-Review by the Office revealed no public testimony 
on this line. 



463b 
MICHIGAN 

USRA ANALYSIS 
PORTION OF THE KALAMAZOO BRANCH 

USRA Line No. 463& 

Penn Central 

,..__ 
I PC tx> Grand Rapids 
I 
I 

5.6 miles 

/_ PORTION OF THE 
~ KALAMAZOO BRANCH . PC 

I I • • 

\\ PC to Kalamazoo 
, ,r" 

This portion of the Kalama.zoo Branch, formerly 
part of the New York Central RR, ext.ends from D<m' 
(Milepost 77.0) to Byron Center, Mich. (Milepost 
82.6), a distance of 5.6 miles, in Allegan and Kent 
Counties, Michigan. Continuation of this line extends 
southward from Dorr and northward from Byron 
Center. Both of these continuations are also under study 
in this Report. PC has filed petitions to abandon this 
line between Otsego and Lamar, ICC Docket No. AB-5, 
USRA Docket No. 75-60. 

Summary of USRA Data 

Stations (with their 1978 carloads ) served by this line : 
Byron Oenter____________________ _____ __ _________ 41 

Total carloads generated by the line______________ 41 
Number or round trips per year_____________________ 6 
Estimated time per round trip (hours) ______________ 1. O 

Revenue received by PO____________________________ $8, 785 
Average revenue per carload_______________ $218 

= 
Va.Tl.able (avoidable ) cost ot continued service : 

Oost Incurred on the branch line _________ 37, 582 
Oost or upgrading branch line to FRA Clase 

I : (1/ 10 or total upgrading cost)______ 3, 848 
Cost incurred beyond the branch line_______ 6, 417 

Total variable (avoidable) cost.. __ ____________ 46,847 

Net contribution ( loss ) : totaL ____________________ _ (38,112 ) 

USRA Recommendation 

It is not recommended that this portion of the KaJa... 
mazoo Branch be included in the ConRail Systom. 
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PUBLIC RESPONSE AND RSPO COMMENl 
-Review by the Office revealed no public testimony 
on this line. 
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USRA ANALYSIS 
PORTION OF THE KALAMAZOO BRANCH 

USRA Line No. 463d 

Penn Central 
C&O to Ludington / 

••,f /f- PC to Mackinaw City 
GTW to Muskegon '•,J ••~., 1:••,, GTW to Durand 

• : ··•. ti 
Fuller : •• ••••• •••• • • ••• • 

I! 
I: 
I: 

PORTION OF THE GRAND RAPIDS 
KALAMAZOO BRANC 

PC 

. 
/! 
/! 
I: 
I :••• Grand Rapids 

v-... ~~! ~~::.t. ~~~~) ... 
•••• , I 1-• I / C&O to Detroit ······ ······ t 

C&O to Chicago / 

,,. 
PC to Plainwell 

"", 
/ , PC to Jackson 

I"'-._ ',,( 
PC to Kalamazoo '-

This portion of the Kalamazoo Branch, formerly 
of the New York Central RR, extends from Lamar 
(Milepost 89.8) to (}ranul, Rapui,8, Mich. (Milepost 
94.5), a distance of 4.7 miles, in Kent County, Mich. A 
continuation of this line extends southward from Le.­
mar; which is also under study in this Report. This 
line connects with the Waverly to Grand Rapids line 
of the Chesapeake & Ohio at Lamar. In addition, this 
line connects with the PC GR&I Branch and the PC 
line to Jackson at Grand Rapids; which are also under 
study in this Report. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by tbls line: 

Wyoming ----------------------------------------- 123 
Wentworth --------------------------------------- 8 
Eagle Mills__________________________ ______________ 40 

Total carloads generated tby the line______________ 166 
Number ot round trips per year___________________ ___ 62 
Estimated time per round trip (hours)_______________ 2. 0 

Revenue received by pc___________________________ $42,375 

. Average revenue per carload_______________ $255 

= 
Variable (avoidable) cost ot continued serv-

ice: 
Cost incurred on the branch llne _________ 47, 998 
Cost ot upgrading branch lines to FRA 

class I (1/10 of total upgrading cost) ___ 0 

287 

463d 
MICHIGAN 

Cost Incurred beyond the branch line ____ 28, 464 

Total variable (avoidable) cost______________ 76,462 

Net contribution (loss) : TotaL___________________ (34, 087) 

USRA Recommendation 

It is not recommended that this portion of the Kala­
mazoo branch be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Grand Rapids Gypsum Co. located at Eagle Mills 
reported 1,385 tons for 1973 and 1,780 for 1974, adding 
that they would have used rail for up to 25 percent 
of their annual shipments of 60,000 tons had flat cars 
been available. 
-Georgia Pacific Corporation testified that their 
Eagle Mills facility generated 192 carloads in 1973 
and 191 carloads with a freight expenditure of $144,-
500 in 1974. The Corporation also stated that there 
were other shippers in the area in addition to Grand 
Rapids Gypsum Co., and suggested an additional 
study be undertaken to determine the actual number 
of cars generated at Eagle Mills but billed at Grand 
Rapids. 
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464/465 
MICHIGAN 

USRA ANALYSIS 
CHICAGO, KALAMAZOO AND SAGINAW 

BRANCH 

USRA Line No. 464/465 
Penn Central 

DOSTER 

PC CK&S BRANCH '\. 

14.4miles -._ 

PARCHMENT 

,,,,..,,,.,,,, 
PC to Kal amazoo 

Richland 
Junction 

' • RICHLAND 

The Chicago, Kalamazoo and Saginaw Branch, 
formerly part of the New York Central RR, extends 
from R whl,a1rtd Junctwn (Milepost 36.0) to Parch­
ment (Milepost 42.3) and from Richland Jwrwtwn 
(Milepost 0.0) to Doster, Mwh. (Milepost 8.1 ), a total 
diuJtance of 14-4 miles, in Kalamazoo County, Mich­
igan. This line continues from Parchment to Kal­
amazoo where it connects with diverging lines ; also 
from Richland Junction to Richland. Penn Central 
has filed a petition to abandon the CK&S Branch from 
Parchment to Richland Junction and from Doster to 
Richland, ICC Docket Number 26706. The ICC ap­
proved abandonment but then stayed their approval. 

Summary of USRA Doto 
Stations ( with their 1973 carloads) served by thi8 llne : 

IDghland Park ----------- -------------- ------ ----- 9 
Richland -------- ---------------------- ------------ 100 

Doster ------------------- --------------- - --- - ----- 43 

Total carloads generated by the line _____________ 152 

Number ot round t r ips per yea r_______________ ____ ___ 40 
Estimated time per ronnd trip (hours)______ ___ ______ 5. 5 

Revenue received by PC ____________________________ $116, 480 

Average revenue per carload________ _____ __ $372 

Variable (avoidable) cost ot continued 
service : 

Cost incurred on the branch line__ __ _____ 103, 440 
Cost ot upgrading branch line to FR.A. 

Class I : ( 1/ 10 ot total upgrading cost) _ o 
Cost Incurred beyond the branch line____ 36, 977 

Total variable (avoidable ) cost_ _____________ 140, 417 

Net contribution (loss) : totaL _________ ____________ (83, 937) 

USRA Recommendation 

It is not recommended that the Chicago, K alamazoo 
and Saginaw Branch be included in the ConRail Sys­
tem. 
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PUBLIC RESPONSE AND RSPO COMMENi 
-The Brown Company testified that their l,745 rai. 
loads should have been credited to this line. 
-The Michigan Department of State Highwaysui 
Transportation concurred with the Brown Company, 
The Department stated that USRA incorrectly ii, 
eluded the station at Highland Park on thissegmenl 
-Doster Lumber Co. reported their actual carloads 
as 54 in 1973. 
-Richland Farm Service Co. reported 38 carloads 
for 1973 and 21 for 1974. T hey noted that the highway 
serving Richland has two t urns which would bt 
hazardous for use by large semi-trailers. 
-Richland Home Service Co. testified that truck 
service would put them at a competitive disadvan­
tage with lumber fir ms in Kalamazoo. 
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USRA ANALYSIS 
PORTION OF CHICAGO-DETROIT MAIN LINE 

USRA Line No. 466 
Penn Central 

PC to Grand Rapids PC to Doster 

PC to South Haven ~ \
1 

~, \ I 
PORTION OF PC CHICAGO-' \ / 
DETROIT LINE , '\ \ /Kalamazoo 

------~ '),~~=•;;;-~, ~ PC to \ KALAMAZOO \r,,. '-, Detroit 
,,ToowAGIAC \ (ASYLUM SWITCH) f\•... ',, 

,✓.'\ I \ ·•.h 
, 33.6 miles I \ ·• \ 

.-------. , \ GTW to 
I i Pavilion 

PC to Elkhart 
PC to Nil es 
and Chicago 

PC to Wasepi 

This portion of the Chicago-Detroit Line, formerly 
pa.rt of the New York Central RR, extends from Kala­
mazoo (Milepost 145.0), to Dowagiac, Mich. (Milepost 
178.6), a distance of 33.6 miles, in Kalamazoo, Van 
Buren, and Cass Counties, Mich. This line is part of the 
old Michigan Central Main Line between Chicago and 
Detroit. The line continues westward from Dowagiac to 
Niles ( also under study in this report) and eastward 
from Kalamazoo to Detroit. Amtrak currently operates 
passenger service over this route. 

Summary of USRA Data 

Stations (with their 1973 carloads} served by this line : 

Mattawan --------------------------------------- 3 
Lawton ----------------------------------------- 128 
Decatur ----------------------------------------- 173 

Total carloads generated by the line _______________ ----- 304 

Number of round trips per year______________________ 240 

Estimated time per round trip (hours)_____ _________ 4 

Revenue received by PQ ____________________ $10'l, 444 

Average revenue per carload__________ _____ $337 

Variable (avoidable} cost at. continued 
service: 

Ooet Incurred on the branch llne _____ ___ 266, 629 
Ooet of upgrading branch line to FRA. 

ClllBS I: (1/ 10 ot total upgrading cost) _ 0 
Ooet Incurred beyond the branch line____ 44, 514 

Total variable (avoidable) cost.______ ___ ____ 310, 143 

Net contribution (1088} : totaJ ___________________ (WT, 600) 

USRA Recommendation 

It is not recommended that this portion of the Chi­
ca.go-Detroit Line be included in the ConRa.il System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Paul Treska, United Transportation Union, testi­
fied that USRA failed to credit Dowagiac traffic of 
1,450 carloads to this line. 
-The Michigan Association of Railroad Passengers 
stated that the elimination of this line would add 
22 miles to the route from Chicago to Detroit. Also 
that the routes between Kalamazoo and Three 
Rivers to Elkhart would require passenger trains 
to be backed up in Kalamazoo and switch to south 
track which would cause further delays. 
-The City of Kalamazoo stated the need for Am­
track, a solvent carrier or the State to subsidize or 
purchase this line in order to create a high speed 
passenger route from Kalamazoo to Chicago . 
-The Mayor of Dowagiac testified that State and 
Federal funds in the amount of $5,250,000 had been 
committed to improve facilities in this area of high 
unemployment and to encourage growth based on 
continued rail service. 
-Jessco, Inc., a shipper on this line, has plans for 
a $400,000 expansion in facilities also dependent 
upon continued rail service. 
-Michigan Power Company testified that without 
rail service inordinately large expenses would be 
incurred in movement of its oversized transformers. 
-It was stated that Dowagiac and other cities on 
this line are not served by Class A Highways. 
-Jessup Door Co., Inc. testified that they shipped 
or received 588 carloads in 1973 and 434 carloads 
in 1974. 
-The frequency of service attributed to this line 
should be reviewed. 
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USRA ANALYSIS 
TRAVERSE CITY SECONDARY TRACK 

USRA Line No. 470 
Penn Central 

C&O tD No rthport 

\ / 
•• / ._ C&O to Petoskey 

C&O to Mani stee • 

00

TRAVERSE CITY 

~ / 25.5 mil es / . . 
/ / 4-PC to Mackinaw City 

/ ✓ / GR & I Branch 

PC TRAVERSE CITY / 
SE CO N DARY TRACK 

I 
PC GR & I Branch-t i J UNCTION 
to Grand Rapids / 

The Traverse City Secondary Track, formerly part 
of the Pennsylvania RR, extends from Walton Jwnc­
twn (Milepost 0.0) to Traverse Oity, Mich. (Milepost 
25.5), a distance of U..i muea, in Grand Traverse 
County, Mich. This line connects with the GR&I 
branch of the PC at Walton Junction. The GR&I 
branch extending north and south of Wal ton Junction 
is also under study in this Report. At Traverse City 
the line connects with the C&O lines to Northport, 
Petoskey and Manistee. The Penn Central has filed a 
petition to abandon this line, ICC Docket No. AB-5, 
Sub. 48. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by thls Une: 

Sa.mmlt City-------------------------------------­

Kl.ngsley _ ---------------------------------­
Mayfield ------------------------------------------
Traverse City --------------------------------

0 
12 

l 
166 

Total carloads generated by the Une _____________ 179 
Number of round trips per year _____________________ 90 

Estimated time per round trip (hours) ______________ 8 
Revenue received by PC_________________ $66, M9 
Average revenue per carload_____________ $372 

Variable (avoidable) cost of continued 
service : 

Cost Incurred on the branch Une ________ 214, 672 
Cost of upgrad1ng branch Une to FRA. 

Class I : (1/lO of total upgrading 
cost)----------------------------- 39,256 

Cost Incurred beyond the branch Une.. ___ 42, 669 

Total Variable (avoidable ) cost____ 296,587 

Net contribution (loss) : totaL___________ (280,048) 

USRA Recommendation 

It is not recommended that the Traverse City Sec­
ondary Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENJ 
-Brown Lumber a nd Supply, Traverse City, testf 
fled that their expansion plans, contingent on reten­
tion of service on this line, would increase thm 
usage of rail carloads from approximately 6 to 12 iJ 
1973 to at least 100 cars in the near future. 
-Burwood Products, citing C&O's proposed aban­
donment of its Bay View to Manistee Line,statedit 
would ship via this line if t he C&O is discontinued, 
which would result in over $200,000 in addition~ 
revenue. 
-The Northwest Michigan Regional Planning llf. 
velopment Commission testi fied that according to 
their calculations, the tota l number of Iocomotin 
hours is 624 rather than 1,400 and crew costs an 
substantially lower than the $23,788 as reported by 
USRA. 
-The Mayor of Traverse City testified that the De­
partment of Labor has classified the area as one of 
substantial and persisten t unemployment. Half of 
a 44-acre industrial park, aided by grants from the 
Economic Development Administration and the 
Upper Great Lakes Regiona l Commission, is con• 
structed to receive rail services. 
-The Departmen t of t he In terior has identified this 
line as having recreation potential if abandoned, 
-Consideration should be given to reducing service, 
and thereby substantially reducing on-branch costs. 
-USRA cost calculations use 2 locomotives (2,000 
HP each), while the Plan shows only 2,000 HP used, 
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USRA ANALYSIS 
MUSKEGON SECONDARY TRACK 

USRA Line No. 472 

Penn Central . 
C&O to Hart-.; • 

: GTW to Muskegon )• / 

MUSKEGON ° O 
•~ C&O to Lud ington \ /""-. 

r
• •J PC to Mackinaw City 

Muskegon ---:U J4 FULLER (: 
Heights : 

36 4 
.
1 

:i, • GTW to Durand 
• • m1 es • • • ti 

C&O to Holl and -t: • • -.,.• • :• • • • • • • 
GTW to Grand Haven I :f-e&o to Grand Rap'd 

MUSKEGON .,. • 
1 

s 
SECONDARY TRACK, PC PC to Grand Rapids 

The Muskegon Secondary Track, formerly part of 
the Pennsylvania RR, extends from Fuller (Milepost 
2.8) to MU8kegon, Mich. (Milepost 39.2), a distance of 
96.4 miles, in Muskegon, Ottawa and Kent Counties, 
Mich. This line uses Grand Trunk Western Ry. track­
age from Fuller to Walker (Milepost 10.0) and Penn 
Central trackage (over which Grand Trunk Western 
Ry. has trackage rights) from Walker to Musgekon. 
At Kinney, Grand Trunk Western's branch to Grand 
Haven diverges. At Muskegon, C&O's lines to Hart and 
Holland connect as does a Penn Central industrial line 
to Muskegon Heights, also under study in this Report. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line : 

Grand Rapids'----------------- --------------------

Bristol -------------------------------------------­
Kinney --------------------------------------------
OonkUn ------------------------------------------­
Ravenna ------------------------------------------
Muskegon 

97 
4 

129 
46 
11 

445 

Total carloads generated by the line______________ 732 
Number or round trlps per year______________________ 150 
Estimated time per round trip (hours)_______________ 8. O 

1 Includes only traffic on segment. 
Revenue received by PC ___________________________ $244,024 

Average revenue per carload..------------- $333 

Variable (avoidable) cost or continued 
service : 

Cost incurred on the branch line _________ 265, 900 
Cost or upgrading branch line to FRA 

Class I : (1/10 or total upgrading cost)_ 0 
Cost Incurred beyond the branch line ____ 126, 953 

Total variable (avoidable) cost______________ 392, 853 

Net contribution (loss) : totaL-------------------- (148,829) 

USRA Recommendation 

It is not recommended that the Muskegon Secondary 
Track be included in the ConRail System. 

472 
MICHIGAN 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Southeastern Wisconsin Regional Planning 
Commission, the Krause Milling Company, Mil­
waukee, and other witnesses testified that this line 
provides the Grand Trunk Western with through 
trackage rights to southeastern Wisconsin via their 
car ferry service at Muskegon. They maintain this 
will effectively terminate the GTW Lake Michigan 
car ferry. Although the GTW petitioned the ICC for 
authority to abandon the ferry on February 14 1975 
the witnesses maintained that the abandonm;nt of 
472 would circumvent the traditional ICC process. 
-Krause Milling Company estimates loss of the 
GTW car ferry would result in more than $1 million 
per year in additional freight charges. 
-The Jos. Schlitz Brewing Company estimated that 
the loss of the ferry would mean increased freight 
costs in excess of $300,000 annually to lower Michi­
gan destinations alone. 
-The Port Traffic Manager of Milwaukee pointed 
out that USRA quoted shippers as saying that part 
of the inadequate service on the line is attributable 
to the poor condition of the track, while USRA later 
stated that this line would require no upgrading to 
meet the requirements of the Federal Railroad Ad­
ministration Minimum Safety Standards. 
-The Chessie is interested in provided service at 
Muskegon only. 
-GTW currently has operating rights on this 
Branch and wishes to continue to serve the entire 
segment. 
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472a 
MICHIGAN :.:..:.:...::...:...:..:...=...:........:.....____________________________________ -

USRA ANALYSIS 
MUSKEGON HEIGHTS SIDING 

USRA Line No. 472a 

Penn Central 
C&O tD Hart 

l,.:• GTW to Muskegon 

Muskegon / • / PC IP Grand Rapids 
0:.: \ (GTW has Trackage Ri ghts) 

1.3 miles - _ ti ~. '---- --
C!rO to Chicago : --..........._ 

: MUSKEGON PC MUS" .:::GON 
HEIGHTS HEIGlflS SIDING 

The Muskegon Heights Siding, formerly part of the 
Pennsylvania RR, extends from Muskegon (Milepost 
0.0 to Mmkegon Heights, Mu:h. (Milepost 1.3) , a 
distance of 1.S miles, in Muskegon County, Mich. Thls 
line is a short spur off the Penn Central's Muskegon 
Secondary Track which runs to Grand Rapids. (The 
Muskegon secondary track is also under study in this 
Report.) The Muskegon H eights Siding connects with 
the C&O. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 
Muskegon Heights______________ ____________ ________ 887 

Total carloads generated by the line______________ 887 

Number of round trips per year__ ______________ ______ 150 
Estimated time per round trip (hours) ______________ 2 

Revenue received by PC ____________________________ $133, 311 

Average revenue per carload________________ $344 

Varlable (avoidable) eost or continued serv-
ice : 

Coat locurred on the branch llne ___________ 32, 786 

Oost of upgradJng branch line to FRA Closs 
I: (½o ot ;fJotal upgrading cost )__________ 5, 840 

Oost incurred beyond the brancll line ________ 85, 681 

Total variable (avoldalble) COflt _____________ 124, 2.16 

Net contribution (loes) : totJlL____________ _________ o, 095 

USRA Recommendation 

It, is not recommended that the Muskegon Heights 
Siding be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENl 
-The Southeastern Wisconsin Regional Planrun 
Commission, the Kz:ause Milling Company, ~ 
waukee, and other witnesses testified that this lint 
provides the Grand Trunk Western with throngh 
trackage rights to southeastern Wisconsin via their 
car ferry service at Muskegon. They maintain this 
will effectively terminate the GTW Lake Michigan 
car ferry. Although the GTW petitioned the ICC for 
authority to abandon the ferry on February 14, 197~ 
the witnesses maintained that the abandonment of 
472 would circumvent the tradit ional ICC proce&.\ 
-Krause Milling Company estimates lo~ of the 
GTW car ferry would result in more than $1 million 
per year in additional freight charges. 
-The Jos. Schlitz Brewing Company estimated that 
the loss of the ferry would mean increased freight 
costs in excess of $300,000 annually to lower Michl• 
gan destinations alone. 
-The Port Traffic Manager of Milwaukee pointed 
out that USRA quoted shippers as saying that part 
of the inadequate service on the line is attributable 
to the poor condition of the track, while USRA later 
stated that this line would require no upgrading to 
meet the requirements of the Federal Railroad Ad· 
ministration Minimum Safety Standards. 
-The Chessie is interested in provided service at 
Muskegon only. 
-GTW currently has operating rights on this 
Branch and wishes to continue to serve the entire 
segment. 
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USRA ANALYSIS 
PORTION OF NORTHERN BRANCH 

USRA Line No. 530a 
Penn Central 

' \ PC to Jackson 
,....---

\

CEM ENT CITY 

- 16.4 mi les 

..-- NOP.THEP.N BRANCH 
PORTION OF PC 

HUDSON 

I - pc to Bry an 
I 

This portion of the Northern Branch, formerly part 
of the New York Central RR, extends from Cement 
Oity (Milepost 13.5) to Hudson, Mich. (Milepost 29.9) , 
a distance of 164 mues, in Lenawee County, Mich. This 
line continues northward to Jackson and southward to 
Van Wert. Both are also under study in this Report. 
Penn Central has filed a petition to abandon this line, 
USRA Docket No. 75--33. 

Summary of USRA Data 

Stations (with J;helr 1973 carloads) served by this line: 
Cement City________________________________________ 10 
Addison Junction_____________ ______________________ 1 
Mani ton Beach________________________________ _____ 2 

Rollln ------------------ -------------- ---------- --- 0 

Total carloads generated by the line___ ___ ________ 13 
Number of round trips per year______ _____________ ___ 26 
Estimated time per round trip (hours )______________ 1. 5 

Revenue received by PC____ _______ ____________ ___ $5, 692 
Average revenue per carload_________ __ _ $438 

Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line ______ _ _ 
Cost of upgrading branch line to F RA 

Class I: (1/10 of total upgrading cost) 
Cost incurred beyond the branch llne ___ _ 

106,786 

13,867 
3,025 

Total variable (avoidable) cost__ ________ __ __ 123,678 

Net contribution (loss) : totaL ___ _______ ________ (117,986) 

USRA Recommendation 

It is nor; recommended that this portion of the North­
ern Branch be included in the ConRail System. 

530a 
MICHIGAN 

PUBLIC RESPONSE AND RSPO COMMENT 

-Review by the Office revealed no public testimony 
on this line. 
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MICHIGAN 

USRA ANALYSIS 
PORTION OF CHICAGO-DETROIT LINE 

USRA Line No. 680 
Penn Central 

PC Benton 
~econdary Tr;,r~ ' 

}/ 
20.9 miles', 

y ' 
PC to O.icago 

J, __ \ 
BUCHANAN 

PC to Detro it 

DOWAGIAC 

Nile~ PORTION OF CHICAGO-

\ DETROIT LINE, PC 

\~ 
PC South Bend 
Secondary Track 

This portion of the Chicago-Detroit line, formerly 
pa.rt of the New York Central RR, extends from Do­
wagiac (Milepost 178.6) to Buchanan, Mi.ch. (Milepost 
199.5), a. distance of f0.9 miles, in Cass and Berrien 
Counties, Mich. The ea.stern and western extensions of 
this line to Ka.la.ma.zoo and Michigan City respectively, 
and the PC Benton and South Bend Secondary Tracks 
which intersect a.t Niles, a.re also under study in this Re­
port. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line : 

Buchanan '---------------------------------------- 102 
Niles 

1 
--------------------------------------------- 641 

Total carloads generated by the line______________ 748 
Number of ronnd trips per year______________________ 240 
Estimated time per ronnd trip (hours)______________ 4. 0 
1 Includes 0017 tratllc on segment. 

:Revenue received by PC __________________________ $252, 649 

Average revenue per carload____________ $340 

Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line ______ 208,952 
Cost of upgrading branch l.lQe to FRA 

Cla8s I: (1/10 of total upgrading cost) 0 
Cost incurred beyond the branch line __ 100,887 

Total variable (avoidable) cosL ____________ 309, 839 

Net contribution (1068) : TotaL_______ ___________ (57, 190) 

USRA Recommendation 

It is 11,()t recommended that this portion of the Chi -
cago to Detroit line be included in the ConRa.il System, 
ea:cept for thai, tro;ffic at Niles whwh, C(lfTI, be served off 
line 687. 
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PUBLIC RESPONSE AND RSPO COMMENt 

-On March 14, 1975 USRA a nnounced that this Iin, 
had been reevaluated and divided into two su~. 
ments. The portion from Dowagiac to Niles was rt­
assessed on the basis of traffic data and found profit. 
able and therefore recommended for inclusion in 
ConRail. The portion from Niles to Buchanan, was 
reevaluated on the assumption that the line will ht 
operated by Amtrak, who ,viii bear its maintenance 
costs. This subsegment will be served by ConRail on 
the condition that passenger service continue and the 
fixed plant costs are borne by the passenger entity. 
-The United Transportation Union testified that 
USRA did not credit an additional 600 cars from 
Niles to this segment and added that since this is a 
portion of the Amtrak route, continuation of pas­
senger service should be considered as well as the 
condition of the line. 
-The Chamber of Commerce of Greater Niles 
reported they conducted their own study of the line, 
contacting all businesses and industries served, and 
found that the line generates a profit of $234,841, not 
a loss of $57,190 as reported by USRA. 



USRA ANALYSIS 
MACKINAW BRANCH 

USRA Line No. 688 

Penn Central 

PC to Saginaw 

\\.,/ GTW to Caseville 

\ .l, .. ••••• PORTION OF 

~ • ••~XFORD MACKINAW BRANCH, PC 

19.5 miles ~ID Port Hun>n 
I••~ 

GTW to Pontiac .•• Rochester 

L.-...,. ••• _••__ UTICA 

,~ 
\ PC to Detroit 

\ 

This portion of the Mackinaw Branch, formerly part 
of the New York Central RR, extends from Utica 
(Milepost 20.7) to Oa;fQ'T'd, Mich. (Milepost 43.6), a 
distance of £2.1} muea, in Oakland and Macomb Coun­
ties, Mich. This line's northern extension to Lapeer 
Junction and Saginaw is also under study in this Re­
port. Southward from Utica, the line continues into 
Detroit. It intersects two Grand Trunk Western Lines­
the line from Pontiac to Caseville at Oxford and the 
Pontiac to Port Huron Line at Rochester. 
Summary of USRA Data 

StatJons (with their 1973 carloads) served by this line : 
Rochester----------------------------------------- 46 
Lake Orlon.._______________________________ __ _______ 19 

Orlord -------------------------------------------- 103 

Total carloads generated by the line_____________ 168 

Number or round trips per year_____ ________________ 00 
Estimated time per round trip (hours)--------------- 8 

Revenue received by PC ____________________________ $33, 019 

Average revenue per carload______________ $197 

Variable (avoidable) cost or continued 
service: 

Oost incurred on the branch line_________ 178,814 
Cost or upgrading branch line to FRA 

Olaes I (l/10 or total upgrading cost)__ 0 
Cost Incurred beyond the branch line____ 29, 091 

Total variable (avoidable) cost______ 207,406 

Net contribution (loss) : totaL------------ (174,386) 

USRA Recommendation 

It is not recommended that this portion of the Macki­
naw Branch be included in the ConRail System. 
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688 
MICHIGAN 

PUBLIC RESPONSE AND RSPO COMMENT 
-The first few miles of this line serves the Ford 
Motor Company plants of Sterling, Utica and Van 
Dyke. The three Ford plants generated 22,250 car­
loads in 1973, employ a total of 14,760 persons with 
an annual payroll of ove1· $221 million. USRA cred­
ited the line with 168 total carloads in 1973. 
-The Rochester Pape1· Division testi5ed that they 
received 225 cars in 1973. With the return to nor­
malcy of the automobile business, Rochester Paper 
predicts its rail use will increase by 50 percent. 
-The Oxford Chamber of Commerce reported that 
they have recently developed an industrial park 
along this line. 
-If this line is abandoned, Church's Lumber Co., 
who reported 238 carloads for 1973, indicated that 
they would close their Oxford facility, and the Ox­
ford Lumber Co., employing 25 persons, would either 
close or relocate their distribution center. 
-Pending further study and negotiation the GTW 
proposes to serve customers at Oxford only. 

• 



692a/693a 
MICHIGAN 

USRA ANALYSIS 
PORTION OF THE WHITE PIGEON JUNCTION­

HILLSDALE BRANCH 

USRA Line No. 692a/693a 

Penn Central 

{Map not available) 

This portion of the Penn Central, formerly part of 
the New York Central RR, extends from Hill&dal,e 
(Milepost 360.6) to White Pigeon Jct. (Milepost419.0), 
a distance of 58-4 mues, in St. Joseph, Branch, and 
Hillsdale Counties, Mich. 

Summary of USRA Data 

Stations {with their 1973 carloads ) served by this line : 
Hillsdale ------------------------------------------ 6,087 
Jonesville ------- --- ------------------------------- 30 
Coldwater ----------------------------------------- l,S85 
Batavia ------------------------------------------- 18 
Bronson------------------------------------------- 47 
Burr Qak ------------------------------------------ 44 

Total carloads generated by the line ______________ 8, 211 

Number of round t rips per year______________________ 800 
Estimated time per round trip {hours)______________ Hi. 0 

Revenue received by PC_______________ $2, 026, 473 
Average revenue per carload__________ $247 

Variable {avoidable) cost of continued 
service : 

Cost Incurred on the branch line_____ 814, 829 
Cost of upgrad.lng branch line to FRA 

Class I : {1/ 10 of total upgrading 
cost )---------------------------- O 

Cost Incurred beyond the branch 
line ----------------------------- 1,670,086 

Total variable {avoidable) cost__ 

Net contribution {loss) : totaL _______ _ 

USRA Recommendation 

2,434,914 

{408,441) 

It is not recommended that the White Pigeon J unc­
tion to Hillsdale Line be included in the ConRail Sys­
tem. 

• 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Michael Seward, Executive Director of the Hills­
dale County Industrial Development Commission, 
and many others stated that the Plan did not include 
carload figures from the cities of Allen, Quincy, 
Sturgis or White Pigeon. The actual carloads for the 
line is 11,261 as opposed to 8,211 as reported by 
USRA. In the Commission's analysis, they found 
the average carloads per week were 216.6 as opposed 
to USRA's 157.9, the train crew size was 4 not 5 as 
reported by USRA and the net contribution per car­
load was $28.97 excluding bridge traffic while USRA 
reported a loss of $50 per carload. Mr. Seward added 
that Hillsdale County was classified as economically 
depressed by the Economic Development Adminis­
tration in 1969. A program of industrial development 
was begun, and, as a result, 22 new industries either 
relocated or began operations in the County, 2 in­
dustrial parks were improved and construction of a 
third is in the planning stage. Of these new indus­
tries, 8 are rail users and together they employ 930 
persons, or 80 percent of the total new jobs and 
represent a payroll of $7,833,000. In 1973, t hese 8 
rail users shipped or received a total of 1,129 car­
loads. The EDA, Small Business Administration, 
Farmer's Home Administration and the State of 
Michigan have provided grants of assistance to the 
county. Current projections call for 16 new indus­
tries over the next 5 years which will employ at least 
1,200 workers. 
-In the City of Hillsdale, there are currently 12 rail 
users employing 1,077 persons with a payroll of 
$8,418,898. The two largest employers, DCA Food 
Industries, Inc. and Sierra Permaneer Furniture Co. 
have indicated that they would leave Hillsdale if 
service were lost. 
-DCA testified that 1,473 of their carloads credited 
to line 456/ 457/ 458 should have been assigned to 
692a/ 693a. 
-In Allen, the only rail user, Briskey Elevator with 
185 carloads in 1973, indicated they would be forced 
to close if rail service were lost. 
-Quincy Milling Company is t he largest user in 
Quincy, shipping 502 cars in 1973. Loss of rail service 
would result in closing of the mill, valued at approxi­
mately $1 million, and the loss of 25 jobs. 
-Half of Sturgis' 4,400 industrial jobs will be lost 
if rail service is discontinued. 
-The Board of Public Utilities in Coldwater is de­
pendent upon the use of rail to receive coal to provide 
electricity to 15,000 users in Coldwater and portions 
of three townships. Continued on page 303 
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USRA ANALYSIS 
O&M TRACKAGE RIGHTS 

USRA l.ine No. 698 

Penn Central 

(Map not available) 

This portion of the Detroit and Mackinac Railway is 
located in Cheboygan, in Cheboygan County, Mich. This 
line was not described as potentially excess in the U.S. 
DOT Report ( see Zone 165). 

Information for Line Retention Decision 

Continued ConRail trackage rights over this line are 
not recommended. 

698 
MICHIGAN 

PUBLIC RESPONSE AND RSPO COMMENT 
-Review by the Office revealed no public testimony 
on this line. 
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1300 
MICHIGAN ~~~---------------- -

USRA ANALYSIS 
PORTION OF TOLEDO-TO-FRANKFORT LINE 

USRA Line No. 1300 

Ann Arbor 
PC Saginaw Branch 

AA to Frankfort \, / 
l., / GTW Ch icago 

GTW to ', • to Port Huron 
Grand Rapids ~ ..._ •• OWOSSO .J,. 

•••••• A •• 
1' "••••, ,••• GTW to Detroit 

PC to Lansing ➔/ Durand, ...... (.. 

GTW to Chicago -1•••• C&O to Detroit 

84.9 Miles 
GTW to Jackson 

PORTION OF TOLEDO 
FRANKFORT LINE --. 

PC to Chi:::o.1::. _. 

N&W to Fort Wayne 

.. ········ 
Lakeland ........ ~ 

GTW to Pontiac 
Whitmore Lake 

_n!. ~r_!!~ ·"\ 
PC to Detroit 

••• -;:__ N&W to Detroit 

Milan 

DUNDEE 

If- AA to Toledo 

This portion of the Toledo-Frankfort line extends 
from Dwndee (Milepost 22.8), to Owoaao, Mwh. (Mile­
post 106.0) a distance of 83.£ miles, in Monroe, Washte­
naw, Livingston and Shiawassee Counties, Mich. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this 

line: 
MIian ------------------------------------------- 116 
Urania -------------------------··---------------- 1 
Pittsfield ---------------------------------------- 32 
Saline------------------------------------------- 3, 806 Ann Arbor _______________________________________ 1, 363 
Whitmore Lake ___________________________________ 1, 227 

Hamburg---------------------------------------- 2 

Annpere ----------------------------------------- 5 
Howell ------------------------ ------------------ 840 
Oak Grove____________________________ ____________ 16 

Cohoctah ------------------------------- --------- 87 
Byron ------------------------------------------- 18 
Durand ---------------------------------- -------- 2 
Vernon ------------------ -----------------------­
Corunna -----------------------------------------

218 

112 

Totals carloads generated by the line ____ _________ 7, 339 
Number ot round trips per year______________________ 260 

Estimated time per trip (hours)------- - - --------- 12. o 

-

Revenue received by AA------------------------ $8'll, 4(1) 
Average revenue per carload__________ $125 

Variable (avoidable) cost ot continued 
service: 
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Cost incurred on the branch line _____ l , 105, 160 
Cost ot upgrading branch line to FRA 

Class I : ( 1/10 ot total upgrading 

cost) --------------------------- O 
Cost incurred beyond the branch line__ 432, 639 

Total variable (avoidable) cost_ ___________ 1,5.17,!W 

Net l'Ontributlon (loss) : totaL____________ (616,8111) 

USRA Recommendation 
It is not recommended that this portion of the Toledo­

to-Frankfort Line be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-On March 28, 1975, USRA announced that two 
subsegments of this line had been reevaluated and 
recommended for inclusion in ConRail. They are 
the portion from Dundee (MP 22.8) to the Dundet 
Cement Co. (MP 24.8) and the portion from Ann 
Arbor (MP 45.0) to Pittsfield (MP 40.5) which con• 
tinues west for 6.2 miles on a Penn Central line to 
Saline . 
-The Dundee Cement Co. Plant, located two miles 
nor th of Dundee at MP 24.8, testified that they 
generated 10,200 carloads in 1973. None of their I 
t ra ffic was credited to this segment. They could have 
shipped an additional 1,365 if the cars had been 
available. Dundee forecasts continuing at the 1973 
level for the next 5 years. In 1981, an expansion pro­
gram should be completed which would increase 
traffic to 14,900 carloads per year. They stated that 
should rail service be abandoned they would be 
faced with relocation costs in excess of $3 million, 
-Ford Motor Company and two of its major sup­
pliers are located on this line. Ford's Saline Parts 
Plant generated 4,005 carloads in 1973; the Hoover 
Company at Whitmore Lake generated 1,295; and 
the Globe Battery Plant at Owosso, 568. Rail traffic 
at Globe, Owosso, is expected to increase to over 
700 carloads in 1975. 
-Globe predicts that without rail, they would lose 
their competitive position. Rail loss would mean a 
65 percent reduction in business, a loss of 200 jobs 
and payroll of $3 million. 
-These three companies, Ford, Globe and Hoove~, 
generate in excess of $6 million annually in rail 
revenues, and contribute well over $40 million an· 
nually in wages. 
-Fingerle Lumber Company reported 573 carloads 
in 1973, and testified that rail loss would force them 
to close. Continued on page 303 



USRA ANALYSIS 
PORTION OF TOLEDO-FRANKFORT UNE 

USRA Line No. 1301 

Ann Arbor 
AA to Frankfort 

'./ , C&O to /+-PC to Hadclnaw City 
, .~ Petoskey , 

THOMPSONVILLE • • _,,.' -~ .,, 
: I 

/ f 
C&O to Hanisu,e 

PC to Grand --+/ 
Rapids ' 

., 
Cldillac 

.. ,. ...... 
ORTION OF TOLEDO· 
RANKFORT LINE, AA 

C&O to »sloaw 

..... ~ .... 

C&O to Ludinrton 

\ 

C&O to Cran~ ~:.I~.:.... A!~f~ .. •~• 

C&O to »sinaw 
CT\11 to Creon vi II o 

~ ...... . Ashier; 
\, '\ 

CT\11 to Grand Rapids •'>- PC to S11inaw 

\, ..... OWOSSO 

• \ V CT\11 to Durand 
_,,,,,,J •• (AA hu Tradcaso Risha) 

PC to Jadc1on j •• 

This portion of the Ann Arbor Railroad extends from 
Owoaao (Milepost 106.0) to Tlwmpaonville, Mwh. 
(Milepost 270.3), a distance of 164.5 mile&, in Shiawas­
see, Clinton, Gratiot, Isabella, Clare, Missaukee, Wex­
ford, Manistee, and Benzie Counties, Mich. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line: 

Owosso -------------------------------------------- 1, 686 
Carland ------------------------------------------- 1 
Elsie ---------------------------------------------- 16 
Ashley ------------------------------------------- 4-07 
North Star ---------------------------------------- 91 

Ithaca -------------------------------------------- 387 
Alma ---------------------------------------------- 201 
Shepherd -------------------------------- ---------- 201 
Mt. Pleasant -------------------------------------- 195 
Rosebush ------------------------------------------ 59 
Clare ________________________________________ ______ 60 

Farwell ------------------ - ----------------------- 10 
Marlon ----------------- --------------------------- 25 
McBain ------------- - -------------- -------------- - 63 
Cadillac --------- - --------------------------------- 967 
Yuma --------------------------------------------- 1,838 
Thompsonville ------- ------------- -------- --------- 20 

Total carloads generated by the line ___ __________ 5, 227 
Number of round trips per year______________________ 200 
Estimated time per round trip (holll'B) _______________ 15. 5 
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MICHIGAN 

Revenue received by AA..--~--------------------- $1, 122, 655 

Average revenue per carload_____ _____ $214 

Variable (avoidable) cost of continued 
service : 

Cost Incurred on the branch line ____ 1, 609, 938 
Cost of upgrading branch line to FRA 

class I ( 1/10 of total upgrading 
cost) -------- - --- --- ----------- O 

Co.st Incurred beyond the branch line_ 4-03, 938 

Total variable (avoidable) cost____________ 2, 013, 641 

Net contribution (loss) totaL____________________ (890, 986) 

USRA Recommendation 

It is not recommended that this portion of the Toledo­
Frankfort line be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Ford Motor Co. testified it plans to move 
10,000 carloads of sand annually from the newly de­
veloped Sargeant Sand Co. at Yuma. Sargeant is 
reviewing plans to have 5,000-10,000 carloads of "used 
sand" returned annually to the northern Michigan 
area, generating in excess of $5 million annually in 
freight revenues. Haupt said that revenue and traffic 
for this segment in 1973 is grossly understated and 
that this line needs no rehabilitation. 
- Congressman Elford A. Ceda rburg testified that 
:ine 1301 has 5,227 carloads a year. He stated that if 
one-half of Sargeant Sand Co.'s projections are ac­
curate the line would be profita ble. 
-The Mt. Pleasant Area Chamber of Commerce tes­
tified the removal of rail service would force reloca­
tion of the agricultural industry in the area. It is 
not profitable for smaller agricultural organizations 
to transport goods via truck. 
-It was noted that the C&O from Coleman to Mt. 
Pleasant has filed an application for abandonment, 
which would leave the Mt. Pleasant area without 
any rail service. 
-Ithaca Roller Mills stated that approximately 700 
carloads were not attributed to this line. The ship­
ments were from Ithaca Elevator, Prima Donna Pul­
lets and Paragon (which is no longer in business but 
did ship in 1973). 
-Alma Plastics testified that it could have provided 
the line with substantial traffic if cars had been avail­
able. If the line were abandoned they would be 
forced to relocate, resulting in a loss of $1,357,752 in 
payroll, and $19,000 in real estate and property taxes. 
-Cadillac Rubber and Plastics cites a current need 
for 9 boxcars a month; Brooks and Perkins, Inc. 3-6 
a month; and Western Concrete needs 3 boxcars a 
month. Continued on page 303 
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1302/1303 
MICHIGAN to WISCONSIN 

USRA ANALYSIS 
PORTION OF TOLEDO-FRANKFORT LINE 

AND THE CROSS LAKE FERRY 

USRA Line No. 1302/ 1303 
Ann Arbor Railroad 

AA 
Car Ferry FRANKFORT 
to Kewaunee . 

V
-- c&O Traverse City 

r22.0 miles../. 

/ .·· PORTION OF TOLEDO- • THOMPSONVILLE 
FRANKFORT LINE, AA V 

• • _,,,,AA to Toledo 
C&O to Manistee - .••• ¥ 

. ' -· 
This portion of the Ann Arbor Railroad, extends 

from Thompaorvville (Milepost 270.5) to Fra'Tllcfort, 
Muh. (Milepost 292.3), a distance of ftl.3 miles, in Ben­
zie County, Mich. Connecting with this segment is 
the Cross Lake Ferry Service between Frankfort, 
Michigan and Kewaunee, Wisconsin. This line is the 
western end of the Ann Arbor line from Toledo. The 
C&O Tra.verse City to Manistee line crosses at Thomp­
sonville. At Frankfort the AA operates Cross Lake 
Ferry Service to Kewaunee, Wis. which is also under 
study in this report. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line . 
Beulah ------------------------------------------ 27 
Elberta ------------------------------------------- 26 
Frankfort ---------------------------------------- 137 
Kewaunee ---------------------------------------- 19, 637 
Man1towoc -------------------- -------------------- 7, 487 

Total carloads generated by the line _____________ 27, 314 

Number of round trips per year_____________________ 521 • 
Estimated time per round trip (hours )_________ _____ 3. o• 
•For rall service only. 

Revenue received by AA __________________ _______ $5, 628, 818 
Average revenue per carload____________ $206 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line______ 670, 530 
Cost of upgrading branch line to 

FRA Class I (1/10 of total DP-
grading cost)______________________ 0 

Cost of float operation ________ ______ _ 2,499, 000 
Cost Incurred beyond the branch 

line ( rail haul> -------------------- 3, 802, 977 

Total variable (avoidable) cost ____________ 6, 972, 502 

Net contribution (loss) : total. __________________ (1, 343, 689) 

USRA Recommenda tior. 

It is not recommended that this portion of the Ann 
Arbor be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony stated that the ferry should be viewed 
as part of a regional transportation system. Wit­
nesses said that the delays, additional switching 
charges and the loss of a competitive market, result­
ing from loss of rail service, were given only super­
ficial consideration. 
-Governor Lucey stated that USRA based its deci• 
sion on cost revenue factors only, and failed to docu­
ment these factors adequately. 
-Gerald W. Fauth, Jr., a cost a nd economic consul­
tant specializing in transportation, testified that the 
A. T. Kearney Study "showed that the ferry route 
as it exists today makes a profit to the railroad sys­
tem." He questioned many of the cost data factors 
used in the study. The criteria to be a ddressed, he 
stated, were the effect of abandonment on the 
GB&W, the supply of empty cars to northern Wis­
consin, the time on the ferry route versus the Chi­
cago route, and the effect of maintaining present 
competitive rates to and from Wisconsin. He said 
the Kearney study recommended retention of the 
car ferry. Many respondents agreed with the pos­
sible ill-effects presented in these criteria. 
-Professor James Murray found that abandonment 
would result in substantial loss to the major indus­
tries and employers in the region. 
-The Wisconsin DOT stated that 35 000 industrial 
jobs were related to the car ferry traffic between 
Frankfort and Kewaunee and Manitowoc. 
-The Vice-Persident of the GB&W testified that 
the line has been profitable only sin~e their system 
was extended to Kewaunee a nd linked with the car 
ferries that cross Lake Michigan. Previously, the 
GB&W had gone bankrupt three times. In 1974, AA 
ferry traffic generated 18,694 carloads, representing 
26 percent of total system r evenue for the GB&W. 
This loss in revenue, he maintained, would not en­
able the GB&W to survive. 
- It was noted that the Bur lington Northern appli­
cation to obtain control of the GB&W is contingent 
upon the availabili ty of ferry service. 
-Ft. !f oward Paper Company, reporting 2,100 car· 
loads m 1974, testified that abandonment would close 
the direct ga teway to the east and west route. In 
1~73, _Fort Howard a nnounced plans for an expan­
srnn m Green Bay, which would employ an addi­
Oontinued on page 303 

300 



-

USRA ANALYSIS 
PORTION OF VULCAN-OLD ROAD BRANCH 

USRA Line No. 393 
N&W CROSSING 
EAST OF 
ADRIAN • 

Adrian i. •• • 
v PC to Tecumseh, 
I Clintx>n 

N&W Main • 
Line__.••• 

• 

/ 
PC to~/ 
Morenci / .! 

Detroit, • ;e 
Toledo&_.)'-: 
Ironton RR ~ 

I 

Grosvenor 
PORTION OF 

~ VULCAN-OLD 
• • ROAD BRANCH, 

PC 

~Toledo 
• •• • Terminal RR 

Toledo,~ ••• •••• 
Angola& •• VULCAN 
Westem RR •• 

This portion of the Vulcan-Old Road Branch, for­
merly part of the New York Central RR, extends from 
Vulcan, Ohio (Milepost 300.2), to N&W Crossing E. of 
Adrian, Mich. (Milepost 328.3), a distance of £8.1 miles, 
in Lucas County, Ohio, and Lenawee and Monroe Coun­
ties, Mich. This line continues west to Adrian, approxi­
mately one-half mile west of the end of this segment, 
which portion is also under study in this report. The 
lines from Clinton and Ida converge at Lenawee Jct. 
and a third branch runs from Grosvenor to 
Morenci ; all three are also under study in this Report. 
At Riga the Main Line of the Detroit, Toledo & Ironton 
RR crosses and at Vulcan, Angola & Western RR. 
Summary of USRA Data 

Stations (with their 1978 carloads ) served by this lloe : 

Sylvania -------------- - --------------------- --- - - - 108 
Ottawa Lake_______________________________________ 18 

Riga ------------ ----------- - ---------------------- 816 
Blissfield ------------------------------- ----------- 878 
Palmyra ------------------------------------------ 41 
Adrian• ------------------------------------- ------ 79 
Toledo' -------------------------- ----------- ----- - 5 

Total carloads generated by the llne______________ 940 
Number or round trips per year_________ ______ ___ __ __ 800 
Estimated time per round trip (hours) ________ _______ 12 
1 Includes only traffic on segment. 

Revenue received by PO ______ ___________________ $294, 886 
Average revenue per carload-_________ $814 

= 
Variable (avoidable) cost of continued 

service: 
Oost incurred on the branch line- ------- 412, 146 
Cost or upgrading branch line to FRA 

Class I (1/10 of total upgrading cost)_ 79,329 

393 
MICHIGAN to OHIO 

Cost Incurred beyond the branch line ___ 174,414 

Total variable (avoidable) cost_____________ 665,889 

Net contribution (loss) : totaL _________________ ___ (371,003) 

USRA Recommendation 

Although the preliminary recommendation is th.at 
this portion of the Vulcan-Old Road Branch not be 
included in the ConRail System, the costs and revenues 
generated by the cars switched for Michigan Elevator 
Exchange must be analyzed before a final recommenda­
tion can be made. 

PUBLIC RESPONSE AND RSPO COMMENT 
-On March 28, 1975, the Association reevaluated the 
segment of this line from Vulcan, Ohio (MP 300.2) 
to Ottawa Lake (MP 310.0) and found it eligible for 
inclusion in ConRail. 
-The Michigan Elevator Exchange testified that 
3,269 carloads shipped from their facilities at Ottowa 
Lake were incorrectly attributed to the Toledo 
Freight Station. 
-The Adrian Chamber of Commerce using the cor­
rected figures of 3,957 carloads for the line which 
included those for the Michigan Elevator Exchange, 
found that the complete line generated a net contri­
bution of $494 per carload as opposed to the USRA 
reported loss of $395 per carload. 
-The Smith-Douglas plant, located at Riga-Bliss­
field north of Ottawa Lake, moves large amounts of 
hazardous materials to Riga-Blissfield. 
Using 1973 tonnage figures, the company estimates 
that they would require 1,250 truckloads moving 
over the local road, a two lane highway, should the 
line be excluded. Due to the hazardous nature of 
these materials and the insuitability of the highway 
to accommodate this increased traffic, Smith-Doug­
las would close its facility resulting in the secondary 
closings of other Borden facilities in Morenci, Te­
cumseh, Dundee, Michigan and Bryan, Ohio. This 
would cause the immediate loss of 73 j obs and an 
elimination of $1,333,080 which Borden contributes to 
the local economy in payroll a nd local expenditures. 
-Agrico Chemical Co., at Blissfield stated that 
there was no indication that their tonnage was in­
cluded in the Blissfield station computation. They 
reported 125 carloads in 1974 and forcast 205 for 
1975 and a similar amount for 1978-79. 
-Consolidated Mills indicated that loss would re­
sult in a decrease of $100,000 in expenditures in the 
Blissfield area. 
-Kohlman's International, a dealer in farm equip­
ment, has several shipments every year of large 
Continued on pag~ 304 
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530 
MICHIGAN to OHIO 

USRA ANALYSIS 
PORTION OF NORTHERN BRANCH 

USRA Line No. 530 
Penn Central 

PC to Jackson • I 
Alvordton / 

I 
HUDSON 

.__ PORTION .NO RTHERN 
• BRANCH . PC 

t·• 
N&W to Toledo 

N&W to Chic:aio➔ 
••• Montpelier .,r- N&W to Oe11oit ·•. .... . ....... . 

tlt.W to Fort l'layne-. D. ····· ... 
29:imiles •• West Un it) 

-- - .--, BRYAN--4-pc to Toledo 
PC to Chicago I 

f4- PC to Van Wert 

This portion of the Northern Branch, formerly part 
of the New York Central RR, extends from Hudson, 
Mi.ch. (Milepost 29.9), to Bryan, Ohio (Milepost 58.7), 
a distance of 138.8 miles, in Lena wee and Hillsdale 
Counties, Mich. and Williams County, Ohio. Con­
tinuations of this line are northward from Hudson and 
southward from Bryan. Both of these continuations are 
also under study in this Report. Connections with other 
lines are: the PC Buffalo-to-Chicago line at Bryan, the 
Norfolk & Western Montpilier-to-Toledo line at West 
Unity and Fort Wayne to Detroit line at Alvordton. An 
abandonment application has been submitted to the ICC 
by PC, Docket No. AB-5, Sub. 112-113 and also to 
USRA, Docket No. 75-33. 
Summary of USRA Data 
Stations (with their 1978 carloads) served by the line : 

Alvord ton -----------------------------------------West Unity _______________________________________ _ 

Pulaski -------------------------------------------­

Hudson ------------------------------------------­
Prattville ----------------------------------------­
Waldron --------------------------- ---------------

0 
89 
28 

1.25 
9 

26 

Total carloads generated by the line_____________ 227 
Number ot round trips per year____________________ 00 
Estimated time per round trip (honrs) _____________ 9. 5 

Revenue received by PC___________________________ $00, 001 
Average revenue per carload_____________ $401 

Variable (avoidable) cost ot continued 
service: 

Cost Incurred on the branch line ________ 218, 288 
Cost ot upgrading branch line to FRA 

Class I : ( 1/10 ot total upgrading cost )_ 29, 065 
Oost incurred beyond the branch line____ 61, 411 

Total variable (avoidable) cosL_____________ 298, 7159 

Net contribution (!OBS) : total--------------------- (207, 828) 

302 

USRA Recommendation 
It is not recommended that this portion of the North. 

em Branch be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 

-The Cousins Iron and Metal Co., Hudson, Michi­
gan reported 40 carloads in 1974, and cited poor 
and undependable service from the Penn Central on 
that line. It stated that 50 percent of their custom­
ers will receive only by rai l a nd that there are no 
truck line common carriers in Hudson with the 
equipment essential for ha uling metal scrap. They 
currently receive service one week after they request 
it. 
-The City of Hudson submitted a resolution calling 
on the ICC to dismiss the Penn Central petition for 
abandonment for this line. 
-The Williams Cou nty Farm Bureau Cooperative 
Association reported 56 carloads. 
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451/452/453-MI (Rives Junction to Grand Rapids) 

24.5) had been reevaluated and found eligible for in­
clusion in the ConRail system. 
-Pending further study and negotiation GTW 
proposes to serve customers at the station of 
of Charlotte only. 
-The Chessie is interested in providing service at 
Muskegon Heights only. 

692a/693a-MI (White Pigeon Jct. to Hillsdale) 

-The Ann Arbor Chamber of Commerce testified 
that this line has more bridge traffic than any other 
segment in the State. 
-Consumers Power Company shipped 861,289 tons 
of coal in 1973, and 1,149,961 in 1974, in 140 unit trains 
over the Ann Arbor from Toledo to Owosso. 
-Subject to further study and negotiation the GTW 
proposes to acquire and serve that portion of the 
line between Owosso and Durand. 
-The N&W is interested in acquiring 56.9 miles of 
the Toledo to Frankfort line from Toledo north to 
Whitmore Lake plus the 4.1 miles from Pittsfield 
to Saline. 
-The Chessie is interested in providing service 
from its Annpere connection over that section of 
the line from Howell to Saline. 
-The City manager of Coldwater cited 26 rail users 
in Branch County who reported 2,822 carloads in 
1973 as opposed to 2,050 by USRA. A 550-acre indus­
trial park is predicated on ra.il service availability. 

1300-MI (Dundee to Owos.so) 

-Owosso Iron and Metal testified that loss of rail 
service would force it out of business. Reporting 200 
carloads in 1973, this company employs 9 persons 
and contributes annual freight charges of $125,000. 
-Standard Lumber and Supply Co. with 44 carloads 
in 1973, has just completed expanding its physical 
plant twofold which should result in increased 
traffic. 
-Tri-State Hospital Supply has recently purchased 
a location in Howell based on the anticipation of 
rail service. 
-Lumber Distributors, Inc., reported its actual 
traffic as 64 carloads in 1973 and 1974. 
-Testimony believed that bridge traffic may not 
have been considered when the profitability of this 
line was determined. 
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CONTINUATIONS MICHIGAN 

1301-MI (Owosso to Thompsonville) 

-Gratiot County Farm Bureau stated that if the 
AA were abandoned, the Grand Trunk would be 
forced to abandon its trackage in the County. Near­
est rail would then be 29 miles away. Many of the 
shippers who would use this line are not located on 
all-weather roads. 
-The Department of the Interior designated this 
line as having potential as urban access to outdoor 
recreation. 
-The Chessie is interested in providing service only 
to customers at Chessie intersections, Alma and 
Clare. 
-Subject to further study and negotiation the GTW 
proposes to acquire and serve that portion of the line 
between Owosso and Ashley. 

1302/ 1303-MI/WI (Thompsonville, MI to Kewuanee, 
WI (ferry)) 

tional 600. However, curtailment of rail service could 
force transfer of expansion to Oklahoma. 
-The Green Bay Chamber of Commerce stated that 
the majority of users were pleased with service by 
the ferry and the GB&W. 
-Frank Hamachek, manufacturer of food process­
ing equipment, stated that his company would have 
to close with abandonment of the ferry. This would 
result in the job loss of 155 persons in Kewaunee. 
-Herbert J. Saunders, of Freeman Paper Co., testi­
fied that the ability of his firm to continue without 
use of the ferry would be questionable. The firm em­
ploys 33 persons with an annual payroll of $200,000. 
-Purvis Brothers stated they would be forced to 
close if the ferry were abandoned. This is the only 
mode of transporting their 55-60 foot lengths of 
steel. 
-The U.S. Fish and Wildlife Service testified that 
the ferry has provided service in stocking fish in 
Lake Michigan. Alternative means of stocking would 
result in excessive costs. 
-Pet, Inc., Frozen Foods Division, testified it would 
probably relocate if rail service were lost. The com­
pany employs 140 persons at their Frankfort facility 
with an annual payroll of $1,195,000. 
-Several witnesses, including the Wisconsin DOT, 
indicated that the Preliminary System Plan treated 
ferry service from Manitowoc as abandoned rather 
than embargoed. The vessel serving this port went 
out of service in August, 1973, and an embargo was 
placed on the Ann Arbor service. No analysis of this 
still existing route was made. 



MICHIGAN CONTINUATIONS 

-Witnesses criticized USRA for failing to consider 
the passenger service on the Ann Arbor ferry. 
-The Department of the Interior designated this 
line as having potential as urban access to outdoor 
recreation. 

393-MI/ OH (N&W Xing E. of Adrian, MI to Vulcan, 
OH) 

farm implements which cannot be trucked due to 
their size. 
-The Home Canning Company stated that loss of 
rail would cause approximately 6 persons to be laid 
off and result in higher costs. 

· -Several parties stressed that all traffic originating 
or treminating on lines 392, 394, and 395/ 395a must 
travel over 393. The bridge traffic over 393 in 1973 

/ amounted to 2,921 carloads and using an average of 
$170 revenue per carload, amounted to an additional 
$496,570 in revenues. 
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USRA 
lint number 

119 
121 
121& 
!23/l24/124a 
127/128 
130 
703 

1100 
1101 
1102 
1103 
1104 
1105 
1106 
1107 
1109 

1800 
1801 
1803 
18<'4 
1805 
1806 
1807 
1808 

NEW JERSEY 

Intrastate 

PC 

Tennlnale 

Monmouth Junction to Rocky mll 
Trenton Lo Lam~rtville 
t.mbttt.ville to Phillipaburg 
Farmingdale t.o Jame.burg 
Fort Du to ShreWBbUry 
M ount. JloUy to M edford 
Prlneeton J unction to P rlottton 

CNJ 
J en,ey AVt-nue Uranch at. J ersey City 
Wfet Side Avenue Branch at Jersey City 
Newark Bay Bridge 
Somerville to Royce 
Matawan to Morganville 
.Ubury Park to Bay Head J unction 
T oma River to Oyster Creek 
Uigb Bridge to Lake J unction 
llampt.on to Phillip11burg 

PRSL 
Mckee City to Pleua.nt.villc 
Linwood to Pleasantville 
Vine.land lO Glaatboro 
Bridgeton to Cluaboro 
GIMSboro t.o Woodbury 
Bellmawr to Glendora 
Haddonfield to Luculon 
Ocean City to Palermo 

Port Jer~ .. I .,,~q, 

05 

~..., qo y IO 

Jc. 

(r . 
\ Sol 

nse 

C Kand McSa llJ' JU. 7'> S -10 
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119 
NEW JERSEY 

USRA ANALYSIS 
ROCKY HILL RUNNING TRACK, KINGSTON 

BRANCH 

USRA Line No. 119 

Penn Central 

/4 ~ ftew York•Phltadel~ia 

._. 
ROCKY HILL RUNNING _/ '8,.,. .,, 

ROCKY HILL~·, Line. PC 

TRACK. KINGSTON ,;,,.,,,,,. 
BRANCH. PC / ~ NHOUTH JUNCTION 

KinplDn / , 

,, ' 
/ '-+-J-burJ 

'- Branch, PC 

Tho Rocky Hill Running Tra<:k-Kingston Bni.nch, 
formerly part of the Pennsylvania RR, extends from 
Monm,uuth Junctum (Milepoot2.7) to Rocky Bil/., N.J. 
(Milepost. 6.3), a diatanoo of 3.6 milu, in MiddJe­
se.x Md Somerset. C.Ounties, N.J. At Monmouth Junc­
tion, this Jin& connects with the PC line n.mnfog from 
New York to Philadelphia, and a.lso the PC J ames­
burg Branch which is also under study in this Report. 

Summory of USRA Doto 

St&tioot (w1lb lbdr 1913 ctrlOlldt) .e"ed by tbJ• Une: 

Kingston ---------------------------------------- J J 

Total dlrl0&ds geoer1.ted by the Uoe____________________ 11 

Number of round trlpt per 7ea.r.____________________ 2'l 
E&llmated time per round trip (boun1)______________ 2.0 

Rennue recehed bJ PC__________________________ '3,. 876 
An.rage rennue per at.rload_______________ $307 

Variable (uoldable) «NJt or coaUnued 1e"­
IN: 

Coat lneurred on the bl"l.oth line __________ 26. 243 

Co«t ot uper1.dln1 braotb line to t'RA Clua 
I : ( l / 10 of total upgn.dlng COfll) ________ 7, 976 

Coft locurrM beyond the branct& line______ 1, $46 

Net contribution (lo.a) : totaL. __________________ (82. 388) 

USRA Recommendation 

I t is not recommended tha.t. U,e Rocky Hill Running 
Track, Kingston Branch, be included in t be ConRail 
System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Raritan \'ttlley Chamber of Commerce rt­

ported primary employment Joss of 164, and set­
ondary e mployment loss of 190 if this line is aban­
doned. It reports the line would show a total incollf 
loss of $16 million. and a loss of $33,0'22 in proptrty 
taxes. 
-The Rail Service Research Committee staled that 
loss of rail service would increase fuel consumptioD 
by 1,360 gal lons a year. Atmospheric pollution woald 
also increase. The Committee estimates that the line 
generated 519 carloads in 1973 and 648 in 1974. 
-Trap Rock Industries points out that its non•rtn• 
nue producing s hipments were not included in USRA 
c.alculations. It expects that ConRaH rehabilitation 
elYorts will increase the demand for ballasl 
-TPCO has planned a facility expansion which 
would increase ra il usage by 24 carloads. The co11-
pany states lhat it would be forced to close without 
rail service. 
-Cities Service has planned to construct a new fadl· 
ity on the line. 
-Many shippers were confused by the designation 
of MP 2.7 as the segment starting point. 
-Representatives of F ra nkline Township felt that 
the increased use of motor carr iers, resulting from 
cessation of rail sen 'lce. would present a safety haz• 
a rd for school children. 

-
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USRA ANALYSIS 

PORTION OF BELVIDERE DELAWARE BRANCH 

USRA line No. 121 

Penn Central 

Tret1.,n Prtnct•n 
Tr11ctlon Cornpanr, 
RDO 

Bl.di R"• ROG• "\ ~ :: ~renl.Oft 

I ""t_,. West Ttentoft \ f \..N .. Yor\-01cap 

RR'-• ··~ \ / 'l,l"•· PC 
' : ·, . i / 

PC to ➔', : •, • ...._ \_, // 

S.l,ide,e ' !RENTON 

LAl18ERTVILLE • ~ / \ ,,._ .,..,_.,_ 

PORTION OF //"\_ \ '=:~c 
BELVIDERE TrtnlDn 
DELAWARE BRANOt. ~di. PC 
PC 

The ~lvidere Delaware Secondary T rack a.nd a por­
tion of the llelvtdere Delaware Branch, fomierly part 
of the Pennsylva.nia RR, extends from TrtJt,/,im (:MjJe­
post 0.0) to Lamberti-ilk, N.J. plilepost IM), a di>• 
t.ance of /6.,4 mila, in lJrrcer and Hunterdon Counties, 
New Jersey. This hne continues. at Lambertville. north 
to Be.h-idere. At Trenton, this line connecu with the PC 
line running from New York to Chica.go, and the. PC 
Borde11down Secondary T rack. It al90 connects with the 
Black Uh·er & Western RH at Lambert,'111&. The PC 
Bordentown Secondary Track, the northerly continua• 
lion of the Belvidere Dt.1a•are and Branch, are al9o 
under study in this Report. 

lnformotlon for Line Retention Oed,ton 

This line doet1 not directly sen·e any shippers. It is 
u9ed to provide access to the shippers located on C'SRA 
se,ment No. 12ta.. The preliminary reoornmendation 
for segment 121a is that it fUJt be included in the Con­
Rai1 System. Therefore, Segment No. 121 would not 
ben,quired. 

USRA Recommendation 

I t is Mt recommended that these portiom of the 
Belvideffl Delaware Secondary Track and the Belvi­
der& Delaware Branch be included in the ConRail 
Syetem. 
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121 
NEW JERSEY 

PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony indicated that the Oela"nre \'alley Co-­
operative !-lhips 1>0ullry nnd dairy reed from this line. 
-The Ne" J ersey DOT reports thal e limination of 
this line, or line 121a. \\0Uld nttessitate rerouting 
extensi,·e o,erhead lraffk. Pasl experience s hows 
that rerouting "ould entail a 2.10 mile detour and a 
t,\o day delay in s hipments. 
-The Ne\\ Jersey DOT contends that roulini: plan~ 
by USHA "ould require the u.se or the Beh ·idere 
Delaware Bra nth. 
-The Hail"ay Industrial Clearan<"e ,\SSO<"iation 
presenled information sho"ing this line lo be part 
or a through t learante route. A.s suth, it extends 
from the Trenton PC C'0rridor lo <"0nnec:lions with 
the L&IIH al Phillipsburg. II guara nlees through 
freight mo,ement to ~•e" Eng land and Canada. 
When operable this route can -.er,·e as a relief route 
ror the Metroliner. 
- llunterdon County Freeholder Benjnmin Kirk• 
land ~fated that there are l .5i5 throui:h trips per 
yea r on the Beh•idere Delanare Branch. carrying 
IIU.25cars. 
-Ourinje' 1973. Penn.i:y lnrnia P0\\"fr and l.lght s hip­
ped 9,055 coal cars o,·er the branch. Additions to its 
Martin's Creek operation re<1uired 6.750 C"ars in 1974, 
and are e>.pected to require 13.i40 in 1975. 
-Elimination or this line "ould force lhe Black 
lth·er and \\'e-itern RailroJd oul or b~in~ The line 
reports t hal il handled 730 urloads in 197:l and 1.395 
in 1971. The 659 carload~ or t raffic from Flemington 
"ould be lo!'-lt. 
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121a 
NEW JERSEY 

USRA ANALYSIS 
PORTIONS OF BELVIDERE DELAWARE BRANCH 

AND WARREN SECONDARY TRACK 
USIIA line No. 121 a 

Penn Central 

L&HR Connection :✓ =~1 ~,:::•~Cf;1~:.~R 

~ I ,,. 
PHILLIPSBURG /.1 _,,,.-✓f-EL 10 Port Morm 

C. /. . ' \ ~--- - '·...,_ CNJ to Jel'HT C11y 

LVtoBethlflhlffl ,., 

PORTIONS. BEL \IIDERE· 
DELAWARE BRANCH ANO -. 
WARREN SECONDARY 
TRACK. PC 

L V to Jersey City 

Blad! R•~er& Wes1ern 

RR to Flanintton 

y 
.. · 
LAMBERTVILLE ,...._ 
\ PC to Trenton 

This portion of t'he Belvidere Delaware Branch and 
Wa.rren Secondary Track, formerly part of the Penn­
sylvania RR~ extends from Lambtrlvill~ ()l i1epost 
15.-1) t o Phillipffbu.rg, X.J. {)ftle~t 60.7). a distance 
of 36.3 milt,. in Hunterdon and Warren Counties, New 
Jersey . At Lambe.rt.ville the line cont inue.s south to 
Trenton, and at Phillipsburg north to Belvidere. At 
[Ambert.,·ille it also connects with tho ntack Rin~r & 
\Ves~rn RR. At Phillipsbuf'l!lhe linealsoconnects witl" 
the Lehigh Valley. T he continuations of this line north 
and south are also under study in th is Report. 
Summary of USRA Data 
StatJon" ( with their 1973 Nirloe.114) sen-ed b.r thla line: 

!§:~'..:: .................... ··:····-··::~~ ::~ 
LlmbertT111t' ____________ ··----------------------- ~! 

Total ctirloads ltt'nerated by the lint' ____________ -::-;; 
Number of round tripe per year____________________ 100 
1-Aitimated time l)l'r round trip (houn1). __________ _ 
1 IDt'ludn OD Ir INflk 00 totrlllfA1. 

Revenue recetved by PC------------------ $922., 846 
Avera~ revenue per cart011d-------------- $818 
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Va ria ble (avoidable ) C08C. of contlnued 
eemce: 

c.o..t. lncurred on the br-a.ncb line------- ~884 
Cost of upgndlng braocb line to f'RA 

Cla.M l :(l/lOof totalul)lnd.ingeo4t). O 
C.oet locurred t>e,-ood the br&ndl Une •• _ ~ 680 

T otal variable (Uoldable) COl1L---- l,/;'82,(Nll 

Nel. contribution (IO&t) : tOUil----------- (Sl~ i18J 
USRA Recommendation 

Jt is not recommended that these portions of O. 
Beh·idcre Dela.ware Branch and the Wanen Second­
ary Track be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Hunterdon County Board of chosen freehold­
ers es timates that loss of rai l service between Mil­
ford and Phillipsburg would result in unemploy­
menlof 900-1.000. 
-Riegal Products estimates that the 15.5 mile seg­
ment of track Crom Milford to Phillipsburg could 
generate a $69,16i profit. (USRA has found that this 
subsegment is economically ,•iable). 
-Highways in the northern part of the county 
would not be able lo bear the ,·olume of motor traffic 
that would be required as a n alternath·e to rail 
ser"ice. 
-Joseph Shanahan of the South Hunterdon Tai­
payers Association points out that the loss of rail 
sen•ice would ha"e disastrous elTects on small com· 
munities and sma ll businesses. 
-Hoffman LaRoche. Inc .. states that it generatu 
298 carloads annu;llly. 
-According lo the NJ DOT, res trictions have been 
placed on the utilization of alternative modts usrd 
in transporting :2 fuel oils. 
- If the J ersey Central Power a nd Light Co. facility 
at Martin's Creek were to convert to coal use, a sig­
nificant increase in rail traffic would be registered. 
-See comments under Line 121. 
-AccordinR" to information a,•ai lable the good ties 
already on the line exceed the FnA Class I standard 
of 6-I0good ties per mile by 120 percent. 
-The est imated cost for upgrading this line to FRA 
Class I s tandards should be reviewed. 1'he available 
information on the line indicates that the tie replact­
ment estimate may be high. 
-The USR.A announced on March ~ 1975, that a 
reassessment of traffic on the s ubsegment of this line 
from Phillipsburg, N.J. ( milepost 50.7) to Milford, 
~.J. (milepos t :J.1.1) had proven the subsegment 
viable. 
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USRA ANALYSIS 

FREEHOLD SECONDARY TRACK 
USRA Une No. 123/124/1240 

Penn Central 
PC Ambo1 
S.O,,.dar, Trad!. 

.... \, CRR or NJ 

f '- JAHES8URC CRR of NJ / Red Bank• 
PC JJrMSbut't F reehold / 8rid&HIII LiH 

fkanch /,"'- e, .. o-./ "-. / 
// ........... / / 

I \ II., "1, -~eehold ,.' 
PC Hl&flatown '•• i / 
Second•r TrM:ll ~ ...., FARMINGDALE 

FREEHOL
1

D "'-...., j 

~~~~~~~y i 
The F reehold Second•ry T rack, formerly pe.rt. of the 

Pennsylvania RR, exte.nds from Farmingdali (Mile-­
post S.3) to Jam,~burg, N .J. ( Milepost. 27.2), a. distance 
of /8.9 mil«, in Middlesex and Monmouth Cou.nties, 
New Jersey. At J amesbu.rg t.his line connects with the 
Jamesburg Branch, the Amboy Secondary Track a.nd 
H ightstown Secondary Track of the PC. I t also con­
nects with the Central Railroad of New J ersey F arm­
ingdale. The Jamesburg Branch and the Hightstown 
Secondary T rack of the PC are under study in this 
Report

1 
as well as the Central Railroad of Sew Jersey 

line at F reehold. 
Summary of USRA Data 
Stations ( with their 19i8 carloads) etrvtd by tbl1 Uoe: 

Engtilbtown ------------------- ---- - ----- ---------- 141 

Tennent -------------------- - - - ------------------ 133 
Freehold --------- ---- - - - ------- ------------------- I , 728 
Howc-11 --- ---------------- - - ------ - -------- ------ 8 
Fa rmlncdale -------- --------------- - --------------~ 

Total t a rload1 gc-nuated by the 1lne-------- ----- 2. 099 
Number of round trlpe per year • . •• ------------ ---- 800 
Estimated time per round trlp ( boursl---···--------- 6 

Rennue received by PO-------------------------··· t:970. 878 
Anrage rennue per c&rload- ------------- $f68 = 
Variable {a•oldtble) to.t ot t0ntlnued •"lte: 

COit lnturr+d on the brtin<"b line________ 84~. 594 
Cou of uperadtn1 bn.nt'b line to FR.A 

CltM I : (1/ 10 of total upgnd1ng co«). 44, 726 
Cott Incurred berond the bran<"b nne _____ ~ 

Total nr1tble (a TOldable) COlt.--------------- 915, t'l&I 

~ et oontributlon (lou): total ______________________ M, 162 

USRA Recommendation 
It is recommended that the portion of the Free.­

hold Secondary T raek between llilepost 13.9 and )lile­
post 27.2 be included in the ConRail System. 

It is not recommended that the portion of the Free­
hold Secondary T rack between Milepost 8.3 and ~ile­
post 13.9 be included in the ConBail System. 

123/124/124a 
NEW JERSEY 

PUBLIC RESPONSE AND RSPO COMMENT 
-This line passes a ll of the USRA viability tests. 
-The Monmouth County Transportation Coordina• 
lion Committee estimates 2.000 additional unem­
ployed if this segment is closed. 
-Witnesses testified that this segment provides a 
good clearance route connection between the CNJ 
Southern Oh·ision a nd the Penn Centra l Jamesburg 
to Freehold Branch. both of which are to be part of 
ConRail. Additionally, without this tine a ll of Mon­
mouth County's rail ser\•iee would depend on the 
Raritan River Br idge between Perth and South 
Amboy. This bridge has been out of sen•ice for ex­
tended periods due to marine accidents in the past. 
-Assemblyman Kozloski of 1-~reehold calls for in• 
cerased communter service over this line. He states 
that 8.500 res idents or Monmouth County now 
commute. 
-The esHmated cost for upgrading this line to FRA 
Class I s tandards ~hould be revie"ed. The avail­
able information on the line indicates that the tie 
replacement estimate may be high. 
-The 3M Compa ny s tates tha t it owns property just 
beyond the 13.9 mi lepost for which any future plans 
would be enhanced by it having rail service. 
-The New J ersey Farm Bureau identifies this line 
as critical lo local ag riculture. Clifford Case points 
out tha t this line is utilized by the Earle Naval Am• 
munition Depot. 
- The Monmouth County Transportation Coordina­
tion Committee finds 2.986 carloads generated on 
the entire 18.9 mile line in 1973 and s tates that it is 
profitable. 
-The Ne,, Jeresy Department of Transporta tion 
s ta les that 1he :\91 carloads generat ed on the ex~ 
eluded 5-mile segment in 1973 should j us tify its in­
clusion in Con Hail. 
- He1>orted traflic: 

Companfl and location 
The Nelltle Company, Inc 
Rr«kway Gla!IS Co. 
~llnnf'!IOla l\linln1 & Mfg 
Charm.s Candy Co 
Cherwell-lltlli 
Ttuliil SylSttffl.8, I nc 
K n1pPf' Smith l\1(1, Co __ 
Hokeach & Son, Inc. of N.J 
Cro"lln!I Ceilin111 Sys1em 
Fost"' Cannlnf Co .. Inc 

1971 

391 

Carload• 

1914 

I, 200 
I. 000 

16 

Projt1cted 

420 
,oo 

'These firms employ a total of 1.9-19 persons. 
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127/128 
NEW JERSEY 

USRA ANALYSIS 
PORTION OF UNION TRANSPORTATION 

COMPANY 

USRA l ine No. 127 /128 

UNION 
TRANSPORTATIO~ ~ 
COHPANY ~ , :::~WS8URY 

\"\;\~,, ... 
UT Line to · .,/ N•• Er,pt 
P-,,berton y ----

l!- - Cookstown 
- FORT DIX 

The portion of the Union Transportation Company, 
exte.nds from Forl Di:z {Milepost 6.6), to Shrew,bu.ry, 
N.J. (.Milepost 18.9), a distance of 13.3 milu, in Mon• 
mouth and Burlington Counties. N'cw Jel"56y. At Fort 
Dix this line continues to Pemberton. In January 1972, 
an application wa.s filed with thl' IC'C for permission 
to abandon this line (Finance Docket No. AB-38). No 
final act.ion has been ta.ken on this application. 

Information for l ine Retention Oecllion 

This line is leased from the PC and operated by the 
Cmon Transporution Company. Therefore, it has not 
been subjt!Cted to detailed analysis. Current operations 
can be continued by rnion T ransportation Company. 

USRA Recommendotion 

It is not recommended that this line be included in 
the Con Rail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The t:nion Transportation Company reports that 
the Jine generates 3:!:; carloads per year. 
-The Burling ton County kail Research Commilttt 
estimates an employment loss of nine if sen·ict on 
this branch is terminated: personal income IDS! 
\\Ould be $81,000. and properly lax loss or $6,618. 
-Agrico stales that it generated 60 carloads on thb 
line in 1971. 
-1'.APC. Ltd. estimates that it would use 5S to~ 
carloads per year, up s ignificantly from 35 in 1974. 
if ser"ice were improved. 
-Ag"ay Corporation. 12-11 cars per year. txPttl! 
a JOO percent traffic increase when a new customtr 
moHS on the line 1975. 
-McGuire .Air f,~orce Base is considering converting 
two of its central heating boilers to coal. The Union 
Transportation Company estimates that lh is could 
result in an increase in coal tranic of 200 cars per 
year. 
-The New J erse) Farm Bureau testified that much 
of the State"s fe rtilizer production occurs in this 
area. Rail sen ice is \ital in transporting this com­
modity. 

1le 
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USIIA ANALYSIS 
MEDFORD BRANCH 

USU Une No. 130 

... ,, -
hnn Central 

T~:~:~f:::LY 
IRANOI PC/ 1 s-.4arJ 

s,:,i.. lrd.PC 

JIIEDFOAD 

The Mrdford Branch, fonntrl) ~rt or thf! PfflMJI• 
.. aai.a RR. ulftldl from Vowftl /lolly ( )hl,poa U), 
toJ/tdfr,rd,,\J. ( \111i',~6.3),a~uoeof 6JJ-..lM, 
an 13ur1ington County, ~ f!• Jr~y. At Mount I-lolly, 
the hne ('C)Qneo-tl •1th the PC llolly ~ Trvk 
and tMI PC Ptm~rtoo Sttoondary Tnd1. 

Svmmory of USlA Dato 

kallont C.tU. tMlr 101l,<'!11r1oadll) WJTedr., lblaUM 

111.-ron1 -· -··· llO 

Toul ffrt.OII ....,.lffl b7 1-. Ii•-·· --· lJO 
N--""" flfteiad trto- s--r z•r --- - • 160 
•u-t.11 ,._ P" .,...,. trt• o, .. ,., -- . .. 2 

a. ..... ,-!•ed b7 PC ~~ 
Al'fl'&P~-pffffi,._,, •• t,toT 

V1rt■~ fu oldllb\41) toat Cit coatleltt'd -C. IMU""- • tM llnn II• ·-·· k.11.$ 
("Olt 9f •rc,.dl11,1 b"-.dl 11• to f'RA 

ci.. I (VIO Ott 1•1 •J'C"IHUIII: 
!:WI) __ II.Tel 

0. l-rl'1'd bf,J'Olld t ... brHirl U~- 42, 411 

Tet■I l'llNW,, fl~),_.___ 110. .. 

USIA .. ,omrn"'dof'lon 

AltOOU,:h the preliminary ffl'Offl1Mnd•tt0n it, that the 
Medfonl Rranch not be 1nrluded in the ConRail :,YI 
teen.. the pcatbality of 1mmed1a1ely inr~n,: revenue 
muat bt Hl)lored before a final f'f'COfl'lnw-ndauon c:an be ....... 
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130 
NEW JERSEY 

PUBLIC RESPONSE AND RSPO COMMENT 

-Tht Brotherhood of Lommothe t~n~nef'ni aid 
lhe actual number or round trips on lhlJJ line ht- .10. 
-The Ne~ JtrM) t'ar• Burnu .stated that the 
elimination of this line would tause • •uere ttO­

nomlt lou to tbe agritultunl tommunlty. 
-The Ne••Jet"My DOT identified !'!shippenon Ibis 
line. 8tnn of thtM xenerated 121 c::arloads In 1973. 
The olher w•pantf'II gtated that the-Ir nlil u,aa:e 
hu c::eued due to poor 1tn-itt and ol\lvail■bililr 
of c::an. 
-Btrmko. Inc:: .. loalted on the I~ mile Mgmenl to 
be intluded In ConHail Lt turrenll) rttt"h·in,: aervl« 
t•ina ..-eek. 
-The !\n, Jener 00T 5latt'd 1ha1 •uth of the lost 
ra.11 wi■ge on thi8 IIM tan be reto,·ered wllh Im• 
prond atrvkc-. It fttl.s that the bnnd1 tHld be 
prolhable • 
-The \IL llolly-)ledford Rail R~rth Committee 
1;tated that lhe elhninallon of thUI liM W'Ould ,._ 
t11ull In lhe IOM of t()j jobt. The tolal Income 1(1181 
•ould bt ~ and S10.000 loi,t in propuly tun. 
-The ( 'ommltltt e,,.limaltd thal llSf' of motor ar­
rler 1111-ould mean a '500""'" lnc::re&M In f uel eon.!ump,, 
tion. Ttn b,idaf'IS in the ■ml ..-ouW l"f'lquire SI million 
rthabllltation. 
-ne n:tiaatNI CO!fl for •Pkndln,: thd llne to f RA 
Cius I 11ta ndards ahould bt reTle.,.ed. The u·allable 
informallon on the tine Indicates that the lie re• 
plan•ent ntl.ale -■r be hich. 
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NEW JERSEY 

USRA ANALYSIS 
PRINCETON BRANCH 

USIA line No. 703 

Penn Central 

P'1\NCUON No•Y°" 
PIUNCUOM r PIIIUN41t.llia 
8RANOt. PC,+ ..,.,.. ....... Ll11e, PC 

U MIIH...)I 
,,,..,,. PIUNCETON 

.,,., JUNCTION 

The Princeton Branch, fonne.rly part of the Ptnn­
aylvania RR, ~ndt from Pf'i11,ttt<M. Ju,i,ctimt (Aeile­
!>Ollt 0.0) to Pri~UJ11. N.J. {lfilepolt 2.9 ), a distance 
of l.9mil.u, in Uerce.r County, New J eree.y. At P rinoe-­
l<m Junction the lineconrwd:8 with the PC line betwem 
New Yorlr and Philadelphia. 

SllfflfflCM'Y of USIA Doto 

8tatioM ( 1'1l.b tbfolr 1ffl n.rlOIIO.) N"td 111 tbi. II•: 

1""'--t<Ni' ···· - · · · ·········-· 1.:; 

TDUI a.rloaU staen.tlfd b11b• 11•-·-···· ..... 1:. 
N~r °' l'OUlld lrtpa Pfr , .. , •.•. . ··-········· - ao 
IC9U-I" ti- Ptf l'OUlid trip 0KIUN) • ••••••.•••. _ 4.0 

~~ ::;:: ~~ :=;;,:::·:::::::::: ... ::···_; ,1,m 

V1rt•IMe Cnold•b!<t) - ot c,o,attnaed .w"tN: 
()oat l11e11rrtd Oil U•e bnu•ell 11Dt ••••••••••• '7,304 
0o.c: ot 11Plrldla, 1ir1Mb II• to FHA Clua I 

(1/10 of l(IUI IIIW:f'MIII( N19t) ••••••••••• O 

CGet IIIC'Urred WJ'ond f" bn1M11 UM •••••••• &.110 

Total nrtable (uold.llbl1t c-.. .••••••••• = 10, 914 

Xet tc111trlblatloo (loaal lotal •• •••• _ •• _ ••••••••••• ;;,;;;-

US•.A ••commffldotfon 

le. UI Ml ttrommendtd 1h1t /rtigltt 1t:rric. be pro­
vided on the PrinC'f-ton brant'h by 1he Con Rail System. 
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PUBLIC RESPONSE ANO RSPO COMMENT 
-The major <'Onc:ern of testimony rtteh·td • 1-
line focused on pa...-.senger Sotrvice. ,\ sl)Ol(esau. t1r 
Princ:tton l "nhtNiily noted 1h31 thePrinulo11 DiliJ 
is the only public-: lra.nsporlalion whith providfu,, 
cess lo Che Penn Central main lint for 1M 1K1,. 
ployett and ~students at the unfrtrsity. 
-Prior lo 1970 the uni,·er.;ity ulilbtd fourltt1ar­
loadi;i of coal per ~«k. II is hopeful that th, liat 
wlll ~ main lntac:I in case lht uninrsity hu a. rt­
,·trt to coal. 
-The Princeton Fortt:<Jlal C'entu is planntcl ftr lilt 
area. It 1rnuld require rail service. 
-TH limony ,,_-as prt'.sentNI citing the adnn;, tf • 
feels abolition of rail pa116engf'r wn·ice 11oald Qq 

on the em·ironment. 1'he line carrif'iil appr0Ii1111tly 
800 pa,-sengers a day. 
-The Nt"'' J ersey Dtparl ment or 1'nns-por1a!Ja 
bastd on ii'- analysb1 of Penn Central aMtratt Uta. 
credits 1he line ,,_ith G6 t"arloads. 
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USRA ANALYSIS 
JERSEY AVENUE BUNCH 

USU UH No. 1100 

C-,trol Railroad of New J.ney 

lVt10Ml.l-4 JUISfY 

-·-• ').. • -•-• AVENUE 
COMHUMU'AII' AVE '• YlltO 

--;;--- . .. ~.-·­
au. a.,_. ~ , 0.1.,1 .. - \ . .. 

JHS£fAVDUEN.ANOI.OU \ ~!.!."::~". 
\ ""'" 

'rhe Je111ty ,\'t'tnu,e Hruch, utenda from c-•­
,-.o ,., Juwy A.,,,_,, ,V.J,, 0.1 -..k, 1n HtKUOD 
C'ount7, S.J. ThMI liM CIOflMda 11 Commun1paw Ave­
n• with the C'\'J hne to 0.fOGDil, It t'OaDeCU at 
Johnaton Annut with the J..V IUMI Lo 0.k Island 
and to UMI Je~y C1t1 yards and ftot.t brid,-. 

lnf.,_rie11 for Une let.nffe,i 0.ciMft 

TM trallc gentraud on th11 line II b11lf!d u Jer1ey 
City. At th .. timt. ,p«:16c 1nJk lDfonnatQI cannot 
be identified and no n,commend&1ion can be forwarded. 

1100 
NEW -JERSEY 

PUBUC RESPONSE ANO RSPO COMMENT 
-A rail llStr suney identified M.x: ahlppeni on thb 
lint, rtntrallng 29-1 can In 1974. 
-Tftllhnony ptttllcll lht IOM of a t ltut 38 Job9 If 
the llnei8tllrninated, 
- Urnuni Produtll estimatn a~ annual irrowth 
over ha: l '73 lraffic. They 11ould tt&M open1Uortt 
without rail aen·lc•. 
-A«ordlnr lo the New JH1'eY OO'r, req!H:SU for 
rail service to the nn (adllty con~lructed by !khfa. 
,one Bonomo hne bttn 1.,-nored by 1he CNJ. 
-llr. Allen or the CXJ ttportff tllat thlJt line nftds 
ton3fderable rehabllital.ion. 
-The JerM) Cil) Denlopntnl C•uncil or tM 
Chamber or Commer« "porta the followinc ahip-­
person lhf' llne: 

c.,...,.. .. , 
f~•ffl c., 
IJc••• ... edHt,1 
Sr.IN•-.__. 
lJi.G,,._• C• 

\'umk-r of 
1111 1n, • ..,...ltt' 

, ..... 
" .. ,,. ... 

-The tstimi.led mfll ror upa-radin« th~ line to t' RA 
ClaA I ala.ndarda should be re, lt•ed. The uallablt 
Information on the lirw lndica1n. I.hat the Ue re­
plattment etillmate may be hi1h. 
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NEW JERSEY 

USRA ANALYSIS 
WEST SIDE BRANCH 

USRA Un• No. 1101 

Centrof RR of New J•rsey 
WESTstDE 
AYE. 

u.uiOf, ou:A • 
ttEST SIDE ~ /•/• 

~'!!•~~---•✓ ~~~CM~ '•Ht 
Lt .. , LY / C,tr T-lllal 

,.....,..'--cNJ.,. . .,_ 
~ CNJ IVut Sid1J Brtudt, (and u~nsion) runA 

Crom Communipaw to W• Side Annue in Jtf'88J 
City,• distance of 2.1 milH in Hudson County, New 
J,,.y. Al Communipaw, thit line oon.necta with the 
Central Railroad of Sew Ju'!lfly line running from tJ1e 
Je.r9ey City Terminal to Bayonne and beJond. At Com. 
munipaw, this line dom not conntiet but it Cn>allf!!I a 
branch or t~ J ersey C'ity-BuiJalo line of 1he Le.high 
Valley. 

lnformaHori for Uno Retention Dod,ion 

Study of this !me wu requNl,ffl by CNJ. Dt.t.t. for 
thi• line is mergtd with all Jersey Cit.y data, and ther&­
fore 8ludy must be postponed until data for thllJ lint 
can be tegregated and analyzed. ~tailed analysi1 will 
beoomplecOO u thedat& becomNavailabl6. 
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PUBLIC RESPONSE AND RSPO COMMINi 
-A rail 1.1.ser aur-ney iden tified t.ltnn shlPPtrs,-. 
u·atlng 2.069 ca rload!I in 1.97,1. Terminat111 t( nil 
sendce would result in lhe 1059 or at Jeut 8Jt,W& 
All planned growth a nd expansion of the, hi 
¥iOuld ttase ir rail service "·ere eliminated. 
- The New Jersty 001"8 suney indicated ~llcap, 
loads generated by 5 shippers on this line In 671 
-Metro Containo?rs utlmates that alttr111.1t tr. 
portation rosts wou ld be$293,,i96. h kua$311ilJi. 
upansion planned for 1976. 
-Armin Poly@thylene Bag tslfmatN a 15 ptrM: 

a nnual rro¥i lh. Ho111e,·u. I hey would dost witMII 
rail t1en·ice . 
- Malinckrodt Chemicab1 plans a 50 perttnl u,u. 
s ion or their operations. 
-The New Je11,ey City Chamber or Commertt,.. 
ports the rollo¥i·lng companies localed on this hit: 

Co"',,."'"•'"• 
'1e1re C'o1uah1tt cor, 
Ar•UI Poiln•1ll1•u• 8-, 
8aJd.t• Stf!f:I Ce 
1-'NCU. l w 
MaJlat.bodt Cll._•k■4 
M.Pult..llW76S..... 

Robart WNd ••d "'"" 
J. T , R,-.,.. .. 11 a, SH• 
SliiN•T11,-lw l a< 
Stau L••kr C. 
v.a- T. Ttnld..,-

'"aa,111 .. aL 

1 Sidln• •N"d• re,alr. 

"" Certo.dl , .... ,. 
/'1.4. .. 
" .. 

ZKI 1.1• 



USRA ANALYSIS 
NEW AIK BAY H IDGE 

USRA Une No. J I 02 

CenfNII Rollrood of New J trwy 

OU•-• L,, ....,_. I J.MrC.lf r .__ /. 

L'I•~ 1o.tot_, i:c_.._--:;'•:--- / \ ~~• 

♦ -- --f----·--· ,t \ 
,c1111W.....,..I I 

: "-'" da.r-
6,.......,1 1110U ._ HOM;"' 

OIJ • ,:,::;.,::--- ~ MiOloL 

au-·_. au --Thll se .. rt Bay Bridr uundt from 1/t,t#t (B.,.. 
-,.IWI) ( l li"poll 7.0) to Sito,.. (Eliral>tt4~). l/.1, 
(Mil•poal 8.9), a di.ta.nee of U MU«, in lludeon ltld 
rnMIII Count-. S•• J•r.y. At Hoolc and Shore tht 
hne contrnu. u the C'ent"I Railr<IMI of Ntw Jt,.1 
lint. 

M'-crti- f9c- U,ie l•t.ntio,i o.c.lSWfl 

Bayoone ,tupptrs will c:on11n~ to be aen"!d by Con 
Rail na tl~ ul!llin,c Lehi~ Va114!y br1dr, whi~h ill 
lo.-&tNl S m11- to the North of the CNJ bndgt. ~ub­
-i,uent diananthnc of the CSJ bnd~ will remon • 
•nou• nui~uonal haurd for ocnn 1hippmg monnk 
hftqen Sewerk Bay and Sew York Harbor. Ehm1na 
hOft of the bndge w1ll. ho,rp,-.r. •n!r • h.,ti1l1 p&ll"Otl 

iffll IUbeurban Rn-iN>. 

It. 1111.ol rwomn1t11dP<i that the Sewark Bay Dnw 
bri. lM! iMludtd in the ConRail Syt1tm. 

1102 
NEW JERSEY 

PUBLIC RESPONSE AND RSPO COMMENT 
-The N't• JtnteT DOT 6ndsno ahipPf.rl •ll'tded by 
ttSAUon or •n·ke over this brldre u Iona- as M n'• 

Ice i. continued onr the Lehigh Valley brldgt; three 
mile.north. 
- ne Cllr of Bayonne oppoMS the elimination of 
rsill puse.nger.&trvlu .-la Iha§ brld1e. 

... 
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NEW JERSEY 

USRA ANALYSIS 
PORTION OF THE SOUTH BRANCH 

USRA Line No. 1103 

Central Railroad of N•w J.,-sey 
r°J t9 P~llliJJMl'I 

',..._ .._ SOHERVILLE 

J . IW~u f----
'. OU •Jw,., C11r 

OU • Fl ... ,- POUIOft OF TME 

,, 
.,..\.....- ROYCE SOUTM 11\ANCM, CNJ 

This portion of the South Branch utMds from Som­
~""ilk (Mile.J)Olll 0.0) to Royce. N.J, (.\hlepc.« 3.1). a 
distance or 3.1 milu. in Some~ County, New Ju-.y. 
A continuation of lhi• l ine nu.nds Wfftward from 
Royce, which 91!ClOr UI a lto under study in th~ Report. 
At Somerville, thi1 lineconneii::ta with the Centnl RR of 
Ne.w Jer91!y·• Jer11ey City-to-Phillipsburg Line. 

Sv,nmory of USIA D0111 

81.atlont {WIUl ~r 197$ culoaU) WTTffl by lb.It !lat: 

Ro:,C'!t ------------ ------------------------·---- 101 

'l'\Mal a.rlNq StOfflltffl by t~ lloe... -----•··-- 101 

N11•wr or round utr,1 ~ ,..r. ---······-·-----·-·· 62 
~-lffl U- Otr MQDd !rip (bcl.a ... ) •••••••••••• ___ 2.0 

~-~ Nttlr@d by CXJ__ ,1111, 721 
A'l'trill(t '"flloe ptt carload 

V1rtabl" (al'Oldabl•) (Gitt of t'Ollth•IINI 
Mnlff: 

Silt 

CNt 1-rr'fd oa It.. br:11Ddll Uae_ •• _ 12.Mt 
CCll'C Of UPST11dlq b"'~b llu 10 F~ 

ci. .. I f l/10 ot lotat llpp-adlas COil) •• 2C 
Can Inca~ ti.~ I.bl' braDl"b IIDI' ____ '7,238 

Total Yai'Ulb1e (■l'oldableJ ~ ... .. '48.861 

SK twitr!butlon tlooNI total 112. UO) 

USIA .. ,omm.ndation 

It is Mt roooo1mendtd that thit portion o( rJ1e South 
Braneh be included in the ConRt.il Syst.-m. 

PUBLIC RESPONSE AND RSPO C0MMfM 
-The New Je~y OOT identifies the l'Yl'o main_,. 
or this line as the CS Pos1a1 S«-rvic-e Eas1,,. Am 
Supply Center, and the \'eterans Administrttiaa 
Supply Depot. 
- The Nn· Jt.rsty DOT fttls lhat on-bruth. flft 
esllmat~ by L"SHA a re o,·erslated. 
-Consideralion must be ginn to the total rtrt11t 
that ~ould be lost to C0n Rail i f 1hi6 line ll 11tt m, 
tlude,d In lht Flnal SyAltm Plan. In 1973. 101 can 
on lhl.s 

0

lint Ktneraltd a total re,·enue or $111$: 
ho"t,·tr, only SI l,i21 "llS :utributtd lo tht. lint. 
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USRA ANALYSIS 

PORTION Of THE FREEHOI.D BRANCH 

USU UM No. 1 r 04 

t.ntrol U of N.-w J.,..,. 

.... '"' • ua, ........ 
*"'-:':17 

... ~ :::~~z·· "Z:::~ u .... 
fllEEHOLO • M ... J..n-
aUNOt OU 

~11:G.AIO'll.Lf 
I 
I• au.,,..., 

Th• portion or the Fr-Hhold lh-an<"h, uwnds from 
.t/~rtll" Uhk-poet 11.9). to V11ta_.1t, .V,,J. (Mile. 
pott. li.l).a ddtanctof J.I IIWU. m Yorunoutb C«mty, 
~•• Jertey, At lfac.awa.n. thla hne oonnecu with tM 
:S-ew \'ork & Loni Branth R.R. 

s, ... 11,_,., ., USIA Dato 

Statiaa fwttb tMlr 1m NrtOl.clt) .. "ed '7 till• u .. 
,.,_. u: 
~ •nllll ·-•-·- •··-· • IT 
Bra4"ell ... ,_ 

T'otll ('U1oatD lf'MBlPd br ~ IIM 
~ • ...,...,,_.,,;,.....,,..r 
l:.tl-Udtl_ptt,....lrltt( ... ral. 

.. 
. " ... 

a.... .. ttNt .... br<roU •••••••• -·-··•·•···••• '11,0N 
A--..,NffllM,..-"ri.d ..••••• ··-··• 11• 

1·•11uk tuddabloti NM ot -1t•Md -Oott t-l'ftdoa tbe brt.Ddl llu ••••••••••• IO. 112 

O...••~....._.u.10FltAdaN 
I fVlOottOC&IIIIISrt.dllll'~I •••••••• T,'81 

C.0.C.bM:9n-Ntbuwdtbtbn.DdlllQt ••••••• 0.4tl 

Us.tA I K Offlfflet1dotion 

It U1 Mt recomn\tndf'd that thui portion of tht F,e. 
hold Bnnd, ~ 1nduded m tM Conlwl Syttem. 

1104 
NEW JERSEY 

PUBLIC RESPONSE AND RSPO COMMENT 
-Thi., line aq:ment i9 In the northern portion of tbe 
former Matawan to f rffhold CNJ brant.h. The por, 
lion or tbe line eoolb or Morp.nrllle is oat or aitrT· 

ltt: due toa brtd1e f&Jhare. 
-CNJ trusttu have pbttd rehabllltatlon ~ta of 
thia line at S?OO.IOO. 
- Reprt.Mntath•e JamHI J . Howard slatH that the 
l•ptrial Oil Company of Morranvllle •oald dose 
If rail •n-ln over this lint Is ell•Jnattd. 
-New Jen1t7 DOT !!late& lha t from CNJ ab8lrad 
data ll found U ~rloacll terminatinc In Frtehold 
In 1973. flo"evtr. no CNJ •nice was pro·rlded to 
t utomen1 in Frtt.hold In 1971 The pGIJIMbllity that 
thtM nrloacb wert dntined to amto~f"II Socaled 
alonr the bn nc-h llne &hould be IMestl,ated. 
-Sew JerM7 DOT .aatH th.at on bra.Mh NM1ts In• 
rurttd ht the USRA flgorH IIM.ffl uttSSlu since the 
Mnice bl rendered by a crtw a8811nment that Mn ff 
olhtr Mata••n atta ind-..tries a nd wtll doubtleM 
tonllnue to *Ork the area In the future. 
-The Monmo•th County Tran&portatJon Coordlaat,. 
ln,c Committee rtt0mmended that 11enltt be main-­
tained onr tine 1101 ••Ith the remalnin,c porUo~ of 
the bnnc-h plaud In a land baak. 
-Con~deratlon midi be ,:lven to lhe tota l N¥t:nue 
tkat •ould be IMI to C•nR.aJI If th.ls line is not In­
duded In lhe Final System Plan. In 1973. 83 mra oa 
this IIM generated a lolal revenue of S,16,460; how• 
eu,r. o"ly SIUs.1 •u atlribllted to the IIM. 
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NEW JERSEY 

USRA ANALYSIS 

NEW YORK & LONG BRANCH RR 

USRA Un• No. J J OS 

'-- .... 

~•:-:::'i'7....," .... 
lndl"fhM:fi 

NUYO,tl( __. 
a LONG IIUHCH 

"uv::,:"' /""" 
JUNCTION ~ 

Thii portion of the Ne• York ,l Long Branch RR 
uunda from Atbwy Pri ( .\.Ciltpo,11. 28.1) to Bay 
Huui J11~tWn. NJ. (Yiltpc11t 3S.O), a dilt&nOIII of 9.9 
1'1UU. in .Monmouth and Ottan Coun1iea. X.J. At 
. .\.lbury Park, 1hi1 line continuet to South Amboy. 

$1,1mmo,y of USIA Ocito 

l!ltaUOII• (wltb 1Mif' lfflt.,1MIM) .. ~ by tb!Ji llu· 

....... ------··------------------------------ 8 l!lprlAf t..h ............................ __________ ltl 

Polllt PIN.1t.llt- •• -·-···············-··•········ 24G 

Total e.rloeclt ,-nltd tt, ta. Uw.............. 282 
~11•ber of ..,.Dd tr1p. Pl!f JN.f _ • • IOI 
f'.•tl-ttd ume ""' n:nl.lld u1r, (bo)al'I) _ ____ ••• & o 

~NUl.~rl'd br ('XJ 177.~ 
AffraPl"f'fftlU.l'.W'fnll1ot1d 12111 

\'artablf.(•1'06d•~)t'Olltofl'Obth111f'd11r~ 
Cwt lll('llrwd oo 1ti. bnancb 11111' l""d~ 

-llltffia-1 T~.9.11:, 
f'-t of GJ'Crt1dh11f brall('b lllM' to f'RA 

""'"' 11 1oor1oul11~dlqro,tJ o 
(·Ollt IIIC"Olffd b,,Jvlld lbfo brant-b 111.. ::a. cr.e 

'T'ol11l w-ulabJ,. fuoidahlfl t<N1i HM.009 

'°'°" toa1rtba1lon flO.l IM.11 l!.'6.1131 

USIA le<omm•ndotion 

It is •,iqt f'K'Ommtndfd that f"1"gM •'"·itt ht, pro. 
vidNI Ol'N'thia ponion ortht" ~""" York & Lonjl' Braneh 
RR by thf' C"onHail $yMtm. 
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PUBLIC RESPONSE AND RSPO C0Mlleil 

;-!:: !;n::~ ~dT ~•;~T~~: ~:t;; := fC 
handled by PC on the line t hat 111·ert not llrllM 
by USRA. Th~ gtnerattd an additional S&'iltlil 
rennuts ror the lint. 
-Xew J en,ey DOT idtnlifit d sixtttn .shipPff1 • 
I his line. 
-C'NJ rePOrts that its tar loads intnued 2$ ,a. 
cent In 1971 to 351. Tht Monmouth County Trw, 
portaUon C'oordlnatlng C'ommilttt rtpol'U398a,, 
loads in 197t Re,·tnue ptr car is a lso intrtuin,1t­
cordlng 10 Point Pfta_~nt Oi.s1ribulol'$ •ilk:li rt­
<"thtd 170 cans at mJ ptr tar in 1973 bui paldl,tl 
per rar for 203 c-arload~ in 1971. II trpttli t,,. 
cth·t 2--10 In 1975. l'!ilng 1971 carload 6g11m u• 
applying the 20.5 pttetnl ratt lnc-rtax ii 1w t1-

1 
ptrienc~. lhe company finds a $59 ptr tarload prtlt 
for lht line. 
-C'NJ c-onttnds that USHA has a lM> ore.rstattd tM 
on-branc-h operation8 and rehabilitation tOIIIS aH 
c-hnllengt"S the fig ure or eight hou.111 ror round tn, 
crew time, s taling that only thtff hours or thurtw't 
lime i.s attributable to this seitmtnl. 
-$.I million ha..'l been in,·tsttd In maJntenantt f11 
this lint bJ the Slate or New Jersey in the puc rm , ..... 
-This line i.s a n e$Stntial commuter route. semtl' 
more than 20.000 commuterw in Monmouth 11• 
Ottan Counlif!lt going to the Ne111•ark/ New l'otil: CilJ' ..... 
-Htported 1ha1 138 million has been appropriatM 
by the Sitatt or ~•tw Jenrey ror eleclriflta lion of Utt 
entire lint from South Amboy to Bay Hnd 
Junction. 
-According to tht Monmouth County Tran&portl­
lion Coordinating CommltlN! the Asbury Pait 
r~ighl :rard is in lh is MKmtnL 
-C'ons idtration must be ginn to t he tota l ren111t 
Chat would be lost to Con Rail j( I his line is not i> 
duded in ronRail. In 1973 the 282 cars !hon hr 
USHA gt nerated a total rnt nut or $301,116. hew· 
e,·er, l)n)y $77,893 WfUJ aHributed to the lint. 



USRA ANALYSIS 

l'OltTION OF TOMS RIVER BARNEGAT BRANCH 

USIA Une No. I I 06 

t.ntral Railroad of N~ J.ney 

"''" --·-~ ...... , 
TOHS1'\~a 0. 
TOHS klYU a 4 I •II•• 
IAltHKAT--+ 
U.Mot OU 

P11fEWALO 

Thil 1,on1m1 of thf 'rc"M RiH·r .t lkm.gal Drauch 
u:titndt from r._. llirvr (lhlt-polll ;.,o 10 fJ,-w:r 
Crult, \"J. ()likpoat 1 UJ. a dlll.&Jn of'-' ,.;Ju., in 
Ot-nn County. ~.J . .\t Toms Rn .. r, thts hne t'OntlRUN 

10 l.alt•hu.-.t. 

lv""'""l' ef USIA 0.to 

l!UtieM twl!II Lbrir lffl ('llrl•lbl ..,,.NI by 11111.a IIH 
1'1-•ld G2 ... ~ .. 

T.UI NrlOUI ..-wnll'd lioJ' llw IIH N 
Xaabf.r of roand ul,- llf'r ,..._, -• 62 
E•U-tf'dli-pl'rf'OHd trlpflw1•nl ·--- 4. 0 

~•l'H.trN"7~J ... 221 
A......,,,...._ .. P"'C"ariol<II tl«I -\'al'llMf 11....idabl•I i-. of to11ll1af'd 

"""" C'•l-n'N111allwhn1111tlltl.lN' -- !11,iM:I 
C-.. tf IP,l'Rdu:11: .l,nl9('tl It., to P'RA 

na.1 fl 1oe11•a11s,,ua.ru .. -1. 

C. •-rtNI N709d Ill• Madi uw_ I. 4!1t 

'hul Ylrlabw tuoildl~I t...c 1lill, .S.. 

'ec. .,.._,rt-.U. ,._, Mt.IL. tM :ta) 

USIA h<offlM~dotlon 

.Althourh the pffhm1nary rK'l'.Mmntndat.on is that 
th~ portion of th. Ton1' Rinr A Bamept Rrsllt'h not 
bl' 1ndudN1 in tht ('011 R1il 5ysttm, 1he pM1•hil1ty or 
1ntnwd,attly UK'l'N$lna; rtf'tnUf' mUfll hP u:plol'Ni be· 
rorr. • final l"tt'Offlnwnda1ion can bf, madr. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The portion of the branth rrom Plnewald to Oyalt:r 
C'f'Kk is prne.ntly operated under a centnctun.l 
q-l"ft.ment bthrffll the Jerwy Central Powtr ud 
U1ht Compan7 and CNJ. J CP&l. PAT• CNJ 111,000 
per rear under thls a1retmot. which runs unlll 
1981. JCP&l. tetlm1tt1 the follo"Klll.f rail usqe: 

C•~ ·~· 
"" .. . .. 
"" " , .. 
'"' ill 11,IM 

"" .. ,u .. 

The t0mpan7 hu invt11ed $16(1,000 In • n..11 • par lo 
Mrve the pla nntd Forked River Nudnr S tation. 
adjattnl to the Oy5ler Cl'ffk Nuclear Gentralln1 
Station. Ra.II atnict It .. ndator, for the mnstn1c­
Uon of Ulla fadlity a11d for the rtplatt1Hnt of any 
onnbe t0mponent& 
-CNJ slattt that the USRA figure of four houn for 
a roWld trip on thll I.I mile Mgmtnl ii lnt0rrttt: 
a one hoar tiae is aon reallstK. AddltJonally, the 
to111 lnn1rred on brand• 18 li.lled u SS'i.9-'-' bat • 'htn 
t0mpared to the t08ts Incurred on Une No. 1105. the 
tOII Mown It lhrff times 1ruttr for the Toffl8 River 
Branch NI a ptr m.lJe hul& 
-Con1hleral10C1 mast bt afn.n to the total ruenff 
thal .-ould bt INt to ("onRall if this line ls nol In• 
duded In the Flnal S.111tem Plan. In 1973. the 56 CH'S 
on this line pnerated a total rextnut or 129.599; 
botre\-er, only $9.%%1 ....,. attributed lo the line. 
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NEW JERSEY 

USRA ANALYSIS 
PORTIONS OF HIGH BRIDGE BRANCH 

IISRA Line No. 1107 
Central Railroad of New Jersey 

:n.,--=.,•,u,-, f ~c~:t:· 
M0trl1 c-;'j_;;~"t:-c;::.CNI • 

LAKE JUNCTION;\,... ~:::COfl~a•_,, 
~:!f~M~4KE \ J~cll• 
l"ANOI, OU / • F_,_l -­ELS.«-• •:\. ';" r 
OU il•IIH 

MICH UIDG ~ l • w, 011· 

,,,..,.,,., ..., <=·ubt"r' 
Th., pon.ions of the I ligh Bridr and the I.Ake 

llopau:ong Bnuk:h, extend from /Jig/t. Bri.d9~ p lile­
poM, 0.0), to lalt~J11n.t:tion.,\·,1, (Mil~2S.9),a di&­
tance of 28.9 mil& in llnntudoo and Morn$ CoontiM, 
S".J. At High Urid~, this line ronnttta with the Cen­
tral Railrud of New Jel"llty line ninning from Philli ps­
burg to Ehu.bethport. It ronllN."U: with the F.rie La.cka­
\\"tllna litM! running f rom Hoboken to Chit-ago, the Lake 
Hopatcong Brlllth of the CNJ. a nd the Wharton ti 
Northern Ra1ll'Old at £Ake Junction. The Lake Hopat­
cong Bnnc;-h of the CNJ <"Ontmuea north at Lah 
Junction 10 llorri• C'ounty Junction. The High 
Bridge Branch of 1he ('NJ «mtmUf'S nonh 1t llopat• 
rong Junction to ltockaway. 

Sum,nory of USltA Doto 

!l1atl01111 l'lrltb tb4-lr 1m r11rtoaWII •n-M b1 lbh ..... 

Total Hrilblll!' luotd1blll!' ) tWL •••.•••• - •.• t:!t, :15 

:.ll!'t contrtbatlon 1'-) koU.I ••••••••••• ····-· tltl,ta 

USltA ltecomm-11dotlon 

Although the p~hminary rfit'OO'lmf!ndatton ii thlt 
these port.iOOll oft.he lliJrh Bridge Branch and Ulfll.aa 
lfop1t.cong Briuw:h not be included int~ CooRaiJS,. 
tem. 1hfi pomib11!ty or ,mme<hately Jnt'rK&lll( rt.ffll• 

at Bartley must ~ explored lx-fon! a final l'fCOmmeodt, 
lion can bf. madt'. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Board or Public Transportation or !ilorril 
County testified that 2-10 earload.! were 1ener11ff" 
lhi!I line in 1973. There ls a large eon«ntratiol et 
shlppel'8 in Wharlon. N.J .. east or Hopatron.g Jaat, 
lion, many or which re ly on this line. Morrill C.aaty 
&lated that if I heir traffic til included.1973 U!a(t n, 
3.523 carloads a nd 1971.,,.·a.s3.430. 
- Thatcher Gllt88 of Wharton was conttrnecl aboat 
the drcuitous routing Its sand shipments •·011ld bt 
forced to use without this line. 
-The llalecrest quarry, located on the Mt. Hopt 
Mineral RR whk h connecls lhe CNJ near Wharton. 
" 'enl Into operation in No,·e mber. 1974 and Utl 
shipped 12.:i carloads onr lhe High Bridge line by 
March, 1975. II projeds 2.000 carloads for 197$. and 
o,·er 5,000 per year for 19i7-1979. 
- CNJ ltsli6ed that 40,000 carloads a yurof bridae 
traffic a re handled o,·er thlS line. 
-&-ars Hoebuck a nd Company is planning a nfWdis. 
tribution center "·hich .,,.·ould gfnerate 2,S00-3.0II 
plgJtyback loadl! a nd a00-7j() carloads per year. \\11 .. 
out rail sen·lce Sears l!lates that the fatility woul• 
bf. builttlsewhere. 
-Keutrfl and Esser projecllJ 150 carloads Pf!" year. 

m p Brtdp .••. 
Califon • . •••••••••••••. 
I.on, \'■1111!'1. 

- Elimination or this line could cut oll' actt86 to the 
2: Mt. Hope Mi neral IUl 
1 - The CNJ leslified tha t USRA reha billtalion and 

t,■oo.,.. 

KN11'tl 
n operating costs for this line s hould be reduC'fd. Tht 
01 company ha., upended $.'Jj(),000 on rehabilllatio■ 

Total r'llrload1 ~rwn•~ by I~ Un,,. 
.'\umbtto<roo.111(11.,._..Df'l'YMr • 
Uhn■IN II- t.-r """!Id lrlp iboani) 

Rt,..niw r'fttl,.«l bf C SJ 

•. 171 sinee 19i3: l!i,000 rail lifS han been replaced and 
_ •• 42 10.000 are scheduled lo be npla«d in the 1Jummuar 

~o 1975. IJl;z miles or the track ha,·e been nballasled 

A ~t' .. ltt n!'l'l!'lltle Ptr t■rklad 

-~ s inee 1973 and additional ballasting and surfarinf 
Jl90 are sc-hedu led. 

\'1rt.lblt> fl'l'oldlhlf,) - f)f t-onlhlllf'd 
IIH"f1t'e: 

COit IM'lltffd on tht' bnindl lli:w- •••••• 190. 984 
C'oet ot VP(Nd!n, t;,_ll("b II~ lo FHA 

rla.111 11/10 of,~., UJ'fl'lldlu NIii). 21.81'1 
C- lnnirl'f<! bffolld lhf bnu~b 11.... • ..J.L..lQiL. 
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-The Soulh Branch Watershed Association 1up­
ports diScontinuance or ser,•lce o,·er the High Bridp 
~ninth because six dua ilment.8 a nd cargo spillll 
1n the past 1.,,.-0 years have resulted in tons or mal~ 
rial falling Into the South Braneh or lhe Raritan. 
Hlver, a Primary potable water aourtt for central 
0'1ffti,uud Q1I pag~ 330 
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USRA ANALYSIS 
PORTION OF THE PHILLIPS&URG LINE 

USIA Un• No. r J 09 
Central I .R. of New J.,.,_,. 

PORTlON, 
JUW:TCITY-

•- ,-,tlW"SIURC 
~ ;\ LIME CNJ \ 
TrlO, PC \ HAHPTON 
IL&HIO•• \ E~ • N--.C --- ­
TrMlapR,IMt)\ ~ ... •~~\_.,_. 

4 
~~'1 

i>ttlLUl'SIURC , • .., 

\\~:~::_~~~2_: LY 

'•.ltMdl. PC 
Thw porhon o( thfo Je,-,- City Phillipal,o'l[ t.M 

ut•ndt from 1/- pto,,. (.\li~poat Ml.I). to Plt.iJlitH 
61,.rp, .\'J. 1Mile1)08l ii.I). • di.stan('f, o f Jf,.6 ,,Jl~-1, 
•• llunr.rdon ant.I Warn-n ( '4Ml.DliN. Sew J trwy. ,\t 
Hampton. t ti. lint N.lfltlnUfla Mil to 1-:liuhfthpon. ,\l 
Pl1ilhp:1bur,:, tM l111t rom1K111 wnh th~ IA"h1gh \"alley 
RR Lan,, btlwN'n Jf'rwy City and Oulfalo. l..im1kd 
tubarban paarnjt"r _.n-~ wu nttnlly mau.1r9raud 
on lhi.s portion of 11,e Im.-, 
Sw~mory ef USIA Doto 
tun-- fwttlrl tW.r 1m (9....,., ~ .., ""- II• 

llamocaei ....... ·-.,. 
!"It.Ill.I...,. .. 

T'«al ..,...._. ~IN 1t7 IM' lhw .,_ 

:-...-.n el .... lrlpa Pf"' ,.., -­

r..tl .. tl'od II- pl'f "°"nd trip lllourt l. 

a....- ........ "" .., " '"·· 
Af'tta.p lff"9l' PH' f'llriooM-

\'lrllbk !affldabll) C'Nt of toalh•ued hrf· ... 
c..c 1-,,,,c .. tllll ...,wti u..... ..•n .m 
t'MotaP1,.dttebn 1int1 .. 1e rRA C'la• I 

(l/10 ot total uppadlq COM) ••• - . 0 
C,O. 1-'"' .... ,.... Uw ,-_. u... n.tll 

s.r. - n11,.r1oa 1io-1 : t«aL. --··· -----·- IN,,.eet) 
,.....__..l __ fMi.lM-flllN .... 1-......... --

USlA letemmendotlo,. 
It ill ,.., reoommtoded that tr.apt arTio& pro­

rided O\'tr thtt por11oo of tht Ju•r ("1ty to Phillipa· 
burg lua ht indudtd in tht ('on Ra.ii Sytttm. 
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NEW JERSEY 

PUBUC RESPONSE AND RSPO COMMENT 
-Wtd<-o, Inc .. Wtst Portal, llnd ,\~hbury Gnphllt 
Milli!. Inc .. Hampton. 11lalt 1hat lhty -.ould both be 
forttd out of basint<l8 .. 1thout nil ar,;ltt. \\' Nico 
estimates 3S to 10 job lo'!Mll' and a local tu 108il of 
119,000. In 1973 1ht company rect.lvtd !ii tarloadA. 
In 1971. 61. and II projtd.1 ruturt u..u.1e of 151 ,.Ith 
a plan~ upansion. Mbury, located al milepost 
60 rt«h·td 167 In 1973 and 13.t In 1971. 
-Crltf BrOL. rtporlil onrhead tn.fflc on the lint 
a mountin1 lo fiO can per day. 
-RtprtMnlallvt lltltn Mt) ntr rtport3 lhal lht 
tlimlna1ion or Mn'i<-t on tint t 109 •·oald jeopardize 
tht planiwd upansfon of CanHon Co•pany. Man­
agtmt nl cstimalff a cutback of apprnlmalely 100 
tmployttS•ithout nil •r,;·itt . 
-Tht CSJ tntlkd that lht p(l!l8ibilil) or lhiA line 
btinl( retained u an audhary tr~1 ht n,ult Mt,.Hn 
Alltntown, Pa .. a nd l'cwark, NJ .. should be con• 
iqdtrtd. T'bt~e-. Ju•> DOTcon<-unL 



1800 
NEW JERSEY 

USRA ANALYSIS 
PORTION OF PlEASANTVILLE SECONDARY 

TltACK 

USRA Line No. 1800 

Pennsylvania-R.ading S.Oshore Lin.s 

MCIIEE OTY ~ " 
PORTION,-+ l.l 111•ln 
PLUSAMTVILLE 
SECONOARY ~ 
TUOt. PRSl ,,,. PLUUMTV!l.LE 

/.. ✓,,,. ';-:~!a': Cit, 

Lu,.-1 ✓ ...._ ~-t_,,. \ 
T,.adi, PRSl \ 

This portion of ttw! Pleasanhille Seconduy Track, 
ut,nds from .V<-Kr, rir!I Plilf'p(lfll M.1 to Pfra.1ant­
-rilU, N.J. {~filel)('8l !'>6.9) 1. disu.nce of 3.8 mik~ in 
Atlanti<' County. New Ju!!if'y .• \t Pltasantvill,. this 
line conntcU with lhe Linwood ~ndary T~k of thf' 
~tnlllyh•ania-RMdin~ ~uhore Lillftl, 1.nd 1t •Ito ('(>n 
tinun to Atlantic City. Tht> former line is alto undu 
8ludy in th~ !kport, 

S1.1mmory of USIA Doto 

81auo ... ( .. llb ,~, 197:S C'Uluad•I MM'l'd bT lhi• llr..,. 
MC'KH C'lt7 
~oNhltld •••• 

Tocalc.rio.dal'Nlttlllt-db7 IIJooll~ • • 
:0.Ull'lbn of l"Oand trip,, l)l'r ,.,.., _ 
f'.sll-lNI lhM pe,r l'OQnd 1rip tbour,o. 

Kuftl,w l'N'd1'NI b7 rRSL. . _ 
.\1'f~kf'n'~Uf'Jll'rtuk'old _ ••• 

\'trlabl• (HOhlllba.1 !Wt or C'OOlll1111,N .. ". .. tl49 

("o.t IM'llrl"NI OD lhoP bra1Kb llllf' 3,\,ff,9 

l"oo.t ot 11111ndlo« bran.-b lino. to t'R,\ 
na .. I 11 10 or total u1,crad.lnir <.'fWI J o 

l'.,.!lll('urn'd bf'yondthf'b ... O<'bllM' 11,49-t 

'" " " 115,t:MI 

ToUI l'Ulabl, ll1'61dabltq <'Ott l0, 113 

SH f'Olllrlboutloa fl-) IOU! ••.••••• _ ••• •• ~ 

USaA h<ommendotion 

.\hl10lljth lhe pttliminary r'N'Ofllll\f'nda1ion ,,. that 
chi.! p,ortmn or 1M Pl"-santnllf' Serond1n· Track not 
~ ind11rlNI i_n lhf' \onR1d ~ysltm, thf' JXk'!Sihi\i1y of 
1mmNhatPIJ mrrH.sm,-:: re,·enuf' musl lw uplon'd lwfol"f' 
a flnal l"N"<Hnmtnd11ion <'Ill l,,p made. 

J22 

PUBLIC RESPONSE AND RSPO COMMENT 
-Se" Jer-.ey 001' state" tha1 thf' L'~H \ a!IN fl( 
<:Olit rar10~ in e,alualinA'. a ll of t he Plt.-iL lint-!1111 
point" out thal u.:in,t; ,,n,:,.1.. tig urf'<i ln!lltad ■ipi 
fa,·orabl) 1nfJuen« inrlu .. ion of AAme of lht lilltl 
- .\I~. NJ DOT nolt<- that the re,enut'l a ttribl1t4 
to 1he traffic on tht..e linh are only thos,p mu1tt 
ea .. t of ("11mden 1hat 110\\ arcrut 10 J"HSI .. \ NI'! 

nalioit1c piclure can be obtained if to1al ~\tnuttW 
\.1ould accrne lo fonHail i1rt' con .. idf"rt-d. II IMl6 
I hat 1he rnr- for Che ~o!lhfitld ~talion 11nul'ff, 
lted 10 1hi .. line" hilt"' !he , 1a1ion ioi actuall, lmtf4 
on l.ine ,\o. IM'll. 
- Tht' l'lra...ant\illt- 'h·KttC'ily Rail lt~arrhC• 
millN' --lalri. lhal lhi.;i linr r,:rnt-r.tted .il2 carloaih 
in 1973 and :..·,1 in 19il. Thr.) rslimalt- t-mploy■ttt 
le,;. .. at :!.i2 joJ>.;: a nd a llt-rnlion or racilil) ~ 1• t• 
l'"llil U'-f!N Bl $120.2."i-O. 
-tumber l)i .. tributor~. Inc_ al l'lta!l:lnl\ illr rtpmf 

!JO carload.; 1>er )e:1r In 197:t. IOfl in 1971. and npttts 
lfl.i in 1973. It oitatrotthat ii;; facility l.s~dwtotbt 
included -.egmenl I hat if ~rlice "ere f"Xlt-ndf'd jMl 
to the lumber com1iany thal portion or lht ~atilt 
"ould be profilable. 
- \tlan1ic J'J:L,.til' ('ontaine~ Inc-"ould halt plw 
lo Ol)t'n&le if,; plant 21 hOUl'"li' a d3) "hirh "ould hut 
h1('rra~d emplo) mtnt b) ~ a nd trafllr by 90 tan 
IH' r)l!:tr. 
---.·•aco Slttl Corp .• "ould can«I furthtr plans 11 
dt-,elop an indu .. trial park. 
-:-:eaN. HoebucJ. and C'o. o r l'lea.-.an11illt- rtttntly 
be,ran re<"ehinJ,: rail shipmenls a t the '.\1r Ktt Ci(J 
team lrark. l)f!{'au:-f' or frrc1uf'nt pilfnage and \'1.n­

llalbm :ii the l 'lea~anh ille team l rnck. Star, n • 
l»ttls lo rt t'l!hr appro:-.imately 60 ca rload!J pu ynir 
;1.t lhis l(l('"alion. 
-.\tlanti(' C"lly J-:lt-<"1ric Co. rttefrf"S tmnsforawr.< 
al -'l<"K~ ('ii) " ho"'f' ht>i1o::h1 and \\eighl charatltr­
i-.lk"' nf'cl!;;_,ifalr conlinut-d rail S#n ict-. 
-The e~limated cost for upgrnding thi~ lint to FR.\ 
ClaN. I s landards should be re\·ie~ed. The 3\ ailatlt 
i11lormalion on lhe line indicale.s 1ha t the tit tt­
plact-ml!nt f'Slima te may be hig h. 



r 
USRA ANALYSIS 

LINWOOD SECONDARY TRACK 

USRA line No. J 801 

Penn,ylvonio~.ading Seashore Linff 

H( i" c.t, ',~ s~: 
LUIWOOO \ 
SfO)N0AA'f' ,, LUSANTVlLlE 
TkAOl l'IUL - - ---

•. )., ... , ... 
LIM-00D 

~ l,in.-00(1 ~d•" Trad,. utm<h from PltM• 
a11li'i'llt ( !olil•1X11« OJ'I) 10°!,inv-&1,-f, .\'11r /rnty ( \file• 
poll 3.J~). 1 dioea""° of J ~? ., 1111. in \ tlanti<' C"oun1y, 

Se• Jeretty .• \t Pleuantvillt-, 1hll hnt <"Onnf"U with 
the PIMMnh ille SN-ontlary Trade of thto l'e11n»ylun11 
RMd1ngSt,a..,b(.~ Ii~ 11w-por11on from Pln.ant\ille 
•tit It also u!Wr 1tuJ, 1n thUJ lkpor1 

Su,,11,io,y of USIA Doto 

Ital .... 1.-tllil tllPlr 19Tlf9 ....... I """fd ~ tW.lt• 
LlaWGOC _. 

Total f'll'tolodt Cf'llf'NtNI bf IM' IIW 2S-t 

'-.boPr-6,._.lrtPfPN"f'Nr HM 
lllltl-tNll-prr~lrtpt..,_1'11 l.l 

~- l"tft'l•M b, PRMI. 164, 081' 
Jr.l'tna,p rTffll•P""nrloN S?ll 

\'trl.llm! IHoldabl•I t'l'.llll lrft'Olltlnutd#rr• .. 
C.. tao:.tttoil .. lllf W.M'll U• - 6%, Ge0 
(-.. ol UPr11dl-,; bnlwll 11• IO YkA 0.• 

I 11 IOM'lot•lapa:,.d\n«t(llll'I 19. <41T 
C-.. lllt'ln'foll bl'JGIIIII OW b,_nr-1111.. 14, 82'8 

USIA l ecommendot4on 

h 11 Mt l'N'QfnnM'ndNI that lht l..1nwood ~lary 
Tl"al'k bt mc-ludNI m 1hfo Coolbil :,.J>'lftll. 

m 

1801 
NEW JERSEY 

PUBLIC RESPONSE AND RSPO COMMENT 
-The ~thnat f'd tGSt for UP1ndln1 th~ liM lo t' H \ 
fllliill I standard, should ht re\lo,d. Thf' auilable 
infonHlion on the line indin.t~ I hat the tN' ~plac-~ 
menl e,;l1mate ma) be hia:h. 
-Nev. J erMy DOT rt-port~ lhat rt-..-ult • from their 
rail•nitt:.unt-) lndiC'aleal lea..ct 271u rload§••re 
a:entnlflf on thlc lint in l!r.3. 
-Ott Wood l ndustrit8 lihlp~d :.iO n.rlGad~ in 1913 
and i.tllllt8 that It mi1ht ha\f to ttllW o~ratlon" 
•llhoul nil ;;f'nitt. Th• Nlmpan) N1nlt>ndll th.at thf 
fia:url" 1Jlllltd by l :,l.R \ for malnltnaMe I" too hi1h. 
Xt"" J..-~.l"Y DOT al-.o !<ilat~ I hat :m:urdln11:· 10 rn~t. 
liJMtablt and Ind.: rha rl. tM 26 t a rloadiil II Xorth· 
fil"ld .. 1a1ion altribulflf to Unt !'rril>. 1..:00 Lill iMerTttl 
1111 tht i,l11lion ic ~ally l()rnt•d on UM No. 1~ 1. 
-C'on... .. lderation could hf ,i:iun lo redudnit 1hr 
round lri~ P't ,rar . RNludn,i: fre• l•ltt loontt a 
"'eek l'fnkt •ould ~ull in "ub!-lantial on brant h 
c-o--1 rtdudion,4,. 
-Thf' t--linulfd Ii•• lt'r round lrip appn,rs lfl be 
high wnsidrrinJ lhf' ,olume or lraHlt and the lua:1h 
of the lhtf. 
-forudckntion musl tw 1 h·en to th• tota l reunue 
that •ould ht 10!'1 to ConRail if th~ line h nol In• 
dudfd in thf' 1-' lnal S)i;lfm Plan. In 1973 the 2.tl ta1'1!1 

on 1h111 hne Jf'ntntfd a tota l r•,.nuf' of S.1AA.236. 
ho.r,,u, onl) $.>I.Dr." •ac attributfd to the line. 
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NEW JERSEY 

USRA ANALYSIS 
POl!TION Of MIUVlllf BRANCH 

USRA Un• No. 1803 
P.nnsyfvanlo-R.oding S.Osho,e Unff 

\....-~ 

a.uw'}~, ·' .,,., 
~":."' 1' I }. ,· 
PIUL /. POltnm., ,• 

/ "ILLYILLE ,,• 
IIIMI04, '°':..~ lNElAN0 

~ . .:~ \ .. ~~-=. 
8'1,,...,11 .. 

This portion of 1he Millville Branch u:«inds from 
Oloulxwo (llikpoet 18.0) lo J'i,v/a'ltd, N.J. (Milepoat 
M.0), • dlMn<>e of 16.Q tnilu. in Oloul'e6t.er and Cum­
berland counti-. New Jen,ey. Al Gl&Mboro, this line 
cootinUM through Woodbury to Camdln, and it aleo 
c:onnecta •ith the Bridgeton Branch of 1he Penn.,-1-
vatiia-Reading Seaahof"ll f..inN. At Vineyard, it int.er-
8l!Clll the CMtnl Railroad of New J,rMy'11 Southern 
Line n.,.M..ing from Red 0.nk to Oridgeton. At this 
point. it abo contimtd lo Do,dw.eter. The Oluaboro to 
Woodbury 111tgme.nt and lM Bridgeton Branch of the 
PRSL,uftll aatheC'NJ Southtm L,ne,art:al9ounder 
ltudy in this Report. 

Svmn,ary of USIA 0010 

tltatiou (wilb lbetr tfflcarload•) Wrffdtl1'tbi911N: 
0..JIN ••••••••••• . •••. ••••··•·••••---- 1'8 

....._ ... 11 .. 1111.e •••• ····-·········----- I 
N......seld ·--•· •••••••••••••••. -····-··-···- lOG 

row cutefl4111 ,-rat.NI try 11M ll•---·--- 'Sf 
N.-be-r ot rcNM ll'IJI' pt"r J'Nr ••• ___ ---·-··- 10!! 
k1-t" ti- Ptr n)QDd trip O•oan) •• _.......... LI 

8"-t,Doe Nffl~ bf l'RflL_ ••••••• - •• ·····-··· ftt,30t 
Affn,ll'f' rffe.ae Pf' n.rklllcL ••• •••••• tHIO 

Varta~ , .. °'4Dblfol «-t of t"OGtt11oed •"~· 
l-0.C 1- ""'1 .,. the bralldl IIIM' •• -. Ut,Olf 
c.t of sptn,dl.q bn.Mb line 10' FllA 
a.. I 11/ 10 or total 11peradl--, 

eoM) ·-··········-·-·--- -·- ·--- 0 
coat lanr-1 bt-,-Cllld tlMbnDNI llw.. 15,4111 

Total .,.rtable (uoklabi.) ~·-·--··· lM.429 

N~ t'Olllr11:tutN)II 11-) · Iota~---- (ll2,1•1 
USIA. IHommM1dotion 

It is ..at recorn~nded that lhi.& portion of the } f ill­
ville Br11nch be included in lhe ConRail Syaem. 

PUBLIC RESPONSE AND RSPO COMMl!it 

-There wumuc.h testimonyoppoeir\J'abandollllfll 
of the PRSL Lines No. 1803, 1sa., and t~ -kDt 
retaining CNJ Llne No. 1108 running fro■ \11e­
land to Lakthunt. ,..,lfh a connection In Wt• 
Junction for tut-,..·est .wrvftt. RHPOndtnt stald 
that the PRSL line is in better condition ud ih 
better dean.nee route. 
-Mr. Wayne Rodan s tated that the PRSL li1t • 1 
a shorter route, handlin,t more carloads (i85 ttrwa 
470). 
-Owens lllinoiss:ild that the PRSL li11t from \'iat, 
land Muth lo l\Ullvllle and btyond, intladNI ii 
Con Rail, will terminate at Vineland if line 1113 II 
elimina ted M there is no physic.al tonntttio1 • 1 
lween this l\1illrille bra.nch and the CNJ,O.-m1fil. 
nois shipped 1,0"..5 carloads in 1974. 
-The City of Vineland stated that it underm..i. 
111wilching racllllits are planned In the vlcinit7,f~ 
Boulevards and Pear Slrttl where the CNJ «­
the PRSL in downtown Vineland. Thill Is an ■nat• 
cepableplan to Che dty and 16.000oni would 111-rtit 
bf inteRhRnt@d in a downtown Mopping arta. n, 
dty also stattd Chat the intert.hange farilitits 11 
Winslow Jundion are inadequate. The Vlntl&N 
Safely Director is cont.erned about ritf!;ultanl lrdc 
wngmlion and hlndra ntt to the mo,·emenl of uttr- I 
gene,.- vehidtt. 
-The Railway Industrial Clearantt AMOci:llitt 
Ml.ates that the line ls pa.rt of a through duraM 
route tonneclln,t with CNJ a t Bridgeton Junttiol. 
11 is vital for the moveme nt or uct:Mive dlmen.sitl 
machinery lo lnduttrles In southern New Jer.7. 
-This route i§ an o,·erhead route for I0.000-1%J!f 
carloads or sand per year from sand pill • ut• M 
Vineland to glltM plants in Camden a nd othrr pohttL 
-Many witnesst11 tailed for consideration of lint 
~menl.8 1803 and 1805 as one branch. 
-T and T Freeurs tttJli fitd that its traffic wu aot 
intluded because it ,...as billed a t Vint'land. Tk 
company stated t hat Its $500,000 c.ontribution to IN 
area'aeconomy u well as its: planl fnvitf!;lment woaht 
be lost without rail servl«. 
- Report·ed traffic: 

~ .......... ,_ 
PMC.No...., 

_...__ 
--....No ..... , 
T AT"'-,~•.t 
~'---"'-..... ~--­=,_,.__. ·-

,,.,, ~ . :::: . .. ~ . .. ·~-., -m 
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USRA ANALYSIS 
BRIDGETON BRANCH 
USRA Un• No. 1804 

Penn,ylvanio-1.ading S.Oshore Un" 
•.. fll,llt1II• 

' llt111dl, PASI.. 

/'' ~~'i 
11 1 .. ,.,. .. woc;rro. ~ 

/ •::•PRSl 
•-•-•-"t_CNJ ~,,_ ....... . ,J- .... ,_,_ 

\ \~ g,11.--.. 
Th,, Brid~- Branrh utends fN)m 01-lboro (l,h..,,_ 

pGll 17..'I) toBtid~to,,a. .\'.J. ( lh~pocM.O), adiatanoe 
of /8.t ww'u.f, in Gloue'ffttr. ~k,n, and Cumbtrland 
C'ountiM. New Jtr8fo\•, At OlaMboro. thi1 line rormectl 
.,,th1MM1llnlle-B~nd1 l.ineof1M PRSL ,\t.Bridge-
1on J.mt1«>n, 1t oonnHU with the HNI Be.n.k to llndp­
ton LiM of the C:SJ, and tM C'XJ C'. A ll.R. Bn.ncb. 
All lintf exttpt the I.._ att aliO under tt.ud1 1n this 
He11ort. 

Suff!mory ef USIA Doto 
~U...fwtllotwlrlr.J.'9-.................. ,cw.u .. ... _ .,_ 

u ... 
~ -----· 

T-1 ...,,,-u s-t"" ltf U.. H• -- • 
:,;_.,.., t1' ,...,.. 1110- Pll"f , .. , .. 

r...tablt.lM-d ti- ptr ,oua,d !rip fboortl.----··· 

...... _., .. .,.,,c,.~ -----
·~'""'-'"'Nrloa4 $102 

'l"artab&t fa"Cllfdab&.J ~ tit t'Olllhl""' _,.. 
Coat 1-.ntf'l'd oa tti.,, hrallNI lhi.t 2111.11'& 
C'INf. fll • Pl1'NUUI' bnill('\ llw 10 rRA 
0..1 fl,l0-6..._.I-SWradlac~I. 0 

C.l_nw,d...,....U•lnllellll• i,O.IIIIO 

N"-ll''lt-.t'- 0-) l<JUil • __ - f21f.1J81 

USlA .. co111111endotl0f'I 

Althoo"h 1h.-. prrlunin•~• rtt0n1Mtndation ia 1hat the 
Hridgeton Branch 1l0t bt intludNI m 1M ConR•il ayi 
tem. tht poaibility of immediately 1wrt'Uln~ r,,~nue 
aunt bt u1•lottd llf>fo"' 11 6nal rN'Offlmtnd•uon C"Sn bf. ....... 
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NEW JERSEY 

PUBLIC RESPONSE AND RSPO COMMENT 
-The New J e111ey Farm Burt:au stattt tha t tllmlna• 
tlon or t.hla tine • ·ould be ,·err dttrhntntal to the 
•sricullural lnduii:lf) in theana. 
-~chahdi: MIii& or Elmer, rtetind 158 rarload1 or 
Jt'r&ln In 1973. Thli, would Increase br u much u SO 
t:an in the e,·tnt ot rtduttd Mid•tiit •grlcultural 
output..1od1 u o«urrff In 197t. Los, or Mnitt O\'tr 
th[t line •·ould t'aYM tht •Ill lo dote Ii~ the e,rtn 
cost tor utllldng motor frtl,:ht and contl rattlon or 
new unloa.din,r and 11tor• a:e (adliliti ~ould ht: pro­
hlbllin. Closlna- • ·ould cr"tt • hud<ihlp (or rarN• 
tf'8 In tM •rff Rntt Stllalid ifi one or only t•·o 
npplien ror tutain tttd predatts. 
-'k'hallck MIii.a alMt IIUIH that 61 other carload111 
~trt re<:ch·td by twilomtni ot the PR~U. In Elmer. 
- flunt Weaon bu a new plant on thl• lint: •·hkh 
tXPHb to slllp m carload111 in U11t )tar btcinnln1 
April 11. 19TS. It dlhaattt a rz million annu.2;1 addi­
tional upe~ I( torud lo use motor freight. 
--8f•brook A1rlcily, a ilt\tral thouAAnd acre unll 
dtulopmf'nt. Is In advanttd plannlna- 5l&Cfll •I thlJ 
time. l:pon ro•pldion. II projttl8 a &0.000 pc,pula• 
tlon and upttlJ!I to,rentnatt- ,onsidt-nable rail traffic. 
-The R•ll~•r Industrial C'ltamnct AMociallon 
f!ltalt11 that lhl• tine is part or a throu.rh dtarance 
routt to Southern Nt• Jtr8tf, u.nntttlnJ wilh lht 
CSJ •t Brid,r:tlon. Thi8 --•HI~ vital lo lht moY .. 
mtnl o ( outslu mathintry lo indu:irlrin In South 
Nt~ Jtrstf81ncta lltmalln rouln \·la CNJ or other 
PHS L lines han rt:!!trktln dtarant.$ 
-Tht tiJti .. ted tGSl ror UPJT&dhtt this lint to FR.A 
C'IMII I s tanducb Ahoold be re,·it•td. Tht anillable 
Information on !ht line lndlc11tt$ lhat tht lit ttplac-e­
ment n timalt may ht hla:h • 
-{'onsideratlon must ht afrtn to the lot•I re,·tnue 
U1a1 would be IOi'I to ConRall ir thi• lint ls not In• 
t.hidtd in tht final Sy11te• Plan. In 19'73. tht I ... ~ 
11an, on thl~ lint ,rtnenated a tota l ttnnut or 
Sl...16S.09-I ho"' t \U. only 1192.900 Wllll altributtd lo 
the lint. 



1805 
NEW JERSEY 

USRA ANALYSIS 

PORTION Of MILLVILLE UANCH 

USRA lin• No. J 805 

P~n,ylvonio-Reoding S.Ot.hor• UnH 

"-•""' .... I lr•dri / f PAM. le 

l"ASl / C.,,._ 

-! __ I 

9000IUll't' 
I 

I 

I~ CLASHOIW 
4 

r- PIISl • 
/ 1a1- .Md, I 't .... ~•HIMII 

"Ul. / • :,.::- .... ..... 
ThlS fMH1.tDn nf 1ti. \hlh·illto Bran.-h uttnds from 

Woodbwry ( ~111,pofit ~il to mauboro, .VJ, ( Milt 1~ 
J"-.0), • d,,..,_ of ,u nul""- 1n C:ioot'f:t,tf'r<'ountv, x,.­
Jff"'lf') . . \I Wnodl.ou~.lhi.luw, nnun1a1·,t0Camci,n .. \t 
fila.,!!,hr,ro., 11 f'ul'1nl'W:U •uh th. Hnd~on HrafW°h oflllf. 
l'Rf:J,,, an,I Ill#' li!M' ,l_.. rontmlH'S lo Don-hNit4"r. Tt,e 
foMJM>r 1111(' and the M·~mf'lll of 1l1t- llllltr lme from 
nla..t>Oro M \"1otlafl<I •"' al..-~ 11n<il'r ,tu,I.> m this lte 
jl0r1 .. \t Woo.llit1'), th m al-o inlf'l'or,.._ 1~ P,nna 
CiM•f' Hru- h an.I tho "•I Un.nrh. ldh Plt.,r. .. 

SununOfY ef USIA Doto 
1<110, .... i•Uh IMlr 1$13 NlrlNll•I ~"'NI b7 !bl,, ltw ~-.11 tlt 
r,~. 11 

'hilal .._,._.. _,,,, ... .., rw 11- 1110 
'\"-a...,etr,,n,4ftlpll)l'TfMf ~ 

Et,tiaar..i 11- ''"' ro,,,,1111 trip 111<>ar-1 a.a 
IU'l'f'III"° "'""l•NI t,7 PKM:I. 
AIPRplT•P ..... JIPrl'llrt"IHI 

,-...t,_ ...... _,t..brl..-1111... 14.?IO 
c• .. 1 "'III-CNd11111 b,wl!O"h h• l<t >·RA (1■• 

I I I· 10 1,( lr.UI DJ-«"'dlhl 1••1 I 0 
t·•t 1-rn,,j tlf-1•-.d tll• l>rflwll IL- It.OS: 

USIA Recommffldatio" 

ll tw ol N'C"'C'ln•" ndnl lb.It 1hi, pnr110t1 n( tt .. \Jill 
\1IW Jlnirw-h hf' 1nrlo,l,,J 1n th. CooHail '.',~'itNn. 

PUBLIC RESPONSE ANO RSPO COMMa,· 
-Thi!I hnt "'ould ffl1uirr no upgrad1nc•~ 
\m.,.tar t Orp(tn:tl ion. 1'hl"I j,. in rnntra-.110 Ult! 
thr t"NJ l inr to I)(' indudt"d in Con Hall. •hich 
rrqu,rr ... uttdantia I rrhab,111:ation and n.11NI .._. 
lhC' c-ltar.tntt load, I hat th_, -; hM ru,. 11lf ._, 
lndu,1r1:1I ( lurantt h.-.M&al1on nll,r1rt-M1J 
hon of lh1-. lmr a" a lhrouth rlra,-nrt "'1t l 

Soulhl'rn '"" Jtr'-t). 
- \m..,lar t ·orJH)ralion"' rtporltd fi.!I n.rl•~ rw 
tnlrd on th,, lint 1n 19i:I a .. follo•,1;; 

r-,,..• 
\••t.■r C ...-.,_r■u•• 
c·r••• /,Urrlwtrti 
o,.,,.. lthfto&" GI~•• 
l'wr l l•p...-1• 
s..t~•ff'I ......... ,... 
Gla...-.n(.W"-i•f'M'f'(a. ._.,. ,,. . ..,,, , ... ( .. 
r,1 ... cow ,1 ... u·,- c • 
Uu..,trfoul A. T,rr, 
1-hlf' ( hrM1HI ('o, 

, ........... (a. 

-• . 
• . 
• 

I I 

-\hddlC' \tlanl1t· ,1111 .. orl. fo.. al m1ltiptil 11.!rt­
C'f'hf'd :IO.i ntlm1d" in 197:t. 
-C. ''- h.andlC' fo. of 1'1tman rtiporltid It \ t9 
Jr"") OOTth:1.111 rttt1\Pd II rarlud,.i■ 1"1 
- \m~lar ("orporat1on projttt<e a 31 ptrtttt IKffl!lt 

m lraft"k lhrnuith 19...0 (:tf; n,r-;). lhat It •1II Wrt­
,1u1rt"d lo h1,1:1II Si0,000 11or1h or unloadinJ f'lfllt" 
men I. and II ill mC'ur :rn :1ddilion11I f.1-"-100 ptr 1flf 
for lrurl. dthurit>'l. If r,1II "'°"'iC't la;c db<~n1UI• 
--O"'en, l ll1no1;; proJ«I"' futurC' usa,:• •I• Clt 

load~ pu )Hr, 
-!\e"' JeJM) DOT rt'JH)rt, -( :0-k \ L,M J!o,1$ ...-. 
app:irt"ntl), anal)l.ed 11rim11ril) on lhf b:ti.i~., ilJ 
IDf'al .-.tnke. llo•t'Hr. 111111' 11fij:hl 11uJhtinte111 
nluC' u II hridt:r route for 1rafflC' .-ene11111fd w,...i 
Gl1.<,;!',boro. O\trhrad tn1ff1l', alonC'. arroun1HI r.-1 
lo I! thou~nd rarload-. of .!land ptir )far frN llr 
sand p11i. brio• \ mtlund, in addilion to indaslrill 
lntftk from bolh rtie llrid1eelon Hninrh and tk 
i\11lhillt' Urnnl'h brio• w .. !',,. ... boro, \ I- th~ hot~ 
'Ital a...11 a lhroue:h tlt'arantt routt ror onl"iUt 
fN"it;hl. Th....,, f:r.tl01"11' mu,1 hf, 1al.en into Nl~rl' 
tion b) thf' l :,.;Jt \ •nal,,.l;i of thi" portion ef tM 
MIIMllt Hr1rnrh ... 
-('on.!'idrrnlion mu-.1 bf> •h•n to 1hr 10111 rt""" 
lha1 -.ould ht' lo,,1 10 ('on Hall if thl!i !Inti i!t Ml_. 
tludC'd 1n lhe J 1nal s,,1,m l'lan. In 19il. l90tar'• 
lhi<1 lint> (C'fff'lllled a. Iola.I ~\t"nUt' or 1113.7$0: ...... 
e,er. only 116,031 "'u allrlbuted 10 the lint. 



IT USRA ANALYSIS 

PORTION OF GlENOOllA BRANCH 

USRA ll"• No. 1806 

Penn ,ylvonio--leoding Secnhora LiMJ 

Thll por11on o( t~ Gkndon. llnmch ntend, from 
8tlf'"4ttr 1lhle110St i .91 to Oludorc.. .,·,..,. lmty 
()hk'po,11t 9.~• . • d1t1aAC't' of UJ ... it,,. in C'amd,n 
Co.int\,~ .. ..- Je~T ,\t Jlelhnurr, thtS li,w NNltlDUN 

to OlolKffttr. · 

Su"'"'oq' of UUA Doto 

1!•10- t1tr1!111Mr lffl f'lrl....U I .,._,.I'd bJ ~ U. 
....... T2 

oi.-on --·· ··-- ,.. 
Tvtal nr1•44• _,,uHI l>• rlw llii,,, •• 111! 

'~flllroadlr1S-PN'fMf.- •• 00 
Eatl-led ti- P,,r -C U1p 111,Q,onl. 1 T 

8"N111t rftttl'ed bJ rRSL 

"""""' ........... PK tart._..d ft12 -Ttrt.W 1■"61kW.1 - •t C'Ollll■-
Wf1'lc,, • 

<"•t ,_rffd {'II u,. t•rud1 IIM.--- Zl, llilO 
('- l , apen,dlbC bnltnl II~ '" nu. 
(1- I • I 1• of 1,,t•I 9llltl'U1111r 
..... - - 0 

("OoitllW'arn-dt.r clfldtbtobn.n-tbill>f' 1,lerl 

i1a.n1 

Total nrt..t,w t•l' ..... W.I ~ _ :P. lt0 

'ft _,lrlbot:I,,. 1~1 l<>t•I • · ··-• 03,,,let) 

USIA .. <OIWlffl~tion 

It ~ ,w,t niN>ff1mrndui di.at 1bil ponion of 11.P Gkn­
don Branch bl, inf'ludtd in the ConR.1.il ~y»wn. 

1806 
NEW JERSEY 

PUBLIC RESPONSE ANO RSPO COMMENT 
-( on ... dentmn ,hould hf 1ti\ut lo the tota l "''"".,. 
lhlll 1o1ould Ix- 10 .. , to C-onr.ul 1o11lhout th, .. 'l"ltfflf'nl. 
Thi' II' nr,i on lht' hM i,::cMnllt m 119 or 1o1hirh 
onl) JU.Iii,., a tlribu1Nt to ttw- bunth. 
-The r--lima1ed l11M Ptr round 1r1p appur< lo I» 
h•~h ro11-.ider m~ the 1mfllt", 1rnd lhe lenglh 1111d con­
dition or th" hne. 



1807 
NEW JERSEY 

USRA ANALYSI~ PUBLIC RESPONSE AND RSP0 C~ 

POITION Of CAMDfN TO AnANTIC CrTY LINE -.~,,ral tommuttrs rtport tllit 11- i, "-t, 
100 tomau~rs ptr dar and bas ,.tHtillf•~ 
1hr, Tht St.alt or :St• JtrMy MIid~,... 
wr,·ltt on t he lint. 

USRA Une No. 1107 

Penn1ylvanla boding S.afflor. Un" 

\
+-PCU•• 

•Oolu 

I 
NADOON,ia.o 

.,.._,01n1011 o, 
HAODONPIILD•AnANTIC 
c1n LINl. l'ltSL 

UCAITOlf 

-­N.-,.J • .,,.J ---
Ad•11c Cu:, 
1-.,1t11. 

Thiti portion of the Camdtn to Atlantic C1t1 J..in,e. 
utmda from /JoddOft~ld ()h ie~ 6.1) to Lw.t'<MtOA, 
N.J., (!ofl.Mpolt 11.S), •~of 1~ Milu, an C.am­
dea Count 1, S•• J•rwr. \t lladdon6eld, 1hil lint ron­
necu ..-,th the PC line running to Otlair. At IA(alton. 
this lin. Nlntinuea to Atla.ntu- Citr, 

Su'"'"°" of USIA Doto 

-Tht Cha. mbtr of Commun s tatts that tlltilu 
bfoln1 ('Onsidut'd tor an uttnslon of P\TCOt• 
lran§il lJfA"ltm ). 

-Tht '\"t,. Jtr,wy DOTatatts: 
""At thi,; llmt, loal r.-..i,;ht s,udtt • lilt ill\> 
' ""'" lladdonfitld and \\1Mlo• Junia ■,-
1idtd b1 an usia:nmut oPtratina ott ti Pt,a 
Yard, Camden, a nd operatinJ on 1ht Cltwtra 
Hranch to Wfn..,;lo-... Jun<"lion and lhe11 lad:• 
•,rd to Haddonfield. Thu arra~••I .,. 
con~dtrable circuily bitca.._'"t of Pe•• Cntnle. 
en.lllp o f the line btt•ffn Haddonle141Mr.. 
Yard. Once ConRail Is In uistenu. tli,e •tt• I 
Penn Central from Pa,onia to Merthantrilltt~,n 
l laddonlield 0 Lu<'fll1lo•n miahl btthf IIOrt~ 
method of operatinl[ the local f rei,tlt Jl"tTWiar• 
on the line bet•ttn lladdon&eld and l\1-IPJ• 

~~~;: ::c~;:::: :: ;:~,:!;7t:,':::-:.~ 
considerable operatinf efficie:ndt1 and «-. 
both j[Oal.s of the Att. 
"'On thi'l basis. the line should be ttN■attteihr 
lntlu'Uon in the final •,flltem.. .. 
- Consideration •1191 be rh'u i. the tee.a!..,_ IC.U- fstl• t ... r tr.I ta,_.! _.._ ..,. tlll& "-: ... _ 

., .. _ :; tha1 would be lost to C'onRail if t lllis li.■t ••• 

Tot•I NMNid• lfflffSINI b'J' lbe ll•~•­
l"sabff oC' ro.ad lr1519p1-r7Mr ••• __ 
r.tiatitfd t1-~ r--4 n1p ,-.,., _____ _ 

ae-"""'"°''7Plll-. ..,,,_.._ll'tfffl ..... 
Va,U,- f•• ... Mt) ~ oC' twll•WN -Coat 1-fNd oa Uw• bn!W°b 11114' - - .. U,0.,0 

co.t. of IIPn'MIIM bru,ttl 11 ... to r RA a.. 
I 11/l0ottou.l 9PP'MU .. ~1- _ t 

o.t 1-'""9 _,... U.. Madi u.. .•. 2.0II 

SH toalr11M1t1N ('°'9) · tOUII 

4 tluded in the Pinal ~ystem Plan. la lffltk!lt:15 

29 on thlt line generaled a total re,·tntM! ol mll': 
r,o ho"M.e,er.onlyS-l.911 '111UaHributed to U1itlilt. 

·- L8 
.. . .. u 

fl. OSI 

161. U:2\ 

ll W Ml rtc•c11mrw,ndNI th■ t th~ portion of th. Camden 
toAllant1~C'i11 LiM be int"ludfd mlheC'onRail S.)1Jtem 

j 



1807 
NEW JERSEY 

USRA ANAL YSI~ PUBLIC RESPONSE AND RSPO C~• 
fOITtON Of CAMDEN TO An.ANTIC CITY LINE -S•t:nral tommuttni rtporl thlll line i! 1tiliao, 

100 commulu8 J)fr day and hu pot,nllal form. 
use. The- State of New Jtrser sulMidiltt ,.__ USltA Un• No. r 807 

P-,,n,ylvanlo Reodlnt S.O:thor• Unes 

\+-:c~': 
I 

i ILO 

,ORnON o, 
ADOON ,tfi.O·AT\.ANTIC 
TY LINI. 'RL 
Ucmotl --H ...... 11,w--' --..._ 

Atl• dcCllr 
liM,PASL 

This portion of th. Camden to Atlantic City Line, 
utendt from fJa,d,,l,,,.,CU ( Milep,01t &.I ) to Lwa./.Ofl. 
N.J., (Aliltpoel ll.S), a dilt.ant-e of U, ,,.iJu, 1n Cam• 
df:n C'ounty, St• Jtrwy. \t. JladdooReld, thll line ('Ori,• 

IV!Cta with the PC line nanni.ng to Delair. At Luruton. 
this lim rontin-. to Atlanta<' City. 

Sum,ttor, .t USIA Doto 

~tat'- (Willa llwlr 1971 "''1oadtl ~ b.f u1i. Une : 

an-ltt on the line. 
-The Chamber of Commertt s tat,- that tMlia,1 
be.ins considt~d for an ute.llSlon of P \TCO (­
transit systt.•). 

-ThtNe•· J tl"8t)'D0Tt:latn: I 
'"At thl8 linw. local frelrhl sen·itt .. Uw batlt 
t•·ttn Haddonfield and \\1Mlow J1M1tN ii,.. 
,idtd b) an a.Mig-nmtnt o~rating oul of Pa•• 
\'ard, Camden, a nd 011ttallnJ on the C'lt._ 
Braneh lo \\ ,nslow Junclion and lbn '-ck •• 
'lllatd to Haddonfie ld. This arnng:tlllfnt int""' 
c-on!'oidt rablt dtnlly btnu~ or Ptnn C',11tral ... 
tr8hlp of t ht line ~l•ttn Haddonltld and Pal9 
Yard. Once Con Rail i8 In u~ltnce. lht ne .t dt I 
Penn C@nlnt.l from Puonla to Muthan1vllW111Ni• 
lladdonfitld,Luc-ulo• n mic ht be the aon ~ 
111tlhod of operalinr the lonil frrla-bt prtfi41biran- I • 
on lht lint btt"ttn lladdonfit ld a nd \\'lnslo.-J,., 
lion. Tht udu!!!iOn of this line at tlti, ll• ...W 
forec-lose a n oplion of Con Rall lha1 m11:hl tffd • 
considtrablt opuatinit tfficltndn a nd fflHIOIUII. 
bolh .coal.8 of lht: AtL 
"'On this ~ 1ht Unt flhould bt rec.aan4M f• 
inclut,.lon In the final S)'llltm.-
-C'onsldtrallon mW!t bt ginn to the lotal ~ 

WOOlkfftlt • • .... _ 21 that •ould be loiil to ConRall If this lint Li al 9' 

Total Nrlolldt a-Hied "' tli. llw 
N■__.,.ot.,,.adltrtpalJll'r1"r ···-· 
.._._lelll'-prr ..... 1rtpf11,1■rsl. 

~1".'l't•i,rd~l'RJ!;I._._ 
A1'f'r9ffff'ffll•Jlll'•"rto.d ••. 

,·,rtai. , ........... ,... °' -~ __ , 
~ lnail"rM Ml dw brallH UIM' ·-· llf. 010 
COil ol ■..,-.di..- bn._.. 11- re rRA 0.. 

I O/lO-,letal1t111raG..-""" ).. . . o 
Cwtl-'"'41wJ ... 1114!11n.-.dtlt•- 2,03.1 

USIA lec:offl~otiOfl 

4 duded In tht Final S,11ttm Pla n. In l971tk!!tllf 

29 on thbi lint ,ctntrattd a to1a l tt\·tnue or 13U11: 
:;o ho•Htt, only Jl.9-tt wu aUributff to.._,-. 

- LO 
'4.¥0 

It•"'°' rtrommtndNI thatthlaportionofthtCerndM 
toAtlenticC111 l..iMhf' 1nr:lu<kd inlh.C'onRail S,-tm 
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USRA ANALYSIS 
,OITION OF OCEAN CITY BRANCH 

USRA Un• No. 1 808 

Pennsyfvoni<,..leoding S.Oshore Unn 

.._ Pll$1. • ... ~, ,.o ..... PAl.f.~b ... , .. 
POIIITIOM Of ~ ---~ 
OCEAN OTY 
IIIMtCH Pllst. OCEM OTl' 

Th~port.101 oft, W1n.Jow-an,l('ape )laJ Lin,,,H 
ltnd1 from l'alf'r-mo { M 1lt 1Xl!K69.&) lo0r-tmi.ril.y,NJ. 

\111,.,1,.,. f\ti 4), a di,otanroe of 6.Jf mila. in ('ape llay 
('ou1111. ~tw Jf'l"'ll'\ . . \ I Pale~ this hrw ('ll\flt4n­

unt1I ;, '"'°'' th. i>R~I, l'•P" )by hrw at Turbhof' 

Ill SvMMcity of USIA Dolo 

Ila,._ l•u• u • ..ir 1911 "'......,' IHI'.,. a., t.11» •• 
o,,.,.. Ot, '" 

1'oul N1'1nlld1 ,_,.,Nt bt 0.. IIM 

'li-lffol-Ntrtpi,pN"JHr • • • -
k!-1"9 ti- ptt" ,_ .. lrtp 1i.o.,-1. 

••• 111 

- .. 
R,,.,...o,,N'('ft,Ml>JPRIII 
An,-,:e r.•fflff 11"rt-a,1,,.d '"" -,.,,..,.. • • .-. ...... .,... . r -"•..,. ...-r· .. 
("-1-"'"1 ... !IN- bn...-b UM. :111. U2 
tOIII ot IIPIN4lac bnllof"b u. I<> t'kA na. 

I llttetkltal11PSN41--I 0 
<·•a-rrMt,,,r<1N1,-t,l"&Dl'"l,I... f .2(11', 

II 

flt.3T:I 

~- ~J.M •leal IOU.I t!!ll,#11111 
llo, ...... -..1.i __ .., I ,.,_,..__.., ___ , .. _,._ 

It .. Mt ~n,kd 1ti.1 1hi~ por1ion nf thfi Win, 
low And C•i» Ma1 line I. indud..J m tlw C'onRaal ~,-
1.forn. 

1808 
NEW JERSEY 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Mayor of Ottan Cit,- and olhirM npres.d 
n,neun for the relenllon of ~~r ~rvln on 
thltl lint belYIHn Palermo and O~an City. 
-St111 Jerw) DOT supporlA lht ,.,a1emtnl of the 
Um\ in ii~ p~llmhtar) rtt01n1Mndallon Chai 
4'ht indu-.lon of this 11maller bantirupl nrrier In 
ConRail " -ill lmpro,e rarrltr rt,tnut as lht atqulr• 
1111 road nn .. lo"- haul .. tht 1rafflr. Tht pr~nl or­
loodo1; per mile lnditalf' Cha t thl' hnt IIIJl1 ~ Yiable 
undrr thi<i t i reum-itanrr." 
-Con""identlon mlbl llf' a:i\en lo lhe lolal rnenue 
1hat •ould hf l°"I to C'onR.ail tr 1h1c linr bl not in­
c.luded in the hnal !-i)"lfln Plan. In 1973 116 can1 
on 1hb1 liM" l(rner:Hed 11 1otal rrHnur of $.'1%.066: 
ho•e,er. only S1t..;n. •b altribulrd 10 the fine.. 



I I t, 

NEW JERSEY CONTINUATIONS 

NJ-1107 

and northeastern New Jenty, and the bulk ot lhi.s 
line ruM through rHidential zones. 
-Consideration must be rh·en to the total revenue 
that would be lose to Con Hail if thi11 line is not In• 
eluded In the t-~lnal System Pla n. In 1973. 117 canf 
on this line genented a total revenue or $198,,106: 
however, only $33.586 was attributed 10 the line. 

NJ-1813 

-Coll8ider.a.tlon must M given to the total revenue 
tha t would be lost lo ConRail ir thl.s line iJ: not In­
duded in the rlnal Sy1111em Phan. In 1973 the 251 
C&r8 on this line generated a total re,enue o f $.100.-
098,. however, 6nly $12.309 wu attributed to the line. 
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USRA 
line number 

66 
660 
67 
68 
80 
81 
83a 
84 
85 
86 
87 
89a 
90 
92/93 
95 
98 
100/101 
102 
103/ 104 
105/ 107 
108 
109/ 110 
Ill 
114a 
137 
230a 
231a 
231b 
233/234 
238 
246 
248 
666a 
670 
671 

1000 
1002 
1003 
1017 
1020 
1021 
1022 
1023 
1025 

249 
260 

NEW YORK 

Terminals 

Intrastate 

Mount Kisco to Brewster 
Wassaic to Millerton 
Millerton to Ghent 
Bav Rld11:e at Bav Rid11:e 
Camden to McConnellsville 
Rotterdam Junction to South Fort Plain 
South Utica to New York Mills 
West Shore Secondary Trackat New York Mills 
Oneida Castle to Vernon 
East Syracuse to Fayetteville 
Malone to Canadian Border 
DeKalb Junction to Ogdensburg 
Emeryville to Edwards 
Watertown to Limerick 
Cayug11 to Auburn 
Canadaigua to Victor 
Akron Junction to Transit Road 
Williameon to Oswego 
Williamson to Windsor Beach 
Charlotte to Riverview 
Newark to Sodus Point 
Newark to Marion 
Windsor Beach to Rochester 
Rochester to Scottsville Yard 
Kingston to Bloomville 
Southport to Elmira 
Elmira to Horseheads 
Watkins Glen to Starkey 
Seneca Castle to Penn Yan 
Canadaigua Track at Stanley 
16th Street Track at Olean 
Brocton to Mayville 
Green Island to Crescent 
Rome to McConnellsville 
Geneva to Cayuga 

LV 

Rochester to Lima 
East Ithaca to Cortland 
Owego to Mead 
Van Etten Junction to Ithaca 
Van Etten Junction to Geneva Junction 
Geneva Junction t.o Geneva 
Geneva to Rochest-er J unction 
Batavia to P & L Junction 
P & L Junction to Rochester Junction 

Interstate 

PC 
New York to Pennsylvania 

Mayville, N. Y. to Corry, Pa. 
Falconer, N. Y. to North Warren. Pa. 

USR A 
line number 

1015 
1016 
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Terminals 

LV 

Owego, N.Y. to Sayre, Pa. 
Van Etten J unction, N.Y. to Sayre, Pa. 
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66 
NEW YORK 

USRA ANALYSIS 

PORTION OF HARLEM LINE 
USRA Line No. 66 

Penn Central 
Harlem Line to 

To Poughkeep~,e \r- Chatham, PC 

' \ ''I' [ Maybrook Branch. 

'L.. To New Haven 
BREWSiER .., __ !:._C 

PORTION. HARLEM --t ...__ IS S I 
LINE. PC ..-- · m, es 

MT. KISCO 
/ 

/ 
./ Lpc tl) Mott Haven 

Junction 
Th.is portion of the H arlem Line, formerly part of 

the New York Central RR, extends from Mt. Ki.aco 
(Milepost 36.6), to Brewster, N.Y. (Milepost 52.1), a 
distance of 16..i mile8, in Westchester and Putnam 
Counties, N.Y. A continuation of this line extends 
northward from Brewster to Chatham (also under 
study in this Report) as far as Ghent. A southerly con­
tinuation of this line runs from Mt. Kisco to Mott 
Haven Junction. The Harlem line connects at Brewster 
with the Maybrook Branch of the PC. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by tbls lloe : 

Mt. Kisco'----------------------------------------- 1, 612 
Bedford HUis ------------------------------------- 4 

Kntooah ----------------------------------------- 0 
Goldens Bridge_____________________________________ 20 

Purdys -------------------------------- __________ O 
Crotoo Falls --------------------------------------- 1 

Total carloads generated by the lloe _____________ 1, 637 

Number ot round trips per year_______________ ______ SOO 
Estimated time per round trip (bours)_______________ 12 
1 Includ .. only tra_fflc on segment. 

Revenue received by PQ ___________________________ $558, 881 
Average revenue per carload______________ $338 
variable (avoidable) cost to ,,ontlnued 

service: 
Cost Incurred on the branch line _________ '227,840 
Cost ot upgradlngbrancb Line to FRA class 

I (1/10 ot total upgrading cost)_______ o 
Cost Incurred beyond the bmnch line _____ 443

1 
034 

Total variable (nvo1aable) cost______ ________ 670
1 
874 

Net contribution (loss) : total _______________ (116, 995) 
1 Ei:cludee maintenance coat due to commuter operation by M.T.A. 

USRA Recomm&ndation 
It is recommended that freight service be provided 

over the Harlem Line between Milepost 36.6 and 
Milepost 37.7. 

It is Mt recommended that freight service over the 
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portion of the Harlem Line between Milepost 37.7 and 
Milepost 52.1 be provided by the ConRail System, 

PUBLIC RESPONSE AND RSPO COMMENT 
- Consolidated Edison Corp. states that this line 
is necessary for the s hipment of overdimensional 
electrical and mechanical equipment to its substa, 
tions in the area. The company noted that if a major 
piece of transformer equipment fails while in serv­
ice, it must be returned to the factory for repair. 
-New York State Electric and Gas Corporation re­
ceived two 50-ton transformers at Golden's Bridge 
team track in 1974. No further shipments are 
planned. The company s tated that rail service is 
essential. It is the only means of transportation 
which could carry the transformers to the manu­
facturer for repair. 
-General Electric Company reported that it ships 
large trans formers over this line. 
-Grand Union stated that it needs the Harlem Line 
for shipment of Plate C cars. 
-Alternate routes to this line have clearance prob­
lems. The Hudson Division has a third rail below 
Croton-Harmon. Plate C cars can neither move 
under low bridges in the Bronx and southern West• 
chester County, nor next to other moving equip­
ment on the Hudson Division. 
-Several witnesses noted that there is no connec• 
tion between the Harlem Line a nd the PC Maybrook 
Branch at Brewster. It was estimated that a con• 
nection could be built for $100,000. 
-The County Executive of Westchester County 
s tated that, according to USRA's statistics, this 
segment produces more revenue than Line 66a which 
was included in the system. 
-The Westchester Planning Board reported that it 
has adopted land use planning concepts. These rec• 
Qmmend that the most intensive la nd uses be clus­
tered in centers a long transportation corridors. The 
Northern Saw Mill Valley a nd the Harlem Division 
are the most essential of such corridors in northern 
Westchester County. 
-Much of the testimony was concerned with pre­
serving the entire Harlem Valley Line. See other 
comments under USRA Lines 66c and 67. 
-The estimated time per round trip appears very 
high. Even though the line meets FRA Class I track 
standards, the estimated time per round trip is 12 
hours, even though the distance involved is only 15.5 
miles. 



USRA ANALYSIS 

PORTION OF HARLEM IJINE 
USRA Line No. 66c 

Penn Central 

Harlem Line ---ti 
to Chatham, I 
PC I 

13.2 mls +-- PORTION HARLEM LINE. 

-1 MILLERTON 

l PC 
- WASSAIC 

PC to I 
Mott Haven -----+I 
Junc:tion I 

This portion of the Harlem Line, formerly part of 
the New York Central RR, extends from W assaic (Mile­
post 81.6) to Mil.lerton , N.Y. (Milepost 94.8), a distance 
of 19.f miles, in Dutchess County, N.Y. This line ex­
tends northward to Chatham from Millerton (also 
under study in this Report as far ns Ghent). A southerly 
continuation of this line extends from Wassaic to Mott 
Haven J unction via PC. The portion from Wassaic to 
Mt. Kisco is also under study in this Report. 

Summary of USRA Data 

Stations (with thei r J973 carloads) served by this line : 

Amenta ------- - ------- --- --- --- - ---------------- -­
Sharon ------------------------------------ -------
MIilerton ________ - - - --------- --- -- -------- ---------

Total carloads generated b.v the line ___________ _ 

Number of round trips per year------------ ------- --­
Estlmated time 04'r rounrl trio (hours)-----

218 
4 

304 

1\21 
100 
1. 8 

Revenue received by pc________________________ $168,667 

Average revenue per carload----------- 824 

Variable (avoidable) cost ot continued 
service: 

Cost Incurred on the branch line______ 106, 416 

Cost ot upgrading branch line to F RA 
ClaS8 I (1/ 10 ot total upgrading 

cost) - - - --- ------- - - - ------ ------ 111, 7815 
Cost Incurred beyond the branch line__ 141. 735 

Total variable (avoidable) cost------------ 263,886 

Net contribution (loss) : total______________ (95,219) 

USRA Recommendation 

It is 11.0t recommended that this portion of the Har­
lem Line be included in the ConRail System. 

66c 
NEW YORK 

PUBLIC RESPONSE AND RSPO COMMENT 
- Agway reported that, a t Sha ron Station it shipped 
248 carloads in 1973 (New York DOT poin ted out 
these carloads were overlooked in USRA's calcu­
lations) and 275 carloads in 1974. Agway s tated that 
corrected carload data would result in a revised 
average of 57.9 carloads per mile. With effective 
service, Agway predicted total shipments could 
reach 69.8 carloads per mile. The Agway facility 
projects 450 carloads per year. 
-At Miller ton, Agway received 78 carloads in 1973. 
- Kerr-McGee Chemical Corp., in Amenia, shipped 
80 carloads in 1974, and expects to ship 84 carloads 
in 1975 and 90 carloads in 1976. The company re­
ported that its plant is operating at only 66 per­
cent of capacity. 
- According to the Town of Northeast, the New 
York DOT Ra il Transportation Program pla nned 
for the rehabilitation of this line f rom Millerton, 
milepos t 94.8, to Dover P lains, milepost 76.6. This 
was planned to restore passenger service from Mil­
lerton to New Yor k City. The town pointed out that 
a passenger service contract would reduce the 
branch costs of ownership and maintena nce. 
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NEW YORK 

USRA ANALYSIS 

PORTION Of HARLEM LINE 

USRA Line No. 67 
Penn Central 
a,1111,.,, 

.... J. ,,, 
8011110-Albany _,., ...._,._/ / Harl-,, L••• to 
Hain Line, PC r O,ad,., PC 

:'GHENT ~ +-PORTION HARL94 LINE. PC 

MILLERTON 

l.-pc to Hott H••· J•aioe 
I 

This portion of the Harlem Line, formerly pa.rt of 
the New York Central RR, extends from Millerton 
(Milepost 94.8) to Ghent, N.Y. (Milepost 126.3), a dis­
tance of 31 .5 milea, in Dutchess and Columbia Counties. 
A northerly continuation of this line extends from 
Ghent to Chatham, where it connects with the Boston­
Albany Line, PC. A. southerly continuation extends 
from Millerton to Mott Haven Junction (the portion 
from Millerton to Mt. Kisco is also under study in 
this report). In August 1972, the PC applied to the 
ICC for the abandonment of this line (Docket No. 
AB-5, Sub. 85). On September 25, 1974, tlhe PC applied 
to the USRA for abandonment of this line (USRA 
Docket No. 75-46). No action has been ta.ken on either 
application. 
Summary of USRA Data 

Stations ( with their 1973 carloads) served by th18 line : 
Copake Falls____________________________________ 16 

Hillsdale ------------------------------------------ 31 
Philmont _________________ ----- ------------------ 28 

Total carloads generated by tbe line______________ 715 
Number of ronnd trips per year_____________________ l50 
Estimat.ed time per round trip (hours)_____________ 3. o 

Revenue recelved by PC________________________ $28,539 
Average revenue per carload______________ $381 

------
Variable (avoidable) cost or cootlrrued 

service: 
Cost locurred oo the hraocb lioe _______ 206, 6158 
Cost of upgradlog branch lioe to FR.A 

Class I : (1/ 10 or total upgradlog cost)_ 32, 182 
Cost locurred beyood the braocb lloe__ 21, 496 

Total variable (avoidable) cost_____________ 200, 281 

Net contrlbutloo (1088) ; totaL ___________________ (231, 742) 

USRA Recommendation 

It is not recommended that this portion of the Har­
lem Line be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENl 
-According to the Colum bia County Pomona 
Grange, this segment serves a high impact agricul­
tural area with 550 commercial farms. They areo~ 
erated on 135,000 acres with the annual grossinro111 
of $30 billion. 
-Consolidated Edison Corp., reported that thisstg. 
ment is necessary for shipment of overdimensiollll 
electric equipment. It noted that reduced main!~ 
nance on this line has a lready made it inamssbli 
to the company's shipments. 
-The Harlem Valley Transportation Association, 
introduced numerous letters from area print! 
schools and environmental organizations which fa, 
vored resumption of passenger service from Pitts. 
field, Massachusetts to New York City over this line. 
-Donald Walsh reported that the following rom­
panies use rail service at Millerton: Suburban P~ 
pane, Wayne Feeds, Bloch's Furniture, Inc., and 
Samuel Deull Lumber Co. 



USRA ANALYSIS 

PORTION OF THE BAY RIDGE SECONDARY 
TRACK 

USRA Line No. 68 
Penn Central 

• South Brooklyn Railway 
: ._J 
! 

1
Portion Bay Ridge 

~
; .J. Saconcbry Track, PC 

\ ... . -
• mi\es • - -♦ 3-~ -► --,..;ARK VILLE 

BAY RIDGE \ I 
PORTION BAY RIDGE 
SECONDARY TRACl<, PC 

This portion of the BaJ Ridge Secondary Track, 
formerly part of the- Pl•nnsyh·ania RR. extends from 
Bay Ridge (~lilepost 0.0) to Parhille, N.Y. (Milepost 
3.4), a distanc<' of J.4 mile8, in Kings County, X.Y. 
A continuation of this lint' runs in a northeasterly direc­
tion from Parknll<> to Fremont. At P ark\ 1lle this line 
connects "ith the South Brook!~ n Railway. 

Summary of USRA Data 

Stations (v.1th thei r 1078 c.-arloadsJ <4'r\"ed by this line : 
Bay Ridge ___ __ __ _ ____________________ ______ 45 

Parkvllle • ___ ____ ______ __ _ ·------------ ---- 31 

Total carloads gl'neratt'd by thl' line______________ 76 
:-lumber ot round t r ips J)('r year •• _______________ 52 

Estlmatl'd time per round trip f bours )_____________ 0. 8 

lorludH only trn.mc on egm~nt 

Re,,en ur rl'Cl'I ved by PC. 
An•rairt> rf'\'l'nul' 1wr carloa,l _ 

Variable (avoidable) cost or continued 
service : 

$(,il5 

Cost Incurred on the branch line.. 26, 101 
Oost or upgrading branch line to FRA 

Class I (1/ 10 of total upgrading cost) . 1,840 
Cost Incurred beyond the branch line • •• 25, 105 

Total variable (avoidable) cost_____________ 58,106 

Net contrlbuUon (loss) total________ _______ ______ (11,650) 

USRA Recommendation 

It is not rec.ommended that this portion of the Bay 
Rid~e Serondary Track he included in the C'onRail 
System. 
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68 
NEW YORK 

PUBLIC RESPONSE AND RSPO COMMENT 
-According to the Kew York DOT, G&R Packing 
Co., t he only shipper on t his line, generates 187 car­
loads annually. USRA attributed only 76 carloads 
1o G&R in 1973. 
-The following companies tes tified that continued 
service by the New York Dock Railway is essent ia l 
to their operation : Prudential Lines, Inc.; Supreme 
Equipment and Sy-;tem Corp.; Guide Sy:.tems Sup• 
ply; Hellenic Lines; Moore-McCormack; American 
Export Lines Vniverc;al Maritime Services and 
Warshaw Man ufacturing Company. 
-Se,eral \\ilnesses pointed out that discontinuing 
service on this line, coupled with the surcharge on 
float operations in New York Harbor, could ruin 
Ne,, York as a port city. 
-Northeast Marine Terminal reported that it 
handled 568 cars in 1971. When fully developed, the 
terminal ,, ill cover 280 acres and have facilities for 
20shipsatonce. 



80 
NEW YORK 

USRA ANALYSIS 

PORTION OF THE CAMDEN SECONDARY TRACK 

USRA Line No. 80 

Penn Central 
CAMDEN 

PORTION. CAMDEN 
SECONDARY TRAOC. PC 

S. I miles-+ MC CONNELLSVILLE 

\ 
Buffalo-Albany \✓PC ID Rome 
Line. PC \ , 

,,...---- ~ome _ _,,,. ........... --
This portion of the Camden Secondary Trnck for­

merly part of the New York Centml RR, extends from 
Oa"1Aien (Milepost 22.9) to Mc0<Yn:nell8Ville, N.Y. 
(Milepost 28.0), a. distance of SJ mil.es, in Oneida. 
County, N.Y. A continuation of the line runs to Rome 
where it connects with the Buffa.lo-Albany Line of the 
P C. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by tbls line: 
Camden --------------- --- -------------- -- --- ----- - 174 

Total carloads generated by the line_____________ 174 
Number ot round trips per year________ ______________ 60 
Estimated t:lme oer round trip (hours) ____________ 2. 5 

Revenue received by Pc _____________________________ $62, 129 

Average revenue per carloed__________________ $357 

Variable (avoidable) cost ot continued serv-
vlce : 

Cost Incurred on the branch line ____________ 46, 838 
Cost ot upgrading branch line to FRA class 

I : (1/10 ot total upgrading COl!t)_________ 7, 349 
Cost Incurred beyond the branch Line ______ 49, 9U 

Tot:al ,•a rlable (avoidable) cost _______________ 103, 123 

Net contribution (106S): total ___________________ (40,004) 

USRA Recommendation 

It is net recommended that the Camden Secondary 
T nwk be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony pointed out that elimination of this 
line would end a ll in termodal competition. Thereatt 
no air, water, or other rail facilities in the area. 
- Agway noted t hat its da t a s ubmitted at RSPO 
hearings in 1974 was not cons idered by USRA. 
- Agway reported t hat it received 85 carloads at 
Cam den in 1973. They s uggested tha t if shippers on 
t he McConnellsYille to Rome segment of the line 
(USRA Line No. 670) could a djust t o the frequenty 
of service on the McConnellsville to Camden seg­
men~0 roundtrips per year-the cost of providillg 
s er vice wou ld be red uced. Average car loads per mile 
for the e ntire line would be 48.6. Average carloads 
per train would be 13.8. 
- Mohawk Valley Wholesale Grocers, Inc., shipped 
25 carloads in 1974. The firm requests that line 80and 
line 670 be cons idered as one seg ment. 
- Rochester S hoe Tree Company received 14 tar· 
loads in 1974. T he company a nticipates its inbound 
s hipments of lumber to increase at the rate of 10 to 
15 per cen t per year for the next fi ve years. U the 
compa ny were to lose rail service, it would either 
g reatly curtail or close its operation. 
- The Rome Industria l Development Corporation 
re ported t hat Camden Agway s hipped 68 carloads 
over t his line in 1974. It expects to s hip 70 carloads 
in 1975. The corporation a lso reported that Rowell 
Feed s hipped 12 carloads in 1974. 
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USRA ANALYSIS 

PORTION OF THE WEST SHORE SECONDARY 
TRACK 

USRA Line No. 81 

Penn Central 
Fonda, Johnstown & 
Glovenville RR 
to Johnstown:'¥ B&M to Mechanicville 

..... --
PC to Buffalo • 

+ : Fond• Amsterdam :" p -------<)---0--- Hoffmans .: ~ C to Albany 
,t;-- a:------SOUTH FORT - -3S.O miles- ..._ / 

"LAIN j ~ ~ PC to Selkirk 

PORTION OF THE \ -----
WEST SHORE SECONDARY ROTTERDAM 
TRACK, PC JUNCTION 

Patterson ville 

This portion of the West Shore Secondary Track, 
formerly pa.rt of the New York Central RR., extends 
from Rotterdam Junction (Milepost 159.5) to South 
Fort Plain, N.Y. (Milepost 194.5), a distance of 95.0-4 
miles, in Schenectady and Montgomery Counties, New 
York. This line connects at Rotterdam Junction with 
the Hoffmans Branch and the West Shore Branch of 
die PC, and with the Boston & Maine RR. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 
S. Amsterdam_______________________________________ 144 

Fultonville - - - --- - ----------- - - ---------- ---------- 28 
Canajoharie --------------------------------------- 1,063 
South Fort Plain___________________________________ 361 

Total carloads generated by the line ______________ 1. 596 

Number of round trips per year_____________________ 150 
Estimated time per round trip (hours)--------------- 12. 0 

Revenue received by PC __________________________ $595,413 
~verage revenue per carload______________ $373 

,ariable (avoidable) cost of continued 
service: 

Cost incurred ou the branch line _________ 386, 738 
Cost of upgrading branch line to FRA 

Class I: (1/10 of •total upgrading cost)- 26, 213 
Cost incurred beyond the branch line _____ 458, 275 

Total variable (avoidable) cost______________ 871,226 

Xet contribution (loss) : totaL ___________ _________ (275, 813) 

USRA ·Recommendation 

It is not recommended that this portion of the West 
Shore Secondary Track be included in the ConRa.il Sys­
.em. 

570- 978 0 - 75 - 22 
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81 
NEW YORK 

PUBLIC RESPONSE AND RSPO COMMENT 
-Both Baker-Beechnut Corp. and Life Savers, Inc. 
have major operations at Canajoharie which rely .on 
rail service. 
-Baker-Beechnut generates over 900 carloads an­
nually. The company is a leader in the highly com­
petitive baby food industry and could not absorb 
the increased cost of trucking. 
-Wherever possible, Baker-Beechnut is transfer­
ring its customers from truck to rail. As a result it 
now predicts that it will generate an additional 422 
carloads in 1975. 
-Life Savers is considering expanding its confec­
tion products line by adding manufacturing facili­
ties at Canajoharie before mid-1976. 
-Life Savers projects that it will r eceive 444 car­
loads in 1976 and 572 in 1977. If the company's 
planned expansion takes place, it would generate 
an additional 2,400 tons outbound in 1976 and an 
additional 10,000 tons outbound in 1977. 
-It was reported that Baker-Beechnut and Life Sav­
ers together employ over 1,700 people. There is no 
other industry in the Mohawk Valley that could ab­
sorb these employees should the two firms restrict 
or discontinue their operations. 
-A shift from rail service to truck would cost Baker­
Beechnut $1,797,000 per year. Additional costs to 
Life Savers would amount to $200,000. 
-Agway reported that it has made a down pay­
ment on land, track, and an old freight house in 
South Amsterdam which it intends to use for the 
storage of bag fertilizer. A nitrogen storage tank 
would also be erected on the premises. This facility 
would need rail service. 
-Agway has a new fertilizer plant in Fultonville 
which received 6 carloads in 1973 and 26 in 1974. 
The facility is expected to receive 84 carloads in 
1975. Agway noted that 30 percent of the cars re­
ceived in Fultonville in 1973 and 1974 were tank or 
covered hopper cars owned by Agway. This means 
that on-branch car days and car costs used by USRA 
for 1973 are overstated. 
-Texgas, a division of Allied Chemical, reported 
that it has a distribution center for handling pro• 
pane gas at South Fort Plain. The facility received 
24 privately owned 30,000 gallon tank cars of pro­
pane gas in 1974. 
-Nathan's Waste and Paperstock Co., Inc. shipped 
approximately 16 carloads over the line in 1974. The 
com·pany, which is i.n the recycling business, intends 
to triple its use of rail service in the next few years . 
Continued nn page 384 



83a 
NEW YORK 

USRA ANALYSIS 

PORTION OF WEST SHORE SECONDARY TRACK 

USRA Line No. 83a 

Penn Central 

PC to Buffalo PC 10 Albany 
i Uuca l ----------y ----

End of Track at , . ) 
Milepost 234.3 /+EL (PC has Trackage Rights 
~ . 

().. _""'-4,-..-•C --""!'-..EAST NEW YORK MILLS 
MILEPOST 14-0.9 miles MILEPOST 232.7 

233.6 

PORTION, WEST SHORE 
SECONDARY TRACK, 
PC 

/ +-EL to Binghamton 

I 

This portion of the West Shore Secondary Track, 
formerly part of the New York Central RR, extends 
from .llilepost 292.7 near South Utica, to ,lfilepost gss.6 
near New York Mills, N.Y .. a distance of 0~9 mile, in 
Oneida County, New York. The continuation of this 
line, also unde1· study, continues westward from Mile­
post 233.6. The line connects at Milepost 232.7 with the 
Erilc' Lackawanna Ry. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 
New York Mills•----------------------------------- 176 

Total carloads generated by the line______________ 176 
Number or round trips per year______________________ 45 
Estimated time per round trip {hours)_______________ 1. 0 

• locludte only traffic on e,gment 

Variable {avoidable) cost ot continued 
service: 

Cost Incurred on the branch line_______ 19. 793 
Cost ot upgrading branch line to FRA 

Class I (1/ 10 ot total upgrading cost) _ 1. 841 
Cost Incurred beyond the branch line__ 45, 744 

Total variable {avoidable) cost______________ 67,351 

Net contribution ( loss): total.____________________ (10, 707) 

USRA Recommendation 

It is Mt recommended that this portion of the West 
Shore Secondary Track be included in the ConRail Sys­
tem. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-It was reported that the following companies are 
users of this Jine: Vicks Lithograph and Printing 
Corporation; Westinghouse Electric Corporation; 
O. W. Hubbell & Sons; S. C. I. Plywood Company; 
Rich Plan of Utica; Boni de Chemical Company; Al­
ling and Cory; H. Waterbury & Sons; and General 
E lectric Company (AED). 
-Alling a nd Cory reported that these shippers have 
a n a nnual business volume of over $31 million and 
employ over 540 people. The firm disputed USRA's 
figures, contending that the viability analysis 
showed 1973 carloads as 199, not 176 as USRA re­
ported. The same analysis showed revenues for the 
line of $65,692, which is $9,018 more than indicated 
by USRA. 
-Alling a nd Cory, a pa per distribution firm, con• 
structed a new warehouse on the line in 1972 at a cost 
of $1 million. The location was chosen because of its 
rail service. Many of the firm's suppliers, such as 
Scott Paper Compa ny of Chester, Pennsylvania, are 
oriented for rail shipment only. 
-S. C. I. Plywood of New York Mills receives from 
50 to 80 carloa ds of lumber per year from the west 
coast. If the firm lost rail service, it would be forced 
to close or relocate, at an estimated cost of $300,000. 
-General E lectric reported that a major portion 
of its business is with the Department of Defense 
which requires a secure means of transportation. 
-D. W. Hubbell & Sons, Inc., g uard rai ling con­
tractors, would ship more by rail if service were im· 
proved. Th,e company anticipa tes receiving increased 
shipments of s teel from Chicago. This could amount 
to 125 carloads per year. 
-The Rich Pla n of Utica uses the line to receive 
household freezers. 
-Bonide Chemical of Yorkville needs rail service 
to expa nd its business. Its current location was 
chosen because of rail availability. Bonide currently 
receives raw materia ls by other means which could 
account for 23 to 25 carloads per year. 
-The De Lia Industrial s ite, located on this seg­
ment, is a potential generator of new rail traffic. 
-H. Water bury & Sons Company, a manufacturer 
of wet felts for the paper making industry, has a 
warehouse at New York Mills with a 144-foot dock 
for rail loading. 
-Vicks Lithograph a nd Printing Corporation of 
Yorkville s tated that over 80 percent of its printing 
pa per is shipped by rail. The firm's development was 
not complete in 1973. 
Continued on page 384 
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USRA ANALYSIS 

PORTION OF WEST SHORE SECONDARY 
TRACK 

USRA line No. 84 

Penn Central 
PC to Buffalo 

END OF TRACK _ \, ~PC to Albany 

P<"TIOM OFWEST :::~•'_ .... :~:r--- -, 
SECONDARY TRACK, PC ~ ''/,,,..7 i 

MILEPOST 233.6 ; 
NEAR NEW , 
YORK MILLS / 

j +-EL to Binghamton 

This portion of the West Shore Secondary Track, 
formerly part of the New York Central RR, extends· 
from Milepost 2-J3.6 near New York Mills, N.Y. , to End 
of track at Milepost 234.3, a distance of 0.7 miles, in 
Oneida County, N.Y. A continuation of this line is also 
under study in this Report. In November 1972, the PC 
applied for permission to abandon this line and replace 
service by trackage rights over a nearby Erie Lacka­
wanna line. No action has been taken. 

Information for Line Retention Decision 

Highway construction now being undertaken by the 
State of New York would necessitate substantial in­
vestment on the bridge on this line. The state is prepared 
to construct a siding between Niaga.ra Mohawk Power 
Co. (the only shipper on this line) and the Erie Lacka­
wanna in order to avoid interference with the highway 
construction. 

USRA Recommendation 

It is not recommended that this portion of the West 
Shore Secondary Track be included in the ConRail 
System. 
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84 
NEW YORK 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Delaware Otsego Corporation which operates 
the Central New York Shortline Railroad, advised 
USRA that it is willing to acquire the entire EL line, 
including the Penn Central branch to New York 
Mills in order to protect its investment in the Cen­
tral New York. 



85 
NEW YORK 

USRA ANALYSIS 

PORTION OF VERNON INDUSTRIAL TRACK 
USRA Line No. 85 

Penn Central --,. - - - - - t.pc to Albany 
, " ,,. 

CanastD~' 
__ .-<,..,1-- _ _ _ ►----!""•• VERNON 

--'\ ONEIDA "'-._PORTION.VERNON 
PC to Syraa.ise CASTLE INDUSTRIAL 

TRACK. PC 

This portion of the Yernon Industrial Track. for­
merly part of the ~ew York Central RR. extends from 
Yernon ()Iilepost 246.3), to Oneida Castfr. NJ' (Mile­
post 252.5), a distanre of 6.2 miles. in Oneida County. 
New York. The rontmuntion of this line extends west­
" ard from Oneida Castle. It is also 11nde1· study in this 
Report. 

Summory of USRA Doto 

Stations (with their 1973 carloads) served by tbl8 line : 
Vernon----- ------ --------------------------------- 268 
Oneida CasUe •---------- --- ------------------------ 96 

Total carloads generated by the Une________ ___ __ 364 
Number ot round triPII per year______________________ 75 
Estimated Ume ll4'r round tr-lo (hours)_ ____________ 2. o 
• (Includes only traffic on segment.) 

Revenue received by PC___ ____ ___ _ __________ $146, 606 

Average re,•enue per carload ______ __ _ $403 

Variable (avoidable) COil! ot continued 
service: 

C-Ost Incurred on the branch line________ 66. HO 
Cost ot upgrading branch line to FRA 

Class I : (1/10 or total upgrading cost)_ 6, 23t, 

Cost Incurred beyond the branch line. _ 98,320 

Total variable (avoidable) C06L___________ 169. 698 

Net contribution (1068) · Total. _________________ _ (23, OO'l) 

USRA Recommendotion 

It is recommended that the portion of tilie Vernon 
Industrial Track from Milepost 252.5 to Milepost 251.9 
be included in the ConRail System. 

It is Mt recommended that the portion of the Vernon 
Industrial Track from Milepost 251.9 to Milepost 246.7 
be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Pohl's Agway ships grain mill products and spe­
cial machinery over the line. Pohl's generated 219 
carloads in 1973 a nd 185 in 197,J and expects to ship 
200 carloads per year in the future. Loss of servitt 
would mean Pohl's would have to truck from a sid­
ing in Oneida or Canastota al an additional cost of 
$46,000 which would have to be passed along to 
farmers. 
- Vernon Milling Co. received 100 carloads in U73 
and 105 carloads in 1971. The firm expects this 
volume to continue. It would go out of business if it 
lost rail service. 
-Oneida, Ltd., the largest manufacturer of flatware 
in the world, reported that it shipped 24-0 carloads of 
coal per year until 1972. In that year Oneida 
changed to oi l a nd natural gas to meet environ­
menta l standards. The firm noted that rising costs 
or new environmental standards could force a rever­
sion to coal, in which case its need for rail service 
would be renewed. 
-Oneida Container Corp. chose its present location 
because or its rail service. T he compa ny shipped 4 
carloads in 1973 and I in 1974. It expects its ship­
ments to increase dra matically a fter 1976. Expan• 
s ion plans include use of craft linerboards which 
must be shipped from the South. 
-Da irylea Corp. had a large volume of rail ship­
ments over the line in the past. It has discontinued 
use of the line because of poor service a nd damage 
to its shipments. 
-Grant's Building Supply ships 5 carloa ds of lum­
ber and dimension s tock hardware per year. 
-Vernon Telephone Co. plans to expand its opera• 
tion and will need rai l service in the future for ship­
mentor telephone poles. 
-Eastern Cro,, n, Inc. shipped 36 carloads in 1973. 
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USRA ANALYSIS 

FAYmEVIUE BRANCH 
USRA Line No. 86 

Penn Central 
EAST 
SYRACUSE 

--,~~------
Albany-Buffalo ·, "FAYETTEVILLE 
Line, PC ~;. BRANCH, PC 

~ 
,-( FAYETTEVILLE 

The Fayetteville Branch, formerly part of t he New 
York Central RR, extends from Ea.st Syracuae 
(Milepost 5.8), to Fayettevil,l,e, N.Y. (Milepost 9.9) , a 
distance of 4.1 miles, in Onondaga County, New York. 
At East Syracuse, this line connects with the Albany­
Buffalo Line of the PC. 

Summary of USRA Data 

Stations (with their 1978 carloads) served by this line: 
Fayettevi lle -------------------------------------- ---- ll l 

Total carloads generated by the Une____________ _ 111 
Number or round trips per year__________ ____________ 60 
Estimated time per round trip (hours) _____________ __ 1.5 

Revenue received by PC _______________________ __ __ _ $4(), 999 

Average Revenue Per Carload ;________ ____ $369 

Variable (avoidable) cost or continued service : 
Cost Incurred on the branch line _________ 35, 916 
Cost or upgrading branch line to FRA class 

I (VlO or total upgrading cost)________ 6, 993 
Cost Incurred beyond the branch line _____ 27, 040 

Total variable (avoidable) cost_______________ 69, 949 

Net contribution (loss ) : totaL ________________ ____ (28,950) 

USRA Recommendation 

It is not recommended that the Fayetteville Branch 
be included in the ConRail System. 
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86 
NEW YORK 

PUBLIC RESPONSE AND RSPO COMMENT 
-The New York DOT reported that Penn Central's 
DICCS Report shows 215 carloads for Fayetteville 
in 1973, not ill as reported by USRA. USRA stated 
that recovery of costs would require approximately 
a two-fold increase in traffic. Because USRA under­
stated traffic on the line by more than half, the line 
currently carries sufficient traffic and should be 
included in the system. 
-Figures submitted to RSPO indicated that the 
following 10 use.rs of the line generated 935 car­
loads: 84 Lumber Co., Inc., 67 carloads; Sears, Roe­
buck & Co., 656 carloads; McIntosh Box & Pallet 
Company, 35 carloads; Ceco, Inc., 9 carloads; Wall­
gene Construction Co., 30 carloads; Energy Gases 
Co., 2 carloads; Doow Lumber Co., 34 carloads; Pre­
cision Castings Co., 23 carloads; McIntyre Brothers 
Paper Co., 33 carloads; and B. H. Tracy & Sons, 
Inc. 46 carloads. Lyndon Lawns Furniture Co. and 
Branch Nursery Co. also received carloads in 1973 
at the Fayetteville team track. 
-McIntyre Brothers Paper Co., Inc., manufactures 
lightweight, chemically neutral kraft tissue. The 
product is manufactured from selected grades of 
sulfate secondary fibers which are received on the 
team track of the Fayetteville branch. The product 
cannot be shipped by t.ruck, and the company cannot 
relocate because the specialization of its product is 
directly related to the quality and characteristics 
of the water available from Limestone Creek. 
-The Town Board of Manlius states its concern 
that loss of service over the line would adversely 
affect the ability of its businesses to .receive supplies. 
-B. H. Tracey & Sons would eventually have to 
close its operation if it lost rail service. 
-The Daer Road Industrial Park, McIntosh Box 
and Pallet Co. and Precision Casting would be 
severely affected by loss of service over the line. 
-According to the Central New York Regional 
Transportation Authority, Champion International 
Corporation has a plant on the branch within the 
Syracuse switching district. 
-Lumber Distributors, Inc., generated 50 carloads 
over the line in 1973 and 80 carloads in 1974. 
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87 
NEW YORK 

USRA ANALYSIS 

PORTION OF THE MALONE SECONDARY TRACK 

USRA Line No. 87 

Penn Central 

,. Montreal Branch, PC 

CN to Massena / • 
(PC has Trackage 1Hunt1ngdon ,c CN to Montreal 
Rights}"- • ••• • •• ••••• • •• 

······ • • • • •• I IIL..PC to Huntingdon 

CANADIAN BORDER~ 

PORTION, MALONE---- · 10. 3imiles 
SECONDARY TRACK, PC ~ L 

MALONE -

This portion of the Malone Secondary Track, for­
merly part of the New York Central RR, extends from 
,Valone, N.Y. (~Iilepost 0.0) to the Canadian Border 
(Milepost 10.3), a distance of 10.3 miles, in Franklin 
County, N.Y . .A continuation of this line extends 
northward across the Canadian Border to Huntingdon, 
Quebec where it connects with the Canadian National 
Railways and the Montreal Branch of the PC. The 
PC also operates over the CN-GT from H untingdon 
to Massena, N.Y. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this 
line : Malone_____________________ ____ _______ 480 

T otal carloads generated by the line:______ 480 
Number of round trips per year________________ 110 
Estlm11tP<I time ner round trip (hours)___________ 12. O 

Revenue received by P C ___________________________ ~10, 718 

Average revenue per carload____________ $439 

Varlnble (avoidable) cost of continued 
service: 

Cost Incurred on the branch llne
0 

_______ 125, 225 
Cost of upgrading branch line to FRA 

Class I : (1/10 or totnl upgrading cost)_ 7,514 
Cost Incurred beyond the branch line _____ 168, 030 

Total variable (avoidable) cost______________ 300, 769 

Net contr ibution (loss): totoL_____________________ (90,001) 

USRA Recommendation 

I t is not recommended that this portion of the Malone 
Secondary Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Over 300 carloads of feed were shipped over this 
line in 1973. Without rail service, this feed would 
have to be trucked from the neares t rail terminal, 
a distance of 17.5 miles, at greatly increased cost. 
-Franklin County has the highest unemployment 
rate-16 percent-in the s tate of New York. 
-Malone Feed and Farm S upply, Inc. received 163 
carloads in 1973. 
- Clarence Collins & Son ( dairy feeds), stated that 
trucking would be too expensive and that roads in 
the area were inadequate. The firm submitted over 
225 letters from its customers stating the need of 
area farmers for continuing rail service. 
- Several witnesses disputed USRA's figures espe, 
cially the 12 hours stated as the estimated time on 
the line per round trip. 
-The Town Attorney for the Town of Malone re­
ported that train crews on the Malone run are 
taxied from Massena, New York to Huntingdon, 
Quebec. Another crew is taxied several times a week 
from Malone to Beauharnois, Quebec for switching. 
-It is noted that, although viability analysis was 
based on 12 hours per trip, the USRA questionnaire 
showed only 3 hours per round trip. If the latter 
figure is valid, the crew and locomotive costs would 
be only 25 percent of the amounts stated by USRA. 
It was also noted that upgrading costs were as­
sessed even though the questionnaire reflected that 
50 percent of the line's ties are good. The good ties 
already on the line plus the 500 new ties recom· 
mended by USRA would result in 1,408 good ties 
per mile, a figure substantially in excess of the 6-10 
good ties per mile required by FRA for Class I track. 
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USRA ANALYSIS 

OGDENSBURG SECONDARY TRACK AND 
DEKALB BRANCH 

USRA Line No. 89a 
Penn Central 

END OF 
OGDENSBURG 

TRACK j <>- ~ OGDENSBURG SECONDARY 
~~ ✓ TRACK . PC 

DEKALB BRANCH . PC ~ - , 
'~.,. ,,+-PC to Massena 

.,... .,... .,... DE KALB JUNCTION 

........ 
,'t_ 

' Massena Bran ch. 
PC, to Syracuse 

The Ogdensburg Secondary Track, formerly part of 
the New York Central RR, extends from DeKalb 
JuMtion (Milepost 0.0), to Ogdensburg, N.Y. (Mile­
post 19.0), and the DeKalb Branch, also formerly part 
of the New York Central RR, extends from end-of­
track n~r Ogdensburg (Milepost 132.5) to Ogdens­
burg (Milepost 134.3), for a combined distance of 130.8 
miles, in Saint Lawrence County, N.Y. At DeKalb 
Junction this line connects with the Massena Branch 
of the PC. 

Summary of USRA Data 

Stations (with their 1973 carloads! sel'Ved by this line : 

Ogdensburg ------------------------- ----- 2,061 
DeKalb Junction____________________________ o 
Heuvelton _ ------------------------------- 251 

Total Carloads generated hy tJ1e line _____________ 2, 312 
:umber of round trips per year____________________ 250 

stlmated time per round trip (hours)______________ 5. 0 
:evenue received by PC______ ____________________ $74i, 375 

verage revenue per carload __________ $323 
Variable (avoidable) cost of continued 

service : 
Cost incurred on the branch line______ 250, 655 
Cost of upgrading branch line to FRA 

Class I (1/10 of total upgrading 
cost) ____________________________ 23,654 

Cost Incurred beyond the branch line_ 632, 200 

Total variable (avoidable) cost__________ $906,509 

Net contribution ( loss) : totaL____ _______________ (159,134) 

USRA Recommendation 

It is not recommended that the Ogdensburg Second­
ary Track be included in the ConRail System. 
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89a 
NEW YORK 

PUBLIC RESPONSE AND RSPO COMMENT 
-The St. Lawrence County Board of Legislators re­
ported ~hat abandonment of this line would force 
~he clos~ng of two manufacturing firms and would 
Jeopard1~e the employment of 1,238 people. Diamond 
International Corporation, one of the two at Og­
densburg, employs 350 and has an annual payroll 
~f $4,000,000. The company shipped 1,732 carloads 
m 1973 and 2,065 carloads in 1974. It would cost Dia­
mond International $634,000 more per year to ship 
by truck. 
-The Standard Shade Division of Joanna Western 
Mills Co., in Ogdensburg, has an outbound average 
of 1,064 carloads per year and an inbound average 
of 48 to 50 carloads per year. 
-Coo~erative Marketing Agency (CMA) (Dairy 
Lea) m Ogdensburg, estimated that between 800 
and 1,200 primary and secondary jobs would be lost 
if the line were abandoned. Direct economic loss 
in the area wood be between $7.2 million and $10.8 
million. CMA stated that the cost of transporting 
milk powder from Ogdensburg to New York City is 
68 cents per cwt by rail and $1 per cwt by truck. 
-The Northeast Dairy Cooperative Federation, Inc. 
supported CMA's plea for continued service. 
-SKF Mills, Inc. in Heuvelton stated that if it had 
a siding constructed it would ship 3 to 5 carloads 
of wood chips per week and on the average of 2 cars 
of lumber per week. 
-Ogdensburg Bridge and Port Authority noted 
that St. Lawrence County ranks 61st among New 
York's 62 counties with per capita income of $3,362. 
The only road service to the area is two-lane, and it 
would be very hard to attract new industry without 
rail service. 
-Sperling's, Inc., with retail furniture stores in 
Ogdensburg, Massena, and Potsdam, has a new ware­
house and distribution center in the urban renewal 
area of Ogdensburg. The warehouse was built in 
November, 1974. The company receives much of its 
furniture, most of its bedding, and some of its elec­
trical appliances by rail. 
-The United Paperworkers International Union 
submitted copies of a petition containing approxi­
mately 4,000 signatures. The petition requested Sen­
ators Javits and Buckley and Representative Mc­
Ewen to take every available step to include the 
Ogdensburg-DeKalb Junction line in ConRail. 
-Other users of the line included Heuvelton Agway, 
which generated 60 carloads in 1973; McAdam 
Cheese Co., Inc. with 43 carloads in 1973; and Heu­
velton Lumber Co., Inc. which generates approxi­
mately 10 to 15 carloads per year. 



90 
NEW YORK 

USRA ANALYSIS 

PORTION OF THE G&O SECONDARY TRACK 

USRA Line No. 90 

Penn Central 
Musena1 

Branch. PC / 

Z PC lo G&O Junction 
G&O ,,./ 
Junction;~ 6 0 . 

, ~ . rnr/es 
,,/' PC~ EDWARDS 

/ Balm at v\ l r.._, 
/ EMERYVILLE ~~tt:~~DARY 

T his portion of the G&O Secondary Track, formerly 
part of the New York Cent ral RR, extends from Emery­
'IJille (Milepost 8.0) to Edwards, N.Y. (Milepost 14.0), 
a distance of 6.0 miles, in St. Lawrence County, N.Y. 
A continuat ion of this line runs f rom Emeryville 
to G&O J unction, near Gouverneur, N.Y. At Emery­
ville an industrial spur diverges. 

Summary of USRA Doto 

StaUons ( with tbelr 1973 carloads) served by tb1s line : 

Edwards ---------------- ------------------------- 8liO 

Total carloads generated by tbe llne_____________ 8IIO 

Number ot round trips per year ------------- --------- 140 
EstlmatA!d time per round t rip ( hours)______________ 8. 0 

Revenue received by PC------- -------------------- $133, 894 
Average revenue per carload _______________ $881 

Variable (avoidable ) cost ot continued 
service : 

Cost Incurred on t be brooch line __________ 70,666 

Cost of upgrading branch line to FRA Class 
J : (1/10 ot total upgrading coet) ________ 6, 260 

Cost Incurred beyond tbe branch line ______ 96, 688 

T otal variable (avoidable ) cost______________ 178, 468 

Net contribut1oo ( loss): totat_____________________ (40, 069) 

USRA Recommendation 

It is not recommended that th.is portion of the G&O 
Secondarv Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The St. Lawr ence County Board and County 
Cha mber of Commerce reported closing of the line 
would jeopa rdize employment of 220 people of the 
St J oe Minerals Corporation's Edwards mining op­
eration characterized as a marginal operation by the 
compan y. 
-St. Joe stated that car costs attributed to the line 
by USRA should be reduced s ince 61 percent of the 
cars it used in 1973 were privately owned and 
maintained. 
-St. Joe Minera ls a lso contended that crew costs 
should be reduced s ince there would not be any sav­
ing from eliminating the branch because the crew 
would s t ill be needed to serve the Gouverneur to 
Balmat segment. The compa ny suggested that fre­
quency of service on the line could be reduced from 
3 to 2 trips per week. 
-The town of Edwards reported that loss of service 
would a ffect more tha n 50 basic and secondary jobs. 
Per capita income was reported to be $2,226. Loss 
of rail service would lead eventually to a tax in• 
crease from $164.96 to $217.44 per $1,000 of assess­
ment. 
- Niagara Mohawk Power Corpora tion has two 
power generating stations a t Edwards and land 
holdings on the Oswegatchie River that had been 
considered for development. 
- The estimated cos t for upgrading this line to FRA 
Class I s tandards should be reviewed. The available 
information on the line indicates tha t the tie replace­
ment es timate may be high. 



USRA ANALYSIS 

LIMERICK INDUSTRIAL TRACK 

USRA Line No. 92/ 93 

Ll~KRICK/ ~~~~~tOUSTRIAL 
. .,, 
~;. ✓:-Pc to Massena 
~ / 

~ WATERTOWN 
;!./ (MAIN ST) 

/ r Massena SecondMY 
Track, PC. to Syracuse 

The Limerick Industrial Track formerly part of the 
New York Cent ral RR. extends from W alcrl1>w11 (Mile­
post 1.5) to Limerick , ,\'.Y. (~Iilepost 8.8), a d istance of 
7.3 milu, in J efferson County, New York. At Water­
town, this line connects with t he .'.\fassena Secondary 
Track of the Penn Central. 

Summory of USRA Doto 

Stat!Ollll (with their 1978 ca r loads ) served by this line: 

Brown\"Ule 
Limerick 

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

2-10 
128 

Watertov.n • ··························· ······-· ··· 67 

Total carload.~ generated by the line- · ··········-· 420 
~umber or rounJ ulps per year •••••• •-·-············ 160 
Estimated time J)('r round trip ( hours)............... 3 

• lntlados onl1 t raffic on ~ pent 

Revenue received by PC ••••••••••••••••••••••••••• un, 698 
Average revenue per carload.............. $409 

Varlable (avoidable) cost or continued 
eervtce: 

Cost lncurl'ed on the branch llne......... 83, 823 
Ooet or upgrading branch line to FRA 

Class I ( l 10 o r total upgrading CO!ltl. 9. 896 
Cost Incurred beyond the branch line •••• 116, 083 

Total variable (u •oldance) cost.............. 208. 302 

Net contribution (loss) : total ••••• · - · ············· (36, 704) 

USRA Recommendotion 

It is rwt reeommended that the Limerick Industrial 
Track be included in the ConRail System. 

92/93 
NEW YORK 

PUBLIC RESPONSE AND RSPO COMMENT 
-Pargas reported that it s hipped 71 carloads over 
this line in 1973 and 80 car loads in 1974. USRA only 
attributed 57 carloads to Pargas. 
-The New York DOT contended that this line 
should be evaluated as a 1.1 mile branch instead of a 
7.3 mile branch. Pargas, the only rail user on the 
branch, is located 1.1 miles from the mainline and 
generates s ufficient traffic to warrant. continued 
service. 
-The estimated cost for upgrading this line to F RA 
Class I s tandards s hould be reviewed. The available 
information on the line indicates that the tie replace­
ment estimate may be high. 
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NEW YORK 

USRA ANALYSIS 

PORTION OF AUBURN BRANCH 

USRA Line No. 95 

Penn Central 
PC 10 Geneva L PC to Syr;acuse 

, J \.,- 9 J mlles...l. ,,, 

CAY~A . ~ UBURN 

t. LV lndustt,;al Tracks 
PORTION. ill Auburn 
AUBURN 
BRANCH, PC-

This portion of thl' \ uburn Branch, formerly part of 
the \!ew York C'l'ntrnl RR, 1•xte11ds from A.uhurri 
(~Iill'post 26.9) to C11yuga, ,\'.Y. Plilepo-.t 36.1). a 

distance of 9.2 miles, m C'ayugn County, Xew York. 
Continuations of this line ertend eastward to Svracuse 
and \\est ward to Gt'ne,·a. The latter 1s also und;r study 
in this rl'port. The Lehigh Yalll') RR also uses the.:;e 
tracks to reach industrial trackage at Auburn. In ,June 
19i3, the PC' applit'd to the ICC for permi~ion to aban­
don tlus lme, Dockl·t Xo. AB 5, Sub. 165. Xo final ac­
tion has been taken. 

Summary of USRA Data 

Station~ I with their 1073 carloads) Ren-I'd by thl11 line: 
Rellua _______ __ _ ___ ._ __ _________ __ _____ 34 

Total carloads l(l'nerated by th!' Un('_____________ 34 
Number ot round trips per y('ar________ ____________ Hi 

E,;Umated time per round trip (hourco)_______________ 1. 6 
Revenue l"N."elved by PC. __ ______________ __ __ $1!!, 620 
Averagt> revenue per carload. _____________ $368 

\"ar!able (avoidable ) cost ot continued ~rv­
lct' 

Cost Incurred on th,• branch Une •• __ _ 61, 614 
Cost ot upgrading branch lint> to FRA Cla!IS 

I fl 10 ot total upgrading cost)_ ___ _ o 
Cost Incurred beyond the branch line.... _ 10,329 

Total variable (avoidable) cost ••••• __ ___ .• 71,943 

Net contribution ( loss)· total 
---------------------- (69,423) 

USRA Recommendation 

It is rwt recomml•n.ded that this portion of the Au• 
burn Branch be mcludl'd in the ConRa1I S_ystem. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Several witnesses poin ted out that the USRA did 
not address _t he issu~ of t~e Lehigh Valley sidingsat 
\uburn ,vh1ch Lehigh \: a lley serves via track11gt 
rights over Line 95. 
-Xen York DOT pointed out that, uhile Aubuu 
,\ill continue to receive service from the east, the 
\uburn sidings are not s trong enough to support 
the larger Penn ( e ntra l locomotives. 
-:,ie,\ York DOT stre.,sed that l'SRA should mdrt 
the Lehigh ValleJ traffic as "overhead" to Line9Sor 
'-hould state specifically that Con Ra il service will be 
pro\1ded to a ll customers at Auburn. 
-Columbia Rope Co. reported that t he Lehigh \'aJ. 
ley handled 73-t carloads over the line in 19i4. Al­
though the Preliminary System P lan would provide 
service to \uburn from Syracuse, there is a 10 milt 
per hour limit on that segment of track. 
-Columbia Rope stated that one ha lf of Line !la has 
been completely renovated \\ ith New York DOT 
funds a a cost of a lmos t $500,000. 
-.\ ccording to the Cayuga County Planning Board 
the line is in good condition a nd requires no 
upgrading. 
-Rose State Cu..,to m Service. Inc. reported that it 
s hipped :32 carloads in 19i 3 from the Relius siding. 
O'Hara Machinery also at Relius, s hipped 2 carloads 
that year. 
-The Lehigh \ 'alle) handled the following cars be­
t\\een Cayuga and S unburn in 197 1: Agway Feed,25.i 
carloads: \ gway S oil, 36 carloads; P&R, 56 car· 
loads: Finger Lake-, Bottling, H carloads; Nelf 
Yori, State Electric and Gas Corp., 5 car loads ; Lyod 
Eldren, I carloa d -..: Bero Construction, 14 carloads: 
Alco Products, 12 Carloads: He mingway, 3 carloads: 
Auburn Prison, 2 carloads ; Kroger Feed, 2carloads: 
Consolidated Scrap, 26 carloads; Oswasco Co. Club, 
I carload; and Columbia Rope Co., 249 carloads. 
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USRA ANALYSIS 

PORTION OF THE AUBURN BRANCH 

USRA Line No. 98 

Penn Central 

VICTOR 

-4f' ~PORTION, AUBURN 
~J' BRANCH, PC ~- r PC to Syracuse 
~ .J. 

...,. __ ,........ --------
~ CANAN!);IGUA 

This portion of the Auburn Branch, fonnerly part of 
the New York Central RR, extends from Oa'TULndaigua 
(Milepost 76.'0), to Victor, N.Y. (Milepost 84.5), a dis­

_tance of 8.5 miles, in Ontario County, New York. A con­
tinuation of this line runs from Canandaigua to Syra­
cuse. 

Summary of USRA Data 

Statiol)s (with their 1973 carloads) served by this line: 

Vi~~or ----------------- ---------------------------- 239 

Total carloads generated by the line_____________ 239 

Number of round trips per year______________________ 50 
Estimated time per round trip (hours)_______________ 2. 0 

Revenue received by PC ____________________________ $85, 521 

Average revenue per carload_______________ $358 

Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line __________ 68, 726 

Cost of upgrading branch line to FRA class 
I (1/10 of total upgrading cost)________ 0 

Cost incurred beyond the branch line _____ 70, 633 

Total variable (avoidable) cost_ _____________ 139,359 

Net contribution class: TotaL______________________ (53, 888) 

USRA Recommendation 

Although the preliminary recommendation is that 
this portion of the Auburn Branch not be included in 
the ConRail System, the possibility of immediately in­
creasing revenue must be explored before a final rec­
ommendation can be made. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Victor Insulators Division of ITE Imperial Cor­
poration (ITE) reported that its records show rev­
enues for this line in 1973 of $167,400.20 and in 1974 
of $275,625. 
-ITE also pointed out that traffic over the line could 
be increased by the c.onstruction of a short connect­
ing track to USRA Line No.1022 at Victor, allowing 
all shippers in Victor and Farmington to retain 
service. 
-ITE estimated that the new line would move 
103,430 tons per year and produce revenues of 
$2,797,870. No upgrading would be required. The four 
shippers on Line 1022 that could be served by Line 
98 and their carloads per year are as follows: 
Agway, 31 carloads; Iron City, 44 carloads; Victor 
Farm Home Center, 50 carloads; and Ryan Hornes, 
215 carloads. A potential shipper on the Line No. 
1022 segment would be Hartman Engineering, which 
could generate an additionai 35 carloads per year. 
-ITE reported that it ships 239 carloads per year 
over Line 98. 
-Georgia-Pacific Corporation recently purchased 17 
acres of property in Victor for the construction of a 
100,000 square foot building products distribution 
center. The company reported that the current re­
cession has delayed its construction plans but the 
facility should be completed in 1977. When opera­
tional, the facility will generate between 900 and 
1,100 carloads per year. 
-ITE noted that it also ships 130 piggyback car­
loads out of Rochester. If the ITE Victor plant loses 
rail service, it will have to close and these piggyback 
shipments will be lost to the rail system. 
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USRA ANALYSIS 

TRANSIT ROAD RUNNING TRACK 

USRA Line No. 10~101 

Penn Central 

[ 

Oakfield Secondary 
TRANSIT Tract PC 

~

6 miles To Oakfield 

TRANSIT ROAD ,,,,.,,,,---
RUNNING TRACI(, ,,,,. 

,,,,. AKRON JUNCTION ,.,,,,.,,,,. 
, _..'t_ PC to Buffalo 

The Transit Road Running Track, formerly part of 
the New York Central RR, extends from Akron Juru:­
tum (Milepost 17.9) to TraMit, N.Y. (Milepost 26.5), 
a. distance of 8.8 milu, in Erie County, N.Y. This 
line connects at Akron Junction with the Oakfield Sec­
ondary Track of the PC. In October 1972, the PC 
a.pplied to the ICC for permission to abandon the por­
t ion of this line from Clarence Center (M.P. 25.0) to 
Transit, a distance of US miles (Docket No. AB-5, 
Sub. 120). No action has been taken on this a.pplication. 

Summary of USRA Data 

Stations ( with their 1973 carloads) aen-ed by tbia line : 
Clearance Center_____________________ _____________ 293 

Transit -------------------------------------------- 19 
Total carloads generated by the line______________ 812 

Number or roood trips per year____ _____________ _____ 150 
Elsllmoted time per round trip (hours)_______________ 4. o 

Revenue received by PC ___________ ____________ ____ $1~1. 84() 

Average revenue per carload______________ $486 

,·arlable (avoidable) cost or continued serv-
ice : 

Cost Incurred on the branch line ________ 97, 791 

Cost or upgrading branch line to FRA Closs 
I : ( l / 10 ot total upgrading cost) ______ 28, 566 

Cost Incurred beyond the branch Uoe _____ 76, 897 
Total variable (avoidable) coat______________ 198, ~ 

Net contribution '1oss) : totaL___ _________________ (46,413) 

USRA Recommendation 

It is not recommended that the Transit Road Running 
Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
- The Niagara Frontier Transportation Commit­
tee noted that the New York DOT's figures for this 
line indicate that financia l viability is possible. The 
line could be profitable if the cost of rebuilding were 
assumed by others. 
- Jurek Lumber Corporation identified the follow­
ing users of this line: Gold Bond Building Products 
and R. B. Fogelsonger, Inc. at Clarence Center; Gary 
Pool Sales and Service, Fan ta-Sea Swim Center, Inc., 
and Yoder Brothers, Inc. at Clarence; and Fence 
City, Inc., at East Amherst. 
- Consideration could be given to reducing the fre­
quency of service and thereby reducing on-branch 
costs. 



USRA ANALYSIS 

PORTION OF THE ONTARIO SECONDARY TRACK 

USRA Line No. 102 

Penn Central 

\ Portion, Onlatio 
~ S.CDlldaty Trad<, PC 

OSWEGO ,,;,,; 

~ 
11',\.S •' [ Pho.,11 

~<,- \:' ~. Bra,ch, PC - \ " 
WILLIAMSON ~ Wallins•• \ ', 

-'.i(----- '\ \ I.'- ' 
PC • S.,-1ion .,, ~ \ 
& Ids- PORTION, ONTARIO \ s,raai .. Branch. EL 

SECONDARY TRACK. PC \oi. 
"--S...1Bar 

S.C...da,y Trade, PC 

This portion of the Ontario Secondary Track, for­
merly part of the New York Central RR, extends from 
06wego Pfilepost 26.6) to Willia1718on, N.Y. (Mile­
post 72.0), a distance of 45-4 mikB, in Oswego, Cayuga 

and Wayne Counties, New York. A continuation of this 
line runs from Oswego to Scriba (also under study in 
this report). At Oswego, this line connects with the 
Phoenix Branch of the PC and the Syracuse Branch 
of the EL Raj)way. T he Sodus Bay Secondary Track of 
the PC (also under study in thls report) intersects at 
Wallington. A westerly continuation of thls line runs 
from Williamson t-0 Suspension Bridge (also under 
study in this report). 

Summary of USRA Data 

Stations (with their 1973 carloads) eerved by thJB Une; 

Furnls8 ••••••••••• •••• ···-·--··-···-····-· ··· 
Hannibal ••••••••••• •••••••••••••••••••••••••••••• • 

Crockettll ············· ····--- ··········-·········· 
Red Creek ........................ - ............... . 
Wolcott ••••••••••••••••••••••••••••••••.••••••••• • 
North !wee .•••...•••••......•..•.....•...........•• 
Alton •••••••••••••••••••••••••••••••• • •••••••••••• 
Sodus •••••••• ······-··········- ······-·········· 
E. Wllllamson •••••••••••••••••••• _ ••••••••••••••• • 
WllUamson •••••••••••••••••••••••••••••••••••• • ••• 

4 
102 
80 

221 
829 
IIO 
41 
IYl 
72 

1144 

Total carloads generated by the line • •••••••••• • l , 445 
Number or round tripa per year......... . . ......... .. 220 
Estimated time per round trip (hours). .... ..... .... 11. O 

Revenue received by PC....... ....... ............ $631, 661 
Average revenue per carload. .......... . .. $437 

Variable (avoidable) cost of continued __ _ 
service : 

Cost Incurred on the branch llne.·-··· 493, <MO 
Cost of upgrading branch llne to FRA 
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Clasa I: (1/ 10 of total upgrading cost) •• 104, 634 
Cost Incurred beyond the branch Une •••• 445,380 

TotaJ variable (avoidable) coet. ...••••.•• •. 1, 048, OCH 

Net contribution (10118) : total..-•••••••••••••••• (411,898) 

USRA Recommendation 

Although the preliminary recommendation is that 
this portion of the Ontario Secondary Track not be 
included in the ConRail System, the possibiJjty of im­
mediately increasing revenue must be explored before 
a final recommendation can be made. 

PUBLIC RESPONSE AND RSPO COMMENT 

- This line is a segment of the PC "Hojack Line" 
which consists of USRA Lines Nos. 102, 102a, 103/ 
10-t, 105/ 107, and 106. Considerable testimony was 
received recommending that all of these segments 
be evaluated as one line. 
- The Rochester-Genessee Regional Transportation 
Authority recommends that an independent regional 
railroad should be set up to operate the entire Ho­
jack Line and six connecting branches. 
-Roches ter Gas and Electric stated t hat this line 
and Line No. 108 are crucial for the supplying of 
plant components, equipment, aggregate and fue l to 
the company's planned generating s ite at Sterling. 
Plans are already far advanced for locating over 
1,200 megawatts of electrical generating capability 
on the s ite. It will include both coal-burning and 
nuclear facilities, with construction to begin in 1976. 
-Public testimony indicated that 11 shippers now 
use Line No.102. 
-Comstock Foods reported that shipments from its 
Red Creek facility were low in 1973 because of storm 
damage. Comstock's seasonal packing facility 
shipped 157 carloads in 1972, 128 in 1973, and 146 in 
1974. Alternate loading facilities are not available. 
-Curtice-Burns, Inc. has a food processing plant 
and warehouse at Alton. T he company stated that 
the nearest piggy-back loading facility is 35 miles 
away. Curtice-Burns shipped 26 carloads in 1974. 
-Webs ter Lumber Co. received 12 carloads in 1973 
and 11 in 1974. If it could have gotten better service, 
the company would have received 27 additional car­
loads in 1973 and shipped 15 carloads. 
-Daffy-Mott Co. at Williamson shipped 369 car• 
loads in 1973 and 287 carloads in 1974. 
-According to the Central New York Regional 
Transportation Authority, the Hammermill Papers 
Group, located at Oswego shipped 1,460 carloads 
over t he Hojack Line in 1973. If the line were aban• 
doned, Hammermill would incur a n a dditional $1.5 
O011/inued 071, page 384 

-
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USRA ANALYSIS 

PORTION OF THE ONTARIO SECONDARY TRACK 

USRA Line No. 103-104 

WINDSOR 
BEACH 

- ' PC to _j' I 
Charlotte \ 

Rochester _..ll\ 
Running Track, 
PC 

Penn Central 

Union 

21.0 miles Hill WILLIAMSON 

~ C I ----
PORTION OF ONTARIO :C to Salba 
SECONDARY 
TRACK. PC 

T his portion of the Ontario Socondary Track, for­
merly part of tho Now York Central RR, extends from 
W illiamson (~filepost 72.0) to Wind8<>r Bea.ch, N.Y. 
(~Iilepost 9!l.0), a distance of £1.0 mil~&, in Wayne and 
l\fonroe Counties, N.Y. An easterly continuation 
of this line runs from Williamson to Scriba ( also under 
study in this report). At Windsor Beach, this line con­
nects with the Rochester Running Track of the PC (a.Jso 
under study in this report). A westerly continuation of 
this lino extends from Windsor Bea.ch to Charlotte. In 
Au<rust 197a, the P C applied to the I CC for permission 
to abandon the portion of this line from Williamson 
to Union Hill (Milepost 81) Docket No. AB-5, Sub. 75. 
No o.ction hn." Ix-en taken on this application. 
Summory of USRA Doto 
Statloos (with their 1973 carloads) served by this llne: 

Ontat1o ------------------------------------------- 78 
Union Hill_________________________________________ 39 

Webster __ ---------------------------------------- 217 
Sea Breeze ---------------------------- ____________ 1 

Total earloadlJ generated by the line______________ 335 
Number or round tr1P8 per year_ ____________________ SO 
Estimated Ume per round tt1p (houni) _______________ 8. o 

Revenue received by PC ___________________________ $ill, 990 

Average re\"enue per carload______________ $334 

Vat1able (avoidable) coet or continued serv­
ice: 

Oost Incurred on the branch line ________ 186, 1111 
Cost ot upgrading branch line to FRA 

Class l : ( 1/ 10 ot total upgrndlng 

Cost) --------------- ------------ 43, 4113 
Coot Incurred b<>y?od the branch line____ 92,092 

T otal vat1oble (avoidable) C08t______________ 821, 050 

Net contt1butlou (1068) : total. ____________________ (200,060) 

USRA Recommendotion 
It is not recommended that this portion of the Ontario 

Secondary Track be included in the ConR.ail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-See comment on USRA Line No.102. 
-Rochester Gas and Electric has a nuclear Polftr 
plant at Ginna Station. P lans exist for the constnc. 
tion of two 600 megawatt coat.fired units. The co11-
pany stated that it is not planning to build such unit! 
presently, but would like to keep its opnons open. 
-Xerox: estimated it would ship 500 carloads pu 
year over the line by 1976 and 1,700 carloads peryu, 
by 1980. Xerox also reported the following annal 
carload projects for other users of the line: Pugsley 
Marine, 10 carloads; S portsmen Village, 10 car­
loads; U nion Hill Lumber, 8 carloads; 84 Llllllbtr, 
85 carloads; Witmer Brothers, 8 carloads; Masoa 
Lumber, 2 carloads. 
-Xerox: s tated that Webster shippers generated 2611 

carloads in 1973, not 217 as reported by USRA.Many 
contained lumber shipments from the West Coast. 
- Gordon Beh Excavating Contractors is develop, 
ing an industrial park at Union Hill. 84 Lumber Co. 
is located in that park. 
-1022 Land Development, Inc. has been developin! 
an industrial community at Webster for the past 
seven years . This community needs rail service. 
-American Kitchen Products shipped :rT carloads 
in 1973 and 35 in 1974 from its plant at Ontario. U 
service were lost the company would move its opm· 
tion to New Jersey. The local community would IOSt 
85 jobs and $600,000 in payroll. 
-Lumber Distributors, Inc. shipped 49 carloads ill 
1973 and 53 in 1974 and estimates it will ship 60 car· 
loads in 1975. Lumber Distributors stated that tl· 
tremely inadequate service by the P C has resolltd 
in a reduction in t raffic on this line. 
- S partan Beverage Corp., Webster, generated lSl 
carloads in 1974 and expects 220 carloads in 1975. 
-The Lawyers Co-operative Publishing Co. stated 
that it received 99 carloads a nd 168 truckloads or 
paper in 1974. Due to a shortage of paper the com­
pany had to expedite its de liveries by using truck as 
well as rail. In 1975, the company expects to rettil1 
t he same amount of paper but all delivered by rail, 
It is expected that this will amount to 170 carloads. 
It would cost the company an additional $60,602ptr 
year to ship by truck. 

K 

• t 



USRA ANALYSIS 

PORTION OF THE ONT ARIO SECONDARY TRACK 

USRA Line No. 105/107 
Penn Central 

RIVERVIEW Hamlin CHARLOTTE 

...:,=-::= 76.6 mil es ¥0 ~.51,' t-;c to 

PC ID'S_ PORTION OF =..._J : / Windsor Beach 
Suspension ONTARIO : I 
Bridge SECONDARY : I Charlotte 

TRACK , PC ~ • I+- Seconda,y Track 
B&O RR to Rochester, PC 

Thls portion of the Ontario Secondary Track, for­
merly part of the New York Central RR, extends from 
Oharwtte (Milepost 95.6) to Rivervuw, N.Y. (Mile­
post 172.2) , a distance of 76.6 mile8, in Monroe, Orleans 
and Niagara Counties, N. Y. An easterly continuation of 
this line runs from Charlotte to Windsor Beach and a 
westerly continuation runs from Riverview to Suspen­
sion Bridge (the latter also under study in this Report). 
At Charlotte, this line connects with the Charlotte Sec­
ondary Track of the PO and with the B&O RR. Iii Au­
gust 1972, the PO applied to the ICC for permission to 
abandon the portions of this line from H amlin (Mile­
post 111.0) to Riverview, Docket No. AB-5 (Sub. No. 
90). No action has been taken on this application. 
Summary of USRA Data 
Stations {with their 1973 carloads ) served by this line: 

Odenbach ---------------------------------- O 
Hilton -------------------------------------- 16 

Walker ------------------------------------- 1 
Hamlin ------------------------------------ 598 
Morton ------------------------------------- 9 
Carlton ----------------------------- ------- 3 
Waterport ---------------------------------- 24 
Ashwood ----------------------------------- O 
Lyndonville --------------------------------- 45 
Millers ----------------------------------- O 
Barker - ------------------------- ------------ 50 
Appleton ---------- -------------------------- 2 
Burt ---------------------------------------- 1 
Wilson --------------------------- ----------- 99 

Elberta ------------------------------------- 8 
Ransomvllle ---------------------------- ---- 196 
Model O!ty_______ _________________ ________ __ 34 

Total carloads generated by the line __ ____ __ ______ 1, 086 
Number or round trlps per year ______________________ 104 
Estimated time per round trlp {hours) __________ _____ 12. 0 

Revenue received by PC_________________________ $584, 330 
Average revenue per carload____________ $538 

Variable {avoidable) cost or continued 
service: 

= 

Cost Incurred on the branch line ______ 599, 736 
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Cost of upgrading branch line to FRA 
Class I : (1/ 10 or total npgradlng 
cost ) ----- ------ ---------------- -- 176, 225 

Cost Incurred beyond the branch Une __ 815, 012 
Total variable {avoidable) cost___________ 1, 090, 978 

Net contribution (loss) : totaL_________________ (506, 648) 

US·RA Recommendation 

It is not reoommended that this portion of the On­
tario Secondary Track be included in the OonRail Sys­
tem. 

PUBLIC RESPONSE AND RSPO COMMENT 
-See comment on USRA Line No.102 
-Several witnesses noted that USRA shows a loss 
on Line 105/ 107 of $506,643 and a profit on Line 106 
of $1,138,245. Originally these segments were joined, 
however, a .6 mile segment is out of service at River­
view. Witnesses requested that the .6 mile segment 
be restored and that Lines 106 and 105/ 107 be eval­
uated as one line from Charlotte to Suspension 
Bridge. It was estimated that it would cost $150,000 
to restore the segment and that, once restored, the 
Charlotte to Suspension Bridge segment would gen­
erate 13,145 carloads per year and would operate at 
a profit. 
-Local residents of Riverview testified in opposition 
to the reactivation of the .6 mile segment, reporting 
that there are thirty or forty homes adjacent to the 
track, many of which were purchased on the as­
sumption that rail service would not be resumed. 
Several individuals testified that the roadbed in this 
area was ideal for a nature trail. 
-The Niagara Frontier Transpor_tation Committee 
stated that according to USRA figures, Line 105/ 107 
would be profitable from Riverview to Wilson. The 
Committee stated that service is essential from Sus­
pension Bridge to Lyndonville. The Committee's fig­
ures show 687 cars between Riverview and Wilson, a 
distance of 16 miles. Net contribution for this seg­
ment would be $8,251. 
-The Akan Company reported that it is planning a 
plant at Lewport, near mile post 170. The plant 
will only be constructed if rail service is assured. It 
is expected that the Akan facility will generate 160 
carloads in its first year of activity. 
-New York State Electric and Gas Corp., is plan­
ning one or more electric generating units at Somer­
set, near mile post 140. The company has already in­
vested $12.8 million. The facility will require coal 
deliveries by 100 car unit trains, five days per week. 
The plant will be in operation by 1980. In the mean­
time, it is expected that its construction will gen­
erate considerable traffic. 
Oontinued on page 384 
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USRA ANALYSIS 

SODUS BAY SECONDARY TRACK 

USRA line No. 108 
SODUS POINT 

7 r 
Ontario Se00nd»y 
Trllck, PC 

Hation lndustrilll --- SODUS BAY 
Trac: P/ 

14.5 miles 
SECONDARY 
TRACK. PC ', 

' l , Buffalc>-Albany 

----- ----- ~ Hain Line, PC 
NEWARK --

The Sodus Bay Secondary Track. formerly part of 
the Pennsylvania RR, extends from Newark (Milepost 
18.8) to SodWJ Point, N.Y. (Milepost 33.3), a distance 
of 14 .• 5 milu, in Wayne County. New York. At Walling­
ton, this line connects with the Ontario Secondary 
Track of the PC (also under study in this report). At 
Newark, this line connects with the Marion Industrial 
Track of the P C (also under study in this report), and 
with the Buffalo-Albany line of the PC. In October 
1972, the P C applied to the ICC for permission to aban­
don this line. Docket No. AB-5, Sub. 133. No action 
has been taken on this application. 

Summary of USRA Data 

Stations (with their 1978 carloads) se"ed br this line : 

Sodus Center ______ -------------------------------- ll 
Wallington ------------------ -------------------- 21 
Sodus Point__________________________ ______________ 47 

Total carloads generated bf the Une______________ 79 
Number of round trips per year______________________ 150 
Estimated time per round trip (hours )______________ 4 

Revenue received by PQ ___________________________ $45, 1176 

Average revenue per carload •• ____________ $1177 

\'arlable (avoidable) cost or continued serv­
ice : 

Cost Incurred on the branch line _________ 112, 836 

Cost or Upgnldlng branch line to FRA 
Cla88 I : (1/10 ot total upgnullng cost). . 0 

Cost Incurred beyond the branch line____ 80, 342 

Total variable (avoidable) cost-------------- 143,178 

Net contribution (loss) : total. _____________________ (97,602) 

USRA Recommendation 

Although the preliminary recommendation is that 
the Sodus Bay Secondary Track not be included in 
!he ConRail System, the possibility of immediately 
increasing revenue must be explored before a final rec­
ommendation can be made. 

110..,,0 ... ,s.23 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Genessee Brewing Co.'s plant at Sodus received 47 
carloads in 1973 and 243 carloads in 1974. Genessee 
estimates that the plant will require 300 carloads in 
1975, 400 in 1976, and 750 in 1979. Without rail service 
the plant would have to close. ' 
-Genessee Brewing pointed out that the USRA 
s tated recovery of costs would require a six-fold in­
crease in traffic over 1973 levels. Genessee Brewing 
would a lmost meet t hat requirement on its own by 
1976. The Company is a lso planning to a lter its facil­
ities to make it possible to ship outbound malt from 
Sodus to Rochester. This traffic is presently carr ied 
by truck. 
-Although Line 108 crosses USRA Line No. 102 at 
Wallington, Genessee pointed out that the two lines 
do not connect as stated in the USRA Plan. 
-Rochester Gas a nd E lectric slated tha t this line is 
crucial for t he supplying of plant components equip­
ment, aggregate, and fuel to its planned generating 
site at Sterling on Line 102. 
-The Rochester-Genessee Regional Transportation 
Authority recommends that this line be included in 
an independent regional raHroad cl>mprising the 
entire Hojack Line and five other connecting 
branches. 
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USRA ANALYSIS 

MARION INDUSTRIAL TRACK 

USRA Line No. 109-110 

Penn Central 
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MARION 
INDUSTRIAL 

TRACK. PC } 
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~.P 

~✓--= - ------~ 

I 
I Sodus Bay 
I Secondary Trade, 
I PC 
, ✓ 
I 
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The Marion Industrial Track, formerly part of the 
Pennsylvania. RR, extends from Newr.rrk (Milepost 0.0) 
to Marum, N.Y. (Milepost 8.9) , a distance of 8.9 mue8 . , 
m Wayne county, New York. At Newark, this line con-
nects with the Buffalo-Albany Line and the Sodus Bay 
Secondary Track of the PC ( also under study in this 
report). 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this llne : 
Marlon ----------------------------------·-·---·- 487 

Total carloedl! generated by the Uoe______________ 487 
Number or round trips per year______________________ 125 
Estimated time per round lrlJ? (hours) ______________ 5. O 

Revenue recelved by PC------------·------------ $197, 001 
Average revenue per carload.._____________ $406 

Variable (avoidable) coet or continued 
service: 

Oost Incurred oo the branch line. _______ 100, 804 

Oost or upgrading branch llne to FRA 
Class I : {1/ 10 ot total upgrading coet) __ 113, 643 

Oost Incurred beyond the braneb Uoe ____ 140, 600 

Total variable (avoidable) COI/L •• __________ 300,047 

Net cootrlbul:loo (10118) : total ____________________ (102,996) 

USRA Recommendation 

It is not recommended that the Marion Industrial 
Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 

-Howard Hance, representing shippers in Marion, 
presented the information contained in the follow­
ing table: 

ShlpfMr• and commod/111 

Corc,nco Corp., Pe,tlU- lnuedJt_111.1 ...................... . 
Marton Foo4-. • • • ..••.•••.•.••••• 
W. M . S l""'II• • -• rooda. • ................... .. 
Topplna Ladd..- Co., Ladder• ••••••••••.••••••••••••••• 
Peter 8Ud a Sona, Powto and o nion p,odacta •••••••••••• 

1'11 

2l4 
201 
IO 

45 

m, 
l:1 
Ill 
e 
I 
D 

Tocal.o... ••••••••••••••••••••••••••• m 11 

-Marion shippers propose connecting this line to 
the Penn Central mainline west of Newark, This 
would eliminate a weight limit now on the line and 
would also eliminate several miles of track along 
Pearl Street in Newark. 
-Corenco would be especially helped if it could re­
ceive 80-ton cars instead of 52-ton cars necessitated 
by the weight limit. Loss of service would forte 
Corenco to close. 
- Marion s hippers estimates of costs on the 9.3 mile 
segment of the line show a $17,330 profit for the 
branch as now operated as opposed to the loss of 
$102,996 shown by USRA figures. 
-The Rochester-Genessee Regional Transportation 
Authority recommends tha t this line be included in 
a n independent regiona l railroad comprising the en• 
tire Hojack Line and five other connecting branches. 



USRA ANALYSIS 

ROCHESTER RUNNING TRACK 

USRA Line No. 111 

Penn Central 

WINDSOR Secondary r Ontario 

BEACH Trade, PC 

PORTIO;O-; :x:1~------
ROCHESTER \ 7·3 miles 
RUNNING \ ...%.. 
TRACK PC \ ROCHESTER(STATE STREET) 

. _P.f.~---
Rochester 

The Rochester Running Track, formerly part of the 
New York Central RR, extends from Windsor Beach 
(Milepost 0.0) to Rochrater, N.Y. (lfilepost 7.3), a 
distance of 7.S mile,, in Monroe County, X.Y. At Wind· 
sor Beach this line connects with the Ontario Second­
ary Track of the PC of which the portion to the east is 
also under study in this Report. This line was described 
as potentially excess in the U.S. DOT R~port (see Zone 
47). 

Summory of USRA Data 

Stations (with their 1078 carloads) served by this line: 

Rochester ' ---------------------------------------- 404 
Total carloads generated by the line___________ 404 

Number of round trips per year------------------ --- 104 
Estimated time per round t rip (hours)_______________ 8 
1 lneludH 0011 tr&mc on ..,gm,at. 

Revenue received by PC __________________________ $134,010 
Average revenue per carload_____________ $332 

= 
Variable (avoidable) cost of continued 

service: 
Cost Incurred on the branch line ________ 12o, 652 
Cost of upgrading branch line to FRA 

Clal!S I : (1/ 10 of total upgrading cost) __________________________ 24,719 

Cost Incurred beyond the branch line__ 08. 092 

Total variable (avoidable) cost____________ 218, 46.1 

Net contrlbotlon ( loss) : Total._____________ (84, 463) 

USRA Recommendotion 

I t is not recommended that the Rochester Running 
Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Rochester Gas and Electric Corp. (RG&E) re­
ported that its Beebee Station plant shipped 2,900 
carloads or coal over the line in 1973 and 2,712 car• 
loads in 1974. The decrease was due to a coal short­
age, not to a decrease in coal consumption. RG&E 
pointed out that its 1973 carload figures alone were 
more than 7 times the 104 carloads attributed to 
the line by USRA. 
-The Preliminary System Plan noted that 5 out or 
6 or RG&E's boilers at Beebee Station were con­
verted to oil-firing in 1973. RG&E stressed that it has 
no intention or converting the sixth boiler from coal­
firing to oil and that it is more likely that the five 
oil-firing boilers might evenutally have to be recon­
verted to coat.firing. If such a conversion took place, 
RG&E would generate 6,400 carloads per year. 
-Rochester Germicide Company reported that it 
generated 102 carloads over this line in 1973. The 
firm estimated that its 1974 s hipments were 132 
carloads. 
-It was pointed out that costs for this line were cal­
culated on the assumption that 2 locomotives were 
required. 
-It was suggested that annual round trips on the 
line could be reduced to one per week. 
-The Rochester-Genessee Regional Tranportation 
Authority recommends that this line be included in 
an independent regional railroad comprising the en• 
tire Hojack Line and five other connecting branches. 
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USRA ANALYSIS 

PORTION OF THE ROCHESTER BRANCH 

USRA Line No. 114a 

Penn Central 

To LV 
---/ 

.. •{ 
8&0 

PORTION, ROCHESTER 
BRANCH. PC ------" 

ROCHESTER 
(LINCOLN PARK) 

To EL 

SCOTTSVILLE Y ARO 

This portion of the Rochester Branch, formerly part 
of the Pennsylvania RR, extends from Rochuter (Mile­
post 0.0) to Scottaville Yard, N.Y. (Milepost 3.1), a 
distance of 3.1 mil,u, in Monroe County, N.Y. 

Summary of USRA Data 

Stations (with their 1978 carloads) served by this llne : 

Rochester ' --------------- ------------------------- 264 

Total carloads generated by the llne_____________ 264 
Number or round t rll)8 per year_____________________ 104 
Jllstlmated time per round trip ( hours)______________ 4. 0 

1 lodudes only trafflc 011 this eegmeot. 

Revenue received by PC __ _____________ ______________ $76, 660 

Average revenue per carload------------ $290 
Variable (a.voidable) cost ot continued 

service : 
Cost Incurred on the branch line______ 53, 480 
Cost ot upgrading branch line to F RA 

Class I : (1/ 10 ot total upgrading 

cost)-- --------------------------- 0 

Cost Incurred beyond the branch line__ IS5, 872 
Total variable (avoidable ) coet_ _______________ 109,362 

Net contribut ion (loss) : Total ____________________ (82,683) 

USRA Recommendation 

It is not recommended that this portion of the Roch• 
ester Branch be included in the ConRa.il System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
- Specialized Warehouse Corp., presented the in­
formation contained in the following table: 

Culoa,u 

S hipper l tll 1n1 

M . £can Co .. Inc:.......................................................... 21 
Enon Co .• U.S.A. • .••••.••.•.••••• .•..•••••••••.•...•.•.•.... 192 Ill 
Genenl Rall_ , Slpal Co ••••.••••.••••.•.•••••. ··•·•···•••·••••·· ,,, Ill 
Kolko Paper Co., Inc........ •..••••.•.•••••••.••••••.•..••.•..•••• 61 51 
J . Kozel a Son.t. Inc .. .. ••.••••..•..••.••.•••..••.••.•....•.•.•••• 53 15 
Pfaudl..- Co •••..••.•••..••••.••.•.••••••••••.••.••.•. •············ 175 UI 
SpeclaUi.ed Warebouae Corp....................................... lei 1K 
S tan dud Bullde<• S upply..... . . •. •• . . ••. .•••••. •. . •. .••.. ... ..•. II◄ lit 
S un 011 Co............. •..•••........•..............•......•...•.......... It 
United Stat .. PIJ,wood............................................. 331 2$1 

WIIUta Lamber Co •• Inc ••.•.•••..•.•••.••• •.•.••..•..•••.•••••......••..... 
G,m_ &np 11n BalJ1111 Corp ................................................. . 
American E>cellllor... •... .. . . ••.. .... ... . . .•.••... ... . .... ... ..... 1115 Ill 
Mobil 011 Co....... ..•••..••.•... ••••••...••. •••.•...•....•... (% M 

Totala......................... ........ ...................... 1.W l,IOI 

-Genessee Scrap Tin Baling Corp., anticipates a 
recycling operation which would be operational in 
1976. The facility would ship about 50 carloads per 
month. 
-Pfaudler Co., stated that it must have direct ac• 
cess to the Penn Central to enable it to move large, 
dimensional loads, many of which comprise a large 
part of t he company's substantia l order backlog, 
-Eastma n Kodak received 55 carloads in 1973 and 
199 car loads in 1974. All of Kodak's shipments must 
be rehandled a nd t ransferred by truck or rail for 
outbound shipment. Kodak estimates an annual 5 
percent increase in its traffic. 
- Kodak stated t hat the Lincoln Par k Industrial 
Complex is served by the Penn Central and the 
Chessie under an operating switching agreement 
that has been in effect for over 25 years. 
- J . Kozel & Son, Inc., is presently making an invest• 
ment of approximately $150,000 in an overhead crane 
to unload rail cars. 
- Specialized Warehouse Corp., expects its traffic 
to increase by 17 percent in 1975. 
- A consultant for the Rochester-Genessee Regional 
Transportation Authority reported that this line 
fails to meet F RA Class I standards. USRA reported 
that the line would require no upgrading. According 
to the same source, Exxon t raffic was credited by 
USRA to Line 1000 instead of Line 114a. 
-The Chessie is interested in providing service to 
customers in Rochester only. 

/ 

I 
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USRA ANALYSIS 

CATSKIil MOUNTAIN BRANCH 
USRA Line No. 137 

Penn Central 
BLOOMVILLE 

~ """""""" BRANCH. PC 
[

CATSKILL MOUNTAIN 

~ l.,_R,ver Line. PC 
6'.,, 

·v 
">~;.: 

to.,. 

I 
I 
I 

"-. : KINGSTON 

Wallkill Valley '1 1 '-
Branch, PC \, / I U Kmgston Po1n1 

/ I 
/ I 

The Catskill Mountuin Hranch, formerly part of the 
New York Central RR, extends from King1t01l (Mil&­
post 2.9) to Bl,oomvilk, N.Y (Milepost 86.3), a. dis• 
lance of 83-4 miles. m l7ster, Dela.ware and Schoharie 
Counties. ~ew York. At Km#--~n. thJS branch connects 
with the River L ino and the W11.llkill Valley Branch of 
the PC. The latter is also under study in this report. In 
April 1972, the PC a.pplied to the ICC for permission 
to abandon this branch (Docket No. AB-5. Sub. 10). In 
August, 1974, the PC applied to the eSRA for permis• 
sion to abandon tho branch (Docket No. 75-11). No final 
action has been taken on either application. 
Summary of USRA Data 
Stations (with their 1973 carload~) S('rved by this llne: 

W. B urley__ ______ _ __________________________ _ 0 

Pboencfa __ -------------------------------------- 2 

Grand Hotel -------------------------------------- o 
Flel11ehmann~ _ ------------------------------------- 42 
Arkvllle ___ -------------------------------------- 1 
Balcoth11le _______ _________________ ________________ 1 

Roxbury ____ -------------------------------------- 846 
Grand Gorge __ ·-----------------------------------
Stamford_ --·-------------- ___________________ _ 

Bohart _ ___ -----------------------------------

23 

330 
8 

South Kortright. _ -------------------------------- 87 
Bloomvttte _ __ ----------------------------------- 6 

Total carloads generated by the ttne_ ____________ 847 
Number or round t r lt)(! J)('r year __ ______ ____________ 180 

Esthnated time per round trip (hounJ). _____________ 11. 11 
Re,·enue received by p(' _ _____ ______ __ $401, 715 

Avl'ragp re,·enu" l)E'r carload _ __________ $474 

Vartab!I' (avoidable) C'Ol't of continued 
~rvlce 

Cost lneurre<1 on the branch llne_ _ ___ 672, •31 

Cost or upgrading branch line co FR.\ 
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Class J . ( 1/ 10 of tota l upgrading co"t I 97, 1179 
Cost Incur red IK'yonrt lhl' branch llne __ 326, 107 

Total variable (avolda blt>I eo11t. _________ __ t , 006. 117 

Net cont rlbuUon (loss): total_______ _____________ ( 694, 4-0'.?) 

USRA Recommendation 

It is not recommended that the Catskill ~fountain 
Branch be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Catskill Mountain Transportation Corpora­
tion (CMTC), said this line could sho,, a profit of 
$90,701 on the assumption that the line would pro• 
duce $100,429 in additional revenues with assurance 
of improved and expanded service. Included was a 
surcharge of $2 per ton which shippers on the line 
would be willing to pay on all freight shipped or 
received on the line. Lutz Feed a nd Briggs Lumber 
Co. s tated that they offered PC such a surcharge 
three years ago but have never received a reply. 
- CMTC reported it had three qualified men thor­
oughly check "every inch" of roadbed on the Cats kill 
branch and submitted a 200-page, mile-for-mile re­
port describing the condition of the roadbed. The 
report concluded that total rehabilitation costs for 
the branch would be $.16i,OOO or $-17,000 per year. 
-CMTC also pointed out the following errors in 
USRA's analysis of the line: 

USRA s tated there were 180 round trips. but there 
were not more than 90. 
The average number of cars per train was 10, not 
4.7. 
The line has only one turnout every five miles in­
s tead of one every 2 miles as es timated by USRA's 
average. 
The line has only one crossing every 3 miles in­
stead of one every 2 miles as estimated by USRA's 
average. 

-Lutz Feed and Briggs Lumber account for 50 
percent of the traffic on the line. These companjes 
s tated that the line now meets FRA Class I stand­
ards and could be brought to Class II s tandards 
with a minimum of work. Lutz predicts that its 
traffic would grow 25 percent if the line remains in 
service. 
-Lutz Feed receives 20,000 tons of feed per year. 
Lutz, Briggs and Wadler Lumber stated that loss 
of service would have a serious effect upon their 
competitive positions. 
-Williamson Veneer has reopened a plan t at 
Fleischmanns which will generate at least 35 car­
loads per year. Oonti11urd on page 384 
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USRA ANALYSIS 

PORTION OF THE ELMIRA SECONDARY 
TRACK 

USRA Line No. 230a 
Penn Central 

\ I 
•, • L V to Horseheads ......... ,.-

EL to Chic.ago (PC has ~• • 
Tr.ackage Rights Elmir.a 
to Horseheads) 

PORTION OF ELMIRA 
SECONDARY TRACK. PC 

'-

I ELMIRA (SOUTHPORT 
• JUNCTION) 

EL to Hoboken (L V 
·, ti' has Trackage Rights 

•, to W.averly) 

/(- PC to Williamsport 

This portion of t he Elmira Secondary Track, form· 
erly part of the Pennsylvania RR, extends from S<ntth• 
port (.Milepost 74.0) to Elmira (S()1.l,thport J wnctwn) , 
N.Y. (Milepost 76.5), a distance of f.5 miles in Che• 
mung County, N.Y. At Elmira, this line connects with 
the J ersey City-to-Chicago Line of the E L over which 
PC has trackage rights to H orseheads. From Southport, 
this line continues to Williamsport ( also under study 
in this Report) . LV also serves Elmira and Horseheads 
via trackage rights over the EL from W averly. 

Summary of USRA Data 
Stations (with their 1973 carloads) served by this line : 

Elmira Southport ' ------ --------------- --- --- ------- 48 

Total carloads generated by tbe line__ ____________ 48 
Number or round trips per yea r ______________________ 52 
Estimated time per round trip (boors) _____________ __ 1. O 
1 l nrlude1 only traffic on 1egment. 

Revenue received by P C __________________________ $17, 802 

Average revenue per carload________________ $371 

Va riable (avoidable ) cost or continued serv• 
Ice: 

Cost Incurred on the branch line ___________ 24,011 
Cost ot upgrading bronch line t o FRA Class 

I · ( 1/10 or total upgrading cost >-------- 2, 848 
Cost incurred beyond tbe branch line_______ 7, 897 

Total va riable (avoidable) cost..______________ 34, 756 

Net contribution (loss) : total ______________________ (16,954) 

USRA Recommendation 
It is not recommended that this portion of the El­

mira Secondary Track be included in the ConRail Sys­
tem. 

PUBLIC RESPONSE AND RSPO COMMENT 
- Thatcher Glass Manufacturing Co. has a $30 mi~ 
lion plant at Elmira which uses t his line and Un, (. 
No. 231a. The pla nt consumes 120,000 tons of sand 
a nd 43,000 tons of soda ash per year. 
- Linn S. Chapel Co., Inc. of Elmira reported that 
it shipped 14 ca rloads over t his line in 1973 and 142 
carloads in 1974 and contended that the line would 
meet USR A's cr ite ria fo r inclus ion in ConRaiL 
USR A a ttributed on ly 48 carloads to the entire line. 
- T he data available indicates tha t t he USRAanaJy. 
s is included t wo locomotives per trip. The traffic 
involved does not appear to war rant a second unil 
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USRA ANALYSIS 

pORTION OF THE ELMIRA-HORSEHEADS UNE 

USRA line No. 231 a 

Penn Central 

PC to Watkins Glen I 
(EL has Trackage R 1ghts)I 

......_ I 

• _ . ~O_R~EH EADS ◊ 

T
. I Horseheads (L V) 

EL to Chicago , 
lf--
j L V to Horseheads 

4.9 miles • 

± Elmira 
PC TRACKAGE 

RIGHTS OVER EL 

ELMIRA (SOUTHPORT 

JUNCTION) 

I 

/ 1' 
PC to Williamsport 

' t-, 
EL to Hoboken ( L V has Trackage 
Rights to Waverly) 

This portion of the Elmira-Horseheads Line, which 
involves trackage rights over the Erie Lackawanna Ry., 
Chicago-Jersey City line, extends from Elmira (South­
port Junction) (Milepost 271.9) to HO'T'aeheada, N.Y. 
(Milepost 276.8), o distance of 4,9 miles, in Chemung 
County, N.Y. At Horseheads, this section of trackage 
connects with the Watkins Glen Secondary Track of 
the PC over which EL has trackage rights (also under 
study in this Report) and with the Chicago-J ersey 
City line of the Erie Lackawanna Ry. westward. At 
Elmira (Southport Junction), this line connects with 
the Elmira Secondary Track of the PC to Williamsport 
(also under study in this Report) and with the 
G'hicago-Jersey City line of the EL eastward. 
Information for line Retention Decision 

Trackage rights over this portion of the EL are used 
to serve USRA Segment 230a. The Preliminary 
Recommendation for Segment 230a is that it not be in· 
eluded in the ConRail System. 
USRA Recommendation 

It is not recommended that trackage rights over this 
portion of the Erie Lackawanna be included in the 
ConRail System. 

231a 
NEW YORK 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Lehigh Valley Railroad pointed out that it 
a lso has trackage r ights over this segment of the 
EL. The Plan did not mention these rights. 1,808 
carloads were generated over the LV by shippers 
located on this line. The LV wants to retain this 
traffic and its trackage rights over this segment. 
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USRA ANALYSIS 

PORTION Of THE WATKINS GLEN SECONDARY 
TRACK 

USRA Line No. 231& 

Penn Central 

PC to Penn hn / 
\ a( /+-PC to Geneva 

\ I 
't{Himrod Junction 
/\ 

I \ 
I \ 
I \ 
I I 
I STARKEY \ +-PORTION, 

\ 12.1 WATKINS GLEH 
\ m,lu SECONDARY 
\ __!_ TRACX. PC 
/ WATKINS GLEN 

/ '" Comins Brandl./ I 
PC PC to 
~ / I Horseheads 

/. I 
.,_To Comins 

This portion of the Watkins Glen Secondary Traclc, 
formerly part of the Pennsylvania. RR, en.ends from 
Watkins Gun (Milepost 17.4) to Starkey, N.Y. (Mile­
post 29.5), a distance of 11t.1 milu, in Yates and Schuy­
ler Counties, N.Y. Continuations of this line run from 
Starkey to Himrod Junction and from Watkins Glen 
to Horsehead<;. The latter is o.Iso under study in this 
Report. The Corning Braneh of the PC runs through 
Watkins Glen, but it does not connect with this por­
tion of the Watkins Glen Secondary Traci.. 

Information for Line Retention Decision 

No shippers are sen·ed directly by this line. The 
adjommg segments can be serYed without using this 
segment. 

USRA Recommendation 

It is ,,ot recommended that this portion of the Wat­
kins Glen Secondary Track be included in the ConRaiJ 
SJ:otem. 

PUBLIC RESPONSE AND RSPO COMMENT 
- Watkins Salt Co. wants continued service over this 
line to enable it to have a northbound connection for 
its shipments. 
-International Salt Co. noted that, if this lint 11 
abandoned, to reach ConRail east.west mainliot 
service between Syracuse and Bu.flalo, it wollld \f 
necessary to ship <.outh to Horseheads, then 11·est It 
Corning, and then north through Himrod Jundio1 
and Geneva. 
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USRA ANALYSIS 

PORTION OF THE SODUS BAY SECONDARY 
TRACK 

USRA Line No. 233/234 
Penn Central 

SENECA 
CASTLE ,,, 
L ,,,./+- L V to Geneva 
_.,,, 

."' 1 
Stanley 

Naples Branch, ,......... I 
LV --!,.,...• 

PORTION OF ~ l 7.0 miles 

SODUSBAY u 
SECONDARY 
TRAOC. PC 

PC to--._; PENN YAN 
H,mrod , 
Junction I 

This portion of the Sodus Bay Secondary Track. 
formerly part of the Pennsylvania RR, extends from 
Sem!ca C'08tle ( :Milepost 4.9) to Penn Yan. N.Y. P 1ile­
post40.0), a distanC'e of 17.0milea, in Yates and Ontario 
Counties, N.Y. (The mileposts are drawn from two 
different Milepost series; 17.0 miles is lhe actual dis­
tance.) 
Summary of USRA Data 
Stations ( with their 1973 carloedJJ) 11erved by thl11 line : 

Bellonn _ ___________ __________________ _________ _____ 62 

Ball - ------------------------------------------ --- 74 Seneca Calltle_______ __ ______________ ___________ ____ 77 

Penn Yan'----------------------------------------- 821 
Stanley' ----------------------------------------- 37 

Total carloads generated by the Une______________ 1161 
Number ot round trlp11 per year__ ___________________ 100 
Ellltimated time per round trip (hours) ______________ 6. 0 

' locludee 0011 uamc on 1t1u,ent. 
Revenue received by PC ___________________________ $281, 946 

Average revenue per carload______________ $603 
Variable (avoidable) coet of continued serv-

ice: 
Cost Incurred on the branch line ________ 163, 286 
C-Ollt ot upgrading branch line to FRA 

Class I : (1/10 of total upgrading eo11t) - 0 
Cost Lneurred beyond the branch line ____ 137, 053 

Total variable (avoidable) C08l------------ 300,888 
Net eootrlbutloo (loss) : total___________________ (18,893) 

USRA Recommendation 

It. is recommended that the portion of the Sodus Bay 
Secondary Track f rom Milepoat J/).0 to Milepost 40.5 
be included in the ConRail System. 

It is not recommended that the portion of the Sodus 
Bay Secondary Track from Milepost 40.5 to Milepost 
4.!J be included in tho ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Reported traffic. 

Ca.tlot,de 

Com1>0n11 and location 
OUn Cwp.,IMUo _ _ //111 117' 

UJ- N Corp~ SUUlleJ... •• •• _ •••••••••••• 
5% )II 

C. R. Zoe-now, Inc~&•- Cutle.. ................ . 
29 31 

See<1- ,.1nc .. Hal.I ••••.••• 
Hall YortlU.. Corp., Hall •••. 

81 87 

' 47 M 
Blocb A Cuueabelm.,. Inc., Sen- Caot1e 2 

TO(Q. 22S 4'7 

- The Agricultura l Division of Olin Corporation 
has a plant at Bellona s ix miles north of Penn Yan. 
Olin's warehouse was out of commission for six 
months in 1973 as a result of damage from Hurricane 
Agnes. Coms tock Foods reported that flooding from 
spring rains at Bellona caused t he shutdown of the 
line for s ix month in 1973. 
-Olin s tated that 1973 was the poorest year in the 
history of its Bellona facility. 
-A representative of interested shippers on the 
line stated that, using 1971 carload figures for s hip­
pers lis ted and assuming Penn Yan shippers will 
ship the same volume as in 1973, the adjusted net 
contribution for the line would be $124,060.72 or 
$153.5-t per carload. 
- It was a lso recommended that this line be joined 
at S tanley to Line No. 1001, the LV line between Ge­
neva and Rushville, which is now out of service. Pro­
jections indicated that s uch a connection could be 
operated at a profit if service over Line 1001 was 
limited to the segment fro m Sta nley to Rushville. 
-New York DOT recommends that t his line a nd 
Lines No. 238 a nd 1001 should be evaluated as one 
segment. New York DOT s tated t hat Line 1001 could 
generate 300 carloads per year. 
- T he available data on t he line indicates that t he 
USRA analysis included two locomotives. This data 
should be reviewed as the number of cars per trip 
does not appear to warra nt the second unit. 
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USRA ANALYSIS 

PORTION OF THE CANANDAIGUA TRACK 

USRA Line No. 238 

Penn Central 

PC to Seneca Castle 
J. 
I 0.6 miles 

PORTION . OF ~//✓._ L V to Geneva 
CANANDAIGUA /'t • 
TRACK.PC_/ , STANLEY 

.,,-" ,~ 
;, ~ I Sodus Bay 

Naples Branch, Secondary Track, 
LV PC.to Penn Yan 

This portion of the Canandaigua Track, formerly 
part of the Pennsylvania RR, extends from Milepost 
52.2 to Milepost 52.8, a distance of 0.6 mile, at Stamey, 
Ontario County, N.Y. At Stanley, this line connects 
with the Sodus Bay Secondary Track of the PC and 
the Naples Branch of the LV, both of whjch are also 
under study in this Report. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 

Stanley' ------- ---------- -- ----------------------- 34 

Total carloads generated by the line_____ ______ ___ 34 
Number of round trips per year_ __ ___ __ ________ ___ ____ 50 
Estimated time per round trip (hours) ______________ __ 0. 5 

1 Includes only tramc on segment. 

Revenue received by PC----- - - ------------- $27, 231 
Average revenue per carload__ ______________ $800 

Variable (avoidable) cost of continued serv­
ice : 

Cost Incurred on the branch line________ 8, 329 
Cost of upgrading branch line to FRA Class 

I : (1 / 10 of total upgrading cost) ________ 1, 084 
Cost Incurred beyond the branch line ___ _ 11, 745 

Total variable (avoidable) cost_ _____ _ 

Net contribution (loss) : total. __ ______ ____ _ 

USRA Recommendation 

21,158 

6,073 

It is not recommended that this portion of the 
Canandaigua Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 

-The New York DOT recommended that this line 
and lines 233/234 and 1001 be evaluated as one seg. 
ment. New York DOT stated that Line 1001 could 
generate 300 carloads per year. 

/ 

-The Rochester-Genessee Regional Transportation 1 

Authority recommends that this line be included , 
in an independent regional railroad, comprising the i 
entire Hojack Line and five connecting branches. 
-The available data on the line indicates that 2 
diesel units are used. This data should be reviewed , 
as the number of cars per trip does not appear to 
warrant the second unit. 



USRA ANALYSIS 

16TH STREET TRACK 

USRA Line No. 246 

Penn Central 
Ch icago• 
Jersey City \\ 

\, --· ·-,·-, -~, _ _,,, . _. ,_._ __... • m1 e 

Line,EL "OLEAN __ 

-·- .,.,. .. \ 
16TH ST. .../ t \ Harrisburg-
TRACK PC \ Buffalo Line, PC 

' ✓ 
\ 

The 16th Street Track, formerly part of the Pennsyl­
vania RR, extends for a distance of 1.1 miles at Ole(Jffl,, 
N.Y. It is loC11ted in Cattaraugus County, New York. 
At Olean it connects with the PC Harrisburg, Buffalo 
line. In J une 1973, the PC applied to the ICC for per­
mission to abandon this line (Docket No. AB- 5, Sub. 
162) . In December 1974, a similar application was made 
to the U.S. Railway Association. No action bas been 
taken on either application. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 
Olean' --------------------------- --------------- 50 

Total carloads generated by tbe line____________ 50 
Number or round trips per year____________________ 50 
Estimated time per round trip (hours) ____________ 0. 5 

1 Includes only traffic on segment . 
Revenue received by pc ___________________________ $24, 558 

Average revenue per carload--------------- $491 

Variable (avoidable) cost or continued service: 
Cost incurred on the branch line _________ 11, 926 
Cost or upgrading branch line to FRA Class 

I (1/10 of total upgrading cost)________ 9,586 
Cost Incurred beyond the branch line ______ 12, 152 

Total variable (avoidable) cosL------------- 33, 664 

= 
Net contribution ( loss): totaL_______________ (9,106) 

USRA Recommendation 

I t is not recommended that the 16th Street t rack be 
included in the ConRail System. 

246 
NEW YORK 

PUBLIC RESPONSE AND RSPO COMMENT 

-Review by the Office revealed no public testimony 
on this line. 

365 
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USRA ANALYSIS 

PORTION OF THE CHAUTAUQUA BRANCH 
USRA Line No. 248 

Penn Central 
I 

Chicago-Buffalo / • • • • 
, Line, PC I.•• 

'l, • BROCTON 
----. ""T 

•••• : - PORTION OF 
~•• ~] CHAUTAUQUA 

Olicago-Buffalo 0 BRANCH . PC 
Line, N&W .,;. 

J. 

I 
,~PC to Corry. Pa. 

This portion of the Chautauqua. Branch, formerly 
part of the Pennsylvania RR, extends from BrQCton 

(Milepost 51.0) to Mayvilk, N.Y. (Milepost 65.0), a 

distance of 14.0 miles, in Chautauqua County, New 
York. At Brocton this line oonne.cts with the Chicago­
Buffalo lines of the PC and the N&W. A continuation 
of this line runs south from Mayville to Corry, Pa.. 
( also under study in obis Report). In July 1972, the 
PC applied to the ICC for permission Ix> abandon this 
line (Docket No. AB-5, Sub. 79). In September 1974, 
the PC applied to the USRA to abandon this line 
(USRA Docket No. 75-38). No action ·has been taken 
on mther application. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 
Brocton'------------------------------------ ------ 14 

Total carloads generated by the line_ _____________ 14 
No. of round trips per year__ ______ ______ ___ _______ _ 28 
Estimated time per round trip (hours) ________________ 5. O 

1 Includes only traffic on segment. 
Revenue received by PC _____________________________ $5, 680 

Average revenue per carload_____________ ___ _ $406 

Variable (avoidable ) cost of continued service: 
Cost Incurred on the branch line _______ ___ _ 96, 738 
Cost of upgrading branch line to FRA 

Class I : (1/10 of total upgrading cost )____ O 
Oost Incurred beyond the branch line_______ 1, 568 

Total variable (avoidable) cost_______________ 98,306 
Net contribution ( loss) : totaL ______________________ (92,626) 

USRA Recommendation 

Although the preliminary recommendation is that 
this portion of the Chautauqua Bmndh not be included 
in the ConRail System, the possi1bility of immediately 
increasing revenue must he explored before a, final rec­
ommendation can be made. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Since 1961 as a result of the construction by the 
Army Corps of Engineers of the Kinzua Dam in 
Pennsylvania, $20 million had been spent to rebuild 
this line from Brocton to Oil City, Pennsylvania. 
-Joseph Gerace, Chautauqua County Executive, re­
ported that the USRA analysis was based on 250 
hours when the actual total hours of service on the 
line was 140. 
-The New York DOT stated that there is no con­
nection at Brocton with either the Norfolk and West­
ern or the Penn Central Buffalo to Chicago main 
lines. 
-Ethan Allen, Inc. is located .54 mile south of the 
southern terminus of this segment at Mayville on 
Line 249. If Line 249 is abandoned, Ethan Allen re­
quests that Line 248 be included in ConRail as well 
as the .54 mile of track necessary for connection to 
its plant. The Co,mpany stated that its traffic would 
add 600 carloads per year to Line 248 and should 
make it viable. 
-Most witnesses believed that Lines 248 and 249 
should have been analyzed as one segment. 
-Loss of service to these lines would result in a loss 
of 894 jobs in Cattaraugus County. 
-The estimated cost for upgrading this line to FRA 
Class I standards should be reviewed. The available 
information on the line indicates that the tie replace­
ment estimate may be high. 



USRA ANALYSIS 

CRESCENT INDUSTRIAL TRACK 

USRA Line No. 666a 

Penn Central 

D&H to Mechan icvill e 

CRESENT 5. 1 miles [/ 

/ 
CRESENT INDUSTRIAL • GREEN ISLAND 

TRACK , PC :.--Pc has Trackage 
: Rights over 

D&H to Albany 

The Crescent Industrial Track, formerly part of the 
New York Central RR, extends from Orescent (Mile­
post 15.4;_) to Green I sla;nd, NY (Milepost 20.5), a 
distance of 5.1 miles, in Albany County, New York. At 
Green Island, this line connects with the D&H Ry 
running in a northerly direction to Mechanicville and 
with the PC line to Albany via trackage rights over the 
D&H. 
Summary of USRA Data 

Stations (with their 1978 carloads) served by this line : 
Cohoes -------------------------------------------- 60 
Crescent ------------------------------------------- 228 
Troy '--------------------------------------------- 119 
Green Island '---------- ---------------------------- 12 

Total carloads generated by the line_____________ 414 
Number of round trips per year_______________________ 100 
Estimated time per round trip (hours) ___ ___________ 6. 0 

1 Includes only traffic on segment. 
Revenue received by .l:'C ___________________________ $120,299 

Average re'.'enue per car1oad_______________ $291 

= 
Variable (avoidable ) cost of continued 

service: 
Cost Incurred on the branch line __________ 81,564 
Cost of upgrading branch line to FRA 

Class I (1/10 of total upgrading cost) __ 0 
Cost Incurred beyond the branch line _____ 98, 850 

Total variable (avoidable cost) ______________ 175,414 

Net contribution (loss) : total._____________________ (55,115) 

USRA Recommendation 

Although the preliminary recommendation 1s that 
the Crescent Industrial Track not be included in the 
ConRail System, the possibility of immediately increas­
ing revenue must be explored before a final recom-
11endation can be made. 
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NEW YORK 

PUBLIC RESPONSE AND RSPO COMMENT 

-Ford Motor Co. reported that service to its Cres­
cent facility could be continued without upgrading 
the track. Ford would favor having the Delaware 
and Hudson Railway acquire the line or trackage 
rights over it. 
-Ford ships 124 carloads per year to its Crescent 
facility. Continued rail service is necessary for the 
company to keep the Crescent facility in operation. 
-The estimated time per round trip should be re­
viewed. The estimate appears high considering the 
traffic and length of the line. 
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USRA ANALYSIS 

PORTION OF THE CAMDEN SECONDARY TRACK 

USRA Line No. 670 

Penn Central 
I 

PC to ➔, 

Camden MC CONNELLSVILLE 

r PORTION, 
CAMDEN 
SECONDARY 
TRACK . PC 

---- ................ .,,.. --
,. _, '\_ Buffalo• Albany_}' -

Line, PC 

This portion of the Camden Secondary Track, form­
erly part of the New York Central RR, extends fr?m 
McOonnell,sviI/,e (Milepost 28.0), to R<>1M, N.Y. (Mile­
post 39.9) , a distance of 11.9 miles, in Onei~a. County, 
New York. A continuation of this line runs m a north­
westerly direction from McConnellsville to C~m~en 
( also under study in this Report). At Rome, this hne 
connects with the Buffalo-Albany Line of the P C. 

Summary of USRA Data 

Stations ( with their 1973 carloads) served by this line : 

Humaston - - ----- ---- - - ----------- --------- ---- - -- 1 
McConnellsvllle ---- ------------------------ --- ----- 651 

Tota l carloads generated by the line__ ____ ___ __ ___ 652 

Number of round trips per yea r_______ _____ __ _______ 80 
Estimated time per round trip ( hours) _________ _____ 6 

Revenue received by PC __________ __ ______________ $246, 001 

Average revenue per carload______________ $376 

Variable (avoidable) cost of continued 
service : 

Cost Incurred on the branch line ______ 133, 135 
Cost of upgrndlng branch line to FRA 

Class I (1/ 10 of total upgrndlng cost) __ 10, 866 
Cost Incurred beyond the branch line ____ 132, 976 

Total variable (avoidable ) cost. ____________ 276, 977 

Net contr ibution (loss) : total. _____________________ (31,976) 

USRA Recommendation 

It is not recommended that this portion of the Cam­
den Secondary Track be included in the ConRail Sys­
tem. 
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-
PUBLIC RESPONSE AND RSPO COMMENT 
-Line 670 connects Line 80 with the Penn Central 
main line a t Rome. Many witnesses suggested that 
the two segments should have been considered as 
one line. 
- Line 670 borders t he West Rome Industrial Par~ 
which has been financed through a $206,000 Economic 
Development Administration grant. The park was in 
its incipiency in 1973. 
-Rite Aid Corp. has a new 210,000 square foot dis­
tribution center in the park. Rite Aid employs 150 
and has a payroll of $1 million. In 1974 it shipped 
148 car loads, and it expects to ship 175 in 1975. Rite 
Aid chose its present location because of its rail serv­
ice; its plant was buil t to accommodate expansion . 
-G. W. Bryant Core Sands, Inc. in McConnelsville, 
reported that it shipped 303 carloads in 1974 and in 
addition shipped the equivalent of 60 carloads of 
sand by truck in 1974 because rail cars were not 
available. They could ship up to 415 carloads in U75 
if cars are available. 
-Harden F urniture abandoned shipping by rail be­
cause of bad service. 
-Whitehead Brothers ships industrial sand over 
the line and estimates tha t it would take over 1,000 
truckloads per year to ship its sand, if it lost rail 
service. Whitehead shipped 280 carloads in both 1973 
and 1974 and expects to ship the same volume in 
1975. 
- Carl's Drugs shipped 96 carloads in 1974 and ex• 
pects to ship 100 carloa ds in 1975. 

jr 
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USRA ANALYSIS 

PORTION OF THE AUBURN BRANCH 
USRA Line No. 671 

Penn Central 
Buffalo· Jersey 
City Line, LV Corning Branch , PC 

,. \ I....J PORTIO N, 
'·, ..... , I AUBURN 

P_C to -"), _...:-0:~ \ I BRANCH , PC (LV has trackage r,gh ts1 
Victor_......- ·,. ~ ENEVA .J. / ~ . .f.~-----... :\~~~ ..... 

/ Naples ,/ I ~+--14.0m,les~,......-{_Pcto 
Branch . LV ~ / I '•, Syracuse 

,,.✓ I ·, 
,• ' 

This portion of the Auburn Branch, formerly part of 
the New York Central RR, extends from Oayuga (Mile­
post 36.0) to Geneva, N .Y. (Milepost 50.0), a distance 
of 14.0 miles, in Ontario, Seneca and Cayuga Counties, 
N.Y. Continuations of this line run from Cayuga to 
Syrncuse and from Geneva to Victor ( a portion of the 
latter line is also under study in this Report) . At 
Geneva this line connects with the Naples Branch of the 
LV (also under study in this Report), with the Corning 
Branch of the PC and with the Buffalo-Jersey City line 
of the LV. The last-named line is also under study in 
this Report from Mehoopany, Pa. to Buffalo. 

The Lehigh Valley RR operates over this line under 
a trackage-rights agreement. 

Summary of USRA Data 

Stations (with their 1978 carloads ) served by this line: 

Cayuga --------------------------------------- ---- 778 
Seneca Falls..______________________________________ 219 

Waterloo --- -------------------------------------- 872 

Gene,-a' ----------- --------------------- ----------- 229 
' l ocludes only traffic on segment. 

Total carloads generated by the llne--············ 1, 698 

Number of round trips per year.·-··················· 260 
Estimated time per round t rlp ••.•.• ••···-··········· 6 

Revenue received by P O •••• ·-··---·-····· -·· ······ $686, 974 
Average revenue per carload •••••• --····· $886 

Variable (avoidable) cost of continued 
service : 

Cost Incurred on the branch line--· ···· 209, 048 
Cost of upgrading branch line to FRA 

Class I (1/ 10 ott9ta1 upgrading cost). 19, 397 
Cost incurred beyond the branch line-.. 372, 591 

Total variable (avoidable) cost........ . ..... 601, 006 

Net contribution (loss) : totaL..... . . ... . ...... . .. (65, 062) 

USRA Recommendation 

It is not recommended that this portion of the Auburn 
Branch be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Several witnesses pointed out that the LV has 
trackage rights over this line and line 95. Beacon 
Milling Co. in Cayuga pointed out that its plant at 
Cayuga shipped 1,892 carloads in 1973. The LV noted 
that 1,119 of those carloads were handled by it. 
USRA credited only the PC traffic of Beacon Mill­
ing to Cayuga Station. Beacon Milling stated that 
if all of its traffic were credited to the segment, total 
carloads for the entire segment would be 2,712 and 
total revenue would be $911,232. The line would show 
a profit of $310,196. 
-The Seneca County Chamber of Commerce stated 
that 10 firms in Seneca Falls, Waterloo, and Geneva 
shipped 731 carloads in 1973 and 806 carloads in 
1974. 
-Comstock Foods division of Borden, Inc., stated 
that 24 percent of its business is dependent upon 
rail service. Comstock has a facility at Waterloo 
which shipped 69 carloads in 1972, 44 in 1973, and 64 
in 1974. The low carload figure for 1973 was a result 
of damage from Hurricane Agnes. Comstock would 
be willing to accept a 50 percent reduction in service. 
-Wickes Corporation receives 100 carloads per year 
over this line. 
-Agway has facilities at Geneva and at Seneca 
Falls. Its bulk feed plant at Geneva is within the 
switching limits of Geneva and open to reciprocal 
switching. The plant is served by a yard crew in 
Geneva but is located on Line No. 671 segment. Ag­
way stressed that the integrity of local switching 
districts must be preserved. In 1973 Agway received 
314 carloads at Geneva, 282 of which were routed via 
the LV with PC performing only final switching. 
Agway questioned whether non-revenue cars were 
included in the data supplied to USRA by PC. 
-It was pointed out that the average carloads per 
mile over the line, using USRA's figures, should 
have been 113.8, not 11.4. 
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USRA ANALYSIS 

ROCHESTER BRANCH 
USRA Line No. 1000 

Lehigh Vallev 
ROCHESTER (LV) '-r To PC 

""""'~(Elf /T 
PC to Churchville 

...t. 
. 

/ 
/i 

'j"--
L V to Buffalo 

LIMA 

PC to Fairport ~--·-
M~;~er I 

17 .3 miles 

I 
Rochester Junction 

I ~--.. 
LV to Jersey City 

__L 
The Rochester Hranch extends from Rochester Jwnc­

twn (Milepost 379.5) to Rochester, N.Y. (Milepost 
390.8) , a distance of 11.S miles, and from R ochester 
Junction (Milepost 379.5) to Lima, N.Y . (Milepost 
385.5) , a distance of 6.0 mil.es. This is a combined dis­
tance of 17.,'J mil.es in Monroe and Livingston Counties, 
N.Y. 
Summary of USRA Data 
Stations {with their 1973 carloads) served by this line: 

Lima --------- ----- ------ ----------------- --------- 658 
Honeoye Falls____ ________________ __ ________________ 80 

Henrietta -------------------------- ----- ----------- 294 

Rochester ------------------------------------------_.l!!L. 
Total carloads generated by the line ____ ________ _ 1, 748 

Number ot round trips per year_______ _______________ 260 

Estimated time per round trip {hours )_____ _________ 3 
Revenue received by LV _______ __ __ ________________ $821, 244 
Average revenue per carload_______ ___ ___ §184 

Variable {avoidable) cost of continued 
service : 

Cost Incurred on the branch Hne __ _____ 228, 748 
Cost of upgrading branch line to FRA 

Class I : {1/ 10 of total upgrading 

cost) --------- --- --------------- - - - - 20, 796 
Cost Incurred beyond the branch line ____ 198, 540 

Total variable {avoidable) cost________ _____ 427, 288 
Net contribution {loss): TotaL ___________________ {106,044) 

USRA Recommendation 
Although the preliminary recommendation is that 

the Rochester Branch not be included in the ConRail 
System, the possibility of immediately increasing reve­
nue must be explored before a final recommendation 
can be made. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Several witnesses pointed out that the number of fj 
round trips attributed to the line by USRA was I 
erroneous. There were 260 round trips over the line 
per year, as USRA states, but none of these round 
trips opera ted over the entire line. The segment 
from Roches ter to Rochester Junction received serv. 
ice three times a week, and the segment from Roch­
ester Junction to Lima received service two times 
a week. 
-The Rochester-Genesee Regional Transportation 
Authority s tated that it is studying lines 1000 and 
114a and Erie Lackawanna's Rochester branch for 
possible operation as a short line railroad. 
-Shippers on this line have agreed to reroute their 
traffic to give ConRail t he long haul to gateways 
in the west and south. 
-If the line was abandoned, the area would SUS· 

tain the loss of 112 jobs a nd $1,114,120 in payroll. 
-Reported traffic: 1 

Compan11 

Joalyn Manufacturing & Supply Co--------··-·-·· 
Beam Milling Co., lnc .--·------·---- • -·-···----­
Swift Chemical Co .. _ -------------·---· --·--------· 
S.S. Caves Lumber. lnc ______________ ··---·-··----

KlngBlon Farm Machinery_ ..... --·-----··-----··-· 
High Point Miffs _________________ ····--··--··--·-· 

1973 1974 1'75 1171 ] 
319 314 332 Ill 

~ -·--~·--j······~ ~ 
0 7 SO llO l Sc hram Bullders ______________ ··------·-·······--· 

42 49 55 If 11 

Mathe w & Field• Lumber ___ ··-------------- ---- 231 240 UO 150 
McCurdy & Co-·--------------·-··--····-··--·--·-··--·-·· 15 15 II 
Simons Co-----·-----------·--··--------------------· ... ◄7 65 If 
University of Rochester_____________________________ 462 468 602 iii 

Plnkel Co .. __ -------·--·-·-----------·-----··----- 319 314 332 Ill 

- It was pointed out that Line 1000 does not con­
nect with the Penn Central west shore line at Morti• 
mer or the Penn Central main line at Rochester as 
stated in the USRA plan, except via trackage rights 
over the Erie Lackawanna. 
- The line is essential to the University of Rochester 
which depends upon deep mined coal from West Vir­
ginia to heat its campus and its hospital. If the 
University had to truck its coal it would cost an 
extra $3.50 per ton and would result in 2,358 truck· 
loads moving over local streets and highways. . 
- Joslyn Manufacturing reported that it has a mul_h· 
million dollar expansion program under way at its 
Lima plant. Joslyn could not absorb the 50 to 150 
percent increase in costs which would result from 
shipping by truck. 
-Swift Chemical has a major fertilizer manuf~c­
turing plant in Lima which could not continue in 

operation without rail service. Swift stated that 
elimination of the plant would hurt the total farm 
economy of New York and Pennsylvania. 
Continued on page 384 
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USRA ANALYSIS 

CORTLAND SECONDARY TRACK AND EAST 
ITHACA RUNNING TRACK 

USRA Line No. 1002 

Lehigh Valley 
CORTLAND 
SECONDARY 

Head TRA,,\;CK. LV !.- EL to Syracuse 
Secondary \ ! 
Trade, L V __. \ 

CORTLAND 
\ . 

'!I.e." I # '4--Syra01se 
~"I,\,._ Freeville! Branch, EL 

EAST , \ I ! 
ITHACA I !+- EL to Binghamton 

EAST ITHACA I~ . I 
RUNNING Freeville Secondary 
TRACK , LV Trade , LV, to O~ego 

The Cortland Secondary Track and the East Ithaca 
Running Track extend from Eaat Ithaca (Milepost 
50.4) to Cortland, N.Y. (Milepost 71.8), a distance of 
f l .4,muea in Cortland and Tompkins Counties, N.Y. At 
Freeville (Milepost 59.4), this line connects with the 
Mead Secondary Track and the Freeville Secondary 
Track, both LV. Both lines are also under study in this 
Report. At Cortland, this line connects with the Syra­
cuse Branch of the EL. 

Summary of USRA Data 

Stations (with their 1973 carloads) served bv this line : 
Etna -------------------------------------------- 21 
McLean ------------------------------------------- 14 
Cortland ------------------------------------------ 100 

Total carloads generated by the line_____________ 228 
Number of round trips per year____________________ 52 
Estimated time per round trip (hours) _______________ 4. 0 

Revenue received by LV ___________________________ $41, 565 
Average revenue per carload_______________ $182 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line _________ 182, 342 
Cost of upgrading branch line to FRA 

Class I: (1/10 of total upgrading cost__ 29, 991 
Cost Incurred beyond the branch line____ 28, 048 

Total variable (avoidable) cost_ _________ :==::- 240,381 
Net contribution (loss) • TotaL ____________________ (198,816) 

USRA Recommendation 

It is rwt recommended that the Cortland Secondary 
'.1'rack and the East Ithaca Running Track be included 
m the ConRail System. 

510-9?8 0 - 15 - 24 
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PUBLIC RES.PONSE AND RSPO COMMENT 
-New York DOT stated this line is out of service 
from Etna to East Ithaca and recommended that 
traffic from Etna to Freeville be evaluated sepa­
rately. Traffic from East Ithaca was not included in 
USRA's evaluation. 
-The State of New York has spent $18,000 to have 
the line upgraded to FRA Class I standards. 
-Cornell University used between 250 and 300 car­
loads to coal in the last year the line was in use 
and stated it would cost from $6-8,000 to repair the 
washed-out bridge. The University intends to up­
grade its coal-burning central heating facilities at 
a cost of $3,100,000, has agreed to help fund line 
rehabilitation and will need 400 carloads of coal per 
year when the plant is in full operation. A study has 
shown that rail service would facilitate delivery of 
waste materials to the heating plant, which would 
dispose of 500 carloads of solid waste per year. 
-Overhead Door Company, in operation in Cortland 
for 46 years, stated it must have rail service. 
-New York Electric and Gas Corporation needs 
continued rail service to its substation at Etna. 
-The Central New York Regional Transportation 
Authority reported that R. H. Miller shipped 157 
carloads of metal working compounds over the line 
in 1973. The company would have to relocate if it lost 
rail service. Several witnesses noted that roads be­
tween Cortland and Ithaca are especially bad. New 
York DOT shows Route 13 is overloaded on several 
stretches. 
-Cortland Standard Printing Co. Inc., received 
16 carloads of newsprint in 1974. 
-Barton & Robeson reportedly ships 94 carloads 
per year. 
-The Cortland County Chamber of Commerce esti­
mated that loss of service would lead to the closing 
of two plants and loss of employment for 300 people. 
-Brewer-Titchener Corp. estimated its shipping 
costs would increase by $40,000 if it lost rail service. 
- Consideration must be given to the total revenue 
that would be lost to ConRail if this line is not in­
cluded in the Final System Plan. In 1973, 228 cars 
on this line generated total revenues of $154,512; 
only $41,565 was attributed to the line. 
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USRA ANALYSIS 
FREEVILLE SECONDARY TRACK AND MEAD 

SECONDARY TRACK 
USRA Line No. 1003 

Lehigh Valley 
MEAD I ~ 
SECONDARY MEAD Cort an 
TRACK. LV l Secondary 

'---. LTrack, LV 

East Ithaca ...- ,,. 
Running ,,. ,,. 
Track, Fr~evi I le 

' SECONDARY 
LV -.,_,,.. ,,. ~FREEVILLE 

Auburn TRACK . LV 
Branch , LV S0.6miles 
To Sayre 1 

\OW~O _.±--
-- --_.,,,,.. ·-- ? ·-·-· -
.;•J EL to Hoboken 

EL to Chicago 

The Freeville Secondary Track and Mead Secondary 
Track, extend from Owego (Milepost 289) to Mead, 
N.Y. (Milepost 339.6), a distance of 50.6 mi'les, in Cay­
uga, Tompkins, Cortland, and Tioga Counties, N. Y. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line: 

Owego -------------------------------------------- 476 
Newark Valley-------------------------- ----------- 202 
Berkshire ----------------------------------------- 15 
Mills ---------------------------------------------- 820 Dry Den___ ________________________________________ 100 

F reeville ----------------------------------------- 12 
Groton-------------------------------------------- 20 

Locke--------------------------------------------- 162 
Moravia ------------------------------------------ 194 

Total carloads generated by the line _____________ 2, 001 

Number ot round trips per year---------------------- 300 
Estimated time per round trip (hours) _______________ 9. 0 

Revenue received by LV ---------------- ------- --- $261, 736 
Average revenue per carload____ _________ $131 

Variable (avoidable) cost ot continued 
service: 

Cost Incurred on the branch line ________ 573, 965 
Cost ot upgrading branch line to FRA 

Class I: (1/10 of total upgrading 
cost) ------ ------------ ------------- 110, 662 

Cost Incurred beyond the branch line ____ 240, 952 

Total variable (avoidable) cost______________ 925,579 

Net contribution (loss) : totaL- --- --------------~- (663, 848\ 

USRA Recommendation 

It is not recommended that the Freeville Secondary 
Track and Mead Secondary Track be included in the 
ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The New York UUT has invested $832,000 in up. 
grading this line, which meets FRA Class I stand, 
ards and will be up to FRA Class II standards by 
September . DOT noted that upgrading costs should, 
therefore, no t be included in the viability analysis 
of the line. Increased speeds possible over the line 
should reduce operating costs. 
-Atlantic Richfield is Harford Mills' storage facil­
ity. It serves the entire northeastern United States 
and during summer a nd early fall receives approxi­
mately 570 tank carloads of propane, with a like 
number dispatched in the winter. Arco does not 
believe it has an alternative to continued operation 
at Harford Mills. If Harford Mills' rail service is 
los t, the company estimates that it would have to 
ship 3,000 truckloads per year. Many of its distribu­
tors and consumers are not equipped to accept truck 
shipments. Arco stated that loss of service to Har­
ford Mills would almost certainly result in an im­
balance in the market for fuels in the whole of the 
region. 
-It was sugges ted that an a lternative to abandon• 
ment of the entire segment would be to retain Line 
1002 from Cortland to Freeville a nd Line 1003 from 
Freeville to Harford Mills, assuming that the EL 
line at Cortland remains in service. 
-Agway has facilities at Owego, Dryden and Mora­
via. It pointed out that tank cars used in transporta• 
tion of propane gas over t he line are privately owned 
and suggested that the revenue figures attributed 
to the line by USRA should make no provision for 
transit charges for these propane gas movements. 
-Baker-Miller L umber, Inc., reported it received 
23 carloads of lum ber a nd plywood products in 1974, 
most of which origina ted in California, Oregon, 
Washington a nd Ida ho. Assuming its shipments 
were unloa ded at Ithaca, the company estimated 
that it would in cur an additional cost of $400 per 
car. 
-Honey Butter Products Co. Inc., received 8 car• 
loads, largely bulk honey, in 1973, from the Midwest. 
- Consideration must be given to the total revenue 
that would be los t to ConRail if this line is not in­
cluded in the Final System Plan. In 1973, 2,001 cars on 
this line generated a total revenue of $1,109,183 ; 
only $261,736 was attributed to the line. 

J 



USRA ANALYSIS 

ITHACA BRANCH 

USRA Line No. 1017 

Lehigh Valley 

ITHACA 

\ BR~NCH. ITHACA \ LV 
L V to Buffalo _.\ ~ 

\ f......... 
\ 21 .3 mi les 

\ VAN ETTEN JUNCTION 

I 
I 

L V to Jersey City -+I 
I 
I 

The Ithaca Branch extends from Van E tten Jwnction 
(Milepost 285.8) to f tha,ca, N.Y. (Milepost 307.1), a 
distance of fl.S wi.le8, in Chemung, T ioga, and Tomp­
kins Counties, N.Y. At Van Etten J unction, this line 
connects with the Lehigh Valley J ersey City-to-Buffaio 
line, a portion of which is also under study in this 
Report. 

Summary of USRA Data 

Stations (with thei r 1973 carloads) served by this line : 
Spencer --------------------------------------- - --- 61 
I thaca ------ --------------------------------------- 435 

Total carloads generated by the line_____________ 496 
Number or round trips per year__________ ____________ 156 
Estimated time per round t rip (hours)______________ 10. 0 

Revenue received by LV ____________________________ $126, 770 

Average revenue per carload______________ $256 

Variable (avoidable) cost or continued 
service: 

Cost incurred on the branch line _________ 244, 527 
Oost or upgrading ibranch line to FRA 

Class I : (1/10 or total upgrading cost)_ 0 
Cost Incurred beyond the branch line____ 56, 656 

Total variable (avoidable) COSL-- ---------- 301,183 

Net COJltributlon (loss) : total-------------------- (174,413) 

USRA Recommendation 

It is not recommended that the Ithaca Branch be in­
cluded in the ConRail System. 
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1017 
NEW YORK 

PUBLIC RESPONSE AND RSPO COMMENT 
-Reevaluation of this line has led to its being recom­
mended for inclusion in ConRail, per "USRA News" 
of March 14, 1975. 



1020 
NEW YORK 

USRA ANALYSIS 
PORTION OF THE JERSEY CITY TO BUFFALO LINE 

USRA Line No. 1020 
Lehigh Volley 

PC to Canandaigua 

/ i+--PC to Lyons 
•,. ' ✓PC to Auburn ..._ \ ! .-• (LV has Trackage Rights) .... . _.,,,,. 

I' .... ~ ...... 
L V to Buffalo )' ~eneva 

i ~G:;;~;::;;;JFFALO LINE, LV 
PC to Coming-ti 

• I 
I 56.3 miles I+- LV to Ithaca 

~ v::ETTEN JUNCTION 

; +--L V to Jersey City 

This portion of the Jersey City to Buffalo Line, ex­
tends from Van Etten Junction (Milepost 285.8) to 
Geneva Junction, N.Y. (Milepost 342.1) , a distance of 
56}) miles, in Chemung, Schuyler, and Seneca Counties, 
N.Y. 
Summary of USRA Data 
Stations (with their 1973 carloads) aerved by this line : 

Van Etten _________________________________________ _ 

Cayuta -------------------------------------- ------
Odessa 
Burdett -------------------------------------------
Caywood -----------------------------------------­

Lodi ----------------------------------------------

3 
177 
209 
17 
30 
2 

Gilbert -------------------------------------------- 20 

Kendala ------------------------------------------- 1,0111 
Total carloads generated by the line _____________ 1, 471 

Number o! round trips per year______________________ 260 
Estimated time per round tl'!p (hours)________ ______ 10. o 

Revenue reeelved by LV -------------------------- $503, 538 
Average revenue per carload____________ $342 
Variable (avoidable) cost o! continued 

service· 
Cost Incurred on the branch line_______ 597, 810 
Cost o! upgrading branch line to FRA 

Class I : (1/10 o! total upgrading 
cost)------------------------------ o 

Cost Incurred beyond the branch line___ 141, 819 
Total variable (avoidable) cost______________ 739

1 
629 

Net contribution (loss): TotaL ___________________ (236,091) 

USRA Recommendation 

_It is not recom~ende~ that this portion of the Jersey 
City to Buffalo Lme be mcluded in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 

-In a news release dated March 28 1975, USRA an. 
nounced that the portion of Line No. 1020 from 
Geneva Junction to Kendaia would be included 
in the ConRail system. 
-The New York DOT stated that this line should 
have been evaluated from Geneva Junction to Ken­
daia, from Van Etten Junction to Cayuta, and from 
Cayuta to Odessa. 
-Agway;which has a facility at Odessa, stated that 
the segment from Van Etten Junction to Odessa 
produces 385 revenue carloads and should be 
granted separate analysis. 
-The Department of Defense reported that Seneca 
Army Depot (SEAD) needs rai l service from Geneva 
Junction to Kendaia. SEAD receives stores and is­
sues ammunition, including propellants and ex­
plosive components of guided missiles. SEAD also 
receives supplies for the Government Services Ad­
ministration and the Office of Civil Defense and in­
dustrial production equipment for the Product 
Equipment Agency a nd the Defense Industrial 
Plant Equipment Center. 
-E. E. Miller & Son of Geneva requested that if its 
service via the L V is eliminated, a short connecting 
line be constructed between the Miller plant and 
the PC line. 
-The United Transportation Union stated that by 
extending Line No. 1020 to include Line No.1021 and 
the 2.484 cars handled by Geneva Station over Line 
No. 1022, a 200 percent increase in traffic could be 
achieved. 
-It was reported that this segment of the LV main­
line has a traffic control system which costs $2 mil­
lion. Also, 50 miles of the track between Van Etten 
Junction and Buffalo has welded rail. 
-Cotton-Hanlon, Inc. stated that it shipped 156 car• 
loads in 1974. If t he company lost rail service, 20 
to 30 of its employees would lose their jobs. The pay­
rolJ loss to the communi ty would be $185,000, and 
the state and local area would lose $91,000 in tax 
revenues. 
-Consideration must be given to the total revenue 
that would be lost to ConRail if this line is not in­
cluded in the Final Sysetm Plan. In 1973, the 1,471 
cars on th is line generated a total revenue of $2,· 
042,277; only $503,538 was attributed to the line. 



USRA ANALYSIS 

PORTION OF JERSEY CITY-BUFFALO LINE 

USRA Line No. 1021 

Lehigh Valley 

PC Corning Branch , to Lyons 

Auburn Branch to 
Canandaigua, / 
PC ..._ .J. 

~ -
' -..; ·, ........... , .. r .................. 

L V to Buffalo / · 
I I 

Naples Branch, / i 
LV '---+/ . 

/ ' 

I 

I 

Au burn Branch,PC,to Cayuga 
(LV operates via Trackage Rights) 

..... 
\ ..... 
~- ----

• GENEVA 2.4 mi les 

PORTION OF THE JERSEY 
CITY -BUFFALO LINE, LV _,,.•,. 

PC to Corning / 
LV to Sayre Pa. ' • 

This portion of the J ersey City-Buffalo Line of the 
Lehigh Valley, extends from Geneva Junction (Mile­
post 342.1) , to Geneva, N.Y. (Milepost 344.5), a dis­
tance of f .4 miles, in Seneca and Ontario Counties, N.Y. 
Continuations of this line extend southward from 
Geneva Junction and westward from Geneva. Both of 
these continuations are also under study in this Report. 
Connections with other lines at Geneva are: the Lehigh 
Valley Naples Branch, the P C Auburn Branch and the 
PC Corning Branch. The PC Auburn Branch between 
Geneva and Cayuga and the LV Naples Branch are 
also under study in this Report. The LV operates over 
this Auburn Branch segment under a trackage rights 
agreement. 

Information for Line Retention Decision 

This line does not directly serve any shippers but is 
used to serve USRA Segment Nos. 1020 and 1022. The 
Preliminary Recommendation for both of these lines is 
that they not be included in the ConRail system. 

USRA Recommendation 

It is not recommended that this portion of the Jersey 
City to Buffalo Line be included in the ConRail Sys­
tem. 

1021 
NEW YORK 

PUBLIC RESPONSE AND RSPO COMMENT 
-In a news release dated March 28, 1975, USRA 
announced that Line 1021 is required as an overhead 
route for the Geneva Junction to Kendaia segment 
of Line 1020 which is to be included in the ConRail 
system. 
-The United Transportation Union stated that this 
line along with traffic generated by Geneva should 
be considered as part of Line No.1020. 
-Nabisco, Inc., has a major distribution center at 
Geneva which handled 2,140 carloads in 1974. Nabisco 
stated that its grocery product line at Geneva has 
been expanded this year, and it expects to handle 
2,800 carloads in 1975 with continued growth in the 
future. 
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1022 
NEW YORK 

USRA ANALYSIS 
PORTION OF JERSEY CITY-BUFfALO L1NE 

USRA Line No. 1022 
Lehigh Valley 

Rochutw Branch, L V 

\,I 
Lvcoeurr.io / j 

...._ ~ / PC to Lyon• • Aubum Br1t1ch, PC 
', ROCHESTER JUNCTION '- J (LV operates , la Trach1e 

LV to Lima ✓)S.O m,lu __ • _ )rj Ricf,t> to Aubum) 

"'/ I -- ·,_ . ~----- --
PO.RTION OF THE JERSEY ✓-✓, GENEY~ , ' 
CITY-BUFFALO LINE, LV PC to Canandaicua/ ! }, 

• /,:j I 
\..._ LV to Jersey City 

Naples B~ch I ......._ 
LV to Rushville • PC to Comins 

This portion of the Jersey City-Buffalo Line extends 
from Geneva (Milepost 344.5) to Rochester Junction, 
N.Y. (Milepost 379.5), a distance of 35.0 miles, in On­
tario and Monroe Counties, N.Y. Continuations of this 
line extend southward from Geneva and westward from 
Rochester Junction. Both of these continuations are 
also under study in this Report. Connections at Geneva 
are: the Lehigh Valley Naples Branch and the PC 
Auburn and Corning Branches (the LV operates via 
trackage rights over the PC Auburn Branch) . This line 
also connects with the Lehigh Valley Rochester Branch 
at Rochester Junction. Portions of the aforementioned 
connections are under study in this Report except for 
the PC Corning Branch. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line : 

Geneva -------------------------------------------- 2,48-4 
Manchester ---------------------------------------- 335 
Farmington --------------- ------------------------- 2 
Victor --------------------------------------------- 342 

Total carloads generated by the line _______ _______ 3, 163 

Number or round trips per Y~• -------~-------------- 260 
Estimated time per round trip (hours)______________ 9. 0 

Revenue received by LV -------------------------- $403,863 
Average revenue per carload_____ ___ _____ $128 

Variable (avoidable) cost of continued serv­
ice : 

Cost Incurred on the branch line _______ 459, 386 
Cost or upgrading bran.ch line to FRA 

class I (½o or total upgradlng cost) ___ O 
Cost Incurred beyond the branch line ____ 312, 984 

Total variable (avoidable) cost___________ 772,370 

Net contribution (los9) : totaL ___________________ ($368,517) 

USRA Recommendation 

It is not recommended that this portion of the Jer­
sey City to Buffa.lo line be included in the ConRail Sys­
tem. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Texgas Corporation (division of Allied Chem­
ical Corportion) propane gas distribution center at 
Manchester received 58 privately owned 38,000 gal-
lon tank carloads of propane gas in 1974. 
-Iron City Sash and Door Co. stated that it has 32 
employees whose jobs are dependent upon continued 
rail service. Most of Iron City's suppliers do not have 
facilities to ship by truck. 
-R. B. Crowell & Son, Inc., at Manchester shipped 
34 carloads in 1972, 22 carloads in 1973 and 49 car­
loads in 1974, all of which were grain shipments t-0 
Baltimore. They would have cost $15,600 more if 1 
s hipped by truck. R. B. Crowell suggested that its 
section of Line No. 1022 could be made a spur of the 
PC line from Geneva to Canandaigua. 
-l'l'E Imperial Corporation recommended that a 
connecting track be constructed to link shippers in 
Farmington and Victor to Line No. 98, the PC line 
from Victor to Canandaigua. ITE stated that the 
Farmington and Victor traffic would make Line No. 
98 viable. 
-Ryans Homes reported it shipped 175 carloads in 
1973, 215 in 1974, and expects to ship 330 carloads in 
1977. 
-Consideration must a lso be given to the total reve­
nue that would be lost to ConRail if this line is not 
included in t he Final System Plan. In 1973, the3,163 
cars on t his line generated a total revenue of 
$1,236,445; only $403,853 was attributed to the line. 



USRA ANALYSIS 
PORTION OF THE JERSEY CITY-BUFFALO LINE 

USRA Line No. 1023 

Lehigh Valley 

PC to s,,aai•• ,, 6°~~~u"F~~~EY 

Blffal ~ - ; • l6fNllu LINE.LY PIL JUNCTION 

PC~ :IU'f'II / :/ •,4; \, l, ! •• UO ID -·-·-·u '-. ~----11o ....... • . •- •- . ' •- .l• "'°'••••• •• •••• •••• ••••••••;~ / ''-#-
---- , : :-;:,:!li _ __ __ , : :~:: z~-0.... LV to J«u, Ci~ r f BATAVIA (LV) f C&W J•cd0te-"!j. ",'• , 

LY ti auna.1, ;..,_ EL to Anic.a f .... BIO to EH i Sal1mat1ca ? : EL ID AWOft 

• Gene, .. I fty cwnlttr RR Caldonla 

This portion of the J ersey City-Buffalo line extends 
from P & L Junctwn (Milepost 394.1) to Batavia, N.Y. 
(Milepost 411.0), a distance of 16.9 mi kB; in Genesee, 
Monroe and Livingston Counties, N. Y. 

Summary of USRA Data 

Stations (with t heir 1973 carloads) served by this line : 

Caledonia ----------------------- ------- ----- ---- -- 139 
Batavia - - - - ------------ - ---- - - ------------- ------- 312 

Total carloads gene ra ted by t he line______________ 451 

Number ot round t rips per year_______ _______ _______ _ 150 
Estimated time per round trip (hours )__ ____ _______ · 7_ 0 

Revenue received by LV __ ______________ _________ $90, 805 

Average revenue pe r ca r load __ __________ $201 

Variable (avoida ble) cost of continued 
service : 

Cost Incurred on the branch line ______ 192, 061 
Cost or upgrading branch line to FRA 

class I (1/ 10 of tota l upg rad ing cost) _ 0 
Cost Incurred beyond t he bra nch line___ 42, 238 

Tota l va r iable (avoidable) cost________ _____ 234, 299· 

Net contribution (loss) : Tota L ________ ____ ____ ___ (143, 494 ) 

US'RA Recommendation 

It is not recommended thwt this portion of the J ersey 
City to Buffalo line be included in the ConRail System. 
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1023 
NEW YORK 

PUBLIC RESPONSE AND RSPO COMMENT 
-International Salt Co. is located on the Genessee 
and Wyoming Railroad (G&W) at Retsof. The G&W 
connects with the EL at Greigsville, with the PC 
(Line 112) at G&W Junction, and with the LV (Line 
1023) at P&L Junction. International Salt noted 
that if EL becomes a part of ConRail, G&W custom­
ers will no longer have a choice of connecting lines. 
-The LV noted that 4,996 carloads of International 
Salt's traffic were interchanged at P&L Junction in 
1973 and 6,799 carloads in 1974. With the exception 
of 182 carloads in 1973, this traffic moved east over 
Lines No.1023 and 1025. LV noted that the Interna­
tional Salt traffic interchange with the PC influ­
enced USRA's decision to retain Line 112 in ConRail, 
even though it requires upgrading. LV questioned 
the logic of eliminating two of its mainline seg­
ments, both of which require no upgrading, and re­
taining the PC segment which does. Use of the PC 
line would mean that International Salt's eastern 
traffic would have to be backhauled. 
-Caledonia Lumber and Coal Co., Inc. received 180 
carloads of forest products in 1974. 
-Batavia Waste Material Company ships 173 car­
loads per year. If improvements in service were 
made, the company would ship 268 carloads per year. 
-Northern Propane Gas generates 80 carloads per 
year. If service were lost, the firm would have to 
absorb a $10,000 in transportation costs or transfer 
to another location. 
-GTE-Sylvania moves 183 carloads per year. If 
service were improved the company would ship an 
additional 75 carloads. If service ceased, the com­
pany would have to absorb a $40,000 increase in 
transportation costs. 
-Consideration must be given to the total revenue 
that would be lost to ConRail if this line is not in­
cluded in the Final System Plan. In 1973, the 451 
cars on this line generated a total revenue of $305,-
555; only $90,805 was attributed to the line. 



1024 
NEW YORK 

USRA ANALYSIS 
PORTION OF BUFFALO TO JERSEY CITY LINE 

USRA Line No. 1024 

Lehigh Valley 

EL to Nla1ara Falls \ PC to Blade Rodt 

~\ \.f \ LV to Nia1ara Falla 

\ \ 1 ✓ PC ID Oakfield 
PC to e..rralo, Onel-,d.' \ Burral~ \ • PC to Syraa,ae 
-.d Nla1a,a Falla ............. \ ,(Fron.";>.!,...- \,j 

-·\:-b==--.1_____ ea, .. ia(PQ • EL 10 AYOn 
EL to e..rralo Burralo(Blaon) \... I ·-·-·-·-•-.::J5... ._i 
-,d NIii Rt,{"• - 0- • -Q.._ • ~ Nla1wa Junction i I • • -

BUFFALO(LV) Tr1rr, Junction, \ BATAVIA(LV)• 1 ,._-
/ f • I I LV to Jersey City y / EL to Home~' EL to Anica_.; 

LV to Tifh Scru, PORTION OF JERSEY 
CITY•BUFFALO LINE, LV 

- ----32.6 mllu 

This portion of the Buffalo to Jersey City Line, ex­
tends from Buffalo (Milepost 443.6) to Batavia (Mile­
post 411.0), a distance of St.6 miles, in Genesee and Erie 
Counties, N.Y. There are no industries on this line be-

Summary of USRA Data 

Statlon,s (with their 1973 carloads) served by this line : 

Depew ------------- ------ ------------------------ 8 
Williamsville ------------------------------------ - 288 
North Tonawanda --- ------ --- --------------------- 309 
Niagara Falls ------------- - ----------------------- 4, 015 
Suspension Bridge_________________________________ 201 

Cheektowaga ------------------------------- ------ 15 
Buffalo --- ----------------------- ----------------- 15, 171 
Niagara Junction, N,Y_____________________________ 3 

Total carloads generated by the line ____________ 19, 950 
Number of round trips per year______________________ 150 
Estimated time oer round trip (hours )______________ 10. O 

Revenue received by LV __________________________ $7, 208, 818 
Average revenue per ca rload____________ $360 

Variable (avoidable) cost of continued 
service : 

Cost Incurred on the branch line______ 749, 053 
Cost of upgrading branch line to FRA 

class I (1/ 10 of total upgrading cost) _ o 
Cost Incurred beyond the branch line __ 3, 640, 615 

Total variable (avoidable) cost..____________ 4, 389,668 

Net contribution (loss) : Total.. _________________ _ _ 2, 819,150 

USRA Recommendation 

It is recommended that the portion of the Buffalo to 
Jersey City line serving the industries in the Buffalo 
area be included in the ConRail System. The remainder 
of the line will be subject to more detailed analysis. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-New York State Railroad Task Force corrected 
the Plan by pointing out that Williamsville is not 
on this line, instead being located on the LV Snspeo, 
sion Bridge branch. 
-Northern Propane Gas Company, Bat.avia, cited 
receipt of 33 carloads in 1973, 20 in 1974, and it e1, 
pects a total of 33 carloads in 1975. If rail service is 
not available the shift to trucking would increase 
shipping costs about $10,000 a year. 
-New York State Department of Commerce said 
that if service on this line is discontinued, five firms 
have indicated they would go out of business and 
four others would have to relocate, "adding mon 
than 900 to the jobless rolls." 
-New York State Railroad Task Force corrected 
the Plan by pointing out that Williamsville is not 
on this line, instead being located on the LV Suspen. 
sion Bridge branch. 
-Northern Propane Gas Company, Bat.avia, cited 
receipt of 33 carloads in 1973, 20 in 1974, and it e1, 

pects a total of 33 carloads in 1975. If rail service is 
not available the shift to trucking would increase 
shipping costs about $10,000 a year. 
-New York State Department of Commerce said 
that if service on this line is discontinued, five firms 
have indicated they would go out of busin~ and 
four others would have to relocate, "adding more 
than 900 to the jobless rolls." 



USRA ANALYSIS 
PORTION OF JERSEY CITY-TO-BUFFALO LIN-E 

USRA line No. J 025 

Lehigh Valley 

B. to RochH'--

LY• loffal• BIO co Rodles,_ ,/ 

'-. I ~./ I IUmilu 
.._ •• • I ......... .. • I • 

PJILJUNCTlot.::itoCalodonl• , / 
110•Em<W~:~c.aw111nct1on ~! 

PC 
-~ __.// • • , . ELcoA ... I 

·-·· / t '·< 

I LVtoRochut# 

,✓ 
( ROOIESTER r~~ON -,-
:~ V to line,. 017 

LV to Lima 

EL• Atlica C.-- I Wyomln1 PORTION , J EIISEY CITY 
RR• Rotso( ·TO-IIUFFALO LINE, LV 

This portion of the Jersey City-to-Buft'alo Line of the 
Lehigh Valley,extends from RochesterJunctwn (Mile­
post 379.5) to P&L Junction, N.Y. (Milepost 394.1), a 
distance of 14-6 miles, in Livingston and Monroe Coun­
ties, N.Y. This line continues westward from P&L 
Junction to Buffalo and eastward from Rochester J unc­
tion to Jersey City, N.J., both continuations are under 
study in this Report. At Rochester Junction the line 
oonnects with the Rochester Branch of the LV to 
Rochester and Lima, also under study in this Report. 
At P&L Junction the line connects with the B&O line 
betwe.en Ashford and Rochester and with the Genesee 
& Wyoming RR to Retsof. 

Information for line Retention Decision 

This line does not directly serve any shippers, and 
is not planned to be used for through service. 

USRA Recommendation 

It is not recommended that this portion of the Jersey 
City-to-Buffalo Line be included in the ConRail System. 
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1025 
NEW YORK 

PUBLIC RESPONSE AND RSPO COMMENT 
-:-The LV stated that this line is an important car­
rier of overhead traffic from the International Salt 
Co._, which is located on the Genessee and Wyoming 
Railroad at Retsof. See the discussion under Line 
No.1023. 



249 
NEW YORK to PENNSYLVANIA 

USRA ANALYSIS 
PORTION OF THE CHAUTAUQUA SECONDARY 

TRACK 
USRA Line No. 249 

Penn Central 

MAYVILLE 

Erie Secondary 
Track, PC 

v', 

It- PC to Brocton 
I 

! ~ PORTION , 
CHAUTAUQUA 
SECONDARY 
TRACK , PC 

' ' 

28.8 miles 

} -·--· ,· 
Chicago-New York 
Main Line, EL•/• ,· r+' / / I 

CORRY Emporium 
'- ,.- Secondary 
'-, Track, PC 

Titus Secondary 
Traci<, PC 

' 
This portion of the Chautauqua Secondary Track, 

formerly part of the Pennsylvania RR, extends from 
M ayvule, N.Y. (Milepost 65.0), to Oorry, Pa. (Milepost 
93.8), a distance of 1ZB.8 miles, in Chautauqua County, 
New York and Erie County, Pennsylvania. A continua­
tion of th.is line runs from Mayville to Brocton (also 
under study in this Report). At Corry, this line connects 
with the Chicago-to-Jersey City line of the EL and 
with the Erie Secondary Track, the Emporium Second­
ary Track and the Titus Secondary Track of the PC. 
The three latter lines are also under study in this Re­
port. 
Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 

Clymer -------------------- ----------------------- 165 
Panama ------------------------------------------ 43 
Sherman ------------------------------------------ 206 
Mayville ------------------- ----- ------------------ 695 

Total carloads generated by tbe line ______________ 1, 009 
Number of round trips per year_____________________ llO 
Estimated time oer round trip (hours)______________ 8 

Revenue received by PC __________________________ $271, 870 

Average revenue per carload______________ $269 

Yariable (avoidable) cost or continued 
service 

Cost Incurred on the branch line _______ 268, 082 

Cost or upgrading branch line to FRA 
Class I: (1/10 or Total Upgrading 

cost) ---------------------- --------- O 
Cost Incurred beyond the branch line____ 226, 068 

Total va rlable (avoidable ) cost_ _____ _ 
Net contribution (loss) _________________ _ 

484, 150 
(212,280) 

USRA Recommendation 
It is not recommended that this portion of the Chau. 

tauqua Secondary Track be included in the ConRail 
System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Joseph Lepkowski, representing 12 shippers on this 
line, submitted the following: 

Maplerille Farms .• ..•.••..•....•••• Grocery producta...................... I 
Sherman Steam Mill •••• . •. •• ..•••• Feed and grain........................ II 
Farmers MIii . .. . ...... • .. .. •••••• do.... .. . .......................... Ill 
Myerlnk MIIUng . . . ..... . .. ... . . . •• • do. ................................ I 
Cl1mer Agway ... . . ...... . .... . . .. . . All'lcultural producta.. .......... ...... U 
N. Cl1mer Agway.... do. ................................ ll 
Caflisch Lumber ... ... .. .. .. ... .. Lumber, wood producta ............. .. 
Gallup & Ten Haken . .. .. .. . ... • Farm machinery .................... .. 
John Wiggers & Son • .• •• . . ... . do......... . .............. ......... I 
RuBBell H . PIiisbury •.•••• .•• •• .••• Lime.................................. II 
Clumer Bag Co... •.. . .••.. . . . .•.. Burlap bags and wood chlpe........... I 
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Ethan Allen ..... •• • .•••••• • Furniture ............................. lll , 

-If the line were abandoned, these shippers esti• 
mated they would incur an add itional $252,000 per 
year in transportation costs. 
-Ethan Allen requested that, if Line 249 is aban· 
doned, Line 248 be kept in service along with the first 
5.4 miles of track on Line 249 at Mayville. This would 
enable Ethan Allen to ship its traffic northbound 
over Line 249 and, in the opinion of the company, 
should make that line viable. 



USRA ANALYSIS 
PORTION OF THE VALLEY BRANCH 

USRA Line No. 260 
Penn Central 

FALCONER 

Janestx>wn, N.Y ·r 5· 
... 

--------"' 
EL Hoboken-
Chicago line 

4---- PORTION , 
19.2miles VALLEY 

\ 

BRANCH . PC 

NORTH WARREN 
_::.---

... ~.-PC IX> Warren narren 

-:-- I -r--
Struthers Running-" Emporium 
Track, PC Secondary 

Track, PC 

This portion of the Valley Branch, formerly part of 
the New York Central RR, extends from Falc<>Mr, N.Y. 
(Milepost 32.1) to North Warren, Pa. (Milepost 51.3), 
a distance of 19.£ miles, in Chautauqua County, New 
York and Warren County, Pa. At Falconer this line 
connects with the Chicago-to-Jersey City line of the EL. 
A continuation of this line runs from N. Warren to War­
ren (Milepost 54.4) where it connects with the Empo­
rium Secondary Track of the PC. Both lines are also 
under study in this Report. In June 1973, the PC 
applied to the ICC for permission to abandon this 
line (Docket No. A.B-5, Sub. 163). In September 1974, 
the PC applied to USRA for permission to abandon 
this line. No action has been taken on either application. 
Summary of USRA Data 
Stations ( with their 1973 carloads) served by this line : 

Falconer ------------------------------------------ 253 

Jamestown ---------------------------------------- 19 

Frewsburg ---------------------------------------- 54 
Akeley -------------------------------------------- 88 
Russell -------------------------------------------- 14 

Total carloads 2enerated by the line______________ 423 
Number or round trips per year______________________ 50 
Estimated time 'Iler round trip (hours)_______________ 12 0 

Revenue received by J>C _________________________ $135, 105 

Average revenue per carload______________ $320 

Variable (avoidable) cost of continued 
service : 

Cost Incurred on the branch line _________ 174,941 
Cost or upgrading branch line to FRA 

class I (1/10 of total upgrading cost)__ 34, 848 
Cost Incurred beyond the branch line____ 92, 093 

Total variable (avoidable) cost_____________ 301. 882 

Net contribution (Joss) : totaL ______________ (166, 777) 
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USRA Recommendation 

It is not recommended that this portion of the Valley 
Branch be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 

-James Jennings, representing seven shippers on 
this line submitted the following: 

1n, 
Compan11 Commodlt11 carloada 

Vac Air Allo79 •••••••••••••••••••••• Scrap molala ••••••••••••••••••••••• 85 
Falcon..- Peed &nice .•.•.•..•..••. Peed and vaJ.n......... ............. 60 
Am..-1.-n Manufacturfna Concttn . . Parnlture........................... 68 
Falcon..- Ac way •••••••••••••.•••••• Peed and eratn...................... ZOO 
Reaal Lamber ..••..•• . •..•..•..••.• Lamber le MIU prodacta............ 30 
Weal Penn OU ••••••••••••••••••••• Petroleum prodacta..... . ........... 1%7 

Larlm..- Norton Co •.••••..•.....••. Lumber····························- 100 

-These seven firms have total annual sales of 
$23,950,000; total employees of 291; and payroll of 
$3,253,500 per year. 
-These seven shippers estimated that they would 
incur an additional $137,000 per year in increased 
transportation charges if the line were abandoned. 
-Hillerich & Bradsby Co. reported that it has 
shipped an average of 85 carloads per year for the 
past three years from Akeley siding and expects to 
ship at least 100 carloads in 1975. If the service is dis­
continued, the nearest shipping point would be War­
ren, Pennsylvania. The company estimates that ship­
ping via Warren would increase costs by more than 
$10,000 per year. 
-Shippers on the line unloaded an additional 75 cars 
on the EL team track because PC could not furnish 
adequate service. 
-Agway pointed out that industries now served by 
PC could be efficiently served by the EL mainline 
through Falconer over a connecting track. Agway 
expects its Falconer shipments to remain at 200 car­
loads per year. 
-West Penn Oil reported that it would have used 
450 carloads in 1974 if they had been available. 
-American Manufacturing Concern expects to ship 
100 carloads per year in the future. 
-The estimated time per round trip appears to be 
high considering the traffic and length of the line. 
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USRA ANALYSIS 
PORTION OF THE AUBURN BRANCH 

USRA Line No. 1015 

LV to Geneva 

\ 
cl tD Elmira \ 
(LV has trackage \ 

rights)·-·---~ 

SAYRE 

Lehigh Valley 
PORTION, AUBURN 
BRANCH, LV 

\ .... ~--· --·- \ 
18.6 miles 

,r L V to Moravia 

I 
OWEGO 

\\ LV to Wilkes Barre 

' This portion of tho Auburn Branch, extends from 
Sayre, Pa. (Milepost 271.0) to Owego, N.Y. (Milepost 
289.6), a distance of 18.6 miles, in Bradford County, Pa. 
and Tioga County, N.Y. This line continues northward 
from Owego, a portion of which is also under study in 
this Report. Also at Owego the line connects with the 
Erie Lackawanna Jersey City-Chicago line. Connections 
at Sayre, include the Lehigh Valley Waverly-Elmira 
Branch ( via trackage rights over the EL) ; and the Le­
high Valley Jersey City-Buffalo line, a line which is 
also under study in this Ro port between Mehoopany, Pa. 
and Buffalo. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 

Sm.lthboro ---------------------------------------- 180 

'l'otal carloads generated by the lines____ _______ 180 
Number of round trips per year_____________________ 52 
Estimated time per round trip (hours)______________ 12. O 

.Revenue received by LV ______ ____________________ $35, 882 

Average revenue per carload_____________ $199 

Variable (avoidable) cost of continued 
service : 

------

Cost Incurred on the branch line ________ 169, 166 
Cost of upgrading branch line to FRA 

Class I : (1/10 of total upgrad.lng cost) O 
Cost Incurred beyond the branch line___ 21, 662 

Total variable (avoidable ) cost_______________ 190,828 

Net contribution (loss) : TotaL ___________________ (154, ~) 

USRA Recommendation 

It is not recommended that this portion of the Au­
burn Branch be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Agway confirmed that the line has recently under­
gone general upgrading and should need no new ex­
penditures. 
-Supply sources for 90 percent of the commodities 
received by Agway at Owego and Smithboro are in 
Ohio, Indiana, or Jamestown, New York and offer 
ConRail the opportunity for developing long haul 
or single line revenue. 
-Consideration must be given to the total revenue 
that would be lost to ConRail if this line is not in­
cluded in the Final System Plan. In 1973, the 180 
cars on this line generated a total reven ue of $69,745; 
only $35,882 was attributed to the line. 



USRA ANALYSIS 
PORTION OF THE JERSEY CITY-TO-BUFFALO LINE 

USRA Line No. 1016 
Lehigh Valley 

: LV to 
._Geneva 1 
I / 

VAN ETTEN ---' .,_LV to 
JUNCTION Ithaca 

EL to Hornell 14.B miles ➔ PORTION OF THE LV 
(LV has Trackage .-NEWARK-TO-BUFFALO 

Rights to Elmira) LINE 
~ 

' ·, ·t• 

4 
..:..,. ~-' --

To Jersey City 
' '\ Auburn t' Branch , L V 

EL to 
Binghamton 

This portion of the Jersey City-to-Buffalo Line, ex­
tends from Sayre, Pa. (Milepost 271.0), to Van Etten 
Jwnction, N.Y. (Milepost 285.8) a distance of14.8miles, 
in Bradford County, Pennsylvania, and Tioga and 
Cheming Counties, N.Y. Continuations of this line ex­
tend northward from Van Etten Junction and south­
ward from Sayre. Both continuations are also under 
study in this Report. Connections with other lines in­
dude: the Lehigh Valley Auburn Branch at Sayre and 
the Lehigh Valley Ithaca Branch at Van Etten Junc­
tion. Both branches are also under study in this Report. 
Additionally, this line connects with the Lehigh Valley 
Waverly-Elmira Branch at Sayre. This line was not 
described as potentially excess in the U.S. DOT Report 
( see Zones 52, 53 and 73). 
Summary of USRA Data 
Stations (with their 1978 carloads) served by this line: 

Sayre--------------------------------------------- 884 

Waverly ------------------------------------------ 688 

Total carloads generated by the line______________ 867 
Number of round trips per year______________________ 812 
Estimated time per round trip (hours)_______________ 10. 0 

Revenue received by LV ___________________________ $177,980 

Average revenue per carload____________ $205 

Variable (avoidable) eo&t of eontinued 
service: 

383 

1016 
NEW YORK to PENNSYLVANIA 

Cost Incurred on the branch line______ 286, 388 
Cost of upgrading branch line to FRA 

Class I (1/ 10 of total upgrading 

eost) --------------------------- O 
Cost Incurred beyond the branch line__ 106, 330 

Total variable (avoidable) cost.________ _____ 892, 718 

Net contribution (loss) : total. ____________________ (214, 738) 

USRA Recommendation 
It is recommended that the portion of the L V traffic 

at Sayre and Waverly be handled by ConRail or the 
EL or its successor (see Chapter 3). The line north of 
Waverly is Mt recommended for inclusion in the 
ConRail System nor to the EL or its successor. 

PUBLIC RESPONSE AND RSPO COMMENT 

-That portion of this line which was not included 
has been reevaluated and recommended for inclu­
sion in ConRail per "USRA News" of March 14, 1975 . 



NEW YORK CONTINUATIONS 

NY.-81 
-New York DOT reported that the Penn Central 
purchased 1,600 carloads of crushed stone from the 
Cushing Crushed Stone Co. in South Amsterdam. 
These carloads were carried over Line 81 but were 
not included in USRA's analysis of the line. 

NY.-83a 
-Several witnesses disputed USRA's allocation of 
costs to this line. State Senator Donovan stated 
"Does anyone believe that USRA would save $45,744 
by eliminating this less than a mile of track?" 

NY-102 
million per year in transportation costs and would 
have to spend $5 million for new facilities. If Ham­
mermill moved, the loss to the community of Os­
wego would be $115,000 in taxes and $2.3 million in 
payroll. 

NY-105/ 107 

-The Chessie is interested in acquiring that portion 
of the line from Charlotte to Hamlin. 

-Rochester Gas and Electric reported that it has a 
coal-fired electrical generating plant at Russell Sta­
tion, west of Charlotte, which generated 6,501 car­
loads in 1973 and 7,947 carloads in 1974. RG&E stated 
that there is no substantial prospect any of the four 
units at Russell Station will be converted from coal­
firing and the facility should generate 8,500 carloads 
in 1975. 
-Reported Traffic: 

Carload• 

Compan11 and location 1973 1915 

Dulr7-Mott Co., HamlJn _ - · --··--·---·-----·--··----·--·-·- 549 397 
Allied Chemical, Elberta.. ._ -----·· ·-·-·--··--·-- ___ , _ 189 187 
Speu Co., Lyndon'fllle ___ --·- ·- · ·--- -·--·--··--·--·--·-·- 20 1 5 
Pfeiffer'• Food&, Wllaon _____ ______ ··-··. -· 99 • 102 

Grower's Cold Stora10, Waterport . __ ··--- -·----- 24 ·------· __ _ 
Water Cold St0<age, Waterport __ ____ -·--·-----·--------·------ _ ____ 55 
Lyndonville Cannln1, Lyndonville __ -------··---- ----· • ___ 45 ________ _ 
Southland Fooda, Barker__________ _ •• -····-· -·- • __ 60 ___________ _ 

Noury Chemical, Burt ------------··-····-·-·-··-···-·-·-·-· 
Agway, Ransonvllle ____ ----······················ ••••• 
Chemtrol,• Model City _ _ _ _ __ _ __ _ _ __ _ _ _______ • • •• _ 

1 Poor qualJty BCrVfce caused decJJne. 

' ·-----------
8 ------------

34 ------------

t Wou Id el'p&nd and double or trip le car shipments Ir service qualhy were Improved 
and assured . 

3 If service ls Improved wlll complete c.rpansJon with potential In exce88 of J,000 car­
loads per year. 

-New York DOT suggested that the following seg­
mentations of this line should be evaluated: River­
view to Wilson, including the replacement of the .6 
mile of track now out of service at Riverview; 
Charlotte to Hamlin; Hamlin to Lyndonville; and 
Wilson to Lyndonville. 
-Duffy-Mott Co. at Hamlin shipped 549 carloads in 
1973 and 397 carloads in 1974. 

-Allied Chemical shipped 189 carloads in 1973 and 
187 carloads in 1974. Some of the materials which it 
ships cannot be shipped by any other mode. 
-Speas Co. in Lyndonville shipped 20 carloads in 
1973 and 5 carloads in 1974. Speas stated that the sole 
reason for the decline in its shipments is the quality 
of service received. If service were improved, the 
company could return to what used to be its normal 
average of 30 carloads per year. 
-Pfeiffer's Foods, located at Wilson, shipped 99 
carloads in 1973 and 102 carloads in 1974. If Pfeiffer 
were assured of continued and improved rail serv­
ice, it would proceed with a planned plant expansion 
which would double and perhaps triple its car usage. 
-Growers Cold Storage at Waterport, shipped 24 
carloads in 1973. Water Cold Storage, at t he same 
location, shipped 55 carloads in 1974. 
-Lyndonville Canning, mile post 133, shipped 45 
carloads in 1973, according to the Association of 
Niagara County Shippers. The Association a lso re­
ported that Southland Foods at Barker shipped 50 
carloads, Noury Chemical at Burt shipped 1 carload, 
and Agway at Ransonville shipped 8 carloads, all in 
1973. 
-The Association also reported that Chem-Trol Pol­
lution Service at Model City shipped 34 carloads in 
1973. If service is assured and improved, Chem-Trol 
plans to complete capital expansion plans that in­
clude new rail loading and unloading facilities. 
Chem-Trol's potential is in excess of 1,000 carloads 
per year. 

NY-'137 
-Husky Industries of Grand Gorge and Stamford 
would build a new plant with a rail siding if assured 
of continued service. The plant would produce 90 
carloads per year. 
-The New York DOT noted the fo llowing station 
errors: Rox burg generated 445 carloads and Stam­
ford generated 449 carloads. New York DOT rec­
ommended that the line be evaluated as the King­
ston to Stamford branch since service is not war­
ranted beyond Stamford. 

_NY-1000 
-Swift estimated that the cost of transfer and 
trucking from a rail terminal over a 20 mile length 
of haul would be closer to $7 per ton than to the 
$3.66 per ton estimated by USRA. 
-Consideration must also be given to the total 
revenue which would be lost to ConRail if this line 
is not included in the Final System P la n. I n 1973, 
1,748 cars on this line generated a total revenue of 
$1,2173,704. Only the LV share of $321,244 was att rib­
uted to this line. 
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r 
USRA 

line number 

365 
367 
371 
373 
374 
375/376/377 
387/388 
477a 
478 
478a 
481/482 
485 
487 
488 
490 
491 
493 
494 
496/4968 
497/498/49'.la 
502/503/504 
505/506 
507 
514 
516 
516b 
516c 
516d 
517 
518 
519/520 
525 
527/528 
531/531a/532 
533/534/534a/ 

535 
536/637 
538 
549 
551 
560 
640 
643 
643a 
692 
714 

OHIO 

Terminals 

Intrastate 

PC 
North Benton to Alliance 
Alliance to Mount Union 
Magnolia to Minerva 
Dover to Newcomerstown 
Newcomerstown to Cambridge 
Marietta to Cambridge 
Elyria to Bellevue 
Columbus Union Station 
Holmesville to Howard 
Howard to Mount Vernon 
Luckev to Berwick 
Berwick to Spore 
Edison to Johnstown 
Granville to Heath 
Glass Rock to Thurston 
Truro to East Columbus 
Truro to Bremen 
Athens to Armitage 
Bremen to Circleville 
Morrow to Circleville 
Bellefontaine to St. Marys 
Belle Centre to Bellefontaine 
Clyde to Green Springs 
Corning to Hobson 
Spring Valley to Waynesville 
Milford to Clare 
Milford to South Lebanon 
S-Juth Lebanon to Morrow 
New Paris to Bradford 
Old River Junction to New River Junction 
New River Junction to Eaton 
Lebanon to Hageman 
Lytle to Hempstead 
Bryan to Van Wert 
Van Wert to Ansonia 

Springfield to Yellow Springs 
Ansonia to Meekers 
Troy to Cold Springs 
Troy to Arcanum 
Oxford State Street to Union Village 
Breman to New Lexington 
Millbury Junction to Fremont 
Fremont to Clyde 
Glass Rock to Spangler 
Warren to Ashtabula 

Interstate 

USRA 
line number 

514a 

Terminals 

Ohio to West Virginia 

Hobson, Ohio to Nitro, W. Va. 

Ohio to Indiana (these lines are discussed under Indiana) 

520a 
554 
571a 

Eaton, Ohio to Richmond, Ind. 
Glen Karn, Ohio to Hunter, Ind . 
Cedar Grove, Ohio to Valley Junction, Ind. 

Ohio to Michigan (these lines are discussed under Michigan) 

393 
530 

570 - 978 0 - 75 • 25 

Vulcan, Ohio to N&W Xing East of Adrian 
Bryan, Ohio to Hudson, Mich. 
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USRA ANALYSIS 
PORTION OF THE MINERVA BRANCH 

USRA Line No. 365 

Penn Central 
PORTION OF 
THE MINERVA 

BRANCH , PC Newton Falls B&O M . L" 

, ~ •••p•••••••':. am me 

PC Alliance J' I.-- PC to Newton 
to Cleveland ~ Falls 

ALLI~;.~ NORTH BENTON 

--- ~ 4.4 miles 

PC to // I '-, PC Line Pittsburgh• 
Mount Un ion ➔ \ 't...chicago .,. 

PC to Bayard 

This portion of the Minerva Branch, formerly part of 
the New York Central RR, extends from North Benton 
(Milepost 18.5) to Alliance, Ohio (Milepost 22.9), a 
distance of 4.4 mileB, in Mahoning, Portage and Stark 
Counties, Ohio.The northerly continuation of this line, 
from North Benton to the B&O at Newton Falls, is also 
under study in this report. At Alliance, PC lines to 
Cleveland, Chicago and Pittsburgh intersect as do local 
lines to Bayard and Mount Union, both also under 
study. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 
North Benton____________________________________ 37 

Total ca rloads generated by the line____________ 37 

;\'umber of round trips per:yea r ---------------------- 45 
Estimated time per round trip (hours )_______________ 1. 5 

Revenue received by PC ___________________________ $15,385 
Average revenue per ca rload_______________ $416 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line __________ 32, 314 
Cost of upgrading branch line to FRA Class 

I ( 1/ 10 or total upgrading cost) ________ 11, 641 
Cost Incurred beyond the branch line______ 8, 569 

Total variable (avoidable ) cost_______________ 52,524 

Net contribution (loss) totaL _______ ______________ _ (37, 139 ) 

USRA Recommendation 

It is not recommended that this portion of the 
Minerva Branch be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 

-The Mahoning Farm Bureau Cooperative pro­
tested the proposed discontinuance of service on this 
line. According to the Farm Bureau, the ICC de­
nied permission to abandon this line in February, 
1973. In light of that decision, the Farm Bureau, 
which generates between 30 and 50 carloads a year, 
has made plans to increase its rail usage by moving 
part of its facilities from Canfield to North Benton. 
-Armak protested USRA's recommendation for 
abandonment of this line from Alliance to a point 
2.37 miles northeast. Armak has spent $15,000 over 
the last 2 years replacing crossties and track in an­
ticipation of greater rail use. It owns land which has 
been intended for use in future plant expansion. 
-It is noted that the estimated number of round 
trips per year exceed the number of carloads in 1973. 
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USRA ANALYSIS 
MT. UNION INDUSTRIAL TRACK 

USRA Line No. 367 

Penn Central 

PC to ,, \ PC to North Benton 

Ravenna ➔ , i / 
' / r Pittsburgh• 

ALLl~,SEt--.!-~icago, PC -- --~ .......... 
MOUNT u'NION "-. \~PC to Bayard 
INDUSTRIAL MT. UNION". 2.3 miles 
TRACK . PC 

The Mount Union Industrial Track, formerly part of 
the New York Central RR, extends from Alliance 
(Milepost 25.6) to Mt. Union, Ohio (Milepost 26.9), a 
distance of 2.3 miles, in Stark County, Ohio. This line 
connects at Al liance with Penn Central's line to 
Ravenna and Cleveland and with Penn Central's line 
between P ittsburgh nnd Chicago. The three other Penn 
Central lines at Alliance are the branches to Bayard, 
Newton Falls, and Niles. The first two are under study 
in this report. Penn Central filed to abandon this line 
(Docket No. AB-5 Sub. 179). 

Summary of USRA Data 

Stations (with thei r 1973 carloads) ser ved by this line: 

Alliance' ----------------------------------------- 11 

Total carloads generated by the line____________ 11 
Number or round trips per year_____ __ __________ ____ 22 
Estimated time per round trip (hou rs)_______________ 2. O 
1 I ncludes only traffl.c on segment. 

Revenue received by PC___________________________ $2, 102 
Average revenue per carload_______________ $191 

Variable (avoidable) cost or continued 
service: 

Cost incurred on t he branch line_________ 23, 433 
Cost or upgrading branch line to FRA Class 

I (1/ 10 or total upgrading cost)_______ 14, 626 
Cost Incurred beyond the branch line____ 2, 240 

Total variable (avoidable) cost_____________ 40, 300 

Net contribution (loss) : totaL______________ (38, 207) 

USRA Recommendation 

It is not recommended that the Mount Union Indus­
trial Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-A review of USRA's calculations indicate that 
the average carload per mile should read 4.8, not 
4.3, and the average loss per carload should be 
($3,472) not ($9,473). 

-Review by the Office revealed no public testimony 
on t his line. 



USRA ANALYSIS 

PORTION OF TUSCARAWAS SECONDARY 
TRACK 

USRA Line No. 371 
Penn Central 

N&W to 
Cantonl 

PC to 
l✓All iance 

I 
•• BAYARD 

, ..._ ..._ ,r-- PCBayard 
,.~ ..._ Branch 

_.,._e, 
Oneida .,_, ~ ',,.- PC to Pan 

MAGNOLIA x<-,·•f '-
PC to/ -.( "" N&W to Carrollton 

Dover/ PORTION . TUSCARAWAS 
SECONDARY TKACK , PC 

This portion of the Tuscarawas Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
MiMrva (Milepost 2.9) to Magnolia, Ohio (Milepost 
15.3), a distance of J!J.4 mi'lea, in Stark, Carroll and Co­
lumbiana Counties, Ohio. This line continues south to 
Dover, which is also under study in this Report. At 
Oneida (Milepost 5.7) and Minerva (Milepost 2.6) it 
connects with branches of the N&W Ry. At Bayard 
it connects with the PC's Bayard Branch, and with 
the Mahoning Secondary Track to Alliance. At Minerva 
it also connects with the Alliance Branch of the PC 
to Pan. 
Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 

~flnerva' ------------ ------------------------ 175 
~falvern ------- ------------ ----- ------------- 10 
Waynesburg - - ------------------------------- 617 
Magnolia ------ ----------------------------- --1filL_ 
1 Includes only traffic on segment. 

Total carloads generated by the line______________ 991 
Number of round trips per year______________________ 150 
Estimated time per round trip_____________________ 4 

Revenue received by PC ___________________________ $338,241 

Average revenue per carload______________ $342 

= 
Variable (avoidable ) cost of continued 

service: 
Cost Incurred on the branch II ne ________ 152, 105 
Cost of upgrading branch line to FRA 

Class I (1/10 of total upgrading cost) - 0 
Cost Incurred beyond the branch line __ 236,350 

Total variable (avoidable) cost-------------- 388,455 
Net contr ibution (loss): TotaL___________________ (50,214) 

USRA Recommendation 

It is not recommended that this portion of the Tusca­
rawas Secondary Track be included in the ConRail Sys­
tem. 

391 

371 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 
-Whitacre Greer Fireproofing Company, Magnolia 
and WaynesbuTg, said lack of rail service would 
force it to truck bricks to the nearest railhead at 
an additional cost of four dollars a ton, placing it 
at a competitive disadvantage and handicapping 
future plant modernization and expansion. Whit­
acre Greer projected a 50 percent reduction in em­
ployment without rail service. 
-The Ohio Power Company claimed its power sta­
tion at Malvern would be adversely affected if rail 
service were discontinued. 
-Testimony indicated a potential for growth in rail 
service in the area, including reported recoverable 
coal reserves of 10 million tons. 
-The Stark County Board of Commissioners has 
given Waynesburg a top priority for community 
development. A new sewer system is to be built when 
funds are available, with the expectation this will 
promote industrial growth as well as new housing. 
-The Ohio Public Utilities Commission says reve­
nues on this line are understated, that about 7,750 
cars moving between Bayard and Minerva and then 
on to the Alliance Branch should have been included. 
The PUC also contends crew costs might have been 
overstated, that Minerva shippers generated 253 
carloads in 1974. 
-Whitacre Greer recommended that if the line is 
~"eluded from ConRail it should be leased to the 
N & W or the Chessie System. 
-Reported Traffic: 

Companu and loca t ion 
Car/oath 

1973 191' 
Whitaae Greer Fireproofing Co., Magnolia . ... . ... . ................... 750 991 
General Color & Chemical Co., Inc., Minern....................... . .. . ..... 60 
Seaway Canadian Sphaenum Peat M088 •••• . ••• •••.•••. •••••••••••. •••••• S 
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USRA ANALYSIS 
PORTION OF DOVER SECONDARY TRACK 

USRA line No. 373 
Penn Central 

Tuscarawas 
Secondary I 
Track, PC --+ I 

• [PC to New 

!
•• •. • •• I Philadelphia .. --

DOVER/ •••• 
L __/ ••• 

B&O RR--t- PORTION OF 
I +-- DOVER SECONDARY 

~~] , .. ::::::.~ 
t-;;s:,;. 

PC to ___ , Columbus line, PC 

Cambridge ! 
This portion of the Dover Secondary Track, formerly 

pa.It of the Pennsylvania RR, extends from N ewcome1•g. 
town (Milepost 84.1) to Dover, Oh. (Milepost 103.3) , a 
distance of 19.t miles, in Tuscarawas County, Ohio. A 
continuation of this line extends southward from New• 
comerstmvn to Cambridge (also under study in this Re­
port). At Dover, this line connects with the Tuscarawas 
Secondary Track, PC (and with a PC line to New 
Philadelphia, both also under study in this Reporl). 
Also at Dover, this line connects with the Baltimore & 
Ohio Railroad. At Newcomerstown, this line connects 
with the Pittsburgh.Columbus Line of the PC. 
Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 
Dover'·--·--·---- ---·--- -·--·· - ··-··· ·-·····- · · · 780 
Stone Creek • •.•• · -· · -··-·-·--·-·······- · · ·······-1!!... 

Total carlonds genernted by the line • •••• • • .•.• _ . • 1, 194 
Number ot round trips per year......... . . . .......... :!00 
Estimated time oer round trip, hours·--· ·--··-·· 7 
1 lncludee only traffic on segment. 

Revenue received l>Y·-·· · · ·-··················- $440,887 
Average revenue per carload- ··-····-···· $869 
Variable (avoidable) cost or continued 

service: 
Oost Incurred oo the branch line • • • •••• 230, 925 
Oost of upgrading branch line to FRA 

Class I (1/10 of total upgradlng 

cost) - · ····-····--· ··-·· ···· · -·-·· 0 
Cost Incurred beyond the branch line •• 267, 788 

Total varlabl!' (avoidable) cost.·-··· -··- 498,713 
Net contribution (loss) : tota•·---·---·-··--- (57,826) 
USRA Recommendation 

It is not recommended that this portion of the Dover 
Secondary Track be included in the ConRail System 
unless this line is required to provide service from 
USRA Line segment No. 372a. 
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PUBLIC RESPONSE AND RSPO COMMENT 

-The Stone Creek Brick Co. which used 433 cars 
during its fiscal year 1972-1973, reported that be• 
cause the section of the Tuscarawas Secondary 
Track between Dover and Bayard is out of service, 
the 1,688 carloads on lines 372 and 372a travel over 
this line. 
-According to Stone Creek Brick, trucks are not a 
suitable alternative to rail because bricks are heavy 
and susceptible to damage with excessive handling. 
They also reported that their competitive position 
would be impaired because they would be the sole 
brick plant out of 13 in Tuscarawas County to lose 
rail service. 
-It was reported that there is great potential for 
additional traffic along this line. Testimony stated 
that the Stark Truss Co. plans to expand its facili• 
ties, thereby increasing its need for rail use. 
-Testimony reported that there are 50,000 to 60,000 
acres of coal producing land adjacent to this line. 
The Tuscarawas County Chamber of Commerce re• 
ported that 23,900 acres of this land, ,vith a capa• 
bility of producing 71,700,000 tons of coal, is pres­
ently unmined. 
-The Public Utilities Commission of Ohio recom• 
mends that lines 372a and 373 be considered one 
line for analysis purposes. The Tuscarawas County 
Chamber of Commerce expanded this recommen• 
dation. They felt that lines 372, 372a, and 373 should 
be analyzed as one line. 
-In the event that this line and line 372a are not rec• 
ommended for inclusion in ConRail, shippers pro• 
posed that Newcomerstown be served by a local 
train from the Dennison yard. 
-The Ohio Power Co. reported that its power sub. 
stations at Newcomerstown, West New Philadel• 
phia, and West Dover would be adversely affected 
if the track is abandoned. 
-The Chessie is only interested in provi1ing service 
to shippers at Dover. 



USRA ANALYSIS 
PORTION OF MARIETTA BRANCH/DOVER 

SECONDARY TRACK 

USRA Line No. 374 

Penn Central 

PC to Bayard~ 

I 

r
EWCOMERSTOWN 

PORTIONOF~ b<----
PC MARIETTA . 
BRANCH PC P1~tsbu_rgh• 

2S. 7 miles St Louis Lme 

B;~ •;h::l~:;r • i;~~•B•;I ~~i• 
Columbus Line .- "'- PC to Marietta 

This portion of the Marietta Branch and the Dover 
Secondary Track, formerly part of the Pennsylvania 
RR, extends from Oarnbrulge (Milepost 58.8) to New­
comerstown, Ohio .(Milepost 84.5), a distance of 1Z0.4 
miles, in Guernsey and Tuscarawas Counties, Ohio. The 
southern section of the Marietta Branch, which runs 
from Marietta to Cambridge and the line's northern 
connection, the PC Dover Secondary Track, are both 
under study in this Report. The Penn Central line from 

Pittsburgh to St. Louis connects with this line at New­
comerstown; the B&O Columbus-Wheeling line con­
nects at Cambridge. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 
Cambridge----------------------------------------- 407 
Oldham------------------------------------------- O 

Total carloads generated by the line ____________ 407 
Number or round trips per year______________________ 140 
Estimated time per round trip (hours )_______________ 10 

Revenue received by PC ___________________________ $186,568 

Average revenue per carload_______________ $458 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line _________ 223, 062 
Cost or upgrading branch line to FRA 

Class I: (1/10 of total upgrading cost)__ 0 
Cost Incurred beyond the branch line _____ 104, 999 

Total variable (avoidable) cost_____________ 327,961 

Net contribution (loss) : TotaL ____________________ (141,393) 

USRA Recommendation 

It is not recommended that this portion of the Mar­
ietta Branch be included in the ConRail System. 
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j/4 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 

-The Brotherhood of Locomotive Engineers re­
ported that 8,450 cars were handled in the New­
comerstown yard between July 1974 and Decem­
ber 1974. Testimony states that the bulk of this 
traffic is generated by points between Marietta and 
Dover. 
-The Cambridge Chamber of Commerce claimed 613 
carloads were generated in Cambridge during 1973. 
They reported that this figure could increase. Nego­
tiations are under way with two businesses consider­
ing relocation to an industrial park adjacent to this 
line. 
-Without rail service, the Chamber of Commerce 
reported that Oxford Tile, employing 165 people, 
would relocate. 
-Coal shipments along this line would have to be re­
routed if rail service were discontinued. 
-The Chessie is only interested in providing service 
to shippers at Cambridge. 



111 I 

375/376/377 
OHIO 

USRA ANALYSIS 
PORTION OF MARIETTA BRANCH 

USRA Line No. 375/376/377 
Penn Central 

B&O Pittsburgh• r PC to Dover 
Columbus Line ~ \" _. 

), CAMBRIDGE 

PCMAR::~::•:: •=--r 
BRANCH ~!~~sant I 

• • • • • • City 58.8 miles 

B&O to"J Dexter 
Cumberland, Ohio City 

This portion of the Marietta Branch, formerly part 
of the Pennsylvania RR, extends from Marietta (Mile­
post 0.0) to Oambri,dge, Ohio (Milepost 58.8), a distance 
of 58.8 rrvil,es, in Washington, Noble and Guernsey 
Counties, Ohio. This line continues north as the Dover 
Secondary Track to Dover. It connects with the B&O 
(Pittsburgh-Columbus line) at Cambridge and with a 
B&O branch to Cumberland, Ohio at Pleasant City. In 
August 1972, Penn Central petitioned to abandon the 
portion of this line south of Dexter City (Milepost 
27.0), ICC Docket No. AB-5, Sub. 92. No action has 
been taken. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line : 

Vanadls -------------·---------------·--- ------- --- 141 
Byesville ------ - ------------------------ - ---------- 82 
Pleasant City______________________________ ________ 2 

Ava ----------------------------------------------- 24 
Belle Valley_ ____________________________________ ___ 1 

Caldwell --- ---------------------------------- - ---- 137 
Dexter City---------------------- --- -------- ----- -- 67 

Macksburg - --- ------ ---- ------------- - - -------- - - - O 
Marietta ------------------------------- ----------~ 

Total carloads generated by the line______________ 903 
Number of round trips per year______________________ 45 
Estimated time per round trip {hours)_ _____ _________ 12 

Revenue received by PC __________________________ $331. 793 

Average revenue per carload______________ $367 

Variable (avoidable) cost of continued 
service : 

Oost incurred on t he branch line ________ 459, 397 
Oost of upgrading branch line to FRA 

Class I: (1/ 10 of total upgrading cost )_ 72,563 
Cost incurred beyond the branch line ____ 195, 588 

Total variable (avoidable) cost_ _____________ 727, MS 
Net contribution {loss ) : totaL ____________________ (395,755) 

USRA Recommendation 
It is not recommended that the Marietta Branch be 

included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Marietta Area Chamber of Commerce re­
ported that this line serves Meigs Creek mine, which 
is estimated to be capable of producing 12 million 
tons of coal. 
-The Chamber of Commerce reported that with­
out rail service, 1,500 jobs could be lost, and $15,-
600,000 in personal income. 
-Testimony claimed that shippers in Marietta 
would be cut off from rail service altogether if this 
segment is abandoned. The Chessie bridge over the 
Muskingum River at Marietta is out of service, so 
that an interchange between the PC and the Chessie 
is impossible. 
-The Carter Lumber Company reported that with­
out rail service it would be forced to close. This 
closure would result in an investment loss of $100,-
000, the loss of 8-10 jobs, the loss of $100,000 in 
personal income, and the loss of $70,000 in tax reve­
nues. Carter Lumber estimates that relocation costs 
would be $250,000. 
-The Ohio Power Company reported that its power 
substation would be adversely affected if rail serv­
ice is eliminated. 
-Future traffic should increase as a result of ex­
pansion by Foote Mineral Company. Foote gener­
ated 133 carloads in 1974. 
-Governor Rhodes has identified Marietta as a pos­
sible location for the construction of port facilities. 
Abandonment of this line would eliminate further 
consideration of this project. 
-The Marietta Chamber of Commerce feels that 
USRA's revenue figures are understated. 
-Testimony suggested that lines 374/ 375/ 376/ 377 
be analyzed as one line. Most of the traffic which 
moves between Cambridge and Marietta also moves 
between Cambridge and Newcomerstown. 
-The Chessie is interested in acquiring approxi­
mately 9 miles between Cambridge and Pleasant 
City over which it presently has trackage rights. 



USRA ANALYSIS 
PORTION OF NORWALK BRANCH 

USRA Line No. 387 /388 
Penn Central 

\ ~'" lo S.,,du .. , 

H&W to Toledo 

7 
; 

: ~ " ' " IC) PC to Toledol : Cl...-el1.11d 
' •• : N&W ID PC Buttalc.-0.laro 

', • • ~"""' Ood< LI"'/ ' ·. : .. . 
N&W to Chlcaro / , •. : •• •• • • _ •• EL ~ I~_ 

•• • • •• • ••• • • • • : - 41 lmll•• - ~-----+ 
BELLEVUE J'( •••• ..... • : ~ ••••••••••• 

N&W to Columbus _,/ I HonroHllle •••• : ~ ? \ \ ~ 8&0 Lenin­
I • • West Oberlin • Medina 

( : , \ /.. ... PORTION OF P C 

610 11ansfi•ld~ _l I. • \ NORWALK BRAN CH 

Sanduskr Line N&W Loraln•Wellin r ton 

N&W To 
P,ttsbutit, 

This portion of the Norwalk Branch, formerly part 
of the New York Central RR, extends from Elyria 
(Milepost 209.4), to Bellevue (Milepost 250.7), a dis­
tance of 4.J.3 miles, in Lorain and Huron Counties, Ohio. 
This line continues west to Toledo; the adjacent sec­
tion from Bellevue to Clyde is under study in this Re­
port. At Elyria connection is made with the PC Buf­
falo-Chicago line and with the B&O Lorain-Medina 
line. At Bellevue, N&W lines to Columbus, Sandusky, 
Chicago, Cleveland and Pittsburgh intersect. Two other 
N&W lines cross this branch ; the Huron Dock line at 
Norwalk and the Lorain-Wellington line at West 
Oberlin. Two B&O branches also cross this portion of 
the Norwalk Secondary Track; the Mansfield-San­
dusky line at Monroeville and the Lorain-Medina line 
at Elyria. In December 1972, the Penn Central filed to 
abandon this line (ICC Docket No. AB-5, Sub 132) . 
Summary of USRA Data 
Stations (with thei r 1973 carloads) served by this line: 

Ober lin --------------- - --------------------------- 65 
Kipton --------------------------------- ----------- 72 
Wakeman ----------------------------------------- 14 

Colllns -------------------------------------------- 8 
Norwalk ------------------------------------------ 1U 
Monroevllle ---------------------------------------- 4 
Bellevue ------------------------------------------_fil!L 

Total ca rloads generated by the line______________ 962 
Number ot round trips per year_____ ___ ____________ __ 200 
Estimated time per round trip (hours)_______________ 12 

Revenue received by PC--------------------------- $435, 120 
Average revenue per carload______________ $452 
Variable (avoidable) cost ot continued service: 

Cost Incur red oeyond the branch line ___ _ 
Cost of upgrading branch line to FRA 

Class I : ( 1/10 ot total upgrading cost) _ 
Cost Incurred beyond the branch line ___ _ 

427,139 

72,608 
269, 168 

Total va riable (avoidable ; cost______________ WS, 915 
Net contribution (loss) : totaL ____________________ (333, 795, 

USRA Recommendation 
I t is not recommended that th is portion of the 

Norwalk Branch be included in the ConRail System. 
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387/388 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 

-The Northeast Ohio Areawide Coordinating 
Agency (NOACA) reported that the Kipton Eleva­
tor, after repeatedly failing to receive as many cars 
as it ordered from the Penn Central, built a small 
holding facility at Wellington to utilize the N&W. 
-The NOACA also expressed concern that the in­
dustrial park in Oberlin might not be able to hold 
the industries located there or attract new indus­
tries without rail service. 
-The NOACA pointed out that the N&W line from 
Lorain to Wellington has been abandoned. Thus 
shippers in Kipton and Oberlin can no longer utilize 
this route as an alternative to the PC. 
- Consideration could be given to reducing the fre­
quency of service in order to reduce on-branch costs. 
-The N&W would be interes ted in acquiring a 2 
mile section within and including all industries in 
Bellevue. 

-
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477a 
OHIO 

USRA ANALYSIS 

COLUMBUS UNION STATION 

USRA Line No. 477a 

Penn Central 

PC to Galion I • 
'---i, I : N&W to Sandusky 

I :✓ ,,,,._ . / "' 
COLUMBUS MP J >•••••••• / pc m Holmo,olll, 

1.6.Miles 'lA i( 
COLUMBUS UNION +--// •.. GALION-COLUMBUS LINE, 
DEPOT MP 138.0 / - .Y PC, AT COLUMBUS 

\, / .•• ~ PC·B&O Jo int Track 
-,.---- / .•• •. to Newark, Ohio / 11:---..:.- .. ..J,, 

PC tx> Bradford / ••••• -:~-
and Chicago /\ /\ 

PC to London and lndianapol is N&W IX> West Virginia 

The Columbus Union Station extends from Milepost 
JS6:4 to JSB.{), a distance of 1.6 miles, in Franklin 
County, Ohio. This line provides access to the Columbus 
Union Station. 

Summary of USRA Data 

Stations (with their 1973 ca rloads) served by this line: 

Columbus ' ---------------------------------------- 71 

Total carloads generated t,y the line_____________ 71 
Number ot round trips per year___ ___________________ 52 
Estimated time per round trip (hours )_______________ 2. G 
1 Includes only traffic on segment. 

Revenue recel ved by PC ____________________________ $20, 866 

Average revenue per carload________________ $294 

Variable (avoidable) cost ot continued 
service : 

Cost Incurred on the branch line ___________ 24, 200 
Cost of upgrading branch line to FRA Class 

I : (1/ 10 of total upgrading cost)______ O 
Cost Incurred beyond the branch line ______ 13, 263 

Total variable (avoidable) cost_______________ 37, 463 

Net contribution ( loss) : totaL _____________________ (16,607) 

USRA Recommendation 

It is not recommended that this line at Columbus 
Union Station be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 

-Ohio DOT, as spokesman for Governor Rhodes, 
said this segment is necessary for possible future 
passenger service connection and for freight service. 
The Mid-Ohio Regional Planning Commission re­
ported the same. 
-The estimated time per round trip of 2.5 hours 
appears to be high, considering the length of the line 
and the amount of traffic. 



USRA ANALYSIS 

PORTION OF MOUNT VERNON SECONDARY 
TRACK 

USRA Line No. 478 

Penn Central 
HOLMESVILLE 

PC to Columbus 

- ~ - HOWARD 
ML Vernon 

PORTION OF 
~MT.VERNON 

SECONDARY 
TRACK. PC 

This portion of the Mt. Vernon Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Hol!rneaviUe (Milepost 54.6), to Howard, Ohio, (Mile­
post 89.9), a distance of 35.3 miles, in K nox and Holmes 
Counties, Ohio. The continuation of this line from 
Howard to Mount Vernon and Columbus is also under 
study in this Report. In August, 1972, Penn Central 
filed a petition to abandon this line (I CC Docket No. 
AB-5, Sub. 93) . On September 25th, 1974, P C applied 
to the U.S. Railway Association for similar action 
(Docket No. 75-45). No final action has been taken in 
either case. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this llne: 

Holmesville -------------------------------------- 344 
Millersburg -------------------------------------- 329 
Killbuck ----------------------------------------- 91 
Glenmont --------------------------------------- 54 
Brink Haven_____________________________________ 5 
Danville ________________________________________ __ 44_ 

Total carloads generated by the llne_____________ 867 
Number of round trips per year____ __________________ 150 
Estimated time per round trip (hours)_______________ 4. 0 

Revenue received by PC ___________________________ $234, 210 

Average revenue per carload______________ $270 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line _______ 316, 968 
Cost ot upgrading branch llne to FRA. 

class I (1/10 ot total upgrading cost)-- O 
Cost incurred beyond the branch line ___ 160, 446 

Total variable (avoidable) cost_____________ 477, 413 
Net contribution (loss) : totaL ____________________ (243, 203) 

USRA Recommendation 
Although the preliminary recommendation is that 

this portion of the Mt. Vernon Secondary Track not 
be included in the ConR ail System, the possibility of 
immediately increasing revenue must be explored be­
fore a final recommendation can be made. 
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478 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 
-Ohio Power Company reported tha t its power sub­
stations at South Millersburg and West Millersburg 
would be adversely affected if service were discon­
tinued. It also reported that there are 2 industrial 
sites, one of 55 acres, the other of 111 acres, located 
along this line. 
-Landmark, Inc. at Danville, stated it is willing to 
subsidize each of its cars by $300.00 above freight 
charges in order to retain service. Landmark said 
that without rail service its transportation costs 
would increase by $50,000-$75,000 per year; it would 
require capital expenditures of $14,000 to alter facil­
ities to accommodate trucks; or relocation would cost 
$180,000 and the loss of 4 jobs. 
-The Knox County Farm Bureau related that both 
Kaylor Elevator and the s tone quarry in Glenmont 
formerly used rail but switched to trucks because 
cars were not always available. 
-The Ohio Public Utili t ies Commission recom­
□ended the segment from Orrville to Holmesville, 
closed since 1969 because of flooding, be reopened to 
through-freight and for Cleveland-Akron-Columbus 
passenger service. 
-Arthur Davis reported there is a group that wants 
to acquire the track from Mt. Vernon to Orrville to 
operate it as a switching line. However, Mr. Davis 
reported that the P C line has been incorporated in 
negotiating with the group. 
-Congressman John Ashbrook reported that trucks 
are not a suitable substitute for rail because the 
nearest interstate or 4-lane highways are 1 hour 
away and because there is widespread use of horses 
and buggies along the roads by the many members 
of the Amish group living in the area. He also indi­
cated that the P C failed to seek Addressograph-· 
Multigraph's traffic, projected to start at 100 car­
loads, increasing to 250 carloads per year. 
-The MICA Company plans to locate a processing 
plant in Millers burg. By 1977 it estimates it will be 
using 3,400 carloads per year. Without rail service 
it will not locate in Millersburg. 
-The Holmes Lumber & Building Center reported 
it is not economically feasible to receive lumber from 
the west coast and the south by truck. Without rail 
service it will be forced to reduce employment from 
36 to 16. SimilarlY, Quality Feed Store reported that 
without rail service it would need to reduce its em­
ployees from 7 to 3. 
Continued on page 436 
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OHIO 

USRA ANALYSIS 
PORTION OF MOUNT VERNON SECONDARY 

TRACK 
USRA Line No. 478a 

Penn Central 
PORTION OF 
PC MT. V-ERNON 

B&O to Willard • SECONDARY / 
and Sandusky--" ~ TRACK / 

~ j ...,./+-PC to 
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.... 't •• 
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This portion of the Mt. Vernon Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Howard (Milepost 89.9) to Mt. Vernon (Milepost 
100.0), a distance of JO.I muea, in Knox County, Ohio. 
The eastern and western continuations of this track are 
both also under study in this Report. The Baltimore & 
Ohio line between Newark and Willard crosses this line 
at Mt. Vernon. 
Summary of USRA Data 

Stations (with their 1973 carloads) served by this llne: 
Howard ---------- ---------- ----------------------- 1,881 
Gambler --- --- --- --- ------ ----------------------- -- 0 Mt Vernon 1___________________________ _ _____ _ __ __ __ 179 

Total carloads generated by the line ______________ 2, 060 
Number ot round trips per year______________________ 250 
Estimated time per round trips (hours )______________ 12 
1 Includes only traffic on segment. 

Revenue received by PQ __ _________________________ $420, 755 

Average revenue per carload______________ $204 

Variable (avoidable) cost ot continued 
service : 

Cost Incurred on the branch line ________ 286, 066 
Cost ot upgrading branch line to FRA 

Class I : (1/ 10 ot total upgrading 

cost) ------------------------------ O 
Cost Incurred beyond the branch line ____ 186, 162 

Total variable (avoidable) cost______________ 472, 228 

Net contribution (loss) : totaL___ __ _______________ (51,473) 

USRA Recommendation 

Although the preliminary recommendation is that 
this portion of the Mt. Vernon Secondary Track not 
be included in the ConRail System, the possibility of 
immediately increasing revenue must be explored be­
fore a final recommendation can be made. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-According to Millwood Sand, discontinuance of 
rail service on this line might force it to close result­
ing in the loss of 31 jobs and $312,400 in personal 
income. Furthermore, since Millwood Sand is the 
major supplier of sand to Chattanooga Glass Co. 
and PPG Industries, the two largest employers in 
Knox County, the shutdown of its plant would have 
additional adverse effects. 
-Millwood Sand pointed out errors in USRA's anal• 
ysis of this line. The company generated 2137 car­
loads in 1973, not 1881 as reported for Howard by 
USRA (Howard is Millwood Sand's rail billing 
point). Furthermore, Millwood Sand reported that 
it takes only 3 hours to make a round trip, not 12. 
-PPG reported that the 12 percent rate increase 
required to recover costs would represent a total 
increase of 34 percent since 1973. 
-Chessie is interested in acquiring the 10.1 mile 
segment from Mt. Vernon to Howard and would 
provide service to all shippers. 

JJ 



USRA ANALYSIS 
PORTION Of EASTERN BRANCH 

USRA Line No. 4811482 
Penn Central 

C&O PC to Tole:7 
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PORTION OF EASTERN-+ 

to Toledo N&W to Sandusky 
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BERWICK 

N&W to Ch icago }"'/ '-t-Pc to Bucyrus 

C&O to Columbus t 
PC to Kenton 

This portion of the Eastern Branch, formerly part of 
the New York Central Railroad, extends from Luckey 
(Milepost 15.8), to Berwick, Ohio (Milepost 46.2), a 
distance of 80-4 miles, in Wood and Seneca Counties, 
Ohio. This line continues northward to Toledo and 
southward to Kenton. The southern continuation, the 
Thurston Secondary Track (to Bucyrus) and the San­
dusky Secondary Track (to Clyde), which intersect the 
line at Berwick, are all under study in this Report. At 
Fostoria, the N&W Chicago-Cleveland, B&O Chicago-­
P ittsburgh and the C&O Columbus-Toledo lines meet. 

Summary of USRA Data 
Stations (with their 1973 carloads) served by this line : 

Pemberville ------------------------------ ---------- 11 
Wayne -------------------------------------------- 16 
Fostoria ------------------------------------------- 758 
New Riegel_________________ __ ______________________ 0 

Berwick ------------------------------------------- 1 

Total carloads generated by the line______________ 786 
Number ot round trips per year_________ __ ___________ 150 
Estimated time per round trip (hours )______________ 6 

Revenue received by Penn Central. ________________ $312, 658 

Average revenue per carload____________ $398 

Variable (avoidable) cost ot continued 
service: 

Cost Incurred on the branch line ________ 259, 741 

Cost of npgradlng branch line to FRA 
Class I : (1/10 of total upgrading 
cost) -------------------------- ---- 0 

Cost Incurred beyond the branch line ____ 166, 737 

Total variable (avoidable) cost______________ 426, 478 

Net contribution (loss) : total. _____________________ (113,820) 

USRA Recommendation 

It is Mt recommended that this portion of the East­
ern Branch be included in the ConRail System. 
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481/482 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 
-Swift and Company and Crop & Soil Service, 
Inc. testified to shipping and receiving problems fac­
ing them if rail service is discontinued. Flexibility 
in competitive markets would be reduced and costs 
would go up if diverted to motor carriers. 
-Ohio Farmers Grain Corporation reported it 
would use the PC trackage with its 100 car (N&W) 
and 65 car (B&O) unit trains if PC tracks were in 
better condition and interchange arrangements with 
the N & W more satisfactory. 
-Swift and Company reported 1973 carload figures 
were misleading because there was a shortage of 
cars. Its shipments increased from 128 cars in 1973 
to 440 in 1974. Ohio Farmers Grain Corporation re­
ported that it generates generating 500-600 cars, 
that Bendix Auto-Lite Spark Plug plant generates 
200 cars, and the Roppe Rubber Company generates 
60 carloads per year on the PC. 
-Swift and Company also recommended that serv­
ice on the PC should be maintained, either by includ­
ing in ConRail the segment from Berwick to Fos­
toria or that from Luckey to Fostoria. An alterna­
tive would be acquiring trackage rights for Con­
Rail over the C&O from Carey to Fostoria. 
-The U.S. Department of the Interior recommended 
the right-of-way of this line be preserved for possible 
use as a trail or linear park in the event service is 
discontinued. 
-The N&W might be interested in acquiring ap­
proximately 5 miles of the line to include all indus­
tries in the immediate area of Fostoria. 
-The Chessie is only interested in providing service 
to shippers at Fostoria. 
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OHIO 

USRA ANALYSIS 
PORTION OF THURSTON SECONDARY TRACK 

USRA Line No. 485 
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\ 
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~ -\e'> 
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// \b~ \ 5,AC&Y Main Line 
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Sycamore SECONDARY 
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SPORE 

PC to Bucyrus j \ 

This portion of the Thurston Secondary Track, 
formerly part of the New York Central RR, extends 
from Berwick (Milepost 46.0), to Spore, Ohi,o (Mile­
post 62.9), a distance of 161} miles, in Crawford, Wyan­
dot and Seneca Counties, Ohio. All three Penn Central 
connections at Berwick to Kenton, Clyde and Toledo 
are under study in thls Report, as is this line's southern 
extension from Spore to Bucyrus. Penn Central applied 
to abandon this line (ICC Docket# AB-5 Sub. 41). 
This application was approved in June, 1973; however, 
tracks will not be removed until a connection is con­
structed at Bucyrus linking the lower portion of the 
Thurston Secondary Track to the PC Pittsburgh­
Chicago line. 

Information for Line Retention Decision 

This line is only used to serve the traffic generated on 
USRA Line Segment 485a. The construction of a con­
nection at Bucyrus will eliminate the need for this line. 

USRA Recommendation 

It is not recommended that this portion of the Thur­
ston Secondary Track be included in the ConRail 
System. 

400 

PUBLIC RESPONSE AND RSPO COMMENT 
-The U.S. Department of the Interior recommended 
that if this line is abandoned the right-of-way be. 
tween Berwick and Sycamore should be preserved 
for use as a trail or linear park. 
-While the USRA reported that this line is only 
used to serve the traffic generated on USRA line 
segment 485a, records indicate that 11 carloads were 
generated along this line in 1973. 

-



USRA ANALYSIS 
PORTION OF THE THURSTON SECONDARY 

TRACK 
USRA Line No. 487 

Penn Central 

~

PC Cleveland· 
Columbus Line 

/ 
/ r PORTION OF THURSTON 
,t SECONDARY TRACK, PC 

32.I mil 

/ 

~ PC Columbus­
.,,,..,,,. Holmesville Line 

JOHNSTOWN 

\ 
\ +-PC to Heath , now 

ou t of service 
This portion of the Thurston ~econdary Track for­

merly part of the New York Central RR, extends from 
Eduon (Milepost 87.2) to Johmtown, Ohw (Milepost 
119.3), a distance of St.I mile8, in Morrow, Knox, and 

Licking CountillS, Ohio. At Edison this route connects 
with the PC Cleveland-Columbus-Main Line, and at 
Centerburg, this line crosses the PC Mount Vernon Sec­
ondary Track, which is also under study in this Report. 
Penn Central filed to abandon the entire srtetch of the 
Thurston Secondary Track between Mt. Gilead and' 
Heath (ICC Docket No. AB-5, Sub. 62). In August 
1974 PC applied to the U.S. Railway Association for the 
same (Docket No. 75-14). No action has been taken on 
either request. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line: 

Mount Gilead -------------------------------------
Fulton 

Marengo ------------------------------------------

86 
63 
0 

Croton ------------------------------------- 7 
Johnstown ---------------------------------------- 76 

Total carloads generated by the\ llnes_____________ 232 
Number ot round trips per year _____________________ _ 
Estimated time per round trip (hours) _____________ _ 

100 
7.0 

Revenue received by PC ____________________ ______ $122, 428 

Average revenue per carload____________ $528 

Variable (avoidable) cost of continued service: 
Cost Incurred on the branch line________ 266, 863 
Cost of upgrading branch line to FRA 

Class I : ( 1/10 ot total upgrading cost) 37, 384 
Cost Incurred beyond the branch line____ 52, 667 

Total variable (avoidable) cost______________ 356,914 
Net contribution (loss) : totaL ____________________ (234,486) 

USRA kecommendation 
It is not recommended that the portion of the Thurs­

ton Secondary Track from Milepost 89.0 to Milepost 
119.3 be included in the ConRail System. 

401 

487 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 
-Landmark Inc. reported that it trucked the equiv­
alent of 63 large hopper cars in 1973. Without rail 
service, it would lose $353,000 in investments, 10 jobs, 
and $110,000 in personal income. Furthermore, La~d­
mark reported it would cost $700,000 to relocate its 
facilities. 
-Snyder Milling Service reported its transporta­
tion costs would increase $39,500 if it is forced to 
s,vitch to truck. If Marengo continues to receive rail 
service, Snyder plans to move its Lexington storage 
capacity of 250,000 bu. to that location. This will 
increase Snyder's storage capacity at Marengo to 
600,000 bu. 
-Snyder Milling Service reported that Robert 
Bradley at Fulton is preparing to load hopper cars. 
Mr. Bradley would use 5-10 cars annually. 
-The Sharrock Elevator reported that considerable 
acreage along this line could be used for industrial 
expansion. The Ohio Power Company reported that 
a 110-acre industrial site at Millersport can be sub­
divided to meet the needs of industry. 
-Sharrock Elevator reported that abandonment 
would deprive 40 percent of its county from grain 
marketing terminals that are served by railroa<l. 
-Sharrock Elevator reported that cars ordered by 
Snyder Milling in January arrived in June. Further 
more, Sharrock Elevator reported that Snyder Mill­
ing anticipates shipping 100 car unit trains in the 
future. 
-Snyder Milling Service reported using 66 cars in 
1973, 57 cars in 1974, and projects 130 cars for 1975. 
Landmark Inc. reported that it used 47 cars in 
1973 and 55 cars in 1974. USRA reported zero car­
loads for Marengo in 1973. 
-The Ohio Power Co. reported that without rail 
service its power substation at Fulton would be ad­
versely affected. 
-The U.S. Department of Interior reported that if 
this line is abandoned the right of way should be 
preserved for possible use as a long distance bike­
way. 
-The Sharrock Elevator reported it would share 
the cost with the railroad in constructing an im­
proved crossing in Mt. Gilead which would require 
less maintenance and cause less wear and tear on 
trucks and cars. 
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OHIO 

USRA ANALYSIS 
PORTION Of THURSTON SECONDARY TRACK 

USRA Line No. 488 
Penn Central 

\ 
\vPC to Edison 
\ 

5.0 miles 

GRANVILLE 

+- PORTION OF THURSTON 
SECONDARY TRACK, PC 

HEATH 

f ,----c PC· B&O Joint 

PC-B&O Joint I to Newark 
to Columbus ,._ PC to Thurston 

This portion of the Thurston Secondary Track, 
formerly part of the New York Central RR, extends 
from near Grarvvill,e (Milepost 128.0) to Heath, Ohio 
(Milepost 133.0), a distance of 5.0 mika, in Licking 
County, Ohio. The joint line of the Penn Central and the 
B&O running between Columbus and Newark passes 
through Heath. The Thurston Secondary Track con­
tinues south from Heath, which line is also under study 
in this report. In July 1972, the Penn Central filed to 
abandon the entire stretch of the Thurston Secondary 
Track between Mt. Gilead and Heath (ICC Docket No. 
AB-5. Sub. 62). The PC h11c: 11.lso applied to the U.S. 
Railway Association for permission to a:t>andon this line 
(Docket No. 75- 9). No final action has been taken on 
either application. 
Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 

Granville ------------------------------------------ 72 
,--

Total carloads generated by the line____________ __ 72 
Number of round trips per year______________________ 40 
Estimated time per round trip (hours) _______________ _ 2.5 

Revenue received by PC____________________________ $20, 086 
Average revenue per carload______________ $279 

Variable (avoidable ) cost of continued 
service : 

Cost Incurred on the branch line___ _______ 41, 084 
Cost of upgrading branch line to FRA 

Class I: ( 1/ 10 of total upgrading cost)_ 4,342 
Cost Incurred ,beyond the branch line_____ 10, 550 

Total variable (avoidable) cost______________ 55,976 

Net contribution (loss) : totat_ ____________________ (35,890) 

USRA Recommendation 

It is not recommended that this portion of the Thurs­
ton Secondary Track be included in the ConRail System. 

402 

PUBLIC RESPONSE AND RSPO COMMENT 
-The U.S. Department of the Interior recommended 
that if this line is abandoned the right-of-way should 
be preserved for use as a long distance bikeway. 
-The estimated cost for upgrading this line to FRA 
Class I standards should be reviewed. The available 
information on the line indicates that the tie replace­
ment estimate may be high. 

l 



USRA ANALYSIS 
USRA Line No. 490 

Z&W RUNNING TRACK 

Penn Central 

. T 
\. To Newaric 

PC to Galion 
I Y : B&O RR PC ID Zanesville 

PC ID C~lumbus ~ THURSTON \ ... { ..... Glenford GLASS~~~ 

-- ) i .... -~ \ 
I jf-- \-16.8 Hil es . . .. \ / \ 

l PORTI ON . Z&W RUNNING TRACK. Pc\Pc to Crooksv111o 

1.-Pc ID Corning To Sh awnee 

This portion of the Z& W Running Track, formerly 
part of the New York Central RR, extends from Gla8s 
Rock (Milepost 45.6} to Thurston (Milepost 28.8), a 
distance of 16.8 miles, in Perry and Fairfield Counties, 
Ohio. At Thurston, Ohio this line connects with P C 
lines, all under study, to Corning, to Columbus, and 
Galion; at Glass Rock with PC line under study to 
Fultonham and thence to Zanesville and Crooksville, 
Ohio ( all under study). The B&O crosses this line at 
Walser. 

Information for Line Retention Decision 

This line does not directly serve any shippers. It is 
used ns an overhead line between segments 493 and 692. 
The preliminary recommendation for both of these 
lines is that they not be included in the ConRail System. 

USRA Recommendation 

It is not recommended that this portion of the Z&W 
Running Track be included in the ConRail System. 

5'1'0•978 0 • 75 • 26 

403 

490 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 
-The only testimony received concerning this line 
came from Congressman Clarence Miller, who op­
posed abandonment. 

-
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491 
OHIO 

USRA ANALYSIS 
EAST COLUMBUS BRANCH 

PC Western 
Branch 
Columbus­
Thurston 

USRA Line No. 491 

Penn Central 
Joint PC·B&O 
Line Columbus· 

·••t ·7 
~~~:r~L~~:••••••~ 

TRURO ~~~~ 
The East Columbus Branch, formerly part of the 

New York Central RR, extends from Tniro (Milepost 
0.1) to East OolumbWJ, Oltio (Milepost 4.0) a distance 
of 3.9 mileB, in Franklin County, Ohio. At Truro this 
line joins the PC Western Branch, which is also under 
study in this Report from Truro, eastward. At East 
Columbus, the joint B&O/Penn Central line from Co­
lumbus to Newark, Ohio crosses at grade. 

Summary of USRA Data 

Stations (with their 1973 carloads served by this line: 

Colnmbus 
1 
----------------------------------------- 180 

Total carloads generated by the line______________ 180 
Number ot round trips per year______________________ 52 
Estimated time per round trip (hours)_______________ 4. O 
1 Includes only traffic on segment. 

Revenues received by PC __________________________ $49, 043 

Average revenue per carload_______________ $272 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line ________ 47, 686 
Cost ot upgrading branch line to FRA. 

Olass I: (1/10 of total upgrading cost)__ 4,253 
Cost Incurred beyond the branch line ______ 32, 922 

Total variable (avoidable) cost._____________ 84,861 

Net contribution (loss) : total. _____________________ (35,818) 

USRA Recommendation 

It is not recommended that this portion of the East 
Columbus Branch be included in the ConRail System. 

404 

PUBLIC RESPONSE AND RSPO COMMENT 
-No information was received from shippers. Testi­
mony was presented concerning this line's impor­
tance as an overhead route between Columbus, Ohio, 
and Charleston, West Virginia, since it allows traffic 
to bypass Columbus' Buckeye Yard. 

/ 



PC ID Scioto 

USRA ANALYSIS 
WESTERN BRANCH 

USRA Line No. 493 

Penn Central 

and Toledo ~ PC ID East 
..._..J, I Columbus .... 

ThurslDn ✓ PC to 
------- Glass Rock --e t-PORTION OF 

PC Morrow, ~ ~ WESTERN 
Secondary Jtl __ -\- BRANCH PC 
Track - BREMEN ' 

PC to 
New Lexington 

This portion of the Western Branch, formerly part 
of the New York Central RR, extends from Truro 
(Milepost 141.2) to Bremen (Milepost 173.8), a dis­
tance of 3£.6 m£les, in Franklin and Fairfield Counties, 
Ohio. This line connects with PC's East Columbus­
Truro Branch at Truro (E. Columbus Branch) and the 
Thurston Secondary Track and Z&W Running Tracks 
at Thurston, and the Morrow Secondary Track at 
Bremen. From Truro, the Western Branch extends 
to Columbus and Toledo. From Bremen it extends to 
New Lexington and Hobson. 
Summary of USRA Data 
Stations (with their 1978 carloads) served by this llne : 

Columbus' ---------------------------------------- 481 
Brice --------------------------------------------- 7 
Pickerington --------------------------------------- 1 

Baltimore ----------------------------------------- 1,4-05 
Thurston ------------------------------------------ 29 
Bremen -------------------------------------------- 35 

Total carloads generated by the line ___________ 1,958 
Number of round trips per year ____________________ _ 

Estimated time per round trip (hours)---------------
1 Includes only traffic on segment. 

280 
9 

Revenue received by PC--------------------------- $561, 519 
Average revenue per carload_________ _____ $287 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line ________ 401, 040 
Cost of upgrading branch line to FRA 

Class I : (1/10 of total upgrading cost)- 0 
Cost Incurred beyond the branch line ____ 835, 286 

Total variable (avoidable ) COSL---- 786,276 

Net contribution (Joss) : totaL _____________________ (174,757) 

USRA Recommendation 
It is not recommended that this portion of the West­

ern Branch be included in the ConRail System. 

405 

493 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Bremen Manufacturing Co., which estimates 
it will use 600 carloads annually in the future, said 
that switching to truck or a combination of truck­
rail is not practicable because some of its products 
are too large for motor carriers. 
-Crown Zellerbach reported that the PC is in the 
process of installing new rails between Thurston 
and Bremen, with the replacement and surfacing 
over this 11.5 miles of track scheduled for comple­
tion during 1975. According to Crown Zellerbach, 
operating speed over this line is presently 20-80 
miles per hour. 
-George K. Kellner, Jr., town solicitor, reported 
that without Crown Zellerbach, Baltimore's tax in­
come would drop by 48 percent. Furthermore, Balti­
more's real estate and personal property value 
valuation would drop from $7.2 million to $2 million. 
-Landmark Inc. said it would be hindered in load­
ing its 100 car unit trains if the track east of Truro 
is abandoned. 
-Line carries 135,000 carloads of overhead traffic 
annually. 
-Line is most direct route from West Virginia to 
Columbus. 
-Line is equipped with heavy duty rail. 
-Alternative route via Crooksville has light weight 
rail and presently is out of service. 
-Alternative route requires passing through con­
gested Buckeye yard. 
-Ohio Power Company reported that loss of service 
would adversely affect its power substations in West 
Millersport, Millersport and Baltimore, estimating 
additional costs would be $8.5 million in 1980. 
-J.C. Penney has installed a rail siding at its new 
Brice facility with expectations of generating over 
1100 carloads per year beginning mid-1975 and 
reaching about 1700 carloads annually by 1980. 
-Reported traffic: 

Companu and location 197J 

0-own Zellerbach. Baltimore .•......•..••••••••.•......•... 
Bremen Manufacturing Co. Inc., Bremen---····-··-·-------
J . C. Penney. Brice •• . .•.•.•. • .•.•••.. ... •• ••• ••••... ....... 
Landmark Inc., 'Truro .• .. •.••• ·--·--·---·· ······---- __ ·-

1 Ffgnret■ ror ~ptember. October, No.-e.mber 1974 . 

Carload• 

197' Projected 

1,400 ····-······· 
37 ···········-

I 47 1,057 
(1) (') 

, Landmark loaded 36 unlttraln5 In l974and e,pecl8to ohlp '5 unit train& In 1975, 



494 
OHIO 

USRA ANALYSIS 
ARMITAGE-ATHENS 

USRA Line No. 494 

Penn Central 

PC to 
New Lexingmn 

\, I 

PC TRACKAGE / 
RIGHTS OVER ....... i ARMITAGE 
C&O RY ~ +-1 .3 miles 

•••••.I• • • • • • • • • B&O P~ersburg• 
/ ATHENS '\_ Cincinn ati 
\ Main Line 
f--pc ID Kanauga 
\ 

These trackage rights OYer the Chesapeake & Ohio 
Ry, extend from Armitage (Milepost 74.7), to A.them, 
O kw (Milepost 76.0). a distance of 1.3 miles, in Athens 
County, Ohio. This line links upper segments of the old 
New York Central line from Central Ohio to West Vir­
ginia with the city of Athens. Both segments of the Penn 
Central line, north from Armitage and south to 
Kanauga and Charleston, West Virginia are also under 
study in this Report. The main line of the B&O passes 
through Athens. The C&O Branrh of which this seg­
ment was originally a part, was torn up some years ago. 
The ICC has approved C&O's application to abandon 
but track removal awaits the approval of a Penn Central 
abandonment petition. 

Information for Line Retention Decision 

This line is only PC trackage rights over a C&O line 
which has been approved for abandonment. 

USRA Recommendation 

It is not recommended that trackage rights over this 
portion of the C&O be included in the ConRail System. 

4-06 

PUBLIC RESPONSE AND RSPO COMMENT 
-The U.S. Environmental Protection Agency rt­

ported that this line is an important part of Ohio's 
air pollution control plan. 
-The s,"ift Chemical Co. questioned whether its 
plant would continue to receive service by the N&\\' 
if the PC is abandoned. 
-The Circle";11e Chamber of Commerce stated that 
3 grain elevators in Circlevi lle had to truck over 
half of their grai n in 1974 due to a lack of available 
rail cars. This included Amanda and Muston Grain 
Companies which could have used 70 more cars and 
Leist Farm Supply, which could have used 40 more 
cars. Leist is in the process of adding facilities for 
liquid and dry fertilizers which will result in addi­
tional rail use of -1.000 tons per year. 
-The Circle";lle Chamber of Commerce also re­
ported that the Cellar Lumber Company is building 
a new rail facility with an enclosed ramp to assist 
in unloading lumber. This new facility will enable 
Cellar to use -10 more rail cars per year. The Cham­
ber also said that rail cars could only be loaded 
to 150,000 pounds due to weight restrictions on the 
track. 
-The Ray-O-Vac Division of ESB, Incorporated re­
ported that its inbound raw materials are not suited 
for either piggyback or motor carrier shipment. 
-Anchor Hocking Corp. reported that its furnaces 
require a daily supply of incoming raw material. 
Motor carriers cannot provide sufficient equipment 
to transport the large volume of materials. Anchor 
believes the heavy traffic vol ume on this line offers 
the possibili ty of achieving viability through in­
creasing rates before completion of the Final Sys­
tem Plan. 
-John Eshelman and Sons of Circleville said that 
rai I service by the N & W is not a suitable alternative 
to P C service because its traffic generaJly moves 
east to New England. Traffic moved by the N&~ 
would have to go through its Bellevue yard, 125 

miles north of Circleville. This additional mileage 
would add $8.80 per ton to Eshelman's shipments. 
making them non-competitive. John Eshelman re­
ported that it plans to invest $750,000 during 1975/ 
1976 for expansion of its facility. 
-Also. the Circleville Chamber of Commerce re­
ported: the Ralston Purina Company generates 
1,-100 carloads per year; Cellar Lumber Comp~~ 
has received an average of 10 cars per year WI • 

expectations of using 50 cars per year in the futured 
Leist Farm Supply shipped 35 carloads in 1974 an 

Ofmtinued on page 436 
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USRA ANALYSIS 
PORTION OF MORROW SECONDARY TRACK 

USRA Line No. 496/496A 

Penn Central 
PORTION OF MORROW 

N&W and C&O Lines • • SECONDARY TRACK . PC 
Columbus-West~~: 1 : \ 
Vir1inia : ! • \ 

! : ! Lancaster ~ 
CIRCLE~::E i ~)I----~• BREMEN 

't ::+--- 31.lmiles ~ \ 
PC to Cincinnati • • • '}4 

• • C&O --+• / 
: ! Columbus- ! PC Western 

Galli polis Branch 
Thurs ton-COminc 

This portion of the Morrow Secondary Track, for­
merly part of the Pennsylvania RR, extends from 
Bremen (Milepost 49.9) to Oirckville, Ohio (Milepost 
81.1) a distance of 31 £ miles, in Pickaway and Fairfield 
Counties, Ohio. This line crosses the N&W at Circleville, 
and the C&O at Lancaster. The Penn Central connec­
tions are under consideration in this Report. These in­
clude the Western extension of this line toward Cin­
cinnati, and the Western Branch from Bremen north 
to Thurston and south to Corning. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line : 

Lancaster _________________________________________ 933 

Amanda------------------------------------------- 80 
Stoutsville ---------------------------------------- 24 
Circleville - - ----- ---------------------------------- 5, 886 
Bremen

1 
- - ---------------------------------------- 55 

Total carloads generated by the line _______________ 6, 378 
Number of round trips per year_________________ _____ 275 
E!rtlmated time per round trip (hours)_______________ 12 
1 Includes only tra.fflc on segment. 

Revenue received by P() _____________ _ $1,644,524 
Average revenue per carload-______ _ 

Variable (avoidable) coat of continued 
service : 

$2118 

Cost Incurred on the branch llne____ 689, 211 
Cost of upgradJ ng branch line to 

FRA Class I (1/10 or tot.al upgrad-
ing cost)_______________________ 84, 087 

Cost Incurred beyond the branch 
line ---------------------------- 1, 860, M8 

Total variable (avoidable) cost_ 

Net contributi on (loss) : totaL ______ _ 

USRA Recommendation 

1, 784, 196 

(189, 672) 

It is M t recommended that this portion of the Morrow 
Secondary Track be included in the ConRail System. 

407 

496/496a 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 
-The only statement received concerning this line 
was from the Meigs County Rail Service Committee 
which reported that the Chessie has abandoned its 
line and the PC, which has trackage rights over the 
Chessie is currently not providing service along the 
line. 
-The Chessie is only interested in providing service 
to shippers at Lancaster and Circleville. 
-The N&W is interested in acquir ing 24.1 miles of 
the line from Circleville through, and including all 
industries in, Lancaster. 
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497 /498/498a 
OHIO 

USRA ANALYSIS 
PORTION OF MORROW SECONDARY TRACK 

USRA Line No. 497 /498/4980 
Penn Central 

CAO and N&W 
Wuhlnrton \ 8&0 to [ Columbu.1-W .. t Vi,alala 
Court HouH 1 Columbus PC tD X•li• Main Unes 

\ 

8&0 X.nla• : 

PC to Chllllcodle Line "'\. •• f : : PC ID er--, 
Hlddletown1 / ♦ - : : : .J 

MORRO";/.,_ 6~r,i:•:':e:•;;•ck--- ,H---
-.. : ORCLEVILLE 

HlddlelD~ :• Wllmln110n \ •:•••• : : 
Junction /. • l O •• r PC to Cla,• and ~ncl~nad ••• ti......,_ Detro it, Tol•do & ltonlDn RR 

Clndnnatl PORTION OF MORROW 
SECONDARY TRACK, PC 

This portion of the Morrow Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Circleville (Milepost 81.1) to Morrow, Ohio (Milepost 
148.9), a distance of 67.8 miles, in Pickaway, Warren, 
Clinton, and Fayette Counties, Ohio. This line's eastern 
extension, to Bremen, is also under study in this Report. 
Between Washington Court House and Wilmington 
(19.3 miles) the Penn Central has trackage rights 
over the B&O Columbus-Cincinnati line; at Morrow, 
Penn Central lines from Cincinnati to Xenia, also under 
study in this Report, converge. At Washington Court 
House, a B&O line from Xenia to Chillicothe and the 
DT&I Main Line cross. At Circleville, the N&W line 
running from Columbus to West Virginia points con­
nect. In August 1972, Penn Central filed a petition to 
abandon the part of this line between Wilmington and 
Clarksville and to abandon Penn Central service over 
B&O trackage rights between Wilmington and Wash­
ington Court House. (ICC Docket No. AB-5, Sub. 80.) 
In August 1974, the P C made similar application to the 
U.S. Railway Association (Docket No. 75-35). 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line : 

Williamsport ---------------------------------- ---- 60 

Atlanta ------------------------------------------- 70 
New Holland__________________________ __ ___________ 10 
Washington Court House____________________________ 441 
Sabina ------------------------------------ -------- 114 
Melvin -------------------------------------------- 3 
Wilmington ---------------------- ----------------- 96 
Clarksville --------------------------------------- 1,015 

Total carloads generated by the line _____________ 1, 809 

Number of round trips per year------ --------------- 300 
Estimated time per round trip (hours)______________ 11. 5 

Revenue received by PC_________________________ $527, 406 
Average revenue per carload_____________ $292 

Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line _______ 592, 660 
Cost or upgrading branch line to FRA 

Class I (1/10 of total upgrading 

408 

cost) ------------------------------ 50, 253 
Cost incurred beyond the branch line ___ 237, 045 

Total variable (avoidable) cost_____________ 879,958 
Net contribution (loss): totaL _______ ____________ (352,5.52) 

USRA Recommendation 
It is not recommended that .this portion of the Mor• 

row Secondary Track be included in the ConRail Sys­
tem. Continued operation of this line would require a 
rail service continuation subsidy. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Valley Steel Products Company, the largest rail 
user located along this line, reported that its major 
supplier, Interlake Steel, Inc., cannot ~hip st~! _to 
Valley Steel by truck. Thus, without rail sernce its 
investment of $1,084,608 would be lost. Additionally, 
94 jobs and $177,049 in tax revenues would be lost. 
Interlake would lose $5 million in wages and sala• 
ries. 
-Because the PC has discontinued service over part 
of the C&X Branch and over the Morrow Secondary 
Track between Morrow and Clarksville, Interlake 
routes its shipments to Valley Steel via Cincin­
nati-Dayton-Columbus-New Lexington-Lancaster• 
Circleville-Clarksville. This route is 200 miles longer 
than the Cincinnati-Morrow-Clarksville routing 
which reduces the revenue per ton mile from 10.4 
cents to 2.8 cents and the weighted car average reve­
nue from $4.57 to $.91 per mile. 

-Reported Traffic: 

Compan11 and location 191' 

Valle1 Steel Products Co .. Clarkmlle ••.••••••••••••..•••••...•. 
undmark, Washington Coon House ••.••••••••••.••.••••••.••• 
Pennington Bread. Washington Court House •.••...•••••••..•. • 
Washington Lum~. Washington Court Houae .••.•.•••.••••••. 
Carter Lumber. Wublna:ton Court House _____________________ _ 

Midland Grocery, Washington Court Hou11,L ••.••••..•..•••••. 
Bell Oor- Llte, Washington Court House •••••.•.•.••••••••••.•.• 
Red Rose Feed, Washington Court House ••••••••••••.••. • • •· 
Redman lndullU'les, Washington Court House .••••••.......•••• 

Carload, 

/911 Proj« ttd 

I, 133 ........... . 

uz ········•·" 
zso ........... . 
60 ........... . 
70 us 
31 .......... .. 

20 ······••"" 
I0-1 ........... . 
100 .......... .. 

-The Washington Court House Chamber of Com· 
merce reported that the Penn Central serves 50 per• 
cent of a ll industries located in Washington Court 
House's industrial park. Without the Penn Central, 
the Chamber of Commerce estimated that there 
would be losses of $625,000 in investments, 30 jobs, 
$300,000 in personal income, and $218,000 in taxes, 
The Chamber also reported it would cost $2 million 
for those firms using the PC to relocate. . 
-The Redman Industries reported that converting 
Continued on page 436 



USRA ANALYSIS 

ST. MARY'S SECONDARY TRACK 
USRA l.ine No. 502/503/504 

Penn Central 
ST. MARY'S 

N&W to • SEa>NDARY TRACK.PC 

Fostoria :j DT&I PC 
\, / • Main Line Bell: Centre 

ST. MARY'S : ! :.,( I.,/ 
• • • ~ Slater I ,£ PC St. Louis• 

N&W to ---t •• /fa--_! \ • ,;;,, Cleveland Line 

Frankfort, 
1"_!- / _..,. : -9J.s•,,,

11 
'J BELLEFONTAINE 

N&W to --- • / : \ es'l..,, 
Minster B&O Toledo• : Wapakoneta 1

1 
+- PC to Urbana 

Cincinnati 
Line 

The St. Mary's Secondary Track, formerly part of 
the New York Central RR, extends from BeUefontai,ne 
(Milepost 54.7), to S~. Mary's (Milepost 93.5), a dis­
tance of 38.8 rnil,u, in Logan and Auglaize Counties, 
Ohio. This line branches off the Penn Centre.l's 
St. Louis•Cleveland Ma.in Line at Bellefontaine where 
it also connects with a PC branch to Belle Centre, which 
also is under study in this report, and with the PC line 
to Urbana and Springfield. Three other railroads cross 
this line; the Detroit-Toledo & Ironton at Slater, the 
Baltimore & Ohio at Wapakoneta. and the Norfolk & 
Western at St. Mary's. 
Summary of USRA Data 
Stations (with their 1978 carloads) served by this line: 

Russells Polnt.................................... 2 
Lake View ••••••••.•••••••••••••••••• ·-········· II 
Santa Fe •••••••• ·-·-···········-·-·······-······ 182 
Wapakoneta······················-············-· 2123 
Moulton ......................................... 18 
St. Mary's........................................ 68 
Lewistown ••••••••••.•••••••.••••.•••••••.•••••• 0 

Gutman ······························-········· 0 

Total carloads irenerated by the line............. 448 
Number ot round trips per year..................... 80 
Estimated time per round t rip (hours) ............... 12. 0 

Revenue received by PC •.•••••••••••••..•••.••••• $116, 128 
Average revenue per carload............... $262 

Variable (avoidable) cost ot continued serv-
ice: 

Cost Incurred on the branch line ••••.••.. 319, 789 
Cost ot upgrading branch line to FRA 

Class I (1/10 ot total upgrading cost).. 57, 787 
Cost Incurred beyond the branch line..... 76, 979 

Total variable (avoidable ) cost............. 454, 1155 

Net contribution (loss ) :~total. •••••••••••••••••••• (388, 427) 

US'RA Rec:ommendation 

It is not recommended that the St. Mary's Secondary 
Track be included in the ConRail System. 
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502/503/504 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 
-Counsel for Ametek Westchester Plastics, H. G. 
Boogher & Sons, Auglaize Lumber Co., Wapakoneta 
Industrial Development, and the Wapakoneta Area 
Chamber of Commerce, pointed out that USRA was 
in error in attributing to the B&O 715 carloads 
shipped by Ametek in 1973, stating that the B&O 
does not connect with the PC at Wapakoneta and, 
therefore, it is impossible to use B&O service . 
-Mr. Boogher testified also, saying that abandon­
ment of the line would destroy his grain, coal, steel, 
and fertilizer business plus deprive a wide local area 
of coal. 
-Vistron Corporation said it would be forced to 
close down or increase prices. 
-The Ohio Power Co. reported that its power sub­
station located at West Moulton would be adversely 
affected if this line were abandoned. 
-The RSPO staff also found that a review of 
USRA's calculations indicates that the net loss of 
the line should read $338,427, not $388,427 as found 
in the Plan. 



505/506 
OHIO 

USRA ANALYSIS 
BELLIEFONTAINE RUNNING TRACK 

USRA Line No. 505/506 

Penn Central 

PC BELLEFONTAINE:z BELLE CENTRE 
RUNNING TRACK ---. 

_Huntsville PC Indianapolis• 
PC St. Mary 's~, fleveland Line 
Secondary Track , • _______ ... -

--- BELLEFONTAINE 
Bellefontaine➔ I 
Branch, PC I 

The Bellefontaine Running Track, formerly part of 
the New York Central RR, extends from Belle Centre 
(Milepost 85.9) to Bellefontaine, 0 hw (Milepost 94.0) , 
a distance of 8.1 miles, in Logan County, Ohio. This 
line is a spur off the Penn Central's India:npolis-Cleve­
land line which passes through Bellefontaine. Also 
serving Bellefontaine are the St. Mary's Secondary 
Track which is also under study in this Report, and 
the Bellefontaine Branch, both PC. In July, 1972, the 
Penn Central filed a petition with the ICC to abandon 
the segment of this branch north of Huntsville (ICC 
Docket No. AB-5, Sub. 76). No action has been taken 
on this application. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 
Belle Center.________________ ___ __ ________________ 20 

Huntsville --------------------------------------- Z1 

Total carloads generated by the line_____________ 56 
Number of round tripe per year___________ ____________ 40 
Estimate time per round trip, hours__________________ 2. 5 

Revenue received by PC __ ____ ______________________ $16, 827 

Average revenue per carload________________ $300 

Variable (avoidable ) cost of continued service: 
Cost Incurred on the branch line__________ 58, 121 
Cost of upgrading branch line to FRA Class 

I (1/10 of total upgraclJng cost) ________ 13, 726 
Cost Incurred beyond the branch line______ 7, 714 

Total variable (avoidable) cost_______________ 79,561 

Net contrll>utlon (loss ): totaL ______________________ (62,734) 

USRA Recommendation 

It is not recommended that this portion of the Bell1r 
fontaine Running Track be included in the ConRail 
System. 
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PUBLIC RESPONSE AND RSPO COMMENT 

-Carter Lumber Company reported its plant, which 
opened in March, 1974, anticipates 75 to 115 carloads 
per year for the next three to four years and would 
have to close if service is discontinued. Cost to the 
community would be 5 to 7 jobs, $60,000 in personal 
income and $40,000 in taxes per year, plus $250,000 
in costs to the firm to relocate. 
-Super Foods, Inc., submitted that its plant re­
ceived 1,570 carloads in 1973 and 1,794 in 1974 and 
they also would have to shut down with no service 
(1974 testimony). The 1973 traffic was also supplied 
by the Ohio Public Utilities Commission. 
-Super Foods questioned identification of the line, 
pointing out its actual length as closer to 12 miles. 
Both firms are located more than 8.1 miles from 
Belle Centre, and believe the traffic they generate on 
a line less than four miles in length should be profit• 
able. 
-Carter Lumber Company reported its plant, which 
opened in March, 1974, anticipates 75 to 115 carloads 
per year for the next three to four years and would 
have to close if service is discontinued. Cost to the 
community would be 5 to 7 jobs, $60,000 in personal 
income and $40,000 in taxes per year, plus $250,000 
in costs to the firm to relocate. 
-Super Foods, Inc., submitted that its plant re­
ceived 1,570 carloads in 1973 and 1,794 in 1974 and 
they also would have to shut down with no service 
(1974 testimony). The 1973 traffic was also supplied 
by the Ohio Public Utilities Commission. 
-Super Foods questioned identification of the line, 
pointing out its actual length as closer to 12 miles. 
Both firms are located more than 8.1 miles from 
Belle Centre, and believe the traffic they generate on 
a line less than four miles in length should be profit­
able. 



USRA ANALYSIS 
PORTION OF SANDUSKY SECONDARY TRACK 

USRA Line No. 507 

Penn Central 
N&W Bellevue-
Toledo--+ •••• 

--- --- ....: • 
Norwalk Branch ...1' 
PC 

CLYDE ······· --PORTION OF 
S. 4 miles--. ._ SANDUSKY SECONDARY 

TRACK , PC 

········ ······ GREEN SPRIN GS t_ 
/ N&W Buffalo-

PC to Tiffin, / Ch icago Main Line 
Berwick__., 

This portion of the Sandusky Secondary Track, for­
merly part of the New York Central RR, extends from 
01,yde (Milepost 17.3) to Green Springs, Ohio, (Mile­
post 22.7) , a distance of 5-4 miles, in Seneca and 
Sandusky Counties, Ohio. This segment is the upper 
portion of the PC's Sandusky Secondary Track; the 
lower segments (below Green Springs) are also under 
study in this report. At Clyde, the Penn Central's Nor­
walk Branch, also under study, and the N&W's Belle­
vue-Toledo lines cross and at Green Springs, the N&W's 
Buffalo-Chicago Main Line is met. The Penn Central 
has filed a petition to abandon this line (ICC Finance 
Docket No. 26810). The ICC tentatively approved the 
abandonment, but stayed the order owing to protests 
until December 9, 1974. 
Summary of USRA Data 
Stations (with their 1978 carloads) served by this line: 

Green Springs______________ _______ _____ ______ ______ 65 

Total carloads generated by the line_______ ______ 65 

Number or round trips per year- - ------- ---- --------- 80 
Estimated time per round trip (hour,:1 l--------- ------ 2. 0 

Revenue received by PC- -------------------------- $18,288 
Average revenue per carload______________ $204 

Variable (avoidable) cost or continued 
service : 

Cost Incurred on the branch llne _______ __ 88,817 
Cost or upgradlng branch line to FRA 

Class I (1/ 10 or total upgrading cost)-- 14,952 
Cost Incurred beyond the branch line___ __ 9, 445 

Total variable (avoidable) cost_____________ 68,214 

Net contribution (loss) total. _________ ___ __ ($49,976 ) 

US'RA Recommendation 
It is not recommended that this portion of the San­

dusky Secondary Track be included in the ConRail 
System. 
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507 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Ohio-Michigan Seed Compa ny, which gen­
erated 90 carloads in 1973 and 70 carloads in 1974, 
provided the only testimony concerning this line. 
According to this company, the Penn Centrnl has 
tried unsuccessfully to abandon this line in the past. 
However, due to present discontinuance of service 
by the PC, Ohio-Michigan Seed has been hauling 
its products to a team track served by the N&W 
¼ mile south of its plant. According to the com­
pany, complete abandonment of service would de­
crease its business by 25 percent. The Company 
therefore recommends t ha t the N & W acquire and 
operate the track from Green Spr ings north to its 
plant. 
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514 
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USRA ANALYSIS 
SOUTHERN BRANC._. 
USRA Line No. 514 

Penn Central 
PC to New Lexington and Columbus 

1/ 
I 

f 
C&O to Logan 
and Columbus 

.. J .. .. .. 
·• ... 

Armi tage 
56. 4 mi les 

I .•••••••••• 
B&O to /"' 
Cincinnati 

l 

CORNING 

SOUTHERN BRANCH , PC 

/ 
PC has Trackage 

/ Rights(i nact,ve) 

\ over C&O to Athens 

·◊ ············ 
Athens '\ 

B&O to Park ersburg, W. Va. 

.. •· .yC&O to Pomeroy 

C&O to Logan • HOBSON 

and Co lumbus !4-- PC has Trackage 

.J ......... .O... Ri ghts over C&O ...... 
Kanauga ,/'' ...._ 

PC to Swi ss, W. Va. 
The Southern Branch, formerly part of the New 

York Central RR, extends from Corning (Milepost 0.0) 
to llobs<>n, Oltio (Milepost 56.4), a distance of 56-4 
miles, in P erry, A.thens, and Meigs Counties, Ohio. A 
continuation of this line extends southeastward from 
Hobson ( a portion of this, Hobson to Kanauga, is owned 
by the Chesapeake & Ohio and PC operates via track­
age rights) . Connections are : the aforementioned Ches­
apeake & Ohio line at Hobson and at Armitage ; the 
Baltimore & Ohio at Grosvenor ; and the P C Western 
Branch at Corning. The continued portion a.nd t he PC 
Western Branch are also under study in this Report. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line : 

Gloucester --------------- ---------------- --------- 7 
Chancey ----------------- - - ---------------------- ­
Armitage -------------------------- ----------------

Athens ------------------- ------------------------­
Grosvenor ----------------------------- ------------

Albany ------------------- ------------ ------- -----­
!Jobson ------- -------------------------------------

Total carloads generated by the line ________ __ __ __ _ 

15 
4 
6 
0 
7 

11 

50 
Number or round trips per year______________________ 62 
Estimated time per round trip (hours) -------- ------ 6 

Revenue received by PQ________________ __ $12, 460 
Average revenue per carload____ ___ _______ _ $249 

Variable (avoidable) cost of continued 
service : 

412 

Cost incurred on the bra nch line ________ 384, 155 
Cost of upgrading branch line to FRA class 

I (½o of total upgrading cost )--------- 42,837 
Cost Incurred beyond the branch line___ _ 9, 308 

Total va riable (avoidable) cost______________ 436,300 

Net contribution (loss): totaL _________________ ___ (423,840\ 

USRA Recommendation 
It is not recommended that the Southern Branch be 

included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony submitted to t he RSPO reported sub­
stantial overhead traffic moving over this line, and 
substantial coal reserves located along this line. 
-According to the Meigs County Rail Service Com­
mittee this line handled approximately 40,000 car• 
loads during 1974. Traffic volumes should increase 
as coal extraction increases in the area. 
-The Meigs County Chamber of Commerce re­
ported that the Ohio Power Company owns 55,000 
acres of coal producing land having a reserve of 
270,000,000 tons. Furthermore, there is an additional 
30,000 acres of land capable of producing 150,000 tons 
of coal in Meigs County which the Environmental 
Protection Agency ruled could not be burned in 
power plants due to its high sulphur content. How­
ever, due to the present energy crisis, requirements 
have been relaxed so that the Chamber of Commerce 
is confident this coal will be mined. Additional traffic 
increases could result from the development of 100 
acres of land at Hobson. 
-Without rai l service, the jobs of approximately 200 
railroad employees will be lost representing a re­
duction of $2.5 million in personal income. And, due 
to the very poor highway system and lack of facili­
ties for loading or unloading along the Ohio River 
in Meigs County, the loss of rail service will effec­
tively isolate the county from all adequate trans­
portation systems. 
-The Meigs County Rail Service Committ~ 
(MCRSC) pointed out an error in USRA's analysJS 
for the line. 
-The U.S. Department of Interior recommended 
that if this line is abandoned, the right-of-way 
should be preserved for possible use as a trail or 
linear park. . 
-The Ohio Power Co., reported that without rail 
service, its substations at North Chesire and Rut­
land would be adversely affected. 
O<>ntinued on page 43 



USRA ANALYSIS 
PORTION OF C&X BRANCH 

USRA Line No. 516 

Penn Central 

I PC to Xenia 

trAt~~y,f V"" 

Ts +-- PORTION OF 
m__t: C&X BRANCH , PC 

WAYNESVILLE 

PC to ---+f 
South Lebanon I 

This portion of the C&X Branch, formerly pn.rt of 
the Pennsylvania RR, extends from Spring Valley 
(Milepost 61.4) to Waynesville, Ohio (Milepost 68.9), 
a distance of 7.5 miles, in Vl'arren and Greene Counties, 
Ohio. T his line is a middle segment of the P enn Cen­
tral's C&X branch ; both the northern and southern 
connecting segments are also under study in this re­
port. 

Summary of USRA Data 

Sta tions {with t heir 1973 ca rloads) ser ved by this 
line: 

Spring Valley______________ __ ________________ ______ 23 

Roxanna ------------------------------------------ 56 
Wa ynesvi lle --- -------------------------- - --------- 27 

T ota l carloads generated by the line_____________ 106 
Number ot round t r ips per yea r_____________________ 50 
Estimated time per round trip {hours ) _____ _______ ___ 4. 0 

Revenue received by P C ___________________________ $31,687 

Average revenue per carload_______________ __ $299 

Va r ia ble (a voidable ) cost of continued serv-
ice: 

Cost Incurred on the bra nch line __ ________ 66, 966 
Cost of upgrading branch line to F RA Class 

I {1/ 10 ot total upgrading cost )__________ 5, 465 
Cost Incurred beyond the branch line ______ 15, 384 

Total va riable {avoidable) cost_ ____ ___ _______ 87, 816 

Net contribution (loss) : totaL ____ _________________ {56, 128) 

USRA Recommendation 

It is not recommended that this portion of the C&X 
branch be included in the ConRail System. 

413 
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OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 
-Several statements about this segment expressed 
concern that service should be continued to provide 
an alternative route for heavy through freight t raffic 
from Cincinnati to Columbus, relieving the Cincin­
nati - Middletown - Dayton - Springfield - Columbus 
route to permit operating passenger service. 
-Waynesville Lumber Company and the Ohio Pub­
lic Utilities Commission reported traffic as 115,714 
cars in 1973. 
-The Greater Cincinnati Chamber of Commerce 
was not opposed to discontinuing service as long as 
an al ternative was available in light of plans for 
initiating rapid rail transit from Cincinnati through 
Columbus to Cleveland. 
-Waynesville Lumber said it could use four times 
as many cars as were made available in 1973. 
-The Vistron Corpora tion said its defici t was 20 
cars in 1973. 
-Waynesville Lumber is the only building materials 
supplier in Waynesville and projected an increase 
in construction to handle Dayton and Cincinnati 
housing needs. 
- Agri-Urban forecasted a demand for 50-60 cars 
per year. 
-Vistron Corporation said it could function with 
service reduced to 2-3 times weekly if this will cut 
railroad costs and projected ceasing operations or 
increased seJJing prices if rail service is discon­
tinued. 
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OHIO 

USRA ANALYSIS 
PORTION OF C&X BRANCH 

USRA Line No. 516b 

Penn Central 

I 
It- PC to 

MILFORl Loveland 

5.4 Ji: V PORTION OF C&X 1. BRANCH, PC 

• • • • • • • cLARE"'- . . PC to -4/ N!JiW. Main. Line 
Cincinnati Cinc1nnat1• 

Portsmouth 

This portion of the C&X Branch, formerly part of 
the Pennsylvania RR, extends from Milford (Milepost 
105.6) to Clare, Ohio (Milepost 111.0}, a distance of 
5.4milea, in Hamilton County, Ohio. The northern part 
of this branch, from Milford to Loveland and Xenia is 
also under study in this report. Below Clare, this line 
runs into Undercliff Yard in Cincinnati. At Clare the 
Main Line of the Norfolk & W astern crosses. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 

Milford ------ ----- - ------------------------------- 118 
Terrace Park --- ----- - - ---------------------------- O 

'l'otal carloads generated by the line_____________ 118 

Number of round trips per year--------------------- 52 
Estimated tlme per round trip (hours) ____ ____ ______ 5 

Revenue received by PQ__ ________________________ $27, 800 
Average revenue per carload______________ $236 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line________ 58, 376 
Cost of upgrading branch line to FRA 

Class I (1/10 of total upgrading cost )__ 3, 863 
Cost Incurred beyond the branch line____ 18, 376 

Total variable (avoidable ) cost_____________ 80,615 

Net contribution (loss) : totaL_____________ (52,716 ) 

USRA Recommendation 

It is not recommended that this portion of the C&X 
Branch be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Comments on USRA Line No. 516 generally apply 
to this segment. In addition, the Clermont Lumber 
Company reported it has been unable to obtainserv. 
ice on this line since November, 1974, after having 
previously used loading facilities at Milford. 



USRA ANALYSIS 
PORTION OF C&X BRANCH 

USRA Line No. 516c 

Penn Central 

SOUTH PC to Monow 
Middetown '.\. LEBANON ,/. 
Secondary Track,➔ - __ _ 
PC Middletown Junc:tion 

PORTION OF C&X • • • 

BRANCH, PC 

MILFOR 

Loveland f 
8&0 Cincinnati­
Cumberland Md. 
Hain L ine 

/~pc to 
/ Cincinnati 

This portion of the C&X Branch, formerly part of 
the Pennsylvania RR, extends from South Lebanon 
(Milepost 87.8) to Muford, Ohio (Milepost 105.6), a 
distance of 17.8 miles, in Hamilton, Clermont and War­
ren Counties, Ohio. The northern and southern con­
tinuations of this branch (to Morrow and Cincinnati, 
respectively) are also under study in this report. At 
Middletown Junction the PC Middletown Secondary 
Track connects and at Loveland the Cincinnati-Cumber­
land, Maryland Main Line of the Baltimore & Ohio RR 
crosses. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 
S. Lebanon___________ __________ ____________________ 12 

Loveland ------------------------------------------ 27 

Total carloads generated by the line________ ______ 39 
Number of round trips per year_________ ______ _______ 52 
Estimated time per round trip (hours)____ ____ ___ ____ 3. 0 

Revenue received by pQ_____ ____________ _________ $11, 8811 

Average revenue per carload- - --- ------ $300 

Variable (avoidable) cost of continued 
service : 

Coat Incurred on the branch line_____ 126, 373 
Cost of upgrading branch line to FRA 

Class I (½.o of total upgrading cost) - 11, 442 
Cost incurred beyond the branch line-- 6, 834 

Total variable (avoidable) cost----- -------- 144, 649 

Net contribution (loss) : totaL- - ----------- (132. 760) 

USRA Recommendation 

It is not recommended that this portion of the C&X 
Branch be included in the ConRail System. 

516c 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 
-Comments on USRA Line No. 516 generally apply 
to this segment. 
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USRA ANALYSIS 
PORTION OF C&X BRANCH 

USRA Line No. 516d 

Penn Central 
PORTION OF 
C&X BRANCH . PC 

\

PC~ ~ / PCIX> 
Xen ia / I Circleville 

SOUTH ." ---
LEBANONr. 1MORROW 

/ j+-4.6 miles-+! 

/ t- PC to 
Loveland 

This portion of the C&X Branch, formerly part of 
the Pennsylvania RR, extends from Morrow (Milepost 
83.2) to South Lebanon, Ohio (Milepost 87.8), a dis­
tance of 4.6 miles, in Warren County, Ohio. This line 
is a central link in Penn Central's C&X Branch. At 
Morrow, two lines, both under study, radiate to Xenia 
and Circleville. At South Lebanon, the southern por­
tion of the C&X branch continues to Loveland. All 
lines connecting with this one are also under study in 
this report. 

Summary of USRA Data 

Stations (mlth their 1973 carloads) served by this line : 
Morrow ------------------------------------------- 38 

Total carloads 2enerated by the line___ _________ 38 
Number of round trips per year_____________________ 25 
Estimated time per round trip (hours)______________ 2. O 

Revenue received by PC _____________________________ $6, 132 

Average revenue per carload_________________ $161 

Variable (avoidable ) cost of continued service: 
Cost Incurred on the branch line__________ 39, 351 
Cost of upgrading branch line to FRA Class I : 

(1/10 of total upgrading cost)________ ___ 2, 639 
Cost Incurred beyond the branch line_____ 5, 348 

Total Yarlable (avoidable ) cost_ _______________ 47,338 

Net contribution (loss ): totaL _______________ (41,206) 

USRA Recommendation 

It is not recommended that ,this portion of the C&X 
Branch be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
- Comments on USRA Line No. 516 generally apply 
to this segment. 



USRA ANALYSIS 
BRADFORD-NEW PARIS LINE 

USRA Line No. 517 
Penn Central 

PC Northern 

PC Chicago­
Columbus Line 

BRADFORD ~ 

Branch to \ 
A 

· _____._ Gettysburg PC BRADFORD· 
nson1a------. \ 

\ .__NEW PARIS LINE 

····· Greenvill e 

PC Springfield 7, 
Branch -­

PC St. Louis­
Columbus line 7, 

Hewitt 

e,., -~ '.(::, ~ ..... 
~ - 'L B&O Dayton­- k- Union City Line 

Savona 
\ PC Northern 
't\ Branch to West 

NEW PARIS L Manchester 

The Bradford-New Paris Line, formerly part of the 
Pennsylvania RR, extends from Bradford (Milepost 
83.5) to New Paris, Ohio (Milepost 113.5) , a distance 
of SO.O miles, in Darke and Preble Counties, Ohio. Thjs 
line connects the PC Chicago-Columbus line at Brad­
ford with the St. Lows-Columbus line at New Paris. 
This line is also crossed by the PC Springfield Branch 
at H ewitt and the PC Northern Branch at Greenville, 
both of which are also under study in this Report, and 
by the B&O Indianapolis-to-Dayton line at Greenville. 
In July 1972, the PC applied to the ICC for permission 
to abandon this line ( except for 4 miles near Green­
ville); Docket No. AB-5, Sub. 64-65. No final action 
has been taken on this application. 

Summary of USRA Data 

Stations {with their 1973 carloads) served by this llne : 
Gettysburg --------------------------- ---- --------- 7 
Greenville • - -------- --- - - --------- ------- ---------- 1,006 
New Madison__________ _____________________________ 35 

Total carloads generated by the llne _____ ________ 1, 048 

Number ot round trips per year___ ___________________ 250 

Estimated time per round trip {hours)------- ----- --- 7. 0 
1 Includes only traffic on segment. 

Revenue received by PC--------------------------- $300,088 
Average revenue per carload----- - - ------ - $296 

Variable {avoidable) cost ot continued 
service : 

= 

Cost Incurred on the branch line _______ _ 317, 733 
Cost ot upgrading branch line to FRA 

Olass I : (1/10 ot total upgrading 

cost-------------------------------- 24,067 
Cost Incurred beyond the branch line---- 165, 201 

Total variable {avoidable) cost-------------- 50'7, 001 

Net contribution {loss) : total--- --------- --------- l197, 913) 
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OHIO 

USRA Recommendation 

It is recommended that the portion of the Bradford 
to New Paris line from Milepost 83.5 to Milepost 94 .. 6 
be included in the ConRail System. 

I t is not recommended that the portion of the Brad­
ford to New Paris line from Milepost 94.6 to Milepost 
113.5 be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Standard Oil Company of Ohio reported its 
Vistron Corporation's $52,000 facili ty a t New Madi­
son would either have to be shut down in the event 
service is discontinued or else fertilizer prices would 
increase.1974 traffic amounted to 23 cars. 



518 
OHIO 

USRA ANALYSIS 

TRACKAGE RIGHTS OVER B&O OLD RIVER JCT­
NEW RIVER JCT 

USRA Line No. 518 

Penn Central 

PC to 
Richmond 

',t '\ B&O ID Dayton 

' lf •• ' .... 
OLD RIVuE•• NEW RIVER 

., JUNCTION 
B&O ID ➔ •JUNCTION _,., . ,:, 
Indianapo lis ••• •• .,,;"' - B&O RAILROAD 

_ :-•• < ,. (PC TRACKAGE RIGHTS) 

B&O L ine ➔ • ~ Hamil ton 
to Cincinnati : I . 

I PC Line 
"'t_ to Cincinnati 

These PC trackage rights over the Baltimore & Ohio 
extend from Old River Junction (Milepost 31.5), to 
New River Jwnction, 0 hw (Milepost 33.1), a distance of 
1.6 muea, in Butler County, Ohio. This stretch of B&O 
tracks forms a part of PC's Cincinnati-Richmond line. 
The PC-owned portion north of New River Junction to 
Eaton is also under study in this Report. This trackage 
is part of the B&O's Dayton-Cincinnati line, which 
diverges from the Richmond branch at 'both ends of 
this segment. In July 1973, the PC filed to abandon 
operation over this line (ICC Docket No. AB-5, Sub. 
186). No final action has been taken. 

Information for Line Retention Decision 

PC t rackage r ights over this line are used to serve 
USRA line segments Nos. 519 and 520. The preliminary 
recommendation for these segments is that they not be 
included in the ConRail System. Therefore, these track­
age rights over the B&-0 a.re.not required. 

USRA Recommendation 

I t is not recommended that t rackage r ights over th is 
portion of the B&O be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Ohio Association of Railroad Passengers ret­
ommended this line seg ment be maintained as a con­
necting link for a secondary passenger corridor be­
tween Indianapolis, I ndiana, and Cincinnati, Ohio. 
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USRA ANALYSIS 
PORTION OF RICHMOND BRANCH 

USRA Line No. S 19 / 520 
Penn Central 

\....-,PC to Richmond 
\ 

\ 

PORTION OF 
RICHMOND __ __.,, B&O to Day ton 

"' BRANCH , PC .. .. 
••• • • .~B&O to Middletown ····· 

B&O to ~ 
Indianapolis➔••• Old River Junction .. .. ' 

Hamil ton'O ,4-PC to Cincinnati 

: ' 
/:. 

B&O to Cincinnati 
This portion of the Richmond Branch, formerly part 

of the Pennsylvania RR, extends from New Rwer 
Junction (Milepost 33.1) to Eaton, Ohio (Milepost 
58.3), a distance of to.£ miles, in Butler and Preble 
Counties, Ohio. This segment was part of PC's line 
from Cincinnati to Riohmond, Logansport and Chjcago. 
The 1.6 miles south of New River Junction (where PC 
rnns over B&O via trackage rights) ,are also understudy 
in this report. The connecting line at New River Junc­
tion is the B&O's Dayton-Cincinnati line. In July 
1973, the PC filed with the ICC for permission to aban­
don the portion of this line between New River Junc­
tion and Camden (Docket AB-5, Sub. 186). 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line : Seven Mlle ___________________________________ _ 

519/520 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Universal Manufacturing Corporation said 
its transportation costs would increase by $115,000 
a year if forced to divert to motor carriers. 
-The Community Corporation for Eaton and Preble 
Counties estimated loss of rail service would elimi­
nate 269 jobs and $2,774,000 in revenues in Preble 
County. It would have an adverse effect on Ope­
kasit, Inc., Landmark Mill and Dunkelberger and 
Sons, three of Butler County's largest agricultural 
businesses. 
-Westvaco Corporation said agricultural interests 
would have used more rail service in 1973 had the 
PC made hopper cars available for movement of 
grain to the south. 
-Butler County Farm Bureau has recently added 
1,000 ton fertilizer warehouse which will result in 
demand for additional rail service. 
-See comment on Line No. 520a concerning passen­
ger service. 

62 
20 

~::~:~II~-==========================-------------~ Total carloads generated by t he line____________ 284 
104 Number ot round trips per year _____________________ _ 

Estimated time per round trip (hourel--------------- 4 

Revenue received by PC--------------------------- $98. 13l 
Average revenue per carload--------------- $345 

Variable (avoidable ) cost of continued 
service: 

Cost Incurred on the branch line _________ 192, 076 
Cost or upgrading branch line to FRA 

Class I : (1/10 or total upgrading cost) -- 20, 729 
Cost incurred beyond the branch line_____ 55, 319 

Total variable (avoidable) cost------------ 268, 124 

!'let contribution (loss) : total--------------------- (l69, 
993

) 
USRA Recommendation 

It is not recommended that this portion of the Rich-
mond Branch be included in the ConRail System 

570-978 0 _ 75 • 27 
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525 
OHIO 

USRA ANALYSIS 
PORTION OF BLUE ASH SECONDARY TRACK 

USRA Line No. 525 

Penn Central 
LEBANON PORTION OF PC 

BLUE ASH 

' ' PC to_,., 
Reed Yard 

,.. ~SECONDARY 
---- TRACK 

, .,__pc to 

' Middletown 
PC to Mason Junction 
and Cincinnati 
(out of Service South of Mason) 

This portion of the Blue Ash Secondary Track, for­
merly part of the Pennsylvania RR, extends from L eb­
anon (Milepost 26.6) to Ha,gemmn, Ohw (Milepost 
31.4) , a distance of 4,.8 milea, in Warren County, Ohio. 
This line is the northern end of the Blue Ash Second­
ary Track which runs south to Mason and Cincinnati 
( out of service south of Mason). It connects at Hage­
man with the Middletown Secondary Track. This line 
was described as potentially excess in the U.S. DOT 
Report (See Zone 106) . 

Summary of USRA Data 

Stations (with their 1973 carloads ) served by this line : 
Lebanon ------- --------------------- - - ------------ - 311 

Total carloads generated by the line______________ 3ll 
Number of round trips per year______________________ 100 
Estimated time per round trip (hours) _____ __ ___ ___ __ 2. 11 

Revenue received by PC ____________________ ___ ____ $80, 11611 
Average revenue per carload________________ $2119 

Variable (avoidable) cost of continued serv-
ice: 

Cost Incurred ou the branch line _________ 60, 810 
Cost of upgrading branch line to FRA 

Class I: (1/ 10 of total upgrading cost) ___ 17,476 
Cost Incurred beyond the branch line __ ___ 50, 909 

Total variable (avoidable) cosL ______________ 129, 1~ 

Net contribution (loss) total_ ____________ __ ______ _ (48,630) 

USRA Recommendation 

It is Mt recommended that this portion of the Blue 
Ash Secondary Track be included in the ConRail Sys­
tem. 

420 

PUBLIC RESPONSE AND RSPO COMM£N1 
-Agri-Urban, which serves t he needs of 600fann," 
reported that only 20 percent of the material n 
receives could be moved by truck. 
-Dave Steel Corp stated that its incoming sbi> 
men ts of s teel, which arrive in 60 foot lengths, cart 
not be shipped by truck due to highway restrictiom 
and prohibitive costs. Stock of heavY structural stet! 
under s ixty fee t results in higher wastage costs an! 
less flexibility of usage. 
-Artyle Industries reported that one of its CanJ. 
dian suppliers ships only by rail. If service were d& 
continued, Artyle would be cut off from this supplier. 
-Lebanon Distribution Warehouse reported thatn 
is negotiating storage contracts with two large firms 
in which the rail siting in Lebanon is a necesmty. 
Without this line, Lebanon Distribution would losi 
these two accounts. 
-Brant's, Inc., reported tha t without rail servict 
it would be forced to stop selling its coal, fence, and 
some brick. 
-Vistron reported that discontinued service on this 
line would either force it to shut down its plant or 
charge higher prices for its ferti lizer. In 19'74, Vis, 
tron paid $39,306 to its 6 employees. 
-Several frrms reported that future rail use should 
increase and that past rail use would have been 
g1·eater had service been better. 
-According to the Lebanon Chamber of Commerce, 
both Agri-Urban and Vistron were handicapped by 
low load limits for rail cars and an insufficient 
supply of cars. There is a load limit of 50 tons and 
Vistron reported a 30 car shortage of 50 ton cars. 
-Reported Traffic: 

Carload, 

Compan11 and location 1913 1'74 Pro}tdtd 

Aizrl-Uri.n, Lei.non __ ---·-·--·-------·- ·---· --- ----·- ◄4 51 I 
Artyle lndlllltrlee. Inc., Lebanon _____ ___ ____ __ _________________ __ .. ..•.... .......... 

Brant'■, Inc., L.eba.non •• ------------· ························ ·· ··- -··· ············· 
Brattain Lumber Co •• Lebanon _-- --- ·----------------- --- --· -- · -·· ·· · · ···· · ·· ······ 
Da,e Steel Corp •• Lebanon ___ .______________________________ ___ 1'0 ........... . 

Green Thumb, Inc., 1.ebanon........................ ........ . ........ . ' 
Horn & J o nee Conatr •• Lebanon _________ ___ ____________ ·--- -··· · ·· · · · ··· · ········ 
Lebanon Dlot. Warehoulle8, Lebanon __ __ . ______ ·------------···-· · · · ·· 111 

Lebanon Lumber Co., Lebanon __ ·-------·- · -·-·-- ----- 20 10 &-II 
SohJuo. Lebanon __ -------·------------------------------·--·· · 37 . . .. ....... . 
Gordon Stelnlnaer, Lebanon _--- ------- -- ---- - -------· ----···--··· ·-·· ·· ··········· 
Valley Kltchena, Inc., Lebanon _________________________ 1 30 1 SO . . •. ........ 
Kendrick Morina & Storqe, Lebanon ___ . ____ ______ •• .. __ ·· -· · . ---· ··············· 

1 Fl~e lncludee lnlfflc recelred at Muon and Lebanon planta. 

-The estimated cost for upgrading this line to FRA 
Class I standards should be reviewed. The available 
information on the line indicates that the tie replace­
ment estimate may be high. 



USRA ANALYSIS 

PORTION OF LYTLE INDUSTRIAL TRACK 

USRA Line No. 5271528 

Penn Central 

\ 
PC to ➔ \ 
Dayton 

HEMPSTEAD 

PC to Clement 

~ 
PORTION OF 

4-- PC LYTLE. 
INDUSTRIAL TRACK 

LYTLE. 

This portion of the Lytle Industria'l Track, formerly 
part of the P ennsylvania RR, extends from Hempstead 
(Milepost 7.0) to Lytle, Ohio (Milepost 16.0) , a dis!Rnce 
of 9.0 miles, in Montgomery and Warner Counties, Ohio. 
This is an industrial line which runs southwest from 
Dayton. I ts connections, the Lytle Running track to 
Clement and the northern extension of the Industrial 
track to Dayton are both under study in this Report. 
Penn Central has filed a petition to abandon the seg­
ment of this line between Centerville (Milepost 11.0) 
and Lytle. No action has been taken on the application. 

Summary of USRA Data 

Stations ( with their 1973 carloads) served by t his line: 
Lytle ---------- ----------------- ------------- 89 
Centerville ------------------------------ ---- 659 

Total carloads generated by the line ________ ____ _ 
Number ot round trips per year_ ____________________ _ 
Estima te time per round t rip (hours) _______________ _ 

748 
100 

3 
Revenue received by Pc _______ __________________ ___ $160, 972 

Average revenue per carload____________ _ $215 

Variable (avoidable cost of continued 
service ) : 

Clo.st Incurred on the branch line_________ 98, 070 
Oost ot upgrading branch line <to FRA 

class I (1/ 10 of total upgradlng cost)-- 20, 868 
Cost Incurred beyond the branch line ____ 104, 164 

Total variable (avoidable ) cost______________ 223,102 

Net contribution (loss) : tota'---- --------- ------- - (62, 130) 

USRA Recommendation 

Although the preliminary recommendation is t~at 
this portion of the Lytle Industrial Tra_c~ ~ot be _m­
cluded in the ConRail System, the poss1b1lity of im­
mediately increasing revenue must be explored before 
a final recommendation can be made. 

527/528 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 
-According to Centerville Councilman Charles A. 
McQueeney, MacMillan Bloedel Containers, Inc., 
which generated 603 carloads in 1973, would be 
forced to relocate if this line were abandoned. Mac­
Millan Bloedel is Centerville's largest industry, em­
ploying 245 people and providing the city with 
$18,000 in tax revenues during 1973. If the company 
did remain in Centerville, it estimates that it would 
be forced to spend $200,000 to al ter its facili t ies to 
accommodate truck use. This action would increase 
its transportation costs by approximately $1 million 
per year. 
- Smokey, Inc., which genera ted 43 cars in 1974, re­
ported its transportation costs would have increased 
by $100,000-$130,000 dur ing 1974 had it been forced 
to use all truck shipments. 
-The Dayton Chamber of Commerce reported that 
up to 500 jobs could be affected by abandonment of 
this line. 
- MacMillan Bloedel estimates its rail traffi c will 
increase to 1,120 carloads per year . 
-Additional rail traffic could come from Snyder 
Concrete Products which now receives 36,000 tons 
of brick by truck due to P C's poor service. F urther­
more, over 400 acres of land have been zoned for in­
dustrial use with an expected 24,000 cars per year. 
- The Miami Valley Regional Transit Authority has 
requested fund ing to institute Dayton A~ea ~ apid 
Transit (DART) service over part of this lme to 
shu ttle passengers between Dayton and Centerville 
dur ing the day while freight traffi c would move over 
the line at night. 
- The Montgomery County Transpor ta tion and De­
velopment Program in Dayton reported tha t there 
are 800 carloads generated along this line. 
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531/531a/532 
OHIO 

USRA ANALYSIS 

PORTION OF NORTHERN BRANCH 
USRA Line No. 531/531a/532 

Penn Central 

42.0 

PC to 
Jackson, Mich. / PC Chicago-

BRY ';; / JBuffalo Line 

B&O Ch icago· 

~

Pittsburgh Main 
Line 

Sherwood N&W Fort Wayne· 
• • • • • • • ••••••~Toledo line 

Cecil .c 
miles • • • • • • • ······ 

North Paulding 
N&W Ch icago• 

+Cleveland line 
- - - PORTION OF 

Latty NORTHERN 
BRANCH . PC 

-"--------..■VAN WERT ~--
PC to West➔I PC Chicago· 
Manchester I Pittsburgh Line 

This portion of the Northern Branch, formerly part 
of the New York Central RR, extends from Bryan 
(Milepost 60.0) to Van Wert, Ohio (Milepost 102.0), 
a distance of 4£.0 miles, in Williams, Defiance, Paulding 
and Van Wert Counties, Ohio. This line is part of PC's 
through line between West Manchester, Ohio and Jack­
son, Mich.; both the northern and southern continua­
tions of this line are under study in this Report. Three 
lines cross this segment of the Northern Branch. The 
PC Chicago-Buffalo Line at Bryan, the B&O Chicago• 
Pittsburgh Main Line at Sherwood, the N&W Fort 
Wayne-Toledo Line at Cecil and their Chicago-Cleve­
la_nd Line at Latty, and the PC Chicago•Pittsburgh 
Lme at Van Wert. Penn Central has filed a petition to 
abandon the segment of this line between north Pauld­
ing and Bryan, ICC Docket AB-5, Sub 112, 113, USRA 
Docket 75-34. 
Summctty of USRA Data 
Stations (with their 1973 carloads) served by this 

Une: 
Ney----------------------------------------- 35 
N l"anlding__________________________________ 739 

Sherwood ---------------------------------- 98 
Cecil ---------------------------------------- 2 
Paulding ------------------------------------ 373 
Latty --------------------------------------- 0 
Haviland ------------------------------------ 35 
Scott ----------------------- --------- -------- 145 
Cavett __ --------------------------------- 2 

Total carloads generated by the llne----------~--- 1. 429 
Number ot round trips per year______________________ 300 
Estimated time per round trip (hours)______________ 11. o 
Locomotive horsepower----------------------------- 1, 750 
Train crew size________ __ ___ ________________________ 5 

Revenue. received by PC--------------------------- $568, 11n 
Average revenue per carload___________ $398 

Variable (avoidable) cost ot continued 
service: 

Cost Incurred on the branch line ______ _ 
Cost of upgrading branch line to FRA 

Class I : (1/10 of total upgrading cost) 
Cost Incurred beyond the branch line __ 

526,541 

52,695 
285,433 

Total variable (avoidable) cost_ ____ _________ 864,669 

Net contribution (loss) : totaJ. _________ ___________ (296,477) 

USRA Recommendation 
Although the preliminary recommendation is that 

this portion of the' Northern Branch not be included in 
the ConRail System, the possibility of immediately 
increasing revenue must be explored before a final rec• 
ommendation can be made. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Bryan Chamber of Commerce testified that 
shippers in Bryan are not opposed to ending rail 
service on this line as a result of the poor service 
now being offered. 
-Shippers sending traffic north-south stressed the 
importance of this line to their routing. 
-Defiance Landmark reported that its transpor• 
tation costs would increase significantly if its cargo 
had to be moved by truck. It estimates its costs 
would increase $21,000. 
-The Paulding County Farm Bureau Co-op Associ• 
ation reported that its cost would increase $50,000 
if rail service were curtailed. 
-The Farm Bureau Co-op plans to expand its grain 
s torage. As a result, rail shipments over this line 
should double the 1973 carloads. 
-The Van Wert Chamber of Commerce reported 
that USRA understated the actual number of car• 
loads by 301. 
-Reported traffic on this line is as follows: 

Car/oath 

Compon11 1913 191' ProJ,cted 

Steel Fabricating Co......... ••• 180 
Pet Inc...... . . •..•••..••.•. .•..••••••.•••.•. 380 ..••••. ......•... ....... 
Defiance Landmark............................ 114 28 ... . ... .... . 
General Portland Inc........................... 769 1,876 1,251 
Pauldln11 County Farm.. . .. 35 ,o 
Bureau Coop Asa'rt... •....•••••.... .. •••.••.•. .•.......... 125 110 
Scoll F.qully Exchange Co ••....•..•...•.•.•.••••..•.. .......•...•..•....•.... . . ..... 
Paulding Lumber............................ . . 1 2,400 • . •• ••••.••. tO 
Paulding Grain and Seed IS 
Stokely Van Camp- ....... ·.-.-.-.. .-......... .... ....................... . . . 70 
Grizzly Corp................. .. ........ .............. ......... . ....... . . 55 
Relndenbach F.qulpment 20 
Hartzog Lumber ........ ... ~~:::::.................. . .. ........ ..... . .... JO 
Pawner Pla.stJcs ••.•••••• __ •••••• •• •• . ••••.••••••••••••. .•.••.• ••.•• .••.• . .••....•. 

1 Figure sub mitted by Conirre88man Delbert Latta. 

Continued on page 
422 



USRA ANALYSIS 
PORTION OF NORTHERN BRANCH 
USRA Line No. 533/534/534A/535 

Penn Central 
PC to 
Jackson, 
Mich.".,I 

VAN WERT --
' · ' · Ohio City • .. .. .. 

Cel ina 

47.1 miles- :l . . 
Coldwater•• 

······ N&W to.:J' 
Muncie 

ANSONIA 

PC Chicago• 
Pittsburgh Main 

Linell 

--- N&W 
~ Marion­

••••••• Delphos Line . .... 
-'t• EL Chicago· 
L Youngstown Main 

Line 

PORTION OF 
4-NORTHERN 

BRANCH . PC 

--~ 
PC to West... PC Indianapolis• 
Manchester I Cleveland Main Line 

I 
This portion of the Northern Branch, formerly part 

of the New York Central RR, extends from Van W ert 
(Milepost 104.2) to A11Sonia, Ohio (Milepost 151.3), a 
distance of 47.1 miles, in Van Wert, Mercer and DarkP. 
Counties, Ohio. Five east-west lines cross this portion 
of the Northern Branch. They are the PC Chicago­
pjt&burgh line at Van Wert, the N&W Marion-Delphos 
line and the EL main line at Ohio City, the N&W Mun­
cie-St. Mary's liine, which runs along the Northern 
Branch between Celina and Coldwater, and at Ansonia 
the P C Indianapolis-Cleveland main line. Both the 
southern extension of this line (to West Manchester) 
and the northern extension ( to J a.ckson, Mich.) a.re also 
under study in this Report. 

Summary of USRA Data 
Stations (with their 1978 carloads) served by this 

line: 
Ohio City________________________________________ 55 

Rockford ---------------------------------------- 202 

Tama ------------------------------------------- 0 
Celina------------------------------------------- 893 
Coldwater------------------------ --------------- 187 St Henry ________________________________________ 479 

Otlberts ----------------------------------------- 18 
New Weston_____________________________________ 9 

Rossburg ---------------------------------------- 9 

Total carloads generated by the line _____________ 1, 797 

Number of round trips per year______________________ 800 
Estimated time per round trlp, hours_________________ 10 

423 

533/534/534a/535 
OHIO 

Revenue received by PC __ __ _________________ _____ $419,842 
Average revenue per carload_______________ $284 

Variable (Avoidable) Cost ot Continued 
Service: 

Cost Incurred on the Branch Line ________ 547, 842 
Cost ot Upgrading Branch Line to FRA 

Olass I : (1/10 of Total Upgrading 

Cost) - - - -------------------------- 99, 874 
<.Jost Incurred Beyond the Branch Line ___ 2'18, 200 

Total Variable (Avoidable) Cost.____________ 890, 916 

Net contribution (loss) : total. ___________________ (471, 074) 

USRA Recommendation 

It is not recommended that this portion of the North­
ern Branch be included in the ConRa.il System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Ohio City Landmark reported that it could ship 
from 150-180 carloads annually if it could get cars 
as it needed them. 
-Mercer Landmark reported that abandonment wil I 
leave only 5 of Mercer county's 16 agricultural fa. 
cilities with rail service. 
-Ohio City Landmark reported that its transpor­
tation costs at its Ohio City facility will increase 
$50,000-$75,000 and its transportation costs at its 
Van Wert facility will increase $25,000-$35,000 if 
forced to divert to trucking. 
-St. Henry Tile Co., reported that to ship by truck, 
it would cost $40,000 for new equipment, 2 additional 
employees and fuel costs. 
-St. Henry Tile Co., also testified it would be forced 
to close its coal business without rail service. 
-Shockman Lumber Co., reported that discontinu­
ing rail service would adversely affect its own busi­
ness, its western lumber suppliers, and the 20 rail­
roads which participate in these lumber shipments. 
-The Ohio Power Co., reported that the Van Wert 
Industrial Corporation owns a 51-acre industrial 
site located southwest of Van Wert. 
-The Van Wert Chamber of Commerce stated that 
USRA's 1973 figure of 1,797 carloads for this line is 
845 cars below actual usage. 
-The estimated cost for upgrading this line to FRA 
Class I standards should be reviewed. The available 
information on the line indicates that the tie replace­
ment estimate may be high. 
-N & W may be interested in acquiring two sections 
of the line, each approximately 2 miles long, one in 
the immediate area of Celina and the other in the 
immediate area of Coldwater. Continued on page436 



536/537 
OHIO 

USRA ANALYSIS 

SPRINGFIELD SECONDARY TRACK 
USRA Line No. 536/537 

Penn Central 
Detroit, Toledo PC to 
& Ironton RR ~ Bellefontaine 

••.1 / PC Mechanicsburg 
• •• I\ Secondary Track 

PC to Troy••• I ~/ 
__ ~ _ • • ~ ~ ~ ~lumbus 

PC to~ _,, •.SPRINGFIELD 
Dayton ,.. ""......--" • 

+-I 1.8 miles 
SPRINGFIELD ••._Detroit, Toledo 
SECONDARY Emery •• & Ironton RR 
TRACK. PC Chapel 

YELLOW SPRINGS 

The Springfield Secondary Track, formerly part of 
the Pennsylvania RR, extends from Yellow Spri,nga 
(Milepost 7.5) to Spri,ngfield (Milepost 19.3), a dis­
tance of 11.8 miles, in Clark and Greene Counties, Ohio. 
At Springfield, this line has connection possibili­
ties with seven lines; the PC to Dayton and Troy (the 
latter also under study in this Report), the Detroit, 
Toledo & Ironton RR Main Line north or south, the 
PC line to Detroit, the PC Mechanicsburg Secondary 
Track and the PC line to Columbus (also under study 
in this Report). P enn Central has filed a petition to 
abandon the segment of this line between Emery Chapel 
(Milepost 14.7) and Yellow Springs, ICC Docket No. 
AB-5, Sub. 153. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by thls line : 

Yellow Springs__ _________ __ ________________________ 294 
Emery ChapeL_____________ ___ _____________________ 182 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Morris Bean and Company stated that it has 
rearranged and expanded its Yellow Springs facility 
over the last two years due to its accessibility to rail. 
Without rail service, the company would lose $30,-
000 in investments, be forced to s pend $125,000 to 
alter its facilities to accommodate truck use, and 
increase its transportation costs by 200 percent. The 
only other alternative available to Morris Bean is 
to shut down its Yellow Springs facility and use its 
Cedarville facility exclusively. This shift would re­
sult in the loss of 450-465 jobs in Yellow Springs, a 
payroll loss of $4,500,000 and necessitate increasing 
storage capacity at Cedarville. 
-Rail service discontinuance would prevent Antioch 
College from receiving coal along this line thus pre­
venting it from using its own power plant. The col• 
lege would be forced to depend upon the Dayton 
Power and Light Company for its electricity. 
-Discontinuance of rail service would also have a 
detrimental effect upon the proposed construction 
of a multi-model cargo facility at the Springfield 
Municipal Airport. 
-Dan Hollister of the Village of Yellow Springs 
reported that the Dewine & Hammon Seed Company 
could have shipped three times as many cases as it 
did had daily service been provided. Presently the 
PC serves Yellow Springs twice per week. Mr. Hol· 
lister thought that industrial investment would in• 
crease if the line was upgraded and continued serv• 
ice assured. 

Springfield 1 ---------------------------------------_..!!L 

-Smokey, Inc., which reported that its 1974 car• 
loads were down since 1974 was a slow year for the 
housing construction industry, favored takeover of 
the line by DT&I. 
-Reported traffic: Total carloads generated by the llni> ___ ______ __ 491 

Number of round trips per year________ _____________ 220 
Estimated time per round trlp (hours) __________ ____ 5 
Locomotive horsepower ______________________________ 1, 000 
Train crew size__________ __________ _____ ___________ 5 
1 rocludee only traffic on segment. 

Revenue received by PC ____ _______________________ $122, 069 

Average revenue per carload___________ $249 
Variable (avoidable) cost of continued service : 

uost Incurred on the branch line_____ 163, 497 
Cost of upgrading branch line to FRA 

Class I (1/10 of total upgrading 
cost)-------------------------- 29,060 

Cost incurred beyond the branch line_ 74, 876 
Total variable (avoidable) cost_____________ 257,482 

Net contribution (loss) : totaL ____________________ (185,868) 

USRA Recommendation 
It is not recommended that the Springfield Second­

ary Track be included in the ConRail System. 

Carload• 

Cornpan11 and location 197J • 1914 Projected 

Wick ea Lumber Co •• Em..-y Chapel. .. ................. 76 •• •• •• •• 100 
Morria Bean A Co., Yellow S11rhtg--. .................. 160 184 •••••• ... •• . 
Antioch College, Yellow Sp-lnc1L................ . ......... .... 58 . •••••...•.. 
PK Lumber, Yellow Springe...... •• •••••••.• •• • . • ••• • 7 3 •••• ••..•• . . 
Dewlne A Hammon Seed Co., Yellow Sprlnas......... 31 30 ••• ••.••. .. . 
Smokey, Inc.. ................................................... 51 .•••........ 

1 The city of Sp-lncOeld •-"'<I that 1,341 carloads were aenerated alone thla 
line In 1973. 

-The number of round trips per year appears to 
be substantially overstated in the Preliminary 
System Plan. 
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USRA ANALYSIS 
PORTION OF THE NORTHERN BRANCH 

USRA Line No. 538 

Penn Central 

I ~, 
PC to Van Wert I I PC to Cleveland 

ANSONIA t 
PC to Un ion City 

\2.1 Miles ➔ 

----
PORTION OF NOP.THERN 
BRANCH , PC 

✓ 
PC to Columbus 

---"--MEEKERS 

I"'-
: PC ID West Manchester 

This portion of the Northern Branch, formerly part 
of the Pennsylvania RR, extends from Ansonia (Mile­
post 152.0) to Meekers, Ohio (Milepost 154.1), a dis­
tance of t.1 miles, in Darke County, Ohio. A continua­
tion of this line extends northward from Ansonia to 
Van Wert and southward from Meekers to Wt'St Miin­
chester, both of which are undi:fr study in this Report. 
This line connects with the Penn Central line Indiana­
polis-Cleveland at Ansonia. It also connects with the 
Penn Central Chicago-Columbia line at West Man­
chester. 

Information for Line Retention Decision 

This line does not directly serve any shippers. 

USRA Recommendation 

It is not recommended that this portion of the North­
ern Branch be included in the ConRail Svstem. 

• 

538 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 
-The only information received was supplied by 
the Van Wert Chamber of Commerce to the effect 
that much of the traffic generated south of Meekers 
Junction is routed north over Line No. 538. 
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549 
OHIO 

USRA ANALYSIS 
PORTION Of SPRINGFIELD BRANCH 

USRA Line No. 549 

Penn Central 
r EL Marion­

B&O Toledo· I PORTION OF + Dayton Line 
Cincinnati➔ I SPRINGFIELD I 

I BRANCH, PC j PC to 

TROYt L ~ .... ,, ...... 
--;- ¥ /> COLDSPRIN GS 

PC to ..J I 19.4 miles / . . . 
Indianapolis I /. PC ID Cmcmnat, 

, .-(Joint with EL to Tates Point) 

This portion of th~ Springfield Branch, formerly 
part of the New York Central RR, extends from Oold 
S'f>T!,nga (Milepost 5.9) to Troy, Ohw (Milepost 25.3), 
a distance of 19.4 miles, in Miami and Clark Counties, 
Ohio. This line is part of the old New York Central 
Line between Springfield and Indianapolis, which is 
under study in this Report west of Cold Springs. This 
segment is crossed at Troy by the B&O's Toledo-Cin­
cinnati line. At Cold Springs, it connects with the EL's 
Marion-Dayton line and the PC Cleveland-to-Cin­
cinnati line. 
Summary of USRA Doto 
Stations (with their 1973 carloads) served by this line: 

Donnelsville ---- ------ - - --- -------- ---- ------ --- -- o 
New Carlisle______________________________________ 110 

Brown - --- ------ ------ ----- --- ---- ----- o 
Grayson ---------------------- ------- - ----- ----- 28 
Miami Siding___ _________________________________ o 
Troy' -- --- --------- ----------------------------- - 114 

Total carloads generated by the line __________ ___ ~ 
Number of round trips per year___ _____ ___ __ ___ ____ 104 
Estimated time per round trip, hours__________________ 8. o 
Locomotive horsepower _____ ______ _____ _________ ___ __ 1500 
Train crew size_____ _______________________ ____ _____ 5 
1 Includes only traffic on segment. 

!:::;: :::~::d ~; ~~i~;d=========---- $330 $83, 187 
Variable (avoidable) cost of continued 

·Service : 
Cost Incurred on the branch line _______ 178, 074 
Cost of upgrading branch Une to FRA 

Class I (½o of total Upgrading cost)__ 48,807 
Cost incurred 'beyond the branch line___ 56, 615() 

Total variable (avoidable) cost______________ 282,531 

Net contribution (loss) : totaL ____________________ (199, 344) 

US·RA Recommendation 

It is not recommended that this portion of the Sprin er. 

field Branch be included in the ConRail System. 
0 
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PUBLIC RESPONSE AND RSPO CO­
-Borden Inc., reported that a switch to truck wouJi 
increase its transportation costs for potash by $Lii 
per net ton; for phosphates by $1.75 per net ton­
and for ammonium sulphate by $2.04 per net ton. ' 
-E&W, which ships 100 car unit trains, reporlld 
that its alternative to PC unit train shipments 6 
to use 10 car unit trains from the B&O. Howmr 
B&O's 10 car rate exceeds PC's 100 car rate by ~ 
per bushel of grain. Furthermore, the B&O doesn't 
serve 2 of the 4 eastern seaboard terminals that E&D 
presently serves. One of the two it does serve, tbi 
Tidewater Grain Co., has geared itself to receive 100 
car unit trains only. Thus without PC service E&\\' 
anticipates its freight bill rising by $250,000. Tht 
company is contemplating expanding its facilites 
to accommodate an addtional 330,000 bushels. In 
1975, E&W expects to ship 1,571 carloads of whirb 
1,000 cars will move in 100 car unit trains. By 1980 
it projects shipping 1,857 carloads of which 1,.300 
cars will move in 100 car unit trains. E&W also 
pointed out that 50 of the cars in the unit trains ii 
uses are leased by them; thus, reducing car main­
tenance and per diem costs. E&W also said that all 
traffic originating on Lines No. 551 and No. 549 moves 
east over Line No. 549 since the line west of Arcanum 
is out of service. Brubaker Elevator reported that 
this includes 100 car unit trains shipped from Con­
tinental Grain at Arcanum. 
-Reported traffic: 

Carload• 

Compan11 and location 1913 1911 Projttlcd 
Borden. tnc •• Grayson __________ _______________ 25 25 -· ········-
Brubaker Elentor, New Carlisle________________ 80 8-0 •••••• •••••• 

E&W, Eldeao '··------------------------------- 686 875 -· · ·· ··· · 
1 El dean la located on lbe B&O branch bet ween Troy and Piqua. Howenr, b<d,. 

Eldean la within the switching Umltaof Tr-oy, PC Is permllted 10 becometbeon,hll· 
log 1001-haul can-le.-. 

-The Chessie is only interested in providing serv· 
ice to shippers at Troy. 



USRA ANALYSIS 
PORTION OF SPRINGFIElD BRANCH 

USRA Line No. 551 

B&O 
Greenville 
Dayton~ 

Penn Central 

PORTION O~ 
SPRINGRELD • 

•• BRANCH , PC • B&O Toledo-\ 
1 

~ .. Cincinnati 

AR~NUM"• iTROY __ 

Pc to _1 •• 22.0 mil es : ,. 
• L PC to 

lndianapol is ••. : Springfield 

This portion of the Springfield Branch, formerly 
part of the New York Central RR, extends from Troy 
(Milepost 25.3), to Arcanum (Milepost 47.3) a distance 
of t~.O miles, in Miami and Darke Counties, Ohio. This 
line is a segment of the old New York Central line from 
Springfield to Indianapolis, which is under study in 
this Report. B&O lines cross this segment at its end­
points; the Indianapolis-Dayton line at Arcanum and 
the Toledo-Cincinnati line at Troy. 

Summary of USRA Data 
Stations ( w1tll tllelr 1973 carloads) served by this line : 

i::~l~r -================================-=--======= l, 60~ 
Ludlow Falls -------------------------------------- 24 
Laura --------------------------------------------­

Pitsburg ------------------------------------------­
Arcanum ------------------------------------------

2 60 
480 

Total carloads generated by the line _____________ 2,174 
24-0 
4. 0 

Number or round trips per year---------------------
Estimated time per round trip, hours ________________ _ 

1 Include• only tramc on segment. 

Revenue received by PC---------------------------- $920, 546 
Average revenue per carload--------------- $423 

Variable (avoidable ) cost of continued serv­
ice: 

Cost Incurred on the branch line __________ 261, 933 
Cost of upgrading branch line to FR.A class 

I : (1/10 of total upgrading cost)-------- 68, 202 
Cost Incurred beyond the branch line------ 537,617 

Total variable (a voidable) cost--------------- 857,752 

Net contribution (loss ) : totaL_______________________ 62, 793 

USRA Recommendation 

It is not recommended that this portion of the Spring­
field Branch be included in the ConRail System. 

551 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 

-This line serves the Archer Industrial Park lo­
cated in Troy. According to Huntsman Container 
Corp., which is located in the park, the complex is 
just beginning its development and loss of rail serv­
ice would stifle its growth. The Troy Industrial Park 
would also be hindered in development as a result of 
diminished interest in purchasing property in the 
park. 
-Huntsman Container, which is holding in abey­
ance a 50 percent expansion program until the rail 
service issue is settled, said its transportation costs 
would increase 200 percent if it had to switch to 
trucking. 
-The Troy Chamber of Commerce said that jobs of 
12,000 people are dependent upon Huntsman's egg 
packaging products. 
-Tube Products Company would be unable to com­
pete effectively for high volume tailpipe and ex­
haust pipe business without rail service. Vistron 
Corporation said its $69,000 facility at Pittsburgh 
would either have to close or raise prices on fertil­
izer sold locally. Its 1974 payroll was $37,022 for five 
employees. Brubaker Elevator commented that loss 
of rail service would disrupt Continental Grain's 
100 car unit train shipments from Arcanum. See 
comment on USRA Line No. 549. 
-Huntsman Container and Tube Products both 
complained of poor service by the PC-poor car con­
dition and damage to or loss of products as a result 
of derailments. The Chamber of Commerce reported 
19 derailments on the line in 1974. 
-The Chessie is only interested in providing service 
to shippers at Arcanum and Troy. 
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560 
OHIO 

USRA ANALYSIS 
PORTION OF MIDDLETOWN SECONDARY 

TRACK 

USRA Line No. 560 

Penn Central 

OXFORD ROAD 

PORTION OF 
l.3 miles-+ +--MIDDLETOWN 

SECONDARY 
UNION VILLAGE ' TRAOC, PC 

PC to-+' 
Middtetown Jct. 

This portion of the Middletown Secondary Track, 
formerly pa.rt of the Pennsylvania RR, extends from 
Orr:ford State Street (Milepost 3.7), to Union Village, 
Ohw (Milepost 7.0) , a. distance of S.S miles, in Butler 
and W a.rren Counties, Ohio. This segment is the remain­
ing stub end of the old PR.R line to Middletown; it con­
tinues southeastward to Hageman and Middletown 
Junction. The Oxford Street-Middletown portion has 
been abandoned. 

Summary of USRA Data 

StatloDll (with their 1978 carloads) served by this line : 
Union Village____ ______ ________________________ _____ 5 

Monroe -------------------------------------------- 283 
Total carloads generated by the line______________ 288 

Number ot round trips per year_________________ ____ _ 104 
Estimated time per round trip ( hours) ________________ 8. O 

Revenue received by PC ___________ _______________ __ $68, 988 

Average revenue per carload________________ $240 

Variable (avoidable) cost ot continued 
service : 

Cost incurred on the branch line___________ 81, 290 
Cost ot upgrading branch line to FRA Class 

I : (1/ 10 ot total upgrading cost)________ Hi, 264 
Cost Incurred beyond the branch line______ 49, 581 

Total variable (avoidable ) cost_ ______________ 146, 185 

Net contribution (loss) : TotaL _____________________ (77, 147) 

USRA Recommendation 

It is not recommended that this portion of the Mid­
dletown Secondary Track be included in the ConRail 
System. 

428 

PUBLIC RESPONSE AND RSPO COMMENT 

-According to Caral Corporation, discontinued rail 
service would force it to spend $110,000 to alter its 
facilities to accommodate truck use. If management 
decided this cost could not be justified, it would 
relocate. Relocation would result in the loss of 81 
jobs and $43,000 in personal property taxes, real 
estate taxes, and license taxes. 
-The Wickes Lumber Company would be forced to 
relocate, resulting in the loss of 10 jobs and $9,100 in 
tax revenues. 
-Mayor Arlie Parke of Mason reported that traffic 
flowing to Mason and Lebanon is switched at the 
Reed Yards in Middleton and travels along this line 
before reaching Mason and Lebanon. Because the 
track south of Mason is already out of service, 
USRA's proposal woud effectively cut off Mason, 
which generates approximately 2,500 cars annually, 
and Lebanon which generates approximately 400 
cars annually, from rail service. 
-Numerous witnesses reported industrial growth 
potential along this line. It serves the Miami Valley 
Industrial Park, which has 100 acres available for 
sale, the Cin-Day X Way Industrial Park, which 
already has investments of $1 million, and the Hei• 
delberg Industrial Park. Chrysler Corporation owns 
660 acres in Union Village which it hasn't developed 
and Carat Corporation reported owning 20-25 acres 
which it wants to develop. 
-The Middletown Chamber of Commerce testified 
that USRA made errors in attributing carloads to 
this line and errors in determining costs. According 
to its analysis, companies generated 552 carloads 
in 1973, not 288 as USRA reported. Furthermore, 
since rail users are served by crews working the 
Reed Yards, abandoning this line would not reduce 
locomotive or crew costs. 
-Reported traffic: 

Corwacu ,,.. 
Compan11 and location r!l7J 111' j,cltd 

Wldcea Lamber, Monroe . ......... ________ ., _______ .. 
Heldelberc Dist., Monroe ___ • ___ .,_ .......... _ ...... . 

97 -- ------·--- -----··· 
142 170 lDC>-!50 

Te.ma Eul#a, -rr.l1lllialoa Coti,., Monroe ______ .. 313 ------------- ----··-

-The estimated cost for upgrading this line to FRA 
Class I standards should be reviewed. The available 
information on the line indicates that the tie replace­
ment estimate may be high. 
-The estimated time per round trip should be re­
viewed. The estimate appears to be high considering 
the traffic and the length of the line. 

I 
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USRA ANALYSIS 
WESTERN BRANCH 

USRA Line No. 640 

Penn Central 

8&0 to Now..t 

WHt<ffl Branch, PC. to Columbus - l z ..... rn. Second..-, Tradi,PC, 

~ ' PORTION OF WESTERN \ to Trinway \ / 
' BRANOI , PC ••. / 

', ~ 11 .lmiles ·\ 11 
BREME"); ~ • •• Juncti on c,r, ~ 

.,,,.,,,. Q - NEW LEXINGTON .,,,.... : 
.,,,.,,, \ : I 

Morrow Secondary / • I~ 
TrKk, PC. to Morrow B&O to Shawnee Western Brlnch, PC. to 

Charte ■ IDn , West Virsinia 

This portion of the Western Branch, formerly p~rt 
of the Pennsylvania RR, extends from Bremen (Mile­
post 173.8) to New Lexington (Milepost 185.0), a dis­
tance of 11.~ milea, in Fairfield and Perry Counties, 

Ohio. This portion of the Western Branch is used pri­
marily for overhead traffic between Columb_us and 
Charleston, W. Va. There are connections to other PC 
lines as illustrated, but the physical connection to the 
B&O at Junction City has been removed. 

Information for Line Retention Decision 

This line serves no shippers directly but is used to 
serve segments 496/ 496a. The preliminary recommenda­
tion for both of these segments is that they not be 
included in the ConRail System. 

USRA Recommendation 

It is not recommended that this portion of the West­
ern Branch be included in the ConRail System. 
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640 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 
-Peabody Coal Company, which operates its Sun­
nyhill mine just south of New Lexington at Sunny­
hill, reported that this line is vital to its routings. In 
1973, Peabody shipped 15,300 carloads of coal from 
Sunnyhill and in 1974 it shipped 13,694 carloads. Of 
its 1974 volume 11,202 carloads moved in 10,000 ton, 
100 car unit trains destined for Essexville, Michigan. 
These unit trains, which originated three times per 
week, were routed north to New Lexington over 
USRA Line No. 513/ 513a; west to Breman over 
USRA Line No. 640; north to Thurston to Truro over 
USRA Line No. 493; north from Truro to East Co­
lumbus over USRA Line No. 491 and on to Essexville. 
Peabody requests that each of these Jines be in­
cluded in ConRail for a number of reasons. First, 
this route is 39 miles shorter than the alternate route 
from New Lexington to Zanesville to Trinway to 
Columbus and on to Essexville. Second, the alter­
nate route goes through Buckeye Yard, Columbus, 
which would cause added congestion and transit de­
lays. Third, there are two passing tracks at Thurston 
whereas the alternate route has no siding that can 
accommodate 100 car unit trains. Fourth, the alter­
nate route would require interchanging with the 
B&O at Zanesville which would increase transit de­
lays. And last, then Penn Central is upgrading Pea­
body's present route to a 30 mile per hour operating 
speed. Peabody's alternate route is in poor condition. 
The track between New Lexington and Crooksville 
has been closed since January 10, 1975, due to a tun­
nel collapse. The track on this alternate route is of 
the 80-90 pound type and thus cannot support the 
weight of an 100 car unit train. Peabody believes that 
125 pound track is needed for 100 car unit train ship­
ments. In addition, mud slides in the winter along 
this alternate route have caused considerable main­
tenance expense and traffic delays. Peabody esti­
mates that it would take 2½ years to upgrade this 
track to standards acceptable for the use of 100 
car unit trains. 
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643 
OHIO 

USRA ANALYSIS 
PORTION Of NORWALK BRANCH 

PC to Toledo -- ~ ---

USRA Line No. 643 

/ 

Penn Central 
/ 

/._ PC to Cleveland 
/ 

MILLBURY JUNCTION 

/ 
t-18.3 Miles 

PORTION OF THE 
NORWALK BRANCH . PC 

N& W to Sandusky 
N&W to Toledo / 

:tt' .. ·✓ 
l .. ·••✓N&W to Bellevue 

FREMONT: ":.:.,•::_ 

:'~ ~ ~to Elyria 
N&W to Fostoria 

This portion of the Norwalk Branch, formerly part 
of the New York Central RR, extends from Fremont 
Milepost 26?.0) to Mulbury Junction, Ohio. (Mile­
post 287.3), a distance of 18.S m£les, in Sandusky, Ot­
tawa and Wood Counties, Ohio. Continuations of this 
line extend westward from Millbury Junction and east­
waTd from Fremont. A portion of the latter extension 
is also under study in this Report. Connections in­
clude: the Norfolk & Western to Lima at Fremont and 
at Millbury Jun~tion the PC Chicago-to-Buffalo line. 
Summary of USRA Data 
Sta tlons ( with their 1973 carloads) served by this llne: 

Lindsey ------------------------------------------- 183 
Elmore ------ ------------------------------------- 116 
Genoa-------------------------------------------- ~ 

Total carloacts generated by the line _____________ 3, 366 
Number or rounct trlps per year______________________ 260 
Estimated time per round trlp (hours)______________ 11. 5 

Revenue received by PC__________________ ~P26, 466 
Average revenue per ca rload______________ $275 

Variable (avoidable) <'Ost of continued 
service : 

Cost Incurred on the branch line ________ 345, 834 
Cost of upgrading branch line to FRA 

Class I : (1/10 of total upgrading 
cost)-------------------------- ----- 52,228 

Cost Incurred beyond the branch line ___ 676, 085 
Total variable (avoidable) cost____ $11 074, 147 

Net contribution (loss) : totaL___________ (147,681) 

USRA Recommendation 
Although the preliminary recommendation is that 

this portion of the Norwalk Branch not be included in 
the ConRail System, the possibility of immediately 
increasing revenue must be explored before a final rec­
ommendation can be made. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Sandusky Chamber of Commerce pointed out 
several errors in USRA's analysis of this line. For 
example, it reflects a switch crew from Millbury 
Junction to Fremont, and return. The switch crew 
actually operates from Toledo Air Line yard to Mar­
tin to Genoa and return. Thus, the analysis does not 
reflect service provided to the Kralmer Quarries lo­
cated at Martin, Ohio which generates 3,500 cars per 
year. Furthermore, the stations of Elmore and Lind­
sey are switched by a crew that services Clyde-Fre­
mont-Lindsey-Elmore-Genoa. Thus, the correct traf­
fic volume for the Toledo Airline Yard to Genoa 
switch should be approximately 6,500 cars, not 3,366. 
-The Chamber of Commerce also testified that 300, 
not 260 round trips are made per year. In addition, 
since present operation is at 20 miles per hour, the 
$53,228 expenditure needed to rehabilitate this track 
to a speed of 10 miles per hour (FRA Class I Stand• 
ard) is not required. 
-United States Gypsum Company, Genoa, confirmed 
the Chamber testimony 1·egarding Genoa being 
served by switch crews from Toledo and confirmed 
that the track is in good condition. It did report 
that ties are in need of replacement. The Company 
also reported it generated 3,022 carloads in 1973; 
2,670 carloads in 1974; and projects a use of 3,359 
carloads for 1975. According to the company, there 
are no turnouts along this line and no routes are 
currently available for traffic to or from Genoa that 
permit interchange with the N & W at Fremont 
Without rail service, U.S. Gypsum estimated it would 
cost $19,000,000 to relocate its facilities, therefore, 
recommended that the track from Genoa to Mill­
bury be analyzed separately from the rest of the 
branch. 
-The U.S. Environmental Protection Agency re­
ported that this line is an important part of Ohio's 
air pollution control plans. 
-N & W is interested in acquiring a 13.4 mile section 
of the 18.3 mile Norwalk Branch from Fremont 
(PC M.P. 269.0) to and including all industries in 
Genoa (PC M.P. 282.4). N&W's interest is for this 
exact and entire 13.4 mile section or none at all. 



USRA ANALYSIS 
PORTION OF NORWALK BRANCH 

USRA Line No. 643a 

Penn Central 

N&W to Toledo 

PC to Toledo \/ ....._ ..._\ \ /t"' N&W to Sandusky 
...... . .. 

....._ ~: FREMONT 

N&W to Fostoria-. •• •• J4 ••••••• •• 
• / 11 .3 Miles /' •• 

• PORTION OF THE 
NORWALK BRANCH. PC 

~•.f-N& W to Bellevue , .......... 
PC to Ely ria 

This portion of the Norwalk Branch, formerly part 
of the Pennsylvania RR, extends from Olyde (Milepost 
257.7) to Fremont, OMo (Milepost 269.0), a distance 
of 11.1] miles, in Sandusky County, Ohio. Continuation!t 
of this line extend westward from Fremont and east­
ward from Clyde. A portion of the former is also under 
study in this Report. Connections include: the Norfolk 
& Western to Sandusky at Fremont and the PC line to 
Sandusky at Clyde. 

Summary of USRA Data 

Stations (with their 1973 carloads ) served by this line : 
Clyde --- ---- - -------- ------------------------ ----- 1,200 

Fremont ------------------- ---- ------------------- 2,016 

Total carloads generated by the line ___________ ___ 3,216 
Number or round trips per year______________ ________ 800 
Estimated time per round trip (hours) ______ __________ 12 

Revenue received by PC-----------r------------ --- $867, 616 
Average revenue per carload________ ______ $270 

Variable (avoidable ) cost ot continued 
service : 

Cost Incurred on the branch line _________ 857, 242 

Cost ot upgradJng branch line to FRA 
Class I : (1/ 10 ot total upgradJng cost) _ 35,327 

Cost Incurred beyond the branch line ____ 509, 778 

Total variable (avoidable ) cosL------------- 9<Yl, 347 

Net contribution (loss) : totaL_____________________ (34, 731 ) 

USRA Recommendation 

It is not recommended that this portion of the Nor­
walk Branch be included in the ConRail System. 
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643a 
OHIO 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Sandusky Chamber of Commerce pointed out 
the following errors in USRA's analysis of this line: 

• Train crew size is 4, not 5. 
• Number of round trips per year 260, not 300. 
• Number of cars handled in 1973 was 3,637, not 

3,216. This includes 299 cars for industries lo­
cated in Elmore and Lindsey. 

• The line is profitable, not unprofitable, since the 
additional cars generated $112,320 revenue 
which exceeds the $34,741 loss per year . 

• Operating speed for this track is 20 mph which 
exceeds FRA Class I standards . 

-Whirlpool Corporation stated because Penn Cen­
tral has allowed this line to deteriorate, it has be­
come more and more dependent on the N & W. 
-Congressman Delbert Latta testified it would be 
impossible for Rural Service at Clyde, to inspect, 
load, and ship huge quantities of grain by any other 
mode. 
-N&W is interested in acquiring only about 2 miles 
of the branch in the immediate area of Fremont and 
about 2 miles in the immediate area of Clyde. 
-Reported traffic: 1 

1 Fiptt■ ■ro ■applied b7 tho Sando1k7 Chamber of Commerce. 

Compan11 and location 1913 

Whirlpool. Clyde . . . ................ . ......... 1,017 
Rural Service, Clyde... . ..... . .. . ..... . .... . .... 183 
Woodall lndustrlt8, Fremont . . . •..•......... . 401 

Fremont Container, Fre.mont. ------------------ 572 
Moore Buefnesa, FremonL...................... 620 
Rural Sene, Fre.mont................... . ...... 69 
Sweeney Warehouae. Fremont.. .............. . . 237 
Robert Wolfe, Fremont ... . ............. . ...... . 49 
Union Carbide, Fremont.. . .. . .............. ... J69 
Fremont Foundry, Fremont..................... 96 
Sunablne Wacult , Fremont. .................... 25 
Ch1 of Elmore. .... . ......... .•.•. . . ... . . . .•.. 116 
City or Undae7 . ... . •• • ...•. . •••••••.. . .. .••••• 183 

Carloa<I. 

19U Projected 

908 ••• •••• •••• • 

199 ••• ••• •••• •• 
403 •••• • •• • •• •• 

569 • ••• • •• • ••• • 
652 ••• •••• ••••• 

73 •••••••• • ••• 
286 •• •• . ••••••• 
78 ••••• ••. •••• 

170 •••••• • ••••• 
122 •• ••• •• •• ••• 
22 •• ••• ••••••• 

109 ••• •••• •.•• • 
173 •• •• ••• • • • •• 

-The U.S. Environmental Protection Agency re• 
ported that this line is an important part of Ohio's 
air pollution control plan. 



692 
OHIO 

USRA ANALYSIS 
PORTION OF Z&W RUNNING TRACK 

USRA Line No. 692 

Penn Central 

PC to Tr inway 

N&W l 1/ ... -..... : / 

B&O ~••-Jf.zanesville 

'4-- 9. IMiles ---.j ,i.••• 
PC to ~urston~Fultonham I / B&O 

---- SPANGLER (MP 22.6) 
GLASS ROCK ; 

\ ,-1 
PORTIONOFZ&W ~ - . 
RUNNING TRACK, PC PC to Crooksville 

This portion of the Z& W Running Track, formerly 
part of the Pennsylvania RR, extends from Glass Rock 
(Milepost 45.6) to Spangler, Ohio (Milepost 50.2), a 
distance of 4.6 miles in Muskinghum and P erry Coun­
ties, Ohio. This line continues to Thurston from Glass 
Rock and to Trinway from Spangler. It connects with 
the Crooksville Running Track at Fultonham and the 
Zonesville Secondary Track at Milepost 22.62. It con­
nects with the B&O at Zanesville. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 
Glass Rock ---------------------------------------- 1,107 

Fultonham ---------------------------------------- 390 

Total carloads genera ted by the line ______________ 1,497 
Number of round trips per year______________________ 240 
Estimated time per round trip (hours)______________ 8 

Revenue received 'by PC___________ ________ $307, 235 
Average revenue per carload_______________ $205 

Variable (avoidable) cost ot continued 
service: 

Cost Incurred on the branch line ________ 205, 071 
Cost of upgrading branch 'line to FRA class 

I (1/ 10 ot total upgrading cost) ________ 8,573 
Cost Incurred beyond the branch line _____ 148, 438 

Total variable (avoidable ) cost_____________ 362, 082 

Net contribution (loss) : totaL____________________ (54,847) 

USRA Recommendation 

It is not recommended that this portion of the Z & W 
Running Track be included in the ConRail System. 

432 

PUBLIC RESPONSE AND RSPO COMMENT 
-In the Association News release of March 14, 1975, 
the Association reported that line 692 is now retom­
mended for inclus ion in the ConRail System. Its 
terminals should have been recorded in the Plan as 
Glass Rock and Fultonham Spur not Glass Rock and 
Spangler. 
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OHIO 

USRA ANALYSIS 
P.Y. & A SECONDARY TRACK 

USRA Line No. 714 
Penn Ce",tral 

To Cleveland I To Buffalo • .:!!----~------
ASHTABULA ~------------"-

~i~--~--;-~--J'---------•--- \\\\ /To Youngstown 

P.Y. &A SECONDARY A 
TRACK. PC ~ 

I \ 
43.2 mil es \ 

\ 
~ B&O \ 

To Kent ♦._a( EL to Meadville \ 
-i. -- .J. --············ ..... · ...,._ _____ ..J 

\_J WARREN 

The P.Y. & A Secondary Track, formerly part of 
the Pennsylvania RR, extends from Ashtabula (Mile­
post 124.3) to Warren, Ohw (Milepost 81.1), a distance 
of 41].f mues, in Ashtabula & Warren Counties, Ohio. 
Before the merger, it carried coal and ore traffic 
to and from Ashtabula Harbor; the traffic is now mov­
ing on the Youngstown Branch. 
Summary of USRA Data 
Stations {with their 1973 carloads ) served by this line : 

Champion----------------------------------------­
Brlstolville ---------------------------------------­
Lockwood -----------------------------------------E. OrwelL ___________________ _ 
New Lyme ________________________________________ _ 

Rome ---------------------------------------------Rock Creek ________________________________________ _ 

Austinburg ----------------------------------------Ashtabula' _________________________________ _ 

25 
53 
22 
13 
0 

22 
90 
97 

111 

Total carloads generated by the line 433 
Number or round trips per year______________________ 150 
Estimated time per round trip {hours)______________ 11. o 
1 Includes only traffic on segment. 

Revenue received by PC ___________________________ $113, 199 

Average revenue per carload_____________ $261 

Variable {avoidable) cost of continued serv­
ice: 

Cost Incurred on the branch line _________ 417, 690 
Cost of upgrading branch line to FRA class 

I : {1/ 10 of total upgrading cost)______ o 
Cost incurred beyond the branch li ne____ 78, 947 

Total variable {avoidable) cost_______ ____ ___ 491,637 
Net contribution {loss) : tota l ___________________ {378, 43lS) 

USRA Recommendation 

It is no~ recomm~nded that the P.Y.&A. Secondary 
Track be included m the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
- Carter Lumber Company which generates 50 car, 
loads per year, recommended that since 300 of the 
433 ca rloa ds were generated between Ashtabula and 
Rock Creek, service along this portion of the line 
should be reduced to a once a week basis which might 
make the line via ble. Lack of adequate unloading 
docks at the Ashtabula Team Track would probably 
result in its fac ility closure. This would result in 
the loss of Carter's $130,000 investment, 8-9 joM, 
$85,000 in personal income, and $90,000 in tax reve­
nues. If rail service remains, Carter projects in­
creasing its rail use to 6~0 cars per year. 
- Inla nd Container Cor poration projects its rail use 
will increase to 896 carloads in 1976. Because Inland 
is located within the Ashtabula Switching limits, it 
desires to know whether it will continue to have rail 
service if the line is a ba ndoned. 
-The Western Reserve Economic Development 
Agency recommended that 13,000 addition feet of 
this line (from milepos t 81.1 to milepost 83.5) be in­
cluded in ConRail as 3,000 acres located on the 
northern corporate limits of Warren are to be devel• 
oped as an industria l park. Rail service discontinu• 
ance would restrict the park's development and 
red uce the marketabili ty of industrial sites. It rec• 
ommends putting the remaining section of track in 
a rail bank in order to preserve it as one of the 
options availa ble in solving the transportation dis­
advantage of the basic steel industry which com· 
pr ises the primary element of the Mahoning Valley 
economy. This segment of track is used as a clear· 
a nce rou te. 



USRA ANALYSIS 
PORTION OF KANAWHA SECONDARY TRACK 

USRA Line No. 514a 
Penn Central 

PC Southern Branch to 
Coming and Columbus C&O to Pomeroy 

:✓ 
/ This Track is owned by C&O ; :i / PC has Trackage Rights 

✓ .........._ B&O to Parkersburg 
52.6 ,mi les: / 

' . ...--, 
Kanauga, Ohio :' '-.. 

C&O to Columbus / / : Point Pleasant, W. Va. 
~.. ')II ----

PORTION o;·~~~-~ANAWHA f1 ITRO- i 
SECONDARY TRACK , PC PC to Charleston B&O to Huntington 

and Swiss 

This portion of the Kanawha Secondary Track, 
formerly part of the New York Central RR, extends 
from Hobson, Ohw (Milepost 56.4), to Nitro, W. Va. , 
(Milepost 109.0), a distance of 5f.6 miles, in Meigs and 
Gallia Counties, Ohio, and Mason and Putnam Coun­
ties, W. Va. Continuations of this line extend south­
eastward from Nitro and northwestward from Hobson. 
Connections are: the Baltimore & Ohio Huntington­
Wheeling line at Point Pleasant and the Chesapeake & 
Oh io Columbus-to-Pomeroy line at Kanauga (from 
this point to Hobson Junction, the C&O owns the line 
and P C operates via trackage rights). Both of the con­
tinued portions are also under study in this Report. 
Summary of USRA Data 
Stations (with their 1973 ca rloads) served by this line : 

Port Pleasant ______________ ______________________ _ _ 

Arbuckle-----------------------------------------­
Robertson ----------------------------------------­
Bul'falo ------------------------------------------­
Rumer--------------------------------------------

Redhouse ----------------------------------------­
McGIil -------------------------- - ----------------­
Courtney------------------------------------------

Bancroft ------------------------ ------------------

188 
6 
0 
7 
0 

785 
1 
2 
7 

Total carloads generated by the line___________ __ _ 946 
Number of round trips per year_______________________ 200 
Estimated time per round trip {hours) _______________ 12. 0 

Revenue received by pc ___________________________ $121, 591 

Average revenue per carload_____________ $129 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the branch line ________ 489, 181 
Cost of upgrading branch line to FRA 

Class I : (1/ 10 of total upgrading 
cost) ------------------------------- 24,377 

Cost Incurred beyond the branch line ___ 136, 086 

5'10-978 0 - 75 • 28 
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514a 
OHIO to WEST VIRGINIA 

Total variable {avoidable) eosL____________ __ 599, 644 

Net contribution (loss) : totaL ___________________ _ {478,058) 

USRA Recommendation 

It is not recommended that this portion of the Kana­
wha Secondary Track be included in the ConRail 
System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Discontinuance of the railroad at milepost 109 
would preclude rail service from the Rock Branch 
Regional Industrial Park which .received $900,000 
funding from EDA. Other EDA loans pending in 
cities along this line total more than $2.5 million. 
-Rerouting will cause congestion in the Charleston 
yards. Over 50,000 additional cars per year will be 
funneled over the Charleston bridge; a bridge con­
structed early in the century for the use of trolley 
cars. 
-Line carries over 100,000 carloads of overhead 
traffic. 
-ACF Industries, Inc., the third largest rail car 
lessor in the United States, with a repair facility 
at Red House has the only repair facility of this 
type within hundreds of miles. 
-USRA included ACF Industries' repair facility 
in line No. 514b analysis instead of 514a. 
-Relaxed standards for sulphur content of coal 
may allow the reopening of many mines in the 
Kanawha Valley. 
-The State of West Virginia believes that the Swiss, 
to Point Pleasant, W. Va. line should be considered 
as a whole, rather than broken into segments. 
-The Railway-Industrial Clearance Association 
states that the portion of 514a from Pt. Pleasant to 
Nitro is the only route over which clearance loads 
of power generation equipment weighing up to 
600,000 lbs. destined to Ohio Power Co.'s, plant at 
Cheshire may be moved. 
-The Meigs County Rail Service Committee states: 
the Charleston to Columbus line which generated 
105,178 carloads should be considered in total and 
not in segments; the line accommodates 30 mph 
train speeds; therefore, USRA's rehabilitation ex­
penses for this line are overstated. 
-Assuming Chessie acquires segment 514b, Charles­
ton to Nitro, as proposed, Chessie would _also be in­
terested in providing service to that portion of 514a 
from Nitro north to Redhouse. Chessie would also 
serve the northern end of the line from Hobson 
down to Pt. Pleasant. 
Oontinued on page 437 



OHIO CONTINUATIONS 

OH- 478 

-The Hipp Lumber Company reported it would take 
4 trucks to move the equivalent of 1 rail car. Hipp 
would lose some of its customers who will not accept 
truck shipments. 
-The Briar Hill Stone Company reported that ship­
ping its sandstone by truck would increase trans­
portation costs by $12 to $18 per ton, reducing Briar 
Hill's market by 25 percent. 
-The Rice Chadwick Rubber Co. said that shipments 
of rubber masterbatch from Texas by rail cost $1.06 
per hundred weight. By truck they cost $2.80 per 
hundred weight. Based upon 1,760,000 pounds ship­
ped, Rice Chadwick reports its transportation costs 
would increase by $30,624 if it is forced to use trucks. 
-Reported traffic: 

Compan11 and location 1973 

Landmark , Inc., DanYlllc.. .••••.•....•......•. 44 
Banbury Lumber Co., DanYllle. •..•••.•.....• . ...•..... 
Briar HIii Stone Co., Gleumont................. t 3,091 
Ttu880 Mflf . & S upply Co., Holmesville •••..••.••••.•..•. 
Rice Chadwick Rubber Co., KIiibuck.......... 82 
Quality Feed Store, Mlllerabur11. ••••••.• •• .. . . ... . _ .. 
Hipp Lumber Co., Mlllersbur11................. 46 
Holmes Lumber & Bulldln11 Center, Mlllere-

Carload• 

1914 Projected 

63 I 60 

8 ··-··· ••••• 
t 3,710 •··•·• 

416 ••••• 
85 
54 
60 

87 
60 
70 

bur11.. .•...••....•..••••••..••.••••••••.•...•••....•.•... 60 •••••••••• • 

Dabo Corp •••• ••••••••••••••••••••••••••••••• •••••••••••• 22 ....•••....• 
Sch,ran'e Sales Enterprlaee, Inc.................................. .•••• 15&-208 
Holmes Farm Chemical Co............................ ••••.•. .••.••• 50 
MICA, Mlllersbur11 . •••..••.....•.••.••.....••..•••.......••.••...••..• 3,400 

1 Landmark plans to lncreaee the amount of fertlUzer It receives by 500-700 tona per 

year over the neu four years. Aleo Landmark antJclpatea shlppJng 3000 tonsor material 
In the future. 

t In tons . 

-The U.S. Depart ment of the Interior recommended 
that if this line is abandoned, the right-of-way be 
preserved for possible use as a bikeway or linear 
park. 

OH-494 

anticipates using 175 carloads in 1975; and Amanda 
and Huston Grain Companies shipped 22 carloads 
in 1974. John Eshelman and Sons reported that it 
shipped 2,806 carloads in 1974. 

0 H~497 / 498/ 498a-

to trucks would increase its transportation costs by 
$37,500-$50,000. Similarly, Carter Lumber projected 
a $44,000 increase in transportation costs. Likewise, 
Bell Dor-Lite, Inc., projected a $22,500-$30,000 in­
crease and Red Rose Feed & Farm Supply project­
ed a $20,000 increase in transportation costs. 
-The Carter Lumber Co., reported that trucking 
lumber from the West Coast is economically un­
feasible. 

436 

-The Fayette County Farm Bureau Cooperative 
Association reported it could have shipped 120 ad­
ditional cars in 1974. It also plans to expand its fa­
cilities which will triple its rail use. 
-The DT&I wishes to acquire approximately 1500 
feet of this line immediately east of the DT&l's line 
at Washington Court House for the purpose of serv­
ing Landmark (Fayette County Farm Bureau). 
-The Chessie wishes to acquire the section of the 
line, approximately 10 miles, from Washington 
Court House to Clarksville to serve PC customers at 
Clarksville. 

OH-514 
-Shaul Farms stated that, if it lost rail service, it 
would discontinue growing a large part of its vege­
table crop. Consequently, it would lose over $100,000 
per year in sales. 
-The Montgomery County Farm Bureau reported 
that county farmers generated 320 carloads over 
the line in 1974. 

OH- 53153la 532 

-The N&W is interested in acquiring a section ap• 
proximately 7.7 miles long to serve all industries in 
and in the immediate area of North Paulding. 
-The Cha mber of Commerce expressed concern 
over using barges, the alternative mode, in trans­
porting the grain shipments. Each dam on the rivers 
has one lock. If one of the Jocks were forced to close 
for any length of time, the transportation of food, 
fuel, and fiber to the eastern seaboard would be 
disrupted. 

-The Ohio Power Co. reported that its power sub­
station at Haviland would be adversely affected if 
this line were abandoned. 
- Consideration could be given to a reduction in 
frequency of service and thereby substantially re­
duce on-branch costs. 

OH- 533/ 534/ 534a/ 535 
-Reported Traffic: 

Carload, 

Co mpan11 and location 1973 1974 Pro}tclld 

Pet Milk, Cold,rater............. . ...................... 40 ,o ........... . 
Continental Can. Van Wert __ _______________________ ____ 1,250 t,270 ------····· · 
Ohio Underiiround Warehouse Cold S torqe............ 6,000 •••..•..... . ........ 

!~EE:~=~~.~~~~:~::::::::::::::::::::::::::::: I:: :::::::::::: 
Ohio City Landmark : 

~:!oi!::::::::::::::::::::::::::::::::::::::::::: ,H~ ,H~ ·· ·····;~ 



OH-514a 

Re:ported Traffic: Portion of Kanawha Secondary Tract 

Carload, 

Pro-
Companv 11m 1974 Jtdtd 

BIDCO •.•..••.•••..•.•.....•..•.•.••.•..•..•.. . . •...•..... •.. . .............. . ...•. 
Putnam Fabricating.. ..... . .......... . ......... . . . ....... . . 103 148 
Georgia Paci fic..................... . . . . . ........... . . . ..... 564 551 
West Virginia Stael (tons) ..................... . ... .......... 17, 105 19,806 
ACF Industrias, Fike Chemicals. . ......... . .... . .... . . . . . . 1, 7115 2,187 
Motor Freight Line. ................ . ..... . . . ... . ... . ....... 288 . ...... . 
F MC...................................... . .... . ..... . ..... 300 188 
MollS8Ilto: 

Outbound............................ .. . ... . . . ........... 835 835 
Inbound. .•.•••.••••••.•.•.••.....•.....•.••..•...•...•... 3, 000 3,000 

-Cost of acquiring trackage rights to carry over• 
head traffic should be considered in the analysis of 
this line. 

437 
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USRA 
line number 

133a 
133b 
135 
143 
177 
180 
181 
185/186 
192/ 192a/ 192b 
192c 
194 
196 
197b 
201 
202 
203 
206 
208 
210 
212/212a 
218 
250 
252 
254 
256 
257 
260a 
312 
313 
314 
315 
326 
331 
335 
344 
345a 
352 
355 
356 
360 
647 
648 
650 
651 
655a 
659 
659a 
663 
664 
691 
691b 
712 

903 
904 
905 

PENNSYLVANIA 
Terminals 

Intrastate 

Queen Lane to Allen Lane 
Allen Lane to Chestnu t Hill 
Fort Washington Branch at Philadelphia 
West Chester Branch at West Chester 
Pomeroy to Doe Run 
Cornwall to Lebanon 
East Lebanon Branch at Lebanon 
Paxtonville to Selinsgrove 
Sunbury to Wilkes-Barre 
Hudson to Buttonwood 
Court Street Secondary Track at Reading 
Hamburg to Schuylkill Haven 
Reading to Hamburg 
Mifflinburg to Lewisburg 
York to Hellam 
Mechanicsburg to Dillsburg 
Marion to Mercersburg 
Yeagertown to Reedsville 
Fairbrook Branch at Tyrone 
Petersburg to Williamsburg 
Creek to Mount Dallas 
Corry to Titusville 
Warren to Ridgway 
Oil City to Tidioute 
Polk Junction to Reno 
Brookville Track at Brookville 
North Warren to Warren 
Fort Wayne Bridge at Pittsburgh 
Pittsburgh to Chicago Line at Pittsburgh 
Pittsburgh to St. Louis Line at Pittsburgh 
Allegheny Branch at Pittsburgh 
Black Lick Junction to Indiana 
Hempfield Junction to Herminie 
Coal Lick Run near Uniontown 
Bridgeville to Sygan 
Westland Industrial Track 
Shippingport to Kobuta 
Scottdale to Mount Pleasant 
New Castle to Mercer 
Jamestown to Linesville 
Red Bank to Emlenton 
Red Bank to Schenley 
Kiskiminetas Junction to Logans Ferry 
Falls Creek to Brockway 
Black Lick to Blairsville 
Sunbury to Thompson 
Thompson to Mount Carmel 
Fairchance to Connellsville 
Houston to Washington 
Parkesburg to Lancaster 
Conewago to Royalton 
Sharon to J amestown 

RDG 
Chestnut Hill to Wayne Junction 
Cheltenham Junction to Newtown 
Lansdale to Doylestown 
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USRA 
line number 

906 
908 
909 
910 
912 
915 
916 
917 
918 
920 
920a 
921 
922 
923 
924 
925 
926 
931 
932 
935 

1007 
1008 
1009 
1012 

Terminals 

Perkiomen Junction to Emmaus Junction 
Elverson to Wnrwick 
Eshbach to Pottstown 
Ku tztown to Topton 
Gettysburg to Carlisle J unction 
Suedburg to Lebanon 
Manheim to White Oak 
Columbin to Lancaster J unction 
Manheim to Lancaster Junction 
Manheim to Lititz 
Lititz to Sinking Spring 
St. Clair to Bear Run Junction 
Trevorton to Herndon 
Lofty to Rupert 
Rupert to West Milton 
Tremont to Pine Grove 
Tremont to Good Spring 
Silverton to West Junction 
West Junction to Terminus 
Norristown to Lansdale 

LV 

Laurel Junction to Rock 
Delano to Raven Run 
Nesquehoning Junction to Tamanend 
Franklin Branch at Wilkes-Barre 

Interstate 

PC 
Pennsylvan ia to New York (these I ines are discussed under 

New York) 

249 
260 

Corry, Pa. to Mayville, N. Y. 
North Warren, Pa. to Falconer, N. Y. 

PC 
Pennsylvan ia to Maryland (these lines are discussed under 

Maryland) 

198 Spring Grove, Pa. to North of Frederick, Md . 

RDG 
Pennsylvania to Delaware (this line is discussed under 

Delaware) 

907/939 Elverson, Pa. to Elsmere Junction, Del. 



133a 
PENNSYLVANIA 

USRA ANALYSIS 
PORTION OF CHESTNUT HILL BRANCH 

USRA Line No. 133a 

Penn Central 

,.-PC to Chestnut Hill 

' '\. f+----Fort Wash ington Branch, PC 

' I 
.> . ---- PORTION OF CHESTNUT 
'\.~LLEN LANE 

'<r~ .-,--- HILL BRANCH . PC 

"1,.i- QUEEN LANE 

New York -Ph iladelphia \ 

LinePC1 >..._ ------ -
- - -- - - - North Philadelph ia 

This portion of the Chestnut Hill Branch, formerly 
part of the Pennsylvania Railroad, e:-.i.ends from 
Queen Lane (Milepost 2.2), to Allen Lane, Pennsyl­
vania (Milepost 4.8), a distance of 13.6 miles, in Phila­
delphia County, Pennsylvania. Continuations of this 
line extends northwestward from Allen Lane to Chest­
nut Hill, and southeastward from Queen Lake to North 
Philadelphia. (Both lines are also under study in this 
Report). The line also connects with the Fort ,vash­
ington Branch of the PC at Allen Lane, also under 
study in this Report. This line was described as po­
tentially excess in the CS. DOT Report 

Inform ation fo r Line Retention Decision 

This line is primarily used for passenger service 
although it is used as an o,·erhead line to serve freight 
shippers on USRA Segment No. 135. The Preliminary 
Recommendation for line Segment No. 135 is that 
freight service not be provided by the ConRail System. 
Therefore, this segment is not required for freight serv­
ice. 

USRA Recommendation 

It is not recommended that freight service be pro­
vided over- this portion of the Chestnut Hill Branch in 
the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Public Utility Commission of Pennsylvania 
confirmed that the line should remain for passenger 
se rvice. It also is use d to serve USRA line No. 135. 
-The United States E nvironmental Protection 
Agency noted that the lin e is a vital link in Phil­
adelphia's Transportation Contro l Plan. 
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USRA ANALYSIS 

PORTION OF CHESTNUT HILL BRANCH 

USRA Line No. 133b 

Penn Central 

PORTION OF CHESTNUT HILL 
BRANCH.PC 

/+- Fort Washington Branch , PC 

ALLEN LANE 

' ' '- __.,... PC_ to Nor~ 
New York - P hiladelphia ' Ph il adelph ia 

PC Main Line1 \ -----
------~orth Ph iladelph ia 

This portion of the Chestnut Hill Branch, formerly 
part of the Pennsylvania RR, extends from Allen Lane 
(Milepost 4.8) to Chestnut Hill, Pa. (Milepost 6.6), a 
distance of 1.8 miles, in Philadelphia County, Pennsyl­
vania. The continuation of this line extends southeast­
ward to North Philadelphia (also under study in this 
Report). The line connects at Allen Lane with the Fort 
Washington Branch of the P C, also under study in this 
Report. 

Information for Line Retention Decision 

USRA Staff has had several meetings with SEPTA 
representatives in order to lay the groundwork for a de­
tailed inventory of SEPTA's required passenger facili­
ties. Both staffs are continuing to discuss ways in which 
SEPTA may wish to acquire portions of this line for 
passenger service, as provided in the Regional Rail Re­
organization Act. 

US·RA Recommendation 

I t is not recommended that frreight service be pro­
vided over this portion of the Chestnut H ill Branch 
by the ConRail System. 

441 

133b 
PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Pennsylvania Public Utility Commission as­
s umes that the line will be retained in service as part 
of the passenger system and will be available for 
freight if demand requires. 
-The United S tates Environmental Protection 
Agency is concerned because service over the line is 
vital to Philadelphia's Transportation Control Plan. 
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135 
PENNSYLVANIA 

USRA ANALYSIS 
FORT WASHINGTON BRANCH 

Chestnut Hi II 

USRA Line No. 135 

Penn Central 

Q_ '\ 1.4 miles ',:x.._ EAST LANE 

ALLEN LANE , ~ FORT WASHINGTON 
' BRANCH. PC 

' \ 
\ / Chestnut Hill Branch. PC 

New York- Ph iladelphia \ _ - -
Main Line, PC \ _ - -

1 .o--
- - - North Ph iladelphia ---The Fort Washington Branch, formerly part of the 

Pennsylvania RR, extends from Allen Lane (:Milepost 
0.0) to E(J,IJt Lane, Pa. (Milepost 1.4), -a distance of 1-4 
miles, in Philadelphia County, Pa. This line connects 
with the Chestnut Hill Branch of the P C at Allen Lane 
(also under study in this Report) . 

Summary of USRA Data 

Stations ( wi th their 1973 ca rloads) served by this line: 

Philadelphia 
1 

--------- - --------- - -------- - --------- 26 

Total carloads gi>nerated by the line____________ 26 
Number or round trips per year_ _____________________ 30 
Estimated time per round trip (hours) _____ __________ O. 5 
1 Includes on ly traffic on segment. 

Revenue received by PC _________________________ _ 

Average revenue per ca rload____________ $300 

Variable (avoidable) cost of continued 
service : 

Cost Incurred on the branrh line______ 12, 489 
Cost of upgrading branch .line to FRA 

Class I ( ,'i,- of total upgrade cost) ____ 1, 116 
Cost incurred beyond the branch line__ 7, 771 

Total variable (avoidable) cost_ __________ _ 

Net contribu tion (loss) : totaL ____ ____ __ _ 

USRA Recommendation 

$7, 806 

21,376 

(13, 570) 

It is not recommended that the Fort Washington 
Branch be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The City of Phi la delphia tes tified that traffic on 
this line increased to 70 car loads in 197-!. According 
to t he City's ca lculations, t he branch generated a 
profi t of $3,652 for Penn Ce nt ra l in 1974 contrasted 
with USRA's estimated 1973 loss of $13,570. 
-A. z. Bogert Co. and National Crucible Co. project 
traffic of 85 car loa ds in 1975. If service ceases, A. z. 
Bogert wou ld be forced to close a nd 32 people would 
be unemployed. 
- S tate of Pennsylva nia indicates that 50 carloads 
were hand led on this line in 1973 rather than 26 as 
attribu ted by l:SRA. 



USRA ANALYSIS 

WEST CHESTER BRANCH 

(FRAZER RUNNING TRACK) 

USRA Line No. 143 

Penn Central 
END OF TRACK 

~

~ FRAZER RUNNING 
1.2 miles ~ TRACK. WEST CHESTER 

BRANCH, PC 
WEST CHESTER \ 

\+- PC to Philadelphia 

\ 
\ 

' Milepost 29.5 to Milepost 30.7, a distance of 1.2 miles, in 
West Chester and Chester County, Pa. This line is a 
continuation of the West Chester Branch at West 
Chester. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 
West Chester '------------ - - ------------- ---- ------- 12 

Total carloads generated by the line________ ___ ___ 12 
Average carloads per week_____________________________ O. 2 
Average carloads per mile____________________ ____ _____ 10 
Average carloads per train_______ _____________________ 0.5 
1973 Operating Information : 

Number of round trips per year__________________ ____ 24 
Estimated time per round trip (hours) _______________ 1. 5 

1 Includes only traffic on segment. 

Revenue received by PC____________________________ $2, 039 

Average revenue per carload____________ ____ $170 

Variable (avoidable) cost of continued 
service : 

Cost Incurred on the branch line ___________ 17,381 
Cost of upgrading branch line to FRA class 

I (1/ 10 of total upgrading cost) _________ 5, 257 
Cost incurred beyond the branch line______ 2,009 

Total variable (avoidable) cost_______________ 24, 647 

Net contribution (l!lss) : totaL _____________________ _ (22, 608) 

USRA Recommendation 

It is not recommended that the Frazer Running 
Track, West Chester Branch be included in the ConRa.il 
System. 
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143 
PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 

-The length of the segment is shown in the P lan as 
1.2 miles. A review of USRA's calculation indicates 
they used 1.9 miles in their viability analysis. 
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USRA ANALYSIS 
POMEROY SECONDARY TRACK 

USRA Line No. 1 77 

Penn Central 

Philadelphia-Pittsburgh 
Main Line, PC 

j POMEROY 

----,(;,.,\ .--- ;O;;-EROY SECONDARY 
~ TRACK . PC 

DOE RUN 

The Pomeroy Secondary Track, formerly part of the 
Pennsylvania RR, extends from Pomeroy (:Milepost 
0.0) to Doe Run, Pa. (Milepost 6.1), a distance of 6.1 
miles, in Chester County. P a. This line connects with 
the Philadelphia-Pittsburgh L ine at Pomeroy. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this 

line: 
Doe Run ----------------------------------- 238 
Buck Run ---------------------------------- 278 
Pomeroy 1 

--------------------------------- 20 

Total carloads generated by the line__________________ 536 

Number or round t rips per year------------------- 150 
Estimated time per round trip (hours)_____________ 2. 5 

1 Includes only shippers on this segment. 
Re,·enue received by P C ___________________________ $153,506 

Average Revenue per carload______________ $286 

Variable (avoidable) cost of continued serv­
ice : 

Cost incurred on the branch line________ 73, 098 
Cost or upgrading branch line to FRA Class 

I (1/10 of total upgrade cost)________ 15, 646 
Cost incurred beyond the branch line ____ 123, 225 

Total variable (avoidable ) cosL ________ __ ___ 211, 969 

~et contribution (loss ) : totaL-------------------- (58,463) 

USRA Recommendation 

It is not recommended that the Pomeroy Secondary 
Track be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Pennsylvania General Paper Corporation, al 
Buck Run, objects strenuously to the Association's 
recommendation that this line not be included in 

ConRail. 
- US RA's traffic and operating information shows 
150 round trips for 1973. but General Paper testified 
bad weather or derailments resulted in fewer than 

150. 
-General Paper points out that the "CSRA analysis 
makes no provision for the cost of dismantli ng and 
restoration work on highway crossi ngs a nd bridges 
as required by Pennsyh·ania law in abandonment 

situations. 
-As an alternative to abandoning the entire 6.1 
miles, the Company proposes that the line be re­
tained from Pomeroy to it s siding at Buck Run (ap­
proximately 3 miles). 
-The Pennsy lvania Public "Ctility Commission 
points out that "CSRA states 2100 ties are required to 
bring the line up to Class I. while Penn Central's 
waiver petition to FR.\ indicated only 23-1 ties would 
be required. 
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USRA ANALYSIS 
PORTION OF LEBANON RUNNING TRACK 

USRA Line No. 180 

Penn Central 

Lebanon & Tremont 
Lebanon Valley 14-Branch. ROG 
Branch , ROG I 
~ ~'LEBANON -----------· --·-·-·-

5.6 mil es -----+ '- .-- East Lebanon 
Branch, PC 

PORTION OF LEBANON _,,,. CORNWALL 
RUNNING TRACK , PC /1t 

/ '-- PC to Conewago 

-----4------
Conewago f 

Phi ladelph ia-P i ttsburgh 
Line, PC 

This portion of the Lebanon Running Track, for­
merly part of the P ennsylvania RR, extends from 
Oornwal,l (Milepost 16.1), to Lebanon, Pa. (Milepost 
21.7), a distance of 5.6 miles jn Lebanon County, Pa. 
Thls line is in Zone 82 in the U.S. Department of Trans­
portation Report, "Rail Service in the Midwest and 
Northwest Region," dated F ebruary 1, 1974. A continu­
ation of this line extends southwestward from Cornwall 
to Conewago (also under study in this Report). This 
line connects with the Reading Company's Lebanon 
Valley Branch at Lebanon and with the Lebanon & Tre­
mont Branch at Lebanon (also under study). This line 
also connects with the East Lebanon Branch of the PC 
at Lebanon (also under study as potentially excess). 
This P C line is out of service because of flood damage 
in J une 1972; service is being provided by the Reading 
Company. 

Information for Line Retention Decision 

At this time, P C cannot serve the shipper on this line 
owi ng to flood damage. The shippers are receiving and 
will continue to receive service from the Reading. 

USRA Recommendation 

It is not recommended that this portion of the Leb­
anon Running Track be included in the ConRail 
System. 
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180 
PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-Despite assurance by USRA that shippers will 
continue to be served by the RDG, the Pennsylvania 
Public Utility Commission states it is not possible 
for the RDG to serve Alcoa, Midway Mills, Olin 
Matheson, the Lebanon Daily News, Lebanon Paper 
Box or Brooks Bologna unless part of the line is 
included in ConRail. 
-The Commission believes the line generated 1,647 
carloads in 1973. It notes that USRA did not give any 
traffic figures for the line and questions on what 
basis the recommendation for exclusion from Con­
Rail was reached. 
-USRA states that continuation of the line south­
ward from Cornwa ll to Conewago (Line No. 179) is 
"also under study in this Report." This line is not 
ana lyzed in the Plan and is si mply listed under 
"Lines Not Now Being Served." 
-The Lebanon Valley Cha mber of Commerce does 
not oppose abandonment from Cornwall to Cone­
wago as long as present service continues between 
Cornwall and Lebanon. 
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USRA ANALYSIS 
EAST LEBANON BRANCH 

USRA Line No. 181 

Penn Central 

/ Lebanon & Tremont 
Lebanon Valley ,;[ Branch . ROG 

Branch. ROG l ! 
I LEBANON 

Lebanon Runn ing 1/~.-, l.4 miles 
Trad<. PC )I/ EAST LEBANON , 

EAST LEBANON BRANCH . PC 

The East Lebanon Branch, formerly part of the 
Pennsylvania RR, extends from Lebanon (Milepost 
0.0), to East Leban.on, Pa. (Milepost 1.4), a distance of 
14 mileB, in Lebanon County, Pa. This line connects 
with the PC Lebanon Running Track near Lebanon 
(also under study in this Report). It also connects with 
the Reading Company's Lebanon Valley Branch and 
Lebanon & Tremont Branch of the Reading at Lebanon, 
the latter also under study in this Report. 

Information for Line Retention Decision 

At this time, the shippers on this line are being served 
by the Reading. Flood damage prevents PC service. The 
shippers will continue to receive service from the 
Reading. 

USRA Recommendation 

It is 7Wt recommended that the East Lebanon Branch 
be included in the ConRai l System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Pennsylvania Public Utility Commission says 
this apparently out-of-service lin e, which received 
91 cars in 1973, is required for a connection to the 
Lebanon Running Track (USRA Line No. 180). It 
ques tions how USRA determined that the line should 
not be included in ConRail s ince no traffic figures are 
given in the Plan. 
-The Pennsylvania Office of Pla nning and Develop­
ment s hows 2 shippers on the line. It estimates that 
loss of service would cause 3 people to lose their jobs. 
-The City of Lebanon does not object to abandon­
ment of the line. The Lebanon County Housing Re­
development A uthority would a cquire the property, 
and s hippers would continue to receive service from 
the RDG. 

J 



USRA ANALYSIS 
PORTION OF SELINSGROVE SECONDARY 

USRA Line No. 185/186 
Penn Central 

RDG from Williamsport I Sh k" D ---... • amo ,n am 
/ Power Plant 

Pc ,t> 1 
\J .8 miles --({ f Sel ingsgrove \4---:: ___ -.,-,...-~ y Junction 

.. ~ddleburg\\ fl(.,. 
PAXTONVILLE PO RTION , / '-H~rrisburg- Buffalo 

SELINSGROVE / Line , PC 

SE CON DARY SELINSGROVE 
TRACK . PC 

This portion of the Selinsgrove Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Paztonville (Milepost 30.1) to S elinsg1·ove, Pa. (Mile­
post 43.9), a distance of 13.8 miles, in Snyder County, 
Pa. A continuation of this line extends eastward to 
Selinsgrove Junction where it connects with the P C 
Harrisburg-Buffalo line. The PC applied in June, 1973 
for permission to abandon the portion of this line from 
Paxtonville to Middleburg (ICC Docket AB-5, Sub 
166) . No action has been taken on this application. 
Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 
Selinsgrove'------------ --------- - - ---- -------- 216 
Clitrord ---- ------------ ------- ------------ ---- 5 
Kreamer --------------- --- ··-------- ------- - - - - 218 
Middleburg ------------------------------------ 263 
Paxtonvllle --- ----------- ---------- --- - --------~ 

Total carloads generated by the line_____ _________ 733 
Number ot round trips per year________ ___________ __ 296 
Estimated time per round trip (hours)_____ __________ 12. 0 

'Includes only shippers on segment. 

Revenue received by PC-------- --~--------
Average revenue per carload _______ ______ _ 

Variable (Avoidable ) Cost of Continued 
Service : 

$476 

Cost incurred on the branch line ________ 298, 025 
Cost of upgrading branch line to FRA Class 

I (1/ 10 of total upgrading cost )________ 45,671 
Cost Incurred beyond the branch line ______ 243, 360 

$348,236 

Net contribution ( loss) : Tota!_____ 687, 056 

:-et contribution (loss ) : T<.taL_____ _ (238,820) 

USRA Recommendation 

I t is recommended that the portion of the Selinsgrove 
Secondary Track from milepost 43.9 to milepost 37.0 
be included in the ConRai l System. 

It is not recommended that the portion of the Selins­
grove Secondary Track from milepost 37.0 to milepost 
30.1 be included in the ConRai l System. 
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185/186 
PENNSYLVANIA 

PUBLIC RE!IONSE AND RSPO COMMENT 
-The PSP states that these line segments totaled 
13.8 miles; however, USRA's viabili ty analysis used 
a 14.5 mile figure. 
- Governor Shapp claims that USRA charges the 
second ha lf of the line with two and a half times the 
an nual cost of the firs t part of the line even though 
the railroad said it served the end of the line only 
one-seventh as often as it served the first part . 
-The Snyder Coun ty P lanning Commission recom­
mends that, as a minimum, milepost 43.9 to milepost 
33.0 (Middleburg) be included in ConRai l. 
-The Commission's survey showed that USRA un­
ders tated the 1973 carloads by 141 at Selinsgrove, 15 
at Clifford, 18 at Kreamer and 34 at Middleburg­
Paxtonville. Also 8,309 cars were received by the 
Pennsylvania Power and Light Company at Sha­
mokin by way of a 3.2 mile spur off this line at 
milepost 43.9. 
-The Pennsylvania Department of Transportation 
says there were 334 cars at Middleburg-Paxtonville, 
not 294 as reported by USRA. 
- Univers~I Manufacturing has constructed a new 
plant on the line. 
-The estimated cost for upgrading this line to F RA 
Class I standards should be reviewed. The available 
information on the line indicates that the tie 
replacement es timate may be high. 
-The Pennsylvania Office of Planning and Develop­
ment says that discontinuing service on this line 
will force at least one company to close, resulting 
in the loss of 347 jobs. 



192/192a/192b 
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USRA ANALYSIS 
BUTTON AND DAN SECONDARY TRACKS 

USRA Line No. 192/192a/192b 
Penn Central 

EL to Scranton 

~ _, W1llces-Ba.rre 

ROG W M I BUTTON SECONDARY TRACK . P30, · Connewn• RR to est I ton .,,,,.. • • ., J Plymouth _.,,,, . ,rLVtoCostonYa.rd 
RDG to W1 ll1amsport 

0

\ West Junct,, '-'"(·•/" 0 •• ·::'"'·Hudson 

• ,/ PC to Buffalo 
\ N>ntocoke • • •• • , ;i:; ......... .. . 

• ' Bunon i WILKES BARRE"\ 
PC~I N.an~~~e ~LV m Ot,H 10 Albany 

Nescopeck r Ashley 

\ 1/ 
I I 
\ \ N/orthum~:1~1 .-

·).::. -· \. , ._ 
• SUNBURY "" \ •• ROG to Tamaqua ;vui Rud in 

., ...._ .,-PC to Shamokin" 
I ~' • ' DAN SECO NDARY TRACK , PC 
I ' I •,: ROG to Shamokin 61 8 miles 

' and Readin1 _.....,.,.-
PC to Himsbur1 ~ 

Glen lyon 

\ 
The Button and Dan Secondary Tracks, (sometimes 

called the Buttonwood Line) formerly part of the 
Pennsylvania RR, extend from Sunbury (Milepost 1.0) 
to Wilkes-Barre, Pa. (Milepost 62.S), a distance of 
61.B'TTIIUes, in Northumberland, Montour, Columbia and 
Luzerne Counties, Pa. This line connects at Sunbury 
with the Harrisburg-Buffalo line and the Shamokin 
Secondary Track of the PC. The Shamokin Secondary 
T rack is also under study in this Report. At Norca, 
this line is intersected by the Catawissa Branch 
of the Reading to West Milton and Tamaqua, which 
is also under study in this Report. At Nanticoke, the line 
connects with the Glenlyon Branch of the PC, also 
under study in this Report. At Wilkes-Barre the line 
connects with the L V line to Coxton, and with the 
W ilkes-Barre Connecting Railroad (jointly owned by 
the PC and D&H). The Wilkes-Barre Connecting Rail­
road is also under study in this Report. 
Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 
S. Danville __________________ ___ ____ ________ _ 
Ca ta wlssa Junction _____________ ___ ____________ ____ _ 

Catawissa _ --------------------------------------East Bloomsburg _____________________________ ____ _ _ 

Creasy --------------------------------------------

Xescopeck ----------------------------------
Wapwallopen -------------------------------------­
Retreat -----------------------------------Honey Pot --------------------------------
Nanticoke-----------------------------------------
Buttonwood -- --------------------------

820 
0 
7 

0 
0 

35 
2 
2 
0 
1 
0 

Wilkes-Borre -------------------------------------- 137 
Toto! carloads generated by the line _____________ 1,004 

Number of round trips per yea r_____ _________________ 290 
Estimate time per round trip (hours)_________________ 12 
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Revenue received by PC ________________________ __ $614, 446 

Average revenue per carload______________ $612 
Yariable (avoidable ) cost of continued 

service : 
Cost incurred on branch line ____________ 610,538 

Cost of upgrading branch line to FRA 
Class I (1/ 10 of total upgrading cost)_ o 

Cost incurred beyond the branch line ____ 303, 689 
Total variable ( a,·oidable) cost______________ 914,227 

Xet contribution (loss): totaL _____________ ______ (299, 781} 

USRA Recommendation 

It is recommended that the portion of the Button and 
Dan Secondary Tracks from Milepost 1.0 to 10.2 be in­
cluded in the ConRail System. 

It is not recommended that the portion of the Button 
and Dan Secondary Tracks between 10.2 and 61.8 be 
included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Pennsy lva nia Office of Pla nning an d Development 
found 11 users who genera ted 69-1 carloads in 19i3 
on this line. A new shipper had 1-12 in 1974. Testi­
mony stated that with better service the line could 
generate 9 11 cars per year. 
- T he Regiona l Ra ilroa d Task Force claimed 1218 
carloa ds in 1973. 
- Air Produ cts a nd Chemicals, Inc., must have the 
portion of the lin e between its plant in Wilkes­
Barre a nd t he Lehig h Valley Railroad interchange 
at Sou th Main S tree t open in order to continue 
ma nufact ur ing items of ex treme s ize a nd weight. 
-The line is pa rt of a critica l clearance route be· 
tween New E ng la nd a nd New York power generation 
ma nufac turers a nd the South. 
-Pennsy lvan ia DOT says this route is part of the 
s hortest a nd bes t r oute for Pittsburgh, Johnstown 
a nd Altoona to New Eng land a nd Montreal. They 
contend tha t the proposed e\'.c lus ion will add over 
a million dolla rs in ann ua l operating costs while 
saving only $-100,000 on track ma intenance. 
-The North umberland County Planning Commis· 
s ion points out tha t USRA did not consider bridge 
tra ffi c which exceeded 40,000 carloads in 1974. 
- Cong ressman F lood insis ts that the line cannot be 
dropped beca use of the E mergency Rail Facilities 
Res toration Act, Public Law 92-591. 
-The Rail road Task Force for the Northeast Region 
says that 15 shippers located along the line from 
South Danville to Wilkes-Barre generated 1,200 cars 
in 1973, a nd 1,381 in 1974. It points out that USRA's 
1973 fi gures cover only the last 4 months of 1973. 
The line was not restored to service after the 1972 
Agnes flood until September, 1973. 
Continued on page 5 19 



USRA ANALYSIS 
WILKES-BARRE CONNECTING RAILROAD 

USRA Line No. 192c 

Penn Central (and Delaware & Hudson) 

EL to Northumberland 

_. _ / _. _. Plym~u~ ~~c-ti:. _f~~:. ~:~ton 

WILKES-BARRE CONNECTING 
_ - RAILROAD . PC 

---- t ' . ✓ 
PC to Sunbury '~-4 miles 

L V to CoxtDn 
,/ 

Wilkes Barre r ·•:.7: · - • - .. 
i ···········• ............. . j' HUDSON/ 

LV to Ashley D&H to Albany, N.Y. 

The Wilkes-Barre Connecting Railroad extends from 
Buttonwood (Milepost 0.0) to Hudson, Pa. (Milepost 
6.4), a distance of 6.4 1ni'les, in Luzerne County, Penn­
sylvania. The Wilkes-Barre Connecting Railroad is 
jointly owned by the Penn Central and Delaware & 
Hudson Railroads on a 50-50 basis. It provides a 
"bridge" for interchange between the two railroads. At 
Buttonwood this line connects with the Button Second­
ary Track of the PC, which is also under study in this 
Report. At Hudson, the line connects with the Dela­
ware & Hudson RR to Scranton. 

Information for Line Retention Decision 

This track is not necessary for ConRail's operation. 
Local shippers can still be served by the D&H. Inter­
change between the D&H and ConRail can still take 
place at Wilkes-Barre with freight then moving via 
the Lehigh Valley route to Allentown, and the Reading 
route to Harrisburg. 

USRA Recommendation 

It is not recommended that the Wilkes-Barre Con­
necting Railroad be included in the ConRail System. 

192c 
PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-Pennsylvania PUC believes this line is required 
for the interchange of bridge traffic from Penn 
Central to the D&H at Hudson Yard. Con Rail might 
need it as a clearance route for heavy, and high 
and wide shipments. 
-The Wilkes-Barre Chamber of Commerce believes 
it is needed to assure competition. 
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-The Pennsylvania Office of Planning and Develop­
men t contends that the line generated 174 carloads 
in 1973. 
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USRA ANALYSIS 
COURT STREET SECONDARY TRACK 

USRA Line No. 194 

Penn Central 

PC to Schuyl:~::::~: Pott~/e 

\I \ 
-L~. -Q' Reading (Oley) ~' ·l ROG to HarTisburg \ '\ \4-- RDG to 

'\,'·O miles • Ph iladelphia 
READING \ "" \ 

)\ COURT STREET SECONDARY 
PC to Ph iladelphia \ TRACK AT READING, PC 

\ 

The Court Street Secondary Track, formerly part of 
the Pennsylvania RR, extends from :Milepost 0.0 to 
Milepost LO, a distance of 1.0 miles, at Reading in Berks 
County, Pa. This line has been used as an interchange 
track with the Reading RR. It connects with the Schuyl­
kill Secondary Track of the Penn Central at Rea.ding 
(also under study in this Report). 

Information for Line Retention Decision 

This line does not directly serve any shippers. It is 
used to interchange traffic with the Reading. 

USRA Recommendation 

It is not recommended that the Court Street Second­
ary Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-USRA says the line does not serve any shippers, 
however, the City of Reading reports the following 
rail users based on PC records. 

Trame for Firat 10 J/ontlu 
Company: of 197' 

Chestnut Operating Co ··········------ -·-- ----·- -- 108 
Hyde Park Bccldinl-! ••• --·-··--···-·--·--·· --- ----- 18 
Georgia Pacific ______ --------------·-·------ ------- 48 
O'Brien's Mo, in,r and Storage (Columbian Ware-

house) --------······ -----------------· --- ---- - 4? 

Total ___________ ----·· ---- ---------- --------- 216 

-Georgia Pacific reports direct ly that its Hopper 
Paper Division generated +12 carloads in 1973 and 
181 carloads in 1974. 
-UGI Corporation at 1th a nd Canal Streets received 
132 cars in the last 12-month period. It expects to 
receive 308 cars in the next 12 months because the 
growing shortage of natural gas necessitates a 
greater reliance on propane gas. If rail service is 
not available next winter, 900 tractor trailer deliv­
eries will have to be scheduled over the 150-day 
winter season. 
-Pennsylvania Office of Planning and Develop­
ment reports that the line ge nera ted 227 carloads 
in 1973. 
-Two companies report the termination of service 
on this line will result in the loss of 140 jobs. 



USRA ANALYSIS 

PORTION OF SCHUYLKILL SECONDARY TRACK 

USRA Line No. 196 

Penn Central 

SCHUYLKILL PORTION OF SCHUYLKILL 
HAVEN r SECONOARY TRACK , PC 

~HAMBURG 
es--.; , 

I / ' ',, 
Portion , Schuylk ill 
Secondary Track, PC 

This portion of the Schuylkill Secondary Track, for­
merly part of the Pennsylvania RR, extends from 
Hamburg (Milepost 76.9) to Schuylkill Haven (Mile­
post 90.5}, a distance of 13.6 miles, in Schuyllrill and 
Berks Counties, Pennsylvania. This line continues 
southeastward from H amburg ( which sector is also 
under study in th is report). 

Summary of USRA Data 

Stations (with their 1973 carloads ) served by this line : 

Auburn ----------------- - ----------------- -- - ----- 94 
Schuylkill Haven___________ _________________ ___ __ __ 92 

Total carloads generated by the line_____ __ _______ 186 

Number of round trips per- year_____ ___ ___ __________ 104 
Estimated time per round trip (hours)________ __ ____ _ 6 

Revenue received by PC________ _______ ______ ____ _ $98,163 
Average re,·enue per carload____________ $528 

Variable (avoidable) cost of continued 
ser vic!' : 

Cost incurred on the branch line__ _____ 126, 021 
Cost of upgrading branch line to F RA 

Class I : (1 / 10 of total upgrading cost) 6, 791 
Cost incurred beyond the branch line___ 71, 485 

Total variable (avoidable) cost_ ___________ __ 204, 297 

Net contrlbut!on (loss) : totaL ____________ ____ ____ (106, 134 ) 

USRA Recommendation 

It is not recommended that this portion of the Schuyl­
kill Secondary Track be included in the ConRail Sys­
tem. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Pennsylvania PUC reports that USRA traffic fig­
ures are inaccurate. 1973 carload figures should 
s how Auburn with 124 and Schuylkill Haven 103, 
-In Auburn, Griffith Ladder Corporation and 
Phillips Film Company are dependent on rail se rv­
ice. Phillips receives polyvi nyl chloride in jumbo 
hopper cars. It received 81 cars in 1973 and expects 
120 in 1975. Griffith Ladder plans to use about 100 
cars of lumber. The two companies employ 405 people 
with an annual payroll of $3.5 million. They pay 
$30,161 in area taxes. 
-The Committee of 14 to retain the line questions 
the $51,723 branch maintenance figure. They speak of 
reports that no main tenance was performed on the 
line in 1973. 
-The line is about 45 feet centerline to centerline 
from a para lleling Reading line. It is es timated that 
a con nection enabling the Reading to serve Griffith 
a nd Phillips could be built for $40,000. 
-The U.S. Bureau of Mines shows 9.9 million tons 
of coal reserves in the area served by this line. 
-Based on the 1973 traffic level and the leng th of 
the line, the number of round trips per year and the 
estimated time per round trip appears to be high. 
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PENNSYLVANIA 

USRA ANALYSIS 
PORTION OF THE SCHUYLKILL SECONDARY 

TRACK 
USRA Line No. 197& 

Penn Central 
l("RDG to Pottsvi lie ... \ 

~ '~ HAMBURG 
PC to Schuylkill Haven ~ 

Evansville 
0 

Belt Line / PORTION OF SCHUYLKILL 
SECONDARY TRACK . PC 

~ 
• Junction/ /;_ 
-~·-.•}[• ROG to Allentown 

• Blandon 
I 

I 
READING _/,,-----· 

Yfy~;ing\ I \._ ROG to Ph iladelphia 
Junction \ 

,)'. 
P.DG to Birdsboro \_ 

'< I PC to Ph iladelphia 

This portion of the Schuykill Secondary Track, 
formerly pa.rt of the P ennsylvania. RR, extends from 
Reading (Milepost 58.3), to Hamburg, Pa. (Milepost 
76.9), a. distance of 18.6 miles, in Berks County, Penn· 
sylvania. A continuation of this line extends north­
westward from Hamburg and southeastward from 
Reading, which are also under study in this Report. 
Connections includP.: The Reading, East Pennsylvania. 
Branch, Lebanon Valley Branch and Philadelphia.­
Pottsville line at Reading. A portion of this line was 
described as potentially excess in the U.S. DOT Report 
(see Zone 68). 

Summary of USRA Data 
Stations (with their 1973 carloads) ser\'ed by this line : 

Temple ·················· ··················-······· 
J,eesport ••.••••••.•••••••••.••••..••.••.••..••••••• 
ShoemakerS\'ille -----------------------------------

207 
209 
192 

Hamburg ····-··-····-·····-··-·---········-······· 40 
Total carloads generated by the line ••••••••••••• 1, 048 

Number of round trips per year..................... 90 
Estimated time per round trip (hours)............... 9. o 

Revenue n.>ceived by PC.......................... $411, 652 
Average revenue per carload............ ~ 
Variable (avoidable ) cost or L ~ .. .inued ---

service : 
Cost incurred on the branch line...... 189, 183 
Cost of upgrading branch line to FRA 

Class I : (1/10 of tota l upgrading 

cost) .• ·-·························- 44,523 
Cost incurred beyond the branch line.. 340

1 
851 

Total variable (avoidable) cost............. 574,557 

Net contribution (loss) : totaL •••••.•• ·-·-·-·-··- ( 162, 905) 
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USRA Recommendation 
Although the preliminary recommendation is that 

this portion of the Schuylkill Secondary Track not be 
included in the ConRail System, the possibility of im­
mediately increasing revenue must be explored before 
a final recommendation can be made. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Reading to Hamburg Rail Service Research 
Committee submitted a report disputing USRA's 
branch line profitability analysis on an item-by-item 
basis. The Committee's calculations show the line 
made of profit in 1973 of $13,208 . 
-The Pennsylvania Office of State Planning and De­
velopment says that because of a discrepancy in the 
milepost designation of the major shipper in Read• 
ing, USRA included service to milepost 58.3 when ii 
discussed Line No. 197a, but excluded service be­
tween milepost 58.3 a nd 76.9 when it treated thisseg• 
ment. At least 17 shippers who generated a minimum 
of 5,293 carloads in 1973 will be excluded if service 
on this line is discontinued. If service is discon• 
tinued, 6 shippers would lay off 553 employees. 
-Pennsylvania DOT reported that the line handled 
425 cars of bridge traffic from Line No.196. 
-Glen-Gery Corporation built a new plant in 1972 
and doubled its capaci ty in 1974, rebuilding its siding 
that year at a cost of $15,000. The company generated 
175 cars in 1973 while projecting 350 annual carloads. 
If service is abandoned, ConRail will lose about 
$95,000 in revenue from Glen-Gery. 
-USRA says that some shippers will receive service 
from the RDG but the river is said to separate this 
line a nd the Reading tracks. 
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USRA ANALYSIS 
YORK INDUSTRIAL TRACK 

USRA Line No. 202 
Penn Central 

YORK 
HELLAM INDUSTRIAL 

t,+-- TRACK. PC 

YORK f-5. 8 miles 
Western 
Ma land __.. • • _.-Maryland & . 

ry / • • Pennsylvania RR 
Ry / I 

/( \4--Northern Central 
// I I Secondary Track, 

Frederick I PC 
Secondary 
Track, PC 

The York lndustrial Track, formerly part of the 
Pennsylvania RR, extends from York (Milepost 7.0) 
to Hellam, Pa. (l\Iilepost 12.8) , a distance of 5.8 miles, 
in York County, Pa. This line connects with the P enn 
Central Northern Central Secondary Track at York 
(also under study in this Report). It also connects with 
the Penn Central Frederick Secondary Track at York, 
and the Maryland & Pennsylvania Railroad at York. 

Summary of USRA Data 

Stations ( with thei r 1973 carloads) served by this 
line : 

York'--- -------------------------------------------- 985 

Total carloads generated by the line______________ 985 
Number of round t rips per year_____________________ 160 

Estimated time per round trip ( hours )--------------- 4. 0 
Locomotive horsepower______________________________ 1,000 
Train crew size____________________ ________________ 4 

1 Includes only traffic on segmen t. 
Revenue received by PQ___________________________ $308, 567 

Average re,·enue per ca rcload ___________ $313 

Variable (avoidable) cost ot continued 
service: 

Cost incurred on the branch line________ 112, 933 

Cost of upgrad ing branch line to FRA 
Class I (1/ 10 of totn I upgrading cost)_ 10, 314 

Cost incurred beyond the branch line__ _ 244, 762 

Total variable ( avoidable ) cost______________ 368, 009 

Net contribution (loss) : totaL ____________________ (69,462) 

USRA Recommendation 

Although the preliminary recommendation is that the 
York Industrial Track be included in the ConRail 
System, the possibility of immediately increasing rev­
enue must be explored before a final recommendation 
can be made. 
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PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-Caterpillar Tractor Company reports ihat despite 
its repeated attempts to set the record straight, 
USRA omitted iis 1973 traffic of 708 carloads plus 
1720 trailers of piggyback traffic on this line. In 
1974 it had 628 carloads plus 2028 piggyback trailers. 
It is located midway on the 5.8 mile line. There is a 
good possibility this plant will expand its capacity 
within the year. 
-The Manufacturers' Association of York presented 
the fol lowing traffic data for this line: 

1973 carloads _ 
Avcragc carloads per week 
Average carloads per mile 
Average carloads per train __ _ 

1973 round trips •• 
Estimated time per trip Chou.rs). __ •• -

Train aew. 
Revenue receh·ed by P C 
Avc.raue revenue per carload -. 

York Dispatch . 
United Cabine t •. 
S wift Distributors. 
Ettlinc Grocery. 
Quaker Ci ty Paper _ 
Molvbdenum Corp 
York Ice and S torage 
Sta ndard Concrete 
Kramer&. 
Thonet Indus tries . 
Borg Warner •. 
Wolf Distributing _. 
York Shipley . . 
Sears Roebuck • 
Caterpillar .•.. 
Edgecomb S teel . 
G. McNew. 
York Container .. 
S tandard Reglsler _•. 
Carew S teel 
Fincor .. 
Ace Deer Distributors . 
Campbell Chain ... 
Moller Printing . 
Perl ite . __ 

Lok- Box 
Car-Box 

Tota l 

Co mpan11 

ft lanufacturlng 
USRA AHoclation 

of York 

985 2,648 
18. 9 50. 92 

169.8 456. 55 

6. 6 9. 74 

150 272 
7 
5 

$308,557 $1, 159,000 
$313 $437, 93 

1973 1914 
carloa.da carload. 

59 72 

21 0 

45 52 
55 60 

118 121 
81 46 
45 44 
0 2 

78 68 
13 

47 5 

I 0 

27 
708 728 

50 43 
688 334 
32,l 368 
179 193 

0 8 
0 
0 0 

52 82 

0 5 

50 54 
8 

2,648 2, 342 

-York Container estimates its inbound freight costs 
on raw materials will increase 50 percent or some 
$16,000 a month if it loses rail service. 
-Lumber Distributors, Inc., said it had 30 carloads 
in 1973 and 63 in 1974. 
- Agrico Chemicals reported an average of 24 
carloads annually. 
-The Pennsylvania PUC and the local UTU agree 
that the line handled 2,500 cars in 1973. 
Continued on page 519 
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USRA ANALYSIS 
DILLSBURG SECONDARY TRACK 

USRA Line No. 203 

Penn Central 

Cumberland 
Valley Branch, 
PC 

MECHANICSBURG + __ -

DILLSB~;~ T 
SECONDARY 
TRACK , PC 7.5 miles 

D&M Junction I ----·-· 
Phil~:;~:.-] j__ 
H~isburg & DILLSBURG 
Pittsburgh 
Branch , RDG 

The Dillsburg Secondary Track, formerly pa.rt of 
the Pennsylvania. RR, extends from Mechanicsburg 
(Milepost 8.9) to Dillsburg, Pa. (Milepost 16.4}, a dis­
tance of 7.5 miles, in Cumberland and York Oounties, 
Pa. Th.is line connects with the Penn Central Cumber­
land Valley Branch at Mechanicsburg. 

Summary of USRA Data 

Stations (with their 1973 carloads) se rved by this line : 

Dillsburg ----------------------------------------- 220 

Total carloads generated by the !inf'______________ 220 
Number of round trips per year______________________ 104 
Estimated time per round t r ip (hours)______________ 6 

Revenue received by PC--------------------- $95,612 
Average revenue per carload________________ $435 

Variable (avoidable ) cost of continued se rv-
ice : 

Cost incurred on the branch line ___________ 92, 464 
Cost of upgrading brunch line to FRA Class I 

(1/ 10 of total upgrading cost) ___________ 0 
Cos t incurred beyond the branch line ______ 68, 283 

Total variable (avoidable ) cost_ _______ _ 160, 747 

Net contribution (loss) : Total_ ____________________ (65,135) 

USRA Recommendation 

It is not recommended that the Dillsburg Secondary 
Track be included in the ConRail System. 

454 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Pennsylvania DOT reports that the line gen­
erated 327 cars in 1973. The revenue was $142,245 
with $113,115 in expenses generating a $29,130 con­
tribution to the system. The DOT estimates the cost 
at $7,277 per mile for twice a week service. 
- A review of the Association's calculations indi­
cates the Association's averages loss per carload 
should be $296. 
-J. H. Rearich & Son at Dillsburg receives 24 car• 
loads annually. It estimates it woul d have cost 
$30-40,000 more in 1973 to receive lumber by truck. 
As a sma ll business it needs rail service to remain 
competitive with larger businesses. 
-Lumber Distributors received 60 carloads in 1973, 
61 in 1974, and expects to receive 66 in 1975. It 
employs 10 people and will close if rail service is 
discontinued. 
-Pennsylvania Office of Planning and Development 
reports that 29 to 37 employees will be unemployed 
if rail service is abandoned. 
-The Pennsylvania P UC states that the branch was 
retied 6 years ago at considerable expense to the 
PC. It estimates the time per trip at 4 hours and 
feels that 6 hours, stated by the Association, is too 
high. 
- Consideration could be given to reducing service 
from twice a week to weekly and thereby substan• 
tially reducing on-branch costs. 



USRA ANALYSIS 
MERCERSBURG SECONDARY TRACK 

USRA Line No. 206 

Penn Central 

Cumberland / 
Valley --4/ 
Branch, / 
PC / 

)t----- MARION e,., 
;: 

,,,''!> 4--/ - MERCERSBURG 
~ / SECONDARY 

/ T RACK , PC 

MERCERSBURG / 

I 

The Mercersburg Secondary Track, formerly part of 
the Pennsylvania RR, extends from Ma:rion ('Milepost 
59.1) to Mercersburg, Pa. (Milepost 72.7), a distance of 
13.6 mil~, in Franklin County, Pa. This line connects 
with the Cumberland Valley Branch of the Penn Cen­
tral at Marion (S. Penn Jct.) also under study in this 
Report. 

Summary of USRA Data 

Stations (with their 1973 ca rloads) served by this line : 

WIiiiamson ---------------------------------------- 97 
Lebmasters ---------------------------------------- 80 
Mercersburg --------------------------------------- 160 
Marlon -------------------------------------------- 0 

Total ca rloads generated by the line_____________ 287 
Number or round trips per yea r______________________ 75 
Estimated time per round trip (hours )_______________ 5. 0 

Revenue received by P C ___________________________ $189, 783 

A,•erage revenue per ca rload______________ $487 

Variable (avoidable) cost of continued serv• 
Ice: 

Cost incurred on the branch line _________ 126, 951 
Cost of upgrading branch line to FRA 

class I (1/10 of total upgrading cost) __ 0 
Cost incurred beyond the branch line____ 95, 684 

Total variable (avoidable ) cost___________ 222,585 

Net contribution ( loss) : totaL_________ ___________ (82,852 ) 

USRA Recommendation 

It is Mt recommended that the Mercersburg Second· 
ary Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Mercersburg Chamber of Commerce sub• 
mitted the fol lowing traffic to correct the carload 
figure on the line as found in the PSP: 
Company: 1973 car, /randlt d 

Loewengart . . . . . . . . . . . .. .. . . .. .. .. . . . . .. . . ... . . .. .. . 31 
Sniders Ele,•ator.................................... 18 
Smith Implement. ................................... 14 
PBS .. . ..•... ... .. . . .. .. . . . . . . . .. . . . . ... . . .. ... . . .. . 40 
Distillers Products...... ......... .... . ...... .. ...... 9 
Shi rley.Ayr . . ... . .. . . .. . . . .. . . . .. .. . .. . .. . . . ... . .. . . 98 
J. N. Snider & Son.................................. 4 
Leh master Eleva tor........... . ..................... 20 
Dietrich Elevato r..... .............•................ 78 
Mercersbu rg Bui lding Supply. ... .. .................. 22 
Cecil i\lellott........ .............................. . 200 
S. V. Bridendolph............ .. . .. . . . . . . . .. . . . .. . 6 
McConnellsbu rg Motor & Implement ... .. . . .. ... .. 3 
D. C. Martin ...... ................ ...............•.. 

Tota l _ .... .. .... .... .... .... .... .. ..... . .......... 541 

-Testimony s tated tha t it is possible that 200 car­
loads of railroad ties shipped by Cecil Mellott in 
1973 were not counted because they a re non revenue 
traffic for Penn Central. The firm could supply as 
many as 15 ca rs per week or 800 cars a year. 
- Shirley-Ayr Farms, Inc. at Mercersburg projects 
251 cars in 1975, 5.J8 in 1976, 622 in 1977 and 670 in 
1978. 
-Joseph Seagrams and Sons s tated they would ship 
900 cars a year if the railroad provided good service. 
-Testimony showed that Penn Central retied this 
branch approximately 5 years ago. 
- According to Pennsylvania DOT, revenue was 
$254,270 and expenses $202,169, so that $52,101 was 
contributed to the system. The car line cost per mile 
was $7,222. 
-Most of the commodities handled-ties, agricul­
tural products and lumber-are well s uited to rail 
transportation. The cost of trucking them would be 
much higher. 
-Roads could not handle the added truck traffic 
nor could the Borough of Mercersburg afford to 
upgrade them. The cost of cons tructing a truck 
terminal would be $479,807. 
-Franklin County Farmers Association reports 
that 4 g rain elevators accounted for 120 inbound 
shipments. 
-Pennsylvania Office of Planning and Develop­
ment says 9 rail users would be forced to terminate 
60-221 employees if rail service is abandoned. 
-The estimated time per round trip appears to be 
high considering the traffic volume and the condition 
and length of the line. 
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USRA ANALYSIS 
PORTION OF MILROY SECONDARY TRACK 

USRA Line No. 208 

Penn Central 

PC to Milroy-; 
/ 

~ 

1.9 miles 

OSVILLE 

PORTION OF MIL ROY 
SECONDARY TRACK , PC 

YEAGERTO WN 

\ / .- PC to Maitland 

PC to P ittsburgh \.-..(ewistown 

\ '{ ---,,-----~ 
,,..,,.. PC to Philadelphia 

This portion of the Milroy Secondary Track, former­
ly part of the Pennsylvania RR, extends from 
Y eagertown (Milepost 3.9) to Reedsville, Pa. (Milepost 
5.8), a distance of 1.9 miles, in MitRin County, Pa. A 
continuation of this line extends southward to Lewis­
town and northward to Milroy (both of which are also 
under study in this Report). 

Summary of USRA Data 

Stations ( with their 1973 carloads) served by this line: 

Reedsville ----- - - - -------------- ------------------- 7 
Milroy - - - ------------- - -------- ----------- ---- o 

Total carloads generated by the line_____________ 7 

Number of round trips per year______________________ 14 
Estimated time per round trip (hours)_______________ 1. 5 

Revenue received by PC_________ _________ $2, 181 
Average revenue per carload __ _____ _______ $312 

Variable (avoidable ) cost of continued serv­
ice : 

Cost incurred on the branch line_________ 3, 933 
Cost of upgrading branch line to FRA 

Class I : (1/ 10 of total upgrading cost ) 2, 727 
Cost Incurred beyond the branch line____ 1, 551 

Total variable (avoidable) cost_____ 8,211 

Net contribution (loss) : totaL___ _________ (6, 030) 

USRA Recommendation 

It is not recommended that this portion of the Milroy 
Secondary Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony shows that 195 cars moved on this line 
to Reedsville in 1973. In 1974 the number was 170. 
-The nearest team track is 5-20 miles away. 
-The estimated cost for upgrading this line to FRA 
Class I s tandards should be reviewed. The avail­
able information on the line indicates that the tie 
replacement estimate may be high. 

-

l 



USRA ANALYSIS 
PORTION OF FAIRBROOK BRANCH 

USRA Line No. 210 

Penn Central 

Bald Eagle Branch , 

\ PC to Lock Haven 

\ / PORTION OF FAIRBROOK 
\ BRANCH , PC 

PC to P ittsburgh \ V 
✓ -~-~•=::. I~ ~ il es 

TYRONE f 
PC to Ph il adelph ia 

This portion of the Fairbrook Branch, formerly part 
of the Pennsylvania RR , extends from Milepost 0.0 to 
Milepost 1.1, at Tyrone, Pa., a distance of 1.1 miles in 
Blair County. Pa. This small segment is the last portion 
of the Fairbrook Branch, as all but 1,175 feet have been 
removed. At Tyrone, this line connects with the P C 
Philadelphia-P ittsburgh line and the PC Bald E agle 
Branch, both of which are under study in this Report. 
The T rustees of the P enn Central Transportation Com­
pany have filed for abandonment on Docket No. AB- 5 
Sub. 158 with the I CC. 

Summary of USRA Data 

Stations (with thei r 1973 carloads) served by th is line : 
Tyrone '------------------------------------------- 40 

Total carloads generated by the line____________ 40 
Number of round t r ips per year_____________________ _ 24 
Estimated time per round trlp (hours )_______________ 0.5 
1 Includes only traffi c on segment . 

Revenue received by PC----------------------------- $9, 300 
Average revenue per carload------------------- $234 

= 
Variable (avoidable) cost of continued service: 

Cost Incurred on the branch line _____________ 4, 468 
Cost or upgrading branch line to FRA Class I : 

(1/ 10 or total upgrading cost) ______________ 9, 466 
Cost Incurred beyond the branch line ________ __ 1, 801 

Total va riable (avoidable) cosL---------- --- 15,735 
Net conrtlbu tlon (loss) : tota'L-------------------- - (6, 342) 

USRA Recommendation 

It is net recommended that the Fairbrook Branch at 
Tyrone be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Pennsylvania PUC agrees with the Associa­
tion's recommendation on this line. The only shipper 
on the line is relocating. 
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USRA ANALYSIS 
PORTION OF HOLLIDAYSBURG AND 

PETERSBURG SECONDARY TRACK 
USRA Line No. 212/2120 

Penn Central 
PORTION OF 
HOLLIDAYSBURG 
& Pi:'TERSBURG 
SECONDARY 

Ph iladel phia­' +-- P ittsburgh line, PC 

' ' ' PETERSBURG 
,TRACK. PC ~ 

' :}',, PC to------+\ 
Holl idaysburg 

WILLIAMSBURG v•·• mHH ' 

This portion of the Hollidaysburg and Petersburg 
Secondary Track, formerly part of the Pennsylvania 
RR, extends from Petersburg (Milepost 0.5) to Wil ­
liamsburg, Pa. (Milepost 17.1) a distance of 16.6 miles, 
in Blair and Huntingdon Counties, Pennsylvania. A 
continuation of this line extends westward from Wil­
liamsburg to Hollidaysburg. This line also connects 
with the Penn Central line at Petersburg. An applica­
tion for abandonment of the portion of the line between 
Alexandria and Williamsburg has been filed with the 
ICC ( Docket AB-5 Sub. 43). 

Summary of USRA Data 
Stations (with their 1973 carloads) ser ved by this line: 

Alexandria --------------------- -- - ---------------- 362 
Horrell 0 

Total ca rloads generated by the line___ ______ ____ 362 
Number of round trips per year_ ___ ________________ __ 104 
Estimated time per round trip (hours ) ____ _____ ______ 3. 5 

Revenue received by P C--------------- ---------- $109, 608 
Average revenue per ca rload________ ___ _ $303 

Variable (avoidable) eost of continued ser vice: 
Cost incurred on the branch line__ ____ 134,878 
Cost of upgrading branch line to FRA 

Class I : (1/10 of tota l upgrading cost) _ 
Cost incurred beyond the branch line __ 

12,494 
68,325 

Total variable (avoidable) cost____ ___ _____ 215,697 
Net cont ribution (loss) : totaL ________ __ ______ __ __ (106,089) 

Average per carload___ ___________ __ __ __ (293) 

USRA Recommendation 

Although the preliminary recommendation is that 
this portion of the Hollidaysburg and P etersburg Sec­
ondary Track not be included in the ConRail System, 
the possibility of immediately increasing revenue must 
be explored before a final recommendation can be made. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Westab, a paper converter at Alexandria, had 319 
carloads in 1973 and 150 in 1971. It projects 455 car­
loads in 1975 a nd 181 in 1976. It believes that the 
revenues used in analysis should judge the self 
s ufficiency of the 5.2 mile segment serving it, not 
the entire leng th of 16.6 miles. Plans for expansion 
are pending a decis ion on the future of the line. 
- Six firms dependent on this rail line agree that 
service over the 5.2 miles wou ld be suffi cient. 
-Tes timony indicates that a tie producer is located 
on the 5.2 mile segment. 
-Alexandria generated 559 carloads in 1974. 
-The Pennsylvania DOT s tates that the Associa-
tion did not credit the line with 73 cars. Although 
the line was abandoned, PC' found the route essential 
as a short route from Willia msburg (5,-112 cars 
a nnua lly) and the Hollidaysburg car shops. It is also 
potentia lly beneficial as a bypass for main line 
trouble spots. All flood da mage was repaired and 
the line was operating on January 2, 1974; therefore, 
it mus t be continued under the terms of P.L. 93-236. 
-ConRail may find it necessary to use this track 
until the mainline is upgraded a nd sufficient switch­
ing faci Ii ties are insta lled. 
- Altoona E nterprises, In c. points out that the line 
services reserves of 90 million tons of trap rock. 
-Pennsy lvania Office of Planning- a nd Development 
says 4 shippers wou ld be forced to terminate 67-267 
jobs if service is a bandoned. 



USRA ANALYSIS 
MOUNT DALLAS SECONDARY TRACK 

USRA Line No. 218 

Penn Central 

Bedford ___., 

Secoodary I MOUNT DALLAS 
Track, PC I SECONDARY Everett RR to 

f TRACK. PC Tatesville 
1 ,I, l, Tatesville 

CREEK~ •••••••••• <) 
), ~ 6.9 miles-----1 MOUNT 

Bedford y DALLAS 

I 

The Mount Da11as Secondary Track, formerly part 
of the Pennsylvania RR, extends from (!reek (Milepost 
0.0) to Mownt Dal,las, Pa. (Milepost 6.9), a distance of 
6.9 miles, in Bedford County, Penn. At Bedford, this 
line connects with the Penn Central Bedford Secondary 
Track ( also under study in this report). This line also 
connects with the Everett Railroad at Mount Dallas. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by thiR line : 

Asbcom ------------------------------------------- 5 
Mount Dallas 1 

------------------------------------- 322 

Total carloads generated by the line______________ 327 
Number or round trips per yea r ______________________ 00 
Estimated time per roun·d trip (hours)_____________ 2. 0 

' Includes carloads Interchanged with the Everett Railroad. 

Revenue received by P(} ___________________________ $107, 964 

Average revenue per ca rload_______________ $330 

= 
Variable (avoidable) cost or continued serv­

ice: 
Cost Incurred on the branch line ______ ___ 61, 228 

Cost or upgrading branch line to FR.A 
class I : (1/10 of total upgrading cost)__ 0 

Cost incurred beyond the branch line ____ 84, 242 

Total variable (a voidable) cost______________ 145, 470 

Net contribution (loss) : totaL____________________ (37,506) 

USRA Recommendation 

It is not recommended that the Mount Dallas Second­
ary Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Pennsy lvania DOT says the line generated 482 
carloads in 1973. They claim that the 1973 revenue 
is $159,390 plus $14,490 in overhead traffic from the 
Bedford Secondary (USRA Line No. 216). Costs 
were $114,888, leaving a $58,992 contribution. 
-The return on sa lvage value is in question because 
a major bridge must be re moved. 
-The Everett Railroad is a switching company for 
Penn Central. It operates about 6 miles of track and 
interchanges freight at Mount Dallas. USRA 
claimed the Everett RR served only 3 shippers. 
However, the ra ilroad shows the following rail 
users: 

Com pany : 1973 1914 
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Everett H ardwood Lumber Co . - _ 
Mclloll & Klahrc .. . 
J. CrolBley __ . 
Central Chemical Corp . 
E¥erlle Door Corp . . 
Van H essen • 
Farm Bureau 
Hinish Feed & Farm Supply 
Morris Farm Equipment 
Sollenberger Form Equipment •••••••••• _ 

Buchanan Bu ilding Supply 
Columbus Gas & Trans., Co . 
l-l opcwe.11 Hardwood Flooring .. --·-- . --­
M iscellaneous • 

Total . 

71 127 
46 59 

147 125 
51 40 

33 35 
20 15 
I II 
8 7 

2 
8 

3 
8 

402 44 1 

-The first three shippers listed ship rail ties. Prior 
to 1970, approximately 500 car loads left the Everett 

area. 
-Three coal producers are located on the line. 
-Pennsylvania Office of Planning and Development 
estimates that loss of rail se1:vice on this line would 
force the elimination of 61-79 jobs. 
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USRA ANALYSIS 
PORTION OF TITUS SECONDARY TRACK 

USRA Line No. 250 
Penn Central 

Chautauqua EL Main 
Secondary I ~ Line 
Track, PC-41 .,-

1 .,. ---14.9 mi les~ ... 

_,,,.. ,,,.- )I 

PORTION -4 
OF TITUS 
SECONDARY 

,,,. 
CORRY 

1--P C Erie• 
Williamsport line 

TITUSVILLE 

TRACK. PC :.-Pc to10 il City 

This pottion of the Titus Secondary Track, formerly 
part of the Pennsylvania RR, e2rtends from Corry 
(Milepost 95.0) to TitWJville, Pa. (Milepost 119.9), a 
distance of f 4.9 mile8, in Crawford and Erie Counties, 
Pennsylvania. This line was part of a through line be­
tween Buffalo and Oil City; both tihe northern (Chau­
tauqua Secondary Track) and southern extensions of 
this line are also under study in this Report. At Corry, 
this line also connects with the P C's Erie and Empo­
rium Secondary Tracks, (also under study in this re­
port) and the Chicago-to-J ersey City line of the EL. 
Penn Central has filed petitions to abandon this line, 
(I CC Docket No. AB-5, Sub. 168 and USRA Docket 
No. 75-52). 
Summary of USRA Data 
Stations (with thei r 1973 ca rloads) served by this line : 

Hydetown ----------------------- - --------- -------- 2 
Centerville ---------------------------------------- 51 
Spartansburg -------------------------------------- 76 

Total carloads generated t,y the line___________ ___ 129 

Number of round trips per year______________________ 52 
Estimated time per round trip (hours)______________ 4. O 

Revenue received by PC________________________ $23, 108 
Average revenue per ca rload__________ $179 

Variable (avoidable) cost of continued 
service: 

Cost incurred on the branch line__ ____ 186, 108 
Cost of upgrading branch line to F R A 

Class I : (1/ 10 of total upgrading 
cost) --------------------------- O 

Cost incurred beyond the branch line 31, 803 

Total variable ( loss) : Total.__ ____________ 217,911 

Net contribution (loss) : Total._________________ (194,803 ) 

USRA Recommendation 

It is not recommended that this portion of the T itus 
Secondary Track be included in the ConRail System. 
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PUBLIC RESPON SE AND RSPO COMMENT 
-This line segment is an extens ion of the Associa­
tion Line No. 617a from Emlen ton to Oil City and 
Line N o. 619 from Oil City to Ti tusville. 
-The City of Oil City points out that the exclusion 
of this line will leave Oil City with ConRail Service 
17 miles to the North a nd 36 miles to the South, but 
with no connection with a ConRail mainline. 
-The Pennzoil refinery at Rousevi lle (US RA Line 
No. 649) would have no access to a Con Rail mainline. 
Pennzoil points out that if Lines 250 and 649 were 
considered together, they would show a $24,000 
profit. 
-Pennzoil states that traffic on line No. 649 in­
creased revenue car loadings by 1,647 in 1974 over 
1973. 
-Ernst Steel Corporation at Titusville (Line No. 
6-19) has increased inbound & outbound rail usage 
from 182 cars in 1973 to 189 in 1974 a nd 56 in just the 
first two months of 1975. 
-Other testimony pointed out that availability of 
secondary track (Line No. 6.J9) without access to 
mainlines (via Line No. 250) is no service at all. 
-Testimony received indicated concern that exclu­
sion of Line 250, 6.17, and 648 will sever a good 
competitive route from B uffa lo and Erie to 
Pittsburg h. 

/ 

11~ 

1 



USRA ANALYSIS 

PORTION OF EMPORIUM SECONDARY TRACK 
USRA Line No. 252 

Penn Central 
PC IP Falconer 

~' PC to Erie I 

B&O toBradford 
(EL has Trackage 

,~ 'A 
R i ghts) :✓ 

WARREN 51.S mil es : 

t- "' • PC to Struthers ••• •Q Mount Jewett 
Kane ··•• "- : . . 

B&O to Knox ;-·•··/ • 

PORTION EMPORIUM 

SECONDARY TRACK . PC PC IP Emporium 

~: / " 
8&0 to Dubois (EL _...: - - - -
has Trackage Ri ghts) : RIDGWAY 

This portion of the Emporium Secondary Track, for­
merly part of the Pennsylvania RR, extends from W ar­
ren (Milepost 66.5) to Ridgway, Pa. (Milepost 119.0} , 
a distance of 51!.5 m'ilea, in Warren, McKean, and Elk 
Counties, Pa. Continuations of this line extend west­
ward to Erie from Warren and eastward to Bmporium 
from Ridgway (both of which are also under study in 
this Report). At Warren, the line connects with the 
Valley Branch of the PC to North Warren and Fal­
coner. At Kane it connects with the B&O. It is paral­
leled by the B&O Pittsburgh-Buffalo line between John­
sonburg and Ridgway over which the EL also operates. 
Summary of USRA Data 
Stations ( with their 1973 carloads) ser,•ed lly this line : 

Ridgway ------------------------------------------- 58 
Johnsonburg --------------------------------------- 618 
Sergeant ___________________________________________ 46 

Kane --------------------------------------------- 1,178 
Ludlo,v ----------------------------------------- - -­
Sheffield -------------------------------------------
Tlona 
Cla rendom 

Stoneha1n -----------------------------------------­
,varren' -----------------------------------------­
Roystone ------------------------------------------

0 
83 

117 
65 
0 

29 
0 

Totnl carloads generated by the line ______________ 2, 194 
Number of round trips per year _____________________ _ 

Estimated time per round trip (hours)--------------
' Includes only traffic on segment 

300 
10 

Revenue received by PC ___________________________ $717, 139 

A,•ernge revenue per cnrload_____________ _ $327 

Variable ( n voidable) cost of continued 
service : 

Cost incurred on the brnnch line ______ 627, 635 
Cost of upgrading brnnch line to FRA 
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Class I : (1/10 of total upgrndlng 
cost)-- --- -------------------------- 0 

Cost incurred beyond the llranch line ___ 321. 146 

Tota l rnrinhle (arniclnhle) cost_ _____________ 948, 781 

:-.et cont ribution (l~s) : tntnL ____________________ (231 ,651) 

USRA Recommendation 

It is recommended that the portion of the Emporium 
Secondary Track from Milepost 93.8 to Milepost 110.0 
be included in the ConRail System. 

I t is not recommended that the portion of the Em­
porium Secondary T rack from Milepost 93.8 to Mile­
post 66.5 be included in the Con Rail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Industrial Council of St. Mary's and the 
North Central Pa. Regional Planning and Develop­
ment Commission point out that the combined reve• 
nue for the entire Emporium Secondary Track be­
tween Erie (milepost 2.9) and Emporium (milepost 
149.8), USRA Line Nos. 646, 646a, 252, 253a, and 
253, totals $4,643,516. This exceeds the combined cost 
so that Council sees no justification for breaking 
the Emporium Secondary track into segments. 
-North Central Pennsylvania estimates that 509 
additional cars would have been shipped over this 
line in 1974 if service had been better. It believes 
USRA should include estimated revenue to be 
gained from improved service. 
-Testimony states that loss of rail service could 
place area shippers at a competitive disadvantage. 
-The Warren County Research Committee profit­
ability calculation determined that this line should 
show a net profit of $185,399. 
-Warren County does not feel that its highways 
could handle the traffic that would result from 
abandonment of rail service. 
-Governor Shapp says at least 3,200 carloads were 
through routed over this line in 1973. 
- United Refining Co. at Warren generated 2,472 
carloads in 1974. Almost two-thirds of its shipments 
go to the eastern points of Williamsport, New Kings­
ton and Mt. Holly Springs. The resulting circuitous 
routing will add 57 miles and 5 classification yards. 
The added costs in time and charges to United Re­
fining would exceed $376,000. 
-Hammermill Paper Company has mills at Erie 
and Lock Haven and is interested in retaining direct 
service between these points. In 1973, it originated 
92 carloads and in 1974, 168 from Tiona (milepost 
75.2). In 1973. it originated 853 carloads from Otter 
Creek Corporation at milepost 93. These shipments 
Continued on page 519 
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PENNSYLVANIA 

USRA ANALYSIS 

SALAMANCA BRANCf-1 
USRA Line No. 254 

Penn Central 

Frankl in 
Branch . EL 

I 
_..... PC Buffalo to Pittsburgh 

133.7 miles TIDIOUTE 

I \, PC OIL CITY 
I f...._ INDUSTRIAL 

OIL CITY 

I 
I 

T RACK 

The Salamanca Branch, formerly part of the Penn· 
sylvania RR, extends from Oil Oity (Milepost 1.9) , 
to T idfo.ute, Pa. ( Milepost 35.6), a distance of 33. 7 mil,ea, 
in Venango, Forest and Warren Counties, P ennsylvania. 
This line is a branch off the Penn Central's old Buffalo 
to Pittsburgh route via Corry, Titusville and Kiskimi• 
netas Junction. At Oil City this line connects with the 
Oil City and Titus Secondary Tracks, both of which 
are also under study in this Report. At Oil City, the 
line also connects with the Franklin Branch of the 
Erie Lackawanna Ry. The use of EL Tracks allows ac• 
cess to the PC Reno Industrial Track at Polk Junction. 
This line was approved for abandonment several years 
ago (ICC Docket Number 26571) but the ICC subse· 
quently stayed its order. The PC also applied to the 
USRA for permission to abandon this line (USRA 
Docket No. 75-48). No final action has been taken on 
this request. 
Summary of USRA Data 

Stations (with their 1973 cnrloads) served by this line : 
Tidioute ...................... ..................... 29 
W. Hickory......................................... 102 
Tionesta........................................... O 

Total carloads generated by the line.............. 131 
Number of round trips per yenr ..•..••••.•.••••••••. 45 
Estimated time per round trip (hours)............... 5. O 

Re,·enue recei\'ed by PC....... ......... ........... $43,171 
A ,·ernge revenue per ca rload.............. $329 

Varinble (n,·oidnble) cost or continued 
sen·lce: 

Cost incurred on the branch line • • .••••. 224, 648 
Cost of upgrading branch line to FRA 

Class I : (1/ 10 of total upgrading cost). 0 
Cost incurred beyond the branch line.... 38, 464 

Total variable (avoidable) cost.... ..... ..... 263, 112 

Net contribution (loss) : Total. ••.•••••••••••••••• (219,941) 
USRA Recomryi endation 

I t is not recommended that the Oil City Industrial 
Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Forest County Commissioners and the Forest 
County Planning Commission indicate that En­
deavor Lumber Company, a division of Hammermill 
paper at West Hickory Pennsylvania will close its 
plant if it loses rail service. 
-Pennsylvania Office of Planning and Development 
shows 145 as the number of actua l carloadings in 
1973. 



USRA ANALYSIS 
RENO INDUSTRIAL TRACK 

USRA Line No. 256 
Penn Central 

\ PC to Corry 

EL to Oil City \ ~ / 
\ \ //4-Pc to 

RENO f }Vail City Tidioute 

• It-- PC to Red Bank 

EL to Meadville Franklin I RENO 
, --- INDUSTRIAL 

13.6 miles~ ........ 
,)''-... 

...--- TRACK . PC 

PC to Stoneboro / 
and Ashtabula 

PC to Brookv ille 

-- i,( --
POLK JUNCTION 

The Reno Industrial Track, formerly part of the 
New York Central RR, extends from Polk Jwnction 
(Milepost 68.3), to Reno, Pa. (Milepost 81.9}, a dis­
tance of 13.6 miles, in Venango County, Pennsylvania. 
This line extends from the JF&C Branch at Polk Junc­
tion to Franklin, where Erie Lackawannr. trackage 
right are used for 1.1 miles and then continues to Reno. 
The connecting EL line is the Franklin Branch from Oil 
City to the EL Chicago-Jersey City line at Meadville. 
The Penn Central has filed a petition to abandon this 
line, including 1.1 miles of Erie Lackawanna trackage 
rights; ICC Docket No. AB-5, Sub. 173. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line : 

Franklin ------------------------------------------ 719 
Polk Junction ------------------------------------- O 
Reno ---------------------------------------------- 181 

Total carloads generated by the line ____________ __ 900 
Number of round trips per year--~------------- - -- --- 100 
Estimated time per round trip (hours)______ _________ 4 

Revenue received by po ______________________ ______ $381,430 

Average revenue per carload__ ____________ _ $423 
\'arlnble (a votdaote l cost or continued serv-

ice: 
Cost Incurred on the branch line_________ 124, 820 
Cost of upgrading branch line to FRA 

Class I (1/10 of total upgrading cost) _ 36, 173 
Cost Incurred beyond the branch line_____ 193, 683 

Total variable (avoidable) cosL- --- --------- 354,676 
Net contribution (loss) : totaL ______________________ 26,754 

USRA Recommendation 

It i.s recommended that the portion of the Reno In­
?ustrial Track from Mil.epost 68.S to Milepost 77.6 be 
mcluded in the ConRail system. 

It is not recommended that the portion of the Reno 
ln~ustrial Track from Milepost 77.6 to Milepost 88.9 
be mcluded in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 

-The Venango County Industrial Development 
Corp. submitted the following from on-line users: 

Co mpan1,1 

Barrett Plata Industrial Park .... ........ ........... . .. . 
Brown Boller Works ................................ .. 
Erickson's Feed .•....•....•.•.......•..•.......•....... 
Arnold BuslnesB Forms . ...•••. . ••••••••••••••..•... __ _ 
Joy Manufacturing Co............... . ............... . 
Franklin Steel (Car ror s witching to EL) •.• . ......•.•... 
Mooney Chemical Co •••••••••••••••••••.••••••••••••• 
Wolr's Head 011.. .•••••••.••.•.••••••••. ... .••.....••.• 

Mllepo,t 1973 
location carload• 

I 73,00 
76.56 
76. 73 47 
76. 73 44 
76. 73 • •• ••••.••• 
77,40 I 492 
78, 60 122 
81.80 322 

Total. .......................................................... 1,035 

1 Approdmately • 

-Governor Shapp pointed out that analysis of the 
entire line showed it to be economically viable yet 
USRA arbitrarily excluded the last 4.3 miles serving 
Reno. 
-Wolf's Head Refining Co., shipped and received 312 
carloads in 1974. 
-Mooney Chemical points out that while its traffic 
is credited to Franklin the switch connection to its 
siding is at milepost 78.6, one mile west of where 
USRA would have service terminated. PC switched 
about 83 cars between its plant and the EL track in 
1973 earning revenue of $106,000. Mooney Chemicals 
expects to increase its plant capacity by 260 percent 
during the next 5 years. 
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USRA ANALYSIS 
BROOKVILLE TRACK 

USRA Line No. 257 

Penn Central 
BROOKVILLE Pittsburg & Shawmut RR 
TRACK. PC to Brockway 

/'' .__ \ rl.4 miles ___ ✓ 
PC to Stoneboro ',~----- ~ PC to Driftwood -- ~----r - - : Brookville r BROOKVILLE : 

PC to Red Bank (ROSE) _.-, 

Pittsburg & Sh awmut RR 
to Kittanning 

The Brookville Track, formerly part of the Pennsyl­
vania RR, erlends from Milepost 0.0 to Milepost 1.4, 
at Brookville, Pa. a distance of 1.4 miles, in Jefferson 
County, Pennsylvania. This line connects with the PC 
Low Grade Secondary Track at Brookville and with 
the Pittsburg & Shawmut RR Brockway-Freeport 
Junction line at Brookville. A petition for abandonment 
of this line was filed with the I.C.C. (Finance Docket 
~umber 26569-Sub. 4), but the order was stayed due to 
protests. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 
Brookville '---------------------------------------- 42 

Total ca rloads generated by the line___ __________ d2 
Number of round trips per year______________________ 25 
Estimated time per round trip (hours) ______________ 1. 0 
1 Includes only traffic on segment. 

Revenue received by PC___________________________ $14, 017 
Average revenue per carload_______________ $333 

Variable (avoidable) cost of continued 
service: 

Cost Incurred on the bmnch line _______ _ 
Cost of upgrading branch line to FRA 

Class I : (1/ 10 of total upgrading cost__ 
Cost Incurred beyond the branch llne ___ _ 

18, 958 

9, 166 
9, 210 

Total variable (avoidable) cost______________ 32, 384 

Net contribution ( loss) : totaL_______________ ______ (18,317) 

USRA Recommendation 

It is not recommended that the Brookville Track be 
included in the ConRail System. 

464 

PUBLIC RESPONSE A~D RSPO COMMENT ! 
-The Pennbro Corporation manufactures locomo• 
tives. It currently averages 42 carloads a yea r but 
expects to use 15 or 20 more. It purchased the facili ty 
in 1974. In that year it produced 12 locomotives, th is ·1 
year it will produce 18 and next year expects to pro• 
duce 24. 
-The estimated cost for upgrading this line to FRA 
Class I standards should be reviewed. The available 
information on the line indicates that the tie replace­
ment estimate may be high. 

r. 

• 
I 

I 
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USRA ANALYSIS 
PORTION OF VALLEY BRANCH 

USRA Line No. 260a 

Penn Central 

PC to Falconer-4 / 

I 
I 

NORTH WA]REN PORTION , 

f-VALLEY 
Emporium BRANOi , PC 
Secondary . 
T ck Pc 2.8 miles 

ra_ . l,. , / 
.1~- ,...L 

To Erie WAR;ENO - - - -

Struthers 

This portion of the Valley Branch, formerly part of 
the New York Central RR, extends from N. Warren 
(Milepost 51.3) to Warren, Pa. (:Milepost 54.1), ~ dis­
tance of £.8 miles, in Warren County, Pa. A continua­
tion of this line extends northward from North Warren 
(also under study in this Report). At Warren, this line 
connects with the Emporium Secondary Track, P C, ex­
tending northwest to Corry and southeast to Ridgway, 
with the Struthers Running Track, PC, (all of which 
are also under study in this Report). 

Summary of USRA Data 

Stallons (with their 1973 carloads) served by this line : 
North Warren ________________________ _____________ _ 

Warren 1 ---------------------------------------- -

Total carloads generated by the line _____________ _ 

Number ot round trips per year----------------------
Estimated time per round trip ____ ___ __ _____________ _ 

1 Includes only traffic on segment . 

126 
20 

145 

60 
2 

Revenue received by PC--------------------------- $60, 7&1 
Average revenue per ca rload_____ ______ ____ _ $419 

= 
Variable (a,·oidnble ) cost of continued serv• 

ice : 
Cost incur red on the branch line ___ ______ _ 28, 161 

Cost of upgrading branch line to FRA Class 
1 (1/10 or total upgrading cost) _________ 17, 86S 

Cost incurred beyond the branch line____ 41,088 

Total variable (avoidable ) cosL------ 87,117 

Xet contribution ( loss) : total-_____________________ (26, 3:;3 ) 

USRA Recommendation 

I t is not recommended that this portion of the Valley 
Branch be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-West Penn Oil Co. shipped 123 cars in 1973 and 
could ship more than 350 cat's per year if it could 
receive 3 switches a week instead of the one it now 
receives. 
-The Warren County Railroad Task Force believes 
a reappraisal of the data it has submitted to USRA 
will show that the branch could be profitable. 
-Pennsylvania PUC says that comparing costs per 
car on this line with an extension of the same line, 
Line No. 260, shows 

Colla per car Z60 Z60a 

On.Branch . ·-
Off.Branch ... .....•••• ..... . . . .••••••..••. 

$lZS sm 
21!1 283 

TotaL .. . . . . . . . .. ~ 
6J3 471 

The difference in costs for handling a car on the 
same branch, one segment being 2.8 miles long and 
the other an extension of an additional 19.2 miles 
appears suspect. 
- Cutting off 2.8 miles of a branch generating reve-
nue according to USRA of $60,764 and 31.8 cars per 
mile needs to be reappraised. 
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USRA ANALYSIS 
FORT WAYNE BRIDGE 

USRA line No. 312 

Penn Central 

PC to Conway PC Conemaugh Line 
and Ch icago K" k" · J · \ PITTSBURGH to os 1m1netas unction 

...._ ...._-l,_ FEDERAL STREET / 
....... _____ ------

PC FORT WAYNE ~PC Allegheny Bran ch 
BRIDGE AT PITTSBURGH to Kiskiminetas J unction 

I lm"les ___ ....-
• 

1 
PITTSBURG! 11TH ST. 

..,, \ ---1'- -
PC to St. Louis !PC to Phil adelph ia 

PITTSBURGH 

The Fort Wayne Bridge, formerly part of the P enn­
sylvania RR, at Pittsburgh extends a distance of 1.i 
miles, in Allegheny County, Pennsylvania. This bridge 
connects with the following PC lines at Pittsburgh: the 
Conenaugh line to Kiski Junction; the Allegheny 
Branch; the Pittsburgh to Philadelphia, line, and the 
Pittsburgh to Chicago line. A portion of the Allegheny 
Branch is also under study in this report as potentially 
excess. An application to abandon this line was approved 
by the ICC on June 28, 1968. 

Information for Line Retention Decision 

This line is used as a route for connecting segments 
314 and 315. Both of those links are not necessary for 
ConRail. An abandonment was previously approved 
as part of a local renewal project. No local shippers 
are dependent upon this line. 

USRA Recommendation 

It is not recommended that the Fort Wayne Bridge at 
Pittsburgh be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony was for USRA Line Nos. 312-315 
collectively. 
-The City of Pittsburgh a nd the State of Penn­
sylvania oppose abandonment because the proposed 
alternative routing for mainline freight is over a 
more circuitous northerly route. This routing avoids 
the Southwestern corner of Pennsylvania so that 
service to the area would be reduced and jobs at 
Conway Yard wou ld be lost. 
-The Port Authority of Allegheny County sup­
ports abandonment, stating that some of the area's 
important public improvements have been delayed 
for years pending the abandonment and removal of 
these segments . 
-Numerous citizens and groups such as the League 
of Women Voters, who favor mass transit and inter­
city rail passenger service s poke for or against the 
proposal. 
-The Pennsylvania PUC maintains that the bridge 
will sever the PC mainline between New York and 
Chicago and require unfavorable rerouting of about 
12,000 trains, including passenger trains, per year. 
- USRA says that no local shippers depend on th1: 
line, however, at least two shippers voiced reserva­
tions about what this proposal would do to their 
service. 
-Papercraft generates more than 2,250 cars at 
Pittsburgh annually. A shift of mainline traffic to 
the Conema ugh Division mainline will increase 
g reatly the number of trains operating on this line. 
Papercraft is concerned that its need to shift, load, 
an d unload traffic da ily will be given lower priority 
for track use than through passenger and freight 
trai ns. 
-Nabisco received approximately 1,200 cars of flour 
last year, mos t of it in jumbo hoppers. It anticipates 
that the abandonment will cause greater use of the 
Brilliant Bridge a nd trusts that the necessary 
s trengthening of this bridge has been accomplished 
before the added traffic creates an intolerable 

s ituation. 
-The City claims that several businesses in the 
Strip District representing approximately 100 car­
loads pe1· year would be without service and that 
rail users from downtown Pittsburgh eastbound 
to and including Wilkinsburg, Homewood, Edge• 
wood, and Swissvale would be adversely affected. 



USRA ANALYSIS 
PORTION Of PITTSBURGH-CHICAGO 

MAIN LINE 

USRA Line No. 313 

Penn Central 

PC to Conway and Olicago PC Conemaugh Line to 

, J Pittsburch Kiskiminetas Junction 
-.. (Federal Street) " .... 'Q:" _____ _ 

,, Pittsburgh (11th Street) _,("" --0- __ 

~ + - PC Allezheny Branch to 
PORTION OF PITTSBURGH.· ..__Kiskiminetas J ~nction 
CHICAGO LINE, PC.AT _. TTSBURGH 
PITTSBURGH __ 

O.lmlles / r~ 
// PC to Philadelphia 

" PC to SL Lou11 

This portion of the Pittsburgh-Chicago Line, for­
merly part of the Pennsylvania RR, extends from Mile­
post 0.0 to Milepost O.f, at Pittsburgh, Pa., a distance 
of 0.f miles, in Allegheny County, Pa. A conti nuation 
of this line extends westward to Chicago. This line 
connects with the PC line to St. Louis at Pittsburgh, 
also under study in this Report. This line also connects 
with the B&O Main Line New York-Chicago and the 
B&O to St. Louis, at Pittsburgh. A petition for aban­
donment of this line was filed with the ICC (Docket 
Number Ail5- Sub. 2). This petition is still pending 
final decision. 

Information for Line Retention Decision 

This segment of right-of-way has been sold to the 
State of Pennsylvania for use in constructing a rapid 
transit. system. 

USRA Recommendation 

It is not recommended that this portion of the Pitts­
burgh to Chicago line be included in the ConRail 
System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The position of the City, state, Port Authority and 
public ivitnesses are identical to that set out in the 
comment on Line 312. 
-Pennsylvania DOT says the segment is the passen­
ger station used by 4 Amtrak and 20 freight trains 
passing through to Line 312 daily. 
-Pennsylvania denies USRA's assertion that this 
segment has been sold to the state for use in con­
structing a rapid transit system. 
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USRA ANALYSIS 
PORTION OF PITTSBURGH-ST. LOUIS LINE 

USRA Line No. 314 

Penn Central 

PC Conem au gh Lone 
/ to K1sk im1netas Jun cn on 

Pittsburgh Federal Stree1 IJ{ 

PC to Con way __j -r-P111s burgh 11th Street -

and Ch icago -'-O- - - -~PC Allegheny Branch 
~ ,_ "''~P1TTSBURGH to K1sk1m1netas J uncti on 

PC to St. Lou os"l,~ ~, 
_,.. _,.. \ ', 4- PC to P hiladelphia 

PORTION OF PITTSBURGH · 
ST. LOUIS LINE AT 
PITTSBURGH . PC 

T his portion of the P ittsburgh-St. Louis L ine, 
fo rmerly part of the Pennsylvania RR, extends from 
l\Iilepost 0.0 to Milepost 0.2 at Pittsburgh Pennsyl­
vania, a distance of O.f miles, in Allegheny County, P a. 
A continuation of this line extends westward to St. 
Louis from P it tsbu rgh. T his line connects with the 
B&O lines from New York-Chicago and St. Louis. This 
line also connects with the P C line to Chicago, also 
under study in this Report. A petition for the abandon­
ment of this line was filed with the I CC (Docket Num­
ber AB- 5, Sub. 3). 

Information for Line Retention Decision 

This segment of right-of-way has been sold to the 
State of P ennsylrnnia for use in constructino- a 

b 

highway. 

USRA Recommendation 

It is not recommended that this portion of the Pitts­
burgh to St. Louis line be included in the ConRail 
System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Position of the City, state, Port Authority and 
public witnesses are the same as has been noted 
in the comments on Line No. 312. 



USRA ANALYSIS 
ALLEGHENY BRANCH 

USRA Line No. 315 

Penn Central 

PC Conemaugh Line 

P
. b gh Fed 

I 
S to K,skiminetas Junctton 

1tts u, e,a treet ¥ 

PCTc.,,:ay ~\ PITTSBURGH 11th ST~ -
and 0,ocago \ 

~_., __ '!'!""'I.- - - - - .,_PC Allegheny Branch 

P ittsburgh.A. 0.2 miles to K1sk1mmetas Junction 

➔ / ', \__ PORTION , ALLEGHEN Y BRANCH , P C 
PC to St. Louos ;,, r' • 

/ P C to Ph iladelphia 

This portion of the Allegheny Branch, formerly part 
of the Pennsylvania RR, at Pittsburgh, extends a dis­
tance of O.f miles, in _\llegheny County. Pa . .A continu­
ation of this line extends northeastward from Pitts­
burgh. This line connects with the following PC lines 
at Fort Wayne Bridge: the Pittsburgh to Philadelphia 
line and the Pittsburgh to Chicago line. An abandon­
ment application for this line was approved by the ICC 
on April 18, 1972, Finance Docket 26942. 

Information for Line Retention Decision 

This line is already authorized for abandonment as 
part of a local Urban Renewal project. No local ship­
pers are directly served by this line. 

USRA Recommendation 

It is not recommended that this 0.2-mile portion of 
the Allegheny Branch be included in the ConRail Sys­
tem. 
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315 
PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-Position of the City, State, Port Authority and 
public witnesses is treated in the comments for Line 
No. 312. 
-Pennsylvania PUC asserts that this line's primary 
value is in conjunction with the Fort Wayne Bridge 
route (Line No. 312). It provides a much shorter 
route to the many shippers along the Allegheny 
Branch and it may be desirable to retain it for this 
reason. 



326 
PENNSYLVANIA 

USRA ANALYSIS 

PORTION OF THE INDIANA SECONDARY 
TRACK 

USRA Line No. 326 

Penn Central 
• B&O to Punxsutawney 

..... ~ 
IN DIANA 

f-PORTION OF THE IN DIANA 
SECONDARY TRACK. PC 

+-8.8 miles .,,,,,. .,,,,,..,,,,,. 
.,,,,,. .,,,,,. ~PC to Cresson 

Josephine 

✓-_ BLACK LICK 
/ \ JUNCTION 

PC to Blai rsv ill e 

This portion of the Indiana Secondary Track, form­
erly part of the P ennsylvania RR, extends from Black 
Lwk Junction (Milepost 8.5) to Indiana, Pa. (Milepost 
17.3), a distance of 8.8 miles, in Indiana County, Penn­
sylvania. This line connects with the Baltimore & Ohio 
lo C'reekside at Indiana, and PC's Black L ick Second­
ary at Black Lick Junction. 

Summary of USRA Data 

Stations (with thei r 1973 carloads) served by this line : 

Graceton ------------------------------------------ 0 
Homer City__ ___________ _____ ____________________ __ 18 
Indiana, Pa___________________ _____________________ 287 

Total carloads generated by the line______________ 305 

Number of round trips per year---------------------- 40 
Estimated time per round trip (hours>--------------- 3. 0 

Revenue received by PC--------------------------- $123,046 
Average revenue per carload_______________ $403 

\ 'a riable (avoidable ) cost of continued 
service: 

Cost incurred on the branch line __________ 73,993 

Cost of upgrading branch line to FRA 
Class I : (1/ 10 of total upgrading cost) _ 23, 184 

Cost incurred beyond t he branch line _____ 67, 258 

Total va riable (avoidable) cost._____________ 164,435 

Net contribution (loss) : totaL_____________________ (41, 390) 

USRA Recommendati on 

It is not recommended that this portion of the Indi­
ana Secondary Track be included in the ConRail Sys-

tem. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Indiana County Planning Commission objects lo 
the proposed abandonment. It disagrees with 
USRA's statement that the a rea's coal reserves can 
be served from adjacent Linc No. 327, since this line 
is listed as recently abandoned. 
-This line is being sold to the Blairsville and lndi• 
ana Railroad for a s hortline railroad. This sale is 
pending before the Commission in Fi nance Docket 

27666. 
-General Electric Compa ny says this segment is the 
only rail means of delivering s hipments to the Penn• 
sylvania Electric and New York Gas power plant at 
Homer. General Electric will have in excess of 30 
carloads to Homer . 
-Pennsylvania PUC would not incl ude th is segment 
in Con Rail on the expectation that B&O wi ll provide 
the existing s hippers with se rvice. B&O has filed to 
abandon the southern 3.23 miles of its line from the 
town of Indiana. The matter is pending in ICC 
Docket AB-19 (Sub-No. 10). Penn Central has a 
trackage agreement permitting it to use the B&O 
northward to the town of Indiana fro m Black Lick, 
from which a ll its customers can be served except 
those on the tea m track at Homer City. Customers 
involved could more readily be served by the B&O 
from the tow n of Indiana. 
-Pennsylvania Office of Planning a nd Development 
says the accurate car count for 1973 was 423 not 
305. 
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-The 287 cars from Indiana station shown in the 
Preliminary System Plan are not shown in support• 
ing ques tionnaires. 
-The line t raverses large coal reserve fields which 
presently serve the Homer City power pla nt. Penn• 
sy lvania Electric and New York Gas insist that one 
rail outlet must remain to both the power plant and 
the reserves. Retention of this branch is vital due to 
the B&O's abandonment application. 
-Plans for the coal development on the Yellow 
Creek Branch (USRA Li ne No. 327) are being de• 
fayed due to the ques tionable status of the Indiana 
Branch. This development would ins ure the through· 
routing of over 500,000 tons of coal a nnua lly over this 
bra nch in the near future. 
-The estimated cost for upgradi ng this line to FRA 
Class I s tandards s hould be reviewed. T he available 
information on the li ne indicates t hat t he tie replace• 
ment estimate may be high. 
-The Chessie is only in terested in providing service 
to s h,ppers at I ndiana. 

I 



USRA ANALYSIS 
HEMPFIELD INDUSTRIAL TRACK 

USRA Line No. 331 

Penn Central 

', HEMPFIELD 
PC HEMPFX.ELD JUNCTION 
INDUSTRIAL ~ 
TRACK ', C Southwest 

'\ , Secondary 
8.9 miles Track, PC 

HERMINIE 

The Hempfield Industrial Track, formerly part of 
the Pennsylvania RR, extends from Hempfield JWTUJ­
ti<m (Milepost 0.0), to H erminie, Pa. (Milepost 8.9), a 
distance of 8.9 miks, in Westmoreland County, Penn­
sylvania. This line connects at Hempfield Junction with 
the Southwest Secondary Track of the PC. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 
Eisaman ---------------- ---------------- ------------ 74 
Madison ---------------------------------- --- ------- - 18 

Hermlnle -------- - -------------------------- --------- 104 
Hempfield Br_____________________ __ ____________ ______ O 

Sinclair -------------------------- ----- ----------- --- O 
Cribb --- - ---- - --------------------------------- - ----- 0 

Total carloads generated by the line___ _____ ______ 196 
Number of round trips per year____________ ____ ____ __ 50 
Estimated time per round trip (hour:s) ___ ____________ 2. 0 

Revenue received by PC_____________________ $60, 612 
Average revenue per carload_________________ $309 

' ---
Variable (a voidable ) cost of continued service : 

Co~-t incurred on the branch line ____________ 70, 874 
Cost of upgrading branch line to FRA class 

I : {1/ 10 of total upgrading cost) _________ 17,568 
Cost Incurred beyond the branch line __ _____ 48, 578 

Total variable (avoidable) cost_ __ __ __ _ 137,020 

Net contribution ( loss ) • totat_ ______________ _ (76,408) 

USRA Recommendation 

Although the preliminary recommendation is that the 
Hem pfield Industrial Track not be included in the Con­
~ail System, the possibi'lity of immediately increasing 
revenue must be explored before a final recommendation 
can be made. 
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331 
PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-Pennsylvania Office of Planning and Development 
states that the branch formerly served several large 
coal companies. Some of their mines were closed 
when 40-50 percent of the coal had been recovered 
and some of the companies had acquired rights to 
the deeper Freeport Veins which have not yet been 
mined. In 1973 actual car use was 243 not 196. 
-Shuster's Building Components near Herminie 
projects that shippers on the line will use 247 cars 
in 1975, 297 in 1976, 356 in 1977, 428 in 1978, 512 in 197S 
and 617 in 1980. 
-Pennsylvania PUC suggests that this line be re­
tained for potential traffic because it serves a grow­
ing industrial area and the untouched Freeport Vein 
coal. 
-The estimated cost for upgrading this line to FRA 
Class I s tandards should be reviewed. The avail­
able information on the line indicates that the tie re­
placement estimate may be high. 
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335 
PENNSYLVANIA 

USRA ANALYSIS 
PORTION OF COAL LICK RUN 

USRA Line No. 335 

Penn Central 

PC to ---+I • 
, Connellsville / ." 

PC to ----' , / : 
West Brownsville "- / ." f-e&O to 

"-, ." Connell svi II e 

Redstone Junctio~ ./ 

1.9 miles f / 

INDUSTRIAL TRACK ----.. \" 
COAL LICK RUN /UNIONTOWN 

AT UNIONTOWN , PC •• 
\ • • ..-0&0 to Clarksburg 

,)'\ ·. 
/ '·. PC to Fairchance 

This portion of the Coal Lick Run, formerly part of 
the Pennsylvania RR, extends from Milepost 0.0 to 
Milepost 1.9 at Uniontown, Pa. , a distance of 1.9 miles, 
in Fayette C'ounty, Pennsylvania. This segment con­
nects with the PC line to Brownsville Junction nnd the 
PC line to Connellsville at Uniontown; both of which 
are under study in this Report. This line nlso connects 
with tho B&O line to Dickerson Run nnd the Western 
Maryland to Greene Junction. A petition wus filed with 
the ICC for abandonment of this line (Docket No. 
AB- 5 Sub. 70), but it was withdrawn. 
Summary of USRA Data 

Stations (with their 1973 carloads) served IJy this line : 

Uniontown 
1 

--------------------------------------- 86 

Total ca rloads generated by the line______________ 86 
Number ot round trips per year____________________ 52 
Estimated time per round trip (hours) ______________ 1 
1 Includes only shippers on segment. 

Revenue received by PC--------·----------------- $36, 925 
Average revenue per carload ______________ $429 

Variable (a voidable) cost of continued 
service : 

Cost incurred on the branch line ________ 17, 340 
Cost of upgrading branch line to FRA Class 

I : (1/10 of total upgrading cost) ______ 5,118 
Cost incurred beyond the branch line __ ___ 21, 986 

Total variable (avoidable ) cost_ ____________ _ 
Net Contribution (loss) : totnL _____________ ___ __ _ 

USRA Recommendation 

44,444 

(7,519) 

It is not recommended that this portion of the Coal 
Lick Run Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Pennsylvania Office of Planning and Develop. 
ment says that this line generated 200 cars in 1973. 
-Pennsylvania PUC submitted the following traffic 
data. The figures show more than a 50 percent in. 
crease in traffic, which USRA said was needed to 
recover costs. 

Company: Carloada 
Art Snyder. ...... . •............... ... ... ....... . ... 15 
Agway .. . .............. . ..... . .. . ........... ...... . 30 
Agway Home & Garden............... .............. 12 
Wilson Packing.......... . ................ ......... 52 
Foundry Tech......................... .. .. ..... .. ... 17 
Bower Lumber & Home Building.................... 104 

Tot.ii •.........••. _... .• . • . . •. . •. . .. . .. ... . .. .. ... 230 

-All these users are on the first mile of t rack. 
-The Fayette County Board of Commissioners sup• 
port retention of service. They point out that service 
is dependent on line 663 which USRA recommended 
not be included in ConRail. 
-The City of Uniontown's "Disaster Urban Re• 
newal Project" has indicated an interest in acquir• 
ing the line. 
-'fhe Chessie is only interested in providing service 
to shippers at Uniontown. 



USRA ANALYSIS 
PORTION OF BRIDGEVILLE & McDONALD 

BRANCH 

USRA Line No. 344 

Penn Central 

N&W Ry 
~ 

PORTION • 
BRIDGEVILLE & ." 

~~f~~~.L~C ~/ 
1 ... 

SY GAN .. • •• ~ •• ■ en en Y.,RIDGEVILLE 

. f 1+-0. smiles _.( I 
N&W Ry I .,..washington 

I Secondary 
Track , PC 

This portion of the Bridgeville & McDonald Branch, 
formerly part of the Pennsylvania RR, extends from 
Bridgeville (Milepost 0.9), to Sygan, Pa. (Milepost 
1.4), a distance of 0.5 miles, in Allegheny County, 
Pennsylvania. At Bridgeville, this line connects with 
the Washington Secondary Track, PC. Both Sygan and 
Bridgeville are also served by the Norfolk & Western 
Ry. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 

Bridgeville' ----------------------------- - --------- 7 

Total carloads generated by the line______________ 7 
Number of round trips per year______________________ 14 
Estimated time per round trip (hours) ______________ 0. 5 
1 Includes only shippers on segment. 

Revenue received by PC _____________________________ $1, 823 

A,·erage revenue per carload__________________ $260 

Variable (avoidable) cost of continued service :--
Cost Incurred on the branch line _____________ 5, 490 

Cost or upgrading branch line to F RA class I 
(1/10 or total upgrading cost) _____________ 1, 239 

Cost Incurred beyond the branch line _______ 1, 130 

Total variable (avoidable) cost________________ 7,859 

Net contribution (loss) : totaL ____________ _______ ___ (6, 036) 

USRA Recommendation 

~t is not recommended that this portion of the 
Bridgeville & McDonald Branch be included in the 
ConRail System. 
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344 
PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony stated that there are extensive unde­
veloped deep coal reserves in this area, owned pri­
marily by U.S. Steel. At some future date an under­
ground mine may be developed; however, presently, 
there is potential for a strip gathering tipple loca­
tion. 
-Pennsylvania PUC believes the line does not gen­
erate enough traffic to warrant retention. 
-Desmet Lumber and Supply Co., 84 Lumber Co., 
Ionics, Inc., Mulach Steel Corp., and Nicholson Pile 
Co. want service continued. Nicholson Pile used 35 
cars in 1974. All of these rail users are at Bridgeville 
except Desmet which is at Cecil . 
-Lumber Distributors, Inc., at Bridgeville received 
74 cars in 1974 and expects to use 95 in 1975. 
-A review of USRA's calculations indicates that the 
first "average carloads per train" should read "aver­
age carloads per week," and the figure should be 
.13 not 1.5. 



345a 
PENNSYLVANIA 

USRA ANALYSIS 
WESTLAND INDUSTRIAL TRACK 

USRA Line No. 345a 

Penn Central 

WESTLAND~ /~PC to Carnegie 

3.ornifes--./ I 

? Housto~ / 

WESTLAND INDUSTRIAL JUNCTION WITH 
TRACK . PC WASHINGTON 

/ SECONDARY TRACK 
Washington Secondary ➔/ 
Track. PC / 
to Washington 

The Westland Industrial Track, formerly part of the 
Pennsylvania RR. extends from the Jwncti.on with 
W ashington Sec<mdary Track (l\Iilepost 0.0), to West­
land, Pa. , (:.\Iilepost 3.0), a distance of 3.0 miles, in 
Washington County, Pa. This line is a branch off the PC 
Washington Secondary Track, formerly known as the 
Charters Branch. The Washington Sec~ndary Track is 
also under study in this Report. 

Information for Line Retention Decision 

Available information indicates that there are no 
shippers served by this line. 

USRA Recommendation 

It is not recommended that the Westland Industrial 
Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Pennsylvania Office of Planning and Devel• 
opment shows this line handled 306 cars in 1973. 
-This line is in active use for almost a mile west of 
the Borough of Houston, serving the Washington 
Steel plant. Washington Steel has averaged 300 car• 
loads annually and expects to use over 400 as a result 
of expansion. This line is the only rail line it has 
avialable. 
-Pennsylvania PUC points out that abandonment 
of this line from milepost 3 to milepost 5 was au­
thorized by the ICC at AB-5 (Sub-31) on Septem­
ber 13, 1972. It believes that the line beyond the 
Washington Steel plant should be retained because 
of the potential coal traffic. 
-The Bituminous Processing Company, Inc. owns 
approximately 200 acres of land in the area. This 
includes approximately 30 acres of Pittsburgh seam 
coal which will be opened for stripping in the near 
future. Estimates of recoverable coal reserves lo­
cated near this branch line are 2 million tons. This 
firm anticipates transporting over this line and line 
345. 
-The Director of Coal Development at Penn Cen­
tral stated that they will serve a new Consolidated 
Coal Company mine at Westland and a cleaning 
plant which will be developed in 4 to 6 years to re­
place the then obsolete Montour mines. The new 
mine would produce 2.5 million tons annually, and 
demand service from the north and the south, there­
fore employing the Penn Central Westland Branch. 



USRA ANALYSIS 
KOBUTA INDUSTRIAL TRACK 

USRA Line No. 352 

Penn Central 

/ PC to Youngstown 
\ t( and Chicago 

_A'• "' P&LE to Youngstown \ \ 

PC to Yellow Creek ..,.. ~••"':' -iR:-:ester 

\ ..... ~ .......... ~?f.~~f:q \ 
, KOBUTA \ Q Conway 

SHIPPINGPORT if-. 5.7 miles \. \ PC to 

KOBUTA INDUSTRIAL / \.\~ Pittsburgh 
TRACK . PC 

P&L E to Pittsburgh 

The JCobuta Industrial Track, formerly part of the 
Pennsylvania RR, extends from Shippingport (Mile­
post 28.i ), to Kob11ta. Pn. (:\filepost 34.4), a distance of 
5.7 miles, in Beaver County, Pennsylvania. 

Information for Line Retention Decision 

The PC does not serve this line. The Duquesne Light 
Co. has leased 4.75 miles of this line and rail service 
is being provided by the P&LE via its own lines and 
trackage rights ove r 0.95 miles of the P C. Service can 
be continued under the current arrangement or by the 
assumption of less than one mile of track by the Du­
quesne Light Co. or by the P&LE .• \ n ernluation of coal 
reser\'eS by CSR.A staff indicated that there are no sig­
nificant reserves adjacent to this line. 

USRA Recommendation 

It is rwt recommended that the Kobuta Industrial 
Trnck be included in the ConRai l System. 
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352 
PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-Duquesne Light Co. objects to the proposed dis­
continuance of service. It leased the right of way 
between milepost 28.76 and 33.5 from Penn Central 
Transportation Co. in 1969. Duquesne has a proprie­
tary interest with other electric public utilities in 5 
major generating units under construction along the 
right-of-way. All are located in Shippingport. Two 
are nuclear units and 3 are coal fired . 
-The 0.95 mile segment of this line between the 
leased portion and Kobuta belong to the P C. The 
Pittsburgh and Lake Erie has trackage rights over 
this portion and is providing service over the entire 
line. USRA proposes that the current arrangement 
be continued, or that Duquesne assume Penn Cen­
tral's 0.95 mile. Duquesne does not find this accept­
able because it is fraught with legal and financial 
complications. 
-The Shippingport Atomic Power Station operated 
by Duquesne is adjacent to the power plants. The 
reactor at the power s tation is owned by the United 
States Energy Research and Development Adminis­
tration. 
-Rail service is necessary during construction and 
will be vital for the operation and maintenance of 
these plants. 
-Pennsylvania Office of Planning and Development 
says the line generated 64 carloads in 1973. 
-Pennsylvania PUC points out that the P&LE 
shippers on the 0.95 mile section of PC track are not 
mentioned in the Preliminary System Plan. 
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USRA ANALYSIS 
SCOTTDALE INDUSTRIAL TRACK 

USRA Line No. 355 

Penn Central 

PC to Radebaugh 

\ I SCOTTDALE MOUNT 
\ IN DUSTRIAL PLEASANT 
\ TRACK . PC 

\ \ ... -~ 
• •• • • «',\es 

SCOTTDALE p • °/c,.'> 
J." y 

•• •( Everson 

: I 
/ • f PC to Connellsville 

B&O to I~ 
Broad Ford / 

The Scottdale Industrial Track, formerly part of 
the P ennsylvania RR, extends from Scottdal,c (Mile­
post 0.0), to Mount P leasant, Pa. (:',Iilepost 5 . .>), a dis­
tanee of .5.5 miles, in " 'estmoreland County, P ennsyl ­
Yania. At Scottdale, this line connects ~ith the Routh-

west Secondary T rack. PC. The Baltimore & Ohio Rail­
road also serves Scottdale and )fount Plem,ant , 

Summary of USRA Data 

Stations ( with their 1973 carloodsl ser\'ed by this line: 
~1ount Pleasant---- - ---------- ---------------------- 193 

'l'otal carloads generated by the line____ _____ ____ 193 
Number of round trips per yea r _____________________ 76 
Estimated time per round tri 1> (ho11rsl--- _ __ _______ 2. 6 

Revenue received by P C--------------------------- $64, 921 
Average revenue per carload-- - ------------ $336 

Variable (avoidable) cost of continued serv­
ice : 

Cost incurred on tbe branch line ________ __ 66, 367 
Cost of upgrad ing branch line to FRA Class 

1 : (1/ 10 of total upgrad ing cost) _______ 10, 463 
Cost incu rred beyond the branch line ______ 37, 662 

Total va riable (avoidable ) cost_ _____________ 103,482 

Net contribution (loss) : totaL _______ ____ _______ ___ (38,661) 

USRA Recommendation 

Although the preliminary recommendation is that 
the Scottdale Industrial Track not be included in the 
ConRail System. the possibility of immediately increas­
ing revenue must be explored before a final rerommen­
dation can be made. 

PU BLIC RESPONSE AND RSPO COMMENT 
-This line traverses a n area replete with coal re­
serves. Over 50 small a nd medium size operations 
are now stripping in the area. 
-Sinter Fuel Company ships a n average of 200 car­
loads annually over this line. Sin ter indicated it 
would be forced to close if rai l service were not avail­
able. As S inter is located on the west side of Jacob's 
Creek, the Baltimore and Ohio Ra ilroad's Scottdale 
Branch is no t a feasible alternative. 
-Two s trip operators developi ng mines in the area 
have plans to temporari ly ship from the Sinter Fuel 
tipple. Sinter indicated that t hese developments 
could result in the s hip n ent of over 1,800 carloads 
annually from their plant within the next two to five 
years. 
-Pennsy lvania Office of Pla nning and Development 
shows the line generating 588 carloads in 1973. 
-Shipper surveys indicate 15-23 employees would 
lose their jobs if service were aba ndoned. 
-The estimated cost for upgrading this line to FRA 
Class I standards s hould be reviewed. The available 
information on the line indicates that the tie replace­
ment estimate may be hig h. 
-The Chessie is only interested in providing serv• 
ice to shippers at Mt. P leasan t. 
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USRA ANALYSIS 
HOUSTON SECONDARY TRACK 

USRA Line No. 356 
Penn Central 

' \ 
/ \ 

PC ID Hew WolmonglDn \ 

EL to Ferrona 

MERCER 

' ·,.; 
\ \: 

- HOUSTON SECONDARY 
TRACK. PC 

PC to Sharon➔\ , 
B&O to Youngstown \ 

\ Oakland ).{ • Hew Castle Junction 

• • • • • • • • • ~. •. ~ • • t-B&O to P1ttsbursh 
• • • • • • • • • • \• • • • • •• • • • • • P&LE -8&0 

P&L E to /' __ _ j~ • • • •4-- Jo in t to P ittsburit, 
Youngstown /' Castle -~ 

PC 10 Youngs10wn P C to Con.,ay 

The Houston Secondary Track. formerly part of the 
Pennsylrnnia RR. extends from New 0(1)Jtle (Milepost 
49.9) to Jferce1-, Pa. ()Iilepost 72.5), a distance of fg.6 
1niles, in Lawrence and )Iercer Counties, Pennsylvania. 
The ·w ilmington Branch, PC, connects with this line at 
Wilmington Junction (a lso under study in this report). 
The following lines also sen·e New Castle: P.C. Erie 
and Pittsburgh Branch. Erie Lacka"anna Ra ilway 
New Castle Branch: Pittsburgh & Lake Erie Railroad, 
and the Baltimore & Ohio Railroad. Petition for per­
mission to abandon was filed before the I.C.C. on 
June 26. 1972, (Docket No. AB-5, Sub. 47). On Septem­
ber 25, 197±, the PC' applied to the U.S. Railway Asso­
ciation for the same permission (USRA Docket No. 75-
2i). X o action has been taken on either application. 
Summary of USRA Data 
Stations (with their l!n3 carloads) sen-ed by this line: 

liercer -------------------------- ------------------ 224 
Volant -------------------------------------------- 0 Houston Jct __________ _________ _____________________ o_ 

Total carloads generated by the line______________ 224 
Number of round tr ips per year___________ _________ __ 52 
Estimated time per round trip (hours)____ __________ 8. 0 

Revenue received by PC __________________________ _ $69, 106 

Average revenue per carload______________ $309 

Variable (avoidable) cost of continued 
service : 

Cost Incurred on the branch line_________ 176, ll79 
Cost of upgrading branch line to F RA 

Class I : (1/10 of total ui,gradlng cost)_ 26, 115 
Cost incurred beyond the branch line____ 521 017 

Total variable (avoidable) cost;..____________ 254, 611 

Xet contribution (loss) : totaL------------------- (185,505) 

USRA Recommendation 

It is not recommended that the Houston Secondary 
Track be included in the ConRail System. 
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PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Lawrence County Board of Commissioners 
points out that Line No. 347, the Wilmington Branch, 
shown as an out-of-service line, is a 2.9 mile spur off 
this track, and is presently serving New Wilmington. 
If the two lines were analyzed as one, the car count 
would be 310 for 1973. 
-Local officials questioned a per car cost of $787 
on this branch and only $85 car cost on the Walford 
Branch, another line in the county which USRA 
analyzed and found profitable. 
-Pennsylvania Office of Planning and Development 
says the line generated 233 cars in 1973. 
-Pennsylvania PUC stated that although this 
branch does not generate sufficient traffic to be viable 
using USRA methodology, it is vita l to the survival 
of the Reznor plant. 
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USRA ANALYSIS 
PORTION OF THE JAMESTOWN SECONDARY 

TRACK 
USRA Line No. 360 

Penn Central 

LIN ESVIL 

PC to 
\ Thornton Junct ion 

, ✓ 
\ 

PORTION 
J AM ESTO WN SECONDARY 

+-TRACK PC 

---, -- J~~T£._W!!_ _ 

Stoneboro __,- , 4- PC to New Cast le 
Branch , PC , 

' This portion of the Jamesto,~·n Secondary Track, for-
merly part of the Pennsylvania RR, extends from 
Jamesto wn (Milepost 90.6) to L inesville, Pa. (Mile­
post 103.6) , a distance of 13.0 miles, in ~lerce r and 
Crawford Counties, Pennsylvania. A continuation of 
this line extends northward from Linesville, which is 
also under study in this report. The Stoneboro Branch 
and the Erie & Pittsburgh Branch, connect with this 
line at Jamestown, Pa.; the Erie & Pittsburgh Branch 
is also under study in this Report. Petition for permis­
sion to abandon was filed with the ICC on August 13. 
1972, Docket No. AB-5 (Sub No. 22). On September 
25, 1974, the PC petitioned the U.S. Railway Associa­
tion for the same permission (Docket 75-44). No action 
has been taken on either application. 
Summary of USRA Data 
Stations (with their 1973 carloads ) served by this line : 

Westford------------------------------------------ 33 
Linesville ---------- --------- ----------- ------------ 4 
Espy ville ----------------------- --- ---------------- o 

Total carloads genera ted by the line ___ ___________ --3-'-7-
Number of round trips per year______________________ 45 
Estimated time per round trip (hours )_______________ 3. O 

Revenue received by PQ____ _____ ___________ _____ __ $10, 216 
Average revenue per carload____ ___________ _ S27G 

Yariable (avoidable) cost of continued servic!' 
Cost incurred on the branch line_ ________ _ 94, 913 
Cost of upgrading branch lin1> to F RA 

Class I (1/ 10 of total upgrading cost)____ O 
Cost incu rred beyond the branch line_____ 7

1 
709 

Total variable (avoidable ) cost___ ___ ______ ___ 102,622 
Net contribution (loss) : total_ ___ __________________ (92,406 ) 

USRA Recommendation 
It is not recommended that thi s portion of the James­

town Secondary Track be included in the ConRail Sys­
tem. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Jamestown-Linesville Rail Service Research 
Committee estimates that farmers would experience 
increased operational cos ts of $800-$1300 annually 
if service is abandoned. T he Committee sees this 
proposal as an economic constrain t on the farmer 
and a hindrance to local industria l g rowth. 
-The Rockwell International Toteline plant in 
Linesville a nticipates increasing produc tion. The)' 
envision using at least 5 additional ca rloads per 
month. 
-The City of Erie believes abandonment of this lint 
would jeopardize port traffic. It would eliminate 
service over the most direct rai l ro ute between Erie 
and Pittsburgh. 
-The Pennsylvania P UC thin ks t ha t USRA's on­
branch and off-branch costs per car a ppear unrea­
sonable. 
-This line is one of many north-south routes in 
western Pennsylvania recommended for abandon­
ment, or relegated to stub a nd branch tracks. Con­
cern has been expressed over the potential impact 
on service of this proposed circui ty. 



USRA ANALYSIS 
PORTION OF THE OIL CITY SECONDARY 

TRACK 
USRA Line No. 647 
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,,, •••,O 211.4 miles Low Grade 

B&O RR Secondary 
rTrack, PC 

All egheny ------
Secondary RED BANK 
Track, PC,./ 

I 
I 

This portion of the Oil City Secondary Track, for­
merly part of the Pennsylvania RR, extends from Red 
Bank (Milepost 63.5) to E mlenton, Pa. (Milepost 90.3) 
a distance of 111 -4 miles, in Venango and Clarion Coun­
ties, Pennsylvania. This line connects with the Alle­
gheny Secondary Track also under study in th.is Report, 
and the PC Low Grade Seoondary Track,.11,t Red Bank. 
Parkers Landing is also served by the Baltimore & 
Ohio RR (opposite side of the Allegheny River). At 
Emlenton this line continues on to Oil City which soo­
t.or is also under study in this Report. 
Summary of USRA Doto 
Stations (with their 1973 carloads) served by this line : 

E. Brady ------------ --------------------- --------- 321 
Parkers Landing ---------- - ----- ------------------- 1 
Foxburg ------------- --- --- ----------------------- 35 
Emlenton ------------------------------------------ 2, 274 

Total carloacts generated by the Line __________ 2, 631 
Number or round trips per year______________________ 250 
Estimate time per round trip (hours)________________ 11. 0 

Revenue received by PC __ __ __________ __ __ __ ___ ____ $784,249 

Average revenue per carload______________ $298 

Variable (avoidable) cost or continued service : 
Cost Incurred on tbe branch line _____ ___ 829,445 
Cost or upgrading branch line to FRA 

FRA Class I : (1/10 or total upgrading 
cost)--------- -------------------- - - o 

Cost Incurred beyond tbe branch line____ 524, 284 
Total variable (avoidable) cost____ ___ ___ __ 853, 729 

Net contr!outton (loss) : totaL____ ___ ______ __ __ __ (69, 480) 
USRA Recommendation 

It is Mt recommended that this portion of the Oil 
City Secondary Track be included in the ConRail Sys­
tem, ,e:»cept for the traffic at Emlenton, Pa. 
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PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony was for this line and Line No. 648. 
-The Lake Erie, Franklin and Clarion Railroad a 
privately owned short line operating betw:en 
Clarion and Summerville, opposes abandonment of 
this line. In the first 2 months of 1975, it moved 27 
cars of coal from Donald Deitz Co., destined for the 
Quaker State Refining Company at Emlenton. This 
is expected to yield about $11,000 in revenue in 1975. 
Also abandonment would shut off the EL as a source 
of cars to be used for shipments by the Hanley Co. 
at Summerville and Owens-Illinois Glass Manufac­
turing plant at Clarion. The EL supplied the 
LEF&C with 127 cars from Oil City in 1974. Without 
these cars the LEF&C would have lost $10,800 in 
revenue. 
-Rex Hide, Inc., at East Brady used 321 cars in 1973 
and 500 in 1974. Without adequate rail service, the 
company will close and 240 to 260 people will lose 
their jobs. 
-Quaker State Oil Refining Corp. at Emlenton ships 
or receives lube oil additives and coal. Its traffic 
totalled 2,274 carloads in 1973, and 2,827 in 1974. It 
believes the route to Pittsburgh is the most feasible 
way of having its facility served by rail. 
-The City of Erie believes abandonment of service 
would damage the port's competitive position by 
eliminating the most direct rail route between Erie 
and Pittsburgh. 
-The Pennsylvania Office of State Planning and 
Development says that the stations of East Brady, 
Parkers Landing and Foxburg generated 449 car­
loads in 1973. 
-Pennsylvania PUC points out that if service on 
this line is abandoned, the only remaining north­
south routes available to western Pennsylvania will 
be at Buffalo, N.Y., and Ashtabula, Ohio. USRA evi­
dently looked at lines individually and did not con­
sider their potential for efficient, economical service 
to the system. The circuity caused by the abandon­
ment of this line will be tremendous. A derailment 
or catastrophe could virtually stop ConRail's north­
south movements in Pennsylvania. 
-The C&K Coal Co. of Clarion County objects to 
the abandonment of this line. It has estimated coal 
reserves of 65,000,000 tons and is located on the 
Sligo Branch of the PC. This branch feeds into 
USRA Line No. 648. 
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USRA ANALYSIS 
PORTION OF ALLEGHENY SECONDARY TRACK 

USRA Line No. 648 
Penn Central 

PO RTION OF ,,._PC to Oil City 

ALL EGHENY 
SECONDARY r--. RED BANK 
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I .4 r Shawmut RR 

1 B&O P itts burgh-
+ Buffalo line . . . . . .. . ..... 

I • 
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• •• •• 4-PC to 
/ Kiskiminetas J ct. 

This portion of the Allegheny Secondary Track, for­
merly part of the Pennsylvania RR. extends from 
Schenley (Milepost 29.2) to Red Bank, Pa. (Milepost 
63.5), a distance of 34/1 miles, in Clarion and Armstrong 
Counties. Pa. This line continues south to Kis­
kimineLas Junction and north to Oil City; the northern 
extension is also under study in this Report. The B&O 
crosses at Mosgrove and the Pittsburg-Shawmut Rail­
road runs parallel from Schenley to :Mahoning and then 
runs east. 
Summary of USRA Data 
Stations ( with their 1073 carloads) served by this line : 

Godfrey --------------------------------------- ' --- 94 
Kelly ---------------------------------------------- 0 
Logansport ---------------------------------------- 0 
Turd City------------------------------ - ----------- 979 
Kittanning ___________ ---------------------- -------- 865 
Templeton ----------------------------------------- 442 

Rimerton ------------------------------------------ 1 
Total carloads generated by the line _____________ 2, 381 

= Number of round trips per year_________________ _____ 340 
Estimated time per round trip (hours)--------------- 12. o 

Revenue received by PQ_________________________ $883, 333 
Average revenue per carload_______ __ __ $371 

Variable (avoidable ) cost of continued 
service: 

Cost incurred on the branch line___ ____ 589, 278 
Oost of upgrading branch line to FRA 

class I ( 1/10 of total upgrading 
cost)-- ----------------- ---------- 0 

Cost incurred beyond the branch line__ 536, 207 
Total variable {avoidable) cost_ ________________ 1, 125, 485 

Net contribution (loss) : totaL_ __________________ (242, 162) 

USRA Recommendation 

It is 11ot recommended that this portion of bhe Alle­
gheny Secondary Track be included in the ConR ail 
System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony was submitted j oint ly for this line and 
Line No. 647. 

-'fhis line was reevaluated by t he rSRA and has 
been recommended for inclusion in ConRail in 
"USRA News" of March 14, 1975. 



USRA ANALYSIS 
PORTION OF ALLEGHENY SECONDARY TRACK 
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This portion of the Allegheny Secondary Track, 
formerly part of the P ennsylvania RR, extends from 
Logans Ferry (Milepost 16.1} to K iskiminetas Jwnc­
tion, Pa. (Milepost 28.7), a distance of n .6 miles, in 
Westmoreland and .\ llegheny Counties, P ennsylvania. 
A continuation of th is line runs north to Schenley and 
south to Pittsburgh, both of which are under study in 
this Report as potentially excess. This line also con­
nects with the Conemaugh line. PC. at K iskiminetas 
,Junction. 
Summary of USRA Data 
Stations (with their 1973 ca rloads ) sen ed by this line : 

Logan's Ferry'------ - ------- ----------------------- 484 
Parnassus ----------------------------- ------------ 0 
New Kensington ___________________________ ________ _ 2, 543 
Braeburn _________________ ___________ __ __ ____ ___ _____ 7_ 

'Total ca rloads generated by the line __________ ____ 3, 034 
:\'umber of round trips per yea r _______ _____ __ ___ __ ___ 250 
Estima ted time per round trip (hours ) _________ ______ 11 
1 Includes only t raffic on segment. 

Revenue received by PQ _______ _________ ___ ___ ____ $1, 316, 864 

Average revenue per carload----- ---- ---- ~ 
Variable (avoidable) cost of 

continued services : 
Cost Incurred on tbe branch line __ ____ __ 288, 229 
Cost of upgrading branch line to 

FRA Class I (1/ 10 of total 
upgrading cost) ________________ __ 26, 425 

Cost Incurred beyond tbe branch line ---~ 
Total va riable (avoidable) cost ________ ___ __ 989, 507 

Net contribution ( loss ) tota l _________ _______ _____ 327, 357 

USRA Recommendation 
It is recommended that the portion of the Allegheny 

Secondary Track from Muepost 16.1 to Milepost 18.6 
be included in the ConRail System. 

It is not recommended that the portion of the Alle­
gheny Secondary Track from Milepost 18.6 to Muepost 
ft8.7 be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Standard Terminal, Inc., is located in Arnold at 
milepost 19.3. USRA recommends that only the por­
tion of the line between milepost 16.1 and 18.6 be in­
cluded. Standard believes it should continue to re­
ceive service at Arnold and that there is confusion 
because the traffic it generates at Arnold is con­
s igned to it at New Kensington, where it has another 
facility. PC serves Arnold from its New Kensington 
yard. In 1974 Standard received 1,721 cars (150,000 
tons) and shipped 134 cars (11,000 tons). Standard 
requests that USRA extend the portion of this line 
to be included by 1.4 miles to milepost 20.0. 
-There is an industrial park 0.7 of a mile north of 
milepost 18.6 which will be left without service if 
the line is discontinued. Westmoreland County urges 
extension of the line to serve this industrial devel­
opment. 
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USRA ANALYSIS 
PORTION OF RIDGWAY SECONDARY TRACK 
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T his portion of the Ridgway Seconda ry Track, for­
merly part of the Pennsyh·ania RR, extends from 
B1·ockway (Milepost 19.0) to Falls Creek, Pa. (:.\Iile­
post 27.3 ), a distance of 8.3 miles, in J efferson County, 
Pa. The Pittsburgh & Shawmut RR and the Erie Lack­
awanna Ry connect with this line at Brockway. This 
line continues south to Curn-ensville (via trackage 
r ights over the B&O, which is also unde1· study in this 
RPport). The Low Grade Secondary Track, PC, con­
nects at Falls Creek and runs west to Red Bank and 
east to Driftwood. The Baltimore & Ohio RR runs 
pa rallel to this line and continues north to Ridgway and 
south to Curwcns,·ille or Pittsburgh, forking near Du­
Bois. 
Summary of USRA Data 
Stations ( wi th their 1973 ca rloads) served by this line : 

Brockway ----------------------------------------- 2 

~I inns _ ----------------------------------- ------- 627 
Total carloads generated by t he line______________ 629 

Number of round tr ips per yea r ______________________ 120 
Es timated lime per round trip (hours ) _______________ 9. 0 

Revenue received by PC ____________________________ $161 ,597 

Average revenue per carload ________________ $257 
Variable (avoidable ) cost of continued service: 

Cost incurred on the branch line _________ 131, 575 
Cost of llpgrading branch line to FRA Class 

I : (1/ 10 of total upgrad ing cost ) ______ 8, 126 
Cost incurred beyond the branch line ______ 128, 989 

Total variable (avoidable) cost_______________ 268,690 
Net cont r ibution (loss) : totaL ______________________ (107, 093 ) 

US·RA Recomm endation 
Although th'e preliminary recommendation is that 

this portion of the Ridgway Secondary Track not be 
included in the ConRail System, the possibility of min­
able coal must be explored before a final recommenda­
t ion can be made. 

482 

PUBLIC RESPONSE AND RSPO COMMENT 
-Benjamin Coal Co. has a tipple located near Brock. 
way and ships 1,000 tons of coal da ily by rail. 
- Service at Brockway was stopped two years ago 
when a portion of track was washed out. The Es­
quire Fuel Co. trucks approximately 100,000 tons 
of coal annually 7-8 miles to the P ittsburgh & Shaw­
mut Railroad. Attempts to use the EL or the B&0 
have failed. 
-Pennsylvania Public Utility Commission's posi­
tion is that because the line is now in use to load 
coal at Minns, it should be retained at least until 
major repairs are necessary. This is in accord wfth 
the statement on page 340 of the P lan on the As­
sociation's position on service to fossil fuel re­
sources. 
-The P UC also points out that PC indicated in a 
track waiver petition to FRA that 930 crossties were 
required, not 1,250, the number used by the Associa• 
tion. 
-The estimated time per round trip appears to be 
high cousidering the traffic an d the length of the 
line. 
-The Chessie is interested in acquiring approxi­
mately 3 miles of the line between Brockway and 
Minns. 



USRA ANALYSIS 
PORTION OF INDIANA SECONDARY TRACK 

USRA Line No. 655a 
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This portion of the Indiana Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Blairsville (Milepost 2.9), to Black Lick. Pa. (Milepost 
7.3), a distance of 4.4 miles, in Indiana County, Pa. At 
Blairsville this line connects with Penn Central, 
Conemaugh line. At Black Lick PC branches from In­
diana and Ebensburg converge, both of which are also 
u;1der study in this Report. 

Summary of USRA Data 

Stallons (with their 1973 carloads) se rved by this line: 
Smith --------------------------------------------- 1 

Total cnrlonds generated by the line______________ 1 

:\'umber of round trips per year______________________ 2 
Estimated time per round trip (hours)_______________ 2 

Revenue receh•ed by pc__ _________________________ $263 

Average revenue per carload__ ____ _______ $263 

Variable (avoidable ) cost of continued 
service: 

Cost incurred on the branch line__ ____ _ 28, 337 
Cost of upgrading branch line to FRA 

Olass I (1/10 of total upgrading cost) 4,544 
Cost incurred beyond the branch line___ 394 

Total variable (avoidable) cost. _____________ 33,275 

Net contribution (loss) : Total. __________ ________ _ (33,012) 

USRA Recomm endation 

It is not recommended that this portion of the Indi­
ana Secondary Track be included in the ConRai l Sys­
tem. 

&10-918 O • 7$ _ :u 
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PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-The USRA announced on March 14, 1975, that fur­
ther evaluation of coal reserves in the vicinity of 
this line has resulted in its being recommended for 
inclusion in ConRail. 
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USRA ANALYSIS 
PORTION OF SHAMOKIN SECONDARY TRACK 

USRA Line No. 659 
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This portion of the Shamokin Secondary Track form­
erly part of the Pennsylvania RR, extends from Sun­
bury (Mi lepost 0.0) to Thompson, Pa. (:\Iilepost 2.8) . 
a distance of f!.8 miles, in Northumberland County, Pa. 
A continuation of this line runs from Thompson to 
Mount Carmel ( also under study in this Report). At 
Sunbury the Harrisburg-Buffalo line connects with this 
line. Also at Sunbury, the Reading Railroad intersects 
the Harrisburg-Buffalo line and runs eastward to Sha­
mokin, parallel to this line. 

Summary of USRA Data 

Stations (with their 1973 ca rloads) served by this 
Line: Sunbury'------------------------------------ 113 

Total carloads generated by the line____________________ 113 
Number of round trips per yea r______________________ 52 
Estimate time per round trip (hours)________________ 4 
1 Includes only traffic on segmen t. 

~venue received by PC ___________________________ $57,511 

Average revenue per carload_______________ $509 

Variable (avoidable) cost of continued 
service : 

Cost Incurred on the branch line __________ 35, 659 
Cost of upgrading branch line to FRA 

Class I : (1/10 of total upgrading cost )__ 3,555 
Cost incurred beyond the branch line ______ 29, 366 

Total variable (avoidable ) cost_ _________ ____ 68, 580 

Net contribution (loss) : totaL _____________________ (11, 069) 

US·RA Recommendation 

It is not recommended that this portion of the Sha­
mokin Secondary Track be included in the ConRail 
System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Regional Railroad Task Force knows of no 
local rail users between Sunbury milepost 0.0, and 
Thompson, milepost 2.8 and concurs in the recom. 
mendation that service be abandoned. 
-Pennsylvania PUC contends that this line must 
be kept in ConRail to serve Line No. 659(a). This 
line is essential for hauling coal traffic. 
-Also, USRA shows 180 ties for Line No. 659 and 
1,620 for Line No. 659a, or a total of 2,179 to bring 
the lines up to FRA Class I track standards. PC in 
a waiver petition to FRA showed 1,447 ties required 
to bring these lines up to FRA Class I track stand­
ards. 
-U.S. Bureau of Mines shows that this line serves 
coal reserves of 1.9 million short tons. 



USRA ANALYSIS 

PORTION OF SHAMOKIN SECONDARY TRACK 

USRA Line No. 659a 
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This portion of the Shamokin Secondary Track, for­
merly part of the Pennsylvania RR, extends from 
Thompson (Milepost 2.8) to Mount Oa1mel, Pa. (l\Iile­
post 27.1), a distance of f4.S miles, in Northumberland 
County, Pa. A continuat,ion of this line runs from 
Thompson to Sunbury (also under study in this Re­
port) . The Reading Railroad runs paralle l to this line 
between Mount Carmel and Sunbury. 
Summary of USRA Data 

StaUoos (with their 1973 carloads) sen ·ed by this line : 

Snyderto~'Tl ---------------------------------------- 2 
Paxinos ------------------------------------------- 106 
Shamokin ----------------------------- ----- ------- 3, 081 
Locust Gap Jct_ ____________________________________ 9 
Sagon J ct_____________________ _____________ _____ ___ 0 
i\lt. Carmel__________________________________ ____ __ 6 

Total carloads generated by the line ____________ 3, 204 
Number of round tl1ps per year_________ _____________ 150 
Estimated time per round trip (hours) ______________ 10. 0 

Revenue received by PC __________________________ $636, 430 

Average re,·enue pe r carload_ _____________ $199 

Variable (avoidable) cost of continued __ _ 
sen1ce: 

Cost incurred on the branch line ________ $318, 886 
Cost of upgrading branch line to F R.A 

class I (1/ 10 of total upgrading cost)__ 22,785 
Cost incurred beyond the branch line _____ 498, 771 

Total variable (avoidable) cost ______________ $840, 442 

Net contribution (loss) : totaL _____________ _______ (204, 012) 

USRA Recommendation 

I t is not recommended that this portion of the Sha­
mokin Secondary Track be included in the ConRail 
System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Due to two industrial parks in the Paxinos area, 
a feed mill at Weighscales, and a large mine in Sha­
mokin, Northumberland County requests that the 
line be included between mileposts 12 to 18.8. A cross• 
over is recommended to eliminate parallel PC-RDG 
lines from Thompson, 2.8, to Paxinos, milepost 12. 
-The County further recommends abandonment of 
PC track within the city of Shamokin to provide a 
right-of-way for proposed highway construction. 
-A second connection between the RDG line and 
the remainder of the Shamokin Secondary Track 
should be made to serve coal deposits located on the 
line between mileposts 19 and 27.1. 
-The Brown Packaging Co. and Consolidated Cigar 
Co's new plant at P~xinos expect to receive 36 car­
loads annually of paperboard from Alabama. The 
average roll weighs 1,500 pounds and is 5 feet in di­
ameter. Truck rates are 130 percent higher than rail. 
Rail revenue on this traffic is 160 percent of cost so 
that it is desirable traffic. Brown is agreeable to 
receiving service from the RDG. 
-The Regional Rail Task Force supports abandon­
ment of the section between Thompson, milepost 2.8, 
and Paxinos, milepost 12.0, because it does not serve 
any shipper. However, there are 6 shippers and 2 
industrial parks between Paxinos and Mt. Carmel. 
Four of these operated 3,641 carloads in 1973; two 
did not begin operating until 1974 but they have ex­
pectation of 70 carloads. 
-Pennsylvania Office of State Planning and Devel­
opment shows a 1973 car count for this line and Line 
No. 659a of 4,100 compared with USRA's combined 
total of 3,317. 
-Glen Burn Colliery, Inc., at Mt. Carmel also has 
access to the RDG. It expects to need 1,900 hopper 
cars in 1975. The book value of its assets are over $5 
million and it cou ld not continue operating without 
rail service. 
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USRA ANALYSIS 

PORTION OF SOUTHWEST SECONDARY TRACK 
USRA line No. 663 
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Th.is portio~ of the South west Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Oonnellsvule (Milepost 25.0), to Fairclw.nce, Pa. (Mile­
post 44.2), a distance of 19.1! mika, in F ayette County, 
Pennsylvania. At Reading J unction this line connects 
with the Redstone Secondary T rack of the P C, also un­
der study in this Report. I t also connects with B&O 
Connellsville-to-Fairmont Branch, the N&"\V line to 
Pittsburgh, and the Western Maryland line to Balti­
more at Connellsville. This line also connects with the 
P&LE's branch to McKeesport at Connellsville. 

Summary of USRA Data 
Stations (with their 1973 carloads) sen ·ed by this line : 

Watts transfer_____________________________________ 416 

Dunbar ----- --------------------------------------- 8 
~tount Braddock____________________________________ 4 

Stambaugh - --------------- ------------------------ 0 
Uniontown ' --------------- ------------------------ 305 
Hutchinson Siding__________________________________ 2 

Fairchance ---------------------------------------- 9 
Laughead Ovens____________________________________ 288 

Total carloads generated by the line ______________ 1, 032 
Number of round trips per year_____________________ 150 
Esflmated time per round trip (hours) ______________ 7 

• Includes only traffic on segment . 

Revenue received by PC--------------------------- $361, 125 
Average revenue per caTload _____ _______ $349 
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Variable (avoidable) cost of continued 
service : 

Cost lncnrred on the banch line_______ 234, 033 
Cost of upgrading branch line to FRA 

Class I : (1/ 10 of total upgrading 
cost)---------------------------- - -- 50, 045 

Cost incurred beyond the branch line__ 247, 731 

Total variable (avoidable) cost_ _______ ______ 531,800 

Xet contribution (loss): totaL-------------------- (170,684) 

USRA Recommendation 
Although the preliminary recommendation is that 

this portion of the Southwest Secondary Track not be 
included in the ConRail System, the possibility of im­
mediatelv increasino- revenue must be explored before . "' 
a final recommendation can be made. 

PUBLIC RESPONSE AND RSPO COMMENT 

-Pennsylvania Public Utility Commission points 
out that the PC reports carloads by stations in 1973 
as follows: 

Dunbar . - - __ - - - -- . - . - - - - - . - - - - - - - - - - . - - . - - - - - - -- -- . --- • 
Mt. Braddock_ -- - -- - -- -- -- -- - -- . - - -- -- ----- · --- - -- --- -· 
Uniontown ___ ______ .·---- - -- - -- . - · --- ---- --- -- -·---·---
Hutchinson s iding ___ __ - . -- . - - -- - - - - - - --- ---- - --- -· -- •· • 
Fairchance - - - - - . - - - - . - - - - - - - - - - - - - - -- • - - - - - - -- · -- -· · · · 

9 
1 

488 
998 
282 

Total --- -- -- --- --- ------ -- -- ----- ----- · ----·····- 1,785 

Compared with 1,032 carloads given by USRA, this 
is more than the 150 percent increase in traffic USRA 
says is needed for viability. 
-This line parallels a Baltimore and Ohio main 
line. Service could possibly be furnished by the B&O 
if appropriate connections were made. 
-A review of USRA's calculations indicates that, 
even accepting the accuracy of their data, a 47 per· 
cent increase in rates is necessary to recover costs, 
not a 165 percent increase as stated in the PSP, 
-Steel Scaffolding operates plants at Uniontown 
and Connelsville. It has averaged 21 carloads for the 
last 3 years. It also trucked 66 trailers to Pittsburgh 
for loading on flatcars in 1973. 
-Freuhauf Corp. used the Braddock Station to ship 
18 trailers in 1973. 
-Pennsylvania DOT says that abandonment of 
service on this line would cut off service to Lines No. 
335 and 336. 
-PC's Southwest Branch traverses an area replete 
with strip and deep coal reserves. Much of this area 
has been extensively mined. Water drainage prob­
lems, which could be resolved today, precluded com· 
plete exploitation of many former mines. 

Continued on page 519 



USRA ANALYSIS 

PORTION OF WASHINGTON SECONDARY 
TRACK 

USRA Line No. 664 

Penn Central 

I 
{...-PC to Carnegie 

PORTION / 

WASHINGrON l SECONDARY HOUSTON 

TRACK. PC"-. t--8. 1 miles 

B&O tx> Whee ling--i ✓B&O to Pittsburgh 

·· ·········· ...... . 
WASHINGTON 

J Waynesburg Secondary 
J+-Track, PC 

I 

This portion of the ·washington Secondary Track, 
formerly part of the Pennsylvania RR, extends from 
Houston (Milepost 15.5), to Washing ton, Pa. (Mile­
post 23.6) , a distance of 8.1 miles, in Washington 
County, Pennsylvania. A continuation of this line 
extends north from Houston to Carnegie. At Wash­
ington, this line connects with the " raynesburg Second­
ary Track, PC, to Waynesburg (also under study in 
this Report) and with the Baltimore & Ohio RR. 
Summary of USRA Data 

Stations (with their 1973 ca rloads ) sen·ed by this line : 
Meadow Lands ______________________________ __ ____ _ 

Arden ---------------------------------------------
Washington 

Total ca rloads generated by the line ____________ _ 

Number of round trips per year----------------····· 
Estimated time per round trip (hours) . .•••••••...•• 

315 
121 
379 

815 
150 
6.0 

Revenue received by PC .••.••• ·-··········-······ $280,083 
A1•ernge revenue per ca rload ...••••.....• - $344 

Variable (avoidable) cost of continued service: 
Cost Incurred on the branch line ••••.••••• 136, 112 
Cost of upgrading branch line to FRA 

Class I : ( ½o of total upgrading cost).- 24, 523 
Cost incurred beyond the branch line •... 161, 716 

Total variable (avoidable ) cost.......... 322,351 

Net contribution ( loss): totaL ••.• ·-···-··-······ ·- (42,268) 

USRA Recommendation 

It is not recommended that this portion of the Wash­
ington Secondary Track be included in the ConRail 
System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Pennsylvania Office of Planning and Development 
says that this line generated 1,263 cars in 1973 and 
200 more were shipped in 1974 by a new company. 
-Pennsylvania PUC claims 1974 traffic figures show 
733 cars for Meadowlands, 48 for Ardent and 613 
for Washington. This represents a 71 percent in­
crease over 1973 figures. It appears that 480 cars of 
nonrevenue traffic (brake shoes) were omitted from 
this line. 
-This line leads to the Waynesburg Secondary 
which Penn Central has carefully retained for 40 
years. It serves huge coal reserves. 
-Manor Real Estate, Consolidated Coal, Republic 
Steel, and Hillman Coke & Coal together control 
approximately 300 million tons in the vicinity of this 
line. Consolidated Coal indicated it plans to develop 
a deep mine in the area within the next 10 years and 
would expect to produce one to two million tons 
annually. 
-Pennsylvania Power and Light Co., recently pur­
chased a large coal field north of Waynesburg 
which it estimates contains 300 million tons. It plans 
to develop five or six mines, each with an estimated 
annual production of 1.5 to 2 million tons. If the 
section of track north of Waynesburg were rehabili­
tated in time to meet their needs, this route would 
be preferable, as it would provide the most direct 
access to their reserves. 
-Bethlehem mines have a reserve field southeast 
of Washington with 70-80 million tons. 
-McGraw-Edison at Canonsburg, 2 miles north of 
Houston, says the line handles at least 100 cars a 
month. Users are served two or three times a week 
by an engine and caboose domiciled in Canonsburg. 
This same engine and caboose perform work on the 
line between Houston and Washington. McGraw­
Edison questions whether this fact has been con­
sidered by USRA in costing operations on the line. 
-Carter Lumber Co. used 22 cars in 1974. 
-It would cost Federal Paper Board at Washington 
more than $59196 to receive its inbound materials 
by truck. It c~nsiders continued service over this 
line essential. 
-Federal Paper Board questions USRA's data ba~e 
since it credits the Arden Station for 121 cars m 
1973, yet it used 190 cars at this point. Federal us~d 
235 cars in 1974 and expects a 5 percent growth m 
car use over the next 5 years. 
-Washington County produced the following traf-
fic summary of line use: 
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USRA ANALYSIS 
PORTION OF PHILADELPHIA-PITTSBURGH LINE 

USRA Line No. 691 
Penn Central 

New Holland Secondary Traclc, 
PC to Honey Brook 

Reading & Columbia j 
Branch , ROG PORTION PC LINE 

PC to Hamsburg ..:( PHILADELPHIA• 
\. '\ /V PITTSBURGH 

- '\ / / Leaman --LANCASTER Place PARKESBURG 

' /4 . 7--,-:(✓ :-l0.5 mrles.,;/'\'---..i'/ PC to Philadelph ia 

Columbia Branch. I Strasburg RR / 
PC to Columbia I / PC Atglen & Susquehanna 

/ // +--Branch, to Columbia 

Quarryville Track, PC 

This portion of the Philadelphia•Pittsburgh Line, 
formerly part of the Pennsylvania RR, extends from 
Parkesburg (Milepost 44.0), to Lancaster, Pa. (Mile· 
post 64.5), a distance of 20.5 miles, in Chester and Lan­
caster Counties, Pennsylvania. Continuations of this 
line extends eastward from Parkesburg to Philadelphia 
and westward from Lancaster to Pittsburgh. The Lan­
caster-Royalton portion of the westward continuation 
is also under study in this Report. Connections include: 
the PC Susquehanna Branch at Parkesburg; the Stras­
burg RR at Leaman Place; and at Lancaster with the 
PC's New Holland Secondary Track, Columbia Branch, 
and Quarryville Track. All of these connections at 
Lancaster are under study in this Report. The Read­
ing's Reading and Columbia Branch also connects at 
Lancaster and is under study in this Report. 
Summary of USRA Data 

Stations (with their 1973 cal"loads) served by this line : 
Atglen -------------------------------------------- 95 

Cb rlstiana ---------------------------------------- 51 
Gap ---- - ------------------------------------------ 11 

Vintage ------------------------------------------- O 
Leaman Place______________________________________ 456 

Bil"d•ln-Band ------- ------------------------------- 144 

Witmer ------------------------ ------- - - ---------- 60 
Gordonville -------------------------- -------------- 187 

Total carloads generated by the line _____________ l, 004 

Number of round trips per yea r__ ___________________ 50 
Estimated time per round trip {hour,s) _________ ______ 10. 0 

Revenue received by Pc __________________________ $435,232 
Average revenue per carload____ ___ ____ __ $434 

Variable (avoidable} cost or continued 
service : 

Cost Incurred on the branch line _______ $197, 908 
Cost of upgrading branch line to FRA 

class I : (1/10 of total upgrading 
cost) ------------------------------ 0 

Cost Incurred beyond the branch line___ 3221 663 
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Total variable (avoidable} cost. _____________ $520, 571 
Net contribution (loss) : total.__________ ___________ (85,339) &"' 
USRA Recommendation ·

It is not recommended that freight services be pro­
vided over this portion of the Philadelphia•Pitt.c;burgh 
Line by the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-General Electric points out that this segment of 
the Philadelphia-Pittsburgh line is the only clear- 1 

ance route open for extremely heavy export ship-
ments to the Port of Newark. It suggests that con­
sideration be given to allowing these specialized 
movements to move along this line during off-pas­
senger hours. 
-The Parkesburg to Lancaster Committee (PLC) 
representing 17 rail users analyzed US RA's branch 
line profitability calculation and determined the line 
made a profit of $36,200 in 1973. The committee 
thinks 10 hours per round trip is too high and ques­
tions the salvage value of $49,246 calculated using 
USRA data if the line will still be used for passen­
ger service. 
-Further, the PLC said at least two companies will 
expand and use 90 more cars if assured of rail serv• 
ice, and an estimated 190 people will lose their jobs if 
service is abandoned. 
-The Pennsylvania Public Utility Commission says 
the line handled 1,098 carloads in 1973 and does not 
think that alternative freight routes will be able to 
handle the added traffic. 
-The Strasburg Railroad's only interchange is at 
Leaman Place. It cannot continue to operate if this 
line is abandoned. 
-Since the line was being maintained for freight 
only, costs that should be considered are the direct 
out-of-pocket costs for operating local freight trains. 
The result should be less than under the normal 
branch line formula. 
-Carter Lumber at Lancaster says conversion to 
truck and team track unloading are too costly and 
wonders why USRA failed to credit the line with 
1,100 carloads of bridge traffic. 
-Governor Shapp points out that this is one of three 
segments of this mainline which USRA proposes to 
eliminate, abolishing an electrified route for an in• 
ferior diesel route. Through service to Lancaster 
would be eliminated. 

J 



USRA ANALYSIS 

PORTION OF THE PHILADELPHIA-PITTSBURGH 
LINE 

USRA Line No. 691 b 

Penn Central 

Lebanon Running 

, PC to Harrisburg 
Track, PC to Lebanon 

i 1 
I ', ' " ', ROYALTON 4 Miles / 

1--- J I 
PC 10 Columbia J.!:ONEWAGO 

----.1 1 - ,:--· 
PORTION OF THE PHILADELPHIA· PC to Lancaster 
PITTSBURGH LINE. PC and Philadelphia 

This portion of the P hiladelphia-P ittsburgh Line, 
formerly part of the Pennsylvania. RR. extends from 
Conewago (1Iilepost 90.5) to Royalt011, Pa. (Milepost 
94.5), a distance of 4 miles, in D auphin County, P enn­
sylvania. A continuation of this line runs eastward to 
Lancaster which is also under study in this Report. At 
Conewago this line connects with the Lebanon Running 
Track, PC, which is also under study in this Report. 
At Royalton this line continues westward to Harris­
burg a

0

nd co~nects with the Susquehanna Branch PC. 

Information for Line Retention Decision 

This line serves no shippers and is not required to 
serre any line recommended for inclusion in the Con­
Rail System. Information from "C'SRA and P enn Cen­
tral staff indicates through service only-no local serv­
ice. Amtrak presently uses this route fo r intercity t rains 
lo and from the midwest, as well as for H arrisburg­
Philadelphia service. 

USRA Recommendation 

It is not recommended that this portion of the Phila­
delphia to Pittsburgh line be included in the ConRail 
System. 

691b 
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PUBLIC RESPONSE AND RSPO COMMENT 
- No testimony was received on this line, however, 
Pennsylvania has objected to the elimination of 
service on Line Nos. 312, 313 and 691 for t he reason 
that they are mainline segments a nd their abandon­
ment would resul t in cost ly detour s. The same rea­
soning is applicable here. 
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USRA ANALYSIS 
ERIE & PITTSBURGH BRANCH 

USRA line No. 712 
Penn Central 

PC to Thorn ton Junction 

\ I 
I 

' I _....... ...._ ...._ JAMESTO W~l 
PC to Dorset and -

- ~ PC to Stoneboro Ashtabula 

19.9 miles 

Pymatuning • 

}? 
/ . 

/ f J 
EL 10 Leavi ttsburg i 

Ferrona • 

Bessemer & Lake Erie 
RR to Conneaut 

/.-1 / 
f 9 'Greenville 
: . 

/ f-EL to Meadville 

/ •• .,- B&LE to North 
. \ Bessemer 

Bruin •. 

PORTION OF E& P 
BRANCH. PC 

/,. 

/ I ~ 
~--?/ - i':::_ ,SHA RON 

PC to Youngst: w::, I \ ,..__ 
EL to Youngstown I , EL N C 1 I \ to ew ast e 

,?. 
PC to New Castle 

This portion of the Erie & Pittsburgh Branch, for­
merly part of the Pennsylvania RR, extends from 
Sharon (Milepost 70.6) to Jamestown, Pa. (Milepost 
90.5), a distance of 19.9 mileJJ, in Mercer County, Pa. 
This line continues south from Sharon to New Castle. 
The PC Sharon Branch to Youngstown connects at 
Wheatland and the PC Stoneboro Branch connects at 
Jamestown. The EL Youngstown line runs parallel 
from RD Yard to Greenville (another PC line extends 
from Jamestown to Thornton J unction). The Sharon 
Branch is also under study in this Report. The Bessemer 
& Lake Erie RR connects at Shenango. 
Summary of USRA Data 

Stations (with their 1973 ca rloads) served by this llne: 

Sharpsville ----------- - ---------------------- 597 
Transfer ---------------------------- --------- O 
Shenango -------- - - ----- --------- - ----------- 37 
Greenvi lle ------------ ----------------------- 552 

Total carloaas geu,m1ted by the l!ne _____________ _ 1, 186 
Number ot round trips per year______________________ 275 
Estimated time per round t rip (hours) __ _________ ___ _ 6 
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ReYcnue receh·ed by PC ____________ _____________ __ $331,438 

Average re,•enue per earload____ _____ ____ $279 

\'arlable (avoidable) cost of continued 
sen ·ice: 

Cost incurred on the branch line_____ 277, 959 
Cost of upgrading branch line to FRA 

Class I . (1/10 of total upgrading cost) o 
Cost incurred beyond the IJranch line__ 230, 821 

Total variable (a"oidable ) cost____ 508,780 

Net contribution (loss) : total_ __________ (177, 342) 

USRA Recommendation 
It is not recommended that this portion of the Erie & 

Pittsburgh Branch be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-Westinghouse Elect ric Corp. says it is essential 
that the line from milepost 69.8 at Sharon to and 
including the P C's interchange track with the EL at 
milepost 72.0 at Sharpsville be included. This inter­
change is essential for handling large transfor mers 
that exceed 16'5" above the rail in height. 
- USRA states that the P C Sharon Branch to 
Youngstown is a lso under study in the report bu t 
witnesses said they could not find it. 
-National Castings Division, Midland-Ross Corp. 
wants to purchase a por tion of the EL's Sharon to 
New Castle branch. It proposes to install crossover 
t racks to the P C. It wants to keep intramoda l rail 
compet ition because it makes for better service, car 
supply and rates. In 1974 Nationa l Castings gen­
erated 1,035 carloads about equally divided between 
the P C and EL. 
- City of Erie is concerned that the future of the 
port will be damaged if it loses the most direct rail 
route to Pittsburgh. 
-The Pennsylvania Office of State Planning and 
Development claims that the line genera ted 1,498 
cars in 1973. 
-The Pennsylvania Public Utility Commission says 
this line carries heavy traffic for the Bessemer and 
Lake Erie Railroad Company interchange at She­
nango on a direct line to Youngstown. It reports that 
in 1974, the PC reported 1,079 cars at Shar psville, 292 
at Victory, 5 at Shenango and 662 at Greenville for a 
total of 2,038. This substantial increase plus the 
bridge traffic should make this line viable to Con­
Rail. 
-Bessemer would be interested in acquiring the 
portion of the E&P branch from Shenango to Sha­
ron, approximately 13 miles, providing the acquisi-

O011,tinued on page 51 9 
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Chestnut Hill Q 
\ 

USRA ANALYSIS 
CHESTNUT Hill BRANCH 

USRA Line No. 903 

Reading Railroad 

RDG to Jenkintown , 
Beth lehem, and Bound 
Brook ,✓ 

I --_,,.J.- / \ 
PC Chestnut __.-A \ 
Hill Branch \ 

/ 
RDG to Bound Brook 

\ / 1 ', . ,,,, RDG to Port 
RDG to • _... ~ Richmond 
Falls and -l(' --,---......_ 
Reading --r►-J- • I 

I~ RDG Ninth Street 
Branch to Ph il adelph ia 

The Chestnut Hill Branch, extends from W ayne 
Junctum (Milepost 5.1) , to Oheatmut H ill, Pa. (Mile­
post 10.8) a distance of 5.7 miles, in Philadelphia 
County, Pennsylvania. At ,vayne Junction, this line 
connects with the RDG Ninth Street Branch. Chestnut 
Hill is also served by the PC Chestnut Hill Branch, also 
under study in this Report as potentially excess. This 
line was described as potentially excess in the U.S. DOT 
Report (see Zone 66). 

Summary of USRA Data 

Stations (with their 1973 carloads ) served by this line : 
Germantown ___ __________________________________ ,__ 142 

Chestnut HllL_________________________________ _____ 1 

Total carloads 1?enerated by the line________ __ ____ 143 

Number of round trips per year---------------------- 156 
Estimated time per round trip (hours)______ _________ 2. 0 

Revenue received by ROG ___ __ ____ ______ __ $11,830 
Average revenuo, y,:,• carload_______ ___ ____ _ $83 

Variable (avoidable ) cost of continued 
service : 

Cost Incurred on the branch line __ ____ _ 
Cost of upgrading branch line to F RA 

Class I : (1/ 10 of total upgrading cost) 
Cost Incurred beyond the branch line __ _ 

Total variable (avoidable ) cost_ __ _ 

Net contribution ( loss) : totaL _________ _ 

USRA Recommendation 

52,341 

0 
11, 505 

63,846 

(52,016) 

It is not recommended that this portion of the Chest­
nut H ill Branch be included in the ConRail System for 
freight aervfre. Pnsseng-er service will remain. 
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PUBLIC RESPON SE AND RSPO COMMENT f 
-The branch is part of the Southeastern Pennsy(. 
vania Transportation Authority's commuter net­
work. It carries an average of 6,153 passengers daily, 
with an additional 3,469 on weekends. Passenger 
revenue and passenger s ubsidy payments amount­
ing to approximately $1.7 million a nnually cover the 
costs of maintenance-of-way. Freight traffic in­
creased 60 percent in 1974 when 229 cars moved along 
the line. In 1975 the city of Philadelphia expects the 
traffic to climb to approximately 347 carloads. 
-In 1974 the total costs for switching amount to 
$33,800 and gross revenue attributed to the traffic 
was $21,564, for a net loss of $12,016. The loss may 
be eliminated in 1975 through increased usage and 
rate increases. 
-The frequency of service assigned to this line 
should be reviewed. It does not a ppear to be con­
sistent with the freight traffic attributed. 
-Consideration must be given to the total revenue 
that would be lost to ConRa il if this line is not in­
cluded in the Final System Plan. In 1973, 143 cars 
on this line generated a total revenue of $50,439; 
however, only $11,830 were attributed to the line. 

J 
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USRA ANALYSIS 
PORTION OF NEWTOWN BRANCH 

USRA Line No. 904 

Reading 

NEWTOWN 

Bethay res 
~ ---..... J 1 New York Short 

New York I, Line, ROG 
Branch, ROG 

/ CHELTENHAM JUNCTION 

/ '\__ ROG to Ph i ladelphia 

The Newtown Branch extends from Cheltenham 
Junction (l\Iilepost 8.6) to Newtown, Pa. (Milepost 
26.4), a distance of 17.8 miles. in Philadelphia, ~font• 
gomery, and Bucks Counties. Pennsylvania. This line 
connects at Cheltenham Junction with the New York 
Short Line betw2en Xewtown Junction and Neshaminy 
Falls. The Reading Company operates suburban passen• 
ger service ov<'r this line under contract to the South• 
eastern Pennsylvania Transportation Authority. 

Summary of USRA Data 

Stations (with their 19i3 ca rload!\ ) sen ·ecl by this line : 
Southampton .....•..•.•...•.•...•.....•••..••••... 14 
Newtown • •••• •......••.. ••• • .••.• •• ...•••. .•. • . . .• 107 

Total carloads generated by thP linP.............. 121 
Number or round trips per year...................... 52 
Estimated time per round trip (hours) .............. 3. 0 

Revenue received b.r RDG •••.•••.•.•••..• •••••••••. $14, 962 
Average re\'enue per carload............... $124 

Variable (avoidable ) cost of continued 
service : 

Cost incurred on the branch line .••••.••• 1 51,324 
Cost of upgrading branch line to FRA 

Class I : (1/10 of total upgrading cost).. 0 
Cost incurred beyond the branch line... . 11, 756 

Total variable (avoidable ) cost. . ............. 63, 080 

Net contribution (loss) : totaL ..•.•••.•..•••.•••••• (48,118) 
1 E1cludes maintenance costs due to the existence ot commuter 

5'rvlces. 

USRA Recommendation 

. It is not recommended that freight service be pro· 
nded Ol'er this portion of the Xewtown Branch by the 
ConRail System. 

4Q'.'l 

PUBLIC RESPONSE AND RSPO COMMENT 
- Users of the line s tated that actual carloads in 
1973 were 179. 
-Reported Traffic: 

1973 
Company: Carloads 

Frost.Watson Lumber Corp......................... 149 
Agway Inc. ................... ....... ...... ..... .... 12 
Eisel Feed........................................... 2 
CTL . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 5 
Oskar Huber.......... .. . ....... .. .. . . .. ...... .. ... 4 
Strathmann Lumber................................. 6 
Hyzner & Lewellen ................................ . 

Total 179 

- Using USRA's fi g ure of $124 revenue per carload 
results in a net revenue of $22,154, not $14,962. 
-Frost.Watson brings in 60 to 80 carloads of tim· 
ber from the West Coast with revenues accruing to 
the rai lroads of from $1800 to $2000 per car. If rail 
service is los t, t he compa ny will pay much higher 
freight charges by track and the entire railroad 
system from the West Coast to the East Coast 
will lose revenue. The company testified that 1,500 
tr uck trips would be needed to transport its mate• 
rial and these trucks would trave l through a resi• 
dentia l area a nd past a hospital a nd four schools. 
- Southeastern Pennsylvania Transportation Au• 
thority uses this line for commuter service. It is con• 
cerned a bout the source of fund s to purchase the line 
if itis not included in Con Rail. 
-The testimony is that this line carries over 452 
commuters dail y, with g ross revenues of $115,000 per 
year. 
-The Bucks County Board of Commissioners testi. 
fied that the Newton area is "slated for drastic 
growth" with a n increase in population of over 43,· 
000" "in the near future". Nine indus trial develop• 
ments which will increase the employment in the 
area by more than 12,500 jobs are planned. 
-Consideration must be given to the total revenue 
that would be lost to ConRai l if this line is not in• 
eluded in the Final System Plan. In 1973 the 121 
cars on this line generated a total revenue of $140,· 
465; however, only $14,692 was attributed to the 
line. 
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USRA ANALYSIS 
DOYLESTOWN BRANCH 

USRA Line No. 905 

Reading Railroad 
\ i.,-RDG to Bethlehem 

\ 
\ 

\ 
\ 

Stx>ny Creek Branch, \ 

DOYLESTOWN 

ROG to Norristown \ 
\ 1 --- __..., ____ 

LANSDALE DOYLESTOWN BRANCH , ROG 
\ 
\ +--ROG tx> 
\ Philadelphia 

The Doylestown Branch, extends from L ansdale 
(;\filepost 0.0) to Doylestown, Pa. (Milepost 10.0) , a 
distance of 10.0 miles , in Bucks and :Montgomery Coun-

ties, Pennsylvania. At Lansdale, t his line connects with 
the Reading's Philadelphia-to-Bethlehem line and 
Stony Creek Branch. 

Summary of USRA Data 

Stations (wi th their 1973 carloads) sen-ed by this line: 
Colmar -------------------------------------------- 56 
Chalfont ___________________________________________ 98 
New Britain ________________________________________ O 

Doylestown ---------------------------------------- 275 

Total carloads generated by the line_________ _____ 429 
Number of round trips per year______________________ 156 
Estimated time per round t rip ( hours)________ _____ 3 

Re,·enue received by Reading____________________ $61, 786 
A,•erage revenue per carload _____________ $144 

Variable (avoidable ) cos t of continued 
ser\'ice : 

Cost incurred on the branch line _______ _ 
Cost of upgrading branch line to FRA 

Class I : ( 1/ 10 of total upgrading 
cost) - ----------------- ------------

Cost incurred beyond the branch line __ _ 

110, 385 

0 
45,584 

Total variable (avoidable ) cost_ _____________ 155, 969 

Net contribution (loss ) : totaL ____________________ (94, 183) 

USRA Recommendation 

Although the preliminary recommendation is that the 
Doylestown Branch not be included in the ConRail Sys­
tem, the possibility of immediately increasing revenue 
must be explored before a final recommendation can 
be made. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The RDG records indicated t hat the correct total 
for 1973 is 1,439 carloads. This error could be because 
the traffic of American Olean Tile Co. and the Lans­
dale Warehouse Co. was omitted. The billing station 
for these two users is Lansdale. 
-Using $144 revenue per carload with the correct 
carload total of 1,439, revenue for this line is $207,216. 
Comparing the freight revenue to the total variable 
cost listed in the Plan the line shows to be a viable 
operation, making a profit of over $51,000. 
-The Bucks County Board of Commissioners said 
that loss of rail service would put over 5,700 truck 
round trips per year on Route 202, causing severe 
congestion. 
-Lansdale Warehouse Company said that even 
t hough cars are loaded and unloaded at its siding, 
the freight charges are billed to its customers. There 
is a distinct possibility that some of the revenue 
generated at the company's siding is not being prop• 
erly credited to this line. 
- American Olean Tile Co. believes the line gener• 
ated 1,567 cars in 1973. The fir m has a capital invest­
ment in its plant of approximately $23 million. It 
employs 1,240 people with an a nnua l payroll of about 
$10 million. Local property taxes amount to over 
$275,000. If rail service is lost, the company will have 
to relocate. 
-The FMC Corp. ships heavy machinery that must 
move by rail because if its height and width. 
-Mrs. Paul's Kitchens, Inc. is planning an expan• 
sion that will increase its facilit ies 40 percent, at a 
total cost of $1 million. If rail service is discontin• 
ued, this expansion will be abandoned. 
-Reported traffic: 

Compa n11 

American Olean Tile 
Es:~%8;';~cohue':';::·:~:~:::::::::::::::::::::::::::::::::::: 
Lumber Distributor ........................................... . 

Carload• 

1973 1'14 

671 8l! 
467 

93 ·· ·· •• " " 
35 l5 

106 llll 

Total ..................................................... 1, 372 !184 

-Southeastern Pennsylvania Transportation Au· 
thority uses the line for commuter service and is con· 
cerned about the source of funds to purchase the line 
if it is not included in ConRail. 

- Consideration must be given to the total revenue 
that would be lost to ConRail if this line is not in· 
cl uded in t he F ina l System Plan. In 1973, 429 cars on 
this line generated a total revenue of $434,436; how· 
ever, only $61,786 was att ributed to the line. 
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USRA ANALYSIS 
THE PERKIOMEN BRANCH 

USRA line No. 906 
Reading 

EMMAUS JUNCTION 

,;. ..... 
..... , 

ROG to Reading 

PC to Reading 

.,J 
' ROG to Reading '. 

~ .... 
' 

RO G to Allentown 
,1._... ..... 

+-f'ERKIOMEN BRANCH. ROG 

4- 38.5 miles 

Oaks 

•, PC to P hiladelphia 

PERKIOMEN JUNCTION '-

·, (" 

~ 

ROG to Phi ladelphia)" '-

The Perkiomen Branch, extends from Perkiomen 
(~Iilepost 0.0), to Emmaus Ju11Ction (Milepost 38.5), 
a distance of 38.5 miks. in Lehigh, Berks, Montgomery, 
and Chester Counties, Pennsylvania. At Perkiomen 
Junction this line connects with the Reading's Phila• 
delphia-to-Pottsv1lle line, and at Emmaus Junction, 
,rith the Reading East Pennsylvania Bra_nch. Also at 
Perkiomen Junction (Oaks, Pa. ), the lme connects 
with the PC Schuylkill Secondary Track, which is 
also under study in this Report. 
Summary of USRA Da,ta 
Stations (with their 1973 carloads) sen·ed by this line: 

Oaks ----·----------------------------------------- 3,582 
36 Yerkes -----·-·-· --------- ------------ ------------­

CollegevUle ----· -· ----------------------------- - ---
Greatertord ________ -----------------------------
Schwenksl'Ule ____________ - --- --- - --- - - ------ ------ -

Salford • ___ • _ ------ --- ---- - - ---- - - - - ---- - --- - - - - - - -
Green Lane _________________ -----------------------
Pennsburg _________________________________ --------

Palm _______________ - --- - - ---- - - - - ---- - --- - - - - --- - -
Dillinger _______________________ -------------------

58 
3 

22 

2 
53 

816 
19 

2 

Total car loads generated by the line _____________ 4, 592 
Number of round trips per year______________________ 312 

Estimated time per round trip (hours)--------------- 8. 0 
Rerenue re<:eived by RDQ _________________________ $641,983 

Arerage revenue per carload______________ $140 

\'ariable (avoidable) cost of continued 
S<!rvlce: 

Cost Incurred on the branch line _________ 502, 390 

Cost or upgrading hranch line to FRA 
class I : (1/ 10 ot total upgrading cost). 0 

Cost Incurred beyond the branch line _____ 477, 443 
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Total variable (avoidable) cost______________ 979,833 

Net contri.butlon (loss) : total. _____________________ (337. 850) 

USRA Recommendation 

IL is recommended that service be provided to Oaks. 
For the remainder of the line, although the preliminary 
recommendation is that the Perkiomen Branch not be 
included in the ConRail System, the possibility of im­
mediately increasing revenue must be explored before 
a final recommendation can be made. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The line is broken into two segments by a washed­
out portion approximately 20 miles south of 
Emmaus. 
-Pennsylvania Office of State P lanning and Devel­
opment estimates that 425 jobs would be lost if serv• 
ice ends. 
-The branch is a possible future passenger route for 
SEPTA so that retention of the entire right of way 
is vital. 
-Montgomery County is willing to acquire the right 
of way between Collegeville and Green Lane. They 
believe freight service should be retained between 
Perkiomen Junction and Collegeville and between 
Green Lane and Emmaus Junction. 
-The Mayor of Schwenksville says area highways 
would be unable to handle the traffic and the county 
has no program through 1990 for improving them. 
-Pennsylvania Public Utility Commission says the 
line handled 4,939 cars in 1973. 
-Amsat Corporation at East Greenville used 179 
cars in 1974 and expects to use 103 cars in 1975. In 
1974, 3,000 tons of bauxite were trucked to the plant 
from Baltimore because of a shortage of hoppers. 
-Pillsbury's plant at East Greenville, is switched 
3 times a week so the correct figure is about 200 
round trips per year rather than the 312 cited in the 
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Plan. It used about 600 cars in 197-1. . 
-The route is the shortest one between Philadelphia 
and Allentown. 
-Consideration must be given to t he total revenue 
that woul d be los t to ConRail if this line is not in­
cluded in the Final System P lan. In 1973, 4,592 cars 
on this line generated a total revenue of $3,49~,815; 
however, on ly $641,983 was attributed to the lme. 
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USRA ANALYSIS 
FRENCH CREEK INDUSTRIAL TRACK 

USRA Line No. 908 

Reading 

, ..--Wilmington & Northern Branch , ROG, 
to Birdsboro 

\\ FRENCH CREEK INDUSTRIAL 
\ TRACK . ROG 2_7 mil es 

\ 1 ✓ WARWICK 
ELVERS0t-.\ 4 

\\ ROG to Elsmere Junction 
\ and Wilmi ngton, Del. 

The F rench Creek l nctustrial Track, extends from 
Elverson (Milepost 0.0) to Warwick, Pa. (Milepost 
2.7), a distance of 1&.7 miles, in Chester County, Pa. At 
Elverson this line connects with the Reading's Wil­
mington & Northern Branch, which line is also under 
study in this Report. 

Information for Line Retention Decision 

Available information indicates that no shippers are 
directly served by this line. 

USRA Recommendation 

It is not recommended that the French Creek Indus­
trial Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 

-Review by the Office revealed no public testimony 
on this line!. 



USRA ANALYSIS 

COLEBROOKDALE INDUSTRIAL TRACK, 
READING 

USRA Line No. 909 

Penn Central 

ROG to Reading 

............... 1 ............ 
~-·-·-· 

PC to Reading 

ESH BACH 

__.- COLEBROOKDALE 
INDUSTRIAL 
TRACK , ROG 

~ 12.1 Mil es 

ROG to Ph iladelph ia 

PO._!~TOWN j 

·---. --r·-----. 
PC to Philadelphia 

The Colebrookdale Industrial Track extends from 
Eshbach (Milepost 0.0) to Pottstown, Pa. (Milepost 
12.1), a distance of 12.1 miles, in )Iontgomery and 
Berks Counties, Pennsylvania. At Pottstown, this line 
connects with the Reading·s P hiladelphia•to-Pottsville 
Line. 
Summary of USRA Data 
Stations (with their 1973 carloads) sen •ed by this line: 

Pine Forge ..•••.•.•.•.•.••. • .•.•• •·••·•············ 14 

Colebrookdale •••.•.•.•••..••. ••.•....•..•• • •· ·•• • • 7 

Boyertown ••.•.•.• •..•••.•..••..•.•.•. .••.••• 1, 037 
New Berllnville .••••.•••••..•••..•. • •.. ••. .•••.•• -. 12 
BecbtelS\'llle · ••••····••·· .••• . ...•..••••••• ••••. . · - 23 

Total carloads generated by the line .•••••••..• -• 1, 093 
Number of round trips per year..................... .101j 

Estimate time per round t r ip (hours) . ••••••.••. .•• -. 5. 0 

Revenue received by PC •..•..• •..•. --··-·--·-· ···- $163, 408 
Arernge revenue per carload.............. $150 

Variable (avoidable) cost of continued 
service : 

Cost Incurred on the branch line •.. • .•. 160, 974 
Cost of upgrading branch line to F RA 

Class I : (1/10 of total upgrading cost). 0 
Cost incurred beyond tbe branch line •..• 106,456 

Total variable (avoidable) cost.·-···--······ 267, 429 

Net eontribution (loss): total. ...•••..•••••••••••• (104,021) 
USRA Recommendation 

Although the preliminary recommendation is that the 
Oobrookdale Industrial, Trru:k not be included in the 
ConRail System, the possibility of immediately in• 
creasing- revenue must be explored before a final recom­
mendation can be made. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Pennsylvania Office of Planning and Development 
shows a car count of 1,270 for 1973. 
-Rail Service Research Committee submitted a de­
tailed analysis of USRA's branch line profitability 
calculations. It found that the revenue after track 
improvement to Class II would be $570,628. 
-Pennsylvania PUC states that Pottstown shippers 
are apparently not credited to the line. 
-Testimony shows a great potential for industrial 
growth on the line. 
-Pennsylvania Office of Planning and Development 
projects 111 job losses with discontinuance of rail 
service. 
-Retaining this line for 8+ miles to Boyertown 
would keep 1,058 cars or 97 percent of the traffic. This 
would produce $158,700 revenue based on the average 
per car. 
-Testimony indicated that the average 84.7 carloads 
per mile appears high for this to be considered a 
light-density line. 
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-Consideration must be given to the total revenue 
that would be lost to ConRail if this line were not 
included in the Final System Plan. In 1973, 1,093 cars 
on this line generated a total revenue of $1,127,349; 
however, only $163,408 was attributed to the line. 
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USRA ANALYSIS 
KUTZTOWN INDUSTRIAL TRACK 

USRA Line No. 910 

Reading Railroad 

KUTZTOWN 
RDG to Allentown 

mi les !.-
KUTZTOWN / .,,,,,.;' 

INDUSTRIAL TOPTON 
TRACK, RDG / 

/ 
/ ~ 

// RDG East Penn Branch 
to Read ing 

The Kutztown Industrial Track, extends from Kutz­
town (Milepost 0.0), to Topton, Pa. (Milepost 4.4), a 
disllance of 4.4 miles, in Berks County, Pennsylvania. 
At Topton this line connects with the Reading's East 
Pennsylvania Branch to Allentown and Reading. 

Summary of USRA Dat-, 

Stations (with their 1973 carloads) served by this line : 

Kutztown --------------------- - --- --- ------- - - ---- 408 

Total carloads generated by the line______________ 408 
Number of round trips per year______________________ 156 
Estimated time per round trip (hours ) _______________ 3. 0 

Revenue received by ROG _______________ ___________ $66, 893 

Average revenue per carload_____________ ___ $164 

Variable (a voidable) cost of continued 
service: 

Cost incurred on the branch line ______ _____ 65, 512 
Cost of upgrading branch line to FRA Class 

I : (l / 10 of total upgrading cost) _______ O 
Cost Incu rred beyond the branch line ___ __ 35, 388 

Total va riable (avoidable) cost_ __ __ ________ __ 100,900 

Net contribution (loss ): totat_ ____________________ (34,007 ) 

USRA Recommendation 

Continuation of freight service on this line cannot 
be decided at this ti me. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Detailed ana lysis by the Kutztown Rail Service 
Committee found that the line had net revenue,after 
improving track to F RA Class II standards, of 
$160,922. 
-Testimony showed 60 jobs would be lost if service 
ended. 
-The Pennsylvania PUC believes that cars at 
Topton were not included in USRA's calculations. 
-Testimony stated that this is the only raii service 
avai lable to the Borough of Kutztown. Shippers 
would be forced to use t rucks if service on the line 
were discontinued. 
-Kutztown Foundry and Machine Corp., receives 
coke, pig iron and molding sands, all commodities 
best handled by ra il. 
- Reading says the average annual maintenance cost 
of this track is $13,500. 
-Berks Products Corp., at Kutztown would be 
satisfied with service once a week. 
- Pennsylvania DOT questions use of a 5-man crew. 
Other lines in the area use 4. 
- Pennsylvania Office of Planning and Development 
says the branch handled 447 cars in 1973. 
-Testimony indicated the possibility of reducing 
the number of annual trips to 52. 
-Consideration must be given to the total revenue 
that would be los t to ConRail if this line is not in­
cluded in the F inal System Plan. In 1973, the 408 
ca rs on this line generated a total revenue of 
$296,492; however, only $66,893 was attributed to the 
line. 



USRA ANALYSIS 

PORTION OF THE GETTYSBURG AND 
HARRISBURG BRANCH 

USRA Line No. 912 
Reading 

I ROG to Carlisle 

,✓ 
I 

ROG to Lurgan CARLISLE JUNCTION 

----\ 
ROG to Harrisburg 

24.8 Miles_. ~ PORTION OF 
GETTYSBURG & 
HARRISBURG 
BRANCH . ROG 

.... "f •••~•E;;~·;~~·~t-7 
WM to Hagerstown, Md. / 

WM to Baltimore 
This portion of the Uettysburg & Harrisburg Branch 

extends from Gettysbiug (Milepost 6.3) to Oarlul,e 
Jurwtwn, Pa (Milepost 31.1), a distance of f4.8 mi"leB, 
in Adams and Cwnberland Counties, Pennsylvania. At 
Gettysburg thls line connects with the Western Mary­
land Ry. to Hagerstown and Baltimore. At Carlisle 
Junction, this line connects with the Reading's PH&P 
Branch and it also continues northward to Carlisle. 
This continuation is also under study in this Report. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by this line : 

Peach Glen___ ____ ___ ______ ______ __ _______ _________ 86 

Gardners ------------------------ - ----------------- 208 
Bendersville -------- ---------------------------- --- 266 
Biglerville ------------------------- ------- -------- 959 
Gettysburg ---- --- ---------------------------------~ 

Total carloads generated by the line _____________ 1, 690 
Number of round trips per year________ __ ____ ____ ___ 156 
Estimated time per round trip (hours)------------ --- 6. 0 

Revenue recei,·e<I by RDQ __ __ __ _____ ______ ___ __ ___ $216, 415 

Average revenue per carload _______ ___ ___ _ $136 

Variable (avoidable ) cost of continued 
service : 

Cost incurred on the branch line __ __ __ 301, 977 
Cost ot upgrading branch line to FRA 

Class I : (1/10 ot total upgrading cost) 0 
Cost Incurred beyond the branch line ____ 133, 982 

Total variable (avoidable ) cost_ ______ ___ ____ 435,959 

Net contributions (loss) : Tota'--- - ----- - - - - ---- - -- (219,544) 

USRA Recommendation 
Although the preliminary recommendation is that 

this portion of the Gettysburg and Harrisburg Branch 
not be included in the ConRail System, the possibility 
of immediately increasing revenue must be explored 
before n final recommendation ran be made. 

570.978 0 .75. 32 
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PUBLIC RESPONSE AND RSPO COMMENT 
-This line is used as a clearance route in conjunc­
tion with the West.?rn Maryland to Baltimore. It is 
capable of handling large units on 12, 16, 20 and 24 
ax le rail cars and provides clearance up to 18 feet 
above top of rail. The alternate route is not adequate 
for these large units. Several public utilities in t he 
area receive this type of traffic. 
-Testimony shows that the line handled 121 over­
size loads in 1973. 
-General Electric Company spent $8,000 in 1974 to 
upgrade the track in the area east of Biglerville. 
-The Shippers Research Com mi ttee for the line 
found an operating deficit in 1973 of $26,265. They 
predict car use to be 2,500-3,000 by 1978. 
-Bridge traffic on this line averaged 12,000 carloads . 
-The line appears to be at FRA Class II level. 
-Testir.10ny produced the following table of rail 
users: 

C{Jr/oada 

Companu 1973 197' 

Coyle Lumber _ .•..• . . __ 
Peter J . Schweitzer Div __ . 
Eaton-Dikeman .. _ _ . 
Knouse Foods Coop .. Inc . 

10 
78 
69 
75 

12 
82 
68 

146 

Musselman Div .• Pet. Inc ___ .• ··-· ·---·--·--··----·- 105 115 
Zeigler Bros. Inc ---·---· -----------·--· ··- __ . •• --- · - 87 91 
Pfaltzgratr Co · ··-·-- -- · ·---- -·--· · ·-··------------···- - - 67 
DufTy.Mott Co •• Inc _ • ________ _ _ _ .•••• . ----- • 243 230 

Mt. Orchard Coop. In<- -- --------·-··--·---···-·- 10 
Pa . Mineral & Mining Co.• -·----------· __ ---- ·--·- - 46 
Inland Container Corp •.. ---- - ····· .......................... - 888 794 

24 
40 

Agway. Inc . ... . . . ---··········· --- .. . 24 
40 Key8lone Lumber & Mfllwork . .. . . .......... . .............. . 

W. D . Wentzel Machine Co . ... . - -- -··· ------· 4 - · 

Musselman Div., Pet lnc . . . . . .... ---·············· 140 182 
2 Mt . Valley Farms & Lumber Prod .. Inc ............. . .......... -

Wcstinghouse ElectrlcCorP -----· - ·- ·- - · --··--·---- ··- ··---
08 115 Wageman Iron & MetaL . . .. ----······ -.--· --- --·-·· --- -_ _ _ _ 

Total.- _ . ---- .• -····--··- -··- -· - · - 1,872 2,028 

1 Old not start operations until June and July 1974 because paper pulp was allocated 

in 1974 . 
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- Testimony showed that USRA's figures did not 
include prepaid or COD shipments. 
-Consideration must be given to a total revenue 
that would be lost to ConRail if this line is not in­
cl uded in the F ina l System Pla n. In 1973, 1,590 
cars on this line generated a total revenue of $1,-
371,739; however, only $216,415 was attributed to the 

line. 
-The Chessie is interested in acquiring the entire 

line. 
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USRA ANALYSIS 
USRA Line No. 915 

LEBANON & TREMONT BRANCH 

Reading Railroad 
SUEDBURG 

LEBANON & TREMONT 
4-BRANCH . RDG 

RDG to Harrisburg 

_\__ 
\ Lebanon Valley Branch , 
\, RDG to Reading 

Lebanon Runn ing ; 

----
LEBANON 

\ 
Track , PC to ---+i 
Conewago ,' 

\ .__ Cornwall Branch, 
\ RDG, to Rex 

The Lebanon & Tremont Branch extends from Sued­
burg (Milepost 0.0) to Lebanon, Pa. piilepost 18.5), a 
distance of 18.li milrs. in t,chuylkill and Lebanon coun­
ties, P ennsylvania. At Lebanon, this line connects with 
the Lebanon Valley Branch and the Cornwall Branch, 
both of the Reading, and the PC' Lebanon Running­
T rack. The RDG. Cornwall Branch is also under study 
in this Report as is the PC Lebanon Running Tmck. 
Reading has filed an abandonment application with 
rSRA, Docket No. 75- 6::1, for a portion of this branch 
( from Engineering Station /\65+60 to Enginrering Sta­
tion 96:\ + 69. 7.6 miles). 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this llne : 
Jonesto,vn ---- - ------------ ________ _______ _______ 113 
Jndlanto~n Gap____________________________ ________ 27 

Suedburg ---------- - ------------------------------- O 

Total carloads generated by lhe line___ _________ 140 

Number of round trips per year___ ___ ____ _____ __ ___ __ 52 
Estimated time per round trip (hours)____________ __ 3. o 

Revenue receh·ed by ROG ___ _ 
Average revenue per carload __ _ 

Vnrlnble (avoidable ) cost of continued 
service : 

$181 

Cost incu rred on the branch line ________ 153, 751 
Cost of upgrading brnn<'h line to FRA 

class I (1/ 10 of total upgrading cost )_ 00 
Cost Incurred beyond the branch line____ 12, 166 

$25, 373 

Total variable (R\'Oldable ) CO/SL _____________ 165, 917 

:\'et contribution ( loss) : totaL ________________ ____ (140,544) 

USRA Recommendation 

It is not recommended that the Lebanon & Tremont 
Branch be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The branch line committee reports that the line 
handled 735 cars in 1973, generating $85,198 in rail­
road revenue and a profit of $35,695. 
-The RDG would not supply the committee with 
cost information making it difficult to check accuracy 
of data. 
-If service is abandoned, 349 jobs and a total pay. 
roll of $3 1 z mil lion will be jeopardized because 
branch line firms would be placed at a competitive 
disadvantage. 
-This line serves the Indiantown Gap Military Res­
ervation which is used by the Pennsylvania National 
Guard and U.S. Army Reserve. The Reservation has 
priority in the National Mobilization Plan, and uses 
the line to move its equipment a nd supplies. 
-The U.S. Bureau of Mines shows that 1 million 
short tons of coal reserves are located near this line. 
-Pennsylvania Office of State Planning and Devel­
opment expects that 4 firms would terminate 349 
jobs if service were abandoned. 
-Lebanon Packaging Corp. says abandonment 
would cost $22,600- $55,640 annually. 
-Swatara Coal Co. favors retention of the line cit• 
ing the potential development of deep mine reserves 
at either end of the track. 
-A planned industrial park would be hurt if the 
line between Lickdale a nd Lebanon were abandoned. 
-The Schneck Coal Company at Sued berg buys raw 
coal from independent coal operators in adjacent 
parts of the Southern Anthracite Field. They have 
no direct rail access. Schneck shipped 240 carloads 
in 1973 and 621 carloads in 1974. 
-The Oakwood and Franklin Coal Companies 
shipped 222 carloads from Sued berg in 1973. 
- The Pennsylvania DOT believes that access to the 
Suedberg coal plant a nd tipple must be retained to 
a llow producers access to ind ustrial consumers de­
pendent on rail. It believes that if the line from Lick· 
dale to Suedberg is abandoned, the line from Pine 
Grove to Sued berg should be rebuilt. 
- Consideration must be given to the total revenue 
that would be lost to ConRail if this line is not in­
cluded in the Fina l System Plan. In 1973, 140 cars 
on this line generated a total revenue of $144,078; 
however, only $25,373 was attributed to the line. 



USRA ANALYSIS 
MOUNT HOPE INDUSTRIAL TRACK 

USRA line No. 916 

Reading Railroad 

WHITE OAK 4_5 miles 

ading & Co lumbia Branch, 

MOUNT HOPE G,to Sinking Spring 

INDUSTRIAL / 
TRACK.ROG ____ _ 

MANHEIM 
14---RDG to Lancaster 
I and Columbia 

The Mount Hope Industrial Track, extends from 
Manheim (Milepost 0.0) to White Oak, Pa. (Milepost 
4.5), a distance of 4.5 mil.es, in Lancaster County, Penn­
sylvania. At Manheim, this line connects with the Read­
ing & Columbia Branch of the Reading, which is also 
under study in this Report. 

Summary of USRA Data 

Stations (wlth their 1973 carloads) served by this line : 
White Oak_________________________________________ 42 

Total carloads generated by the line______________ 42 

Number of round trips per year---------------------- 52 
Estimated time per round trip {hours) --------------- 2. 0 

RA!venue recel\'ed by Reading________________________ $5, 015 
Al'erage revenue per ca rload ________________ $96 

Variable (avoidable) cost of continued service: 
Cost incurred on the branch line ___________ 39, 020 

Cost ot upgrading branch line to FRA 
Class I (1/10 or total upgrading cost) -- - - 0 

Cost incurred beyond the branch line______ 4, 580 

Total \'llriable (avoidable) cOSL------------------- 43,612 

Net contribution (loss) : totaL _____________________ {38, 597) 

USRA Recommendation 

It is not recommended that the Mount Hope Indus­
trial Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 

-Review by the Office revealed no public testimony 
on this line. 

501 



917 
PENNSYLVANIA 

USRA ANALYSIS 
PORTION OF THE READING AND COLUMBIA 

0~NCH 
USRA Line No. 917 

Reading 
RDG to Sinking Spring and Reading 

\1 
I 

I 
I 

PORTION OF THE READING & / LANCASTER 
COLUMBIA BRANCH , RDG JUNCTION 

~1/ RDGto 
PC to Hanisburg \\y Lancaster 

- . .± ·-. ll.4miles 

PC to Har~=~::vel:ille ·~·,. 

' • ,._ PC to Lancaster and 
Philadelphia 

COLUMBIA •, r •. 
PC to Parkesburg and Perryville 

This portion of the Read ing & Columbia Branch ex­
tends from Columbia (Milepost 28.3) to Lancaster 
Junction, Pa. (Milepost 39.7), a distance of 11-4 miles, 
in Lancaster county, Pennsylvania. At Lancaster Junc­
tion, this line continues northeast to Sinking Spring 
and Reading and southeast to Lancaster. Both of these 
continuations are also under study in this Report. At 
Landisville, this line intersects the PC Philadelphia­
to-Pittsburgh Line, which also is under study in this 
Report. 
Summary of USRA Data 
Stations (with their 1973 carloads) served by th1s line: 

Lancaster Junction__________________________________ 0 

Landlsvllle ---------------------------------------- 398 
Bruckarts ----------------------------------------- 0 
Cordelia------------------------------------------- 0 
Columbia------------------------------------------ 1,300 

Total carloads generated by the linl'____________ 1, 707 
Number of round trips per year______________________ 260 
Estimated time per round trip (hours)______________ 8. 0 

Revenue received by Reading______________________ $299,445 
Average revenue per carload__ __________ $175 

Variable (avoidable ) t'Ost of continued: 
service: 

Cost Incurred on the branch line _______ 223, 809 
Cost of upgr~dlng branch line to FRA 

Class I (1/10 of total upgrading cost)_ 0 
Cost inC'Urred beyond branch line ______ 179, 797 

Total variable (avoidable) cost____________ _ 403
1 

606 

Net contribution (loss): totaL___________________ (101,161) 
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USRA Recommendation 

.'\.!though the preliminary recommendation is that this 
portion of the Reading & Columbia Branch not be in­
cluded in the ConRail System, the possibility of imme­
diately increasing revenue must be explored before a 
final recommendation can be made. 

PUBLIC RESPONSE AND RSPO COMMENT 

-Pennsylvania PUC stated that the entire Reading 
and Columbia Branch fro m Columbia to Sinking 
Springs should be analyzed as a single line, rather 
than in segments which resul ts in exclusion of 4 
of the 5 segments, and cuts out a through route. 
PUC's traffic count for the entire branch in 1974 is 
11,113 as opposed to USRA's coun t of 9,030 cars in 
1973. 
-Armstrong Cork points out that this 39.6 mile 
branch has been segmented into 4 parts ranging 
from 2.3 to 21.3 miles. The shortest segment, line 918, 
has no shippers or receivers so it could not pos­
sibly be found viable. 
-A survey of users on the entire branch showed a 
total of 7,00 I carloads in 1973. 
-F. W. Woolworth has opened a warehouse at Den­
ver. It estimates 1,000-1,300 cars a year. 
-ITT Grinnell opposes abandonment of the 0.97 
mile of track between its faci lities in Columbia and 
the Penn Central interchange in Columbia. Grinnell 
used 1, l06 cars in 1973 and believes revenue on this 
line would increase if car supply im proved. 
-Reading has a n abandonment app lication pending 
with the ICC in Docket No. AB-50 (Sub No. 13) and 
before USRA in Docket No. 75-5. 
-Rail service is a must for Amherst Industries at 
Landisvi lle because it does maintenance, repair, and 
conversions of rail freight cars. In 1973 it serviced 
138 cars, constructed 60 new cars and received 32 
loaded cars of sand a nd steel. It would be satisfied 
with service two or three clays a week. 
-Amherst Industries purchased 22 acres for expan­
sion in 1973. If it is not serviced by ConRail, it will 
consider purchas ing the line that ties into the pro­
posed ConRa il sidi ng in Landisville. 
-It is not feasible for J . J C. Snavely & Sons, Inc., 
at Landisville to receive lumber by truck. 
-Frank Sahel Salvage Center at Columbia, a proc­
essor of ferrous and non-ferrous metals, cannot 
switch to truck because most steel mills will not 
accept truck shipments. In 1974, it shipped 121 
gondolas. 
Continued on page 
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USRA ANALYSIS 

PORTION OF READING & COLUMBIA BRANCH 

USRA Line No. 918 

Reading 
Mo unt Hope lnduotr i.al Tr.ack, RDG 

,/ 
\ RDG to Sinkon1 Sprin& 

U5 • .,::·:1 ~;~;~!/~ .... 
LANCASTE BRANCH, ROG 

JUNCTION 

/../ \. ..- RDG to L.anc.as ter 
/ 't 'i: 

/ I \. 
RDG to Co lumbi;a 

This portion of the Reading & Columbia Bl'anch ex­
tends from Manheim (Milepost 25.9) to Lanca.ster Junc­
ti011, Pa. (Milepost 28.25), a distance of f .35 miles, in 
Lancaster County, Pa. At Manheim this line continues 
northeastward to Sinking Spring and Reading, and at 
Lancaster J unction the line splits with one segment 
going to Lancaster and the other to Columbia. All of 
these contin uations are under study in this Report. At 
Manheim the line also connects with the RDG Mount 
Hope Industrial Track, which is also under study in 
this Report. 

Information for Line Retention ,Decision 

This line does not directly serve any shippers. 

USRA Recommendation 

It is not recommended that this portion of the Read­
ing & Columbia Branch be included in the ConRail 
System. 
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918 
PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
- This is a 2.3 mile piece of a 39.6 mile line. It has 
no shippers or receivers located on it. 
- See discussion in Lines 917, 920, and 920a since 
testimony treated the line from Columbia to Sinking 
Springs as one unit. 
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USRA ANALYSIS 

PORTION OF READING & COLUMBIA BRANCH 

USRA Line No. 920 

Reading 

Mount Hope 
Industrial Track, ROG 

,J 
\ PORTION OF THE 
\ READING & COLUMBIA 
\ BRANCH , ROG 

' l 
MANHElll t t, 

LIT~TZ _ _ _ -..I\ 
I 4.6 miles 

I "'---.__ 

ROG to Sinking 
Spring and Reading 

I R DG to Lancaster Junction 

This portion of the Reading & Columbia. Branch ex­
tends from Manheim (}lilepost 0.0) to L ititz, Pa. 
( 1.1ilepost 4-.6) , a dist an CE' of 4.6 miles, in Lancaster 
County, Pennsylvania. Continuations of this line rx­
tend southward from Manheim and east.ward from Li­
titz. At Manheim this line also conne.cts with the Mount 
Hope Industrial Track of the Reading. All of these 
lines are also under study in the Report. 

Summa ry of USRA Data 

Stations (with their 1973 carloads) served by this line: 
Lime Rock __ ___ ____________________ _____ _____ ______ 25 

Manheim ---------- ------------------------------- 1, 329 

Total carloads generated by the line ___ ___ ________ 1, 3o4 
Number of round trips per rear___________ ___ ______ __ 312 
Estimated time per round trip ( hours )_____________ 8. o 

Revenue received by ROG ___ ______________________ $231, 803 
Average revenue per carload_______ _______ $171 

Variable (avoidable) cost of continued 
Sel"vice : 

Cost incurred on the branch line _______ 199, 276 
Cost of upgrading branch line to F RA 

Class I . (1/ 10 of total upgrading cos t )_ O 
Cost incurred besond the bl"anch line _____ _ 146, 359 

Total variable (avoidable) cost________ ______ 345,635 

Net contribution (loss) : totaL ______ _____________ (113,832) 

US'RA Recommendation 

It is not recommended that this portion of the Read­
ing & Columbia Branch be included in the ConRail 
System. 
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PUBLIC RESPON SE AND RSPO COMMENT 
- Testimony treated the line between Columbia and 
Sinking Springs as a unit. 
- Warner Lambert's plant at Lititz has not been a 
heavy rail user; however, it wi ll embark on a new 
production schedule in J uly, 1975. It expects to be 
generating 495 cars a year. 
-One of Agway, I nc.'s, major facilities, at Man­
hei m, produces an nua lly 2¼ million tons of feed for 
the dairy, pou ltry and lives tock industry in 11 north­
east States. The mill represents an investment of 
approximately $1 million, employs 40 people, with an 
annual payroll of $350,000, a nd pays taxes of $10,000 
to the loca l community. 
- Wilbur Chocolate Co. is completely dependent 
upon t his rai l for delivery of ove r 30 million pounds 
each of bulk sugar a nd cocoa beans. These items 
cannot be handled a dequately by over-the-road haul­
ers. These commodities cannot be purchased as rea­
sonably in less than 1·ail ca r quantities. The com­
pany employs 250 people a nd loss of incoming serv­
ice would cause it to relocate. 
- Nelson Weaver and Son is located 3 miles west of 
Lititz. It averages 200 cars a year and has just com­
pleted a $100,000 distribution center for receiving 
pr oduct in bulk hopper cars. E limination of service 
would curtail its operation. Truck service is impos­
sible because much of the material is from the far 
west. 
- Consideration must be given to the total revenue 
tha t would be lost to ConRail if this line is not in­
cluded in the F inal System Plan. In 1973, the 1,354 
cars on this line generated a total revenue of $922,-
109 ; however, only $231,803 was attributed to the 
line. 
-(See Lines 917, 918 and 920a) 
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USRA ANALYSIS 
PORTION OF READING & COLUMBIA BRANCH 

USRA Line No. 920a 
Reading 

ROG to Harrisburg 

, l 
ROG to MMhe,m ____.~ SINKING SPRING 
and Lancaster \ , 1 \ .3 11\\\eS ;>ii,, __ 
Junction r .,. ---
~ _,. Leb311on Valley 
- --;::ITITZ PORTION OF THE Branch, ROG, 

READING & to Reading 
COLUMBIA BRANCH . 
ROG 

This portion of the Rt>acling & Columbia Branch ex­
tends from Lititz (:ifilepost 4:.6) to Sinking Spring. Pa. 
(Milepost 25.9) a distance of fl.Smiles, in Lancaster 
and Berks Counties, Pa. At Lititz this line continues 
westward and southward through Manheim to L1i,n­
caster Junction where it forks into two segments. This 
continuation is also under study in this Report. At Sink­
ing Spring this line connects with the Reading's Leba­
non Valley Branch. 

Summary of USRA Data 

Stations (wltb their 1973 carloads) served by this line : 
Montello ••••••••••••••• .•••••••••••••••••••••••••• O 
Rmnholds •••••••••••••••••••••••••••••••••••••••.• 71 
Denver ............................................ 379 
Steve113 •••••••••••••••• --·····-··--·-••••••••••••• • 79 
Ephrata ............... ............................ 866 
Akron ················-···---··-·················· 2 
Mill way ··-············· ····-····--··-··-···-··--·· O 
Lititz ••••••••••••••••.•••••••••••••••••.•••••••••• 1, 335 

Total carloads generated by the line ••••••• ·-····· 2,732 

Number round trips per year····-···················· 312 
Estimated time per round t rip (hours)............... S. 0 

Revenue received by RDG •••••••••••••.••••••••••• $461, 908 
Average revenue per carload... ... ..... ... $169 

Variable (avoidable) cost of cootloued 
serv:lce : 

Cost Incurred on the branch Hoe ••••••••• 370, 663 
Cost or upgrading branch line to FRA 

Class J : (1/ 10 or total upgrading cost). 0 
Cost Incurred beyond the branch line •••• 245, 271 

Total variable (avoidable) cost. •••••••••• _.. 615, 924 

Net contribution (loss) : total..................... (Ui4, 016) 
USRA Recommendation 

:4'-lthough the preliminary recommendation is that 
~his portion of the Reading & Columbia Branch not be 
mcl~ded in the ConRail Syst.em, the possibility of im· 
mediat.ely increasing revenue must be explored before a 
final recommendation can be made. 
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920a 
PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony treated the line between Columbia and 
Sinking Springs as a unit. 
-F. W. Woolworth's Mid-Atlantic Distribution Cen­
ter will become fully operational in June. It expects 
to generate 1,000-1.300 cars annually. If it does not 
continue to have rail service, it will be forced to re­
view its distribution patterns. 
-Wilbur Chocolate says its traffic moves north and 
south and therefore it requires service on the line. 
-Wickes Corporation at Ephrata needs rail service 
or it will not be able to compete with other lumber 
dealers. 
-Consideration must be given to the total revenue 
that would be lost to ConRail if this line is not in­
cluded in the Final 8ystem Plan. In 1973, 2,732 cars 
on this line generated a total revenue of $2,013,576; 
however, only $461,908 was attributed to the line. 
-(See Lines 917,918 and 920). 
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USRA ANALYSIS 
PORTION Of fRACKVILLE BRANCH 

USRA Line No. 921 
Readine 

ROG To Shamokin and RDG to Tamaqua and 
Sunbury 'ii, Reading 

--17 ... ,.u.~,;;;.;:,o, 

I 1 Frac~ille 

8.5 Miles .-- FRACKVILLE BRANCH. 

1 
READING 

ST. CLAIR/ 

~/ 

I 
,\.._ ~ f- RDG to Middleport 

Mil Creek Junction/ 

/ RDG to Pottsville 
/~ and Reading 

I 
Th!s portion of the Frackville Branch, part of the 

Readmg Co., extends from St. Olair to Bear Run Jct. 
bet~veen Milepost 4.0 and 9.6 and Milepost 2.9 and 0.0, 
a distance of 8.5 mil,es, in Schuylkill County, Pa. At 
St. Clair it connects with the remainder of the Frack­
ville Branch of the Reading extending southward to­
ward Pottsville. At Bear Run Junction it connects with 
the ~ahanoy and Shamokin Branch of the Reading ex­
tending westward to Shamokin and eastward to East 
Mahanoy Junction. 
Summary of USRA Data 
Stations ( with their 1973 carloads) se rved by this line: 

St. Clair ----------------------------- 43 
Frackville ----------------------------------------- 346 
Gilberton------------------------------------------ 2 

Total carloads generated by the line ____________ ~ 
Xumber of round trips per yea r_____________________ 10,I 

Estimated time per round trip (hours)_______________ 4 
Revenue receh·ed lly RDG __________________________ $74 305 
A veragc revenue per ca rload__ _____________ $1 oo ' 

· \'arlabl c_ (a voidable) cost of continued 
~ernce: 

Cost incurred on the branch line __________ 96, 991 
Cpst of upgrading branch line to FRA 

Class I (1/10 of total upgrading cost)__ o 
Cost incu rred beyond the branch line ______ 40, 299 

Total rnriable (avoidable) cost_ ______________ 137,200 

Xet cont ribution ( loss) : total ___________________ (62,985) 

US·RA Recommendation 

No decision can be made on this line until further in­
formation on coal traffic and potential is developed. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The U.S. Bureau of Mines lists this line as serving 
an area capable of producing 9.9 mi llion tons of coal. 
-The Pennsylvania Public Utili ty Commission 
stated that this line is situated im mediately adjacent 
to the southern segment of the western middle an• 
thracite coal field which contains an estimated 1.96 
billion tons of coal. 
-The Pennsylvania Office of State P lanning and 
Development reported that there are no coal opera­
tors or tipples on this branch but several nearby 
strip mines could in the future support a pre-clean­
ing plant or preparation plant. This branch could 
also be used as a through route between coal fields, 
a llowing the Western Middle field to ship more 
directly to southern destinations and t he Southern 
Field to northern destinations. 
-Witnesses reported that 538 carloads were gener­
ated along this branch in 1973. 
-The Rail Research Committee for this line main­
tains that the revenue figures are understated and 
the maintenance costs a.re overstated. The Commit­
tee found that this line generated a profit of 
$403,626 minus the cost of repairing the portion of 
track washed out in 1972. 
-Loss of service could result in the loss of 797 
jobs and $6 million in income. The St. Clair Indus­
trial Park and the Frackville Industria l Pa rk would 
be hindered in attracting new industries. 
-Zapata Industries Inc. reported that its transpor­
tation costs would rise to $400.000 if r ail service is 
eliminated. 
-The Penna Bedding Manufactur ing Co. reported 
that its transportation costs would increase by 
$1,500 if rail service is eliminated. Similarly, the Met­
tam Bros. Lumber Co. reported that costs would in­
crease by $30,000 and Robbins Door & Sash Co. Inc. 
said its costs would increase by $100,000. 
- Consideration must be given to the tota l revenue 
that would be lost to ConRail if this line is not in­
cluded in the Final System Plan. In 1973, 391 cars 
on this line generated a total revenue of $380,645; 
however, only $74,305 was attributed to the line. 



USRA ANALYSIS 

HERNDON BRANCH 

USRA line No. 922 

Reading 
ROG to Sunbury and West Mi I ton 

',, I 
' ' ' ' ' HERNOONBRANCH , ROG 

~ 
TREVORTON 

t 
7.8 miles 

ROG to Sh amokin 
and Reading 

This portion of the H erndon Branch extends from 
Trevorton (~Iilepost 0.0) to Herndon, Pa. (Milepost 
7.8) a distance of 7.8 miles, in Northumberland County, 
Pennsylvania. At Herndon , this line connects with the 
RDG line between Reading, Shamokin and W est Milton. 
This line was described as potentially excess in the U .S. 
DOT Report ( see Zone 82). 

Summary of USRA Data 

Stations (wlth tbelr 1973 carloads) served by t hls llne: 

Kul[)S ------ ----- --- --- --- -- - ----- ---------- ------- 1 Trevorton ______ __ ___ __ _____ __ ___________ _____ _____ _ 2 

Total carloads generated by the line______________ 3 
Xumber or round trips per yea r__ _______ __ __ _________ _ 6 
Estimated tlme per round t r lp (hours ) ________________ 6. 0 

Rerenue received by RDG-------------- ------ -- - - -- $483 
Arerage revenue per ca rload __ _____ _______ $161 

Variable (aroldable) cost of continued 
service : 

Cost incurred on the branch llne_____ ____ 65, 066 
Cost of upgrading branch line to FRA 

Class 1: (1/10 or the total upgrading 

cost) - ------- --- - ---- ----- ---------- O 
Cost incurred beyond branch llne_____ ___ 392 

Total variable (avoidable ) cost__________ ____ _ 65, 458 

Net contribution (loss ) : totaL ________ ____________ (64, 975) 

USRA Recommendation 

~)though the preliminary recommendation is that 
this portion of the H erndon Branch not be included in 
the ~onRail System, the possibility of immediately in­
creasing revenue must be explored before a final recom­
mendation can be made. 

922 
PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-While describing this line as between Herndon and 
Trevorton, the USRA analyzed it as if it were be­
tween Trevorton and Shamokin which appears to be 
where it actually is. The track between Herndon and 
Dunkelsbergers, a town 1.5 miles west of Trevorton, 
has been removed and the track between Dunkels­
bergers and Trevorton has been approved for 
aban donment. Herndon is located on the PC main­
line between Harrisburg and Sunbury. 
-The U.S. Bureau of Mines lists this line as serving 
an area capable of producing 1.9 million tons of coal. 
-The Reading Anthracite Co. has an active coal 
breaker at Trevorton which shipped 1,100 carloads in 
1973 and has plans to increase this amount by 
another 100-200 cars a year. It estimates at least 180 
million torn of recoverable coal tributary to the 
Trevorton breaker on lands stretching from Trevor­
ton to Locust Summit. 
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-The Regional Railroad Task Force and the Penn­
sylvania Office of State Planning and Development 
agree that the branch generated around 1,100 car­
loads in 1973. 
-Both the Reading Anthracite Company and the 
L-Co. Cabinet Co. would be forced to close without 
rail service; this would result in the loss of 200 jobs 
and $1,800,000 in personal income. 
- Consideration must be given to the total revenue 
that would be lost to ConRail if this line is not in­
cluded in the Final System Plan. Based on USRA 
data in the plan 3 cars on this line in 1973 would have 
generated total revenue of $5,486; however, only 
$483 was attributed to the line. 
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USRA ANALYSIS 

PORTION OF THE CATAWISSA BRANCH 
USRA Line No. 923 

Reading 
ROG to Ll,trt Stfeet \ EL to Scranton 

-., I Bioom,bu,c h 
ROG to 'l'fut Hilton RUPERT ~- - • - • - •• .,,,,. • -,· -_\_~:::::-:,::-;:::-. > -..... -_... • -Pe to Wdku Ba,,. 

~ /• Danv ille ~ LVtoHuleton 
EL to - • .,... Cata•11u l6 6 Hilu \ . / 
Nouhumbtrland .,,,,. • - • ,. 

_.,.... 1' '----- < LOFTY 

PC 10 Sunbury / • ,"' ROG 10 Td.-r.aqua 

PORT IO N OF CATAfl'ISSA BRANCH ROG _..,..'\ ' Md Ru '"I 
LV to O~lano 

This portion of the Catawissa Branch extends from 
Lofty (:.\1ilepost 110.5) to Rupert. Pa. (:\Iilepost 147.1), 
a distance of .16.6 miles. in Columbia and Schuylkill 
Counties, Pa. This line connects with the Erie-L.acka­
wanna Scranton-Xorthumberland line at Rupert and 
the Reading Bloomsburg Branch. It is also crossed by 
the PC"s Dan Secondary Track at Xorca (Catawissa). 
The P C line and the continuation of the Reading line 
to ,vest Milton are also undPr consideration in this 
Report. 
Summary of USRA Data 
Stations ( \Ylth their 1973 ca rloads) ser,•ed by this line: 

Brandonville --------------------------------------- 1 

R lngto,vn ------------------------------------------ 109 Catawissa __________________ _______________________ 85 

Total carloads generated by the line_______________ 195 
Xumber round trips per year__ ______ __ __ _________ ___ 52 
Estimated time per round trip (hours)_ ______________ 4. O 

R evenue received by RDG _________________________ $35,144 
Average revenue per carload _______________ $180 

Yariable (avoidable) cost of conti nued 
service : 

Cost incurred on the branch line ________ 268, 404 

Cost of upgrading branch line to FRA 
Closs I : ( 1/ 10 of total upgrading cost)_ O 

Cost incurred beyond the branch line____ 21, 561 

Total varlaole (avoidable ) cost______________ 289,965 
Net contribution ( loss): totaL ____________________ (254,821 ) 

USRA Recommendation 

Although the preliminary recommendation is that the 
Catawissa Branch not be included in the ConRail Sys­
tem, the possibility of immediately increasing revenue 
must be explored before a final recommendation can be 
made. 
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PUBLI C RESPONSE AND RSPO COMMENT 
-The U.S. Bureau of Mines lis ts this line as serving 
an area capable of producing 9.9 million tons of coal. 
-Swatara Coal Co. said the Catawissa Branch is an 
active and strategic through-route between Harris• 
burg and Philadelphia, and points in New York, 
Canada and New England via the EL a nd the D&H. 
The segment from Lofty to Rupert has potential to 
service the Southern and Middle Anthrac ite Fields 
during the next 10 years of expected expansion in 
coal production. 
-The Rail Service Research Committee for this line 
found that average freight revenue is $1,440 per car. 
Based upon 19.3 carloads, revenue generated would 
be $280,800. Using USRA's <lat.a a nd the branch line 
profitability formula, the committee calculates a 
$71,853 profit for this line during 1973. 
-Without rail service an es timated 2,665 jobs and 
$3,728,718 in persona l income would be lost. 
-The Pennsylvania Office of State P lanning and De­
velopment reported 364- carloads originating or 
terminating along this branch in 1973. 
-The Pennsylvania Public Utili ty Commission re­
ported that this line was rebuilt a t the cost of 
$-1-19,279 following Hurricane Agnes. 
-Consideration must be g iven to the total revenue 
that would be lost to ConRail if this line is not in­
cluded in the Final System Plan. In 1973, 195 cars 
generated a total revenue of $214,686; however only 
$35,144 was attributed to t he line. 



USRA ANALYSIS 

CATAWISSA BRANCH 

USRA Line No. 924 

Reading 
ROG to Williamsport 

J PC to Williamsport 
\ and Buffalo 

\ \✓ PORTION OF THE 
\ ' CATAWISSA 
\ WEST \_ BRANCH . ROG . 

MIL TON Mil ton / PC to Wilkes Barre 

1 ROG to Light Street EL to Scran ton 

L ',, lr .... 
I j Danville RUPERT • ..-·' • 

I ' - 21 .9 miles-~'---- ,.,,• / ~--· 
ROGto--tl 1

1 
.,•---. ~Catawissa 

I ; - · Sunbury PC to Harrisburg - • - • - • ,)0, 

_:) -·-· / ' EL to Northumberland _. - • ~ ROG to Tamaqua 

PC to Northumberland 
This portion of the Catawissa Branch, Reacling RR, 

extends from Rupert (Milepost 147.1) to West Milton, 
Pa. (Milepost 1@.0), a distance of f l .9 miles, in Union, 
Northumberland, Montour, and Columbia Counties, 
Pennsylvania. Continuations of this line extend north­
ward from West Milton and southeastward from Ru­
pert. At 1\'est :iiilton, this line connects with the Read­
ing Shamokin, Sunbury & Lewisburg Branch. Other 
connections are the PC Harrisburg-to-Buffalo Line at 
Milton and the Erie Lackawanna Scranton-Northum­
berland line at Rupert. 

Summary of USRA Data 

Stations (with tbelr 1973 carloads) served by this line : 
Danville ________ __ ____ ____ ________ _ __ _ __ _ ________ __ 107 

Mausdale ----------------------------------------- 3 Pottsgro,·e _________________ ______ _______ _ ___ ______ 14 

Total carloads generated by the llne_____________ 124 
Xumber of round trips per year______________________ 52 
Estimated time per round trip (hours) ______________ 5. 0 

Revenue received by ROG____________________ _____ $16, 979 
Average revenue per carload______________ $137 

Variable (avoidable ) cost ot continued 
service : 

Cost Incurred on the branch line ________ 172, 754 
Cost ot upgrading branch line to FRA 

Class I (1/10 of total upgrading cost)__ 0 
Cost Incurred beyoud the branch line____ 12, 825 

Total variable (a voidable) cost______________ 185,579 

Net contribution (loss ) : totaL __________________ (168, 600) 

USRA Recommendation 
.rt is not recommended that this portion of the Cata­

ivissa Branch be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Testimony indicates that traffic generated by busi­
nesses located in Milton was left out of USRA's 
analysis. A spokesman for 7 shippers reported that 
Milton generated 3,775 cars on this branch in 1973 
and 3,510 cars in 1974. Considering these additional 
carloads the line should have generated a profit 
of $602,019. 
-Danville shippers could operate without this 
branch providing the Erie Lackawanna continues to 
serve Danville. Assuming that service to Danville 
is continued by the EL, Milton shippers request 
that 1.53 miles of the extreme western end of Line 
No. 924 together with connecting sidetracks be rec­
ommended for inclusion in ConRail. 
-A connection of the ROG track with the north­
south PC line through Milton is not feasible due to 
the physical layout of Milton and its industries. 
-The Pennsylvania Office of State Planning and 
Development reported that 4,902 carloads were gen­
erated along this branch in 1973. The Office also re­
ported that ,vithout rail service 3 companies would 
either reduce production or close down completely, 
leaving approximately 527 workers unemployed. 
-In defining the end points of this line, USRA des­
ignates West Milton as milepost 169.0 however, the 
ROG track chart shows milepost 169.0 on the east 
side of Milton. 
-The Pennsylvania Public Utility Commission stat­
ed that the on-branch cost per car figure of $1,394 
and the off branch cost figure of $103 are unreason­
able. Revenue per car appears understated and 
revenue generated by the interline carrier should 
be credited to the line, thereby increasing average 
revenue. 
-Consideration must be given to the total revenue 
that would be lost to ConRail if this line is not in­
cluded in the Final System Plan. In 1973 124 cars 
on this line generated a total revenue of $69,690; 
however, only $16,979 was attributed to the line. 
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USRA ANALYSIS 
PORTION OF THE WEST END BRANCH 

USRA Line No. 925 

Reading 

ROG to Good Spring 
I TREMONT 

remont 't -
ROG toWestwood and 

- -T-'t. "'()TJ UN--=~~ - -

PORTION OF THE WEST Schuylkill Haven 
ENO BRANCH . ROG-.. +-7.0 miles 

PINE GROVE 

This portion of the West End Branch extends from 
Tre1Mnt (Milepost 22.9) to Pine Grove, Pa. (Mile­
post 29.9) a distance of 7.0 miles, in Schuylkill 
County, Pa. At Tremont this line splits with one seg­
ment continuing westward to Good Spring and the 
other continuing eastward to ·westwood. Both of these 
continuations are also under study in this Report. 

Summary of USRA Data 

Stations (with their 19i3 ca rloads) sen•ed by this line : 
Plue Grove_ ________________________ ___ _____________ 253 

Tremont ------------------------------------------ O 

Total carloads generated by the line_____________ 253 
Number of round tnps per yenr_ _____________________ 104 
Estimated time per round tnp (hours )______________ 3. O 

Revenue receh·ed hr ROG ____ _ 
A,•erage re,·enue per cn rlond ____ ______ SHO 

Yariable (avoidable ) cost of continued 
sen-ice : 

Cost incurred on the branch line______ 75, 716 
Cost of upgrading branch line to FRA 

Class I : (1/ 10 of total upgrading 
cost)----------- -- ---------_____ _ 0 

Cost incurred beyond the branch line__ 24, 956 

Total variable (avoidable ) cost ___________ _ 

$35.477 

100, 672 

Nt!t contribution (lo~s) : total. ___________________ (65, 195) 

USRA ~ecommendation 

No decision can be made on this line until further 
information on coal traffic and potential is developed. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Newport Homes reported that this line was rebuilt 
after Hurricane Agnes; therefore maintenance costs 
should be low. 
-Testimony stated that abandoning this branch 
could result in the loss of 537 jobs, approximately 
$4 million in personal income, and $36,500 in prop­
erty taxes. 
-The coal tributary to this branch includes ½ to 
½ of all the reserves in the 12th district. The local 
Pennsylvania Department of Environmental 
Resources mine inspector estimates it contains 
3 billion tons of recoverable reserves. 
-A large number of independent strip coal opera­
tors are located along this line. In 1973 these opera­
tions generated 362 carloads. 
-Newport Homes generated over 260 carloads in 
1973. 
-The Pennsylvania Office of State Planning and 
Development reported that 1,480 carloads were gen­
erated along this branch in 1973. 
-The Schneck Coal Co. will probably utilize this 
branch if the line from Lickdale to Suedberg is 
abandoned. Schneck and Oakwood Coal together 
could generate as much as 6,300 carloads annually. 
-The U.S. Bureau of Mines lists this line as serv­
ing an area capable of producing 407,000 tons of 
coal. 
-Consideration must be given to the total revenue 
that would be lost to ConRail if this line is not in­
cluded in the Final System Plan. In 1973, 253 cars 
on this line generated a total revenue of $278,530; 
however, only $35,477 was attributable to the line. 
-The number of locomotives assigned and the num­
ber of round trips per year appear to be inconsistent 
with the traffic attributed to the line by USRA. 



USRA ANALYSIS 
PORTION OF WEST END BRANCH 

USRA Line No. 926 

Reading 

ROG Good Spring Co lliery Track 

\/ 
ROG\ K~ff:s~I GOOD SPRING 

- ,t---5.4miles 
/ ROG to Westwood 

PORTION OF THE WEST TREMONT and Schuy lkill Haven 

END BRANCH . ROG ~- - - _/_ -
/ Tremont Junction 

/ 
//f--ROG to P ine Grove 

This portion of the West End Branch extends from 
Tremont (Milepost 29.9} to Good Spring, Pa. (Mile­
post 35.3), a distance of 5.4 miles, in Schuylkill County, 
Pennsylvania. At T remont, this line continues eastward 
through Tremont Junction to ·westwood. At Tremont 
Junction, the line splits with one segment continuing 
southward to Pine Grove. All of these continuations are 
also under study in this Report. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line: 
Good Spring________________________________________ 16 

Total ca rloads generated by the line_____________ 16 
Number ot round triJ)6 per yea r_____________________ 32 
Estimated time per round trip (hours)--------------- 6. 0 

Revenue reeelved by ROG _____ __ _______ __ _________ $2, 180 
Average re,•enue per carload_______________ $136 

\'ariable (avoidable) cost of continued serv-
ice: 

Cost incurred on the branch llne _________ 53, 717 
Cost ot upgrading branch line to FRA Class 

I : (1/10 ot total upgrading cost)________ 0 
Cost lncured beyond the bra ncb 
Cost incur red beyond the branch llne_____ 1, 600 

Total rnriable (avoidable) cosL ____________ _ 55,317 

Net contribution (loss) : totaL___________________ (53, 137) 

USRA Recommendation 

No decision can be made on this line until further in­
formation on the potential for coal traffic is developed. 
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926 
PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-This line is essential to carry traffic from line 927 
to 947. 
-K~ch~r Coal Co. shipped 2,409 carloads at Good 
Sprmg m 1973. Kocher has an annual carload poten­
tial of more than 3,300 carloads. 
-Ma_nbeck Dredging Co. shipped 1,01.5 carloads of 
coal m 1973 and will soon reach 2,160 carloads per 
year. 
-The Superior Coal Co. and the Pine Creek Coal 
Co. shipped a total of 187 carloads in 1973. These 
companies have a maximum capacity of 1,188 car­
loads annually. 
-Testimony indicated that 2,289 carloads were gen­
erated at Good Spring in 1973. 
-The Pennsylvania Office of State Planning and 
Development reported that 3,391 carloads of origi­
nating/ terminating and overhead traffic were trans­
ported on this line. 
-The Pennsylvania Office of State Planning and 
Development reported that this branch serves the 
western end of the southern anthracite field, coin­
ciding with the 11th Pa. State DER Deep Mining Dis­
trict. The local mine inspector has estimated the 
recoverable reserves to be 2.5 billion tons. There are 
over 25 independent coal operators supplying raw 
coal to 6 active preparation plants located along the 
line. 
-The U.S. Bureau of Mines lists this line as serving 
an area capable of producing 9.9 million tons of 
coal. 
-Within 10 years the New York Gas and Electric Co. 
expects to demand 2 million tons of semi-anthracite 
coal annually. 
-The F. A. Potts Coal Co. is planning to revive large 
scale deep mining in the area and expects to pro­
duce 1 million tons a year. 
-The costs for this line reflect the use of 2 locomo­
tives per trip which does not appear to be consistent 
with the traffic involved. The estimated time per 
round trip appears to be high considering the length 
of this line and the traffic. 
-Consideration must be given to the total revenue 
that would be lost to ConRail if this line is not in­
cluded in the Final System Plan. In 1973, 16 cars 
on this line generated a total revenue of $23,263; 
however, only $2,180 was attributed to the line. 



931 
PENNSYLVANIA 

USRA ANALYSIS 
PORTION OF MUDDY COLLIERY TRACK 

USRA Line No. 931 

Reading 

ROG to Termi nus (Branchdale) 

, / 
\ 
\ 

\ 

~ PORTION OF THE 
0.6 miles MUDDY COLLI ERY 

WEST JUNCTIOf 
~ TRACK . ROG 

ROG to Tremont _ .. __ -----
SILVERTO N ~ ROG to Westwood 

and Schuylkill Haven 

This portion of the Muddy Colliery Track extends 
from Silverton (Milepost 2.0) to 1V est Junction, Pa. 
(Milepost 2.6), a distance of 0.6 miles, in Schuylkill 
County, P a. 

At ,vest Junction, this line continues to Terminus. 
At Sil\'erton, this line connects with the Reading West 
End Branch, segments of which are also under study 
in this Report. 

Information for Lin e Retention Decisi on 

An evaluation of coal reserves by USRA staff con­
firms no coal activity here. Available data indicates that 
there is no traffic generated by this line. 

USRA Recommendation 

It is not recommended that this portion of the Muddy 
Colliery T rack be included in the ConRail System. 

512 

PUBLIC RESPONSE AND RSPO COMMENT 
- CLS Coal Co. buys spot coal from at least 8 inde­
pendent strippers for preparation in its plant. It 
controls 8.5 million tons of reserves and plans to 
expand rail shipments to 175 carloads in 1974, and 
350 in 1975. Demand for anthracite is increasing rap­
idly and CLS is one of the few remaining coal break­
ers in this area that s ti ll have rail service. 
- CLS Coal is committed to spend $1 million within 
the next 2 years on equipment for further expansion. 
-The U.S. Bureau of Mines lis ts this line as serving 
an area capable of producing 9.9 million tons of 
coal. 
-Racho Company and the Pennsylvania Public 
Utility Commission recommended that lines 931 and 
932 be analyzed as one line. 
-The Committee in Defense of Branch Line 931 re­
ported that this line is the sole link from CLS Coal 
Co. to the West End Branch, line no. 929. 

j 



USRA ANALYSIS 

PORTION OF THE MUDDY COLLIERY TRACK 

USRA Line No. 932 

Reading 

TERMINUS PORTION OF THE MUDDY 
(BRANCHDALE ) COLLIERY TRACK . ROG 

2.7 mil~EST JUNCTION 

ROG to Zerbe \ 
♦ \ Si I verton 

Swatara Junction_.b. _ -()- ____ _ 

--;;: t 
I ROG to Westwood and 

ROG to Tremont Schuylkill Haven 

This portion of t he Muddy Colliery Track extends 
from West Junction, Pa. (Milepost 0.0) to Terminua 
(Milepost 2.7), a distance of f.7 mues, in Schuylkill 
County, Pa. 

At West Junction, this line continues to the Rea.ding 
West End Branch at Silverton. This continuation is 
ulso under study in this Report. 

Information for Line Retention Decision 

An evaluation of coal reserves by USRA staff con­
firms no coal activity here. Available information in­
dicates that no t raffic is generated by this line. 

USRA Recommendation 

It is Mt recommended that this portion of the Muddy 
Colliery Track be included in the ConRail System. 

932 
PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 

-The Pennsylvania Public Uti lity Commission re­
ported that this line and line No. 931 operate as one 
line a nd are located in a fossil fuel reserve area. 
T herefore, the Commission recommends this line as 
well as line No. 931 s hould be included in ConRail. 
-The Pennsylvania Office of State Planning and 
Development reported that t he CLS Coal Co. buys 
spot coal from at least 8 independent strippers for 
preparation in their plant, for which the company 
plans to s pend $1 million for new equipment in the 
next 2 years. They control 8.5 million tons of re­
serves a nd pla n to expand rail shipments to 175 car­
loads in 1974 and 350 in 1975. Demand for anthracite 
is increasing rapidly and CLS is one of the few re­
maining coa l breakers in this area that has rail 
service. 
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-The U.S. Bureau of Mines lists t his line as serving 
an area capable of producing 9.9 million tons of coal. 



935 
PENNSYLVANIA 

USRA ANALYSIS 
STONY CREEK BRANCH 

USRA Line No. 935 

Reading 
ROG to Bethlehem 

\ ✓ / " / \ / / f- ROG to Doylestown 

LANSDALE 

, PC to Reading 

ROG to Readon~'. j 
' I ' · 

\\.,_- Philadelph ia to 

Bethlehem Line, ROG 

', '-. -- STONY CREEK 81\ANCH 
, .._ NORRISTOWN 

N 
. J .'Ct" ,, . 

OITIStown uncuon \ , .:,- PC to Philadelphia 
\ ,· \ J''• ✓ \ ' " , . 

\ 
ROG to Philadelphia 

The Stony Creek Branch extends from Norristown 
(Milepost 0.0) to Lansdale, Pa. (Milepost 10.0). a dis­
tance of 10.0 mil~s, in Montgomery County, Pa. At 
Norristown this line connects with the Reading Norris­
town Branch, and the Reading Philadelphia to Potts­
ville Line. At Lansdale it connects with the Reading 
Philadelphia to Bethlehem Line, and the Reading 
Doylestown Branch. The Reading Doylestown Branch 
is also under study in this Report. 

Summary of USRA Data 

Stations ( with their 1973 carloods) served by this line : 
Belfry --------------------------------------------- 3 
Hartranft----------------------------------------- 18 

Total carloads generated by the line_____________ 21 

Number of round trips per year______________________ 42 
Estimated time per round trip {hours)_____ __ _______ 2. o 

Revenue received by Reading_______________________ $2,868 
Average revenue per carload_______________ $136 

Variable (avoidable) cost of continued serv• 
Ice : 

Oost Incurred on the branch line _________ 77, 208 
Cost of upgrading branch line to FRA Class 

I : (l / 10 ot total upgrading cost) _______ O 
Cost Incurred beyond the branch line______ 2, 032 

Total variable (avoidable) cost_______________ 79,240 

Net contribution (loss) : total. _____________________ (76. 372 ) 

USRA Recommendation 

It is not recommended that the Stony Creek Branch 
be included in the ConRa.il System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-Abandonment of the Stoney C1eek Branch would 
force considerable traffic through the complex and 
congested Philadelphia terminal a nd eliminate a 
service route and a detour bypass for the RDG East 
Penn Line. 
-The Container Corporation of America testified 
that without rail service its transportation costs for 
1973 would have increased by about $210,000, and its 
1974 transportation costs would have increased by 
al most $330,000. 
-Witnesses reported that over 1,800 carloads were 
generated along this line in 1973, not 21 as reported 
in the Plan. Consequently traffic revenues should 
have read $288,864 not $2,868. The Pennsylvania Of• 
flee of State Planning and Development s tated that 
1,056 carloads were generated along this line in 1974. 
-The RDG uses this branch for a nightly train of 
approximately 87 cars making a minimum of 325 
trips per year. To divert this train through Philadel­
phia would cost the RDG an additiona l $100,000. 
-Pakwell Paper Products stated tha t its transpor­
tation costs would increase 50 to 60 cents per hun­
dred weight if it is forced to truck from a team 
track to its plant. F urthermore, Pakwell would lose 
a $200,000 investment in its rail siding and would be 
forced to spend $200,000 more to modify its facilities. 
- Pennsylvania Public Utility Commission reported 
that this branch carries 225,621 carloads of overhead 
traffic to and fro m the Bethlehem Branch. Addi• 
tionally, the Commission questioned USRA's figure 
of 42 round tri ps a nd USRA's on branch cost figure 
of $3,677 per car. 
- J.O.N. Millwork Co. r eported that, due to weight, 
length, and long haul involved, lumber must be 
brought into its plant by rail transportation. The 
compa ny a lso said that a r ecalculation of this line's 
net contribution using correct revenue figures would 
revea l a profi t of $237,899. 
- Zenith E lectronics Corp. reported that its plant 
shut down in the beginning of 1975 due to the eco­
nomic recession. Zenith anticipates using 1,100 trail­
ers {TOFC) in 1976. 
- SEPTA repor ted that it is interested in using this 
line for commuter service. 
- Consideration must be given to the total revenue 
that would be lost to ConRail if this line is not in­
cluded in the F inal System Plan. In 1973, 21 cars on 
this line generated a total revenue of $29,089; how­
ever, only $2,868 was attributed to the line. 



USRA ANALYSIS 

NEW BOSTON SECONDARY TRACK 

USRA Line No. 1007 

Lehigh Valley Railroad 

O ~ven Run LV to Hazleton 

-, Delano l 
ROG to Sh.rnokin ''C) ___ - -

and Sunbury LAUREL JUNCTION 
\ 9.6 miles\, 

-·- -- • ..._ ~ NEW BOSTON 
•, SECONDARY 

TRACK , LV 

Reading to Tamaqua 

The New Boston Secondary Track extends from 
Laurel Junctwn (Milepost 157.5) to Rock, Pa. (Mile­
post 167.1), a distance of 9.6 miles. in Schuylkill County, 
Pa. At Laurel Junction, this line connects with the Le­
high Valley line to Hazleton and the Lehigh Valley 
Delano Secondary Track to Kohinoor Junction. A por­
tion of the latter line is also under study in this Report. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this llne : 
Buck Mountain College________ ________ ____ _________ 8 

Total carloads generated by the line_____________ 8 
Number of round trips per yea·r ____ __ ________________ 16 

Estimated time per round trip (hours) -------------- 2 
Revenue received by LV ___________________________ $1, 900 

Average revenue per carload_______________ $238 

Variable (avoidable) cost of continued 
service : 

Cost incurred on the branch line__________ 68, 206 
Cost of upgrading branch line to FRA Class 

I : (1/ 10 of total upgrading cost )_______ 7, 321 
Cost incurred beyond the branch line______ 545 

Total variable (avoidable) cost_______________ 76,072 

Net contribution (loss ) : totaL _____________________ (74, 172) 

USRA Recommendation 

It is not recommended that the New Boston Second­
ary Track be included in the ConRail System. 
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PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Morea Colliery of the Lehigh Valley Anthra­
cite Co., closed temporarily, is loca ted at the end of 
this line. It has an annual capacity of 300,000 tons 
of prepared coal, all to be shipped by rail. Lehigh 
Valley Anthracite controls over 10 million tons of 
coal around New Boston and is studying the possi­
bility of reopening Morea. 
- Skytop Coal Company ships 16,200 tons of coal 
annually. It expects to increase production to 30,375 
tons next year. The plant has a maximum capacity 
of 40,500 tons annually. It controls 4 million tons of 
reserve and leases 2 million tons. 
-In 1973 Skytop shipped 121 carloads, in 1974 it 
shipped 61. 
-Locust Valley Coal Co. controls 5 million tons of 
raw anthracite bank materials. The plant has been 
out of operation since 1965. It plans to begin produc­
tion soon, producing 1,500-2,000 tons daily. One-half 
of their production is expected to be shipped by rail. 
-Rail access is vital because of the terrain. 
-An industrial site of 100 acres is being considered 
as the location of a rail using warehouse. 
-Skytop Coal, Inc. testified that it is unaware of the 
existence of Buck Mountain College allegedly served 
by the line. Skytop estimates that abandonment 
would result in the loss of 135 jobs and $432,894.83 in 
personal income. 
-The branch-line defense committee calculated that 
this line produced a profit of $63,591 for 1973. 
-Nitka Manufacturing Co. reported that it has a 
present rail potential of 70 to 95 cars per year. As­
suming success in its two to four year expansion 
program, its carload use could in_crease to 300 cars 
per year. Before rail service can be used, Nitka re­
quires installation of a switch connecting its siding 
with the main line 
-The U.S. Bureau of Mines lists this line as serv­
ing an area capable of producing 9.9 million tons of 
coal. 
-The Pa. Office of State Planning and Development 
reported that the actual number of carloads gen­
erated by this line is 207. 



1008 
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USRA ANALYSIS 
PORTION OF THE DELANO SECONDARY TRACK 

USRA Line No. 1008 

Lehigh Valley 

PORTION OF THE DELANO 

SECONDARY TRACK, LV 
RAVEN 

RUN Shen andoah \ DELANO 
---0 ,. - 0- -

Lt 
L V ➔/ j '\L~re1Jo0<tio, 

a
nd0

ah / L V to Hazleton 
/ 

13.7 miles 
\ 

RDG lo Mahanoy Plane 

This portion of the Delano Secondary Track, extends 
from Delano (Milepost 158.4) t.o Raven Run, Pa. (Mile­
post 172.1), a distance of 13.7 miles, in Schuylkill 
County, Pa. Continuations of this line extend eastward 
from Delano and westward from Raven Run. The sec­
tion of this line from Raven Run to Shenandoah has 
been abandoned for several years. 

Summary of USRA Data 

Stations (with their 1973 carloads ) served by this line : 
Delano --------------------------------------- --- 174 
Park Place --------------- -------- --------------- 2 
Raven Run -------- - --- ------------------------- - 1 

Total carloads generated by the line______________ 177 
Number of round trips per year____________ _________ _ 55 
Estimated time per round trip (hours) ____________ __ 1. O 

Revenue received by LV --------------------------- $21, 791 
Average revenue per carload__ __ ______ ______ $123 

Variable (avoidable) cost of continued 
service : 

Cost incurred on the branch line __________ 78, 989 
Cost of upgrading branch line to FR A 

Class I : (1/10 of total upgrading cost) _ 16,441 
Cost incu r red beyond the branch line____ 15, 382 

Total variable (avoidable) cost__________ ___ _ 110,812 

Net contribution (loss) : TotaL _________ ____________ (89,021) 

USRA Recommendation 

Although the preliminary recommendation is that 
this portion of the Delano Secondary Track not be 
included in the ConRail System, the possibility of im­
mediately increasing revenue must be explored before 
a final recommendation can be made. 

516 

PUBLIC RESPONSE AND RSPO COMMENT 
- T he Pennsylvania Office of S tate Planning and 
Development reported tha t this line is a n essential 
nor thern access route fo r coal from the Girardville 
area reserves of the Western Middle Anthracite 
F ield. The only out le t for this branch is through 
Hazelton a nd Weatherly to t he Lehigh Valley Main­
line between New Yor k a nd Buffalo. 
- The Girard Mammoth Colliery at Raven Run serv­
iced this coal fie ld un til recently, generati ng approx­
imately 1,750 carloads a nnua lly. T he L. V. Anthracite 
Co. is studying the possibili ty of reactivating the 
Girard Mammot h Colliery in the near future. It 
could served either by this line or by the RDG's Pres­
ton a nd Girard Mammoth Bra nches. 
- There are at least 33 million tons of strip and coal 
reserves in this area owned by Lehigh Valley An­
thracite Co. a nd the Girard Estate. 
- An experimenta l coa l gasification plant in Hazel­
ton may depend on coa l from this field. This branch 
would be the only route in tha t direction. 
- Not a ll the coal operators in the area agree reten­
t ion of this branch is essent ial. 
-The U.S. Bureau of Mines has lis ted that this line 
serves a n a rea capa ble of producing 9.9 million tons 
of coal. 
- United Wiping Cloth, located at Shenandoah, ob­
jected that its 30-35 carloads were not included in 
the USRA a na lysis. The company reported that the 
length of this line, based upon the Lehigh Valley 
Rail roa d timetable =9, published Oct. 27, 1968, is 10.8 
miles. Uni ted Wiping said there were 430 carloads 
generated a t Delano in 1974, a 150 percent increase 
over 1973, and tha t abandonment would result in the 
loss of 88 jobs, a nd a $616,000 payroll. The company 
is negotia ting fo r a n extension of their services 
which could add 100 jobs. 
-The Pennsylvania Office of State Planning and 
Development said its figures reveal that 438 carloads 
were generated along this line. 
- Considera tion must be given to the total revenue 
that would be lost to ConRail if this line is not in­
cluded in the Final System Plan. In 1973, 171 cars 
on this line generated a total revenue of $86,922; 
however, only $21,791 was attributed to the line. 



USRA ANALYSIS 
NESQUEHONING VALLEY BRANCH 

USRA line No. 1009 

Lehigh Valley 

NESQUEHONING VALLEY BRANCH , LV 

\ L V (L&S) (out of Service) 

16.7 miles ~ , /~ 

Hauto ,~ NESQUEHONING \ 
JUNCTION /\ 

J LV (L&NE) 

East Mahanoy 
Junction 

L V to Allentown 

The Nesquehoning Valley Branch of the Lehigh Val­
ley, extends from Neequeltoning .Junction (::\1ilepost 
0.0) to Tama11end, Pa. (::\1ilepost 16.7). a distance of 
16.7 miles, in Carbon and Schuylkill Counties, Pa. T his 
line connects with the Lehigh & Kew England Ry. at 
Hauto. At Nesquehoning Junction this line connects , 
with the LV line south to P ackerton and north to 
Hetchell. The former line is also under study in this 
Report. The latter is out of service with the track 
partially removed. 

Summary of USRA Data 

SIAUons (with thei r 1973 carloads) served by this line : 
Nesquehoning ___________ __ _ ___________ ____________ _ 25 

Hauto -------------------------------- - -- - -- ______ 34 
Hometown ----------------------- --------- -------- 426 
Haucks ------------------------------------------- 4 

Total carloads generated by the line___ ________ __ 489 
Number or round t rips per yea r__________________ ___ 95 
Estimated time per round trip (hours)_______________ 6. 0 

Re,enue reecirnd by L\' __________________________ $126,567 

Average revenue per carload_____________ $259 

Variable (&l'Oidable) cost of continued 
service: 

Cost incurred on the branch line ________ 156, 665 
Cost or upgrading branch line to F R A 

Class I : (1/ 10 or total upgrading cost)_ 14, 840 
Cost incurred beyond the branch line____ 51, 311 

Total variable (avoidable) cost______________ 222,816 

Xet contribution (loss) : totnL_________ ___ ________ (96, 249 } 

USRA Recommendation 

Although the pr!'liminary recommendation is that 
the Xesquehoning Yalley Branch not be included in the 
Con~ail System. the possibility of immediately in­
creasing re\·enue must be explored before a final rec­
ommendation can be made. 
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1009 
PENNSYLVANIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-The U.S. Bureau of Mines lists this line as serving 
an area capable of producing 11.6 million tons of 
coal. 
-Coal mined in the Panther Valley has tradition­
ally been shipped on this branch. 
-Northeast Land Company, Kovatch Brothers. 
Seaboard Industries and the Marsden Coal Com­
pany have fly ash refuse banks with large recover­
able tonnages, which would move on this line. 
-Bethlehem Steel recently purchased the Green­
wood Company in Panther Valley and plans to pro­
duce about 800,000 tons of coal per year, of which 50 
percent would have to move on this line owing to lack 
of capacity on the L&NE and because it provides 
direct access to Bethlehem's steel plants served by 
the LV. 
-Manbeck Dredging Company expects to ship 100,-
000 tons of coal per year. 
-Testimony indicated that this line serves 5 plants 
and 3 industrial parks. 
-Reported traffic: 

Carloads 

Compa nJJ 

Afr Products a Chemicals Inc _. _ 

1913 /914 Projectt'd 

u 35 75 
Diversified lndus trlH . . . . .. .. ... .. . ... .. . 4Z6 420 600 
Ametek . rnc ,1 • • __ _ •• • _ _ _ _ •• _ _ __ _ ____ _ __ • • • • _ •••••. __ __ 432 

Tonelll Corp . Ltd .1 • •• ••• • • • • • . • • •• • .•••• • _ _ _ _ __ _ __ 140,000 
Kovatch Truck Center___ ___ _ ___ _ ___ _ ______ __ 228 12 1J0 

1 Ametek is lnthe processofbufldlng a $ii mllllon prant In the Green Acres Industr ia l 
Park In Ne.squehonlng. 

1 Tone11i Is echeduled tn commenC'e operations in June 1975. 
i Tons . 

-The Pennsylvania Public Utility Commission re­
ported that the line handled 532 carloads in 1973. 
The PUC suggested excluding milepost 0.0 to mile­
post 12.6 and serving shippers at Hometown and 
Haucks from the RDG by renewing the Haucks in­
terchange. 
-The Nesquehoning Branch Shipper's Committee 
forecasts 1,073 carloads for 1976. Using 1973 car­
loads, revenues, off-branch and on-branch cos ts, and 
the same formulas applied to the revised 1973 cal­
culations, the committee es timates a $230,195 "net 
return" in 1976. 
-The Rail Service Research Committee reported 
abandonment would eliminate 256 jobs which pro­
duce approximately $2,204,800 in personal income per 
year. $53,500 in annual property taxes would also be 
lost as would $12,233.513 in capital inves tments. 
-Air Products & Chemicals receives ethylene oxide 
and anhydrous hydrogen chloride. substances which 
Contim,ed on page 520 
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PENNSYLVANIA 

USRA ANALYSIS 
FRANKLIN BRANCH 

USRA Line No. 1012 

Lehigh Valley 

D&H to Carbondale 

LVtoCoxton~,_... \ 

.,,,,, ······ Buttonwood "••••••• 

_ · ...0-
0

!:ILKES BARRE 
- · i 

PC to Northumberland ....._FRANKLIN BRANCH AT 

1.0 miles 
,/' WILKES BARRE. LV 

/ C(shley 

~ I '~ 
Old L V Main Line f "-
to Warriot Run L V (L&S) to Solomons 

Gap (out of Service) 

The Franklin Branch, extends from Milepost 0.0 to 
Milepost 1.0, a distance of 1.0 mile, at Wilkes-Barre, in 
Luzerne County, Pa. At "Wilkes-Barre this line con­
nects with thr LV line to P ittston and with the PC But­
ton Secondary Track, which is also under study in this 
Report. 

Information for Line Retention Decision 

At this time, the traffic generated on this line cannot 
be identified, therefore no analysis was conducted. 
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PUBLIC RESPONSE AND RSPO COMMENT 

-This branch serves the closed Franklin Colliery of 
Lehigh Valley Anthracite which has 4-5 million tons 
of deep coal reserves. If operations are resumed, 
about 3,000 carloads of coal could be generated on 
this branch each year. The coal will not be mined 
without this rail spur. 
-The USRA gave to the State of Pennsylvania a list 
provided by the L V of users of the line. The Penn­
sylvania Office of State Planning and Development 
believes that USRA's difficulty in analyzing the line 
stems from the LV billing of all of the traffic on this 
line to Wilkes-Barre. 
- Users include Air Products & Chemicals Inc. and 
Wickes Building Center. The State P lanning and 
Development Office reported that these two firms 
generated 144 carloads in 1973 and projects an in­
crease in use over this line. A third company plans 
to build a scrap processing plant which will generate 
100 to 150 carloads of scrap metal per week when 
completed. The office also estimated that without 
rail service 415 jobs could be lost. 
-Air Products and Chemicals Inc. stated it has no 
objections to service via the LV's Nanticoke Branch 
provided height and weight clearance on the branch 
are improved. A 100 yard long connection would have 
to be built to join the two branches. 
-The Pennsylvania Public Utility Commission re­
ported that the map in the Preliminary System Plan 
is in error. According to the PUC only the horizontal 
dark line is the LV's Franklin Branch. The vertical 
dark line is L&S (Lehigh Coal a nd Navigation) prop• 
erty needed by the city of Wilkes-Barre for a sewer 
line. Service to the real Franklin Branch can still be 
provided, however, by installing a connection to the 
Nanticoke Branch where they cross, at grade, along 
Route 309 in Wilkes-Barre. 



PA- 192/ 192a 192b 
-Allan's Scrap Yard at Nanticoke says it did not 
have service for 3 months in 19n because of flood 
damage. It had 130 carloads in 197-1 and with the 
installation of a new hydraulic shear expects 300 
carloads in 1975 and 600 in the near future. 
-City of Nanticoke wants rail service to its 600 acre 
industrial park, the park has a potential of 2,400 
carloads per year. 
-Pennsylvania Office of Planning and Development 
estimates that abandoning service to 3 companies 
would cause 108 people to lose their jobs. 
- The Delaware and Hudson Railroad contends that 
l'SRA's designation of this line as secondary is 
wrong because it has physical attributes and traffic 
density peculiar to primary track. It is the D & H's 
principal access to the large markets exclusively 
served by PC as well as an alternate North-South 
route. According to PC's figures, it spent in excess 
of $250,000 to rehabilitate the line in 1973. To 
abandon it would be a waste of public monies. From 
experience, the D&H knows that the EL's Blooms­
burg Branch is not a replacement for this line. 
- The State of Pennsylvania reports that the Glen 
Lyon Branch feeds into this branch. It has a closed 
colliery at the end, and more than 35.9 million tons 
of deep and strip anthracite coal are located nearby. 
- Consideration could be given to reducing the num­
ber of round trips per year. Substantial savings 
would result from switching to every other day 
service. 

PA-202 

-The Chessie is only interested in providing serv­
ice to shippers at York. 
-Governor Shapp says the line handled 2,892 cars 
in 1973. 
-The Pennsylvania Office of Planning and Develop­
ment claims that 10 companies report that unem­
ployment would increase by 36-1-1694 jobs if rail 
service were to be discontinued on this line. 

PA-252 

increased to 1.024 in 1974. Hammermill has been 
assured that service will be continued at Otter 
Creek. They are certain that the milepost designated 
in the Preliminary System Plan is wrong. Trucking 
from Tiona and Otter Creek Corporation would re­
sult in 4,131 trips per year. 
-GTE Sylvania. Inc., and Struthers Wells Corp. 
support retention of service eastbound out of 
Warren. 
-The City of Erie fears abandonment of the line 

CONTINUATIONS PENNSYLVANIA 

will adversely affect the growth of industries in 
Erie. 
-Airco Speer Carbon-Graphite at St. Mary's is in 
the process of a $3.5 million expansion which should 
increase its traffic to 275 cars in 1976. It believes 
abandon ment of the line would result in circuitous 
routing and poor service. Airco Speer feels abandon­
ing the entire Emporium Secondary Track is 
illogical. 
-The Borough of Kane objects to being placed at 
the end of a 56-mile spur. It says the correct car 
count for Kane is 1,634. 
-Kane Hardwood is completing a new plant and ex­
pects to ship 650 cars annually. If this line is aban­
doned, it expects service and car supply will be ad­
versely affected. 
-The North Central Pa. Regional Planning and 
Development Commission believes future traffic will 
satisfy USRA's requirement. 
-Pennsylvania PUC states that revenue from a re• 
cent rate increase will make the branch economically 
viable. 

PA- 663-
-The Ruane Coal Coke Company purchased and 
rehabilitated the U.S. Steel Beehive Coke Ovens at 
Ryle. It controls 20 million tons of coal in the area, 
half of which is not presently being mined and 
claims an additional 22 million tons of deep reserves 
are available for lease. In 1973, Ruane shipped 505 
carloads of coke. By 1976, it expects to ship approxi­
mately 1,200 carloads annually. 
-The Chessie is only interested in providing service 
to shippers at Watts Transfer, Uniontown, and 
Laughead Ovens ( Chessie intersections). 

PA-712 
tion would include satisfactory facilities in the 
Sharon-Ferrell area for direct linehaul to Sharon 
Steel Corporation and for intercha nge with other 
railroads providing service between Sharon and 
Youngstown. 
-The Chessie would be interested in acquiring ap­
proximately 12 miles of the branch between Sharps­
ville and Greenville, assuming partial operation of 
EL properties by Chessie as proposed by USRA. 

PA- 917 . . 
-Penn Ag Industries points out that this enh'.·e r~n 
could be served by one crew and one engme 111 

one day. Yet USRA has charged 8 hours and a 5 man 
crew in costing each segment. 
-Consideration must be given to the total revenue 
that would be lost to C'onRail if this line were not 
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PENNSYLVANIA CONTINUATIONS 

included in the Final System Plan. In 1973, 1,707 
cars on this line generated a total revenue of $1,000,-
547; however, only $299,445 was attributed to the 
line. 

PA-1009 
cannot move by trucks under DOT regulations. Air 
Products anticipates spending $2,000,000 to double 
its existing fluorine plant and increase the size of its 
specialty chemical production area. 
-Kovatch Truck Center projects a $35,000 expendi­
ture for facility expansion; Diversified Industries 
projects a $2,000,000 expansion. 
-Consideration must be given to the total revenue 
that would be lost to ConRail if this line is not in­
cluded in the Final System Plan. In 1973, the 489 ca1-s 
on this line generated a total revenue of $390,599; 
however, only $126,567 was attributed to the line. 
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RHODE ISLAND 

USRA 
line number 

28 
36/36a 
38/3!la 
43a 

Intrastate 

PC 

Terminals 

Newport to Portsmouth 
East Providence to Warren 
Cranston to Pontiac 
Kingston to Wakefield 

Interstate 

Rhode Island to Connecticut (this line is discussed under 
Connecticut) 

43 Hills Grove, R .I. to Groton, C1,nn. 
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28 
RHODE ISLAND 

USRA ANALYSIS 
PORTION OF NEWPORT SECONDARY TRACK 

USRA Line No. 28 

Penn Central 

I 
/ +-PC to Fall River, 

/ Mass. 

).___ I 
" PORTSMOUTH 

... 
"> PORTION OF NEWPORT 
~ SECONDARY TRACK . PC 

NEWPORT 

This portion of the Newport Secondary Track, for­
merly part of the New Haven RR, extends from Ports­
mouth (Milepost 21.2) to Newport, R.l. (Milepost 
30.5), a distance of 9.3 miles, in Newport County, R.I. 
The northerly continuation of this line extends from 
Portsmouth, R.I. to Fall River, Mass. In June 1973, 
the PC applied to the ICC for permission to abandon 
this line (Docket Ko. AB-5, Sub. 164). On Septem­
ber 17, 1974, the PC applied to the U.S. Railway Asso­
ciation for the same permission (USRA Docket No. 
75-27). No final action has been taken on either applica­
tion. 

Summary of USRA Data 

Stations (with thei r 1973 carloads) served by this 
llne: NewporL---------·······-·-···········-··-··· 166 

Total carloads generated by the llne.............. 166 

Number of round trips per year······-·--····-·····- 50 
Estimated time per round trip (hours ) ••••••. ·-······ 3. 0 

Revenue received by PC ••..••..•• ·-····· $54, 577 
Average revenue per carload ••.••• ·-····· $329 

Variable (avoidable ) cost of continued serv-
ice: 

Cost Incurred on the branch llne •• --···· 75, 613 
Cost of upgrading branch line to FRA 

Class I : (1/10 of total upgrading cost) . 14,388 
Cost incurred beyond the branch line--·· 62, 391 

Total variable (avoidable ) cosL .•. 

Net contribution (loss) totaL-·-·········· 

USRA Recommendation 

150, 392 

(95,815) 

It is 'Tlot recommended that lhis port ion of the New­
port Secondary Track be included in the ConRail 
System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Rhode Is land DOT reported that USRA's 
analysis of this line contained the fo llowing errors: 

On-branch costs were overstated by $1,722; return 
on salvage value was overstated, since a 6.5 mile 
segment of the line reverts to the Navy upon aban­
donment; grade crossing rehabi litation costs were 
not included ; the weight of scrap iron to be removed 
is about 30 percen t less than assumed; and no re­
habilitation is necessary to bring the line up to FRA 
Class I standards . 
- Concer n was expressed that abandonment of this 
line would adversely affect several industrial de­
velopment projects now underway. 
-The City of Middletown has title to 90 acres which 
it plans to develop as a ligh t industrial park and has 
received a grant of $600,000 from EDA matched by 
a local bond issue. A large tract of land, formerly 
part of the Navy base at Newport, is being developed 
by the Rhode Island Port Authority and Economic 
Development Corporation as a waterfront industrial 
park. This project is expected to ship 1,120 carloads 
per year by 1977. 
-Coddington Ship Building would like to locate 
on the line at Coddington Cove. They would gener­
ate 200 carloads per year. 
-The Department of Defense reported that it has 
a defense fuel support point at Melville which re­
ceives, stores a nd ships seven grades of bulk petro­
leum products. It is the only Government owned fa. 
cility in the northeastern United States which stocks 
ground fuels a nd is accessible by water. The facility 
is being upgraded by the installation of a fuel load­
ing rack. In 1977 it is expected to generate 600-1,000 
carloads per year. The Department of Defense rec­
ommended that service to this facility be continued 
in the interests of national defense. 
-Aquidneck Is land rail users shipped 192 carloads 
in 1973 and 105 in 1974. 
-Present and future users of the line were identi­
fied as J. T. O'Connell, Newport Ship Yard, Naval 
Base Supply, Solna Corp., Boulevard Nurseries, 
Defense Supply Agency (Melville), Rhode Island 
Nurseries, Newport Electric, and Coddington Ship 
Building. 
-State Senator Erich Taylor opposes continued op· 
eration of this line and stated that t he line is in 
terrible condition. 
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USRA ANALYSIS 
PORTION OF THE BRISTOL SECONDARY TRACK 

USRA Line No. 36/ 36a 

Penn Central 

Providence / Portion , Br istol 
Washington 1 / ,-- Secondary Track, PC 

Secondary Track, PC~ - -- -rt-±,_ - EAST PROVIDENCE -- /-' .. / 
/ 

Shore Line, PC~ / / 
// +--10.0 mi les 

// PORTION , BRISTOL--+ 
// SECONDARY TRACK, PC 

END OF TRACK 
NEAR WARREN 

This portion of the Bristol Secondary Track, former­
ly part of the New HHen RR, extends from Ea.st 
Provide11ce (Milepost 1.9}, to End of Track near War­
ren, R. I. (Milepost 11.9), a distance of 10.0 miles, in 
Providence and Bristol Counties, Rhode Island. A con­
tinuation of this line extends from East Providence to 
Providence where it connects with the Shore Line and 
the Washington, R.I. Secondary Track, both PC. The 
latter is also under study in this Report. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by this line : 
lliverslde ___________________ _______ __ --- --- ----- - - 30 

Barrington - - ------- ----------------------- ----- --- 166 
Warren - - ------- - - ------- ---- --- ----- - - -- - --- __ 170 

Total carloads generated by the line___ _____ __ ___ 366 
Number of round trips per year___ _________ _______ __ 104 
Estimated time per round trip (hours) ______ ___ ______ 4. 0 

Revenue received by PC __ ___ _______ ____________ ___ $215, 424 

Average revenue per carload------ -- ------- $588 ------
Variable (avoidable) cost of continued sen•ice: 

Cost incurred on the branch line____ __ __ _ 96, 597 
Cost or upgrading branch line to FR A Class I 

(1/ 10 of total upgrading cost)_____ ___ _ 16, 139 
Cost Incurred beyond the branch line----- l M, 354 

Total variable (avoidable) cost.______________ 267, 000 

Net contribution (loss) : total. __ ____________ _ (51,666) 

USRA Recommendation 

I t is not recommended that this portion of the Bristol 
Secondary Trnck be included in the ConRail System. 

36/36a 
RHODE ISLAND 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Rhode Island DOT reported that revenue on 
t his line was understated by 50 percent and carloads 
by about 100 percent. 
-The State Rail Coordinator reported that $160,006 
in additional revenue should be shown on this line. 
-The State Chamber of Commerce concurred with 
t he Rail Coordinator's findings. 
-Testimony stated that over 300 people would be 
unemployed if service were discontinued on the line. 
-Witnesses s tated the line was served 52 times dur­
ing 1973 and average time on the branch was 3.5 hours 
per trip. 
-The Chamber of Commerce study indicated that 
the actual number of carloads per year was 598-677. 
-The Rhode Is land DOT reported that branch reve­
nue was $394,691, based on 759 carloads. 
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38/38a 
RHODE ISLAND 

USRA ANALYSIS 
PONTIAC SECONDARY TRACK 

USRA Line No. 38138a 

Penn Central 

Washington Secondary ~o_::::~:,e 
Track , PC \, .,,,. ........,- ~ Bristol Secondary 

., .,,,. I "--- Track • PC 

'.,,,. c. I) ~,\e5 CRANSTON 
7 · I 

PONTIAC / 

PONTIAC 
SECONDARY 
TRACK PC 

I 
_/t-Shore Line , PC 

The P ontiac Secondary Track, formerly part of the 
New IlaYen RR. extends from Crm1.yto11 Piilepost 0.0) 
to Pontiac, R.l. (Milepost 5.0), a distance of 5.0 miles, 
in P rovidence and Kent Counties, R.I. This line con­
nects at Cranston with the Shore Line of the PC. I n 
June 1973. the PC applied lo the ICC for permission 
to abandon a portion of this line (from Howard to 
Pontiac, R.I. ) (Docket Xo. AB-5. Sub 170). Xo action 
has been taken on this application. 

Summary of USRA Data 

Stations (with their 1973 carloads) served by tbis line : 

H oward ------------------------ ----- - ------------ 45 

Pontiac ------------------------------------------ 1 

Total carloads generated by the line___________ 46 

Number of round trips per year_____________________ 52 
Estimated time per round trip (hours)______________ 3 

Revenue received by PC_____________ _____________ $20,037 
Average revenue per carload_______________ $435 

Variable (avoidable) cost of continued 
ser vice : 

Cost incur red on the branch line__________ 42, 820 
Cost of upgrading branch line to F RA 

Class I (1/10 of tQtal upgrading cost)__ 13,871 
Cost incur red beyond the branch line______ 18, 461 

T otal variable (avoidable) cost______________ 75,152 

Net cont r ibution ( loss): totaL ______________ (55, 112) 

USRA Recommendation 

It is 11ot recom mended tha t the Pontinc Secondary 
Track be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 
-The Rhode Island DOT reported that its analysis 
suggested the line could meet the criteria of 10 per• 
cent loss after USRA's Test VIII A. It feels inclu­
sion in ConRail is warranted. According to the State 
Rail Coordinator, costs for the line were overstated 
by assuming that it was 5 miles long. The last 1.8 
miles have been out of service for years. 
-Davol, Inc., a s ubs idiary of International Paper 
Co., reported it has a pproved a $60,000 project to 
ship by rail. It projects 8 carloads in 1976 and 35 in 
1980 from its plant at Cranston. 
-The Director of the Rhode Island Department of 
Economic Development s tated that the line serves 
Howard Industrial Park, an area under develop­
ment. EDA has contributed $1,739,555 to the project 
and the State, $400,000. The park wi ll be ready for its 
first occupants by late summer, 1975. The park's de­
velopment corporation is budgeted to spend $75,000 
for rail sidings and $345,000 for a rail bridge. 
-Testimony pointed out that the line serves the 
state hospital and correctional facility at Howard. 
-The Providence & Worcester proposes that the 
State acquire this branch and lease it to the P&W. 
-Witnesses stated the line was served 78 times dur­
ing 1973 and time on the branch was 2.5 hours per 
trip. 
-The Rhode Island Department of Administration 
pointed out that the plan understated traffic at How­
ard. The State warehouse there generated 59 car­
loads. 
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USRA ANALYSIS 
NARRAGANSETT PIER RR 

USRA Line No. 43a 

/ 

/KINGSTON 
/. I, 

_.., ~ NARRAGANSETT 
_.., 'f' S.e,,, . ~ PIER RAILROAD 

\ I/~ 

Shore Line. PC s ~ / WAKEFIELD 

The Narragansett Pier RR, extends from Kingston 
(Milepost0.0) to Wakefield, R.l. (Milepost 5.8), a dis­
tnnceof5.8miles, in ·washington County, R.I. This line 
connects at Ki ngston with the Shore Line of the Penn 
Central; this portion of which is also under study in 
this Report. This line was not described as potentially 
excess in the U.S. DOT Report (see Zone 28). 

USRA Recommendation 

The Narragansett Pier Railroad is an independent 
carrier. The traffic interchanged between the NP and 
the PC amounted to 72 cars and this was not sufficient 
to change the decision. or ~he decision on line 43. Con­
tinued access by the XP to connecting rail service will 
depend on the availability of service continuation 

subsidy for line 43. 

43a 
RHODE ISLAND 

PUBLIC RESPONSE AND RSPO COMMENT 
-This line is operated by an independent carrier, 
the Narragansett Pier Railroad. In the Plan, USRA 
said access to connecting service would depend upon 
the availability of service continuation subsidy for 
Line No. 43. However, on March 14, 1975, the USRA 
announced that Line No. 43 had been reassessed and 
recommended for inclusion in ConRail. 
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165 
VIRGINIA 

USRA ANALYSIS 

CAPE CHARLES FERRY 
USRA Line No. 165 

Penn Central 

/ 

/{- PC Delmarva 
Branch tD 
Wilmington 

.__ CAPE CHARLES 
FERRY. PC 

LITTLE CREEK 

I 
,._PC to Norfolk 

This portion of the Delmarva Branch, formerly part 
of the Pennsylvania RR, extends from Little Oreek to 
Oape Oharles, Va., a distance of f6 miles in Northamp­
ton County, Va. This line is between Zones 182 and 184 
in the U.S. DepartmentofTransportation Report, "Rail 
Service in the Midwest and Northeast Region," dated 
February 1, 1974. At Little Creek it connects with the 
Norfolk and Portsmouth Belt R.R. , Norfolk Southern 
SRS, and Norfolk Western. At Cape Charles it connects 
with the Delmarva Branch of Penn Central extending 
north to Pocomoke, which is also under study in this 
Report. 

USRA Recommendation 

It is not recommended that the Cape Charles Ferry 
be included in the ConRail System. 

PUBLIC RESPONSE AND RSPO COMMENT 
-The Virginia State Corporation Commission 
points out that on March 21, 1972, Penn Central 
testified before the ICC (finance docket 26572) that 
the float operation was profitable. 
-Routing via Potomac Yard as an alternative was 
also criticised. A shipment from Norfolk, Va., to 
Pocomoke, Md., would travel 100 miles over one rail­
road using the float, com pared to 416 miles via 
Potomac Yard, be transferred from one railroad to 
a nother three times, a nd traverse the already over­
loaded line going north from Washington. 
-Southern States Cooperative states that without 
the car float an additional 51,000 carloads per year 
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would be channelled through Potomac Yard. 
-Because of clearance problems, Newport News 
Shipbuilding and Drydock Company would have to 
utilize either the Hagerstown or Col um bus gateways 
thus increasing the cost and transit time of material 
vital to the construction of both naval a nd commer­
cial vessels. 
-The Railway Industrial Clearance Association 
calls the Cape Charles car float route the best clear­
ance route between the East and South, noting that 
the alternate clearance route through Hagerstown 
restricts height to 17'2" as opposed to 17'8" through 
Delmarva, plus operating in an Amtrak corridor 
and doubling transit time from Philadel phia and 
Charlotte. 
-Witnesses mentioned the Summit Bridge accident 
in February, 1973, as a reason for inclusion of the 
float in the Final System Plan as a n a lternate route 
in case of disaster. 
-The Delmarva Power and Light Company uti­
lizes the car float to ship large transformers to 
facilities on the peninsula. Many of these exceed 
the lega l size for truck loads. 
-Moore Business Forms receives more than 150 
carloads per year at the company's Snow Hill plant 
via the car float. Due to higher costs and damage 
to paper rolls, a shift to trucking is not feasible. 
-Red/ White Mills estimates that closing of the car 
float would cost the mill an ad ditional $175,000 to 
$350,000 per year in freight charges. 
-The Virginia Potato and Vegetable Growers As­
sociation predicts 3,000 people would be unemployed 
if lines 165 and 166 are closed. 
-Perdue and Co. is building a new fac ility in North 
Carolina which will add 114 carloads per year to 
the car float operation. 
-According to several witnesses, the 120,000 car­
load figure USRA mentions as necessary for break­
even of a new car float is attainable with better rail 
service throughout the peninsula. In 1956, 138,311 
carloads moved via the car float, but in 1974 traffic 
dropped to 44,523 carloads due in part to poor serv­
ice, according to William E. Carpenter. 
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512/512a 
WEST VIRGINIA 

USRA ANALYSIS 

PORTION OF HITOP SECONDARY TRACK 
USRA Line No. 512-512a 

Penn Central 
B&O line, 
Chari eston­
GraflDn 

\ • PORTION 
l, .•• OF HITOP 

BLUE CREEK «•• SECONDARY 
TRACK , PC 

PC has Trackage • • 
Rights over B&o-.•• 21.0 miles 

Blue Creek to • • • ~ 
Chari eston 

Kendalia 

HITOP 

This portion of the Hitop Secondary Track, for­
merly part of the New York Central RR, extends from 
Blue Creek (Milepost 13.4) to Hitop, W. VA. (Mile­
post 34.4), a distance of 21.0 miles, in Kanawha County, 
West Virginia. At Blue Creek, this line connects with 
the Baltimore & Ohio RR line running from Charleston 
to Grafton.. The PC operates via trackage rights over 
the B&O line between Charleston and Blue Creek; this 
arrangement is also under study in this Report. 

Summary of USRA Data 

Stations ( with tMir 1973 carlo9.ds) served by this 
line: 

Morris Fork _________________________________ ______ 8, 498 

Sanderson ---------------------------------------- 65 
HI top ------- --------- ----------------------- ----- 0 

Total carloads generated by the line _____________ 8, 563 
Number of round trips per year_____________________ 240 
Estimated time per round trip (hours) _____________ & 0 

Revenue received by PC________________ $1, 155, 945 
Variable (avoidable) cost of continued 

service : 
Cost incurred on the branch line _______ 414, 458 
Cost of upgrading branch line to FRA 

Class I (1/ 10 of Total Upgrading 

Cost) ----------------------------- 51,770 
Cost incurred beyond the branch line __ 748, 458 
Total variable (avoidable) costs _____________ _ 

Net contribution ( loss1 : totaL _________________ _ 

USRA Recommendation 

1,214, 686 
(58, 741 ) 

It is recommended that the portion of the Hitop 
Secondary Track, from milepost 13.4 to milepost 26.5 
be included in the ConRail System. 

It is r1ot recommended that the portion of the H:itop 
Secondary Track from milepost 26.5 and milepost 34.4 
be included in the ConRail System. 
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PUBLIC RESPONSE AND RSPO COMMENT 

-Review by the Office revealed no public testimony 
on this line. 

4 
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CUMBO SECONDARY TRACK 
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Penn Central 

B&O to Cumberland 
\, CUMBO 

•• SECONDARY 
••• TRACK , PC 

CUMBO. 
YARD : • .J.o 

•• "1,ie 

. . ··.. ~ 
Ma,n Lone,._.. / 

Hagerstown to 
Winchester line, 
PC .J 

/ 
/ 

I 

BERKELEY 

B&O ••• I 
•~Martinsburg 

PC to Winchester➔/ • •• • 4- B&O to Baltimore 

The Cumbo Secondary Track, formerly part of the 
Pennsylvania RR, extends from Berkeley (Milepost 
0.0) to OumlJo Yard, W . Va. (Milepost 3.0) a distance 

of S.O miles, in Berkeley County W. Va. At Cum'bo 
Junction this line connects with the B&O Main Line. 
At Berkeley it connects with the PC line running from 
Hagerstown, Md. to Winchester, Va. This line is also 
under study in this Report. 

USRA Recommendation 

It is not recommended that the Cumbo Secondary 
Track be included in the ConRail System. 

205a 
WEST VIRGINIA 

PUBLIC RESPONSE AND RSPO COMMENT 
-Review by the Office revealed no public testimony 
on this line. 
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PART II: LINES NOT CURRENTLY BEING SERVED 
AND RECENTLY ABANDONED LINES 

LINES NOT CURRENTLY BEING SERVED 

412-IN (Nutwood to South Bend) 

- This seven mile long line was erroneously listed 
by USRA as being out of service. In fact, it is heav­
ily used. The line extends from its southern 
terminus at MP 176 to MP 182.3. 
-The South Bend-Mishawaka Area Chamber of 
Commerce reports that the southern three miles 
should be retained because it serves the prime indus­
trial development corridor in the South Bend area; 
though apparently three are not users at present. 
-From MP 179 northward through a portion of the 
Studebaker Industrial Complex the line serves over 
17 active rail uses including Am General at MP 179 
which, estimates its rail usage in excess of 2000 cars 
per year. 
-A profitability study peformed by Dr. Paul A. 
Joray and Dr. Paul S. Kochanowski of Indiana Uni­
versity indicates that revenues exceed costs severa l 
fold. 

199-MD (North of Frederick to Frederick) 

-This line was cut off from line 198 by Hurricane 
Agnes' wash-out of the Monacacy River Bridge 3.7 
miles north of Frederick. In order No. 1106 the ICC 
required the B&O to service the shippers on line 
199. 
-The cost to repair the bridge is placed at $10,000-
$15,000. Prior to the wash-out the bridge handled 
20-35 cars per week. Witnesses expressed strong feel­
ing that the bridge should be repaired and the line 
considered as a whole. 

463c-MI (Byron Center to Lamar) 

-The Preliminary System Plan 1·eports that this 
line is out of service due to lack of demand for serv­
ice. 
-Paul Treska, United Transportation Union, stated 
that no analysis has been made with the 3 industries 
located on this line. 
-Testimony showed that Byron Center originates 41 
carloads per year. 

232--NY (Penn Yao to Dresden) 

-This line has been out of service since June 23, 
1972, when it was damaged by Hurricane Agnes. 
-Brickett Mills has its main plant on this line at 
Penn Yan. The firm wou ld like to have service re-
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sumed. They point out that this can be done either 
through restoration of the line or by constructing 
a cross-over track to connect with the PC Penn Yan 
to Himrod Junction Track. 

1001-NY (Geneva to Rushville) 

-Testimony reported that the line is viable from 
Stanley to Rushville only. There are no shippers on 
the remaining segment. 
-Testimony suggested that the Stanley to Rush­
vi lle segment could be served fTom Line 233/ 234. 
-A representative of interes ted shippers on Line 
233 23-1 estimated that traffic generated by the Stan­
ley to Rushvi lle segment of this line would produce 
a net contribution of $19,758.40 or $65.80 per carload. 
-Edward Pease of Pease Bean and Grain wants 
service resumed to his facility at Gorham. He 
reported that his firm has been losing money because 
of the increased costs of shipping by truck. 

370-Ohio (Magnolia to Dover) 

-The Brotherhood of Locomotive Engineers re­
ported that this segment of track, from a point 1500 
feet south of milepost 15 to a point 1500 feet south 
of milepost 28, was taken out of service March 1, 
1971. 

381, 382, 383 and 38..J.-OH (Fairhill Rd. to Cleveland 
Un. Term. (N&W) to Cleveland Union Terminal 
to West 25th Street at Clark) 

-The Northeast Ohio Areawide Coordinating 
Agency recommended these out-of-service lines be 
retained for use by Amtrak to provide access to the 
Cleveland Union Terminal when passenger service 
is reinstituted to Cleveland. 

487a-OH (Johnstown to North of Granville) 

-The U.S. Department of Interior recommended 
that if this line is abandoned, the right-of-way 
should be preserved for possi ble use as a long dis­
tance bikeway. 
-No public testimony was received on this line. 

516a-OH (Waynesville to Morrow) 

-According to the Lebanon Chamber of Commerce 
this line is presently out of service due to substand• 
ard condition of the track. 
-The Public Utilities Commission of Ohio reported 
that the C&X Branch from S pring Valley to Claire 



(lines 516, 516a, & 516b) carried 115,714 carloads of 
through freight in 1973. 
-The Ohio Association of Railroad Passengers said 
that maintaining this through route would relieve 
the already overburdened PC route via Springfield, 
Dayton, and Middletown allowing the S·D·M route 
to become a passenger route between Cincinnati 
and Columbus. 

526-0H (Dayton to Hempstead) 

-Testimony revealed this line is not out•of•service 
as reported in the Plan. Apparently, a short interior 
segment is not in service, but traffic is maintained 
on either side. 
-Wagner Wood Company explained that Line No. 
526, with Lines No. 527/ 528 and No. 529 form a "Y" 
on the south side of Dayton to facilitate spotting 
cars for industrial use. 
-The Dayton Mental Health Center would have to 
spend $4-5,000 to handle trucked•in coal if service 
were discontinued. 
-Peerless Storage Co. said loss of rail service and 
diversion to trucking would cost it $25,000 for facility 
alterations. If it relocated to where rail service was 
accessible, cost would be $731,000, plus a loss of 
$210,000 in investment and 15 jobs. 
-If the Defense Electronics Supply Center relo• 
cated, nearly 3000 civilian employees would face un• 
employment. 
-Elder Beerman Stores Corporation anticipates an 
18-20 percent growth in rail use over the next five 
years. 
-Several witnesses testified that the Miami Valley 
Regional Transit Authority plans to establish the 
Dayton Area Rapid Transit (DART) between Day• 
ton and Centerville, using this right•of.way. 
-The Department of Defense pointed out the im• 
portance of this line io the Defense Electronics Sup• 
ply Agency emphasizing that coal would have to be 
trucked from an unloading facility elsewhere, thus 
increasing consumption of petroleum fuel and coal 
delivery costs. Further, DOD specified that only one 
and a half miles of the line needed to be retained 
in service to supply DESA needs. 
-Reported Traffic: 

Carloads Estimated 
Com pany 1973 1971 
Dayton Mental Health Center ..............•...••.. ..•... 135 
Elder Beerman Stores .. . ..................... 46 21 
National Cash Register................ .. ................ 72 
Wagner Wood Co 150 
Day's Carriage H~~se.... . . .•. .•. . . . .. . . . . .• . .. •. .• .• .•. . 'l7 
Dayton Power & Light. .. . .. . ... .. ..•......• . ...•..•..... 1,425 
Defense Ellectronic Supply .... . .•.• .. ........• 150 150 
Farnbacher Toys .... . .......•. . •... . ........ . . ... .... ... . 150 
Peerless TranspQrtation.. .. . •. .. . .• . . • .• . . •. .... . . .. . .. . • 600 
Topco Paper Co..... .. ........ .. ... . .. . ................ . . 24 
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140-PA Wawa to Upland 

-1:he Del~ware County Chamber of Commerce 
believes this out•~f•service line should be analyzed 
further, b~c_ause it s~rves as a major freight bridge 
route avoidmg confhct between freight traffic and 
commuter services through the community of Media. 
-The Southeastern Pennsylvania Transportation 
~uthority (SEPT A) noted that the branch is con• 
s1dered a potential future route for passenger trans• 
portation. 

173-P A (Phoenixville to Devault) 

-The Southeastern Pennsylvania Transportation 
Authority (SEPTA) considers this out of service 
line a potential future route for commuter trans• 
portation. 

179-PA (Conewago to Cornwall) 

-The Pennsylvania Public Utility Commission con• 
tends that a ;,ortion of the northern end of this out• 
of.service line is essential for the service now being 
provided by the RDG. 
- Success of the new 505.acre Conewago Industrial 
Park requires rail service. 
-When Penn Central filed to abandon this line, the 
impression was left that it intended to continue serv• 
ice between Conewago Station and the Agway plant, 
a distance of less than 2 miles. 

184-PA (Elizabethville to Millersburg) 

-The Pennsylvania Office of State Planning and 
Development states that there are 7 rail users on 
this out of service line. If service is not reinstituted, 
2shippers would be forced to reduce their workforce 
by 16. 
-Testimony indicated that the line generated 121 
carloads in 1973. USRA showed last date of use as 
June 23, 1972. 

The Pennsylvania Office of State Planning and 
Development reported that one coal company is 
planning to develop a mine which would produce 
one million tons annually and would use the brnnch 
heavily. 

189-P A (Sagon Junction to Terminus ) 

-The Sun Coal Company at Mount Carmel aver• 
aged 100 cars per month until April, 1973. It has 
used the line as recently as December, 1974. It is in 
the process of activating a fine coal plant and ex• 
pects t.o be s hipping 100 to 125 cars per month begin• 
ning May, 1975. The shipments should continue for 
7-10 years. 
-If the branch is abandoned, the Sun Coal Com• 
pany will be forced to invest $200,000 in trucks a nd 



a loading ramp at a rail head. The added use of 
300-350 truckloads per month is expected to require 
2,000 gallons of fuel. 
-Pennsylvania Office of Planning and Development 
says the line generated 250 carloads in 1973. 

200-PA (Chambersburg to Waynesboro) 

-The Center Lumber Company points out that there 
is no unloading dock at the team tracks in Cham­
bersburg where its Fayetteville plant will have to 
receive shipments of lumber, if service on this line 
is not restored. 

211-P A (Lemont to Coburn) 

-The Pennsylvania PUC thinks this line may be 
viable as far as Center Hall. The track damage to 
that point by Hurricane Agnes in June 1972 is 
minimal. 
-Abandonment was proposed in ICC Docket AB-5 
(Sub-No. 40). 
-The State has opposed abandonment of the 8.8 
miles from Lemont to Center Hall. 
-If service were restored, the 3 shippers on this line 
wou ld generate more than 300 carloads per year. 

221-PA (Paint Creek Branch at Windber) 

-This line is shown as out of service. 
-Somerset County Planning and Zoning Commis-
sion believes this line segment is the last .9 mile 
of a branch that is 1.6 miles long. The first .7 mile 
is being used as a siding for unit coal trains. The 
track has been removed from the last .9 of a mile. 
The County objects to any action which will jeop­
ardize the potential for future service to the area's 
coal reserves. 
-Berwind White Company has extensive coal hold­
ings in the area. It wants right of way retained so 
that the branch can be reactivated in the near future. 
-Pennsylvania Power and Light Co. is interested in 
keeping the right of way as they purchase large 
amounts of steam coal from operators along the 
Central City-Windber corridor. 

227-PA (Antlers to Williamsport) 

-A study done for the Pennsylvania DOT in the 
Canton/ Troy/ Columbia Cross Roads area estimates 
that the increased transportation costs due to loss 
of rail service amounts to $165,000-$200,000 annu­
ally. The loss of milk production reduced farmers' 
income by another $575,000-$950,000. 
-It is estimated that the total direct loss to the 
economy is between $740,000 and $1,150,000 each 
year. 
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239-PA (Lawrenceville to Blossburg) 

-The Endless Mountains Resource Conservation 
and Development Project cites the increased feed 
cost to farmers as a result of the loss of rai l serv­
ice. Testimony questions the Association's failure 
to evaluate the line in the face of efforts l,y local 
people and the attempts by the Pennsylvania DOT 
to have service restored. The project findings show 
that the line went out of service because of damage 
done by Hurricane Agnes, not due to lack of business 
as stated by the Association. 
-The Pennsylvania Office of Planning a nd Devel­
opment pointed out that this line is owned by the 
Erie Lackawanna; Penn Central merely maintains 
trackage rights. Projections for 1975 envision 2,266 
carloads. 

242a-P A (Mill Hall Ind. Tr. at McE lhattan) 

-Clinton County Development Office suggests that 
the segment between mileposts 5.5 a nd 6.2 be in­
cluded in ConRail. It serves the Clinton County In­
dustrial Park. A crossover has already been con­
s tructed to connect this segment to a n adjacent 
track which is to remain in service. 
-The Regional Railroad Task Force is in favor of 
rail service to the industrial park. They point out 
that over $1 million in Federal a nd State grant 
money has been procured for its development. 

274-P A (Potts Run to Kellytown) 

-Pennsylvania complained that Kellytown is 
credited with no traffic and no potential while there 
are reserves of 10 million tons of coal in the Kelly­
town area, and the tipple has been reconstructed 
recently. 
-The Dean Coal Co. expects to begin mining soon 
and anticipates shippi ng 5,400 carloads per year. 
-The Hepburnia Coal Co. expects to develop forty­
eight million tons of coal for 8,333 cars per year 
within three years. 

303-P A (Price Run Industrial Track near 
Dixon ville) 

-Penn Central claims that this section of track has 
been out of service for 5 years. However, the Green• 
steel Co., Inc., claims to be located at the end of this 
branch. It receives 60-100 cars a year. If rail serv­
ice were not available for their inbound raw ma­
terials. they would be forced to close. This could 
result in the loss of 150 jobs. 

348--P A (Langeloth to Studa) 

-The Pennsylvania Office of State Planning and 
Development reports that Bologna Coal Co. leases 
the first mile of this branch from milepost 0.5 to 



milepost 1.5. It plans to expand its rail shipments 
from 35 carloads to 100 carloads a week. It shipped 
2,596 carloads between April and December, 1974, 
and expects to be shipping 10,000 carloads per year 
by 1977. Bologna controls 1 million tons of prime 
strip coal. Also, Manor Real Estate, A. J. Cindrich, 
and another large coal owner control 11 million tons 
and 1,117 acres of deep coal adjacent to this line. 
These holdings are being marketed to an operator 
who would develop a mine head on this line and 
ship at least 2,857 carloads annually by rail. Possible 
loading points include Cedar Grove at milepost 6.0 
or 2.5 miles south of Bologna's tipple, at milepost 
4.0. Further, that Stravaggi Industries and Paris 
Construction Co. also control land with extensive 
coal deposits in the area. 

357-PA (Wilmington Jct. to New Wilmington) 

-The Lawrence County Commissioners are confi• 
dent that if adequate service were provided, the line 
could generate 100-120 cars per year. 
-Damage to the line is reported as very minor wash­
out, which would take one or two hours to correct. 
-It was suggested that this line be analyzed with 
the segment of Line 256 needed to serve the rail 
users at Mercer. 

652-P A (Punxsutawney to Mundorf) 

-Pennsylvania Office of State Planning and Devel­
opment believes this branch is essential as an outlet 
for coal shipments from Fordham. 
-This line is in service, however a 5 mph s peed limit 
is in effect. Three rail users, who receive 135 carloads 
annually depend on this line for inbound materials. 
Because of the direction of the shipments received, 
use of the B&O exclusively would not be a feasible 
alternative. 

913-P A (Hummelstown to Middletown) 

-Middletown East End Warehouse Company has 
been served by Penn Central on this line from Adelia 
Street to t he Penn Central mainline (1.1 mile) pur­
suant to a Pennsylvania Public Service Commission 
order since the flood in 1972. 
-The 9 companies based in the warehouse received 
400 cars in 1973 and 200 cars in 1974. The warehouse 
expects to increase its occupants so that traffic 
should double by 1977. 

942-PA (Girard Mammoth Colliery Branch) 

-These two branch lines total 3.1 miles and were 
used to connect the Girard Mammoth Colliery and 
the Girard Estate coal reserves ,vith the Shenandoah 
Branch of the Reading. These lines have been out 

of service since 1972 due to damage sustained from 
Hurricane Agnes. 
-Testimony indicated that the Mammoth Colliery 
produced as much as 400,000 tons of prepared coal 
annually. In peak years, this accounted for over 4,000 
carloads on these branches. 
-Coal reserves in the area served by these lines are 
estimated at 33 million tons. 
-Testimony indicated that major repairs are not 
needed to put these lines back in service. Estimated 
cost of rehabilitation for both of these lines is $7,000-
$14,000. 
-Between 1500-1800 tons of coal are being recovered 
per day. This coal is being trucked to the Rosa 
Breaker facility six miles away. 
-Testimony indicated that restoring these tracks to 
FRA Class I standards could result in a $40,200 net 
profit to the railroad per year. Failing to restore 
these lines could result in the loss of 200 jobs, and 
$1,400,000 in personal income, and $60,000 in property 
taxes. 
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-The U.S. Bureau of Mines lists these lines as 
serving an area capable of producing 9.9 million 
tons of coal. 

1004-PA (Towanda to Dushore) 

-Shaffer's Feed Service reported that this line has 
been out of service since the 1972 Agnes flood. Ac­
cording to the company the flood damaged approxi­
mately a mile and a half of track and created major 
bridge damage. In 1971, Shaffer's Feed received 66 
cars and 0. Ames Company shipped 47 cars. If the 
two companies were forced to discontinue business 
in Monroeton, it would create a payroll loss of ap­
proximately $96,000 annually. 
-Shaffer's Feed reported that there is a bituminous 
coal mine located 7 miles west of More which is 
capable of producing a thousand tons of coal per 
day. 
-Substantial semi-anthracite coal reserves exist in 
the Bernice coal fields adjacent to Dushore. The 
Locey Coal Co. is presently mining in this area. It 
leases mineral rights to approximately 2,000 acres 
with reserves of 1 million tons, producing 30-40,000 
tons of coal annually which could be shipped on the 
line. P&M Coal Co. is drilling on 1,000 acres and in 
1980 will have access to another 1,500. 

1005-PA (Montrose to Tunkhannock) 

-The Pennsylvania Office of State Planning and 
Development reported that this line has been out 
of service since February 28, 1973, when it was em­
bargoed by the LV due to unsafe track conditions. 
The continued embargo amounts to an illegal de 
facto abandonment. According to the Office 15 firms 
would use this branch if service were restored, and 
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together would generate at least 1,135 carloads an­
nually. The total employment of these firms is 417. 
If rail service is not restored soon, several firms 
have indicated they would have to close, leaving at 
least 28 persons unemployed. 
-Lott's Feed Mill, Inc., which uses approximately 
22,000 tons of whole grains and feed ingredients has 
been forced to receive its materials at a railhead 21 
miles away. Using truck transportation increases 
the cost of producing feed $5.00 to $10.00 per ton. 

1006-P A ( Pink Ash Junction to Freeland) 

- State deep mine inspectors estimate 6.8 million 
tons of recoverable reserves. 
-The Lehigh Valley Anthracite Co.'s main plant at 
Harleigh is 10 miles away. It needs this line to move 
coal from reserves along the line to Harleigh or, if 
ii rebuilds the breaker on the line, to serve the area 
directly. 

1010-PA (Freemansburg to West Easton) 

-The Pennsylvania DOT reported that this line is 
in service, with 10 businesses generating 2,271 car­
loads in 1973. 
-This line might be needed for future passenger 
service use. 

142-P A (Wawa, Pa. to Colora, Md.) 

-The Octoraro Committee for this line submitted 
a list of 50 companies that indicate an interest in 
utilizing efficient and economical rail freight serv­
ice on the line. 
-The Committee requests that USRA take notice of 
the voluminous sworn testimony regarding the pub­
lic need for rail service, found in ICC Docket AB-5 
(Sub-No. 19). 
-A survey by the Chester County Development 
Council shows that on-line industries have been ad­
versely affected by the discontinuance of service. 
Economic growth in the Octoraro Corridor has been 
stunted by the high cost of transportation. 
-The Southeastern Pennsylvania Transportation 
Authority (SEPTA) considers this branch a poten­
tial route for passenger transportation. 
-A study entitled "Demand for Service on the 
Octoraro Branch Line" done in May, 1974, by the 
Wharton School, University of Pennsylvania found 
that most former shippers would return to the line 
with volumes at least as great as those experienced 
prior to the floods of 1972. Future for. using the line 
is good. 
-The Chester County Development Council points 
out that renewal of service on the branch hinges on 
an interchange of freight traffic with the Wilming­
ton and Northern branch (USRA line Nos. 907/ 939). 
-The Line is the only railroad servicing southern 

Chester County, Pa., and parts of Cecil County, Md. 
Rail service is vital to the agricultural community 
of southern Chester County, the world's largest pro­
ducer of canned and fresh mushrooms. 
-According to Pennsylvania DOT the cost of line 
rehabilitation is $581,400. 
-In 1969 the line handled 1,800 cars and projections 
for future use are for over 2,000 with a possibility of 
from 3-5,000. 
-Large potential users include the Carborundum 
Co., projecting up to 800 cars. 
-Herr's Potato Chips could ship 790 carloads by 
1980. 
-Quaker Containers and NVF Company each could 
move 240 cars. 

145-P A (York, Pa., to Cockeysville, Md.) 

-The United Transportation Union Local 454, Balti­
more protests the abandonment of this line because: 
it is a main link between Harrisburg, York, and Bal­
timore; use of this line for freight would leave the 
main line for the exclusive use of Amtrak ; this line 
(closed due to Hurricane Agnes) is 20 percent 
shorter than the route now used. 
-Maryland DOT in its Railroad Planning Project 
states "Prior to the washouts, the line generated 
only an estimated 80-100 cars per year in Maryland. 
Repair and rehabilitation of the line solely for the 
purpose of resuming Maryland local freight service 
would thus not appear to be economically justi­
fiable". 
-The Northern Centra l Railway Protestants' Com­
mittee expressed frustration that a de facto aban­
donment has been allowed to continue and that it 
cannot get service restored despite convincing evi­
dence of economic viability. It.takes exception to the 
data used by USRA stating that no one contacted 
rail users, communities involved, or the Stewarts­
town Railroad for information. 
-The United Transportation Union's Local 1722 
reported that in ICC Docket No. AB-5 (Sub No.106) 
the initial decision of the Administrative Law Judge, 
dated May 25, 1973, found "there is a n evident public 
need for restoration of service between New Freedom 
and Hyde. As to this segment of the line, the bal­
ancing process shows that public need as outweigh­
ing the possibility of burden on the Penn Central 
or interstate commerce. Indeed there is persuasive 
evidence that resumed operations here will produce 
s ignificant benefit to Penn Central, as well as to the 
public.'' 
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-The Stewartstown Railroad operates 7 miles be­
tween New Freedom and Stewartstown. To survive, 
the company says it needs a n interchange with a 
viable carrier at New Freedom. A 145 acre industria l 
park adjacent to the line is awaiting service. Sev-
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era! shippers detailed extra costs incurred by having 
to divert to trucks. 
-The line is not a stub end branch but a link in an 
alternate rail line between Baltimore and Penn Cen­
tral is Enola Yard at Harrisburg. 
-This line should be retained as an alternate route 
because the main line following the Susquehanna 
River is flooded on the average of one to two weeks 
each year. 
-The Pennsylvania PUC believes this route would 
take traffic off the corridor at less expense than 
building new track on the B&O right-of-way. 

217-MD/ PA (Bedford, Pa. to Cumberland, Md.) 

-The Bedford County Commissioners report that 
Penn Central agreed to continue serving the West­
inghouse plant at milepost 50.7 in the fall of 1974. 
Westinghouse expects to receive 30 cars in 1975. 
-This 4.2 mile portion of the line goes through an 
industrial development park. 
-Watson Wood Products of Manns Choice is 
anxious to have rail service. 

230-P A-NS (Williamsport, Pa. to Southport, N.Y.) 

-James Rockwell, Chairman of a group of users of 
this line stated USRA incorrectly reported that this 
line had been previously abandoned. The line is out 
of service as a result of damage from Hurricane 
Agnes. 
-The Pennsylvania Office of State Planning and 
Development stated that, if the line was restored, 
eight shippers would generate 741 carloads per year. 
One previous user has already gone out of business 
due to lack of rail service. 
-The Pennsylvania Office noted that there are two 
major bituminous coal fields on this line which are 
being developed. One field, near Ralston, is being 
mined by the Jones and Brague Coal Company. 
-The Planning and Development Office cited a re­
port showing the economic impact which loss of 
service has had. The transportation costs of area 
agricultural s upply and feed dealers has risen by 
$165,000. In addition, lost milk production has caused 
a reduction in farmer's income of $575,000-$950,000. 
The report estimated other indirect losses totalling 
between a quarter and a half million dollars. 
-Jones and Brague expects to open a new mine near 
Canton. It will ship 300,000 to 500,000 tons per year 
to New York State Gas and Electric Corp.'s Milliken 
Station. 

RECENTLY ABANDONED LINES 

18-MA Portion of West Quincy Secondary Track 

-The West Quincy Secondary Track was termed 
potentially excess by the Department of Transpor-

tation. USRA classified this line as "under study" 
until it discovered that the line had been aban­
doned under ICC abandonment procedures effective 
on July 4, 1973. No further study followed and the 
Preliminary System Plan did not include this line in 
ConRail. 
-It was pointed out that USRA overlooked the fact 
that under an agreement between Penn Central and 
the ICC, a portion of this line, from its beginning 
to the receiving dock of the Quincy Patriot-Ledger 
remains in service. The Quincy Patriot-Ledger re• 
ceives 67 boxcars a year of newsprint. The company 
asserts that this rail spur is its only way of receiving 
precious newsprint. Congressman James A. Burke 
believes that USRA's oversight could have serious 
consequences to the South Shore Communities; a 
daily newspape1·, as well as being a major employer, 
is the best outlet for advertising among the busi­
nessmen. 
-USRA should reevaluate the preliminary recom­
mendation of excluding from ConRail this portion 
of USRA Line N o.18 which is sti 11 in service. 

372-Ohio (Dover to Parral) 

-The Tuscarawas County Chamber of Commerce 
testified that this line has not been abandoned as 
USRA reported. The track from milepost O to mile­
post 1. 7 is still in operation and serves four 
companies. 
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-The Amko Service Co., which generated 136 car­
loads in 1973, reported that it operates one of the 
few facilities in the country which services, repairs, 
and rehabilitates cryogenic cars. 
-Sanders Transfer Inc. built a new warehouse on 
this line in 1973 and installed its rail siding later 
that year. During 1974 it generated 88 rail cars and 
is considering doubling its warehouse facilities. 
-This line also serves the Dover Chemical Corp. 
which generated 93 carloads in 1973 and 188 in 1974. 

489-OH (Hebron to Thurston) 

-The U.S. Department of Interior recommended 
that this line's right-of-way be preserved for possi­
ble use as a bikeway or a linear park. 
Review by H. Office revealed, etc. 

222-P A (South Fork Secondary Track at Ashtola) 

-The PSP shows this line as having been recently 
abandoned. 
-The Pennsylvania DOT reports that this .3 mile 
segment was leased September 1974 to the M. H. 
Bigan Coal Co. with the agreement that it repair 
and maintain the track. The Company plans to de­
velop both a stock pile facility and a fast loading 
unit-train coal dock. They anticipate shipping 270-
540,000 tons annually. 



336-P A (Fairchance to Terminus) 

- Ruane Coal Co., which uses about a mile of the 
branch controls more than 20 million tons of strip 
and deep coal in the area. 
-Fayette County Board of Commissioners report­
ed that in 1972 the Ruane Coal and Coke Co., shipped 
365 cars, in 1973-505 cars and January-October 4, 
1974-343 cars. 
-The truck rate per ton to Detroit is said to be $25 
more than the rail rate. 
-It appears that USRA attributed the Ruane coal 
traffic in its analysis of Line No. 663. 
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341-PA (Cokeburg Branch near Cokeburg) 

and 

342-PA (Ontario Branch near Cokeburg) 

-The Pennsylvania Office of Planning and Devel­
opment reports the Penn Central Coal Dept. is 
negotiating the lease or sale of these spurs to a large 
strip-coal mining and brokerage firm for a strip-coal 
gathering facility. C. J. Langenfelder and Son Co., 
Inc., of Baltimore, plans to develop a fast loading 
coal dock which would serve a large area of smal l 
strip operators. It anticipates shipping 250-300,000 
tons annually. 

J 



APPENDIX C 

Subsidy Analysis 

In swnmarizing its light-density line results, the 
Association stated that: "Even if all the branch lines 
not recommended for inclusion were subsidized, the 
Association estimates the total cost will be within the 
funding subsidy available under the Act." (Plan p. 22.) 

In an effort to validate this conclusion, the Office de­
veloped hypothebical rail service continuation subsidy 
amounts for all lines not recommended for inclusion 
in ConRail based upon the 1973 revenue data and the 
service characteristics the Association used in its light­
density analysis. 

Calculations could not be made on the lines ,vhere 
no data was presented in the Plan. Included in this 
category a1a lines which the Association listed as hav­
ing no shippers or out-of-se rvice, where trackage rights 
were involved, where the carrier failed to provide the 
data, where an independent carrier was involved, or 
when Amtrack passenger service was involed. 

The formula by which subsidies are to be calculated 
is detailed in the Standards for Determining Rail Serv­
ice Continuation Subsidies ( 49 CFR 1125) issued by the 
Office. 

These estimates were compiled by modifying the As­
sociation's viability analysis computer program to 
simulate results of the Subsidy Standards formula. 
However, the time available did not permit correction 
of the Association's traffic data and service character·­
istics errors detailed in the Light-Density Line Analysis 
chapter. As a result, these estimated subsidy amounts 
reflect the apprommate subsuity amwunts which would 
be required for individual lines based on the traffic 
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and co,it information presented by the Association in 
the P lan. Corrections of such information could sub­
stantially change the amount of subsidy. 

The primary modifications made to the Association's 
viability analysis procedure to simulate the Subsidy 
Standards are: 

• Elimination of indirect and overhead cost items. 
• Reduction of "normalized" maintenance costs to 

$1,000 pe1· mile. 
• Allocation of rehabilitation costs over the two-year 

period covered by the Federal participation in the 
subsidy program. 

Realizing that most branch lines will not be upgraded 
during this two-year period, we also calculated the 
subsidy required without rehabilitation. Because sub­
sidy calculations include only "avoidable costs" as op­
posed to the "variable cost" used by tho Association, a 
line may show a profit under the Subsidy Standards 
even though it is not recommended for inclusion in 
ConRail. The Subsidy Standards specify a $1 subsidy 
for these lines. Thus, the estimates included in this 
Appendix_ may indicate a $1 subsidy for a given line. 

Table G-1 summarizes by State the subsidy amounts 
required to operate all lines for which the Association 
developed data but which were not recommended for 
inclusion in ConRail. They are summarized both with 
and without. inclusion of rehabilitation costs. These 
calculations also include the subsidies for portions of 
line segments excluded by the Association and a prora­
tion of the estimated subsidy payment for interstate 
lines bet.ween the two States involved. Each State's en-



T .... , c-1.-s,-,,, bu .,.,, •f ,,,.,., !•""'"' ..... ,,,,., .. , hyp,lhdi .. t .... id, "'""'-"'' ~ 
- - I I 

Without rehabilitation to FRA Class I 
With rehabilitation to FRA Class l (rehabllltaUon 

cost spread over 2 years) 
Annual F•dcrnl 

State lunds Estimated Federal share State share Estimated Federal share State share 
rntltlcment 1 annual su bsidy (70 percent) (30 percent) annual subsidy (70 percent) (30 percent) 

payment payment 

Conncctleut... - - --- ----- ----- 1,350,000 3116, 000 277,000 119,000 I , 133,000 i!IJ,000 340,000 
Massachusetts •• . . 1,350,000 5!'6,000 417,000 179,000 1,b(H,000 I, 263,000 5U,OOO 
Rhode Island . • •••••••••• --- -- -- -- 1,350,000 l!O, 000 56,000 Zl,000 221,000 155,000 66,000 
D elaware. I , 350,000 li0,000 125, 000 S-1,000 899,000 629,000 270,000 
Maryland ------ --- . ----- - - - - - --- - 1,350,000 175, 000 333,000 112,000 2,197,000 1,538,000 6.¥.1, 000 
New Jcrs,y 1, 350.000 67-1.000 172,000 202, 000 I, lll.000 780,000 33-1.000 
Nt.'w York I, 100,000 2,352.000 I, 8-16, 000 700,000 6, i.';7,000 4,730,000 2, 027,000 
Pennsylvonio ... 4,500, 000 3,165,000 2,216,000 9-19, 000 5, 4k2, 000 3,lS:17,000 I, &15, 000 
llUnols 4,500,000 (123,000 8-16, 000 277,000 2,500,000 I, 750,000 750,000 
lndJonn - - --- .. I, 500. 000 2, 120,000 1,48-1,000 636,000 6, 3.16. 000 4, H!l,000 1,907,000 
Michigan - ----- --- - 1, 500, 000 3, 8(17, 000 2,728,000 I , l&.1, 000 ~. ;;o,ooo 6, 139,000 2,631,000 
Ohio . 4, 500,000 2,528.000 1. 770,000 75><,000 7,06!<, 000 l, 918,000 2,120,000 
West \'lr~lnln . 2,610, 000 306,000 J l4 , 000 92, 000 4!17, 000 348,000 149, 000 
\'lr~lnla. 2,bti0,000 I I 0 .'65, 000 18,5,000 80,000 
District ol Columbia 1,350,000 0 0 0 0 0 0 
N ew Jlamp!-hire 1,3.'i0,000 0 0 0 0 0 0 
Vermont. 1, 3.'i0.000 0 0 0 0 0 0 
Mnhw 1,350,000 0 0 0 0 0 0 

---- ---
Total 17, 691 ,000 12, 311-1 , 000 5, 307, 000 15, 003, 000 31,541,000 13,519.000 

1 Funds a uthorizod by S<•ction 102(h)(l) ol the R,·gional Ral l Reorgnnltation Act . 

titlement, under Section .l:0:l{b) {l) of the .\ ct is also 
shown . .As <·an be seen in thC' Table, no Statp·s need for 
Federal funds exceeds its entitlPment for the opera! ion 
of all such lines under subsidy without rehabilitation. 
H owever, with rehabilitation included. the entitlement 
amounts for :Maryland, Xew York, ;\I ichi:ran. and Ohio 
are less than the F ederal sha,re of the necessary subsi­
dies. These differences could easily bC' eo,·ered by the 
$45 million per yea,r of cliscretiona,ry funds authorized 
by Section .l:O:l{b) (:2) of thC' . \ ct. 

Table C-i contains details of the estimated subsidies 
for individual lines, g-roupecl by State, with an allcx:a­
tion for each State's share of the interstate lines in\'Oh­
ing that State. The subsidies required for the en tir<' 
length of interstate lines are inc luded after the State 
list in~~- It is important to note that these are hypo­
thetical amounts based on the 1973 data used by the 
Association and. consequently. actual subsidy requirC'­
ments may cliff er substantially. 

TABLE C- 2.-Hypothetical subsidy calculatio11s by /111e 

(Amounts In dollars] 

Connecticut: 
41 _. 
46 . 
47 • • 
50 • 
52 
53/53b 
55 • • 
00 • 

674 ' ·· 
685 •• • 

USRA segment No 

l ntcrstnl.t' lines• 

1'otal. 

See footnotes at e nd or tnblP. 

Without With 
rehabilitation rehabilitation 

,~.000 
2'1,000 
10,000 
40, 000 

1,000 
21,000 
45,000 
;s, ooo 
10,000 
85,000 
52,000 

306,000 

21 , 000 
M, 000 
16,000 
40,000 
15,000 
69,000 
45. 000 

222, 000 
310,000 
201, 000 
IO'J,000 

I, 133,000 
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T .\11Li,; C- 2. - ll ypothetical subs1dy calculatio11s by 
1111c Continued 

[Amounts In dollars] 

t;S RA segment No. 

Delaware: 
138n 
159 
100. -
161. 
162 
937 _ - -
lnlerstntr li nes• 

T otal. 

Illinois: 
115 
42'.? 
434 
431n •. 
135' 
~a 
~b 
600 . 
606a 
609 . 

6101610n ' ··· • 
611. 
611b •• 
lnt•rstnte lines ' ••. 

'rotnl. 
lndinnn· 

399. •• 

411 ' ·· 
417/417&. 
118 • 
119 

420 '· 
423 •• 

42'J. • •• ••••••••• • •••••• 
521 . • . 
523. 
524 • 
556• 
557' .•••••• 
565 

Without With 
rehabilitation rebabllltatlon 

3,000 
7,000 

39, 000 
53,000 
8,000 

28,000 
11,000 

179,000 

38,000 
33,000 
93,000 
82,000 
48,000 
28, 000 

5TT, OOO 

899,000 

3b, 000 109, 000 
23, 000 23, 000 
51, 000 51,000 

1• 1• 
10,000 66,000 

1• 71,000 
326, 000 639,000 
242, 0CX) 699, 000 

lSJ,000 315,000 
127, 000 504,000 
23,000 23,000 

923,000 2,500, 000 

31, 000 183,000 
42, 000 42,000 
2'J, OOO 91,000 

161,000 379,000 
89, 000 355,000 

------- -- --· •-•·-
100.000 476, 000 
165,000 358.000 
67,000 150,000 

1• I' 

38, 000 38,000 

----------------
103, 000 103,000 



TABLE C-2.-Hypolhetical subsidy calculations by 
line- Continued 

[Amounts In dollars) 

USRA segment No. Without With 
rehabllltatlon rehabilitation 

Indiana-Continued 

571 ... . •. .. . ••••••··•·•••····· 
574/5746.. •• • ·•·•••••••••••••· ....••..••. 

578 •. . .•• ••·••····•·•·••• 

570a • • •••••• ··················•···· • 
582 ••••••••.••••.. . .• •• •·•·••·•·••••• 

684 •• • ••••••••••••••••••••••••••• ·•·· 
585/586/587.. .......... •• • ••••••••.•••••• 

589.. ••••··•···•••••···•••·••··· ...•. 
590 ••• ·•·••·•••••···• •.. . . • ·•••·••••••• 

591 .• •·••··•••••••••·••••••••·•·•·· 
593 •• •••••••••••••• . ··• .• ·•••••••••••• 
596 ••. ••••••••••••••••••••••••••••••••••• ..• 
597• •••••••••••••• ••••••••• •• •••••••••••••• 
602... . ···•••·••·••••••·········• ...•..•• 
6221623 '· . ·····•••••••••·•··· •···•······ ••.••••.• 
630.... ·•······· ··•··•·•··•·•·••·· ..••••• 
633 •.•••••••••••••••• ················•······ 

700 ' ··•······· .. •••••···••••·•··••···••••••••••· 
lntc.rst.atelincs' _., ............... . 

Total ••••.••••. 
Maryland 

148 •••••••.•••••••••••••••••••••••••••• 

140... . ......... ••• •••·•••·••••••·••···•••••· 
150 ••••••••...•••••.••••.•••••••..••••.•••.••••• 
151 .• • •...•.••.•••..•••••••..•...•••••.••••••••• 
152 ••••..•••..••••..•••••••••••• ······•····· •• 
153 •• •••.. .• •• ..•••••••.•••..••••••.••.•.••••••• 

163 ' ············ • ••••••••••••••••••••• •••••• 
676 ••••••••.•••• ••·•••·••·••·•••· · ••· ··· ·• ·• ••· 
Interstate lines' -------------------------- ---·· 

Total. ••••••••.•••••••..••••••..••.••••• .•• •• . 
Massachusetts: 

6... . . •....•..•.......•........•••. 

8/Sn/O. •••••••••••••••••• •••• 
13 ••.•••••••••••••••••••••. 

15.... • •••••••··•••• ••••••• 
16. . •••••••••••••••••••••••·••••••· ••.•• 
17 •.•• 
19 ••• 

21 ' ·· 

22 •••• ••••••••••••••••••••••••••••••••••• •••• 
23/2L . . •.......... 

25 •••• ·•••••••••••·•••••••••••••••••••••••••••· 
29 •••. 
30' •••• ••••··••·•••··· •.......••••..••••...•..•. 
31/32 .• 

33 • ••••••••••••••••••..••.•••••••• ••••••••• 

Interstate lines'······················ •••.•• 

ToLaL 
Michigan: 

301 
892a •.•••••••.••••••.•••.•••••••..•••••••••• 

393 ' ·· • •·•·•· .. 
394 ... •••••·••••·•••••·••••••••••••••••·• •. 
395/3058 •• 

308 •••• ••••••••••••••••••••••••••••••••• •••• 
402 ••••••• 
40! ................................. ••• • •• 
436 ' ··· ••••..•....••...• •• ....• •• •••• • ••.• 
438 ••••••.••••..•••.••••.••••.•.•••••••••• 

4383 ••••••••••••••••••• ••••••••••••••• ••••• •• 
440 ............... ............... . 
440b •• •••••••••••••••••••••••••••••••••••••••••• 

441. ............ .. ··•·•··•······•·••••·•• •• 

442 '· · ••••••••••••••••••••••••••••••••••••••••••••• 
444 ............................................ . 
444a ••••••••••••••.•• ·•••••••••••••• ••••••••• 
445 . .. ......................................... . 
H5a• •••••••••••••••••...• • ••·••··•·••••·••···•· 
445b •••••••••••••• •• ••••••••••••••••••••••••••• 

451 /452/453 ' ··············· ••••.••••.••••••••• 

454 ••••••• · ··•••••••••••··••·•••••••·•••·• ••. 

See footnotes at e nd of table. 

1• 73,000 
1• 246,000 

40,000 223,000 
1• 273,000 

31,000 31,000 
13,000 82,000 
91,000 346,000 

117,000 412,000 
1• 33,000 

90,000 306,000 
4TT,OOO 4TT,OOO 

16,000 61,000 
26,000 72,000 
50,000 255,000 

-.. ------- -----. - -
95,000 351,000 

1• 1• 

- ------------· --
231,000 850,000 

2,120,000 6,356,000 

114,000 252,000 
5,000 5,000 

28, :ioo 75,000 
50,000 118,000 
8,000 92,000 

28,000 168,000 
58,000 176,000 
17,000 58,000 

167,000 I, 253,000 

475,000 2,197,000 

1,000 10,000 
136,000 416,000 
18,000 275,000 
65,000 252,000 
2.000 4,000 

26,000 81,000 
1• 8,000 
1• 1• 

59,000 59,000 
83, 000 83,000 

9,000 9,000 
32,000 156,000 

48,000 142,000 

25,000 25,000 
92,000 275,000 

606,000 1,804,000 

68,000 323,000 ,. 0,000 
178,000 430,000 

1• 216,000 

t• -· ---------
20,000 152, 000 
14,000 123,000 
51,000 204,000 

3,000 112,000 
34,000 224,000 

1• 354,000 
1• 17,000 

288,000 670,000 

-------------- -
22,000 22,000 
13,000 13,000 
41,000 104,000 

---------------- -----
32,000 211,000 

122, 000 122,000 

275,000 I, 402,000 
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TABLE C-2.-Hypothetical subsidy calculations by 
line-Continued 

[Amounts In dollars) 

USRA segment No. 

Michigan-Continued 
4540 •• •• . 

455a. ••.• •.• • ••••••••••.••••. 

456/457/458. . ••••••••••••·••• •..•• ·•••·••• 
461. • ..••.••..• 

463a ••••• _ •••••••••••••••••••••••• 
463b. •••••••••••• • ••••••••••••• 
463d .. . •• ••••••• •••••••.••••• 
464/465.. • .•••••••••••• 

466 .. ... ••• •.. . . • ••.••....• ••••••·•• 
470 .• •••.••.•••••••••••••••••••. 

472 .• ·••·········· •• .• •••••·•••••••• 
472a . ····•··• •••••••••••••·•••····•••··• 
530o .. ···········•···· 
680.. .••• ••·•·•••• •••••••• •••• 
688 .. . . ····················· •.... 
692a/693a... . .•••• •. ·· ··· ·••·••• ... •••••• 
698• .... ... •···························· 
13001 •.•••••••••..••.•...•... ···· • ··· •••• 

1301. ... .. ·•··•···••·•··•••···•·····• 
1302/1303.. • . •• ·••····• .• 
Interstate lines 1 

Total 
New Jersey 

119 ••..• 
121 •. 
121n ' ·····- ................... -·· •.. 

123/124/124a ' · •. ••••••••·•·•••• ••••.•••••••• 
127/128• •••••••••••••••••..•••..••..... 
130...... ... . .. •• . ..•...•••• 
703 . .• .••.•.••••••••••••••••.•....••.•• • ••••• 

1100•............. • ·•···•·· .•... • .. ···•• 

WILhout With 
rehabllltatlon rehabilitation 

260,000 892,000 
1• 1• 
1• 166,000 

68, 000 213, 000 
82,000 82,000 
17,000 36,000 
16,000 16,000 
41,000 41 , 000 

102,000 102,000 
100,000 305,003 
53,000 53, 000 

I• 9,000 
54, 000 123,000 

1• 1• 
101,000 101,000 
169,000 169,000 

206,000 206,000 
175,000 175,000 

I, 237,000 1,237,000 
46,000 133,000 

3,897, 000 8, 770,000 

13,000 53,000 

72,000 72,000 
31, 000 97,000 

26,000 95,000 
9,000 9,000 

----------- -
1101• •.•••••.•••..•••••••.•••••..•••..•••••••.•••••••• 

1102 1
• • •••••••••• • • •••••••••••••• 

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

1103. •. ..• •••• • ••••••.••...•..••••••••••• 
110! •••.•••••••••••..••...••...•.•.• 

1105 . . . . ••• ··•·••·• •••••••••••. 

1100 ••• ···························•······· •• 
1107 .. . . ·············•·· .• 
1100 . ·•··· •••••·•· ••••••.•••••••••••••••••• 

1800 . ··············•· •.•.•••. 
1801 . ...•......•.••••...•.....••••••.. 

1803 ••• ••••••••••••••••••••••••• ••••••••.•• 
!SOI .. . .••• •• •• • •••••• 

1805.. ••••·•···••••••••••·••·••·••· 
1800 ••••••••••••••• 

1807 .. •··•••• ••••·••·••••••••••••••••••• 
ll!Q! ••.•. 

Total. 
New York 

66 ' · . • • •••••.••••••••...•.••••••.•••.••• 
66e •• 

07 • ·••••••••••••••··••••·•••• ••••••• •·••• 
68.. •••••• ...• • ..•... 
80.. • ••••..•.......•....•..•....•••.....•..•. 
81. . ······ ..•... ······• .... 
83a •••••••...••••••.••.•••••...••••••••••.• 
8-1'. 
85 ' · •..•.••.•••••..••.••••.••.•.....••• 

86 .. • .•. ·•······•·• .••••.•• 
87 • • •.••••• •••••••••••• ••••• 
89o...... .•. . ...•.......................... 
90.... . ••...•..... 
92,'93.. ··•·················· .•••••••••••••••• 
95 .••• 

98.... ····•······························· 
100/ 101... • •••••.•.•••••. 

102 .••••. ·······················-··········· 
103/IOI.. .••••• .•••••••••••• • •••••••••••••• 

105/ 107 •• ·······-· ••••••·•·••••••••••···•• •••• 
la!.......... .. . ..................... . 

100/110 .•• •••·••••••••••••••••••· •••••.••••. 
Ill. .................. . . ........... . 
ll4a... . .......... .................... ••• • .•. 

1-1,000 35,000 
0,000 47,000 

20,000 20,000 
42,000 42,000 
76,000 185,000 
29,000 29,000 
13, 000 13,000 
1,000 98,000 

58,000 58,000 
139,000 139,000 
53,000 53, 000 
II , 000 II , 000 
33,000 33,000 
25,000 25,000 

674,000 I, 114,000 

158,000 158,000 
38,000 117,000 

IOI , 000 265,000 
11 8,000 

18,000 55,000 
111 , 000 2-12,000 

4,000 13,000 

5,000 33, 000 
8,000 43, 000 

47, 000 85,000 
52,000 170,000 
14, 000 45,000 
2, 000 51,000 

31 , 000 31 , 000 
27, 000 27,000 

1• 111,000 
124,000 &17, 000 
07,000 314,000 
85,000 066,000 
52,000 52,000 
10,000 287,000 
27,000 151,000 
19, 000 19,000 



T ABLE 0-2.-H ypothetical .mbs1dy cnlculations by 
line-Continued 

(Amounts In dollars] 

US RA segment No. Without With 
rehnblllt.allon rehablUtntlon 

New York-Continued 
137 •••••••.• 
230o •••• 
23toi _ ___ ---·- ______ ---- . ----··---- •... 

335,000 
4,000 

823,000 
18, 000 

231b •... •• ••••• •••••••• ••• • •••••• ••••••••• •••••••• ••· - • • ••• 
233/234 1•• • 24,000 

238 . ······---················· •• ••·•••·•· 1• 
2-16 . I• 
248 • --- •••••••••• •• ••••• ••• • 49,000 
6660. •• . ••••••• ••••• 36,000 
b70 • I• 
6il 
1000 
1002 
1003 
1020 1• 

1022 
1023 

1025 '· 
lnt('rslote Unes 2 ••• 

Total. 
Ohio: 

365 
367 
371 
373 
374 
375 ,376,'377 -· 
:ll,7,388 •. 

471a 
478 
478o 
481 182 •• 

485 '·-
487 ,_ 

188 
490 • 
491 
493 
4~1 
11'6 l'tfia . 
497 1(18 498n •• 
50'2/503 1504 .• 
505/500 .. . 
507.. 
M4 . 
516. 
5161, • 
510C 
516d 
~li I 

518 
519,520. 
525 
527/52b .• 
531/53lul532. 
533 531 5340:535 
5361537 
53b•. 
54'l 
5.~I. 
5-00. 
&10• 
643. 
6-136 • 
711 
lnterstnte lines 1 •••••••••••• ••• 

Total. 
Pcnnsyl vnnla 

1338 '· 
133b •.... • ••••••••• 
135 •• 
143 ••• 
177 •• 

See footnotes nt end of table. 

I• 
18,000 
!S4,000 

321,000 ,. 
207,000 
80,000 

152,000 

2,352,000 

11,000 
12,000 
1,000 

1• 
75,000 

12!1,000 
127,000 

8,000 
127,000 

4,000 
16,000 

59,000 
15,000 

13,000 
42,000 

178,000 
10'!,000 
157,000 
23,000 
10,000 

'.?0'1,000 
25,000 
'.!'l,000 
65,000 
21,000 

1:!11,000 

71,000 
11,000 
11,000 
70,000 

lb0,000 
64,000 

h\000 
1 • 

4ij,OOO 

17,000 ,. 
239,000 
136,000 

2,528,000 

7.000 
10,000 
21,000 

24,000 
1• 

43,000 
4U,OOO 
36,000 
31,000 
83,000 

12'l, 000 
23-1, 000 
874,000 

I• 
207,000 
80,000 

2-13,000 

6,757,000 

69,000 
85,000 

1,000 
t• 

75,000 
4!l'l, 000 
490,000 

8,000 
127,000 

1,000 
16,000 

235,000 
37,000 

31,000 
12,000 

348,000 
353.000 
446,000 
92,000 
9-1,000 

423,000 
52,000 
4S, 000 

122,000 
34,000 

::'al,000 

175, 000 
\18, 000 

115,000 
333,000 
679,000 
20'}, 000 

332,000 
80,000 

126,000 

278,000 
110,000 
239,000 
356,000 

7,068,000 

13,000 
36,000 
99,000 
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TADLE C--2 llypolhel1cal .<1,bsuly cfllculalions by _l 
line-Conti.med 

[Amoun(j In dollors] - . 
US RA segment No. 

Pennsylvania-Continued 
180• •• 
181' •• 
185/186 I •••••••••••••••••••••••••••••• 

192/l!Y.!n/192b I ••••••• •• 

192c ·- • 
19-1' .•••• •••·••••••••• 
196 
197b • 
202 
203 
206 
208 
210 
212/l12a. 
21ij • 
250 

25:! '· 
25~ •• 
2501 • 
257 •• 
200a 
31 '..P 
313 • 
311' 
315 
326 
331 . 
335 • 
341 • 

345n ' -
35:? :a. 
355 ••• 

356. ·-
360 • 
6-17 •• 
6Jij I 

6501 
651 •• 
65!1 • 

659a 
663 ••• 
66-1 •. 
6'11 
&Jlh I ••• 

712 --
903. - • 
001 ••• 
905 
906 .• 
!Jal' 
9(Yl 

910 
912 
915 
916 •• 
917 •• 
918' 
920 •• 
920n •• 
921 
022 
0-!3 
!J2-I 

92\ --·· 
926 •••• 

931 '·· 
932 3 •• 

935 
1007 . 
1008 •• 
100.l •• • 
101:? J _ 

Interstate lines'-· 

Tot.al .. 

Without With 
rchnblllt.atlon rehablll t.allon 

138,000 
330,000 

2,1,000 
56,000 
20.000 
39,000 
38,000 
8,000 
3,000 

42. 000 
15,000 

117,000 
117,000 
lli, 000 

I ' 
1,000 

I• 

1 • 
30,000 ,. 
2,000 

9,000 
!!8,000 
52,000 

1• 
66,000 

116,000 
70,000 

1• 
81,000 
43,000 

I • 
16,000 

--
96,000 
30, 000 
43,000 
53,000 

154,000 

5i. 000 
16,000 
95,000 
67,000 
22,(Xk) 

t5, 000 

S4, 000 
36, 000 
27, 000 
32,000 

121,000 
88,000 
38, 000 
31 ,000 

39,000 
33,000 
3i , 000 
21, 000 

252, OOJ 
330,00J 

58, OOJ 
279, OOJ 
72,000 
39,00J 
38,000 
22,000 
so, 000 

IOI, 000 
15,000 

117,000 
117, OOJ 
117, OOJ 
S0, 000 
so. 000 
88,000 

106, <00 
118,000 
22,00J 
8,000 

-. -- -... -... ~ 
····· -------

61,00J 
219,000 
52,00J 

1• 
66,00J 

222, OOJ 
111, 00J 
13,00J 

195, OOJ 
293,000 
107,0CO 
16,00J 

----·--··· ····· 
96,000 
30,00J 
43,000 
53,000 

154,<XXl 

------------· 
5i,OOO 
16,000 
95,000 
67,000 
22. 000 
45,000 

--------- ··--· 
81,00J 
36,000 
27. 000 
32,000 

124,000 
88,000 
38,000 
31, 000 

-------······ -
39,000 
i0,000 

119,000 
95. 000 

--- ---------------------
218,000 466,000 

3, 165,000 S, 4S2, 000 



TABLE C-2.-Hypothetical subsidy calculations by 
line-Continued 

(Amounts In doltan] 

USRA segment No. Without With 
rehablUtatlon rehabllltallon 

Rhode Island: 

28 ---· -·-------·-·-----··-·--·---------·-----·-
36/3&1 -- - ·--------·-·--· - • -· - ··-··--·-·· 
38/388 - - • ·-----·---------------- --· ---- -----·-
4381 . - --

Total_ 
Virginia, 

IM (lerry) ' ·-·--·­
Interstate Unes • . 

TotaL __ _ 
West Vlrglnla: 

~·--------- -----·· --·-··-----·----·-- -··---
512/512a I - -----• ---•••----••--•-- -- -•- - ----•-•• 

Int.erstateUnes t __ --·· - · -·-· ----· ---··---

TotaJ. __ •• _ -· 
Jntentate lines: 

CT- MA 40. _ 
CT-MA 54 . -­
CT-MA 591 __ 

CT- MA 678a- ·-·············----···-·- -···-
DE-MD 147 __ _ 

DE-MD 168 
DE-MD 159 ___ _ 
DE-PA 907 /939----· .•• -. _ ••• _. _. ___ • __ •• _ .•••. 
MD-VA 166.-- -··--·· ··------· -· ··- --
MD-PA 198 1 

_ __ --·-·-··-·--··--------·······-

NY-PA 249 •• --· - ---·---··-·-- - --- __ _ 

52,000 
3,000 

25,000 

80,000 

11 

65,000 
21 1,000 

306.000 

28. 000 
48,000 
6,000 

63,000 
11 

35,000 
91,000 

1• 
11 

1n,ooo 
120,000 

121,000 
3,000 

04,000 

221,000 

·-- --------- ---
265,000 

265,000 

---- ------- -
162,000 
335,000 

497,000 

93,000 
112,000 
116,000 
63,000 

378,000 
400,000 
720,000 

11 
300,000 
488,000 
120,000 

TABLE C-2.-Hypothetical subsidy calculations by 
line-Continued 

(Amounts In dollars] 

USRA segment No. 

Interstate llnes-Contlnuod 
NY-PA 260 
NY-PA 1015 ___ _ 

NY-ON I0la•·--- ·····­
IN-lL sna _ 
IN-OH 520a.._ . _ •••••••••• ··-······· •••••• 
IN-OII 554 . 

CN-OR 571a _ _ ·-· ·····-·· -·· - -·- ··-· ·-· 
IN-Ml 401 __ 

IN- Ml 467 •-­
Ml- OH 530 • 
OR-WV 514a __ _ 

Total•. - - -

Without 
rehablUtallon 

65,000 
87,000 
43,000 
27,000 

11 
164,000 
25,000 
58,000 

89,000 
314,000 

l, 440,000 

With 
rehabllltallon 

239,000 
87,000 
43,000 
27,000 

1• 
443,000 
311,000 
246,000 

234,000 
436,000 

4,925.000 

• The calculations for this line segment ore based on data for only 
that portion of the lino not recommended for Inclusion In ConRnll. 

• The cnlculntlons for the Interstate line segments have been prornted 
to the appropriate states on the basis of the percentage of route miles 
on the line In each of tbe respective states, and then summed by state. 

• USRA cost data not available. 
• The cnlculntlons for this line segment result In n positive net 

contribution, thus requiring only n one dollar ($1.00) subsidy to con­
tinue roll service. Where rehabilitation costs exceed this net contrl• 
button , the net subsidy required ls shown In the column " With 
ltebnbllltntlon." 
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• Tbe total of this line Includes $39,000 which would be allocated 
within the Province of Ontario, Canada. (See• above) . 
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