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" h) Hazardous Materials Programs 
Conrail's hazardous materials organization is staffed bv Director of Hazardous Materials; four 

1 Hazardous Materials Field Sen ice Managers, who have received extensive and comprehensive 
• training; and 50 Hazmat Sentinels. Conrail's hazardous materials program is comprehensive and 

extensive. It consists of these elemenis: 

• (1) Compliance Quality Inspections identify shipper preparation problems involving 
the transportation of hazardous materials 

' (2) The Transportalion Incident Severity Index (TISI) was dov eloped lo identify the 
seventv of every non-accident release of hazardous matenals occuning on 
Conrail. Non-accident releases (NAR) are those caused by something other lhan a 
railroad accident (collision or derailment). 

1 (3) Hazardous Matenals Public Education provides hazardous materials incident 
response education and training to fire, police, emergency medical sen ices, and 
office of emergency management personnel in the areas sen ed by CR. 

(4) CR's Hazardous Materials Response Team members, stationed at various 
locations throughoui the CR systeni, are imniediatel> dispatched to every on-line 
hazardous .naterials emergency situation lo provide on-site expertise in handling 
incidents. 

1 (5) The Hazmat Sentinel Training Program provides ongoing training for a selecl 
group of non-agreement employees. Their advanced level of emergency 
management knowledge maximizes safely, coordination, and cooperation at 
hazardous matenals incident sites. 

I (6) CR's Customer Contact prograni involves formal contact vvith chemical shippers 
These contacts include inspections ofthe preparation for car loading and the 
loading itself follow-up on chemical releases to ensure proper deiemiination of 
cause and to prevent recunence, and conducting education and training ofthe 
shippers' einployees. ot̂ en on the premises of the company or plant. 

1 CR's Hazardous Materials Training Partnership is an ongoing effort between the 
Association of American Railroads (AAR). Conrail, the New Jersey Slale Police 
Office of Emergency Management, and the Nevv Jersey Fire Training Academy. 
Partnership efforts, focused on New Jersey because of its concentration of 
chemical shippers and fcceivers. include lank car incident-related training to fire 
departmenls and other emergency responders. 

• (8) The Responsible CAER* Partnership is an intemal advisory team of einployees 
and supenisors at CR's Conway Yard, just outside of Pittsburgh, Pennsylvania. 
The team addresses regulatory and environmental issues al this major 
classification hub. 
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This prograni has effectively reduced recuning hazardous materials problems. Additionally, CR 
management has expanded the hazardous materials training of their employees, and fostered nevv 
partnerships with local communities throughoui its system. 

c) CSX Organization 
The CS.X field managers conduct in-house, train-the-trainer, hazardous materials training, and 
"community" training of local emergency responders. customers' employees, and others. In the 
past five years, the community training aclivilies aloi.e ac mled for 400 classes vvith more than 
14,000 participants. These efforts eamed CSX the 1996 Transportation Community Awareness 
and Emergency Response (Transcaer) Achievement Award from the Chemical Manufacturers 
Association and the AAR. 

d) The NS Hazardous .Materials Pro^iam 
The NS Hazardous Materials Program is staffed by a manager, three Industrial Hygienists, two 
hazardous materials specialists (one Principal Hazardous Materials Coordinator and one 
Transcaer and Training Coordinator), and len Regional Environmental Operations Engineers. 
The prograni addresses four emergency action plans: prevention, preparedness, response, and 
remediation. The program includes field compliance audits ofthe entire sysiem conducted by 
the manager and two hazardous materials specialists. 

The liazardous materials team look note that hazardous materials issues vvere not discussed in the 
CSX Operating Plan, fhe NS Operating Plan slates lhal "many" CR employees working in 
env ironmental and safety administration areas vvill be relocated lo the NS' Safely and 
Environmental Department's headquarters in RoanulvC, Virginia. FRA is concemed lhat neiiher 
CSX nor NS has made any specific proposal lhal addresses any commitmen't), or specific 
aspects of. hazardous matenals issues. FRA is further concemed lhal the centralization of former 
CR hazardous materials einployees vvill result in fewer field obsen ations and audits on the 
fomier CR temtories. Addilional infomiation is needed from CSX and NS lo address these 
issues in order to make a proper safely assessment. 

e) CR Department 
Comniendably. CR has expanded its Hazardous Materials Departmeni in the receni past and 
appears more active in day-to-day hazardous materials issues than CSX or NS. Indeed CR's 
program of initial action and aggressive pursuit of non-compliance issues has placed CR "ahead 
ofthe curve" in the pursuit of compliance with hazardous materials regulaiions, FRA is 
concemed that the CR hazard-̂ us materials program vvill sufTer if the proposed acquisition is 
approved. In order lo make i.s detennination, it is vital for CSX and NS lo elaborate on lheir 
materials safety policies, particularly as rega-ds the adoption of "best practices"safely programs. 

0 Computer Systems 
When releases of hazardous materials occur, for whatever reason, it is imperative that proper 
intonn.ition on the specific chemical or chemicals involved is immediately available. This 
infomiation is vital k> ensuring the safely of affected railroad employees, emergency responders, 
and the general public and to implementing safe and appropriate containment and remediation 
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measures. The source of this infonnation is the documentation thai accompanies each railroad 
shipmeni. 

At one lime shipmeni documentation on . nated vvith railroad freight agents. They would 
transmit the documentation to local freighi train crews or to yard clerks. Clerks would prepare 
waybills for each car, and assemble them logeiher with the manifest for each train. These 
docuinents vvere given lo the conductor, who vvould deliver them to the yard clerk at the end of 
his run. In ihis manner, information on the content of each car in the train was immediately 
available to its crew. 

Today, all major railroads in the United Slates use a computer-driven iransportation conlrol and 
communications sysiem to oversee the movement and tracking of freighi. CR and CSX have 
centralized Customer Sen ice Centers (CSC). NS has part of its customer sen ice function 
centralized, and is moving lo centralize the rest. In addition, CSX's accounting •\nd core 
computer operaiing sysiems differ from those of NS and CR. 

.'\t the CSX, the CSC is div ided inlo two groups, Cu.slomer Support and Temiinal Support. 
Cusiomer Support is responsible for all contacts with customers, l hey also frequently iiave 
contact with CSX cperating personnel pertaining lo vvork orders. The Customer Support 
personnel perfomi the work historically perfomied by freighi agents. Customer Support at CSX 
is divided inlo teams, or Service Lanes, vvhich arc geographical portions ofthe CSX sysiem. 

The CSX Terminal Support group is responsible for all functions and associated paperwork and 
electronic data related to the actual movement ofthe freight. These functions are those 
hisioncally perfomied by yard personnel, and include yarding of Irains, classification, 
preparation of consists, and video verification of train makeup. 

Both groups arc located in the CSX Jacksonville. Flonda, CSC facilily. They were relocated 
there from the old regional Transportation Service Centers between 1991 and 1993. 

NS has within ils Operations Departmeni the Agency Operation Center, responsible for all 
wavbilling and demunage, and a separate National Customer Sen ice Center, responsible for 
customer sen ice and car tracing. NS' cusiomer sen ice function is organized inlo the more 
traditional commodity groups, unlike CSX's Sen'ice Lanes. NS' yard otTice functions arc 
handled at decentralized locations throughout the NS sysiem by the Transportation Department. 
However, efforts are undenvav to centralize these functions in Atlanta, Georgia The NS' 
Accounting Department is responsible for all other revenue functions related to the movement of 
freighi. NS is cunently completing a major rewrite of its computenzed operaiing system. The 
rewrite includes the implementation, over the next tw o to three years, of the Thoroughbred Yard 
Enterprise Systeni (TYES), a train movemen' reporting and station inventory system lhal vvill 
enable centralization ofthe yard office functions. NS' Strategic Intemiodal Management System 
(SIMS), the opcrati.'ig system for intennodal freight (l.-ailers or containers on flat cars, TOFC or 
( •(i)FC) has been in operation for about one year. A recent review of SIMS by FRA personnel 
indicated problems with record availability lo train crews conceming shipments of hazardous 
materials of less than IOO pounds. 
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CR bases ils National Customer Support Center in Pittsburgh, Pennsylvania. At this location, 
clerical personnel make sure that train crews receive the requiied hazardous material shipping 
papers for cars in their trains. In addition, they monitor the trackside AEIs for accuracy of train 
consists and venfication of block make-ups. T his includes assuring lhat hazardous materials cars 
ill trains are located in the positions required by Federal regulations. 

FRA is concemed about the lack of specific infomiation in the Operating Plan submitied by CSX 
pertaining to the iniegration of its computer-based Customer Support System vvith CR's. 
Specifically, infonnation is needed from CSX as to how il vvill ensure the availability and 
integrity i f vital hazardous materials infomiation lo operating personnel during the transition. 

FRA is also concemed about the statement in the NS' Operating Plan lhat il will eliminate CR's 
computenzed Customer Support operaiing system and migrate those functions into ils own. A 
nuniber of aspects of NS' computer-based prograni are, themselves, in lhe early stages of 
iniplemeniaiion. NS must reveal spf^cifically how intends to implement its computer-based 
Customer Sen ice programs fully and properly al the same time il is ph'ising out CR's. It also 
needs lo knovv how NS intends to conect its SIMS problem, and prevent a recunence of lhat type 
of TOFC/COFC problem on the acquired portions of CR. 

Finally, NS must ensure the availability and integrity of viial hazardous materials infomiation lo 
operaiing personnel dunng the phase-out of CR's computer-based Cusiomer Support system. 

The Operating Plans of both CSX and NS propose to close the present CR Customer Support 
Center in Pittsburgh, Pennsylvania. Of the 547 cunenl clerical positions, 147 will be abolished; 
185 relocated lo CS.X's Jacksonville, Florida, facilily during Year One; 15 relocated to NS' 
Atianta, Georgia, facilily during Year One; and 200 relocated to Atlanta by Year Two. In the 
past. CR itself eliminated clencal personnel whose duties included making sure train crews 
received hazardous maienal shipping papers for cars in lheir Irains. This elimination resulted in 
a sysleni-vvide problem, whereby train crews and clerical personnel could not retrieve the 
required rail car's paper work containing hazardous materials infomiation. Moreover. I am 
aware that the present workload at CR's Pittsburgh CSC is such lhal telephone calls of^en are 
greeted w ilh v oice mail messages or busy signals, or are just not answered. 

Ill light ofthe foregoing. FRA is concemed that neither CSX nor NS has given proper thought to 
Customer Service Center statT levels. FRA is especially concerned that CSX is proposing an 
immediate reduction in such stall The NS, while not proposing reductions in CSC forces, has 
not evidenced lhal it has carefully considered the present workload al the Pittsburgh Center. 
Specific infomiation from CS.X and NS on the justifications for their proposed staffing levels al 
their Cusiomer Support Centers is necessary. Additionally, infomiation is needed as lo how 
CSX and NS w ill ensure timely availability of hazardous materials shipping papers to train 
crews, and availability of Support Center personnel vo hazardous materials customers and others. 
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g) Inspections 
Non-accident releases of hazardous materials (any unintentional release not the result of a 
railroad accideni) arc the largest single cause of the escape of hazardous materials from their 
packaging, and are the reason nearly 90 railroad workers a year are "splashed" with dangerous 
chemicals. Most often, NARs are caused by improperiy secured valves or other closures or by 
overloading, operations typically beyon 1 the direct control of a railroad. Nevertheless, 25% of 
the NARs happen on the tracks ofthe three railroads involved in this analysis. Il is vital lhat the 
acquiring railroads and the CS.-XOs have a program in place to prevent train crew injuries; none 
has yet surfaced. 

In addition to N.ARs. the most common hazardous matcnals-relaled defects on the three analyzed 
railroads include loose closures on tank cars (without demonstrable leaks as of the discovery of 
the defect), missing or improper placards and other emergency response markings, and enoneous 
hazardous matenals shipping papers. 

The best detense against anv hazardous materials defect is a comprehensive safety plan, backed 
up bv a sound inspection program. Such a prograni includes not only field inspections, but 
rev lews of hazardous matenals documentation lo ensure it exists and is properly completed 
Both the CS-X and NS project increases in freight traffic volumes as well as the number of run-
through trams and in block-sw apping. Hovvever. both railroads project decreases in personnel 
iraditionallv responsible tor the inspection of cars, for police and security protection, and tor 
first-lev el supen ision. 

FR.-\ IS concemed lhat the Iraf fic and operating projections of CSX and NS, expressed in their 
(Dperating Plans, are in conflict w uh their manpower projections. In order to make a proper 
hazardous matenals safety assessment, addilional ir fomiation from CS.X and NS is needed. This 
information needs to explain in det.iil how the camers vvill be able lo ensure required inspections 
of cars carrving hazardous matenals will be perfonned. The infomiation should include 
specificaily the tollowmg: 

• What inspection procedures vv ill be for nm-t'irough trains al crew-change points, and at 
points w here blocks of cars are added to and removed from irains. 

• \Miich employees will be assigned lo perform vvhich inspecvion tasks, and an outline of 
the training thev will receive to ensure they can perform their inspection duties 
ihoroughiv and know ledgeably. 

• How the two railroads will prevent the pressure of keeping trains "on time" or "moving" 
from taking precedence ov er thorough and complete inspections. 

Information going beyond just hazardous materials inspections is needed because most 
i-.aza.'-dous matenals releases resuhing from derailments caused by car defects are from defects in 
,<iri not caminii hazardous materials. 
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6) Dispatch Centers 

a) Dispatch Centers Safety 
Train dispatching is an essential element of the movement of Irains, engines, and rolling 
equipnient in a safe and ef ficient manner. Train dispatchers are responsible for regulating and 
controlling these operaiions in an assigned territory. Train dispatchers execute their tasks from a 
dispatch center. A railroad may centralize all dispatching operations in one center or designate 
such centers according to operaiing divisions. CSX has crnlralized ils dispatching operations at 
one facility in Jacksonville, Flonda, whereas Norfolk Southem and Conrail conduc* their 
respective dispatching operaiions al division headquarters. 

Neiiher NS' operaiing plan nor CSX's operating plan discusses measures lo combat excess 
sen'ice perfomied by dispatchers or excessive assignments of dispatchers on their designaled 
"off duty" days. FRA is concerned lhal ovenvorked dispatchers at Conrail and CSX are already 
expenencing fatigue, vvhich compromises railroad safely. FRA believes lhal the railroads need 
lo promulgate initiatives reducing maximum dispatching workload capacities anu minimizing 
violations ofthe Hours of Senice laws for excess senice perfonned. 

b) Integration of Dispatching Control Systems 
Neither the NS nor the CSX operaiing plans explains which dispatching system will be employed 
to move trains or engines on fomier CR lemtories. Cunently, NS, CSX, and CR use computer-
aided dispatching systems that are unique lo their own rail operations. The railroads have not 
explained whether they intend lo integrate CR computer-aided dispatching sysiem with their 
respective systems or eliminate it altogether Applicants must indicate which dispatching system 
or systems the railroads intend lo use that vvill direct traffic on the acquired tenitories; and also 
how integration of systems vvill be accomplished in a programmed manner lo minimize 
dismptions. 

7) Highway-Rail Crossings 

a) Highway-Rfiil Crossings - Background 
The vast majonty of deaths and injuries attributable lo rail operaiions occur as a result of 
highway-railroad grade crossing collisions and trespass incidents. Although FRA is always 
concemed vvith rail line crossing safety, we have particularly concemed related to the polenlial 
for an increased number of these incidents. 

b) Traffic Flow Changes 
The proposed acqi'isition vvill change the Iraffic flow drastically in some areas. The CSX 
operaiing plan includes track rehabilitation route upgrades which will increase capacity and 
iraffic on the line beiween Chicago, Illinois and Cleveland, Ohio, and increase speeds to 80 mph 
(FRA Class 5). Traffic density is expected lo increase more than 100 percent in some areas. 
Siudies indicate lhal incidents will increase w ith related Iraffic and speed. When assessing 
crossing safely, several issues need lo be considered: 
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• EfTcct of increased train traffic/speeds/lracks on crossings 

• Need to improve crossmg and pedestrian waming devices 

Need for increased rail-safety (highway-rail crossing and trespasser) education (Operation 
Lifesaver) 

• Crossing improvements on a conidor basis wilh emphasis on closures. 

Nciiher canier, NS or CSX. focuses on highway-rail crossing and trespass safety prevention 
issues and other such issues inv olving public safely and emergency response. Since the vast 
majority of rail operation deaths and injuries are attributable to and occur as a result of highway-
rail crossing collisions and trespass incidents, it vvould seem appropriate that these issues be 
properly addressed in the operating plans and environmental documents ofthe two camers. 

The operating plans filed by CS.X and NS do not address the grade crossing issue on a 
comprehensive basis. Of particular ccncem is the locations of a projected increase in rail Iraffic 
along certain segments ofthe cunent CR sysiem and even where changes will occur on the 
cunenl CSX and NS systems. This will have a direci and material impaci on public safety in the 
communities through vvhich the caniers will operate. It vvill also have a strong impaci on the 
inventories and pnority ratings of highway-raii crossing improvements projects al the state level. 
Obviously, obtaining up-to-date inventory uata and conect inciuent data is very' important. The 
inventor)' reporting is voluntary and we need a commiimenl from the acquiring railroads to keep 
the inventory up to dale, l l is this data thai is used to detemiine the incident prediction and the 
hazard rankings for all crossings in a slale, vvhich is then used for the allocation of federal funds 
for crossing improvement projects wilh the goal of reducing incic'ents and saving lives. 

.Adequate arrangements shouid be made lo address the issues of community awareness ind 
public education in those locations vvhere an increase in rail IratTic will occur. Mechanisms 
should be in place to insure that adequate co nniunication and coordination belvveen the caniers, 
the stales, the communities and the FRA occurs regarding the impacts of such increases on 
crossing inv entory data and the priority rankings for crossing improvement projects. 

Since highway rail crossing and trespasser prevention educational programs arc so important to 
rail safety, NS' and CSX's level of educational senice (including support for Operation 
Lifesaver) should be expanded to reflect the additional Iraffic resulting from the CR acquisilion. 

c) Area Specific impacts 
The STB has conducted special preliminary highway-rail grade crossing impact assessments in 
the communities of Wichita, Kansas, and Reno. Nevada, in the aftemiath of n̂e merger ofthe 
UP/SP, Finance Dockei No. 32760. In the UP/SP merger, Wichita train traffic vvas estimated lo 
increase by a facior of three. In Reno, the increase was estimated to be by a facior of two. 
Preliminary analyses from the US DOT's Office of Policy projects similar increases in train 
traffic following acquisition of CR for a number of communities in the states of Ohio, Illinois, 
Pennsylvania, Michigan, and Indiana. In order lo make a proper safety assessment ofthe 
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proposed acquisilion of CR. the CSX and NS both need lo provide specific plans for assessing 
and mitigating lhe impact of projected significant increases in train movements ihrough specific 
communities. These safetv- assessments should address not just the projected increase in train 
mov ements. bul their lime of day. lheir speed, the number of crossings simultaneously affecled 
by one movement, the available alternatives for emergency vehicles when crossings are blocked 
by trains, school bus routes, and the nomial pedestrian and mot'̂ r vehicie traffic over each 
crossing. 

.Although CSX and NS indicate 20" b and I8°'o decreases, respectively, in number of grade 
crossing collisions in 199b as stated in their Environmental Impact Statement (EIS) filings"', there 
are a number of "high profile" locations -.vhere. due to substantial increases in train f affic. FR.A 
has major concems about increased exposure to c Ilisions and degradation of safety as a result of 
the merged operations. CS.X and NS used models to predict grade crossing nsk which do not 
n.,"asure the effeci of changing the i.umber of irains per day; raiher they address the effeci of a 
steady state number of trains, and may understate risk. 

There are no plai.s or analyses provided in the CSX and NS operating plan submissions thai 
identify means to muigate these community impact concerns via engineenng projects with 
soecinc assiiinment of resouiccs. 

Fl CONCLUSION 

FR-A's carelul review ofthe impacts of mergers that have taken place in the recent past, has 
cieariv rev eeled that mergers and acquisitions disrupt existing safetv' and operating pattems. 
Smce these transactions are generally justified in significant pan by cost savings, there is 
pressure to close redundant facilities and elimin-ite positions. This can lead to degradation of 
saferv programs unless fomial. w ntten, sv steniatic. detailed plans are prepared to assure that 
safetv programs a.̂ 'e continued and closely followed. .Any less attention lo safelv can produce 
catastrophic results, both in terms of economic cost and. more importantly, loss of life. 

Cii>perating condifons differ across the v erv' large territories covered by today's largest railroads. 
These operating conditicns produce different needs. Conrail presents an example ofthe need for 
i:!Terent approaches in dilTerent territones. Conrail's hazardous materials response leam is 
r>erce:v ed by the Ffl.A to be larger and better trained than those on the acquinng railroads, not 
-rcause Corirail has more hazardous matenals releases but rather because, in the densely settled 

'.•.:r. '.vhere Conrail operates, the consequences of a hazardous materials release may affect 
T.ore people. 

A Similar situation prevails with regard lo mles training and compliance. .Many Conrail 
.•rr:p!oyees '.vork on rail lines that host high-speed passenger trains and cr frequent commuter 
:.-i:'f:: Other railroads are tenants on considerable portions oi Conrail. and Conrail trains are 

:.;:o. ..\ppiication. N'olume b.\ of 8. Fmance Docket No 3?.̂ S8. 1997. 
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tenants on track owned by Amtrak, commuter r?>'Iroad agencies, and other frei '̂.ht railroads. 
Conrail's divisional stmcture (versus centralized) ofthe mles and training organization was 
developed in response to a need to qualify train and engine (T&E) employees on many different 
rulebooks and lo provide for compliance under many different sets of circumstances. 

In their current configuration neither NS nor CSX meet these special req.-iremenls. It would not 
be acceptable for Conrail s special competence in the:.e areas, built up in response to unique 
circumstances, lo be weakened following the acquisition without providing for similar safety 
assurance by the acquiring railroads. Well-defined safely plans should be stmctured (containing 
detailed action items and schedules) to significantly mitigate the potential for critical loss of 
safety instmctions. training and integra'*"" of personnel and infomiation sysiems in the start-up 
of new train operaiions of the combined railroads. 

There are lessons to be leamed frcm the difficulties now being experienced by UP/SP and BNSF. 
Both have reduced their forces by several thousand employees each during the phase-in period of 
their mergers. Ii has been identified that the post-merger force reductions al UP/SP (on the order 
of 1,500 or more personnel) have led lo the cunent senice delays and diomplive congestion of 
lines in Texas, as well as increased exposure lo incidents and injuries. The lessons are. in part, 
that safety considerations must be given al least equal weight wilh operaiing efficiency 
considerations in planning for merger. Railroads must also be cognizant of the potential for 
conflict aniong the varving safety cultures ofthe railroads that are being acquired and merged. 

Special planning will be required ' - i order to produce new operating companies lhat are free of 
dismption to sen ices and safetv hazards. Areas where large Iraffic increases are projecied to 
occur must be specifically addressed. The concept of the Conrail Shared Asseis Operaiions 
(CSAO) continues to evoke questions about safety inspeclion and mainienance commitments, as 
well as legal responsibility. These questions can be answered and the problems overcome with 
proper planning and executir n. 

Finally. FRA believes lhal merging railroads should carefully examine both the physical and 
cultural safety environments of the workplace. FRA IK'UCVCS that railroads, in the conte.xt of any 
"nic^a-merger, "should accomplish this c.xfiniination 'hy developing well defined safety plans that 
identify allocation of resources and schedules, i . c.. Safety Integral on Plans (SIP). Of course, 
these plans must additionally be monitored over the specified period of the merger integration to 
ensure that the plans are fully execuied. 

A careful re*; .'w ofthe operating plans filed in this case s'nows the need for much closer review 
ofthe safety programs ufboth Applicants. Such review should at least address tho'̂ e concems I 
have identified above. More importantly, however, Applicanis must produce and submit Safety 
Integration Plans tha vill assure the safe iniegration ofthe CR properties to be acquired by 
Applicants into their own operations, if the transaction is approved by the STB. 
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DISTRICT OF COLUMBIA) SS. 

Verification 

Edward R. English, being duly sworn, deposes and says that he is •T)ireclor ofthe Office of 
Safety Assurance & Compliance" al the Federal Railroad Administration (FR.A). that he is 
qualified and authorized lo submit this Verified statement, and the he has read the foregoing 
statement, know., the contents thereof, and lhat the same is true and conect. 

Edward R Fnulish Date 

Subscribed and swom to before me by Dc.A>....^\- v< t-\c,C.^\\l^rt 

this -. A \ Â Dav of c -vc tj. r Ĉ- 1997. 

Nolan Public 

My Commission expires: ^ 'u^'oC 
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Safety Assurance and 
Compliance Program Report 

for 
CSX TRANSPORTATION, INC. 

THE EXECUTIVE SUMMARY 

Overview 

PURPOSE FOR REPORT. This report highlights the findings of the Federal 
Railroad Administration^ (FRA) subsequent to a major safety assurance team 
inspection initiative conducted between July and September 1997 over the CSX 
Transportation, Incorporated (CSXT) system. It is organized into five chapters 
which specify FRA findingR by functional area: Sigtial and Train Conttol; 
Hazardous Materials; Operating Practices; t^otive Power and Equioment; and, 
Track. 

TEAM REVIEW IVIETHODOLOGY-THE S A C P APPROACH: To review the 
CSXT safety processes, FRA utilized a multi-discipline team audit strategy based 
upon the Safety Ass"rance and Compliance Program (SACP) model^ With 
SACP, the focus is on identifying and remedying root causes of safety concerns 
across an entire railroad system. Emphasis is on a collaborative approach to 
systemic fixes. The underpinnings of a successful SACP effort are full 
participation in the process by railroad labor, management, and FRA, in an 
atmosphere of openness and trust. 

* Throughout this report reference to "FRA" includes by inference all FRA state 
regulatory safety specialists that participated in the project with FRA personnel. 

' For a more complete description of SACP see the Report to Congress entitled 
"ENHANCING RAIL SAFETY NOW AND INTO THE 21st CENTURY" published in 
October 1996. 
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csx Transportation, Incorporated 
Safety Assurance Compliance Program Executive Summary 

CSXT RESPONSE: The information in this report represents FRA findings during 
the audit period. CSXT and their rail labor leaders did not wait for FRA to issue a 
final report before they acted on findings. CSXT and their labor representatives, 
in cooperation with FRA, have initiated over 250 corrective projects addressing 
FRA concerns, in addition, 16 labor-management-FRA teams are fu'^ctioning in 
a collaborative process through SACP to find permanent solutions to ?fety 
issues. FRA applauds the proactive response by CSXT managers and labor 
representatives to all our safety concerns and recommendations. Upon receipt of 
the final report, CSXT will supplement already ongoing activities to address any 
issues or concerns requiring additional focus. 

It is this cooperative safety p .nership, to which all parties have committed, that 
will ensure rea! and lasting safety improvements on CSXT as safety remedies are 
implemented. 

The Need to Do More 

BACKGROUND: In October 1995, the FRA initiated a SACP review of CSXT. 
Working with CSXT management and their rail labor organizations, we identified 
a number of safety concerns,; -.luding improving the quality of train brake 
inspections, and managing employee safeiy-especially bridge worker safety. 
CSXT responded with corrective actions which helped them maintain a good 
overall record of safety performance since that time. 

RECENT INCIDENTS: Despite generally good safety performance since the 
initial SACP process in 1995, a series of five incidents this summer caused FRA 
to escalate its ongoing safety oversight of CSXT: 

• One fatality and other employee injuries occurred when a CSXT 
freight train collided with the rear of another CSXT freight train in 
St. Albans, West Virginia. 

• A CSXT freight train derailed 34 cars near Marianna, Florida, 
including 17 placarded hazardous materials tank cars (13 cars 
were loaded and 4 contained residue). Five loads leaked 
product resulting in a four hour evacuation of local citizens 
around the derailment site. 
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c s x Transportation, Incorporated 
Safety Assurance Compliance Program Executive Summary 

• A CSXT intermodal freight train with a shifted trailer on a flat car 
derailed near Rosslyn, Virginia and side-swiped a passing 
Amtrak passenger train. Fortunately no serious injuries were 
sustained although damage was extensive. 

• A truck trailer loaded with waste paper fell off a CSXT flat car in 
Baltimore, Maryland, after an undesired emergency application 
of the air brakes. There were no injuries. 

• An eastbound CSXT freight train with a shifted load side-swiped 
a passing westbound CSXT freight train in Lawrenceville, Illinois. 
Six cars derailed, including a placarded residue hazardous 
materials tank car which was punctured in the pile up and caught 
fire. 

To stem this sudden trend, FRA immediately accelerated the magnitude of 
ongoing CSXT safety oversight. Large, multi-disciplinary teams were dispatched 
to examine every facet of CSXT's system operations. In all, over 75 FRA safety 
specialists from across the U.S.. and state safety specialists from the States of 
Virginia, Florida, West Virginia, Illinois, and Ohio, provided comprehenrive 
analysis of CSXT practices. FRA. railroad management, and labor 
representatives quickly established joint working groups which met initially in 
early July 1997. Those teams continue to meet today as they work to prioritize 
and resolve safety issues. 

The Role of Safety Culture 

RAILROAD SAFETY CULTURE: The ability to eliminate safety hazards and 
promote prevention of injuries, collisions, and derailments, is dependent upon an 
atmosphere uf mutual trust respect, and openness. Unfortunately, for decades 
the raiiroad industry has been characterized by a culture that engenders an 
adversarial relationship between managem.ent and labor rather than one of 
cooperation. Getting the job done without admitting a need for help is the 
standard, leading to reluctance to ever take "bad news to the boss." The 
significance of this culture as an impediment to maximizing safety performance is 
readily evident throughout the U.S. rail system. FRA has therefore made it a 
pnority to include tiie issue of safety culture as part of all SACP efforts. 
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Based upon FRA obsen/ations and employee testimonials, CSXT, like most big 
railroads, is characterized in some quarters by an adversarial safety culture. 
Throughout this report, FRA identifies examples of this culture, instances in which 
line managers made decisions about train operations which compromised safety. 
Only through a true commitment to safefy first at every level in ttie organization 
can a viable safety culture be developed and sustained. 

Summary of Specific FRA Findings by Functional Area 

The following section summarizes FRA's key findings during the audit period 
(more defalked discussion of each issue is provided in the report narrative). 

Signals and Train Control 

FRA findings re'vealed that CSXT needs to more effectively manage their signal 
and train control operations in the following areas: 

• Staffing and Training 
• Pole Line Maintenance 
• Insulated Rail Joint Maintenance 
• Preview and Visibility of Signals 
• Circuit Plans 
• Power and Hand-Operated Switches 

FRA found a general lack of consistency in maintaining a comprehensive signal 
oversight program. According to employee^- and supervisors that FRA contacted, 
part of the problem may be associated with the level of staffing and training 
provided. For example: 

• FRA inspectors repeatedly found instances in which supervisors had 
insufficient time to devote to their main objectives (supporting, coaching, 
mentoring and training signal employees) due to administrative duties. 
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• These concerns were substantiated by the high defect ratios FRA 
encountered during inspections. FRA saw sections of right-of-way with poorly 
maintained pole line (wires with excessive slack, broken poles and cross 
arms, broken or loose insulators, wires lying on the ground, and overgrown 
vegetation interfenng with wires). 

• FRA also found insulated joints defective in a number of locations due to 
missing end posts and/or deteriorated insulation. 

• A number of wayside signals and grade-crossing lights had poor preview and 
visibility to approaching trains. 

• FRA documented instances where circuit plans were incorrect, incomplete, 
illegible or missing. 

• FRA noted that many power and hand-operated switches were defective with 
loose and ineffective braces and fasteners, improper anchoring of the rail, and 
defective head block ties. 

Operating Practices 

FRA documented inadequacies in administration of operating practices 
requirements in the follow areas: 

• Efficiency Testing 
• Locomotive Engineer Certification 
• Accident Incident Reporting 
• Alcohol and Drug Testing 
• Dispatching Concerns 
• Crew Management Center 

Operational Testing-- CSXT's operational testing program, on paper, appears 
detailed and well conceived. Howe^'er, it is the implementation of that program 
where FRA took exception. Specifically: 

• There is little evidence that quality operational tests are conducted as required 
by Federal regulations and CSXT program parameters. 
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• CSXT management has generally not taken full advantage of this important 
tool as a means to identify additional safety opportunities to reduce the 
potential for human factors incidents. 

• Employees do not normally get feedback on their test performance unless 
they fail the test. Such feedback is normally in the context of a disciplinary 
hearing. Little value results since the process becomes one promoting 
adversarial outcomes rather than a positive learning experience. 

• Little training was provided to designated testing officers by CSXT to provide 
them a base upon which to build effective testing scenarios. 

• Finally, there has been little quality testing of train dispatchers despite their 
critical safety role in the operation. 

Cre'̂ v t\Aana^:ement- problems at CSXT's crew management center were 
identified early in the process. Specific issues included inefficiencies in crew 
calling which added to extended duty days and overall fatigue for operating 
crews. To illustrate the degree of the problem, FRA found an instance in which a 
computer glitch resulted in some employees being called every 20 minutes by the 
automated but malfunctioning system, thoroughly internjpting their rest period. In 
addition, FRA believes that the crew management center staff is regularly 
overwhelmed given the demands of the job. Service to employees suffers. The 
number of telephone lines available in the center needs also to be increased to 
provide more readv access to crew dispatchers. 

Records Compliance- FRA's investigation revealed that CSXT is not efficiently 
managing all FRA required records. For example, accident/incident records for 
reportable employee injuries and illnesses, and rail equipment accidents and 
incidents, were lacking in some areas. FRA discovered in a "snapshot" review of 
records a total of 25 instances where reportable accidents and incidents had not 
been reported to FRA as required. The failure to report these incidents caused 
CSXT's overall safety numbers to be artificially low in that reporting period. 
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Likewise, CSXT was unable to provide an accurate list of certified engineers as 
required by the regulations. And, FRA documented instances where CSXT did 
not comply with all record keeping provisions of the Federal alcohol and drug 
testing protocol. Specifically. FRA found that CSXT Improperly used Federal 
forms to conduct 'for cause" testing under its collective bargaining agreement. 

Hazardous Materials 

FRA noted deficiencies in the following areas of CSXT's hazardous materials 
operations: 

• Train Consist Accuracy 
• TOFC/COFC Documentation 
• Placard Compliance 
• Training of Personnel 

Examples: 

- FRA noted three separate instances in which CSXT personnel knowingly 
ordereo defective or non-compliant tank cars to be moved in violation of Federal 
regulations (individual civil prosecutive action is pending for involved individuals). 

" Inaccurate •-ain consists were encountered repeatedly by FRA inspectors. In 
addition, FRA noted a trend in which hazardous materials loads inside trailers-on-
flat cars (TOFC) and containers-on-flat cars (COFC) were moved with insufficient 
or missing documentation. 

- CSXT didn't have a consistent or standard methodology to ensure hazardous 
materials cars were properly placarded, or that missing, worn, or faded placards 
were replaced as needed en route. 

- Finally, not all CSXT employees requiring hazardous materials training have 
been provided sufficient training to inspect and monitor hazardous materials 
shipments. 
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Track 

A major portion of CSXT track is in good condition and fully compliant with 
Federal track safety standards. However, FRA found that CSXT lacks a fully 
consistent, sound track program across all parts of the system. Exceptions were 
noted by FRA in the following areas: 

• Track Inspections 
• Control of Water Saturation on Track Structures 
• Vegetation Control 
• Roadway Worker Protection Compliance 
• Test Car Operation 
• Procedure Manual 
^' Defective Rail Detectior. 

FRA determined that some CSXT track inspections and maintenance goals are 
based solely on the minimum Federal standards rather than more comprehensive 
CSXT standards. 

During inspections FRA found defects on main tracks, including overgrown 
vegetation, saturated subgrade, and defective rails. In 1996 there were 9 
reportable main track derailments caused by defective rails. The Rivanna 
subdivision, in particular, has had four rail-caused derailments since the 
beginning of 1996. 

FRA determined that while CSXT utilizes a track geometry testing car, the results 
produced are not always properly verified, interpreted, and corrected in the most 
effective way. 

Finally, FRA believes CSXT's application of the Federal Roadway Worker 
Protection requirements needs more centralized oversight by engineering 
managers to minimize risks for employees working on or near the railroad rights 
cf way. 
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Motive Power & Equipment 

CSXT administration of maintenance programs for cars and locomotives is in 
need of more strict management oversight. Issues FRA encountered included: 

• Locomotive Inspections 
• TOFC/COFC Securement 

CSXT's practice of inspecting locomotives on a 122-day cycle does not comply 
with requirements of the Federal regulations which specify that 92-day 
inspections be conducted. The quality of inspections also needs to be a recurrent 
subject of supervisory focus. 

In terms of TOFC/COFC securement. FRA found CSXT's program lacking 
direction. Like many railroads, CSXT has contracted out most trailer/container 
loading to outside contractors. As a result, railroad oversight of quality control 
processes has diminished to the point where railroad follow up inspections are 
ineffectual. As a result, trailers are accepted on CSXT lines with little assurance 
that proper loading or securement steps have been taken. 

Summary of General Conclusions 

FRA identified several recurring themes during the audit period which CSXT and 
their employees must continue to address if they are to progress their safety 
program to the next level. Based upon comprehensive individual findings, FRA 
nas defined several general conclusions about the CSXT safety program: 

. SAFETY "FIRST" IS NOT UNIVERSALLY OBSERVED- FRA found an 
atmosphere on CSXT in which some CSXT field managers consistently failed 
to demonstrate full commitment to safety. Some front-line managers 
emphasize train operations over safety considerations. For exan.nle, FRA 
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witnessed two occasions in which locomotives were dispatched from repair 
facilities with known intermittent electrical ground faults. In another example, 
a leading tank car was dispatched from a terminal by a management official to 
avoid a delay in car transit'. 

Such management actions have led some employees to doubt senior 
management claims that safety is first, foremost, and always. In fact, some 
CSXT employees told FRA inspectors that they believe they must involve FRA 
in order to ensure corrective action for identified safety hazards. 

HARASSMENT AND INTIMIDATION ARE EVIDENT- CSXT has not created 
a universal atmosphere where safety performance and ris< reduction are 
rewarded. Many employees in various departments and 'ocations reported to 
FRA inspectors that they feel harassed or intimidated when they raise safety 
concerns that might interfere with train operations. For example, FRA noted 
an instance where a locomotive was ordered out of a terminal without allowing 
a mechanic to finish a required daily inspection. The mechanic was ordered to 
allow the locomotive to depart by the operating supervisor or face 
consequences. 

Open dialogue and common resolve to address safety hazards is jeopardized 
by this overhding theme. Many employees simply do not feel ownership in the 
safety program since being a safety advocate is not valued by some 
managers. 

LACK OF COMMUNICATIONS FOLLOW THROUGH HURTS SAFETY-
CSXT's communications infrastructure is not sufficient to eliminate known 
safety hazards. For example, on October 9, 1997. near Savannah. Georgia, 
an Amtrak train collided with a "lowboy" truck trailer that lodged itself on the 
street crossing. Based on FRA's preliminary review, which is continuing with 
the National Transportation Safety Board, we learned that a local police officer 
notified the CSXT dispatching center almost 30 minutes prior to the collision 
that the truck was stuck. Despite the advance call, no warning was provided 
to the crew of the approaching Amtrak train resulting in the collision. The 
entire Amtrak train derailed with injuries to passengers and crew. Less than 

' FRA is processing individual liability cases against individuals engaged in willful 
violations. 
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12 hours afte - tl.e incident. FRA Administrator Molitoris and CSXT President 
Pete Carpenter signed a comprehensive "Safety Action Agreement" 
undertaking measures designed to improve communication and eliminate 
such hazards. 

Conclusion 

Over the years, CSXT has demonstrated an improving safety record and top level 
commitment to safety. The findings documented by the FRA teams during the 
August period serve as an indication that it is imperative that senior CSXT 
leadership build upon past successes wliile recognizing the need to move 
forward to address the shortfalls identified in this report. 

Finally, FRA extends appreciation to all who participated with us throughout this 
safety review, especially the profes'^ional craft employees who took time to share 
with LIS their perspectives, concerns, and recommendations. In fact, it is clear 
that the employees who operate and maintain the railroad and equipment are the 
best group of safeiy consultants any railroad couid have. 

Federal Railroad Administration 
October 16, 1997 
Washington. D.C. 
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Honorable Vemon A Williams 
Secretary' 
Surface Transportation Board 
1925 K Street, N W , Room 700 _ 
Washington, D C 20423-0001 

Re: Finance Docket No. 33388, CSX Corporation and CSX Transportation, Inc., 
Norfolk Southern Corporation and Norfolk Southern Railway Company — 
Control and Operating Leases/Agreements -- Conrail Inc. and Consolidated 
Rail Corporation - Transfer of Railroad Line by Norfolk Southern Railway 
Company to CSX Transportation, Inc. 

Dear Secretary Williams: 

Enclosed you will tind the following documents: 

• The original and 25 copies Volume \ of the Comments and Request for Conditions 
of Northern Virginia Transportation Commission and Potomac and Rappahannock 
Transportation Commission (VRE - 8), containing Highly Confidential information 
and filed under seal, 

• 25 redacted copies of Volume I of the aforementioned Comments; and 

• the original and 25 copies of Volume I I , Comments and Request for Conditions of 
Northern Virginia Transportation Commission and Potomac and Rappahannock 
Transportation Commission (VRE - 9) 

We al.so have enclosed a 3.5-inch diskette containing the filing in WordPerfect 5 1. 

Please stamp the extra copy of each ofthe foregoing items and retum them to our 
messenger 

Respectfully submitied. 

Brussels 

Chicago 

Detroit 

Geneva 

Irvine 

Los Angeles 

Minneapolis 

New Yotk 

Pans 

Samt Paul 

San Jase 

Washington, l").C. 

Kevin M Sheys 

tnclosures 
• W t X 18546 vOI 10/21/97 
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BF.FORi: I HE 
S U R F A C I : TRANSPORTA 1 ION liOARD 

Finance Docket No. 33388 

CSX CORPORAUON AND CSX TRANSPORTA flON. INC.. NORFOLK SOUTHERN 
CORPORA riON AND NORFOLK SOL'THERN RAILWAY COMPANY 

- CONTROL AND OPERATING LFASES/AGREEMENTS -
CONRAIL INC. AND CONSOLIDA FED RAIL CORPOR.\TION 

Finance Docket No. 33388-^S«W4«»Ke%=c-^., 

NORI HERN VIRC}INIA TRANSPORTATION COMMISSION AND POTOMAC 
AND RAPPAHANNOCK TRANSPORTA FION COMMISSION 

- OPF RAI ING RIGHTS --
LINES OF CSX 1 RANSPOR 1 ATION. INC.. NORFOLK SOUTHERN 

RAILWAY COMPANY AND CONSOLIDATED RAIL CORPORATION 

COMMENTS AND REQUEST FOR CONDITIONS OF 
NORTHERN VIRGINIA TRANSPORTATION COMMISSION AND 

PC) rOMAC AND RAPPAHANNOCK TRANSPORTATION COMMlSSiOiSL 

Stephen /\. Maclsaac 
Depulv Couniy Attorney 
Prince William County 
One County Complex Court 
Prince WiUium. VA 22192 
(703) 792-6620 

VOLUME I 

t-NTtrtED 
Oftic* o» Ihf) Secratary 

OCT 2 } 1997 

Han of 
P u b l i c RiJ< v r j 

Kevin M. Sheys 
Paul M. Laurenza r 
Thomas Lav\Tence III „ 
Thomas J. Litwiler 

Oppenheimer Wolff & Donnelly 
1020 Nineteenth Street. N.W., Suite 400 
Washington. D.C. 20036 
(202)293-6300 

Dated: Ociober 21, 1997 

Counsel for Northem Virginia Transportation 
Commission and Potomac and Rappahannock 
Transportation Commission 



VRE-8 
BI-FORL FHF 

SURFACF: I RANSPOR I ATION BOARD 

Finance Docket No. 33388 

CSX CORPOR.A riON AND CSX TRANSPORTA FION. INC.. NORFOLK SOUTHERN 
CORPOR.VFION AND Nv. vFOLK SOUTIIERN RAILWAY COMPANY 

- CON 1 ROL AN'^ OPERA FING LFASES/ACiRLEMENTS -
CONRAM. INC. AND CONSOLIDA FLD RAIL CORPORA FION 

Finance Dockei No. 33388 (Sub-No. 37) 

NOR I HF;RN VlRCilNIA I RANSFH)R FA FION COMMISSION AND POTOMAC 
AND RAPPAHANNOCK FRANSPORTATION COMMISSION 

- OPERATING RIGHTS -
LINES OF CSX FRANSPOR FATION. INC.. NORFOLK SO' ITHf-iRN 

RAILWAY COMPANY AND CONSOLIDATED RAIL CORPORATION 

COMMENTS AND REQUEST FOR CONDITIONS OF 
NORTHERN VIRCJINIA TRANSPORTATION COMMISSION AND 

POTOMAC AND RAPPAHANNOCK TRANSPORTATION COMMISSION 

I. COMMENTS 

A. Introduction 

Pursuani lo Decision Nos. 6 and 12 herein, served on Mav 30. 1997. and July 23. 1997, 

respectively, Northem Virginia Transportalion Commission and Pctomac and Rappahannock 

Transportation Commission (the "Commissions"),' hereby submit their Comments and Requests 

for Conditions regarding the proposed control of Comail. Inc. and Consolidated Rail Corporation 

("Coiirail") by CSX Corporalion and CSX Transportalion. Inc. (collectively "CSX"). Norfolk 

' Fhe Commissions arc political subdivisions of the Commonwealth of Virginia and co-owners 
of Virginia Railway lixpress ("VRE"). 



Southern Corporation and Norfolk Southem Railway Company ( collectively "NS"). and the 

division of Conrail's asseis. 

On Augi-ji 22, 1997. the Commissions filed a Description of Aniicipated Responsive 

Application indicating lheir intention lo .seek operating rights over the following lines: CSX's 

line of railroad between XR Interlocking in Spotsylvania. Virginia and RO Interlocking in 

Arlington, Virginia; NS's line of railroad between the South Manassas tumout and NS's 

connection with CSX at CSX's AF Interlocking in Alexandria, Virginia: and ConraiFs line of 

railroad beiween RO Interlocking in Arlington. Virginia and the Virginia Avenue Interlocking. 

In the interim between the filing ofthe Description of Anticipated Responsive 

Application and today's filing, the Commissions have conlinued to negotiaie with the Applicants 

in the hope that the transaction-related concems ofthe Commissions might be resolved. Both 

NS and CSX have demonstrated a willingness lo renegotiate key provisions ofthe existing VRE 

access agreements in an effort lo address lhe Commissions' concems. For example. NS has 

indicated lhal il may relax the Commissions' current obligations to consider a purchase of its line 

from Manassas to Alexandria as a condition of continued access, and CSX has expressed its 

support for a ten-year extension ofthe current agreement. Although those discussions continue 

and the Commissions still hope to reach a satisfactorv agreement with the Applicants, no such 

agreemeni has been reached as of this dale. I herefore. the Commissions are submitting their 

Comments and Requesls for Conditions. 

The aulhorily lo condiiion the Primary Application (e.g.. by imposing the condiiions to be 

sought by Applicants) is found in 49 U.S.C. § 11324(c). The statutory criteria for regulator^ 

consideration ofthe proposed transaction are provided in 49 U.S.C. §§ 1 1323-25. Section 



1 1324(d) stales: 

(d, In a proceeding under this section which does not 
involve the merger or conlrol of at least two Class 1 railroads, as defined 
by the Hoard, the Board shall approve such an application unless il finds 
lhal -

(1) as a result ofthe transaction, there is likelv to be substantial 
lessening of competition, creation of a monopoly or 
restraint of trade in freight surface Iransportation in any 
region ofthe United Stales: and 

(2) the i-nlicompetili ve effects of the iransaction outweigh the 
public interest in meeting significant transportalion needs. 

The Board interprets Section 11324(d) to require tbe imposition of conditions if the consolidation 

may produce effects harmful to the public inierest, lhat the condiiions to be imposed will 

ameliorate or eliminate the harmful effects, that the condiiions will be operationally feasible, and 

that the conditions will produce public benefits (through reduction or elimination of possible 

harm) outweighing any reduction to the public benefits produced by the merger. Union Pacific -

Contrnl - Missouri Pacific; Westem Pacific. 366 LC.C. 462. 562-65 (1982). 

In considering the Primary Application, the Board has a statutory obligation lo. among 

other things, consider "the effect ofthe proposed transaction on the adequacy of transportation to 

the public." 49 U.S.C. fj 11324(b)( 1). See, e.g.. Decision No. 44. served October 15. 1997. at 4. 

The Commissions believe that the transactions contemplated by the Primary Application will 

diminish the adequacy of iransportation to the public in Northern Virginia and Washington, D.C. 

and. absent appropriate conditions to ameliorate these harms, will not be in the public interest. In 

particular, as is relevant here, the Commissions are concemed about VRE's continued access on 

reasonable terms to the rail lines over which it currently operates. In Decision No. 33. served 

September 17. 1997, the Board held that VRE was not required to file a Responsive Application 



as a requirement for seeking tl e condiiions described herein. Id, al 2-3. However, because VRE 

is asking the Board to exercisi its condiiioning authority to grant VRE operating authority, the 

Board ordered VRE to submit evidence about the feasibility of ils proposed operations and 

whether lhey would interfere with freighi operations tnat are conducted over the relev mt lines, 

id, at 3. 

In accordance with the foregoing, whal follows is an identification ofthe Commissions 

and a history of VRE's operaiions: a discussion of why VRE's continued viability requires the 

requested operating authority: a discussion of why the requested operating authority would 

ameliorate the aniicipated hamiful effects ofthe transactions contemplated by the Primary 

Application; and an explanation of why the requested operating authority would not interfere 

with freighi operaiions conducted on the relevant lines. 

B. Identification Of Commenting Parties 

VRI- is a commuter railroad which operates 26 passenger trains per weekday between 

Washington. D C. and Fredericksburg and Manassas, Virginia over approximately 90 route miles 

of rail line owned by CSX. NS and Conrail. all Applicants herein. VRE's right to utilize these 

rail lines is established by Operating Access Agreements entered into by the Commissions and 

CSX. NS and Conrail. respectively. The National Railroad Passenger Corporalion ("Amirak") 

conducts and manages VRE's commuter rail operations pursuant to a Purchase of Serv ices 

Agreement vvith the Commissions. VRE has weekday ridership of approximately 7.000 trips and 

annual ridership of approximately 1.9 million. VRE commenced operations in 199?. 



C. VRE Histor> . Operating Statistics, and Public Benefits 

1. VREN Historv 

The Northern Virginia Fransportation Commission ("NVTC") and the Potomac and 

Rappahannock Fransportation Commission ("PR FC") are political subdivisions ofthe 

Commonwealth of Virginia organized pursuant lo the Fransportation District Act of 1964. 

§ 15.1 -1340 ..-t seq.. VA Code Ann. Consistent with their enabling authority, NVTC and PRTC 

are authorized lo provide planning, construction, operations and funding for a .»̂  ide range of 

transportation-related purposes. Significani among these is NVTC's and PRTC's joint 

ownership and operation ofthe VRE commuter rail service. Verified Statement of Stephen A. 

Maclsaac and Richard K. Taube ("Maclsaac/Taube VS") (Exhibit A at 1.) 

Created in 1964, NVTC is comprised ofthe counties of Arlington. Fairfax and Loudoun, 

and the cities of Alexandria. Falls Church and Fairfax. N VTC's territory has a populalion of 1.3 

million and covers approximately 1.000 squire miles. Maclsaac/Faube VS at 1. 

PRTC was created in 1986 primarily to join NVTC in planning and implementing VRE. 

PR FC's member jurisdictions include the counties of Prince W illiam and Stafford and the cities 

of Manassas. Manassas Park and Frederick.sburg. PRTC's territory consists of 630 square miles 

w ith a total population of 410.000. 1 wenty-lwo percent of PR FC's working population 

commutes, primarily on the 1-95 and 1-66 corridors, to the employment centers within the 

Distr -t of Columbia and its immediate environs. PR I C generates a two percent tax on motor 

vehicle fuels to provide a dedicated revenue source to offset a portion ofthe PRTC member 

jurisdictions" share of VRE costs. Maclsaac/Taube VS at 2. 



The final and ultimately successful efforts to start VRE service connecting 

Fredericksburg, Virgin-a lo Washington, D.C.'s Union Station (55 miles) and Manassas. Virginia 

to Union Station (35 miles) began in earnest in 1984. Feasibility .studies, plans for 

demonstrations, financial plans and - most importantly - the commitment of RF&P s (later 

purchased by CSX) and NS's chief executive officers to Virginia's govemor were accomplished 

by 1986. MacFsaac/ Faube VS at 3. 

Fhe commitment ofthe railroads to provide VRE access to '.lieir lines was obtained only 

after the railroads" iniiial refusal and complete opposition was overcome. This came only after 

NV FC and Pk FC agreed to provide the railroads absolute indemnification from all liability for 

VRF; operaiions. Specific auinorizing legislation was adopted by the Virginia General Assembly 

to satisfy the railroads' demand. Pursuani to the enabling authority, a $200 million insurance 

plan was established lo indemnify the RF&P (later CSXT). NS. Conrail and Amtrak. 

Mac'saac/Faube VS al 3. 

As a result of an at ident involving Amirak and Conrail at Chase. Mary land in 1987. the 

railroads were unsatisfied with indemnification based on Virginia legislation alone, and VRE's 

sponsors were required lo obtain an act of Congress to establish liability limits for freight 

railroads leasing access to their tracks to VRE. This was accomplished in 1990 and currently 

authorizes full indemnification of freight railroad conduct, including gross negligence, capping 

the total liability al $200 million. Wilh this legislation in place, the insurance plan supports 

VRE's contractual obligation lo indemnify the railroads. Under the plan. VRE is responsible for 

all damages lhal occur "bul for" the existence of VRE's serv ice, including gross negligence of 

the freight railroads themselves. While this is not a fair standard for VRE. and far exceeds any 



standard required of others using the railroads' lines, the railroads have required it as a condition 

of using their tracks. Maclsaac/Taube VS al 4. 

VRE began operaiions in the summer of 1992. having spent close to $150 million on 

terminals, stations, track improvemenis. rolling stock and training. Contracts with RF&P, NS, 

Conrail and Amtrak were in place, the master agreemeni committing local govemments to 

funding vvas signed and the Commonwealth of Virginia had agreed to a Financial role. 

.Maclsaac/Taube VS al 4. 

l he railroad agreements troubled VRE's sponsors since, in addition to stringent 

indemnification provisions, they provided the freight railroads with unilateral powers to cancel or 

delay VRE trains, lo impose schedule changes and rcslriclions. lo compel VRE to make capital 

improvements lo the railroads as a condiiion of conlinued operation, and lo afford the freight 

railroads the righl to force VRE lo discontinue operations on short notice for any reason. These 

provisions have not been relaxed as the contracts have been renegotiated over the years, and have 

been exacerbated by the railroads' demand for sharply increa.sed compensation without 

corresponding requirements for meaningful performance incentives or guarantees. As a result, 

local government officials and VRE and commission board members have only reluctantly 

approved significant capital investments required by the freighi railroads, since they fear VRE's 

being expelled from the freight lines in response lo growing freight traffic, or indeed for no 

reason at ai., as p^ r̂mitted under the existing freight railroad contracts with VRE. 

Maclsaac/Taube V S at 4-5. 

The NS and CSX forecasts of substantial increases in freight traffic on the Hnes on which 

VRE operates have compounded this concem. and as a result the commissioners have instructed 



their staffs 'o approach NS and CSX to seek negotiated improvements in the access agreements. 

Vk hile these negotiations have been positive, they have been unsuccessful. Maclsaac/Taube VS 

at 4-5. 

2. Operating Statistics 

VRE's 26 daily trains (12 on the CSX Frederick.sburg Line and 14 on the NS Manassas 

Line) serve 18 stations. South of Alexandria. Virginia the NS line joins the CSX line, and at the 

Poiomac River both use the Conrail bridge and line to reach Unior Station. In addition. VRE 

customers may use their VRE tickets on several Amtrak trains which to a limited extent expand 

the hours of service available lo VRE customers be) ond the restricted periods of operation 

allowed by the freighi railroads. Maclsaac/Taube VS at 5. 

VRE ridership grew sharply during the first three years of service and peaked in mid-FY 

1996. From about 3.500 average daily passenger trips in the first year to over 8,000 average 

daily trips in the fall of 1995 and winter of 1996, VRE demonstrated that it could provide a safe, 

affordable and reliable commuting altemative, carry ing the equivalent of a freeway lane of 

automobile traffic in the heavily congested 1-66 and 1-95 corridors. Indeed, an analysis by 

NVTC staff revealed that the SISO million investment in VRE by the Commonwealth of Virginia 

and VRi;"s local govemments was less expensive than bi-'lding instead the equivalent freeway 

capacity, when both vvere operaied over a 20-year period. Maclsaac/Faube VS at 5-6. 

Ridership since mid-FY 1996. however, has declined significantly as a result of several 

factors, including ill-advised track maintenance procedures by NS in the summer of 1996, which 

penalized on-time performance on the Manassas line, and various delays cdu,sed by CSX freight 

operations, incltding most significantly a C SX derailment in July 1997 and subsequent track and 



signal repairs and upgrades, which impacted VRE on-time performance severely for more than a 

month. Wilh frequent lale trains, slow trains and annulled trains, VRE's ridership by August 

1997 fell to approximately 25 percent below mid-FY 1996 levels. In early October 1997. despite 

some gnns. ridership remained 15 percent below the 1996 levels on the Manassas Line and 20 

percent on the Fredericksburg line. Maclsaac/ Faube VS at 6.~ 

3. Public Investment 

VRF is a partnership among eight local govemments. the Commonwealth and VRE's 

customers. VRE's Master Agreement requires a fare box recovery of at least 50 percent of its 

annual operating buv get of about $20 million. VRE's capital budget (including debt service) is 

over $ 10 million annually. Customers have paid about a third, local govemments a fifth, the 

federal gov ernment a third, and the Commonwealth the balance of the combined operating and 

capital budgets. Maclsaac/ Faube VS at 6. 

VRF:"S balance sheet lists approximately $100 million of assets. NVTC and its partner 

PR FC hav e issued appropriations-based, tax-free debt of over $100 million to finance rolling 

stock and stations. In cooperation with the Virginia Departmeni of Rail and Pubic 

Transportalion ("VDR&PT"'). VRE"s capital improvement program contains an ambitious set of 

track, bridge, signal and other improvements to be accomplished over the next several years. 

Fhe great preponderance of these investments will be made on freight railroad rights-of-way. 

One example is a new bridge over Quantico Creek, which will add an additional track to replace 

the track lhal CSX demolished shortly before VRE began operations. Fhis location is now a 

Freight-related delays lo VRIi's on-timt performance are discussed in greater detail in 
section D.2 infra, and the Verified Statement of Stephen T. Roberts ("Roberts VS") (Exhibit 
B). 



bottleneck for both CSX and VRE. and VRE's capital program calls for raising over $20 million 

to design and install a parallel bridge. VRE's investment will provide CSX ?he opportunity to 

install a third freight track as well. Maclsaac/ Faube VS at 7. 

Approximately a third of VRF/s lotal annua, capital budget is devoted specifically to 

improvemenis in the Washington. D.C.-Fredericksburg corridor, which is primarily funded by 

VDR&P'I . using federal funds, and is coordinated wilh t.he Commonwealth's ongoing high

speed rail program These include the Woodbridge/Aquia crossovers al $1,500,000. RO to AF 

Interlocking and related track work at $2,650,000. and $4,000,000 for design ofthe Quantico 

Bridge. Addition ofthe Woodbridge/Aquia crossovers on either side ofthe Quantico Bridge 

would double the number of crossovers in the irea and help freight and passenger railroads avoid 

delays. Fhese will aFso make it possible to use the second Quantico bridge crossing to betier 

advantage. CSX will perform all design, engineering and constmction work using VRE funds. 

Maclsaac/Faube VS at 7. 

Track and signal improvements between the Potomac River (RO) and Telegraph Road 

(AF) are designed to increase train speeds, decrease travel time, and consequently increase VRE 

ridership. A properly designed sysiem of signals and interlockings constmcted to modem codes 

would increase track operating speeds to 45 miles per hour from 25 miles per hour. VRE's 

capacity simulation model identified the.se improvemenis as the highest priority for improved 

and expanded VRE operations. VRE is required by ils existing access agreemeni with CSX lo 

install these improvemenis as a precondition lo any increa.sed VRE service. Another part cf the 

project will consolidate and move tracks to provide access to a new Metrorail and VRE station in 

Potomac Yard. A third mainline is now in place. Maclsaac/Taube VS at 8. 
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Finally, a second crossing of Quantico Creek with a second parallel mainline (with space 

for a third mainline) will address delays at this location that occur several times per week and last 

ten minutes or longer. This is the only segmeni of single track on the entire Fredericksburg line, 

with speeds now limited to 45 miles per hour (versus 70 miles per hour elsewhere) over a four-

mile segmeni. VRE's capacity simulation model confirms lhat removal of this bottleneck will 

greatly increase operaiing capacity on CSX south of Woodbridge. Maclsaac/laube VS at 8. 

VRF; is committed by its access agreem.ent with CSX lo provide a parallel third mainline 

along ils entire route (Poiomac River to Fredericksburg) as a precondition lo any increased 

service beyond the curreni 12 Irains on th^ Fredericksburg line and 14 trains on the Manassas 

line. Fo accomplish this will require about $180 million of improvements, including signals lo 

permit closer spacing of trains, and improving several curves with a curvature of greater lhan two 

degrees. Increasing the superelevation (S.inking) of these curves to five inches will al'ow all 

trains lo travel al higher speeds through these curves. Increasing speeds will also require 

upgrading lo FRA Class 5 track. Maclsaac/Taube VS at 8. 

I fnfortunately. CSX has been unwilling to agree to specific terms by which the Quantico 

Bridge (or any of the other " Fhird Frack Improvements" made by VRE in Potomac Yard and 

elsewhere) vvould guarantee VRE's ability to operaie additional service using the extra capacity 

that VRE is paying to install. While discussions on the subjeci are ongoing between VRE and 

CSX (and NS). the inability to define a contractual partnership to own and operaie publicly 

financed capital improv ements on CSX and NS rights-of-way is jeopardizing the ability of VRE 

lo program funds for this purpose. MacLsaac/Taube VS at 9. 
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4. Public Interest Benefits of VRE 

While ridership on VRE has declined subMantially from its mid-FY 1996 peak, ils future 

can be bright. F irst, projections of employment and population in VRE's core markets show 

steady growth. Automobile ownership and vehicle miles traveled are forecast to outpace new 

highway capacity. 1 raffic coi.geslion, which is already the second worst in the United States, 

will get worse. If VRE can restore ils reputation for on-time performance, its ridership should 

resume a healthy growth trend. 

Second. VRlfs ridership is .sensitive to the frequency of service. The freight railroads 

have not allowed VRli lo expand service as ii has wished, citing competit m with existing 

freight traffic. Fhe v ery substantial growih of freight train traffic predicled by NS and CSX in 

this pn^c^eding indicaies lhal even greater pressure will be placed on VRE's existing schedules, 

and any capacity enhancements resulting from VRE's investments in CSX and NS rights-of-way 

could be eroded before VRE is aliowed to operaie any new serv ice.̂  But if VRE is allowed lo 

expand service frec'iency. its state-of-the-art ridership forecast model shows a healthy ridership 

response. Maclsaac/Taube VS at 9. 

Fhird. VRE is well placed to serve the region when special circumsiances call for a quick 

and innovative response. For example. VRFi carried 3.800 trips earlier this monlli to and from a 

Washington, D.C. rally ofthe Promise Keepers, using .special trains. .\ pending 10-year 

recon.slruclion ofthe intersection of 1-95/395/495 (Mixing Bowl) at Springfield, Virginia will 

^ The pressures this increased traffic will place on VRF operaiions are discussed further at 
pages infra and in the Roberts Verified Statement and the Verified Statement of Charles 
H. Banks ("Banks VS") (lixhibil C). 
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take a lane of highway capacity out of serv ice. In similar circumstances, commuter rail has 

provided an effective mitigation ofthe severe Iraffic congestion lhat would otherwise result (e.g., 

1-95 between Ft. Lauderdale and Miami). VRE likely will be part of a multi-modal strategy to 

mitigate iraffic congestion during the Mixing Bowl reconstmction. and this will boost VRE 

ridership. During snow stomis. VRE also is used heavily and has been quile reliable. 

Maclsaac/ Faube VS at 9-10. 

VRE data compiled for submission to the U.S. Departmeni of Transportation's (' •U.S. ^ 

DOT") National Iransit Database reveal lhat in FY 1997 VRE provided 57.116.170 passenger 

miles of service at an average cost of only 32 cents per passenger mile. This compares very 

favorably vvith costs of operating single-occupant automobiles. VRF has operated without a 

passenger fatality or even serious injury since 1992. At VRE's FY 1997 level of ridership 

(1.758,471 passenger trips) approximately 125.000 annual vehicle miles traveled by single-

occupant automobiles were saved, amounting lo approximately 2.879,000 less gallons of 

gasoline. Maclsaac/Taube VS at 10. 

Northem Virginia is designated as a "seriou.s" ozone area by the U.S. Environmental 

Protection Agency. Accordingly, the region must prepare air quality plans and spend millions of 

dollars to devise methods to reduce ozone levels to acceptable levels. An emissions analysis 

performed by NV FC in 1994 shows that for each work day VRE results in 0.06 fewer tone" of 

hydrocarbons, 0.42 fewer tons of carbon monoxide. 0.19 fewer tons of nitrogen oxide and 0.07 

fewer tons of volatile organic compounds (the controlling pollutant in smog formation in the 

Washingion. D.C. area). These amounts are net ofthe extra auto trips by VRE customers lo and 

from VRE stations. Maclsaac/Taube VS at 10. 

13 



Commuter rail systems around the United Slates consistently generate economic activity 

that yields a substantial return on the investmeni of public funds. In a September 1997 study for 

the American Public Transit /.ssocialion. the Carmen Group. Inc. estimated lhat commuier rail 

economic and societal benefits are $5.2 billion annually.^ Fhese benefits include cost savings 

from av oided congestion; cost savings from the mitigation of iraffic accidenis. and 

environmental damage: and tax revenues generated. Fhese benefits are beyond those accming 

directly lo the 1.2 million daily commuter rail riders, including savings of $2 lo $6 daily 

compared lo auto commuting, 23 to 81 hours of reduced Iraffic congestion per year valued at 

$247 to $865 in time and fuel costs. Also, commuter rail capital projects over the last ten years 

have totaled $24 billion, creating 420.000 jobs. Another 23.000 individuals are employed in the 

U.S. commuier rail systems. Maclsaac/Taube VS at 10-11. 

A December 1993 report for the U.S. DOT established a baseline for determining the 

impacts of VRE on highway congestion relief land use changes and local economic 

deveiopmenl. Among the significani findings of this initial study were: 

• In densely populated areas, VRE's markei extends to five miles around each station 
and 10 miles around stations in less densely populated areas. 

• 43 percent of home purchasers surveyed in 1992 indicated that VRE had been either a 
major or soiiie consideration in their housing location choice. 

^ Commuter Rail: Sen ing America's Enieruintz Suburban/Urban Economv. Carmen Group. 
Inc. for AP I A (Sept. 1997). 
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A VRF. 1996 survey of its customers tm-board. asking about demographic characteristics 

and attitudes, revealed among other findings from the approximately 2.700 responding 

customers: 

• Over 700 (more than 25 percent) respondents indicated a desire for additional VRE 
stations, including many beyond the curreni limits of VRE service (e.g., 200 favored 
Richmond). 

• About a quarter of VRFi customers transfer to/from Metrorail lo complele their trips. 

• Almost 60 percent of VRF. customers drive alone in their automobiles on days on 
which they do not use VRE. 

• Over 800 respondents reported shorter one-way travel times using VRE compared to 
their previous method of travel, with savings reported as much as an hour. 

• Over a thousand riders reported longer travel times, with most of 30 minutes or less, 
vvhich suggests that reliability is a stronger inducement to use VRE than speed. 

• Mt>st riders (73 percent) use VRE every weekday. 

• Almost 30 percent reported lhat VRE was a "major consideration" in choosing their 
current home location. Another 20 percent ?.'dd VRE was of "some consideration." 
About 84 percent of VRI: riders own their own homes. 

• While VRE has a solid core of long-term riders (20 percent since the start of service 
in 1992 and another 20 percent three or more years), fully 25 percent of VRE riders 
are relatively nevv (less lhan a year). 

• For ihtise riding VRE less lhan six months, relocation of job (30 percent) or home (20 
percent) were the most significani reasons for slart.ing to use VRE. and another 15 
percent relied on recommendations from friends. 

• Fully 43 percent of VRE customers work for civilian govemment agencies and 
another 10 percent for the military. 

• Over 31 percent of VRE riders are 30 to 39 years old. 35 percent are 40 to 49. and 23 
percent are 50 to 59; male riders comprise 64 percent of total ridership; and annual 
household inconie is $50-75.000 for 30 percent of VRE riders. $75-100.000 for 28 
percent, and over $100,000 for 27 percent. 
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• In grading VRE's on-time performance. 11 percent gave an A grade. 43 percent a B, 
and 29 percent a C. Other factors receiving strong positive ratings vvere cleanliness of 
irains and stations, communication wilh management, helpfulness of crews, ease of 
buying a ticket, station parking availability and personal security. Even for VRE's 
fares, which are admittedly relatively high compared lo other commuier rail systems, 
customers were relatively satisfied wilh the value of service received, wilh 83 percent 
giving a raling on A, B. or C. (Note, however, thai this was in May 1996. near the 
high-water mark of ridership and before the delay incidents and substantial loss of 
ridership previously noted.) 

Maclsaac/ Faube VS at 11-12. 1 hese findings and the other factors discussed above clearly 

demonstrate the significant benefiis VRL provides to the public and the importance ofthe 

Btiard's protecting this service. 

D. VRE's Continued Viabilit\ Requires Changes In Several Provisions Of Its 
Current Access Agreements 

I . VRE Lines Will Carry Substantial Passenger And Freight Traffic 

Both CSX and NS have indicaled in lheir proposed Operaiing Plans that the post-

acquisition era will see substantial increases in freight train operations on the rail lines over 

which VRF: provides sen. ice. Increased freight operations will further clog these already busy 

rail transpt)rtalion arteries. As explained in greater detail in the Roberts Verified Staiement, VRE 

is particularly concerned about the impact of this increase on VRE operations and its poiential 

for further deterioration of VRE's commuter rail service. Despite diligent efforts to work with 

our rail partners lo improve VRL's commuter operations, current senice is simply not meeting 

the demands or expectations of VRE oi its customers. 1 hus. in the event the transactions 

contemplated by the Primary Application are approved. VRE must be assured that ils access and 

operating rights will not be dim.inished as a result ofthe increase in freight operaiions. 

In its Operating Plan, NS has indicated that alter the acquisition it will operate 

approximately two more freighi irains per day on the line beiween Manas.sas and .Alexandria. 
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Even assuming this figure is not understated, it represents a 23 percent increase in freight train 

operations over the line shared wilh VRE. While NS stales lhat there will be "no identifiable 

adverse effects" on any of its commuier rail operations (Primary Application ("App.") Vol. 3B at 

306), VRE is ven' concerned about the impact this 23 percent increase will have on its current 

operation of fourteen commuier trains per weekday on the Manassas line. Roberts VS at 2. 

Moreover, the Banks Verified Statement calls into serious question the NS projection and 

concludes lhal in fact the increase will be closer to four trains per day or approximately 45 

percent of curreni freighi Iraffic. Banks VS al 9. For the most part. VRE and NS have been able 

to resolve problems as they arise, but given NS's desire to increase business on this line. VRE 

needs a.->surances lhal these plans will not imp tir ils ability lo provide reliable commuter senice. 

In addition. NS has acknowledged that the .Manassas Line is a much more direct and 

desirable route for NS coal and other Iraffic to the Baltimore and Wilmington markets than the 

NS Hagerstown-Harrisburg route, creating the distinct likelihood thai greater volumes of this 

traffic ultimately will be rerouted over the Manassas Line to the detriment of VRE commuter 

operations. Banks VS at 18-20. 

The Operating Plan of CSX poses lar greater concerns because ofthe very substantial 

increases in freight senice CSX plans on an already highly congested line. According to the 

Plan, the CSX F redericksburg-Alexandria segment currently carries 22 passenger trains per day 

(twelve of w hich are VRE trains) and is projected lo experience an increase of seven freight 

trains per day. App., Vol. 3A at 279. 409. This represents a 43 percent increase in freight train 

operations on this 49-mile line segment. The post-acquisition increase in freight operations is 

even more dramatic on the line segment from Poiomac Yard to Virginia Avenue. This line 
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carries 35 passenger Irains per day '26 of which are VRE Irains) and will have an increase of 

eleven freighi Irains per day (App., Vol. 3A at 280, 412). which represents an increa.se of 61 

percent over the pre-acquisition level.^ 1 his projection is understated as CSX. after the 

Application was filed, began operaiing a dedicated waste train north of Fredericksburg. Banks 

VS at 17; Applicants' Respon.se to Second Set of Interrogatories and Document Requests of 

Northern Virginia Fransportation Commission and Potomac and Rappahannock 1 ransportation 

Commission. CSX/NS - 109, at 6-7. 

1 he CSX F Operaiing Plan itself reveals lhat of all lhe passenger lines that will undergo 

moderate lo substantial increases in freight activity, both of these CSX lines - and particularly 

the Potomac Yard-Virginia A vtnuc segment - are among the most sensitive to freight train 

increases. Table 13.8-2 ofthe CSX Operaiing Plan (App.. Vol. 3A al 409-12) lists projected 

changes in freight trains per day on CSX and Conrail acquired line segments with passenger 

servicw. This table includes projected increases for both CSX and NS freight traffic. Orrison Tr. 

369-72. Although there are more lhan '00 lines listed, only six line segments are projected to 

have an increase often or more freight trains per day. With the exception ofthe Potomac '/nrd-

Virginia Av enue segment, howev er, none of these segments carries significant passenger traffic, 

as all of these lines have only two oi fewer passenger trains per day. App.. Vol. 3 A at 409. In 

contrast, the Poiomac Yard-Virginia Avenue line segment carries 35 passenger trains per day. 

App.. Vol. 3A;»t412. 

Thus, of all the CSX/Conrail lines that are scheduled to undergo substantial posl-

CSX apparently has undercounled the number of trains on these lines. There are 28 (not 22) 
irains on the Fredericksburg-Alexandria segment and 45 (not 35) on the Potomac Yard-
Virginia Avenue segment. Banks VS al 5. 
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transaction increases in freight traffic (Fe,, len trains or more per day), the line that has by far the 

greatest volume of passenger operations is the Poiomac Yard-Virginia Avenue line. Indeed, with 

the excepiion of a handful of lines, primarily in lhe New Jersey area, all ofthe CSX/Conrail lines 

with substantial passenger operations are scheduled for a decrease in freight Iraffic. The 

potential impact. therefore, of substantial projected increases in freighi traffic on lines already 

carry ing substantial pas.senger traffic - and the corresponding need to protect such passenger 

operations - is nowhere more clearly evident than on the CSX/Conrail Fredericksburg -

Washington line. 

Despite this clear evidence of the polenlial problems posed by such large increases in 

freight traffic on these particular lines. CSX summarily asserts that "these lines have sufficient 

capacity to accommodate the freighi increases withoui adverse impaci on commuter service" 

App.. Vol. 3A at 2 ,6. (Emphasis idded.) CSX Chairman John Snow, however, has stated: "The 

line from Fredericksburg lo Washingion is one ofthe most capacity constrained segments ofthe 

entire CSX system." Letter from John Snow to Ferrence Spellane. Potomac and Rappahannock 

Transportation Commission, .lune 28. 1995. attached as VRE-9 (Vol. II). Exhibit --. (Emphasis 

added.) And. in its Operating/Acce.ss Agreement with VRE dated January 10. 1995, CSXT 

declared that ils ability to operate its freight service in the Fredericksburg to Alexandria corridor 

is "constrained by existing passenger rail sen ice within the Corridor." (Emphasis added.) 

Although capacity-related improvemenis on these lines have been made since that lime, the fact 

remains that the Fredericksburg - Washington line is a heavily constrained line on which 

passenger operations ;'-.e extremely sensitive to freight operations. Yet. CSX now proposes a 43 

percent-61 percent increa.se in freighi train operations in this corridor, claiming that this 
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"moderatj" increase will not have a significant impact on commuter operations. App.. Vol. 3A 

at 276. The current state and recent history of VRE's commuter rail operations on CSX lines 

belies this pronouncement. 

2. VRE Operations Have Had Significant Service Problems 

The size ofthe projected increase in freight traffic over the CSX'Conrail lines, given the 

substantial passenger traffic on those lines, warrants concem in and of itself This concem is 

justifiably heightened, however, in light of previous difficulties VRE has faced as a result of 

freight-related delays. 

Historically. CSX has not been responsive to problems that arise in the joint operations 

over their lines. Oftentimes, VRE has been unsuccessful in getting CSX to the lable to discuss, 

lei alone resolve, many important issues. The post-acquisition increases in freight senice as 

proposed by CSX will only sene lo magnify the problems of VRE and further regress a 

commuter operation that is already in need of significant improvement. Robert VS al 2-3. 

In particular, delays occasioned by CSX accidenis and resulting repairs have severely 

impacted VPTI's operations and ridership. For example, a CSX freight derailment in early July 

of this year and necessary repairs resulted in delays that in tum cjused an approximate 25 percent 

decrease in VRE ridership over the ensuing two-month period. VRE's on-time performance 

dropped to less than 40 percent (for July 1997), with a year-lo-date (January-August) actual on-

time performance of only 83 percent. Roberts VS 3. A CSX intemal memorandum. 

See also "Officials 
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Say Drop in Riders. Revenue Has VRE Headed for Doom." Washinuton Post. Aug. 15. 1997. 

D l , D6, attached as VRE-9 (Vol. II), Exhibii ~. In fact, during tiie July-early August time 

period. VRE had the w orst on-time performance record of anv commuter rail svstem in the U.S. 

and Canada. Roberts VS at 3. VRE lost $300,000 in revenue because of these delays. Roberts 

VS at 3.'' 

While a derailment may be considered an atypical event, this recent incident 

demonstrates vividly the extreme sensitivity of VRE's operations to freight operaiions and how 

the latter con and has threatened the very existence of VRE. Moreover, delays to VRE passenger 

service as a result of freight train problems are routine occurrences on the CSX/VRE lines. Data 

assembled by VRE and included in the Roberts Verified Statement demonstrates that for the 

period July 1995 through August 1997 (which corresponds to VRF's 1996 and 1997 fiscal years, 

plus the first two months of fiscal year 1998), VRE's actual on-time performance averaged only 

85.9 percent. In the commuier operaiions indusiry. this is substantially below desired on-time 

performance. Roberts VS at 3 For example, METRA. which serves the Chicago metropolitan 

area and is a well-regarded commuter operation, has an on-time performance that consistently 

averages in ihe 94-98 percent range. Roberts VS at 3. On-time performance is sn absolute 

priority to most commuter rail pas.sengers. as evidenced by the severe decline in VRE ridership 

in heavy delay periods and by commuter-passenger survey information. Maclsaac/Taube VS at 

12. 

The Roberts Verified Statement explains that much of this delay to VRE operations has 

CSX's written response lo VRE's concems over this severe impact was to ask VRi: why 
CSX should not terminate VRE's services entirely in the event of an accident or during 
periods of heavy mainienance. Roberts VS al 3. 
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been the result of freight problems, including numerous line-related malfunctions and 

maintenance-related problems. In particular. VRE Irains on many occasions have been 

substantially delayed because of various CS.X freight train-related problems, including, among 

others, signal failures, failure to clear outlawed freights, slow freight train clearing, delayed 

receipt of proper bulletin documents from CSX dispatching, defect detector malfunctions, 

various freight train malfunctions, broken rails and other track problems, delayed receipt of CSX 

dispatcher orders, and inability to contact CSX foreman. In fact, for the period May 1996 

through August 1997. VRF delays attributable only lo CSX freighi derailments, interference 

from CSX trains, or CSX switch and signal failures (i.e.. not counting other CSX-related f'elays) 

amounted to 43.6 percent of all VRE delays. (The comparable figure for NS was 8.5 percent.) 

Roberts VS at 4. 

These service problems experienced by VRE on the CSX iines are not a recent 

phenomenon, bul are long-standing deficiencies and appear to be rooted in the inability or refusal 

of CSX to eamestly join in partnership with VRE to provide the reliable, on-time commuter rail 

service that riders expect and deserve. For its part, VRE provides professional crews and station, 

storage and maintenance facilities necessary lo operate the service. In addition. VRE has 

provided $70 million in passenger equipment. $30 million in completed or planned facility 

improvements, and $2.3 million in annual payments to CSX covering access fees and specific 

improvemenis in dispatching and communication services. Roberts VS. at 4. 

The sen ice problems on the CSX lines are most evident in two critical areas: (1) CSX's 

poor management and supenision ofthe rail lines; and (2) its failure to properiy coordinate 

operations and communicate with VRE officials. In addition, as described in some ofthe 
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examples set forth below, these shortcomings appear to have contributed to a deterioration in the 

physical plant below the standards required for a first class commuter rail operation. 

(a) Inadequate Management/Supervision On The Rail Corridor 

Currently, there is no senior management supervision located on the line of railroad 

between Fredericksburg and Alexandria. Virginia. This section of railroad is currently the 

responsibility ofthe operating Superintendent in Baltimore, Maryland, it is now part of CSX's 

Baltimore Service Lane, but for the last three years responsibility for the territory has flip-

flopped between the Division Superintendents in Baltimore and Florence, South Carolina. This 

has created inconsistencies in how the line is managed and has contributed to the difficulties in 

making people accountable for performance on the line. If the proposed acquisition is approved, 

this territory will undergo yet another change in management to fhe newly established Atlantic 

Coast Sen ice Lane. 

Furthermore, because it generates little on-line freight business, this corridor is essentially 

an "orphan " with no on-site managers. I he nearest transportation supervisor is a trainmaster 

located in Richmond. Virginia, sixty miles south of Fredericksburg. Roberts VS at 5. This lack 

of local supervision creates fundamental problems in communications, coordination of 

operations and timely decision-making. 

For example, on June 26, 1997, heavy thunderstorms caused a signal failure on the line 

between Dalghren Junction and Quantico. Virginia. CSX had no altemate plan in place to 

operaie the line unsignalled. With no local operaiing supervisors on the line to investigate and 

handle the matter, CSX dispatchers in Jacksonville. Florida were left to resolve the problem. 

VRE was advised that it would take two days lo implement a track warrant system to enable train 
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operaiions on the line. Fortunately, the signal problem was rectified in quicker fashion, but five 

VRli trains vvere delayed up lo 2 hours. 21 minutes that evening. Roberts VS at 5. 

The shortcomings of CSX's management ofthe line were no better demonstrated than by 

actions taken lo rectilV service problems caused by a major derailment on the line at Rosslyn, 

Virginia on July 7. 1997, vvhich took out the signal system. In response to these problems, a 

meeting was held between VRE officials and CSX management on July 17, 1997, at which CSX 

advised that lhey were prepared to fix the operational problems caused by the derailment. Their 

July 24. 1997 "fix" lo the problem was simply to creaie an absolute block in a three mile section 

of track w iihin the Alexandria to Washingion. D.C. corridor. Allow ing only one train into the 

block at a.̂ .y one lime turned this already congested traffic lane inlo an ab.solule nightmare. 

Individual VRE Irains were delayed up to 60 minutes and VRE was forced to cancel 55 percent 

o*' its service for over two full weeks while the "fix" was in place and repairs were made to the 

track and signal systems. Roberts VS at 6. 

Similarly, the absence of on-site signal and maintenance-of-way supervisors contributes 

significantly lo unnecessary delay of VRE trains. During the past year, in the face of mounting 

signal problems in the Fredericksburg to Alexandria corridor. CSX reduced the number of signal 

maintainers on the line from three to two and expanded the tenitory ofthe assigned Signal 

Supen isor to include a heavily trafficked coal line from Richmond to Newport News. Virginia. 

Signal and defect detector system failures continued to occur, however. Excluding the 

July 8. 1997 derailment and the resultant 55 percent reduction in VRE operations, in the period 

from June 17 to August 11. 1997. there were seven separate instances of signal or defect detector 

failure in the corridor affecting nineteen separate tiains. Delay on these irains ranged from ten 

24 



minutes to in excess of two hours. Roberts VS al 6. 

Clearly, the absence of responsible CSX officers in the Fredericksburg to Washington. 

D C. corridor is indicative of CSX's indifference to ils role as VRE's partner in this important 

public iransponalion project. It demonstrates a lack of commitment to VRE and stands in shirp 

contradiction lo CSX's statements in its merger application claiming effici'.'nt operation of and 

commitment lo commuier senices on its lines. 

(b) Lack Of Coordinated Operations And Communications 

CSX boldly states in its Operating Plan that ils existing coniracts with commuter agencies 

"contain various provisions that protect commuter service from interference from freight 

operaiions" and lhat CSX will "seek to accommodate local operating practices established by 

commuier agencies to further ensure that freight operaiions do not impair timely operation of 

commuter services." App., \ 'ol . 3A at 275-76. Such statements ring hollow with VRE 

There is no such protection or freedom of interference from freight operations afforded to 

V RE in its Operating/Access Agreemeni with CSX. Nor is there such a thing as "timely 

operation of commuier services' for VRE. CSX freight trains, be they local, work or through 

trains, clearly enjoy priority of movement over VRE commuter trains. 

CSX dispatchers in Jacksonville control all train movements in the Fredericksburg to 

Alexandria corridor. VRE trains are frequently delayed because CSX dispatchers do not timely 

send daily operaiing bulletins to VRE. Fhese bulletins indicate special operating conditions and 

are required before train movements are allowed to proceed. Roberts VS at 7. For instance, in at 

least one recent case, on August 6. 1997. a CSX dispatcher in Jacksonville deliberately delayed 
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an evening VRE train 25 minutes beyond its scheduled departure time from Fredericksburg in 

order to allow a local freight train access to the main line. Such unnecessary delays can be 

directly attributable lo the dispatchers' unfamiliarity with the territory in the shared corridor. 

VRE has tried lo address that issue, but to no avail. In each ofthe last four years, VRE has 

offered to fund training trips for CSX dispatchers over the VRE-sened territory. CSX. however, 

has sent only two dispatchers (out of approximately eight) to train on the corridor. Roberts VS at 

7. 

Despite these difficulties, CSX plans to continue its dispatching practice post-acquisition, 

dispatching the VRE line out of Jacksonville, "in the current way that the territory is dispatched 

today." Orrison Fr. 524. Since CSX plans to maintain its "current way of dispatching" the line 

over which VRE operates, there is no reason to expect lhal the inadequate CSX communication 

to ils dispatchers with respect to this line will improve in any way Indeed, since CSX will now 

have the added responsibilities of also dispatching ttic C inrail line segment from Potomac Yard 

to Virginia Av enue. D.C. and dispatching a substantially greater number of freight trains on the 

lines, the resulting CSX dispalching-relaled problems for VRli undoubtedly will increase. 

Problems relating to CSX transportation personnel also extend to CSX's maintenance-of

way forces. During the maintenance season, CSX gives little or no regard to the operating 

schedule of VRE. Again ciling some receni examples, during the period from June 26 to 

August 6. 1997. there w ere ten separate instances of CSX trains interfering with and delaying 34 

VRE commuter irains for as much as two hours. Many of these delays involved work Irains that 

failed to timely clear the corridor or freight trains that were not timely moved after their crews' 

work time expired under ll ' Hours of Sen ice Act. thereby blocking the movement of VRE 
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commuter trains. Also, work Irains dumping ballast or spreading ties are often allowed to 

interfere with VRF. operations. Roberts VS al 7. 

CSX's responses to the Commissions' discovery requests reinforce rather than relieve 

VRE's continuing concerns regarding these work-related problems. CSX was asked how it plans 

to avoid further delays to VRE trains resulting from various freight-related clearance projects 

CSX is planning to make on the Fredericksburg to Washingion line. CSX responded that i l 

imp-jses curfews on its work crews "so as not lo disrupt VRE senice." CSX/NS-109 at 7-8. In 

fact, such curfews have been ineffective in the past; on numerous oxasions work crews 

supposedly operating in curfew windows have caused substantial delays to VRE trains. Roberts 

VS al 8. 

Another major problem area is VRE's inability to communicate wiih CSX maintenance 

forces when lhey are out on the line performing work. For example, on at least five occasions 

during July and August 1997, VRE trains vvere delayed at various locations simply because lhey 

could not make proper contact with the CSX maintenance-of-way foremen whose crews were 

performing vvork on the line. Roberts VS at 8. Operating mles. as well as safety considerations, 

require such communications before proceeding with train movement into the work area, and 

unnecessary delays to VRE senice result when the CSX foremen are not reachable by radio or 

other available means. Roberts VS at 8. 

Clear'y. such chronic delays to VRE commuier trains disprove CSX's stated commitment 

to commuter operaiions and establish ils inability or unwillingness to make such a commitment. 

Should CSX mn 43 to 61 percent more trains in the corridor as it plans, and given its propensity 

to ignore the importance of commuier service. VRE operations will worsen unless this Board 
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acts to protect the service. 

3. Absent Conditions. The Conrail Transactions Will Further Threaten 
VRE's Operations 

l he methodology CSX 1 and NS used to arriv e at projecied freighi train densities as a 

result ofthe acquisition was freight-driven and passenger-insensitive. McClellan Fr. 286-87; 

Orrison Fr. 534, 537 Existing passenger iraffic on a line was not factored into the density 

calculations, nor was any effort made lo consider the polenlial impaci of any future increases, 

however modest, in passenger operation:,. Orrison Fr. 537; Mohan l r. 383. In addition, the 

delay history of a particular line was not quantitativ ely factored inlo freighi density calculations. 

Orrison Fr. 539-40; Mohan Fr. 360-61. 

In light of these freight-driven evaluations, it is not surjirising that CSXT has scheduled 

substantial increases in freight traffic over the Richmond-Washingion line, despite the substantial 

passenger traffic that exists on that line. Moreover, in .scheduling improvements to a line to 

accommodate freight operations (and specifically with regard lo the CSX F Potomac Yard-

Virginia Avenue line). CSX F has made no effort lo ascertain the possible delays lo CSXT freight 

traffic or VRE passenger operations as a result of these improvements. Orrison Tr. 543. Yet. as 

explained in greater detail in the Banks Verified Statement, these freighi train-related 

improvements, which include clearance ofthe Virginia Avenue tunnel to accommodate 

automotive vehicle freight and at various other places along the line, will cause substantial 

additional delays to VRE passenger trains. Banks VS at 15-16. 

Consistent with basing their projected changes in freighi train line density entirely on 

freight traffic considerations. Applicants have not attempted to address resulting freight-

passenger conflicts through any "structural" undertakings specifically designed to ensure 
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accommodation of passenger operations (e.g.. reducing the number of freight trains because of 

existing passenger traffic, planning improvements to accommodate passenger traffic). Instead. 

Applicanis will attempt to avoid any negative unpad on passenger operaiions solely by freight 

train scheduling. John Orrison of CSXT confirmed this fact in his deposition testimony. When 

asked specifically what "steps CSXT had taken lo assure that there would be no adverse impact 

on passenger sen ice " on the CSXT Richmond-WashingU^n line. Mr. Ornsori responded, "[T]he 

correct .scheduling ofthe freight trains" to "accommodate" passenger operations. Orrison Tr. 

380-81 Fhe alvsence of consideration of passenger traffic in the projections of freight train 

density on CSXT lines is also evidenced in Mr Orrison's testimony that if all VRE passenger 

traffic were removed from lhe CSXT Potomac Yard-Virginia .Avenue line. CSX I would not 

increase the number of freight trains on the line, bul would only schedule them differently. 

Omson Fr. 531-32. 

CSXT's rationale that its schedulinu alone will avoid freight-passenger congestion and 

conflict is clearly deficient. First, it ignores the clironic line-related aiid maintenance-related 

delays that have occurred on those lines. Second, it presumes - and depends wholly upon ~ an 

on-time performance lhat CSX has not met on the lines on which VRE operates. Data assembled 

and analyzed in the Banks Verified Staiement show that CSX trains through Poiomac Yard in a 

very recent month-long period on average deviated approximately 

Third. CSX's purported reliance on its schedulL^g lo avoid conflicts with VRE 

operaiions is undermined by the proposed scheduling ofthe substanti il addilional freight traffic 

•"SX plans to add to the lines on which VRE operates. According to CSX", scheduling 

information. 
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Banks VS 

at 7 '. This vvill mean that, as a result of the acquisition, the number of CSX trains sharing the 

corridor w ith VRE trains will increase from 43 percent to 63 percent (an increase of nearly 50 

percent). Banks VS at 7. Post-acquisition, the number of CSX and NS trains that vvill operate 

within VRE commuter operating hours on eiiher the Fredericksburg or Manassas lines that vvill 

also operaie between Alexandria and Virginia .Xvenue. D C. will 

The Banks Verified Statement includes a conservative projection that VRE on-time 

performance after the acquisilion vvill decline from the already unacceptably low 85.9 percent 

figure (Roberts VS at 3) lo about 81 percent. Banks VS al U . Thus, despite .Applicants* 

repeated assurances that their scheduling will ensure noninterference with VRE operations, in 

r:ality the proposed scheduling of the substantially increased freight traffic (particularly CSX's 

tiaffic) will only exacerbate the freight-commuter conflicts lhat already exist. 

For all the cited reasons, the current CSX projection of substantial increases in freight 

traffic is basis enough for concem. VRE is also concemed, however, that the CSX 

Fredericksburg - Washington. D.C. line ultimately will carry more freight traffic than CSX 

projects. CSX s Operating Plan states that traffic currently routed through St. Louis or Memphis 

may altematively be routed via the New Orieans Sen'ice Route, which means that origin-

destination pairs such as Houston-Philadelphia will be belter sened via this route. App., Vol. 3A 

^ This scheduling of new freight trains during VRE operaiing hours is not limited to CSX. All 
four ofthe new trains NS will be adding to the Manassas - .Mexandria Line will operate 
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at 131 -32. This also means, of course, that the CSX lines on which VRE operates will cany 

much of lhat traffic since key pairs, such as the Houston-Philadelphia pair, w ill be sen ed by the 

New Orieans Service Route via the CSX Richmond-Washingion, L>.C. corridor. App., Vol. 3A 

al 130; Banks VSal 17. 

Ciiven the history of delays and resulting harm to VRE's operaiions and the public that 

depends on VRF. the substantial increase in freighi iraffic that CSX F prt)jecls on those lines, 

CSX's admitted reliance on its scheduling to avoid greater adverse impacts on VRE. and the 

scheduling lhat CSX actually has proposed, it is imperative that the Board grant the 

Commissions relief in the form ofthe contract revisions requested herein. 

II. REQUEST FOR CONDITION^ 

E, Introduction 

The Commissions believe that receni discussions with the Applicants regarding revisions 

to the current VRE access agreements have been positive and should be continued to a mutually 

s-j'-cessful conclusion. Until that occurs, however, the Commissions require protection through 

conditions lhal clo.sely parallel the contract revisions proposed by the Commissions. 

Specifically, the Commissions hereby request imposition ofthe following condiiions on any 

Board approval ofthe Primary Application:'* 

1. Acquisition of operating rights over Conrail's line of railroad 
between RO Interlocking in Arlington. Virginia and Virginia 
.Avenue Interiock'ng, subject to temis and ctmditions to be 
negotiated by the parties, or failing a negotiated agreement, set 
bv the Board. 

" See. VRE-3. Description of Anticipaied Responsive Application of Northem Virginia 
Transportation Commission and Potomac and Rappahannock Transportation Commission. 
August 22. 1997. 
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2. Acquisition of operating rights over CSXT's line of railroad 
beiween XR Interlocking in Spotsylvania, Virginia and RO 
Interlocking in Arlington, Virginia, subject lo terms and 
condiiions to be negotiated by the parties in accordance with 
the language marked in Attachment 3, hereto, or failing a 
negotiated agreemeni, set by the Board. 

3. Acquisilion of operaiing righis over NS's line of railroad 
between the South Manassas turnout and NS's conneciion with 
CSX at CSX's AF Interlocking in Alexandria, Virginia, subject 
lo lerms and conditions to be negotiated by the parties in 
accordance with the language marked in Allachmt ril 4 hereto, 
or failing a negotiated agreemeni. set by the Board, 

The specific terms and conditions requested by the Commissions are set forth in Exhibits 

A and B hereto. Attachment 3 is the Commissions' proposed agreement between CS."̂  and the 

Commissions covering the line of railroad beiween RO Interlocking in Arlington, Virginia and 

XR Interlocking in Spotsylvania, Virginia. This is the CSX rail line described in numbered item 

2, above. Attachment 3 is the CSX Access Agreement, marked to show changes that the 

Commissions want the Board to impose as a condition on any approval of the transactions 

contemplated by the Primary Application. References herein to the "proposed CSX Agreement" 

refer to Attachment 3. 

Attachment 4 is the Commissions' proposed agreement between NS and the 

Commissions regarding the line of railroad beiween the South Manassas tumout and NS's 

connection with CSX at CSX's AF Interlocking in Alexandria, Virginia, item number 3 above. 

Attachment 4 is the current NS/Commissions Access Agreemeni marked to show the changes 

lhat the Commissions want the Board to impose as a condition on any approval of the 

transactions contemplated by the Primary Application. References herein to the "proposed NS 

Agreement" refer to Attachment 4. 
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Both of the proposed agreements contain a numbt of changes lhat are substantive but 

speak for themselves. Other changes in the proposed agreements are not substantive. Such 

changes are not summarized in this section.' What follows is a summary ofthe substantive 

proposed changes lhal the Commissions are requesting that the Board impose on the respective 

railroads which require some explanation. 

F. Proposed Conditions Regarding CSX Agreement 

As just noted. Attachment 3 is the current CSX Access Agreement marked to show 

changes that the Commissions request the Board impose on CSX as a condition to any approval 

ofthe Primary Application. 

1. Incorporation Of The Conrail Line 

The Conrail line beiween RO Interiocking and Virginia Avenue Interlocking is slated to 

be acquired by CSX. In addition lo the changes contained in Attachment 3 and discussed below, 

the Commissions want the Board lo modify the cunent CSX Agreement to include the Conrail 

line w hich will be acquired by CSX. Although incorporation of the Conrail line to be acquired 

by CSX w ill require adjustment of compensation terms and other changes in descriptions and 

definitions in the Agreement, incorporation of the Conrail line will not itself require any 

" Thus, as examples: the proposed CSX Agreemeni contains a new paragraph in the preamble 
re.xrencing revisions to the Operating Agreement that were made between the Commissions 
and CSX as of December 1, 1994 and thereafter (not substantive); on page 3 of the proposed 
CSX Agreemeni, the Commissions are proposing that the phrase "unilaterally by Railroad al 
any time"' be stricken from the definition of "FRACKS" (substantive, but self-explanatory); 
the Commissions propose deleting the definition "Rush Hour Periods" from Section l . l of 
the curreni CSX Agreement because that definition is not used in the Agreement (not 
sub.slanlive). 
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substantive changes in the CSX Agreement (other than as the changes described below would 

apply lo the former Conrail line). 

2. No Further Subordination Of VRE Service Rights 

Section 2.6(a) ofthe cunent CSX Agreemeni permits CSX to grant new rights for use of 

the CSX rail line to third parties. The Commissions want this section to be changed so that any 

such grants of rights after the most recent amendment ofthe cunent CSX Agreement would be 

subject to 'he cunent rights (al the lime of such grant) of the Commissions lo use the CSX rail 

line. Attachment 3 at 14-15. 

3. VRE Proposed Changes In VRE Schedules 

Section 2.6(a) ofthe cunent CSX Agreemeni also permits CSX to approve or reject any 

proposed modification ofthe VRE commuter rail service or ofthe VRE commuier rail service 

schedule, l he Commissions do not propose that this right be changed. However, the 

Commissions do want this section lo be changed so that CSX is required to review any proposed 

modifications w ith the exisling Joint Operations Committee'" and. if the Joint Operaiions 

Committee cannot agree on proposed modifications, the issue is submitted to the CSX chief 

operaiing officer ar.d the Commissions' chairmen for review and recommendations. Attachment 

3 at 15-16. 

"* Under the cunent CSX Agreemeni, the parties have established an operating committee (the 
"Joint Operations Committee") consisting of representatives of CSX and the Commissions, 
w hich meets quarteriy lo dFscuss issues perti lent to the safe and efficient operation of rail 
.services on the CSX rail line and to review sen ice and performance and maF^ indings. 
formulate recommendations for consideration of CSX and the Commissions regarding 
operation ofthe .serv ice. The findings and recommendations ofthe Joint Operaiions 
Committee are advisory only and CSX reserves the right lo make its own determinations with 
respect lo the subjects discussed by the Committee. Section 2.6(a). The Commissions do not 
propose to change lhis provision. 
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4. Changes In CSX Line Due To Current VRE Operations 

Under Section 2.9(a) ofthe cunent CSX Agreement, capital improvements may be made 

to the CSX rail line when, in the judgment of CSX. they are necessary or desirable, or required 

by law. If CSX deems such capital improvements to be occasioned or required because ofthe 

presence ofthe VRI-i commuter rail senice. the Commissions must pay for them." If the 

C oniniissions fail lo agree to pay f or the capital improvements or if CSX is unable to make the 

improvements in the manner and lime required for safe and economical operations. CSX is 

entitled to suspend all or part ofthe VRE commuter rail senice. Once made, the costs of 

maintaining such capital improvements are charged back to the Commissions. The Commissions 

want this provision to be changed so that it govems only capital improvements required by law 

and not those deemed "desirable" by CSX. Attachment 3 at 18-19. 

5. Certain Changes In The CSX Line Due To Changed VRE Operations 

Certain proposed expansions in the VRE service are govemed by Section 2.9(b) ofthe 

cunent CSX Agreement. Attachment 3 at 19-20. I he Commissions do not propose any change 

in Section 2.9(b). However. Section 2.9(c) requires any expansion of the VRE commuter rail 

service (beyond that contemplated in Section 2.9(b)) to be contingent on the Commissions* 

commitment lo undertake, at no cost to CSX. the construction of a third main line parallel to the 

existing CSX rail line. Thus, the Commissions may requesi further expansion ofthe VRE 

commuier rail service by presenting lo CSX evidence of their commitment to implement and 

'' Capital improvements required by CSXT are subject to an advisory-only review ofthe Joint 
Operations Committee and the Commissions chairmen may make recommendations to the 
CSX chief operaiing officer. However. CSX 1 has the unilateral right to make capital 
iniprovements and charge the cosls to VRE. 
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fund all or a significani portion of the third main line and such other capital improvements as 

CSX deems necessary to ensure that commuter operaiions will not interfere with freight and 

intercity passenger service on the CSX rail line. 

Fhe Comniissions want this provision to be changed so that if CSX determines that 

changes are necessary to accommodate the Commissions" desired expansion of service beyond 

that called for in Section 2.9(b). CSX would have an obligation to meet and confer. CS.X would 

have an obligation to work wilh the Commissions in a ct)operative effort lo design, constmct and 

fund a third line parallel to the CSX rail line. Once built, the rail line would be used by both 

VRE and CSX, in coordination with the existing track mainline. The third mainline would be 

constructed based upon a Master Service and Capital Improvements Plan (the "Master Plan**) 

jointly developed by a task force comprised of senior officials of CSX. the Commissions and the 

Commonwealth of Virginia. Failing agreement on a Master Plan, the Commissions would have 

the righl lo conlinue running existing VRE trains withoui any obligation to fund additional 

capital imprtwenienls. bul would not be pemiitted lo run any increased number of VRE trains. 

The specific improvements agreed lo under Master Plan would be implemented pursuant to 

definitive agreements containing terms and condiiions consFslent with the Master Plan. 

Attachment 3 al 20-22. 

6. CSX Revenue Losses 

Section 5.1(a) of the cunent CSX Agreement requires, among other things, lhat i f there is 

inlerference with CSX*s ability lo provide freight operations as a result ofthe VRE commuter 

rail sen'ice. the Commissions will participate fully in the costs incuned and revenues lost. The 

Commissions want this provision to be deleted from the CSX Agreement. Attachment 3 at 28. 
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7. Compensation Paid To CSX 

Under the cunent CSX agreemeni. Section 5.1(b) the compensation to CSX is based on a 

combination of a base payment and train-mile fee. In addition, the compensation paid to CSX is 

subject to adjustment pursuant to a schedule, to account for inflation. The Commissions want 

this provision to be changed so that the base payment is adjusted annually by the greater of (i) 

four (4) percent or (ii) the CPl Urban Wage Earners and Clerical Workers for Washingion. D.C. -

Mary land - Virginia. The adjustment to the base payment would be subject to two incentive 

provisions. First, the base payment would not increase in any year in which the total number of 

passengers using the VRE commuter rail service decreased from the previous annual period by 

15 percent or more. Secondly, any increase in the base payment would not be eamed unless 

CSX achieved on time performance targets set forth in the agreement.'* Attachment 3 at 29-30. 

i i . Proposed Conditions With Respect To The NS Lines 

A;i noted above. Attachment 4 is a copy ofthe agreemeni beiween the Commissions and 

NS that the Commissions would ask the Board to impose as a condition on any approval ofthe 

transactions contemplated by the Primary Application (the "proposed NS Agreement**). 

1. No Further Subordination Of VRE Sei-vicc Rights 

Section 2.6(a) ofthe cunent NS Agreement provides lhal NS may elect to grant operating 

rights to third parties. The Commissions want this provision to be changed so lhat any such 

grant of rights after September 1. 1996 would be subject to the Commissions' rights to use the 

The proposed on-time performance criteria are set forth in Exhibit C-2 ofthe proposed CSX 
Agreement. See Attachmenl 3. 
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NS line for its then-cunenl commuter rail operations. .Attachment 4 at 7-8. 

2. Changes In Line Due To Current VRE Operations 

Under Section 2.9(a) ofthe cunent NS Agreement. NS has the right to make changes in. 

additions and bellerments lo. or retirements from the trackage (collectively refened to herein as 

"changes") as it deems necessary or desirable for the operation of such trackage or as are 

required by law. Fo the extent such changes are occasioned or required by operation ofthe VRE 

commuter rail service. NS has the right lo require the Comniissions to pay for them, and to pay 

for the cost of maintaining them. If the Commissions are unable lo appropriate funding to pay 

for such changes, NS may suspend all or part of VRE's commuter rail service. 

The Commissions want this provision to be changed so that if NS determines that 

changes are o ':asioned or required by the operation of the VRE commuter rail service. NS 

would have an obligation to meet and confer, and negotiate in good faith with the Commissions 

for the purpose of determining whether and to what extent the Commissions and NS shoula share 

the cost of such changes to the NS rail lines. If, after attempting such good faith negotiations, the 

parties are unable to agree on whether and to what extent the Commissions and NS shculd share 

the costs of such changes, the Commissions want the Board require NS to arbitrate the issue in 

accordance with a prescribed arbitration provision contained in the cunent NS Agreement. The 

Commissions would remain obligated to pursue appropriation of required funds for their share of 

the cost of such changes to the NS rail line that were determined to be the responsibility ofthe 

Commissions in the arbitration. NS would retain the right to suspend all or part ofthe VRE 

commuter rail sen ice in the event that the Commissions could not pay for the changes lhat were 

their responsibility under the arbitration award. Attachment 4 at 9-11. 
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3. Changes In The NS Line Due To Changed VRE Operations 

Section 2.9(b) ofthe cunenl NS Agreement explains lhat changes in the NS rail line 

(including changes in communication and signal facilities and crossing warning devices) are or 

may be required to permit the continuation, modification or expansion of the VRE commuter rail 

service. Upon written notice to the Commissions. NS makes such changes and the Comniissions 

are obligated lo pay NS for the costs of such changes. In addition, the compen'-atioh to NS is 

increased to include the costs of normalized maintenance for such change*-. 

As noted above, the Commissions are proposing lhat disputes between NS and the 

Commissions regarding the Commissions" appropriate responsibility for capital improvements 

necessary in connection .. .<E*s cunenl commuter rail service be subjeci lo arbitration. 

Accordingly, the Commissions want Section 2.9(b) to be changed to relate only to modification 

or expansion ofthe VRE commuter rail service and to require that NS provide the Commissions 

wilh information regarding the estimated costs of such capital improvements and the opportunity 

tn review and comment on such estimated cosls.'̂  Attachment 4 at 10. 

The changes marked in Section 2.9(d) of the NS agreement are conforming in nature and do 
not contain any substantive proposed change. 
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4. Term OfNS Agreement 

Under Section 4.1 ofthe cunent NS Agreement as extended, the agreement temiinates on 

July 15. 1998. Fhe parties have an obligation to meet during the temi of the agreement to 

discuss extension and possible modification of it. I lie Commissions want this provision to be 

changed so that the cunenl NS agreemeni will mn through July 31. 2006. Furthermore, the 

parties would have an obligation to meet during the last twelve months ofthe extended term. 

Attachment 4 at 15. 

5. VRE Acquisition Of The NS Rail Line 

Under Section 4.2(a) ofthe cunent NS Agreemeni, the righl ofthe Commissions to seek 

the continuation or expansion of commuter rail service beyond the current term is conditioned 

upon the Commissions' assurance lhat they will work in good faith to develop a plan to purchase 

the NS rail line. 

The Commissions want this section to be changed so that their obligation with respect to 

the NS rail line would be to woik in good faith to develop a plan to purchase, lease or acquire an 

interest in the NS rail line. The Commissions want to extend the timetable for its obligation to 

purchase, lease or acquire an interest in the NS rail line. Under the Commissions* requested 

change, representatives of the Commissions and NS would meet during the last twelve months of 

the term ofthe proposed NS Agreemeni (July 31. 2005 would be the start of such period) to 

negotiate terms and conditions for the Commissions" purchase, lease or other acquisition o' n 

interest in the NS rail line. If the parties were not able to reach agreement during a nine-r )nth 

negotiation period, eiiher party would have the right to submit the unresolved issues to 

arbitration under an arbitration provision contained in the current NS Agreement. In the event 
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that neither party sought arbitration. NS would hav e the right to decline to renew the Agreement. 

In the event lhal arbitration was sought by one ofthe parties, the arbitrator's final decision would 

be binding on NS. J he Commissions would have thirty (30) days wiihin which to accept the 

temis and condiiions .set by the arbitrator. If the Commissions did not accept the terms and 

conditions set by the arbitrator, any continuation of their operations on the NS rail line would 

include a provision permitting NS lo receive compensation reflecting the fair markei value for 

the Commissions' use ofthe NS rail line. NS and the Commissions would have an obligation lo 

meet and confer and negotiate in good faith for the purpose of determining the revised 

compensation terms. IE after attempting such negotiations the parties were unable to agree to 

revised compensation terms, lhat issue could be submitted for resolution by arbitration. If 

neither party sought arbitration, the Commissions' righl lo use the NS rail line would come to an 

end. The arbitrator's decision on the compensation award would be binding on NS. If the 

Commissions did not accept the terms and conditions set by the Board, the right to the continued 

use of the subject line would end ninety 90 days thereafter. Attachmenl 4 at 16-17. 

6. Compensation Paid To NS/Performance Incentive 

Under the cunent NS Agreement. Section 5.1(c) the compensauon paid by the 

Commissions to NS is based on a combination of a base payment and a train-mile fee. In 

addition, the comper-.sation paid lo NS is subjeci to adjustment pursuant to a schedule, to account 

for inflation. The Commissions propose a new provision that would adjust the base payment on 

an annual basis by the greater of (i) four (4) percent or (ii) the CPl Urban Wage Earners and 

Clerical Workers for Washington. D.C. - Maryland - Virginia. The adjustment to the base 

payment vvould be subjeci lo two provisions. First, the base payment would not increase in any 
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year in w hich the total number of passengers using the VRE commuter rail service decreased 

from the prev ious annual period by fifteen (15) percent or more. Secondly, any increase in the 

base payment would not be earned unless NS achieved on-time performance targets in the 

agreemeni. Attachment 4 at 18-19.''' 

H. The Requested Relief Will Not Diminish The Benefits Of The Merger And Is 
Narrowly Tailored To Alleviate The Demonstrated Harm 

lhe requested relief will not diminish the benefiis ofthe transactions ctmlemplated by the 

Primary Application because the relief is narrow ly tailored u> alleviate the demonstrated harm to 

VRE's commuier rail service. 1 he Commissions seek conditions that vvould require NS and 

CSX to revise exisling agreements lhey have vvith the Commissit>ns on sen ice lhal is cunently 

operaiing. 

Wilh respect to the CSX Access Agreement, the Commissions want: 

• Any future grants of rights lo third parties to be subject lo the then-cunenl 

righis ofthe Commissions to the use the CSX rail line; 

• CSX lo have an obligation to explain its denial of the Commissions' proposed 

changes in the .schedule for VRE sen ice: 

• CSX's unilateral right to make capital improvements and charge the 

Commissions for them to be limited to capital improv ements required by law; 

• Arbitration of disputes between CSX and VRE regarding their respective 

responsibility for capital improvements on the line in connection with 

expansion of VRE service; 

Fhe proposed on-time performance criteria are set forth in Exhibit C-2 ofthe proposed NS 
Agreement. 
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• c s x to no longer have the right to charge VRE for revenue losses attributable 

(in CSX's view ) to the presence of VRE commuier rail service; and 

• A small portion of the compensation paid to CSX to be dependent upon 

reasonable on-time performance standards. 

None of these conditions would have any ptitential lo interfere wilh CSX's operations or 

the anticipated benefiis ofthe transactions contemplated by the Primary Application. 

With respect to the NS Access Agreement, the Commissions want essentially the same 

changes lhey are seeking with respeci to the CSX Access Agreement: 

• No further subordination of VRE service rights; 

• A process of explaining NS's decision to decline VRE's proposed commuter 

rail schedule changes; 

• Arbitration of disputes between NS and the Commissions regarding whether 

capital improvemenis are necessary for continuation of VRE operaiions; 

• A similar arbitration process for dispute resolution in connection with capital 

improvements that may be needed for expansion of VRE operations; 

• An extension ofthe term ofthe agreemer.t; 

• An arbitration process regarding the Commissions* possible purchase ofthe 

NS rail line: and 

• A modesi portion ofthe ci)mpensalion paid to NS set aside for performance-

based incentives. 

Like the CSX Access Agreement changes, the sought changes in the NS Access 

Agreement would have no poiential to interfere with NS*s operaiions or with the 
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aniicipated public benefits of the transactions contemplated by the Pri.mary Application. 

For the foregoing reasons, the Commissions respectfully request that the Board 

grant the conditions requested herein i f it approves, in w hole or in part, the transactions 

contemplated by the Primary Application. 

Respectfully submitted. 

Stephen A. Maclsaac Kevin M. Sheys ^ 
Deputy County Attorney Paul M. Laurenza 
Prince William County Fhomas Lawrence 111 
One Couniy Complex Court 1 homas J. Litwiler 
Prince William, VA 22192 Edward J. Fishman 
(703) 792-6620 Oppenheimer Wolff & Donnelly 

1020 Nineteenth Street. N.W.. Suite 400 
Washington. D.C. 20036 
(202)293-6300 

Counsel for Northem Virginia Transportalion 
Commission and Potomac and Rappahannock 
Fransportation Commission 

Dated: Ociober 21, 1997 
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Verified Statement of 
Stephen A. Maclsaac, Acting Executive Director 

ofthe Potomac and Rappahannock Transportation Commission 
and 

Richari K. Taube, Executive Director ofthe Northern Virginia Transportation Commission 

A. Introduction 

The Northern Virginia Transportation Commission ("NVTC**; and the Potomac and 

Rappahanntick Fransportation Commission ("PRTC") are political subdivisions ofthe 

Commonwealth of Virginia organized pursuant to the Transportation Disirict Act of 1964. § 15.1-

1340 el seq.. VA Code Ann. Consisleni with their enabling authority. NVTC and PR FC arc 

authorized to provide planning, construction, operations and funding for a wide range of 

transportation-related purposes. Significani among these is NVTC's and PR FC s joint ownership 

and operation ofthe Virginia Railway Express ("VRE") commuier rail service, which since 1992 

has operaied on tracks owned by Norfolk Southem Corporalion ("NS"). CSXT ("CSX"), which 

purchased RF&P Railroad, and Conrail. 

Created in 1964. NVI C is comprised of the counties of Ariington. Fairfax and Loudon, and 

the cities of Alexandria. Falls Church and Fairfax. NVTC's tenitory has a populalion of 1.3 million 

and covers approximately 1.000 square miles. 

Richard K. Taube is NVTC's Executive Director, reporting to a board of 19 elected officials 

and sen ing since 1984. Prior lo joining NVTC. Mr. Taube served as an economic consultant to 

major transportalion firms: directed policy development for a multi-modal trade association, 

congressional study commission and state departmeni of iransportalion; as well as teaching 

university level economics. From 1994 through 1996 he served as chairman of the commuter rail 

committee ofthe American Public Fransit Association and during that time authored APTA's New 



Start Handbook-Tips and Resources for Planninu and Implementint; a Successful Commuter Rail 

Enterprise, w hich has become a standard reference for scores of cities and counties in the United 

States and Canada lhat are actively planning lo implement new commuter rail service. 

PR IC was created in 1986 primarily to join NVTC in planning and implementing VRE. 

PR EC's member jurisdictions include the counties of Prince William and Stafford and the cities of 

Manassas. Manassas Park and Fredericksburg. PRT C's tenitory consists of 630 square miles with a 

tolal population of 410,000. T wenty-two percent of PRTC's working population commutes, 

primarily on the 1-95 and 1-66 conidors, lo the employment centers within the District of Columbia 

and its immediate environs. PRTC generates a two percent tax on motor vehicle fuels to provide a 

dedicated revenue source to offset a portion ofthe PRTC member jurisdictions' share of VRE costs. 

Stephen A. Maclsaac was appointed acting Executive Director of PRTC in July 1997. He 

remains Deputy County Attomey of Prince William Couniy, Virginia, a position he has held since 

1989. A member ofthe Prince William County Attomey's Office since 1982, Mr. Maclsaac was 

actively involved in the establishment of VRE and has served as legal counsel to PRTC and VRE 

since their inception. Mr. Maclsaac has been intimately involved in the evolution of VRE, 

including negotiating and drafting the master agreement which defines the stmcture, terms and 

conditions by which VRE's six participating and two contribufing jurisdictions finance VRE. He 

has also negotiated and drafted agreements with the Virginia Division of Risk Management by 

which VRE's indemnification ofthe freighi railroads and Amirak is provided, with the three freighi 

railroads by vvhich VRE gains access to iracks and station facilities, and with Amtrak by which 

VRE receives crew and maintenance senices and access to Union Station. 
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This joint statement provides an overview of VRE, tracing its history, operating statistics 

and public investments. It also describes the role of VRE in the region's network of commuting 

options and demonstrates that VRE's continued success is cl< arly in the public interest. 

B. VRE Historv 

From NVT C's first meeting in 1964. the need to relieve ever-increasing congestion on the 

region's roads and the prospects of providing commuier rail service on existing freight railroad 

rights-of-way have been recognized and actively pursued. NVTC members recognized that in 

neighboring Maryland, commuter rail service has been continuously provided, growing to well over 

20.000 daily passenger trips today. In Virginia, however, once successful pas.senger railroad 

operations were discontinued in the 1950"s. lhey could not. despite repeated efforts, be restored until 

VRE began in June 1992. 

The final and ultimately successful efforts to start VRE service connecting Fredericksburg, 

Virginia to Washington, D.C.'s Union Station (55 miles) and Manassas. Virginia to Union Station 

(35 miles) began in eamest in 1984. Feasibility siudies. plans for demonstrations, financial plans 

and - most importantly - the commitment of RF&P*s (later purchased by CSX) and NS*s chief 

executive officers to Virginia's govemor were accomplished by 1986. 

The commitment of the railroads to provide VRE access to their lines w.as obtained only 

after the railroads* initial refusal and complete opposition was overcome. This came only after 

NVTC and PRTC agreed to provide the railroads absolute indemnification from all liability for 

VRE operations. Specific authorizing legislation was adopted by the Virginia General Assembly to 

satisfy the railroads' demand. Pursuant lo the enabling authority, a $200 million insurance plan was 

established to indemnify the RF&P (later CSXT). NS. Conrail and Amtrak. 
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In 1987 an unfortunate accident involving Amtrak and Conrail al Chase. Maryland 

reinforced the railroads" concems over liability and provided a severe setback to VRE. Unsatisfied 

with indemnification based on Virginia legislation alone. VRE's sponsors were required to obtain 

an act of Congress to establish liability limits for freighi railroads leasing access to their tracks to 

VRE. This was accomplished in 1990 and cunently authorizes full indemnification of freight 

railroad conduct, including gross negligence, capping the total liability at $200 million. With this 

legislation in place, the insurance plan supports VRE's contractual obligation lo indemnify the 

railroads. Under the plan, VRE is responsible for all damages that occur "but for" the existence of 

VRE's service, including gro.ss negligence of the freight railroads themselves. While we believe 

this is not a fair standard for VRE, and far exceeds any standard required of others using the 

railroads' lines, it is one the railroads required as a condition of using their tracks. 

By summer of 1992, VRE was ready to begin operations, having spent close to $150 million 

on terminals, stations, track improvements, rolling stock and training. Contracts with RF&P. NS, 

Conrail and Amtrak were in place, the master agreement committing local govemments to funding 

was signed and the Commonwealth of \ irginia had agreed lo a financial role. 

The railroad agreements were a source of discontent to VRE's sponsors since, in addition to 

stringciit indemnification provisions, they provided the freight railroads with unilateral powers to 

cancel or delay VRE trains, to impose schedule changes and restrictions, to compel VRE lo make 

capital improvements to the railroads as a condiiion of conlinued operation, and lo afford the freight 

railroads the right to force VRE to discontinue operations on short notice for any reason. These 

provisions have not been relaxed as the contracts have been renegotiated over the years, and have 

been exacerbated by the railroads' demand for sharply increa.sed compensation wiihout 

conesponding requirements for meaningful performance incentives or guarantees. Asa result, local 
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govemment officials and VRE and commission board members have only reluctantly approved 

significant capital investments required by the freight railroads, since they fear VRE's being 

expelled from the freight lines in response to growing freight traffic, or indeed for no reason at all, 

as permitted under the exisling freight railroad contracts with VRE 

T he NS and CSX forecasts of substantial increases in freight traffic on the lines on which 

VRF; operates have compounded this concern, and as a result the commissioners have insirucled 

their staffs lo approach NS and CSX lo seek negotiated improvements in the access agreements. 

While these negotiations have been positive, they have been unsuccessful. 

C. Operating Statistics 

VRE cunently operates 26 daily trains (12 on the CSX Fredericksburg Line and 14 on the 

NS Manassas Line) serving 18 stations as shown in Attachment 1. South of Ale.xandria. Virginia 

the NS line joins the CSX line, and at the Poiomac River both use the Conrail bridge and line to 

reach Union Station. In addition, VRE customers may use their VRE tickets on several Amtrak 

trains which to a limited extent expand the hours of service available to VRE customers beyond the 

restricted periods of operation allowed by the freighi railroads. 

VRE's cunent fares and schedules are shown in Attachments 2 and 3. 

As can be seen in Attachments 4. 5. 6 and 7. VRE ridership grew sharply during the first 

three years of service, before reaching a high-water mark in mid-FY 1996. From about 3,500 

average daily passenger trips in the first year to over 8.000 average daily trips in the fall of 1995 and 

w inter of 1996, VRI- demonstrated that il could provide a safe, affordable and reliable commuting 

alternative, carrying the equivalent of a freeway lane of automobile iraffic in the heavily congested 

1-66 and 1-95 conidors. Indeed, an analysis by NV FC .staff revealed that the $150 million 

investmeni in VRE by the Commonwealth of Virginia and VRE"s local govemments was less 
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expensive than build ng instead the equivalent freeway capacity, when both were operated over a 

20-year period.' 

Ridership since mid-FY 1996. however, has declined as a result of several factors, including 

ill-advised track maintenance procedures by NS in t -f. summer of 1996. which penalized cn-time 

performance on the Manassas Line, and various delays caused by CSXT freight operations, 

including most significantly a CSX derailment in July 1997 and subsequent track and signal repairs 

and upgrades, which impacted VRFi on-time performance severely for more than a month. 

With lale trains, slow irains and annulled Irains during this period. VRE's ridership 

conlinued a downward spiral, reaching a trough about 25 percent below mid FY 1996 levels by 

August 1997. Although VRE's eariy October 1997 ridership has rallied lo about 6.500 average 

daily pas.senger trips, ridership remains down about 15 percent from 1996 on the Manassas Line and 

20 percent on the Frede.icksburg Line. 

D. Pubhc Investment 

VRE is a partnership between eight local govemments. the Commonwealth and the VRE 

customers. VRE's Master Agreement requires a fare box recovery of at least 50 percent of its 

annual operating budget of about $20 million. VRE's capital budget (including debt service) is over 

$10 million annually. Customers have paid about a third, local govemments a fifth, the federal 

goveiprnciit a third, and the Commonwealth the balance ofthe combined operating and capital 

budgets. 

^ "Investment Analysis: Virginia Railway Express Versus Equivalent Highw.-'v Capacity." NVTC 
(April 24. 1995). 
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VRE's balance sheet lists approximately $100 million of assets. NVTC and its partner 

PRTC hav e issued appropnations based, tax-free debt of over $100 million to finance rolling slock 

and stations. In cooperation w ith the 'v'irginia Department of Rail and Pubic Transportation 

("VDR&P I""). VRE's capital improvement program contains an ambitious set of track, bridge, 

signal and other improvements to be accomplished over the next several years. The great 

prcFKinderance of these investments will be made on freight railroad rights-of-way. One example is 

a new bridge over Quantico Creek, which will add an additional track lo replace the track that 

CSX I demolished .shortly before VRE began operaiions. T his kication is now a bouleneck for Y >th 

CSX and VRE. and VRE's capital program calls for raising over $20 million to design and install a 

parallel bridge. VRE's investment will provide CSX the opportunity to install a third freight track 

as well. 

Approximately a third of VRFi's annual capital budget is devoted to improvements in the 

Washington. D.C.-Fredericksburg vonidor. which is primarily funded by VDR&PT. using federal 

funds, and is coordinated with the Commonwealth's ongoing high-speed rail program. These 

include tne Woodbridge/Aquia crossovers at $1,500,000. RO to AF Interlocking and related fack 

work at $2,650,000, and .$4,000,000 for design ofthe Quantico Bridge. 

Addition of crossovers at Woodbridge/Aquia on eiiher side of the Quantico Bridge would 

louble the number of crossovers in the area and help freighi and passenger railroads avoid delays, 

i hese will also make it possible to use the second Quantico bridge crossing to better advantage. 

CSX will perform all design, engineering and ci>nstmction work using VRE funds. 

Track and signal improvements between the Poiomac River (RO) and Telegraph Road (AF) 

are designed lo increase train speeds, decrease travel time, and consequently increase VRE 

ridership. /\ properly designed system of signals and interlockings constructed to modern codes 
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vvould increase track operating speeds to 45 miles per hour from 25 miles per hour. VRE's capacity 

simulation model identified these improvements as the highest priority for improved and expanded 

VRF operations. VRE is required by its txi.sling access agreemeni with CSX to install these 

improvements as a precondition of any increased VRE service. Another part ofthe project will 

consolidate and move tracks to provide access to a new Metrorail and VRE station in Potomac 

Yard. A third mainline is now in place. 

Finally, a second crossing of Quantico Creek with a second parallel mainline (w ith space for 

a third mainline) vvill address delays at this location that occur several times per week and last 10 

minutes or longer. Fhis is the only segment of single track on the entire Fredericksburg line, with 

speeds now limited to 45 miles per hour (versus 70 miles per hour elsewhere) over a four-mile 

segmeni. VRlfs capacity simulation model confirms lhal removal of this botUeneck will greafly 

increase operaiing capacity on CSX south of Woodbridge. 

Looking to the future. VRFi is committed by its access agreement with CSX to provide a 

parallel third mainline along its entire route (Potomac River to Fredericksburg) as a precondition of 

any increased sen ice beyond the cunent 12 trains on the Fredericksburg line and 14 trains on the 

Manassas line, l o accomplish this w ill require about $180 million of improvemenis. including 

signals lo permil clo.ser spacing of trains, and improving several curves w ith a cun alure of greater 

than two degrees. Increasing the superelevation (banking) of these cunes to five inch«;s will allow 

all trains to travel al higher speeds ihrough these cunes. Increasing speeds will also require 

upgrading lo FRA Class 5 track. 

Unfortunately. CSX has been unw illing to agree to specific temis by which the Quantico 

Bridge (or any ofthe other "Fhird Track Improvements"' made by VRE in Potomac Yard and 

elsewhere) would guarantee VRE*s ability to operate ad-jitional service using the extra capacity it is 
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paying to install. While discussions on the subject are ongoing between VRE and CSX (and NS). 

the inability to define a contractual partnership to own and operate publicly financed capital 

improvements on CSX and NS rights-of-way is jeopardizing the ability of VRE to program funds 

for this purpose. 

E . Public Interest Benefits of VRE 

While ridership in VRE has declined substantially from ils mid-FY 1996 peak, its future can 

be bright. First, projections of employment and population in VRE*s core markeis show steady 

growih. Automobile ownership and vehicle miles traveled are forecast to outpace new highway 

capacity. T raffic congestion, which is already the second worst in the United States, will get worse. 

If VRF: can restore ils reputation for on-time performance, its ridership should resume a healthy 

growth trend. VRF: u.ses a state-of-the art model to forecast future ridership, using as inputs official 

forecasts of populalion and employment provided by the Metropolitan Washington Council of 

Govemments. 

Second, VRF:"S ridership is sensitive to the frequency of service. The freighi railroads have 

not allowed VRE to expand sen ice as il has wished, citing competition vvith exisling freight traffic. 

The very substantial growth of freight train traffic predicted by NS and CSX in this proceeding 

suggests that even greatei pressure will be placed on VRE's existing schedules, and any capacity 

enhancements resulting from VRE's investments in CSX and NS rights-of-way could be eroded 

before VRE is allowed to operate any new service. But if VRE is allowed to expand sen ice 

frequency, ils model shows a healthy ridership response. 

Fhird. VRE is well placed to serve the region when special circumstances call for a quick 

and innovative response. For example, VRE canied 3.800 trips earlier this month lo and from a 

Washington. D.C. rally ofthe Promise Keepers, using special Irains. A pending 10-vear 
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reconstmction ofthe intersection of 1-95/395/495 (Mixing Bowl) at Springfield. Virginia wil! take a 

lane of highway capacity out of service. In similar circumstances, commuter rail has provided an 

effective mitigation ofthe severe traffic congestion that would otherwise result (e.g., 1-95 between 

Ft. Lauderdale and Miami). It is likely that VRE will be part of a multi-modal strategy to mitigate 

traffic congestion during the Mixing Bowl reconstruction, and this will boost VRE ridership. 

During snow storms. VRE also is heavily patronized and has been quite reliable. 

VRE data compiled for submission lo the U.S. Department of Transportation ("DOT") 

National Fransit Database reveal ihat in FY 1997 VRE provided 57.116,170 passenger miles of 

service at an average cos' of only 32 cents per passenger mile. This compares very favorably with 

costs of operating singl-.-occupant automobiles. 

VRF; has operaied without a passenger fatality or even serious injury since 1992. 

At VRE's FY 1997 level of ridership (1,758.471 passenger trips) approximately 125,000 

annual vehicle miles traveled by single-occupant automobiles were saved, amounting to 

approximately 2.879,000 less gallons of gasoline. 

Northem Virginia is designated as a "serious" ozone area by the U.S. Environmental 

Protection Agency. Accordingly, the region must prepare air quality plans and spend millions of 

dollars lo devise methods to reduce ozone levei to acceptable levels. An emissions analysis 

performed by NVTC in 1994 shows that each work day VRE results in 0.06 fewer tons of 

hydrocarbons. 0.42 fewer Ions of carbon monoxide. 0.19 fewer tons of nitrogen oxide and 0.07 

fewer tons of volatile organic compounds (the romrolling pollutant in smog formation in the 

Washington. D.C. area). These amounts are net of the e> tra auto trips by VRE customers lo and 

from VRE stations. Attachment 8. 
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Commuter rail systems around the United Slates consistently generale economic activity that 

yields a substantial retum on the investment of public funds. In a September 1997 study for the 

American Public Fransit Association, the Carmen Group. Inc. estimated that commuier rail 

economic and societal benefits are $5.2 billion annually.' T hese benefits include cost savings f'om 

avoided congestion; cost savings from the mitigation of Iraffic accidenis and environmental 

damage; and tax revenues generated. I hese benefits are beyond those accming directly to the 1.2 

million daily commuter rail riders, including savings of $2 lo $6 daily compared to auto t mmuting. 

23 to 81 hours of reduced traffic congestion per year valued at $247 to $865 in time and fuel costs. 

Also, commuter rail capital projects over the last 10 years have totaled $24 billion, creating 420,000 

jobs. Another 23.000 individuals are employed in the U.S. commuter rail sysiems. 

A December 1993 report for the U.S. DOT established a baseline for determining the 

impacts of VRF. on highway congestion relicL land use changes and local economic development.̂  

Among the significant findings of this initial study were: 

• In densely populated areas. VRE"s market extends to five miles around each station and 
'0 miles around stations in less densely populated areas. 

• 43 percent of home purchasers surveyed in 1992 indicated that VRE had been either a 
major or some consideration in their housing location choice. 

~ Commuier Rail: Sen inu America*s Fimertiinu Suburban/Urban Fconomy. Carmen Group. Inc. 
for AP FA (September 1997). 

3 Impact Assessment ofthe Virginia Railway Express Commuter Rail on Land Use Development 
Pattems in Northem Virginia. Northem Virginia Planning District Commission for 
USDO F/FT A (December 1993). 
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Each year VRE surveys its cu.stomers on-board. asking about demographic characteristics 

and attitudes. Almost 2.700 customers responded to the 1996 survey (a response rate approaching 

three-quarters). Among the responses of particular inierest were: 

• Over 700 respondents indicated a desire for additional VRE stations, including many 
beyond the cunent limits of VRFi senice (e.g.. 200 favored Richmond). 

• About a quai ter of VRE cu,stomers transfer to/from Metrorail to complete their trips. 

• Almosi 60 percent of VRI: customers drive alone in their automobiles on days on which 
they do not use VRE. 

• Over 800 respondents reported shorter one-way travel times using VRE compared to 
their prev ious method of travel, w hile 400 reported no savings. Savings were as great as 
an hour, with most reporting savings of 15 to 30 minutes. 

• Over a thou.sand riders reported longer travel times, with most of 30 minutes or less. 
Fhis suggests that reliability is a stronger inducement to use VRE lhan speed. (Note that 
evidence from other commuter rail systems confirms this point. Chicago's METRA 
asked its riders in late 1996 to rate 51 service attributes: 77 percent chose "getting to the 
destination on lime" while only 36 percent chose "getting to lhe destination quickly." 
On-time performance was the most imponant attribute on all 11 MET RA lines.) 

• Most riders use VRE five days a week (73 percent). 

• Almost 30 percent reported that VRFi was a "major consideration" in choosing their 
cunenl home location. Another 20 percent said VRE was of "some consideration." 
About 84 percent of VRE riders own their own homes. 

• While VRI-i has a solid core of long-term riders (20 percent since the start of senice i.i 
1992 and another 20 percent three or more years), fully 25 percent of VRE riders are 
relatively new (less than a year). 

• For those riding VRE less than six months, relocation of job (30 percent) or home (20 
percent) were the most significant reasons for starting to use VRE, and another 15 
percent relied on recommendations from friends. 

Fully 43 percent of VRE customers work for civilian govemment agencies and another 
10 percent for the military. 

^ "On the BiLevel," MFi FRA (September 1977). 
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• In grading VRE's on-time performance. 11 percent gave an A. 43 percent a B. and 29 
percent a C. Other factors receiving strong positive ratings were cleanliness of trains and 
stations, communication with management, helpfulness of crews, ea.se of buying a ticket, 
station parking availability and personal security. Even for VRE's fares, which are 
admittedly relatively high compared to other commuter rail systems, customers were 
relatively .satisfied with the value of sen ice received, with 83 percent giving a rating of 
A, B. or C. (Note, however, that this was in May, 1996. near the high-water mark of 
ridership and beKue the substantial loss of ridership and delay incidents previously 
noted.) 

• Over 31 percent of VRE riders are 30 to 39 years old. 35 percent are 40 to 49. and 23 
percent are 50 lo 59; male riders comprise 64 percent of total ridership; and annual 
household income is $50-75.000 for 30 percent of VRE riders. $75-100.000 for 28 
percent, and over $100,000 for 27 percent. 

F. Conclusion 

VRE began in 1992 after a lengthy gestation period. The freight railroads (NS. Conrail and 

now CSX) have provided access to their tracks for VRE service on terms that we would characterize 

so far as "tough" and barely affordable. Nonetheless. VRE's ridership and overall performance has 

until recently been very positive. VRE ridership has suffered significantly, however, over the past 

year in large part due to freight-related delays. If the freight railroads provide on-time dispatching, 

properiy scheduled maintenance, and the other necessary measures to minimize interference with 

scheduled passenger operations, we anticipate a recovery of VRE ridership to a reasonable growth 

trend. 

VRE's customers are very sensitive to good service, since they are generally high income 

individuals with automobiles available. For VRE to spur economic growth, reduce traffic 

congestion and help clean our region's air. it must operate on-time. In tum. to expand service and 

capture a larger share of the commuting market. VRE understands its obligation to participate in an 

effective partnership with its freight railroad hosts to provide capital improvements to boost 

capacity. 
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VRE's cunent contracts with the freight ra'lroads. however, allow unilateral decisions that 

threaten the security of public investments in these freight railroad rights-of-way. With the sharp 

increases in freight train iraffic forecasted by the freight railroads lo result from their acquisition of 

Conrail, not only are future capacity increases occasioned by VRE's existing and planned 

investments threatened to be fully absorbed by new freighi trains, but an even more serious concem 

is that on-time performance on VRE's existing trains will be placed in jeopardy. 

CSX and NS have been unwilling to agree to specific temis to resolve these serious 

conflicts. Consequently, the STB should consider appropriate actions to protect the public's interest 

in CSX's and NS's lines and the public interest benefits of on-time VRE service. 
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The Fredericksburg Line Train Stops Here 
O u r stat ion** arc easy t o f i n d l x>ok f o r r o a d s i d e d i r e c t i o n a l s igns . 

( All ttiesc numbers for informatidn on ltH:al transit amneclions to stations: 
In f airfax Ari ington. Alexandria and the District of Columbia: 1-H(M»-745 RIDE (TTV' W)0-833-3232) 

In Prmcc Wi l l .am. Manassas and Manas<;as Park 7( IV4W-4422 O T t ' WM) 828-1120) 
In Stafford. Frcdencksburp and Spotsylvania H ) ^ - M ? - 2 H ^ ) (TTY K()0-K2i*-1120) 

Frederlcktburs Line Schedule 
Nonhhounrf 

M F MT M1 M) i M SA i M I M> jt>Ain|ti<>inli'Ain"[ 

•u- , tn. ii 4- I 9 in i iM 

r B O X « . m v m I w - i D - w f • ' • • • • * t w l Vn«twSn«tw*<i H I W 

F r e d e r i c k s b u r g 

: ( V i ] 4 ( i v f n r K lvd . Frrdrr ickshurg 

F(w parking in f '<nn« i "n . p i cwc d l l 

Lee land K o a d 

AiTwnii.cs T It kff vfodiny nuchiftra irw' c / s h j . 
ofMk^apri fiK tv p»v plytne« 

r»itiiiig V S M r r r M w * * 
^)( parking infoniutKXi. ptCMC o i l 

BnM)ke 
A i w r i i i f s Tickpi vpftdinl martrinM ( w c M h i 

o r « x w p r ' w k t . pat p h n n a 

t'arking UV>«>am 
F«f P*rfcin| infnrmatinn. pleaar taf) 

Quant ico 
^Mi Kail'oaci A v f , f> ian i i co 
Ameml iP* T t t k r t vpnding m»chint^ ( m ' t a a h i . 
fwitpapft ratk.* htrytl? nek. pa* phnne* 

F fv p a n m p infi irmKKJn, p k m e caU 

Kippon 
1 " 11 Farm f iP^k , W-if 
A m e n t i r * 1 tt k r t v f r « ) i " j • " • r h i n e i I f tn c w h l . 
fvew^ptppr racfc* ; i \ phuoca 
I ' i f k i f t j : V»l«; .acr^ 
l / icai t r am ' ' nwinf t - thni O m n i l J n k in O a k Cin- , 
RnuK I t r j M iw i ic lu r 
f-or p w * r « m l n n M l i i m . pW«ir caD f W ) " 'W-ftWO 

\^<H>dhridge 

\mtTiiiK>« I tc i f i v r m ^ n j machtfW^ tf>" c«*h). 
n^w^rmprr fack^ pav p*x>oe^ 
( urtisKtf vfnrtitT 

fn» parking mfofrottim. piemt d l l C W ) ''92 «<.a! 

L o r t o n 
i t ^ l V i A i t n x fVnd h ' v j |/>finn 
Arnffiiiw* I t c k c vcndinn m»chinf* tf*" t«^b), 

n r w ^ p r t ra(k% hK-v r> r vckv pa> ptKioea 
Parking Jl¥iMiacr* 
hot pajktni^ inr>m)t( i<m. p k a v call 
( •7 l ) . i j32* . | | in 

F r a n c o n i a ; Spnnpr ie ld 
tMM\ F run i i t r l>i . Sp tm| t f t fM 
Ameni t t^* I t r k e i v rnd in ) ! n iachinf* (mt ira.<h) 
pat phc<nc.v »4Hinft aNN.i<urw. nr«9papr r racks 

f 'arkinft * p * ^ 
M r t m r a i l •<-cr^^ H l u ' l an r 
i i u J t n v M i v w n m m Met r r^u i IKR. tKS.Favfai 
(inwfik* inw, 11ll. 111.2ni aw, ini. 3cn. w. 

401 
F<)( ptrkinf tnf'^miaiKwi. ptrjnr all 
(7iniT2A Wit 

A l e x a n d r i a 
I W> ( altahan I>i A k i i n d n a 
A m r n " i « 7 Kkf-t v^ndmp mactunw i nn c t i h ) 
n fw<p«p( f r*ck^ pav p h n n n 
TickM.* avail jWf htr c«*h i r m Amtrak kfcmtt 

ParkiniE Ncmr 
PHrtmrail • « « « « K i n g Stref t Swt i rm ( Y e l k * * 
Hti ic U n w I 

transit t iwif tcctmns U A S H . 
Metmbt t t . F-wrfai ( j m n e r t o r 

C r y s t a l C i t y 
I ^Oi 's - iu fh ( r v«a l t h . A/ f tn ipf i r i 
A w n i ' i r ^ iK -k r i vpndinn machinr« I n r cash), 
tvpw^apcr fw.ks. pay phonea 
I 'ark inf Noor 

FMptTTwai! a c m a ( ryaul 0 * v Staiion O eI»o* A 
Btue U ( K * l 
l - ( « l tfantit m n w y mm Mctnibiiji 4 

L'Enfant 
'.th A "'Ih Si ai r Sl S W , Wash.np'W 
Amf nn»f 1 T ckrt vendirtfi marhinc* (wi c«fh). 
^yt^^*prt t*ck», pav phune^ 
I'irktnf: N mr 
MffTiKti' actf s< I IflfanT P l a j j S U I K K I i Yeii«w. 
Blue. ( ' f»nf f A < 'nfrv 1 j n w i 
L o o i ' tranait amnection Metrrhui 

l i n i o n Stat ion 
M«^\»«hut^ti«. A v f , N I \^B';hi^)t to^ 

AfT»eniliP* f tckr t v r o d i n j fnath ioe\ . pav phonea. 
wai imft cn rK iH i r « . m a i l V i ^ t n 
i K k e L * « v i i l a h k Int cash t t am Amtrak a p t i B 
M e t m r n l Atxes.^ Un ion Suii««n ( B e d l j u e l 
f ' w n e r t K w 1' ' Amtrak. M A P ( 
Ixwral transit (-nnnectKW M'- l r r *n i* 

p i t k i n f i m i g r a t i o n . ptcMC cal l 
(202) (Wk-1221 

*1 / *i 

A \ u 
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1 he Manassas Line irain Mops Here 
Our stations are ea.sy to find. Lotik for roadside directional signs. 

Call these num îer^ for inform.ition on local transit connections to stations 
InK,itr(ax Arliniiton. Alexandna and the Disimt .)f Columbia l-8(IO-745-RlDE (TTY l H<K)-H,-)3-3232) 

In Prince William. Mana.ssa.s and M,r.as,sa.s Park: -(M-400-44:2 (TTY I .«(K).«28-1120) 
In Stafford, Fredericksburg and .Spotsylvania: 71).'373-2890 ( TTY |.8()0-«28-1120) 

i 1 

Broad Run//\irport 
I fVi^f Pipn lAiw. Vk . n r » « 
^nwtMtiw Ticket vpodingmfccliine^ 
(no c**h), new^ 'per racks, btcvcle i*:ks. 

( urtMHte vfmJof 
PwkmK inri^pacM 
Fw parking tnfntmjimn. pleasf rtlt 
(7n3>792-w»:n 

Manassas 
•WSI Wwt Sl MlUlMUS 
Amtnmê  Tkkti • trolinn michine^ 
(no cwh \ t^wxptpet nckx. htc>ck rick-V 
pav phones 
Parking WH \pnct^ 
I jKu l Irifisit a»nn«M.lton ''>»rniljnk 
For parking informatioii. p le iM call 
(70.M2.S7.S|q« 

Manassas Park 
qVKl Manit tsv 1>T . M a n a ^ w Park 
Am«nitjc^ Tickt t vending machines 
I rut cMh\, neMn^paper T»cka. hkrycle racks, 
«nv pln*nc^ 
Patkini VBl Kpnct^ 
For parkin; information, please call 
(70.1) .135-«»:o 

Burke Centre 
5̂ 1 ^ I Rnhrns Pkwv . Burke 
Amenities Ticket vending machine^ 
{tv> casi)), newspaper racks, h i ty r le racks. 
pav phi>pe< 
PurVing Ann spjicf̂  
l iwaUratviit connectum Mctmhus 
fo t parking tnfnrmatK<n. please call 

Rolling Road 
0()lft RutVe Bd , Biirkf 
Amenities I ickei ventling machines 
{rye ca^h). newspaper ractv htc>cle racks, 
pav phone* 
Pirkinft ^pscr^ 
Ux-al transit a'nnecin>o Merro^Mjs 
Foi ja rkm^ mformabon. pteafte call 

Backlick Road 
t tKV Hechmfter D r . SprfrjtfielJ 
Amenities Tickef vrnding machines 
(nn casb). newspaper T»ck.s. h«-vcle tacks, 
pav pN'fte* P.irking 2^) spaces 
I / xa l transit amnectH»ns Fairla.^ 
O-nnectoi, MetrT'bu5 
For parking mfofmatKm, please call 
(703) 324-1 U « . 

Alexandria 
\ Ul < "allahan [ > . Alexan-ltta 
Amentiit^ I ickei vending m.n hines 
(rt.' cash), newspaper racks, pav phones 
Ttt tr ts ivailaNe far cash ftran Amtrak agents 
Parking None 
Metr>rail access King Street Station 
O'ellow A Blue Unes;. 
LfKaJ inasi? cnnnectioos CWJiMetrvihus, 
Fairfax Connects 

Crystal City 
S«Hith t r>stel DT , Ailwiatoo 

Amemtie^ TKket vending machines 
(no cash), ne».*papef neks, pi v phones. 
No CTiftnidc vendor 
Parking Ntww 
Metnwail aci-ess Crvsial City Sution 
(Yellow A Blue Lines) 
l i i ca l transit oiwinections Arlinglon 
Trolley. Metmhus 

UEnfant 
Ath A ' I h St at C Street S W . Washrngton 
Amenities Ticket verkling mxhine.^ 
(no ca.sh>, pav ph^ines 
Ntl ajrt*stde •••endor 
Parking None C 
Metrorail airess: L'Enfant Pla/a Station 
( Y f l l o * , Blue. Orange A Green l.ines|. 
Local transit connection Metrotws. 

Union Station 
m Ma.vsachusetts Ave , N F.. Washingion 
Amenitie'*; Ticket vending machines, pay 
phones, waiting coTK^iurse. reta-l stores. 
Tickets iN a i l ^ ^ fnr cash Itom Amtrak 
agents Mefrorai) Acirss t'nKMi StaiK'n (Red 
IJneV Connections !.•> Amirak, MARC 
Local transit conncdHMi. Metiotnis 
Fot parking informatjon. please call 
(202)898.1221 

I ) 
/ a . 

Manassas Zona 1 Zona2 Zona 3 Z o n a * ZonaS Zonae 

Line Fares Union Staiion. 

LE.nlart 

CiyslalOty, 

lUtxandna 

Backlick Rd RoWngRO. 

8wke Centra 

Wasivn 

Fvtei 

(Fiiknl 

MnssisfV. 

MvuBsn 

Bnnd Run 

Zonae Snclrtide »5 5b $515 $3 20 $2 80 »Z«5 $2.05 

Broad Run. Manassas. Tsn-Inp $4705 $43 70 $2715 $2380 $20 50 $1720 

Manassas n . MonlNv $162.60 $15115 $9380 $8235 I7DJ5 15940 

ZOfMS $515 $4 75 $2 80 $2 45 

WeaamFa>iax(Fu(m) TwvTnp $43 $40 40 $23 80 $?0 50 

MonlMv $15115 $139 65 $82 35 $70 65 

i :on«4 SingMme $4 75 $4 40 $245 $205 

Bur<» Onde. flofcj Rd T«vTto $39 55 $36 30 $20 50 $16 95 

Monttv̂  $13675 $125 55 $70 85 $58 55 

Zona 3 SmVtAidt $4 40 $4 00 

BackMRd TetkTnp $36 30 $3310 

MortWy $t?5 55 $114 40 

Zon«2 SngMde $4 00 $3.60 

Alexandna. CrysatC^̂  Tjn-Ino t3310 $29 85 

Monmy $114 40 $10320 

ZOCMt $3 60 

LtnlanlUnnnSainn TefvTnp $23 85 

Monthly $103 20 

ManasMS Utw Schedule 
Norlhlmud 

MP MF MF MF MF M f MT 

5 23 537 iSl ' IZ S.« I »J5|| | 

Birtt Ccatn 54) ei5 '13 7J0 115 -
BKUct Riad 5-M '01 7:26 i » -

TU 741 nn l i t -
U « a S u m 7«! 7 » iHS 140 7<B 

Soatkbownd 

. . . . n . MF'. su.* j I M F M F M F M F M-F MF 

I H B H I H H H H I H 
LEalBl JOJ 4.12 3:12 S:4J 4:32 7J2 

Akumttf t S ! DES! 4 15 4 45 3 » 5J« 6:44 7 44 

-
MaaMKNrfc lESI 4 51 5 21 6<U 6 3J . 20 I a 

hn«l Ra* AirpcRT 7 40 SOI 5 3e 6:21 6J0 737 IJ7 

> 

* M K m Aatrtk V 



ATTACHMENT 4 

VRE Ridership Trends by System and Line 

Fy93 

F/94 

Fy95 

Total Ridership Fredencksburg Line Manassas Line 

Jun-92 1,576 Fy93 Jun-92 0 1,576 Jun-92 1,576 

Jui-92 3,668 Jul 92 1,955 3,668 Jut-92 1,713 

Aug-92 4,323 Aug-92 2,368 4,323 Aug-92 1,955 

Sep-92 4,929 Sep-92 2,750 4,929 Sep-92 2,179 

Oct-92 5,526 Oct-92 3,071 5,526 Oct-92 2,455 

Nov-92 5,857 Nov-92 3,263 .,857 Nov-92 2,594 

Dec-92 5,514 Dec-92 3,066 5,514 Dec-92 2,448 

Jan-93 6,243 Jan-93 3,622 6,243 Jan-93 2,621 

Feb-93 6,535 Feb-93 3,740 6,535 Feb-93 2,795 

Mar-9 3 6,476 Mar-93 3,634 6,476 Mar 93 2,791 

Apr-93 6,478 Apr-93 3,627 6,478 Apr-93 2,851 

May-93 6,487 May-93 3,721 6,487 May-93 2,766 

Jun-93 6,673 Jun-93 3,772 6,673 Jun-93 2,901 

Jui 93 6,549 Fy94 Jul 93 3.749 6,550 Jul-93 2,801 

Aug-93 6,638 ,Aug-93 3,873 6,638 Aug-93 2,765 

Sep-93 6,876 Sep-93 4,024 6,876 Sep-93 2,852 

Oct-93 7,092 Oct-93 4,088 7,092 Oct-93 3,004 

Nov-93 7,220 Nov-93 4,1 70 7,219 Nov-93 3,049 

Dec 93 6,495 Dec-93 3,762 6,495 Dec-93 2,734 

Jan-94 7,344 Jan-94 4 , 1 5 J 7,344 Jan-94 3,191 

Feb-94 7,568 Feb-94 4,296 7,568 Feb-94 3,272 

Mdr-94 7,900 Mar-94 4,605 7,900 Mar-94 3,295 

Apr-94 7,206 Apr 94 4,226 7,206 Apr 94 2,980 

May-9 4 7,449 May-94 4,356 7,449 May-94 3,093 

Jun-94 7,559 Jun-94 4,328 7,559 Jun-94 3,231 

Jul-94 7,380 Fy95 Jul-94 4,254 7,380 Jul-94 3,126 

Aug-94 7,226 Aug-94 4,252 7,226 Aug-94 2 ,9 /4 

Sep-9 4 7,327 Sep-94 4,243 7,327 Sep-94 3,034 

Oct-94 7,506 Oct-94 4,306 7,506 Oc» 94 3,200 

Nov-94 7,860 Nov-94 4,500 7,860 Nov-94 3,;^60 

Dec-9 4 6,573 Dec 94 3,762 6,573 Dec-94 2,811 

Jan-95 7,557 Jan-95 4,326 7,557 Jan-95 3,231 

Feb-9 5 7,336 Feb-95 4,219 7,336 Feb-95 3,117 

Mar 95 7,254 Mar-95 4,239 7,254 Mar-95 3,015 

V - 9 5 7,193 Apr 95 4,264 7,193 Apr-95 2,929 

May-95 7,424 May-95 4,394 7,425 May-95 3,031 

Jun-95 7,746 Jun-95 4,584 7,746 Jun-95 3,162 



Fy96 

Fy97 

Fy98 

Jul-95 7,851 Fy96 Jul-95 4,589 7,851 Jul-95 3,262 

Aug-95 7,678 Au9-95 4,502 7,677 Aug-95 3,175 

Sep-95 7,734 Sep-95 4,470 7,733 Sep-95 3,263 

Oct-95 8,310 Oct 95 4,717 8,309 Oct-95 3,592 

Nov-95 8,014 Nov-95 4,647 8,015 Nov-95 3,368 

Dec 95 6,444 i.ec-95 3,970 6,444 Dec-95 2,474 

Jdn-96 6,983 Jan-96 3,926 6,983 Jan-96 3,05,7 

Feb-96 8,1 10 Feb-96 4,492 8,109 Fcb-96 3,617 

Mar-96 8,015 Mar-96 4,519 8,015 Mar-96 3,496 

Apr-96 7,625 Apr-96 4,297 7,625 Apr-96 3,328 

May-96 7,622 May-96 4,302 7,623 May-96 3,321 

Jun-96 7,480 Jun-96 4,165 7,479 Jun 96 3,314 

Jul-96 7,072 Fy97 Jul-96 4,019 7,072 Jul-96 3,053 

Aug-96 6,923 Aug-96 3,870 6,923 Aug-96 3,053 

Sep-96 7,367 Sep-96 4,044 7,367 Sep-96 3,323 

Ort 96 7,532 Oct-96 4,255 7,532 Oct 96 3,277 

Nov 96 7,168 Nov-96 3,970 7,169 Nov-96 3,199 

Dec-96 5,800 Dec-96 3,141 5,800 Dec 96 •2,659 

Jan-97 7,354 Jan-97 3,934 7,354 Jan-97 3,420 

Feb-97 7,236 Feb-97 3,878 7,236 Feb-97 3,358 

Mar-9 7 7,142 Mar-97 3,878 7,142 Mar-97 3,264 

Apr 97 7,146 Apr-97 3,861 7,146 Apr-97 3,285 

May-97 7,623 May-97 4,302 7,623 May-97 3,321 

Jun-97 7,480 Jun-97 4,165 7 479 Jun-97 3,314 

Jul-97 5,956 Fy9£ Jul-97 3,233 5,957 Jul-97 2,724 

Aug-9 7 4,986 Aug-97 2,700 4,986 Aug-97 2,286 

Sep-97 5,922 Scp-97 3,094 5,923 Sep-97 2,829 

Averase Annual Ridenhip By 1. 1 n e 

System Fredericksburg Manassas 

FY93 5,726 3,220 2,506 

Fy94 7,158 4,136 3,022 

Fy95 7,365 4,279 3,087 

Fy96 7,656 4,383 3,272 

Fy97 7,154 3,943 3,21 1 

Fy98 ( Q i ) 5,621 3,009 2,613 



VRE System Ridership, July 1992-September 1997 
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Manassas Line Ridership, June 1992 - September 1997 | 
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Sheeti 

Emissions Sav»d - Base Ridership 

Ridership figures from October 1995. NOx and VOC emissions for 1997 All Figures are c^aily 

Auto Emissions (1) (2) (3) ;4) (5) (6) (7) (8) 

VMT to and Emissions VMT to and Emissions En'iissions Emissions Tnps to 

General From Ccxe « Factor from X Factcx + Tnps X F.jctor for + Factor for + and From 

Fcxmu i Eliminated (35 mph) Station (20 mph) Eliminated CoW Starts Hot Soaks Stations 

Project Figures 

Hydocarlxxis 142 998 C4 17809 0 8 677 2 330 1 9 3 306 

62,347 1 14 389 9 2,8491 

Carbon MonoxKie 142,998 3 4 17809 7 1 677 20 891 00 3 305 

491 055 0 126 516 8 1.1 141 4 

Nitrogen Oxide 142 998 1 4 17 809 1 4 677 1604 0 0 3 305 Nitrogen Oxide 
198.767 2 24,469 9 1,085 8 

Volatile Organic 
Compounds 142098 0 5 17809 0 9 677 2 856 1 066 3 305 

73 787 0 15,226 9 1 933 3 

Note emissions factors in grams per day 0) (3) Added 

Estimated Riders Miles to and Total Daily % VMT Miles to and VMT to Trips to 

Station Previously Driving From Core Pass Mites Elim Eliminated From Station and From and From Previously Driving 
Station Stations 

Broad Run/Airpor 133 74 0 9 808 100% 9 808 8 883 6 265 

'.Manassas 234 70 0 16,351 100% 16351 8 1,557 3 467 

Manassas Park 110 640 7,039 100% 7039 8 733 2 220 

Burke Centre 193 47 0 9.057 100% 9,067 8 1 284 7 385 

Rolling Road 138 39 0 5,371 100% 5 371 8 918 1 275 

Backlick Road 50 27 0 1 358 100% 1 358 8 335 3 101 

Fredencksburg 270 1160 31,349 100% 31 349 128 2 682 7 541 

Leeland Road 167 1080 16954 100% 16 954 128 1,674 5 314 

Brooke 123 101 0 12 390 100% 12,390 128 1.308 5 245 

Quantico 159 73 0 11,597 100% 11 597 128 1 694 5 318 
Rippon 185 55 0 10 185 100% 10 185 128 1 975 3 370 
Lorton 46 440 2 006 100% 2 006 128 486 3 91 

Woodbridge 19S 49 0 9 534 100% 9 534 128 2.075 5 389 

TOTALS 1.991 867 0 142 998 142 998 17809 2 3982 

(9) 
Eni.isions 
Factcx' for 
Hot Soaks 

1 88 
6 209 96 

000 
0.00 

000 
000 

1 07 
3,523 06 

Percent not 
Dnving to 
Stations 

0 17 
017 
0 17 
0 17 
017 
017 
017 
0 17 
0 17 
0 7 
017 
0 17 
0 17 

Kilograms 
Eliminated 
Per Day 

5:'02 

373 68 

174 30 

b4 02 

(5) 
Trips 

Eliminated 
From Added 

45 06 
79 42 
37 39 
65 52 
46 82 
17 10 
91 89 
53 37 
41 71 
54 01 
62 96 
1550 
66 16 

676 91 

Tcxis 
Eliminated 

Per Day 

006 

0 42 

019 

0 07 

(8) 
Actual Added 
Trips To and 
From Stations 

220 02 
387 76 
182 57 
319 88 
228 60 

83 48 
44862 
260 59 
203 63 
263 71 
307 40 

75 68 
323 00 

3 304 93 

Assumptions Highway Miles average 36 mph 
Cold Starts average 25 mph 
Estimated Riders Preiously Driving = 47% of total ndership 

Ocxupancy rates accessing stations = 1 2 people per vehicle 
September 8 1994 Draft 

Northem Virginia Transportation Commission 

1= 

CO 
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Verification 

I . Stephen .A.. Maclsaac. declare under penalty of perjury that the foregoing is true 

and correct to the best of my knowiedge, information d belief Further. I certify that I 

am qualified and authorized lo file this Verified Statement. 

STEPHEN .\. MaclSAAC 
Acting Executive Director, PRTC 

Dated. October 20, 1997 



Verification 

I. Richard K. Taube. declare under penalty of peijury that the foregoing is ttue and 

conect to the best of my knowledge, information and bcUcf Further. I certify that I am quaUfied 

and authorized to file this Verified Statement 

Richard K Taube 
Executive )>irector of NVTC 

Dated: October 20. IV57 





Verified Statement 

of 

Stephen T. Robert.s 

My name is Stephen 1. Roberts and I am the Director of Operations for Virginia Railway 

f-Apress ("VRE"). In this capacity, 1 am responsible for mait.vaining VRE's operations at the 

highest possible standards to deliver safe, reliable and on-time service to our customers. My duties 

include coordinating VRE's commuter rail service w ith the operations of each of its rail partners, 

most notably NS and CSX. 1 have been Director of Operations since 1993. prior to which I served 

as Director of Project Development for the Northem Virginia Transportation Commission. In that 

position. 1 was closely involved with the development of VRE from its inception. 

A. Introduction 

VRE provides commuter rail service on two routes linking Northem Virginia with 

Washington. D.C. Service is provided over the rail lines of fou'' railroad partners. VRE operates 

over the lines of Norfolk Southem Railway Company ("NSR") between Manassas and Alexandria. 

Virginia, and over CSX T Transportation, Inc. ("CSXT") between Fredericksburg. Virginia and 

Alexandria. From Alexandria north to Washington. D C . VRE uses a combination of CSXT. 

Conrail and National Railroad Passenger Corporation ("Amtrak") lines. VRE operations over these 

lines are govemed by separate operating agreements vvith each of its rail partners. Amtrak operates 

the commuter service for VRE pursuant to a service agreement between the parties. 

VRE plays an important role in helping to meet the transportation needs of Northem 

Virginia and Washingion. D.C. residents. As Director of Operafions I am very familiar with VRE's 

weekday commuter rail operation and the service problems it encounters on the lines over which it 



operates. Despite diligent efforts to work with our rail partners to improve VRE's commuter 

operations, current service is simply not meeting the demands or expectations of VRE or its 

customers. 

B. Impact of Freight Operations on VRF Operations 

S.gnificantly. both CSX and NS have indicated in their proposed Operating Plans that the 

post-acquisition era w ill see substantial increases in freight train operations on the rail lines over 

w hich VRE provides service. Hence. I am particularly concemed about the impact of this increase 

on VRI- operaiions and its poiential for further deterioration of our commuter rail service. 

In its Operaiing Plan. NS has indicated that after the acquisition it will operate 

approximatel) two more freight Irains per day on the line between Manassas and Alexandria. Even 

assuming that this projection is not understated, it represents a 23 percent increase in freight train 

operaiions over the line shared with VRE. VRE is very concemed about the impact this 23 percent 

increase will have on its current operation of fourteen commuter trains per weekday on the 

Manassas line. 

The Operating Plan of CSX indicates that even greater increases ; freight train traffic w ill 

occur in its new Atlantic Coast Service Eane. which includes the CSX lines on vvhich VRE operates. 

CSX states that after the acquisition it will operate seven more freight trains per day in the 

Fredericksburg lo Alexandria (Potomac 'V'ard) corridor, l his represents a 43 percent increase in 

freight train operations over this 49-mil'.' commuter rail corridor. From Alexandria north to 

Washington. D.C., the post-acquisition inciease in freight operations is even more dramatic. In this 

six mile corridor over vvhich aM VRE service must operate. CSX anticipates operating eleven more 

freighi trains per day. 61 percent more than the pre-acquisition level. Such dramatic increases in 

freight train operations will undoubtedly affect VRE's serv ice. 



Historically, CSX has not been responsive to problems that arise in the joint operations over 

the line. Oftentimes, VRE has noi been successful in getting CSX to the table to discuss, let alone 

resolve, many important issues. 1 he post-acquisition increases in freight service as prcposed by 

CSX will only serve to magnify the problems of VRE and further regress a commuter operation that 

is already in need of significant improvement. 

In particular, delays occasioned by CSX accidents and resulting repairs have severely 

impacted VRi;'s operations and ridership. For example, a CSX freight derailment in early July of 

this year and necessarv repairs resulted in delays that in tum caused an approximate 25 percent 

decrease in VRE ridership over the ensuing two-month pe-̂ iod. VRE's on-time performance 

dropped to less than 40 percent ( )r July I ^97), with a > ear-to-date (January-August) actual on-time 

perfonnance of only 83 percent. In fact, during the July-early August time period. VRV had the 

w orst on-time perfomiance record of anv commuter rail svstem in the U.S. and Canada. VRE lost 

$300,000 in revenue because of tiiese delays Yet CSX's formal response to VRE's concems over 

this severe impact was lo agree to "give VRE the opportunity to tell us [CSX] why we should not 

invoke the termination provisions" and terminate VRE's services entirelv in the event of an accident 

or during periods of heavy maintenance. Attachment 1 (Letter from R.H. Young to Stephen T. 

Roberts, Sept. 3, 1997). 

Delays to VRE passenger serv ice as a result of freight train problems are routine occurrences 

on the CSX/VRE lines. Data assembled by VRE demonstrates that for the period July 1995 through 

August 1997 (vvhich corresponds to VRE's 1996 and 1997 fiscal years, plus the first two months of 

fiscal year 1998). VRE's actual on-time performance averaged only 85.9 percent. Attachmenl 2. In 

the commuter operations indusiry, this is well below acceptable on-time performance. By way of 

contrast. MI: I RA. which serves the Chicago metropolitan area and is a well-regarded commuter 
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operation, has an on-time perfomiance consistently averaging in the 94-98 percent range. 

Attachment 3. 

Much ofthe delay to VRE operations has been the result of freight-related problems, 

including numerous line-related malfunctions and maintenance-related problems. In particular, 

VRE: Irains on many occasions have been substantially delayed because of various CSX freight 

train-related problems, including, among others, signal failures, failure to clear outlawed freights, 

slow freighi train clearing, delayed receipt of proper bulletin documents from CSX dispatching, 

defect detector malfunctions, various freighi train malfunctions, broken rails and other track 

problems, delayed receipt of CSX I" dispatcher orders, and inability to contact CSX foremen. In 

fact, for the period May 1996 through Auuust 1997. VRE delays attributable only to CSX freight 

derailments, interference from CSX trains, or CSX switch and signal failures (i.e., not counting 

other CSX-relaled delays) amounted to 43.6 percent of all VRE delays. (The comparable figure for 

NS was 8.5 percent.) Attachment 4. 

1 hese sen, ice problems experienced by ' RE on the CSX lines are not a recent phenomenon, 

but are long-standing deficiencies and appear to be rooted in the inability or refusal of CSX to 

earnestly join in partnership with VRE to provide the reliable, on-time commuter rail service that 

riders expect and deserve. For its part. VRli provides professional crews and station, storage and 

maintenance facilities necessar,- lo operate the serv ice. In addition, VRE has provided $70 million 

in passenger equipment, $30 million in completed or planned facilily improvements, and $2.3 

million in annual pavmenis lo CSX covering access fees and specific improvements in despatching 

and communication services. 

The service problems on the CSX lines are most evident in two critical areas: (1) CSX's 

poor management and supervision of tl..' rail lines: and (2) its failure to properly coordinate 



operations and communicate with VRE officials. In addition, as described in some of the examples 

set forth below, these shortcomings appear to have contributed to a deterioration in the physical 

plant below the standards required for a first-class commuter rail operation. 

1. Inadequate Management/Supervision on the Rail Corridor 

Currently, there is no senior management supervision located on the line of railroad between 

Fredericksburg and Alexandria, Virginia. Fhis section of railroad is currently the responsibility of 

the operating Superintendent in Baltimore. Marv iand. It is now part of CSX's Baltimore Service 

Lane, but for the last three years responsibility for the territory has fiip-fiopped between the 

Division Superintendents in Baltimore and Florence. South Carolina. 1 his has created 

inconsistencies in how the line is managed and has contributed to the difficulties in making people 

accountable for performance on the line. If the proposed acquisition is approved, this territory will 

undergo yet another change iti management to the newly established Atlantic Coast Service Lane. 

Furthemiore. because it generates little on-line freight business, this corridor is essentially an 

"orphan" with no on-site managers. The nearest transponation supervisor is a trainmaster located in 

Richmond. Virginia, sixty miles south of Fredericksburg. This lack of local supervision creates 

fundamental problems in communications, coordination of operations and timely decision-making. 

For example, on June 26, 1997. heavy thunderstorms caused a signal failure on the line 

between Dalghren Junction and Quantico, Virginia. CSX had no altemate plan in place to operate 

the line unsignalled. With no local operating supervisors on the line to investigate and handle the 

matter, CSX dispatchers in Jacksonville, Florida were left to resolve the problem. VRF, was advised 

that it would take two days to implement a track warrant system to enable train operations on the 

line. Fortunately, the signal problem was rectified in quicker fashion, but five VRE irains were 

delayed up to 2 hours. 21 minutes that evening. 

_ ^ _ 



The shortcomings of CSX's management of the line were no better demonstrated than by 

actions taken to rectify service problems caused by a major derailment on the line at Rosslyn, 

Virginia on July 7, 1997. which took out the signal system. In response to these problems, a 

meeting was held between VRE officials and CSX management on July 17, 1997, at which CSX 

advised that they vvere prepared to fix the operational problems caused by the derailment. Their 

July 24, 1997 "fix" to the problem was simply to create an absolute block in a three-mile section of 

track wiihin the Alexandria to Washington. D.C. corridor. .Allowing only one train into the block at 

any one time tumed this already congested traffic lane into an absolute nightmare. Individual VRE 

trains were delayed up to 60 minutes, and VRE was forced to cancel 55 percent of its service for 

over two full weeks while the "fix" was in place and repairs were made to the track and signal 

systems. 

Similarly, the absence of on-site signal and maintenance-of-way supervisors contributes 

significantly lo unnecessary delay ot VRE trains. During the past year, in the face of mounting 

signal problems in the Fredericksburg to Alexandria corridor, CSX reduced the number of signal 

maintainers on the line from three to two and expanded the territory ofthe assigned Signal 

Supervisor to include a heavily trafficked coal line from Richmond to Newport News, Virginia. 

Signal and defect detector system failures continued to occur, however. Excluding the July 8. 19^7 

derailment and the resulting 55 percent reduction in VRE operaiions, in the period from June 17 to 

August 11. 1997. there were seven separate instances of signal or defect detector failure in the 

corridor affecting nineteen separate trains. Delay on these trains ranged from ten minutes to in 

excess of tvvo hours. 

1 would also point out an addilional recent example of CSX management's often indifferent 

attitude toward VRE operations. Over a year ago. VRE requested and agreed to pay for installation 
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of a crossover south of its Woodbridge, Virginia staiion which would avoid various train delays. 

Despite more than ample time, that crossover still has not been installed and likely will not be 

completed until mid-1998 or later. 

2. Lack of Coordinated Operations and Communications 

CSX dispatchers in Jacksonville conlrol all train movements in the Fredericksburg to 

Alexandria corridor. VRE trains are frequently delayed because CSX dispatchers do not timely 

send daily operating bulletins to VRE. These bulletins indicate special operating conditions and are 

required before train movements are allowed to proceed. For instance, in at least one recent case, on 

August 6. 1997. a CSX dispatcher in Jacksonville deliberately delayed an evening VRE train 25 

minutes beyond its scheduled departure time from Fredericksburg in order to allow a iocal freighi 

train access to the main line. Such unnecessary delays can be directly attributable to the 

dispatchers' unfamiliarity with the territory in the shared corridor. VRE has tried to address that 

issue, but to no avail. In each ofthe last four years, VRE has ofTered to fund training trips for CSX 

dispatchers over the VRE-served territory. CSX, however, has sent only two dispatchers (out of 

approximately eight) o train on the corridor. 

Problems relating to CSX transportation personnel also extend to CSX's maintenance-of

way forces. During the maintenance sea.son, CSX gives little or no regard to the operaiing schedule 

of VRE. Again citing some recen: examples, during the period from June 26 to August 6, 1997, 

there were ten separate instances of CSX trains interfering with and delaying 34 VRE commuter 

trains for as much as two hours. Many of these delays involved work trains that failed to timely 

clear the corridor or freight trains that were not timely moved after their crews" work time expired 

under the Hours of Service Act, thereby blocking the movement of VRE commuter trains. Work 

trains dumping ballast or spreading ties are often allowed to interfere with VRE operaiions. 
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I have read CSX's responses to the Commissions' discovery requests in which CSX was 

asked how it plans to avoid further delays to VRE trains resulting from various freight-related 

clearance projects CSX is planning to make on the Fredericksburg to Washington iir.e. CSX 

responded that it plans to impose curfews on its work crews so that they would not interfere with 

VRE trains. In fact, such curfews have been ineffective in the past. On numerous occasions work 

crews supposedly operating in curfew windows have caused substantial delays to VRE trains by 

failing, for example, to be off the line when VRE trains were .scheduled to begin mnning. 

Equally troublesome is VRE's inability to communicate with CSX maintenance forces when 

they are out on the line performing work. For example, on at least five occasions during July and 

August of I9'̂ 7. VRE trains were delayed at various I'̂ -utions simply because they could not make 

proper contact with the CSX maintenance-of-way foremen whose crews were performing work on 

the line. Operating rules, as well as safety considerations, require such communications before 

proceeding with irain movement into the work area, and unnecessary delays to VRE service result 

when the CSX foremen are not reachable by radio or other available means. 

Clearly, such commonplace delays to VRE commuter trains disprove CSX's stated 

commitment to commuter operations and demonstrate its inability or unwillingness to make such a 

commitment. Should CSXT run 43 to 61% more trains in the corridor as it plans, and given its 

propensity to ignore the importance of commuter service, VRE operations will most surely worsen 

unless this Board acts to protect the service. 

C. Conclusion 

Given the history of freight-related delays VRE has encountered and the damage they have 

done to VRE s performance and ridership. the subst mtial increases in freight traffic NS and CSX 
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have projecied will hav e a significant further adverse impact on VRE's operations unless conditions 

are imposed to protect VRE's service. 

- 9 -
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CERTIFICATE OF SERVICE 

1 certify that 1 have served a conformed copy of the foregoing Comments and Request 

for Conditions of Northern Virginia Transportation Commission and Potomac and 

Rappahannock Tran.sportation Commission in Finance Docket No. 33388. by first class mail 

properly addressed, with postage pre-paid or by more expeditious manner of delivery upon 

Administrative Law Judge Jacob Leventhal and All Parties of Record on the Service List. 

Kevin M. Sheys 

Dated: October 21. 1997. 
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ATTACHMENT 1 

jocUaniriU. XBtg 
R M. Young. Jf C0D*)35»-1B7 

S«pUmt)«r 3. 1997 

Mr. Stephen T. Roberts 
Director of Operations 
Virginia Railway Express 
6800 Versar Center, Suite 247 
Springfield, Virginia 22151-4147 

Dear Mr. Roberts: 

VRE has expressed dissatisfaction with the level of service provided by 
CSXT during the period when capacity of the RF&F Subdivision was severely 
Umited due to the derailment at RO and the planned heavy maintenance work. We 
regret the serv'»ce we wera able to provide was unacceptable. Our operatin;̂  
agreement provides for service termination dvffing Force r«*iiH;iire events arnl 
periods of heavy maintenance. ( propose a meeting to addres:? specificaUy these 
recent events as they relate to the operating agreement, in light of the 
unsatisfactory experiences, we would give VRE the opportunity to tell us why we 
should not irtvoke the terminatk^n provisions in the operating agreement when 
these types of events occur and reestablishing the service only when track 
capacity is restored. 

Your letter ot July 31, 1997, raised several contract issues of concem to 
VRE. This nneeting would be an opportunity to express your concerns. I proposed 
this meeting for 10:00 a.m., September 24. 1997. in Jacksonville, F'orida, at the 
CSXT General Office luikJing at 500 Water Street. We can adlust the starting 
time to accommodate flight scheduies. 

Sincerely, 

R. H. Young.^ 

cy: Mr P.H Re'strvjp 
Mr. R. W. Shinn 
Mr. A. B. Aftoora 



VRE On-Time Performance 

ATTACHMENT 2 

FY 1996 FY 1997 FY 1998 

% % % 

July 83.3 80.8 39.9 

August 90.0 90.0 77.9 

September 90.9 88.3 

October 91.6 91.8 

November 92.2 89.9 — 

December 91.2 94.1 — 

January 86.3 89.6 — 

February 82.5 93.3 — 

March 84.9 88.1 — 

April 89.5 89.1 — 

May 83.4 95.8 

Juno 68.7 91.4 

Average 86.2 90.1 58.9 
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ATTACHMENT 4 

EXAMPLES OF RECENT CSXT INCIDENTS OF DELAY 

jtjwZB Five ewening trains delayed up to 2301 eceoifTt signal failure t\ 
Quantico tn Dajghren JCL Area. Ballast train m vi«y on «2 and had 
dumped ballast over defect detector at Brooke showing faism 
defect. 

j t ^ 2 7 NO MAINTAWTO .they all outiawBd. Fwe mommg trams 
were delayed up to 31" due to unreeoNed signal probtems firom 
pravious night Evening train 301 delayed 39" account baSast 
train failed to dear up. 

j^ilv8 THE WRECK AT Rosslyn. 

juiv9 VRE morning tains delayed teaving Fredericksbuig account 
outlawed freights in the way. 

jutvio Five moming trains delayed up to 38" at Fredericksburg account 
more outlawed freigms blocking movement i* VRE evening train 
delayed account CSXT had ouOawed freight on Potomac bridge. 

julv IS Night tocal fWght delayed 1* VTiE tram i r account slow dearing 
at Fredericksburg. 

Juiv 17 1* VRE evening train delayed 38" waiting for proper bulletin 
documents from Jadcsonvllle. 

July 21 Train 310 delayed 80" in am acoount Q40121 stopped ahead with 
defect detector malfunction and 90' to inspect train. Five evening 
trains delayed up to 66" between QuanBco and Dalghren Jet 
account unable to contact MW foreman and continuing defect 
detector matfUnctions. 

julv 22 Train 309 tost 23" again trying to contact MW foreman. 

Juiv 23 Ross defiBCtor again defective .,.300 tost 10" 

jutv24 CSXT creates ateolute block for ttwae ntiias.....^.~.,delays up 
toM" .VRE forced to cut service by 68%. 

AU. FOUQWIHO OBL^ra fWERE TO VRE TWUMS KUNHIH6 AT 4S% «BRVIC« « V t t 

July 28 CSXT hy-rail heat Inspedkxi 2 hours late -set on behind 1* 
VRE evening train. Then derailed at Crystal City. Instead of 



VIRGINIA RAILWAY EXPRESS 
CAUSE OF DELAYS(# OF TRAINS) - MAY96 

WTACC/INT(10)11% 

SG/SW-CSX (30) 32% 

SG/SW-NS (4) 4% 
SLO ORD (4) 4% 

^ AMT INT-CSX (6) 6% 

^ FRT INTCR (4) 4% 
FRTINT-NS(1)1% 

FRT INT-CSX(7) 7% 

OTHER (8) 9% 

MECHANICAL (5) 5% 

LATE TURNS (16)17% 
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VIRGINIA RAILWAY EXPRESS 
CAUSE OF DELAYS(# OF TRAINS) - JUN96 

4% 

MW/SLO-NS (68) 42% 

SG/SWT-CSX (13) 8% 
TR INTF-WUT(IO) 6% 

TR INTF-CR (5) 3% 
TR INTF-NS (6) 4% 

TR INTF-CSX(13) 8% 

OTHER (21)13% 

MECHANICAL (2)1% 
LATE TURNS (16)10% 



VIRGINIA RAILWAY EXPRESS 
CAUSE OF DELAYS(# OF TRAINS) - JUL96 

TR INTF-WT^W^) TR INTF-NS (6) 6% 

SG/SWT-CSX (14)13% 

SG/SWT-NS (9) 9% 

MW/SLO-CSX (6) 6% 

MW/SLO-NS (4) 4% 

TR INTF-CSX(23) 22% 

PAX (4) 4% 

OTHER (9) 8% 

MECHANICAL (2) 2% 
LATE TURNS (17)16% 



VIRGINIA RAILWAY EXPRESS 
CAUSE OF DELAYS(# OF TRAINS) - AUG96 

TH INTF-CSX(32) 56% 

FRA TESTNS (3) 5% 

SG/SWTCSX (3) 5% 
SG/SWT-NS (1)2% 
MW/SLO-CSX (1) 2% 

MW/SLO-NS (1)2% 

PAX/OTHER (6)11% 

LATE TURNS (2) 3% 



VIRGINIA RAILWAY EXPRESS 
CAUSE OF DELAYS(# OF TRAINS) - SEP96 

TR INTF-NS (1)2% TR INTF-CSX(21) 34% 

SG/SWT-CSX (4) 6% 

SG/SWT-NS (5) 8% 

LATE TURNS (11)18% 

PAX (1)2% 

HI RAIL-CSX(5) 8% 

MECHANICAL (1) 2% 
WT POWER (3) 5% 

FRATE^pM£Bfi,^3)5% 
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VIRGINIA RAILWAY EXPRESS 
CAUSE OF DELAYS(# OF TRAINS) - OCT96 

TR INTF-NS (4) 9% 

SG/SWT-CSX (12) 26% 

SG/SWT-NS (2) 4% 

FRATEST-NS (4)9% 
MECHANICAL (1)2% j p , 

TR INTF-CSX(12)26% 

OTHER (4) 8% 

CREW (1)2% 

BRIDGE STRIK(3) 6% 
JURNS^ ĵ4% 
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VIRGINIA RAILWAY EXPRESS 
CAUSE OF DELAYS(# OF TRAINS) - NOV96 

SG/SWT-CSX (14) 28% 

SG/SWT-NS (5) 10% 

M/W-CSX (1) 2% 

M/W-NS (4) 8% 

MECHANICAL (4) 8% 

TR INTF-CSX(10)20% 

OTHER (2) 4% 
CREW (1 J 2% 
PAX (1) 2% 

FRA TEST (4) 8% 
LATE TURNS (4) 8% 



n 

VIRGINIA RAILWAY EXPRESS 
CAUSE OF DELAYS(# OF TRAINS) - DEC96 

TR INTF-NS (4) 13% 

SIG/SWT-CSX (8) 25% 

CSXORDERS(3)10% 

TR INTF-CSX(9) 28% 

TR 

OTHER (2) 6% 

P.AX (1) 3% 

MECHANICAL (3) 9% 
TEST (1)5% 

to?. 



VIRGINIA RAILWAY EXPRESS 

ON-TIME PERFORMANCE 

J A N M MAY 

RAW (ALU 

MSS LINE 

JUL 

CONTRACT (AMTRAK) 

— - FBO LINE 

JANS7 

CAUSE OF DELAYS (# OF TRAINS) - JAN97 

! 8IOMAL » SWrrCM FAI10RE6 - CSX (M> 45 

TRAIN INTERFERENCE - CSX (14) 24.(H 

FRATESTINO(I) I 

CREW RELATED (1) 

LATE TURNS (2) l.SK I 

MECHANCAL FAILURES (7) 12.3% 

TRAIN INTERFERENCE - CR (1) 1.«<r| 

LATE ORDERS • NS (1) 1 



VIRGINIA RAILWAY EXPRESS 

ON-TIME PERFORMANCE 

FEBSe APR AUO 

COMBINED (RAW) 

MSS LINE (RAW) 

COMBINED (CONTRACT) 

FBO LINE (RAW) 

C A U S E OF DELAYS (# OF TRAINS) - FEB97 
(Operated = 494; Delays = 33; On-Time = 461; OTP% = 93.3%) 

SIONAL & GWrrCH FAILURES-CSX (2 ) * .1% 

I TRAIN INTERFERENCE-MS ( a n l * 

SIONAL i SWITCH FAILURES • NS (1) 3.0% 

MECHANICAL FAILURES IS) 1SJ% 



VIRGINIA RAILWAY EXPRESS 

MAR98 

ON-TIME PERFORMANCE 

COMBINED (RAW) 

MSS LINE (RAW) 

COMBINED (CONTRACT) 

— - FBO LINE (RAW) 

CAUSE OF DELAYS (# OF TRAINS) - MAR97 

(Operated = 536; Delays = 64; On-Time = 472; OTP% = 88.1%) 

SLOW ORDERS - CSX (1) 1.B% 

M/W-CSX (1) 1.S% 

TRAIN INTERFERENCE - MS (4) • 3% 

I SIQNAL t SWITCH FAILURES - WS !» )» 4% I 



VIRGINIA RAIL WA Y EXPRESS 

ON-TIME PERFORMANCE 

S5 

SO -

APR8S 
JUL SEP 

JUN AUG 

COMBINED (RAW) 

MSS LINE (RAW) 

OCT 
JANSr I MAR 

OEC FEB APR 

COMBINED (CONTRACT) 

— - FBO LINE (RAW) 

CAUSE OF DELAYS (# OF TRAINS) - APR97 
(Operated = 566; Delays = 62; On-Time = 504; OTP% = 89.1%) 

r MECHANICAL FAILURES ( t ) 12.8% 



VIRGINIA RAILWAY EXPRESS 

ON-TIME PERFORMANCE 

AUG OCT DEC FEB APR 
MAYM JUL SEP JAN97 MAR MAY 

COMBINED (RAW) 

MSS LINE (RAW) 

COMBINED (CONTRACT) 

FBO LINE (RAW) 

C A U S E OF DELAYS (# OF TRAINS) - MAY97 
(Operated = 546; Deiays = 23; On-Time = 523; OTP% = 95.8%) 



VIRGINIA RAIL WA Y EXPRESS 

ON-TIME PCRFORMANCE 

JUN96 

NOV MAY 

OCT 

COMBINED (RAW) 

MSS LINE (RAW) 

DEC FEB APR JUN 

COMBINED (CONTRACT) 

— • — FBO LINE (RAW) 

CAUSE OF DELAYS (# OF TRAINS) - JUN97 
(Operated = 546; Delays = 47; On-Time = 499; OTP% = 91.4%) 



VIRGINIA RAIL WA Y EXPRESS 

ON-TIME PERFORMANCE 

AUG 
J U L M SEP NOV 

COMBINED (RAW) 

MSS LINE (RAW) 

JANS7 MAR MAV JUL 

COMBINtD (CONTRACT) 

— • — FBO LINE (RAW) 

CAUSE OF DELAYS (# OF TRAINS) - JUL97 
(Operated = 486; Delays = 292; On-Time = 194; OTP% = 39.9%) 

I CSX DERAILMENT AT 'RO' (234) so. 1%; 

t 
- Derailment on 7/8 (5) 
-By Derailment Site (23) 
- Speed Restnrtions RO-SRO (59) 
- Speed Restnctions CP VA-SRO (33) 
- SignaU Out-of-Service WAS-SRO (54) 
- CSX Freight Train Interference (15) 
- .Amtrak Train Interference (23) 
- Lale Tums (22) 

1 SIONAUSWITCH FAILURE • N8 (S)2.r%| 

1 FREIOHT INTERFERENCE NS (2)0.7%| 

1 AMTRAK INTERFERENCE - NS (1)0.3%! 

1 CREW RELATED |1)0.3%l 

1 SIONAUSWITCH FAILURE - C S X ( 1 ) 0 3%I 

! FREIGHT INTERFERENCE -CSX (2)0.7%l 

AMTRAK INTERFERENCE • CSX (2) 0.7%! 

OTHER (1)0.3% I 

AMTRAK INTERFERENCE -W.U.T (1)0.3%| 

WEATHER (2)0 7%! 

I LATE ORDERS-CSX (31 1.0%I 

I W.U.T. SIONAL FAILURE (3) 1.0%! 

i CSX HI-RAIL EQUP DERAILMENT (4) 1.4% I 

TIE REPLACEMENT PROJECT • CSX (27) 9 2%i 

. M/W Slow Orders In Work Areas (21) 
• Wait For Permission Through Worlt Aiea (1) 
• Work Train Interference (5) 



VIRGINIA RAILWAY EXPRESS 

AUO80 

ON-TIME PERFORMANCE 

JANB7 
DEC FEB APR 

COMBINED (RAW) 

MSS LINE (RAW) 

COMBINED (CONTRACT) 

— FBO LINE (RAW) 

JUN AUO 

CAUSE OF DELAYS (# OF TRAINS) - AUG97 
(Operated = 440; Delays = 97; On-Time = 343; OTP% = 77.9%) 

M'W QAN-FBO (TWN. INTF INCL )-CSX (88) 56.7% 

CONTACT M/W FOREMAN - CSX (1) 1 0%l 

FOR NEW ORDERS - CSX [2) 2.1%) 

SIONAUSWITCH FAILURE - CSX (B) ».3%| 

FREIGHT INTERFERENCE - CSX (1) 1 0 ^ 

AMTRAK INTERFERENCE - CSX (3) 3 .1%! 

OTHER (1) 1.0% ' 

MECHANICAL FAILURES (2) 2 . 1 % ! 

W U T. INTERFERENCE (2) M % l 

I OTHER - NS (1) 1.0% i 

SIONAUSWITCH FAILURE - NS (3) 3 .1%! 

AMTRAK INTERFERENCE - NS (2) 2 . 1%! 

I SIONAL 016 S S/R DUE TO ' R O ' DERAILMENT - CSX (15) 18.S%| 



VIRGINIA RAIL WA Y EXPRESS 

SEP8S 

ON-TIME PERFORMANC'= 

NOV 

COMBINED (RAW) 

MSS LINE (RAW) 

COMBINED (CONTRACT) 

• — FBO LINE (RAW) 

CAUSE OF DELAYS (# OF TRAINS) - SEP97 
(Operated = 546; Delays = 26; On-Time = 520; OTP% = 96.4%) 

! FREIOHT INTERFERENCE - CSX (6) 23 1% i 

AMTRAK INTERFERENCE - CSX (3) 11.8%: 

W.U.T. DISPATCHING (3) 115%, 

! MECHANICAL FAILURE (1)3 8% 



daaring main, CSXT decided to block BOTH main lines to rerail 
piclG-up with txram truck. VRE suffsred delays up to 1*30' • 

^ijll23. TvvD VRE evening trains delayed up to 25" account unable to 
uootact CSXT foreman, and IbUowIng CSXT freight at 30 mph 
account rear end tatemetry inoperattve. 

JUv3l Track kinked near Leeland acoount disturbed by tie gang. Prsigtn 
tram saw it and stopped on top ; without derafling. All VRE trains 
had to operate wrong matn and delayed up to 45". 

AuflsaLl VRE moming trains delayed up to 30" acoount tie gang occupied 
BOTH mams north of Oahlgren Jet and Mled to deai on time. 

August 4 VRE moming trains delayed up to 35* account outlawed CSXT 
(Mght occupying track 2 at SRO. Was there for several hours. 

Augusts VRE evening frains were delayed up to TWO HOURS account 
v«orK train distributing ties deered up 30" late; then track drouit 
stayed on and was later ibund to be damage to eiectric lock on 
switch from tie gang. All maintairwa were working at RO. 
Dispatcher contributed to this by requiring 302 to operate at 
"resfricted speed" for 19 miles when other main line was dear. 

Augusts VRE 304 delayed 25' at Fredericksburg whiie dispatcher ran "night 
local" CSXT freight from Quantico to Dahlgren Jet-

August 10 Signals at RO restored to serviue. 

August 11 304 delayed 15' by defect detector malfunction at Brooke. 309 
delayed 10" attempting to contact MW foreman. 

August 12 323 delayed 15' at RO waiting for CSXT dispatcher to issue new 
Skiw orders. 

August 1? 302 delayed 16* attempting to contact foreman Ogle. 



AUG 97 Delay* 

DATE TRAIN 
MINUTESI 

LATE RR REASON FOR DELAY 

8/1/971 
8/1/97* 
8/1/97; 
8/1/97 
8/1/97 
8/i/97 
3 / ; ^7 
0-4̂ 97 
8/4^7 " 
8/4/97 ' 
8/4/97' 
8/4/97* 
8MJ97*' 
a/4/97 
BJ4J97 
8/5^7 
8J5/97 
8/5/97 
8/5/97 
8/5/97 
8/5/97 
8/5/97 
8/5/97 
8/5/97 
6/5/97 
a/6/97 
8/6/97 
e/6?97 
8/6/97 
8/6/97 

300 
304 
308 
301 
303 
309 

42iCSX 
40 CSX 

300 
304 
30e 
324 
328 
330 
301 
303 
309 
300 
304 
308 
301 
303 
305 
325 
327 
324 
328 
300 

8/6/97 
8/C/97. 
8/6/97' 
8/6/97 
8/7/97 
8/7/97 
8/7/97* 
8/7/97 
8̂ 7/97 

J 2 4 
304 
330* 
308' 
301* 
303* 
309* 
331] 
300| 

'304 i 
308* 
301* 
303 

a/7/97 331 
8/7/97 309 
e/B/97 300 
8/8/97 304 

a/S/97 308 
8/8/97 
8/8/97 

330 
301 

14 
39 
42 

JO 
JO 

35 
J 3 
20 

CSX 
CSX 

33" DAHJCT FOR TRACK FOR TO CLEAR 3 TRACK. 8 ^ C ^ S/O, T-^SRO-WAS SIGNALS O/S 
12" CSX S/O, 5" PAX, 1" Rn . 13" RAVENSWORTH WAIT O N 6 7 f O CLEAR 3 TRACX I t 
8" CSX S/O, 6^ SRQ-WAS SIGNALS b/S 

' SRO-WAS SIGNALS O/S 

CSX 
CSX 
CSX 
CSX 

csx 
CSX 

27 csx 

4" BY SRO-RO, 13" RAVE NSWORf H FOR HEAT INSPECTION, 28" HAND THROW SWITCHES AT DAHJCT 
8" BY SRO-RO; 2" S70, r SIGNALS 94 3, 26" DAHJCT HANDTHROW SWITCH 
r By SRO-RCj; Iff^fOLLOWING Q 4 ^ T 14" DAHJCT FOR Q405, Q40631, Q41231. PC)66 AHEAD 
28" PY-WAS DUE TO SIGNAL PROBLEMS, T CSX S/O 
13" SRO-WAS FOLLOWING 84, 10" BACKUP AF TO X OVER, T CSX S/O, 4* R/T 
8" SRO-WAS'SIGNALS 07s, 5" CSX S/O, 4 ' FBG FOR 84 
24" SRO-WAS SIGNAL PROBLEMS, 2" PAX, 1" R/T 
22" S/S SEMINARY FOR 67 AND 304 AHEAD, 15" SRO-WAS FOLLOWING 304 

J l 
J l 

7 
8 

J7 
30 
22 

J\2Q 
49 

CSX 
CSX 
CSX 

14" S/S AF FOLLOWING 84, 4" SRO-WAS SIGNALS O/S, 4" PAX 

CSX 
CSX 
CSX 

32 WDG DUE TO CSX INSPECTION AT FEATHERSTONE, 3" CSX S/O, 2" PAX, 1" R/T 
5" w / ^ s ^ R o SIC3NALS O/S, er c s x s/o, r PAX, I ' R / T 
5 " W A S - S R O S I C 5 N A L S O / S 5"CSXS/0 

CSX 
CSX 
CSX 

15 csx 
je^csx 
J 2 l c S X 
J2 iCSX 
22|CSX 
2A CSX 

r PAX, 20" CSX A / C W O R K A R E A , F REST S P E E D S R O C P V A 

2 r c s x s /6 A/c W O R K A R E A ^ r P A X , Ke;; R E S T S P E E D SRO<:pyA 

4;; FBG FOLLOWING P084, T CSX S/6. 3" PAXrS" REST SPPED SRO-CPVA 
5;' BY SRO-RO, 115" HELD QAN FOK Q2105(WORK TRAIN LATE) AND REST SPEED OAN-DAHJCT SIGNALS DOWN 
5" BY SRORO. 45" FOR Q176 AHEAD-RAN 3 TRACK FROMOAN TODAHJCT ^ 
5 • K-TOWE R. 4" BY SRO-RO, SIGNAL 712, 4" S/O 
13" S/S VIRGINAI AVE FOR PO90, 6" BY SRO-RO 
icr BY SRO-RO, r P A x r r R / T _ ^ 
9" SRO-WAS SIGNALS Ois, V PAX, 1" R/T, T S/S AF FOR 300 
3" PAX. 13" S/S AF FOR 304' 

JO 
43 

CSX 
CSX 

13[CSX 
16'csx 
12'CSX 

l i jcsx 
49|CSX 
11 'CSX 
20'CSX 
3rcsx 
25'CSX 
lajcsx 
17'csx 

"10'csx 
jo ' csx 
jg ' csx 
2 8 * « X 

CSX 

21" CSX S/O A/C WORK AREA, 6" REST SPEED S R 0 < : P V A 
r PAX, y k n . i r R E S T S P E E D * F O L L O W I N G 3oq A L E X - W A S ^ 

24" S/S DAHJCT A/C 0792, ' l "R/t , r CSX SIO. 2" PAX, 3" XOVER AF, 10" REST SPEED SROCPVA 
8-HC PAX 6" R E S T SPEED S 'R<>CPVA 

6" F O L L O W I N G P084 FBG-QAN, 6" CSX S/O, 5" REST SPEED SROCPVA 
j i f f ' BY SRO-RO 6' UNLOAD PAX FROM 3 TRACK 
j6" BY SRO-RO 8" UNLOAD FROM S TRACK 
i6" BY SRO-RO, 14" S/S DAHJCT FOR K41205 & K65O05 AHEAD, 31 S/S QAN FOR 66 t DO2106 AHEAD 
l'3" BY SRO- 'RO, 10" CAB SIGNAL P R O B L E 4 " HC PAX 
6" FOLLOWING Q174 FBG-LLR, 5" P M A/C WORKING FROM 3TRACK, 1" CSX S/O, 10" REST SPEED SRO-CPVA 
2" R/T 14" CSX s7o, 8" INCORRECT CAB SIGNAL PY, T REST SPEED SRO-RO 
1" PAX, 12 • SIGNAL FOLLOWING P084 FB(3-BKV.~10- CSX'S/O, ̂  R ' | S T SPEED S R O C P V A " 
4" WAS-SRO SIGNALS O/S, 13r CSX S/O, 4" S/S AF FOR FREIGHT 
5" WAS-SRO SIGNALS O/S^ 1V CSX 5 /0^1 " R/T 
8" WAS-SRO SIGNALS O/S, 3" R/T 
5- WAS-SRO SIGNALS 0/'sTl3" CSX S/672" R/T 

J l 
15 CSX 
13 CSX 

5" CSX S/O, 6" PAX WORKING FROM 3 TRACK. 8" REST SPEED SRO<;PVA 
21" CSX'S70, i " PAX, 11" REST SPEED SRO-CPVA 
i . " f OLLpWING P ^ f * ' 1 i • CSX S70, 8" REST SPEED SRO-CPVA 
4- H/C PAX, 2- PAX, 16" REST SPEED SR(>CPVA 
r WAS-SRO SIGNALS O/S, 2" AF FOR Q176, I T CSX S/O 
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AUG 97 Delay* 

8/8/97 327 17 NS 
8/8/97 303 8 CSX 
8/8/97 309 ' • 16 CSX 

8/11/97 300 7 CSX 
8/11/97 304 35 CSX 
8/11/97 1 308 9 CSX 
8/11/97 301 9 CSX 
8/11/97 303 CSX 
8/11/97 331 11 CSX 
8/11/97 309 30 csx 
8/12/97 324 7 csx 
8/12/97 300 23 CSX 
a/12/97 302 27 csx. 
8/12/97 304 19 csx 
B/12«7 308 11 csx 
a/12/97 330 id csx 
8/12/97 323 15 csx 
8/12/97 301 31 csx 
8.'12/97 303 52 csx 
8/12/97 305 ' 24 csx 
8/12/97 307 24 csx 
8/12/97 309 csx 
8/13/97 302 14 csx 
8/13/97 304 10 csx 
8/13/97 300 14 csx 
8/13/97 321 15 csx 
8/13/97 301 17 csx 
8/13/97 303 34 csx 
8/13/97 305 43 AMT 
8/13/97 307 14 AMT 
8/13/97 309 9 csx 
8/14/97 300 7 csx 
8/14/97 321 10 csx 
8/14/97 301 19 csx 
8/14/97 303 16 csx 
8/14,'97 305 19 csx 
a' l 4/97 322 13 csx 
a' l 4/97 304 7 csx 
a 14/9? 302 24 csx 
a i4 /97 306 7 csx 
a i4 /97 308 16 csx 
a i5 /97 332 ' a AM'T 
8/15.'97 325 14 csx 
a 15/97 301 28 c;sx 
a i 5 ' 9 7 '303 24 csx 
a 15/9/ 329 15 NS 
a 15/97 305 11 csx 
a i5 /97 331 23 csx 

i r S / S CR TOWER, 3" WAS-SRO SIGNALS O/S. 4 ' H/C PAX 
13" CSX S/0,'4" WAS-SRO SIGNALS O/S 

13"CSX "S/0, 3" H/C PAX 

12" S/O _ 
15" CSX S/6 

10-FOR300 .HEAD, 3"RST316SR0 4 R O 
3" FOLLCWING 174, r- w6t<ING 3 TRACK LLFj/^ByK/QAN, 23" S/6 2" APP RO 

r P/W, 13" 3 TRACK LLR/BRK/(3AN. 2 ' R/T, 4" APP RO 

16- s/q I _1 _ 
2" PAX, 12" FOLLOWING 84 
15" S/S RO FOR NEW SLOW ORDERS 

5" CSX S/O, 21" SIR PASSING WORK CREWS 

•io-'csx S/O, 14" S/R PASSING WORK CREWS 
CSX S/0,'l8" S/R PASSING WORKCREWSril" DAHJCT FOR NEW SLOW ORDERS _ 
CSX SIO, 13" S/S BROOKE'FOR PROTECTION ON 2 TRACK-OPERA^^^ 

3" S/6 3 TRACK LIR/BRIC/QAN,'iff' TO CONIACJ OGLE 71^ , 

3 TRACK LLR/BRK/QAN, 13" S/O 
15" F O L L O W I N G ' 6 7 , 3" RS 'T 'NAX FOR 67 AHEAD 

4" CSX S/O, 3" CAB SIGNAL FLIPS, 14" S/R PASSING WORK CREVVS ^ 
23" NPOSPT'FOn80, 18" S/R QAN DAHJCT PASSING WORK CREWS 
34" WAS EQUIPMENT PROBLEMS V21-SWAPPEb EQUIPMENT, 13" S/T QAN-FBG PASSING WORK CREWS, 2 " J / 0 
10" WAS V20 SPEEDOMETER PROBLEMS, 12" S/R QAN FBG PASSING WORK CREWS 

19" SP REST & WORK ORDER 
13" DP WAS FOLLOWING 67 
12" R 6 TESTING SWITCHES, y CSX S/<D, 8" S/R QAN-FBG PASSING WORK CHEWS 

3" NPOSPO FOR 80, r QAN-FBG S/R PASSING WORK CREWS, 6" DAHJCT FOR Q175 
1" PAX, 1" RT, 1" SIG. 11" S/S R 6 0143 AHEAD. 1" S/S CPVA 
12" SP REST 2 TRACK WORK 6 R D E R ' , ' 4 " R'/T 
12" S;S DAHJCT FOR 98 X-OVER A H E A D , ' 19 " SP REST t WORK ORDER 71 0-79 0 
j 6 " SR REST 4 WORK ORDER 
4^ FBG FOR 8 4 'AHE/VD, 7^ FOLLOWING 84 12" SP REST 
13" DP Bf(V'20 AHEAD, 3" FOLLOWING 20 ' [ 
r S/S RO SWITCH, 9" S/S CR TOWER SIGNAL 
5" RO SWltCHr2- CSX S/6T1" N(>6SPT FOR NOS111, i r S/R PASSING WORK CREWS 
5" CSX S/O, 10" NPOSPt FOR 90, 15" S/R QANjfBG PASSING WORK CREWS 
8" S/S CR TOWER FOR SIGNAL PROBLEMS^ 
*1CS'< 3" NPOSPT FOR 80, t S/R QAN-FBG P/kSSING WORK CREWS 
2 4 " A F F O R T 6 L ' " 
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AUO 87 Daily* 

a/21/97 323 NS 
ft/22«7 
8/29/97 

310 
332 

AMT 
NS 

4" APP SRO, 6" GATE AT MAIN MSS 
r PAX, 14" FOLLOWING P09e FBG-QAN 
13'>6LLOWING P 6 2 0 BRU-MPK, 4' H/C PAX 

Pao*3 



STB FD-33388 10-21-97 D ID-182870 3/4 



JULY 97 Delay* 

REASON FOR DELAY 
15" FOLLOWING Q175RW-QUANTICO. 2" PAX 
13- WAITING FOR P096 AT RAVENSWORTH, 3" PAX, 2" CSX S/O, 1" R/T 
5" WASH W A I T I N G O N P O 9 I F O R D IESEL , 4- F>AX, r R/T 

15- F O L L O W I N G P 6 5 3 ON 3 TRACK, Q176 > P C « 0 ON 2 T R A C K ^ 

D E R A I L M E N T AT RO ^ 

TURNED AT ALEX DERAILMENT AT RO . 
DERAILMENT AT RO 
TURNED AT ALEX DERAILMENT A t RO 
bER'^ILMENT AT RO 
18" D E R A I L M E N R ' A T RO, 6- HAMILTON XOVER T q 3 _ _ 
21"bERAILikilENT AT R 6 , 8" HAMILTON XOVER TO 3 
21" DERAILMENT AT RO, g j l A M I L t 6 N XOVER TO 3, r STOP AF 
17" DERAILMENT'AT RO" 
15" DERAILMENT AT RO 

'ie^ DERAILMENT AT'RO, 4" AF FOLLOWING 306 
3(r DERAILMENT AT ROr3" FOLLOWING 20 
15" DERAILMENT AT RO 
2 r dERAILMENT AT RO 
28" DERAILMENT AT RO, 6" PAX . 
64" DERAILMENT AT R 6 ; WAITING FOR PANELTRAJN 
M " DERAILMENT AT RO; WAITING FOR P A N E l ^ T R ^ ^ 
54- DERAILMENT AT R 6 ; WAIT ING FOg PANEL TRAIN, 6" FOLLOWING P091. T PAX 
48" DERAILMENT AT j^O'^ l " PAX ' 
24" DERAILMENT AT RO. 6" FOLLOWIN^3 JO 
19" DERAILMENT AT RO; 4"STOPSEM_ 
2 r r)ERAILMENt A T 'RO, 3 " S T 0 P S E M 
r DERAILMENT AT RO, 30" STOP SEM-4'q, 415, 306 AHEAD 
12" DERAILMENT AT RO 
17^ DERAILMENt AT RO, 13" XOVER AT XR 
23" DERAILMENT AT RO, 38" XOVER A t XR 4 f 1 ? * ^ f i ^ 
10" DERAILMENT A t RO, 15" XOVER A,T XR 
28" DERAILMENT AT Ro' 13" XOVER AT XR, W FOLLOWING FREIGHT 
6" DERAILMENt AT R0. 3r 'FOLLOWING 174, 3" STOP tUNNEL 
36" SINGLE TRACK WAS-RO A/C Q4006UT OF TIME, 20" RUNNING REST SPEED RO-SRO, T PAX 
30" SINGLE TRACK WAS-RO A/C Q400 OUT OF t iME, 16" RUNNING REST SPEED RO-SRO 
18- SINGLE TRACK WAS-RO A/C Q400 OUT OF t iME, 15" RUNNING flEST SPEED RO-SRO 
36- SINGLE TRACK WAS-RO A/C Q400 OUT OF t iME, 15" RUNNING RESt SPEED RO-SRO. S ' ^ M 
22" SINGLE TRACK WAS-RO A'C Q400 OUT OF TIME, 20^ RUNNING REST SPEED RO-SRO 
15- REST SPEED RO-SRO 6" FOLLOVVING P093,'rRn-_. 5" S/S'OA^^ FOR Q176 
10- REST SPEED RO-SRO; 5" S7s NALX FOR POSO, 12" S/S AF FOLLOWING Q410, 6" S / j POSSPT A/CQ176 
45" LATE TURN OFF 323, 17" REST SPEED SRO-RO . 
58" LATE TURN 6 F F J 3 4 ^ 15" REST St'EED RO-SRO 
2Qr BY RO.'a" EDSAU 3 2 t AHD, r 
10"BYRO ' 
14" BY RO, 6" DP BRU LATE ARRIVAL -
35"-TURNED AT Q U A ' N T I C O 
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)LY 97 Delay* 

7/11/97 310 9 CSX 9- BY RO, 8" TURNED AT QUANTICO 
7/11/97 321 21 csx 21" BY RO, 324 AHD 
7/11/97 332 9 csx 11" BY RO 
7/11/97 326 15 csx' 10- BY RO, r Q405 AT SEM 
7/11/97 300 9 csx i r BYRO 
7/11/97 302 21 CSX 11-BY RO, 10-STOP AF 
7/11/97 304 10 csx 10" BY RO 
7/11/97 306 14 csx 16- BY RO, 2" XOVER AT AF 
7/11/97 308 34 csx 16- BY RO, 18- FOLLOWING 34 
7/11/97 323 10 csx 11-BY RO. 3-PAX 
7/11/97 329 11 csx 10- BY RO, r PAX 
7/11/97 331 25 csx 10- BY RO, 20- S/S FOR AJT 307 WAITING ON PO90 & PO80 
7/11/97 334 48 csx 10- BY RO, 10- LATE TURN OFF 323, SST S/S . EU AJC PO90 & PO80 & 307 
7/i l /97 333 ' 4 3 csx 35" LATE TURN OFF 334, Iff" BY RO 
7/11/97 3 0 i 15 csx 15" BY RO, 1"PAX 
7/11/97 303 16 csx 12" BY RO, 5" REST SPEED A/C 0173 IN EMERGENCY, r PAX. 1"R/T 
7/11/97 30S 36 csx r SWITCHING EQUIPMENT AT IVr CITY, 10" BY RO, 1 ? FOLLOWING 0173 WAS-QUANTICO 
7/11/97 307 31 csx 3- HEP, 8- BY RO. V Rn , 29r NALX A/C PO90 & PO80 
7/11/97 309 19 csx 12- BY RO, 4" FOLLOWING 331, T PAX 
'7/14/97 324 8 csx 13" SRO-WAS SIGNALS OIS 
7/14/97 302 11 csx 116- SRO-WAS SIGNALS O/S 
7/14/97 326 17 csx' 5- ALX C/O TRAIN CONTROL, I T SRO-WAS SIGNALS O/S 
7/14«7 328 20 csx 6" AF FOR 98, 15" SRO-WAS SIGNALS O/S, 3" PAX 
7/14/97 330 10 csx 1 r SRO-WAS SIGNALS O/S, 3" PAX 
7/14/97 304 12 csx 3- R/T, 1- CSX S/O, 12- SRO-WAS SIGNALS O/S 
7/14/97 303 10 csx 4- FBG FOR 98, 9r SRO-WAS SIGNALS O/S 
7/14/97 308 12 csx 10" SRO-WAS SIGNALS O/S, 2" S/S QUANTICO, 1" PAX 
7/14/97 300 16 csx 4" FBG FOR CREW, 16" SRO-WAS SIGNALS O/S 
7/14/97 321 33 csx i r LATE OFF 300, 19" WAS-ALX FOLLOWING 319 4 67 SIGNALS O/S 
7/14/97 '3J2 32 csx 20" BRU LATE OFF 321, 12" SRO-WAS SIGNALS O/S 
7/14/97 322 10 "csx 11-SRO-WAS SIGNALS O/S, I'PAX, V Rn 
7/14/97 319 26 csx 20" LATE OFF 322 4 W A | T ON 300, 9" WAS-SRO SIGNALS O/S 
7/14̂ 917 310 25 csx 22" LATE OFF 319, r SRaWAS SIGNALS O/S 
7/14/97 301 8 csx 10" REST SPEED VA-SRO, r PAX 
7/14)97 305 13 "csx 10- REST SPEED VA-SRO, 1" PAX 
7/14«7 309 14 csx 12- REST SPEED VA-SRO, 2" PAX, 1" MP 107 5 A/C Q401 
7/14/97 323 58 NS 15" REST SPEED VA-SRO, 11" COPYING FORM ER AT ALX, 34' SIGNAL PROBLEMS CRTOWER-SPRINGFIELD 
7/14/97 325 51 NS 12' REST SPEED VA-SRO, 36" SIGNAL PROBLEMS CRTOWER-SPRINGFIELD, 5" S/S WAITING ON 334 
7/14.'97 327 35 NS 12" REST SPEED VA-SRO, 28" SIGNAL PROBLEMS CRTOWER-SPRINGFIELD 
7'14/97 329 17 NS 8" REST SPEED VA-SRO, 13 FOLLOWING 327 A/C SIGNAL '"AILURE 
7/14/97 331 41 NS 40" TURNED TRAIN AT ALEX A/C SIGNAL FAILURE 
77i4«7 334 Tumed NS TURNED AT ALEX A/C SIGNAL FAILURE 
7/15/97 305 30 CSX 12" WAS HELD FOR P091, 5- FOLLOWING P091, 14" REST SPEED CPVA-SRO 
7/1b'97 331 11 csx 8" REST SPEED VA-SRO, 10" S/S AF FOR PO 80 4 90 
7/15/97 309 19ICSX 14" REST SPPED CPVA-SRO, 5" FOLLOWING Q175 MP 65 3 
7/ i5«7 334 28 csx 20" SIGNAL PROBLEMS ON NS, 28" S/S AF A'C PO 80 REST SPEED SRO- CPVA 

' 7/ i5«7 333 23 csx 20" LATE OFF 334, 10^ REST SPEED CPVA-SRO 
7/15/97 325 91 csx 14" R ; S T SPPED CPVA-SRO, 1" R/T 
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JULY 97 Delay* 

7/15«7 301 [ 39 
11 

CSX 1 r REST SPEED CPVA-SRO. 4" S/S RW M : PO90, 2 r S/S POSSPT AJC WORK TRAIN. HEAD INSP, • P053 
7/15«7 327 

[ 39 
11 csx 18" REST SPEED CPVA-SRO 

7/15/97 303 24 csx 14- REST SPEED CPVA-SRO, 2 ' PAX, 15" S/S DAH JCT A/C Q401 
7/15/97 329" ' 16 csx' 15- REST SPEED CPVA-SRO, 5- FOLLOWING A'C 305 
7/15/97 310 "31 csx 33- LATE TURN OFF 319, r SRO-WAS SIGNALS O/S 
7/15/97 300 35 csx i r FBG FOR SWITCH ENG TO CLEAR, 13- SRaWAS SIGNALS S/O, 5" CSX S/O 
7/15/97 321 50 csx 31- WAS LATE TURN OFF 300, 16" WAS-SRO SIGNALS S/O, r S/S SEMINARY 
7/15/97 332 64 csx 3 r BRU LATE TURN OFF 321, 19" SRO-WAS SIGNAL? O/S 
7/15/97 323 12 csx 12- REST SPEED CPVA-SRO 
7/15/97 306 10 csx 18- SRaWAS SIGNALS 07S, 3" R/T 

"7/15/97 330 23 csx 9- S/S EDSALL FOR 321, r SRO-WAS SIGNALS O/S 
' 7 / i 5«7 308 17 csx 2- FBG FOR 84, 2 ' ALX FOR 84, 14" SRO-WAS SIGNALS O/S 
7/15/97 322 14 csx 13- SRO-WAS SIGNALS O/S, 1" PAX, 1" R/T 
7/15/97 319 32 csx 21" LATE TURN OFF 322, WAIT CN 98, i r WAS-SRO SIGNALS O/S 
7/15/97 324 20 AMT 10" MSS FOR OVERSPEED PROBLEM, 15" SRO-WAS SIGNALS O/S 
7/15/97 326 17 csx i r SRO-WAS SIGNALS O/S 
7/15/97 328 7 csx 8- SRO-WAS SIGNALS O/S, 
7/15/97 302 21 csx 10- ALX FOR 300, i r SRO-WAS SIGNALS O/S 
7/15/97 304 8 csx 8" SRO-WAS SIGNALS O/S 
7/16/97 307 15 csx 4" S/S VA AVE A/C Q409, 1" R/T. 13- REST SPEED CP VA-SRO. 3" S/S AF AK: PO80 
7/16/97 309 14 csx 1- PAX, 1V REST SPEED CP VA-SRO, 5" CSX S/O 
7/16/97 1 334 32 csx 45- FOLLOWING PO90 4 PO80 THROOUGH DERAIL AREA 
7/16/97 333 32 csx i r LATE TURN OFF 334, 8- REST SPEED CO VA-SRO, T MSS WAITING FOR P019 
7/16/97 323 15 csx 13" REST SPPED CP VA-SRO, 2" PAX 
7/16«7| -.27 11 csx 11- REST SPEED CP VA-SRO, 4" S/S NALX AJC Q40$ 
7/16«7 329 11 csx 13- REST SPPED CP VA-SRO 
7/16«7 303 31 csx 10- REST SPEED CP VA-SRO, r R/T, 23- S/S AF A/C O406. T PAX 
7/16/9/ 305 14 csx 14" RESt SPEED CPVA-SRO, 
7/16/97 332 26 csx 13" BRU LATE TURN OFF 321, 13" SRO-WAS SIGNALS O/S 
7/16/97 300 17 csx r FBG FOR 9« 12" SRO-WAS SIGNALS O/S 

" 7/16/97 319 34 csx 15" WAS LATE TURN OFF 300, 15" WAS-SRO SIGNALS O/S, 4" DAHJCT FOR Q409 
7/16/97 310 60 csx 38" LATE TURN OF 310, 2 1 " DAHJCT TO OPERATE ON 3 TRACK-WORK TRAIN ON 2 TRACK, 6" SRO-WAS SIGNALS O/S 
7/16/97 301 33 csx i r REST SPEED CP VA-SRO, l 3 " PAX WORKING 3 TRACK. 2' HC PAX 
7/16/97 306 10 csx 13" SRO-WAS SIGNALS O/S 
7/16/97 308* 24 csx 4" FBG FOR 84, i r SRO- WAS SIGNALS O/S, 2"CSX S/O 
7/16/97 330 30 csx 16- AF FOR 84, 1V SRO-WAS S'GNALS O/S 
7/16/S7 321 29 csx 16" LATE TURN OFF 300, 1 T SRO-WAS SIGNALS O/S, 10" SEMINARY FOR 328 
7/16/97 324 9 csx 10" SRO-WAS SIGNALS O/S 
7/16/97 326 14 csx 16" SRO-WAS SIGNALS O/S 
7/16/97 

-
328 19 csx 13" SRO-WAS SIGNALS O/S, 10" S/S SEMINARY FOR 67 

7/16/97 302 13 csx 16" SRO-WAS SIGNALS O/S 
7/ ia97 304 26 csx 

csx 
12" SRO-WAS SIGNALS 6/S. 15" AF FOR 67 4 321 

"7/17/97 302 12 
csx 
csx 10" SRO-WAS SIGNALS O/S, 5" CSX S/O 

'7/17/97 326 8 csx 12" SRO-WAS SIGNALS O/S 
7/17/97 304 15 csx 1"1" SRO-WAS SIGNALS 6/S, 6^ AF FOR 321, 3- R/T 
7/17/97 328 19 csx 11" EDS ALL FOR 98, 15" SRO-WAS SIGNALS O/S 
7/17/97 306 25|CSX 15" FBG-FCLLOWING QI 74146 FROM XR, i & SRO-WAS SIGNALS O/S 
7/17/97 330 25tcSX 10- AF FOR 306, I'S"' SRO-WAS SIGN/«iLS 6/S 
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JULY 97 Delay* 

7/17/97 308 26 CSX 

7/17/97 300 9 CSX 

7/17/97 321 10 CSX 

7/17/97 322 7 CSX 

7/17/9/ 319 20 CSX 
7/17'97 310 21 CSX 

7/17/97 323 ANNUL AMT 

7/17/97 334 ANNUL AMT 

7/17/97 301 "75 AMT 
7/17/97 325 17 AMT 

7/17/97 ' 3 0 3 25 AMT 
7/17/97 329 17 CSX 

7/17.'97 305 44 CSX 
7/17/97 307 31 CSX 
7/17/17 309 56 c.=;x 
7/18/97 330 15 csx 
7/ia'97 308 22 csx 
7/18/97 300 9 csx 
7/ ia97 322 14 csx 
7/18/97 319 23' csx 
7/18/97 310 29 csx 
7/1 a97 323 10 csx 
7/ ia97 301 29 csx 
7/18/97 303 9 csx 
7/18/97 329 10 csx 
7/ ia97 334 20 csx 
7/18/97 333 23 csx 
7/ ia97 326 19 csx 
7/18/97 328 7 csx 
7/18/97 302 30 csx 
7/ ia97 304 10 csx 
7/ia9'7 306 10 csx 
7C1/97 305 19 csx 
7/21/97 307 65 csx 
7/21/97 309 34 csx 
7/21/97 333 a csx 
7/21/97 308 24 csx 
7/21/97 310 80 csx 
7/21/97 319 30 csx 
7/21/97 323 12 AMT 

7/21/97 301 14 AMT 

7/21/97 321 30 csx 
7/21/97 "300 13 csx 
7/21/97 302 13 csx 
7/21/97 L 304 10 csx 
7/21/97 306 23 csx 
7/21/97 326 " ' 7 csx 
7/21/97 328 30 csx' 

16- FBG FOR 84, i r SRO-WAS SIGNALS OIS 
10- SRO-'WAS'SIGNALS O/S 
r LATE OFF 300, 10" WAS-SRO SIGNALS O/S 
10" SRO-WAS SIGNAL'S 6/S " " 

5" LAtE OFF 322, lOr SRO-WAS SIGNALS 67S, 9f NPOSPT FOR 306 
2 0 ^ F B G L A T E OFF 319. 8" SRO-WAS SIGNALS O ^ 

ANNULLED C4S FAILURE AT COACH YARD WAS 
ANNULLED C4S FAILURE AT COACH YARD WAS 
38- LATE ORDERS FROM CSX 18" REST SPEED CPVA-SRO, I T C S X S/O, 1 T S/S DAHJCT A/C POaO 
5" C4S FAILURE AT COACH YARD, 5"'P/b<; 10" REStSPEEbCPVA-SR^^ 
19- C4S FAILURE AT COACH YARD,r PAX, 8" REST SPEED CPVA^RO 
9" WAS HELD FOR Q401 AT VA AVE, IQ- REST SPEED CPVA-SRO 
25 WAS HELD FOR Q401 TO CLEAR VA AVE, CSX S/O, 10- REST SPEED CPVA-SRO, 5" S/S POSPT A « PO80 
11- WAS HELD FOR P093 TO CLEAR VA AVE, 5- CSX S/O, 10 REST SPEED CPVA-SRO. 9- PERMISiSION TO TRAVEL THROUGH WORK AREA^ 
13-REST SPEED CPVA-SRO, 21" FOLLOWING Q401, 10" fERM|SS^^^^ 

13"SRO-WASSIGNALS6/S!2"PAX " 7 ' 
12" SRO-WAS SIGNALS O/S. 8" FBG FOR 8473" CSX S/O 
6" SKO-WAS SIGNALS 0/S,'9" CSX S/O ' " J ' 
f SRO-WAS SIGNALS O/S, 4" S/S VA AVE , r 'PAX ' _ 
11- LATE TURN OFF 322, 9" SRO-WAS SIGNA'LS O/S, 4" NPOST FOR Q174. r CSX S O 
24" FBG LATE TURN OFF 319, 8" SRO-WAS SIGNALS 6/S 
10"RESTSPEED CPVA-SRO, 3'PAX 
r WAITING FOR P695 VA AVE , 2" CSX S/O, 11" REST SPEED C ^ A - S R O 
6" RESt SPEED CPVA-SRO, I " R/T. 2" PAX,"r S7s RW A/C HEAT INSPECtlON 
6" RESt SPEED CPVA-SRO. 10" S/S POWELL A/C NS 211 " 1 . 
15" WAITING FOR 325 T 6 ARRIVE, 8" S'lB BURKE FOR 2l \CROSSING OVER 
l6f REST S P E E D ' C P V A - S R O V H " FOLLOWING Q4'01, 2 ' USn 50 AT STATION 
6" S/S AF FOR 302, i8"SRq-'VVAS SIGNALS OIS ~ " J ' 
r SRO-WAS'SIGNALS O/S ' ' " 

18" FBG FOR 98, 12" SRO-WAS SIGNALS O/S, 5 ' CSX S/O 
ICr SRO-WAS SIGNALS 0'S74" CSX S/O 
id-SRO-WAS SIGNALS O/S, 4-CSX S/q „ 
5- REST SPEED CDVA^RO. 2" XINGOVER AF, 12" S/S NPOSPNT FO'R 'HEAT iNS"PECf|ON J " PAX 
l i - REST SXPEED CPVA-SRO. 26'-STOPPED A/C Q401INSPEWCtlNG AHE7^b; 9" FOLLOWING P093, S CSX S/O, 13' INSPECTING TRAIN AT ROSS 
4- REST SPEED CDPVA-SRO, 4"SIGNALS,"28" RJ3SS-»^^^^ 
5" REST SPEED CDVA-SRO. 8-'S/S P019 MSS 
8" OP FBG FOLLOWING 84. T APP NA 4" PY, "lO" BY STOP QAN, 3" BY STOP RO 
3 r START A t BRK LATE TURN OFF 319-Q406tRIPPED DRAG'DETECTORrM" RAN i<ES t O QAN, 2" STOP VA AVE 
19" L ATE TURN FROM 322, 9" CSX S I G N A L 7 9 - WAPT ON 84 AT QAN, TURNED AT BKV-Q406 TRIPPED DRAG DETECTOR 
8" WAITING ON CSX ORDERS. 4" RESt SPEED'CPyA-SR'6 " ' " ' 
12"'WAltlNG O N ' C S X ORDERS, 3" PAX, 4" RESt SPEED CPVA-SRO 
r STOP VA AVE " i o - F 0 L L 6 W I N G 67, 3 BY RO 
4" STOP QAN, 6"'STOP AF FRIEGHT AHEAD, 9" STOP SRO 4 RO, r S T O P 1ST ST 
2"ST0PQAN; le-'SROP SROi RO I" 

10- STOP SRO 4 RO 7 Z !1 -
5"'S/S QAN, 10" s t o p SRO 4 RO. r F 0 L L 6 W I N G 328 
9" STOP SRO 4 RO 
21" EDSALL TRAIN 321 AHEAD, r STOP SRO 4 RO 
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JULV 97 Delay* 

7/21/97 330 IS CSX 8" FOLLOWING 306, 3" STOP RO 
7/21/97 332 26 CSX 15" LATE OFF 321. 3" FOLLOWING TRN 20, i r STOP SRO 4 RO, T STOP 1ST ST 
7/21/97 322 19 CSX 2<r STOP SRO 4 RO 
7/22/97 300 10 csx i r S / 0 . r B Y S R 0 4 R 0 
7/22/97 302 41 CSX i r FGB 98 AHEAD, i r 25MPH SAD. lOr BY SRO 
7/22/97 304 16 csx 1 r SK>, sr 87 AHEAD, 6" BY SRO 4 RO 
7a2/97 306 14 csx i r BYSR0 4 RO. rS r tD 
7/22/97 308 7 csx r SIO. sr BY SRO 4 RO 
7/22J97 310 12 csx 10" LATE TURN, i r BY SRO & RO 
7a2J97 319 12 csx 5" LATE TURN, 5" BY VRE 300, r SK3NAL CSX 
7/22797 322 a csx r YARD MOVE, 10 BY SRO 4 RO 
7/22/97 324 a csx 11"BYSR0 4 R 0 
7/22/97 330 20 csx Iff- PAX NO A/C, 5- BYRD 
7/22/97 332 36 NS 130" LATE TURN SIG NS, 10" BY SRO 4 RO 
7r22/97 321 45 NS 4 r STOP SPRINGFIELD TO FAIRFAX 
7/22/97 329 14 csx 4- REST SPEED CPVA-SRO, 2" HIC PAX. 14" S/S AF AJC Q176 
7/22/97 305 10 csx 8- REST SPEED CPVA-SRO. 6" S/S DAHJCT PO90 4 80 
7/2?/97 307 9 csx 5- REST SPEED CPVA-SRO, 8- FOLOWING PO 93 BKV-FBG 

~7/52/97 3M 15 csx T4" RCSTSPEED CPV*:Sft6, 6* AT*PR6ACH SICRArPOWEUL-BULL RUN 
7/22/97 309 23 csx 23" PERMISSION AF LEE 4 CSX S/O, 1" PAX, 5" REST SPEED CPVA-SRO 
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June 97 Delay* 

DATE TRAIN LATE RR 

6/2/97 319 33 CSX 41-TRACK CIRCUIT FAILURE 
e'2/97 310 18̂  CSX 35- LATE TURN OFF 319 
6/2/97 307 17 CSX 15-SEMINARY-RAVENSWORTH FOLLOW Q401 r DAHJCT FOR Q400 

6/3/97 
6/5/97 
&a97 

6(10/97 

307 
301 
301 
301 

33 
11 
19 

CSX 
CSX 

42- REVERSE Mr>VF SEM TO Al FX nUF TO D99203 WITH DIESEL PROBLEM ON 2 TRACK OPERATED ON 3 TRACK TILL RAVE. .WORTH 6/3/97 
6/5/97 
&a97 

6(10/97 

307 
301 
301 
301 

33 
11 
19 

CSX 
CSX 0- RAVFNRWuriRTH FOR 90 ON 2 TRACK (90 35" LATEI '53 ON 3 TRACK, r DAH NCT FOR TRACK INSPECTION ON 2 TRACK 

6/3/97 
6/5/97 
&a97 

6(10/97 

307 
301 
301 
301 

33 
11 
19 CSX 74- S;.<5 RAVFNSWORTH WAIT ON 0176 4 90 TO OHERATE ON 2 TRACK, 53 ON 3 tRACK 

6/3/97 
6/5/97 
&a97 

6(10/97 

307 
301 
301 
301 28 CSX 3 r OALJCT DUE TO SWitCH FAILURE, WAl t ON 0406 4 80 TO CLEAR 2 TRACK 

6/10/97 303 7] CSX 6"'WAS-ALX FOLLOWING 31. 6" OAIJCT FOR SWITCH FAILURE 
a 12/97 325 5? AMT 53" SWITCH FAILURE iVY CITY/WAS 
a 12/97 327 26 AMt 31" SWITCH FAILURE IVY CITY/WAS 
a 12/97 329 10 AMt 9- SWITCH FAILURE IVY CITY/WAS, 7" ALX-BRU FOLLOWING 327 
a 12/97 303 48 AMT 45" SWi tcH •FAILURE IVY CITY/VVAS. r PAX, 1" R/T. 2" CSX S/O 
6/12/97 331 21 AMT 20- SWITCH FAILURE IVY CITY/WAS 
a 12/97^ 30? 71 AMt 75- SWITCH FAILURE IVY CITY/WAS 
6/12/97 307 39 AMT 45- SWITCH FAILURE IVY CITY/WAS 
15/17/97 305 21 CSX 71" .<5hirTH OF RAVFNSWORTH FOR Q401 CHECKING TRAIN, r R/T ^ 

aia97 323 10 CSX lO-'CCV LOADING PAX OFF 2 TRACK DUE TO TRACK WORK ON 3 TRACK 
6/ ia97 331 7 CSX 6" S/S RO. 5" NALX WAIT ON Q406, 80 
a 19/97 323 15 CSX l'4- AF FOR Q176 X-OVER 3 TO 2. 2" PAX 
a 19/97 301 52 CSX 12- RAVEN-SV/ORtH WAIT ON 90 ON 2 TRACK (q175 ON 3 TRACK). 41* LLR DUE TO SWITCH FAILURE AT DAHJUCT 

6120197 323 7 NS" r S/S POWEuL (SIGNAL D»«OPPED) 
a23/97 325 ' 9 AUT r WAS CONGESTION IN COACH YARD^S/R ON WYE, 8" H/C PAX, 1" R/T 
ar3/97 309 16 AMT 18- WAS- SWAP CONSIST, USED 334- VOS WITH OVERSPEED PROBLEM, r CSX S/O 
a2J'97 333 15 AMT 22" WAS- USE V22 REPLACE V05 WITH OVERSPEED PROBLEM 
a24/97 309 '9 AMI 18- WAS OVERSPEED PROBLEM ON V05 
a2a97 301 22 CSX 24" RAVENSWORTH FOR Q176 & 90, r CSX S/O 
a25/97 325 34 NS 29- CLIFtON FOR RULES COMPLIENCE TESTING, 4" POWELL FOR 334 
6/25/97 327 1 11 Nr IS" CLIFTON FOR RULES COMPLIENCE TESTING 
a2a97 3:!9 22 NS 25" CLIFtON FOR RULES COMPLIENCE TESTING 
a25/97 3.1 32 NS 32" CLIFTON FOR RULES COMPLIENCE TESTING 
a25/97 334 25 NS 25- CLIFTON FOR RULES COMPLIENCE TEStiNG, 15" BRU FOR 325 
a2a97 333 15 NS' 20 LATE TURN OFF 334 
a2a97 301 141 CSX 141-"L>ktE OPERATED ON 3 tRACK BEHINO 95 4 53 TO DALJCI OPERATED RESTRICTED SPEED DUE TO TOL S ON BOTH TRACKS 
<3/2a97 303 120 CSX 112- OPERATED O N ' S 1 RACK LOLR-FBG DUE tOL S ON BOTH TRACKS. 18" RAVENSWORTH FOR 176 A 90 
a26/97 305 122 CSX 122- OPERATED ON 3 tRACK DUE TOL'S ON BOTH TRACKS 
6/2a97 307 97 csx 65" OPERATED ON 3 TRACK DU tOL S CN BOTH TRACKS. 32' ALX-LOR FOLLOWING 92 
a2a97 309 74 CSX 74" QAN FBG OPERATED ON 3 TRACK OUE TOL S ON BOTH TRACKS 
a27/97 300 30 csx 28" DAHJCT SIGNAL PROBLEMS-MP67 2, 2* PAX 
6177197 302 21 CSX 28" DAHJCT SIGNAL PROBLEMS-MP67 2. 
6127197 304 17 csx i r DAHJCT SIGNAL FAILURE-MP67 2 
6127197 306 19 csx 24" DAHJCI SIGNAL FAILURE-MP67 2. 3" FOLLOWING 330 
a:7/97 308 XX csx ANNULLED, USED AS 310 
6127197 310 31 csx 24'' DAHJCT SIGNAL FAl'LURE-MP67 2. 6- FOLLOWING Q414, 1 ' PAX 
6127197 319 XX csx ANNULLED, DAHJCT SIGANL FAILURE-MP67 2 
627197 301 39 csx 25- RAVENSWORTH FOR Q176 ON 2 tRACK. 18" FOLLOWING W065 TO FGB, r CSX S/O 
a 30/97 332 f l CN' 4' SMSS FOLL'""'WING 20, 5" S/S VA AVE , 2" S/S tUNNEL 
a 30/97 334 20 NS 38' SIGNAL FAILURE BURKE 4 SPRINGFIELD 
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May 97 delay* 

DATE TRAIN 
MINUTE 
SLATE RR REASON FOR DELAY 

5 ^ 7 
V ^ 7 
5/5«7 

323 
'325 

S/S/97 
5/S/97 

J28 
330 
329 

J3 
e 

12 

_5 /8«7 
_5m/97 

5/8/97 
_5«/S7 

5 « « 7 
5/12/97 
5/12«7 
5/16/97 

302 
319 

a 
JO 
30 

J>/ia97 
5/i9«7 

ji7i9/97 
5/19«7 

J/2a97 
5/21/97 
5/23«7 
5/23«7 

• 5/30/97 
'5^797 

333 
JOI 
J03 
323 

J01_ 
J28 
327 
329 
323 
327 
301 

J25 
323 
301 

11 
J5 
20 
6 
7 

28 
JO 

9 
9 

j e 
JO 

'9 
19 

AM 
CS 
CS 
AM 
CS 
CS 
NS 
NS 
NJ 
NS 
CS 
NS 
CS 
CS 

29" SWITCH FAILURE AF, 4" PAX. 1" CR S/0_ 
i r , -O ILOWING VRE 323 A/C 323, 2" PAX _ 

5" CSX S/o75""PAX " ' 
5" CSX S/O, r PAX, r FOLLOWING PO84. r s/s AF poe4 

11" S/S AC PO80 ON 2 TRACK 
13- QAN-WDB FOLLOWING Q414, T Rn 
3ff; i>4P6SPT DUE T 6 ' Q 4 M ON 3 TRACK WITH MECH PROBIEMS-30B TO CLEAR 2 TRACK AT QUAN'"ncO 
31^tE"tURNOFF319, 4-PAX 
i r FOLLOWING Q175"LEF;cCV,r PAX, 2" RT 
8" FOLLOWING P019 WA"S-AL|X (P019 WAS LATE) 
r PAx^r S/S RW A/C poga r R/T, 3- DAH j c j SWITCH PROBLEMS 
5- HEP PR6BLEjwiS,'r csx S/0_, r PAX, 10- DAH JCt SWITCH FAILURE ^ 
14-'"SRO CAB SIGNAL FAII^RE^rSIGN/^LS^ 
10" S/S RW A/C 0176 " r CSX S/O. r PAX 
r S/S SEMINARY,"!" P>0< 
33-j 'wjtCH FAILURE CLIFTOti 
11- SIGNAL FAILU'RE BUR"kE-BULL RUN 
9' EDSALL-FOLLOWING NS FREIGHT TRAIN 
13- S/S CLIFTON A/CVRE 334 _Z 
13" "S/S fw A/C QI76 & REVERSE MOVf, 4" PAX, 1" CSX SIO. lOr S/S POS A,'C Q40J 
r PAX^r" R/t."8" S/S POWELL A'C NS 456 
3-PAX, 3- TRACK CIRCUlt FAILT-RE SRO-AF. 2" S/S POVVELL Art-" NS 211, T RIT 
4"'P'AX,"ir TRACK CIRCUIT F.̂ ILURE SRO-AF, S" S/S Rl'76, 4" FOLLOWING P653, 1" R/T 
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A ^ f / O M t y l 

MINUTES 
LATE RR 

4/1/S7 24 AM 
4/1/97 309 IS C!5 

'4/1/97 J30 10 AM 

J21 ' 12 CR 

vim 325 NS 

4/1/17 327 ' 13 AM 

4/17SJ 329 " 2 3 AM 

4/aV7 300 A/tnul«d AM 

iliiti 302 36 AM 

w»i 306 T AM 

Wit 304 10 AM 

Wii 323 29 NS 

~ tiuii 321 40 NS 

4/4/97 332 19 NS 

4/4/97 334 19 NS 
4/4/97 333 11 'cs 
4/7/97 330 6 cs 
4/7/97 323 22 AM 

4n/97 303 11 cs 
4/S/97 322 7 AM 
4/S/97 323 34 cs 
4IU97 ' 3 2 * 16 cs 
« « « 7 ' ' 302 e cs 

4 / ' 0«7 326 " CR 

4110/91 332 10 CR 

'4/10/97 321 27 CH 

' 4/10«7 319 35 CR 

4/10«"7 ' 310 3« CR 

4/11/97 326 ' 7 AM 

4/11/97 327 7 c's 
4/11/97 309 59* CS 

VI4 /97 300 8 cs 
4/14/97 327 77 AM 

4/14/97 32* 46 AM 

4/14/97 331 13 cs 
4 / i5«7 301 16 cs 
4/IV97 327 6 cs 
4/I6/97 332 11 NS 

4/16/97 329 41 cs 
4/16/97 307 ' 19 cs 
4/16/97 337 30 cs 
4/16/97 333 16 cs 
4/21/97 309 6 CR 

VtVVI 323 15 AM 

vniit 327 iT NS 

vaivt 1 334 29 NS 

uani 333 l6 NS 

4/24A7 330 7 CR 

UlWl 319 13 AM 

4/26/97 321 22 AM 

4/26«7 310 16 AM 
4/16/97 329 13 NS 

4/28/97 327 is NS 
4/2V97 3:9 16 NS 

4^6/97 331 28 NS 

4/26/97 334 " 2 0 NS 
4/28«7 333 10 NS 
4/79/97 301 ' CS 
4/?6/97 305 16 CS 

40iV97 330 '3 
4.TO/97 319 67 CS 
«nO/97 310 34 cs* 

REASON FOR OELAT 
I F VFRIFYINC CSX OWDtHS V S/S NALX » C ^ 0 8 0 IN STAT10H, f K OVER A f 
r RfT. 14-s/s DAH 4/c 6 4 b t t N E M E ' R G E N C V ' 

r /kSST CONDUCTOR. 3" PAX. 5' NS S/6J f CR S ^ 
5- CONGESnOK IN WASH TERM TUNNEL^ T PAJt^ 1" CR S/6 r WS S<0 
r NS S/O 6" FOiTovVINn B179 3" R(T i -CR S/O 
r UNA8IE TO CONTACT M E DUNN T NS S/O 1* CR S/O 
10" f OI.I.OW1NG 305 WAS-RO^ 12- S/S NALX A/C POIO IN STATION, 2" NS S/O, 1* PAX 

DieSEl FAJIURE V70 ' ' " _ _ ' 
20" L l R < ; 6 u P l E TO TRAIN 30C 20" PAX A/C 300/302. 3" CSX SAO 
9- FBG A<; POM AHD T SIGNALS v'XOVER ' 
3- SIGNALS 3O2T0O r XOVER T W t . V CSX S « 
9- W A S H I ' M O T O N CONGESTION r P A x ' r CSX s i o , 29 FOt lOWIWO WS f K E I O K r 307 

ie" SIGNAL PROBlEMS AT EOSALl SPRINGFIELO. t RAVENSWOWTM, i r WS S« J9 MPH MP »TO 31 4 

22" LATE TURN OF 321 . 

2<rNSsra . 
v cR s io ' r csx s/o i r FO(.IOV«NGP6I9_ 
2-P'AX^ I ' R/T «- S /S Af A A : P O 8 4 . r F O L L O W I N O P O * 4 

21* WAS WATT ON NS ORDERS 3- P/>iX 
sr s /s RO FOR 91 r c s x SA3_ r P A X 

i r ' c R E w ^ 1- PAX', r R/T ' 
30" S/S RO F O R ' S I G N / H F A I L U R E 3' P A X ' 1 ' CH S/O 

r S/S RO FOR S I G N A L FAJLUF tlT MPO-BIR FOLlQVI»tq323^ t l C R S « _ 
r MOT BOX DETECTOR INO TROUBLE FOUND VVTTM TRAIN). 3* PAX 
6- S/S SEU A / C 319(319 LATE A A : CR SYVrfCH FA«.0RXSy«1? l . ' ? ' S/S SRO UC 321 (321 LATt A/C CR SWfrCM FAU UWE) 

r LATE TURN O f F 321. 5' AflZ PO20 AT S MSS; _ _ ' J 7̂ 
32" A/C CR SWITCH F/w'lURE S W t t 5 ^ 
32- A A : C R SWITCH FAJIURE S W f l S 13' SIGNAL S CP VA TO NALX A/C OTHER MOVEMENTS 
J5* IATE TURN OFF 319 V TURN TRAIN T XING OVER_ 4- APP RO 

i r P A x " " ' 
4- WAir ON Q40I R/S CP V* »• STOP SIGN»i NAL EX PO80 A, i . 409 |N ALEX ON 2 TRACK 
4«- lOR TO REVERSE MOVE 2 TO 3 TRK A RAVENSWORTH DUE TO Q401 AT I O R ' I N EMERGENCY, t r A f -LOW FOLIOWIHG 0401 

I f S/SljU» . I I C b F O R P098 r R/T. l - APP BROVVNFltED 2" S/S NALX _ 
6«- SEMINARY V21 SHUT DOWN [ IOST WATER TO KIm HOTSTARTV329 COUPLED UP i t t O PUSHED TO BRU. T R/t. T PAX, V OR S O 

k r SEMINART C b u P l E TO 327. I T PAx'^ 4 ' R/t 
14- NALX FOR PO60 6 334 TO CLEAR ALX 

7 7 SEMINART DUE ro'CMOSWUH W I D E " U J A O S 
6- NALX DUE TO Q406 1" CR S/O 7 PAX 
20-FOLLOWING PO20 FROM EDSALL r RF ST R o r S/S TUNNEL 
33- S/S RO rOR R176. 80 90 ON 3 TRACK DUE TO O406 W T D E LOAD ON 2 TRACK. T CLIFTOW FOW 90, T AMT S<3 

21- S/SRO BEHIND 329 (DUE TO 04061. r AMT S/O. rCSX SA? ' 

« r EDSALL DUE TO CNGtSTION CAUSED BY Q406 7 — — 
13' L>TE TURN OFF 334 [DUE TO 6406J. T ' A M T SrlO_ 
1 4 - C C V ' H E L D F O R P O S O A A : K 6 5 0 A H O B R O K E N R A I L I N T U N N E L 

i r W A / T O N N S O H D f ' R S W A S ' 

t r s « POWELL S I G N A L ' * s v v r r c M ' P R O B L E M S 
30" S/S POWELL SIGNAL 6 SWtlCH PROBLEMS 

r W ,S LATE TURN OFF 334. I V 8RU-MSS FOLLOWINO P019 
6- REST SIGNAL LEF r- P/Ot^ 1" NS SA3 r G A ' T E S / » T ' M S S 
13- W/kS EVVAP DUE TO V09 FUEL L E A K I USED EQUIP OFF"300, 4" CSX S O 

15-WAS SWAP EQUIP DUE TO VOS'SHl/T O O W i USED 324 S ECXJIP. V CSX S O , 3 ' A f FOW 326 

15- FGB LATE TURN OFF '319/l '0' CSX » 0 
i r EFFICIENCY TEST CLlFT'ON.'r CR S O " 

16- ' E F F I C I E N C Y tE£T CLIFTON.' 1 CR SA3, r R/T 
18" EFFICIENCY TEST C L I F T O N " , 
i r EFFICIENCY TEST CIFTON/FRA TESTING. 1' PAX, r S « AF FOR VWE334 

19" WAlTINd ON VRE 325 1 T CSX SA3 
4 ' ' L A T E TURN OFF 334 V FOllOVVING P 6 t 9 
31* S « LORTON WAITING FOR P053 TO LEAVE 4 ' PAX 3 TRACK 

9- SIGNALS /WC POeO. 7 R/T. 1 T FOLLOWING O401 
9-A l EX WAS FOLLOWING 84 S" PAX _ _ -
a r TERMINATED AT QUANTICO OUT TO FOLLOVVINb Ne34 2 7 R A V E N S M O R T H - ' N P < » T . i t g S PAX FOR FOB, ICR. BKU ON 86 
34- AT QUANTICO. LATE TURN Of F 319(319 TERMINATED AT QUANTiCOl 



luiuuTrii OATE TRAIN LATE RR 

—S5!T 301 T CS 
ilut^ 328 12 NS 

" 3/4«7 330 7 NS 
'3/4^7 321 13 NS 
3/*97 305 9 CS 
3AM7 328 7 o r 

' 3 « 9 7 330 10 CS 
3« /9 t 321 ' 8 CR 
3 m 7 329 T CS 
y 7 « ; 326 14 CS 
3ff/97 304 8 c s 
3ff/97 330 ' 7 CR 
3/7197 J29 9 CS 
3 f f «7 303 12 CS 
3/7n. 309 11 CS 

3/1IM7 301 13 CS 
3/10A7 323 10 c s 

' V I M ) 332 21 NS 
y t 2 A 7 323 17 NS 
3/12«7 329 12 c s 
3/13A7 323 15 NS 
V I M 7 329 8 N5 
V13A7 '327 '12 NS 
y i 3 « 7 329 10 NS 

' 5 l l « 7 331 24 NS 
V I3S7 '333 20 NS 
3/13«7 304 81 AM 
3/13/97 306 46 AM 
V13«7 308 22 AM 
V I W '326 ' 7 CS 
VI4/97 304 15 c s 
V14^7 321 9 c s 

' V14f l7 319 11 c s 
V I 4 ^ 7 310 ISiCS 
Vt4/97 329 8 c s 
V 1 ' » 7 328 28 NS 
v n / » 7 330 10 NS 
VI7/97 '306 21 AM 
V17/97 321 22 NS 

' V i 7 / 9 7 332 8 AM 
Vl'7/97 323 32 AM 
V i 7 « 7 329 12 AM 
V21«7 330 12 CS 

" )/24A7 323 12 NS 
3/24/97 325 10 NS 
3/2««7 ' 329 7 NS 

' 3 / 2 5 ^ 7 330 7 NS 
'V25«7 323 21 NS 
3n5«7 329 15 NS 
3/29«7 327 12 NS 
V29S7 329 14 NS 
3/2C/97 328 7 Ot l 
3«6«7 330 13 NS 
V 2 M 7 332 12 NS 
V36A7 323 • NS 
V27/97 330 7 CS 
3fl8.S7 530 8 CS 
V 2 M 7 132 12iNS 
3/2M7 323 19 AM 

'3 /31^7 330 12 NS 
3 / J l « 7 [ 332 to NS 
3fl1/97 323 17 NS 
V31S7 325 » NS 
3^1/97 327 i NS 

3'MSSaATES r A P P N E W B l l l 3-APP TO 3U1L RUN SIGNAL PROBLEMS 
5- NAS FOR 324^LATE BECAUSEOf BULL RN SIGHALS) 15' 5 g Af ACFCiW 326 (LATE BECAUSE OF BULL RH SWWALS) * 304 
t l S ^ NPOPT FOR 040603 
a"PAX _ , 
5- ALtX A/C P084 5" PAX I R/T 1" UPV GATES _ _ _ _ _ _ _ 
6- sra CR TOWER r CR s c " r ' s r e C L I F T O N A C WSlOO 
r NALX WULT ON 90 IN ALEX' f W/C'PAX' 
18- FOLLOWING Rr74 AT NAlEX f C 2 TRACK. A C ON 321 3 TRACK 
3''AiC 321 (FOR R174| 1" CSX SAD 3'R/T f PAX 3'XOVER 
l-MPL^GAfES r R/f 7 REST HO r PAX, r CR S O 
i r LtF-CCT/Fbi.! OWING R17967 2* R/T " ^ 
6- LEF Al̂ X FOLLOWINO R17S,'325''9T r RAVEWSWORTH TO BPR 3 TRACK DOE 1 0 R179 OW 2 TRACK IW EMEROEWCY 4 ' PAX 
6-NALX FOR 8 b ' r R/f'3-'P/kX ' 
8* REST SPOVA A'JE »/c 14011QO40110 4JH6 "3"CSX S O 4 ' S/S POSSPT A/C P O M 
5- ALEX REST SPO AC 301 AXD 2" PAX. ' r S'lG«ALS 
20* 'sMss SWITCH pRoe i E M S ' 7 % R U P 6 W E L L ' R / S ^ ' J 
r ' s i G W A S > C R SO 4-PAX 3" APP CR TO EDSALL F S/S EDSALL^ r R/T 
r C S X S O 7 - N S S O 3"RA 3-APPSK3CR r SKiNALS A O K690 IN EMEROENCY t 2 
U-NS EFFICIENCY TEST r CR S O r C S X S O 
9- NS BANNER TEST r CR S O r CSX S O 
12- /LF AO P06d(6uE TO TESTj 4" PAX r S « H O R N TRACK 
i r 'NS EFFICIENCY TEST 
25*Af CR AO/SIGNAL«ANNeR TEST r P A X T C R S O I 'R/T 
8 ' A A : P C I 9 A H D i r s/s S F M I N A R Y A C P 6 l 9 A H [ > « A W W € R TEST 

60-L lH DUE TOLOCOMO'TIVl l POWER ASSEMBL Y BLOWN) WAIT OW 306 TO COUPLE UP 2 1 ' LIR->¥AS 1 L0C0M0T(VE/12 CARS 
26-i.LRCOUPLE'urTO 304 ro"LLR WAS , 
2 r LIR WAS BEHIND 304O06 
r s « AF Fl>R 319 ON 3 TRACK QUE TO Q410Ot4 2 tRACK, r K-0^/ER 3-2-3 WALX SRO 
12-RAVENSWORTH FOR 319 ON >'TRACK DUE t O R ' I 7 4 OW 3 TRACK, 3* R/T, 1'CSX S O 
9 -ROALXfO lLOW319 0 N 3 IRACK CXJE TO 0410 ON 2 TRACK 
is - RO-A) A WAIT ON 302 THEN ON 3 T R A C K ' O U ' E TO 0410 ON 2 TRACK 
14-FBG LATE TURN OFF 319 3-QUANI FOR ORDERS 
12-S/S NALX AC FOR POflO 
15- S « BURKE FOR SIGNAL PROBl EMS 6 ' S I S t f FOR 306 r PAX 
r S « e u R K E F O R S K 3 H A L ' P R O e i t M S 2 -CSXSO 2"PAX 
i r LOR DSL VD9 SHUTDOWN (RESTART) 13- 'AF 'DSL VOT SHUTDOWN (RESTART) 
14- BURKE FOR NS 34 2 4" WAS FOR 324 3" S/S VA AVE J " CSX SO 
5- BRU LATE TURN OFF 321 T ALX VVAS FOLL OWINO 20 310 
25" WAS WAIT FOR NS ORDERS i r PAX 2'CSX S O 
I C AC FOLLOWING 323 1" P/kX 4" R/T 
r SEMINAR Y FOR 84 1 NS S O 1* CSX S O f CR SO 7 PAX 
r A F 6LR0PR 25MPM NS SOUTH FOR TRACK WORK. V CSX S O T PAX 
9-Af BLROPr SOUTH FRT TRACK eOR NS TRACK WORK. 2* R/T, 1 ' CR S O 
9-Af BLR OPR SOUTH FRT TRACK FOR NS 'RACK'WORK 
r MSS GATES 3" PAX 6-NS S/O r CR S O 
15'NS SO DUE TO TRACK WORK 4- PAX r CR SO' I 'R/T 
15' NS SO DUE t o TRACK WORK, r PAx! 1 ' CR S O ' 
IT- NS SO DUE TO TRACK WORK, r CR S O ' r PAX 
le- NS SO DUE TO TRACK WORK 
r P A x ' 2 > I S b O 

• R / t 

ICr NS SO DUE TO TRACK WORK 7 PAX 2" CSX S O 1 ' CR S O 
9 ' N S S O D U E T O TRACK WORK. 6" SKjN/W.S 
9- NS SO DUE TO TRACK WORK,' 7 CSX S O 1 ' CR S O 
r GATES 3' NS S O 5' ALX PO»4 AHEAD 1' PAX 1 ' CR S O 
ib-HELO AT SEMINARY FOR p684 T GATES AT MSS 1'CSX S O 1'PAX 1 ' C R S O 
13'SIGNALS A A : P O 2 0 AHO r PAX 
10" WAS ON CSX 4 NS ORDERS 5'CSX S O 4'PAX 
13-NSSO I'MSSGATES r P A X r C R S O _ ^ ] 
U ' B H ' I AC N S M l ' 4 " N S SO 
9' NS SO 5 - S / S A f f P A X 3-CSX S O 
4- NS SO 4- S/5 NALX 3' R/T 1 ' PAX 1 ' CH S O 
3' FLAGGING XING MSSPRK 3' FLAGGING XING WELLIWOTON RO 1 ' CR S O r CSX ORDERS 



F«bg7<May« 

DATE 
2/4«7 
2/5«7 
2/S/97 
2JS/97 
2/5/97 

2/12/97 
2/12/96 
2/12/97 

J /12^2 
2/12/97 
2/14/97 

J / 1 4 « : 
2/14«7 

^ 1 4 « 7 
2/14«7 
"2/14/97 

J/14«7 
J/14«7 
2/18/97 
2/18«7 
2/18«7 
2/i9«7 
2/19/97 
2/19/97 
2/25/9/ 
2/26/97 

TRAIN 
309 

332 
JOI 
J34 
321 
333 

J06 
J03 
326 
328 
330 
322 
332 

J 2 1 
300 

J08 
JOO 
325 
303 

2/26/97 
72/26^7 
2/27/97 
2/28/97 
2/28«7 
2/28«7 
2/28/97 

JOI 
J29 
J31 
_p\ 
J ^ 
J21 
325 
302 
302 
304 
330 
321 

SLATE 
JO 
15 
13 
_7 
J 9 
35 
13 
13 

J l 
JO 

724 
J 5 
JO 

15 
J 4 

JZ 
J 8 

7 
J 5 
JO 
J 8 
_B 
J 2 
J 2 
JO 

9 
7̂9 
JO 
16 

RR 

AM 
AM 
NS 
CS 
AM 
NS 
AM 
AM 
AM 
NS 
NS 
NS 
NS 
NS 
NS 
CS 

CS 
CS 
CS 
AM 
CS 
CS 
CS 
CS 
AM 
AM" 
NS 
CS 
CS 
AM 
CS 
CS 

REASON FOR DELAY 
V03 LOST WATEff/SHUTPgWNjlv^^gngg^ TRAJNTERMINATED ^ TRA-4SFERRED 
14^HEL"DAt VTTAVE-TRESPASSER STRUCK ON 39 TRACK NEAR K BRIDGE 
t r HELD A t vA AVE- TR^ STRUCK ON M TRAGIC 5" S/S XR A/C P084 
8" BRU A/C S/S WAIT ON P020, r SIGNALS A/C" FOLLOW PO20 TO MPU 
?7- fi7s gAVFNSWORtH 3 TRACK WAlt ON Rl7604 ON 2 TRAACK, t SRO RUN AROUND Q40106 
MT MPV REPLACE CONTROL CARD ON CAB CAR 
13"S/S'C"LIFT0N A/C NS>30 — 
15" WAS LAT"E TURN OFT 334 
10-RIP OVERSPEED FAILUREj;; PAX^I" R/T, r APP BROWN FIELD 
10" NPOSPT FOR 80, 6" BKV-LLR PAX FROM 3 TRACK. 
18" SIGNAL i BARRICADE TESTES" PAX, 6" S/S AF AJC VRE304^ 1" APP RO 
SrRjsT SPEED NEWgru t o BULL RUN A/C SIGNAL TEST, 1" APP POWELL, 5" PAX 
7" BARRICADE TEST7 2" SIGNALS, 4"'PAX . 
16" SIGNALS'tEST S/S POWELL 4 NEWBILL, 1" PAX, T R -̂
3 r LATE TURN OFF 321 
14" LAtE tURN 

4- S/S AF A/C P086 
i r S/S BULL RUN, 13" S/S CLIFTON, T S/S AF A/C 

18" SRO SXWITCH FAILURE 
16" XR SWITCH FAILURE . . . 
i r RKVVCSX FRT4l6l6' STATION 6 N 2 TRACK. S" FOR NS ORDERS, r PAX FROM 3 TRACK 
l'4^R0 WAjT fOR R17617 TO CLEAR 3 TRACK. T R/T 
20' RO V22 LOCOMOTIVE SHUTDOVVN^ 
T RO WAIT ON kesqi8 TO CLEAR 3 TRA^K, T CSX S/O, T PAX 
i r RO WAIT FOR'AMT'BO T O CLEAR 3 tRACK^ 
6""R0 FOR AMT90 t o CLEAR 3TR/VCK, 9" SRO-NALX CSX S/O ON2TRACK 
r CR S/O, 10" C C V W A I T ' O N R413-'W>yTII^6N 
8" CREW BRIEFING, 1"PAX. r RIT 
f WAITING ON 98 & 324, r2(!"NGLOyER NAIX, 6" CLIFTON A/C 330 
i r ; L | F - C C V J O L L 6 W I N G " R I 7 5 2 6 , r R/t 
4" CSX"S/67ir FOLLOWING R174 ALX-LEF, 3" CR S/O 
is 'S/S AF A/c 319 4 Q 4 1 0 0N"2 TRACK Wi : H A KNUCKLE. 1" CR S/O 
r RADIO REPAIR'ON CAB CAR, r R/TJ" PAX, V ALEX FOR 321 
9" F 6 L L 6 W I N G P O M ALEX-CCV, 2" P>iX. 1" CR^S/0 
i3"'s;S RO'WitH 302 V326 ON 3 TRACK - Q410 6N2 TRACK WITH A KNUCKLE, 5" S/S POWELL A/C P020 



i97 

1/15«7 330 
1/1&9T 

J/15«7 
1/17/97 

J/17/97 
J/17/97 
1/17/97 
1/17/97 
1/17/97 

"1/17/97 
J/'l7/»7 
J/17«7 
1^1/97 

_M2V97 
Jl2M97_ 
jjivat' 
JI22I91 ' 

1/22/97 • 
J/24/97 " 
1/2*97 " 

J/24/97 " 
V27/97 

J / 2 9 « t " 
J/3a97 " 
j n i / 9 7 ' 
' 1/31/97 • 

J 2 1 
303 
332 ; CN 

_M5 
J 2 1 
323 
331 ; NS 
301 

7303 
JOS 
J07 
328 
332 

J 2 1 
328 

7306 
307 

7328 
J3q 
332 

J 2 3 
304 

J 3 3 
J 2 2 

JOO 

i r ^ 
3 1 ^ 
"25-

J l 
J 8 

19 

a 
5 

30 
J9 

7_ 8 
_i5 

7 
10 

1'5-

r BRO NS Otd»fi. 2- AF (o« 84 
r CLIFTON For 330, r RC 
r CSX SIO, 2T Rt l r ldad tpwd A/C Q401 In Ein>ni»ncy 
10- VAAVE CONGESTION IN WASHINGTON 
r FOaOWINQ AMT 300, T PAX. r XOVER AF, T RIT 
r CLIFTON FOR 330, 2" CSX S/O 
r PAX, r XOVER SRO 4 A F ^ 
i r FOLLOWING R175 
r S.'S SRO A/C 0412 & YARDAGE. 15' S/S PJ Att P090 
4 r s/S RW i w ppao « pioo. r RIT, r PAX (BROKEN RAIL) 
r XOVER AF. 23- FOLLOWINO 303 A/C 303 
r wAan Tf.RM A/c pd»i7'r s/s S R O A « : PO90. 4" F O U . O W > W Q 4 0 I 
r PAX 
32- BRU, LATE TURN OFF 321 
4 r CLIFtON FOR 20,330 ANO SIGNAL PROBLElie 
8- S/S AF FOR Rl'7421, 4- ALEX-RO FOLLOWING R174 _ _ 
T4-'RIPPON-RAVEN OPR WmTtWETcTlW 10 IN E*RGENCY AT WOeRDG, T ALX-WAS FOLLOWING 330 184. r QUAN FOR 319 
8" ACTUATED DO TWICE INSPECTED tRAIN. r XOVER AF. 1' CSX SX) 
15' S/S CR TOWER, SIGNAL FAILURE . 
13" S/S CR t o v . ER, SIGNAL F/AILURE, r CCV-WAS FOLLOWING 308 
12" SY FOR R<1324 DUE tO CR SIGNAL F/WLURE, r CR SIGANL FAILURE . 
B/Q SPEED RECORbER\SPEEDOMeT|R WOULD NOT READ ABOVE 20MPH). r PAX 
22' QUANTICO - EMS'REMAINING CREW MEMBER, 3- R/T 
8" EFFICIENCY TEST L'ENFANT, 5" S/S'CP VA 
23" CODE LINE FAILURE tt¥Rb7 r PAX ^ 
15'COPE LINE FAiLURE'a SRO, FOUOWING 322 

Pag«2 



MNUTES 
DATE TRAIN LATE RR 

1/2/97 324 S CS ( 
1/2/97 326 10 csT 
1/2/97 328 "38 cs 
1/2/97 330 35 CS 
1/2/97 332 43 C^ 
1/2«7 321 54 CS 1 
1/2/97 329 id CS 
i/2/97 Mi 16 CS 

1/2/97 302 19 CS 
71/2/97 304 ' 3 5 CS 
'<1''37 3Gu 26 Co 1 

'1/2/97 308 10 CS 
i/2/97 310 12 CS 
i/2/97 307 is CS 
1/6/97 328 S 
1/6/97 332 s 
1/6/97 334 
1/6/97 323 
1/6/97 32i 5 AM 
1/6/97 325 i9 AM 
1/6/97 329 10 
1/6/97 303 5 AM 
1/7/97 308 ' 5 AM 
1/7/97 " 3bi 10 CS 
i/7/97 303 35 CS 
i/7/97 305 "11 CS 
1/7/97 307 7_î  CS 

' i /6«7 319 CS 
i/8/97 328 8 CS 

'i/8/97 321 5 cs 
1/8/97 300 CS 
1/8/97 302 15 cs 
1/8/9 T 303 5 cs 
1/8/97 305 12 cs 
1/8/97 307 is cs 
i/9/97 328 "5 OT 
i/9/97 332 19 NS 

'1/9/9,' 334 S AM 
1/9/97 321 5 NS 
1/B«7 323 29 AM 
'1/9/97 32S 16 NS 
1/9/97 327 5 AM 
1/9/97 304 S b t 

"i/9/97 306 5 cs 
1/9/97 308 9 cs 
1/9/97 310 8 cs 
1/9/97 319 16 cs 
1/9/97 303 15 AM 

1/13«7 330 9 CS 1 
i/13/97 308 5 cs 
1/13/97' 301 12 CS 

REASON FOR DELAY 
CODE LINE FAILURE SRO 
irCODE LINE FAILURE SRO 
33'CODE LINE FAILURE SRO, 5"S/S EDSALL 
2rcO0E LINE FAILURE SRO, 14"SIGNALS"A^ 321 

13-CODE LINE FAILURE SRO 
i r CODE LINE FAILURE SRO 
1 r CODE LINE FAILURE SRO, T LbAOING PASSENGER 

I F CODE LINE FAILURE SRO^r LATE TURN OFF 319 
19" CHECKING SWITCHES AT SRO 

' S/S EDSALL FOR 20 

J CLIFTON FOR 330 r C R S/O 
15" WAS TRANSFER PAX OFF 323, T PAX, 7TVT 

LEF ENGINE F AILURE T H/C PAX, 3' PAX 

15' FBG FOR 84 _ 
14' buANTICO AA: SIGNAL/SWITCH "F/ULURE 

, 3" SIGNAL XOVER FBG 
13" S/S POSSUM POINT; 2' APP QUANTICO, 4" UNLOADtNQ PAX TRACK 3 

r WAS FOR 324, r CR S/O 
SWITCH FAILURE Q HAMILTON-ANNULLED 

I 'R/r, 11" WORK OFF 13 TRACK 
i 1' ALEX, X-bVER A t FNC, 1"V3 TRACK ^ ^ 
1 i - S/S NORTH OF B»<V WAlJ FOR PRM TO WORK OFF 83 TRACK, F SIS FOR K65007, r CSX S/O. 3" 13 TRACK 

19' CLIFTON SWITCH PROBLEM 

, 4' CLIFTON FOR 330 

13" S/S CP VAA/CR1750? 

• PAX 3" R/T 
7" QUANTICO FOLLOWING Q400, 2 R/T 
iO" XR FOR SWITCH PROBLEM, 4" R/T 
i i " FGB LATE TURN OFF 31? ' 7 
i r DAHJET FOR'84; 4'CSX S/O^ 1" pR'S/O 
i i " W/«-BRAKE PROBLEM, 4" PAX, 2'QUANTICO A/C P69C 

r R O FOR FORM D.2'CSX S/O _ 
r csx" SIG. 12' SIGNALS DJ, AIC Q4D0 t PWO 



Verification 

1, Stephen 1. Robens, declare under penalty of perjury that the foregoing is true and 

correct to the best of my knowledge, information and belief. Further. I certify that I am qualified 

and authori/ed to file this Verified Statement. 

/s/ 
Stephen T. Roberts 
Director of Operations - VRE 

Dated: October 20, 1997 





Verified SUtement 
of 

Charies H. Banks 

L Qualincations and Introduction 

My name is Charles H Banks I am President of R L Banks & Associates, Inc ("RLBA"), 

a firm of transportation economists and engineers, with oflRces at 1717 K Street, NW, Washington, 

DC 20006 and at 4 Britton Avenue, Belvedere, CA 94920 I have been RLBA's principal in charge 

of providing Commuter Rail Economic and Operations Consulting Setvices for the Virginia Railway 

Express ("\TIE") since RLBA was awarded that competitively bid five-year service contract on 

June 26, 1995 Further details of my qualifications are set out at Attachment A. 

In response to the proposed joint acquisition of Conrail by CSX Corporation ("'CSX") and 

Norfolk Southem Corporation (' NS"), the Northem Virginia Transportation Commission and the 

Pctomac and Rappahannock Transportation Commission ("Commi :sions") have asked me and my 

staff to review and evaluate CSX and NS Operating Plans and supporting materials that CSX, NS 

and Conrail have filed as part of their Joint Application as well as information they have provided in 

discovery and other items related to CSX, NS and VRE train performance and VRE ridership. 

These matters merit the attention ofthe Surface Transportation Board ("STB") in this 

proceeding because, as I will demonstrate, the addition of freight trains refleaed in the Applicants' 

respective Operating Plans, particularly those added by CSX, will adversely impact the on-time 

performance of VRE commuter trains so significantly as to threaten the viabihty of continued service 

on the line Further, I believe this statement demonstrates that the Applicants' Operating Plans each 

understate the additional number of fi-eight trains that will move through the VRE service territory. 



Therefore, the adverse impact of the pending acquisition on VRE service and rights is greater than 

suggested by the Operating Plans 

The Applicants currently and in the recent past have been providing no more than minimally 

sufficient levels of support as regards timely operation of VRE trains over tracks owned and 

dispatched by the Applicants. The proposed acquisition of Conrail promises to impact VRE 

adversely because it will increase the demand on existing capacity through a substantial increase in 

the number of freight train operations planned throughout the VRE territory 

In summary, my findings are: 

1. The Applicants' Operating Plans reflect the addition of a significant number of fi-eight 

trains to an exisling mixture of fi-eight, commuter and mtercity trains on the same tracks over which 

VRE enjoys rights under extant operating/access agreements to run commuter rail service; 

2. The Applicants' claim that VRE commuter train delays can be avoided by carefijl 

scheduling is not based o . any facts in this proceeding Applicants did not analyze the impacts on 

VRE on-time performance of running the additional fi-eight trains that the Applicants expect to result 

from the merger Existing VRE commuter trains clearly were ignored in developing the Operating 

Plans of both NS and CSX; 

3. Even if CSX were to have scheduled freight trains in its Operating Plan to have little 

or no impact on VRE train service, such scheduies would be unreliable because CSX's fi-eight trains 

frequently fail to operate on schedule and because the variance fi-om freight train schedules that 

either Applicant will tolerate far exceeds that necessary to coordinate freight and commuter train 

- 2 



operations so that VRE trains will be able to adhere to pubhshed schedules and thus operate in a 

manner which attracts and retains conunuters; 

4. Even though numerous CSX freight trains fail to operate on schedule, that carrier is 

umvilling or unable to manage its operations in such as way as to prevent significant delays to VRE 

commuter trains, each month, a significant number of VRE trains and commuters are delayed waiting 

for or following freight trains or by other controllable circumstances; 

5. VRE has an ongoing program to identify and pay for capital improvements to add 

operational capability and flexibility to the extant CSX and Conrail lines. VRE's efforts to date will 

not be sufficient to maintain even the current VRE commuter train on-time performance on the 

Fredericksburg iine once the projected numbei of CSX freight trains is added; 

6. Absent imposition of conditions by the STB, I project that railroad delays to VRE's 

commuter trains will substantially increase and VRE's on-time performance will fall from the long-

term, pre-acquisifion average of 85 9 to less than 81.1 percent. 

Before discussing my specific findings below, I note that one seminal difference between the 

Applicants, in fact all other freight railroads, and VRE regards the different perspective in which the 

parties consider the term "capacity," The Applicants regard capacity as the number of trains that 

may be operated over the line irrespective of timely performance. For example, the Applicants 

stated: 

Applicants are not aware of any uniform interpretafion of the term "railroad line 
capacity" in all contexts The term "railroad line capacity" may be defined with 
reference to numerous factors, which include the maximum volume of trains, tons or 
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cars that can be moved over a segment in a given time period safely, cost-effectively, 
consistent with customer commitments and with minimal delay ' 

To a railroad, minimal delay may mean within an nour or two For example, over the past 

month, the average CSX train through Alexandria in either direction varied from its schedule by 

about three hours Such a perspective on capacity is meaningless to a commuter train operator such 

as VRE, if its trains do not consistently arrive at the time shown in public timetables, only the few 

commuters with no other altemative will ride them and the service will cease to exist To VRE, a 

delay is defined as a VRE train anival at a given station more than five minutes later than scheduled 

Given their differing perspectives, it should not be surprising that the Applicants provide 

blanket assurances that (1) adequate capacity exists, and (2) VRE commuter operations will not be 

impacted An old railroad saw goes "a railroad time period is fifteen minutes and nothing takes less 

than one time period and most take several." 

The purpose of my .statement is to demonstrate that the Operating Plans provided by CSX 

and NS wiii not maintain an acceptable level of on-tinu performance service for VRE, but rather, in 

fact, will senously deteriorate it. 

/. I'he Applicants' Operating Plans reflect the addition of a significant number of 

freight train.s to an exi.sting mixture of freight, commuter and intercity trains on the same tracks 

o\ er which VIU-l enjoys rights under extant operating access agreements to run commuter rad 

service. 

' Applicants' Responses to First Set of Intenogatories and Document Requests of Northem Virginia 
Transportation Commission and Potomac and Rappahannock Transportation Commission 
("Applicants' First Responses"), CSX/NS-79 at 19 
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Figure A 

Present CSX Freight Trains 
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Figure B 

Post-Merger CSX Freight Trains 
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In the Applicants' Operating Plans, NS projected a 23 percent increase in freight trains per 

day, from 7 8 to 9 6 daily, between Alexandria and Manassaŝ  CSX projected a 44 percent increase 

in freight traffic in both directions, from 16 3 to 23 4 trains per day between Alexandria and 

Fredericksburg', between ./Mexandria and CP Virginia (DC - Virginia line) CSX/Conrail projected 

an increase of 60 percent from 17 9 to 28 6 freight trains per day* 

2. The Applicants' claim that VRE commuter train delays can be avoided by careful 

scheduling is not support able. The Applicants did not analyze the impacts on VRE on-time 

performance of running the additional freight trains that the Applicants expect to result from the 

merger. F.xi.sting VRI-'. commuter trains clearly were ignored in the Operating Plans of both 

Applicants. 

The Railroad Control Application addressed the issue simply as: 

CSX will have suflicient capacity to handle the expected increase (including three 
tracks, with reverse signals, through the ponion of the route in Alexandria that it will 
operate in common with Amtrak and with VRE trains to and ftom both 
Fredericksburg and Manassas)̂  

2 Railroad Control Application (" App"), Vol 3B, Figure D 6-2 Based on post-acquisidon NS train 
schedules, the NS estimate appears to be understated as will be shown later. 

^ App , Vol. 3 A Attachment 13-5. 

* App , Vol 3 A Attachment 13-6 CSX apparently has undercounied the number of Amtrak trains 
and thus the total number of trains on these lines There are 28 (not 22) trains on the 
Fredericksburg-Alexandria segment and 45 (not 35) on the Potomac Yard-Virginia Avenue 
segment. 

• App , Vol, 3 A at 280 
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There will be no identifiable adverse impacts on Amtrak or commuter operations as a 
result ofNS' operation ofthe defined Conrail lines^ 

VRE sought through intenogatories a more detailed description of any analyses that led to 

such claims by asking the .Applicants to identify the capacity and capacity index ratings (a measure 

used by CSX for prioritizing capacity improvements) assigned to the subject lines only to receive the 

following responses: 

CSX The nodes for the RF&P Subdivision which encompasses the Subject Lines 
nave not yet been coded into the system and therefore no capacity ratings have been 
made for that subdivision^ 

NS NS does not use any formalized process or system to rate the NS subject line for 
capacity or assign capacity index ratings " 

In response to VKt questions, John W Omson of CSX stated in his deposition: 

We have put in place schedules that our freight trains can adhere to these transit time 
schedules That includes the time to wait for meets or passes, to allow for windows 
or, you know, the movements of different trains which would be the other passenger 
trains since they can't occupy the same tracks at a time 

In mv examination of the proposed freight scheduies. I have focused upon scheduled through 

intennodal and freight trains since local, way freight and other trains are expected to exit main tracks 

in favor of all scheduled trains VRE trains operate over CSX within two fairiy narrow windows of 

just over four hours in the moming and four hours in the evening 

^ App , Vol 3B at 289 [similar unsubstantiated assurances may be found in Vol 3B at 299 and 306) 

^ Applicants' First Responses at 21. 

' Applicants' First Responses at 20 

^ Onison Tr. at 532. 
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r frwmrf 1 fen'T^T^ ehange berween present and poat-acquisinon Qreisfat scbediiiea. As 

illustrated in Table 1, onrent CSX schedules indicate 43 percent of CSX ffeigiit trains sbare the 

Alexandria - Frederick ĵurg conidor with VRE trains. As can be readily seen from the stringiine in 

Figure A, most CSX trains currentiy operate outside tbe windows. Post-acquisition, die number of 

scfaeduled trains sharing the corridor with VRE trains increases by aeariy half again, to 63 percent 

Please note that this analysis dropped CSX trains Q403 and Q402 which operaie only a short 

ifistance from Long Bridge to interchange with NS at Alexandria, (kduding these trains would 

decrease the current percentage to 38 percent.) 

Post-merger, when CSX adds 7 trains per day to this line, due to new or revised schedules, 6 

out of these 7 trains will be added to the moming and r/ening periods into wfaich VRE's commuter 

trains are restriaed at the insistence of CSX I prepared two stringiine figures to graphically 

illustrate how the concentration of CSX freight trains increases within 'VRE commuter train hours. 

Egure B illustrates post-acquisition schedules. Notice that the post-acquisition concentration of 

fiei^ trains within the shaded moming period during wfaich VRE operates seven trains and Amtrak 

operates four trains and the shaded evening period within wfaich VRE operates five trains and 

Amtrak operates four trains. I have only portrayed the situation south of Alexandria; north of that 

location is even busier with all NS freight trains added to the mix. CSX NS, VRE and Amtrak 

schedules are provided m Attachment B. 

Proposed CSX schedules, in fact, appei\r to completely ignore the existence of VRE trains. 

For example. 

- 7 -



TABLE 1 
CSX TRAINS BETWEEN 

ALEXANDRIA and FREDERICKSBURG 

1995 Base Post-Acquisition Increase 
Trains Trains (Peroent) 

•-4 
3> 

Source: Application Volume 3A. Attachment 13-5; Highly Confidential Depository Train Schedules; RLBA estimates. 



Given this tight, dieoretical scheduling, it will take an unrealistically perfect railroad, superb 

dispatching, no mechanical, track or signal breakdowns nor any maintenance forces obtaining track 

time, and consistent on-time CSX train performance, to keep CSX trains from delaying VRE trains. 

However, based on CSXs present performance, the proposed freight train schedules cannot be 

realized without delaying a number of VRE trains every single weekday on the joindy used track 

segment 

Currently, 50 perceat ofNS scheduled intennodal and merchandise trains run during hours 

when VRE commuter rail service also is operated. Despite NS's assurances, it too has scheduled 

post-acquisition freight trains without regard for VRE commuter rail service schedules. Post-
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acquisition, this percentage is forecast in the Operating Plan to increase to 75 percent of scheduled 

intermodal and merchandise trains. In adding four new scheduled trains, the Operating Plan places 

all four within the two peak periods (3 5 hours in the moming and 4 5 hours in the evening) during 

which all VRE trains operate (Table 2). 

Hence, the NS acquisition of Conrail lines and the accompanying train rescheduling will 

initiate a new and presumably permanent conflict between freight and commuter trains As freight 

traffic in the Manassas corridor increases, c'>nflicts and delays to commuter trains will become more 

frequent. 

Two other discrepancies demonstrate that NS has not perfomied any meaningfiil analysis 

regarding the scheduling of freight trains in which confidence can be reposed (1) its Triple d own 

trains are scheduled to enter the NEC before 10pm and exit it after 6 am, violating current Amtrak 

operating policy, and (2) it has continued to insist that only 1 8 trains per day would be added to the 

Manassas line despite providing train schedules in the depository which add eight new trains and 

eliminate the current four through freights for a net gain of four trains (averaging 3 5 over seven 

days of the week). 

Between Alexandiia and CP Virginia, the impact ofNS and CSX freight traflfic increases 

(detailed above) will be cumulative Total da.-ly freight tiains will increase from 17 9 to 28 6 (Table 

3) Even more dramatically, the number of freight trains that operate within commuter peak period 

hours on either the Fredericksburg or Manassas hnes that must also operate between Alexandria and 

CP Virginia triples from 6 to 18 This will be a busy and congested railroad twice a day. 
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TABLE 2 
NS TRAINS BETWEEN 

ALEXANDRIA and MANASSAS 

1995 Base Post-Acquisition Increase 
Trains Trains (Peroent) 

Source: Application Volume 3B. Figure D.6-2: Highly Confidential Depository Train Schedules; RLBA estimates. 



TABLE 3 
CSX AND NS TRAINS BETWEEN 

CP VIRGINIA and ALEXANDRIA 

1995 Base Post-Acquisition Increase 
Trains Trains (Per^nH 

I 

I 

Source: Application Volume 3A. Attachment 13-6; Highly Confidential Derwsitory Freight Schedules; RLBA estimates. 



3. Even -vere CSX to have schedtded jreiptt arans in its Openmng Plan to have Utde 

or no impact an ̂ ^HE tram semes, such schedules ynould be unreliable because CSX's Jrei^ trains 

frequendy fail to operate an schedule and the variance Jhmjireigfa tram schedules diat either 

Applicant will tolerate far exceeds that necessary to coordinate Jreight and cornmuter tram 

operations so that VRE trains vnll be able to adhere to published schedules and thus operate in a 

mamer that attracis and retains commuters. 

CSX has proposed pro fijrma, theoretical, opdmum schedules which require the carefiil 

threading of many freight trains through peak-period VRE commuter suin schedules, employing 

sewing skills CSX has yet to demonstrate in the real wcrid as it anempts to manage sr/en fewer 

freight trains operating currently. Eowc/er, its freight trins dc 3ct adhere to planned scheduies. I 

examined the CSX scheduled freight train performance at Pctomac Yard (.Alexandria) for a 29-day 

period between September IS and October 16, 1997. Oniy 36 percent of CSX freight trains 

examined operated ahead of or not more than Table 4 lists the actual 

pcrfermance. During that period, the average CSX train deviated from schedule an average of 

CSXs four premier, intermodal trains were much more 

consistent, deviating fi^m schedule only an average Figure C shows the wide 

. dispersion frcci scheduled arrival times for all trains, _ 

Intennodal trains operated &r closer to schedule with most operating withir 

"The intermodal train on-time performance standard deviation was 

The superior perfonnance of CSXs intermodal trains is only relative to all other CSX freight 
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Table 4 
CSX Freight Train Perfonnance 

Number of Minutes Ahead or Behind Schedule 



Figure C 
CSX Through Freight Train On-Time Performance 

Actual Hours Early or Late Compared With Schedule 

• I 
8' 



Figure D 
CSX Intermodal Freight Train On-Time Performance 

Actual Hours Early or Late Compared With Schedule 



trains CSX intermodal train on-time performance, falling as it does within one hour of schedule 

itself would be insufficiently schedule-adherent to permit scheduled operation of mixed freight, VRE 

commuter and Amtrak intercity trains in the same corridor Daily variances of this magnitude 

indicate that there is no consistent, predictable performance pattem and, therefore, no regular 

meeting points can be assumed between VRE commuter and CSX freight trains; that CSX clearly has 

far more tolerance of schedule vanance than does VRE, and that the scheduling information 

provided by CSX in its Operating Plan is not indicative of actual operating times 

4. Even though numerous CSXfreight trains fad to operate on schedule, that carrier is 

unwilling or unable to manage its operations in such as way as to prevent significant delctys to VRE 

commuter trains, each month, a significant number of 'VRE trains and commuters are delayed 

waiting for or following freight trains or hy other controllable circumstancps. 

In managing its day-to-day operations, CSX dispatchers must identify and react to a new and 

different real-world freight train scenario each and every day Their goal is to advance all trains as 

efficient! as possible While they are skilled professionals, each day they must play a game like 

chess with new pitfalls to avoid, attempting to advance "pieces" in both directions on a fixed and 

limited number of slots Unlike the game of chess, however, when a CSX dispatcher makes an 

erroneous decision, a VRE train and hundreds of unhappy commuters may be delayed, sometimes up 

to an hour or two This situation undoubtedly will worsen as dispatchers try to deal with a chess 

board with too many pieces cn it 

Just because a freight train does not adhere to schedule does not mean that VRE commuter 

train delays must result but, under CSX management, delay to VRE trains too of̂ en have been the 
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result of CSX freight train deviations from schedule Whatever its freight train performance, CSX 

makes numerous decisions each day which affect VRE trains; freight and Amtrak intercity trains are 

advanced or held, maintenance activities are scheduled; dispatchers choose the trains or locations 

needing their attention CSX obviously has priorities which guide these individual decisions, and 

VRE cleariy does not stand high on that list of priorities Whatever CSX might state about past, 

present or future performance, the result of its past decisions has been substantial delay to VRE 

trains, which can only get worse when freight train traffic increases post-acquisition 

Delays to VRE commuter trains attributable to CSX operations are detailed in item 6 below, 

but at this point suffice it to say that 8 5 percent of VR.e Fredericksburg line trains during the period 

April 1996 through September 1997 (excluding the deraiiment-marred months of July and August 

1997) were delayed five minutes or more as the direct result of JSX actions or failures to act Many 

of these delays were attributable to CSX operations decisions, including freight trains and 

maimenance activities Let me reiterate that these delays to 8 5 percen: of VRE commuter trains 

were caused soleiy bv CSX, other causes of delay such as mechanical or other failures on the part of 

VRE's equipmeni -n j f its senice operator are excluded from the 8 5 percent figure 

5. r/?£" has an ongoing program to identify and pay for capital improvements to add 

operational capability and flexibility to the extant CSX and Conrad lines: VRt:'s efforts to date will 

not be sufficiem to maintain VRi: commuter tram on-time performance on the Fredencksburg line 

once the projected numbe- of CSX fret ght trams is added. 
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As discussed in the verified statements of VRE officials herein, VRE has worked and 

continues to work with CSX to reduce the impacts of heavily utilized CSX railroad infrastructure by 

fijnding a series of capital improvements designed to add capacity and/or flexibility 

Despite these improvements, if the post-acquisition freight trains that CSX and NS reflect in 

their respective Operating Plans are added to the Fredericksburg line during the peak commuter 

hours, the crush of new trains will be so great that dispatchers will not enjoy the necessary flexibility 

and capacity to enable VRE trains to meet on-time customer expectations. 

To provide an analogy, I would compare the situation to a winding and hilly two-lane 

highway with a limited number of dashed line safe passing strips The capacity improvements in-

progress fijnded by VFE effectively add more or .onger passing strips on the hills, so that light, short 

VTIE ^.id Amtrak trains (equating to cars on the highway) have more locations to pass the slower 

freight trains ̂ equating to t' s on the highway) While VKE'S improvements will enable its (and 

Amtrak's) ti a-ns (cars) to pass freight trains (trucks) and remain on-time regardless of where the 

freight trains (trucks) may be encountered, both Applicants now propose to add a number of freight 

trains (slow, heavy trucks) in both directions This means that there are more slow, freight trucks 

that must be passed to traverse the road, but increased truck traffic in the opposing direction means 

that there are fewer places on the road w'"re faster traffic can pass, so the VRE commuter trains 

(cars) wind up being delayed as they follow the freight trains (trucks) for miles. 

Many VRE-funded improvements to the CSX line are designed to provide the opportunity to 

pass a train moving in the same direction, using the other track However, CSX has added so many 

fri.Mght trains within the limited VRE commuter train operating periods that, post-acquisition, it will 
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often become infeasible to use the other track because it already will be occupied by or reserved for 

immediate use by a series of CSX freight trains (or Amtrak trains) in the opposite direction. 

6. Absent imposition of conditions by the STB, I project that railroad delays to VRE's 

commuter trains will increase and VRE's on-time performance will fall from the long-term, pre-

acqui.sition average of 85.9 to less lhan 81.1 percent. 

If the Applicants follow the proposed Operating Plan post-acquisition, I estimate VRE's on-

time performance will decline by at least five percent This would reduce long term on-time 

performance from about 85 9 (based on July 1995-August 1997) to below 81 1 percent This 

probably understates the impact, as I applied a conservative approach to projecting delays that fails 

to fiilly reflect the interaction between multiple train delays that will occur on a busy rail line 

u llowing a singie adve "•e incident and thus underestimates the resultant reduction in on-time 

performance. 

My approach to evaluating on-time performance was to review VRE train delay data from 

April 1996 through September 1997 (excluding July and .August 1997 derailment delays). The 

delays caused by either CSX or NS were attributed to seven "delay t>'pe" categories including 

mechanical freight train breakdown, track and signal maintenance (including both failures and 

detours around program workforces', delay from other passenger tnins, holding for freight trains, 

waiting on orders from the dispatcher, rules tests, and other congestion problems Mechanical, 

freight train and other congestion delays were projected to increase at a rate corresponding to the 

increase in the number of freight trains scheduled during the hours of VRE commuter train 

operations Track, signal and dispatcher delays probably also would increase at a similar rate due to 
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increased congestion, but to be conservative, I limited these types to no more than half the rate of 

increase in the number of freight trains. Finally, commuter train and rules test delays were assumed 

not to increase. As a result of this analysis, I project that CSX freight train-caused delays 

experienced by VRE Fredericksburg line trains would increase by 4.8 percent from 8.5 percent to 

13 3 percent (Table 5) (an increase of 56 5 percent) and that corresponding VRE Manassas line 

delays would increase by 4 8 percent, from 9 7 to 14 5 percent as shown in Table 6 (an increase of 

49 5 percent). 

This delay prediction is seriou' .y understated by my conservative approach. As more freight 

trains are operated on the line, the decreased opportunities for CSX dispatchers to react to 

niechanical, track or signal breakdo-wns by switching VBE commuter trains to the other track will 

result in more and more VRE commuter trains becoming delayed behind freight trains or because of 

infrastructure problems 

Wnile there is no known formula to correlate ridership with on-time performance, increasing 

the frequency of passenger train delays by one-third or more obviously will reduce ridership. Unlike 

the derailment delays, persistent long-term unreliability is not a short-term event which can be 

planned or othenvise anticipated and accommodated by VRE custc mers. The decline in on-time 

performance flowing from the planned increases in freight train movements would have adverse, 

long-term impacts on VRE ridership. 

In addition to the delay issues discussed above one must consider negative ridership impacts 

that will result from several construction projects that CSX must implement to realize its anticipated 

merger benefits To initiate its proposed automobile service between Northem New Jersey and the 
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TfiDle o 
Projected Post-Acquisition Delays to VRE Trains as a Result of Increased Freight Traffic During Peak Periods 

Fredericksburg Line 

CSX/Conrail line between CP Virginia and Fredericksburg 

Base Period Post-Acquisition 
Freights Actual Freights Rate of Projecied 

During VRE Delays Dunng Increased VRE Delays 

Delay Peak Exceeding Peak Delay Exceeding 

Type Penods 5 Minutes Periods (percent) 5 Minutes 

Mechanr,al 6 21 12 100% 42 

Track 6 36 12 50% 54 

Signal 6 135 12 50% 203 

Freigtit 6 75 12 100?4> 150 

Passenger 6 61 12 0% 61 

Dispatcher 6 12 12 50% 18 

Rules Test 6 1 12 0% 1 

Congestion 6 2 12 100% 4 

Tolal 343 533 

VRE Trains Operated 4018 4018 

Percent delayed 8.5% 13.3% 

Data is from April 1996 through September 1997 excluding July and August 1997, 
which had unusual derailnrient and signal delays. 

Source: VRE delay reports; RLBA estimates. 



Table 6 
Projected Post-Acquisition Delays to VRE Trains as i Result of Increased Freight Traffic During Peak Periods 

Manassas Line 

TOTAL BOTH RAILROADS 

cn 
CO 

CSX/Conrail line between CP Virginia and Alexandria NS lino between Alexandria and Manassas/Broad Run CP Virginia and Manassas 

Base Period Post-Acquisition Base Penod Post-Acquisiti Base Posl-Acq. 

Freights Actual Freights Rate ol Projected Freights Actual Freights Rate of Projected Actual Projected 

During VRE Delays During Increeised VRE Delays Dunng VRE Delays During Increased VRE Delays VRE Delays VRE Delays 

Delay Peak Exceeding Peak Delay Exceeding Peak Exceeding Peak Delay Exceeding Exceeding Exceeding 

Type Penods 5 Mitiules Penods (percent) 5 Minutes Penods 5 Minutes Penods (percent) 5 Minutes 5 Minutes 5 Minutes 

Mechanical 8 4 IB 125% 9 2 0 6 200% 0 4 9 

Ttack 8 20 18 50% 30 2 107 6 50% 161 127 191 

Signal 8 53 18 50% 80 2 56 6 50% 85 100 164 62 

Freight e 31 18 125% 70 2 20 6 200% 60 51 130 

Passenger 8 55 18 0% 55 2 33 6 0% 33 88 88 

C patcher 8 10 18 50% 15 2 5 6 50% 8 15 23 

Rules Test 8 5 18 0% 5 2 44 6 0% 44 49 49 

Conuestion 8 4 18 125% 9 2 5 6 200% 15 9 24 

Total 
8 

182 273 270 406 452 679 

VRE Trains Operated 4672 4672 4672 4672 4672 4672 

Percent delayed 3.9% 5.8% 5.8% 8.7% 9.7% 14.5% 

Data is from /\pril 1996 through Se|)tember 1997 excluding July and August 1997 which had unusual derailment and signal delays. 

Source: VRE delay reports; RLBA estimates. 



The Virginia Avenue Tunnel is adjacent to, not part of VHE service routes. Its 

reconsiruction will require large work force windows for nearly sbc months. Based upon past CSX 

practices this will result in delays to several VRE tiains each week as northbound CSX trains await 

passage tiirough the common approach tracks used to access both Virginia Avenue and the adjacent 

Union station tunnels 

These delays are additional burdens that will still fiinher reduce use of VRE trains by its 

customers so that CSX can realize its merger benefits. Some of these anticipated, imposed delays 

will be avoidable dirough carefiil train and workforce scheduling, but history suggests that these 

projects will significandy add to the other delays discussed herein. 

Potential for Even More Freight Trains and More Commuter Delays 

My analysis has been based upon historical performance and the Applicants' Operating Plans, 

as set forth in the Application and supporting documents and testimony. However, there is a strong 

probability that actual freight traffic will increase even more than the Applicants acknowledge. I 
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oflfer two examples related to CSX traffic First, CSX claims sufficient capacity on its 

Fredericksburg - Alexandria line, but last month it mstituted a new local train between Sealston and 

Annapolis Junction, Maryland to haul garbage Currently, about an hour before the end of VRE 

evening operations, this local train is scheduled to enter the CSX line just north of Fredericksburg 

and head northward just ahead of Amtrak #66 This train will consume additional line capacity 

beyond that which is reflected in CSX's Operating Plan Second, CSX's Application identifies a new 

unified route which encompasses VRE's Fredencksburg line and states 

The New Orleans Service Route offers an altemative route for chemicals and 
merchandise traffic that is currently routed through St Louis or Memphis For many 
ongin-destination pairs, such as Houston to Philadelphia, the route through New 
Orleans is significantiy shorter and more efficient . The increase of merchandise 
traffic through New Orleans will create an opportunity to pre-block UP and BNSF 
traffic as far east as Hamlet and Waycross 

h is apparent to me that the creation ofthe New Orieans Service Route in and of itself is both 

testimony to tbe likelihood that CSX expects at least the potential for significant traffic volumes to 

be captured, not to mention the likelihood that the creation of a Service Route might well induce 

additional demand over that trackage In any case, I believe the impact on VRE on-time 

performance of additional CSX freight trains operating through the VRE commuter service territory 

because ofthe subject merger is understated in the Applicant's Operating Plan because the impact of 

creating the New Orieans Service Route is not reflected in the portion of the Plan addressing the 

VRE service territory. 

'° App , Vol 3A at 131-32 
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For NS, I also oft'er two examples of capacity consuming additional freight traffic not 

reflected in its Operating Plan which will adversely affect VRE on-time performance First, NS 

claims that freight trains between Alexandria and Manassas will increase by only 1 8 trains per day 

Current operations include four scheduled trains (341, 342, 203 and 204) plus three local trains and 

occasional coal trains The Application indicates that NS will replace the existing four scheduled 

trains with eight new trains (Application Volume 3B Figure C 3-5 trains TCATPS, TCPSAT, 

IMBLNO, IMNOBL, GMLIOl, GMOILI, GMROBL and GMBLRO) Eight less four equals four 

additional trains, which when adjusted for less frequent Tnple Crown Service, averages about 3 5 

trains per day 

Second, NS has indicated it will route coal trains from west of Roanoke, Virginia to 

Baltimore via Riverton, Hagerstown. Harrisburg and Perryville It claims as a benefit ofthe merger 

that the reroute of coal trains via " Hagerstown and the Shenandoah Valley will save up to 200 

miles per train and 143 miles on average."" 

Examination of Map One shows that NS could shave another 109 miles off" the route between 

West Virginia and Baltimore by using its route via Riverton Jet and Alexandria 1 am confident that 

when NS implements its initial post-meiger operating strategy, it will route those coal trains the 130 

miles via Riverton Jet - Manassas - Baltimore (Canton), including 36 miles on the NEC rather than 

the 239 miles necessary to move the traffic via the Riverton Jet - Hagerstown - Harrisburg -

Baltimore (Canton) route which includes a near equivalent 32 miles via Amtrak's NEC Both 

App , Vol 3B at 148 

- 18-



Map One 
NS Coal Traffic Routes 
Roanoke to Baltimore 

Proposed NS Route 

Harrisburg^ 

:i—--,,o>H'» 

B a l t i m o r e ^ ^ ' ^ / 

WIA^LAND \ 

.Jashington \ D t 
,. otemac fmd»^. 

Shorter Ro"'' ^ 

Roanoke 

Shorter Route Via Manassas 

Source: Norfolk Southern Railway 1995 Map; RLBA editing. 



Applicants have cleariy indicated that all freight schedules are subject to change Therefore, a post-

merger reroute of this NS coal traffic via a more efficient Alexandria route will increase traffic and 

adversely impact VRE commuter operations, absent the imposition of STB conditions. 

Consequently, VRE asked the following interrogatory and received the noted response. 

5. (a) Describe in detail any analysis or evaiuation by NS for 
routing coal traflic that currentiy is routed or is projected to be routed post-
acquisition to the greater Baltimore, Maryland area via Riverton Junction, 
Virginia-Hagerstown, Maryland-Harrisburg, Pennsylvania-Perryville, 
Maryland, over an alternative route from Riverton Junction, Virginia to the 
Baltimore area via Manassas, Virginia-Alexandria, ^irginia-Landover, 
Maryland; (b) with respect to such alternative routing, please identify any 
reasons why such routing would be infeasible or otherwise unacceptable to NS; 
(c) describe in detail why .NS would not route coai traflic to the Baltimore area 
via Manassas-Alexandria-Landover route when such route is substantially 
shorter that the route via Hagerstown-Harrisburg-Perryville. 
Response 

5. Without waiving any objection, and subject to the General 
Objections set forth above, NS responds as follows 

Analysis and evaluation made by NS of coal traific routes may be 
found in the NS Operating Plan, Volume 3B, and supporting work papers Coal 
schedules and descriptions may be found in Volume 3B at pages 147-153 Projected 
train schedules may be found in Applicants' depository See NS-21-CO-07358-
0924"̂  The NS Operating Plan attempts to route all iraffic in the expanded NS 
system in the most efficient manner possible The NS coal routings identified in the 
Application are considered by NS to be the most efficient routings in light of other 
trafl[ic and overall operational considerations.'' 

Applicants' Responses to Second Set of Intenrogatones and Document Requests of Northem Virginia 
Transportation Commission and Potomac and Rappiihannock Transportation Commission, CSX/NS 
- 109 at 8 

- 1 9 -
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The response provides no explanation of why NS will not reroute the proposed coal traffic 

once operating considerations (e g train crew contracts) are revised Moreover, in his deposition, 

Mr McClellan ofNS acknowledged that the Manassas -Baltimore route was "much shorter" thon the 

Hagerstown - Harrisburg route, conceded NS's long-standing desire to route more coal traffic over 

the Manassas line, and expressed the hope that, over time, NS would obtain more coal and -ither 

business over that hne into the Baltimore and Wilmington markets 

Based upon the above examples, it is clear that rail freight traffic over lines upon which VRE 

operates will increase more than the .Applicants have stated to the STL When that occurs, absent 

protection imposed by STB. merger-related impacts such as delays to VRE commuter trains will 

increase for all ofthe rea.sons set forth above, and VRE's continued service to the citizens of Virginia 

and Washington, D C will btr in peril 

" McClellan Tr at 300-05 
- 2 0 -
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Attachment A 

Qualifications 

of 

Charles H. Banks 

Charles H. Banks, President, R.L. Banks & Associates, Inc., earned an MBA tronn the 
Wharton School of the University of Pennsylvania in 1 977 w i th concent i ons in Finance 
and Transportation and received a BA in Economics f rom Haverford College in 1974 . 

Since joining RLBA in 1985, Mr. Banks hias focused on evaluating the econonnics 
advanced in connect ion w i th f inancing the rehabil i tation, expansion or acquisit ion ot 
numerous snort line and regional railroads and assessing their potential viabi l i ty. He 
interviewed hundreds of the largest existing and prospective lail customers on the Iowa 
Interstate Railroad, Gulf Si Mississippi Railroad, Dakota, Minnesota & Eastern Railroad and 
more than a dozen other prospective enterprises as wel l as many large industrial 
customers served by Class I railroads. 

In connection w i th acquisit ion f inancing of Wisconsin Central Ltd. bv Irving Trust, New 
York Life and Berkshire Partners, Mr. Banks conducted special stLJies of the highly 
competi t ive pulp and paper, TOFC and coal markets. He researched the economics of unit 
train operations on ilyht density freight lines and, w i th an RLBA colleague, co-authored 
a Utility Data Insti tute analysis enti t led, "Is Your Railroad Leavinn Town? New 
Transportation Challenges and Opportunit ies for Coal Producers and Users." Mr. Banks 
has participated in a number of the f i rm's waste-by-rail ass ignmt i i ts and, w i t h another 
RLBA colleague, co-authored articles published in The Management of World Wastes. 

Mr. Banks has provided strategic railroad line evaluation and acquisit ion counsel to more 
than t w o dozen cl ients. On behalf of the Los Angeles County Transportat ion Commission, 
the New York City t conomic Development Corporation, the Alameda Transportat ion 
Corridor (Ports of Long Beach and Los Angeles) and the Maryland Mass Transportat ion 
Adroinistration, Mr. Banks has managed strategic planning, valuation and negotiat ion 
efforts in connect ion w i th the acquisition of rail lines for emergent passenger, freight or 
joint operations. 

Prior to joining RLBA, Mr. Banks was Director of Strategic and Financiai Planning w i t h the 
United States Railway Associat ion, a public corporation which restructured bankrupt 
Northeast railroads into Conraii. His primary responsibility was to identi fy Conrail 's 
competi t ive advantages and its potential for increased prof i ts. He also directed studies 
to rebut ciaims, exceeding $1.3 billion, against the government. 

Previously, Mr. Banks conducted financial studies in the Costing and Economic Analysis 
section cf Conrail 's Finance Department and, subsequently, joined that carrier's Strategic 
Planning department. At Southern Pacif ic's Bureau of Transportat ion Research, he 
developed and implemented management information systems, studied rail line viabil i ty 
and testif ied before the Oregon and California Public Util it ies Commissions. He also has 
worked in the Operating and Market Research Departments of three large railroads. 
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Train Schedules 
(AsofSeplem ,er 22. 1997) 

FREDERICKSBURG LINE - Northbound 

Train # 300 302 304 306 84" 308 310 86* 94/194* 80* 

Frequency M-F M-F M-F M-F M-Sa M-F M-F Daily Daily Daily 

FREDERICKSBLRC, 5 15a 5 46a 6 22a 6 57a 7 18a •7 28a 8 10a 8 38a 11 22a 4 44p 

LEELAND RD 5 21 5 52 6 28 7 03 — 7 34 8 16 — — 

BROOKE 5 2b 5 57 6 33 7 08 .... 7 39 8 21 — — — 

QLANTICO 5 38 6 09 6 45 7 20 7 51 8 33 8 58a 11 42a 5 03p 

RIPPON 5 47 6 18 6 54 7 29 8 00 841 — — 

WOODBRIDGE 5 52 6 24 7 00 " 35 7 50 8 06 8 47 9 10a 11 52a 

LORTON 5 58 6 5i 7 07 7 42 — 8 12 8 52 — — 

FRAN/SPFLD 6 04 6 38 7 14 7 49 — 8 18 8 59 — — 

ALEXANDRIA b 17 6 48 7 24 7 59 8 09 8 30 9 10 9 30a 12 lOp 5 33p 

CRYST.\L CITV 6 26 6 57 7 33 8 08 8 39 9 19 — — .. . . 

L'ENFANT 6 33 7 04 7 40 8 15 ... . 8 46 9 26 — — .— 

UNION STATION b43a 7 14 7 50a 8 25a 8 35a 8 56a 9 38a 9 55a 12 35p 3 >Dp 

FREDERICKSBURG LINE - Southbound 

Train # 319 79* 95* 301 303 305 93/99- 307 309 85* 

Frequency M-F Daily M-Sa .M-F M-F M-F Su-F .M-F M-F Daily 

UNION STATION 6 53a 10 20a 3 05p 4 05p 4 4Up 5 15p 5 45p 5 55p 6 40p 8:15p 

L'ENFANT .— 4 13 4 48 5 23 — 6 02 6 47 — 

CRYSTAL CITV — — — 421 4 56 5 31 — 6 11 5 52 — 

.ALEXANDRIA 7 r 10 37 3 23 4 29 5 04 5 39 6 03 6 19 6 59 8 32 

FRAN/SPFLD — 4 38 5 13 5 48 — 6 28 7 08 — 

LORTON 4 45 5 20 5 55 — 6 34 7 15 — 

WOODBRIDGE 10 55 3 41 4 53 5 28 6 03 — 641 7 21 8 49 

RIPPON — 4 58 5 33 6 08 — 6 46 7 26 — 

QUANTICO 7 35 11 06 3 53 5 07 5 42 6 17 6 30 6 55 7 35 901 

BROOKE 5 18 5 53 6 28 — 7 06 744 — 

LEELAND RI) — 5 24 5 59 6 34 — 7 12 7 50 — 

FREDERICKSBLKG 8 00a 11 25a 4 1 ip 5 35p 6 1 Ip 6 46p 6 48p 7 260 8 04p 9 19p 
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Train Schedules 
(As of Septembtr 22.1997) 

MANASSAS LINE - Northbound 

Train # 322 324 326 328 330 332 20* 334 50* 

Frequency M-F M-F M-F M-F M-F M-F Daily M-F Su,W,F 

BROAD RUN 5 20a 5 50a 6 25a 6 50a 7 25a 7 50a — 5 40p 

MANASSAS 5 25 5 57 6 32 6 57 7 32 7 57 8 19a 5 46 6 55p 

MANASSAS PARK 5 30 6 02 6 37 7 02 7 37 8 02 — — 

BURKE CENTRE 5 43 6 15 6 50 7 15 7 50 8 15 — — — 

ROLLING RD 5 47 6 19 6 54 7 19 7 54 8 19 — — — 

BACKLICK RD 5 53 6 26 701 7 26 801 8 26 — — — 

ALE.X.ANDRIA 6 05 6 38 7 13 7 38 B 1 1 
\J A ^ 

8 38 9 05a 6 18 7 42p 

CRYSTAL CITY 6 13 6 48 7 23 7 48 8 23 8 48 — — — 

L'ENFANT 6 18 6 55 7 30 7 55 8 30 8 55 — — — 

UNION STATION 6 28a 7 05a 7 40a 8 05a 8 40a 9 05a 9 33a 7 00p 8 lOp 

MANASSAS LINE - Southbound 

Train # 321 51* 323 325 327 329 331 19* 133 

Frequency M-F Su,W,F M-F M-F M-F M-F M-F Daily M-F 

UNION STATION 6 38a 11 30a 3 55p 4 25p 5 05p 5 35p 6 25p 7 15p 7 25p 

L'ENFANT — — 4 02 4 32 5 12 5 43 6 32 — 7 32 

CRYSTAL CITY — — 4 08 4 38 5 18 5 49 6 38 — 7 38 

ALEX.\NDR1A 6 55 11 49 4 15 4 45 5 25 5 56 644 7 34 7 44 

BACKLICK RD — — 4 26 4 56 5 36 6 07 6 55 — 7 55 

ROLLING RU — — 4 33 5 03 5 43 6 13 7 01 — 8 01 

BURKE CENTRE — — 4 38 5 08 5 49 6 19 7 06 — 8 06 

MANASSAS PARK — — 451 521 6 03 6 33 7 20 — 8 20 

MANASSAS 7 34 12 24a 4 57 5 27 6 10 6 38 7 25 8 08p 8 25 

BROAD RUN 7 40a — 5 08p 5 38p 621p 6 50p 7 37p """" |8 37p 



'its! 

.A; • . • 

•S'-ir*. ... . 

w 

Northeast Timetable 
Revised Edition l M M y l 0 . 1 M 7 

i fe i l lMMIOr iMT. 

An 
Unexpected 
Departure from 
the Northeast 

STUDENT V, 
ADVANTAGE" 

-.NA STUDENT 



Attachment 3 
Page 6 of 21 

M E T R O L I N E R / N O R T H E A S T D I R E C T / C L O C K E R S E R V I C E 
Boston » Hartford « \ew York * Philadelphia « Baltimore « Washington * \ewport News 

Custom Class service availaoie 
D Sloes only -o ai.scfiarge passengers 
" SlODS only to receive cassanqers 
" Reservations requirea tf r travel to or trom ttiis station 
•> Sieeomq Car service availawe 
O C'uD Class Service avaiiaOie 

D.ninq Cat serving comotele rneais 
^ AmtraK Excress Shipcng ana Checneo Baggage services al stauons .nOi 
W AmtraK Thruway connectjng ous 
Not»: Train 67 Th« Twil ight Shor* l ln* r . nanaies Amtran Eicress Shioomq 
stations For uetails. call 1-800-36a-''F!AK 

catea 

between select 

mtirnm rhnmmy tmCcmteoon Ntmpartmmm VA/ 
fk*Mla OMcfl. VA. ntmrtwaain nquma. -
ConfmeUng TrwIn Numetr 

Day ot Otmtmton mm 
tttm^nNtrnm. VA (ET) 

Vkftntm B*aeti. VA (ET) 

0 
22 
41 

Op 

Ar 
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M E T R O L I N E R / N O R T H E A S T D I R E C T / C L O C K E R S E R V I C E 

Boston • Hartfoi i • New York • Philadelphia • Baltimore « Washington » Newport News 

SarvtoM r-ain Mama » 
Weekend 
Mclroliner 

Train N i ' m M r » 205 181 107 207 109 209 185 

O M C i 

Slam 

K a y x o M l 

143 643 
^4onn•l Days of Oparatlon » Sa Dally M-F Su M-F Sa M-F Sa M-F SaSu 

wi l l Alao Oparata 
M l 

WIH Not Oparata i in i n 

On Board Sarvica » 

Boston, MA -Soutn Sta lETi 
Beaton. MA-Bacn 8ay Sta 
Routaiza. MA 

Oo 

Pfovtdanca. flI 
KIngaton. Rl 
Waatarty. Rl 
Myatlc. CT 
Naw Lonaon. CT Fonvwoos Casino *•> 
Old SiybfocK. CT 

No 

Spnnqllatd. MA 5 3S* «40A 

r WlndwH LocHa. CT 5 55A 700A 

Windsor. CT rosA 

narlforu. i 
Bartln. CT 
Macidan. CT 
Walllnqfofd. Jt 

7 17A 
730A 

>34A 73gA 
7 4TA 

New Haven, CT 
Bridflaport. CT 
Stamford. CT 

Naw Rocnaiis. NV 

7 07A 
7 ITA 

8 10A 
S20A 

9 08A 

8 ;9A 9 2aA 

New York, NY -P«nn Su SOOA B 05A 90aA 900A 
9 00A 
9 20A 1 20A 

Nawarti. NJ 
MatroparK. NJ 
Naw Brunawtck. UJ 
Pflncaton Jet.. NJ 
Tranton. NJ 
North Philadelpiiia. PA 

R 8 ISA 
828A 1 35A 

Phila.. PA-
Wilmington. DE 
Nawarti. DE 

30tn Sl Sta 

MO 
Baltimore MO-P«nn Sta 
BWI Alrpon Hi l l Sta.. MD 
Naw Carrollto i MO 

93SA 

9 32A 
^ 35A 

tOZOA 
•0 33A 

010 46A 
; • QOA 

o i l -SA 

Washington, DC 
AlaiandHa. VA 
Woodbrldga. '.'A 
Quantico. VA 
Fradanedaburg. VA 
Aahland. VA 

Richmond, VA 
WWIIamaOurg, VA 
Nawport Nawa. VA lETI 

fl 9 ISA H 9 15A 
9 28A 9 50A 

'OOOA 10 00A •0 20A 
lOOOA 
1020A t0 40A 

RIO I i A HIO 15A <03eA RI0 56A 

10 28A •0 50A 10SOA 

10 42A 
'0 45A 

0 42A 
•0 45A 

t0 35A • 1 08A 

11 20A 

• 1 08A 

67A 

n 33A 11 33A 12 10P 

O i l 4eA 012 2SP 

' 1 59A 12 04P 12 4*? 

12 10P 
0122SP 

12 « P 

11 42A 
M 4SA 

11 42A 
11 4SA 

I t SSA 

11 JSA 12 (MP I20BP 
To 

1217P 1220r 12 57P I2S7P 
Matttalmrg 

12 30^ I2 33P 1 tOf 1 10P 

D13 4BP 0 1 25P 0 1 28P 

121 11MP 1 4SP 

SPEED THROUGH TICKETING WITH QUIK-TRAK 
Quik-Trak ucksting machines are now available at most Northeast Comdor stations. Pick up 
a ticket you ve already reserved, or make resenfations and pay on the spot for some destina
tions. Iiist follow the easv touch screen menus and vou U be on vour wav 
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METROLINER/NORTHEASTDIRECT/CLOCKER SERVICE 
Boston • Hartford • New York • Philadelphia • Baltimore • Washington • Newport News 

M e t r o l l n a r 
W a a t a n d 

M a t r o l i n a r 

N o i t h a a a t -

O l r a c t 

Oof^inion 

N o r t t M a a t -

D l r e c t 
S l l va r 

S ta r 
M e l r o l i n a r K c y a t o n a 

N o r t h e a i t -
D l r e c t 

M a v t ' n ^ F r 

Northaaat-
D l r a c t 

M a / r i r 7 w ^ 
M e t r o l l n a r 

W e e k e n d 

M e t r o l i n « r 

T r a m Numt>er > 111 211 95 195 91 113 645 471 171 115 215 
Normal Days of Operatton ^ M-F Su Mo-Sa Su Daily M-F M-F Daily Daily M-F Su 

W i l l A l s o O p e r a t e • v\ vt 

WHI N o t C D e r a t e ^ m^ V I i n V I M l 

O n B o a r d S e r v i c e »• 
R tU fVM 

o "To :o 
R m r y i * 

X 
Rt ta r fM 

o c;o O 

Boston, MA-s.,umsta .E^ Do 6 2SA _ N o ' 30A 

8 o « l o n MA •' i n Bay Sta R « ] 2 A Z t f l F o o d F o o d R 7 : a A 

Rau ta 128 MA R Ci44A 51 S a r v K a _ S a r v i c a R 7 41A 

Prov tdancB Rl r 12A N o n h o l 1 t I A 

K I n q t l o n Rt 0 o Naw Havafv 1 -1 39A 

Waa lv r l y Rl li 56A 

M y t t i c CT 9 07A 

N a w L o n o o n CT Fnxwoods Casino 491 n j l } 9 A 4- 9 22A 

O l d Snvt irootc c r i« o 1 4 2 * 

^ S p r i n q d e i a MA - 4 5 i 50A 

i W I n a t o r L o c H . CT a 0 9 A 

= W I n O l o r . CT 9 t4A 

3 H a r t f o r d . CT 9 25A 

B Ba r l l n . CT - -s - 9 3BA 

c Mar i aan . CT - -s - 9 474 

' Wa l l l n i j I o fO. CT ~^ 

New Haven, CT Ar 
Op 

9 06A 
9 15A 

10 ISA 

« 
• 0 JSA 
' 0 I S A 

Br tc ig«oor i . CT 1 IS ' 0 STA 

S tamfo fO CT 1 ... . 4 _ , 11 23A 

New Rochoue t a Z t 41A 

New York. NY-penr̂ s,a_ Al 
Oc _ M OOA M OOA 

10 45A 
1 • 10A •• 'OA m ' 5CA 1̂2 OOM 12 15P 

lin
 

to
 

W
a

i 

in
 

1
7

t 
a

t 

12 15P 

12 4 0 P 

12 5 9 P 

1 oa«> 1 OOP 

R 1 ISP N*war i i NJ R l l tSA R l l ' 5 A 11 2 r A M 26A «SR12 17P R12 15P H12 31P 

lin
 

to
 

W
a

i 

in
 

1
7

t 
a

t 

12 15P 

12 4 0 P 

12 5 9 P R 1 15P 

1 OOP 

R 1 ISP 

M#!roDari< N j l^JBA tl 20*, 11 40A " 40A 12 45P 

lin
 

to
 

W
a

i 

in
 

1
7

t 
a

t 1 28P 

New B r u n s w i c * . NJ 

P'*nci* fon JCt NJ 

- %% 
.. rtt • 

T ren ton NJ 12 M P I2 04P R 1 OOP I 09P 
- %% 
.. rtt • 

1 35P 

No r th Phi tadeipMia. PA ' - %% 
.. rtt • 

P h i l a . . P A i c m s t s t a 
Ar 
Oo t 2 1 4 P 12 14P 

1 2 3 2 P 
12 35P 

1 2 3 2 P 
12 3SP A R 1 45P 1 I I P 

1 4 a p = O 
o 

f - 3 _ 

2 0 4 P 
2 17P 2 1 1 P 2 14P 

• ^ t t m i n q r o n OE 12 35P 12 3SP _ J 2 M P _ 12 J « P rtB 2 J 2 P 1 32P : >p 2 M P 2 SSP 

N e w a r * OE T o ra 
Aberr i i»»n MO Marr l9t>urg _ r 3 0 » P 

1 20P 1 20P 1 471> 1 47P rtR 3 OTP 2 ' T P 3 37P 3 17P 3 20P 

BWI A.iDOrt Rai l Sta,, MO J 33P 1 33P J OOP 2 OOP 2 30P 3 SOP 3 33P 

N«w C i r r o m o n , MD \ _ 0 t J W P 2 ISP 2 ISP 0 2 43P 0 4 0 e P J D ^ M P 0 3 4SP 

Washington. DC Do 
~ ~ 1 59P 2 04P 2 35P 

3 05P 
: 35P 
3 05P •*iH 4 30P 

2 59P 4 I S P 3 sip 4 04P 

A t e i a n a n a VA , 3 23P 3 23P 

3 41P 

4 SOP 

W o o d b r i d g e . VA 3 41P 

3 23P 

3 41P 

Q u s n t i c o VA 3 S3P 3 53P 

r r e d e n c h s b u r g , VA 4 I I P 4 I I P 

4 4«P A s h l a n d . VA ' 4 49P 

4 I I P 

4 4«P 

Richmond, VA Ar 
Dp 

5 OTP 
5 17P 

iPTP ea 8 30P 

W i l l l a m s B u i q JA 6 22P 1 To 

N a w p o r t N e w » , VA I E T S Ar 6 52P F lo r i da 

Amtrnk Thruwav Sua Connecuon—N#wDorT Newa ^A/^irqtnia 8e9ch VA—SchfOule Bfilow 

C s t o r r C.335 service avaiiaDi-; 
0 Stops OP'v to aiscnarqe passengers 
L Stops DrirT>ar:iv to 0lsc^a^qe passenr^e'*; --r--- '-'.iv eave Geiore tr^e t me snown 
R Stcc; cr i ' , 'Q receive oasser^rjers 
y Sieepinq Car service avanaoie 
O C.uB Class Service avaiiapie 
•f D.r^n.:j Car serving complete rneais 
-1 Am'3K Express SiiCDinq ano C r e o e o Bjqqage servces at stations rO'Catea 

^ Ar"traK Thruway connecting Dus 

Mi Arr raur Thnjwav S u t Connection—^awporr Mawa, VA/ 
-̂ frptwM ammcn VA R9t*rvanont rvouirad 

Connec l tng TrAin MumDar 96 w 
Oaya o l OoaraOon U I M t l ^ 4 a FrSu 

Ntwpon Newt. VA i£T) 
nortolk. VA 
VIrginm 0etcn VA EH 

0 
22 
4 ' 

Do 

Ar 

rosp 
0 7S0P 

IMP 

9 4 2 P 
OIO »2P 

11 OOP 
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M E T a O U M E K / M O R T H E A S T P I R E C T / C L O C K E R S E R V I C E 

Boston • Hartford • New York • Philadelphia » Baltimore » Washington » Newport Mews 

Northeaat- Nortneaat- Nortneaat-

Sarvica ' i vame » • I ract • t rac t • I rac t Sarvica ' i vame » 
/irqmtdn P-ylomac 

T r a i n Numt»er a 

N o r m a l D a y s o l O o e r a i i o n ^ 

Wi l l A l s o O f c r a t e • 

WII I No t O o e r a t e » 

O n B o a r o S e r v i c e 

Boston, MA 
Boston MA ~B )CK Bav Sta 

Roula MA 

Providence Rl 

Kingston Rt 

Weatany Rt 

Myttic C 

H t m L o n d o n . CT F o i w o o d * C a s i n o J W 

Old SavO'oon CT 

Phila.. PA 
Wl imrnq ton 0 £ 

Nawark OE 

At)e*aeen M n 

Ba t t imore M P 

>-famjngnam MA 

Wo .xMt i » f MA 

m Spr ing f i e ld MA 

1 Wtndsor L o c h t . CT 

2 Windsor , CT 

3) Har t to rd , CT 

I Beri..v CT 
* M e n d e n . CT 

W a m n g t o r d CT 

New Haven, CT 
B r i d q f p f j r t CT 

S(J»intord CT 

New Oocnei i * ' N 

New York. NY 
Newark 

M a t r c o a f * 

New Brunsw icK . NJ 

P r ince ton Jct, . NJ 

T ren ion N J 

N o r l h Ph i l ade lph ia . PA 

BWt A i rpor t Rai i 3 l a MO 

New Car ro l l t on MD 

Washington. DC 
Alexandr ia vA 

W o o d b r i d g e VA 

Quan t i co VA 

F r e d e n c k s D u r g VA 

A s h l a n d VA 

Richmond. VA 
W l l l l a m s b u r q VA 

N e w o o f i N^ws VA 
Arntrax Thruwa^ Bus Connection -Fotnooas Casino. CT— i,^e DJiie jd 

Piv b'. credit card *'nei! ••'n.i ciil 1 -"̂ IX) 
n'.achmt̂  ;'iiv '.mne jir.or to 'Icoartufy Y 

ADVANCE PAYMENT BY PHONE 
1 ! s,\-K.MI. ••'K. coil Dick up \'nir iickeis at '.'.ckel *indov.v or (,)iiik-Triik ticketmu 

jiv) prt' purcrvise iicKeb i')' v)ii;ti;i te at i!o oddi'.ionai char.;c 
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M E T R O L I N E R / N O R T H E A S T D I R E C T / C L O C K E R S E R V I C E 

Boston • Hartford • \ew York • Philadelphia • Baltimore • Washington • Newport News 

*: Custom Class sen/ice availaDie 
0 Stops only to aiscnarqe passengers 
L Stops primarily to aiscnarqe passengers tram mav leave Detore the 

time snown 
fl Sloes only to receive passengers 
O CiuD Class Service availaCie 
<( Dirinq Car serving complete rreais 
T Amt-aK E.-aress S.iippmq aro C^ecne•J Baqqaqe services at stations 

''Cicaieo 
Amuan rtirvjvyay connecting Dus 

VS AmlrtK Thniway But Connection—fcrwooo* Cstlne. CT—Sea page JS 
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M B T P O H M E R / M O R T H E A S T P I R E C T / C L O C K E R S E R V I C E 

Boston . Hartford • New York • Philadelphia » Baltimore * Washington « Newport News 

K t t ^ HALF PRICE 

Children 2 to IS are eligible for 50°;, off ihe apphcable adult fare on most .\mtrak 
trair̂ s. Children must be accompanied bv an adult—limit, t\̂ o hail fares per 
idi;:t. To maKE a :^r.-it!or. call 1 ->f()0-i:SA'R.\lL ar '.our ;ni'.ei â ent. 



Attachment B 
Page 12 of 21 

M E T R O L I N E R / N O R T H E A S T D I R E C T / C L O C K E R S E R V I C E 

Boston • Hartford • New York • Philadelphia • Baltimore • Washington • Newport News 

t Custom Class service availaBie 
0 Stops only to aiscnarqe passenqers 
U Slops unmanly to aiscnarqe passenqers. 
fl Slops only to receive passenqers 
S Sleepinq Car service avaiia&ie 
O CiuC Class Service available 
W Arî traK Thruviav ccnneciing DUS. 

Nota: Tram 67 Tha Twilight Shorellnar. rianaies Amtran Exprass Shipping Da-
twaan seiact stations. For aetails. cail 1 -eoC-aes-fnAK 

trajn may leave petore tne time snown 
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M E T R b L I N E R / N p R T H E A S T D I R E C T / C L O C K E R S E R V I C E 

Newport News • Washington • Baltimore • Philadelphia • New York • Hartford • Boston 

S a r y i c e / Train N a m e » 

Nv jc thea t t -

O l r K t 

f,yi/«jrf 

Shore"ner 

N o r t h a a a t -
• I r a c t 

.'.ima r^ii iqif 

j.''Ore'^ner 

N o f t h a a a t -

• I r a c t 

.'^asf M a n 

Nor thaaa t -

• I r a c i 

P.isf Vail 

C l o c k a r Clockar 

N o t t t t a a a t -

O l r w t 

Wall 

Slreel 

C l o c k a r M e t r o l i n e r 
N o f t h a a a t -

• I r a c t 

Pa fno f 

T r a i n N i ' m O e r • 66 76 12 412 622 624 180 628 100 170 
Normal Oava ol Ooaration ^ Su-Th FrSa Daily Daily M-F M-F M-F M-F M-F Daily 

W i l l A l a o O o e r a t e 

WIII Not Operate »• V I in 9/1 in in 

O n B o a r d S e r v i c e • c; s c & 0 
u t a c t S ' l 

MIW 

N a w p o n N a w * . VA ET i 

•) 
4 M P 4 J 0 P No No No N o 

W l l l l a m i D u r g . VA 23 4 53P' 4 S3P F o o d _ F o o « l _ food F o o d 

Richmond, VA 78 Al 
30 

6 t ) 5 P 
6 ISP 

6 0SP 
6 I S P 

Sarv tea 
N o n h o t 

S a m i r a Sa rv i ca Sacv ica 

A i h i a n o . VA 88 6 JSP 

' 7 OTP 

6 JSP 

7 07P^ 

7 2 7 f 

Naw Havan 

F r a d a r i c x t b u r q , VA 132 

6 JSP 

' 7 OTP 

6 JSP 

7 07P^ 

7 2 7 f Q u a n t i c o VA 152 7 27P 

6 JSP 

7 07P^ 

7 2 7 f 

W o o o b r i d g a . VA "52 

A l a i a n d p a VA ' 7 8 
1 r Tssp ' 5 5 0 * 

Washington, DC 187 Ar 
Dp 

8 20P 
8 ASP 

3 20P 
8 ASP 3 OOA 4 40A 

B - 5 - A ^ 

5 2 a A ^ 304 

N a w C a r r s i t t a n . MO 198 f l 8 M P R as«p 

4 40A 

B - 5 - A ^ N S 3 5 A R 5 41A 

B W ) A i r p o r t Ra i l Sta . MO 217 9 ISP 9 15P U S?5 - 5 09A SSOA S 59A 

B a l t l m o i a . M O - ^ " " " 31a J 2 7 

258 
- 9 J3P 9 M P 3 40A U "2 c - 5 25A 8 0 3 A rj ISA 

A b a r o a a n MO 

J 2 7 

258 
-

' ) S a P 9 $«P Q> ^ 
3 H 

5 48A 6 3aA 

N a w a r k OE J 8 A <» 2. 
W i l m i n g t o n DE 296 10 28P 10 28P 4 27A 5 t7A a 4 9 A • 37A 

P h i l a . , P A n s t sta 
322 

'..0 
10 '.iOP 
11 0 3 P 

10 SOP 
1 1 1 03P 

4 49A 
i 38A 5 41A •i 'SA j 

6 40A 
: 3"; A 7 ISA 

7 : 9 A 
• 35A 

N o r t h PM laOa ipma . P A 326 - ^« R 5 50A H 6 2 4 A I •5 59A R 7 t 4 A 7 4 4 * 

T r a n t o n . NJ 354 I t 3 3 P I t 33P T36A s.» 6 20A 6 57A 7 464 

P r i n c a i o n Jc t . . N J 3641 = S- 6 J3A - •OAI 7 I S A 

Naw B r u n s w i c k . N J _T80 : : 5 A 3 I ' A 

M a t r o o a r k . NJ 388 I t STP 11 STP Bi <4 
— 0 

Nswa-« . NJ _402 - ' 2 17A •;: ' 7 A •5 21A Z 3 ' L _ 7 2 6 A 

" J6A 

L r 5 3 A 0 - 5 0 A _ L 9 38A 

1 57J 

0 8 13A i 33A 

New York7NY 412 Ar 
Op 

•2 35A 
• 'OA 

; 35A 
• 'OA 

38A 
•J 58A 

i 

L _ 7 2 6 A 

" J6A -i 1 IA : 6 A 

_ L 9 38A 

1 57J 83QA •j 50A 
J 'SA 

Naw Rocna i l e . NY 4,;2 

448 'i1 
c 

- la 
j 46A 

S t a m f o r d CT 

4,;2 

448 'i1 2 OOA : 'OA ' 48A 3 ' 0 06A 

B r t d q e o o r t CT 470 IT- •0 32A 

New Haven, CT Ar 
Oc 

; 5QA 
1 05A 

" r W A 
1 15A 

i 37A 
) OZA •i 52A 

10 S7A 
• 1 07A 

^ W a i l i n g l o r o . CT 500 -

T
ra

in
 d

e
 

M
-F

 m
o
i 

N
e

w
a

rk
 

T
ra

in
 d

e
p
jrt; 

S
^
a
u
 m

o
rn

in
g
s
 

N
e

w
a

rk
 to

 B
o
s
to

n
. 

9 I I A 

» M a n o e n CT 506 
-

T
ra

in
 d

e
 

M
-F

 m
o
i 

N
e

w
a

rk
 

T
ra

in
 d

e
p
jrt; 

S
^
a
u
 m

o
rn

in
g
s
 

N
e

w
a

rk
 to

 B
o
s
to

n
. 

9 19A 

2. B e r l i n . CT 513 

T
ra

in
 d

e
 

M
-F

 m
o
i 

N
e

w
a

rk
 

T
ra

in
 d

e
p
jrt; 

S
^
a
u
 m

o
rn

in
g
s
 

N
e

w
a

rk
 to

 B
o
s
to

n
. 

9 28A 

^ H s r t t o r d . C • 524 

T
ra

in
 d

e
p
jrt; 

S
^
a
u
 m

o
rn

in
g
s
 

N
e

w
a

rk
 to

 B
o
s
to

n
. 

9 «2A 

a W I n d i o r CT 530 

T
ra

in
 d

e
p
jrt; 

S
^
a
u
 m

o
rn

in
g
s
 

N
e

w
a

rk
 to

 B
o
s
to

n
. 

9 50A 

£ M i n o a o r L a c k a . CT 535 2. 
0 

T
ra

in
 d

e
p
jrt; 

S
^
a
u
 m

o
rn

in
g
s
 

N
e

w
a

rk
 to

 B
o
s
to

n
. 

9 55A 

* S p d n g t l a l d MA 549 

2. 
0 

T
ra

in
 d

e
p
jrt; 

S
^
a
u
 m

o
rn

in
g
s
 

N
e

w
a

rk
 to

 B
o
s
to

n
. 10 17A 

O l d S a y b r o o k CT _520 : 40A J 50»V 3 37A 

N a w L o n d o n . CT F i i w c x x j s Casino « » 538 4 OlA 4 1 I A « 9 58A 11 59A 

M y a t l c . CT 547 10 ' 1 A 

W a a t a r l y . Rl 556 4 22A 4 32A 'u 22A 

K l f t g a t o n . R l 573 4 3 r A 4 47A •3 4 ? * 

P rov iOanca . R l 600 5 11A i 214 M 1?A 

O i l 43A 

1 2 S » P 

R o u t e 128. MA 632 0^ F 35A 0 5 45A 

M 1?A 

O i l 43A 0 1 2 9 P 

B o a t o n . MA - 3,ic« B.iv Sta 643 0 6 3 ' A ,311 58A 0 1 44P 

B o s t o n , M A - S o u t n s t a l> '4 Ar >i -̂XIA 'OA 12 0SP 1 SOP 

C CdSlom Class service avanabie 
0 Stops only to drscharqe oassenqers 
L StoDS pnmanly to aiscnarge passengers: train may leaye Delore 

the time snown 
R Stops only tc receive passengers 
.9 Sleeping Car seriice avaiiaDie 
O C;,.D Cidss Sei-vice avaiiaOie 
' " ' ' t Car serving complete meais 

V AmtraH Thruway But Connaction—boxwoods Casino. CT—Sea page 38 

3 Amtrak Express Stiiopinq ana ChecKeO Baggage services at stations maicated 
C9 Amtrak Thruway connecting pus 

Note: Trains 65/76 Tha Twilight Shorellnar. Mnaie Amtrak Express Sf-ipdng 
Betweon seiecl stations For oelaiis can 1 -SOO-jeS-TRAK 
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M t T B O L I N E R / W O R T H E A S T P l R i C T / C t O C K E R S E R y \ I C E 

Newport News ' Washington * Baltimore « Philadelphia New York • Hartforw • Boston 

Sarvictt 7'ain name 

t*y*vc.C1 
W a a t a t l j ^ W _ 
kiniiaton^fl l 
Providence. Ri 
Roula 128. MA 
Boaton, M A - B J 

Boston, MA 

NO CASH? NO CHECK? NO PROBLIM 
Amtrak now acoepB maior debit cards. Just ask the ticket agent or foUw the 
easv instructions on our Quik-Trak ucketing machines. 
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r R O L I N E R / N O R T H E A S T D I R E C T / C L O C K E R S E R V I C E 
Newport News • Washii. j o n « Baltimore • PhUadelphia * New York » Hartford • Boston 

Safvicer ^-.rn Ndrrpi 

T r a m N u m b a r i 

N o r m a l D a y s o l O o a r a t i o n i 

W i l l A l s o O o a r r , t a i 

W i l l N o t Ooe r i i t a i 

O n B o a r o S a r / i c a * ' 

N e w p o r t NaiNi i v A 

W M I I a m t o u r o , VA ~ 

R i c h m o n d j j ^ 
A»h t» i i d . V a 

'en 

Fr^KJenchthur tg . VA 

Ouan t rco ^A 

W o o a b r i ' j g e . VA 

A l e i a n o f ,a VA 

Do 

K « y « t o n e 

644 
SaSu 

_ J*" _ 
F o o d 

Se rv i ce 

K e y a t o n a 

184 106 206 646 
Mo-Sa M-F 

vt 

Su MF 

_ F o o d 

S a r v i c a 

N o r t n a a a t ' 

• l r « c t 

Vinyintan 

84 
Mo-Sa 

£ 0 

_6 3SA 

- •8A 

r 50A 

• I r a c t 

Nana-

gansait 

164 

M e t r o l l n a r W e e k e n d 
M a t r o l i n e r 

108 208 

Nor thaaa t -

• i r a c t 

C h a r t e r 

O a * 

Su M-F 

R t t a n u 

CO 
n n a n t a 

o 

Sa 
86 

Daily 

' 45A 

_ - 5 5 A 

_ J 58A 

9 1 OA 

9 30A 

Wafahinigton^, DC 
Naw C r / r m l l t o n . u n 

B W I A . r p o r t Hall Sta . MO 
B a h i r n o r e . MO-^^o/>n s ta 

A b a r d a a o MO 

N » « ar i l . OE 

W l l ' n l n q t o n OE 

_R_3 26A 

6 444 
R 9 10A 

lOOA 

R 9 IQA 

9 38A i 3aA 

P rom 

H a m a o u r g 

' 0 23A •C23A 

F r o m 

H a m a B u r g 

8 35A 
9 lOA 

9 21A B I O 10A 

•0 2SA 

9 5SA 

1?.36A 
• 0 54A 

' 0 3aA •OA 

• • 23A 

F^hila.. PA i<;tn SI Sia 

' * o i 1 h Pn i j ana igh ia^PA 

' .Vanton, NJ 

P r l r i ca l on Jct . , NJ 

Naw B r u n i w i c k . NJ 

M a t r o p a r n . NJ 

•0 59A 
tt OSA 
'1 'J8A 

: Q5A 
I USA 

New York. NY-
0 1 0 53A 

• • -SA 

1t oaA 

_ 0 t ' 22A 

• • 45A 

' 1 37A " 37A 

_ q i 2 3i_A_ 

_ 0 t ' 44A 

i2a4P 

5JA 

p i J O B P 

12 27P 

12 13P 
12 30P 
12 SOP 

12 30P 
12 SOP 

0 1 2 41P 

12 59P 

' 1 45A 
12 20P 
12 23P 

t 2 52P 

0 1 2 3 1 P 

0 1 2 4 4 P 

1 0«P 

1 20P 

1 36P 

t SSP 
2 ISP Naw Hocne i ie . Ny 

S tamf i : ra . CT 

B r i d g e o o r t CT 

New Haven. Cf^ Ar 
Do 

t 3<P 

2 23P 
2 33P 

2 23P 
2 33P 

2 4 « r 

3 08P 

' 3 32P 

3 STP 
4 10P 

W a l l i n g t o r a . CT 

M«r id»n . CT 

B e n i n . CT 

Har t f o rd . CT ~ 

Winaao r , CT 

WInnso r L o c m CT 

Sp r i ng f i e l d . MA 

4 29P 
4 37P 

4 4«P 

4S9P 
_ S 0 7 P 

5 H P 

5 AOP O l d S»yOroo«^. CT 

New L o n d o n . C T i F o x w o o d s Cas ino 

Mi fa t ic , CT ' 

Waa le r i y . R l 

K i n g s t o n . R l 

P r o v i d e n c e . R l 

Rou te 128 MA 

B o s t o n . MA : , 

Boston. MA Souin Sta lET) 

9 9 3 24P « 3 24P 

4 20P 4 20P 

JP J 42P 

0 S 0 2 P 

J ) 4 42P 

6 SOJP 

5 I tP 

C d 3 I c m C lass s e r v i c e avai ia t ; te 
S tops only to d i s c n a r g a p a s s e n q e r s 
S l o p s only to r e c e i v e p a s s e n q e r s 
S leep ing Car se rv i ce avai laDie 
CiuP C lass S e r v i c e ava i i ao ie 
G r i n g Car se r v i ng c o m p l e l e mea i s 

Amt-aK Fxpress Shipping ana ChecKeg Baggage sen/ices at stations ndicatea 
A.-nfaK '''"•way connecting tas. 

^ Amtrak Thruway Bus Connaction—Fotwooas Casino. CT—Sge cage 38 
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S«fvtc«^ ''''3-n Marrow 

T H E S T U D E N T A P V A N T A O E C A R D 

AmtraK has teamed up *,th the Student .̂ dv•antage Card to provide a 
\>% discount on most trains nalionwde. For more mformauon and to 
nurchase .i Student .̂ dvar.toae Card cail l -S'JO-'-̂ v\Mm\iv n 
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METROLINER/NORTHEASTDIRECT /CLOCKER SERVICE 
Newport News • Washington • Baltimore • PhiJadelphia • New Vork • Hartford • Boston 

Sarvicar r.-j.n Name^ 

Northaaat-
Olract 

aia 
Dominion 

Northaaat-
Direct 

j O t t i a m 

_ T'fe<7 

Metrollnar 
Waekanct 

Matrollnar 

Northaast-
Oiract 
'rnes 

iQuaie 

Nortnaaat-
• i rac t 

Klercnanis 
L.miiea 

NortAaaat-
• I rac t 

Mercnants 
L.miiea 

Metrollnar Weekend 
Matrolinar 

Nortnaaat-
Oiract 

Ccrqres-
iionai 

Train Numoer >• 94 194 116 216 186 176 476 118 218 190 
Normal Oaya of Ooaration ^ Su-fr Sa M-F Su Su Daily Daily M-F SaSu Su-Fr 

WIII Also QDerale» 1.31 in in 

WIII Not operate ^ in 1/11 t a t in M t 

On Board Service » 
RM«ntt« 

C O 
Rtttnrss 

-0 
Rnanta 

0 
Risanrss 

0 c 0 
Rstsrvtd Rtssfvss 

0 
Amtrak Thruway Bus Connection—Virginia 8eacn. VAJI^awoon Hawa VA—Scnadu/a Berow 

Nawpon Nawk. VA .£T, Dp a_45A H 45A N o 

W l l l l a m s o u r g VA 9 08A l O B A Food 

Richmond, VA Af 
Oo 

t 0 20A" 

-J:MA 
: 0 20A 
-T 30A 

Sarvica 
North ot 

Atniano VA t o 40A •0 40A Naof Haven 
FradaricKtburg, VA ' 1 22A • ' 22A 

Quantico VA 11 42A 

I t 52A 

• ' 42A 

Wood t l r iOqa . VA 

11 42A 

I t 52A ;JJ2A 
12 l OP 

_ 
A l a t a n r l r i a VA 12 10P 

;JJ2A 
12 l OP 

_ 

Washington. DC 4r 
Oo 

12 35P 
1 t o p 

12 3SP 
1 top 2 OOP 2 OO P 

R 2 top 
2 1 OP 2 J S P 

Q 2 26P 

3 OOP 3 top 
N«w C a r r o l l t o n MO 1 21P 1 2tP 

2 OOP 2 OO P 
R 2 top 

2 1 OP 2 J S P 

Q 2 26P H 3 ISP M J i i c 

B W I A l roo r t R A U S U . . MO 1 3'»P 1 3«P 3MP1 2 2SP 2 44P ~ la y 123P 3 2SP 3 39P 

B a t l i m o r a MD--~' * " r Sta 1 SSP JJ*? 2 M P 2 38P 2 4SP : OOP 

1
 

1
 T

r
a

in
 
1

 

m
a

te
s t 

3 38P 33M> 3 SSP 

A b * r t l * « n MO 
JJ*? 2 M P : OOP 

1
 

1
 T

r
a

in
 
1

 

m
a

te
s t 

3 38P 
4 ISP 

11'^'"' Newark . OE 

1
 

1
 T

r
a

in
 
1

 

m
a

te
s t 

3 38P 
4 ISP 

11'^'"' 
'A/Hmington OF ' 2 43P 2 A3P 3 2tP Tiw 5 33P 3 4SP 0 0 4 21P 4Z3P' i 49P 

P h i l a . , PA-WmSt Sta 
Ar 
Do 

3 0SP 
] 0 « P 

3 0SP 

3aw> 3 43P 3 4SP 
3 SSP 

_ 3 5«P 
4 10P 
4 13P 

m
 W

as 
n
i 

T
r
a

il 

1
 

4 43P 4 4ap 
5 I I P 
5 ISP 

Nor th P h i l a d e i C n a . PA 

3 SSP 
_ 3 5«P 

4 10P 
4 13P 

m
 W

as 
n
i 

T
r
a

il 

1
 

S 24P 

Tr»n ton NJ 3 37P 3 37P 4 42P 5 47P 

P r m c e t o n J c i . NJ - a i i o 
SI 0 

5 SSP 

Naw B r ' j n * w i c K . N j 
- a i i o 

SI 0 6 09P 

Mat rooarK. NJ 1 ioip 4 Dtp 0 4 3tP 5 06P 0 5 29P 0 5 I tP^ _ S 18P 

NawarH N j \ 4 tSP _ P _ 4 I S P 0 4 4 t P 0 4 44P V A 53P 5 24P 
i-S D 5 43P • 5 44P _ P 6 33P 

New York. NY p-nsa Ar 
C B 

A M P 
4 SAP 

A 1 4 P 4S9P SOAP 5 20P 5 45P 
6 OSP 

i-S 

5 59P SOAP 6 53P 

^• '^• H o c n * i | « NY 4 6 38P1 2 

Stamlord CT 1 7 02pj^ 
Bridgeport CT T 7 28P j 

New Haven. CT 1 4r 
Zo 

6 22P 
6 32P 

7 55P1 
9 1 5 P | SOSP 

^ W l l l l n g t o r d . CT 8 24P 
» M e r i d e n . CT 8 32P 
i Be r l i n CT 84 tP 
J H a r t f o r d . CT 8 SAP 
3J W i n d s o r CT 9 02P 
£ W i n d s o r I ocKs CT 9 OTP 

S p r i n g f i e l d MA 9 30P 
Old SavOrooK. CT 8 49P 
Naw London. CT = .̂̂ 1*0005 Casino #81 * » 7 32P 9 M P 
Myatic. CT 9 22P 
Waatarly, Rl 9 32P 
Kingston Rl 9 SOP 

10 JOP Providence. Rl , S 3 0 P 

9 SOP 
10 JOP 

Routs I2S MA 0 8 SAP OtO SOP 
Boston. M A - 8 J C « Sav Sta ' _01t P7P 

Boston. MA so E- - I - 9 20P 11 15P 

CijStcm C.ass service avanaDie 
D SioDs oniv fo aiscnarqe passengers 
R StODS onw to receive oassenaers 
-V Sieeomq Car service avanaoie 
O C uD Class Serv ce avaiiaoie 

Dinmq Car servma como'ete ."neais 
AmtraK Express Shiocii^q ana C^ecnea Baggage sen/ices at stations 
Amtran Thriiwav connecrmg Ous 
SfODS 0" Mopcav '^^'^ ^iCav oniy 

W Amtrak Thruway Bus Connection—foxwooas Caamo. CT—See page 38 

W Amfrait mnixray Sua Cannactiai>—Virginia Brnen. VA/ 
Namvort Nawa. VA. Raearvattona raauireg. 

Connecting Train Number • 4 0 * 4 

Days ol Ooaration MM Oailv 
VIryinis Beach. VA ET) 
Noriolk. VA 
Nawport Nawa. VA BT) 

19 
4 -

OB 

Ar 

SSOA 
n ncA 

3 JOA 
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, a . » o / l l o a T H E A S T P I R E C T / C t O C K E R S E R V I C E 

M.. . . . . . M, . , . tvashinoon . Baltimore • PhUaddphU • Mear York • Hartfard- B^on 

Safvic« "-.I n Name 

Old SavOrooK. C J _L 

I London. CT^iFunrooosj^sirio*^ 
Mystic. CT 
waatarly. Rl _ 
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AM IRAK' 
National Timetable 

S p r i n g / S u m m e r 1 9 9 7 Effective M.iy l l . 1997 
Amtrak* Schedules Will Change In The Fall Of J^97 . 
Includes All Amtrak Schedules Except N o r ^ a s t Routes. 
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Verification 

I Charles H. Banks, declare under penalty of perjury that the foregoing is true 
and correct to the best of my knowledge, information and belief. Further, I cert i fy that 
I am qualified and authorized to file this Verified Statement. 

Charles H. Banks 
President 
R.L. Banks & Associates, Inc. 

Subscribed and sworn to 
before me this 20th day 
of October, 1997. 

N i ta ry 

My commission expires: 



rFKTIFirATE QF SERVICE 

1 certify that I have served a conformed copy of the foregoing Comments and Request 

for Conditions of Northern Virginia Transportation Commission and Potomac and 

Rappahannock Transportation Commission in Finance Docket No 33388, by first class mail 

properly addressed, with postage pre-paid or by more expeditious manner of delivery upon 

Administrative Law JL jge Jacob Leventhal and All Parties of Record on the Service List 

Kevin M. Sheys 

Dated: October 21, 1997 

•WOC: 18547 vOI 1(W(V97 



STB FD 33388 10-21-97 D 182782 
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October 20, 1997 

Honorable Vernon A. Williams 
Secretary 
Surface Transportation Board 
1925 K Street. N.W. 
Washington. DC 20423-0001 

Feaeral Express 

Re: CSX Corporation and CSX I ransportation. Inc.. and Norfolk 
Southern Corporation and Norfolk '.Southern Railway Company -
Control and Operating I.eases/Agreements - Conrail. Inc. and 
Consolidated Rail Corporation. STB Finance Docket No. 33388 

Dear Secretary Williams: 

Fncloscd plea.se find an original and 25 copies ol'an linredacted version of 
Comments and Supporting Evidence of I he City of Indianapolis in Opposition 
to the Application of CSX Corporation, et al.. Unless Competitive Conditions 
are Imposed, and an original and 25 copies of a Redacted version of Comments 
and Supporting Lvidence of fht- City of indianapolis iti Opposition to the 
Application of CSX Corporation, et al, Unless ompetitive Conditions are 
imposed. 

.Mso enclosed arc diskettes formatted in WordPerfec' 5.2 with both documents. 

Michael P Maxwell Jr. 

Counsel for City of Indianapolis. Indiana 

MPM/csg 
linclosures 
cc: U.S. Secretary of I ransportation - Redacted 

U.S. Attorney Cieneral - Redacted 
Judge Leventhal - Redacted 


