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crossings. The revie-' also i d e n t i f i e d a number of grade-
separated tracks that would be un d e r u t i l i z e d as a r e s u l t of t h i s 
merger. 

Indiana i s or.e of the most r a i l - i n t e n s i v e states i n the 
nation, w i t h the Northwest region having the highest 
concentration of highway-rail grade crossings i n the State. 
Every year, Indiana ranks among the top f i v e states f o r numbers 
of motorists k i l l e d or i n j u r e d as a r e s u l t of v e h i c l e - t r a i n 
crashes at highway-rail grade crossings. We have led an e f f o r t 
i n Congress i n recent years to address t h i s pressing safety 
issue. We are working i n Congress to focus more resources and 
more federal highway construction funds to r a i l intensive states. 
Working together, we hope to assist l o c a l governments i n t h e i r 
e f f o r t s to make i n f r a s t r u c t u r e and other safety improvements that 
w i l l help eliminate accidents at highway-r^il grade crossings. 

As i n many U.S. communities, state and l o c a l governments i n 
Indiana have made su b s t a n t i a l investments i n recent years to 
improve the safety and economic e f f i c i e n c y of i t s t r a n s p c t a t i o n 
systems. The Four C i t i e s Consortium has i d e n t i f i e d a number of 
issues of importance to Northwesi: Indiana, and has included a 
number of a l t e r n a t i v e s that could mutually benefit the r a i l r o a d s 
and the Northwest Indiana region. As the STB continues i t s 
important work tc review the CSX/Norfolk Southern a c q u i s i t i o n 
proposal, we hope every consideration w i l l be given to the merits 
of the Four C i t i e s ' a l t e r n a t i v e routing plan. 

Thank you for your assistance v.-ith t h i s matter. 

Sincerely, 

Richard G. Lugair / 
United States Senator 

Dan Coats 
United States Senator 

E eter 
Member 

J. Visclosky 
of Congress 
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This statement i s submitted to the Surface Transporta­

t i o n Board (STB) on behalf of the f o l l o w i n g elected o f f i c i a l s of 

the State of Indiana's 110th General Assembly: 

-- Lonnie Randolph, State Senator (2nd D i s t r i c t ) ; 

-- Rose Ann Antich, State Senator (4th D i s t r i c t ) ; 

-- Earl Harris, State Representative (2nd D i s t r i c t ) ; and 

-- Jesse M. Villalpando, State Representative (12 D i s t r i c t ) 

C o l l e c t i v e l y , we represent the c i t i z e n s of northwest 

Indiana i n the General Assembly of the State of Indiana. V.'c are 

pleased to present our views to the Board on the CSX Corporation 

and Norfolk Southern Corporation's proposed i c q u i s i t i o n of 

Conrail, and the impact of the A p p l i c a t i o n on our i n d i v i d u a l 

Assembly D i s t r i c t s and the region. 



Spread throughout northwestern Indiana i s a f u l l 

spaghetti of r a i l l i n e s , many that were located i n the region 

over 100 years ago to service newly constructed s t e e l m i l l s and 

r e f i n e r i e s , and to support east-west through t r a f f i c . As the 

l o c a l representatives of the people of northwest Indiana, we are 

often the f i r s t persons contacted by c i t i z e n s and businesses who 

are facing growing vehicular delay problems r e s u l t i n g from the 

d i s p r o p o r t i o n a t e l y high number of highway/rail crossings over 

ac t i v e r a i l l i n e s located i n our d i s t r i c t s . Without the cooper­

a t i o n of the r a i l r o a d s , there i s l i t t l e that we can do about the 

severe a i r q u a l i t y , vehicle delays, and safety problems that are 

associated w i t h the high amount of t r a i n operations f l o w i n g 

through our communities. 

We are disappointed by the lack of a c t i o n taken by the 

Applicants i n the above-referenced proceeding to m i t i g a t e the 

negative congestion impacts of t h e i r operations i n our region. 

The federal government, through the Surface Transportation Board, 

has primary j u r i s d i c t i o n over r a i l r o a d mergers and i n t e r s t a t e 

operations. We are pleased that the C i t i e s of Gary, East Chica­

go, Hammond, and Whiting, located i n northwest Indiana (known as 

the Four C i t i e s ) have become a c t i v e l y involved as a Party of 

Record i n t h i s merger proceeding. We have been apprised of the 

Four C i t i e s e f f o r t s , and we support t h e i r proposal t o s l i g h t l y 

s h i f t the Applicants' proposed l o c a l t r a i n patterns i n a manner 

that w i l l minimize area congestion problems. 



The General Assembly of the State of Indiana i s on 

record i n t h i s proceeding as supporting the j o i n t a p p l i c a t i o n of 

CSX and NS to acquire and di v i d e the routes and assets of Con­

r a i l . We do not disagree that the proposed merger could poten­

t i a l l y b e n efit northwestern Indiana through merger e f f i c i e n c i e s , 

service improvements, improved r a i l r o a d competition, etc. Howev­

er, we are disappointed that the Applicants have not taken a 

stronger i n t e r e s t i n developing t r a n s p o r t a t i o n patterns through 

the region that w i l l promote our mutual goal of cre a t i n g trans­

p o r t a t i o n e f f i c i e n c i e s while minimizing congestion r e l a t e d prob­

lems. We r e s p e c t f u l l y request that the STB adopt the Four C i t i e s 

Alternc^tive Routing Plan being proposed i n t h i s proceeding r\s a 

f a i r and minimal step that w i l l help m i t i g a t e the problems 

associated w i t h the Applicants' plan. 
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state of Indiana 

County of Lake 
SS 

Egyl L. Horns , being duly sworn, d«poe©e and says 

that he haa read the foregoing Statement, knows the contents 

thereof, and that the sattie are true as stated to the best of his 

knowledge, infonnation and be l i e f . 

/ ! 

Siibscrlbed and sworn to before 
me this • day of October, 
1997 : 

Notary 
Sta 
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of Indiana 
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Together We Make The Difference . 
6100 Southpon Road 

Portage, Indiana 46368 

October 16, 1997 

Mr. Vemon A. Williams 
Secretary 
Surface Transportation Board 
STB Finance Docket No. 33388 
1925 K Street, N.W. 
Washington, D.C. 20423-0001 

RE: STB Finance Docket No. 33388, CSX Corporation, 
et al. - Control and Operating Leases/Agreements 
— Conrail Inc., et al. 

Dear Mr. Secretary: 

Through this letter, the Northwestern Indiana Regional Planning Commission (NIRPC) 
hereby expresses its support for the relief being requested in the above-referenced proceeding 
by the Cities of East Chicago, Indiana; Hammond, Indiana; Gary, Indiana; and Whiting, 
Indiana, (known as the Four Cities Consortium or FCC). 

NIRPC is an areawide pl nning agency representing local govemments in a 1,500 square 
mile planning area, covering three counties, including the Four Cities, in the northwestem part 
of Indiana. NIRPC serves as the Metropolitan Planning Organization for transportation planning 
in the region, and our "unctions include the planning, coordination, and advocacy of cooperative 
areawide transportatio i strategies. In this capacity, NIRPC has conducted several feasibility 
studies on the benefits and costs of implementing improved rail traffic flow alignments to heip 
mitigate rail congestion problems plaguing communities in Northwest Indiana. 

NIRPC is well-aware of existing problems associated with the high number of 
highway/rail crossings in the Four Cities, including substantial motorist deiays, unfavorable air 
quality impacts, and high accident rates. We understand that the Norfolk Southern Corporation 
(NS) would increase rail traffic over lines that already experience significant vehicular 
congestion problems. Th-.- application apparently also proposes the reinstatement of an out-of-
service line in Gary that wouid resuit in an additional 20 highway/rail grade crossings in the 
Four Cities. 



Mr. Vemon A. Williams 
October 16, 1997 
Page 2 

We have disci:ssed with the Four Cities their Altemative Routing Plan, and we supfHjrt 
their proposal. We believe that the FCCs plan would reduce incremental congestion problems 
associated with the Applicants' plan while eliminating the need to add numerous additional 
highway/rail grade crossings. At the same time, the FCCs altemative plan would accommodate 
the full volume of traffic anticipated by the Applicants. 

We encourage the Surface Transportation Board, as a 'condition to the approval of the 
proposed Conrail acquisition by CSX and NS, to accept and implement the FCCs Altemative 
Routing Proposal. On behalf of NIRPC, we appreciate your consideration of this letter of 
support on behalf of the Foui Cities' alternative pian. 

Sincerely, 

Chairperson 
Transportation Policy Committee 
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1. INTRODUCTION 

My name is Ph'lip H. Burris. I am a vice president of the economic consulting firm of L.E. 

Peabody & Associates. Inc. The firm's offices are located at 1501 Duke Street. Alexandria. 

Virginia 22315. M\ qualifications are attached as to this statement as Exhibit PHB-1. 

I have been requested by the Cities of East Chicago. Indiana, Hammond. Indiana. Gary. 

Indiana and Whiting. Indiana (hereinafter referred to as the "Four Cities". "Four Cities 

Consortium" )r "FCC") to evaluate the impact on the Four Cities of the proposed acquisition 

and operation of Consolidated Rail Corporation ("Conrail")- by Norfolk Southern Corporation 

and its raii affiliates C NS") and CSX Corporation and its rail affiliates ("CSX"), collectively 

refeired to as "Applicants". Based upon the results of my evaluation, which demonstrated 

substantial adverse incremental impacts on safety, traffic congestion, emergency service and air 

quality in the Four Cities. I was also asked to determine whether there was any reasonable way 

to take advantage of rail lines with fewer at grade crossings to alleviate the adverse impacts of 

the Applicants' proposed post-acquisition rail traffic routings. 

My statement is organized as follows: 

I I . Background 

III . Sunimar\ and Conclusions 

IV. Train Delay Study 

V. Development of FCCs Alternative Routing Plan 

VI. Economic Impact of Applicants' Projected Increase in Rail Traffic 

VII Comparative Analysis of Applicants' Proposal and FCCs Alternative Routing Plan 

1/ Including Conrail's .Sl percent ownership interest in the Indiana Harbor Belt Railroad ("IHB") 



-2-

II. BACKGROUND 

Each of the Four Cities named above is located in Northwest Indiana, at the southem tip 

of Lake Michigan. This region, which is p;irt of the greater Chicagoland area, is densely 

populated with industrial development and residential communities. The industries (including 

steel mills, oil refineries, an electric generating station and a cement plant) are served by several 

railroads via hundreds of milei of mainline, switch, yard and industrial tracks. 

The region is a major crossroads tor transcontinental rail and inotor carrier freight traffic. 

Three Class 1 railroads, four terminal and switching railroads, and a regional railroad operate 

in the area.̂  In addition. Amtrak provides intercity passenger service and the Northern Indiana 

Commuter Transportation District ("NICTD") operates a commuter passenger rail service in the 

region. 

This rail network, combined with the dense industrial and residentia' population in the Four 

Cities area, currenth causes significant safety problems and disruption of the movement of 

motor vehicles throughout the entire region. The present dismption of vehicular traffic at 

rail/higiiway grade crossings is barely manageable especially with regard to the provision of 

emergency services by the local governments. In the Four Cities alone, 243 at-grade rail 

crossings exist. 

According to the Association of American Railroads ("AAR"), the state of Indiana has the 

fourth highest incidence of vehicle-train collisions and fatalities of any ofthe fifty states and the 

- These carrijrs include, Conrail, NS, CSX, IHB, The Belt Railway Company of Chicago ("BRC"). the Elgin 
Joliet and tastern Railway Com; any ("EJE"). the Baltimore. Ohio and Chicago Terminal Railroad ("BOCT"), 
and the Chicago SouiliShore & South Bend Railroad ("CSS&SB"). 



District of Columbia-. This statistic underscores the extreme concem regarding rail/highway 

safety by the Four Cities. 

As a result of the existing, barely manageable situation, the Four Cities are deeply 

concerned by the potential impact of Applicants' projections of increased rail traffic on several 

rail lines in the Four Cities region. Their concems are funher exacerbated by the impact of the 

projected increase in rail traffic on the Cities' respective economic development plans which are 

vital to the economic recovery of the region. The public safety, emergency services, and 

economic development concerns of the Four Cities are described a: length in the accompanying 

verified statements of the City Planners from each community.-

HI. SUMMARY AND CONCLUSIONS 

1. Applicants' Current and 
Projected Rail Traffic 

Exhibit PHB-2 is a map showing the rail lines in the central portions of the Four Cities. 

with specific rail line segments identified. Each of these segments is identified in the table 

below. For each segment the number of at-grade and grade separated crossings. Applicants' 

current and projected number of trains moving on the segment, and the increase in trains in both 

absolute number of trains and percent change is shown in the table below.-

Association ot American Railroads. Overall Rail Casually Data, preliminary 1996 FRA Data, obtained from 
the AAR intemet web site: http://www,aar.org/comm: 9/17/97 

- These include the verified statements of Daniel A. Botich, Michael L. Cervay, Kimberly L. Gordon and Donald 
F. Thomas. 

- The trains per day shown in this table were derived from the Application in this proceeding (Volumes 3A of 8 
and 3B of H). The crossing information was developed from both Applicants' track charts and information 
provided by the Federal Railroad Adniinistration("FRA"). 
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Current and Projected Rail Traffic on the 

CSXT, NS and Conrail Rail Lines in the Four Cities Area 

Trains per Day 

(1) 

CSXT - Willow Creek - Pine Jct 
Pine Jct. - Calumet Park 

CSXT - Hobart - Clarke Jct. 

NS - Porter - CP 501 
CP 501 - Indiana Harbor 
Indiana Harbor - S. Chicago 

CSXT-Indiana Harbor -S. Chicago 

No. of Grade Change in 
At Grade Separated Trains/Dav Trains/Dav 
Crossings Crossings Current Proiected Absolute Percent 

(2) (3) (4) (5) (6) (7) 

7.0 7.0 22.1 38.6 16.5 75% 
20.0 S.O 27.6 33.3 5.7 21% 

20.0 3.0 0.0 5.0 5.0 — 

7.0 11.0 83.4 76.5 (6.9) (8%) 
0.0 3.0 57.4 64.3 6.9 12% 
4.0 5.0 57.1 51.2 (5.9) (10%) 

4.0 5.0 2.0 5.3 3.3 165% 

The data in the table above demonstrates that for many line segments, the Applicants project 

an increase in the number of trains after the Conrail transaction is consummated. The largest 

increases will occur on the line segments that mn through the heart of East Chicago and 

Hammond that cross several very heavily travelled roads at grade. Further exacerbating this 

problem is the fact that Applicants project that the annual tons handled on these lines will 

increase at a far greater rate than will the number of trains. Assuming Applicants' projections 
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are accurate, this indicates that in addition to the increase in the number of trains, the length of 

the triins will also increase.- The current and projected p'-o.>. tons per year moving over each 

identitied line segment, based on each Applicant's operating plan and underlying workpapers, 

appear in the table below. Also shown is the absolute and percent change in Applicants' current 

and projected annual gross tons for each segment. 

Current and Proje '.led Rail Traffic on the 
CSXT, NS and Conrail Rail Lines in the Four Cities Area 

Millions of Gross Tons per Year 

No. of Grade Change in 
At Grade Separated MGT/Year MGT/Year 
Crossings Crossings Current Projected Absolute Percent 

(1) (2) (3) (4) (5) (6-, (7) 

CSXT - Willow Creek - Pine Jct 7.0 7.0 34.0 70.0 36.0 106% 
Pine Jct. - Calumet Park 20.0 5.0 41.0 65.0 24.0 59% 

CSXT - Hohart - Clarke Jct. 20.0 3.0 0.0 12.0 12.0 — 

NS Porter - CP 501 7.0 11.0 129.2 :3i.6 2.4 2% 
CP 50! - Indiana Harbor 0.0 2.0 85.9 r4.3 28.4 33% 
Indiana Harbor S. Chicago 4.0 5.0 81.3 9\5 18.2 22% 

CSXT-Indiana Harbor -S. Chicago 4.0 5.0 LO 7.0 6.0 600^ 

2. Vehicle Delav at Rail/Highway Crossings 

I hav e determined the additional vehicle delay which will occur in the central portion of the 

Four Cities as a result ol Applicants' projected traffic and operating plans. My analysis shows 

that vehicle deia> s v\ ill increase from current levels of 664 hours per day to 1.614 hours per day 

- My conclusion lhat the length of the trains will increase is based on CSX's responses to the FCCs discovery 
requests compared with our observation of currem operat. ,ts. As discussed, later in this siatement, a vehicle 
delav studv was recentiv performed by the FCC al several rail/highway al-grade crossings. The observations 
trom this siudv show a current average Irain size of 68.9 cars per train. Documents provided by CSX show 
projected cars per train of 87.0 posi-acquisition for the same rail line. 



based on Applicants' projected rail traffic. This is the equivalent of a 143.1 percent increase 

in vehicle delay in the central portion ofthe Four Cities.- The increased delay will undoubtedly 

cause a significant increase in the dismption of vehicle flows and the provision of emergency 

services by the Four Cities, as well as a higher probability of accidents, injuries and fatalities. 

The Ap,)licants' projected traffic increase will have a measurable negative economic impact on 

the Four Cities. 

3. FCC Alternative Routing Plan 

To mitigate the negative impact of the Applicants' proposed operating plans, we have 

developed an Alternative Routing Plan which permits the flow of Applicants' projected traffic 

through the Four Cities in a manner that maximizes use of grade separated rail lines and 

minimizes the required capital investment in rail line rehabilitation and upgrades. 

The FCC alternative addresses two proposed routes included in Applicants" operating plans. 

First. FCC proposes that CSX reduce the tiaffic it projects to move on the Willow Creek to Pine 

Junction and Pine Junction to Calumet Park lines- by using these lines primarily for westbound 

traffic, and using the IHB line for eastbound movements from Calumet Park. IL to a connection 

vvith the Conrail Porter Branch near Tolleston. IN. and thence via the Porter Branch back to 

Willow Creek. This will effectively result in paired mainline tracks, each with traffic moving 

- The analysis of vehicle delay in the Four Cities is baseo on actual observations of vehicle delay for a one week 
period in September, 1997 iuid application of the sludy results and accepted traffic flow models to the ai-grade 
crossing characierisiics for each crossing in lhe study area. The design and implemenlalion of the vehicle delay 
study is fuliy described in the accompanying verified stalemenls of Dr. Gary M. Andrew and Mr. Gregg L. 
Heinzman. 

- The Pine Junction lo Calumel Park line is owned by the BOCT, which is a \» holly owned subsidiary of CSX. 
I will hereinafter refer to this line a.s the "CSX/BOCT line". 
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primarily in a single and opposite direction.- Exhibit PHB-3 is a map of the CSX Willow Creek 

to Calumet Park line via Pine Junction and the IHB/Conrail Porter Branch from Calumet Park 

to Willow Creek. 

The CSX lines between Willow Creek and Calumet Park via Pine Junction have 27 at grade 

crossings, with 20 of these crossings located on the CSX/BOCT line between Pine Junction and 

Calumet Park. By contrast, the IHB/Conrai! Portci Branch line frcm Calumet Park to Willow 

Creek has only three at grade crossings. The IHB/Conrail line also has ''.iirteen grade separated 

crossings. As stated in the accompanying verified statement of Mr. Donald F. Thomas. City 

Planner for Hammond, the Federal, S:ate and City governments have invested $25 million in 

the grade separations on the IHB corridor. 

The FCCs proposed shift of traffr: from the CSX Willow Creek to Pine Junction and Pine 

Junction to Caiumet Park lines to the IHB/Conraii Porter Branch lines will substantially reduce 

the number of at-grade highway crossings by the affected trains, thereby mitigating some ofthe 

most significant negative impacts on the Four Cities as a result of the Applicants' proposed 

operating plans.— 

Based on responses lo the FCCs discoverv requests. CSX has provided iraffic diagrams (Bates numbers CSX 
4-) CO 00010CSX 4J CO (K)()126) and data on computer diskettes, describing the existing CSX traffic tlows 
w iih.n lhe Chicago-Northern Indiana region. This information identifies the individual irains traversing ihese 
routes and whether their direction is inbound or outbound thereby allowing for a determination as lo the 
proportional IIOVK of iraffic in each direction. 
If upon closer examination, it is determined lhal the bridges on the out of service ponion of the IHB alternative 
line require rehabilitation lhal proves to be uneconomic, then traffic should be routed on the IHB line to the 
current connection with Conrail at Ivanhoe rather than lo a new conneclion east of Tolleston. This altemative 
would also result in less disruption to the Four Cities lhan Applicants' operating plan; however, il is not as 
favorable as FCCs preferred route. 
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The second route addressed by the FCCs Altemative Routing Plan is the former 

Pennsylvania Railroad ("PRR") line between Hobart and Clarke Junction via T'-Meston. which 

CSX proposes to place back imo sen ice. As best as can be determined from the information 

provided by CSX. both in its operating plan and in discovery, CSX plans to connect this line 

to the Conrail Porter Branch at Tolleston. the NS Wabash spur and the EJE at Dunes. The out-

of-service PRR line is 11.75 miles in length and has 23 at-grade crossings, which will be 

reactivated under the Applicants' proposal. Based on CSX's responses to FCCs September 29, 

1997 questions in lieu of deposition and CSX's responses to FCCs Second Interrogatories and 

Request for Production of Documents, it appears that CSX desires to reactivate the PRR line 

northwest of Hobart to move coal and coke to the steel mills located on the Lake Michigan 

waterfront. For example. CSX's responses to FCCs questions indicate this coal and coke will 

be moved to the U. S. Steel Mill in Gary via the Hobart to Tolleston lines, then over the EJE 

by CSX crews. 

FCC opposes the reactivation of the out-o''-service PRR line between Hobart and Clarke 

Junction. Such reactivation would entail reopening of 23 at-grade highway crossings and would 

interfere vvith the City of Gar>''s effort to develop part of the area traversed by this line for a 

new housing development. To accommodate the five trains per day CSX projects to move over 

this line. FCC proposes that these CSX trains be routed from Hobart west to Van Loon over the 

NS's former Nickel Plate ("NKP") line via a new trackage rights agreement between CSX and 

NS. From Van Loon. FCC proposes that the CSX trains move north over the EJE via trackage 

rights to the same lakefront steel mills.- This alternative requires the constmction of a 

— According lo CSX's responses lo the FCCs questions in lieu of deposition, it is apparent thai CSX has an 
agreement with the EJE which allows "coal and coke deliveries to U.S. steel using CSX crews." If such an 



connection between the NS/NKP line and the EJE line at Van Loon. Exhibit PHB-4 is a map 

of the Hobart to Clarke Junction PRR line and the FCCs proposed alternative routing via NS 

and OE. 

The FCCs Alternative Routing Plan not only would avoid the increased rail traffic over the 

CSX/BOCT line, but actually results in a decrease in vehicle delay hours from current levels and 

allows Applicants to move all of their projected traffic through the Four Cities region in an 

efficient marmer. The table below summarizes the current aimual vehicle delay hours and those 

resulting from both the Applicants" projected traffic and operating plan and FCCs proposed 

Alternative Routing Plan. 

Line Segment 
(1) 

Willow Creek to Calumet Park 
Hobart to Pine Junction 

Tot.ll Hours 

Current 
Delav Hours 

(2) 

242.353 
0 

242,353 

Applicants' 
Proposal 

Delav Hours 
(3) 

427.338 
160.939 
588,277 

FCCs 
Ahernative 

Delay Hours 
(4) 

333,202 
30.432 

363,634 

4. Economic Impact of Applicant's 
Projected Increase in Traffic 

I have quantified the economic impact related to the projected increase in Applicants" traffic 

above the current traffic levels and found that the annual cost to the public living and working 

in the Four Cities region equals $6.8 million. The net present value of the cost to the cities for 

agreement is not in place and it CSX and EJE were unable lo achieve such an agreement, one could presumably 
be imposed, as a condition of Ihe acquisiiion, allowing CSX to obtain irackag'; rights enabling il to operate over 
Ihe EJE line Irom Van Loon to Pine Junction lo deliver this traffic to the Garv area. 
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a twenty year period equals $87.5 million. The discount factor used in this calculation is the 

Federal Railroad Administration's ("FRA") most recent rate of 4.6 percent. 

The increased costs are a result of four factors; 1) lost productivity resulting from 

incremental vehicle delays at rail/highway crossings; 2) additional fuel and oil consumption 

associated with the incremental delay; 3) the incremental emissions exhausted into the 

atmosphere resulting from increased delays at rail crossings; and. 4) the mcrea .e in the number 

of rail/vehicle accidents, injuries and fatalities at rail crossings resulting from increased rail 

traffic. 

5. Comparative Analysis of Applicants' Proposal 
and the FCCs Ahernative Operating Plan 

I have performed a comparative analysis of the Applicants" proposed operating plans for 

these two routes and the FCCs Alternative Routing Plan and detennined that the FCCs 

Alternative results in an annual cost savings to the public and the Applicants of $6.0 million. 

The net present value of these savings for a twenty year period equals $77.5 million. 

My comparative analysis is based on the same four factors listed in the previous section plus 

the change in rail operating costs and a return on investment on the capital required to 

implement each of the alternatives. Based on our calculations, the Applicants' operating costs 

will decrease slightly using the FCCs Alternative Routing Plan to operate between Willow 

Creek and Calumet Park, and slightly increase from Hobart to Clarke Junction. The required 

capital costs will decrease in both instances based on the FCC Alternative. The latter occurs 

because the railroads will avoid the expenditure of funds required to upgrade certain rail lines 

and to reactivate out-of-service rail lines. 
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IV. TRAIN DELAY STUDY 

As stated previously, on site ob.servations of vehicle delays at rail crossings in the Four 

Cities region were performed between September 28 and October 5, 1997. The vehicle delay 

study was designed by Dr. Gary M. Andrew to estimate the annual vehicle delay time 

experienced at specified rail crossings in the central portion of the Four Cities. The results of 

this study were used by Dr. Andrew, in conjunction with accepted traffic flow models, to 

estimate the annual vehicle delay hours in tne Four Cities region. 

The observations of delay time were performed by Cole Associates, Inc. under the 

supervision of Mr. Gregg L. Heinzman. a Professional Engineer. The study design and results, 

and the calculation of daily vehicle delay time are fully described in the accompanying verified 

statement of Dr. Andrew. Observ ation and data collection is described in the joint statement of 

Mr. Heinzman and Mr. Ronald H. Dunn, a Professional Engineer with 35 years of experience 

in railroad and rail transit engineering. 

The table on page 9 above, summarizes the current annual vehicle delay hours computed 

by Dr Andreŵ  and those resulting from both the Applicants' projected traffic and operating plan 

and FCCs proposed Alternative Routing Plan. As described in Dr. Andrew's statement, his 

computation of delay hours considers factors such as annual average vehicle crossings at each 

location, train speeds, and the size of the train. I have used the hours of delay information to 

develop the economic impact on the Four Cities as it relates to the value of lost productivity, 

fuel and oil consumption and emissions into the atmosphere. 
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1. Vehicles Around Gates 

Dr. Andrew also describes an endemic occurrence in the Four Cities area of ve'iicles going 

around closed gates at rail crossings which was observed during the train delay study. This 

phenomenon, which occurred at all twelve crossings studied, occurred an average of 484 times 

each day. This delay avoidance behavior is an enormous endangerment to public safety, which 

will only worsen with Applicants' projected increase in rail traffic. 

The vehicles observed and recorded going around closed gates were not included in my 

computation of vehicle delay hours. Were those vehicles included (as they would have been if 

they had obeyed the safely devices), the delay hours under both current conditions and 

Applicants' projected traffic would inctease by approximately 5.8 percent, or 14,100 hours and 

34,120 hours annually for current and projected traffic, respectively. 

2. Disruption of Emergency Services 

As discussed in the accompanying verified statements of the city planners from each 

community, current vehicle delays at rail crossings significantly impair the delivery of 

emergency services, such as fire, ambulance and police services. In many instances, the cities 

have, at significant expense, acquired duplicate facilities, equipment and emergency services 

personnel to minimize this dismption. 

For example, the City of East Chicago incurred 9,688 delays in 1996 by police vehicles 

responding to emergency calls. This represents twenty percent of the total police emergency 

calls responded to by East Chicago in 1996. Funher, of 1,594 emergency medical services 

responded to in East Chicago in 1996. 966. or 61 percent, were delayed at railroad crossings 
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and in 241 of these instances, an additional emergency vehicle had to be dispatched to provide 

the needed service. These statistics are based on information provided by the City of East 

Chicago. 

Clearly, the significant i-rrease in the number of vehicle delay hours at railroad crossings 

from Applicants' projected post-acquisition traffic and operating plans will substantially worsen 

the already difficult situation in each of these communities. 

V. DEVELOPMENT OF FCC ALTERNATIVE ROUTING PLAN 

The Alternative Routing Plan devised by the FCC modifies the Applicants' post-acquisition 

operating plans for northwest Indiana, in two essential respects. The first involves CSX's east-

west operations via Willow Creek. Under the FCCs Alternative Routing Plan, westbound CSX 

traffic will continue to move primarily via Willow Creek and Pine Junction, and thence via 

either the CSX Lakefront line or the CSX/BOCT line, as contemplated by CSX. Eastbound 

CSX traffic, however. A'ould be rerouted away from the CSX/BOCT line, with its many heavily-

used highway grade crossings, and onto the largely grade-separated IHB line for movement east 

from Calumet Park. 

The IHB line has sufficient capacity to accommodate the approximately 17 additional daily 

eastbound CSX trains that would use this line.- Further, based on information provided by the 

FRA. the IHB line has a 40 mile per hour speed limit, which is greater than that currently 

— This excess capacity has been confirmed by Ihe IHB itself, which recently advised the FCC that its line between 
Ivanhoe and Blue Island via Calumel Park has the capacity to handle additional iraffic without congesting the 
railroad. 
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posted on the CSX/BOCT Iih The result of this re-routing is that the number of post-

acquisition train movements over the CSX/BOCT line would be reduced from the 33.3 trains 

per day (projected by CSX) to 16.7 per day.- This also represents a reduction from the present 

frequency which is 27.6 trains per day. 

Under the Alternative Routing Plan. CSX trains would operate eastward over the IHB to a 

point just east of Tolleston. where the trains would transfer to Conrail's Poner Branch (which 

is to be acquired by CSX). The CSX trains vvould then operate over the Porter Branch back to 

Willow Creek, where they would use the new connection proposed by CSX to return to the CSX 

main line for movement to eastern points. 

There is an existing connection l»etween the IHB and the Conrail Porter Branch at Ivanhoe. 

East of Ivanhoe. the IHB line is used only to serve local industries. The IHB line east oT Chase 

Street in G iry has been out-of-service for several years. The elevated right of way (including 

several bridges over highways) still exists, however, and under the Four Cities" Plan 2.1 miles 

of track would be re-constmcted on this right of way between Chase Street and a point near 

Virginia Street. At that point, i new connection would be built between the IHB grade elevated 

right-of-way and the parallel Conrail Porter Branch. The reason for using the IHB line east of 

Ivanhoe to the Tolleston area is that the IHB ct)ntinues to be grade-.separated. whereas the Porter 

Rranch between Ivanhoe and Tolleston has nine at-grade highway crossings. The Alternative 

Routing Plan is designed to maximize the use of grade-separated lines and minimize the use of 

— The 16.7 irains per day on the CSX/BOCT line is premised on one-hall of the CSX projected trains moving 
in each direction. Although an even balance may not be absolute, documents provided by CSX indicate lhat 
the aggregate of easit.ound and westbount' Iraffic over the CSX lines and the IHB/Contrail Porter Branch lines 
between Willow Creek and Calumet Park are similar. 
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at-grade lines in the Four Cities region. Exhibit GLH-/RHD-1 is a graphical depiction of the 

area where the IHB line would be restored to service and connected to the Porter Branch. This 

exhibit is included in the accompanying joint verified statement of Messers. Heinzman and 

Dunn. 

The out-of-service portion of the IHB line east of Chase Street has been examined by FCC 

witness Heinzman. as has the area of proposed connection with the Conrail Porter Branch at 

Virginia Street. Based on this examination, and Mr. Heinzman"s consultations with FCC witness 

Dunn, the proposed replacement of the out-of-service portion of the IHB and connection with 

Conrail is feasible from an engineering perspective. Mr. Heinzman also examined the Conrail 

Porter Branch from the proposed connection to Willow Creek and determined that it has the 

capacity to handle the traffic proposed by FCC. The Conrail Porter Branch is classified as a 

FRA Class 3 track with a 40 mile per hour speed limit. 

The operational feasibility of using the IHB/Porter Branch combination from Calumet Park 

to Willow Creek is further supported by a joint study performed by tht FRA and the Indiana 

State Highway Commission in 1980.- This study offered, as an alternative to consolidate rail 

operations in the Four Cities region. "Alternative Plan 3BC". This plan would have rerouted 

traffic from the CSX'BOCT line to the IHB to reduce congestion in Hammond and East 

Chicago.-

— Hammond Railroad Relocation and Consolidation Project, Administration Action and Draft Environmental 
Impact Statement; V .S. Department of Transporiation, Federal Highway Administration and Indiana Highway 
Commission, February, 1980. 

— Al the time of the study, the IHB line was still in service east of Chase Sireet, extending to Bums Harbor. The 
studv , " • uely rejected Alternative Plan 3BC because of the potential disruption to communities east of 
Virginia Sireet, the easiemmosi point at which the FCC proposes to utilize the IHB line. 
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The second change contemplated by the FCC Alternative Routing Plan involves the PRR 

line between Hobart and Clarke Junction via Tolleston. As indicated above, CSX plans to 

rehabilitate this line and use it primarily to serve the steel mills along the Gary/East Chicago 

lakefront. Under the Four Cities' plan, this line need not be used (and thus need not be rebuili) 

northwest of Hobirt. Instead. CSX traffic from Fort Wayne and points east will operate, via 

trackage rights, over the NS/NKP line west to Van Loon, and thence north (again via trackage 

rights) over the EJE line to Gary via Ivanhoe. The EJE line serves the steel mills, and also 

connects with CSX s Lakefront line at Pine Junction. 

This aspect of the Alternative Routing Plan requires the construction of a connection 

between the NS/NKP line and the EJE at Van Loon and a connection from the CSX Lakefront 

line to the Conrail Lakefront line, just east of Pine Junction. These connections are feasible 

from an engineering standpoint, and would be far less expensive than rebuilding nearly 12 miles 

of the PRR line between Hobart and Clarke Junction.-

The conditions al Van Loon and the Conrail Lakefront line, where the connections are to 

be made, have been examined by .Mr. Heinzman. Based on his examination and discussions 

with Mr. Dunn, both connections have been detennined to be feasible from an engineering 

perspective. l urther. these connections would be far less expensive than restoring to service the 

11.75 miies of PRR line from Hobart to Clarke Junction and constmcting connections at 

— A possible (but less desirable) alternative lo the EJE conneclion al Van Loon is for CSX lo operate funher west 
over the NS/NKP line to Osbom, and thence north over an IHB line to a connection wilh CSX's lakefront line 
at Indiana Harbor. This altemative would not require construction of a conneclion. between the NS and IHB 
lines at Osborn, as one currently exists at this location. The route is more circuitous lhan the EJE route, 
however, and is also less desirable because lhe IHB line has more grade crossings than the EJE line. 
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Tolleston and Dune as proposed by the Applicants.- As discussed in the comparative analysis 

section, the FCCs Alternative Routing Plan is operationally feasible to provide the CSX and NS 

service planned for the restored PRR line. 

VI. ECONOMIC IMPACT OF APPLICANTS' 
PROJECTED INCREASE IN RAIL TRAFFIC 

As stated previously. I have quantified the economic impact related to the projected increase 

in Applicants" traffic above the current iraffic levels as .set forth in the CSX and NS Operating 

Plans and found that the annual cost to the public living and working in the Four Cities equals 

$6.8 millior. The net present value of the cost to the cities for a twenty year period equals 

$87.5 million. 

These costs are a result of four factors: 1) lost productivity resulting from incremental 

vehicle delays at rail/highway crossings; 2) additional fuel and oil consumption associated with 

the incremental delay; 3) the incremental emissions exhausted into the atmosphere resulting from 

increased delays at rail crossings, and; 4) the increase in the number of rail/vehicle accidents, 

injuries and fatalities al rail crossings resulting from increased rail traffic. 

— In response to FCCs Second Sel of Interrogatories and Document Production Requests, Applicanis, in response 
to Interrogatorv No. l i b., state that the PRR line east of Tolleston is in FRA Class 3 condition. This 
statement contradicts those made in Deposition by both NS witness Mohan, pages 327 and 328. and CSX 
witness Orrison. pages 77 through 79. Both of ihese witnesses indicate this line is out of service and will 
require some rehabilitation. Examination of the line by Mr. Heinzman and personnel from my office indicates 
ihis rehabilitation is significant. The required rehabilitation is discussed in the joint verified statement of 
Messers. Heinzman and Dunn. 
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1. Lost Productivity Costs 

Productivity costs associated with delay time at crossings are measured in a cost per hour 

for the hours individuals are prohibited from proceeding to their destination. This cost cannot 

be directly measured by the average delay time for individual vehicles because the costs are 

related to the occupants rather than the vehicles. To appropriately measure per person delay 

time, the accumulated hours of delay time are increased by an occupancy factor of 1.6 persons 

per pas«;enger vehicles and 1.0 person per fmcks. The source of the passenger v.-hicle 

occupancy factor is Timothy A. Ryan. "Roadway Vehicle Delay Costs at Rail-Highway Grade 

Crossings". Transportation Research Record. Volume 1262. page 36. 

The occupancy factor of 1.6 was applied to delay hours for passenger vehicles including 

automobiles and buses, and ar occupancy factor of 1.0 was applied to delay hours for trucks in 

order to compute per person delay hours.- The delay hours were then multiplied by a cost per 

person hour $10.00. The source for the $10.(X) per hour factor is the FRA Model 

Documentation for GradeDec Model - Highway-Rail Grade Crossing Investment Decision 

Support T )ol. Version 1.0.— 

The resulting annual lost productivity cost for the current traffic levels and the Applicants' 

projected traffic and operating plan are shown in the table below. 

— The breakdown of vehicles between trucks and other vehicles is based on the crossing list information provided 
hy the FRA. 

— A copy of Ihe model documentation for this recently developed analytical tool is included in my workpapers. 



19-

Lost Productivity 

Line Segment Current 
(1) (2) 

Willow Creek to Calumet Park $3,730,191 
Hobart to Pine Junction 0 

Total $3,730,191 
Source: Exhibi's PHB 3, 6 & 8 

Applicants' 
Proposal 

(3) 

$6,568,372 
$2,426,155 
$8,994,527 

2. Fuel and Oil Costs 

Vehicles experiencing delay at railroad crossings consume fuel and oil idling at crossings. 

The gallons of fuel and oil consumed per mim te of idling by type of vehicle are shown in the 

table below. -

Rate of Fuel and Oil Consumption, 
Gallons Per Minute of Idling 

Type of Vehicle Fuel Oil 
<1) 

Passenger vehicle* 

Truck 

•Includes buses 

(2) (3) 

0.009 0.0003 

0.008 0.0002 

The gallons of fuel and oil consumed were calculated by multiplying the rates of 

consumption by vehicle type by the hours of delay by vehicle type. The resulting galljns 

consumed were then multiplied by the costs per gallon of fuel equal to $1.50 for fuel and $4.00 

per gallon for oil. The resulting fuel and oil costs associated with the delay at railroad crossings 

— The source ol the fuel consumption rates is the Progress Repon on Literature and Assessment of Procedures and 
Data. Technical Memorandum for NCHRP 7-12, Texas Transportation Institute, Texas A & M University 
Systems, College Station, Texas, January 1990, as reported m the GradeDec Model. 
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in the Four Cities region based on current traffic levels and the Applicants' projected traffic 

levels and Operating Plans are shown in the table below. 

r 

Line Segment 
(1) 

Fuel and Oil Costs 

Current 
(2) 

Willow Creek to Calumtst Park $210,954 
Hobart to Pine Junction 0 

Total $210,954 
Source: Exhibits PHB-.S, 6 & 8. 

Applicants' 
Proposal 

(3) 

$371,800 
$139,120 
$510,920 

3. Vehicle Emissions Costs 

Vehicle delay hours at rail crossings also produce costs tc the public related to emissions 

of Hydrocarbons. Carbon Monoxide and Nitrogen Oxides. These emissions are measured in 

grams per minute of idling by typje of vehicle. The table below provides the emission rates for 

each pollutant by type of vehicle.-

Emission Rates by Type of Vehicle. Grams per Minute of Idling 

Type of Vehicle Hydrocarbons (HC) Carbon Monoxide (CO) Nitrogen Oxides (NO.) 
(1) (2) (3) (4) 

'assenger vehicles* 

Truck 

Includes buses 

0.1998 

1.3986 

1.6426 

45.3639 

0.1527 

0.01II 

— The source for the emission rates by type of vehicle and pollutant is the California Air Resources Board, 
EMFAC7F, Version 11. 1995. as reported in the FR.\'s GradeDec Model. 
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Based on the FRA GradeDec Model, the cost of emissions equals $3,000 per ton for 

Hydrocarbons, $4,000 per lon for Carbon Monoxide and $6,000 per ton for Nitrogen Oxides. 

Applying the rates of emissions to the vehicle hours of delay by vehicle type produces the grams 

of emissions by type of pollutant. We then converted the cost per ton to a cost per gram and 

applied it to the grams of pollutants emitted to yield vehicle emission costs for both the current 

traffic levels and the Applicants" projected iraffic. The table below shows the calculated vehicle 

emissions costs. 

r Emissions Cost 

Line Segment Current 
(1) (2) 

Willow Creek lo Calumel Park $418,402 
Hobart to Pine Junction 0 

Total $418,402 
Source: Exhibit PHB-5. 

Applicants' 
Proposal 

(3) 

$755,468 
$377,643 

$1,133,111 

4. Accident incident Costs 

The FRA provides formulas to predict the incidence of accidents at individual rail crossings. 

These formulas take into account various inputs including; annual average daily vehicle 

crossings, type of warning device, timetable speed, accident history, daytime trains per day and 

night time trains per day, number of tracks, the type of highway surface and number of highway 

lanes. The model is used to predict accidenis, injuries and fatalities for individual crossings. 

The Indiana Department of Transportation uses these formulas, with minor modifications 

to better retlect conditions local to Indiana, and predicts accidents for all at-grade rail crossings 

in the state. This information was provided to me by the City of Gary for rail crossings in the 



-22-

Four Cities region. The GradeDec Model provides a range of costs for each type of rail 

crossing accident. The median values are $3,000,000 per fatality, $500,000 per injury and 

$50,000 per property damage accident. 

Using the accidenl predictions provided for the rail crossings in the central portion of the 

Four Cities and the cosl per accident shown above, we calculated the accident, injury and fatality 

costs at each crossing for both the current traffic and the Applicanis" projected traffic. These 

costs are shown in the table below.— 

1 Accident Cost 
Applicants' 

Line Segment Current Proposal 
(1) (2) (3) 

Willow Creek iO Calumet Park $1,090,845 $1,571,286 
Hobart to Pine Junction 0 $27,760 

Total $1,090,845 $1,599,046 

As this table reflects, accident costs would increase by $480,441 on the Willow Creek to 

Calumet Park line segment and would increase from $0 to $27,760 on the Hobart to Pine 

Junction line. 

Exhibit PHB-5 summarizes my calculation of each ofthe above described costs to the public 

which will result from Applicants' projected traffic and Operating Plans in the Four Cities. 

^ I he prediciion of accidenis, by type of accident, for each rail l i r . segment for the projected traffic is calculated 
b\ muliiplying the predictions for cura-nt traffic by the percent change in the number of trains per day from 
current trains lo projected irains. 
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5. Summary of Impact of Applicants' Post-Acquisition 
Increase in Rail Traffic on the Four Cities 

The table below summarizes the lost productivity, fuel and oil consumption, emission and 

accident costs for both the current and Applicants" post-acquisition traffic levels. As shown in 

the table Applicants" projected post-acquisition traffic levels will result in an annual $6.8 million 

cost to the public. The net present value of this cost for a twenty-year period equals $87.5 

million. 

Summary of Public Co.sts for 
Current and Projected Traffic 

Current Projected 
Item Traffic Traffic Difference 
(1) (2) (3) (4) 

Vehicle Delay Hours 242.353 588.278 345.925 
Lost productivity cost $3,730,191 $8,994,527 $5,264,336 
Fuel and oil consumption $210,954 $510,920 $299,966 
Emission of pollutants $418,402 $1,133,111 $714,709 
Aixident Costs $1,090,845 $1,599,046 $508,201 

6. Total Cosl to the Public $:.450.392 $12.237.604 $6.787.212 

VIL COMPARATIVE ANALYSIS OF APPLICANTS' 
PROPOSAL AND F C C S ALTERNATIVE ROUTING PLAN 

As discussed previously, the FCC proffers alternative routings for two distinct segments of 

the Applicants" proposed operating plans for the region. These include 1) rerouting a portion 

of the traffic CSX proposes to move over the lines from Willow Creek to Pine Junction and 

from Pine Junction to Calumet Park to the IHB and Conrail Porter Branch lines from Calumet 

Park to Willow Creek via Virginia Street (Gary), and 2) rather than restoring service on the 

former PRR line from Hobart to Tolleston and Tolleston to Clarke Junction, routing the 

projected traffic for this line over a combination of the NS/NKP line from Hobart to Van Loon 
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and the EJE line from Van Loon to Pine Junction, thus allowing movement of coal and coke by 

CSX to the lakefront stetl mills.^ 

As stated in the Summary and Conclusion Section, I have performed a comparative analysis 

of the Applicants' proposed operating plans for these two routes and the FCCs Alternative 

Routing Plan and determined that the FCC Alternative results in an annual cost savings to the 

public and the Applicants' of $6.0 million. The net present value of these savings for a twenty 

year period equals $77.5 million. 

Our comparative analysis is based on the same four factors listed in the previous section plus 

the -. hange in railroad variable operating costs and return on investment of the capital required 

to implement each of the alternatives. Based on our calculations the Applicants" operating costs 

will increase slightly under the FCCs alternatives and Applicants" required retum on investment 

of capital costs will be reduced. 

Applicants' required return on investment will be reduced because Applicants will be able 

to avoid the expenditure of funds required to reactivate the out-of-service PRR line from Hobart 

to Tolleston and because the volume of traffic under the FCCs Alternative Routing Plan 

reduces traffic on the Willow Creek to Calumet Park line via Pine Junction. As a result. 

Applicants can forgo the cost of upgrading portions of this line from FRA Class 2 to Class 3 

condition. 

— As discussed previously, an alternative routing would be the NS/NKP line to Osbom (west of Van l^on), and 
then north over the IHB (which i? controlled by Conrail) to reach the Lakefront steel mills. 
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A comparative analysis of the Applicants' proposed operations and each element of the 

FCCs Alternative Routing Plan is presented below. 

1. Willov^ Creek to Calumet Park 

The FCC s Alternative Routing Plan shifts traffic off CSX's Willow Creek to Calumet Park 

line and makes use of the IHB and Conrail Porter Branch. The FCC proposal contemplates but 

does not necessarily require directional traffic flow. i.e.. parallel mainline tracks with the 

majority of traffic on these lines operating in opposite directions.- Operation of parallel 

mainlines with directional flow is a common and desirable practice in the railroad industry. 

Operating in this manner will significantly reduce the volume of traffic moving on the CSX 

Willow Creek to Calumel Park line via Pine Junction. Reducing the iraffic on this line, which 

has twenty at-grade crossings in the central business districts of East Chicago and Hammond 

alone, and placing a portion of the traffic on the grade separated IHB line, will significantly 

reduce the disruption of vehicular iraffic in the Four Cities region. This alternative will 

significantly mitigate the adverse economic, safety and quality-of-life impacts thni would 

otherwise affect the public in the Four Cities region. 

The table below shows the annual delay costs, accident costs, mileage related railroad 

operating costs and return on investment for the Applicants' projected traffic using both the 

Applicanis" prt)posed operating plan and the FCC"s Alternative Routing Plan. 

— l he plan would also work without directional traffic flow as a means lo avoid Ihe adverse incremental impacts 
of the increased traffic over the CSX/BOCT line. However, the directional flow arrangement would be 
significantly more efficient. 
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I Comparison of Annual Costs for Applicant's Proposal and FCCs Alternative Routing Plan 
Willow Creek to Calumet Park 

(000) 

Applicants' FCCs 

Route Proposal Altemative Difference 

(1) (2) (3) (4) 

Train Delay Cost $6,568.4 $5,153.5 $1,414.9 

Vehicle Fuel Consumption Cost $342.1 $267.2 $74.9 

Vehicle Oil Consumption Cost $29.7 $23.3 $6.4 

Vehicle Emissions Cost $755.5 $526.3 $229.2 

Accident Cost $1,571.3 $1,366.4 $204.9 

Rail Operating Cost $16,104.1 $1.\981.5 $122.6 

Rail Capital Investment $1,116.1̂ ' $265.7̂ ' $850.4 

Net Savings $2,903.3 

' The required investment is estimated to equal $6.565,(M)0 with a pre lax retum on investment equal to ;7 
percent. The derivation of the $6,565 million is shown in footnote 26 below. 

^ Assumes capital investment lo rehabilitate IHB abandoned line and construct connection to CSX (CR) equals 
Sl.562.762 wilh a pre tax return on investment equal to 17 percent. 

The productivity cost, fuel and oil costs, emissions costs and accident cost shown in the 

above table for both the Applicants' proposal and the FCCs Alternative Routing Plan were 

calculated in the same manner as described in the previous section. The calculation of these 

costs are shown in Exhibit PHB-6. The calculation of the railroad's mileage related operating 

costs and the return on investment for both the Applicants' proposal and the FCCs Alternative 

Routing Plan are discussed below. 
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a. Mileage Relatec* Operating Costs 

Using unit costs specific to the CSX based on the Surface Transportation Board's ("STB") 

Uniform Rail Costing System ("URCS") and the CSX 1995 annual expense data as reported in 

CSX s Annual R-1 Report, we have calculated the mileage related operating costs for the 

Applicants" projerted traffic moving under both the Applicants' proposal and the FCCs 

Alternative Routing Plan.^ Non-mileage-related costs were not used in this analysis because 

onlv mileage related costs fo- the projected traffic will be affected by the Applicants and FCCs 

alternative routing plans. For example, ti.e origin and destination lerminal costs associated with 

the projected traffic will be the same regardless of which routing plan is used. 

The mileage-related costs included in the comparative analysis include gross ton-mile •:osls, 

locomotive unit-mile costs, train-mile costs and car-mile costs CSX s 1995 URCS unit costs 

for each of these items were applied to the gross ton-miles, locomotive unit-miles, train-miles 

and car-miles for the proj,;cted traffic t»ver both alternative routes. The table below shows our 

calculation of CSX's variable cost l.y category of cost for the projected traffic using both the 

Applicants" proposed operating plans and the FCCs Alternative Routing Pian. 

25, The '';^5 CS.X DRCS una costs used in my analv sis have been adjusted lo reflect changes in operating costs 
and traffi<- resulting from CSX's ownership of 42 percent of Conrail. The unit costs have also been increased 
to reflect lhe difference between ' pplicants' appraisal value 'f Conrail assets and the book value of Conrail 
assets. CSX 1995 I RCS unit costs are used because i ' is the base year in Applicants' filing and the year for 
which Appliciuits made the required improvements lo perform Ihis analysis available. 
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Cost Item 
(1) 

Gross Ton-Mile 
Locomotive Unit Mile 
Train Mile 
Car Mile 

Total 

Operating Cost 

Applicants' 
Proposal 

(2) 

$7,178,561 
$3,190,650 
$2,946,804 
$2,788,069 

$16,104,084 

FCCs 
Alternative 

(3) 

$7,178,603 
S3.132.574 
$2,893,167 
$2,777,158 

$15,981,502 

The units of production and variable costs by category of cost and line segment are shown 

in Exhibit PHB-7 for Applicanis" projected t.affic for both the Applicants" proposed operating 

plan and the FCCs Alternative Routing Plan. 

b. Return on Investment 

As shown previously, under FCCs Altemative Routing Plan the volume of traffic, stated 

in both millions of gross tons per year and trams per day moving on CSX's line between Willow 

Creek and Pine Junction will decrea.se slightly from current levels, and the annual gross tons and 

trains per day moving on the CSX/BOCT line between Pine Junction and Calumet Park will 

decrease significantly. 

As a result, the significant capital investment planned (""v CSX to upgrade the track and 

signaling on this line will not be required. We have estimated, based on Applicanis" filing 

before the STB. that the upgrade costs associated with this portion of the line, which can be 

avoided through implementation of FCC"s Alternative Routing, equals $6,565,000.-

— Our estimate is based on a reported investment to upgrade CSX's line from Greenwich Oh' lo Chicago. Illinois 
of Sl 10 million. Prorating this amount on a mileage basis to the miles from Willow Creek to Calumel Park 
yields an estimated capital expenditure of $6,656,000 for this portion of the liie. In its discovery requests, the 
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Thc FCCs .Mternative Routing Plan maximizes utilization of the graoe separated IHB line 

from Calumet Park lo Virginia Streel in Gary. This plan requires the restoration to service of 

2.1 miles of out-of-service IHB track and the constmction of a connection between the IHB 

grade separated line and the Conrail Porter Branch in the vicinity of Virginia Street. Currently, 

the IHB and Conrail lin/.s connect at Ivanhoe. The FCC proposal takes advantage of the 

substantial sunk investment in rail/highway grade separations along the IHB/Conrail line. As 

a result crossing delays in the Central Business Districts of East Chicago and Hammond would 

be significantly reduced. 

As discussed in the accompanying joint verified statement of Messers Heinzman and Dunn, 

the estimated cost of the restoration of the 2.1 miles of IHB track and the constmction of the 

connection with Conrail at Virginia Street equals $1,562,762. Accordingly, the net reduction 

in capital cost using FCCs Alternative Routing Plan equals $5.0 million. Applying the STB's 

pre tax cost of capital of 17% to the net reduction in capital costs results in an annual reduction 

in CSX's required retum on investment equal to $850,380. 

As demonstrated above, the FCCs Alternative Routing Plan for the movement of 

Applicants' pn̂ jecled traffic between Willow Creek and Calumet Park results in a nel annual 

reduction in public and railroad costs equal to $2.9 million. 

FCC asked CS.X lo describe the work to be performed and the oi.iount to be spent to upgrade the CSX's 
Chicago lo Greenwich "line(s)" west of Willow Creek. In response, CSX provided an amount to be spent for 
projects west of Wiliow Creek withoul specifying which line segments (and what specific work) were involved. 
Bates Number CSX 44 HC 000101, Because CSX did not provide Ihe specific information requested, we 
estimated the capital expenditure required lo upgrade the line west of Willow Creek in the manner described 
above. 
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2. Hobart to Tolleston and Clark Junction 

Applicants" propose lo reactivate the fonner PRR out-of-service rail line from Hobart to 

Tolleston and Tolleston to Clarke Junction. This out-of-service line has 23 at-grade crossings 

and two grade separated crossings. Applicants' operating plan and supporting documents 

indicate two distinct uses for this line. First, CSX intends to move five trains per day. 

representing 12 million gross tons per year over this line. 

CSX's responses to FCCs questions in lieu of deposition, indicate that CSX trains will 

use this line to move coal and coke to Pine Junction, then over the EJE. using CSX crews for 

delivery to U. S. Steel. The train weights included in Applicants' filing before the STB for the 

Hobart to Tolleston segment are heavier lhan those provided for any other CSX line segment and 

are consistent with a combination of coal and coke shipments. (The average train weight for this 

segment equals approximately 6.600 gross tons as compared with 5.000 lo 5.300 gross tons for 

other CSX line segments.) 

The second use Applicants intend for this line involves NS' service to the Gary Sugar Works 

on the fonner Wabash spur. According to the deposition of NS witness Mohan. NS plans to 

constmct a connection between the Wabash spur and the Tolleston to Clarke Junction portion 

of the PRR line in order to permit, "through a series of reverse moves"-' the NS to move traftic 

originating or terminating at Gary Sugar Works from the Wabash spur to the Tolleston to Clarke 

Junction PRR line, across the CSX Lakefront line onto what is currently the Conrail Lakefront 

— See September 17. 1997 Deposition transcript of NS Witness Mohan, at pages 330 to 331. 
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line. This traffic can then move in an easterly direction on the existing Conrail Lakefront line 

to Burns Harbor, IN. 

The FCCs Alternative Routing Plan for reactivating the Hobart to Tolleston and Clark 

Junction line permits movement of the two shipments described above, without the reactivation 

of the out-of-service PRR line and its 23 at-grade crossings. 

The FCCs Alternative Routing Plan contemplates the movement of the CSX coal and coke 

traffic from Hobart iver the NS NKP line to Van Loon where a connection would be constmcted 

to the EJE. From EJE the CSX trains would be operated by CSX crews through Pine Junction 

to the U.S. Steel Mill in Gary and other lakefront steel mills in the area. As stated previously, 

use of CSX crews to operate over the EJE is consistent with CSX's current plan for the 

movement of traffic from Pine Junction to rhe Gary lakefront. 

The FCCs Alternative Routing Plan accommodates the NS Gary Sugar Works traffic 

through the constmction of a connection between the CSX Lakefront line and the existing 

Conrail Lakefront line just east of Pine Junction. This connection would permit NS to move 

traffic originated at the Gary Sugar Works along the Wabash spur, in a reverse move, to its 

current connection with the CSX Pine Junction to Calumet Park line. Once on the CSX Pine 

Junction to Calumel Park line, the traffic can move forward through Pine Junction onto the CSX 

Lakefront line then through the new connection with the existing Conrail Lakefront line and east 

to Burns Harbor. IN. 
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The table below shows the delay costs, accident costs, mileage related railroad operating 

cost and return on investment for the Applicants' projected traffic using both the Applicants' 

proposed operating plan and the FCCs Alternative Routing Plan for the planned movements on 

the out-of-service PRR line. 

r Comparison of Costs for Applicants's Proposal and FCCs Alternative 
Hobart to Pine Jct 

(000) 

hem 
Applicants' 

Proposal 
FCCs 

Altemative Net 

Train Delay Cost $2,462.2 $469.8 51,956.4 

Vehicle Fuel Consumption Cost $'"•8.1 $24.4 $103.7 

Vehicle Oil Consumption Cost $11.0 $2.1 $8.9 

Vehicle Emissions Cost $377.6 $49.8 $327.8 

Accident Cost $27.8 $241.6 ($213.8) 

Rail Operating Cost $1,202.8 $1,378.5 ($175.7) 

Rail Capital Investment $1,192.9 $94.5 $1,098.4 

Net Savings (Cost) $3,105.7 

Includes trackage rights payment of 3 mills per gross ton-mile. 
Assumes capital investment to rehabilitate PRR abandoned line and constmct connections at Tolleston. 
Wabash and Dunes equals S7,017,167 wilh a pretax retum on investment equal to 17 percent. 
Assumes capital investment to constmct connections at Van Loon and Pine Jct equal S555.866 wilh a pre­
tax return on investment equal lo 17 percent. 

As with the comparative analysis of the Willow Creek to Calumet Park lines, the 

productivity cosl. fuel and oil costs, emissions cost and the accidenl cost shown in the above 

table for both the Applicants" proposal and the FCC"s Alternative Routing Plan were calculated 
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in the same manner as described in the previous section. The calculation of these costs are 

shown in Exhibit PHB-8. 

The calculations of the railroads' variable operating costs and the capital investment 

requirements for both the Applicants' proposal and the FCCs Altemative Routing Plan are 

discussed below. 

a. Mileage Related Variable Operating Expense 

The mileage related variable operating expense for the Applicants' operating plans related 

to traffic moving on the restored PRR line were calculated in precisely the same manner as 

described for the Willow Creek to Calumet Park alternatives. 

Variable operating costs for the FCCs Alternative Routing Plan using the NS and EJE to 

move CSX coal and coke to the lakefront steel mills have been calculated using a modified 

procedure to account for trackage rights payments to both NS and EJE for use of their facilities. 

This procedure removes from the CSX gross ton-mile unit costs the portion of expense related 

to return on road property and maintenance of way and stmctures, before applying the unit cost 

to the gross ton-miles shipped. These expenses were removed from the CSX gross ton-mile unit 

cost because CSX will not incur either of these expenses while moving on NS and EJE. In 

doing so, we have calculated CSX's mileage related "above the rail" costs for this traffic. 

In addition to the above adjustment, we have included a trackage rights payment from CSX 

to NS and EJE for use of their facilities. Th. trackage rights payment has been calculated based 

on the payment of 3.0 mills per gross ton-mile on unit train iraffic by Burlington Northern Santa 

Fe ("BNSF") lo Union Pacific Railroad Company ("UP") as approved by the STB in the recent 
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UP acquisition of Southem Pacific Railroad Company ("SP"). The table below shows our 

calculation of CSX's variable cost by category of cost for the projected traffic using both the 

Applicants' proposed operating plan and the FCCs Alternative Routing Plan. 

Hobart to Clarke Jct. Operating Cost 

Item 

Gross Ton-Mile 
Locomotive Unit Mile 
Train Mile 
Car Mile 
Trackage Rights 

Total 

Applicants' 
Proposal 

$602,748 
$211,699 
$195,519 
$192,848 

$1,202,814 

FCCs 
Alternative 

$165,838 
$248,746 
$229,735 
$226,597 
$507,600 

$1,378,516 

The units of production and variable costs by category of cost and line segment are shown 

in Exhibit PHB-7 for Applicants' projected traffic for both the Applicants' proposed operating 

plan and the FCCs Alternative Routing Plan. 

b. Return on Investment 

The FCC Alternative Routing Plan eliminates the need to reactivate the out-of-service PRR 

rail line between Hobart and Clarke Junction through Tolleston and the need to constmct 

connections between the Wabash spur and the PRR rail line, between the PRR rail line and the 

Conrail Poner Branch, and between the PRR line and the EJE line at Dunes. It does require, 

however, construction of connections between the NS and EJE at Van Loon and between the 

CSX and existing Conrail Lakefront lines. 
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Messers Heinzman and Dunn have estimated tĥ , capital investment that will be avoided by 

CSX and NS, assuming the PRR line is not restored to service and the associated connections 

are not constmcted. This amount is estimated to equal $7,017,167. 

Messers Heinzman and Dunn have also observed the conditions at both the Van Loon and 

Pine Junction conneclion locations to determine the feasibility of constmcting connections at both 

of these locations. As described in their statements these connections are feasible, and the 

constmction costs for these connections are estimated to total $555,866. 

The FCCs Alternative Routing Plan affords a $6,461,301 reduction in capital requirements 

compared with the Applicants' proposed operating plan. Applying the STB's pre-tax cost of 

capital of 17% to the net reduction in capital costs results in an annual reduction in CSX's 

required return on investment equal to $1,098,421 for the Hobart to Tolleston and Clark 

Junction line. 

As demonstrated above, the FCCs Alternative Routing Plan for the movement of 

Applicants" projected traffic between Hobart and Tolleston and Clarke Junction results in a net 

annual reduction in public and railroad costs equal to $3.1 million annually. When combined 

with the net annual reduction of '.2.9 million for movement of the traffic between Willow Creek 

and Calumel Park, this produces a total net savings for the FCCs proposal of $6.0 million a 

year as compared to the Applicants" plans. 
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QUALIFICATIONS OF PHILIP H. BURRIS 

PROFESSIONAL EXPERIENCE 

Mr. Burris has nineteen (19) years experience in the field of transportation economics 

as it pertains to transportation supply alternatives, plant location analysis, regulatory policy and 

dispute resolution before regulatory agencies as well as state and federal courts. He has 

designed, directed and executed analyses of the costs of moving various commodities by 

different modes of transportation including rail, barge, tmck, pipeline and intermodal. The 

commodities considered in these studies included coal, grain, automobiles, cold rolled steel, iron 

ore, limestone, copper coil and sheet, pulpwood, woodchips and water. 

Mr. Burris has performed economic analyses of maximum reasonable rate levels for the 

movement of coal, grain and water using the Interstate Commerce Commission's ("ICC" or 

"Commission") Constrained Market Pricing ("CMP") standard and specifically the stand-alone 

cost constraint. Mr. Burris has submitted evidence regarding maximum reasonable rate levels 

using the stand-alone cost constraint to both the ICC and the State of Colorado District Court 

tor the City and Counly of Denver. Mr. Burris' firm, L. E. Peabody & Associates, Inc. 

participated in the development of the stand-alone cost constraint and has submitted testimony 

to the Commission using the stand-alone cost constraint on behalf of electric utilities in numerous 

ICC proceedings subsequent to the development of CMP by the Commission. 
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QUALIFICATIONS OF PHILIP H. BURRIS 

In addition to development of cost of moving various commodities by different modes of 

transportation, Mr. Burris has performed evaluations of the economic viability and financial 

health of short line railroads. These studies were performed on behalf of state agencies to 

determine the financial viability of the railroads or on behalf of investors considering the 

purchase and operation of short line railroads. Mr. Burris has also conducted studies of railcar 

lease and purchase options and negotiated rate reductions on behalf of shippers resulting from 

the use of shipper provided equipment. He has determined both the costs and profits attributable 

to the performance of services subject to specific transportation contracts. 

Mr. Burris has performed studies and written draft reports for the Railroad Accounting 

Principles Board, an independent body created by Congress to establish cost accounting 

principles for use in implementing the regulatory provisions of the Staggers Act of 1980. 

The transportaiion studies designed and executed under Mr. Burris' direction have been 

commissioned for the purpose of negotiating with transportation companies, for use in dispute 

resolution before various regulatory agencies and state and federal courts and on behalf of 

electric utilily companies in prudency examination. Mr. Burris has testified before the 

Commission, the Railroad Commission of Texas, the Colorado Public Utilities Commi-ssion, the 

Illinois Commerce Commission, the Public Service Commission of Nevada and various state and 
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federal courts. Mr. Burris has also negotiated transportation rates and service on behalf of 

shipper clients. 

Previous Related Experience - Mr. Burris has worked in the consulting industry for a 

period of nineteen years. In addition to his current position as a Vice President of 

L. E. Peabody & Associates, Inc., Mr. Burris has been an employee of the following consulting 

firms; A. T. Kearney, Wyer Dick & Associates, Inc. and George C. Shaffer & Associates. 

EDUCATION 

Mr. Burris received a BS in Business Administration from Virginia Polytechnic lastitute and 

State University in 1971 and a MBA from the American University in 1978, specializing in 

transportation. 
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Testimony and Publications 

Finance Docket No. 33290, Nevada Public Service Commission, Sault Ste. Marie Bridse Co... 
Acquisition Exemption — Lines of Union Pacific Railroad Companv: January and September 
1997 

Nevada Public Service Commission, Docket Nos. 95-7021, 95-5062, 95-5063; Nevada Power 
Company : March 1996 and September 1996. 

U.S. District Court for the Northern District of Iowa, Easter Division, Case No. C91-2086; Rail 
Intennodal Specialist, Inc. vs. General Electric Capital Corporation: Febmary 1994 and May 
1995. 

State of Colorado District Court, Cily and County of Denver, Case No. CV 13042; Bear Creek 
Water and Sanitation District, et al. vs. The Citv and Countv of Denver: July 1992 and April 
1993. 

Illinois Commerce Commission Docket 89-0351; Reconciliation of Revenues Collected Under 
Fue 'i and Gas Adjustment Charses with Actual Cost: April 1992 and March 1993. 

ICC Docket No. AB-1 (Sub-No. 230);; Chicaeo and North Western Transportation Company -
Abandonment - Between Norfolk and Chadron. NE: January 1992. 

ICC Docket Nos. 37809 (Sub-No. 1) and 37815S; McCartv Farms. Inc.. et al. vs. Burlinston 
\Northern, Inc.: November, 1986, August 1987, and October 1987, May 1988, May 1989, July 
1989. December 1989 and July 1991. 

ICC Docket No. 37038; Bitutninous Coal, Hiawatha, Utah to Moapa, Nevada: and ICC Docket 
No. 37409; Aggregate Volume Rate on Coal, Acco, Utah to Moapa, Nevada: January 1985, 
March 1988, July 1990 and April 1991. 

Railroad Accounting Principles Board; Staff Is.sue Paper on Reporting Costs and Outputs: June 
1985. 

Railroad Accounting Principles Board; Staff Issue Paper on Movement Parameters: May 1986. 

Virginia Department of Highways and Transponation, Rail and Public Transportation Division; 
Ltght Density Line Analysi.s .Seaboard System Railroad, Suffolk to college Park, and South Suffolk 
to Nurney: September 1985. 

Colorado Public Utilities Commission. Docket No. 6397; Colorado-Ute Electric Association vs. 
Denver & Rio Grande Wcitern Railroad Compatiy: June 1984. 
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ICC Docket No. AB6 (Sub-No. 175F), Burlington Northern Railroad Companv Abandomnent 
in Fergus, Judith Basin and Chouteau Counties, Montana: Fv̂ bmary 1984. 

Ex Parte 431; Adoption of the Uniform Rail Costing System for Determining Variable Costs for 
Purposes of Surcharges and Jurisdictional Threshold Calculations: September 1983. 

Co-authored Influence of Transportation Factors in the Site Selection of a United States Mazda 
Autotnobile Assembly Plant: September 1983. 

Fx Parte 347 (Sub-No. 1); Coal Rate Guidelines - Nationwide: juiy 1983. 

ICC Docket No. 38823; R. A. Williams, Inc. vs. Illinois Central Gulf Railroad Companv: April 
1983. 

Montana Department of Commerce; Montana Rail Cost Data Base: De-̂ ember 1982. 

ICC Docke, No. 37626; Consolidated Papers, Inc. et al. vs. Chicago <̂  Northwestem 
Transportation Company, et al.; Apiil 1981. November 1981 and November 1991. 

Ex Parte 411; Complaints Filed Under Section 229 of the Staggers Rail Act of 1980: October 
1981. 

Railroad Commission of Tevas, RCT Docket No. 024130ZZR; Switching andMinitnum Carloa 
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Summary of Cost to the Public 
Current Traffic and Applicants' Post-Acquisition PrQiected Traffic 

(000) 

Item 

Tram Delay Cost 1/ 

Vehicle Fuel Consumption Cost 1/ 

Vehicle Oil Consumption Cost 1/ 

Vehicle Emmissions Cost 21 

Accident Cost 3/ 

Current 
Traffic 

$3,730.2 

$194.1 

$16.9 

$418.4 

$1,090.8 

Projected 
Traffic 

$8,994 5 

$470.2 

$40.7 

$1,133.1 

$1,599.0 

Difference 

$5,264,3 

$276.1 

$238 

$714.7 

$5082 

Total Difference $6,787.1 

1/page 2 
21 page 5 
3/ Page 7 
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Comparison of Vehicle Delay Costs between 
I Current Traffic and Applicants Post-Acquisition Projected Traffic 

• Location 

• (1) 

Cun-ent 
Traffic 

(2) 

Projected 
Traffic 

(3) 

1 1 Daily Delay Hours 1/ 
• 2 Car 

3 Truck 
1 4 Total per day 
" 5 Total per Year 

596.65 
67 33 

663 98 
242,352.7 

1420.89 
190.83 

1611.72 
588,277.8 

1 6 Delay Cost 
7 Car Occupancy Factor 21 

_ 3 Truck Occupancy Factor 
I 9 Hourly Delay Cost per Person 3/ 

10 Annual Delay Cost 

16 
1.0 

$10 
$3,730,191 

1.6 
1.0 

$10 
$8,994,527 

11 Fuel Cost 3/ 
• 12 Fuel Idle Consumption Rate (gallons per minute) 
1 13 Car 

14 Truck 
• 15 Fuel Cost per Gallon 
B 16 Fuel Cost per Day 

17 Annual Fuel Cost 

0.009 
0.008 

$1.5 
$531.76 

$194,094 

0.009 
0.008 

$1.5 
$1,288 32 
$470,236 

• 18 Oil Cost 3/ 
19 Oil Idle Consumption Rate (gallo ^ )er minute) 

• 20 Car 
• 21 Truck 

22 Oil Cost per Gallon 
• 23 Oil Cost per Day 
• 24 Annual Oil Cost 

00003 
0.0002 

$40 
$46 19 

$16,860 

0 0003 
0.0002 

$40 
$111.46 
$40,68/! 

Total $3,941,144 $9,505,448 

1/ PHB Workpapers 
i 21 Timothy A Ryan, "Roadway Vehicle Delay Costs at Rail-Highway Grade Crossings", 
• Transportation Research Reco'-d, Volume 1262, page 36 

3/ GradeDec Model - Highway-Rail Grade Crossing Investment Decision Support 
1 Tool Version 1.0 
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Current 
HC NOX CO 

Emissions Emissions Emissions 

Projected Traffic 
HC NOX CO 

Emissions Emissions Emissions 

Willow Creek to Pine Juncnon 

a Emission Rates (grams per hr of idling) 1/ 
- Car 
- Truck 

b Daily Delay Hours 21 
- Car 
- Truck 

c Emissions Cost per gram 3/ 

d Dai y Emissions Cost 
-Ci 'r 

- Tr j ck 

e Total Annual Emissions Cost 

Pine Junction to Calumet Park 

a Emission Rates (grams per hr of idling) 1/ 
- Car 
- Truck 

b Daily Delay Hours 21 
• Car 
- Truck 

c Emissions Cost per gram 3/ 

d Daily Emissions Cost 
- Car 
- Truck 

11 988 
83 916 

2308 
1 47 

$0 92 
$041 

$483 

11 988 
83 916 

458 42 
58 51 

9 162 
0 666 

23 08 
1 47 

$0 0033 $0 0066 

$1 40 
$0 01 

$513 

9 162 
0 666 

458 42 
58 51 

$0 0033 $0 0066 

$18 18 
$16 24 

$27 78 
$0 26 

98556 
2721 834 

23 08 
1 47 

$0 0044 

$10 03 
$17 64 

$10,102 

98 556 
2721 834 

458 42 
5851 

$0 0044 

$199 24 
$702 31 

11 988 
83 916 

51 63 
3 3 

$2 05 
$0 92 

11 988 
83 916 

876 98 
111 93 

9 162 
0 666 

51 63 
3 3 

$0 0033 $0 0066 

$3 13 
$0 01 

$1,082 $1,147 

9 162 
0 666 

876 98 
111 93 

$0 0033 $0 0066 

$34 77 
$31 07 

$53 15 
$0 49 

98 556 
2721 834 

51 63 
3.3 

$0 0044 

$22 44 
$39 61 

$22,649 

98 556 
2721 834 

876 9! 
11 I 9J 

$0 0044 

$381 16 
$1 343 52 

e Total Annual Emis ,ions Cost $12,562 $10,235 $329,068 $24,031 $19,580 $629,513 
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Current 
HC NOX CO 

Emissions Emissions Emissions 

Projected Traffic 
HC NOX CO 

Emissions Emissions Emissions 

Calumet Park to Willow Creek (via IHB) 

a Emission Rates (grams per hr of idling) 1/ 
- Car 
- Truck 

b Daily Delay Hours 2/ 
- Car 
- Truck 

c Emissions Cost per gram 3/ 

d Daily Emissions Cost 
- Car 
- Truck 

e Total Annual Emissions Cost 

11 988 
83 916 

115 15 
7 35 

$4 57 
$2 04 

$2,411 

9 162 
0 666 

115 15 
7 35 

$0 0033 $0 0066 

$6 98 
$0 03 

$2,559 

98 556 
2721 834 

115 15 
7 35 

$0 0044 

$50 05 
$88 22 

$50,469 

11 988 
83 916 

119 33 
7 62 

$4 73 
$2 11 

$2,499 

9 162 
0 666 

119 33 
7 62 

$0 0033 $0 0066 

$7 23 
$0 03 

$2,652 

98 556 
2721 834 

119 33 
7 62 

$0 0044 

$51 86 
$91 47 

$52,315 

Total Willow rreek to Calumet Park 
to Willow Creek (via IHB) 

Sum of atl emissions 

$1S,4S6 $13,307 $389,639 

03 $418,402 

$27,612 $23,379 $704,477 

• $755,463 
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• Comparison of Emissions Costs between 
1 Current Traffic and Applicants Projected Traffic 

• Current •Projected Traffic 
HC NOX CO HC 

_ Emissions Emissions Emissions Emissions 
NOX 

Emissipns 
CO 

Emissions 

• Hobart to Tolleston 

M a Emission Rates (grams per hr of idling) 1/ 
• - Car 11 988 
• - Truck 83 916 

9 162 
0 666 

98 556 
2721 834 

M b Daily Delay Hours 2/ 
• - Car 286 04 
H • Truck 44 5 

286 04 
44 5 

286 04 
44 5 

_ c Emissions Cost per gram 3/ $0 0033 $0 0066 $0 0044 

B d Daily Emissions Cost 
-Car $1134 

_ -Truck $12 35 
$17 34 

$020 
$124 32 
$534 15 

9 e Ti-tal Annual Emissions Cost $8,648 $6 399 $240,341 

1 Tolleston to Clarke Jct 

a Emissr-i Rates (grams per hr of idling) 1/ 
-Car 11988 

• -Truck 83 916 
9 162 
0 666 

98 556 
2721 834 

b Daily Delay Hours 21 
^ - Car 86 91 
• - Truck 23 48 

86 91 
23 48 

86 91 
23 48 

c Emissions Cost per gram 3/ $0 0033 $0 0066 $0 0044 

fl d Daily Emissions Cost 
R - Car $3 45 

- Truck $6 52 
$5 2^' 
$0 10 

$37 77 
$281 84 

S e Total Annual Emissions Cost $3,636 $1,960 $116,658 

• Hobart to Clarke J c t ! • $0 $0 $17,284 $8,360 $356,999 

" io r $377,643 

• Grand Total $15,456 $13,307 $389,639 $39,896 $31,739 $1,061,476 

Sum of all emissions $418,402 $1,133,111 

1 1/ GradeDec Model - Highway-Rail Grade Crossing Investment Decision Support 
| > 21 PHB Workpapers 

3/ GradeDec Model - Converted to cost per gram from cost per ton 



Exhibit PHB-5 
Page 6 of 7 

Comparison of Accident Costs between 
Current Traffic and Applicants Projected Traffic 

Cost 

Accidents 
Current 
Traffic 

Projected 
Traffic 1/ 

Cost 
Per Incident 

Current 
Traffic 

Projected 
Traffic 

Willow Creek to Pine Junction 

Property Damage 
Injury 
Fatality 

0 8222 
02088 
0.1116 

1 4361 
0 3647 
0 1949 

$50,000 
$500,000 

$3,000,000 

$41,110 
$104,400 
$334,800 

$71,803 
$182,346 
$584,764 

Subtotal $480,310 $838,912 

Pine Junction to Calumet Park 

Property Damage 
Injury 
Fatality 

1.2851 
0.2893 
0 0594 

1.5505 
0 3490 
0.0717 

$50,000 
$500,000 

$3,000,000 

$64,255 
$144,650 
$178,200 

$77,525 
$174,523 
$215,002 

Subtotal $387,105 $467,051 

Calumet Park to Willow Creek (via IHB) 

Property Damage 
Injury 
Fatality 

0 5866 
0 1434 
0 0408 

06966 
0.1703 
00485 

$50,000 
$500,000 

$3,000,000 

$29,330 
$71,700 

$122,400 

$34,829 
$85,144 

$145,350 

Subtotal $223,430 $265,323 

Total Willow Creek to Calumet Park to Willow Creek (via IHB) $1,090,845 $1,571,286 
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Exhibit rHB-5 
Page 7 of 7 

Comparison of Accident Costs between 
Current Traffic and Appiicants Projected Traffic 

Accidents 

Hobart to Tolleston 

Property Damage 
Injury 
Fatality 

Subtotal 

Incidents 
Current Projected 
Traffic Traffic 1/ 

0.0412 
00108 
0.0019 

Cost 
Per Incident 

$50,000 
$500,000 

$3,000,000 

Cost 
Current Projected 
Traffic Traffic 

$0 
$0 
$0 

$2 060 
$5,400 
$5,700 

$1c,160 

Tolleston to Clarke Junction 

Property Damage 
Injury 
Fatality 

Subtotal 

0 0670 
0.0153 
00012 

$50,000 
$500,000 

$3,000,000 

$0 
$0 
$0 

$3,350 
$7,650 
$3,600 

$14,600 

Total Hobart - Clarke Jct. $27,760 

Grand Total •1,090,845 $1,599,046 

1/ Incidents for projected traffic equals current traffic increased by the change in the 
number of trains for each line segment 



Exhibit PHB-6 
Page 1 of 6 

Comparison of Costs for Applicants' Proposal and FCCs Alternative 
Willow Creek to Caiumet Park (only) 

(000) 

Applicants' FCCs 
item Proposal Aii3rnative Difference 

Train Delay Cost $6,568.4 $5,15o 6 $1,4149 

Vehicle Fuel Consumotion Cost $342 1 $267.2 $749 

Vehicle Oil Consumption Cost $29.7 $23.3 $64 

Vehicle Emmissions Cost $755.5 $526.3 $2292 

Accident Cost $1,571.3 $1,366.4 $204 9 

Rail Operating Cost 1/ $16,104.1 $15,981 5 $122.6 

Rail Capital Investment $1,1161 21 $265.7 3/ $8504 

Net Savings (Cost) 5)2 ,903 3 

1/Exhibit PHB-7 

21 Assumes upgrade of line from 25mph to 43mph, plus installation of a Centralized Traffic Control 
System The required investment is estimated to equal $6,565,000 with a pre tax return on 
investment equal to 17 percent.. 

3/ Assumes capital investment to rehabilitate IHB abandoned line and construct connection to 
CSX (CR) equals $1,562,762 with a pre tax return on Investment equal to 17 percent. 



Exhibit PHB-6 
Page 2 of 6 

1 Comparison of Vehicle Delay Costs between 
Apolicants Projected Traffic and FCCs Traffic • Willow Creek to Calumet Park to Willow Creek (via IHB/Conrail) 

Projected FCCs 

• 
Location Traffic Traffic 

(1) (2) (3) 

1 D^ily Delay Hours 1/ 
831.73 m 2 Car 1047 94 831.73 

1 3 Truck 122 85 81 15 

4 Total per day 1170.79 912.88 • ̂  Total per Year 427,338.4 333,202.3 

6 Delay Cost 
1.6 1.6 1 7 Car Occupancy Factor 2/ 1.6 1.6 

1 3 Truck Occupancy Factor 1.0 1.0 
9 Hourly Delay Cost per Person 3/ $10 $10 

Annual Delay Cost $6,568,372 $5,153,518 

1 Fuel Cost 3/ 

• 12 Fuel Idle Consumption Rate (gallons per minute) 

13 Car 0.009 0009 

1 ''̂  Truck 0.008 0 008 

" 15 Fuel Cos' per Gal'on $1.5 $15 
16 Fuel Cost per Day $937 28 $732 13 

1 Annual Fuel Cost $342,108 $267,228 

18 Oil Cost 3/ 

• 19 Oil Idle Consumption Rate (gallons per minute) 

• 20 Car 0.0003 00003 

• 21 Truck 0 0002 0.0002 

1 22 Oil Cost per Gallon $4.0 $4.0 
• 23 Oil Cost per Day $81 35 $63 78 

Annual Oil Cost $29,692 $23,280 

Total $6,940,173 $5,444,026 

PHB Workpapers 
21 T imothy A Ryan "Roadway Vehicle Delay Costs at Rail-Highway Grade Crossings", 

Transportation Research Record, Volume 1262, page 36. 
GradeDec Model - Highway-Rail Grade Crossing Investment Decision Support 

\ 

Tool Version 10 



Comparison of Emissions Costs between 
Appiicants Projected Traffic and F C C s Traffic 

Exhibit PHB-6 
Page 3 of 6 

Projected Tratfic 
HC NOX CO 

Emissions Emissions Emissions 

FCCs Traffic 
HC NOX CO 

Emissions Emissions Emissions 

Willow Creek to Pine Junctor 

a Emission Rates (grams per ,1r of idling) 1/ 
- Car 
- Truck 

b Daily Delay Hours 21 
- Car 
- Truck 

c Emissions Cost pe, gram 3/ 

d Daily Emissions Cost 
- Car 

- Truck 

e Total Annual Emssions Cc='. 

Pwi? Junction 'i Calumet Park 

n 988 
83 916 

51 63 
3.3 

$2 05 
$0 92 

$1,082 

9 162 
0 666 

51 63 
3.3 

$0 0033 $0 0066 

$3 13 
$001 

$1,147 

98 556 
2721 834 

51 63 
3.3 

$0 0044 

$22 44 
$3961 

$22,649 

11 988 
83 916 

29 43 
1.88 

$1 17 
$0 52 

$616 

9 162 
0 666 

2943 
1 88 

$0 0033 $0 0066 

$1 78 
$0 01 

$654 

98 556 
2721 834 

29 43 
1 88 

$0 0044 

$12 79 
$22 57 

$12,905 

a Emission ''ates (grams per hr of idling) 1/ 
- Car 
- Truck 

b Daily Delay Hours 21 
- Car 
- Truck 

c tr .nissions Cost per gran 3/ 

d Daily Emissions Cost 
Car 
- Truck 

11 988 
Sl QIR 

876 98 
111 93 

$34 77 
$31 07 

9 162 
3666 

876 98 
111 93 

$0 0033 $0 0066 

$53 15 
$0 49 

98 556 
2721 834 

876 98 
111 93 

$0 0044 

$381 16 
$1 343 53 

11 988 
83 916 

439 80 
56 13 

$17 44 
$i5 58 

9 162 
0666 

439 80 
56 13 

$0 0033 $0 0066 

$26 65 
$0 25 

98 556 
2721 834 

439 80 
56 13 

$0 0044 

$191 15 
$673 74 

e Total Annual Emissions Cost $24,031 $19,580 $629,513 $12,051 $9,319 $315,687 



Comparison of Emissions Costs tietween 
Applicants Projected Traffic and F C C s Traffic 

Exhibit PHB-6 
Page 4 of 6 

Projected Traffic 
HC NOX CO 

Emissions Emissions Emissions 

FCCs Traffic 
HC NOX CO 

Emissions Emissions Emissions 

Calumet Park to Willow Creek (via IHB) 

a emission Rates (grams per hr of idling) 1/ 
Car 
Truck 

b Daily Delay Hours 21 
- Car 
- Truck 

c Emissions Cost per gram 3/ 

d Daily Emissions Cost 
- Car 
- Truck 

e Total Annual Emissions Cost 

11 988 
83 916 

11933 
762 

$4 73 
$2 11 

$2,499 

9 162 
0 666 

11933 
7 62 

$00033 $0.0066 

$7 23 
$0 03 

$2,652 

98 556 
2721 834 

11933 
762 

$0.0044 

$51 86 
$91 47 

$52,315 

11 988 
83 916 

362 50 
23 14 

$14 37 
$6 4T 

$7, i90 

9 162 98 556 
0 666 2721 834 

362 50 
23 14 

$0,003? $00066 

$21 97 
$0 10 

362 50 
23 14 

$0 0044 

$157 55 
; r77 76 

$8,056 $158,888 

Total Willow Creek to Calumet Park 
to Willow Creek (via IHB) 

Cum of all emissions 

$27,612 $23,379 $704,477 

r $755,468 1 

$20,258 $18,530 $487,481 

r $526,269 

1/ GradsDec Model - Highway-Rail Grade Crossing Invi'jstment Decision Support 
21 PHB Workpapers 
3/ GradeDec Model - Converted to cost per gram from cost per ton 



Comparison of Accident Costs between 
Applicants Projected Traffic and FCCs Traffic 

Exhibit PHB-6 
Page 5 of 6 

Accidents 

Willow Creek to Pine Junction 

Property Damage 
Injury 
Fataliiy 

Subtotal 

Pine Junction to Calumet Park 

Property Damage 
Injury 
Fatality 

Subtotal 

Calumet Park to Willow Creek (via IHB) 

Property Dam.age 
Injury 
Fatality 

Subtotal 

Projected 
Traffic 1/ 

FCCs 
Traffic 

Cost 
Per Incident 

Projected 
Traffic 

FCCs 
Traffic 

^ .4361 0.8185 $50,000 $71,803 $40,924 
0.3647 0.2079 $500,000 $182,346 $103 928 
0 1949 0.1111 $3,000,000 $584,764 $333,285 

$838,912 $478,137 

1.5505 0.777S $50,00U $77,525 $38,879 
0 3490 0 1750 $500,000 $174,523 $87,524 
0.0717 0.0359 $3,000,000 $215,002 $107,824 

$467,051 $234,227 

0.6966 1.7170 $50,000 $34,829 $85,851 
0 1703 0.4197 $500,000 $85,144 $209,872 
0 0485 0.1194 $3,000,000 $145,350 $358,275 

$265,323 $653,998 

Total Willow Creek to Calumet Park to Willow Creek (via IHB) $1,571,286 $1,366,361 



Exhibit PHB-6 
Page 6 of 6 

CALCULATION OF RETURN ON INVESTMENT COSTS 
vyilioyy Creelt to Calumet 

Investment Cost 

Segment 
(1) 

1 Willow Creek to Calumet 
2 IHB/CR - Michigan Central 

3 Total 
4 Return on Investment -17% 

Source 
(2) 

GLH/RDH-2 

L.I + L. 2 
L.3* .17 

Applicants' 
Projected 

Post-Acquisition 
(3) 

$6,565,000 

$6,565,000 
$1,116,050 

FCCs 
Alternative 
Proposal 

(4) 

$1,562,762 

$1,562,762 
$265,670 



Exhibit PHB-7 
Pat;e 1 of 1 

Calculation of Raih-oad Operating Cost 
Applicants' Proiected Post-Acouisition Traffic and Operating Cost 

This Exhibit contams Highly Confidential URCS cost material. The text of this exhibit is 

contained in my Highly Confidential Worlqiapers at Bates Numbers 1009 - 1010. 



Exhibit PHB-8 
Page 1 of 7 

Comparison of Costs for Applicants' Proposal and FCCs Alternative 
Hobart to Pine Jct 

(000) 

Applicants' FCCs 
Item Proposal Alternative Difference 

Tram Delay Cost $2,426.2 $469.8 $1,956.4 

Vehicle Fuel Consumption Cost $128.1 $244 $1037 

Vehicle Oil Consumption Cost $11.0 $2.1 $8.9 

Vehicle Emmissions Cost $377.6 $49.8 $3278 

Accident Cost $27.8 $241 6 ($213.8) 

Rail Operating Cost 1/ $1,202.8 $1,378.5 ($175.7) 

Kail Capital Investment $1,192.9 21 $94.5 3/ $1,098 4 

Net Savings (Cost) $3,105 7 

1/ Exhibit PHB-7 

21 Assumes capital investment to rehabilitate PRR abandoned line and construct connections at 
Tolleston, Dunes and Wabash equals $7,017,167 with a pre tax return on investment equal to 
17 percent 

3/ Assumes capital investment to construct connections at Van Loon and Pine Jct equal $555,866 
with a p'-e tax return on investment equal to 17 percent. 



Exhibit PHB-8 
Page 2 of 7 • Comparison of Vehicle Delay Costs between 

• 
Applicants Projected Traffic and FCCs Traffic 

Hobart to Pine Junction 

1 •Projected FCCs 
Location Traffic Traffic 

I (1) (2) (3) 

1 Daily Delay Hours 1/ 

• 2 Car 37295 75.57 

I 3 Truck 67 98 7.81 
4 Total per day 440.93 83 38 

1 ^ Total per Year 160,939.5 30,432.4 

6 Delay Cost 

• 7 Car Occupancy Factor 21 16 1.6 

I 3 Truck Occupancy Factor 1.0 1.0 

9 Hourly Delay Cost per Person 3/ $10 $10 

• 10 Annual Delay Cost $2,426,155 $469,823 

1 Fuel Cost 3/ 

• 12 Fuel Idle Consumption Rate (gallons per minute) 

13 Car 0 009 0.009 
Truck 0.008 0 008 

• 15 Fuel Cost per Gallon $1.5 $1.5 
16 Fuel Cost per Day $351.04 $66 83 

1 '''' Annual Fuel Cost $128,128 $24,394 

18 Oil Cost 3/ 
I 19 Oil Idle Consumption Rate (gallons per minute) 

• 20 Car 0.0003 0.0003 

• 21 Truck 0.0002 0 0002 
1 22 Oil Cost per Gallon $4.0 $40 

23 Oil Cost pc^ Day $30.12 $5 82 
Annual Oil Cost $10,992 $2,123 

Total $2,565,275 $496,339 

PHB Workpapers 
2/ Timothy A Ryan, "Roadway Vehicle Delay Costs at Rail-Highway Grade Crossings", 

Transportation Research Record. Volume 1262, page 36. 
GradeDec Model - Highway-Rail Grade Crossing Investment Decision Support 

I 
Tool, Version 10 



Comparison of Emissions Costs between 
Applicants Projected Traffic and FCC's^'affic 

Exhibit PHB-8 
Page 3 of 7 

Hobart to Tolleston 

a E;"'ss,on Rates (grams per hr of Idling) 1/ 

- Truck 

b Daily Delay Hours 2/ 
- Car 
- Truck 

c Emissions Cost per gram 3/ 

d Daily Emissions Cost 
- Car 
- Truck 

e Total Annual Emissions Cost 

Tolleston to Clarke Jct 

a En^ssion Rates (grams per hr of idling) 1/ 

- Truck 

b Daily Delay Hours 2/ 
- Car 

- Truck 

c Emissions Cost per gram 3/ 

d Daily Emissions Cost 
- Car 
- Truck 

e Total Annual Emissions Cost 

Projected Tr.jffic 
HC NOX CO 

Emissions Emissions Emissions 

11 988 
83 916 

286 04 
44 5 

$11 34 
$12 35 

11 988 
83 916 

86 91 
23 48 

9 162 
0 666 

:86 04 
44 5 

98 556 
2721 834 

286 04 
44 5 

50 0033 $0 0066 $0 0044 

$1734 
$0 20 

$124 32 
$534 15 

58,648 $6,399 $240,341 

S 162 
0 666 

86 91 
23 49 

$0 0033 $0 0066 

$3 45 
$6 52 

$5 27 
$0 10 

98 556 
2721 834 

86 91 
23 48 

$0 0044 

$37 77 
$281 84 

FCC s Traffic 
HC NOX CO 

Emissions Emissions Emissions 

53636 $1 960 $116,658 

Hobart to Clarke Jct. 

Sum of all emissions 
$12,284 $8,360 $356,999 

C $377,643! 

$0 $0 $0 

$0 



Comparison of Emissions Costs between 
Applicants Projected Traffic and F C C s Traffic 

Exhibit PHB-8 
Page 4 of 7 

Projected Traffic 
HC NOX CO 

Emissions Emissions Emissions 

Hobart - Van Loon - Pine Jct (via Na/EJE) 

a Emission Rates (grams per hr of idling) 1/ 
- Car 
- Truck 

b Daily Delay Hours 21 
- Car 
- Truck 

c Emissions Cost per gram 3/ 

d Daily Emissions Cost 
- Car 
- Truck 

e Total Annual Emissions C ost 

FCCs Traffic 
HC NOX CO 

Emissions Emissions Emissions 

11 988 
83 916 

75 57 
7.81 

9 162 
0 666 

75 57 
7 81 

$0 0033 $0 0066 

$3 00 $458 

98 556 
2721 834 

75 57 
781 

$0 0044 

$32 85 
$2 17 $0 03 $93 70 

$1,885 $1,684 $46,190 

Total Hobart - Van Loon - Pine Jct, $1,885 $1,684 $46,190 

Grand Total 

Sum of all emissions 

$12,284 $8,360 $356,999 

r~$377,6^:; 

$1,885 $1,684 $46,190 

$49,759 

1/ GradeDec Model - Highway-Rail Grade Crossing Investment Decision Support 
21 PHB Workpapers 
3/ GradeDec Model - Converted tc cost per gram from cost per ton 



Comparison of Accident Costs between 
Applicants Projected Traffic and F C C s Traffic 

Exhibit PHB-8 
Page 5 of 7 

Accidents 

Hobart to Tolleston 

Property Damage 
Injury 
Fatality 

Subtotal 

Projected 
Traffic 1/ 

0.0412 
0 0108 
0 0019 

FCCs 
Traffic 

Cost 
Per Incident 

$50,000 
$500,000 

$3,000,000 

Projected 
Traffic 

$2,060 
$5,400 
$5,700 

$13,160 

FCCs 
Traffic 

$0 
$0 
$0 

10 

Tolleston to Clarke Junction 

Property Damage 
Injury 
Fatality 

Subtotal 

Total Hobart - Clarke Jct. 

0.0670 
0.0153 
0.0012 

$50,000 
$500,000 

$3,000,000 

$3,350 
$7,650 
$3,600 

$14,600 

$27,760 

$0 
10 
10 

$0 

$0 



Exhibit PHB-8 
Page 6 of 7 

Comparison of Accident Costs between 
Applicants Projected Traffic and F C C s Traffic 

Projected FCCs Cost Projected FCCs 
Accidents Traffic 1/ Traffic Per Incident Traffic Traffic 

Hobart - Van Loon - Pine Jct. (via NS/EJE) 

Property Damage 0.0000 0.5966 $50,000 $0 $29,828 
Injury 0.0000 0.1506 $500,000 $0 $75,292 
Fatality OOOOO 0.04G5 $3,000,000 $0 $136,472 

Total Hobart - Van Loon - Pine Jct. $0 $241,592 

Total $27,760 $241,592 

1/ Incidents for projected traffic equals current traffic increased by the change in the 
number of trains for each line segment 



Exhibit PHB-8 
Page 7 of 7 

CALCULATION OF RETURN ON INVESTK'ENT COSTS 
Hobart to Clarke Jct. 

Investment Cost 

Segment 

(1) 

1 Hobart to Clarke Jct 
2 Van Loon Connection 
3 Lakefron Connection 
4. Wabash Connection 

5 Total 
6 Return on Investment -17% 

Source 
(2) 

GLH/RDH-3 
GLH/RDH-6 
GLH/RDH-5 
GLH/RDH-3 

sum L.1-L 4 
L.5* .17 

Applicants' 
Projected 

Post-Acquisition 
(3) 

$6,817,167 

$200,000 

$7,017 167 
$1,192,918 

FCCs 
Alternative 
Proposal 

(4) 

$277,933 
$277,933 

$555,866 
$94,497 
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L INTRODUCTION 

A. OUALIFICATIONS 

My name is Gary Martin Andrew. I am Senior Consultant with the economic consulting 

firm of L.E. Peabody and Associates, Inc. located at 1501 Duke Street, Suite 200, Alexandria, 

Virginia 22.̂ 14. Exhibit GMA-1 contains my resume and qualifications. 

B. ENGAGEMENT 

I was requested by the Four City Consortium ("FCC") to design a statistically valid 

sampling smdy for determining the vehicular delay time resulting from exisiing rail operations 

over designated lines in the Four Cities region that will be affected by the proposed CSX/NS 

acquisition of Conrail ("Applicants* Proposal") and for predicting the vehicular delay time that 

would result from the Applicants proposed post acquisition routing of rail traffic over such Imes. 

The purpose c f the sample was to provide data sufficient to verify the validity of data received 

from other sources and to calibrate the mathematical model used to estimate the traffic delays 

for current conditions. It was also my respon:,ibility to apply the mathematical model to estimate 

traffic delays that would occur given the traffic volumes and operating plan set forth in the 

Applicants" Proposal and an Alternative Routing Plan proposed by the FCC. The Alternative 

Routing Plan was developed to move the same aggregate traffic as the Applicants" Proposal in 

a manner that would minimize adverse incremental impacts on the Four Cities. 

I have performed or personally supervised the tasks necessary to complete this assignment 

in a professional manner consistent with accepted statistical methods and my more thati thirty-

five (35) years of experience in teaching, research, and application of statistical analysis in a 

variety of transportation matters, including queuing theory. 



The results of the study are summarized, and the details of each component of the analysis 

are discussed below, under the following headings: 

II . Summary of Findings 

III. Sample Design 

IV. Data Collection and Analysis 

V. Model .Selection and Calibration 

VI. Fstimation of Traffic Delay Hours 
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H. SUMMARY OF FINDINGS 

The vehicle delay study consisted of three parts: 1) an on-site sampling ';tudy of rail and 

vehicular traffic at twelve (12) at-grade crossings with currently active CSX or CSX and Conrail 

lines; 2) Selection of a method ("model") to use for esdmating the vehicle delay hours at any 

intersection and the calibration of the resulting model using the sample results; and. 3) 

application t .le model to calculate total vehicle hours delayed by the current conditions in the 

Four City area, by the Applicants" Proposal and by the Alte-native Routing Plan. 

I designed the traffic sample, and the data was collected by observers familiar with the Four 

City area during the week beginning Sunday evening, September 28, 1997, and ending Sunday 

afternoon, October 5. 1997. The observers collected data that enabled me to estimate the 

characteristics of train and vehicular traffic shown in the columns of Exhibit GMA-5. 

The model that I chose to estimate the vehicular delay hours per day at an at-grade crossing 

under conditions differing from the sampled crossings used the following train and vehicular 

characteristics: average daily vehicular traffic; number of rail cars and locomotives per train; 

train speed limit; average train speed; number of highway lanes at the crossing; and an unknown 

vehicular traffic flow rate. The unknown flow rate was determined by comparing the total 

vehicular delay hours computed using the model at the 12 sampled crossings with the total 

vehicular delay hours estimated from the observations at these same 12 sampled crossings. The 

unknown flow factor was estimated to be 1.39 and this enabled me to use the model to estimate 
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the vehicular delay at any at-grade cross-ng given the above list of characteristics of the 

crossing. 

I then applied the model to the list of involved at-grade crossings using the required 

characteristics of each crossing provided to me by Mr. Philip Burris. The resulting total 

vehicular delay hours for the at-grade crossings involved in the movement of current traffic are 

shown in column (2) of Table 1 below. The total vehicle delay hours for the at-grade crossiiigs 

of rail lines involved in the Applicants" Proposal are shown in column (3) of Table 2. Finally, 

the total vehicle delay hours for at-grade crossings involved in the Alternative Routing Plan are 

shown in column (4) of Table 2. I provided these results to Mr. Burris for his use in evaluating 

the economic impacts of the three scenarios. 
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Table 1 
Vehicle Delav Hours'̂  (Per dav) 

Route/Segment̂  

(1) 

1 Willow Creek to Calumet Park 
a. Willow Creek to Pine Junction 
b. Pine Junction to Calumet Park 
c. Calumet Park to Willow Creek 

(via IHB) 
d Total 

2. Hobart to Clarke Jct. 
a. Hobart to Tolleston 
b. Tolleston to Clarke Jct. 

c Total 

3. Hobart - Van Loon - Pine Jct. 
(via NS/EJE) 

4. Grand Total 

Current 
(2) 

24.5 
516.9 
122.5 

663.9 

N/A 
N/A 

N/A 

N/A 

663.9 

Applicants' 
Proposal 

(3) 

54.9 
988.9 
127.0 

1170.8 

332.6 
110.4 

443.0 

N/A 

1613.8 

Altemative 
Routing 

Plan 
(4) 

31.3 
495.9 
385.6 

912.8 

N/A 
N/A 

N/A 

83.4 

996.2 

The train speed limit"- ?nd average daily vehicular traffic used to compute this Table were 
obtained from the Fede-al Rail Administration. 

The at-grade crossings involved in each of these scenarios were identified by Mr. Philip 
Burns. 



HI. SAMPLE DESIGN 

The sequence of . .ps in the design of the sampling study began with the development of 

the set of objectives for the study and determining how the results of the study would be used. 

The next steps were lh" decisions on times, places, and sample size (number of observations) 

required and the schedule for the observers that would maximize the observation time. The final 

design phase was the preparation of the data collection forms and written instructions to 

observers. 

A. OBJECTIVES 

The overall obiective of the traffic study was to provide the data sufficient to calibrate the 

mathematical model to be used to estimate the various impacts that will be caused by changes 

in rail traffic volumes and routings under the operating plans as set forth in the Applicants' 

Proposal. The primary impacts to be measured are the costs due to: 1) increased accidents due 

to increased rail traffic and resulting property damage, personal injury and death; 2) lost 

personal productive time; 3) wasted fuel; and, 4) emissions added to the atmosphere. The 

quantity required in all of these impact estimates is vehicle delay time. Estimation and 

modelling of vehicle delay time require data on each of the following: 

• Vehicular traffic volumes; 

• Number of trains; 

• Length of trains; 

• Train Speeds; 
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• Gate down times; 

• Queue lengths; 

• Queue clearing times; am'. 

• Lanes of traffic. 

The objectives were to obtain infomiation on each of these characteristics, in a one-week 

sampling period with a sufficient number of crossing observations. An additional requirement 

that I placed on the design was to prepare a sample that would produce estimates by time of day 

and day of week. Such observations would enable estimation of the time dependence of the 

variables being observed. The sample was designed to provide reliable estimates of aggregate 

averages of the charactenstics discussed above. Finally, the observations were sequenced in a 

manner such that failure of one ob.server to understand or execute the instructions would not 

seriously damage the r*. .Its. 

B. CHARACTERISTICS TO BE 
OBSERVED AND/OR ESTIMATED 

Vehicular traffic volume is the average number of vehicles (autos. trucks, and buses) that 

traverse an at-grade crossing in a day. This is referred to as Average Daily Traffic ("ADT") 

for a given segment of a roadway (highway or street). This value is available for most roadways 

in the area. The sample study estimated this statistic based upon couvits of autos. trucks, and 

bu.ses that traversed an observed at grade crossing during each observation period. 

Number of trains is the number of trains per day that traversed the intersection under study. 

A train may consi.n of anything from a single power unit (locomotive) to 200 or more cars being 
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pulled by three (3) or more power units. The sample study estimated this statistic based upon 

counts of trains that traversed an observed at-grade crossmg during an observation period. 

Length of a train is the straight line distance from the forward knuckle of the lead 

locomotive to tne trailing (rear) knuckle of the trailing car (or locomotive) expressed in feet. 

The sample study estimated this statistic by counting the number of locvimotives and the number 

of railroad cars that were on a train that traversed an observed at grade crossing. The estimated 

train length is then computed as: 

Train Length = (cars x 60 feet/car) 4- (locomotives x 90 feet/locomotives) 

Train speeds are ciwiputed- from observed data on cars, locomotives, width of intersection, 

and Train Blocked Time. These are implicit in the model in Exhibit_GMA-6. 

Gate Down Time is the length of time the ciossing gate arm is down or. in the case of 

flashers only, the length of time between when the Hashers start and when the flashers stop. In 

the sample this time is recorded by the observer. 

Queue length is the number of vehicles that are delayed by a train. These were counted by 

the observer at each train even 

Radar computed speeds -verc available tor six (6) Conrail through irains on the "Lake front corridor" in Whiting 
observed on Sep' rrt'fr !(), IW7. These speeds ranged from M to 38 mph: averaged 34.33 mph; and were 
in the range of speeds computed on similar trains in this area using the sample. 



Queue Clearing Time is the amount of time required before the traffic flow returned to 

"normal", where "normal" is defined as vehicle flow rate approximating the flow rate prior to 

the train's arrival. In the sample, the queue clearing times were measured by the observers. 

Lanes of Traffic are the number of lanes of vehicular traffic in both directions that can 

simultaneously traverse the railroad crossing when no trains are present and the gates are up. 

C. SAMPLE SIZE AND SCHEDULE 

The sample unit was the at-grade intersection of the railroad mainline with a street carrying 

vehicular traffic. The universe of interest contains all of the at grade street crossings on the rail 

lines that are of principal concern lo the Four Cities and used in current operations and/or will 

be used in either the Applicants" Proposal or The FCC Alternative Routing Plan. The 

intersections were selected such that: 1) the current routes ofthe involved operating railroads 

were included; 2) the streets with the larger traffic flows had a larger chance of being used; 3) 

consecutive streets were not selected; and, 4) within these parameters, streets that the city 

officials expressed concern about were generally chosen. Column (1) of Exhibit GMA-5 

contains the twelve street crossings that were selected for observation. 

The observations of the twelve selected intersections were taken over seven consecutive 

days. The seven day week was broken into the following six time blocks with observers as 

noted: 
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Block 1 (v(X) - Q (X) hrs Monday through Friday Observers: 3 

Block : )̂:IX) i::(X) hrs Monday through Friday Observers: 3 

Block i::tX1 - 15:(X) hrs Monday through Friday Observers: 3 

Block 4 1.S:IX) - 18:(X) hrs Monday through Friday Observers: 3 

Block 5 IS.OO - 6:(X) hrs Monday through Sunday Observers: 1 

Block 6 6:00 - 18:00 hrs Saturday and Sunday Observers: 2 

Blocks 1 and 4 were broken into two observation periods, each period containing one and 

one-half hours=. All other blocks were broken into one hour observation periods. 

The assignments of observers to intersections for a given time period were made to comply 

as nearly as possible with the following guidelines: 

• Every intersection should be observed at least two periods per week day during 6:00 hrs 
to 18:00 hrs; 

• Each time period should be observed an equal number of times; 

• No given observers should observe a disproportionate amount of time at one location; 
and, 

• The next observation assignment should be near the current assignment. 

Exhibit GMA-2 contains the assignments of the locations and times for each observer. 

This reduced the time lost due to travelling to the next observation during rush hours. 
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D. DATA COLLECTION 

FORMS AND INSTRUCTIONS 

Exhibit_GMA-3 contains the data collection form ("Train Sheet") that was designed to be 

used by each observer for every observation period. A new page of this fonn was used for each 

train that was observed during the period. Exhibit GMA-4 contains the set of instructions that 

was given to each observer. 
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IV. DATA COLLECTION AND ANALYSIS 

A. DATA COLLECTION 

The management of the data collection and provision of personnel for observer;: was done 

by Cole Associates, Inc., a civil engineering company in Hammond. Indiana. Mr. Gregg L. 

Heinzman. a professional enginec- with Cole Asst^iates. was very familiar with the geographic 

area un. :r study, managed the ob.servers. piovided the observers with detailed instructions and 

advice, and piovided on-site quality control. Mr. Hei» zman and I were in frequent telephone 

contact before and during the ob.seivation week to insure the qualit) of the data collected. 

Mr. Heinzman assembled the train sheets and checked them for errors. If he had any 

questions regarding a train sheet, he contacted the involved observer and clarified the record. 

As a result of Mr. Heinzman's efforts and '.he use of professional personnel as observers, all 

train charts were usable and no ob.servation periods were lost. He then forwarded the complet.id 

train sheets to our offices for data entry. 

B. ANALYSIS OF DATA 

Exhibit GMA-5- summarizes the results of 162.5 hours of observations frorn 18:00 hrs 

Sunday evening. September 28. 1997. through 18:00 hrs Sunday evening. October 5. 1997. 

Columbia Street was the only intersection that appeared to deviate significantly froin other data 

sources that were available. Upon investigation it was determined that Columbia Street was 

- Expansion factors used to estimate total aciivitv from the sample observation were the ratio of the total hours 
in a time period in the week to the observed hours lor the time period. All formula, sample data and 
intermediate results are shown in the worksheet BLOCDATA.XLS in my workpapers 
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undergoing construction during much of the observation week. This created no problem for the 

calibration of the model and there were other sources of Average Daily Traffic for the Columbia 

Street crossing under normal conditions. Therefore, this anomaly did not impact the study or 

the use of the results. The only unexpected finding was the large number of vehicles that 

crossed the railroad after the gates were dov/n by going around the gates. This will be discussed 

below. 
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V. MODEL SELECTION AND CALIBRATION 

The evaluation of alternative railroad traffic volumes and operating plans requires a model 

for estimating vehicular delay time that can accommodate changes in train length, train speeds 

and the number of trains per day in addition to the average vehicles per day (arrival rate) and 

the number of lanes. Once the model was selected it had to be adjusted (calibrated) to achieve 

confidence that the model correctly estimates what we actually observed in the sample week. 

A. MODEL SELECTION 

After examining various alternatives.- the total delay equation for restricted traffic flow^ 

was chosen. This model was developed to evaluate the total hours of vehicle delay that would 

result from an event which caused a restricted traffic flow for a fixed length of time such as road 

construction, accidents or a train blocking an at-grade crossing. The model is shown in detail 

in Exhibit GMA-6. 

The assumptions in the model are that both the arrival of traffic and the queue clearing rates 

(time for cars to clear the tracks after the gates go up) are uniform and independent throughout 

the time period under consideration. In actual practice, the sarr.ple data shows that these 

conditions are no\ n:et because of variation in traffic volume in the day such as ru;,h hour, and 

from day to day such as Friday versus Sunday. However, this fact does not adversely affect the 

- These included simulation models and models that accommodated different rail and vehicular traffic flow rates 
during the major time segments of the day and week. 

'̂ Adolt D. May, Tratlic Flow Fundamentals. Prentice Hall 1990, page 340ff (Specifically Table 12.1 at 348). 
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performance of the model because the sample observations also provided data that were used to 

calibrate the model to compensate for the non-uniform arrival rate. 

B. MODEL CALIBRATION 

The model was calibrated and the flow rate computed using the following procedure. First, 

the sampled crossings were divided into groups that were homogeneous with respect to the 

railroad operating characteristics at the crossing. These characteristics were: speed limit; 

average speed; and number of railroads. Exhibit_GMA-7 shows the four groups that resulted. 

The second step was to compute the parameters needed by the model for each of these 

groups. The required parameters are; the average number of cars per train; the average number 

of locomotives per train; and the average speed of trains in the group. These parameters, along 

wilh the speed limit and average daily traffic at each intersection, are used in the model to 

estimate the total daily vehicle delay hours for each of the sampled streets. (Note: Each of 

these estimates remains to bt. adjusted by the flow rate.) The total of the computed daily vehicle 

delay hours for all the sample streets is shown in line column (11) of Exhibit_GMA-7. The 

delay hours estimated from the observations at each intersection are totaled for all 12 

intersections and are shown in column (8) of Exhihit_GMA-7. The ratio of the total daily 

vehicle delay hours estimated from the observations to the total daily vehicle delay hours 

produced by the model is a ratio estimate of the combination of the flow rate and the effect of 

non-uniformity of vehicle arrivals throughout the 24 hour period. 
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The resulting adjustment is 1.39 and is shown at the bottom of Exhibit_GMA-7. Finally, 

when the model is used to compute the total vehicle delay times for current routing and traffic 

and for future traffic with two alternative Routing Plans, each estimate must be multiplied by 

the flow rate (1.39). 

C. 'AROUND THE GATE" PHENOMENON 

In the test run of the questionnaire and instmctions the question was asked, "How should 

we repon the vehicles that go around a down gate before the train arrives?" We decided to 

record these vehicles separately and not count them as delayed. However, these vehicles should 

be delayed, and the drivers take great risks of death or bodily injury to themselves and their 

passengers by these actions. 

In many areas of the United States a barrier is placed in the center of the street between the 

traffic lanes ( "Jersey barrier") that prevents drivers from going around a gate. If Jersey barriers 

were in place in the Four Cities the delay times would be longer. For example, the per day 

delay for the eight crossings observed, Hohman to US-12, went from 460 hours to 483 hours 

when the vehicles that went around the gates were included in the count of cars that were 

delayed. The effect ci this would increase the calibration number from 1.39 to 1.47. 

I chose not to include the vehicles that went around the gates in the count of vehicles 

delayed because the costs of tuis behavior should ultimately be reflected in the cost of death, 

injury and prt)perty damage. 
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VI. ESTIMATION OF TRAFFIC DELAY HOLTRS 

The traffic delay model was applied to all of the at grade street/railroad intersections for the 

designated rail segments involved in any of the following scenarios: 

• Current Conditions 

• Applicants" Proposal 

• FCCs Alternate Routing Plan 

The results of this application are summarized in Table 1 above and used to evaluate 

economic impacts by Mr. Philip Burris. The detailed calculations are contained in Mr. Burris' 

workpapers. I managed and personally checked the portion of these worksheets that estimated 

the hours of traffic delay. 
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GARY M. ANDREW 
SENIOR CONSULTANT 

PROFESSIONAL EXPERIENCE: 

L. E. Peabody & Associates, Inc. (since 1967) — Dr. Andrew has more than thirty-five (35) 
years of profe.ssional experience associated with transportation. Dr. Andrew has worked with L. 
E. Peabody & Associates, Inc., as a coiusultant on a variety of transportation related projects since 
1967. In 1988, he joined the staff of L. E. Peabody & As.sociates, Inc., as a Senior Consultant. 
Dr. Andrew's studies have resulted in te.stimony as an expert witness before the Interstate 
Commerce Comnii.ssion and other Federal Commissions. 

In Docket No. R90-1, Postal Rate And Fee Changes, 1990, Dr. Andrew critiqued and 
restated the direct testimony of the United States Postal Service as it related to the development 
of the proposed rate stmcture on behalf of third class business mailers. 

Previous Related Experience — Beginning in 1956, Dr. Andrew was involved in the interstate 
highway program as a constmction field office manager. In 1961, he did research that resulted 
in the first successful computer simulation of a railroad. As a consultant in statistical and 
operations analyses he has .served numerous railroads and airlines. His work has included cost 
analysis, productivity improvements and strategic planning. He has prepared testimony as an 
expert witness in the matters of mergers, acquisitions, rates and abandonments in transportation. 

From 1962 to 1964, Dr. Andrew taught in the Management Science Department at Case 
Institute of Technology and, from 1964 to 1971, in the Graduate College of Business 
Administration at the University of Minnesota. He also held a joint appointment in the 
Department of Mathematical Stati.stics; presented many in-house training programs for various 
companies and orgaiii/ations; and, conducted research in operations research and computer 
science. Dr. Andrew was one of the organizers of the Management Information Systems 
Research Center at the University of Minnesota. 

Dr. Andrew was Director of Planning and Analysis from 1971 to 1974 and Vice 
Chancellor for Administration at the University of Colorado at Boulder from 1974 to 1978. 
During this time he served on committees to the Govemor of Colorado, conducted studies for the 
legislatures oi both Colorado and Minnesota and continued his work in transportation with the 
Department ol Traiisportation of Boulder, Colorado and .several merger and acquisition traffic 
diversion studies for raihoads. In 1978, he started Infomap, Inc., a statistical mapping service 
bureau and software company which he sold to Rand McNally & Company in 1983. From 1983 
to 19X6, he worked lor Rand McNally on new product developments in transportation. 

L , E . PKAIIODY & ASS<K:IATES, INC. 
I ( I t V O M K < O S M I I A M S 
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1961 DePauw University A.B. Mathematics 

1961 Case Institute of Technology B.S. Management Science 

1966 Case Institute of Technology Ph.D. Operations Research 

Partial Client List; Adolph Ctxirs Conipany 

AT&T 
Campbell Methun Advertising 
Canadian National Railroad 
Colorado Legislative Joint Budget Committee 
Control Data Corporation 
Data Processing Managers Association 
Grand Trunk Westem Railroad 
Hammond Map Company 
H.R. Toil Company 
Investors Diversified Services 
L.E. Peab(xiy & Associates, Inc. 
Louisville and Nashville Railroad 
Minnesota Northfield and Southem Railroad 
Minnesota .State Legislature 
Nash-Finch F*oods 
National Center for Atmospheric Research 
North Central Airlines 
Northwestern NaticMial Life Insurance 
Numerous colleges and universities 
Paper Calmeiisoii Steel Company 
Rand McNally & Company 
.Soi) Line Railroad 
Thomp.son Ramo Wooldridge 
United Airlines 

Developed and presented in house training programs for several businesses and professional groups: 
1964-1971. 

Mergers and Acquisitit>ns: 
Railroad .Studies (consultant and/or expert witness before ICC). 
Milwaukee/Chicago North Westem I.C.C.F.D. 24182 
Louisville and Nashville Monon I.C.C.F.D. 25309 
Illinois Central/dull Mobile and Ohio I C C.F.D. 255103 
Chicago North Western/Rock I; land I.C.C.F.D. 22688 
Grand Trunk/Detroit Toledo and Ironton 
C&O/.Seaboard Coast Line 

L . E , I»I<;AIM)I)Y & A S S O C I A T E S , I N C . 

1 < U V O M K < ( ( N M I I W IS 
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CONSULTING (Continued) 

Rates: Wheat - North Dakota and Minnesota (Soo Line) 
Barley - North Dakota and Minnesota (Stx) Line) 
Wotxlpulp - Southeastern U.S. Shippers 
Pas.scnger - AMTRAK 
Transcontinental Divisions Case (Soo Line) 

Operations Analysis: Car Ferry Operations - Soo Line 
Schedulitig Studies - Louisville and Nashville 

Abandonment Studies: Car Ferry - Soo Line 
Car Ferry - Grand Trunk 
Greenville Sub - Grand Trunk 

SCHOLARSHIPS AND HONORS 

Nicolas Andry Award for outstanding contribution to Orthoedic 
Surgery. 

Thompson Ramo Wooldridge Scholarship 

Texaco Fellowship. 

Carlton Prize in Economics at Case Institute of Technology. 

High Honors, Case Institute of Technology. 

Tau Beta Pi. 

Sigma Xi. 

Journal/Risk & Insurance award for 1968 paper. 

PROFESSIONAL SOCIKTIKS 

American Statistical As.sociation; Operations Research Society of 
America; the Institute of Management Science (past President and 
Prt)graiu Chairman of Upper Midwi.'st Section) 

PUBLICATIONS (Partial l ist) 

"Abstracts of Statistical Computer Routine ," Report No. 1056 
Statistical Laboratory, Case Institute of Technology, November 1961 
(with Leone, et. al.). 

"Tables lor Application of the Method of Parabolic Curves to a 
C'-.tain Balanced Sy.slematic Arrangement," Sankya 1964 (with 
K lilaiult) 

"A Note on the Use of Si.iti.stics in Rate Detemu ion," Journal of 
Risk Insurance 1968. (Received award as one of four best articles 
publislied in this Jounial in 1968. 

L . E . PKAIIODY & AS.SOCIATES, INC. 
K ( I S O M I I ( OSSl I I W I S 
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PUBLICATIONS (Continued) 

"U.se of Decision Theory in Treatment Selection," (with Dr. Wilton 
Bunch), Clinical Orthopedics a.id Related Research. October 1971. 
(Tliis paper received the Nicolas Andry Award for outstanding 
research related to orthopedics.) 

"Matching Faculty to Courses," College and University. Winter 
1971. 

Information-Decision Svstems in Education, (With Ronald Moir) 
Peacock Pre.ss, 1970. 

"Campus-Minnesota User Information Manual," Minnesota Higher 
liducation Coordinating Commission June 1971, St. Paul. 

"Allocation of Buyers' Time to Func».onal Activities," (with 
,Mden C. Lorents), Joumal of Purchasinii. November 1972. 

"A Study to Detemiine the Need for the Valley Campus at Mankato 
State College," Minnesota Higher Education Coordinating 
Commission, St. Paul, Minnesota, January 1974. 

"A Proposed Change in Pediatric Hospital Beds in Suburban CcKik 
County-DuPage County," Loyola University Medical Center, 1979. 

Atlas of Demographics. Infomap, Inc., Boulder, Colorado, 1982. 

L. E. PFABODY & Ass<)ciATi<ks, INC. 
I 1 O N D M I I I O N M I l . \ M S 
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Kev 
(1) 

A 

B 

C 

D 

E 

F 

G 

H 

I 

J 

K 

L 

FOUR CITY CONSORTIUM 
TRAIN DELAY STUDY 

Kev to the Schedule of Observations: 

Street Name 
(2) 

Hohman 

Calumet 

Columbia 

Indianapolis 

Railroad Ave 

Kennedy/CSX 

Euclid 

US 12 

Clark 

Lake 

County Line 

Whiting 

Railroad(s) 
(3) 

/CSX 

/csx 
/csx 
/csx 
/csx 
/csx 
/csx 
/csx 
/csx & /Conrail 

/CSX 

/CSX 

/csx & /Conrail 

L . E . P1':AB<)I)Y & ASSOCIATES, INC. 
K < )S< >M K I ()NSl I TAM S 
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1 OBSERVATION SCHEDULE 

• DAY MONDAY 

• TEAM M, .ALPHA M.BETA M .GAMMA 

' TIME 
1 6 - 7:30 L K D 

7:30 - 9 A J E 
1 9-10 B 1 F 
J 10-11 C H G 
1 11-12 D Tl H 
1 12-13 Tl L 1 
' 13-14 E L Tl 
1 14-15 F A J 

15-16:30 G B J 
1 16:30-18 H C K 

1 T[ = TRAVEL 
X = OFFDUTY 

L. E, PEABODY & ASSOCUTES, INC. 
ECOMOMIC CO«Sl.l.TA.vrs 
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1 OBSERVATION SCHEDULE 

DAY TUESDAY 

TEAM T .ALPHA T_BETA T .GAMMA 

TIME 
1 6 - 7:30 A C H 
- 7:30 - 9 B D 1 
1 9-10 C E T[ 
1 10-11 D F J 
• 11-12 Tl G K 
1 12-13 E TI K 

13-14 F A D 
1 14-15 G B C 

15-16:30 H B C 
1 16:30-18 1 0 A 

I T[ = TRAVEL 
1 X = OFFDUTY 

L. E. PEABODY & ASSOCIATES, INC. 
K ()M)Mi<: (:iyNsm.TKNT% 
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OBSERVATION SCHEDULE 

1 DAY WEDNESDAY 

I TEAM W. _ALPHA W_BETA W.GAMMA 

• TIME 
1 6 - 7:30 X B X 

7:30 - 9 . X C K 

1 9-10 A D J 

10-11 B E 1 

1 11-12 C F T[ 

- 12-13 D Tl G 

• 13-14 T[ L H 

1 14-15 E L H 

• 15-16:30 F A I 

1 16:30-18 G B 1 

1 T[ = TRAVEL 
X = OFFDUTY 

L . E . PEABODY & ASSOCIATES. INC. 
1 T » S ! S 
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DAY 

OBSERVATION SCHEDULE 

THURSDAY 

TEAM TH_ALPHA TH_BETA TH.GAMMA 

TIME 
6 - 7:30 
7:30 - 9 
9- 10 
10- 11 
11- 12 
12- 13 
13- 14 
14- 15 

15-16:30 
16:30-18 

E X 1 
F L H 
G L H 

Tl A G 
1 B E 
J C F 

K C G 

K 0 Tl 
K E L 
J F L 

Tl = TRAVEL 
X = OFFDUTY 

L. E. P1':ABODY & ASSOCIATES, INC. 
t : (oNOMic COWSLT.TA.NTS 
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1 OBSERVATION SCHEDULE 

DAY FRIDAY 

TEAM F. _ALPHA F.BETA F .GAMMA 

- TIME 
1 6 - 7:30 F J G 
1 7:30 - 9 E T[ G 
• 9-10 D K Tl 
1 10-11 C J L 

11-12 A J L 
1 12-13 A J Tl 

13-14 H 1 B 
1 14-15 F 1 B 
- 15-16:30 F D C 
• 16:30-18 F E C 

• T[ = TRAVEL 
1 X = OFFDUTY 

L. E. PEABODY & ASSOCIATES, INC. 
f.< <)f.(>MIC <'(KvStLT*.vrs 
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OBSERVATION SCHEDULE 

SATURDAY DAY 

TIME LOCATION 

6:00 F 
7:00 G 
8:00 H 

09:00 1 
10:00 K 
11:00 T[ 
12:00 L 
13:00 A 
14:00 B 
16:00 C 
17:00 D 
18:00 E 

L . E . PF;ABt)l)Y & ASSOCIATES. INC. 
I ( ( O N s r i TANTN 
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OBSERVATION SCHEDULE 

SUNDAY DAY 

TIME LOCATION 

6:00 L 
7:00 A 
8:00 B 

09:00 C 
10:00 D 
11:00 E 
12:00 F 
13:00 G 
14:00 H 
16:00 1 
17:00 J 
18:00 K 

L . E . l*EABOI)Y & ASSOClATI':S, INC. 
> i U N O M I * I t >%St 1 1 
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OBSERVATION SCHEDULE 

SUNDAY NIGHT 

TIME LOCATION 

18:00 L 
19:00 A 
20:00 B 
21:00 C 
22:00 D 
23:00 E 

24:00/00:00 F 
1:00 G 
2:00 H 

03:00 1 
4:00 J 

05:00 K 

L . E . PEABODY & ASSOCIATES, INC. 
ECONOMii: ( cr-si i.rwrs 
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OBSERVATION SCHEDULE 

MONDAY NIGHT 

TIME LOCATION 

18:00 H 
19:00 1 
20:00 J 
21:00 K 
22:00 Tl 
23:00 A 

24:00/00:00 B 
1:00 0 
2:00 D 

03:00 E 
4:00 F 

05:00 G 

L . E . PEABODY & ASSOCIATES, INC. 
ECONOMIC ( ()^Sl,l.r*NTS 
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OBSERVATION SCHEDULE 

THURSDAY NIGHT 

TIME LOCATION 

18:00 C 
19:00 0 
20:00 E 
21:00 F 
22:00 G 
23:00 H 

24:00/00:00 1 
1:00 J 
2:00 K 

03:00 Tl 
4:00 A 

05:00 B 

L . E . PEABODY & ASSOCL^TES, INC. 
FCONOMIC CONSt'LTAJVTS 
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OBSERVATION SCHEDULE 

FRIDAY NIGHT 

TIME LOCATION 

18:00 K 
19:00 J 
20:00 1 
21:00 H 
22:00 1 
23:00 K 

:14:00/00:00 T[ 
1:00 L 
2:00 A 

03:00 B 
4:00 C 

05:00 D 

L . E . I»EABODY & ASSOCIATES INC. 
KCONOMK CONSIi,r«.vrs 



FOUR C n r CONSORTIUM 
TRAEV DELAY STUDY 

Exhibit_GMA-3 
Page 1 of 1 

Team: 

Location: 

Date: 

Location Start Time: 

Location End Time: 

Reset Vehicle Counter = 0 

Train Delav Observation Form 

Train Delay Event Begin Time: 

Tram stops, record ' 

Train stop time: 

Train jtart time: 

Number of locomotives: ' 

Number of railcars " 

Train Delay Event End Time 

Number of vehicles m queue 
-- DO NOT reset counter -

Time queue clears crossing 

V ehicle Counter 

Reset Vehicle Counter = 0 

Ending ' Vehicle Count 
Reset Vehicle Counter = 0 

In anv given event if the tr;un stops more than once, record train stop ume and train start time each ume 
t)ic train slops and starts 

If more than one train closes i crossing at the same ume. to the extent possible, record tJie numljer of 
locomouves and railcars in both inuns 
'.\t end of obscrvauon penod or when next train arrives 

L . E . PEABODY & ASSOCIATES, INC. 
ECO^OMIC CONSI 1 rvNTS 



Exhibit GMA-4 
Page 1 of 4 

FOUR ( ITY CONSORTllIIM 
TRAIN DELAY STUDY 

Obsei-vation Data to be Obtained at Each Delay Event 

• Record vehicular trafiic on the street per "Sequence Instructions" 
• Record the time the road .ossing is first blocked 

— Assuming the crossing has gates, this time is when the gates are dosed, 
regardless if vehicles go around the closed gates 

— Assuming the crossing has flashing lights and no gates, the time is when the 
lights begin flashing, or when a railroad employee or police officer stops traffic, 
whichever is earlier 

— Assuming the crossing has only cross buck signs and no flashing lights or gates, 
the time is when the train enters the crossing, or when a railroad employee or 
police officer stops traffic, whichever is earlier 

• As the train moves through the crossing count and record the number of locomotives 
and the number of railcars in the train 

• Record the time the crossing is opened 

— Assuming the ciossing has gates, this time is when the gates are raised 

— Assuming the ciossing has flashing lights, and no gates the time is when the 
lights stop Hashing 

-- Assuming the crossing has no gates or flashing lights, the time is when the train 
clears the cio.ssing 

• After the gates are opened, count the number of vehicles that are in the queue and 
cross tiie tracks Count the \eliicles crossing the tracks in both directions 

• Rccoid Ilu- iinu- the last veiiicie in the queue clears the crossing II this is not po.ssible, 
recoid ihc nine hen Ihr tiatlic llow approximates the llow prioi to (he train delay 

L. K. I'EABODY & A.vs<H:iAri':.s. INC 
1 ( ( I N O M K ( UNSI t I W I N 



Exhibit_GMA-4 
Page 2 of 4 

FOUR CFTY CONSORTIUM 
TRAIN DELAY STUDY 

Guidelines for Recording Observations 

Record all times in military time, e.g. 3:25 p.m. is recorded as 15:25. 

If vou are in the process of collecting data and the time for observation at that crossing 
lapses, stay at the crossing and complete the observation before continuing to the next 
assigned crossing If you then arrive at the next observation location later than 
scheduled, note the "Location start time" on the Observation form. 

If you arrive at a observation location early, begin the observation when you arrive and 
note the "Location start time". If you arrive late at an observation location late note 
the "Location start time". 

In the event more than one track, or railroad, operates at a given crossing, and more 
than one train closes the crossing at one time, record the begin and end time as the 
total time the crossing is closed In this instance please record locomotive and car 
counts for both trains, if possible. 

At crossings F (Chicago Avenue and Kennedy Avenue in East Chicago), and L (117''' 
and Front Street in WTiiting) position yourself in order to be able to record events at 
both crossings 

At Whiting a possible observ ation point to record events at both From Street and 117"' 
Street is from the bleachers at the Wtiiting High School just southwest of the 
crossings If both crossings cannot be observed simultaneously, then the team should 
split its observation time equally between the two crossings 

.At crossing I (Clark Road in Gary) position yourself between the CSX and Conrail 
mainlines in order to be able to record events on both railroads 

When setting up at a crossing to observe events, if possible, face the dif-ection needed 
to travel to the next observation location and with the railroad behind you in order that 
you will not be impeded enroute to the next observation location 

L. E. PEABODY & AS.S<H:IATI<:S, INC. 
I < I I S O M K ( ( INSl I I A M > 



Exhibit GMA-4 
Page 3 of 4 

FOLrR CITY CONSORTIUM 
TRAIN DELAY STUDY 

Sequence Instructions 

1. Drive to location. 

2. Get in position with unobstructed view of the crossing tliat will not be later obstructed 
by vehicular traffic waiting for a train. 

3. Fill in die top portion of tbe form (above the line "Train Delay Observation Form") 
except the line "Location End Time: : " which will conapleted at the end of 
the observation period. 

4. RESET YOUR VEHICLE COUNTER. 

5. Count all vehicles lhat cross the tracks until the next train arrives. If your observation 
period ends; then 

• Record your vehicle counter. 

• Reset your vehicle counter. 

• Fill out the page count and "Location End Times" at the top of each page. 

• Go to next location. 

6. When a train arrives: 

• Record the vehicle count when vehicles stop crossing the cracks. 

• RESET THE VEHICLE COUNTER. 

• Record the "Train Delay Event Begin Time". 

• Count and record lhe locomotives and railroad cars on die train. 

• If the tram comes to a complete stop while in the intersection; then, record "Train 
siop time" and " Train start time". 

• Record the "Train Delay Event End Time". 

• RESn COUNTER 

• Ik'giii iccordmg veiucles as they cross the track. 

L . K. PEABODY & ASSOCIATI<:S, INC. 
H O N O M U I ( I S M I 1 * M \ 



Exhibit GMA-4 
Page 4 of 4 

-2-
Sequence Instructions 

• Record the number of vehicles in the queue.* 

• Record the time queue* clears crossing. 

For purposes of this smdy the end of the queue occurs when traffic movement approximates 
the flow rate lhat was occurring prior to die train's arrival. 

7. Do NOT reset counter. 

8. Continue counting vehicles until the next train arrives [Go to step 6 above] or until the 
observation period ends. 

9. If the observation period ends during a train delay, extend the period until the train 
clears. 

10. If there is a train delay in process when you arrive at ? location, begin a "Train Delay 
Observation Form". In this case, make sure the "Location Start Time" and the "Train 
Delay Event Begin Time" contain EXACTLY the same time. 

L . i : . PEABODY & A.SS<KTAmS. INC. 
t I D S O M K ( (IN^I 1 I W I S 



Exhibit_GMA-5 
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WILLOW CREEK TO CALUMET PARK PLUS WHITING 
SUMMARY RESULTS OF TRAIN DELAY STUDY 1/ 

Location 

(1) 

Vehicles 

(2) 

Tram 
Delay 

Incidents 
(3) 

Tram 
Blocked 

hours 
(4) 

Elapsed 
Delay 
Time 

(5) 

Total 
Locos 

(6) 

Average 
Locos 

(7) 

.Average 
Railcars 

(8) 

Vehicle 
Delay 
Hours 

(9) 

Cars 
Around 
Gates 
(10) 

A Hohman 70 356 282 23 60 27 81 683 2 42 69 72 395 360 

B Calumet 146,591 185 18 42 24 05 418 2 26 72 84 1,365 481 

C Columbia 27,272 285 23 19 25 78 517 1 82 54 62 170 110 

D Indianapolis 114.814 130 12 61 15 36 260 2 00 75 56 528 2,972 12 

E Railroad 37,194 261 16 42 18 62 550 2 11 63 96 140 321 

F Kennedy 44,851 268 20 00 21 98 720 2 68 80 19 212 1,044 

G Euclid 62,308 209 12 69 14 42 463 2 22 67 73 132 131 

H U S 12 79 873 221 13 88 16 95 542 2 46 71 99 279 242 

1 Clark 6 181 603 33 62 36 00 1,405 2 33 76 23 59 51 

J Lake 71,045 172 6 41 8 94 335 1 95 57 57 68 66 

K County Line 47.594 77 2 18 2 94 166 2 16 60 02 20 14 

L Whiting 12,065 1152 67 07 68 78 2,661 2 31 68 18 58 195 

1/ The data shown for vehicles trains, delayed vehicles, delay hours and cars around gates are 
expanded from statistically valid sample observations to represent the entire seven day study period 

21 Includes vehicles going around gates which remained closed after tram had passed through crossing 

L . E . PEABODY & ASSOCIATES, INC. 
KcoNONnc CONSULTANTS 



Exhibit GMA-6 
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TRAFFIC DELAY MODEL 

The model used computes the total expected delay time of all cars delayed per train and 

multiplies this value by the number of trains per day. The expected total delay time per train 

can be computed using the following formulas from queuing theory and highway traffic 

engineering-: 

1. Total Vehicle Delay/Train = (Gate Down Time)̂  *(Vehicle Arrival Rate)*(Flow Factor)/2 
where: 

2. Vehicle Arrival Rate = The Average Daily Traffic/24 

3. Flow Factor = (Road Capacity)/(Road Capacity-Vehicle Arrival Rate) 
[Note: This factor is affected more by time of day, day of week variations than 

from one intersection to another.] 

4. Gate Down Time = (Train Length+Safety Setback+Crossing Width)/(5280*Train 

Speed) 

5. Train L êrgih = (60*Cars on Train)+ (90*Locomotives) 

6. Safety Set Back - (20*Train Speed Liniit*5280)/3600 
= 29.333*Train Speed Limit 

[Note: The Safety Set Back is the distance the train is away from the ciossing 
when the gale goes down such that the gates are down for 20 seconds 
prior to the train entering the crossing. 1 

I' Sec Aclolt i ) . M;tv. I ralliC l k)w l uiidaiiiciilais. p. M8 Table 12.1, Prentice Mall (I'WO) and James L. Powell, 
"Llicct.s ol Kail-Highway (Jrado ( rossings .m Highway Users", Tians|)t>nation Research Record v.841 p. 21 -28 
(1982). 



Exhibit GMA-6 
Page 2 of 2 

TRAFFIC DELAY MODEL 

Finally, 

7. Total Vehicle Delay per Day 
- (Trains/Day) *(Total Vehicle Delay/Train) 

= l(Trains/Day)*(Gate Down Time) /2]*(Vehicle Arrival Rate*Flow Factor] 

Train Statistics I Vehicle Statistics 

From the above description of the model, it can be seen that the total delay time per day 

[equation 7] is a function of strictly railroad statistics multiplied by a function of strictly highway 

statistics. This fact is used in the calibration of the model. 



Exhibit_GMA-7 
Page 1 of 1 

WILLOW CREEK TO CALUMcT PARK AND WHITING 
SUMMARY RESULTS OF TRAIN DELAY STUDY 1/ 

Location 

(1) 

Speed 

Limit 

(2) 

Railroads 

(3) 

Trains 
/Day 
(4) 

Average 

Locos 

(5) 

Average 

Railcars 

(6) 

Delayed 

Vehicles 

(7) 

Vehicle 

Delay 

Hours 

(8) 

A Hohman 25 CSX 40 3 2 42 69 72 1,056 56 4 

B Calumet 25 CSX 26 5 2 26 72 84 2,439 195 0 

C Columbia 25 CSX 40 7 1 82 54 62 467 24 2 

D Indianapolis 25 CSX 186 2 00 75 56 825 75 5 

E Railroad 25 CSX 37 3 2.11 63 96 428 1 9 9 

P Kennedy 25 CSX 38 3 2 68 80 19 657 30 3 

Euclid 25 CSX 29 9 2 22 67 73 423 188 

H U.S 12 
Group 1 

A thru H 

25 CSX 31 5 

32.8 

2 46 

2 25 

71 99 

68 86 

882 39 8 

1. 

Group II 

Clark 25 CSX/CR 8 6 2 2 33 7 6 2 3 206 8 4 

J Lake 60 CSX 1 95 57 57 265 9 8 

K County Line 

Group III 

J thru K 

60 CSX 

17.8 

. 16 

2.01 

60 02 

58.33 

116 2 8 

L 

Group IV 
Whit ing 40 CSX'CR 164 6 2 31 68 18 250 8 3 

(9) 

3 

4 

4 

4 

4 

4 

4 

4 

32 9 

25 
Average 12 76 

Daily 68 86 
Traffic 2 25 

(10) (11) 

10.051 40 07 

20,942 83 94 

3 896 15 62 

16,402 65 74 

5,313 21 30 

6 407 25 66 

8,901 3*= 68 

11,410 45 74 

883 

10,149 

6,799 

1,724 

Delaly Hours from Model 

Trains/day 
Speed Limit 
Avg Speed 
' 0 Cars 
No. Locos 

3 82 

4 51 

2 99 

5 27 

Calculated 
Train 
Speed 

12 767 

18 95 

30 21 

35 08 

I Observed 439 3 Computed 350 3 | 

lObserved / t^odel = Flow Rate - 1.39 | 

1/ The data shown for vehicles trains delayed vehicles, and delay hours are 
expanded from statistically valid sample observations to represent an average day . 

L. E . PEABODY & ASSOCIATES, INC. 
ECONOMIC CONSULTANTS 



VERIFICATION 

COMMONWEALTH OF VIRGINIA ) 
) 

CITY OF ALEXANDRIA ) 

GARY M. ANDREW, being duly sworn, deposes and says that he has read the foregoing 
statement, knows the contents thereof and that the same are true as stated. 

ry M. Andrew 

Sworn to and subscribed 
before^eihi> day 
of AygS^U^ , 1997. 

Witness my hand and official seal. 
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BEFORE THE 
SURFACE TRANSPORTATION BOARD 

CSX CORPORATION AND CSX 
TRANSPORTATION, INC., NORFOLK 
SOUTHERN CORPORATION AND 
NORFOLK SOUTHERN RAILWAY 
COMPANY — CONTROL AND 
OPERATING LEASES/AGREEMENTS--
CONRAIL, INC. ANL CONSOLIDATED 
RAIL CORPORATION 

Finance Docket No. 33388 

JOINT VERIFIED STATEMENT OF 
GREGG L. HEINZMAN AND RONALD H. DUNN 

I . INTRODUCTION 

My name i s Gregg L. Heinzman. I am an engineer w i t h 

Cole Associates Inc., a consulting engineering f i r m located a t 

7011 Indianapolis Boulevard, Hammond, Indiana 46324. I hold a 

bachelor's degree i n C i v i l Engineering from Purdue U n i v e r s i t y and 

a master's degree i n Business Administration from Indiana Univer­

s i t y . I am a licensed Professional Engineer i n the State of 

Indiana. I am a licensed Professional Engineer i n the State of 

Indiana, a licensed Land Surveyor i n the State of Indiana, and a 

licensed S t r u c t u r a l Engineer i n the State of I l l i n o i s . I hava 

been employed with Cole Associates f o r nineteen years and have 

worked i n dttsign and supervisory positions on a v a r i e t y of c i v i l , 

s t r u - t u r a l , and survey projects f o r i n d u s t r i a l , municipal, and 

commer-rial c l i e n t s . A statement of my q u a l i f i c a t i o n s i s attached 

as Exhibit GLH-1. 



Cole Associates Inc. ("Cole") i s a m u l t i - d i s c i p l i n e d 

consulting f i r m w i t h a s t a f f of more than 170 located i n f i v e 

o f f i c e s i n Indiana and Michigan. Cole has performed c i v i l 

engineering services f o r more than 80 years ond has served the 

i n d u s t r i a l area of Northwest Indiana f o r more than 3f3 years. 

Cole's t r a n s p o r t a t i o n d i v i s i o n has performed many t r a n s p o r t a t i o n 

and t r a f f i c .studies, including studies th a t have monitored and 

counted both vehicular and r a i l t r a f f i c . 

My name i s Ronald H. Dunn. I am Presi '.ent of R.H. Dunn 

& Associates, Inc., a f i r m that specializes i n railway construc­

t i o n engineering services. The f i r m ' f o f f i c e s are located at 149 

Hunting Cove, Williamsburg, V i r g i n i a 23185. I am a Registered 

Professional Engineer and a graduate of John Hopkins U n i v e r s i t y , 

where I earned a Bachelor of Sci.-nce degree i n Engineering. I 

have been elected to the grade of FELLOW by the American Society 

of C i v i l Engineers, the National Academy of Forensic Engineers 

and also by the I n s t i t u t e of Transportation Engineers. I am a 

LIFE member of the American Railway Engineering Association and a 

Board C e r t i f i e d DIPLOMATE-FORENSIC ENGINEER. 

I have more than 40 yeers of professional experience i n 

railway engineering gained through active employment w i t h a major 

r a i l r o a a , w i t h three of the largest engineering firms i n the 

naLion, and f o r the previous t h i r t e e n years, wi t h my own f i r m . I 

have been personally involved i n engineering projects of 18 

ra i l r o a d s and 17 r a i l rapid t r a n s i t systems i n more than 40 



I 
0 states, the D i s t r i c t of Columbia, and 6 Canadian provinces. My 

q u a l i f i c a t i o n s are attached as Exhibit- RHD-1. 

The C i t i e s of East Chicago, Hammond, Gary and Who t i n g , 

Indiana (the "Four Cit y Consortium" or "FCC") and i t s economic 

consulting f i r m , L.E. Peabody & Associates, "Inc., have requested 

Mr. Heinzman to perform c e r t a i n studies i n v o l v i n g the gathering 

of vehicular and t r a i n movement data at c e r t a i n designated 

rail/highway grade crossings i n the FCC region. Both of us have 

been requested by the FCC and L.E. Peabody & Associates t o 

perform a study of the work required (and associated oosts) t o 

r e h a b i l i t a t e c e r t a i n out-of-service r a i l r o a d trackage and t o 

construct c e r t a i n connections between r a i l l i n e s i n t h i s region. 

The purpose of our testimony i s to describe these studies and 

t h e i r r e s u l t s . 

I I . DATA COLLECTION FOR L.E. PEABODY & ASSOCIATES 

By Mr. Heinzman 

Between Septe.mber 28 and October 5, 1997, Cole per­

formed services consisting of gathering vehicular and t r a i n 

movement and delay data as s p e c i f i e d by L.E. Peabody & Associ­

ates. The design of the data c o l l e c t i o n system was prepared by 

Dr. Gary M. Andrew and i s described m his v e r i f i e d statement. 

The data gathering took place at twelve r a i l r o a d crossings w i t h i n 

the C i t i e s of Gary, Hammond, East Chicago., and Whiting, Indiana 

and involved the CSX, Conrail, and Indiana Harbor Belt r a i l r o a d 

l i n e s . E xhibit GLH-2 contains the data c o l l e c t i o n form ("Trt-'n 



Sheet") used by each observer f o r every observation period. A 

new page of t h i s form was used f o r each t r a i n observed at each 

observation s i t e . I n s t r u c t i o n s prepared by Dr. Andrew were given 

to each observer. I personally managed the observers, provided 

them w i t h d e t a i l e d i n s t r u c t i o n s , and provided on-site q u a l i t ' 

c o n t r o l . I vaf. i n frequent telephone contact w i t h Dr. Andrew 

before and during the observation week to insure the q u a l i t y of 

the data c o l l e c t e d . I col l e c t e d and assembled the t r a i n sheets, 

checked them f o r errors of omission or commission, and forwarded 

there t o L. E. Peabody & Associates f o r data entry and analysis. 

Our observers were extremely concerned a t the p a t t e r n 

they observed of numerous vehicles ignoring a c t i v a t e d crossing 

gates, running around them to get across the r a i l l i n e s before a 

t r a i n a r r i v e d . The observers were f e a r f u l that they might 

witness a terious accident as a result: of t h i s frequent p r a c t i c e . 

In f a c t , although not captured by the data c o l l e c t i o n form, 

sf^i'eral pedestrians were also observed disregarding gates and 

waiKinq across grade crossinas. 

I I I . RAIL CONSTRUCTION PROJECTS 

By Mr. Heinzman and Mr. Dunn 

A. General 

We were requested by the FCC and L.E. Peabody & Associ­

ates to examine e x i s t i n g r a i l conditions at three d i s t i n c t loca­

t i o n s to determine the engineering and operational f e a s i b i l i t y of 

implementing s p e c i f i c a l t e r n a t i v e s to the Applicants' proposed 



r a i l operations i n the ''CC area. We have also been requested t o 

estimate the cost of construction of the necessary r a i l l i n e 

r e h a b i l i t a t i o n and connections required to implement the FCCs 

A l t e r n a t i v e Routing Plan, which i s f u l l y described i n the v e r i ­

f i e d statement of P h i l i p I I . Burris of the Peabody f i r m . 

We examined three s p e c i f i c locations which are i d e n t i ­

f i e d below. 

1. The Indiana Harbor Belt Railroad ("IHB") l i n e which 

extends from Calumet Park i n an e a s t e r l y d i r e c t i o n , 

through Hammond, India.la past IHB's Gibson Yard and 

continuing east v i a Tolleston t o the grade separated 

crossing at V i r g i n i a Street i n Gary. 

2. The former Pennsylvania Railroad ("PRR") l i n e be­

tween Hobart and Clarke Junction, v i a Tolleston and 

Pine Junction, where the CSX l i n e from Willow Creek 

s p l i t s i n t o a l i n e running northwest along the Lake 

Michigan Waterfront and a l i n e running west through 

East Chicago and Hammond, Indiana. The east/west 

l i n e runs p a r a l l e l to Chicago Avenue i n both East 

Chicago and Hammond. Pine Junction i s j u s t east of 

the point where the PRR l i n e crosses the CSX (BOCT) 

Pine Junction to Calumet Park l i n e . 

3. Van Loon Junction, located at the i n t e r s e c t i o n of 

the Norfolk Southern Corporation ("NS") l i n e running 

from Hobart t o Hammond and the E l g i n , J o l i e t and 



Eastern Railroad ("EJ&E") l i n e running north/south 

between G r i f f i t h and Ivanhoe Junction i n Gary. 

B. IHB line from Calumet Park to Virginia Street 

The IHB l i n e from falumet Park t o V i r g i n i a Street i n 

Gary i s approximately 11 miles i n length. The m a j o r i t y of the 

crossings from Calumet Park t o V i r g i n i a Street are grade separat­

ed. The l i n e crosses 16 streets and only three of these cross­

ings are at grade, w i t h the remaining 13 crossings being grade 

oeparated. 

From Calumet Park, the IHB l i n e runs i n a southeasterly 

d i r e c t i o n through Hammond past the Gibson Yard and continues east 

through Gary t J a point between the Holy Rosary School Park and 

Chase Elenieutary School where i t serves several l o c a l i n d u s t r i e s 

on Chase Street, including Excell L o g i s t i c s , Chicago Steel, and 

Tin Plate Partners I n t e r n a t i o n a l . The p o r t i o n of t h i s l i n e east 

of Chase Street has been out of service f o r several years. At 

one time t h i s Jine extended f u r t h e r east, then n o r t h , crossing 

the Chicago SouthShore S, South Bend Railroad ("CSS&SB"), the CSX 

Willow Creek to Pine Junction l i n e and the Conrail Lakefront 

l i n e . The l i n e then continued west to Burns Harbor, Indiana and 

to National Steel Company located adjacent t o the Port of I n d i ­

ana . 

The IHB l i n e i s out of service from Chase Street east 

to the point where i t crosses the CSS&SB. We understand ttie l i n e 

has been abandoned east of the CSS&SB and i s now owned by the 



I United States Park Service. We have confirmed IHB's continued 

ownership of the l i n e segment from the point where i t i s out of 

service to V i r g i n i a Street by examining the Lake County, Indiana 

property tax records. 

At a l o c a t i o n named Ivanhoe, the IHB Calumet Park t o 

V i r g i n i a Street l i n e connects with Conrail's Porter Branch l i n e , 

which i s part of the former Michigan Central main l i n e be'ween 

Chicago and D e t r o i t . From Calumet Park t o Ivanhoe the l i n e i s i n 

good condition and i s generally comprised of 127 pound r a i l w i t h 

approximately 3,300 t i e s per mile. This IHB .line i s c u r r e n t l y 

used to move Conrail t r a i n s f^etween Calumet Park and Ivanhoe, 

where the t r a i n s then mo^e across an e x i s t i n g connection to the 

Conrail Porter Branch.' According t o the Federal Railroad Ad­

m i n i s t r a t i o n ("FRA"), the ma<irnum authorized t r a i n speed on t h i s 

l i n e i s 40 miles per hour. 

The IHB l i n e from Ivanhoe to the out-of-service p o r t i o n 

of the l i n e from Chase Street to Massachusetts Street i s also i n 

good condition and w i t h 127 pound r a i l and approximately 3300 

t i e s per mile. The out-of-service p o r t i o n of the l i n e continues 

to have r a i l i n place; however, the e x i s t i n g r a i l , t i e s , r a i l 

fastening materials and b a l l a s t are inadequate to handle any 

s i g n i f i c a n t volumes of r a i l t r a f f i c . 

' Based on Document numbers CSX 44 CO 000 101 t h r u 126 
provided by Applicants i n response to FCCs second set of i n t e r ­
rogatories and document production reqi'osts, CSX also plans t o 
use t h i s the IHB l i n e from Calumet to Ivanhoe where the e x i s t i n g 
connection t o the Conrail Porter Branch w i l l be used. 



As described i n Mr. B u r r i s ' v e r i f i e d statement, the FCC 

proposes t h a t CSX reduce the t r a f f i c i t projects t o move on the 

Willow Creek to Pine Junction and Pine Junction t o Barr Yard 

lin e s by using the "9 li n e s i n conjunction wi t h the IHB Calumet 

Park to V i r g i n i a Street l i n e and the Conrail Porter Branch back 

to Willow Creek as paired nair tracks each wit h t r a f f i c generally 

moving i n a single and opposite d i r ^ - t i o n . ^ E x h i b i t PHB-2, 

attached to the accompanyng v o r i t i e d statement of P h i l i p H. 

Bur r i s , includes a graphical d e p i c t i o n of the CSX Willow Creek t o 

Calumet Park l i n e v i a Pine Junction and the IHB/Conrail Porter 

Branch from Calumet Park to Willow Creek. Exhibit GLH/RHD-1 

shows the lo c a t i o n of the out-of-service track betv.?een Chase and 

Virgi.'iia Streets, and the l o c a t i o n of the proposed connection 

between t i e IHB and Conrail l i n e s . 

The CSX l i n e between Willow Creek and Calumet Park v i a 

Pine Junction, has 27 at-grade crossings, w i t h 20 of these 

crossings located between Pine Junction and Calumet Park. By 

contrast, the IHB/Conrail Porter Branch from Calumet Park to 

Willow Creek has 13 at-grade crossings. In a d d i t i o n , the 

IHB/Conrai.i l i n e has 13 grade separated crossings. The FCC 

a l t e r n a t i v e w i l l s i g n i f i c a n t l y reduce the volume of t r a f f i c on 

the Willow Creek to Pine Junction and Pine Junction t o Barr Yard 

l i n e s , thereby m i t i g a t i n g some of the most s i g n i f i c a n t negative 

^ The CSX Pine Junction t o Barr Yard l i n e connects w i t h the 
IHB Calumet Park t o V i r g i n i a Street l i n e a t Calumet Park. 
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impacts on the Four C i t i e s as a r e s u l t of the Applicants' pro­

posed operating plan. 

Rather than using the e x i s t i n g connection between the 

IHB l i n e and che Conrail Porter Branch at Ivanhoe, the FCC 

suggests placing the IHB l i n e back i n t o service to a p o i n t 

approximately adjacent t o V i r g i n i a Street i n Gary and construct­

ing a connection with the Porter Branch at t h a t p o i n t . Doing oo 

w i l l permit continued use of the grade separated IHB l i n e , 

thereby avoiding 9 at-grade crossings between Ivanhoe and 

V i r g i n i a Street. 

The FCC a l t e r n a t i v e w i l l increase the r a i l t r a f f i c on 

the IHB/Porter Branch from 11.4 t r a i n s per day post a c q u i s i t i o n , 

as proposed by the Applicants, to 28.1 t r a i n s per day. The FCC 

a l t e r n a t i v e assumes the a d d i t i o n a l 16.7 t r a i n s proposed t o be 

moved v i a t h i s l i n e w i l l move i n an easterly d i r e c t i o n . 

We have examined the Conrail Porter Branch from 

V i r g i n i a Street to Willow Creek. This l i n e has 127 pound r a i l 

w i t i i approximately 3300 t i e s per mile. According to the FRA, the 

authorized speed l i m i t on t h i s section of track i s 40 miles per 

hour. We understand that t h i s l i n e i s equipped w i t h Centralized 

T r a f f i c Control. 

Based on our examination of the IHB/Conrail l i n e from 

Calumet Park to Willow Creek, we ha e concluded t h a t t h i s l i n e i s 

i n adequate condition and has s u f f i c i e n t capacity t o handle 28 

t r a i n s per day v i t h an average gross weight of 5,400 tons. This 

i s e s p e c i a l l y true as the vast m a j o r i t y of the t r a i n s w i l l be 



moving i n a single d i r e c t i o n . Even i n the absence of d i r e c t i o n a l 

t r a f f i c flow, however, the l i n e i s adequate t o sustain t h i s l e v e l 

of t r a f f i c . 

We have also examined the out-of-service pc. •»-lon of the 

IHB l i n e and the grade separation bridges. Based on t h i s exami­

nation, we have estimated the cost of replacing the necessary 

track and constructing the required connection between the grade 

elevated IHB l i n e and tne at-grade Conrail l i n e , as proposed 

under the FCC a l t e r n a t i v e . Accomplishing t h i s requires replacing 

approximately 2.1 miles of out-of-service IHB track and construc­

t i o n of a connection between the elevated IHB roadbed and the a t -

grade Conrail Porter Branch l i n e i n the v i c i n i t y of V i r g i n i a 

Street. We estimate the cost of replacing the out-of-service 

track and constructing the connection to equal $1,116,776 and 

$445,986, respectively. Our es'^mate of the cost of the connec­

t i o n between the IHB l i n e and the Porter Branch does not include 

any s i g n a l i n g cost because no t r a f f i c w i l l move on the Conrail 

l i n e from Ivanhoe to V i r g i n i a Street. Exhibit GLH/RHD-2 provides 

our c a l c u l a t i o n of these construction estimates. 

C. Hobart to Clarke Junction via Tolleston 

As f u l l y described i n the v e r i f i e d statement of Mr. 

Bu r r i s , CSX proposes to place back i n t o service the PRR r a i l l i n e 

between Hobart and Cl^^rke Junction via Tolleston and to connect 

t h i s l i n e to both the Conrail Porter Branch at Tolleston and t o 

the CSX l i n e that runs orthwest from Pine Junction c ionq the 
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Lake Michigan waterfront.' This out-of-service l i n e i s approxi­

mately 11.75 miles i n length. 

We have examined t h i s l i n e and found t h a t i t has been 

out-of-service f o r a s i g n i f i c a n t period of time. The l i n e i s 

covered wit h vegetation (some trees are a c t u a l l y growing between 

the r a i l s ) , and many of the at-grade crossings have been paved 

over. The l i n e cannot be used to provide service i n i t s current 

c o n d i t i o n , and at a minimum requires vegetation c o n t r o l , resur­

f a c i n g , undercutting, substantial t i e replacement, r e s t o r a t i o n of 

the track through grade crossings, and replacement of warning 

devices. We have estimated t h a t the cost to r e h a b i l i t a t e t h i s 

l i n e to FRA Class 2 serviceable condition w i l l equal $7,017,167. 

This cost includes the construction of a connection w i t h the 

Conrail Porter Branch at Tolleston, the cost of the connection NS 

proposes to construct between i t s former Wabash l i n e and the out-

of-service PRR l i n e , and the cost of a connection w i t h EJ&E at 

Dune. NS proposes to construct the connection w i t h the Wabash 

spur to f a c i l i t a t e operations i n serving Gary Sugar's f a c i l i t y 

located on the Wabash spar. Exhibit GLH/RHD-3 displays our 

estimate of the cost of the r e h a b i l i t a t i o n of the Hobart t o 

Clarke Junction l i n e and the construction of the described 

turnouts. 

^ The p o r t i o n of t h i s l i n e from Hobart t o Tolleston i s 
c u r r e n t l y owned by NS, and the portion of the l i n e from Tolleston 
to Clarke Junction i s owned by Conrail. P o s t - a c q u i s i t i o n , both 
of these l i n e segments are proposed to be owned and operated by 
CSX. 
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The FCC opposes the r e a c t i v a t i o n of the out-of-service 

PRR l i n e , and proposes an a l t e r n a t i v e which w i l l permit NS t o 

achieve i t s o b j e c t i v e of serving industry on the Wabash spur and 

to connect w i t h the Conrail Lakefront l i n e moving i n an ea s t e r l y 

d i r e c t i o n . This a l t e r n a t i v e requires the use of the e x i s t i n g 

turnouts at Pine Junction on the CSX l i n e s and the construction 

of a connection between the CSX l i n e at Pine Junction and the 

Conrail Lakefront l i n e . E x hibit GLH/RHD-4 i s a graphical depic­

t i o n of the proposed construction of t h i s connection. This 

connection, including s i g n a l i n g , i s estimated t o cost $277,933. 

The calculations underlying t h i s estimate are found i n Exh i b i t 

GLH/RHD-5. 

D. Van Loon Junction 

Based on CSX' s responses to the FCC s September 29, 

1997 questions i n l i e u of deposition and CSX's responses to the 

FCC s Second Set of I n t e r r o g a t o r i e s and Request f o r Production of 

Documents, i t appears t h a t CSX desires t o r e a c t i v a t e the PRR l i n e 

t o move coal and coke t o the s t e e l m i l l s located on the Lake 

Michigan waterfront. CSX's responses the t o the FCCs questions 

i n d i c a t e t h i s coal and coke w i l l be moved to the U.S. Steel M i l l 

i n Gary v i a the Hobart t o Tolleston l i n e , then over the EJ&E by 

CSX crews. 

As indicated oreviously, the FCC opposes the r e a c t i v a ­

te jn of the out-of-service PRR l i n e betwetm Hobart and Clarke 

Junction. To accommodate the f i v e t r a i n s per day, t h a t CSX 

12 



projects to move over these l i n e s , the FCC proposes t h a t these 

CSX t r a i n s be routed from Hobart to Van Loon over the NS (former 

Nickel Plate ("NKP")) l i n e v i a a trackage r i g h t s agreement 

between the Applicants. From Van Loon, the FCC proposes t h a t the 

CSX t r a i n s move over the EJ&E via trackage r i g h t s t o the same 

lakefront steel m i l l s . This a l t e r n a t i v e requires the construc­

t i o n of a connection between the NS/NKP l i n e and the EJ&E l i n e at 

Van Loon. 

We have inspected the track'? at Van Loon and have 

determined that i t i s f e a s i b l e to b u l l a v.he required connection 

to accommodate the movement of f i v e t r a i n s per day from the NS 

l i n e to the EJ&E l i n e . We have p r e l i m i n a r i l y estimated the cost 

of t h i s connection to equal $277,933. Exh i b i t GLH/RHD-6 displays 

our ca l c u l a t i o n s of t h i s construction cost. E x h i b i t GLH/RHD-7 i s 

a (graphical depiction of the connection between the NKP and EJ&E 

line s at Van Loon. 

A p o t e n t i a l a l t e r n a t i v e ro the NS/EJE r o u t i n g v i a Van 

Loon also e x i s t s . This a l t e r n a t i v e would use the NS/NKP l i n e 

f u r t h e r westward to Osborn Junction. At Osborn, the t r a i n s would 

u.-3e an e x i s t i n g conne^ _icn w i t h a north-south IHB l i n e , and would 

operate over the IHB to connections w i t h the CSX Lakefront l i n e 

and tht EJ&E at the Lakefront yard l i n e s i n the Indiana Harbor 

area. This a l t e r n a t i v e i s more c i r c u i t o u s than the Van Loon/EJ&E 

rcute, and i t i s less desirable from the FCC viewpoint because 

the IHB l i n e has more grade crossings than the EJ&E l i n e . 
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Km ICATION 
MS Hwiinex.%AdminisiraUon 

Imlttma Unlvenilly. t9H8 

H S CMI t-JiglneeHng 
I'urdue University • tfr.M Ltifayelle, 
Indiima, 1-^72 

KIXaSIRATlONS 
I'rufrssionallitigineer Indiana. IV77. 

tll72H8 

Sintclural hjtgintrr: Ulinou, J9SJ, 
II8I(H)4504 

Land Surveyor' InJi. na 
IJS297(m20 

MKMBERJililPK 
A-vmclalUm of Iron unii Sitel 
lingineers 

GREGG L. HEINZMAN, P.E., S.E., L.S. 
Project Manager 

EXPERIENCE 
Mr Heinzman's experience includes over 24 years of project 
management and onginccring design services for municipal 
projects, private commercial developments and heavy induslry, 
particularly the steel and petrochemical industries Mr. Heinzman 
also has experience in stnictiiral inspection, civil engineering and 
surveying. Mr. Hein/jnan's project experience includes the 
foi!owing: 

Civil/Structural Projectx 
• Trump/Bardcn Riverboal Gaming Development, Civil/Site 

Design Including Sewer and Water Service - Gary, Indiana 
• Showboat Gaming Development, Civil and Stnictural Design-

East Chicago, Indiana 
• Steel and Concrete Design, Municipal Airport Terminal -

Gary, Indiana 
• Streets Roconstnjction, City of Hammond - Hammond, 

Indiana 
• Indiana University Northwest - Gary, Indiana 
• Structural Inspection o: 21 Buildings - Fort Benjamin 

Harrison, Indiana - U.S. Army Corps of Engineers 

Survey Projects 
Lehigh Portland Cement Co., Gary 
U.S. Steel Property Surveys 

• Midwest Steel Property Surveys 
Little Calumet River Basin Development Commission, Land 
Acqu isilion and Easen ont Surveys 

Industrial Projects 
• U S .Ste. I - Gary Works 

- Roadway Modifications for CTBK Slab Carriers 
- Railroad Track Inventory 
- Constmction Supervision - "R" Vessel Reline, 41 BOP 

• Numerous Projects for the following industries: 
- Bethlehem Steel 
- Inland Steel 
- Midwest Steel 
- LTV Steel 
- Swenson Process Equipment Inc. 

Cole Associates Inc. 
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FOUR c n V <: ONSORTIIIM 
TRAIN DELAY STUDY 

Team: 

Location: 

Date: 

Location Start Time: 

Location End Time: 

Reset Vehicle Counter = 0 

Train Delav Observation Form 

Train Delay Event Begin Time 

IF Train stops, record ' 

Train stop time 

Train start time 

Number of locomotives ^ 

Number of railcars ^ 

1 rain Delav Lvent Ivnd I ime 

Number of vehicles m queue 
- DO NO r reset counter 

I ime queue clears crossing 

Vehicle Counter 

Reset Vehicle Counter ^ 0 

r.nding ' \ ehiclc Count 
Reset \ elude Counter 0 

III ;iii\ );i\cn o\ciil il liic Imiii Mops more lh;iii once, record Iram slop Ume and Irani slarl lime each lime 
Ihl. iKiin slops and starts 

II more ilcin one liain closes ;i ciossing; al lhe same lime lo Ihe eMeni (xissible. record lhe niimlK-r of 
lo>.(inui(i\es .Iiul lailc.iis in both (MIIIS 
' \ l eiiil ol oltseiAalioii penod oi ulien next Irani arines 

E . E . PKABODY & A.SS<K'IAI'KS, INC. 
1̂ 1 O N O M K ( l I S M I I V M S 
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Exhibit GLH/RHD-2 
Page 1 of 3 

FCCs Alternative Routing Plan 
Summary of Investment Costs for 

Abandoned IHB Line To Virginia Street 

IHB Line 

8 Ties 172,63P 
9 Rail & OTM 449,262 

11 Ballast 99,304 
12 Track Labor 182,700 

Total Track $903,898 

3 Grading 53,886 

Connection with Conrail Porter Branch 405,442 

Subtotal $1,363,225 

Engineering 57,467 

Contingency 142,069 

Total $1,562,762 



I 

REHABILITATION OF ABANDONED IHB LINE 
| R O A D P R O P E R T Y I N V E S T M E N T 

Exhibit GLH/RHD-2 
Page 2 of 3 

1 
1 Item Description 

Costing 
IHB 1 

1 Item Description 
Costing 1 

1 Item Description 
Costing 

QUANTITY UNIT COST Estimated Cost ' 
1 8 Ties - Grade 5 Each 6.823 25.30 172,632 

1 ^ Rail - New 13? LD. Ton 488 660 00 321,996 

1 9 Rail Welds - Field Each 17 150.00 2,520 
Rail Welds - Shop Each 270 80.00 21.577 

I 9 Rail Anchors Each 13,647 1.00 13,647 

1 ^ Tie Plates - New Each 13,647 6.00 81,881 

1 ^ Track Spikes Each 27,294 0.28 7,642 
449,262 

I 11 Ballast Cubic Yd. 8,870 8.00 70,963 
I 11 Subballast Cubic Yd. 4,723 6.00 28,341 

99,304 

12 TL & S WTRR - Labor Track Mile 2.10 77,000.00 161,700 
Track Removal Track Mile 2.10 10,000.00 21,000 

182,700 

3 Grading 
Earthwork Excavation - Soil Cubic Yd. 21,000 2.50 52,500 
Brush Cutting Mile 2 10 160 00 336 
Herbicide Application Mile 2.10 500.00 1,050 

53,886 

Total Raw Road Property 957,784 

Engineering 6% 57,467 

Contingencies 10% 101,525 

Grand Total 
I 

1,116,776 

I 
I 



I Exhibit GLH/RHD-2 
Page 3 of 3 

CONSTRUCTION Of- CONNECTION . 
.Between IHB and Conrail Porter Branch at Virginia Street 

I 
I 
I 

Item Description Costing 
Linit 

Item Description Costing 
Linit 

Item Description Costing 
Linit QUANTITY UNIT COST Estimated Cost 

Land Acres 22 $500 00 $1,100 

Earthwork Excavation Cubic Yd. 15,000 $1097 1/ $164,550 

Ballast Cubic Yd 1,744 $8 00 $13,952 
Subballast Ci;bic Yd. 929 $6 00 $5,572 

Ties - Grade 5 Each 1,342 $25.30 $33,941 

Rail - New 132 Lb. Ton 96 $660 00 $63 307 

Rail Welds - Field Each 112 $90 00 $10,062 

Rail Anchors Each 2,683 $1.00 $2,683 

Tie Plates - New Each 2683 $6 00 $16,098 

Track Spikes Each 5,366 $028 $1,503 

Turnouts 132#. #15 Complete Each '- $31,000 00 $62,000 

Labor & Equipment Miles 041 $70,000 00 $28,902 

Brush Cutting Miles 041 $160 00 S66 

Herbicide Application Miles 041 $500 00 $206 

Curve Lubncator installed Each 1 $1,500.00 $1,500 

Total $405,442 

Contingencies 10% $40,544 

Grand Total $445,986 

1/ From 1997 RS Means - Site Work & Landscape Cost Data 
Includes borrow, track mounted front end loader, 5 miie haul and spreading and compacting 
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Applicants' Operating Plan 
Summary of Investment Costs for 

Abandoned Pennsyvania Railroad From 
Hobart to Clarke Jct. 

Exhibit GLH/RHD-3 
Page 1 of 4 

1 PRR Line 

[ 
8 Ties 
9 Rail & OTM 

11 Ballast 
12 Track Labor 

Total Track 

965,915 
2,513,726 

555,630 
1,022.250 

$5,057,522 

3 Grading 301,505 

Connection with Conrail Porter Branch 258,428 

1 Connection with EJE at Dunes 258,428 

1 Subtotal $5,875,883 

1 
Engineering 321,542 

Contingency 619,742 

NS connection between Wabash 
line and PRR line 200,000 1/ 

g Total $7,017,167 

1/ Finance Docket No 33388 - Railroad Control Application, Voiume 3B of 8, page 283 
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I^BANDONED PENNSYLVANIA RR LINE 
I ROAD PROPERTY INVESTMENT 

Exhibit GLH/RHO-3 
Page 2 of 4 

Hobart to Clarke Jct. 

I 
I 
I 
I 

Item Description Costing 
! Unit 

PRR 
Item Description Costing 

! Unit 
Item Description Costing 

! Unit QUANTITY UNIT c Estimated Cost 
Ties - Grade 5 j Each 38,178 

1 
25 30 965.915 

i ^ Rail - New 132 Lb Ton 2 730 660 00 1,801,642 
Rail Welds - Field Each 94 150 00 14 100 

J 
Rail Welds - Sfiop Each 1 509 80 120 726 

1 Rail Anchors Each 76 357 1 00 76 357 

1 9 Tie Plates - New Each 76.357 6 00 458 142 

I ' Track Spikes Each 152 714 0 28 42 760 

1 2,513,726 

J " Bahast Cubic Yd 49,632 8 00 397 056 

1 
SuDDaiiast Cubic Yd ?6 429 6 00 158 574 

] 
1 

555,630 

TL & S WTRR - Labor Track Mile 11 75 77,000 00 904 750 

^ Track Removal Track Mile 11 75 10,000 00 117 500 

J 1 1,022,250 

1 3 Grading i 

1 Eartfiwork Excavation - Soil Cubic Yd 117 500 2 50 293 750 
Br jsn Cutting Mile 11 75 160 00 1 880 
Herbicide Application Mile 11 75 500 00 5 875 

1 I 
301,505 

1 
Total Raw Road Property 5,359,027 

E">g ^ee'' 13 6% 
i 

321 542 

Contingencies 10% 5' 6 057 

1 Grand Total 
; 

6,248,625 



Exhibit GLH/RHD-3 
Page 3 of 4 

CONSTRUCTION OF CONNECTION . 
Between PRR and Conraii Porter Branch 

, Item Descnption Costing 
Unit 

, Item Descnption Costing 
Unit 

, Item Descnption Costing 
Unit QUANTITY UNIT COST Estimated Cost 

Land Acres 2 2 $500.00 $1,100 

Earthwork Excavation Cubic Yd. 1,698 $10.97 1/ $18,627 

Ballast Cubic Yd. 763 $8 00 $6,106 
' Subballast Cubic Yd. 406 $6.00 •^2,438 

Ties - Grade 5 Each 587 $25 30 $14,853 

Rail - New 132 Lb. Ton 42 $660 00 $27,704 

Rail Welds - Field Each 4 $150 00 $600 
Rail Welds - Shop Each 23 $80 00 $1,856 

Rail Anchors Each 1,174 $1.00 $1,174 

Tie Plates - New Each 1,174 $6 00 $7,045 

Track Spikes Each 2,348 $0.28 $656 

Turnouts 132#. #15 Complete Each 2 $31,000 00 $62,000 

Signals Each 2 $50,000 00 $100,000 

Labor & Equipment Miies 0 18 $70,000 00 $12,648 

Brush Cutting Miles 0.18 $160.00 $29 

Herbicide Application Miles 0 18 $500 00 $90 

Curve Lubncator installed Each 1 $1,500.00 $1,500 

Total $258,428 

Contingencies 10% $25,813 

Grand Total $284,271 

From 1997 RS Means - Site Work & Landscape Cost Data 
Includes borrow track mounted front end loader, 5 mile haul and spreading and compacting 



Exhibit GLH/RHD-3 
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CONSTRUCTION OF CONNECTION 
Between PRR and EJE at Dunes 

Item Desc iption 
„,J 

Costing 
Unit 

Item Desc iption 
„,J 

Costing 
Unit 

Item Desc iption 
„,J 

Costing 
Unit QUANTITY UNIT COST Estimated Cost 

1 

Land Acres 2 2 $500 00 $1,100 

Earthwork Excavation Cubic Yd. 1,698 $10.97 1/ $18,627 

Ballast Cubic Yd. 763 $8 00 $6,106 

Subballast Cubic Yd. 406 $6 00 $2,438 

Ties - Grade 5 Each 587 $25 30 $14,853 

Rail - New 132 Lb. Ton 42 $660 00 $27,704 

Rail Welds - Field Each 4 $150 00 $600 

Rail Welds - Shop Each 23 $80 00 $1,856 

Rail Anchors Each 1,174 $1.00 $1,174 

Tie Plates - New Each 1,174 $6 00 $7,045 

Track Spikes Each 2,348 $028 $658 

Turnouts; 132#, #15 Complete Each 2 $31,000 00 $62,000 

Signals Each 2 $50,000 00 $100,000 

Labor & Equipment Miles 0 18 $70,000 00 $12,648 

Brush Cutting Miles 0.18 $160 00 $29 

Herbicide Application Miles 0 18 $500 00 $90 

Curve Lubncator installed Each 1 $1,500 00 $1,500 

Total $258,428 

Contingencies 10% $25,843 

Grand Total $284,271 

1/ From 1997 RS Means - Site Work & Landscape Cost Data 
Includes borrow track mounted front end loader, 5 mile haul and spreading and compacting 
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-CC's Alternative Routing Plan 
'CONSTRUCTION OF CONNECTION 
letween CSX and CR Lakefront Line 

Item Description Costing 
Unit 

Item Description Costing 
Unit 

Item Description Costing 
Unit QUANTITY UNIT COST : Estimated Cost 

Land Acres 

I 

2.2 $500.00 
r— 

$1,100 

Earthwork Excavation Cubic Yd. 1,698 $10.97 1/ $18,627 

Ballast Cubic Yd 763 $8 00 $6,106 
Subballast Cubic Yd. 406 $6 00 $2,43C 

Ties - Grade 5 Each 587 $25 30 $14,853 

Rail - New 115 Lb Ton 37 1600.00 $21,942 

Rail Welds - Field Each 4 $150 00 $600 
Rail Welds - Shop Each 23 $80 00 $1,856 

Rail Anchors Each 1,174 $1 00 $1,174 

Tie Plates - New Each 1,174 $6.00 $7,045 

Track Spikes Each 2,348 $028 $658 

Turnouts 115#. #15 Complete Each 2 $31,000.00 $62,000 

Signals Each 2 $50,000 00 $100,000 

Labor & Equipment Miles 0.18 $70,000.00 $12,648 

Brush Cutting Miles 0 18 $160 00 $29 

Herbicide Application Miles 0.18 $500 00 $90 

Curve Lubncator installed Each 1 $1,500 00 $1,500 

Total $252,666 

Contingencies 10% $25,267 

Grand Total $277,933 

I 
I 

1/ From 1997 RS Means - Site Work & Landscape Cost Data 
Includes borrow, track mounted front end loader, 5 mile haul and spreading and compacting 
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-CC's Alternative Routing Plan 
'CONSTRUCTION OF CONNECTION 
}6tween E J E and NS at Van Loon 

Item Descnption Costing 
Unit 

Item Descnption Costing 
Unit 

Item Descnption Costing 
Unit QUANTITY UNIT COST Estimated Cost 

Land 
,, ,. 

Acres 

1 

2.2 $500 00 $1,100 

Earthwork Excavation Cubic Yd. 1,698 $10.97 1/ $18,627 

Ballast Cubic Yd 763 $8.00 $6,106 
Subballast Cubic Yd 406 $6 00 $2,438 

Ties - Grade 5 Each 587 $25 30 $14,853 

Rail - New 115 Lb. Ton 37 S600 00 $21,942 

Rail Welds - Field Each 4 $150 00 S600 
Rail Welds - Shop Each 23 $80 00 $1,856 

Rail Archors Each 1,174 $1 00 $1,174 

Tie Plates - New Each 1,174 $6 00 $7,045 

Track Spikes Each 2,348 $028 $658 

Turnouts 115#, #15 Complete Each 2 $31,000.00 $62,000 

Signals Each 2 $50,000 00 $100,000 

Labor & Equipment Miles 0 18 $70,000.00 $12,648 

Brush Cutting Miles 0 18 $160 00 $29 

Herbicide Application Miles 0.18 $500 00 $90 

Curve Lubncator installed Each 1 $1,500 00 $1,500 

Total $252,666 

Contingencies 10% $25,267 

Grand Total $277,933 

I 
I 

1 From 1997 RS Means - Site Work & Landscape Cost Data 
Includes borrow, track mounted front end loader, 5 mile haul and spreading and compacting 
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Exhibit RHD-1 

R.H. DUNN & ASSOCIATES, INC. 
RAILWAY CONSULTING SERVICES 

149 HUHTING COVE 
P.O. BOX J106 

W1LLIAMS3URG, VIRGINIA J3187-3106 

RONALOJ.OUNN.P.H. ^SSu lU^ l " ; : ) "^ 
PRESIDENT FORENSIC ENGINEERING QUALIFICATIONS 

Mr. Dunn i s a Licensed Professional Engineer w i t h more than 40 
years of experience i n the design, c o n s t r u c t i o n , maintenance, 
and operation of rai l r o a d s and r a i l rapid t r a n s i t systems? 
in c l u d i n g ten years with the Baltimore & Ohio Railroad and 
personal involvement i n major engineering p r o j e c t s of 18 r a i l ­
roads and 17 r a i l rapid t r a n s i t p r o p e r t i e s throughout North 
America ( I n more than 40 states, D.C. and 6 provinces). He i s 
knowledgeable of European and Asian r a i l w a y standards and 
practices through professional involvement the:e. His railway 
and r a i l t r a n s i t consulting services include: f o r e n s i c railway 
engineering, track failure/derailment i n v e s t i g a t i o n s , r a i l r o a d 
and crossing accident i n v e s t i g t t i o n s , c o n s t r u c t i o n audits/ 
overviews, construction claims I n v e s t i g a t i o n s , track construc­
tion/maintenance inspections, laboratory t e s t s monitoring, 
track mat^'rial procurement inspection, and technical input/ 
expert witness testimony f o r p l a i n t i f f s or defendants i n 
l i t i g a t i o n and a r b i t r a t i o n cases, i n c l u d i n g construction 
claims, wrongful death, personal i n j u r y and FELA claims. 

In a d d i t i o n t o forensic testimony based upon hi s profesfiional 
engineering background, Mr. Dunn, r e l y i n g upon h i s extensive 
experience, t r a i n i n g and knowledge of r a i l r o a d i n d u s t r y prac­
t i c e s , i n c l u d i n g operatiors, r u l e s , s t a t u t e s , t r a i n i n g , and 
maintenance, has also t e s t i f i e d t o : main l i n e and yard opera­
t i o n s , switching and kicking of cars ( i n c l u d i n g placarded 
c a r s ) , radio communications, couplers and coupling/uncoupling 
of cars, event recorderF, handholds and s i l l steps, r a i l r o a d 
operating and safety rules, employee t r a i n i n g , derailment and 
accident i n v e s t i g a t i o n s , clearances, f u n c t i o n and operation of 
switches and d e r a i l s , maintenance tools/equipment, mainte:.ance 
standards/practices, walkways/walking c o n d i t i o n s , vegetation, 
l i g h t i n g , blue f l a g s , a i r hoses and hand brakes, yard layout, 
track and t r a i n inspections, t u r n t a b l e s , and human f a c t o r s . 

He earne.. a B.S. Engineering- at Johns Hopkins University and 
i s : a Board Certified DIPLOKATE-FORENSIC ENGINEER; a FELLOW in 
ASCE, NAFE and ITE; a LIFE MEMBER of AREA; a MEMBER of APTA, 
CSCE, CSI, NARSCI, NSPE, SAME, TRB and VSPE; an active member 
of 6 technical committees in those organizations, and of a 
select panel of THE NATIONAL ACADEMY OF SCIENCES-NRC/TRB; and 
an ARBITRATOR in the American Arbitration Association. 

COURT EXPERIENCE: Federal, State, Local, Interstate Commerce 
Commission, Surface Transportation Board, Army Corps of 
Engineers-Board of Contract Appeals, American Arbitration 
Association, and The Queen's Bench, Canada. 
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It 
R.H. DUNN & ASSOCIATES, INC. 

RAILWAY CONSULTING SERVICES 
149 HUNTING COVE 

P.O. BOX 3106 
WILLIAMSBURG, VIRGINIA 23187-3106 

RONALD H. DUNN, P.E. , F.ASCE OFFICE (757)2531453 
President OATAFAX ( 757 )25J //62 

EDUCATION: 

Johns Hoplcins University, B.S. Engineering 

MANAGEMENT TRAINING: 
Dimensional Kanagement Training Program; Dimensional Sales Training Program; 
Design Professionals L iab i l . t y Course; L i a b i l i t y : Prevention anJ Protect ion; 
The Engineer As An Expert Witness; Virginia Construction Law; Construction 
Claims Arbitrat ion Training (AAA); and The Role of Expert Witnesses. 
PROFESSIONAL SOCIETY MEMBERSHIPS AND AFFILIATIONS: 
American Arbitrat ion Association - Arb i t ra to r , Construction Industry 
American Public Transit Association: 

Member of "Ways and Structures" Committee; "Track Construction and 
Maintenance" Subcommittee; "Operations" Committee; "Light Rail Transit" 
Subcommittee-Design Subgroup; "Elevated Structures" Task Force; "Girder 
Rai l " Task Force 

American Railway Bridge and Building Association 
American Railway Engineering Association - L i fe Member: 

Member "Economics of Plant, Equipment and Operations" Committee, 1966-85; 
"Track" Committee, "Track Design", "Turnout and Crossing Design" and 
"Highway-Railway Grade Crossings" Sub-Committees, 1985-present; "^apid 
Transit" Committee, 1986-Present 

American Society of C iv i l Engineers - Fellow 
Canadian Society For C iv i l Engineering 
Construction Specifications Ins t i tu te 
Ins t i t u te of Transportation Engineers - Fellow 
National Academy of Forensic Engineers - Fellow and Board Cert i f ied Diplomate 
National Academy of Sciences - NRC/TRB/FTA/TDC: 

Member select panel invest igat ing "Derailment of Transit Vehicles in 
Special Trackwork", 1993 - 1997 

National Association of Railroad Safety Consultants and Investigators 
National Inst i tute for Engineering Ethics 
National Society of Professional Engineers 
Roadmasters and Mait.'̂ ^cnance-of-Way Association of America 
Society of American Mi l i ta ry Engineers 
Transportation Research Board, National Research Council 

Member "Railway Maintenance" Committee, 1984-1990; "Rail Transit System 
Design" Committee, 1985-Present; "Railroad Track Structure System Design" 
Committee, 1990-Present 

U.S. Department of Transportation, 1968-1971 
Member of committee which advised DOT in developing i t s test track 

V i rg in ia Society of Professional Engineers 

PROFESSIONAL EXPERIENCE: 
Mr. Dunn is a Licensed Professional Engineer with more than 40 years of 
diversified experience in railroad and rai l transit engineering. He has been 
personally involved in engineering of major yard, shop and trackwork projects 
of 18 railroads and 17 rail rapid transit properties throughout North America. 



December, 1983 - Present: 
R.H. Dunn & Associates, Inc. , Fairfax, VA, and Will iamsburg, VA, President. 

0 Current and recent assignments include design c r i t e r i a preparation and 
review for yards and trackwork, construction overview, construction 
inspection, track inspection, inspection t r a i n i n g , maintenance manual 
preparation, maintenance planning, derailment invest igat ion, cost estima­
t i n g , claim invest igat ion, material procurement inspection, laboratory 
tests monitoring, s ta f f and organization planning, supplemental technical 
s ta f f , proposal assistance, and expert forensic engineering testimony. 
Clients for which these services have been provided include: Massachusetts 
Bay Transportation Authority (MBTA); Metro Canada Limited (MCL); Urban 
Transportation Development Corp. (UTDC); UTDC (USA), Inc. ; Teledyne 
Engineering Services, Inc.; City of Calgary, Alberta; Port Authority 
( I rans i t ) of Allegheny County (PAT); B r i t i sh Columbia Transit (BCT); 
Ontario Ministry of Transportation and Communications; City and County of 
Honolulu, H I ; County of Maui, HI; Union Paci f ic Railroad; U.S. Department 
of I n te r i o r ; Santa Clara County (CA) Transportation Agency; Metro Dade 
Transit Agency (Miami); City of Chicago; Consolidated Rail Corp.; U.S. 
Naval Fac i l i t i es Engineering Command (Paci f ic D iv is ion) ; U.S. Department 
of Justice/EPA; and many major law firms throughout the United States. 

May, 1978 - A p r i l , 1984: 
Parsons Brinckerhoff Quade i Douglas, Inc . , McLean, VA and Pittsburgh, PA. 
Vicp President, Technical Director-Railway Engineering, Professional Associate. 

0 As Technical Director, responsible for qua l i ty of technical production 
end for s ta f f ing and training of personnel resources of f i rm's railway 
engineering projects; mancaod projects and ac t ive ly involved in business 
development, management and administration of f i r . i ' s Railway Division. 

0 Developed and conducted a fonnal t ra in ing program on the principles of 
track design, fabr icat ion, construction, and inspect ion. Program included 
26 hours of classroom and f i e l d ins t ruc t ion for s ta f f of 25 engineers 
responsible for monitoring and inspecting Work of a l l trackwork material 
supplie-s and i n s t a l l j t i o n contractors on a major t rans i t project. 

0 Area Manager responsible for overall management and operation of f i rm's 
McLean, VA o f f i ce in addition to management of the Railway Division. 

0 Principal-in-Charge and Project Director for preliminary and f ina l 
design of trackwork and material procurement documents for advanced l i gh t 
ra i l t rans i t (ALRT) system of Metro Canada Limited in Vancouver, B.C., a 
f u l l y automated, 14-mile l inear induction r a i l t r ans i t system. 

0 Principal-in-Charge and Project Director fo r preliminarv and f ina l 
design of trackwork for Detrc- Central Automated Transit System (CATS), a 
f u l l y automated, l inear inauction r a i l t r ans i t system for the Southeastern 
Michigan Transpcrtation Authority (SEMTA). 

0 Principal-in-Charge of f inal design of a 60 mile coal haul railroad for 
unit t r a in operation in Utah for a major coal company. This major branch 
l ine w i l l comprise part of the D&RGW Railroad system. 

0 Principal-in-Charge and Project Director fo r forensic investigation of 
track f a i l u r e , preparation of bid documents fo r material procurement and 
reconst-uction of direct f ixat ion track and resident engineering services 
during reconstruction under revenue t r a f f i c fo r City of Calgary, Alberta, 
l i gh t r a i l t rans i t (LRT) system. Engineering consultant fo r extension to 
LRT system for City of Calgary. 



0 Technical Consultant on "Project Yellow", a vital $460 million joint 
venture engineering and construction project of the Union Pacific Railroad 
end the Chicago and North Western Railroad. 

0 Project Director for development of trackwork design criteria and 
directive drawings for governing final design of Guadalupe Corridor light 
rail transit project, San Jose, CA. 

0 Principal-in-Charge and Project Director for final design of trackwork, 
(including yards trackage), material procurement documents and floating 
slabs, and for provision of materiel procurement inspection services for 
light rail rapid transit system of Niagara Frontier Transportation 
Authority (NFTA), Buffalo, NY. 

0 Chief Trackwork Engineer for the Frankford Elevated Structure 
Rehabilitation Project for the City of Philadelphia/Southeastern 
Pennsylvania Transportation Authority (SEPTA). This rehabilitation 
project was planned for being accomplished under revenue traffic. 

0 Principal-in-Charge for trackwork material procurement and final design 
documents required on the Newark City Subway Rehabilitation Project for 
New Jersey Transit (NJT), a major track rehabilitation project performed 
under revenue traffic. 

0 Trackwork Project Manager for Commuter Rail Improvement Program of MBTA 
in Boston. Project involved track inspection of all track, formulation of 
recommendations and engineering for rehabilitating seven commuter rail 
lines. Program work included track undercutting, driinage improvements, 
grade crossing improvements, cross tie renewal, turnout renewal, surfacing 
and lining, and laying of continuous welded rail under commuter traffic 
conditions, and coordination with operating department of MBTA. 

0 Responsible for preparation of trackwork design criteria and technical 
specifications for material procurement for LRT track rehabilitation of 
PAT, Pittsburgh, PA. 

February, 1976 - May, 1978: 
Morrison-Knudsen Co., Inc., Boise, ID, Director-Railroad Engineering. 

0 In this position, Mr. Dunn had overall responsibility for creation and 
management of a railroad engineering organization performing conceptual 
and detail design of rail car maintenance shops; preliminary and detail 
design of railroad b-anch lines to serve new coal mines; and studies 
comparing economics of alternative modes of coal transportation. 

February, 1973 - February. 1976: 
PBTB, Atlanta, GA, Manager of Engineering Support. 

0 In this position, Mr. Dunn, for the Parsons Brinckerhoff joint venture 
en.jaged as the General Engineering Consultant of the Metropolitan Atlanta 
Rapid Transit Authority (MARTA) Project, developed and managed a large 
multidisciplined department comprised of Railroad, Rail Facilities, 
Survey, Acoustics, and Utility Sections. He was responsible for the 
technical review and coordination of all design work with the 29 r a i l ­
roads, agencies and utilities affected by the Project. Was also respon­
sible for conceptual, preliminary and final design of rail transit yards, 
shops and trackwork; writing the design review procedures and the survey­
ing and mapping sp«?cifications; contract administration and technical man­
agement of surveying and photogrammetric mapping; and was the technical 
manager of the noise and vibration consultant's Work. 

-3-



June. 1966 - February, 1973: 
De Leuw, Cather 8 Co., Washington, DC, Chief Engineer-Yards, Shops tt Trackwork. 

0 His major responsibilities on Washington, DC Metro Project included: 
development of design criteria and directive drawings: final design, cost 
estimates of major repair yard, all trackwork (including state-of-the-art 
direct fixation rail fastener soecifications), 3 service and inspection 
yards; engineering of noise and vibration control features, including 
floating slabs for special trackwork; direction of staff engaged in com­
prehensive study of track design, construction and maintenance practices 
of North American and European rail transit systems; and an in-depth 
analytical investigation of track design principles, including an economic 
ŝ udy of track structure components. Was Project Engineer for final 
design of Major Repair Shop, procurement of shop equipment and for concep­
tual design of Service Inspection Shops. 

November, 1958 - June, 1966: 
Baltimore and Ohio Railroad (Chessie System) Baltimore, MD. 
Mr. Dunn's various assignments included: 

0 Resident engineer for constriction of a power plant and facilities to 
expand railroad's coal-handling capacity. Responsibilities included route 
location and preparation of plans and cost estimates for alignment 
changes, relocation of main tracks, and construction of new branch lines, 
sidings and yards. Was also involved in all facets of track maintenance, 
on-site studies into causes of major train derailments, train movements of 
continuous welded rail (CWR), laying of CWR in-track, and engineering 
design and surveying of the railroad's TOFCEE facility in Baltimore. 

PUBLICATIONS AND PAPERS: 
While working on the Washington, D.C. Metro project, Mr. Dunn wrote the 
report. Recommended Trackwork Standards, a text in trackwork design which set 
forth formulas and step-by-step procedures to be followed by track design 
engineers. Technical papers presented include: "Modern Railroad Concepts for 
Transporting Western Coal", April, 1976, "Railroad Transportation with Unit 
Trains-Key to Western Coal Development", July, 1976, and "Availability of 
Girder Rail for Light Rail Rapid Transit", April, 1980; Direct Fixation Rail 
Fasteners - Engineering, Procurement and (Construction Experience, Apri1 , 1989; 
Effect of Track Stiffness on Dynamic Loading of Direct FixatiorTRail Fasteners, 
August, 1989; Ncrth American Trackwork Design, Construction and Maintenance 
Standards and Practices, December, 1989. 

HONORS: 
At invitdtion of Japan Railway Civil Engineering Association, Mr. Dunn toured 
Japan in 1972 to inspect/observe/discuss railroad and rail transit facilities 
there. He has also toured railroad and rail transit facilities of several 
European countries in 1980, 1982 and 1984, and in Hong Kong and China in 
1985. In 1988, at invitation of French National Railroads and Paris Transport 
Authority, he toured France to inspect/observe/discuss railroad and rail 
transit facilities there. Selected for inclusion in 16ch edition (1978-1979) 
Who's Whc in the West; 21st-30th editions (1979-1999) Who's Who in Finance and 
Industry; 17th-25th editions (1980-1998) Who's Who in the South and Southwest; 
5th-16th editions (1980-1998) Who's Who in the World; 20th-22nd editions 
(1985-1990) Who's Who in theTast; lst-4th editions (1992-1999) Who's Who in 
Science and Engineering; 19th-20th editions Who's Who in Railroading and Rail 
Transit; and 1989-1997 editions Directory of Railroad Safety ConsultantT 
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V e r i f i c a t i o n 

State of Indiana ) 

County of Lake 
) SG: 

) 

Gregg L. Heinzman, being duly sworn, deposes and says 

th a t he has read the foregoing V e r i f i e d Statement, knows the 

contents thereof, and that the same are true as stated except as 

to those statements made on information and b e l i e f , and as to 

those, t h a t he believes them to be tr u e . 

Subscribed and sworn to before me 

t h i s / / day of October, 1997. 

)tary Pubw'p/for Lake County, Indiana, 

My commission expires 



V e r i f i c a t i o n 

State of V i r g i n i a 

County of James City 
) ss: 

Ronald H. Dunn, P.E., being duly sworn, deposes and 

says thac he has read the foregoing V e r i f i e d Statement, knows the 

contents thereof, and that the same are true as stated except as 

to those statements made on information and b e l i e f , and as t o 

those, t h a t he believes them to be true. 

Subscribed and sworn to before me 

t h i s l_Hf-day of October, 1997. 

Notary Public f o r James C i t y County, V i r g i n i a 

My commission expires ( - ̂  I - <^OQo 
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700 Horiion BuMno 
' t i Watt Moitat Stnwt 
Indlongoollk IN 4630* 

017) a6/.S003 
I FAX (317] 267-3006 
I 

Stephen L. Watson 
Qsglonal V>ce Pmioant -State Mononi 

Aii£Uit 25, 1997 

Mr. Ru«vU G. T»ylOC VIA FAX; 219-391-8223 
CityPluioer 
City of Esst Chic«CO 
Planniog Department 
4S2S Indiknapolis Blvd. 
Eut Chicago, IN 46312 • 

Dear Mr. Taylor: 

Thank you for mê  *ing with Bob GanKi, Qieg Sĉ wnksl and me on Wednesday, August 
20, 1997, to discuM our BftO Capacî  Inprovemeot Ptojea and our acquisition of ConcaU. 

Eart Chica&o identified three main azeas of interesv. They are: 

(1) The p̂ oipcct of eatabliahing a grade separation at Raiiroad Avanua ID allow 
p.;inru»< Avenue to be used at a haardous materials track rou « and to acoeas the 
proposed Chicago fintenprise Center and reduce crouiqg delays ftom switching 
activities. 

(2) CSX and NS williî jnea to work with Bast Chicago on the development of a new 
rail-to-waier and water-to-tnick imcrmodal terminal on tha U.S. Waterway 
channels. 

(3) Railroad's willingness tr work with East Chicago to develop tbe lake front area 
to attract investment and tourists, including an agreement to gram certain "wr 
rights" over the niltwd from the Qine Avenue overpass at Inland Street east to 
die WW overpass being constructed into the Showboat Casino. 

As you Indicated, East Chicago is a member of the Four Cities rxMaortium along with 
Gary Haiimwid and Whiiing. On August 8.1997. Gary Mayor Scott King forwarded a list of 
concerns the City of Gary has i«gatding tbt acquisitkm. On Auguit 14, 1997. the Four Citiw 
Consortium filed a Notice of substitution of Counsel with the STB and on the following day, riled 
a First Discovery request. 

We have received a cop> of the Fittt Discovery request and it includes many of the 
issues raised in our August 20, 1997 roeetiang and in Mayor King's tetiar to me of Aî ust 8, 
19̂ 7. Pff~f on these developments, we will defier lo our STB attwneys concerning the 
appropriateness of further discussions regarding this matter. 



E x h i b i t KLG-1 
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RnsscU G. Taylor 
August 25. 1997 
Page 2 

Meanwhile, plsaie be assured that we are continuiog to work toward \ resolution of u 
many of these issues aa possible. 

Thank you fbr tha opponunity to miet witfi you and we look forward tJ working with 
ya«i in ttie future. 

i 

Sincerely, 

t̂cpben L. Waaon 
oc: Mayor Robert Bereik, Whitnig 

Mayor Linda Buzinee, Hobait 
Mayor Duane Dedlow, Jr., Hrmmond 
Mayor Soott King, Gary 
Mayor Sammie Maletta, Portage 
K<Ayar Robert Pastrick, Bast Chica^ 
Mr. Mkheal Cervay, Gary 
Mr. Dennis Terry, Hanimond 
Ms. Gwendolyn Adams, Gary 

«« TOTAL pnGE.eez *« 



V e r i f i c a t i o n 

State of Indiana ) 
) ss : 

County of Lake ) 

Kimberly L. Gordon, being duly sworn, deposes and says 

that she. has read the foregoing V e r i f i e d Statement, knows the 

contents thereof, and that the same are true as stated except as 

to those statements mada on information and b e l i e f , ana a3 to 

those, that she believos them to be true. 

Subscribed and sworn to before me 

this day of October, 1997. 

Notary Public f o r Lake County, Indiana 

My commission expires 1̂ 11 "1 j 
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BEFORE THE 
SURFACE TRANSPORTATION BOARD 

CSX CORPORATION AND CSX 
TRANSPORTATION, INC. AND NORFOLK 
SOUTHERN CORPORATION AND 
NORFOLK SOUTHERN RAILWAY 
COMPANY -- CCNTROL AND OPERATING 
LEASES/AGREEMENTS — CONRAIL INC. 
AND CONSOLTDATED RAIL 
CORPORATIOi. 

Finance Docket No. 33388 

VERIFIED STATEMENT 
OF 

DUANE W. DEDELOW, JR. 

My nama i s Duane W. Dedelow, Jr. I am the elected Mayor 

of the City of Hammond, Indiana. My business address i s 5925 

Calumet Avenue, Hammond, Indiana 46320. 

Hammond i s a progressive community cf 84,000 located i n 

northwestern Indiana, adjacent to Chicago, I l l i n o i s , and bounded 

on the north by Lake Michigan. Hammond i s a l i v e l y , s p i r i t e d 

community that i s growing a f t e r a period of decline during the 

1970's and 1980's. Young fa m i l i f j s movina i n t o northwest Indiana 

,ire coming to regard Hammond as che loca t i o n of choice. Our c i t y 

i s described i n more d e t a i l i n the accompanying Verxfled State­

ment of Donald F. Thomas, Hammond's City Planner. 

Hammond i s a member of the Four C i t y Consortium, a 

group of four m u n i c i p a l i t i e s i n northwestern Indiana formed f o r 

purposes o l evaluating the regional impacts of the proposed 

:ic q u i s i t i o n of Consolidated R a i l Corporation ("Conrail") by 



csx Transportation, Inc. ("CSX") and Norfolk Southern Railway 

Company ("NS"), and recommending a regional s o l u t i o n to the 

infrastruv'ture, health and safety problems r e s u l t i n g from the 

proposed d i v i s i o n of Conrail. I am proud of the fa c t that these 

four c i t i e s have been able to develop a coordinated approach t o 

t h i s r a i l merger and to recommend a so l u t i o n t h a t f i t s the need 

of a l l members of t i e Consortium. 

As Mr. Thomas relates i n his V e r i f i e d Statement, 

Hammond i s the western anchor cf the Four C i t i e s Consortium Due 

to t h e i r s t r a t e g i c location on the eastern border of Chicago, 

these c i t i e s ^and Hammond i n p a r t i c u l a r ) are traversed by a large 

number of r a i l l i n e s . Several of these l i n e s , i n p a r t i c u l a r the 

CSX Chicago Avenue l i n e which passes j u s t north of downtown 

Hammond as w e l l as 'hrough EcSt Chicago's downtown, have a large 

number of at-grade highway crossings. 

Rail operations in Hammonc result in significant public 

safety concerns. They also disrupt the lives of i t s citizens and 

commerce due to lengthy queues and delays at blocked railroad 

crossings. The high volume of vehicular t r a f f i c the crossings 

of the CSX Chicago Avenue line in particular (as detailed by Mr. 

Thomas), combined with froqi'ant train movements, has resulted in 

a particularly hazardous situation. Emergency service, private 

and comi.':ercial vehicles as well as school buses are constantly 

backed up at these grade crossings. Rail crossing delays are so 

endemic that many of our residents routinely ignore the crossing 

protet-tion devices and attempt to cross the tracks in the path of 
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approaching t r a i n s . The crossing delays also contribute t o a i r 

p o l l u t i o n i n an area th a t has been designated by the Environmen­

t a l Protection Agency as a non-attainment area under federal a i r 

q u a l i t y standards. 

This s i t u a t i o n w i l l only be made worse i f r a i l t r a f f i c 

using the CSX Chicago Avenue l i n e increases. To remedy the 

problem while s t i l l preserving the operational benefits desired 

by CSX and NS, the Four City Consortium has developed an Alterna­

t i v e Routing Plan which w i l l reroute some of the t i a f f i c using 

the most congested l i n e s ( i n terms of both r a i l t r a f f i c and 

rail/highway grade crossings) to less congested l i n e s w i t h more 

rail/highway grade separations. 

The d e t a i l s of the A l t e r n a t i v e Routing Plan are set 

f o r t h i n Mr. P h i l i p H. Burris's testimony f o r the Four C i t y 

Consortium. I t i s a well-ti.ought-out regional s o l u t i o n to the 

public health and 3afety problems t h a t would otherwise r e s u l t 

from the proposed realignment of r a i l operations i n northwest 

Indiana. On behalf of -he City of Hammond, I urge the Board to 

require CSX and NS to adhere to t h i s Plan as a condition to i t s 

approval of t h e i r a c q u i s i t i o n of Conrail. 
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Veri f i c a t i o n 

State of Indiana ) 
) ss: 

County of Lake ) 

Duane W. Dedelow, J r . , being duly sworn, deposes and 

says th a t he has read the foregoing V e r i f i e d Statement, knows the 

contents thereof, and that the same are true as stated except as 

to those statements made on information and b e l i e f , and as t o 

those, t h a t he believes them to be true. 

Subscribed and sworn to before me 

t h i s l ^ ^ a y of October, 1997. 

Ncltery Public f o r Lake County, Indiana 

My c:)mmission expires .7<S '"/̂  



BEFORE THE 
SURFACE TRANSPORTATION BOARD 

CSX CORPORATION AND CSX 
T'RANSPORTATION, INC. AND NORFOLK 
SOUTHERN CORPORATION AND 
NORFOLK SOUTHERN RAILWAY 
COMPANY — CONTROL AND OPERATING 
LEASES/AGREEMENTS -- CONRAIL INC. 
AND CONSOLIDATED RAIL 
CORFORATION 

Finance Docket No. 33388 

VERIFIED STATEMENT 
OF 

DONALD F. THOMAS 

My name i s Donald F. Thomas. I am the City Planner f o r 

the C i t y of Hammond, Indiana, with o f f i c e s at 649 Conkey Street. 

Hammond, Indiana 45324. I have held t h i s p o s i t i o n (or the equiva­

lent p o s i t i o n of Director of Planning) since 1990. P r i o r to 

1990, I spent two years as Director of Community Development f o r 

the C i t y of Homewood, I l l i n o i s (a suburban community located 

south of Chicago). Pr i o r t o my service at the C i t y of Homewood, 

I spent seven years as a Planner i n the Department of Planning 

and Development, of the Regional Transportation Authority of 

Chicago, an I l l i n o i s agency responsible f o r the provision of 

public t r a n s i t ( i n c l u d i n g commuter r a i l service i n ) the Chicago 

metropolitan region. 

As C i t y Planner f o r tho C i t y of Hammond, I am responsi­

ble f o r the City's planning ( i n c l u d i n g transportation planning), 

zoning, and h i s t o r i c preservation a c t i v i t i e s . I work i n concert 



with the City's Community Development and Economic Development 

Departments, and r e s i d e n t i a l and business community leaders. I 

also work wit h the planners from other Indiana c i t i e s i n the 

region, the Northwest Indiana Regional Planning Commission, and 

the State of Indiana to resolve planning issues of regional 

concern. I report d i r e c t l y to the Mayor of Hammond, and I super­

vise a s t a f f of two professionals, summer i n t e r n s , and ^.-lerical 

support personnel. 

The purpose of t h i s v e r i f i e d Statement i s t o provide 

the Surface Transportation Board ("STB") w i t h information ron­

cerning the r a i l r o a d l i n e s that traverse the City of Hammcnd, the 

i n f r a s t r u c t u r e problems caused by several of these l i n e s , and the 

p o t e n t i a l adverse impacts that are l i k e l y to r e s u l t from the 

proposed a c q u i s i t i o n of Consolidated Rail Corporation ("Conrail") 

by CSX Transportation, Inc. ("CSX") and Norfolk Southern Railway 

Company ("NS"). I am submitting t h i s testimony on behalf not 

only of the City of Hammond, but also the C i t i e s of East Chicago, 

Gary and Whiting, Indiana. In the i n t e r e s t of presenting the STB 

wit h a u n i f i e d , regional overview of the Conrail transaction from 

the perspective of several p o l i t i c a l and planning e n t i t i e s i n 

northwestern Indiana who share common i n t e r e s t s , these c i t i e s 

have formed a group known as the ' rour C i t y Consortiijn" vvhich i s 

submitting a single set of Comments i n t h i s proceeding. My 

testimony w i l l focus s p e c i f i c a l l y on the C i t y of Hammond, but 

Hammond's concerns shouid be /iewed i n the context of the Four 

City region as a whole. 
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Hammond i s a > I t u r a l l y - d i v e r s e i n d u s t r i a l and r e s i d e n ­

t i a l community occupying an area of 27 square m i l e s i n Lake 

County, I n d i a n a , w i t h a p o p u l a t i o n of 84,000. Hammond i s l o c a t e d 

i n Northwest I n d i a n a , and i s bounded by the C i t y of Chicago, 

I l l i n o i s on the west. Lake Michigan and the C i t y of W h i t i n g on 

the n o r t h , and the C i t i e s of East Chicago and Gary on the east. 

A f t e r a decades-long p e r i o d of economic and p o p u l a t i o n d e c l i n e , 

t h e C i t y i s i n the process of r e v i t a l i z i n g i t s e l f . Home values 

are r i s i n g , and Hammond now has a v a i l a b l e w i t h i n i t s environs 

a p p r o x i m a t e l y 33,000 jobs -- approximately 10,000 of which have 

been c r e a t e d s i n c e 1990. I n a d d i t i o n , th'^ area's new l a k e - f r o n t 

casinos a t the Hammond Marina, P a s t r i c k Marina i n East Chicago 

a'id B u f f i n g t o n Harbor i n Gary, a l l of which opened i n the l a s t 

two years, have created n e a r l y 5,000 new jobs which draw from a l l 

over t h e Four C i t i e s area. 

Hammond's a b i l i t y t o continue t o grow i s i n h i b i t e d by 

s e v e r a l i n f r a s t r u c t u r e problems t h a t we are working hard t o 

overcome. I n p a r t i c u l a r , Hammonc i s c r i s s - c r o s s e d by r a i l r o a d 

l i n e s which have a l a r g e number c f at-grade r a i l / h i g h w a y c r o s s ­

i n g s . This i s l a r g e l y as a r e s u l t of Hammond's s t r a t e g i c l o c a ­

t i o n ; a l l of the major r a i l c o r r i d o r s extending from Chicago 

eastward t o D e t r o i t and the East Coast v i a Toledo, F o r t Wayne, 

Cleveland and P i t t s b u r g h pass through Hammond. These i n c l u d e 

main l i n e s of the t h r e e major eastern r a i l c a r r i e r s , C c n r a i l 

CSX and NS, as w e l l as l i n e s of zhe major Chicago area s w i t c h i n g 

c a r r i e r s i n c l u d i n g the Indiana Harbor B e l t ("IHB"), the E l g i n , 
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J o l i e t & Eastern ("EJE" , and the Baltimore & Ohio Chicago 

Terminal Railway ("BOCT"). The l a t t e r c a r r i e r i s a wholly-owned 

subsidiary of CSX. 

The major east-west r a i l l i n e s t h a t pass through 

Haimnond, from north to south, include CSX's Lakefront l i n e 

between Pittsburgh and Chicago via Willow Creek, Gary and Pine 

Junction, Indiana; Conrail's Lakefront l i n e extending from 

Elkhart and Porter, Indiana to Chicago; Conrail's "Porter branch* 

extending from Michigan C i t y and oints i n Michigan to Chicago 

via Porter, Tolleston and Ivanhoe, Indiana; CSX's main l i n e 

between Pittsburgh and Chicago via Willow Creek, the CSX l i n e 

extending from Pine Junction (Gary) to Calumet Park and Barr 

Yard, I l l i n o i s via the Chicago Avenue corridor;^ the IHB l i n e 

extending from Gary to various points i n the Chicago area via 

Tolleston, Ivanhoe and Gibson Yard; and the NS l i n e extending 

from Fort Wayne to Chicago via Hobart and Osborn, Indiana. In 

add i t i o n , the former Pennsylvania Railroad main l i n e between 

Pittsburgh and Chicago also passes through Hammond. Parts of 

t h i s l i n e between Hobart, Tolleston and Clarke Junction are not 

presently i n service. This l i n e between Hobart and Tolleston i s 

presently owned by NS, and between Tolleston and Clarke Junction 

i s presently owned by Conrail. I understand that t h i s l i n e w i l l 

be acquired by CSX, which plans to restore i t to service. In 

' This l i n e i s a c t u a l l y owned by the BOCT, a wholly-owned 
CSX subsidiary. I w i l l henceforth r e f e r to t h i s l i n e , which 
connects with the CSX main l i n e from Pittsburgh at Pine Junction, 
as the "CSX/BOCT l i n e . " 
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addition to these l i n e s , the IHB, Chicago South Shore and South 

Bend Railroad, and EJE a l l have lines that traverse Hanmiond i n 

various d i r e c t i o n s . 

As one can imagine, there are many rail/highway grade 

crossings i n Hammond. The CSX/BOCT l i n e , which i s of major 

concern t o the C i t y , passes j u s t north of downtown Hammond 

p a r a l l e l to busy Chicago Avenue and has nine grade crossings. 

This l i n e has no rail/highway grade separations i n Hammond. 

Several of these highway grade crossings of the CSX/ 

BOCT l i n e involve heavily-traveled a r t e r i a l s t r e e t s , w i t h very 

high d a i l y vehicular counts. These include, i n p a r t i c u l a r , 

Hohman Avenue (10,500 d a i l y vehicular crossings), Calumet Avenue 

(17,000 d a i l y vehicular crossings), and Columbia Avenue (15,000 

d a i l y vehicular crossings). These are major north-south s t r e e t s 

providing access to and through the Hammond Central Business 

D i s t r i c t and access to and from Lake Michigan f o r residents who 

l i v e i n the southern part of Hammond. Calumet Avenue, which i s a 

major a r t e r i a l f ederal-aid highway (U.S. 41), also provides 

access to the Indiana T o l l Road ( I n t e r s t a t e 90) and the T r i - S t a t e 

Highway ( I n t e r s t a t e 80/94). 

The d i f f i c u l t i e s entailed by the heavy vehicular 

t r a f t i c using these crossings are compounded by the f a c t t h a t the 

r a i l l i n e c l o s e l y p a r a l l e l s Hammond's main east-west s t r e e t , 

Chicago Avenue. Vehicles using Chicago Avenue i t s e l f are often 

delayed by vehicles waiting making r i g h t and l e f t turns t o cross 

the tracks. 
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I understand t h a t , f o l l o w i n g consummation of the 

Co n r a i l c o n t r o l t r a n s a c t i o n , CSX plans t o r a i s e the speed l i m i t 

f o r t r a i n s u s i n g t h e CSX/BOCT l i n e from 25 t o 40 miles per hour, 

and t o i n c r e a s e the volume of f r e i g h t t r a f f i c moving over t h i s 

l i n e from 27.6 t r a i n s per day t o 33.3 t r a i n s per day, or an 

increase o f n e a r l y s i x t r a i n s per day. F u r t h e r , I understand 

t h a t t h e p r o j e c t e d p o s t - a c q u i s i t i o n t r a i n s w i l l be c o n s i s t e n t l y 

longer than t h e t r a i n s p r e s e n t l y moving over t h i s l i n e . This 

l i n e i s a l r e a d y a major cause f o r concarn t o the C i t y of Hammond. 

I t i s a d o u b l e - t r a c k l i n e , used by f r e q u e n t , slow-moving f r e i g h t 

t r a i n s . A lthough most of the highway grade crossings are pro­

t e c t e d by gates and automatic f l a s h e r s , s e v e r a l have f l a s h e r s 

o n l y . The vehicular- delays a t these c r o s s i n g s are severe, and 

have r e s u l t e d i n an endemic problem of v e h i c l e s (and p e d e s t r i a n s ) 

i g n o r i n g t h e c r o s s i n g p r o t e c t i o n and c r o s s i n g the t r a c k s i f no 

t r a i n i s a c t u a l l y present. This problem w i l l be exacerbated by 

CSX's pr o p o s a l t o increase both the frequency and speed of t r a i n 

movements u s i n g t.his l i n e . 

Hammond r e s i d e n t s and workers who cross the CSX/BOCT 

l i n e r e g u l a r l y have, u n f o r t u n a t e l y , become used t o slow-moving 

and stopped t r a i n s . The C i t y i s g r e a t l y concerned t h a t i n g r a i n e d 

h a b i t s w i l l d i e s l o w l y , and t h a t people who r o u t i n e l y i g n o r e 

a c t i v a t e d g r a d e - c r o s s i n g p r o t e c t i o n devices w i l l continue t o do 

so i n the f u t u r e , unaware of the g r e a t e r hazard presented by 

faster- m o v i n g t i a i n s . 
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The CSX/BOCT l i n e a l s o presents problems i n terms of 

emergency s e r v i c e s . The d i v i s i o n of Hammond by the CSX/BOCT l i n e 

(and the o t h e r r a i l l i n e s f u r t h e r south) makes i t v e r y d i f f i c u l t 

f o r emergency v e h i c l e s t o respond t o c a l l s w i t h o u t having t o w a i t 

f o r occupied r a i l / h i g h w a y grade c r o s s i n g s t o c l e a r . This i s 

p a r t i c u l a r l y t r u e w i t h respect t o access t o St. M&rgaret's 

H o s p i t a l from the n o r t h . To help cope w i t h t h i s problem, t he 

C i t y of Hammond has a t o t a l of seven f i r e s t a t i o n s . We have o n l y 

f o u r EMS (ambulance) bases, however. This means t h a t , p e r i o d i ­

c a l l y , the C i t y has t o use f i r , equipment t o respond t o emergency 

medical c a l l s . Without t h i s d u p l i c a t i o n of emergency-response 

c a p a b i l i t y , the C i t y would have g r e a t d i f f i c u l t y responding 

adequately t o the 8,000-plus EMS c a l l s i t r e c e i v e s a n n u a l l y . 

Some o" these issues and concerns are addressed i n the 

C i t y of Hammond's comprehensive Land Use Plan, which was adopted 

i n 1992 Lo heip i t prepare f o r f u t u r e development. This document 

co n t a i n s a T r a n s p o r t a t i o n Thoroughfare Plan, r e l e v a n t p o r t i o n s of 

which are appended t o my testimony as E x h i b i t DFT-1. Among the 

problems i d e n t i f i e d i n t h i s p o r t i o n of t h e Plan i s t h e need f o r 

the v e r t i c a l s e p a r a t i o n of v e h i c u l a r t r a f f i c from r a i l t r a f f i c a t 

se v e r a l e x i s t i n g r a i l r o a d grade c r o s s i n g s , i n c l u d i n g two on the 

CSX/BOCT l i n e . The d i s c u s s i o n ô " t h i s i s s u e i n d i c a t e s t h a t 

dev3lopment of these grade s e p a r a t i o n s : 

w i l l become more c r u c i a l as t r a f f i c volumes 
increase and a d d i t i o n a l laneage i s prov i d e d 
of^ major thoroughfares. I t may be p o s s i b l e 
t o a void the expense of a grade s e p a r a t i o n 
s t r u c t u r e by l i m i t i n g t r a i n movements or 
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having them occur d u r i n g non-peak t r a f f i c 
hours. 

See E x h i b i t DFT-1, a t the page nuucered 71. The C i t y ' s a b i l i t y 

t o a v o i d t h e n e c e s s i t y of c o n s t r u c t i n g new grade s e p a r a t i o n s w i l l 

be l o s t w i t h respect t o the CSX/BOCT l i n e through Hammond i f 

CSX's planned r a i l t r a f f i c increases on t h a t l i n e are allowed t o 

proceed. 

The primary i n t e r e s t of the C i t y of Hammond i n t h i s 

proceeding i n v o l v e s t h e p o t e n t i a l s h i f t i n g of r a i l t r a f f i c from 

the CSX/BOCT l i n e t o ot h e r east-west r a i l l i n e s , and i n p a r t i c u ­

l a r t h e IHB l i n e t h a t p a r a l l e l s the CSX/BOCT l i n e a p p r o x i m a t e l y 

one m i l e t o the south. The IHB l i n e occupies C o n r a i l r i g h t - o f -

way, and i t i s l a r g e l y grade-separated across both Hammond and 

Gary. I n Hammond alone, the IHB l i n e has s i x r a i l - h i g h w a y grade 

s e p a r a t i o n s , and on l y one a t grade c r o s s i n g . I understand t h a t 

t h i s l i n e has e i g h t grade separations i n Gary, and o n l y t h r e e 

grade c r o s s i n g s i n t h a t c i t y . The f e d e r a l , s t a t e and c i t y 

governments have i n v e s t e d over $25 m i l l i o n i n the l a s t t e n years 

f o r grade s e p a r a t i o n s on the IHB c o r r i d o r . I t i s i m p e r a t i v e t h a t 

the b e n e f i t s of t h i s investment be maximized f o r t he s a f e t y of 

our c i t i z e n s and t o a s s i s t i n the improvement of the a i r q u a l i t y 

i n a n o n - a t t a : "-ment area. 

The Four C i t y Consortium has developed an A l t e r n a t i v e 

Routing Plan which would reduce the number of t r a i n movements 

over the CSX/BOCT l i n e and over the former Pennsylvania R a i l r o a d 

l i n e betv/een Clarke J u n c t i o n and T o l l e s t o n , by s h i f t i n g some of 

the r a i l t r a f f i c t h a t woald use these l i n e s under the CSX and NS 
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operating plans to the p a r a l l e l IHB l i n e . This plan, which i s 

described i n more d e t a i l i n the V e r i f i e d Statement of P h i l i p 

Burris on behalf of the Four City Consortium, would reduce the 

number of d a i l y t r a i n movements over the CSX/BOCT l i n e from 33.3 

(the number projected by CSX f o r the t h i r d year a f t e r the trans­

action i s consum.mated ̂  to a more manageable 16.7. I t would also 

eli - ^ i n a t e the need to r e - i n s t a t e the l i n e that i s presently out 

of service between Hobart and Clarke Junction — a p r o j e c t that 

would create 20 new at-grade crossings. 

The A l t e r n e t i v e Routing Plan was developed t o best f i t 

the needs of a l l of the members of the Four Cit y Consortium. I t 

v i l l reduce congestion at rail/highway grade crossings by concen­

t r a t i n g more t r a f f i c on grade-separated l i n e s . On the other 

hand, the Plan should not i n t e r f p i e with CSX's and NS's a b i l i t y 

to maximize the e f f i c i e n c y of t h e i r own operations i n moving r a i l 

t r a f f i c between Chicago and eastern points. From my perspective 

as an urban planner, the A l t e r n a t i v e Routing Plan i s an excellent 

example of cooperative regional trai.sportation planning. I 

commend i t to the STB as a plan t h a t w i l l minimize the Conrail 

transaction's impacts on the northwest Indiana region, while 

enabling the r a i l c a r r i e r s to achieve the e f f i c i e n c i e s and 

a l t e r n a t i v e r o u t i n g c a p a b i l i t i e s they seek. 
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EXHIBIT DFT-1 

CITY OF HAMMOND 
COMPREHENSIVE/LAND USE PLAN 

Prepared For: 

The City of Hammond 
Indiana 

Prepared By: 

Baxmeyer Associates, Inc. 
Soiuh Bend, Indiana 

1992 



III. TRANSPORTATION/THOROUGHFARE PLAN 

The Transportation/Thoroughfare Plan, is designed to support the contmuing 
development anticipated in the Hammond area during the next several years. This will 
place increasing demands upon the community's transportation system. The Thoroughfare 
Plan proposes an inter-relried system o( highways, roads and streets serving the area which 
will meet the increased transportation demands within the City. 

It is the intent of this study to define the best possible vehicular circulation system 
for the present and long-range needs of the City. Thus, the initial concern is development 
of a plan which achieves the following general goals: 

• Easy and direct access to the major traffic generators within and ad­
jacent to the Hammond planning area; 

• Efficient through movements within the community: and, 

• Protection of the existing and potential residential areas by discourag­
ing through traffic movements within residential areas. 

The streets which comprise this network are classified according to the functions they 
are to perform within the overall system. They are arranged so as to move vehicular traffic 
smoothly and efficiently in, out and through the area. 

A. The Existing Thoroughfare System 

In Hammond, as in most established communities, the street system is one of its most 
permanent features. Once the street system has become well established, it is difficult and 
costly to make major alterations in the pattern; consequently, this thoroughfare plan relies 
heavily on the existing street system. Various state and federal highways which enter the 
City perform the arterial functions of moving people and goods from one urban center to 
another. Many of the local streets, because of their location, alignment and surface condi­
tion, are used by local residents as collector routes. These roads gather traffic from 
residential areas and local streets and carry the traffic to nearby urban centers. The 
remainder of the streets within the City perform local access functions. They carry traffic 
through and between residen'ial neighborhoods and from residential neigh'r orhoods to col­
lector streets or roads. 

B. Thoroughfare Concepts 

The following discussion briefly outlines the planning framework about which the 
Thoroughfare Plan is developed. 
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A circulation svstem must be designed to accommodate two basic types of traffic tlt)w -
local and through.' Due to the variations in existing and anticipated vehicular movements 
within the confines of these types, roadways of several degrees of efficiency become neces­
sary. These may be categorized as follows: 

1 neal Access Streets are the residential streets, the industrial ser\-ice drives and the like 
that serve a particular tvpe of local traffic. Generally, local access streets are low speed, 
narrow and not used for'through circulation. Destinations are located on local streets. 

Through Streets are wider and are imended to handle higher iraffic demands. In an urban 
area it is necessar\' that these interconnect with each other to allow movement in all direc­
tions, either internally or into and out of the area. Through streets take the following 
forms: 

Collector Streets - These are the least important through streets which col­
lect vehicles from local streets and distribute them to either local destina­
tions or to higher type arteries. 

Arterials - These streets are the principal traffic carriers in the street net­
work. Thev connect points of major traffic generations and should be wide 
enough to tiandle the particular traffic load they are called tc carry. Because 
of lhe longer trips involved with major thoroughfares, they should be 
designed to handle higher speed traffic, have fewer curb cuts and generally 
be of a higher design standard (gradients, curves, etc.). 

Regional Arterials - Regional arterials or freeways are designed for through 
traffic between urbanized places and (depending on size) for inter-urban cir­
culation. They are constructed to tne highest design standards, have 
separated laneage and profiles, controlled access and permit high speed and 
efficient long-range circulation. 

C. Land Use Relationship 

In addition to outlining the types of thoroughfares which together constitute a circula­
tion svstem, there are also cefinite planning principles involved in terms of road locations 
with reference to various land uses. Both the functional and land use relationships are 
shown schematically on the following page and briefly described below: 

. Only local streets should be within residential neighborhoods with through 
streets forming the boundaries. Street layouts should serve to discourage 
through movements with both origin and destination outside of the 
residential neighborhood unit. Single-family development within the 
neighborhood, however, can be located adjacent to through streets with 
such provisions as "backlotting" or "sidelotting" or frontage roads. Also, in 
some cases, single-family development can front on a through street where 
the thoroughfare is so developed that the fast moving lanes are not 

56 



directiv adjacent to the curb. Multiple residential uses may be located ad­
jacent to major thoroughfares providing ci"-b cuts are controlled and/or 
service roads are provided. 

• Neighborhood recreation facilities, such as elementary school sites, should 
be near the center of the neighborhood ar.J tnus, not on through streets. 
Large community or area-wide recreational facilities, however, should be 
adjacent to or have access to one or more through streets. 

• Shopping centers should be located on, but not bisected by, through 
streets. Commercial frontage generates a large number of turning and 
parking movements which, if left uncontrolled, can cripple the efficiency 
of a through route. To prevent this condition from occurring, ingress and 
egress points for commercial properties should be at specific locations so 
that the location of turning movements may be reduced. On-street park­
ing in commercial areas is another major cause of congestion and hazard­
ous conditions. The removal of this parking in such an area will not only 
increase the degree of safety afforded but increase the capacity of through 
-Tiovement. 

• Through streets can be within an industrial area, or in some cases, might 
be better located as a buffer between residences and industry. Special 
consideration should be given to the design of local streets which are in­
tended to serve industrial uses so that large trucks and sudden peak hour 
traffic loads may be adequately provided for. 

One important step in the Thoroughfare Planmng Process is a classification of the ex­
isting street and highway system according *o a set of functional criteria. For the purposes 
of this report, a system, as advanced in The National Highwav Functional Classification 
and Needs Study - Manual B, which establishes a hierarchy of functional road systems, was 
used. 

D. Federal Classification Svstem 

Since, on a national scale, streets and highway> display a wide variety of functional 
characteristics, the Federal study generally defines three types of systems - those for rural 
areas, for small urban areas and. the one that relates to Hammond, urbanized areas. 

Four functional subsystems are identified under the Urbanized Areas System: Urban 
Principal .Arterials. Urban Minor Arterial Streets. Urban Collector Streets and Urban Lo­
cal Streets. These subsystems are defined as follows: 

Urban Principal Arterials - include the urban portion of the Interstate Sys­
tem, other freeways and expressways and other principal arterials without ac­
cess control. These routes should serve the projected major centers of ac­
tivity in a metropolitan areas and should carry a high proportion of the total 
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projected urban area travel on a minimum of mileage. The concept of serv­
ice to abutting land should be subordinate to the provision of travel service 
between trip interchanges. Only facilities within the unlimited access Prin­
cipal Arterials Subsystem should provide direct access to adjacent land. 

Vrhnn Minor Arterial Streets - should interconnect with and augment the 
Urban Principal Arterial Subsystem and provide service at a somewhat lower 
level of travel mobility than major arterials. Tliis subsystem also distributes 
travel to geographic areas smaller than those identified with the higher sub­
system. 

The Urban Minor /Vrterial Street Subsystem includes all arterials not 
classified as principal, provides greater access to land than the principal sub­
system and offers a lower level of traffic mobility. 

Urban Collector Streets - may penetrate neighborhoods distributing trips 
from the arterials through tho area to their ultimate destination which may 
be on a local or collector street. Conversely, this subsystem can also be ex­
pected to collect traffic from local streets and channel it into the arterial sys­
tem. Furthermore, this subsystem should provide for both land access service 
and local traffic movements within residential, commercial and industnal 
areas. 

yirb^n \nca\ Streets - comprise all streets not included in the higher subsys­
tems. Thev ser\e primarily to provide direct access to abutting land and ac­
cess to the other street subsvstems. It offers the lowest level of mobility and 
should provide for residential traffic only. Through traffic movements should 
be specifically discouraged. 

The following map represents the classification of roads and streets in the City of Ham­
mond. Each route is classified according to the preceding standards. 

E. Design Standards for Future Thoroughfares 

As previouslv discussed, the Thoroughfare Plan classifies all existing and proposed 
highwavs roads and streets in the City of Hammond as either regional, arterial, local ar­
terial iocal collector or local access thoroughfares. To properly perform their intended 
functions these traffic aneries should meet certain design standards goveming such factors 
as alignments, intersection intervals, site distances, gradients, surface types, right-of-way 
widths pavement widths and traftic controls. The subdivision control ordmance of the City 
of Hammond contair.s detailed specifications for all new or improved thoroughfares m the 
communitN In addition, the Indiana State Highway Department maintains extensive stan­
dards for the construction of regional, arterial and local arterial roads. 
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• The rcMat:vel\ high traffic counts on 12̂ >th Street indicate that it tiinc-
tions as a local arterial street in the Rob Ttsdaie/North Hammond 
area. 

Clearlv. from the traffic volumes shown, there is less traffic movement in an east-west 
direction across the region than in a general north-south direction. Again, this is in part 
dictated by geography where movements are originating in the more residential areas to 
the south moving north to the more industrial areas of northern Lake Count\. 

I . Street Problem Areas 

The following map illustrates some of the mor notable thoroughfare problem areas in 
the City of Hammond. The map is not intended to depict every instance of a giver, 
problem. Rather, it is designed to call attention to instances that should receive considera­
tion as the City's Thoroughfare Plan is developed. 

Problem areas illustrated on the map include: 

1. Poor Intersections - It is recognized that the majority of the intersections noted under 
this symbol were not truly designed as such. Rather, they are an outgrowth of a road sys­
tem laid out some time ago - a system not prepared for the demands of today's auto-
oriented societv. Many of the problems at these intersections hinder turning movements 
and restrict horizontal sight distance, hence creating a hazard to safe traffic movements. 
Generally, the intersections noted have one or more of the following problems: 

• Roads intersectuij^ together at angles less than ninety degrees (i.e. in­
tersection; of Indianapolis and Calumet, Calumet and Sheffield and 
others) 

• Street intersections directly adjacent to railroad rights-of-way (i.e. in­
tersections of Calumet with Gostlin and others) 

• Intersections with poor sight distance due to abrupt changes in grade; 
and. 

• Intersections with poor street alignment generally involve those with 
center lint off-sets of 125 feet or less (Conkey and Calumet and 
others). 

2. Areas of Sigpifirant Accident P rea -qncv - Table 14 summarizes the accident rate at 
select intersections for the years 1987 tti . '^h 1989. Several points should be noted. For 
purposes of this report, only those inte:sections where police reports indicate 
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more than five accidents occurred in each of at least two of the last three years „n either 
street are shown. Accident reports are usually related to the nearest interseaion. Hence, 
rates are indicated for each street of an intersection. 

To a large extent, these accident rates reflect the current volumes of traffic and their 
patterns of movement. It is important to note, however, that accident rates on streets and 
roads with high traffic volumes can be mmimized with adequate traffic controls such as 
proper signalization. adequate laneage widths, right and left turning lanes at intersections, 
adequate^sight distances, controlled access onto major thoroughfares and on-street parking 
restrictions where necessary. 

3 Other Street Problem Areas - These include needs for grade separations at railroad 
crossings, improved access to freeways and a reduction in vehicular congestion along cer-
ain portions of the existing thoroughfare network: 

• Grade Separations - The map indicates a need for the vertical ;iepara-
tion of vehicular traffic from rail traffic at several existing railroad 
crossings. These crossings are designated on the map by a open circle. 
While not all of them are necessary at the present time, their develop­
ment will become more crucial as traffic volumes increase and addi­
tional laneage is provided on major thoroughfares. It may be possible 
to avoid the expense of a grade separation structure by limiting train 
movements or having them occur during non-peak traffic hours. This 
would require coordination between the City and the train companies. 

• Improved Access - All existing access points to the Indiana Toll Road 
and the Borman Expressway are not of a standard adequate to accom­
modate the traffic volumes on major thoroughfares which may be ex­
pected to be generated at full urban development of the area. Hence, 
a need has been indicated for the improvement of existing access to 
these regional arterials. As with the grade separations, not all of these 
access improvements are necessary at the present time. 

• Vehicular Congestion - In the areas indicated on the map. this 
problem is primarilv the result of two factors. One is the laneage 
width of the existing thoroughfare which is inadequate to handle the 
columns of traffic generated. The other factor which results in con­
gestion in certain areas is the pattern of existing developmem which 
has occurred in a relatively unrestricted fashion. The result has been 
a multitude of access points to adjacent properties and the creation of 
hazardous traffic situations due to an excessive number of turning 
movements. 
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The Preliminary Thoroughfare Plan is directly related to previously prepared studies of 
the Master Plan which deal with residential, commercial and industrial development within 
the pla.ining area. This study is intended to propose a circulation system which will ade­
quately serve the heavy demands of existing and proposed commercial and industrial land 
use and. at the same time, discourage through traffic in residential areas. 

This section is divided into two parts; one which deals with major and secondary 
thoroughfares and the second which presents a set of local street proposals. Furthermore, 
this Plan, when adopted by the appropriate governing bodies, will provide a legal guide for 
the dedication of adequate rights-of-way along proposed thoroughfares and collector 
streets. 

J, Future Thoroughfare Proposals 

1. Rohertsdale/North Hammond Corridor - As discussed in the Comprehensive/Land 
Use Plan, the changing land use character of South Robertsdale and the northern section 
of North Hammond represent a unique opportunity for an urban community. With loss of 
some industry, the opportunity exists to develop some large tracts of undeveloped land sur­
rounded by a heavily urbanized area. As such, it will be necessary to improve the transpor­
tation linkage between Robertsdale and North Hammond. This could be accomplished in 
one or two ways. First, Calumet Avenue can be improved as a major thoroughfare between 
I22nd Street and 141st Street. A second proposal would be to develop a new route, essen­
tially a parallel alignment to Calumet Avenue, to serve some of the available areas. This 
route would most likely take the form of a local collector street rather than a local arterial. 

2. Marina Access - With the development of the marina on the shore of Lake Michigan, 
adjacent to the Hammond Water Filtration Plant, it is anticipated that a high level of traffic 
movements will be generated to and from this facility. At the present, the railroad crossing 
on Calumet Avenue north of the Lever Brothers will be inadequate to serve the new 
marina. Therefore, a grade separation structure should be built to connect the marina to 
Indianapolis Boulevard. 
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V e r i f i c a t i o n 

State of Indiana ) 
) 

County of Lake ) 
ss 

Donald F. Thomas, being duly sworn, deposes and says 

that he has read the foregoing V e r i f i e d Statement, knows the 

contents thereof, and that the same are true as stated except as 

to those statements made on information and b e l i e f , and as to 

tho5;e.. that he believes them to be tr u e . 

Subscribed and sworn to before me 

t h i s y j j j ^ a y of October, 1997. 

4 
Notary P u b l i c f o r I*&ke C o u n t y , ^ n d i a n a 

My commission e x p i r e s 



9 
< 



BEFORE THE 
SURFACE TRANSPORTATION BOARD 

CSX CORPORATICN AITO CSX 
TRANSPORTATION, INC. AND NORFOLK 
SOUTHERN CORPORATION AND 
NORFOLK SOUTHERN RAILWAY 
COMPANY - - CONTROL AND OPERATING 
LEASES/AGREEMENTS -- CONRAIL INC. 
AND CONSOLIDATED RAIL 
CORPORATION 

Finance Docket No. 33388 

VERIFIED STATEMENT 
OF 

SCOTT L. KING 

My name i s Scott L. King and I serve as the e l e c t e d 

Mayor of the C i t y of Gary, Indiana, rhe l a r g e s t c i t y i n northwest 

Indiana w i t h 116,000 r e s i d e n t s . P r i o r t o my becoming Mayor i n 

1996, I was a p r i n c i p a l i n the law f i r r r . of King & Meyer, the 

l a r g e s t law f i r m i n the C i t y of Gary. P r i o r t o t h a t I he l d 

s e v e r a l d i f f e r e n t a t t o r n e y p o s i t i o n s f o r the State of Indiana and 

the f e d e r a l government, i n c l u d i n g p u b l i c defender, deputy prose­

c u t o r , and a s s i s t a n t U nited States A t t o r n e y of the Northern 

D i s t r i c t ot Tndiana. 

Having grown up i n nearby Chicago, I l l i n o i s , having 

attended law school at V a l p a r a i s o U n i v e r s i t y School of Law 

lo c a t e d i n n o r t h w e s t e r n Indiana, and having spent my e n t i r e 

p r o f e s s i o n a l c areer working i n the northwest p a r t of the State, I 

am w e l l aware of the importance of the area's t r a n s p o r t a t i o n 

c o r r i d o r t o the e f f i c i e n t movement of goods and passengers east 



and west. Local indu s t r i e s and businesses depend on the mainte­

nance of e f f e c t i v e l o c a l t r a n s p o r t a t i o n l i n k s to r a i l r o a d l i n e s , 

highways, waterways, and a i r p o r t s i n order to obtain and t o ship 

raw materials and end products, and to e f f e c t i v e l y conduct t h e i r 

day-to-day business. The area's vast t r a n s p o r t a t i o n network 

provides v i t a l connection points f o r our c i t i z e n s to Chicago, 

D e t r o i t , Indianapolis and the rest of the country. 

The City of Gary i s extremely interested m CSX Corpo­

r a t i o n and Norfolk Southern Corporation's plans to acquire 

Conrail i n the present proceeding. Along with Gary, the C i t i e s 

of East Chicago, Ham.mond, and Whiting have joined e f f o r t s i n t h i s 

proceeding to pursue the common goal of maintaining safe and 

e f f e c t i v e t r a n s p o r t a t i o n programs i n northwest Indiana. Gary i s 

p a r t i c i p a t i n g j o i n t l y with these other communities as the Four 

C i t i e s Consortium. 

The Four C i t i e s have worked together over the past 

several months to review the Applicants' plan, and to determine 

how that plan would change e x i s t i n g l o c a l r a i l operations and 

af f e c t c i t y programs. While each of the Four C i t i e s has an 

in d i v i d u a l i n t e r e s t i n maintaining and supporting t h e i r own 

tra n s p o r t a t i o n i n f r a s t r u c t u r e programs, I am pleased that we were 

able to c o l l e c c i v e l y work with one another to develop a u n i f i e d 

plan that w i l l minimize the adverse impacts of the proposed 

a c q u i s i t i o n on the Four C i t i e s . 



Michael L. Cervay, Director of the Department of 

Planning and Comir.uniLy Development f o r the City of Gary, sets 

f o r t h i n d e t a i l i n his V e r i f i e d Statement i n t h i s proceeding 

t r a n s p o r t a t i o n congestion related problems that the City cf Gary 

i s experiencing. He also explains why the A l t e r n a t i v e Routing 

Plan submitted by the Four C i t i e s i s a c r i t i c a l means of m i t i g a t ­

ing the serious adverse impacts that the Applicants' proposal 

would have on the City. 

The Applicants have proposed to increase r a i l t r a f f i c 

volumes over c e r t a i n Gary l i n e s to unacceptable levels. Rail 

operations through Gary have reached a c r i t i c a l point under 

e x i s t i n g t r a f f i c patterns and l e v e l s . The e f f e c t i v e operation of 

emergency services and school and public t r a n s p o r t a t i o n programs, 

the implementation of various c i t y development projects and 

programs, the achievement of a i r q u a l i t y p o l l u t i o n standards, and 

the maintenance of safe highway/rail grade crossings are already 

i n jeopardy. For the reasons set f o r t h i n d e t a i l by Mr. Cervay, 

the impact of r a i l operations on the City of Gary would become 

much more severe under the Applicants' plan than at present. 

I t i s clear that without an adjustm.ent to the .A.pplican-

t s ' proposal, basic government operations and our c i t i z e n s ' 

safety and q u a l i t y of l i f e w i l l s u f f e r considerably. The City of 

Gary and the Four C i t i e s strongly believe that not only the 

Applicants, but a l l l o c a l r a i l r o a d operators must take a closer 

look at how e x i s t i n g r a i l t r a f f i c and future increases can best 

be accommodated w i t h i n the e x i s t i n g r a i l t r a n s p o r t a t i o n i n f r a -
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s t r u c t u r e i n northwest Indiana. The Four C i t i e s plan does t h i s . 

The Applicants' plan unfortunately does not. 

The Four C i t i e s ' a l t e r n a t i v e proposal i s a well-devel­

oped operations plan that would accommodate the Applicants' need 

to move r a i l t r a f f i c through the Four C i t i e s region, and i n 

p a r t i c u l a r over Gary l i n e segments, while helping t o miti g a t e 

vehicular congestion at highway/rail gr-ade crossings and associ­

ated adverse impacts cn the safcity of our c i t i z e n s , the operation 

of our emergency services, and a i r q u a l i t y . A d d i t i o n a l l y , 

implementation of the Four C i t i e s plan would require onlv minimal 

system adjustments by the Applicants. The Four C i t i e s requested 

r e l i e f i s an e f f e c t i v e way t o meet the t r a n s p o r t a t i o n infrast^-uc-

ture needs of the Applicants, the City of Gary, and northwestern 

Indiana. I urge the Surface Transportation Board t o adopt the 

Consortium's A l t e r n a t i v e Routing Plan. 
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VERIFICATION 

State of tndiana 

County of Lake 

ss: 

Scott L. King, being duly sworn, d'.'poses and says that he has read the foregoing 

Statement, knows the contents thereof, and that the same are true as stated to the best 

of his knowledge, information and belief. 

Subscribed and sworn to before 
me this . _ / _ L i i i _ day of October, 
1997: 

Notary Public in and for the 
State of Indiana 



BEFORE THE 
SURFACE TRANSPORTATION BOARD 

CSX CORPORATION AND CSX 
TRANSPORTATION, INC. AND NORFOLK 
SOUTHERN CORPORATION ".̂ND 
NORFOLK SOUTHERN RAILWAY 
COMPANY - - CONTROL ATID OPERATING 
LEASES/'AGREEMENTS CONRAIL INC. 
AND CONSOLIDATED RAlu 
CORPORATION 

Finance Docket No. 33388 

VERIFIED STATEMENT 
OF 

MICHAEL L. CERVAY 

My name i s Michael L. Cervay and I am D'rector of the 

Department of Planning and Community Development f o r the City of 

Gary, Indiana. I have held t h i s p o s i t i o n since January, 1996. 

Prior to t h i s p o s i t i o n , f o r 13 years I worked f o r the City of 

Cleveland, Ohio, where I held several positions, including 

Assistant D i r e c t o r f o r the Department of Finance, Capital Budget 

Manager f o r the Of f i c e of Budget and Management, and Assistant 

Director f o r the Department of Economic Development. Prior to 

that, from 198C to 1982, I was Director of Community Development 

fo r the City of Xenia, Ohio, and from 1974 through 1980 I worked 

i n the Office of City Manager and i n the Department of City 

Planning f o r the City of Cincinnati, Ohio. 

Amo:ig other things, my r e s p o n s i b i l i t i e s f o r the City of 

Gary include d i r e c t i n g economic development i n i t i a t i v e s ; coordi­

nating t j u r i s m , r e c r e a t i o n and c u l t u r a l a c t i v i t i e s , - managing City 



housing programs,- and overseeing and planning the City's trans­

p o r t a t i o n networks. As City Planner, I wear several d i f f e r e n t 

hats; at various times during the day, I am economic developer, 

tourism promoter, c i v i c and recreational planner, and transporta­

t i o n d i r e c t o r . My r e s p o n s i b i l i t i e s f o r City t r a n s p o r t a t i o n pro­

grams include consulting w i t h state, county, and l o c a l government 

o f f i c i a l s , as wel l as community and regional o f f i c i a l s , and 

coordinating w i t h them the development of programs that together 

can help achieve l o c a l and regional t r a n s p o r t a t i o n objectives. 

As City Planner, I am very f a m i l i a r with Gary's vast l o c a l 

t r a n s p o r t a t i o n i n f r a s t r u c t u r e , and v;ich the City's present and 

future planning goals. I also serve on the Board of Commis­

sioners of the Northwestern Indiana Regional Planni*- g Commission 

as a c i t i z e n appointee, and, as a r e s u l t , I have become w e l l -

acquainted w i t h regional t r a n s p o r t a t i o n programs and transpcrta­

t i o n systems. 

In response to the announced plans of the a c q u i s i t i o n 

of Conrail by CSX Corporation (CSX) and Norfolk Southern Corpora­

t i o n (NS), ( c o l l e c t i v e l y referred to a.? Applicants) the Cit y of 

Gary, ~aid our neighboring c i t i e s including East ^hicago, Hammond, 

and Whiting came together to review the planned a c q u i s i t i o n . 

Together our c i t i e s are referred to as the Four C i t i e s Consortium 

(or FCC) i n t h i s proceeding. The Four C i t i e s i n d i v i d u a l l y and 

c o l l e c t i v e l y have spent the l a s t several months reviewing the 

Applicants' proposal to determine the plan's impact on our 

communities, and t o discuss the many challenges that are present-
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ed by the proposed a c q u i s i t i o n . The City of Gary i s p a r t i c i ­

pating i n t h i s proceeding through the Four C i t i e s Consortium, and 

we are supportive of the FCCs p o s i t i o n f o r the reasons out l i n e d 

below. 

I . Gary's Transportation I n f r a s t r u c t u r e 

Gary i s located i n a 51 square mile area situated at 

the crossroads of the Midwest, positioned between the nearby 

State of I l l i n o i s boundary and the City of Chicago to the west, 

the southern t i p of Lake Michigan t o the north, and D e t r o i t , 

Michigan, approximately 325 miles to the east. In part because 

of i t s s t r a t e g i c geographic l o c a t i o n , Gary possesses a vast 

t r a n s p o r t a t i o n network that connects Gary to the rest of the 

country, and which serves as a ce n t r a l c o r r i d o r f o r east west 

through t r a f f i c . 

Along w i t h approximately 500 miles of l o c a l streets i n 

Gary, I n t e r s t a t e Highways 80, 90, 94, and 65 as well as various 

State flighways traverse through the City and connect Gary to 

c i t i e s nationwide. Gary also has a major midwestem a i r p o r t 

f a c i l i t y , the Gary/Chicago A i r p o r t , which i s becoming a major 

regional a i r p o r t hub f o r cargo and passenger business. Burns 

I n t e r n a t i o n a l Ha-oor and the Port of Indiana are located i n 

r.'j>'iby Portage, Indiana, and l i n k Gary to various Lake Michigan 

ports, the A t l a n t i c Ocean, and the world. In addition t J a l l of 

t h i s , Gary possesses some of the mo-jt complex and well - traveled 

r a i l f a c i l i t i e s i n the Midwest. 
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Eight f r e i g h t l i n e s and three passenger and commuter 

l i n e s connect through Gar>, and the region serves as a cent r a l 

gateway point f o r CSX, Norfolk Southern, and Conrail through r a i l 

f r e i g h t movements, and the South Shore & South Bend Railroad 

(commuter) and Amtrak (passenger) l o c a l and through passenger 

movements. Gary i s plagued by approximately 104 highway/rail 

crossings, most which are located at grade. On a d a i l y basis, 

there are a t o t a l of approximately 1,600 t r a i n movements citywide 

over highway/rail grade crossings. Some of these t r a i n s can 

t r a v e l upwards of 80 miles per hour. The impact of the hundreds 

of d a i l y f ^ i n movements i n Gary have raised considerable c i t y 

planning, environmental, public safety, and q u a l i t y of l i f e 

concerns. 

I I . The Applicant's Plan f o r Rail Operations i n Gary 

As City Planner, I have had an opportunity to review 

the Applicants' proposed plans in this proceeding for operations 

over Gary line segments specifically, and over Four Cit i e s lines 

generally. The major line segment through Gary (in tenriS of 

density and train per day) i s the Conrail lakefront line (Porter 

to CP 501), which i s scheduled to be controlled by NS and over 

which CSX w i l l have trackage rights. Under the Applicants' plan, 

the segment w i l l experience a slight decrease from approximately 

S3 to 77 trains per day, but a slight increase in gross ton 

movement from 129 to 132 million tons per day. While this line 

segment spanning over the northern part of Gary w i l l entail a 

slight decrease in the number (but apparently not the length) of 
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• t r a i n s , other Gary l i n e segments w i l l experience s i g n i f i c a n t 

m operational increases, and i n one instance, a c u r r e n t l y unused 

Conrail l i n e that extends through the heart of the Cit y w i l l be 

• restored i n t o service. 

Among the Applicants' proposed changes f o r operations 

1 over l i n e segments that a f f e c t Gary are the f o l l o w i n g : 

^ Segment Name Current Post Mercrer 

Willow Creek to Pine Jct. 

fl Railroad 
• D e n s i t y / M i l l i o n Gross Tons 

Trains/Day 

CSX 
34 . 0 
22 .1 

CSX 
70 . 0 
38.6 

Crossings at Grade 
Separated Crossings 

7 
7 

* Willow Creek to Ivanhoe 

M Railroad 
• D e n s i t y / M i l l i o n Gross Tons 

Trains/Day 

CR 
21. 0 
9 . 6 

CSX 
23 .0 
11.4 

I Crossings at Grade 
Separated Crossings 

23 
4 

• Pine J c t . to Calumet Park 

• Railroad 
1 D e n s i t y / M i l l i o n Gross Tons 

Trains/Day 

CSX 
41 . 0 
27 . 6 

CSX 
65 . 0 
33.3 

1 Crossings at Grade 
* Separated Crossings 

21 
5 

• Wheeler to Tolleston 

m Railroad 
• D e n s i t y / M i l l i o n Gross Tons 

Trains/Day 

CR/NS 
0 . 0 
0 . 0 

CSX 
12 . 0 
5.0 

I Crossings at Grade 
• Separated Crossings 

25 
1 

1 ~^ 



For a v a r i e t y of reasons, the Applicants' scheduled i n ­

creases i n incremental t r a i n movements over Gary l i n e segments i s 

unacceptable. The vast m a j o r i t y of Gary's 104 highway/rail 

crossings are located at grade. Thousands of vehicles and pedes­

t r i a n s pass over these crossings on a d a i l y basis. Unfortunate­

l y , present c a r r i e r operations over c i t y r a i l l i n e s have caused 

substantial motorist delays at highway/grade crossings, unfavor­

able a i r q u a l i t y impacts, and have put the safety of Gary c i t i ­

zens i n jeopardy.' The Applicants' proposed operations would 

i n t e n s i f y these problems. Under the Applicants' plan, an ex­

tremely serious but manageable congestion s i t u a t i o n would quickly 

become c r i t i c a l . 

Grade crossing studies prepared f o r the Four C i t i e s 

reveal that substantial congestion problems are caused by r a i l ­

road operations. Included with the Four C i t i e s ' comments i n t h i s 

proceeding are the r e s u l t s of a t r a f f i c congestion study per­

formed by L.E. Peabody & Associates, Inc. The study measured 

vehicle t r a f f i c volumes at s p e c i f i e d highway/rail grade crossings 

over a recent week period. Results of t h i s study show that, over 

the sampling period, hundreds of hours of vehicle delays are 

experienced at Four C i t i e s grade crossings. For example, f o r the 

CSX's Baltimore & Ohio Chicago Terminal l i n e segment from Pine 

Junction to Barr Yard that crosses at grade over U.S. 12 north of 

the Gary/Chicago A i r p o r t there were 79,873 reported vehicle 

The r a i l r o a d s enjoy the right-of-way over highway/rail 
grade crossings and possess con t r o l over gate openings and 
closings i n instances where there are crossing gates. 
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crossings r e s u l t i n g i n 279 hours of delay over a seven day 

period. Applicants plan major increases i n t r a f f i c over t h i s 

already congested highway/rail grade crossing. A d d i t i o n a l l y , 

several hundred vehicles and numerous pedestrians were observed 

going around closed gates and over l i n e crossings throughout the 

study period. These i l l e g a l crossings are of s i g n i f i c a n t concern 

to the City and they demonstrate considerable c i t i z e n f r u s t r a t i o n 

over r a i l crossing delays and congestion. 

In t h i s proceeding, Gary i s p a r t i c u l a r l y concerned that 

the increases i n t r a f f i c proposed by the Applicants' over c e r t a i n 

l i n e s would unfavorably impact the e f f i c i e n t operation of c r i t i ­

cal government services, including emergency service and school 

and public t r a n s p o r t a t i o n programs. Gary has 14 f i r e stations 

that respond to over 25,000 f i r e and emergency medical service 

c a l l s each year, and C i t y police o f f i c e r s respond to approx­

imately 110,000 c a l l s yearly. The City has 41 public elementary, 

middle, and high schools and 5 parochial schools v;ith a t o t a l 

enrollment of over 25,000 children. Because of vehicular t r a f f i c 

congestion problems caused, i n part, by l o c a l r a i l operations, 

emergency service and school bus vehicles are constantly backed 

up. Because of i t s concern about highway/rail crossing delays, 

the Gary Public Transportation Corporation, which provides public 

mass t r a n s i t f o r the City, keeps track of average bus delays 

caused by r a i l r o a d crossings. This data reveals thac Gary public 

buses are r o u t i n e l y delayed 15 minutes or more at highway/rail 

grade crossings. The Applicants' proposed operations would 
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elevate these considerable congestion problems 

Over the past several years, numerous industry, recre­

a t i o n a l , housing, and tourism development projects throughout the 

City have been impeded, delayed, or set aside as unfeasible 

because of c o n f l i c t i n g r a i l operations. For example, the 

Gary/Chicago A i r p o r t presently has a 7,000 foot east-to-west 

runway tha t w i l l soon need to be expanded to at least 9,000 feet. 

I t cannot do so at present because expansion would i n t e r f e r e with 

the Elgin, J o l i e t , and Eastern Railroad s (EJE) l i n e operations 

near the northwest part of the f a c i l i t y . W h i l e t h i s EJE l i n e 

matter i s outside the scope of the present proceeding, i t i s 

important t o mention t h a t , as part of t h i s proceeding, the 

Appi-icants' proposed reinstatement of the Conrail l i n e between 

Clark Junction and Hobart (which we seek to avoid) could i n t e r ­

fere w i t h che City's long range plans to expand the a i r p o r t ' s 

north-south runway. 

Reinstatement of the Conrail l i n e also would d i r e c t l y 

impede plans to construct v i t a l l y needed affordable housing. The 

City r e c e n t l y received a $250,000 federal grant from the Depart­

ment of Housing and Urban Development to develop single family 

housing at State Route 53, and the unused Conrail l i n e slated f o r 

reinstatement forms the northern boundary of the development. I 

have attached to t h i s statement a le'-ter w r i t t e n by the Broadway 

Area Community Developm^iit Corporation, describing t h i s p r oject 

- Preliminary negotiations ovei. the movement c the EJE 
l i n e near the a i r p o r t have occurred, and the City expects that 
the negotiationiL w i l l u l t i m a t e l y be successful. 



i n f u r t h e r d e t a i l . (See Attachment Nc. 1). An extensive amount 

of City time and resource^; has been spent on the development of 

t h i s important p r o j e c t . The Applicants' proposal i f accepted 

could s i g n i f i c a n t l y impact the construction of t h i s c r i t i c a l l y 

needed housing development. 

The e n t i r e Four C i t i e s area, including Gary, i s desig­

nated a non-attairiment area under federal a i r q u a l i t y p o l l u t i o n 

standards. Vehicle congestion delays caused by l o c a l r a i l opera­

tions have elevated the City's already s i g n i f i c a - i t p o l l u t i o n 

problems. The Applicants proposal would i n t e n s i f y Gary and the 

region's present p o l l u t i o n pioblems.' 

F i n a l l y , dozens of highway/rail grade crossing acci­

dents hav̂ e occurred i n Gary over the past several years, and such 

accidents continue to be a major concern. Last year, the State 

of Indiana had the nation's f o u r t h highest number of r a i l - c r o s s ­

ing accidents, and the State has recorded over 38 r a i l r o a d 

crossing accidents i n the City of Gary over the past f i v e years. 

The City, together w i t h the State and Federal government, i s 

doing a l l that i t can to prevent c i t i z e n s from i l l e g a l l y travers­

ing t r a f f i c crossing gatas, but without major investments i i . 

f a c i l i t y improvements/grade separations, and/or t r a f f i c pattern 

s h i f t s , i t w i l l be d i f f i c u l t to reduce r a i l - crossing accidents. 

Again, the Applicants' proposed incremental t r a f f i c increases 

^ The Four C i t i e s w i l l be commenting on a i r p o l l u t i o n and 
other environmental matters i n greater d e t a i l l a t e r on i n t h i s 
proceeding as part of the Surface Transportation Board's environ 
mental review process. 



over l i n e segments containing numerous at grade highway/rail 

crossings would only elevate these safety problems. 

Of p a r t i c u l a r concern to the City are the Applicants' 

proposed operations between Clarke Junction and Hobart and 

between Clark Junction and Willow Creek, l i n e s which traverse 

through the heart of Gary. Unfortunately, the Applicants' Clarke 

Junction to Hobart operations would e n t a i l t r a i n movements over 

the c u r r e n t l y unused Tolleston to Hobart l i n e segment, over which 

there are approximately 20 highway/rail grade crossings. This 

l i n e has been out-of-service f o r some time, and the Applicants 

w i l l need to make .=;i9nificant investm>ents to ret u r n the l i n e to 

service. Applicants p r o j e c t f i v e t r a i n s per day over these l i n e s 

which would e n t a i l approximately 100 new t r a i n movements over 

highway/rail grade crossings on segments where there are cur­

r e n t l y none. A d d i t i o n a l l y , as noted above. Applicants' project 

38.6 t r a i n s per day between Pine Junction and Willow Creek --

16.5 more t r a i n movements than there are over the segment today. 

Both of these developments would produce i n t o l e r a b l e congestion 

problems f o r the City of Gary. 

I I I . The Four C i t i e s ' A l t e r n a t i v e Routing Plan 

I have reviewed and am f a m i l i a r w i t h the A l t e r n a t i v e 

Routing Plan being proposed by the FCC i n the present proceeding. 

I t i s a plan that the Surface Transportation Board should adopt. 

In contrast to the Applicants' plans, the Four C i t i e s ' Alterna­

t i v e Routing Plan would not require reinstatement of the out-of-

service Conrail Clark Junction to Hobart l i n e (and would e l i m i -
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nate the need to r e i n s t a t e 20 highway/rail grade crossing move­

ments over the segment) . I t also would reduce from, 38.6 to 19.3 

the Applicants' projected number of t r a i n s per day operating 

between Pine Junction and Willow Creek. 

Over the past 20 years, the state, l o c a l , and federal 

governments have invested m i l l i o n s of d o l l a r s to construct a 

grade separated IHB r a i l l i n e c o r r i d o r . The IHB's Gary to State 

Line l i n e segment has 16 highway/rail crossings, 13 of which are 

grade separated. From a t r a n s p o r t a t i o n planning perspective, i t 

i s a matter of common-sense that, a l l things being equal, r a i l ­

roads should maximize the use of l i n e s which are located w i t h i n 

grade separated c o r r i d o r s . Unfortunately, the Applicants' plan 

f a i l s to do SO; t h e i r plan would increase volume on the IHB grade 

separated c o r r i d o r only by approximately 10 percent, a l e v e l 

s i g n i f i c a n t l y below capacity, while increasing t r a f f i c by almost 

75 percent over the Pine Junction to Willow Creek l i n e with i t s 

more numerous crossings of heavily t r a v e l l e d roads. 

I t i s important to note that as part of t h e i r requested 

r e l i e f , the Four C i t i e s i s not advocating dramatic reductions i n 

lo c a l r a i l operations or the construction of hundreds of new 

r a i l r o a d grade separatiori projects to eliminate r a i l congestion 

problems. Instead, the FCC requests only a r e l a t i v e l y simple 

s h i f t i n the Applicants' t r a f f i c operation plans. For a l l of the 

above reasons, the Four C i t i e s ' A l t e r n a t i v e Routing Plan should 

'je approved by the Surface Transportation Board as a condition to 

approval of the Applicants' merger p e t i t i o n . 
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Attachment No. 1 

B. A. r . D. C. 
Broad%>ay Area C o m m u n i t y Deve lopmen t C o r p n r a t i o n 

" T a k i n g Charge o f the F u t u r « 

October 1997 

Vernon A. Williams, Secretary 
Surface Transportation Board 
STB Finance Docket No. 3338X 
192.*̂  K Street. N. W. 
Washington, D. C. 20423-0001 

Re: STB Finance Docket No. 33388. CSX Corporation, et al. - • Control and 
Operating Leases/Agreements - - Conrail Inc.. et al. 

Dear Mr. Secretary: 

Through this letter, the Broadway Area Community Development Corporation (BACDC) 
hereby expresses its support for the relief being requested by the Cit'ss of East Chicago, Indiana; 
Hammond. Indiana: Gary, Indiana: and Whiting, Indiana, (known as the Four Cities Consortium or 
FCC). 

BACDC is a neighborhood-based 503-C3 corporation formed to promote redevelopment and 
community revitalization within the Midtown area of the City of Gary, Indiana, generally bounded 
b> Ninth Avenue on tlie north. Virginia Street on the east. Interstate Highway - 80/94 (the Borman 
Freeway) on the south and Madison Street on the west. As such, BACDC is very familiar with the 
delays, congestion and safety hazards created by the great proliferation of at-grade highway/railroad 
crossings in th" Four Cities area in general, and our .service area in particular. Of specific concern 
is the portion ofthe Application which proposes the reinstatement of an out-of service line between 
Hi)bart and Clarke Junctit)n which would result an additional twenty (20) highway/rail at-grade 
i rt)ssings w ithin the City of Gary, and in our service area approximately six (6) al-grade crossings. 

FurthentK r̂e, since 1996 we have been engaged in a planning process with the City of Gary 
concerning the redevelopment ofa ten (10) acre site of vacant land, generally bounded by Nineteenth, 
Madison, Twenty-first and Washington, into 40 to 50 new single-family homes for low and moderate 
i.icome families. We have retained an architect to design a slie plan and infrastructure improvements, 
as well as secured a funding commitment from the U. S. Department of Housing and Urban 
Development (actin ugh the C ity of Gary) for $250,000 of down payment assistance for 
prospective home buyers. The above referetKed Inactive rail line forms the northern boundary of this 
site. Planning has proceeded under the a.ssumption ti;j.t the line would continue to be inactive. If this 

do Bank One 575 Broadway Gary, IN 46402 Office (219) 882-8950 
Fax (219) 882-8946 



Vernon A. Williams 
October 16, 1997 
Page 2 

proves to be an erroneous assumption, obviously costs will increase to barrier the development from 
the adverse impacts ofthe proposed train traffic. 

We understand that the Four Cities' Alternative Routing Plan provides a very viable option 
to what the Applicants' plan. As we understand it, the Alternative Routing Plan eliminates the need 
to reactivate this rail corridor, prevents the need for additional at-grade highway/rail crossings (and 
the associated congestion, delays and satety problems), saves the Applicants the capital costs 
associated with re-tracking and otherwi.se re-activating this line, as well as minimizes disruption to 
our site planning process and the resulting adverse impacts on the site from being next to an active 
rail line. For these reasons we support the Alternative Routing Plan of the FCC. 

We encourage the Surface Transportation Board, as a condition to the approval of the 
proposed Conrail acquisition by CSX and Norfolk Southern, to accept and implement the FCCs 
Altemative Routing Pian. We appreciate your consideration of this letter of support on behalf of the 
FCC proposal 

Sincerely, 

Darrell Comer 
Executive Director 

DC/bh 

File: 



VERIFICATION 

State of Indiana 

County of Lake 

ss: 

Michael L. Cervay, being duly sworn, deposes and says that he has read the 

foregoing Statement, knows the contents thereof, and that the same are true as stated to 

the best of his knowledge, Information and belief. 

Subscribed and sworn to before 
me this / ^ /A day of October, 
1997: 

Iary Public in and for the 
State of Indiana 





BEFORE THE 
SURFACE TRANSPORTATION BOARD 

CSX CORPORATION AND CSX 
TRANSPORTATION, INC. AND NORFOLK 
SOUTHERN CORPORATION AND 
NORFOLK SOUTHERN RAILWAY 
COMPANY — CONTROL AND OPERATING 
LEASES/AGREEMENTS — CONRAIL INC. 
AND CONSOLIDATED RAIL 
CORPORATION 

Finance Doc)cet No. 3338Q 

VERIFIED STATEMENT 
OF 

ROBERT J . BERCIK 

My name i s Robert J. B e r c i k , and I serve as the e l e c t e d 

Mayor f o r the C i t y of W h i t i n g , Indiana. I was born and r a i s e d i n 

Wh i t i n g and I have served as Mayor from 1988 t o the present. 

Among the area-wide o r g a n i z a t i o n s t o which I belong, I am a 

member of the Lake Michigan Marina Development Commission. I am 

als o a member of the Lake County S o l i d Waste Management D i s t r i c t . 

P r i o r t o becoming Mayor, I served as Whiting's S t r e e t Commission­

er f o r an e i g h t year p e r i o d from 1968 t o 1974. 

Wh i t i n g , known as "The L i t t l e C i t y on the Lake" i s 

l o c a t e d on the f a r northwest corner of the S t a t e , d i r e c t l y on 

Lake Michigan's laJceshore, i n an area t h a t i s commonly r e f e r r e d 

t o the Calumet Region. The C i t y was f i r s t i n c o r p o r a t e d as a town 

106 years ago, and t h e r e c u r r e n t l y are app r o x i m a t e l y 5,100 

Whi t i n g r e s i d e n t s . Daniel A. B o t i c h , who serves as Whiting's 

C i t y Planner, has submitted a V e r i f i e d Statement i n t h i s proceed-



i n g p r o v i d e d d e t a i l e d i n f o r m a t i o n on the C i t y of W h i t i n g , our 

l o c a l i n f r a s t r u c t u r e , and some of our p l a n n i n g programs and 

g o a l s . As Mr. B o t i c h has l a r g e l y e x p l a i n e d , the C i t y of W h i t i n g 

c o n s i s t s of a b l u e - c o l l a r , working-class p o p u l a t i o n , many of wh.̂ in 

are employed by the Amoco Whiting R e f i n e r y which employs a p p r o x i ­

mately 1,400 people. Over the past s e v e r a l years, our C i t y has 

worked hard t o update and develop i n f r a s t r u c t u r e and community 

development programs t h a t w i l l enhance the q u a l i t y of l i f e f o r 

W h i t i n g c i t i z e n s . 

Ever since W h i t i n g and our n e i g h b o r i n g communities were 

f i r s t e s t a b l i s h e d , the r a i l r o a d s have assumed a prominent p r e s ­

ence. I n f a c t , a r a i l r o a d engineer named Herbert "Pop" W h i t i n g 

ran h i s f r e i g h t t r a i n down, more or l e s s , a n o n - e x i s t e n t s i d i n g 

t o avoid a c o l l i s i o n w i t h an oncoming passenger t r a i n i n the 

1860's. The l o c a t i o n became known as Pop Whiting's s i d i n g , and 

l a t e r the townspeople named the community i n i t s shortened form. 

W h i t i n g . One of Whiting's g r e a t e s t resources i s W h i t i n g Park, an 

approximately one and one-quarter m i l e park s t r e t c h i n g along Lake 

Michigan. I n recent years, the C i t y has planned t o i n v e s t a 

l a r g e amount of resources i n t o r e s t o r i n g and improving Lake 

Park's f a c i l i t i e s and landscaping. For as long as W h i t i n g has 

been i n c o r p o r a t e d , however, t h i s park has been separated from t h e 

r e s t of the community by the presence of s e v e r a l c a r r i e r s ' 

r a i l r o a d t r a c k s , over which numerous f r e i g h t and passenger t r a i n s 

pass d a i l y , most from c i t i e s f a r away east and west. To e n j o y 

t h i s wonderful c i t y resource, v i s i t o r s must f i r s t reach the park 
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by n e g o t i a t i n g t h e i r way over at-grade r a i l l i n e s a t c r o s s i n g s . 

Once a t the park, the n o i s e , v i b r a t i o n s , and p o l l u t i o n from the 

l a k e f r o n t r a i l r o a d s ' constant movements cont i n u e t o be a nuisance 

f o r park v i s i t o r s . This i s j u s t a small i n d i c a t i o n of what 

northwestern Indiana communities face on a d a i l y basis as a 

r e s u l t of the presence of constant areawide r a i l r o a d o p e r a t i o n s . 

CSX and NS have proposed the d i v i s i o n of C o n r a i l 

assets, and have o u t l i n e d a plan under which they plan t o oper­

a t e . As the Surface T r a n s p o r t a t i o n Board i s aware, along w i t h 

W h i t i n g , the C i t i e s of Gary, I n d i a n a , East Chicago, Indiana, and 

Hammond, Indiana have j o i n e d t o g e t h e r as t h e Four C i t i e s Consor­

tium t o review the A p p l i c a n t s ' p r o p o s a l , and t o submit t o the 

Board t h e i r views on t h i s p l a n . O v e r a l l , t h e Four C i t i e s and the 

C i t y of W h i t i n g b e l i e v e t h a t the plan would not improve n o r t h ­

western Indiana's s i g n i f i c a n t v e h i c u l a r congestion problems a t 

l i i g h w a y / r a i l grade c r o s s i n g s , but a l s o would f u r t h e r i n t e n s i f y 

v e h i c u l a r d elays, and p o l l u t i o n and s a f e t y problems. 

The Four C i t i e s has submitted an A l t e r n a t i v e Routing 

Plan i n t h i s proceeding t h a t makes much sense because i t would 

m i t i g a t e congestion problems t h a t would be caused by the A p p l i c a ­

n t s ' plan by r e q u i r i n g the A p p l i c a n t s t o u t i l i z e a l t e r n a t i v e 

r o u t i n g segments through the Four C i t i e s t h a t present less 

s i g n i f i c a n t v e h i c u l a r congestion problems. As Mayor of W h i t i n g , 

I r e a l i z e t h a t the A l t e r n a t i v e Routing Plan would do l i t t l e t o 

m i t i g a t e the C i t y of Whiting's e x i s t i n g congestion problems 

caused by l a k e f r o n t r a i l r o a d c o r r i d o r l i n e o p e r a t i o n s . Neverthe-
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less, as we go about our d a i l y business, a l l of us who l i v e i n 

the Calumet Region are advers- affected by the high number of 

r a i l r o a d movements that traverse through our cormnunities and over 

highway grade crossings. In ad d i t i o n , although the t r a f f i c 

levels r e f l e c t e d i n the Applicants' plan don't appear to increase 

over Whiting l i n e segments, we fear that t h i s t r a f f i c w i l l grow 

s i g n i f i c a n t l y i n the future. 

I support the Al t e r n a t i v e Routing Plan as a common-

sense s o l u t i o n toward improving the q u a l i t y of l i f e f o r a l l 

northwestern Indiana c i t i z e n s and I urge the Surface Transporta­

t i o n Board to approve the Four C i t i e s ' plan. 
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State of Indiana ) 
) 80; 

Coimty of La}ce ) 

Robert J. Bercik, being duly aworn, depoaea and saya 

chat he haa read the foregoing Variriod Statempnt, JcnoirB tha 

coatenta thereof, and that the sane are true aa atated except aa 

to thoae Btatements made on information and belief, and ae to 

thoae, that he bolievae tham to be true. 

Subacribed and awom to before me 

this day of October, 1997. 

( /I 
. / , 1 

«ux'dry i*iu3iic lor Lake County, Indiana. 

My commieaion e^lrea / ^ - i 1 - ^ I 
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VERIFIED STATEMENT 
OF 

DANIEL A. BOTICH 

My name i s Daniel A. B o t i c h , ai^J I serve as C i t y 

Planner f o r the C i t y of W h i t i n g , Indiana. I was appointed 

Whiting C i t y Planner i n 1990 and have served i n t h i s p o s i t i o n 

since From 1987 t o 1990 I worked as a c o n s u l t a n t w i t h the 

planning and design f i r m of T r k l a , P e t t i g r e w , A l l e n & Payne of 

Chicago, I l l i n o i s . I have a Bachelor o^ A.rts degree i n Urban 

Studies from Columbia U n i v e r s i t y i n New York C i t y . 

/iS C i t y Planner, I am p r i m a r i l y r e s p o n s i b l e f o r d e v e l ­

oping the C i t y ' s s h o r t - and long-term p l a n n i n g goals, i n c l u d i n g 

land use, t r a n s p o r t a t i o n , comjnunity f a c i l i t i e s , and neighborhood 

p l a n n i n g , and f o r the implementation of i n d i v i d u a l p r o j e c t s and 

programs t h a t support tnese goals. Some of the programs and 

improvement p r o j e c t s t h a t W h i t i n g has been working on i n recent 

years are o u t l i n e d i n t h i s stacement. As w e l l as c o o r d i n a t i n g 

c i t y p r o j e c t s and programs, a s i g n i f i c a n t amount of my time as 

C i t y Planner i s 'ievoted t o c o o r d i n a t i n g and integrat.1ng w i t h 



other northwestern Indiana based government and community-based 

organizations' regional strategies and plans. For example, I 

represent Whiting on the Northwest Indiana Regional Planning 

Commission, on the Lake Michigan Marina Development Commission's 

Technical Advisory Committee, and O.T the Lake County H i s t o r i c 

Preservation C o a l i t i o n , as well as se\eral other regional plan­

ning boards. I also represent Whiting i n i t s p a r t i c i p a t i o n w i t h 

the Four Cit y Consortium, which was formed l a s t summer to evalu­

ate and respond to the CSX Corporation (CSX) and the Norfolk 

Sout ern Corporation's (NS) proposed plans to acquire Conrail. 

The purpose of t h i s statement i s to describe f o r the Board 

the City of Whiting, to o u t l i n e some of the City's planning 

p--ojects and objectives, and to o f f e r my support f o r the Four 

C i t i e s A l t e r n a t i v e Routing Plan that has been proposed i n t h i s 

procoeding as a means of m i t i g a t i n g the subs t a n t i a l congestion 

related problems that are being caused by extensive r a i l r o a d 

operations throughout northwest Indiana. These problems would be 

i n t e n s i f i e d i f the Applicants' a c q u i s i t i c n proposal were approved 

by the Surface Transportation Board without the conditions being 

requested by the Four C i t i e s . 

Whitir.q i s a r e l a t i v e l y small community located on the 

shore=; of Lake Michigan at the northwestern t i p of Indiana. The 

I l l i n o i s / I n d i a p a border i s a few miles to our west. Whiting i s 

situated to the east of Hammond, to the north of East Chicago, 

and to the west of Gary. Whiting has a population of approxi­

mately 5,100 residents, and i s located on approximately 1.73 
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square m i l e s o f land . A large p o r t i o n of W h i t i n g i s dedicated t o 

i n d u s t r i a l uses. Approximately t w o - t h i r d s of the e a s t e r n p a r t of 

Whi t i n g i s a zoned i n d u s t r i a l area. M̂OCO O i l Company ( f o r m e r l y 

Standard O i l Company) has been our c i t y ' s l a r g e s t employer since 

the r e f i n e r y was f i r s t b u i l t i n the l a t e 1880s. AMOCO p r e s e n t l y 

employs a p p r o x i m a t e l y 1,400 workers from throughout the metro­

p o l i t a n area. 

The western p a r t of W h i t i n g c o n s i s t s p r i m a r i l y of s i n g l e -

and t w o - f a m i l y residences, and a Main S t r e e t - s t y l e downtown 

shopping d i s t r i c t along 119th S t r e e t . Whiting boasts i t s bea i t i -

f u l Lake Michigan s h o r e l i n e r e c r e a t i o n area known as Wh i t i n g Park 

as w e l l as the Lake County o-.ned Whihala Beach Park. W h i t i n g 

Park and the Lake County Whihala Beach Park are separated from 

the r e s t of the community by f i v e sets of cr o s s i n g r a i l r o a d 

t r a c k s . Two of these sets are owned by C o n r a i l , two are owned by 

CGX, and the otl-.er i s owned by the E l g i n , J o l i e t and Eastern 

R a i l r o a d (EJE). There are c u r r e n t l y two at-grade r a i l c r o ssings 

t h a t separate W h i t i n g Park and the Lake County Whihala Beach Park 

from the r e s t o f the c i t y . They are l o c a t e d a t 117th S t r e e t and 

White Oak Avenue and 119th S t r e e t and Front S t r e e t . 

While a r e l a t i v e l y small ommunity, Whiting has undertaken 

the planning and development of several important long-term and 

l . r g e - s c a l e community development p r o j e c t s . Among other things, 

in the past s e v e r a l years, the Cicy has invested in major i n f r a ­

s t r u c t u r e and design improvt i.-.-i.t.; our downtown d i s t r i c t on 

119th S t r e e t . Combined s t a t e and l o c a l resources have been used 
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t o improve downtown s t r e e t s , sidewalks, s i g n s , l i g h t i n g u n i t s , 

and landscaping. Whiting i s a l s o p r e p a r i n g t o implement the 

W h i t i n g Park S h o r e l i n e Improvement P r o j e c t , which w i l l make 

numerous i n f r a s t r u c t u r e and landscaping improvements a t W h i t i n g 

Park, i n c l u d i n g the development of a boardwalk, p i e r improve­

ments, and l i g h t i n g and p a r k i n g f a c i l i t y improvements. The C i t y 

a l s o has i n v e s t e d i n s e v e r a l improvements t o our W h i t i n g Memorial 

Community House, a community center l i s t e d on the N a t i o n a l 

R e g i s t e r of H i s t o r i c Places. Most r e c e n t l y , the C i t y has begun 

and i s p r e p a r i n g t o complete Phase I I I of a t h r e e Phase p r o j e c t 

to r e c o n s t r u c t and r e p l a c e the sewer i n f r a s t r u c t u r e i n the C i t y 

of W h i t i n g . 

The r a i l t r a n s p o r t a t i o n i n f r a s t r u c t u r e present i n W h i t i n g 

c o n s i s t s of a c t i v e r a i l f r e i g h t l i n e s owned by CSX, C o n r a i l , and 

the EJE. Amtrak a l s o provides through passenger s e r v i c e and the 

Chicago Southshore and South Bend R a i l r o a d provides nearby 

commuter s e r v i c e t o Chicago and o t h e r l o c a l i t i e s . W h i t i n g 

r r r e n t l y has e i g h t h i g h w a y / r a i l grade c r o s s i n g s . Seven of these 

are at-grade w h i l e o n l y one i s grade separated. 

The C i t y of Whiting p a r t i c i p a t e s i n t h i s proceeding through 

i t s a f f i l i a t i o n w i t h the Four C i t i e s Consortium. Besides t h e 

C i t y of W h i t i n g , the o t h e r Four C i t i e s Consortium p a r t i c i p a n t s 

are the C i t i e s of Gary, East Chicago, and Hairimond. Together w i t h 

r y c i t y planner c o u n t e r p a r t s , we have reviewed the A p p l i c a n t s ' 

plan f o r the d i v i s i o n of C o n r a i l , and have engaged i n e x t e n s i v e 
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c o n s u l t a t i o n s concerning how t h a t plan would a f f e c t our i n d i v i d u ­

a l c i t i e s and northwest Indiana as a whole. 

My review of the proposed d i v i s i o n of C o n r a i l i n d i c a t e s t h a t 

the impact of the C o n r a i l Merger as p r o j e c t e d by the A p p l i c a n t s 

would not have a major impact on present r a i l o p e r a t i o n s through 

the C i t y . The l i n e w i t h the h i g h e s t amount of t r a f f i c l e v e l s 

through W h i t i n g i s the C o n r a i l l a k e f r o n t l i n e which would be 

a c q u i r e d by NS. The high e x i s t i n g l e v e l of t r a f f i c on t h i s l i n e 

has been a major concern t o us as we have pursued improvements t o 

our W h i t i n g Park. This concern extends t o Lake County Park 

o f f i c i a l s w i t h regard t o t h e i r i n t e r e s t s i n the Whihala Beach 

Park. The o n l y access t o both parks i n Whiting i s a t an at-grade 

c r o s s i n g t h a t runs across a l l f i v e of the lakeshore r a i l l i n e s . 

P a r t i c u l a r l y on weekends, l a r g e numbers of people and boaters 

d r i v i n g t o the parks are delayed a t t h i s c r o s s i n g . According t o 

the A p p l i c a n t s ' p l a n , the NS l i n e segment from Indiana Harbor t o 

South Chicago passing through W h i t i n g would experience a s l i g h t 

d e c l i n e i n t r a i n s per day from 57.1 t o 51.2, w h i l e the average 

t r a i n s i z e would a p p a r e n t l y get longer, w i t h d a i l y t r a i n d e n s i t y 

i n c r e a s i n g from 81.3 t o 99.5 m i l l i o n tons per day, meaning fewer, 

but l o n g e r t r a i n s . 

A recent survey conducted by the Whiting Police Department 

reviewed the number of d a i l y v e h i c l e crossings at Whiting's seven 

at-grade highway/rail crossings. This survey and Indiana Depart­

ment of Transportation Average Daily T r a f f i c numbers show that 

two of Whiting's seven highway/rail grade crossings c u r r e n t l y 

-5-



experience the most s i g n i f i c a n t amount of t r a f f i c c ongestion. 

These cro s s i n g s both occur along the east s i d e of Schrage Avenue. 

Average 
Crossing L o c a t i o n C a r r i e r D a i l v T r a f f i c 

U.S 12/20 and Schrage Av. CSX 15,390 
129th S t r e e t and Schrage Av. CSX 12,900 

The U.S. 12/20 c r o s s i n g and the 129th S t r e e t c r o s s i n g 

referenced above are l o c a t e d on the CSX l i n e segment between East 

Chicago and W h i t i n g . N e i t h e r of these l i n e segments has heavy 

r a i l r o - ' d t r a f f i c a t present, and the A p p l i c a n t s a p p a r e n t l y have 

not announced plans t o increase c u r r e n t t r a f f i c l e v e l s over these 

W h i t i n g v e h i c u l a r r a i l r o a d c r o s s i n g "hot spots." 

Although the A p p l i c a n t s ' p r o j e c t i o n s do not i n d i c a t e i n ­

creases i n r a i l t r a f f i c through the C i t y of W h i t i n g , i t i s our 

understanding t h a t these 'pr j e c t i o n s " do not a c t u a l l y r e f l e c t 

growth i n t r a f f i c t h a t the A p p l i c a n t s ' expect t o occur, but 

merely show how e x i s t i n g t r a f f i c l e v e l s w i l l be r o u t e d a f t e r the 

a c q u i s i t i o n . For t h i s reason. W h i t i n g remains very concerned 

about p o t e n t i a l r a i l t r a f f i c increases i n both number of t r a i n s 

and t o t a l tonnage per day. 

Despite the plan's a p p a r e n t l y n e g l i g i b l e d i r e c t impact on 

the C i t y of W h i t i n g proper, we s t r o n g l y f e e l t h a t the A p p l i c a n t s ' 

proposal \ ; i l l r e s u l t i n s e r i o u s r e g i o n a l congestion r e l a t e d 

problems t h a t can o n l y be solved through the implementation of a 

region-v.'ide p l a n . The V e r i f i e d Statements submitted by the 

C i t i e s of Gary, East Chicago, and Hammond d e s c r i b e i n d e t a i l the 

c o n s i d e r a b l e t r a f f i c d e l a y s , p o l l u t i o n , and s a f e t y problems t h a t 
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are present i n northwest Indiana and t h a t are caused by the 

hundreds of at-grade h i g h w a y / r a i l crossings l o c a t e d i n the area. 

R e g r e t t a b l y , the A p p l i c a n t s ' proposed t r a f f i c p a t t e r n s through 

northwest Indiana would o n l y i n t e n s i f y these problems. 

I n l a r g e p a r t , the A p p l i c a n t s ' plan concentrates i n c r e m e n t a l 

increases i n r a i l t r a f f i c over l o c a l l i n e s w i t h a hi g h i n c i d e n c e 

of h i g h w a y / r a i l grade c r o s s i n g s . Meanwhile, l i t t l e of t h i s 

t r a f f i c i s scheduled t o move over o t h e r l i n e s w i t h a lower i n c i ­

dence of at-grade c r o s s i n g s or t h a t are grade separated. From a 

t r a n s p o r t a t i o n p l a n n i n g p e r s p e c t i v e , the A p p l i c a n t s ' plan does 

not make l o g i c a l sense. 

The Four C i t i e s are s u b m i t t i n g t o the Board an A l t e r n a t i v e 

Routing Plan I n t h i s proceeding. The A l t e r n a t i v e Routing Plan 

wouid move some of the A p p l i c a n t s ' east t o west t r a f f i c t h a t i s 

scheduled t o t r a v e l over CSXT's e x i s t i n g BOCT l i n e from Calumet 

Park t o Clarke J u n c t i o n , south t o C o n r a i l ' s e x i s t i n g Indiana 

Harbor B e l t R a i l r o a d l i n e between Calumet Park and T o l l e s t o n . 

This t r a f f i c would then t r a v e l across C o n r a i l ' s e x i s t i n g P o r t e r 

Branch l i n e t o Wi l l o w Creek and P o r t e r , where i t would connect up 

w i t h i n d i v i d u a l CSX and NS l i n e s . 

The Four C i t i e s A l t e r n a t i v e Routing Plan would s h i f t t r a f f i c 

t o l e s s congested h i g h w a y / r a i l c r o s s i n g segm.ents than under the 

A p p l i c a n t s ' c u r r e n t p r o p o s a l . I n a d d i t i o n , the Plan would 

e l i m i n a t e the need t o r e i n s t a t e t o s e r v i c e an o u t - o f - s e r v i c e l i n e 

from Clarke J u n c t i o n t o Hobart - thus a v o i d i n g the a d d i t i o n of 20 

r a i l / h i g h w a y grade croEoings t h a t would occur under the A p p l i c a -
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nts' proposal. The A l t e r n a t i v e Routing Plan also would cause 

minimal d i s r u p t i o n to the Applicants' planned operations and 

require an i n s i g n i f i c a n t amount of l i n e improvements. 

As explained above, the City of Whiting supports the Four 

C i t i e s A l t e r n a t i v e Routing Plan. We strongly f e e l that the 

A l t e r n a t i v e Routing Plan w i l l benefit not only Whiting c i t i z e n s , 

but also the residents of the C i t i e s of Hammond, East Chicago, 

and Gary who r e g u l a r l y are delayed at hundreds of congested 

highway/rail grade crossings located throughout northwest I n d i ­

ana. We urge the Board to adopt the Four C i t i e s ' A l t e r n a t i v e 

Routing Plan. We also urge the Board to exercise continuing 

j u r i s d i c t i o n over CSX and NS a f t e r the Conrail a c q u i s i t i o n as we 

understand i t has done in the recent Union Pacific-Southern 

Pac i f i c merger so th a t we can seek r e l i e f from the Board i f the 

t r a f f i c levels we experience a f t e r the a c q u i s i t i o n are i n f a c t 

greater than projected and have more than j u s t a n e g l i g i b l e 

d i r e c t impact so as to adversely a f f e c t Whiting or the other 

c i t i e s of the Four C i t y Consortium. 
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VERIFICATION 

State of Indiana 

Countv of Lake 
) ss: 
) 

Daniel A. Botich, being sworn, deposes and says that he has read the foregoing 

Verified Statement, knows the contents thereof, and that the same are true as stated except 

a.) to those statements make on information and belief, and as to those, that he believes 

them to be true. 

Subscribed as sworn to before me 
this ^ dav of October, 1997. 

Daniel A. Botich 
Citv Planner 

Notary Pubic for Lake County, Indiana. 
My commission expires • / ' i l l - /' 
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RlCHAPn G, LUGAR COMMTTECS 
INDIANA AGWtCULTOBf. NUTFiH iON A N O f W E S T B V 

CHAIRMAN 

1,>6 MART SENATE O f f iCE B U I L O I N G f O ^ t l G H *>ELATlQN<; 

W A S H I N G T O N DC ?0510 

202 2 ; 4 48»< 
SELECT COMMITTEE 

O N INTELUGENCE 

Bnitcd States Senate 
WASHINGTON, DC 20510-1401 

October 21, 1997 

The Honorable Linda J. Morgan 
Chairman 
Surface T r a n s p o r t a t i o n Board (STB) 
1925 K S t r e e t , N.W. 
Washington, D.C. 20423-0001 

Dear Chairman Morgan: 

We are w r i t i n g t o share w i t h you our i n t e r e s t i n the pending 
a p p l i c a t i o n f i l e d by CSX T r a n s p o r t a t i o n and the N o r f o l k Southern 
R a i l r o a d r e l a t i n g t o the a c q u i s i t i o n of C o n r a i l . The Indiana 
C i t i e s of Gary, Hammond, East Chicago and Whiting (the "Four 
C i t i e s " ) have j o i n e d t o g e t h e r t o express t h e i r concerns about a 
number of p o t e n t i a l p u b l i c s a f e t y issues r e l a t i n g t c the 
a c q u i s i t i o n proposal. The Four C i t i e s Consortium has developed 
an a l t e r n a t i v e r o u t i n g plan f o r the STB t o consider. We hope the 
STB w i l l c a r e f u l l y review the m e r i t s of the Four C i t i e s ' 
p r oposal. 

Located near Chicago and along the southern end of Lake 
Michigan, Northwest Indiana serves as a v i t a l economic center f o r 
manufacturing, t r a d e and t r a n s p o r t a t i o n of the na t i o n ' s commerce. 
V i r t u a l l y a l l of the r a i l t r a f f i c moving between Chicago and the 
east coast t r a v e l s through Northwest Indiana. A s o p h i s t i c a t e d 
i n t e r m o d a l network of highway, "'ra i 1, a i r and waterway 
t r a n s p o r t a t i o n systems has been developed t o move people, goods 
and m a t e r i a l s t o t h e i r d e s t i n a t i o n s i n a safe and e f f i c i e n t 
manne r. 

Competitive and e f f i c i e n t r a i l t r a n s p o r t a t i o n i s c r i t i c a l t o 
the n a t i o n ' s continued economic s t r e n g t h and i s a prim.ary goal of 
the a c q u i s i t i o n p l a n proposed by CSX and N o r f o l k Southern. At 
the same time -- as e l e c t e d o f f i c i a l s --• we are i n t e r e s t e d i n 
balan c i n g economic e f f i c i e n c y w i t h p u b l i c s a f e t y f o r Indiana 
m o t o r i s t s , r e s i d e n t s and c i t i z e n s who l i v e and work i n Northwest 
Indiana. 

The Four C i t i e s Consortium r e c e n t l y commissioned a review of 
the proposed a c q u i s i t i o n t o determine the p o t e n t i a l impact the 
proposed r o u t e and t r a c k usage co u l d have on p u b l i c s a f e t y and 
t r a n s p o r t a t i o n e f f i c i e n c y f o r the r e g i o n . We understand the 
review h i g h l i g h t e d a number of areas where t r a i n t r a f f i c would 
increase along r o u t e s w i t h high numbers of at-grade h i g h w a y - r a i l 
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crossings. The reviev; also i d e n t i f i e d a number of grade-
separated tracks that would be underutilized as a r e s u l t of t h i s 
merger. 

Indiana i s one of the most r a i l - i n t e n s i v e states i n the 
nation, with the Northwest region having the highest 
concentration of highway-rail grade crossings i n the State. 
Every year, Indiana rank? among the top f i v e states f o r numbers 
of motorists k i l l e d or in j u r e d as a result of v e h i c l e - t r a i r i 
crashes at highway-rail grade crossings. VJe have led an e f f o r t 
i n Congress i n recent years to address t h i s pressing safety 
issue. We are working i n Congress to ; cus more resources and 
more federal highway construction fund o r a i l intensive states. 
Working together, v;e hope to assist local governments i n t h e i r 
e f f o r t s to make i n f r a s t r u c t u r e and other safety improvements that 
w i l l help eliminate accidents at highway-rail grade crossings. 

As i n many U.S. com.T>unities, state and loc a l governments i n 
Indiana have made substantial investments i n recent years to 
improve the safety and economic e f f i c i e n c y of i t s t r a n s p o r t a t i o n 
systems. The Four C i t i e s Consortium has i d e n t i f i e d a number of 
issues of irr.portance to Northwest Indiana, and has included a 
number of a l t e r n a t i v e s that could mutually benefit the r a i l r o a d s 
and the Northwest Indiana region. As the STB continues i t s 
important work to review the CSX/Norfolk Southern a c q u i s i t i o n 
proposal, wtr hope every consideration w i l l be given to the merits 
of the Four C i t i e s ' a l t e r n a t i v e routing plan. 

Thank you for your assistance with t h i s matter. 

Sincerely, 

Richard G. 'Luga; 
United States Senator 

Dan Coats 
United States Senator 

Peter J. Visclosky 
Ke.T.ber of Congress 
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VERIFIED STATEMENT 
OF 

THE HONORABLE LONNIE RANDOLPH, 
ROSE ANN ANTICH, EARL HARRIS, AND JESSE M. VILLAL»ANDO 

THE STATE 0?? INDIANA, llOTH GENERAL ASSEMBLY 

This statement i s submitted to the Surface Transporta­

t i o n Board (STB) on behalf of the f o l l o w i n g elected o f f i c i a l s of 

the State of Indiana's 110th General Assembly: 

-- Lonnie Randolph, State Senator (2nd D i s t r i c t ) ; 

-- Rose Ann Antich, State Senator (4th D i s t r i c t ) ; 

-- Earl Harris, State Representative ;2nd D i s t r i c t ) ; and 

-- Jesse M. Villalpando, State Representative (12 D i s t r i c t ) . 

C o l l e c t i v e l y , we represent the c i t i z e n s of nortiiwest 

Indiana i n the General Assembly of the State of Indiana. We are 

pleased to present our views to the Board on the CSX Corporation 

and Norfolk Southern Corporation's proposed a c q u i s i t i o n of 

Conrail, and the impact of the Application on our i n d i v i d u a l 

Assembly D i s t r i c t s and the region. 


