
STB FD-33388 3-14-00 UNION 1 OF 3 



Outface (tranaportation Soarb 
9asMngton. B.OI. 20423-0001 

(Office of ti|e (StiairnuR 

March 14, 2000 

Mr . Clinton J. Miller, I I I 
General Counsel 
Mr. Daniel R. Elliott, I I I 
Assistant General Counsel 
United Transportation Union 
' 4600 Detroit Avenue 
Cleveland, OH 44107 

Dear Messrs. Miller and Elliott: 

In the UTU-8 petition filed March 26, 1999, United Transportation Union QJTU) sought 
intensified oversight, by the Surface Transportation Boaid (Board) in conjunction with the 
Federal Railroad Administration (FRA), of the implementation ofthe Safety Integration Plans 
(SIPs) filed by applicants in the Conrail Acquisition proceeding (STB Finance Docket 
No. 33388). 

By letter dated April 7. 1999,1 advised you that, because FRA was the appropriate 
agency to address initially thc concems raised in the UTU-8 petition, I had referred that petition 
to FRA and had asked FRA to advise the Board, pursuant to the SIP process, of any action taken 
by FRA and of any action that needed to be taken by the Board to assure thc safe implementation 
o f thc Conrail Acquisition transaction. 

By letter dated February 18, 2000 (which indicates that a copy was sent to 
Mr. Charles L. Little, U VU's Intemational President), VYL\ advised that, as far as FRA has been 
able to detemiine, the pre-"Split Date" incidents referenced m the UTU-8 petition had no direct 
relationship to the Conrail Acquisition transaction and/or to the SIPs developed by CSX and NS 
to address the integration of operations. FRA did not in that Ictter advise the Board, nor has FRA 
in any other manner advised the Board, that any action nttd-. to be taken by the Board to assure 
the safe implementation ofthe Conrail Acquisition transaction. Thus, the Board at this ti.-ne 
contemplates no further action in response to the UTU-8 petition. 

We will, of course, remain alert to safety issues as CSX and NS continue to implement 
the Cofirgil Acquisition transaction and as we conduct our general oversight proceeding. We 
also expect that you and other concerned persons will call attention to safety matters that need to 
be addressed. 



We look forvard lo the continued joint efforts of rail employees, the railroads, FRA, and 
the Board to foster a safe working environment for railroad employees. The Conrail Acquisition 
proceeding has laid the groundwork for the cooperative elements necessary to ensuring safe 
working conditions. 

1 hope that this mformation is useful to you. Please do not hesitate to contact me if we 
can be helpful in the future. A copy ofthis letter has been placed in tlie docket of STB Finance 
Docket No. 33388. 

Sincerely, 

t̂ ' ' o 
Linda J. Morgan 

cc: Deimis G. Lyons, Esq. 
Richard A. Allen, Esq. 
Administrator Molitoris 
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FEB t8 2000 

The Honorable Linda J. Morgan 
Chairman 
Surface Transportation Board 
1925 K Street, N W 
Washington, D C. 20^23-0001 

Dear 

Thank you for your letter in wh.ch you forwarded a petition firom the United Transportation Union 
(ITU) seeking intensified oversight of the implementation of the Safety Integration Plans (SIPs) filed 
by the applicants in the Consolidated Rail Corporation (Conrail) Acquisition proceedmg, STB Docket 
No. 33388 UTU's concems addressed mcidents wtuch occurred in January and February 1999 prior 
to the actual split up of Conrail by CSX Transportation, Incorporated (CSXT) and Norfolk Southem 
Corporation (NS) on June 1, 1999 (split date). Please accept my apologies foi tfie delay in responding 
to your letter. 

As described in UTU's letter addressed to me on January 25, 1999, on this same matter (enclosed 
with the copy of the petition that you forwarded), two Conrail crew members died in Ohio; one in 

New Jersey, and one in New York between January 14-22, 1999, in unrelated incidents. Also 
highlighted was the most publicized incident which occurred o»i January 17, 1999, near Toledo, Ohio, 
when three Conrail trains collided killing a conductor who was a legislative representative and 
secretary/treasurer of UTU Local 227 in Huntington, Indiana, and a locomotive engineer represented 
by the Brotherhood of Locomotive Engineers (BLE), Division 457 in Toledo. 

While Cajh of the above noted fatalities were extremely serious iuid tragic incidents unto tfiemselves, 
none of them occurred following the Split Date, Torough a very ntensive safety oversight process 
which was set in motion in the fall of 1998 by tlie Federal Railroad Administration (FTIA), a 
43-member SIPs/Safety Surveillance Team has closely monitored \he operatmg practices and safety of 
both pre-split and post-split Conrail. This extraordmary safety ovp.sight was pror/ided by FRA ui a 
proactive role in addition to the normal complement of inspectois (Motive Power and Equipment, 
Operating Practices, Hazardous Materials, Cignal and Tram Control, and Track disciplines) which 
provided a safety review of Conrail on an ongoing basis prior to Split Date. FR A's intensive safety 
oversight was described in detail to the Surface Transportation Board (STB) in FRA's first biaruiual 



report which was forwarded to STB on May 4, 1999, in accordance with our MemoranJum of 
Understanding (MOU).̂  ^ Copies of both of these documents are bemg forwarded with a copy ofthis 
letter to the UTU and BLE Presidents for fiirther infonmabon (Enclosures 1 and 2) 

As STB is aware, SIPs in the Conrail acquisition proceeding were designed for the railroads to 
coordinate with FRA regarding safety requirements and the individual railroad commitments to ensure 
that the transaction was safely implemented. Dunng the period pnor to the Split Date, both NS and 
CSXT directed the existing Conrail management to operate as it had in tlie past with no major changes 
in front-line personnel and/or mfrastructure Thus, the incidents which occurred prior to tfie Split Date 
occurred under existing Conrail operating practices and oversight by existing Conrail managers The 
aforementioned mcidents which occurred prior to tfie "Split Date" as far as FRA has been able to 
determine had no direct relationship to tfie acquisition and/or tfie SIPs developed bv the railroads to 
address tfie integration of operations. Therefore, FRA could not advise of any fiirther Board action 
required at tfie time of your .\pril 7, 1999 letter to address acquisition related matters for tfiese 
mcidents. You may be assured, however, as die railroads and labor representatives were dunng tfiis 
time period, tfiat FRA continued to faithfully execute its full mcosure of safety enforcement and 
delegated safety audiority toward any safety issues which arose witfiin Conrail and the acquiring 
railroads 

This response has been delayed as FRA field personnel and headquarters staff have performed the 
required field data collection and analysis of a "Conrail Operational Review" that was conducted 
throughout the former Conrail divisions and acquired properties during this same period of time. A 
copy ofthe results of that studŷ  is also being forwarded under separate cover to the UTU and BLE 
Presidents to address their concems over work/rest (fatigue) issues raised in UTU's petirion tfiat you 
forwarded m your letter of Apnl 7, 1999. 

As an additional update, FRA further intensified its oversight of tfie acquisition during the tiiree-week 
penod immediately preceding and following tfie Split Date (May 17 tfiru July 1, 1999) by addmg ten 
(10) inspectors to tfie Conrail Merger Surveillance Team (43 members total) In addition to tfie NS, 
CSXT and Conrail Shared Assets safety monitonng teams, a "Chicago Gateway" team led by Deputy 
Regional Administrator David Blackmore was added for oversight oftraffic flows tfirough tfiat 
important gatewu ' from East to West (Enclosuie 3) The details of tfus surveillance and the findings of 
tfie acquisition integration for tfie penod Apnl 16, 1999, tfirough December 31, 1999, will be 
forwarded to STB with our MOU specified bi-annual report of December 1999. 

Memorandum of Understanding Between the Surface Transportation Board and the Federal Railroad 
Administration, CSX and NS Acquisition of Conrail, Finance Docket No. 33388 Implementation of Safety 
Integration Plans; May 19, 1999. 

^ First Briefing Report Covering Period of July 23, 1998-April 15, 1999; Conrail Merger Sun eillance: 
NS, CSX, and CSAO SlP/Safety Update: May 4, 1999. 

' Conrail Operational Review, FRA's OfTice of Safety Assurance and Compliance - Operating Practices 
Division, November 1999. 



FRA reportable injuries for employees working in former Conrail territory over the same period last 
year As of August 20, NS (for its Nortfiem region-tfû ee divisions) identified 36 FRA reportable 
injuries compared with 63 FRA reportable injuries for tfiat same time period last year at Conrail As of 
July, CSXT had identified a 17 percent improvement for FRy\ reportable mjuries in comparison with 
former Conrail territory Throughout CSXT's sy.stem, including tfie Conrail acquired territones, there 
has been a 23 percent decline from a year ago in reportable personal injuries, Conrail Shared Assets as 
of July reported only 20 injuries since the Split Date (all of them minor m nature) Preliminary reports 
uidicate that tfie train accident and highway grade crossing incident rates will be at comparable levels 
to the rates of tfie previous year at Conrail Altfioi.gh tfiere has been significant line and ya'-d 
congestion, as well as extended dwell times identified for equipment in yards (service perfonnance 
issues) at tfie CSXT and NS acquired prt̂ erties and Shared Assets since tfie Split Date, the safety 
record at all three companies has been admirable to date. 

All ofthe above noted documents covering Conrail acquisition safety surveillance have been made 
available for public review on FRA's Intemet accessible web page since mid-year 1999 at 
http .VwAvw fra dot gov/sit&'index hmv The Office of Safety has been workmg closely with Mr. Mel 
Clemens of your staff to ensure that our Conrail acquisition integration safety assessments are 
frequently updated and shared between the two agencies. 

I must regretfully inform you that it has been brought to my attention that the post-split Conraii 
acquired territories had its first train service fatality as recorded on November 4, 1999 A NS 
machinist was killed while preparing locomotives for service near Cleveland, Ohio, in the early 
mominj' hours as he moved from an adjacen; track into tfie patfi of NS Train TVLA traveling at 60 
mph. This mciden is bemg thoroughly mvestigated by NS and FRA to ascertain the "root cause" of 
the incident and ascertain if there were any merger uitegration implications. The preliminary review 
has not identified any merger related safety issues. 

I wish to tfiank you and your staff for tfie very close workmg relationship that has been established witfi 
FRA on merger safety related matters Botfi tfie Conrail and Canadian National/Dlmois Central 
mergers have directly benefitted from tfus close workmg relationship by assunng for tfie highest levels 
of intensive safety oversight m tfie history of such mega-mergers Please give me a call if tfiere are any 
additional questions or needs in tfiis regard The next bi-annual report on FRA's safety assessment of 
the Conrail merger is m the state of review and should amve at STB during the First Quarter of 2000. 

Sincerely, 

Jolene M Molitoris 
Admmistrator 

Enclosures (3) 

cc Mr Charles L Little, UTU 
Mr Edward Dubroski, BLE 
Mr Melvin F Clemens, STB 



Enclosure 1 

MEMORAI<rDUM OF UNDERSTANDING 
BETWEEN THE SURFACE TRANSPORTATION BOARD 

AND THE FEDERAL RAILROAD ADMINISTRATION 

CSX AND NS ACQUISITION OF CONRAIL, FINANCE DOCKET NO. 33388 
IMPLEMENTATION OF SAFET'̂  INTEGRATION FLANS 

WHEREAS, the United States Department of Transportation (DOT) filed comments with the 

Surface Transportation Board (Board) reflecting the concem ofthe Federal Railroad 

Administration (FRA), the agency within DOT responsible for enforcement of railroad safety 

regulations, about K\Q effect that the proposed acquisition of Conrail by CSX and NS (Conraii 

Acquisition) might have on rail safety, and FRA's recommendation that the Board require CSX 

and NS to develop plans detailing the procedures each would follow to integrate the part of 

Conrail it is acquiring into its operations in a manner that will maintain safety at every step ofthe 

process in the event that the acquisition is approved by the Board; and 

WHEREAS, the Bofird, in its Decision No. 52 issued on November 3, 1997, directed Applicants 

CSX and NS, and Conrail to the extent it will be responsible for operation in the Shared Assets 

Areas, to prepare and submit to the Board detailed Safety Integration Plans (SIPS) explaining the 

process by which they intended to integrate Conrail into their operations, in the event the Board 

approved the proposed Conrail Acquisition; and 

• 

WHERE^^, working closely with FRA, the carriers developed the SIPS and submitted them to 

the Board on December 3, 1997. The Board's Section of Environmental Analysis (SEA) included 

the Sn*S in the Draft EIS for the proposed Conrail Acquisition to provide an opportunity for 



review and comment by FRA and the public and SEA has carefully reviewed the plans and 

conunents; and 

WHEREAS, DOT'S comments on the Draft EIS state that FRA is satisfied that the SIPS address 

and satisfactorily mitigate every safety concem raised in the en\ironmental review portion ofthe 

pending Coarail Acquisition proceeding and that no other mitigation on this subject is necessary 

or appropriate. In addition, DOTs comments state that FRA is satisfied with the Applicants* 

commitments made to date and that, in the event the Board approves the Conrail Acquisition, 

FRA will continue to work as appropriate with the Applicants to address integration issues lhat 

arise; and 

WHEREAS, the FRA and the Board wish to enter into a memorandum of understanding (MOU) 

to clarify the aaions each will take to assure the successful implementation ofthe SIPs. 

NOW, THEREFORE, in the event the Board approves the Conrail Acquisition, in consideration 

ofthe premises and the mutual undertakings hcicafter set forth, the FRA juid thc Board do hereby 

agree as foUows: 

I. Both FRA and the Board recognize that safety integration is an ongoing process that 

involves both agencies. Accordingly, FRA will exercise its authority over rail safety mattets to 

monitor, evaluate and review the Applicants' progress in tmplemsnting their SIPs. 



2. FRA will keep the Board informed ofthe Applicants' progress. If deemed necessary by 

FRA, FRA may request the Board to exercise its oversight authority over the Applicants and take 

action to correct identified deficiencies and address safety problems arising out of the approved 

transaction. FRA will be responsive to the requirements of public safety and the safe 

implementation of post-acquisition rail operations by the Applicants. 

3. In tJiose circumstances where FRA informs the Board of a concem that may require 

Board action, FRA will pruvide sufficient information to the Board to identify the safety 

deficiency, describe the implications of the deficiency, and provide recommendations for 

correcting the deficiency. 

4. FRA agrees to report significant safety integration issues to the Board if and when they 

occur. FRA also will report to the Board ftxjm time to time, as FRA deems appropriate, but not 

less than biannually, regarding safety integration ofthe Conrail Acquisition. FRA's reporting wili 

continue until safety integration implementation has been completed to the satisfaction of FRA, 

and FRA affinns to the Board in writing that the proposed integration has been completed 

satisfactorily. 



EN WITNESS HEREOF, the parties hereto have executed this MOU on this 19 day of May, 1998. 

%i^:.'^f^L.y Jo-y.,Ooi-' o.L. 
Henri F. Rush • S. Mark Lindsey 
General Counsel Chief Counsel ' / 
Surface Transportation Board Federal Railroad AdministraticmX^ 

^ The Department of Transportation concurs in this memorandum of understanding. 

Nancy E/ McFadden 
Genet air ̂ ounsel 
U.S. Department of Transportation 



t .nciij.'iure / 

u s. DcpanmcTit 
of Transponaiion 

Federal Railroad 
Administration 

CKI:T I 

First Briefing Report 
Covering Period of July 23, 1998 - April 15,1999 

rnnraJjjyTer^er Survp'llan<^p- NS, c sx . and CSAj 
SIP/Safetv Update 

For: Surface Transportation Board 
c/o The Honorable Linda J. Morgan 

Chairman 

(In compliance with MOU of May 19,1998) 

Submitted by: Federal Railroad Administration 
Office of Safety Assurance and Compliance 

Washington, D.C. 

May 4,1999 



Ol'ice of Ifie AdTimisUaioi 400 Seven\h Sl. S W 
Washington, OC 20590 

U S Of ;parlmen1 
of Transportatior. 

Federol Railroad 
Administration 

MAY -4 1999 

The Honorable Linda J. Morgan 
Chairman 
Surface Transportation Board 
1925 K Street, N.W. 
Washington, D.C. 20423-0001 

Dear Chairman Morgan; 

Pursuant to ihe Memorandum of Understanding Between the Surface Iransportation Board 
(STB) and the Federal Railroad Administration (FRA) dated May 19, 1998, FRA is forwarding 
its fu-st biannual statx̂ s report to the STB covering the safety integration of the Comail merger 
(enclosed). 

This report is dated May 4, 1999, and covers the perio<1 of FRA's surveillance of safety 
integration from July 23, 1998, (merger approval) through April 15, 1999. During this period 
the two acquirers of Conrail properties, Norfolk Southem Corporation (NS) and CSX 
Transportation, Incorporated (CSX) have been carrying out planned preparatory safety actions, 
but as yet have not taken major merger actions. NS and CSX moved the split date forward to 
June I , 1999,1 believe, based in part upon their conunitment to addressing the complex issues 
involved in their Safety Integration Plans (SIP^). In addition to addressing the requirements of 
their SIPs, the tv/o acquiring railroads and the Conrail Shared Assets Opeiations (CSAO) have 
been concentrating upon orgaiazational structure, employee training and resource allocation, 
completing labor agreements and ensuring that the computer systems of all three entities and 
the acquired properties are compatible and operating effectively for the split date. 

As stated in the report, "at this time there are no performance/safety conditions identified or 
foreseen by FRA on the NS, CSX, or CSAO acquired territories wl ich the Agency believes 
warrant STB oversight actions to correct deficiencies and/or address safety problems arising out 
of approval of the merger and its ongoing integration." FRA will, however, continue its close 
and focused scrutiny of potential safety issues arising from the merger. 

FRA identified early the safety issues inherent in a merger of this magnitude in proposing that 
SIPs be completed. As expressed by FRA in its October 21,1997 filing, witli the STB, Safety 
Assessment of CSX/NS Pi oposed Acquisition of Conrail, tlie safety issues and concems that 
must be addressed by the acquirers of Conrail during the course of merger integration are highly 
complex and, heretofore, were not well defined. The FRA is conrniitted fully to assuring Jie 
appropriate resolution ofthe many safety related facets ofthe merger: corpoitite culture, 
dispatching practices, compatibility of computer systems, retention of institutional knowledge 
ard highly competent employees, training and certification of employees, compliance v»ith 
operating rules, sufficient allocation of personnel, and employee rest and quality oflife issues. 



In additivin to the formal SlP/Safety Merger Surveillance Program being carried out by FRA as 
identified inth^ report, I am personally making visits to Conrail sites to ascertain fi-om 
municipalities, railroad front-line management and the railroad employees, first hand, how the 
merger is proceeding and their local concems. On April 6, 1999,1 convened a meeting ofthe 
senior operating officers of Coiuail, CSX, NS, the major Westem carriers (Burlington Northem 
Santa Fe, Union Pacific, Illinois Central and Wisconsin Central), as well as the major switching 
lines ofthe Chicago and St. Louis shipping gateways at YPO.'a Washington headquarters to 
review split date pl-̂ ns and assure the continued smooth flow oftraffic through these vital 
shipping lanes. 

A major split date operations strategy plarming session was set by NS and CSX with the 
"Westem caniers and the Chicago and St. Louis belt line and swiiching carriers at Chicago on 
April 21-23,1999. This is to ensure that shippers are receiving appropriate advance split date 
shipment handling instructions, computer information systems are functioning effectively and 
that new or modified operaiions are well defined so lhat service disruptions do not occur. 

Since March, and lo be continued thioughout the split date period, FRA has initiated special 
"safety blitzes" incorporating up to 30-40 Operating Practices inspectors at a time and other 
safety officers to ascertain safety conditions and formulate mitigating measures for any safety 
issues that arise. Additionally, we plan to have a significant number of SIP Team and other 
safety officers stationed strategically at operating headquarters, dispatch centers, and customer 
service centers throughout CSX, NS and the Conrail acquired territories well in advance of and 
during the split date period. 

The FRA will continue its close surveillance ofthe safety integration ofthe Conrail merger and 
will apprise STB ofthe status with its next regular biannual report and/or at any time that 
suspect deficiencies of major consequence arise. 

The cooperation ofthe STB's staff with that of FRA has been welcomed for both the joint 
Safety Integration Plan (SIP) rulemaking and this very critical monitoring ofthe ongoing 
merger integration. With the merger split date fast approaching (June 1), 1 am confident that 
the deeply-rooted and long planned SIP safety actions of NS, CSX and the CSAO, as well as 
FRA's close surveillance and that of our joint regulatory efforts, will contribute significantly to 
a safe integration. 

Sincerely, 

Jolene M. Molitoris 
Administrator 

Enclosure 



Conrail Merger Surveillance: NS. C S X , and CSAO 
SIP/Safety Update 

I. Background 

Mega-Railroads and the Challenges of Safety and Service: While mergers have long been a 
part ofthe railroad industry, FRA became concerned that recent mergers involving Class 1 
railroads have resulted in the creation of mega-railroads, which pose new and unique challenges 
to railroad safety and service. With tens of thousands of employees spanning as much as two-
thirds ofthe Uniled States, the distance between the decision-makers in the corporate board 
rooms and rank-and-file rail workers at the ballast line becomes immense. The vast size and 
complexity ofthe rail operations on these mega-carriers pose significant obstacles to efTective 
communications and coordination elements that are critical to both railroad safety and service. 

FRA also found that the careful integration of corporate cultures can be as important to the 
success of a railroad mega-merger as the integration of route structure, traffic flows, and 
operating practices. Differences in traditions, values, and expectations among managers, 
supervisors, and front-line employees must be acknowledged and collective efforts undertaken to 
unify these cultures, drawing upon the best practices of each, so that the various elements ofthe 
newly merged railroad may operate as a single, seamless entity. 

On June 23, 1997, CSX Transportation Inc. (CSX) and Norfolk Southem Railway (NS) filed an 
application with STB to acquire control of Consolidated Rail Corporation and Conrail, Inc., 
(Conrail or CR) and to divide the assets, including 10,500 miles of track, equipment, and 
facilities, between them. Under the proposed acquisition plan, NS would acquire 58 percent of 
Conrail's assets, while CSX would acquire the remaining 42 percent. Certain Conrail assets 
would be contained in three areas of joint operations known as the Conrail Shared Assets 
Operations (CSAO) in Detroit, northem New Jersey, and southem New Jersey/Philadelphia. 
CSX and NS will provide service to shippers in the CSAOs via their own trains, crews, and 
equipment, with maintenance and dispatching being provided by a jointly owned successor to 
Conrail. FRA recognized that the complex nature of this merger/acquisition wananted a special 
efibrt to address these unique challenges of coordination, communications, and culture. 

Safety Integration Plans: FRA responded to the challenge by conducting a formal safety 
assessment of recent mega-mergers involving the Union Pacific (UP) and Buriington Nortliern 
Santa Fe (BNSF) railroads to examine issues and concems associated with railroad mergers of 
such a large magnitude. FRA t>!en conducted a thorough safety assessment ofthe proposed 
Conrail acquisition, including a review of the applicant's Operating Plans and a risk assessment 
of 61 Conrail line segments. The Department of Transportation (DOT) filing with STB on 
October 21, 1997, provided STB with findings and recommendations from the safety 

" assessment. 



One ofthe most significant recommendations in the DOT filing was a request that STB require 
the acquiring railroads to develop, for the first time ever, Safety Integration Plans (SIPs) as a 
condition ofthe merger to help ensure the safe integration of Conrail properties into their 
systems. Subsequently, on November 3, 1997, STB issued an order requiring NS and CSX to 
prepare their respective SIPs within 30 days. 

To aid in the development of the SIPS, FRA established first-ever SIP Guidelines 
(see Appendix Item 1) that outlined 13 safety-critical areas that each applicemt's SIP would be 
required to address. NS and CSX each worked collaboratively with FRA to develop their SIPs 
and met STB's filing deadline (December 3, 1997). FRA acknowledged in its final brief with 
STB that the applicants had developed sufficient SIPs addressing all of the significant safety 
issues, and that they piovided rational approaches for merger integration. 

On May 19, 1998, FRA and STB executed a Memorandum of Understanding (MOU) providing 
that, i f the Conrail merger were approved, FRA would: 

*• monitor the impact that the integration of operations has on safety, keep STB 
informed of progress in implementing CSX/NS/CSAO SIPs and of any 
deficiencies or problems; thereby enabling STB an opportunity to exercise 
oversight authority and take corrective actions to identified deficiencies and 
address safety problems arising out of the transaction; and 

* provide periodic reports to the Board on the SIP implementauoii ̂ »rocess (at least 
biannually), including a final report when the proposed integration has been 
satisfactorily completed. 

Fomial approval of the merger was granted by STB on July 23, 1998, with 83 consequential 
conditions, some of which included: 

• Applicants to submit SIPs; 
* 5-year oversight, 
• Environmental conditions (some 50 listed actions, many safety orientated); 
• Comply with the National Industrial Transportaticn League (NITL) agreement to 

include measurable standards for quarterly performance reporting; 
* Adhere to agreements with Amtrak, the City of Cleveland, railroad labor 

organizations, and others (many containing important safety elements); and 
* Meet with labor to form task forces to dialogue on implementation/safety issuc .̂ 

As a result of the merger, CSX will operate approximately 4,000 miles of Conrail routes, and 
increase its system to 22,300 miles serving 23 States east of the Mississippi, the District of 
Columbia, and small portions of Quebec and Ontario, NS will operate about 7,200 miles of 

"Conrail routes, and will increase its system to 21,600 miles serving 22 States in the East, plus the 
District ot Columbia and the province of Ontario. 



IL FRA's Merger Surv villance Team 

On September 4, 1998, FRA's Office of Safety initiated its long-term safety surveillance 
program for the merger; FRA's Conraii Merger Safety Assessment and Surveillance Plan 
(see Appendix Item II) was unveiled in an orientation session held at FRA headquarters for 
CSX, NS, and CSAO operations and planning officers. Fifteen senior-level officers attended 
representing all three organizations. Key attendees included: 

^ CSX - Mr. Frank Pursley - Vice Presidenl of Operaiions Support/Safety Integration; 
^ NS - Mr. Chuck Wehrmeister - Vice President of Safety and Environmental; and 
• CSAO - Mr. Ronald Batory - Vice President of Opeiations. 

The items contained in FRA's merger surveillance program inclade: 

»• The SIPs and accountability worksheets filed by CSX, NS, and CSAO " ''b FRA, 
which detail the applicants", allocation of funds, personnel, training 
commitments, facilities, and other resources; 

• Current operating safety conditions at CSX, NS, and CSAO and their acquired 
properties; safety audits and surveys; FRA's required statistical reporting; and 
inspections/violations identitled by FRA inspectors; 

*• Review of past and ongoing FRA Safety Assurance and Compliance Program 
(S ACP) efTorts conducted at each railroad; 

*• Close review of progress made on safety conditions set by STB. 

Staff members from FRA's Office of Safety have been designated tu contact plarming officers 
from NS, CSX, and CSAO at regular intervals to obtai.. updates of their SIPs, identify new 
safety commitments (SIPs are "living" documents), and assess the status of safety issues and 
concems. 

FRA designated 3 Regional Safet> Assessment and Surveillance managers and 30 
geographically placed merger inspectors/monitors to provide very close surveillemce of CSX, 
NS, and CSAO field integration ot the merger; regular, periodic Region reviews are to be 
conducted and formal biannual written reports identifying safety integration progress are to be 
provided by FRA to STB. 

On August 20, 1998, FRA's Surveillance Management Team, consisting of an Office of Safety 
headquarters representative and the 3 regional managers from the Team, visited the former 
Conrail headquarters "Blue Room" operations center, observed the moming planning meeting, 
and reviewed SlP/safe'y actions ongoing at fonner Conrail; other announced and "unannounced" 
visits and SlP/safetv reviews will be accomplished by the management team and individual 
surveillance monitors as the merger progresses. 



i n . SIP/Safety Progress Reports 

General 

Split Date: Although permined by STB to proceed with merger implementation any time after 
Seplember 1998, CSX and NS have both elected to proceed toward the split date in a planned, 
gradual approach to ensure the safe and seamless integration of Conrail's operations into their 
own railroad systems. STB's requirement that implementing agreements with labor 
organizations and computer systems integralion be in place prior to the split date has postponed 
the split date to June 1. 1999. 

Merger Integration Planning Teams: CSX merger-integration planning is headed by 
Executive Vice President of Coal and Merger Planning, Michael J. Ward, with three principal 
teams: Headquarters, Technology, and "Day One." Consultants are assisting in the plamiing 
efforts using CPM (Critical Patn Method)-type computer tools with over 50,000 project 
management tasks idemified. NS Vice President Nancy Fleischman heads a five-member 
integration \eam with full-time responsibilities for NS merger-integration plarming. NS has also 
enlisted consultant services and has established transition implementation teams for specific 
ftmctions such as train dispatching, crew management, training, operating rules, commuter and 
passenger train issues, etc. 

Transition of Dispatching and Opeiations: The relocation of current Conrail train dispatching 
desks is underway and scheduled to be cc mpleted in June 1999. Desks at the current Conrail 
dispatching facilities are 1 ;ing reallocated as follows: Albany to Hanisburg (2 desks), Mt. 
Laurel to Hanisburg (5 desks); Mt. Laurel to Albany (2 desks). Dearborn to Indianapolis (2 
desks), and Indianapolis to Dearbom (2 desks). 

Comail's current operations center in Philadelphia, commonly refened to as the "Blue Room," 
has already been divided between CSX and NS tmployees. After the "Split Date," NS will 
relocate its portion ofthe operations center to Atlanta, while CSX will retain the Philadelphia 
center. 

Rolling Stock Allocation: CSX and NS have split the existing Conrai! locomotive fleet of over 
1,900 units by a ratio of 42 percent and 58 percent, respectively. CSX will have more than 
800 units, and NS will have 1,128 Conrail units. These units will be conveyed or leased to 
entities identified as NYC and PRR, which will then lease or sublease the units to CSX and NS, 
respectively. Prior to the split date, units allocated to CSX will be marked "NYC," and units 
allocated to NS will retain their Conrail markings but will be renumbered with NS sequence 
numbers. 

CSX and NS have also divided Conrail's current freight car fleet of over 45,000 cars according 
' to the same 42 percent to 58 percent ratio. Tnese cars will be conveyed or leased to NYC and 



PRR, which will then lease or sublease the cars to CSX and NS, respectively. Cars allocated to 
CSX will be marked "NYC," and cars allocated to NS will retain their Conrail markings. 

Information Technology and Y2K: Information lechnology (IT) systems work planned at 
CSX and NS is nearing completion, and testing of some key cut-over systems is ongoing. For 
example: 

* The shipment inventory syslem known as "TRIMS" is being tested and is 
expecled to be ready for cut-over on June 1, 1999. 

* The Train Dispatching Syslem is tested and ready for implementation. 

• CSX and NS are both addressing Y2K compliance of Conrail's IT systems. 
Certain Conrail operations systems are being made Year 2000 compliant because 
field rollout of NS and CSX systems on Conrail-allocaled temtory will not be 
completed until after the Year 2000. Also, certain Conrail IT systems will 
continue to operate on CSAO after the merger integration is completed. 

Concerns Over Operating Rules Training for Foreign Carriers: The FRA Surveillance 
Team recently became coneemed about NS and CSX provisions for providing operating rules 
training for employees of Amtrak and other railroads, including shortlines and commuier 
carriers, that will operate on the NS and CSX acquired after "Split Date." FRA's Surveillance 
Team has raised this issue directly with NS, CSX, and CSAO and will conlinue to monitor 
efforts to ensure that timely rules training is provided to employees of all the railroads that will 
operate over Conrail tenitories acquired by CSX and NS 

Track Protection at Buffalo, New York: FRA's Surveillance Team identified a safely concem 
involving a location in Buffalo, New York. Between Corvail's CP Draw and CP 437, there are 
four adjoining tracks. After "Split Date," two of the iracks will be controlled by NS and two by 
CSX. Procedures to coordinate track-maintenance fouling time and provisions for dispatchers' 
protection should be developed. FRA has addressed this concem directly with Conrail, CSX, 
and NS and will r lonilor the resolution. 

Labor Concerns Over Staffing Needs in Buffalo: Rail labor has expressed concems over 
CSX and NS-projected needs for Train and Engine Service personnel in the BufTalo, New York, 
area. Initially, laoor believed that CSX projected a need for 195 engineer positions, while NS 
projected a need for 40 engineer positions. However, these projections were eventually reduced. 
CSX now proje('s jobs for 144 engineers, while NS would require 44 positions. Rail labor has 
expressed strom; reservations over such a significant change in job requirements and questions 
whether the car lers will be sufficiently staffed to handle the traffic in a safe and efficient 
manner. FRA will continue to closely monitor rail operations in the Buffalo area. 



Interim Conrail Operation*: 

New Conrail Board of Directors: On August 22, 1998, CSX and NS terminated the voting 
tmst lhat held shares of Conrail common slock and elected a new Conrail Board of Directors: 

CSX 
John Snow, Chairman/CEO 
Pete Carpenter, President, CSX 
Mark Arin, EVP, Law and PA 
Paul Goodwin, EVP, Finance/CFO 

NS 

David Goode, Chairman/CEO 
James Bi.shop Jr., EVP I -aw 
Siephen Tobias, Vice Chairman/COO 
Henry Wolf, Vice Chaimian and CFO 

Fonner Conrail officers and employees .re cominuing to manage the railroad umil split date 
thereby retaining insiilutional knowledge for a smooth transition. Messrs Tim O'Toole ' 
recently appointed President and CEO of Conrail, and Doug Greci , General Manager of Train 
Operations, and the enlire leam of Division operating officers and transportation emplovees 
beneath them are operaling Conrail day-to-day much as il opeiated in the past. Messrs Tony 
Ingrain. NS semor managemeni liaison, and Jim Fallon, CSX senior managemem liaison are 
providing daily oversight und advice al the operations cenicr al Conrail headquarters in ' 
Philadelphia. 

Safety Reviews of Conrail's Operations Center: Representatives from FRA's Merger 
Surveillance Team have conducled three safety reviews al Conrail's headquarters in 
Philadelphia, these reviews look place on November 20. 1998, January 29, 1999 and March 25 
1999. At each of these sessions, the FRA Surveillance Team observed Conrail's early-mom.ne 

^ r C S ^ ^ N t l d T s A O "^ ' ^o ' " '"^^"^'^^ review/update sessions with CSX, NS, and CSAO representatives. FRA observed lhat the railroad appeared to be 
mmimg smoothly, and the overall operation was improving from automobile strikes harsh 
winter weather condilions, and recent irain accidents. Il was noted lhal critical traini were 
generally mnning at or slightly ahead of schedule. Yard congestion appeared to be under 
control, and Comail had an adequate supply of train crews to move the freight. No reports were 
heard of trains being held fbr power. ^ 

At the January 29 meeting, it was reported that Conway Yard had a computer failure however 
the computer problem occurred during a program upgrade lhat did nol appear to be ' 
me-ger-related. fhe fact that the railroad was able lo handle the bulk ofthe traffic oul of 
Conway de.pite the loss ofthe compuler, wa. an indication that local management had a backup 
plan and was able to adapt the facility to the emergency wiihout affecting the entire railroad. 

Furthennore, FRA observed that the cunent CSX, NS, and Conrail management leam in charge 
of Com-ail operations appears lo be sound. Units worked logether cohesively and relied upoa 
each other s strengths to address issues. The division persomiel were encouraged to raise safety 
and perfomiance issues during their moming briefings. Ccnrail field and headquarters managers 
addressed the daily issues with what can be described as a 'can do" attitude 



Indications ofthe ability of the "interim" Conrail operations leam to handle difficult and 
unforseen contingencies can be seen in lhal Conrail has maintained reliable service despite being 
faced with lht following adverse condilions: 

On June 21, 1998, Conrail's train PIEL-1B derailed 21 cars on the Harvard 
couneclion in the city of Cleveland leading to substantial equipment damage and 
significant train delays. 

The G meral Motors strike that ended in July negatively affecied carloadings at 
Conrai,; 26 ofthe auto maker's 29 assembly plants in North America were shut 
down for several weeks. 

Or August 14,1998, the Brotherhood of Maintenance of Way Employes initiated 
a strike against Conrail over scope issues related to the construction of track in 
Mary sville, Ohio. 

•> On .lanuary 2, 1999, the blizzard of '99 virtually buried the Midwest with thc 
worit snow storm in over 30 years for the Chicago area. The snow stonn 
drastically affected Uie operaiions of all freighl earners, commuter lines, and 
Amtr.ik. Several days of sub-zero weather, high winds, and drifting snow caiis'̂ d 
fiozen switches, frozen locomotives, train air brake problems, stranded crews, 
and signal problems; Conrail had Level-3 weather alerts on the Albany, 
Dearbo.-n, and Indianapolis divisions, and the lasting eft'ects lo operating 
perfomi.mce were felt for several weeks. 

Performance Measures: Conrail's perfonnance statistics for the first 10 months of 1998 were 
favorable. Perfonnance measures include Traffic Levels and Assets, Intemiodal On-Time 
Perfonnance, Automotive On-Time Perfomiance, Core Merchandise, and Unil Coal Train 
Performance. (See Appendix Item HI); 

Overall Safety Performance: Overall, Conrail's safety perfonnance in 1998 was positive A 
noteworthy achievement is the fact that Comail reported no employee on-duty fatalities in 1998 
the lirst time the railroad has reached the goal of zero employee deaths. In 1998, Conrail 
achieved record levels of safety with the lowe.si emplo> ce injury rate, the lowest number of 
highway-rail grade crossing accidents, and the lowest overall accident/incident rate in the 
railroad's history. (See Appendix Items IV-A and IV-B) 

FRA did note an increasing trend in low speed train accidents and df*railments occumng in 
yards. After funher analysis, FRA identified three major yards in Eikhart, Indiana; Conway. 
Pennsylvania; and Selkirk, New York, where most ofthe increases occuned. FRA is cunentiy 
working directly with the canier and its employees to develop action plans at each location to 
address this concem. 



Fatal Rail Accidents and Incidents: While statistics are useful tools in assessing thc level of 
safety of a railroad, FRA recognizes lhat safety means much more than the sum tolal of data and 
statistics. Safety in the railroau indusiry is a mailer of l i fe and dealh. The loss of even a single 
life in a railroad-related accident is an unacceplabie tragedy. Preventing serious rail accidents 
must be a top priority, not only for FRA but for the highest levels of railroad leadership. When 
Conrail experienced three significant train accidenls and two switching accidents that resulted in 
four fatalities during the first quarter of 1999, FRA dispatched a senior-level safely team to meet 
with top Conrail management to thoroughly analyze these iragic events and devise conective 
action plans. The incidents lhal prompted this investigation included: 1) Port Newark, New 
lersey - a switching accident ihat resulted in a conductor fatality; 2) Stryker, Ohio - a rear end 
collision in heavy fog that resulted in a conductor and engineer fatality; 3) Fl. Plain, New York -
a train derailment that resulted in a major hazmat spill; 4) Alexander, New York - a switching 
accident lhat resulted in a conductor fatality when a car lumed over while shoveling over a 
crossing with icc and snow in the flange way; and 5) Momence, Illinois - a Conrail freight train 
failed lo .slop al an at-grade rail crossing and collided with a Union Pacific freight train resuhing 
in injuries to three crew members. 

Under the direction of FRA's Acting Deputy Associate Adminislrator for Safety Assurance, 
FRA's Merger Surveillance Team conducted a special safely review of the four train incidents 
vvith senior Conrail management at thc railroad's operations center. Together, the senior level 
Conrail and FRA team conducted a detailed review and analysis of investigative reports 
concerning each incident Subsequently, Conrail was directed to develop aciion plans to 
prevent a recunence of similar incidents. Conrail did develop action plans to address each 
incideni and submitted copies of the plans lo FRA's Office of Safety. Several of these plans 
deal wilh accidents lhal are slill under investigation by the National Transportalion Safely Board 
and formal findings of cause iiave yel to be issued. In these cases, Conrail's action plans must 
be regarded as interim measures. The Merger Surveillance T earn identified no diree* causal 
relalionship betv\'een these incidents and the ongoing merger integralion. 

FRA Operating Practices Assessment: FRA also undertook an extensive, two-week system 
wide review of operaling practices on Conrail with a 35-member Federal and State inspection 
team consisting of operaling practices inspectors from FRA Regions 1, 2. 3, 4, and 6. The 
purpose ofthis review was to assess thc overall level of operating safety and lo ensure that 
Conrail managers, front-line supervisors, and rank-and-file employees remained focused on 
safety during this interim period. During a merger, it is nol unusual for railroad personnel lo 
experience anxiety over workplace changes associated with the merger. FRA believes an extra 
effort is often necessary lo maintain a slrong focus on safety during such limes. 

From March 29 through April 9, the inspeciion team conducted focused inspeciion activities, 
including 382 train rides involving 7,817 miles in both local and over-the-road service. The 
team also conducted operating-practices efficiency testing and performed records inspections. 
At many locations throughout the Conrail system, inspections were conducted on an around-the-
clock basis. 
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Inspectors also conducted listening sessions with severai hundred Conrail managers and 
cmployfees to leam their views about the slate of safety on Conrail during this interim period 
The inspection leam saw no evidence of deterioration in Conrail's supervisory oversight. 
Furthemiore, the leam found the level of commitment and anention lo safely was very high 
among Conrail workers, supervisors, and managers in the operating department. 

Thu.̂  far, FRA believes the current Conrail leadership team, which has been overseeing the 
railroad's operalion during the interim period between the approval ofthe merger and "split 
date," appears to be carrying out its responsibilities and decisions in a reasonable and prudent 
marmer. 



CSX SIP/Safetv Actions 

CSX updated ils SIP wiih FRA on 1/23/98, 7/20/98, 8/31/98, 11/9/98, 1/29/99, and 3/25/99 
The preseni SIP contains some 85 safety action items lhal ideniify resource commitments and 
nme lines, including personnel, facilifies, and training. All SIP action items as reviewed are on 
schedule. Furthermore, CSX is on schedule with all work/safety commitments to STB as 
specilied in the condilions of Appendix Q ofthe merger approval. 

CSX's integration efforts over the past several months have emphasized: 

• hiring extra engineers and conductors to protecl poiential traffic; 

• managing "chum" (minimizing turnover and displacement of personnel) 
foi all groups; and 

• leaving exisfing organizations in place. 

Retention of Institutional Knowledge: CSX has made a significant effort over the past several 
•"^"^^^ ^° retain "institutional knowledpe" from Conrail by hiring senior officers and other 
managemem employees to join the CSX team; some ofthe senior manaflemenl hired by CSX 
include: 

Mr. Ronald Conway - Exec. VP of Operations (fonr.er CR Sr. VP Operations)-
Mr. Lesver Passa - Presidem CSX Intennodal (fonner CR VP-Automotive Group)-
Mr. Frank Nichols - Sr. VP- Employee Relations (fomier CR SR. VP- Org. Per ) • ' 
Mr. Gerry Gates - VP Consolidation & Day 1 Team Ldr. (fonner VP Cust. Sup.),' 
Mr. Gary Spiegel - VP Neiwork Operations (fomier CR VP Service Delivery)-
Mr. James Kasprzycki - GM Conrail Engr. (fonner CR Dir. Asset Optimizafion); 
Mr. Wayne Richards - GM. Serve. Lane Integration (fonner CR Gen. Mgr.); and 
Mr. Howard Elliott - Dir. Hazardous Malerials (fomier CR Director Hazmat Svs.). 

Three fpmier Conrail board members v/ere appointed to the CSX corporation board: H. Furlong 
Baldwin, former U.S. Secretary of Transportalion Claude S. Brinegar, and E. Bradley Jones 
(30 years of Conrail Board experience). 

Safety Culture: CSX established a Cultural Enrichment Team in early 1998 consisting ofthe 
CSX chief safety officer, a cross seclion of headquarters and field managers, and a cross seclion 
of labor representatives focusing on the following key issues: 1) safe wcrk environment, 2) 
building tmst and teamwork, 3) premiere service, and 4) work atmosphere. 

• CSX vice president's "safety blitz" consisting of listening posts were held on all CSX 
service lanes in late 1998. Vice president "Safely Champions" are being paired as safety 
advocates for all operafing units in ihe field during 1999. 
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• On July 1, 1998, CSX announced a new "Individual Development and Personal 
Accountability Policy" for all Uniled Transportation Union (UTU) and Brotherhood of 
Locomotive Engineers (BLE) employees, which replaces its fonner disciplinary policy; 
the Yardmaster's Union, American Train Dispatchers, Brotherhood of Maintenance of' 
Way Employes (BMWE), and the Mechanical crafts have since joined in the policy. 
This policy is intended to be implemented on the acquired Conrail properties. 

Labor Agreements: Labor-implementing agreements were reached by CSX in conjunction 
wilh NS on a voluntary basis with all the labor organizations except the BMV/E and the BLE. 
Arbitration pursuant lo the protective conditions imposed by STB was conducted with BMV'E 
and a decision was rendered on January 14, 1999, imposing an implementing agreement with 
both parties. BMWE has now appealed lhal decision to STB. Also, the voluntary agreemenl 
reached with the Transport Workers Union (TWU), representing certain carnien on Conrail, 
failed ratification. As a consequ-̂ nce, arbitration was required and a decision was rendered on 
February 27, 1999, which imposes an implementing agreemenl on the parties. Finally, in ine 
case of the BLE, an agreement settlement was reached through arbitration. 

Training and Instructions: CSX initialed a number of training ar.d instnicfional initiatives to 
ensure thai employees on the acquired tenitories will have sufficient knowledge and 
understanding of CSX operations and procedures to ensure the safety and efficiency of rail 
operations immediately upon "Split Date." The following is a brief summary ofthe more 
significant training and instmctional iniliafives. 

• Annual rules certificalion for CSX train and engine service employees will be 
provided via multimedia pods in 1999. Conrail employees will retain their two-
day classroom certificafion program for 1999. 

• A unified book of mles for Conrail acquired tenitories will be developed durine 
the year 2000. 

• Operating rules training is being conducted Ihroughout 1999 on Conrail tenitory 
being allocated to CSX. Operating rules training on CSX has nearly been 
completed using an interactive multimedia computer-based format. 

*• In 1998, CSX established two facilities to ofTer five-week conductor classroom 
training courses for employees on the Conrail territories, one in Rome, New 
York, and the other in Philadelphia. 

" The split date mlebook with both Northeast Operating Rules Advisory Committee 
(NORAC) and CSX rules is ready for distribution Timetables have been 
developed and will be available for split date, but are not yet printed. 
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Staffing Levels: CSX has calculaled the staffing requirements to handle Iraffic increases that 
result from the acquisition and to compensate for attrition Consequently, the railroad has 
hired/promoted approximately 2,000 train crew (T&E) members in 1998; 1,298 conductors were 
promoted in 1998, and an additional 810 are in the pipeline for 1999. CSX has established 
schools in Atlanta, Cincirmati, Philadelphia and Jacksonville lo train new employees. A "Train 
lhe Trainer" program has been developed with 25 trainers now on the affected service lanes and 
35 new Road Foremen of Equipment (RFE's) have been deployed. 

Wave 1 job offers to Conrail field employees was completed in June 1998 (94 oercent acceptance 
rate); Wave II offers including Headquarters and Commercial personnel were completed at the 
end of 1998 (75 percent acceptance rale). 

Fatigue Mitigation: CSX is developing specific Fatigue Countemieasures and Alertness 
Awareness programs applicable to all employees, including those in the Conrail acquired 
territory. 

Y2K: Primary efforts lo make CSX's information technology (IT) sysiems Y2K com.pliant have 
been completed and verification testinp is cunentiy underway. A plan for tbe retirement of 
Conrail's IT systems has been completed. Portions ofthe Conrail IT system that are intended to 
support CSAO operations will rernain in pUce. Conrail movements began appearing on CSX 
data screens in late 1998. A 25-person group will be added to CSX's command center at 
Jacksonville lo teleconference with Conrail's Nation Customer Service Center (Pittsburgh) prior 
lo split dale lo monitor IT systems integralion. 

Infrastructure and Equipment: CSX has undertaken equipment and infrastmcture upgrades 
and modifications lo meet the demands of service resulting from the acquisiiion and lo maintain 
the safety and reliability of rail operations on tht merged canier. The following is a brief 
description ofthe status of some ofthe more significant infrastructure and equipment issues. 

• Cunent projections for locomotive acquisitions at CSX for 1999 are 36 
CW44AC's, 112 CW60AC's and 39 SD70 MAC's (180 in total); CSX's current 
fleet is 2,829 locomotives. CSXT will receive 817 locomotives from the Comp.il 
fleet at split date. 

• CSX's newly double-tracked, 270-mile high capacity B&O line is now open to 
traffic after $220 million in rehabilitation in 1998. 

A new coal car inspection operation is being added to CSX's SIP conunitments; 
empty coal hoppers will be routed back to MGA coal fields from Northeastem 
utilities through New Castle, Pennsylvania facility. The railroad has added 
carmen and inspeciion tracks. 
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• CSX is cunentiy modifying former RF&P comdor 60 HZ locomotive cab signal: 
to be compatible with Conrail syslem locomotives (100 HZ); 73 CSXT 
locomotives also alTected and are being fined vvith additional software/hardware; 
Lasting of modificauons was ongoing during February 1999. 

* CSX track connections are being constructed on schedule for B&O Double Track, 
Greenwich and Marion. Ohio, Cleveland Short Line, Philadelphia - Grays Fen>', 
Philadelphia - Belmont, and River Line Siding Extensions. Conrail has also 
completed rehabilitation of the Grays Ferry Branch in Soulh Philadelphia, which 
links the CSX'- former B&O Easl End Subdivision wilh Conrail's High Line 
(near the location of Amtrak's PHIL Interlocking). New signals have been 
installed lo protect the branch at both PHIL Interiocking and CSX's 58th Sireel 
Interlocking. Train movemenls on the Grays Ferry Branch are cunentiy handled 
by Conrail's Philadelphia Division Dispatcher. Train movemenls over the Grays 
Ferry Branch are restricted lo 10 mph. CSX plans lo divert freighl traffic onto 
the Grays Ferry Branch and Conrail's Hanisburg Line in order to reach 
intermodal terminals in South Philadelphia. 

• CSX has also indicated plans lo operaie freighl traffic destined for North Jersey 
via the Grays Feny Branch, the High Line, the Belmont Conneciion and onto the 
Trenton Line (former Reading Main Line lo Bound Brook, New Jersey). 

Communications With the OMID: FRA's Surveillance Team was recently informed by 
Ontario Midland Railroad (OMID) at Sodus, New York, that, as a result of recent changes in 
traffic routing by Conrail and compute, incompatibility, the OMID is m l being notified of cars 
delivered lo it al Newark, New Jersey. Communications with the OMID is important because 
this shortline canier does Iransport hazardous malerials. FRA is addressing this concem 
directly with Conrail and CSX and will continue lo monitor this matter to ensure lhat proper 
hazardous malerials communications protocols between CSX and OMID are established. 
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NS SlP/Safetv Actions 

On July 10, 1998, NS amiounced the fonnation of a third operaling region, the new Northem 
Region which will join the Easiem and Westem regions; the new Northem Region will consist 
of three divisions (the Hamsburg, Pittsburgh and Dearbom divisions) which will incorporate 
Conrail acquired territories; formation of a Northem Region safety Committee is ongoing. 

Transition implementation teams were established in lale 1997 to address key issues such as train 
dispaiching, train crew management, operaling mles, commuier and passenger train operations, 
personnel and others. At NS 120 teams were eslablished with up to 400 managemeni employees 
involved. NS has updated their SIP with FRA on 1/26/98, 6/15/98, 10/6/98, 11/19/98, 1/29/99 
and 3/25/99. Their preseni SIP coniains seme 65 safely aciion items lhat identify resource 
commitmenis and lime lines, including persornel, facilities and training. NS has also added 50 
safety related STB condiiion items for tracking, including grade crossings, hazmat emergency 
response and training. All SIP aciion items as reviewed are on schedule. Also, NS is on 
schedule wilh all worL'safeiy commitments lo the STB as specified in the conditions of 
Appendix Q ofthe merger approval. 

NS integration over the past seveial months has emphasized: 

• train and Engineer (T&E) hiring and ti.vining; 
• employee communication; and 
• cultural integration 

Retention of Institutional Knowledge: NS over the pxst several monihs has also moved to 
retain "institutional knowledge" from Com aii by hiring .senior offiicers and other senior 
management employees lo join the NS leam; some of the senior management retained include: 

Mr. John Samuels - VP Oper. Plarming & Budget (former CR VP Oper. Assets), 
Mr. William Baninger - Director Safety (forme/ CR Director safely); 
Mr. Daniel Mazur - Assist. VP Strategit Planning (former CR AVP Asset Mgt.); 
Mr. Joseph Arsenault - Director Sysiems Dev. (former CR Dir. Sys. Dev.); 
Mr. Richard Davidson - Dir. Selection & Placement (former Dir. Select.& Place.); 
Mr. James Newton - President Triple Crown Svcs. (Former Pres. ConrailDirect); 
Mr. Thom;?s D. Newhart - Dir. Coal Trans, (former CR GM - Unit Train Svcs.); 
Mr. Gregory Comstock - GM Western Reg. (former CR AVP Svc Design/Net.); 
Mr. Hugh J. Kiley, Jr. - AVP Trans. Svcs. (fomier CR VP Svc. Design & Plan.); 
Mr. Robert Huffman - Sr. AVP Intermodal Opers. (fonner CR GM Intenn Ops.); 
Mr. kamond Rumsey - Chief Eng. Maint. Svcs. (fonner CR Ch. Eng. RW. Assets); 
Mr. Francis Weckerie - Nat'l. Acct. Mgr. (Fonner CR Dir.- Nat'l. Accls/Chrysler); 
Mr. Jeffery Burton - General Solicter (former CR Sr. Dir. Labor Relations); 
Mr. Anthony Licate - Dir. Labor Relations (former CR Dir. Labor Relations); 
Mr. Gerhard Thelen - AVP Mechanical (former CR AVP - Engineering). 
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Safety Culture: NS insiituted the"Six Tenets of Safety" program on the Conrail divisions that 
will make up its Northem Region. The program is designed to teach emploN ees about the 
principles, practices and values behind the NS safely culture. Employee training on the NS's 
Conrail tenitories is still in progress. 

In October, 1997 NS hired safety consultants from DuPont to evaluate three Conrail divisions 
and the Juanita and HoUidaysburg Shops. The analysis has been compleled and their report was 
recently offered to FRA, where it is cunentiy under review. 

Labor Agreements: Labo. implementing agreements have been reached by Conrail CSX and 
NS with all ofthe labor orgainzations except the BMWE Arbitration pursuant lo the proleclive 
conditions imposed by the STE was conducted wilh BMWE and a decision rendered on . 
January 14. 1999, establishing a.i implememing agreemem for the parties. BMWE has now 
appealed that decision to the STB. Also, the agreemem reached wilh the TWTJ representing 
certain camien on Conrail failed ratification. As a consequence, arbit-ation was required and a 
decision was rendered on Febmary 27, 1999, which establishes an implememing agreemem for 
the parties. 

Training and Instructions: NS initiated a number of training and inslmcfional initiati ves to 
ensure that employees on the acquired tenitories will have sufficiem knowledge and 
understanding of NS operations and procedures to ensure the safely and efficiency of rail 
operations immediately upon "Split Date." The following is a brief summary ofthe more 
significant training and instmctional initiatives. 

NS is using the McDonough, Georgia, simulator for locomotive engineer training 
and estimates a continuing rate of 500 trainees per year for the combined system 
Conrail engineers are s'ill being trained al the Transportation Training Cenier at 
Conway Yard until the "Split Dale." 

• Dispatcher training is still being conducled al Conrail offices and will continue 
past the split dale unfil NS's dispatching system is completely installed. NS like 
Conrail, relies upon division dispaiching (versus centralized). Dispatchers desks 
at Albatiy, Ml . Laurel and Harrisburg offices have been realigned and relocations 
are cunentiy in progress and are expected to be completed in June 1999. 

• NS aimual operaling mles training (eight-hour training class) is presently ongoing 
on the NS and soon will begin on NS's Conrail acquired lines. Draft bulletins for 
modified safety practices and mles will be submitled for management approval 
30 days prior lo the split date. 

Training foi Accident/Incident reporting will occur during the Second Quarter 
1999 involving approximately 550 supervisors. 
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• 
Training malenals have been distributed to op. ating departments and specific 
training has started on the Northem Region. Twemy-two Training Tea. s have 
been eslaohshed to address customer billing, payroll, crew managemem 
procurement police, National Customer Senice Cente., train di.patchin. car and 
locomotive distribution and interline settle nent. 

• Conrail and NS bolh use P.S. Technology for 'computerized ereu manP-ement 
Traming will be provided for 3,800 Conrail T&E employees withm 180 d.ys " 
after the spht dale. ^ 

StaffiHR Levels: One hundred thirty trainees have been hired on Conrail to support staffing 
needs for the NS s new Northem Region. NS is providing new-hire training for train service 
personnel al the McDonough, Georgia, Training Center (five months of classroom and OJT 
leaming assignments). NS anticipates training 1,100 new hire trainees per year across ils 
system with approximately 300 on the Northem Region dunng IQ99. Conrail is still using the 
Academy of ndustnal Traming outside Philadelphia unlil split .̂ ate NS is presently modil ng 

[aciHfies ' ^'"^''"^ P"^'"'^"' Procedures and 

Training Time for Engineers: At a listening sessions held m BufTalo, Syracuse and Selkirk 
New York, in the first quarter of 1999, the primary safety concem expressed by Co"aifTr^L 
and Engine service employees ̂ vas "the lack of time lhat Conrail required for a new employ e to 
be on the job prior to promotion to locomotive engineer" and the relative inexperience o some 
ofthe newly promoted locomotive engineers. NS has policies lhat should adequately add resT 
this concem because it requires new hires to complele al least one year of train service before 
bemg permined lo operaie a locomotive in training. By comrasi the ainenl Conrail program has 
no such requiremem and allows employees to be promoted to locomotive engineer once Z 
have successfully compleled uaining, without regard lo prior train seî ice experience 

Operating Rules and Practices: NS has taken significant sleps lo hamionize operating mles 
practices and procedures on the acquired tenitory. The following is a bnef synopsis of some of 
the more significant operating practices initiatives: -"'ncui 

NS has joined NORAX as an associate member and applied for full membership. 

NS T|meiables and Bulletin Orders covering the acquired tenitories are ready f.r 
distribution. •' 

NS's random dmg and alcohol tester (the TK Group) will be used for all of NS 
tests, including NS's Conrail acquired lines, after the split date. 

Contracts needed to cover emergency response contraclors at NS's Conrail 
acquired properties are in place for the split date. 
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» NS's concept for spill containment yards has been introduced at Conrail (Conway 
and Elkhart Yards). 

Y2K: NS's infomiation lechnology systems largely have been made Y2K compliant and testing 
is underway. Completion and final testing will be accomplished in the third quarter of 1999. 
The retirement plan for Conrail systems was completed in April 1998. 

Equipment and Infrastructure: NS has undertaken equip menl and infrastmcture upgrades and 
modifications to meel the demands of service resulting from the acquisition and lo maintain the 
safely and reliability of rail operations on the merged canier. The following is a brief 
description ofthe status of some ofthe more significant infrastructure and equipment issues. 

*• NS will avoid retiring locomotives in 1998 and 1999 to ensure il has sufficient 
motive power to meet the demands of service. NS also purchased 116 new 
locomotives in 1998 and will purchasel 50 in 1999. Conrail purchased 24 new 
cab signal equipped locomotives in 1998 fcr fulure a.>signmenl lo NS. NS will 
have approximately 1,127 locomotives equipped for operation on Conrail lines 
and Amtrak's Northeast Corridor. 

* NS is participating in the FRA/Conrail/CSX sponsored Positive Train Control 
project on the Manassas-Hanisburg lest conidor, NS is t.ie Phase II project 
manager. 

Conrail's grade crossing inventory has been fully inlegrated into the Norfolk 
Southem Grade Crossing Inventory system. 

NS track connections are being constmcted on schedule for Sidney, Illinois, 
Alexandna, Indiana, Cloggsville Rehabilitation, Pattenburg Tunnel (Pha.se 1), 
Greencastle, Pennsylvania, Oak Harbor, Columbus, Bueyms, and Vermillion, 
Ohio. 

NS has committed to many merger related facility/track changes, most notably: 

• Alexandria, Indiana - Tne new connection lo the NS Frankfort District at 
Alexandria has been established as a remote interiocking. controlled by 
the NS dispatcher at Fort Wayne. The connection will enable southbound 
trains on the Conrail Marion Branch to continue easl on NS. This would 
allow Norfolk Southem to move freight traffic between Elkhart, Indiana 
and Cincinnati, Ohio. Conrail is cunentiy in the process of installing new 
lies and rail on the Marion Branch. 
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• Columbus. Ohio - NS is progressing with the constmction of a new 
connection to link Coru-ail's Columbus Line with the NS's Bellevue to 
Portsmouth, Ohio mainline. A connection al CP Colson, linking the NS 
line with Conrail's Fort Wayne Line is being rebuilt. 

O Charlotte. North Carolina - NS is invesfing 13.5 lillion dollars to expand 
its Charlotte Roadway Shop. TTie facilily desigimanufactures and 
rebuilds the railroads fleet of maintenance of way equipment. The 57,000 
square foot expansion will include a new machine shop and the 
enlargement of the existing heavy repair facility. The cunent Conrail 
Roadway Shop located in Canion, Ohio, will be closed after the split date. 

• Bulk Transfer i erminals - NS has oĵ ened three new bulk transfer 
terminals located al Doraville, Georgia (just north of Atlanta), Charlotte, 
North Carolina, and Chattanooga, Termessee. 

O Intermodal Terminal - NS has agreed to a joint partnership with 
Bethlehem Sleel to develop a new intermodal terminal on tlie site of the 
former Bethlehem Sleel Mill in Bethlehem. Tliis new terminal will be 
located on the Lehigh main line (former Lehigh Valley) and will provide 
easy access to westem New Jersey, Philadelphia, and Scranton areas. 
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CSAO SlP/Safet> Actions 

The Conrail corporate identity wUl survive after split date and will be responsible for managing 
and operating the CSAO. The CSAO updated its SIP on January 26. 1998; September 4 1998-
November 20, 1998; January 29, 1990 and March 25, 1^99. As a living documem, me SIP 
outlines the status of the CSAO's etforts to address 22 safety action items including training 
requirements, hazardous materials handling issues and IT needs. The SIP also contains the 
status of 17 safety related matters that stem from conditions imposed by the STB, most of ihcst 
condilions concern highway/rail grade crossings, hazardous material emergency response and 
training requirements, each of the 17 items are reported lo be progressing on schedule. 

After "Split Dale," the CSAO will conlinue to mainiain and follow the majority of policies and 
practices cunentiy in place on Conrail. For example; 

• Cunent Conrail safely programs will be observed in the CSAO. The Conrail 
leadership leam for the CSAO is committed to continuing efTorts lo enhance and 
improve these programs. 

• Designaled service delivery for all yards and customer swiiching within the 
CSAO teniiory will be maintained in accordance with cuneni Conrail schedules 
and commitments. Transitional steps underway ensure lhat the exisling Shared 
-Assets Areas yard and dock service asset are properly preserved and maintained 
to support this service after "Split Date." 

Conrail Leadership Team: The CSAO principal officers and many associated staffers have 
already been appointed and brought on board; the leadership leam includes: 

Mr. Tim O'Toole 
Mr. Don Nelson 
Mr. Ron Batory 
Mr. Craig Curry 
Mr. Neil F'enone 

- Presidenl and Chief Executive Officer; 
- Senior Vice Presidenl of Operations; 
- Vice Presidenl Operations; 
- Chief Environmental and Safety Officer; and 
- Director Safety. 

The Governance Team includes the Board of Directors, President and Chief Executive Officer, 
and the Operations CommiUee (Engineenng. Mechanical, NCSC, Blue Room Operaiions and ' 
five Division General Managers). 

Operations and Operating Practices: Conrail will conlinue lo observe the NORAC Rules for 
operations in the CSAO; thereby ensuring compatibility among the commuier, inter-city 
passenger and freight entities that operate over the CSAO teniiory. Dispatcher ranks will be 
fi'led with trained Conraii dispatchers familiar with the assigned CSAO territories. Conrail will 
dispatch North and Soulh Jersey.T'hiladelphia from an existing Mt. Laurel, New Jersey localion. 
Dispaiching for the Detroit Shared Assets Area will initially be from Dearbom, Michigan. 
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Relocalion ofthe Deiroit desk to Mount Laurel is scheduled for August 15, 1999. The following 
are the significant operating issues that are being addressed 

Conrail - -11 handle within the CSAO lenitory all hazardous materials functions 
and will be supported by five (5) qualified emergency response contractors. 

* Conrail is fimlizing pr-^edural changes, lo be effective June 1, 1999, for post 
accident toxicological testing, certification and qualification of locomotive 
engineers, physical characlerislics training of train and enginemen, train and 
accideni reporting and operational testing. 

Competition In The CSAO: Since the first announcements ofthe Comail merger acqui-^iiion 
and review of the early SIP filings by NS. CSX and the CSAO, FRA has maintained a keen 
interest in the planned, joinl operation ofthe CSAO, FRA believes there will be intense 
competilion for business by NS and CSX in the Northem New Jersey/Southem New Jersey 
shared asset areas. How the CSAO equitably provides services to M.;̂ pmhle, dispatch and 
maintain l.ains, crews and _equipnienl opg-atgd within the shared as.sel ireas will signifirantjy 
imract the qualitv and safety of service provided to the northeasiem seaboard shippers 

Intennodal facilities may represem a particular challenge for CSAO in managing rail operations 
in the face ofthis competition. The North Jersey Operaling Shared A .sets Area Plan assigns 
cuneni Conrail intennodal facilities at Croxion, Portside and E-rail u NS. CSXT will operate 
thc intemiodal facililies at Soulh Keamey and North Bergen. 1'he facililies of APL. Ltd. and 
Mahr Temiinals commonly refened lo as 'Express Rail" will be open to both railroads. CSAO 
officers have pledged neutrality of operations. General assignmem guidelines have been 
formulated and are now being finalized for train routing within the CSAO tenitories (see 
Appendix Item V). 

Unanticipated congestion or traffic dismptions at these facililies have the potential to migrate 
well beyond the CSAO area of operations and could impact rail service on CSX, NS or other 
carriers. FRA's Merger Surveillance Team will carefully monitor rail operations in the Shared 
Assets Areas and is prepared to act immediately to work wilh all parties lo resolve potential 
service problems should they arise. 

Equipment and Infrastructure: Upon "Split Date," CSX and NS will provide a lotal of 133 
locomotives to Conrail for operations in the CSAO tenitories. FRA-mandateJ Quarterly 
Inspections ot locomotives for North Jersey and Soulh Jersey will he perfonned wiihin the 
CSAO tenitory. The Deiroit Shared Assets Area will receive such inspections outside the 
CSAO tenitory from both CSX and NS. The parent companies will perfomi heavy repairs for 
all CSAO designaled motive power. Since the CSAO will be dependent upon CSX and NS for 
its motive power needs FRA will continue to monitor the CSAO locomotive fleet to ensure lhat 
it is sufficient to handle the traffic needs of this critical area of operations. 
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The Conrail track budget for the CSAO for 1999 is $13 5 million. Preliminary budget plans for 
the CSAO lenitories have been formuUneo, An additional S6.6 million is earmarked for the 
bridges and tunnels and other asset improvements. The Communications and Signals budget is 
$2.5 million. 

Currently a number of conslruclion projecis are underway in the North Jersey area. These will 
provide a direct benefit lo Conrail, CSX and NS after the split date. A few of these projects are 
delineated below: 

• Cioxlon Yard - Conrail has initiated improvements al Croxion Yard 
located in Jersey Ciiy and Secaucus. This facility will go to the NS on 
split dale. Improvements include constmction of a 7 track industrial 
swiiching yard, each track will hold 30 cars. Plans call for this yard to be 
the base of operations for ihe industrial swiiching crews that will service 
the former Erie Lackawanni: industrial irackage operated by NS and New 
Jersey Transit. NS also plant, to relocate the bulk transfer lerminai now 
located in the center of Croxion Yi rd and expand the cunent intermodal 
facility into this area. 

• New York Susqueharma and Westem - has established a connection 
linking Conrail's River Line with the NYS&W's Southem Division at 
Ridgefield Park, New Jer.̂ ey. The connection will allow vjonrail (later 
CSX) to have direct access to the CSLl Intermodal facility located at the 
NYS&W's Little Feny tenninal. 

O Lehigh Line - On the Lehigh Line (former Lehigh Valley) ties are being 
replaced between CP Brook (Bound Brook) and CP Potter (Edson, New 
Jersey). The Pattenburg Tunnel is being single tracked in order to 
accommodate double stack container trains. In advance ofthis projtcl, the 
exisling passing siding is being reconfigured. The siding is being 
extended one mile to the west, from the cunent CP West Portal 
interiocking. A new interlocking will be constmcted at the west portal of 
the tunnel. The siding will be eliminated through the tunnel, and only the 
single track main line will remain in the mile long bore. On the east side 
ofthe turmel, a new interlocking is under conslmclion. This will connect 
the cunent passing siding with the single track main line. 
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IV. Metropolitan SIP/STB Issues 

The Conrail acquisition is especially significant for a number of metropolitan areas, primarily in 
Ohio and the Chicago area, that had been served by the CSX, NS and Conrail. Anticipated 
changes in freight traffic flows, route structure and operating practices raised uncertainty among 
many in these communities about the impact ofthe acquisiiion on important issues involving, 
potential congestion at highway/rail grade crcssings. increased train traffic noise in residential 
areas, changes in employment levels and job assignments for railroad workers and other issues. 
A number of f-c STB conditions and items in the SIP's concem issues in these metropolitan 
areas. 

Thus farNS has provided FRA with complele documents, updated as of Febmary 23, 1999, 
regarding the status of items mandated by the STB as a condition of the merger. NS reports lhat 
th t STB mandates; including those projects affecting Cleveland, Lakewood, Bay Village, Rocky 
Run, the Clogi'sville Project, the Vennillion Project and others, are all on schedule. 

Congressman D -rmis Kucinich's office held a Conrail merger progress assessment meeling on 
March 8,1999, i i Lakewood, Ohio, lo discuss acquisition issues that affect the West Shore 
communities in Ohio. Area Mayors and represeniatives from NS, CSX, the State of Ohio and 
the FRA met to discuss the implementation of recently compleled agreements involving the 
parties. Represeniatives preseni from NS and CSX indicated that all agreements wilh their 
respective companies are on schec'uie and most wi l l be compleled belore the June 1 deadline. 

Increased Rail Traff ic at Highway/Rail Grade Crossings: As a precaution to prepare 
communities and motorist for increases in rail traffic at highway grade crossings, notification 
letters will be sent to police agencies for each of the public cro.ssings on rail lines identified as 
having an increase in rail traffic of eight trains or more, within three months of Seplember 1, 
1999. NS and CSX are installing temporary notification signs or message boards on railroad 
property at each crossing clearly advising motorists of the impending increase in traffic and 
speeds. These signs w i l l be in place no less than 30 days before, and remain for 6 months after 
the increase in traffic occurs. Signs will be placed a* 81 crossings and installation wil l be 
completed by September 1999. The crossings wi l l also carry signs wilh a 24-hours per day, loll-
free phone number to report, crossing malfunctions. The railroads will provide sufficient funds 
to start constmction of an underpass at Berea, Ohio, to expedite completion of a grade separation 
project. 

Blocked Highway/Rail Crossings: The City of Olmstead Falls indicated a problem exists with 
Comail train crews using their lown as a crew change point which results in blocked 
highway/rail crossings for long periods of time. NS has committed to stopping this practice. 

R a i l Jobs in the Cleveland Area: There has been considerable uncertainty, particularly among 
the rariks of Comail employees, about how the Conrail acquisition would affect rail labor in the 
greater Cleveland area. As plans for the acquisition began to crj'stalize il was leamed that there 
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would be an overall increase of seven (7) positions among Agreement personnel; this includes 
clerks, engineers and trainmen. The impact of rail positions is as follows: a net of 59 job 
abolishments. 44 job creations, 16 transfers out and 38 transfers in. Even recently, many Conrail 
employees appear lo remain uninfomied about the impacl the acquisition will have on their 
positions, especially on tenitories allocated to the NS. The NS responded by issuing a survey to 
Agreement employees so they could make their views known about their work preferences-
Coordination of Rail Operations in the Greater Chicago Area: Since the early days of 
railroading, Chicago has been the nation's pre-eminent railroad transportalion hub. The greater 
Chicago area has nearly 100 rail junctions and al-grade rail crossings, which have long posed 
significant challenges for the coordination of rail traffic. With the anticipated increase in traffic 
that is likely to result from the acquisition, FRA has been coneemed about the potential for rail 
traffic congestion in the Chicago area. A service intenuption on one railroad can quickly impact 
rail service on a connecting carrier. Furthermore, the Chicago area has a large number of 
highway-rail grade crossings, many of which are located on busy cily streets, major 
thorougiifares and in residential neighborhoods. Likewise, rail service dismptions can have a 
serious adverse impact on highway traffic. 

During the firsl week in April 1999, FRA Administrator Jolene Molitoris met with 
representatives from CSX, NS and the other major rail caniers in the Chicago area, urging lhem 
to work logether lo better coordinate traffic flows in an attempt to minimize the poiential for rail 
congestion and reduce dismption lo highway traffic and residential neighborhoods. The 
railroads have begun meeling and are in the process of developing coordinated operating and 
maintenance plans to address these concems. FRA will continue lo monitor the progress of 
efforts lo improve rail iraffic flows in the greater Chicag J area. 
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V. Future of the SIP Process 

Continued FRA Monitoring: FRA will cortinue its close surveillance ofthe Conrail merger 
integration process in the marmer as previously described and will provide biarmual reports lo 
the STB about the progress of CSX, NS and CSAO in implementing and updating their SIPs 
unlil integralion ofthe Comail tenitories inlo those three enlilies is successfully completed. In 
addition to the bi-amiual reports, FRA may be called upon by STB to issue special reports 
rek tive to the SIP process. 

FRA s Merger Surveillance Team will continue to conduct "listening sessions" in the field to 
obtain direct input from, front line employees, rail labor representatives, field supervisors and 
olher parties regarding safety, service and operaling concems as long as the merger integration 
process conlinues. Listening sessions in Febmary 1999 between FRA SIP Team Leaders and 
several rail labor leaders did not reveal any specific safety concems. However, the labor 
representatives did express concems about how the cunent Conrail employees might b, affected 
by discipline policies and seniority issues on the acquiring railroads. 

Joint STB/FRA Rulemaking: Based upon collaboration between the FRA aid ST^, a joint 
Notice of Proposed Rulemaking (NPRM) was published in the Federal Register on 
December 31,1998, establishing propvosed criteiia and conditions under which Safety 
Integration Plans would be required in as a condition of future railroad mergers and acquisitions. 
The proposed mle would require that SIPs be developed for significant mergers and acquisitions 
as defined in the NPRM. Furthermore, the NPRM outlines the respective roles ofthe STB and 
FRA in the development, impiementalion and oversight in the SIP process. 
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VI. FRA's Summas-y Comments on the Status ofthe Conrail Acquisition 

A significant beneficial eflect ofthe SIPs has already been demonstrated in the graduated 
approach to integration ofthe acquired Conrail tenitories used by the acquiring railroads. The 
retention of many well qualified Conrail managers by CSX, NS and CS^O will allow these 
caniers lo draw upon a high level of institutional knowledge when operating the newly acquired 
Conrail tenitories. The staging of implementation actions over the past seven monihs has 
lessened the potential for a degradalion in safety and perfonnance. 

Need for Continuing Effort: Safely requires constani attention and effort. Both CSX and NS 
are operating safety review trains to view the newly acquiied lenitories and introduce high level 
managers lo Conraii persomiel. The caniers are also providing extensive safety training prior lo 
the split date. FRA believes that this is a pmdent safely mea-sure. These efforts clearly 
demonstrate CSX and NS each desire to judiciously integrate the fonner Comail properties into 
their new respective railroads. 

Monitoring Comp?tition in the CSAO: FRA believes that it is very important to monitor ihe 
operations and perfomiance in the CSAO areas, specifically, intermodal operations ofthe 
Northem New Jersey Shared Assets Area. If not properly managed, competition between CSX 
and NS in these areas could potentially lead to safety concems or service dismptions that could 
migrate to olher areas ofthe rail network. FRA will continue to conduct close surveillance of 
ihest operations as the merger progresses. CSAO's detailed plarming has continued to progress 
and has provided assurances for the safety of these operations 

Interim Conrail Operations: Based upon FRA's recenl observations at Conrail's Operations 
Center and the seven-month period of feedback from FRA's Surveillance Team Conrail is 
operating well at the present time. Reports indicate the carrier will have increased loadings and 
revenue for 1998-1999, and that the physical plant and facilities are poised for successful merger 
integration. 

Conclusion: Between the lime ofthis report and "Split Date," CSX, NS and CSAO must have 
IT systems work complete and tested; necessary labor agreements in place; training completed; 
leam projecis completed and operational readiness eslablished. This work appears to be 
continuing on sche.lule. During the period covered by this review, no performance or safety 
conditions have been idenlified or foreseen on the NS, CSX, or CSAO acquired lenitories, 
arising oul of approval ofthe acquisition or its ongoing integration, that FRA believes would 
necessitate further STB oversight actions al this time. 
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Conrail Merger Surveillance: NS. CSX & CSAO 
SlP/Safcn l'pdate 

Appendix Items: 

I . Federal Railroad Administralion (FRA) Office of Safety 
Safety Integration Plan Guidelines - Rev. 3 of 11/24/97 

I I . FRA's Conrail Merger Safety A.ssessmcnt and Surveillance Plan - 9/3/98 

III. Conrail Operations (Performance Measures) - Presenlation November 20, 1998 

IV. A. FRji s Office of Safety Statistics for Conrail 

IV. B Safety Update Presentation to the FRA - November 20, 1998 

V. Safely Integration Plan Review Shared Assets Operations - January 29, 1999 
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Rev. 3 of 11/24/97 

Federal Railroad Administration (FRA) 
Office of Safety 

S A F E T Y INTEGRATION PLAN GUIDELINES 

November 7,1997 
Washington, D.C 



SAFETY INTEGRATION PLAN GUIDELINES 

Introduction 

The Federal Railroad Administration (FRA) has determined from thc mergers ofthe 
Union Pacific Railroad Company and the Southem Patiflc Transportation Company and the 
Burlington Northem Railroad Company and the Atchison, Topeka and Santa Fe Railway 
Company that integrating operations of two Class 1 railroads into one railroad presents 
significant challenges to rail safety. Investigations of recent collisions, derailments, and other 
serious incidents reveal a correlation between inadequately planned operational integralion of 
independent railroad entities and compromises of rail safety. Railroads merging wilh or 
acquiring other railroads must prepare thorough and complete, formal, written safety integration 
plans lo ensure safe operaiions. 

For these reasons, FRA submits the following guidelines lhat CSX Tiansportation, 
Incorporated (CSXT), and Norfolk Souihem Corporation (NS) should address in their respective 
safety integration plans (SIP). The SIPs should focus on the formulation, development, 
issuance, and implementation of measures that address specific operational elements, as detailed 
below, necessary to ensure compliance with the Federal railroad safety laws and otherwise 
provide safe railroad operations. As one example of how a SIP should extend beyond the reach 
of present Federal railroad saiety regulations, an acquiring carrier should assure that personnel in 
safety-critical positions arc not so burdened wilh tasks unrelated to safely that they cannot 
adequately perform their safety-crifical functions. Principally, CSXT's and NS's SIPs must: 
show how thcir practices differ from Conrail's; identify as the end state to be achieved once their 
respective acquisitions are consummated practices that will minimize or eliminate incidents and 
injuries, and promote a culture emphasizing rail safety; and demonstrate step-by-step how they 
will effect the transition from current circumstances to their desired end states while maintaining 
safety. FRA underscores thc need for the acquiring railroads to define thc steps or proccdvurs 
proposed to integrate Consolidated Rail Corporation's (Conrail) operational plans with their own 
during the transition process (i.e.. unlil thc acquisiiion is complete). FRA concludes that a SIP 
addressing the subject areas below will .strengthen CSXT's and NS's integral operational 
interests and ensure safe rail transportation. 

Safety Integration Plan 

\. Content r f Plan: Provide thc following information for each subject manor listed in 
nvmtber 2: 
B. Itemized list or index of measures addressing (i) how Conrail differs from thc 

acquiring railroad and best practices identified from either, (ii) description of how 
the railroad \ . operate once thc acqui.sition is completed; (iii) stcp-by-stcp 
description of how elements of acquired property, including Conrail Shared 
Assets Operating Areas, wili be integrated with operations of acquiring railroad; 
and (iv) efTorts to comply with Federal regulations; 



b. Allocation of resources (e.g.. work effort expressed as person-days per year, 
capital, facilities, and technology) directed to that subject; 

C Schedule for imp' nenting plans addressing that subject. 

2. Subject Matters To Be Addressed In Plan 
a. Corporate Safety Culture 

i . Management attitudes, directives, priorities, practices, and philosophies, 
within each operatmg administration or division, that is directed *, 
employee training, staffing, health, morale and safety practices 

i i . How organizational priorities will be balanced between (1) enhancing 
productivity (e.g. employment reduction and eiimmation of resource 
duplication) to achieve economic efticiency and (2) minimizing safety 
risks with no compromise of sa'ety {sji.. narrowed communication 
forums between labor and management, excess hours, and loss of 
insUtuUonai knowledge) 

b. Training 
i . Train and engine service personnel 
iL Rc>adway worker and bridge worker persoruiel 
iU. Motive Power and Equipment personnel 
iv. Dispaiching and operating personnel 
V. Signal and Train Control personnel 
vi. Hazardous materials personnel 

c. Operafing Practices 
i . Operating mles, practices, and instruction 

(1) Training and qualifying train crews 
(2) Rulebook(s) to govem 
(3) Standardizing operational testing programs 

iL Accidents/Incidents 
(1) Reporting procedures for accidents/incidents 
(2) P'̂ '̂ edures available to employees perceiving intimidation and 

harassment under Railroad A( cident.s/Incidents regulations 
iH. Alcohol and Drug 

(1) Integration of Coiu^il program with acquiring railroads' programs 
(2) Implementation of Post Accident Toxicological Tesfing and 

Random Dmg and Alcohol Testing programs on acquired 
territories 

iv. Locomotive Engineer Qualificati on and Certification 
( I ) Qualifying and certifying engineers on acquired tenitories 

V. Hours of Services laws 
(1) Implementing measures for electronic recordkeeping 
(2) Centralizing crew management furctions 

vi. Yard/terminal operations 
(1) Training and instmct ing employees to en.sure familiarity with rules 



goveming yard/terminal operations 
d. Mofive Power and Equipment 

i. Qualifying employees on inspections and tests of rolling equipment 
ii. Implementing mechanical department maintenance and equipment service 

plans 
iii. Implementing measures to ensure safe freight operations and compliance 

with the law when "blocking" and "block swapping" trains 
iv. Ensuring a sufficient fleet service and inventory lo cany out field 

operations 
e. Signal and Train Control 

i. Of)erating budgets addressing 
(1) Training 
(2) Maintenance 
(3) Capital improvements 
(4) Research and development projects and programs 

ii. Ensuring safety maintenance with integration of, or migration to, 
properties acquired, specifically. Automatic Cab Signal/Automatic Train 
Control systems and wayside and cab signal aspects and indications 

f. Track and Structures 
i. Maintenance, management and rehabilitation of track and bridges 
ii. Inspection program for track and bridges 
iii. Sufficient employee (including sujjcrvisors) coverage fci track and bridge 

safety 
g. Hazardous Materials 

i. Programs addressing field operations and intemal safety audits 
ii. Need for comprehensive inspection program addressing: 

(1) Field in-spections 
(2) Hazardous materials communication slandards (e.g.. shipping 

paper, marking, labeling, and placarding requirements) 
(3) Employment staffing to implement program 
(4) Emergency response practices and procedures 

Ui. Compuici software systems to ensure inmiediate availability of hazardous 
materials shipping paper information 

Iv. Customer service centers 
(1) Sufficient employment staff levels 
(2) Timely generation and transmission of hazmat information on 

trains and shipments to cu.stomers and Federal officials 
h. Dispatching Operations 

i. Measures to eliminate or minimize excess service performed and reduce 
maximum dispatching workloads, including criteria used for determining 
maximum safe workloads 

iL Intcgrafing acquired disfMitching system with acquiring railroads' systems 



Highway-rail Grade Crossings 
Safety prevention and emergency response program addressing: 

(1) Increase traffic volume, speeds, and track at crossings 
(2) Improved waming devices 
(3) Rail safety education of public 
(4) Improved crossings with emphasis on closing existing crossings 

Allocation and deployment of personnel in .oUowing sectors. 
i. Management of safety programs 
ii. Roadway maintenance 
iii. V 'five Power and Equipment maintenance 
iv. " atching operations 
V. n and Engine service 
vi. i ard and terminal service 
vii. Signal and Train Control maintenance 
viii. Customer service centers 
Employee "Quality of Life" issues 

Rest 
Travel/time away from home 
Perceptions of harassment or intimidation 
Health and wellness programs 
Morale 
Availability and distribution of personal safety equipment (e.g.. safety 
shoes, eye protection, and ear plugs) 

Relafionship between freight and passenger service. Each plan to address thc 
integrafion of freight and passenger operations on the following lines: 

I . 

ii. 
iii. 
iv. 
V. 

vi. 

i. MARC 
ii SEPTA 
iii VRE 
iv METRA 
V NJTR 
vi MNCW 
vii MBTA 
viii Amtrak 

m. Information Systems Compatibility. Each plan to addiess information systems to 
be implemented that will provide for the uninhibited interchange of informafion 
between thc acquiring railroads in the following areas: 
i. Train consists 
ii. Train performance 
iii Waybill/car movements 
iv Dispatching 
V Hazmat 



vi Crew management 
vii Accident/incident reporting and record keeping 
viii Equipment management (locomotives and freight cars) 
ix Emergency shutdowns 
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F R A ' s Conrai l Merp.cr Safetv Assessment 

and 

Surveillance Plan 

1.0 Background: 

On June 23, 1997 the acquiring railroads (CSX i nd NS) filed their appiicafion with the Surface 
Transportation Board (STB) lo acquire Conrail. The proposal was to divide Conrail's assets, and create 
Uvo rail networks that will compete with one another ihroughout the easiem United Stales ($10.2 billion 
acquisition with 58%/42% division of owneiship, respectively, by NS/CSX). Over a ten-month period 
FRA conducted a fonnal safety assessment ofthe propo.sed mega-nierger and participated in a series 
of STB scheduled filings. 
In August 1997 FRA initialed its safety assessment of the NS/CSX proposed acquisition by revievring 
both applicant's proposed operating plans, and also performing an analytical safety risk assessment of 
some 61 affected line segments at CS/NS/CR. It was detemiined that detailed safety planning was nol 
provided in either railroad's operating plans (not previously required in ICC/STB filings), and that there 
were at least four major roule segments ofthe planned merger with projected safety risk increases of 
greaier than 50%. During this same time period, FRA also perfomied parallel safety reviews ofthe 
service performance "meltdown" occurring at UP/SP and operations at BNSF, CSX, NS and Conrail. 
On October 21,1997 DOT (FRA) filed its findings with STB and recommended that thc Applicants be 
required to develop "first time ever" Safety Integration Plans (SIPs) Within two weeks the STB 
ordered CSX ani NS to develop Safety Integration Plans (SIPs) within 30 days which extended the 
merger processing schedule by 45 days. 

FRA immediately went to work to assist the railroads in effectively stmcturing their SIPs by developing 
Safety Integration Plan Guidelines (rev. 3 of 11124/97). These guidelines covering 13 safety-critical 
areas (including corporate safety culture) were fumished to the applicant railroads in early November 
1997. Thereby, the applicant railroads were able lo quickly and diligently prepare their planned merger 
safely acfions and filed thcir completed SIPs with STB on the December 3 deadline. 

Although their SIPs were considered complete for STB's purposes, bolh railroads have continued to 
work closely with DOT (FRA) to identify additional timing (schedules) and resource allocations 
(workforce and $) for all of their SIP specified safety action items. Both railroads provided 30-40 page 
documents with itemized safety actions (60-70) to be accomplished over the proposed three- five year 
integration period. These more detailed safety actions have become referred to as Safety Integra/ion 
Plan Accountability (SlPA) worksheets. FRA plans to use these documented commitments (planned 
safety actions with assigned resources) by both railroads as the primar> baoeline to monitir progress 
of their merger implementation (integration). In a written decision issued on July 23,1998 the STB 
approved the Conrail merger with certain conditions. 
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2.0 Merger SIP/Safety Integration Surveillance: 

2.1 Following approval ofthe merger by STB, CSX and NS have jointly agreed to proceed from 
"Control Date" to "Split Date" ("Day One" or "Closing Date") in a planned approach. "Day One" is 
the date on which applicants will effect the division between CSX and NS ofthe operation and use of 
the assets of Conrail. TTie conditions set forth by the STB in its merger approval lor CSX and NS are 
inherently expected to delay any significant merger related safety acfion items by either party until the 
Fourth Quarter of 1998 or until January 1, 1999, or fiiereafter. 

2.2 The items in which DOT(FRA) will concentrate for SIP/safety surveillance and thc assessment of 
progress towards successful merger integration include: 

• Thc SIPs and SlPAs filed by each railroad and the CSAO. 

• Present operating safety conditions at each railroad (CSX, NS and Conrail acquired properties 
and CSAO); safety audits and surveys; statistical reporting of the affected railroads; and 
examination of inspectors reports/violations. 

• Review of past and on-going Safety Assurance and Compliance Prograi i (SACP)efforts at each 
railroad. 

• Close surveillance of progress made by each railroad on the safety related merger conditions set 
by the STB. ,~, 

• Liaison review with the STB on evaluafion of Operational Monitoring reports tendered by each 
railroad (15 specific reporting requirements imposed by STB). 

2.3 The STB in its approval ofthe merger imposed a five (5̂  vear oversieht condition, as well as the 
following safety related conditions: 

(1) "Applicants should meet with labor representatives and attempt to form task forces for the purpose 
of promoting labor-management dialogue concen ing implementation and safely issues." 

(2) "Applicants must comply with the environmental mitigation conditicns set forth in Appendix Q." 
For the purpose of SIP/safety surveillance, FRA will focus upon those conditions which are explicitly 
safety related: Conditions 1(A), 1(B), 1(C), 1(D), 2, 3, 4(A), 4(B), 4(C), 4(D), 5(A), 5(B). 6,7, 8(A), 
8(B) 9,10,19,20(A), 20(B), 20(C), 21,22(A), 2:̂ (8), 22(C), 23,24,25,26(A), 26 (B), 26(C), 26(D). 
27(A), 27(B), 27(C), 28,29(A), 29(B), 29(C), 29(D, 30(A), 30(B), 30(C), 31 (A), 31(B), 31(C), 31(D), 
31(E), 31(F), 31(G), 32(A), 32(B), 32(C), 33,34(A), :'4(B), 34(C), 34 (D), 35,36(A), 36(B), 37, 38(A), 
38(B), 38(C), 39,40,41(A). 41(B), 41(C), %2{A\ 4'.(B), 43(A), 43(B), 46. 49(A), 49(B) and 50. 
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(3) "Thf Promotion of Safetv. Our decision clearly promotes safety. More thin half of the 
environmental conditions involve safety. For the first time ever in a merger, the applicants were 
required to submit safety integration plans. And, as part of the merger implementation oversight, the 
implementation of these plans will be carefully monitored through a Memorandum of Understanding 
(MOU) between the Board and the Department of Transportation, which clearly represents a 
cooperative governmental initiative in the public interest." 

3.0 Merger SIP/Safety Surveillance Staff: 

FRA's intent is to monitor the progress ofthe safety integration of each railroad with fiie leasl intmsive 
measures and procedures as feasible to do so. FRA, however, will use headquarters staff, regional 
officers and locai field inspcctgrs and all of its compliance lools. as required, to conduct close 
surveillance and monitoring of the progress of the merger. Responsibility for overall monitonng 
oversight will be vested with FRA's Office of Safety Assurance and Compliance {see Conrail Mert^er 
Safety Surveillance organizational chart, page 5). Tiiere will be an FRA assigned Senior Surveillance 

• Officer and Director, Surveillance to assure lhat monitoring activifies and proficient surveillance 
pracfices remain on frack throughout the required period of merger integration. These officers wi l l be 
thc headquarters contacts for CSX, NS, the CSAO and the STB. Reporting through the Director, 
Surveillance will be three (3) Regional Surveillance Officers responsible for the oversight of specific 
safety related actions taken by CSX, NS and the Conrail Shared Assets Operations (Conrail). Each 
Regional Surveillance Officer will have several strategically located S^P/safety monitors (inspectors) 
that will report compliance with the SIP acfion items and other operating safety condifions. The 
Regional Surveillar.ee Officers will use all of the methods idenfified in Section 2.1 thru 2.3 to 
appropriately assess the progress made on SIP safety action items and the progress of merger integration 
related to local safety conditions in their assigned areas. 

4.0 Merger Safety Progress Reviews/Reports: 

4.1 All items addressed in Section 2.0 are to be considered in the on-going SIP/safety progress reviews. 
Written monthly SlP/safcty assessment progress reports will developed by the Regional Surveillance 
Officers and submitted to FRA headquarters (Office of Safety Assurance and Compliance throu^^ the 
Surveillance Director). Copies of these reports are to be famished to the designated liaison o.ficers 
from CSX, NS and fiie CSAO (Conrail) on a cunent basis. 

4.2 The headquarters Director, Surveillance will provide independent .summary progress reports on the 
merger integration to FRA's senior management as required. Comprehensive wntten ^^P"^ ° " 
SIP/safety progress will be provided by FRA to the STB on a biannual basis (January and ̂ ^'^ 
each year starting in 1999 as specified in the MOU. FRA will provide copies of these reports to L 
NS and thc CSAO (Conrail) on a cunent basis. The style and fonnat of these reports will be determine 
by FRA staff. 
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4.3 FRA's Director, Surveillance and/or the Regional Surveillance Officers will conduct frequent 
SlP/safely integration reviews separately with NS. CSX and CSAO designated liaison officers (at least 
quarterly). These reviews will be conducted on a fonnal basis with meeting minutes aiid written 
summary findings to be provided. Thc progress summaries and meeting minutes will be separately 
retained on FRA's files for CSX, NS, and the CSAO. 

4.4 During the penod of time between the "control date" ofthe STB approved acquisitions and the 
"split dates" for CSX and NS, FRA staff will establish the surveillance organization referenced on page 
5 and will perfomi interim monthlv report monitoring on thc same basis as described in Sections 4.1 
thru 4.3. 
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Coryail Operations 

d Blue Room 

- Sysieni Link to Field Exeoiticn 
. • - ProttpCts CLUstomei Service 

r Aulhci-;zi3s Cptsrating Rian Exccpi cnt 

Managss Prenfum Trasn McU'.c.ks 
, Assigns Lcconiolive .Asstis / 

' j • " Jl^onimunicutcs CorpcratePclicy 
• ' ^ Monitors Ptftoimanct; 

A description of how Philadelphia impacts Conrail Operations. 



A chart of how connrnunlcatlon flows on Conrail. ' 

How Conrail works - From basic Train Call" - to exceptions ~ to 
ennergencies. 

The yards, the NCSC. Crews, ect. talk to each other and their Division 
offices. 

Division Offices talk to the Dearbom Crew Center - Other Railroads -
and the Blue Room. 

The Blue Room authorizes Division Plan exceptions - protects active 
shipments with Customer Service and plans future changes to the 
operating plan with the Service Groups. 

Other SYSTEM effcitc. such as maintenance of way planning, flow from 
the Blue Room. 



Traffic Levels and Assets. 
fcM lo Datt- Ihrcutjii Octobor 31 

Average Daily: 

Carloads Locomolivfs T&£ N'anccunt 

V>J7 1306 v j & r I'j'Jo 

A descriptioti of traffic levels and asset availability. 

Average Daily Carloads so far in 1998 (through October 31) were 
up 4.2% over last year. 

We've increased our locomotive fleet by 2.6% to handle the higher 
traffic levels. 

Note: We didn't need 4.2% more engines because our 
existing trains absorbed more than 1 % some ofthe 
additional business. 

Our year to date average T&E mancount rose only 0.8% versus last 
year -- but dmt count has risen dramatically during tlie past two 
months, during our peak volume period - October's populaiion 
was up 3.6% over January's. 



Transportation Products 
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A sen/Ice group description and the products handled by each group. 
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Intermodal 
Year lo Dale Ituouijh Colobtr 31 

dfi-Time Performance 
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NOTE: 1997 was a great service year for Conrail — we 
were cited by several publications and received a number 
of customer awards as the No. 1 service railroad in the 
country -- 1997 is our benchmark year. 

InieiTiiodal Perfonnance measures so far in 1998: 

Premium Trains -- Up 0.5%. 

Premium Shipment Availability - Up 0.2%. 

Doiiiesdc Shipment Availability -- Unchanged 



Automotive 
Ycarjp Da^e Ihrougl^ October 31 

o On-Time Pertormance 
Parts Shipments 
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Our auto pans shipments moved a little beuer this year --

up 1.5%. 

Our muii-level iraii\.'=: were down 1.9% 
NOTE: Train congestion due to the Short Line work m 
Cleveland - where our Eastbound Mult-Level Fleet is built 
- was the single largest factor for liie i>2rfomiance decline 



CORE Merchandise 
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• \ 1 • . The key measures that we use to evaluate our CORE performance are virtually unchanged: 

1907 1996 Dtffaninoa 

Yaid DtcarlurM (% OrvTim*) aaz 65.7 -0.S OnhvorabI* 

62.9 62.6 -03 Untevorabl* 

Vanl Corin«c\ion» % Macto Coni>ectlor) 75.7 77.9 22, Favorabt* 

Shipniafit Trnnait (Hourt) 70.6 7V» 1.3 Unhivorabia 

These numbers indicate another good CORE year. 



Unit Train 
Year 10 Dale lhrou«jh Oclobti 31 

On-Time Perlormance 
Loaded Coal Tiains Empty Ccai Ti ains 
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Our coal trains are also in iine with last year's pertormance. 

Loaded trains -- down 1.1% -- but above our 90.0% goal 

Empty fa ins -- up 0.8% -- also over our 90.0% goal. 



Unit Train 
Y o j i 10 Datt! Ih iou j i i Cctobu 31 

Our coal trains are also in line with last year's performance. 

Loaded trains - down t . 1 % - but above our 90.0% goal 

Empty trains up 0.8% - also over our 90.0% goal. 



TOTAL ACCIDENT/INCIDENTS 
JAN - DEC (1998 Preliminary) 

FRA'S OFFICE OF SAFETY STATISTICS FOR CONRAIL 
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TOTAL ACCIDENT/INCIDENf~RAfE 

JAN - DEC (1998 Preliminary) 
FRA'S OFFICE OF SAFETY STATISTICS FOR CONRAIL 
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JAN - DEC (1998 Preliminary) 
FRA'S OFFICE OF SAFETY STATISTICS FOR CONRAIL 
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JAN ~ DEC (1998 Preliminary) 
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JAN - DEC (1998 Preliminary) 
FRA'S OFFICE OF SAFETY STATISTICS FOR CONRAIL 

6.00 

5.00 

4.00 

3.00 

2.00 

1.00 

0.00 1990 1991 1992 1993 1994 1995 1996 1997 1998 

Excludes highway-rail 
M. .mhor of arridfints oer 1.000,000 train miles 



300 

200 

100 

0 

TRAIN ACCIPEiN^ff^iSynpRIWiAFr* C^vi^e . 

JAN - DEC (1998 Preliminary) 
FRA'S OFFICE OF SAFETY STATISTICS FOR CONRAIL 

236 

1990 1991 1^2 1993 1994 1995 1996 1997 1998 

Equip 
Misc. 

FVHIIHAR hiohwav—rail 

Hmn Factor 
Trk&Sig 



YARD ACCIDENTS 
JAN - DEC (1998 Preliminary) 

FRA'S OFFICE OF SAFETY STATIS T ICS FOR CONRAIL 
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HIGHWAY—RAILT INCIDENT RATE 

JAN - DEC (1998 Preliminary) 
FRA'S OFFICE OF SAFETY STATISTICS FOR CONRAIL 
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JAN - DEC (1998 Preliminary) 
FRA'S OFFICE OF SAFETY STATISTICS FOR CONRAIL 
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JAN - DEC (1998 Preliminary) 
FRA'S OFFICE OF SAFETY STATISTICS FOR CONRAIL 
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Conrail Safety Performance 
1994 -1998 

6.00 
49 % Improvement in FRA reportable 1994-1997 

47 % Improvement in Lost Time 1994-1997 

Reportable 
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994 

1994 m 9̂95 11996 01997 01998 CONRAIL 



Conrail Lost Work Days 
1994-1998 

Lost Time Days for Current year Injuries 
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Conrail Lost Work Days 
1994 -1998 

Lost Time Days for Current and Prior Year Injuries 
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Conrail Grade Crossing Accidents 
1994 -1998 
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Appendix Item V. 

CONRAIL 

QAFPTY INTEGRATION PLAN REVIEW 

QMz^ppn Ac^5^FTS OPERATIONS 

JANUARY 29. 1999 

Organization/Ser^'ice Planning Overviow 

Detroit 
vSouth Jersey 
North Jersey 

• Motive Power Allocation Plan 

Process Integration Plan 

Tactical 
- . Strategic 



Ttrmiail Operttions ia Detroit Ajrti 

y»rd or facility 

Konh 

Rjvtr Rouge 

LivemoiS 

Scedffig 

Curreat 
Qpefator 

Coorail 

LiAcoln 

Coor»ii 

Coor&ii 

CurrtBt faciUty uie 

M«.jor cliLsifiMiioa 

tuiomodve 
Major taduXQui 
tuppwT fkciliry 

Coarail 

ixtduscrui 
£u{>porT ykrd with 
inttmnodaJ fitfilr 

juppon yard »i«o 

PniBitih.- Chniier 

Proposed Proposed facilicy ute 
Operator 

CSKO 

CSA.0 

Sams as ac present 
Focal poiat for Decrotx 

Same as U prestst 

Same as ax presect 

CSAO 

Induftr. support 
phncipally fbr 
Chrvsler 
Pnmanly supports 
Fordat_Bro2*2Rown_ 

Trentoo are* 

Same as ar present 

Some as ax presem 

CSAO Same as ax present 



itB»orr 

XJVIRNOES 
UVBItNt>CS 
LXVIRNOiS 
UVIKN0I5 
UVSKNOIS 
UVXRNOiS 

JOE 
5YNCBQL I2b££ £ laiAi. ssai MSH YtiK ^FJt HEI W, Sill 

Y1>LVM 

YI>LV«» 
YDLVIS 

YDLVR3 VAR 
IS5> 

5(7B TOTAI. 

MACICYD YDMVM « • 
MA.CKYD YftNtYl* TIO 
MACK YD YDKTYJl l«JO 
MACKYO Y^>^«r»• » o o 

CUB TOTAI. 

MOXJNBBOAtt YDMIttl«» 
MOUND ltOAJ> VDNOUiSOO 
MOUND itOAl> VDNOWOISS* 
MOUND BO*J> YDMRSU**5 
MOUND B0AJ> yDf«R"»230» 

SU» TOTAL 

1 
I 
1 
I 
t 
I 
ft 
« 

NORTH YARD 
NOftTHYARD 
N«»THYkR» 
NORTH YARD 
NORlUYAlU> 
NOftTHYVRD 
NORTH YKRO 
NORTH YKRD 
NORTH VA»I> 
NORTH YKRft 

SUBTOTAL 

YDNYOITOS 
YDNYOitJl 
YDNVW705 

YDNY* 155> 
YDNYilUOO 
YDNYFiVAR 
VONYR5VAR 
Y i x n IWI 
YUNY01706 

RIVER ROUGE 
RXVlR ROUGE 
RIVSR ROUGE 
RIVIR ROUGE 
IOVER ROUGE 
lijVER ROUGE 
RTVER ROUGE 
RIVER ROUGE 
RJVER ROUGE 

VDRRWiJO 

YDRRUiM 
YIVRR30224S 

YT>RR50l55» 
YDRRtlUlS 

YDLVR YDLVR 
B * 
B X 
B X 

Vt>LV04 YDLV04 
B B 

B X 
B X 

VDNYR X 
» X 

B YI>NVR 
X X 
B X 

YPNYR yPNVR 
B X 

YDNYR 
B 
B 
• 
X 
X 

X 
X 
X 
X 
X 
X 

X 
X 
X 
X 
X 
B 
X 

X 
X 
X 
X 

X 
X 
X 
X 
X 

X 
X 
X 
X 
X 

X 
X 
X 
X 
X 
B 
X 

X 
X 
X 
X 

X 
X 
X 
X 
X 

X 
X 
X 
X 
X 

X 
X 
X 
X 
X 

X 
X 
X 
X 
X 

YDLVR 
X 
X 
B 
B 

VDRR VDRRSI YDLV 
X X X 

X 
X 
X 
X 

X 
X 
X 
X 
X 

X 
X 
X 
X 

X 
X 
X 
X 
X 

X 
X 
X 
X 

X 
X 
X 
X 

B 
B 

B 

X 
B 
B 
X 
B 

VWVKl 
B 
B 
» 

y:>NY YONYR X 
YDNYRJ YDNYR X 

YDMYJ YDLVJ Yt>NYtl YIW^i i 
YDNYO YDMW B • 

B )t J£ 

X X 
B B YDNTV} 

YDNY YDNY4 YDKY» 
X 
X 

X 
X 

X 
X 

B 
B 

34 

X 
X 
B 

YT>RRR 
X 
B 
B 

VDRRR 
S 

X 
X 
X 
X 
X 
X 

X 
X 
X 
X 
X 
X 

X IkRRRYDRRR X 

YDRRR X 
X X 
X X 

YT>RRR 
X 
X 
X 
X 
X 
X 
X 

B 
X 
X 
X 
y 
X 
X 
X 

X 
X 
X 
B 
X 
X 
X 
X 

X 
B 
YDRRR 
B 
B 
V 

Y1>RRR 
B 



RBP<»T JOB 

RIVER ROOCE YDRRRT VAR I 
RIVERROUCB YDRRR> VAR I 
RIVBRROOCB YURROl 3 » J 
SvERROOGE YURRW i2*S 0 

SUBTOTAL " 

STBRUNCYAJtDWDWSOt S » I 
I^KRUNCYARDWOWSU IIM 1 
I^KKUNCVARDWDWSM VOO I 

IIJS^YXRDWUBSM IJ» • 
SUk TOTAL * 

YRENTONYARDWDT1W1 I i » \ 
SUBTOTAL » 

XTilA XTRA. LOCAL 
XTRA XTKA yAJRD 

SUBTOTAL 

CRA>IDTOTJa-

t 
t l 
U 

si 

2 
I t 
20 

YDRRS 
YDRRl 

VDRR4 YDRR51 YDRR5 ri„ww J B YDRRS 
YDRRO YDRRO VDRR2 VWRM 

X X X » 
X X B » . 

X 
X 
X 
X 
X 

X 
X 
X 
X 
X 

X 
X 
X 
X 
X 

X 
X 
X 
X 
X 



Detroit Sharftd 
Assets Area 

Logond 
Shared Assets Are& 

' - • Expanded NS Lmes 
^ - Expanded CSX Lines 
D»h«<! Ur» kntltktM Ttwtogt Rti. 



Terminal Opcratioas ia South Jcrsey/PhUadelphia Area 

Curretit Operation 
Vard or Facility 

Moms%ilie 

Carreai 
Operator 
Coaiail 

Currwoi Facility Use 

IMustztal support and 
intermodal 

Proposed Optration 
Propo&ed Operator 

CSAO and NS 

cs5c 

Proposed Facility 
Use 

CSAO for carioad; 
KS for mtermodal 

Greenwich 

West Fails Yard 

Pavonia 

MiUvnlle 

Piulsboro 

Coantl Coal, ore. intermodal and 
iodustriaL suppon 

Cociail 

Coarail 

Coonil 

Coarail 

iBdustxial suppon aod block 
transfer 

In Caffldeo. major support 
fcdllE>- for Trentoa ud 
ittrtoJnding area 
loduscrtai suppon fbr the 
Vinetandartt 
On the Pcnns Grove 
iccondary, Serves Woodbury 

CSAO 

CSAO 

Except NS will 
retain bulk and 
intermodal access to 
Araenpon 

NS CaciliQr, CSAO 
v>-iU ha\e limited 
use 
Wdl become Ove 
focal point control 
center for C S A O 

Same as at pteseat 

Same as at pceseat 



Job. 
Symbol 

r;(^f\^n\ i5ATgD RAU CORPQRTMIQN 
& E MIMIMIUM ST/LFriNG RFQ'J(REM£NTS 

pn» APELPH^^ TPRMtNlAL . f^HARFD ASSETS f.REA 

nmfiEfclfiC&lIatalSimMQliliiE WEDHiilEBl SAI 

PM 

B'vjRUNGTWPBU29 630 1 2 3 
SUBTOTAL 1 2 3 

F R K J C T YPFJ02 715 1 1 2 

F R t C J C T YPFJ03 73a 1 1 2 
F R K J C T YPFJ04 630 1 1 2 
F R K J C T YPFJ22 1559 1 1 2 
F R K J C T YPFJ33 1500 1 2 3 

SUBTOTAL 5 6 11 

M I D V A L E YPMVOt 630 1 1 2 
M i D V A L E YPMV02 730 1 1 2 
MVDVALE YPems 600 1 1 2 
M I D V A L E YPMV30 150O 1 1 2 
M I D V A L E YPMV31 1530 1 2 3 
MVDVALE YPMV62 2300 1 \ 2 

SUB TOTAL e 7 13 

B B 

B 
B 
WILO 
B 
B 
B 

X 
X 
X 
X 
X 

X 
X 
X 
X 
X 
X 

X 
X 
X 
X 

X 
X 
X 
X 
X 
X 

X 
X 
X 
X 
X 

X 
X 
X 
X 
X 
X 

X 
X 
X 
X 
X 

X 
X 
X 
X 
X 
X 

X 
X 
X 

X 
X 
X 
X 
X 
X 

B 
B 
3 
WILD 
B 
B 

MtLLV^LLE irPNIl21 800 1 
MILLVILLE WPMI61 2200 1 

SUB TOTAL 2 

M O R R I S VyPBS02 •̂30 1 
M O R R I S WPFJ10 600 1 
M O R R I S W, MO01 1000 1 
M O R R I S WPM020 700 1 
M O R R I S YPM001 630 1 
M O R R I S YPMO02 BOO 1 
M O R R I S YPMO03 700 1 
M O R R I S YPM033 1500 1 
M O R R t S YPMO60 2300 1 
M O R R t S Yr;-A061 2359 1 
M O R R I S YPMt-RI VAR 1 
M O R R I S YUB01 700 0 

M O R W S YUB03 2300 0 
SUBTOTAL 11 

PAULSBO Vi/PPA^O 700 1 

PAULSBO WPPA>2) '.iOO \ 

PAULSBO WPPA33 1800 1 
PAULSBO WFPMO 1600 \ 
PAULSBO V/PFA70 235S 1 

2 
2 
A 

3 
2 
2 
2 
2 
2 
2 
3 
2 
2 
2 
1 
1 
2S 

3 
2 
3 
2 
2 

B X X X X X B 

B X X X X X B 

B X X X X X X 

B X X X X X B 
X X X X X X B 
B X X X X X B 
^p^AO X X X X X YPMO 

X X X X X B B 

B X X X X X B 

X YPWO YPMOR X X X X 

X X X X X B B 

B X X X X X 3 
YPMOO YPM03 YPW033 B B YPMO YPNIOO 

E X X X X X B 

X X X X X B B 

WPPA WPPA X X 
X X X 

X X ; X 
X X X 

X X X X 
xhioofti vMooai WPPAR B 

X 
X 
X 
X 
X 
B 

X K 
X 
WPPA WPPA 
X 

\rvPPA3WPPA3 



PAULSBO WPUBP1 900 0 
SUB TOTAL S 

0 
0 
0 

V x X X B 

PAVONIA CROIP BOO 

PAVONIA CR01PR VAR 
PAVONIA MWPC01 700 
PAVONIA VJPCA11 200 
PAVONIA WPCA20 noo 
PAVONIA WPCA29 2200 
PAVONIA \WPCA51 630 
PAVONIA YPCAD3 700 
PAVONIA YPCA04 715 
PAVONIA YPCA20 1530 
PAVONIA YPCA2* 1515 
PAVONIA YPCA60 22S9 
PAVONIA YPC:A69 2345 
PAVONIA YPCAR1 VAR 
PAVONIA YUB1P1 700 
PAVONIA YUB1P2 730 
PAVONIA V-;B2P1 1559 
PAVONIA YUB3P1 2230 

SPHIL 
SPHIL 
SPHIL 
SPHIL 
SPHIL 
SPHIL 
SPHIL 
S PHIL 

SUB TOTAL 

YWrWPCI 700 
YPSP11 700 
YPSP13 759 
YPSP21 1530 
YPSP22 1559 
YPSP33 2230 
YPSPR1 VAR 
YUBSP1 ^530 
SUB TOTAL 

0 
0 
0 
0 
11 

0 
1 
1 
1 
1 
1 
1 
0 
6 

1 
B 

1 
1 
A 
1 
2 
1 
1 
2 
1 
1 
1 
1 
2 
1 
1 
1 
1 
1 
21 

1 
1 
1 
1 
1 
1 
1 
1 
B 

ST CREEK WPSC09 ^130 1 
ST CREEK YPSC01 659 ^ 
ST CREEK YPSC02 730 1 
ST CREEK YPSC31 1559 1 
ST CREEK YPSC32 U30 1 
ST CREEK Y?SC33 1500 1 
ST CREEK YPSCS1 2^30 1 
ST CREEK YPSCR1 VAR 1 

SUBTOTAL B 

15 

1 
1 
1 
2 
3 
2 
2 
3 
2 
2 
2 
2 
3 

B 

B B X X 
CROIPCR01PYUB1P2 B 
B 

X 
B 
X 
X 
X 
X 
X 
X 
B 
X 
B 
WILD 
X 

1 
1 
2 
1 
2 
2 
1 
1 
11 

K X 
YUB1P YUBIP 
X B 
X X 
X 
WPPA 
X B 
X X 
V\ALO WILO 
B B 

X 
B 

X B B 
YPCAO'YPCA03 YPCA2 YPCA YPCA2 B 

X X X YUBPRYUBPR 

X 
X 
X 
X 
X 
B 
X 
X 
X 
X 
X 

X 
X 
X 
X 
X 
B 
X 
X 
X 
X 
X 

X 
B 
X 
X 
X 
X 
X 
X 
X 
X 

YPCARYPCA X 
X X B 
X 

X 
X 
X 
X 
X 
X 
X 
X 

YUBP CROIP X X 
X X X X 
X X X X 

32 

1 
2 
2 
2 
2 
2 
2 
1 
U 

2 
2 
3 
2 
3 
3 
2 
2 
19 

B X X X X 
YPSPRX X X X 
X YPSPRYPSPR1X X 
B X X X X 
B X X X X 
X X X X X 
YPSPI YPSP1 YPSP13 YPSP3 B 
B X X X X 

B B X X X 
B X X X X 

YPSCRX X X X 
X YPSCRYPSCR1X X 
B X X X X 
B X X X X 
B X X X X 
YPSCO YPSC3 YPSC31 B B 

X 
X 

X 
X 
X 
X 
X 
B 
B 
X 

X 
X 
X 
X 
X 
X 
X 

X 
WILD 

B 
YPSPR 
X 
B 
B 
B 
YPSPI 
B 

X 
B 
YPSCR 
X 
B 
B 
B 

YPSCR YPSCO 

XTRA 
XTRA 
XTRA 

ATRAMO 
XTRA PHIL 
X"rRASTC 
SUB TOTAL 

4 S 9 
13 18 31 
3 < 7 
20 27 47 
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South Jersey^hiladelpl^ia 
Shared Asset's Area 

OMsvtlt* Yan 

Legerid 
Expanded NS Lines 
Expanded CSX Unes 
Shuted Assels Area 
Northeast Corridor 

DashBd Unea Indicata TracKafl* Bti 



TcrmmjJ Opct̂ tioQS m NortK Jersey 

1 Curreat Operation Proposed Operatioa 

Yard or 
Facilitv 

1 Current 
Opera ror 

Current Facility 
Ute 

Proposed 
Operator 

Proposed Facility Use 

Ridfc&eld Heights Coondl Automotive support CSAO Same as ai prcR3U 

NonhBea^ Coonii Imermodai aod come 
local carload trtffic 

CSX CSX Inteonodal; Souihem 
Tier locahi va KS nuyvc to 
Croxtod 

OOIOSQ Coonil Isiermodal andbttAc 
transfer 

NS Inrermodal and NS Soudiem 
Tier Locals 

Soudi Keany Coa-ail Carload suppon aod 
inteniK>daJ 

CSX Same as at prsieni. but used 
bvCSX 

South Keainy 
(APL) 

Cooiail APL lajcrmodii CSX»aiNS ioixa Bcrvtoe by CSX tuA NS 

Oak Island Coorail Maior cLassficaiioo 
>'vd 

CSAO Ute will increase, re-opening 
hump yard will be ooosidered. 

Ooremus Ave Couail Two unio. boch (br 
automobile unloadiit̂  

CSAO Safl»«s at ptesou 

Btyooce Coorail Includes Mullen. Yard, 
l&dustrul suppon 
pnaapaU>- fbr 
petrochetxucal izidustr>-

CSAO Sane ts u picseat 

PonNevkvk Conrail IncermodaL avtomoove 
and cairload 

CSAO Same ts at present 

Eiiubethpon Conrail lodusmal uid 
intermodal suppon 

CSAD Two uaeks xiU be tsugned to 
NS 10 iup0on E-Rail 

Pwiiide ConraU 
TCS 

Triple Crowe Scn-ioes 
RoadRaile'J^ Ctdlirv-

CSAOUWJ 
TCS 

TCS w\ll opcme 
RoadRaUer® operauon 

Port Reading Connil Secoodftry 
dassificatioo aod 
support for 
petrocheoucal traffic, 
uui otber carload 

CSAO Same as at pcesent 

Ma&Nille Coarail Icdustrial suppon fbr 
cbe arva, including 
Rantan Line 

CSX Some use, but NS arui CSAO 
>*>ill have c^raimg nghu ia 
lhis 

BajMiy Connil Storage for 
peuocheRucal iattusiry 

CSAO Same asat present 

Connil loduArial suppon fbr 
AjnbOY secondarv-

CSAO Same as at present 

Lindea Connil Serves GM aueoblv 
pian^ Auto loading 
tamp. 

CSAO Same as ai present 

Menichca Conrail Serves Ford aiserably 
plant and otiwr 
trduStrial curtotners 

CSAO Same as at present 

E-Rail Ct)nnil IntennodAl NS Expanded Intennodal 



(;Y ^ F MiNtiJtUf̂  RTaPRNfi RF.QUlREtAEtgS 
MRA- . lERS'-T TFRMlKiAL • «^HARFD ASSETS AREA 

DmtEiiiitaiitlfltaiSUU LiOtilllE WEQiMUEEi SAI 

K J 

B/>̂ YONNE YRG2B 800 
BAYONNE YPBA01 630 
BAYONNE YPaA02 630 
BAYONNE YPBA03 730 

SUBTOTAL 

BAYWAY YB8Y01 700 
SUB TOTAL 

0 
1 
1 
1 
3 

B R O m S 
BRO\WNS 
BROWNS 
BROWNS 
BROWNS 
BROWNS 

\NP5A31 »00 
\NPSA33 1700 
\NPSA35 2300 
YPSA02 700 
YPSA03 600 
YPSA22 1600 
SUB TOTAL 

LINDEN \WPLI26 
Ut4D6N \WPL168 
LINDEN YPLI10 
LINDEN YPLI20 
LINDEN YPLI30 

BOO 
2000 
730 
1529 
2329 

SUB TOTAL 

hAAN\ni.LE WPMA20 2000 
WlANVlUE WPWAD1 1 

SUB TOTAL 

METUCH 
METUCH 
NAETUCH 
METUCH 
METUCH 
METUCH 
METUCH 
METUCH 
METUCH 
METUCH 
METUCH 

WPMkElO 730 
WPME70 1900 
YPWE02 BOO 
YPMEO* 759 
YPME05 630 
YPWE3* uao 
YPME36 U30 
YPME37 U30 
YPNAEBI 2230 
YPWE62 2330 
YUBME2 1159 
SUB TOTAL 

1 
2 
1 
1 
S 

1 
3 
2 
2 
6 

B 
B 
B 
B 

X 
X 
X 
X 

X 
X 
X 
X 

X 
X 
X 
X 

1 1 2 B X X X 

1 2 

1 1 2 B X X X 

1 1 2 B X X X 

1 1 2 B X X X 

1 1 2 B X X X 

1 2 3 X X X X 

\ 1 2 B X X X 

« 7 13 

1 1 2 B X X X 

1 1 2 B B X X 

1 2 3 B X X X 

1 1 2 X X X X 

1 2 3 X X X X 

s 7 12 

1 1 2 B X X X 

1 1 2 

2 2 A 

\ 1 2 B B X X 

1 2 X X X X 

1 2 3 B X X X 

1 1 2 B X X X 

1 2 3 B K X X 

1 1 2 B X X X 

1 2 3 B X X X 

1 1 2 X X X X 

1 1 2 B X X X 

1 2 3 X X X X 

0 1 1 X X X X 

10 I S 25 

1 7 X X X X 

X 
X 
X 
X 

X 
X 
X 
X 
X 
X 

X 
X 
X 
X 
X 

X 
X 
X 
X 

X 
X 
X 
X 
X 
X 
X 
X 
X 
X 
X 

X 
X 
X 
X 
B 
X 

X 
X 
X 
B 
B 

X 
B 
X 
X 
X 
X 
X 

a 
X 
B 
B 

B 
B 
B 
B 

B 

B 
B 
B 
B 
B 
B 

B 
X 
B 
B 
B 

B 

X 
B 
B 
B 
B 
B 
B 
B 
B 
B 
B 





Appendtx Item VI. 

Monday 

Tuesday 

Wednesday 

Thursday 

Friday 

Mondav 

Tuesday 

CSXT / FRA SACP 
C&O BUSINESS UNIT 

LISTENING POST SCHEDULE 

Tw'am of Jon Kowalsky and Kim DeFazio 

Fostoria, OU 1:30 PM 

Columbus, OH 8:0& AM 
Chillicothe, OH 2:00 PM 

.May$viUe,IC/ 8:00 AM 
RusscU KY 1:30 PM 

- Shelby, KY 8:00 AM 
PaiQtsviUe, KY 1:30 PM 

• Huntington, WV 8:00 AM 

Mitchell attending 

Wednesday 

Wednesday 

Thursday 

Smailes attending} 

Team of Joe Lydick *nd AUen Ludwig 

March iZ - Newport News, VA 1.30 PM 

March 23 - Richmond, VA 8:00 AM 
Charlotte, VA 1:30 PM 

Team of Joe Lydick and Quenton Ratllff 

March 24 - CUfton Forge. VA 8:00 AM 

Team of Joe Lydick and Paul Smailes 
March 24 - Beckley, WV 1:30 PM 

March 25 -Logan, WV 8:W) AM 
D»nviUc.WV 1:30 PM 

Friday March 26 -CharlwtoB, V/V 8:00 AM 



h.nclixmre 

I. Overview 
Conrail Operational Review 

Due tc a aeries of derailments and accidents, the Federal Railroad Administration (FRA) became 
concciTied that there may be a decline in oversight on safety issues resulting from Consolidated 
Rail Corporation (CR) employees anxieties over the impending merge, with Norfolk Southem 
(NS) and CSXT (CSX) railroads on June I, 1999. It is anticipated that many of these changes 
will affect management, agreement and non-agreement employees 

In an effort to assess the impact of t lese changes on safety ovei sight, FRA conducted a multi 
regional team eftbrt during a two-week period which included i.xspectors from Regions I, 2, 3, 4 
and 6 The effort commenced on March IS, v\d ended on ^pril ,» 1999 (Region 4 could not 
begin its participation until the following week du*̂  to a regional conference) The purpose ofthis 
review was to conduct one week of train-riding activities and one week of operational testing on 
vanous divisions in an effort to determine if any degradation of safety has occurred 

Region I. conducted an operational review of on board train inspections of the Albany Division, 
Region 2, conducted an operationaJ review of the Philadelphia and Pittsburgh Divisions, and 
Region 4 conducted an operational review ofthe Dearbom and Indianapolis Divisions All ofthe 
inspections were conducted around the clock 

Staffing consisted of thirty-four 34 Federal and State Operating Practices inspectors in addition to 
the Operating Practices Specialist from the three regions involved 

Th-̂  reviews consisted of on-board inspections of road-freights, locals, and yard and hump trains 
Interviews were conducted with train and engineer service employees, and with CR supervisors 

II . Summary of Qn Board Inspections 

The on board , -»rtion of the review involved riding a total of one hundred ninety-eight (198) 
trajns operating o . er approximately 10,000 miles of track A break down by tvpe is as follows, 
one hundred twenty five (125) were road trains, forty-seven (47) were yard trams, eighteen (18) 
where local trains and eight (8) were hump tt \ck operations. 

Regions Road 1 Yard Local Hump Total Total 
Trains Trains 1 rains Trains Trains Miles 

I 26 15 9 50 3360 

2 68 16 9 8 101 5050 

4 31 16 0 47 1267 

Grand 
Totals rs 47 18 8 198 9677 



Dunng the on board train riding inspections. Federal and state inspectors noted approximately one 
hundred forty-two (142) deficiencies A major portions of the deficiencies were related to radio 
procedures, forty-eight (48). involving crafts other than train service employees, and, thirty-seven 
(37). were related to operational testing records See Appendix "A " 

I I I . Summary of Interviews 

A. Conrail Train and Engine Employees 

An overwhelming majonty of employees felt that CR is a safe workplace Most ofthe employees 
felt that CR management is very serious about safety Several employees expressed that in the 
past they were ofthe opinion that CR was only paying lip service to the idea of safety, but now 
believe that management is sincere in their effort to promote a safe working environment 

A majority of the employees felt that most of CR's officers were knowledgeable and competent 
managers An overwhelming majority reported there was no change regarding how responsive 
earner officials were in che last 6-8 months One issue, which was mentioned by several 
employees relates to the amount of time new hires and conductor trainees are being allowed to 
quality It appears that employees are qualifying with less time in service then was the case in 
previous yaers It was also mentioned that standards appear to vary between .supervisors for 
qualifying employees on physical characteristics and that training is interrupted for employees 
when manpower is i.hort However, most of the inspectors were impressed with the new 
employees, as they appeared to be knowledgeable and very conscious of safety Dunng the 
review, an Inspector attended a rule's class at Dewitt Yard for newly hired trainmen He 
examined class materials and observed the skills and techniques of the instructors and took no 
exceptions 

B. Conrail Management 

Thc majority of supervisors interviewed have more than twenty (20) years of railroad expenence. 
CR provides its mangers with various typos of training, depending on the position Some ofthe 
training given, includes, management awareness, drug/alcohol, HazMat, air brakes, train the 
trainer, computer skills, and various seminars Ail ofthe supervisors received on-the-job training, 
in fact, many stated that this was the main training tool In the past two (2) years, CR has done 
away with leadership/supervisory training and there were comments regarding the lack or quality 
of accident investigation training All of the supervisors are qualified on the rules, as each of them 
attended a rule's cla.ss in 1998 Most supervisors responded that they work between 60-70 hours 
per week and that the.se numbers haven't changed over the pa.st 6 or 8 months Half of the 
.supervisors stated that they have a regular day off and that they do not have a problem getting 
time otf when requested The geographical area covered by most .supervisors includes the entire 
division and others stated that they cover between 50 - 150 miles, this vaned u pending on 
position Mosi managers .supervised between 10 and 50 employees 



There has been no noticeable drop in the number or quality of efficiency tests over the past 6-8 
months, as a matter of fact, the system requirements changed in 1998 to allow for quality as 
opposed to quantity, therefore, most supervisors reported an increase in quality of efficiency 
testing CR recentiy began a new safety program called "B-Safe Program " This program is 
designed to produce positive reinforcement among the employees Three operating/safety mles 
are selected by the Division Superintendent to be observed on a weekly basis. The Superintendent 
reviews the mles and the compliance rate for each CR's goal is to reach a 95% compliance rate 
for each ofthe three mles being observed When that goal is achieved, thc division will sponsor 
some type of ceremony for that particular location. A time frame to observe these three specific 
rules is determin,>d by local supervision. Most managers and supervisors were pleased with the 
training they received, and their attitudes regarding training were positive. 

IV. Results of Operational Testing Reviews 

FRA encountered many test numbers with synonymous and repetitive content for applicable 
operating rules used for efficiency tests of employees This policy manifests the end result and an 
inflation of "total number" of cfliciency tests conducted by supervisors 

\ large number of total operational tests by individual supervisors or radar team members may 
show an extensive quantity of tests performed, that in turn, masks the integrity of quality tests, 
i e, in some cases two supervisors, or more, recorded the same test number for the same 
employee Examination of System and Division Quotas for Supervisors for 1998 disclosed a 
number of failures by supervisors to maintain the required System quotas set by CR's CORP 
manuai and Division quotas set by CR Memorandum dated April 3, 1998 

A. Program of Operational Tests and Inspections Audit (217:9) 

Albany Division: 

Dunng 1998, system wide, CR conducted 615,521 CORPS observations with 9.363 failures, 
which is approximately 1.5% On the Albany Division. CR conducted 9b,835 CORPS 
observations with 1.306 failures, which is approximately 13% Thif; is an approximate 0 3% 
decrease in observations uver 1997 Obviously, low failure rates should be commended, and 
these rates vary from railroad to railroad CR's Albany Division rate is lower than the average, 
which may suggest that their decision to concentrate on quality as opposed to quantity is a valid 
decision 

On the Albany Division, radar teams are assembled each year In 1998, 209 radar teams 
observed 1361 trains and 2839 employees They stopped 450 trains, which is approximately 38% 
over the number of trains stopped in 1997 They also conducted banner checks on 354 (rains, 
which is an approximate 23% increase over 1997 
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In 1998, CR had approximately 98 Tram Dispatcher, and Operators Approximately 580 
observations were conducted on these employees du.ing the year, which averages out to 
approximately 50 tests per month This is not iii compliance with their program, as STO's are 
required to conduct 100 observations per month The FRA would suggest that this be an area 
where CR should concentrate their efforts. 

Philadelphia Division 

The CORPS system requires that each supervisor conduct a mimmum of 25 tests per month For 
1998 the Philadelphia Division had 84 transportation, 14 engineering, and 11 mechanical 
department supervisors conducting tests A total of 129,418 checks were perfonned and of those 
total checks 1,490 deficiencies were noted, a l l 5% defect ratio 

Overall Transportation conducted 91 4% of all testing with Engineering conducting 3 4% and 
Mechanical conducting 5 2% of the total testing For the year 1998 a total of 3,101 employees 
were tested on the Philadelphia Division 

Tests conducted on "Critical Operating Rules", were 58,223 tests, of which there were 569 
failures ( 97%). Thu "Critical OperaUng Rules" accounted ib) 45% of all tests and 38% of all 
failures 

Contained within the "Cntical Operating rules" was test #0012, "employee properly signs 
register " This rule check had 4,030 tests performed making this the 6th most popular mles 
check Since a train register is no longer used as part of a movement authority, and conveys no 
safety function, FRA questions whether this rule should be considered a ' Critical" mle This mles 
test alone accounted for 7% of all "Critical" mie's tests in 1998. 

Another concern on the Philadelphia Division is "Critical" mle U 2903, barmer testing Conrail 
only conducts banner tests on main line tracks. Analysis of testing showed that each time a 
banner test was performed on a crew all members of the crew are credited with compliance 
Certainly rile # 2903 is applicable in all operational circumstances and should be tested on other 
than main track situations 

A particular concern revealed that 33% of field transportation officers reported no mle's defects 
for 1998 These officer'' accounted for 24,160 tests or 20% of the total Transportation 
department mle's checks on all mles An additional 17% of field officers reported only 1 to 3 
total defects for 1998 These officers accounted for an additional 18% of the total Transportation 
department mle's checks Al' told 50% of the transportation officers reported zero defects, or 
iess than four defects for the year One FRA inspector observed a CR Ffficiency Testing Team in 
the Cleveland area during the week of March 29 for three nights The team tested a full range of 
operating mles dut ing the three-day period Radar and Banner Tests were performed on both 
through and yard trains FRA inspector noted no deficiencies in the way the testing team 
performed 



Pittsburgh Division 

As part ofthe project Region 2 inspectors conducted a review of Conrail's Operating Rules 
Testing Policy (CORPS) to ensure compliance with Federal regulations and railroad operating 
mles During the operational review, inspectors took a number of deficiencies with the carriers 
procedures with regard to radio mles testing Sin-e radio mles dominate the top ten list, it would 
appear that there is something lacking in this area. FRA would suggest that CR perform a review 
on the procedures used to identity non compliance with radio procedures and the actions taken 
when a failure occurs These assumption is based on the numerous radio mles deficiencies 
disclosed by FRA during a two week period (48) FRA continues to encourage CR to 
concentrate their efforts on quality tests and inspections and conduct these tests under the various 
operating conditions on the railroad. 

Recommendation: The FRA recommends that CR focus theii attention on accident/incident 
causes and encourage supervisors to spend more time conducting tests on second and liiii d ^hif 
and weekends 

Dearborn and Indianapolis Divisions 

The sudden requirement to conduct this project did not permit region-4 the opportunity to 
schedule efficiency testing sessions with CR managers, and was compounded by conflicts in 
inspector work schedules with other training, projects and approved annual leave 

An audit oftwo divisions of CR was conducted by inspectors of Region 4 The Dearborn and 
Indianapolis Divisions underwent audits of Operational Testing records The audits determined 
that the CORPS sy.stem of operational testing is not in compliance with federal regulations 
However, the data reviewed was inconclusive to determine the effectiveness ofthe program in the 
field among employees and whether or not the officers conduct ng testing had altered their testing 
stvles and frequencies over the last several months in light ofthe upcoming merger. 

• The CORPS program does not clearly describe each type test and the means and 
procedures to carry out the test (217 9[b](3]). 

• The program does not state, according to each operating division, the frequency with 
which each type of operational test and inspection is conducted (217.9 [bl[2]) 

Records indicate tliat several officers improperly recorded test results in non compliance with the 
wntten program The.se noncompliance include failures to specify the location of tests conducted, 
the utilization of test numbers that were not part of the CORPS program, improper location 
codes, test records that did not contain the name(s) of employees being tested 



Efficiency tests conducted on train dispatchers indicate that the testing was accomplished within 
the territories assigned lo the dispatchers In reality, however, the testing was accomplished by an 
officer who was physically present at the dispatching office located in Dearborn, Michigan This 
is misleading and tends to indicate that testing is done in the field. 

It was noted that some officers were consistent in their testing methods, by establishing very 
predictable patterns of testing (i e , officers tested only during the last two weeks ofthe month, 
some officers tested on only one or two days of the month) In addition, some officers were 
conducting 98 percent of their tests in the same location and certain officer's records indicate their 
physical presence at two different locations concurrently Some managers are not meeting 
division .werages for testing Six managers on one division were found to be performing 10 
percent less testing at night and weekends than their peers 

On both divisions, the number of test records inspected equaled 152,460 records, of that total 
there were 2,310 failures noted by carrier officials for a failure rate ofone and one half percent. 

V. Conclusions: 

As a result ofthis extensive review, it has been concluded that supervisory oversight has not 
deteriorated as a result of the impending NS/CSX acquisition on June 1, 1999. Although some 
issues were raised, none of these issues appear to be related to the merger FRA will continue to 
monitor operations throughout this process and will concentrate on the specific issues that were 
noted throughout this report 

It appears that supervisor quotas are not being enforced by the company on the Philadelphia 
Division Regioi. 2 specifically addressed concerns with division supervisors at both Greentree 
and Philadelphia, PA during close out meetings at the conclusion ofthe reviews 

A major concem was brought forth by inspectors concerning the location of each operational test 
performed The computer system now used by Conrail does not allow for the specific location to 
be noted m the computer and it nearly impossible to determine the locations of specific tests 
performed. 

Conrail's computer tracking system only allows for listing tests on a line Meaning multiple tests 
could be performed at any location on a line of track and the tests will be recorded as taken on 
that particular line of track, no matter what the length (could be many miles) There was no way 
to definitely determine where a test was made by Conrail's computer system 



VI. Additional Concerns 

The single biggest item that could be improved in train optrations was Radio Communications 
Given the fact that every Conrail employee should have knowr th?.t FRA inspictors were on the 
property Many continued to use poor radio procedures Other deficienciei noted were single 
incidents and were handled as such by the inspectors. Another area of concem idised by train 
crews during thc project was the issue of fatigue Although not govemed by Federal regulation, 
this issue has become the largest concem of train crews Train service employee concems about 
fatigue appears to wide spread Careful crew management, additional employee hinng and more 
regular schedules for trains could help solve this problem through the merger process 



Appendiv "A" 

Total Number of Units Inspected During the Conrail Operational Review: 

Part 217 - Railroad Operating Rules Units 
217R - Freight Train Riding ̂ Main) = 198 

*• 2170 - Other Operations Observations - 107 
Deficiencies: 
ROR= 10. 
RSI-6 
RSR = 2 

> 217P - Program & Records = 27 
Deficiencies: 
Records inspection disclosed that more then one 
officers was taking credit for same test. 
217T - OP Testing Sessions = 5 
Deficiency: 
Engineer failed to inform dispatch of delay 
217D - Dispatcher/Operator = 2 

Toul = 339-

Defects 

18 

37 

I 

2 

62 

Part 218 - Railroad Operating Practices Units 
218T - Tampering =̂  98 

• 218F - Flag Protection Rule = 78 
218S - Blue Signal (Locomotive Area) = 27 
Deficiency: 
Blue signal missing on controlling locomotive 

»• 218M-Blue Signal (Main)- 23 0 
*• 218Y-Yard Limits- 8 0 
»• 218U - Utility Employee = 9 

Deficiency: 
Utility Employee working with more than one train 

Defects 
1 
0 
I 

Totai = 243 • 

Part 219 - Control of Alcohol and Drug Use Unit; 
" 2190 - Alcohol & Dmg (Other) = 4 

Deficiency: 
MRO review not timely ^ I 

Total = 4 -

3 

Defects 
1 



ParL220_-_Radio Standards and Procedures Units 
*• 220 - Radio Standards Defects 244 

Deficiencies: 
Initiating Transmission = 11 
Failure to Instmct =1 
Identification = 17 
Ending Transmission = 16 
Transmission not in compliance with ROR =1 
Transmission of Train Orders = 2 

Total = 244 

Defects 
48 

48 

Part 221 - Rear End Marking Devices 
221 - Rear End Markers = 

Units 
140 

Total = 140 

Defects 
1 

1 

Part 225 - Railroad Acc/Inc Reporting Units 
225C- Injury/Illness Reporting Defects 12 

• 225R- Intemal Control - Injury/illness ^ 2 

Defects 
0 
0 

Total = 14 

Part 228 - Hour of Service 
• 228 - HOS Act = 

Deficiency: 
Excess Seivice 

Part 229 - Locomotive Safety Standards 
229D - Diesel Locomotive -
Deficiencies: 
Rear unit tag info incomplete = 6 
Fusee/torpedo box missing = I 

Units 
33 

Total = 33 -

Units 
11 

Total = 11 

Part 232 - Ratlroad Power Brakes and Drawbars Units 
232T - Initial Brake Test = 9 

^ 232E - End of Train Device = 15 

Defects 
1 

Defects 
7 

7 

Defects 
0 
I 

Total = 24 



Part 240 - Locomotive Engineers Units Defects 

240 - Locomotive Engineer Certification = 235 3 
Deficiencies: 
Date of last check ride missing = 2 
Engineer not familijjr with territory = 1 

Total = 235- 3 

Miscellaneous Vnits Defects 
STRM - Train Riding = 3 0 

•> MREC MP&E Records - 15 2 
RORSce2170 9 9 
RSI See2170 3 3 

f RWP 9 0 
•> HAZMAT 1 1 

Total = 40- IS 

Grand Total Unit» Defects 
1,327 142 
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Outface aransportation iBoarii 
ffinBhtngton. H.it. 20423-0001 

(Office of thf (fihairman FILE iN DOCllB'̂  

March 3, 2000 

Mr. Edward R. Hamberger 
Presidenl and CEO 
Association of American Railroads 
50 F Street, N.W. 
Washington, DC 20001 

Dear Mr. Hamjjerger: 

Thank you for your letter enclosing a report from the Association of American Railroads 

regarding the operations in and around the Chicago terminal. As you know, the Surface 

Transportation Board continues to actively monitor the temiinal's operations. This report, in 

conjunction with the recent oral briefing that I received, ftirthers my efforts to remain apprised of 

the situation. 

I will have the report made a part of the public docket for the Conrail proceeding, and 

also for the Rail Access and Competition proceeding. I look forward to continuing to work with 

you on this very important issue. 

Sincerely, 

Linda J. Morgan 7 



ASSOC IATION OF AMKRK .\N RAILROADS \ rv A". ^ 
50 F STREK r, N.NN. \ ^ " - " " ^ 

WASHINGTON, D.C. 20001 

Kilwai tl U. Hamberger I ckphoiu": (202) 6.V)-2400 
President and ( 'hid' Kxc'cuti\e Ol'llctr Ka.\: (202) 639-2286 

Februar\- 9, 2000 

I hc Honorable I.inda .1. .Morgan 
Chaimian 
Surface Transportation Coard 
1925 K Sireet. N.W. 
Washmmon. DC 20423 

Dear Chainnan Morgan: 

This responds to your letter of November 30. 1999. asking tbr a written report on the 
status ofthe rail industry's aecomplisiiments to inipro\e the near-term perfonnance ofthe 
Chicago terminal area. As vou indicated, you and 1 ha\ e been coninuinicating on a regular basis 
about A.'\R"s activities with regard lo Chicago. In mid-January, together wilh railroad officials 
directly in\ ol\ ed in the Ciiicago project, I conducted separate briefings for you. Vice Chainnan 
Burkes and Coniinissioner Clybum. I am pleased to provide you now with a w ritten update on 
this unprecedented industry etTort to ensure safe and tiinel> operations at what is probably the 
most complex gatew ay in thc North American rail network. 

.As a result ofthe cooperative work of the AAR's Chicago Planning Group and its 
Ciiicago I ransportation Coordination Office (CTCO), four specific operational changes ha> e 
been made. T he result of these changes is a significant reduction c f tralTic moving thi ough 
Ciiicago. Details arc contained in tiie Ciiicago Planning Group's >eport entitled "Chicago Project 
Update" (copy enclosed). The Group is continuing its work w ith the heip of a consultant, MK 
Centennial, who wit! piovide detailed operational analyses. Pursuant to the terms ofthe contract, 
MK Centennial u ili complete this work by May 30, 2000. 1 am optimistic that this team w ill 
identify additional opportunities to streamline the Chicago operations. 1 w ill keep you apprised 
of thcir progress. 

Tlie Chicago Planning Ciroup has also adopted a w inter w eather plan ("Chicago Temiinai 
Alert Plan") which is enclosed. This comprehensive contingency plan defines key indicates tor 
triggering Ihree levels of alert. The most extreme level of alert, le\'el } emergenc\ aciion, calls 



The Honorable Linda J. Morgan 
February 9, 2000 
Page 2 

for di\ersion of specific traffic and adherence to overall traffic reduction quotas. Level 1, the 
lowest alert, was declared and successfully e.xecuted in mid-January to address a light to 
moderate snowfall. 

On behalf of the rail industry, let me say that we are keenly aware of the need to rise to 
the challenge in Chicago. The industry has successfully met its first test ofthe winter 
contirgencN plan and wc continue to work diligently lo improve Chicago area operations in bolh 
thc short and long temi. 1 look forw aid to our continued communications on this most important 
matter. 

Sincerely, 

Edward R. Hamberger 

Enclosures 



Chicago Project Update 

The Chicago Planning Group met on December 1, 1999, and handled the following 
issues: 

Service Design Work 

The Chicago Planning Group sponsored a full day meeting cf service design 
personne! from the Chicago railroads. This meeting was focused on developing the plans 
for accomplishing the 20% reduction of freight cars on the switch carriers in the event a 
Level 3 winter weather situation is declared in Chicago. In addition, the Team continued 
dialogue on reducing traffic through Chicago. 

The Team's analysis indicated that the volume of traflfin in Chicago has 
been reduced when compared to existing quotas The curtent combined operation of the 
BRC/IHB are handling approximately 3500 cars, with a daily quota of 3770 cars. Plans 
have been established to make fijrther reductions to handle a level 3 situation. 

The Team continued its dialogue to eliminate tralTic through Chicago. Some of 
the main activities since June 1 include: 

1. CN delivering traffic to WC and this traffic moves as a run-through train to CSXT. 
This traffic previously moved via BRC. 

2. IMRL and WC traffic moves together as a solid train and interchanges direct to 
CP. This traffic previously moved via BRC. 

3. UP and CN have a direct interchange between Hawthorne Yard and Proviso, 
which removes cars from MB. 

4. UP is delivering to CSXT a direct yard to yard between Proviso Yard and Ban-
Yard. The traffic previously moved via BRC. 

Winter Weather Plan 

The Chicago Planning Group agreed that the Winter Weather Plan needs to be 
published as a separate document, provide accountabilities for the elements ofthe plan and 
be distributed to all the railroads in the Chicago terminal. The members of the Chicago 
Transportation Coordination Office will develop the document, based on the previous 
work of the Chicago Planning Group, and provide the document to the RCA on December 
9. Representatives from the Chicago Planning Group will review the document on Friday, 
December 10, as part of the twice a week call on railroad operations, ano the document 



will be distributed after the December 10 call to the Chicago Oversight Committee and the 
Safety & Operations Management Committee. 

As part of a level 3 situation in Chicago, the Group agreed that the CTCO would 
become an industry resource for monitoring the emergency situation The CTCO has been 
requested to develop, as part of the winter weather plan, a twice a day report on the 
overall situation of Chicago. This report will provide the industry with a uniform view of 
Chicago. Issues to be considered in this report will include a view of the terminal and 
traffic enroute, compliance with the winter weather plan, production of processing yards, 
bad-order power situation, and identification of trouble areas. 

Chicago Transportation Coordination Office (CTCO) 

The members of the CTCO presented a status report on its operation. The scope 
ofthe office will be to lead a cooperative joint railroad organization in Chicago to 
facilitate various operational and procedural improvements (apart from the immediate 
tactical environment) working with and through local management 

A member ofthe CTCO will be available generally from 0600 to 1600 CST, as 
well as a weekend Duty Superintendent on call to take calls from member railroads 
regarding systemic issues with interchange and routing across Chicago, and issues 
impeding or expected to impede operations in the Chicago area. 

The OtTice will provide communication coordination between railroads, provide 
initial review and distribution of issues expected to affect the Chicago Terminal for 
inclusion in coordination initiatives. Examples of CTCO's involvement in operational 
issues include communication issues, rail traffic handoffs/protocol, markup process 
improvements, critical situation information flow, resource problem resolution, 
traffic/capacity threshold issues, service design opportunities, blocking effectiveness, 
schedule conflicts, and communication of major changes. 

The Planning Group requested that the CTCO quickly develop a report on 
information exchange, including line-ups, within Chicago, and gather data and perform 
analysis on the impact of hours of service on Chicago operations. 

The Office is currently in temporary space at Metra s headquarters, and will move 
to permanent space in March Jim Bender, Director, will develop a budget for review by 
the Chicago Planning Group. This budget will be a minimum budget covering overall 
administrative costs (e g. paper, fax) which may need to be shared on a pro-rated basis. 

Attached is an overview of focus/responsibility of the group. 



MK Centennial Contract Negotiations 

The Contractor Subcommittee met with MK Centennial on November 30. The Contract 
Subcommittee was formed by the Chicago Planning Group to provide coordination and 
oversight ofthe work by MK Centennial The Contract Subcommittee is comprised of the 
following representatives: Tom Shurstad and Art Shoener, BRC, D. J. Mitchell, BNSF; 
Wally Sieruga, CN; Doug McFariane, CP, John Orrison, CSXT, Chuck Allen, MB; Dave 
Wilson, NS; Woody Sutton, UP; Bill Grimstad, WC, Craig Willett, Anurak; George 
Hardwidge, Metra. 

It was agreed that this Subcommittee will keep the Chicaeo Planning Group and Chicago 
Oversight Committee aware of its activities by distributing a copy of its minutes to each 
group. It is requested that these teams quickly advise of any exception in order to avoid 
additional contract costs. 

The following issues were handled at the meeting: 

A. John Orrison reviewed the committee organizational stmcture for Chicago. 

B MK Centennial identified that the work on railroad operations analysis will take 22 
weeks from the notice to proceed This time frame includes a two week review by the 
railroads of both the model information and train data. 

C. MK Centennial will provide by December 3 the total cost for the project and the 
payment schedule. Once this information is received, AAR will finalize the elements 
ofthe contract and distribute to the Chicago Oversight Committee for approval by 
December 8. 

D. MK Centennial will provide by December 3 a spreadsheet format for the following 
data for the November 8 (0001), 1999 through November 14 (2359), 1999 period (if a 
train would normally mn but did not run during this period, the train information should 
be included in the data): 

• 1 . 

*2. 
3. 
•4. 

5. 
6. 
•7. 

*8. 
*9. 
*10, 

Dispatching time sheets indicating at least departure times and dwell times along 
route 
Train symbols (intemal and external). 
Train priority and some explanation of priority system. 
Train type (e.g. manifest, intermodal, loaded coal, etc ) 
Tra .1 origin, destination by city and state, i.e Columbus, IN or Columbus, OH 
Schedule origin and destination times. 
Expected Chicago area train amvai time. (Need to specify this location, e g. West 
Chicago on UP or Eola on BNSF.) 
Loads, empties and trailing tons. 
Expected HPT (horsepower per ton). 
Total train length in feet. 



11 Last or first 1,000 mile inspection point and mileage from Chicago. 
* 12. Number of locomotives and typical types (i.e. local switch is 4 axle and road is 6 

axle). 
* 13. Frequency of operation (eg Mon Wed Fri). Including holiday operations. 
*14. Work planned inside Chicago study area (e.g. drop block of 20 cars 2000 tons 

1500 feet for XXX at YYY) 
* 15. Routes through the Chicago area by major locations with departing consist if 

different than original consists specified above. 
16. Scheduled commitments (if any) for train 
17. Train would normally include excess dimension cars such as auto racks, double 

stacks, or other cars requiring special routing or handling 

*Data of greatest importance to success of analysis. 

All railroads will need to complete and retum data by December 22. 

E. Each railroad was requested to complete tentative answers to the following 
questions by December 22. 

1. What service commitments exist for specific delivery times on your line in Chicago 
area? Through your line to another carrier'̂ ' Any specific cross-town commitment 
to another carrier for one customer? 

2. What information do you have about where traffic temiinating in your terminal 
flows to originating trans on another carrier, i e. where does your traffic go? 

3. What information do you have about where and when traffic terminating on other 
carriers flows to originating trains on your line, i.e. where does your traffic come 
from? 

4. Number of re-crews by district, by train type and a generalized list of causes and 
costs. 

5. What is the monthly cost of crew wagon moves for recrews? 
6. What are the communication touch points for operators, dispatchers, yardmasters, 

crew clerks, trainmasters, superintendents, dispatching centers, Amtrak and Metra? 
7. What forms of communication are used, i e. phone, radio, electronic, fax, etc? 
8. What is the process to call a train? 
9. What does it take to yard a train? 
10. How dc you prioritize flows in and out of a yard, flows over the road, flows over 

crossings and through junctions for minimum dismption and miniinum cost? What 
is the chain of command? How frequently is this done? How frequently is it 
changed? 

11 If there is an operaticnal problem in one portion of the Chicago area how is it 
communicated and managed*̂  

12. If a detour is necessary, who makes the decision? What is the process to contact 
other carrier(s)? 

13. How are maintenance projects, track inspections, signal work, bridgework 
coordinated internally? Extemally to the public? Externally to other carriers? 



14. What route restrictions exist for high, wide and overweight loads in Chicago'?' 
How is that communicated and managed between railroads? 

15 What advance information does a receiving yard or carrier get on 
trains/interchanges coming to them? How long in advance of train arrival in 
Chicago area? 

16 What has been your company's experience with distributed power in Chicago? 
17 Which trains do you operate through Chicago direct to anothei carrier without 

intermediate switch carrier handling? 
18. If Chicago operations improved significantly would traffic levels in the area 

increase due to new business or improved interchanges or improved road train 
flows? 

19. What signaling restrictions prevent foreign trains from operating over your line? 
20. What operating "-estrictions exist on your line for road trains, transfers, locals, road 

switchers, and switch engines'' Do other r̂ iilroads adhere to these restrictions? 
21 What is the minimum HPT you use and what speeds can be obtained'̂  
22. Do switch engines use your main tracks to complete switching moves? When? 

How frequently'̂  
23 WTiat restrictions exist around commuter operations? 
24. What effect do commuter curfews have on your freight operations? 
25. Where do you hold trains in Chicago area? Outside of Chicago area'' 
26. What actions do you take to keep traffic out of Chicago'' (Run-thru trains, special 

blocks, routing changes) 
27. Are there trains that are regulariy delayed due to scheduled arrival during moming 

or evening commuter curfew times? 
28. When do you think your railroad is most congested? 

MK Centennial will arrange interviews with railroads during the first two weeks of 
January to review the above information The Subcommittee agreed that the following 
information will also be provided to MK during interviews: 

Specific locations where trains cannot be held due to crossing blockage (highway 
or rail), local noise ordinances, threat of vandalism/theft or reasons of public 
safety. 
Tracks restricted in height or width, i.e main or siding tracks where auto racks or 
double stack cars cannot operate or where horizontal clearance restricts movement 
of trains. For example, a location where two trains with wide loads cannot pass. 

The Subcommittee agreed that when MK performs network and operational calibration it 
will require MK to sit with dispatchers and yardmasters at appropriate railroads and 
correlate interpretation of operations and track layouts with their screens. 

F. The Subcommittee reviewed the outline of the simulation modeling The 
Subcommittee agreed that MK .should use 96 consecutive hours of train operations over 
the Chicago Switching District RTC network. These 96 hours will include Thursday-



Friday-Saturday with 12 hours of initial or "mn up" time to the initial Design Day and 12 
hours of "mn-off' time. The output will be by train and train owner. 

Implementation qf Protocols 

BNSF has completed the filming of the training video on the protocols. The video will be 
presented to RCA on December 9, and it will determine a training schedule. 



CHICAGO TRANSPORTATION COORDINATION OFFICE 

SCOPE: Will lead a cooperative joint railroad organization in Chicago to facilitate various 
operational and procedural improvements (apart from the immediate - tactical environment) 
working with and through the local management, 

FOCUS/RESPONSIBILFTY (30-60 days) 

I . Establish route and terminal 'critical thresholds" working jointly with 
partner roads. 

a Develop a simplified common reporting/release process for Train/ 
transfer hand offs across Chicago, streamlining and improving the interchange process. 
This will inciude the development of accessible and useable statistics and performance 
information / measures for the Chicago Complex. (See Straw Man Attached) 
STATUS:- CTCO Superintendent Srott Murry is assigned to gather the existing protocol 

and processes used to accomplish hand offs and interchange. Subject to time 
constraints , Scott will parallel the information gathering in progress for MKC 
and that available from Norbridge. 

b. Review the impact of dispatching protocol/performance on critical 
corridors, 
STATUS:- Protocol Document have been reviewed and the CCTCO will establish 

monitoring upon implementation, Cunent protocols could be analyzed if 
required to support implementation of new protocols, 

c. Develop a score card of the key measures from the 'critical thresholds" 
for performance and compliance. This to be fumished to the members 
of the Chicago Rail Carriers, Planning Group and SOMC. Move 
towards a daily tracking of key corridors to focus management 
prevention and improvement versus reaction as issues are identified. 
STATUS:- CTCO Assistant Director Rich Gray has been assigned to assemble a fonnat 

and Straw Man for the team to work with in establishing the "key measures" 
score card. 

d. Lead problem resolution with Chicago Rail Carriers through specific 
problem identification to specific carrier/corridor and measurement for 
improvement, using a portion ofthe monthly Rail Carrier Meeting. 
Format and times for this meeting to be adjusted to accommodate. 
STATUS:- Preparation completed for setting up the office and CTCO as a contact 

center. We will also monitor though the daily Chgo Rail Carriers Conference 
Cdii, 

I I . Systems Development (1-4 months) 

a. Lead effort to develop and create linkages to industry data / 
information systems to provide current information and the analysis 
required as listed above. Working with all rail carriers, freight and 
passengers for improving train flow in the Chicago Terminal Complex. 
Explore available technology, including but not limited to, AAR 161 
messages. 



111. Facilities (2-G months) 

a, Le? j/facilitate refinements to long-term facility and process planning 
ir Chicago 

1. Capital evaluation : data/operations resource leading to an expanded rail 
infrastnjcture along with the opportunity for public sector partnerships. 

2. Service Design: data/operations resource (Possible rerouting of cars/trains 
around the Chicago area) 

3. Seek out application/creation for new Carrier Agreements 
(Freight/Passenger/lntermodal) 



CHICA«JO TERMINAL ALERT PLAN 
rHlCAGO TERMLNAL/JNTERMEDIATE AND CI ASS ONE CARRIERS 

SECTIONI: PURPOSE AND OBJECTIVES 

This document wiU proactively identity when the Chicago Tenninal is entering into an operating 
condition that will negatively impact train and transfer operations and customer service for all 
railway traffic moving to or via the Chicago Gateway 

SECnON 2: OWNERSHIP 

Field Operations 

Amtrak 
Steve McClarty, General Manager Tenninal and Chicago Hub Services 
Office (312) 655-3707 
Pager (800) 759-8888 PIN 1741931 

National Operations Centre 
(800) 424-0217 ext 2308 (24 hours) 

Rurlington Northem/Santa Fe Railroad 
Vickie Cliilcutt, Division Superintendent, Chicago 
Office (708) 780-5200 
Pager (888) 858-7243 Pin # 102555 

Cicero Operations 
(708) 780-5209 (24 hours) 

NOC Service Interruption Desk 
(817) 234-2350 (24 hours) 

BehRailwajLdXbacago 
Joe Spano, Superintendent 
Office (708) 496-4056 
Pager (888)38. 4048 

BRC Chicago Command Center 
(708) 728-2259 
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Canadian National Railwav 
Tom Goodwine, General Manager Midwest Division 
Office (708) 647-3750 
Pager (888)755-4469 

General Superintendent Transportation- Edmonton 
(780) 421-6357 (24 Hours) 

Canadian Pacific Railwav 
Larry Kissel, Service Area Manager 
Office (630) 860-4270 
CeU (630) 3" -̂3686 

Interline Managers Office 
(708) 594-2084 (24 hours) 

Assistant Director Network Management Centre 
(403) 260-5858 (24 hours) 

CSX 
Mark Hinsdale, General Manager Chicago Service Lane 
Office (708) 832-2061 
CeU (708) 906-7467 

Chicago Command Center 
(708) 832-2089 ( 24 Hours) 

General Manager Operations Control Center 
(904)381-2055 

Elgin. Joliet and Eastem Railroad 
Gerry Ruffing 
Office (219) 883-4201 
Pager (219)640-9879 

Dispatch Center 
(815) 740-6742(24 hours) 
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inHiana Harhor Belt Railway 
Dave Nelson, General Superintendent 
Office (219) 989-4801 
Pager (219) 792-0856 

Operation Center 
(708) 832-2082 (24 hours) 

METRA 
George Hardwidge, Chief Transportation Officer 
Office (312) 322-8999 
Pager (312) 495-8173 

Coordinated Control Centre 
(312) 322-2842 (24 hours) 

Norfolk Southern Railwav 
Buri Scot*, Senior Superintende t. Terminals 
Office (773) 933-8036 
Pager (888) 387-4521 

Chicago Operations Desk 
(773) 933-8054 (24 hours) 

Dearbom Dispatch Center 
(313) 323-5806 (24 hours) 

General Superintendent Transportation 
(404) 529-1828 (24 hours) 

1 Tnion Pacific Railroad 
David Barnes, General Superintendent- Chicago 
Office (708) 649-5110 
Pager (888) 788-9544 

Chicago Command Center 
(70?) 649-559J (24 hours) 

Harriman Dispatch Centre 
Senior Director Northern Region 
(402) 636-7260 (24 hours) 
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Wisconsin Central Railroad 
Connie Wencka, Superintendent Schiller Park 
Office (847) 384-5495 

SECTIONS: SAFETY 

SAFETY STATEMENT 

Chicago Rail Caniers are committed to the safety and health of employees and the public where 
they are exposed to our operations. 

To fulfill this conunitment all ofus must make safety and health an integral part ofour lives. We 
must take personal responsibility for our actions and adhere to safety policies, mles and 
regulations at all times. 

The Association is committed to provide the leadership, organization, training and resources 
needed to maintain a safe and healthy working environment. All employees must make a personal 
commitment to safety and perfonn their work in a manner that wiU prevent accidents to 
themselves, their fellow workers and the public. 

No job will ever be so important th?.t we can't take the time to do rt safely. 

SECTION 4: DEFINE TERRITORY 

Chicago Terminal Territory 

The Temtoiy includes all rail operations inside the route ofthe EJ&E and may extend out on hne 
haul carriers to facilrtate management of this territory. 

All camers in Chicago are dependent on intennediate carriers as well as bilateral relationships to 
affect interchange and to move intemal overhead traffic 
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SECTIONS: VTTAL SIGNS 

Weather Conditions 
-snow in Chicago or adjacent territory 
-weather (temperatures, wind, accumulations, high water) 
Line Interruptions 
-derailments 
-closures 
-broken rails, pull aparts, or kinks 
-number and type of signal/communication problems 
-planned interuptions 
Network Health 
-car counts at key facilities 
-hump/production counts 
-trains/transfers staged for arrival for intermediate or direct delivery 
-resource availability 

SECTION 6: CHICAGO ALERT L E V E L (CAL) CONDITIONS 

Assessment and Declaration of Alert Levels 

During the normal course ofthe regular am and p m Chicago Rail Carriers conference caUs, 
current and projected "Indicators" wiU be reviewed and discussed for predicted conditions: 

An Alert Level of One or Two will be declared through consensus of the conference call 
participants. These participants will also relay this information through their organizations. 
Ifthe consensus on the call is an expected Level Three environment, this conclusion will be 
confirmed by a follow up call, arranged by the regular cail leader, ofthe alert plan owners 
previously identified. 

For emergency situations reauiring unmediate anention outside of the conference caU firamework: 

The railroad in emergenc> will contact the nonnal Chicago Rail Camers conference call leader 
(BRC Control Desk). The BRC Control Desk will set up a conference call ofthe carrier's 24 
Hour desks as soon as practical, but no later than two hours fi-om time of notification. Such 
meeting/call ofthe 24 Hoi r Desks will determine the appropriate CAL and response, including 
ftirther follow up with plaa owners on Level Three recommendation (if warranted). 

For reduction of the estal ished alert level: 

Alert owners as previous. / identified for a level 3 alert wUl announce during the conference calls a 
reduction to an alert level 2 or 1. Reductions fi^oni level 2 and 1 wUl be announced by the regular 
participants ofthe am and p.m. conference calls. 

CHICAGO RAIL CARRIERS ASSOCIATION 
WINTER PLAN 1999/2000 



CAL1 - ALERT STAGE 

Indicators 
12 or less trains/transfers staged for interchange. 
No line intermptions in last 24 hours. 
2 to 6 inches of snow in a 24 hour period. 
Temperatures to minus 5 degrees F. 

CAL 2 - MrnGATE STAGE 

Indicators 
12 to 24 trains/transfers staged for interchange 
Line intermption lasting more than 4 hours on any main track or key terminal component. 
7 to 10 inches of snow in a 24 hour period 
Temperatures between minus 5 and minus 19 degrees F. 
Winds sustained or gusting to 35 miles per hour. 

CAL 3 - DYNAMIC STAGE 

Indicators 
Line intermption expectê d to last greater than 12 hours. 
IHB and BRC require 8 hours or more spacing between trains by mdividual carrier. 
More than 24 trains/transfers staged waiting for interchange 
Connecting lines delaying overhead trains more than 8 hours due to inability to accept train. 
Chicago carriers puUing trains 9 or more hours later than scheduled departure from intermediate 
camers. 
Greater than !0 inches of snow in a 24 hour period. 
Temperatures below minus 20 degrees F. 
Winds greater than 35 miles per hour 

Yard conditions at or exceeding the following thresholds: 

Clearing 
Standing Inventory- 3800 cars 
CarstoHjmp- 1600 
Less than 1800 ca- s departed in past 24 hours 
Predicted inbound in next 24 hours exceeds quota. 

Blue Island 
Standing Inventory- 2700 cars 
Cars to Hump- 600 
Less than 900 cars departed in past 24 hours 
Predicted inbound in next 24 hours excet Js quota. 
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Other Yards 
Refer to AAR matrix. 

CAL 1 ACTIONS 
Field Operations 

No change in Transportation plan, but heightened attention to operating conditions. 

CAL 2 ACTIONS 
Field Operations 

Heighten discussion between carriers; BRC/IHB/EJE/ other direct connections may require 
staging of trains destined Chicago and beyond. 

CAL 3 ACTIONS 
Field Operations 

FROM NO OF 
CARS 

TO ACTION 

BN 20 BRC/CSX Plan diversion fi^om Kansas Ciry/Galesburg to CSX in 
East St. Louis 

BN 35 BRC/WC Plan diversion from Kansas City/Galesburg to Northtown 
interchange to WC 

BN 60"̂  MB/CSX Accumulate traffic at Kansas City/Galesburg, route to 
interchange at East St. Louis to CSX 

CN 25* IHB/UP Route train 277 via EJ&E to interchange with UP at 
West Chicago 

CN 30 BRC/CPR/1 
MRL 

CPR traffic from east to direct interchange at 
Bensenville 

CN 15 BRC/CSX Add to WC train routed via EJ&E to CSX at Chicago 
Heights 

CN 15 BRC/CSX Direct deliver to Barr Yard. 

CN/IC 35 BRC/LTP Direct interchange at Hawthorne. 

CN/IC 20 BRC/CSX Interchange direct at Riverdale Illinois daily. 

CPR 10 BRC/IMRL Fonvard interchange traffic from WC to IMRL through 
Bensenville. 

CPR 20 IHB/UP Tag UP Proviso traffic as Bensenville in direct train 
service and interchange with UP at Bryn Mahr 

CPR 50 BRC/CSX 2 blocks of cars for direct outbound CSX train 

CPR 60 BRC/NS Direct exchange of traffic at BRC with no processing 
needed. 

CSX 30 BRC/CN Direct interchange to WC from the East at Madison 
Street. 
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csx 10 BRC/IC Eastem Michigan traffic direct from CSX to IC bypass 
Chicago. 

csx 47 THB/BNSF Accumulate interchange traffic East of Willard for direct 
interchange to BNSF at Cicero or St. Louis. 

NS 30 BRC/CN Plan to go direct in interchange with WC traffic at 
Ashland Ave 

NS 80 BRC/CPR Direct interchange of trains at BRC with no processing 
needed. 

NS 30 BRC/IC Traffic diversion to southem IlUnois gateway 

UP 69 BRC/CSX Direct interchange of Bart/Avon blocks to Barr Yard, 

UP 35 IHB/IC Direct interchange at Hawthorne Yard, 

wc 35 BRC/BNSF Divert interchange to Northtown for BN tc route wesi. 

wc 20 BRC/CPR Interchange to CPR at Minneapolis instead of Schiller 
Park 

wc 20 BRC/UP Direct interchange at Proviso Yard, 
Total 766 20,3% of Quota, 21,9% of activity 
Total out 
of Chicago 

230 

* Represents car count reductions only from main lines of BRC and IHB. 

Unit Trains 

All unit bulk commodity trains interchanged in Chicago will move from carrier to carrier with mn 
through locomotive power and EOT. 

Unit empty coal trains between CN and UT/BNSF will route via EJ&E between Griffith and 
(BNSF) Eola or (UP) West Chicago. 

Powder River/Wheatfield coal trains will route via Momence, Illinois between UP and NS. 

Powder River/Ashtabula, Ohio unit coal trains between NS and UP will route via East St Louis. 

CHICAGO RAIL CARRIERS ASS0CL\T10N 
WINTER PLAN 1999/2000 



Other Tactical Plans 

UP will hump North Platte bypass trains (QRVPRP/QHKPRP) at North Platte and build a solid 
CSX mn-through train with Selkirk, Cleveland and an all other blocks, designed to go through the 
St, Louis gateway. Volume, 120 cars per day. 

Traffic for CSX will be built by UP at Milwaukee (Butler Yard) with Cumberiand and Nashville 
blocks designed mn-through Chicago instead of processing at Proviso. Volume 75 cars per train 
every other day. 

UP will switch at North Platte to Fioviso train (MNPPRB) at Boone, Iowa designed to mn a 
solid Battle Creek mn through to CN every other day. Volume 80 cars per train. 

UP will also accumulate Janesville and Belvedere traffic at Boone designed to mn solid trains to 
destination by-passing handling in Chicago, Proviso Yard. 
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G R A I N A N D F E E D i N G R E D I E N T b 

Februar\ 24. 200 

Mr. Vernon A. Williams, Secretary 
Surface Iransportation Board 
1925 K Street. N.W. 
Washington. D.C. 20423 

Dear Mr. Williams. 

The attached file is submitted for your information and future reference. 

Very truly yours 

Victor A. Oberting, Jr. l 
President 
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Sol lifttAOitole C(hvtM(KiitiM,UtC. 
A N D F E E D I N G R E D I E N T S J I 

Februar) l A . j ^ ) ^ 

CS.X Transportation 
500 Water Street. J2(H) 
Jacksonvillc.il }11{)2 

Attn: James Derwin 
Assistant Vice President 
Asset Management 

I note with interest the republication of a Ss stem Diagram .Map I.v CSX Transportation 
Inc. incorporating Conrail properties recently acquired b\ CSX T. 

Listed as Category 1 are sections of Nevv York trackage known as the Livingston Avenue 
Bndge at Albanv. NY. M P. 142.90 to M.P. 143.10 an ' the }lud.s,m Line and Chicago 
Line through Rensselaer and Columbia Counties, M.P. 125.7 to 142.9. Also lisled is the 
Troy Ir.dustrial Track. M P. 0.3 to M.P. 6.0. 

You should be apprised of the faet that the Livingston Avenue Bridge Category I 
updating on the svstem diagram map was attempted previously by Conrail in 1995 to the 
Interstate Cominerce Commission and subsequentlv withdrawri. 

The reason for the withdrawal was lhat Conrail established an agreement with the New 
York Stale Departmeni of Transportalion on March 1. 1977 with an amendatory 
agreemem on December 1. 1980. This agreement vvas called the "Poughkeepsie -
Schenectady High Speed Rail Dislrici and Signal Program". Under this program the 
Stale OfNew York appropriated $31,478,000.00 lo inslall new 130 Ib. welded rail over 
160 miles of trackage as well as 217,800 lie renewals over 155 miles. Included in the 
work on this appropriation is the trackage listed in the recenl CSXT System Diagram 
Map Irom M.P. 125.7 to 142.9 and the bridge from 142.90 lo I43.|n 

Under this agreement, Conrail and its successors (CSX7 ) are required for a period of 30 
years (from 1980 to 2010, lo mainiain the entire irackage between Poughkeepsie and 
Hoffman's (Schenectady). Under Seeiion 2.5 of this agreement. CSX T vvould need to 
secure New York State Department of Transportalion approv al lo abandon the bridge or 
the Irackage. My previous aclive experience on this issue with the commissioner is that 
N YSDOl maintains a negative mindset on this matier. Hven i f permission vvas granted 
by NYSDOT to CSX T to abandon the bridge. Section 2.5, Appendi.x 4. page 5 of the 
agreemenl mandates that CSXT would need lo reimburse the State of New York " i f 
railroad abandons the project facilily or any portion Ihereof. It ha.s becfi eslablished 
previously lhal the Livingston Avenue Bridge is a projecl facilily and ;i portion Ihereof 
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Page 2 

With respeci to the Troy Industrial Branch Track 1 would offer the foliovving informaiion. 
There has been steady growth on this branch in recenl years resulting in profitable 
operation hy Conrail and now CSXT. 750 rail cars were switched on to the Troy branch 
in 1995. 850 cars in 1996. 950 cars in 1997. 1.100 cars in 1998 and 1.500 cars in 1999. 
1999 revenue of vvell over S2.000.000.00 to CSX'T placed this branch well in the black. 
Presentiv there is substantial track expansion underway here in the Troy yard to 
potentially increase Troy branch volume to 3,000 cars per year, furthermore. CSXT has 
expended well over $300,000.00 in 1999 to completely rehabilitate the entire Troy branch 
of 5.7 miles with installation of over 8.000 new rail lies and recon.struction of street 
crossings. Given all ofthis expansion with resultant profitability to CSXT. 1 do not for 
a minute believe that the Troy branch should even be placed as a Category I lasting on the 
Syslem Diagram Map because there is no possibility in my opinion lhat it would become 
available for sludy by CSX T as a Categon, 11 candidate. 

I ask that you reflect on the infomialion contained in this message and pass on to your 
colleagues al CSXT. 

Ver>' Jruly yours. 

1] /./) 

President 
Victor A. Oberting, Jr. / j 

VAO/lem 
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niANSPORXAnON 

Jamen J . Derwin 
Asjiitant Vice President 
Asset Management 

Water Street J2oo 
Jacksonville, FL i2202 

(904)633 1447 
FAX 633-1565 

Mr^Vernon A Wilhams. Secretary 
Surface Transportation Board 
1925 K Sfreet, NW 
Washington. DC 20423 

Dear Mr Williams-

December 27. 1932 

Qver̂ Njghî Maii 

HE Republication of System Diagram Map 

J r ^a^a^m^M^p^^ -nc, bas updated ..3 
CSXT. Enclosed ar^ three copies X e ^M^-^^^^ ^ " ' r e d by 
Uie following railroads ^""^ accompanying lirnj descnptions 

The Westem Railway of /\*abama 
CSX Transportation, Inc. 
The Carrollton Railroad 
Gainesville Midland Railroad Company 
Richmond, Fredericksburg and Potomac Rwy. Co 
Three Rivers Railway Company 
New York Central Lines LLC 

AB-54 -^ /'/^SS"^ 
AB-56- i'fty^S^^ 
A8 145- I a i 
AB-147-' T9 
AB-157—/ij L•^Ll> 
A8-396 ^ i e,(y'^f'^ 
AB-565 . , cf(,}u^ 

Smcerely,̂  

enclosures 



THE WESTERN RAILW\Y OF ALABAMA AB-54 
CSX TRANSPORTATION, INC. AB-55 
THE CARROLLTON RAILROAD AB-145 
GAINRSVILLE MIDLAND RAILROAD COMFANY AB-147 
RICHMOND, FREDERICKSBURG AND POTOMAC RWY. CO. ABf-157 
IHREE RIVERS RAILWAY COMPANY AB-396 
NEW YORK CENl RAL LINES LLC AB-S65 

Descripiion of lines shown on 1999 .System Diagram Map 
in Categones 1, 2, 3 and 4 

CATEGORY I -

All lines or portions of lines which the carrier anticipates wili be thc subject of u abandonment 
or discontiniunce application to be fUctf wttWn tht.Vytar period foitowing the date upon which 
the diagram, or any amended diagram, is tiied with (he CommissioR. 

Map Refereoce Line Description 

DISITUCT OF COLUMBIA - , 

1-DC-lOO 6 0 iniles of the Alexandria Subdivision, Bahimore Division, extcndinĝ om 
Shq)herd Junction to Shcphad in Washington, DC. bctwtwi Milepost 0 0 
(V.S 304+39 6) and Milepost 6 0 (V S 621+00) Thc station of Shepherd 
(MP 6 0) is under thc jurisdiction ofthe agent based at Haiethorpe, MD 

FLORIDA 

1-FL« 13 94 miles of the Homestead Subdivisioti, Tamp* DivisicMi, extending from 
Sterling to Homestead in Dade County, FL, bctwwn Mikpost SXH-10S3 01 
and Maepost SXH-1066 95 The sutions of Richmond (SXH-1034 5X 
Redland (SXH-1062 5), and Homestead are soved by the mobile agency based 
at Tampa, FL. 

GEORGIA 

1-GA-lSA 15 16 miles ofthe ThomasviKc Subdivision, Atlanta Division, extending fix>m 
Thomasville lo Coolidge in njomas County, OA between MUeposts ANK-
091.34 and ANK-70O.7 A portion of lhe staUon ol Ihomasville (ANK-
691 54) and the stations of Dillon (ANK'698 0) and CooMgc (ANK-706 0) 
are under the jurisdiaion ofthe Customer Service Center at Jacksonville. FL 
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I - G A - I J 13 4] miles of the Cedanown .Subdivision, Adama Divisioa. extending from 
Rockmarr to Ccdartowji m Polk Counry, GA, berw-een Mileposts SG-618 92 
and SG-632 35 The stations of Cedanown (SG-631 3), West Cedanown 
(SG-632 3), and a ponion ot the stauon of Rockmait (SG-618 5) are served by 
the agency station at Atlanta, GA 

INDIANA 

l-CS-13 

1-IN-I3A 

l-IN-liOC 

6 6 miles of the- Wabash Subdivision. Cbcago Division, extending Goin near 
LaCrosse to Maiden in LaPorte and Poner Counties, IN. berween Mileposts 
Cl-224 3 and CI-ZJO 9 The stauon of Maiden (MP CI-230 9) is under the 
junsdiction of the Customer Service Center at Jacksonville, FL 

) 55 miles of the Monon Subdivisicm, Chicago Division, e?aending from north 
of Cloverdale ic Cloveidale in Putnam County, IN, between Milepost Q-186 I 
and Q-189 65 Thc station of Cloverdale (Q-l 89 0) is under the junŝ ction of 
the Customer Service Center at Jacksonville, FL 

8 3 miles of the Monon Subdivision, Chicago Service Lane, extending from 
Greencastle to Cloverdale in Putnam County, IN, between Milepost Q-l77 8 
and Q-186 I The stations of Limedale (Q-180 0) and PutnamviHe (Q-18 3 0) 
arc under die junsdiction ofthe Customer Service Center at JackxOiiviUe, FL 

8 58 miles of die Decatur Subdivision, Chicago Division, extending from 
Bloomingdale to Hillsdale ui Parke and Vamiffion Counties, IN. between 
Mileposts 184 07 and 192 65 The stations of Bloomingdale (MP 184), 
Melcher (MP 188), and Montezuma (MP 192) are served by the Uavduig 
agent based at Indianapolis. IN. 

Note: The 7 34-mile segment between Bloomingdale and 
Momezuma, Milepost 184 07 to Milepost 191.41, was 
abandoned efifecuve September 25, 1994 

MICfflGAN 

tso 7 10 miles of the Hamilton Subdivision extending from Station 1056+00 
(Milepost 20), at or near Holland, to Stabon 681+00 (Milepost 12 90), at or 
near Hamilt v in Allegan County, Ml No agency sutions arc located on this 
line 

PfEW VORK 

27 a) Hospital Industnai Track (M P. 0.00 to M P 4 00) 
b) Poughkeepsie Industrial Track (M P 29 70 to M P 31 00) 
Stale New Yofk 
County Dutchess 
Stations On Line None; business is handled througii Conrail's National 

Customer Service Center 

2-



HV'if- O'

Nsconiinuance of freight semce on Chicago Line (Livingston Avenue Budi/eK 
Slate New York 
Counties Albany, Rensselaer 
Mileposts MP 142 90 to MP 143 10 
Sutions On Line None, busmess is handled through Conrail's Nationa 

Customer Service Center 

Otnesee Falls Branch *»*6«B* 

State New York 
Couniy Moruoe 
Mileposts M P 0 00 to M P 0 40 
Stations On Line None, busmess is handled thiough Conrail's National 

Cfustomer Service Cemcr 

Troy Industnai Track 
State New York 
County Rensselae. 
•Mileposts MP 03 to M P 6 0 
Stations On Line None, busmess is handled thiough Conrad's National 

Customer Service Center 

Discontinuupce of freight service on Hudson Line & Chicago Line 
Slate New Yoric 
Couniies Rensselaer, Columbia 
Mileposts; a) Hudson Line M P 125,7 to M P. 142,0 

b)ChicagoLine-MP 142 0toMP 142 9 
Stations On Line None, business is handled through Conrail's National 

Customer Service Center 

OHIO 

144 6 37 miles of the Lakc Erie Subdivision extending fiom Mt. Vemon to 
Fredencktown in Knox County, OH, between Station 1372+00 (Milepost 
25 9) and Sution 1708+50 (Milepost 32 27) No agency slalions are located 
on this tine 

WEST VIRGINIA 

139 1.05 miles of thc Kana-vha River Bridge at Charieston, Kanawha County, WV, 
C&O line from P S Staton 1461+18 (Milepost 455 73 of Kanawha 
Subdivision) = Station (Minus) -1+18 at or near EUc to O P Station 54+r2 = 
CRC Station 16̂ 5+20 at or near Bridge Jct. (Charieston). No agency stations 
arc located un this line. 

- 3 



CATEGORY 2 

AU lines or portions of lines potentially subject to abandonment are lhose which the carrier has 
under study md, believes may be tbe subject of a future abandonmem appHcation because of 
either anticipated operating losses or eicessive rehabilitation cosls, as compared to potential 
revenues. 

There are no lines in Category 2 

CATEGORY 3-

All Unes or portions of lines for whirh an abandonment or discontinuance applicatton is 
pending before the CommUsion on the date upon which the diagram, or aoy amended diagram, 
is filed with the Commission. 

Map Reference Line Descriptionr 

3-IL-300 29 miles of the Danville Subdivision, NashviUe Service Lane, extending from 
Paris to Danville ui Edgai and Vcnnilion Counties, DL between Mileposts 93 0 
and 122,0 (QSD 94 and ZA 123). The stations of Paris (QSD 94), Chrisman 
(OSD 105), TUton (QSD 125), and Danville (ZA 123) are under the 
junsdiction ofthe Customei Savice Center at Jacksonville, FL. 

CATEGORY 4-

AU linea or portioaa of lines which are being operated under the rail service coatinuation 
provbions of 49 U.S.C. 10904 (and former 49 U.S.C. 10905). 

Map Reference Une Description 

C Hunt industrial Track, Adams County, Indiana, 110 Miles 

E Fon Wayiw Line, Wyandot and Hardin Counties, Ohio, 16.9 Miles 
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Surface aransportation Soarii 
Wasliington. B.tT. 20423-0001 

(©ffite of thf (Shairman "• 

February 24, 2000 ' ^ / ^ 3 - '^3^ ^ 

Mr. Clarence Tumquist 
President 
Intemational Longshoremen's Association 
c/o 2125 Tryon Road 
Ashtabula, OH 44004 

Dear Mr. Tumquist: 

Thank you for your most recent letter responding to the ongoing dispute between your 
union and Norfolk Southem Corporation (NS) over the implementation agreement negotiated 
with your union as a result ofthe Conrail acquisition transaction. In your letter and attachments, 
you respond to NS's letter of October 21,1999, a copy of which I had forwarded to you in my 
last letter. 

1 appreciate the information that you have included with your letter. As always, 1 will 
have your letter, the attachments, and my response made a pan ofthe public docket for the 
Conrail proceeding. You indicate that your union and NS have not resolved any ofthe issues 
that have arisen in this matter. 1 again urge all parties to these discussions to participate in good 
faith and to strive to resolve the issues through negotiations. And, as I pointed out \n my last 
letter to you, the Surface Transportation Board (Board) remains ready to exercise jurisdiction 
under the New York Dock conditions where warranted, and the Board remains committed to the 
fair implementation of the Conrail acquisition transaction. 

1 recognize your concems and hope that your union and NS are able to arrive at a 
satisfactory resolution of these issues. 

Sincerely, 

Linda J. Morgan ^ 

cc: Mr. David Goode 
Chaimian, President and CEO 
Norfolk Southem Corporation 

Mr. Mark MacMahon 
Assistant Vice President - Labor Relations 
Norfolk Southem Corporation 



INTERNATIONAL LONGSHOREMEN'S ASSOCIATION 
LOCAL 1913 ' " ^ ^ 

AFFIt IATED WITH 
AFL-CIO 
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Express Mail No. EK 393517155US and Return receipt 

Ms Linda Morgan, Chairman 
Surlace Transportation Board 
1925 K Street, WV 
Washington, D.C. 20423-0001 

Dear Ms. Morgan and Board Members 

I am writing in regard to your Decembei 3, 1999 letter in which vou forwarded 
Norfolk Southern's (NS)'s October 21, 1999 letter to the Surface Transportation Board 
(STB) responding to Ihe Union's August 24, 1999 letter to vou, listing serious infractions 
in NS s execution of implementing agreemenl and Collective Bargaining Aereement 
(CBA) betvveen I.L.A. Local 191,3, and NS. 7o date our Union and NS haxe not resolved 
anv' of the issues raised in the Union's August 24, 1999 letter and in fact relations with 
NS and the U nion have only gotten w orse. 

On September ,30, 1999, Mr. Mark MacMahon Assistant Vice President Labor 
Relations, put out another statement that dealt with manv of the same issues he 
addressed in his October 21, 1999 letter. The Union deems that it is necessar\ to set the 
record straight now, before the NS twists and distorts the facts anv more. As a rebuttal 
to Mr. MacMahon's statements, I have attached a statement from Mr. D E |ohn«;on 
Vice President of I.L.A. Local 1913, along with a copy of Mr. MacMahon's September 3o' 
1999 letter. ' 

The Union would appreciate anv assistance that the STB can give us in resolving 
these disputes. I would hope it would not be necessar\ to evoke the r..bitrar\ process 
under the terms of the Nevv York Dock Agreement. 

Yours truly. 

cc: j . Baker 
S. Gross 
M. MacMahon 

C. E. Turnquisl 
President I.L.A. Local 1913 



Januarv 19, 2000 

Slatement of Dw ight E. Johnson 

I am Vice President of I.L.A. Local 1913 w hich represents the union employees at 
the Norfo lk Southern (NS) coal dock in Ashtabula, Ohio. I have been emploved at this 
dock since July 13, 1978 and a member of this union for the same. I have been Vice 
President for the union for six months and .Advisor pr ior for f ive vears. My business 
address is 6420 Lake Road West, Ashtabula, Ohio 44004. 

My duties as Advisor, wh ich is the posi l ion I held al the l ime of the March 12, 
1999 Implementing Agreement, were to advise the union in it's decisions and or i l 's 
indecision concerning the interests and w elfare of the membership. A l l though 1 d id not 
actually negotiate any of the facts leading up to the Agreements for the Merger 
belween Conrai l and NS, 1 was ver>' much apart of the March 12, 1999 Implement ing 
Agreemenl and Collective Bargaining Agreement (CBA), agreement held in Ashtabula 
for the purpose of explaining to lhe membership what the Companv and Labor 
Relations desired and what the Un ion desired respectively. I reiterate thai this meeting 
or iginal ly was set up lo be informat ional only so as the membership could evaluate lhe 
proposal in Ihe ensuing days and then vote lo either accept or decline the proposal 
itsek. Unfc rtunately this ended up not being the case because NS Labor Relations 
reneged o.i the informat ional only part of the meeting and told the membership at 
about halt way Ihrough lhal if we d i d not rati fy this contract on lhal day that they NS 
w o u l d seek arbi t ral ion lhe fo l low ing Monday to settle the agreement. Litt le else must 
be said lhal the membership fell lhat a gun had just been placed to their heads. 

Mr. Mark MacMahon, Assistant \ ice President NS Labor Relations statement of 
September 30, 1999, (paragraph 3, page 1), in w hich he claims that on several occasions, 
about many issues of the contract and the meeling ilself in question, " lha l I.L.A., has 
distorted, misquoted, or laken ou l of context, statements thai he made and therefore 
was obligated to sel lhe record straight." l l then is incumbeni of me lo refute his 
remarks and put our version a matter of record. 

Mr. MacMahon's views on the objectives for NS l,abor Relations for the 
agreemenl were as fo l lowed, (paragraph 4, page 1): 

I ) Operation of Ashtabula Coal Dock in an efficient manner consistent w i l h its coal 
facil ity at Lamberts Poinl in \ i rginia. 
I I ) For the staff ing requirements of service, there cculd not be anv m i n i m u m crew-
consist requirements. 
l i l ) No restrictions thai wou ld l im i t the work an ind iv idua l employees could be 
assigned to do. 
IV ) NS lo be able lo slaff for a seven day operal ion by using varied rest days and relief 
assignments. 
V ) Application of lhe nationally negotiated non-op crafl v.icai!on and holiday 
agreements. 

MacMahon's objective number I 
I agree. 



MacMahon's objective number 11 

I disagree. There was language b\ both parties at the Implemenling/CBA 
meeling raised as lo a minimum crew consist requirement ind it was my 
understanding lhal nol only vvould Iheir be a manning table in the agreemenl bul also 
an Extra List ( Article HI) which vvas made part of the C oniract and the mere fact that NS 
even made this article a part of the '^oniract is an admission, to the contrar\ lhal there 
would be a minimum crew consist requirement and that an extra list would be 
established lo supplement vacancies due lo vacations, sickness, and olher causes to 
maintain the minimum crew consist. Because NS now realizes vvhat a mistake they had 
made of putting Article 111 in the Contract, they desire to split hairs, as lo the words if 
necessary" lo mean al their choosing or at their discretion or at worse, to ignore i l 
completely. In reality lhe words "if necessarv " nieans if anv of said vacancies do occur 
and come into play on any given day or week, t'ley then have an obligalion to fill said 
vacancies bv uljlizing and maintaining an adeqrale extra list lo sustain i l . Il is true that 
vvhen Mr. MacMahon has staled manv times "that thev will never or in the near fulure 
want lo hire anv new employees" lhal he meant it and vvilh thai never had anv 
intention lo honor Article III novv lhat the union has ratified the Contraci. This was 
conlrarv to vvhat vvas said and impl jd at the meeting. As further proof of my vievv 
Article l i l Section 6 of the X'acation Agreement, w hich was made part of the Coniract, 
allows for the company lo hire unlimited part lime people lo augment Article III of the 
Contract and therefore mainiain the article as does Section 12 Paragraph C of the 
Vacation Agreement which refers to temporary hired relief employees to augment said 
vacancies, bul the Company chooses lo ignore their presence as'part of the Coniract 
and nol apply lhem as is necessarv. NS chooses not lo fill anv vacancies as agreed and 
instead opts to disregard their presence and blank jobs so as nol to have lo hire and 
therefore to save money.If the companies posilion is to be correct, then w hy w ere anv 
of these Articles even put in the Contract. NS's poinl is stronger if they weren't. 

Lastly, on this issue Article XXII Seclion 2 of the CBA specifies, contrarv to Mr. 
MacMahon's assertion of no crew consists requirement lhal there will be on Isi shifl 23 
positions in nav igation season, 15 positions on 2nd and 3rd shifls in navigation season 
when those shifts are worked. Now thev choose nol lc adhere lo the Article and 
pretend that it doesn't exist. Rather than maintain these numbers, Ihey jus» blank the 
jobs. I do agree lhal these jobs and numbers wili be lost evenluallv through attrition, 
but aitriiion has not arrived quile yel. 

MacMahon's objective number 111 
"No reslriclions lhat would limil lhe work on individual employee could be 

assigned lo do." 

I disagree. NS decided to do aw ay w ith lhe Conrail manning labie, including job 
lilies and the job descriptions. The Union was forced to arbitrarily accepl nevv job lilies 
and descriptions without any negolialion between the parlies or any input from our 
Membership. 

II was stressed as a sincere concern of lhe emplovees al the Implemenling/CB A 
meeling as to whal are lhe job descnptions going to be? Also, why weren't the job 
descriptions available for us al this meeting? Mr. MacMahon apologized to the 



members and said lhat they vvere not readv vet for our examination. He then made the 
statement lhal we vvouid have lhem in our possession not later than one week. The 
facts are lhat it was almost six weeks before we finallv got to see them. This was one 
week before the take over and the job titles and their descriptions were jammed do;vn 
our throats with no time to discuss or prolest them. This was not an example of 
negotiating in good failh. In hind sight the UnicMi probably should have protested this 
tactic and charged NS of being in breech of the Contract. This is anolher instance vvhere 
Article 111 Section 1 and 2 is imporlant to the Union for if the .Article is followed to ifs 
intent and purpose, NS would not have to move people from their normal described 
bid jobs. 

MacMahon's objective number IV 
"NS lo be able lo slaff for a seven day operation by using varied rest days and 

relief assignments" 

1 disagree. Nothing in this objeclive of Mr. MacMahon's statement is true, and in 
fact, is not now being done after seven months of operation. There are no varied rest 
days and there are no relief workers tor anv assignments. 

MacMahon's objective number V 
"Positions to be bulletined and assigned in a manner lo eliminate disruption and 

turn over." 

My response: 
Now, after seven months of operation with NS, nolhing could be further from 

the truth. This method lhal NS has pul in place, is more disruptive w ith more turnover 
than before. The real reason lhal the past Conrail procedure was eliminated was 
because a Conrail secretarv, Mrs. Winchester, who was in charge of the Conrail 
procedure, decided lo tell NS that this procedure should be eliminated from the CBA so 
to make life on her too more simple. II was, and now she's happy, bul no one else 
involved is.In fact, it is now as 1 write that all Supervisory peopl ^ on ihe Dock are try ing 
to persuade Ns lo reinslale Ihe old procedure, or one similar, because it is less confusing 
and disruptive. I personally have interviewed seven supervisors about this issue and all 
have expressed this lo me and lo Mr. Johnson, Dock Superintendent. No results as of 
yet, but is in the process. 

MacMahon's objectiv e number VI 
"Appiication of the nationally negotiated non-op. Craft vacation and holiday 

agreements." 

My response: 
I his should be a simple cut and drv issue, bul il is nol thanks lo NS. Because of 

ongoing problems over this issue and the inability of this Union to reason wilh NS, I 
will just say lhal I am thoroughly disgusted w ith lhe way N'S has handied themselves 
and lo say we are "frustrated" to say the least.The National Non-Op Vacation and 
Holiday Agreements have been around for a long lime and we never had any 
problems of their interpretations w ith Conrail over this issue. Oily now with NS are we 



to be abused by the meaning and interpretations of their content. 
As Example: Company paid holidays. 
Al the March 12, 1999 Meeting, Mr. MacMahon explained lhat under the New Proposal, 
employees must work fortv hours each week in order to qualifv for lime and one-half 
on Saturday and double time on Sundays (under Conrail it took only thirty-two hours). 
What he failed to explain, and inlenlionallv 1 rolghl add, was llial NS vvas planning all 
along to give you the paid holidavs off w hen thev fell on a weekday and thereby 
making it impossible for anyone to qualify for forty hours for said overtime. The end 
result of this piov would make an employee to have to work Saturday for straight lime 
and time and one-half for Sundav. Therebv changing the intent of the holiday provision 
to mean from Company paid Holidays lo Emplovee paid holidavs so as noi lo have to 
pav holidavs out of their own pockets but al the employee expense. In the fifty-five 
years lhat the Non-Operational National N'acation and Holiday .Agreements has been in 
effect, no company has tried lo interpret the Agreement this wav for their benefii. 

MacMahon's Paragraphs 5 and 6, page 2 - I.L..A. Concern: 
"Impact of proposed elimination of a minimum crew consists requirement that 

could result in the furlough of employees w ho would nol oiherwise been furloughed." 
.Also, that employees would earn less compensalion if rest days were varied so that 
Saturday and Sunday work would nol be performed on an overtime basis." 

My response: 
I do agree w ith Mr. MacMahon s above statement on impact and only comment 

for clarification lhal unlil the time comes to end lhe grandfather slalus given lo each 
emplovee that Ihrough attrition, the companv can and wiii achieve their goal, bul not 
until then. 

As lo the slatemenl "management shall have the right under Article XXVII, to 
reassign emplovees to perform other work." On the contrary, w hat was expressed for 
over an hour at the meeting on this issue by NS was jusl the opposite as to their 
posilion now. It was NS's posilion lhal no employee holding a bulletin job wouid ever 
be allowed to move from his bid job. ll vvas NS's contention that extra list employees 
would be oniy allowed lo fill the vacancies. Thus Article III Section 1 & 2 vvas a iarge 
factor for their argumeni. Nol oniy wouid the extra list fiii the vacancies, bul under 
questioning from the union members about qualifications, Mr. MacMahon and Bryant 
Johnson blurted oul lhal Ihey vvould have all evlra people "qualified in two weeks on 
all jobs." The membership laughed al such a statement and challenged their words. The 
Union argued vehemenllv lhal we wanted lo .'ill vacancies by seniority choice, raiher 
than be stuck on a job permanently and there by give the youngest extra list employee 
the preferred jobs lhal older seniority employees might like to wor'...The senior men 
would also be the most likely be the most qualified and therefore giving the company 
the very best people to perform the job. The company still stood on their position that 
once you got a bid job you wouid never be moved from that job unless no extra people 
were qualified lo perform the job. Then and o ily then would the company move a man 
to fill a vacancy . Many questions and scenarios were expressed lo Mr. MacMahon and 
his slaff about our posilion, bul all were refuted and turned down. NS stood firm on 
their contentions as to what and how they wanted vacancies lo be filled and the union 
stood on it's convictions as to our wish that it be done. The Companv ullimateK' won 



this argument because the membership voted to accept the contract and the company 
would get what they w anted. 

When june 1, 1999 take over dale arrived, immediately NS started to do just the 
opposite of what their contention vvas and started moving people off their bid jobs 
because Ihey didn't have a sufficient extra lisl lo fill vacancies and never iniended to 
have one lo fi l l the needs. We were and are upset bv this developmeni for two reasons. 
First, an extra lisl was to be eslablished lo fill anv and ali vacancies, pursuant lo Article 
111 Section 1 and 2, was and would never be followed by NS as to it's intent. Secondly, 
by forcing regular assigned emplovees off Iheir bid jobs wilh no seniority or choice 
being offered. They just do it randomly. This is exactly the opposite thai NS had argued. 

MacMahon's paragraphs 7 and 8, page 2 - Grandfather Clause 

My response: 
1 agree. 

MacMahon's paragraph 9 No minimum crew consist 

I disagree. The contract does have a crew consist requirement in Article XXH 
Section 2.The Article stales that "for purposes of this Section 2 only, the number of 
positions previously required under the CR/ILA Agreemenl vvill be considered lo be: 
for 1st shift 23 positions, in navigation season, 21 positions out of navigation season, for 
second and third shifts, 15 positions in navigation season and 13 positions oul of 
na\ igalion seasons when those are worked. Lnless I jusl don't undersiand the meaning 
of .Article XXII Seclion 2, I would say there is in fact a crew consist requirement. Even 
though 1 do understand that this represents a lose of employees through attrition over 
time. 

MacMahon's paragraph 10, page 2 - Conraii Practices 

My response: 
I agree with Mr. MacMahon's wrillen testimony that no previous Conrail 

practices vvere preserved under the nevv NSR/ILA Agreement except as specifically 
provided. I regret that we allowed this lo happen. 

MacMahon's paragraph 12, page 3 - Explanation of Proposal 
Mr. MacMahon slates: " .... I do nol, however, recall any discussion whatsoever 

about filling vacation vacancies (as opposed to scheduling employees for vacation). I did 
not slate, and would not have statecl, that ILA and Dock Superintendent 'should work 
out an agreemenl on how to fill vacation vacancies.' because Mr. Johnson is nol 
authorized by NSR to enter inlo labor agreements vvilh ILA or any other union." 

My response: 
Even though I Iiave touched on this issue in a previous paragraph, I will expand 

on lhis issue so as lo respond lo aii of his commenis. Mr. MacMahon denies there was 
even a discussion on lhe daily and weekiv vacation fills so as to laiior the conversations 
from the meeting on this subject to mean something else. Mr. MacMahon's denial 



totally baffled me as to the real conversation that took place at the meeting. Nol only 
does he disagree of the event but has staled also lhat Mr. Licate and Mr. Johnson does 
nol recall this issue being discussed. 1 will try to refresh their recollection. 

MacMahon's paragraph 12 - Explanahon of vacana fills 

My response: 
This topic was a major concern of ihe membership. As proof, that the 

conversations actually taking place vvill have to be aimed directly at Tony Licate whom 
is lhe Director of Labor Relations and low and behold a home town boy from 
Ashtabula. I make reference lo home town because it was vvhen we were discussing 
this issue of vacation fills that one of our members, Mr. John Paolillo lold a timely story 
about Tony and John's childhood days, while playing bail logether, of putting the best 
players on the field. It was Mr. Paolillo's purpose lo show the Company, that our 
version would result in having the best player lo fill the vacancies. For NS to now say 
that Ih.y don't remember this conversation as ever taking place, therefore, brings me 
to conclude one of two things, either that NS's intentions al lhat meeting, were to say 
what we wanted to hear to get the voles Ihey desperately needed and then to later 
simply deny the incideni ever look place, or that a!l fifty-one employees that attended 
that meeting and their attorney Mr. Sandy Gross were'making this up and therefore 
not telling the truth. 

MacMahon's parag.uph 12 - Week end work scheduling 

My response: 
I do disagree with Mr. MacMahon's statements on this issue but because of 

ongoing negotiations of this mailer, I will restrain my comments at this time. 

MacMahon's paragraph 13 - "Give ups" and "Me Too" 

My response: 
I disagree with Mr. MacMahon's denial that the "me too clause" was ever 

discussed at the march 12, 1999 meeting in Ashtabula. Mr. MacMahon stales thai he 
only discussed the "me too" issue at an eariier negotiating session. To prove my 
contention that "me too" was discussed at this meeting, 1 have to say that prior to this 
meeling, I never knew or heard the expression bul 1 sure knew whal il meant after I 
left the meeting.My recollection as to how or why the words "me too" came up was 
one of our members asked for NS lo allow us our 70 hours a week for vacations and 
MacMahon jumped at the chance lo deny the request because under the "me too" 
clause in the other crafts, that had the clause, would have the right to also receive 70 
hours per week instead of lhe 40 hours already in Iheir contraci. 

MacMahon's paragraph 14, page 4, (a special note, there are two different paragraph 
14's in Mr. MacMahon's statement) Electrician Helper (EH) Position 



My response: 
I don't remember of discussing the EH job at the March 12th meeting bul 1 did 

laler ask each member of the Committee as to their recollection on the issue and they 
told me lhal lhev directly argued lhe posilion lo be included in the coniract al previous 
negotiating meetings. 

MacMahon's paragraph 13, page 5 - Mark Offs 

ILA has asserted that MacMahon slated that "there would be no restrictions on 
how oflen an employee marks off from work and the only penaltv (the union) 
members would suffer is the loss of overtime" "Neither I nor any other responsible 
carrier official vvould ever agree lhal an employee could simply be absent at his or her 
pleasure, regardless of the needs of service.." 

My response: 
Being that I at about eight feel from Mr. MacMahon al the meeling, I was 

attentive lo whal he was sjiying. Because we had an extra list with Conrail lhat vvas 
designed so as lo allow for unlimited mark offs. This syslem was in effecl for thirty 
years w ith Conrail and it's predecessors and was designed to allow employees a chance 
for work relief because vve were a seven day operalion with needs for our health and 
families. This system was never a problem for Conrail and rarely discussed by eilher 
party. So it was an imporlant issue for employees and vvas asked of Mr. MacNIahon if 
there would be any problem' with NS over mark offs. Mr. MacMahon then staled lhal 
marking off would slill be allowed but there would be a penalty for doing so. The 
penalb, would be that an emplovee must have 40 hours service for the week in order lo 
quaPty for premium lime on the weekends. The mere fact lhal the company installed 
the 40 hour policy allows lhat they knew there was a situation they didn l approve of 
aud therefore wanted to put reslriclions on il . Ns had many monihs and the merger 
povver to put into place any tvpe of language lhat they saw fi i and did so. To now come 
crying lhat "Neitiier I nor any responsible carrier official vvould ever agree that any 
employee could simplv be absent al his or her pleasure, regardless of the needs of 
service." 1 must respond then to Mr. MacMahon's slatement by saying this type of 
procedure did exisl with Conrail and Mr MacMahon doesn't have lo look far from his 
desk to find that the Labor Relations Director whom was responsible for the language 
in lhe Conrail Contraci was none olher than his now Director, Tony Licate. Need 1 say 
more. 

Lastly, and probably more important to this issue is lhal the same pen used by 
Labor Relations Wi.s also Ifie same pen lhal Ihey used lo w rile Article III Section 1 and 2 
Which now is a big problem for them and seek to look for ways around. NS now 
wishes not lo have an extra lisl lo fill vacancies and lo therefore deny Iheir statement 
made about the 40 hour rule because the two issues are compatible w ith each other and 
now gives lhem problems that they would like lo go away. 

MacMahon's paragraph 14, page 5 -Extra List people 
Mr. MacMahon slates " I did nol slate that extra lisl people would be trained and 

used lo fill all vacancies, lhat would be contrary to the basic bargaining by both parlies 
lo w hat w as negotiated in lhe March 12, 1999 Agreemenl." 
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My response: 
The fact is, Mr. MacMahon did make those statements and NS now wishes they 

hadn't and therefore are now trying to overturn the .Agreement by simply denying 
w hat was actually said. I have discussed previously in this lelter about Article 111 Seclion 
1 and 2, as being their nemesis, and self inflicted I might add, and this Article is exactly 
why thev novv want to denv the extra lisl training conversation because it proves the 
Unions contention of why Article 111 was installed and vvhat it's real interpreiation is. To 
admit, that the conversation about having and training extra people would put NS 
Labor Relations in jeopardy as to Article il l Seclion 1 and 2. That would be disastrous 
for them so deny, deny, deny. 

Maybe Mr. MacMahon forgets that after the March 12, 1999 meeling, I slaved 
over to specifically ask him if he was sincere about Dock Superintendent B. Johnson, 
working oul the ^x)licy of how and whom would fill vacancies and Mr. MacMahon 
replied ihat he was sincere and I should go and see Mr. Johnson and work il out at the 
Local Level and whatever vve decided would be fine with him. Mr. Johnson even went 
so tar as to tell me lo come see him personally after the merger and we could work this 
oul. Tvvo days after the lake over the Union f'resident, Mr. Daniels, Committeeman Mr. 
Carbon, Secretary/Treasurer Mr. Leonard, and myself went lo see Mr. Johnson about 
this issue and he rejected it entirely. Mr. Johnson stated, "We will do it the way we see 
fir. 

Lastly, my impressions and statements are nol in full and 1 reserve the right to 
expand on ihese issues, as might be necessarv . H is, therefore, mv contention lhal Mr. 
MacMahon has chosen this opportunity lo tw ist and turn the facts and words of the 
March 12, 1999 Agreeinent so as lo betier the NS posilion as to the inquirv of Linda 
Morgan of the Surface I ransportation Board lo show her that this Union is the bad guy 
in these efforts and thereby shifl the blame of disagreements, of the two parties on us. 1 
resent this tactic and poinl oul to all concerned, lhal bolh parlies are bound lo handle all 
agreements or differences with honesty, integrity, respect, and most importantly, in 
good faith. Unfortunately, NS has done little of any of the above.ll is my utmost wish 
lo find an amicable solulion to our differences. 

I declare that the above statements are true and correct lo the best of mv 
knowledge and belief. 

'w^ ^?^o 
Dwight E. \x>\\\ 
Vice President I.L.A. Local 1913 

cc: S. Gross 
J. Baker 
M. MacMahon 
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Place, N"crfoi:<, Vir g i n i a 23510. 

L. My cuties ar.i r s s p c r . s i c i l i t i e s as Assiscanr Vice Prssiienr 
ir.cluda r.ecctiatir.c, i.-.terpretir.:, a.-.d a<±?.i.Tistsrir.g the cf'lectj^ve 
carcaining agres.-e.-tc s.-.terec i-cc by MSR a.-.u various iabcr 
orcar.izatior.s. I srn pri . t c i p a l l y r'sspo.asible for t.ne r.ecotiaticn 
ar.a ecr.:..-.istraticn t i al« r.or.-cperatir.g cr a f t laccr acres.tie.-.ts and 

ce.':efit3 f c r -all c r a i t s . I was ths t h i e f negotiator for MS?, i n the 
r.scctiaticns w.tic.t Isd to the .-.prii 12, 1 = 99 c o l l e c t i v e dargainir.c 
a.-.G i.-r.pierr.ent:.nc aoree.T.ents. These agrserr.ents were negotiated as 
a r e s u l t of the plar.r.sc: operation by MSR cf a portion of' the fcmer 
Ccnrail property. 

. IL.^ aas f i l a o numerous olai.-r.s and grievances sines June 1, 
15?9. ^ I n .-r.any of tnese clair.s, ILA has indicatea that stateir.ents 
.T.acs by n-.e during the nagotiaticrc support t h e i r p o s i t i c n . I 
e i t h e r did not r-.ai-ce tne Htats.T.ents 11.^ nas a t t r i b u t e d to .T.e, IL.^ 
has r.isqucted rr.e, or IL.-. nas distorted, wt taken cut of context, 
state.T.ents I aio .-ake. 1 regret tnat i t has beco.te necessary f o r 
-3 to refute the various ILA al legatio.-.s m t h i s statement. 
Mevertnsless, oecause ILA has personally .ta.-ec r.e in the various 
c i a i - 5 f i l e d by i t , I am ooligateo to set the reoord o t r a i g n t . 

)uring the .-.egotiations wn 
^ — — QCi-r«=>'-' .•oĉ  i c e n t i t i e c ŝvê 'a 
•,v n 1 c w ^ r 2 s ̂  
includa; 

to the .April 12, 159 9 

:crth m my Fecruary 25, 15S5 l e t t e r to ILA, 
owing: ; i l operation cf the .-.s.-.tabula Deck i n an 

Ts 3 ooeration o: i t s Ncrtoi-K, 

A n 

.̂wR to .5t3tt i c r the re c u i rem.*? .nts c f 
'•inim.um cre'̂ J cons i s t r eouirem.ent ,* ' i l i ; 

r e s t r i c t i o n s t ha t would l i m i t the work an i n o i v i d u a l emolcv /e^ cou ld 
;e ass igned to dc; ( i v ) N'S.=l 
;pe ra t io .n by using va r i ea 

:o Starr t o r a seve av ; Q - ,3 a ^ _̂  ^ 

rest days ana r e l i e f assig.nm.ents ; 
;v) positions t t be bulletined and assigned m a manner to 
slim_.nat3 disruption a.-.d turnover; ana > v i ; a colication of the 
n a t i o n a l l y negotiated non-operating c r a f t vacation ana holiday 
aoreements . 
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rensac: 

r_3ug.-. o f e.molovees •-..".o .•.c-_o not ot.nerwi.se 
A_so, t.nat emolc'.'ees w'Ou —d earn l e s s 

i'.s -.ere va r i eo so t.nat ca tu rca ' ' Junni • wor-: 
n t v e r t i m e oas ia . 

3. T.ne A . p r i l 12, 1555 aoreem.ent 
actress^ 
a — — a a — a — -

ocres.me.nt, 
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m.anv 

r o r c.xa: 

5 pa r t i e s eventua •/ n e o o t i a t s o 
ves ano ILA'5 concerns . Uncar t n a t 

' S^ oo '^^ i t ives becam.e e f f e c t i v e on "he 

s p e c i f i c a l l y provices t h a t 
r e a s s ion em.c_o''ees to oerformi 

nsw 

wor .<, 
-wter o.nanges were pnased i.n as 
t h e i r o r a n d : " t h e r e t status c r a t t : 

" _ - 3 _ dfat.nered" ioyess _05: 

acreem.en" 
.oyee was oerinsd i n the new MSR-ILA 

.3 an s.T.olc'ee w.no was m service on the e f f e c - ' v * - a t ^ 
tne " m.e • am.sn — ' — — 

pence f o r a.n enployee wnc had less tnan 5 years ' s e r v i o e was equa i 
^ — — ̂ — 0 * ser 

; s r ica ; c r ar. em.rlcvee wno hac 5 or 
. ce w.ni_e 1 c;;;^^a . . . s r S — 

f o r as l o n g 
acreem.ent. 

.more years ' s e r v i c e c o n t i n u e d 
iS that i n d i v i d u a l was covered bv the NSR-ILA 

3. A r t i c l e V of the agreem.ent gave N'SR the r i g h t t o s t a f f f o r a 
seven-cay-a-week cperat ion by v a r y i n g rest days and us ing r e l i e f 
assigr- .ent3 . However, A r t i c l e XXIV sa id MS?, oou ld not e s t a b l i s h 
p o s i t i o n s w n i c h did not have Saturday - Su.ncay r e s t days i f a 
cranofat .nered employee was unable to h t l d a p o s i t i o n w i t h Saturday 
- Si.ncay r e s t days. Thos, ^J£R w i l l g racual ly be ac le t c e s t a b l i s h 
p o s i t i o n s w i t h other than Saturday - Suncay r e s t days as 
grancfatherso: e.m.ployees lose t . h e i r granofatherea s t a tu s c r a t t r i t s . 

5. There a r e no r.mimum crew cons i s t requirements i.n the new MSR-
acreem.ent - However, . A r t i c l e XXI'. 3av2 t h a t i f there a r s 

c r a n o f i t . n e r e c em.ployees wno are unable to h o l d a p o s i t i o n ana a 
5 n i : t IS wcr,-;ed wioh less t h a n tne nu.mber cf em.clcyees thar. wcu ld 
na-.-e been r e q u i r e d under tne c r e v i c i s CR-ZL.^ agreem.ent, NSR .must 
ado a c d i t i o n a l p c s i t i c n , s ; t c tnese s n i f t , 3 l up to the nu.moer o f 
-Ur-0uc,nec c ranof st.nereo em.c —o--ees or C.ne n-umjoer c f o o s i t i c n s 
c re ICUs 1 •/ r ecur , r e t bv .never i s l e s s . 
Thus, as c r and fa rne red emolc/ees lose t n a i r c r a n o f a t h e r e d s ta tus o r 

. t h 
the needs o f the ser-/ioe r a t n e r tnan as r equ i r ed by an a r t i f i c i a l 

1 n x c ^ • ^ c» o r a c t i o e s were oreserved under the new 
NSR-IL.^ acreem.e.nt e:icaot as mav have b a c " c — a • f i c a i l y p rov ided f o r 
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'whatsoever about 

; e r in tencen t 
;e .-.aren __. .555 .mee t m c I 

. Icnnscn to s i t 
on how to f i l l 

t tnere was some ciscussic.n about 
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a.n-y c t h e r u n i o n . 

upenn tencen t "shcuid wor.'. cut an 
vaca t i on vacancies" because Mr. Johnson 
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e.n crews .>ere 'oc ce canceled on tne '.vee.ono." 
'.•Iz. Jc.nnson e t c net make t.nis statement a.nd, 1 
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Knowiecoe, 

— 1 c » n 0 * -/ 

c c s s i o l e un cer 
however, cromise 
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[Cause 
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t n 3 s a.me 
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rous pa-jTr-snt oy managem.ent. 
or -was I t oart of ar.v i.Tcleitenti.nc 
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nas a c c o ' 

r e s t r i c r i o n s en how ofte.n an employee mar,-:s o f f from ver!-; [a.naj the 
on_y c - ina l ty [ the union; m.emjoers would s u f f e r lo the loss o f 
ove r t i .T .e . " While i t i s t rue t.nat an amolc'.-ee .-.'ho does not wcrk 
- w i l l net be p a i d , I d i e not and would not have said t ha t "tne o n l y 
o e n a . t v a unio.n memjoer wcu.c ever s u i i e : absent was the 

oas i c neeos ct tne s e r v i c e . .c /ees con t r ac t w: t ; 
.re s:.: n e Neither I w.arrie.' to pertorm tne wor.< an 

nor any otner responsible Carrier o t i i o i a l woulo ever acree t.nat a.n 
em,clev** could si mol v be acsent at his or her cl'^as-i"^, —^ga — d''̂ ŝ 
of the needs cf t.ne ssr'.'ioe. 

. nas asser' 
ra l i s t cecol 

ec tnat ^ s: 
= ••'/cule ce 

i c c t i a t i o n s tnat 

•acant -es ,e orew osco_e 
tne mos-: 
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nc-.-ec orr t n e i r ;ocs; a: 
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.ave them moved around ' 

tecole wculd be trainee and used 
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net state tnat er^tr 
1 a i l vacancies." Th 
.n tne parties struct .vne.n they negotiated tne J\pril 12, 
•^n—. XSR o'**̂ ^̂ -̂ d̂ Conr"̂ '" "— ae — — ^ ^ -^-^^ ̂  ̂  ̂  ""c use an 
c i a l l y mancatee n'u.mber or employees on tne -/arious s n i f t s . 

ore'.-' tons 1st recuirements and s t a f f f c r 
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o.ear language of . A r t i c l e I I I of me >:SR-ILA agree.ment, whicn 
p. r - \ I e 5 t.nat ;_o.n •.'ica.noies . _ 1 on« • oe f i l l e e " i f .neo ess a—/." 

eo num,erois tas.\o oo t.nat ,%"e .\0.i_e oe ao.e ro f u . l * ' u t i l . o e tn^m * n 
accoreance w'ltn tne neeus of tne oe. 'vice. I d ie not s t a t s t.nat 
" the crew people wcuic not oe moved o f f t n e i r j c b s , " Such a 
statsme.-.t woulo navg been oonrrary to one of '"S?,'s ke-y cc" 'ect ives 
eesc r ibed m paragraph acove ,nc r e s t r i c t i o n s tha t would lim>i.t 
wor.s employee could be assigned to do) and would have been 
oentrar-y to the s p e c i f i c _anguage t.he p a r t i e s agreed to i n . - . r t i c l e 
X I I I a r r _ ; r na* r i n h t ro "assign employees to perform other -work"; 
ano .-01101 ? ! \ i \ ' . ' I manaeement nas "r io .n t to assien e.molo^'ees to 
perfor.m c tner wor<.") 

IL.-. ' 3 a » _ e o a t i o n tnat I mo ioa t ed tha t t.ne m.ost e f f i c i e n t use of 
of e.mplcyees was to have them on permane.nt b i d 3obs and net m.c-/e 
t.ne.m arouno i s d i s t o r t a a and misleading. Conra i l had a p re fe rence 
l i s t ',cr choice; arra.nge.m.ent wnereby employees e s s e n t i a l l y chose 
tne ;oo cr work tha t tney woul i do at the beginning c f the day and 
r e t a t B d bet-.^een s.nifts eacn we£<. ;̂SR vie'wed these arra.ngem.ents as 
e i s r u p t i v a to tne wcrk e f f o r t and scug.nt to eli.miinate t.hem.. The 
c.noice s.neet and oreference l i s t arrangem.ents were e l i m i n a t e d i n 
fa-.'or of b i d - m c c s i t i o n s but, 2s t i scussed aot 'e, the acreemsnt 
3 p e c i f i t t l . y t rov ieeo f o r management to assign eT.plc^-ees to perform, 
ct.ner scr<. The weeki',' r o t a r i o n arrangement '-/as replaced b\' a 
m.e.nt.n_y ro tar io .n mar «r-_ grao'eally re eli.T.i.natee as oranofa theree 
e.mployees lose m e i r c ranofamerad s ta tus or a t t r i t e . 

1 netware t.nat tne icc. 'e is t r ' i e ane oorreot t c t.ne best of m*/ 
kncwmdoe ano oe__ef. 
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S'urface transportation iSoarii 
flaBliington. ^ . ( l . 20423-0001 

(Off ice o f ti|c iChairnun 
PUJC LV DOCKK-. 

February 14, 2000 3 3 

Mr. F.A. Winkler 
Founding Member 
New Jersey Shortline Railroad Association 
P.O.Box 1024 
Bridgeton, NJ 08302 

Re: Railroad Intermodal Terminal in Bethlehem, PA 

Dear Mr. Winkler: 

Thank you for your letter of January 19, 2000, conceming the operations of a new 
intermodal terminal in Bethlehem, Pennsylvania, used by the Norfolk Southem Railway (NS). 
Specifically, you have indicated concem that this facility is being used for traffic destined to the 
New York City metropolitan area, and that such traffic is being drayed longer distances due to 
congestion in the New York City area. 

As you know from your railroad experience, intermodal services are typically "ramp to 
ramp," and drayage is usually arranged by the shipper at origin and at destination. Thus, the 
shipper would make the decision as to the railroad destination to be used tbr its shipments, in this 
case Bethlehem, Pennsylvania. With regard to the Bethlehem terminal, we understand that this 
terminal is operated by Beth Modal, a company owned by Bethlehem Steel, and that NS has 
access to the facility. It may be that NS, at the direction of the shipper, is delivering intermodal 
shipments to Bethlehem which have the New York City area as a final destination. This would 
be a shipper decision and not one in which the Board can be involved. Regarding your 
suggestion that shippers are being forced into longer drayage due to congestion in the New York 
City area, we have had no indication from shippers or from our monitoring that such a situation 
exists. 

As always, I appreciate your r. aking me aware of your concems. 

Sincerely, 

Linda J. Morgan 
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February 14, 2000 

Mr. Gary M. Spiegel 
Senior Vice President - Operations 
CSX Transportation, Inc. 
500 Water Street 
Jacksonville, Florida 32202 

Re: Rail Freight Operations - Westem New York and Buffalo 

Dear Mr. Spiegel: 

Thank you for your joint letter with Mr. Jon Manetta of January 13, 2000, conceming 
your efforts to improve rail freight operations in Westem New York, and in particular in Buffalo, 
and the commitment on behalf of both companies to work to resolve customer service issues. 

Your commitment and cooperation are impressive and gratifying, and, fiilly sustained, 
should go a long way toward resolving many of the service issues that have been at the forefront 
of the Buffalo controversy. Shippers throughout the Conrail acquired territories deserve reliable 
service, and we must continue to be especially sensitiv? to those areas that require our proactive 
attention. And through aggressive actions and enduring commitment and cooperation, we can 
ensure that shippers realize the promised benefits ofthe Conrail transaction. 

I will have your letter and my response made a part of the public docket for the Conrail 
proceeding. Please continue to update me on your joint efforts in Buffalo and elsewhere, and do 
not hesitate to contact me on any issue with which I can be helpful. 

Sincerely, 

Linda J. Morgan 

cc: Mr. John Snow 
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February 14, 2000 

Mr. Jon L. Manetta 
Senior Vice President - Operations 
Norfolk Southem Railway Company 
Three Commercial Place 
Norfolk, Virginia 23510-2191 

Re: Rai.' Freight Operations - Westem New York and Buffalo 

Dear Mr, Manetta: 

Thank you for your joint letter with Mr. Gary M. Spiegel of January 13, 2000, conceming 
your efforts to improve rail freight operations in Westem New York, and in particular in Buffalo, 
and the commitment on behalf of both companies to work to resolve customer service issues. 

Your commitment and cooperation are impressive and gratifying, and, fully sustained, 
should go a long way toward resolving many ofthe service issues that have been at the forefront 
of the Buffalo controversy. Shippers throughout the Conrail acquired territories deserve reliable 
service, and we tnust continue to be especially sensitive to those areas that require our proactive 
attention. And through aggressive actions and enduring commitment and cooperation, we can 
ensure that shippers realize the promised benefits of the Conrail transaction. 

I will have your letter and my response made a part of the public docket for the Conrail 
proceeding. Please continue to update me on your joint efforts in Buffalo and elsewhere, and do 
not hesitate to contact me on any issue with which I can be helpfiil. 

Sincerely, 

Linda J. M<5rgan 

cc: Mr. David Goode 
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Lnda J. Morgan 
Chaimiaii 
Surface Transponation Board 
1925 K Street. NU', S-Jte S20 . 
Waehington, D C 2O423-00O1 

Doai Cbajmaa Morgan 

Tius lerer reports or thc efforts to date of CSX and NcrfoUc Southera to improve rail 
fireigiit oporanor.s m Weston NTO' York and m particular, Buffalo, CSX and Norfolk SouihcT. 
remam commined to revolving customer service issues acui ha'.e mitiited steps to •_na: ctid. 

WheiB service issu-s of mumal coaccra exist. CSX and Nonoik Souihem arc working 
closely in order to provide rmproved service .'"or 3ufEalo-area shjppers K locally based, iomt 
operating team haa been formed to addreaa Lhe issues of mterchange, transit limes 2i\d misroutcd 
rail cars. This haa been and will continue, to be a joint effort mcludmg semot officers and local 
nisnBgcQifiQt. 

Beginning ia late October 1999, CSX established a Buffialo-«pecj.'jc audit team designed 
to identiiy root causes of service problcnn c d recommendations for resolution of :hose 
problema. AB part of that audit pjocesj, CSX audit repitsontativca contacted and mtetviewed 
several customers in order to ascertain specific iwues of concera. Those cuatomers ir̂ clude 
Dunlop, DuPont, Olm, Ox>'Chcm and Washington Mills Addiriana]l>-, CSX has expanded thc 
procees 10 incl'ode future mcecmgs with Delphi, 3M. Oeneral Mills and American Axle. 
Communjcelions between CSX and theae cuslomers continues with one-on-one discussions 
occurring twice weekly or mere aa necessaiy. 

Thc results to date of the joint CSX and Norfolk Southem efforus tiavc been promisuig. 
We will continue to aggtcanvcly deal with Westera New York and Buffalo-specific service 
issues which you have raiflcd. Jf you have any question*, pleaw feel free » call either ofus 

Very truly yours, 

' yi 
Very truly yours. 

Gary M. Spiegel 
Senior Vice Preaident Operationa 
CSX Tranaportation, Inc. 

cc: Wayne B'jrkcs, Vice Chairman, STB 
William Clybunoi,Commissioner, STB 

/̂ Z 

on L. Manetta 
Senior Vice Ptwident Operations 
Norfblk Southem Railway Company 
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February 11,2000 

The Honorable Anthony M. Masiello 
Chairman, Board of Directors 
Buffalo Economic Renaissance Corporation 
620 Main Street 
Buffalo, NY 14202 

Dear Mayor Masiello: 

Thank you for your letter on behalf ofthe membership ofthe Board of Directors ofthe 
Buffalo Econom.ic Renaissance Corporation describing the concems of industries located in 
westem New York about railroad rate and service levels. In your letter, you indicate that service 
concems persist; that rail infi-astructure is inadequate; and that switching fees are al inflated 
levels. 

As I know you are aware, I have recently visited Buffalo and will visit there again in the 
Spring, and I have closely followed the rail service problems in westem New York — and 
elsewhere in the East — that have resulted fi-om the less-than-smooth integration of Conrail's 
operations into the existing railroad operations ofthe Norfolk Southem and CSX railroads. After 
my visit to Buffalo, I developed a plan, which has been widely publicized, to specifically 
monitor and address these integration problems, including the adequacy ofthe rail infrastmcture 
in the Buffalo area. We continue to actively work with the carriers and shippers to remedy the 
service problems in thc Buffalo area. 

1 realize that, apart from the existing service problems, some businesses are concerned 
about rate ievels in westem New York. In approving the Corrail transaction, the Board imposed 
various conditions to address concems about the impact ofthe merger on Buffalo area rates, and 
it provided for a rates study that would, on an annual basis over a three-year period, review rate 
levels in the area with a view toward detennining whether rates have gone up or down since the 
integration of Conrail into the NS and CSX rail networks. The Board recently issued a decision 
initiating the first ammai review of Buffalo : ites. Thus, there is a fomm in which to address 
Buffalo-area rate issues that may arise out of the Conrail transaction. 



1 understand your concem that implementation ofthe Conrail Transaction has not 
proceeded as smoothly as we all had hoped it would, and I assure you that we are doing all we 
can to improve the situation. I will have your letter and my response included in the public 
docket for the Conrail proceeding, and 1 hope that you will not hesitate to contact us if we can be 
helpful in the future. 

Sincerely, 

t 

Linda J. Morgan 



B U F F A L O E C D N D M I C 
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December 21, 1999 

M.S. I.inda Morgan 
Chainnan 
Surface Transportation 
1925 Kellogg Street NW 
Suite 800 
Washington. DC 20423 

Dear Ms. Morgan:^-<-'<-<r'i , 

I am writing this letter on behalf of the entire membership of the Buffalo 
Economic Renaissance Corporation. Board of Directors. 

Although treight shipment by tmck has assumed a more dominant position in the 
Western New York economy, freight shipment by railroad still fills a vital and expanding 
roll. Many ofthe areas largest employers rely heavily on strategically timed railroad 
shipping. For years. Western New York manufacturers have tried to compete under the 
pressures of excessive car-switching charges, resulting from monopolistic control. It was 
hoped tha» the CSX/Norfolk Southem acquisition of Conrail would ease this situation, 
but it hasn't. 

On December !. 1999. the greater Buifalo Area Regional and Local Authorities 
Committee to Promote Growth of Rail Traffic met to get an update from CSX Railroad 
officials regarding the first six month.s of transition since the CSX/Norfolk Southem 
acquisiiion of Conrail. Although ihe CSX Officials outlined various steps ihal ha\e been 
implemented to improve service in recent weeks, the situation continues to be "bleak" for 
many rail users in Erie and Niagara Counties. 

The committee heard from namerous commodity producers such as OxyChem 
and DuPont. who stressed that if CSX's service did not improve in the very near future, 
their companies would be entering a "crisis" period that could quickly lead to reduced 
production, layoffs and possible closings. 

B U F F A I ^ O M E A N S B U S I N E S S , 



Page 2 

A critical concem of these companies is the horrendous "cycle-time" problem that 
has propagated under CSX and Norfolk Southern's watch. We are aware of some 
producers who are experiencing a wait of over fourteen days for their empty cars to 
retum from shipments, a process that averaged five days under Conrail. 

The Buffalo Railroad hub supports over 25,000 jobs that are directly linked to 
rail, but the infrastructure has become inadequate and antiquated. As mentioned 
previously, switching fees still remain inflated and are a deterrent to tme competition. 
Norfolk Southem's recent completion of improvements at the Bison Yard is a positive 
investment, but this is only a piece of the puzzle. Further investment must be made in the 
near future to improve the ongoing bottleneck at the "CP Draw" bridge over the Buffalo 
River. 

The Board of Directors ofthe Buffalo Econo.~'ic Renaissance Corporation 
strongly believes that the economic development "crisis" related to railroad shipment in 
the Greater Buffalo area is upon us. We need to have service restored to the previous 
Conrail standard, before the rigors of winter exacerbate the pioblem further. 

Sincerely, 

Chairman. Board of Directors 
Buffalo Economic Renaissance Corp. 

cc: All members of the WNY Congressional Delegation 
All members ofthe BERC Board 

H\smm\canimarata\niemo\csx 
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Febmary 11, 1998 

Ms. Robin K. Wiener 
Executive Director 
Institute of Scrap Recycling Industries, Inc. 
1325 G Sireet, N.W., Suite 1000 
Washington, DC 20005-3104 

Re: Rates Charged By NS 

Dear Ms. Wiener: 

'fhank you for sending me a copy of your letter to Mr. David Goode, Chairman, President 
and Chief Executive Officer of Norfolk Southem Corporation (NS), expressing concem about 
certain rate actions recently taken by the railroad on recyclable commodifies shipped by your 
members. In your letter, you state that this is a particularly inopportune time for the railroad to 
increase rates, given the recent service problems, and the resulting claims issues, that have 
developed since the implementation ofthe "Conrail Transaction." 

At the outset, let me say that 1 share your concem about the service problems that the 
large eastem railroads have experienced over the past several months during the transition of 
operations from the Consolidated Rail Corporation (Conrail) to CSX Transportation, Inc. 
(CSXT) and NS. As you probably know, the Board continues to actively monitor the situafion 
through regular service data reporting, and through daily contacts with the railroads, shippers, 
and railroad employees. Additionally, to address specific service complaints, the Board's Office 
of Compliance and Enforcement (OCE) has established an open line of communication with 
senior officials of CSXT and NS. OCE immediately forwards service issues brought to its 
attention to CSXT or NS for remedial action, and it follows up on each complaint to ensure that 
it is being addressed. While it does appear that the ser\'ice situation has improved overall since 
Conrail was divided on June 1, the Boara continues to work with all interested parties to ensure 
further improvement. 

1 believe that it was appropriate for you to raise with Mr. Goode your concems about rate 
and claims matters. I know that Mr. Goode has responded to your letter, describing the reasons 
for the can-ier's rate actions, and explaining that the company is seeking to resolve claims that 
have been filed. I hope th: t your memb ers will continue to work with the carrier to resolve or at 
least narrow the mattes in dispute. Of course, if the rate issues cannot be resolved, you or your 
members may bring them before the Board, and the Board will take appropriate action as quickly 
as possible. 



I will have your letter to Mr. Goode and my response to you included in the puolic docket 
for the Conrail proceeding. If I can be of further assistance to you in this or any other matter, 
please do not hesitate to contact me. 

Sincerely, 

Linda J. Morgan 

cc: Mr. David Goode 

-2-
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iBBUStneS, Inc . www isn org 

THE ORIGINAL RECYCLERŜ  

December 28, 1999 

Mr. David Goode 
Chairman, President and Chief Executive Officer 
Norfolk Southem Corporation 
3 Commercial Place 
Norfolk, Virginia 23510-2191 

Dear Mr. Goode, 

The Institule of Sc- .p Recycling Industries, Inc. (ISRI) is the trade associafion which represents 
approximately 1,400 companies which process, broker and consume scrap commodities 
including feirous and nonferrous metals, paper, plastic, glass, mbber and textiles. Suppliers of 
equipment and services to this industry complete ISRI's membership. ISRI wishes to present its 
strong opposition to a 5% across-the-board rate increase that the Norfolk Southem Railway 
Company (NS) intends to impose on the transportation of recyclable commodities, effecfive 
January 1, 2000, on commodities represented by rates in NSQ-72820, NSQ-72821 and CR-4319-

a. 
ISRI iias received numerous and persistent reports from its members conceming the poor service 
b'̂ ing provided by NS, commencing on June 1, 1999 and confinuing to the current Ume. Given 
the severe and continuing service failures being experienced by ISRI members, it is particularly 
inappropriate and unreasonable for NS to seek to impose a rate increase on this traffic. Indeed, if 
anything, it would be more appropriate to implement a rate reduction to compensate, in some 
measure, for the poor service being provided by your railroad. 

Moreover, the imposition of a rate increase at this time is particularly objectionable given the 
position that we understand NS has taken with respect to claims for loss, damage and delay that 
have been submitted by ISRI members to NS. We understand that NS is taking the position that 
it will not process these claims pending conclusion of the cunent sei-vice crisis. This approach 
on the part of NS prevents ISRI members from receiving timely and appropriate compensafion 
for the significant damages w hich they have suffered as a result of NS's service failures. To seek 
to impose a rate increase under these circumstances is particularly objectionable and 
unwananted. 

As you will recall, ISRI supported the Association of American Railroads and its member 
companies before the Interstate Commerce Commission (predecessor agency to the Surface 
Transportation Board) in 1993 and 1994 when exemption proposals involving fenous 
recyclables, nonfenous recyclables, and paper recyclables were submitted for approval. See Ex 
Parte No. 394 (Sub-No. 12), Petition to Exempt frotn Regulation the Rail Transportation of Scrap 
Paper, Ex Parte No. 561. Rail General Exemption Authoritv-Nonfenous Recvclables. and Ex 
Parte No. 346 Sub-No.35) Rail General Exemption Authoritv-Exemption of Fenous 

Re-i-ycli^d Paptu 



Recyclables. In addition we supported the NS, along with the CSXT Railroad, in its recent bid to 
acquire Conrail. However, given the significant restmcturing ot the railroad industry in recent 
years, and given the severe service failures that continue to occur, ISRI may reconsider its 
continuing support for the existing exemption from regulation for fenous and nonfenous 
recyclables. Perhaps, revocation of the existing exemptions, in whole or in part, may be 
wananted under the cunent circumstances. Resumption of rate regulation by the STB to prevent 
unreasonable rate increases, especially when they are coupled with unreasonable .service, may 
well be necessary at this time or in the future. 

On behalf of its members, ISRI strongly urges you to reconsider your proposed 5% rate increase 
on the movement of fenous recyclables, particularly given the severe rail service failures that 
continue to plague our industry. We would be happy to discuss these matters with you if your 
believe it would be producfive. 

Sincerel 

Robin K. Wiener 
Execufive Director 

cc: The Honorable Linda J. Morgan 
Chairman, Surface Transportation Board 

The Honorable William Clyburn, Jr. 
Vice Chairman, Surface Transportation Board 

The Honorable Wayne O. Burkes 
Commissioner, Surface Transportation Board 
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February 10, 2000 

Mr. Michael J. Ruehling 
Vice President 
State Relations 
CSX Corporation 
One James Center 
Richmond, VA 23219 

Dear Mr. Ruehling: 

Thank you for sending me a copy of your January 12, 2000 letter to Mr. Joseph 

Boardman, regarding a letter from New York Assemblyman Michael J. Bragman. I also received 

a copy of Assemblyman Bragman's letter, to which we have responded directly (see enclosed). 

I appreciate your keeping me informed about issues raised in connection with the Conrail 

transaction. As with all such material that we receive, I will have your letter and my response 

made a part of the public docket for that proceeding. 

Sincerely, 

Linda J. Morgan ^ 

Enclosure 
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January 20, 2000 

The Honorable Michael J. Bragman 
The Assembly - State of New York 
Room 436 
Capitol Building 
Albany, New York 12224 

Dear Assemblyman Bragman: 

Thank you for your letter of December 15, 1999, expressing your concem about issues in 
New York related to the awaniing of a contract for restoraUon of a highway bridge over a fonner 
Conrail line in Warners, New York, which was acquired by CSX Transportation, Inc. (CSXT) . 
In your letter, you discuss an apparent lack of cooperation between CSXT and the New York 
State Departinent of Transportafion (NYSDOT). You also discuss your concem about the 
implementation of the Conrail Transaction by CSXT and the Norfolk Southem Railway 
Company (NS). 

I share your conceras regarding service issues that have been present since the service 
transition began on June 1" over the former Conrail properties. In this regard, the Board 
continues to actively monitor the operational aspects of the Conrail transaction through regular 
data reporting and other pertinent information, and through daily contacts with raifroads, 
shippers, and railroad employees. 

In addition, the Board has developed an informal process to address specific service 
complaints. As part ofthis process, the Board's Office of Compliance and Enforcement (OCE) 
has established an open line of communication with senior r.iilroad officials, and OCE 
immediately foi-wards service complaints brought to it infonnally by shippers seeking assistance. 
OCE then follows up on each complaint to ensure that it is being addressed appropriately. In 
some cases, OCE staff may review the steps that the carrier is taking, and may recommend 
alternatives. Handling shippers' individual service issues informally, we beUeve, provides a 
prompt and effective way for the Board to facilitate real solutions to shippers' service concems. 
In this regard, please feel free to encourage your constituents to bring any rail service issue to 
OCE Director Melvin Clemens. Director Clemens can be reached at 202-565-1573 or by fax at 
202-565-9011. 



Regarding the bridge issue, we immediately brought your concems to the attention of 
CSXT. On January 12*, Michael Ruehling, Vice President-State Relations, responded to 
NYSDOT Commissioner Boardman (copy enclosed), indicating that all safety and other issues 
regarding this project are current, and assuring him of the railroad's desire to work closely with 
the NYSDOT on any issue involving CSXT's operations in the State ofNew York. 

The Board will continue to monitor the implementation of the Conrail fi-ansaction and 
work with interested parties to ensure that service is improved as expeditiously as possible. I am 
confident that issues involving the transition of operations by CSXT and NS can be resolved 
promptly through our joint efforts, in this regard, I look forward to working with you on rail 
transportation matters affecting New York shippers. 

Please do not hesitate to contact me on any issue with which I can be of assistance. 

Sincerely, 

Linda J. Morgan 

Enclosure 
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Januar\ 12. 2000 

Michael J Ruehling 
Vice P'-esident 
State Relations 

Co 

er 

— CJ 

.: ^ The Honorable Joseph Boardman 
Commissioner î̂ 'g 
New York State Department of Transportation ~- - ^ 
State Campus. Building 5 — ^ o 
Albany. New York 12232 

Dear Commissioner Boardman: 

Jusl before the holidays you received a lerter from Assemblyman Michael J. Bragman 
regarding a bridge project inv olving CSX and the New York State Department of Transportation 
in Warners. New York. Related conespondence also was sent to Surface Transportation Board 
Chairman Linda Morgan. Secrelarv' of Transportation Rodney Slater. NYSDOT Iransportation 
Regional Director Jon Edinger and statewide media. 

Concems were raised in this letter that public safety might have been compromi.sed by 
delays with the project for which CSX reportedly was responsible. Charges such as this 
obviously are taken ven. seriously since CSX has no higher priority than the safety ofour 
emplov ees and the communities where we operate. As soon as we leamed of these allegations, 
we immediateiv inter\iewed bolh the CSX and NYSDOT officials involved with this project. 

Based on this inquirv. we have determined that neither CSX nor NYSDOT was. or is. 
aware of any discussion to post the bridge for reduced weight levels. Furthermore, w e can find 
no indication that the timetable anticipated jointly by your department and the railroad for 
undertaking the consfruction ever was jeopardized. Finally, as best we can determine, an open 
dialogue has been maintained between CSX and your department on maners pertaining to this 
and other structures, and all necessary maintenance has been perfonned on this bridge based on 
consultation with your department. 

Since we are a new entity in New Yirk and do not ha\e the long-standing contractual 
relationship that your department had wilh Conra.1. there was a need to modifv the standard 
NYSDOT fonnat to include CSXT's requirements. This required a detailed review ofthe 
documents and the exchange of conespondence between your department and CS.X. h is our 
understanding that these discussions were amicable and professional, and lhat the\ did not cause 
any delay on the constmction dates or related preparatory work with the bridge project at 
Warners. 

• POSI Office Box 85629, Richmond. Virginia 23285-5629 • 
• FAX (804) 783-1380 • 



Commissioner Boardman 
January 12. 2000 
Page Two 

We appreciate the opportunity to clarif) this matter and ue urge \ ou to contact us 
directly w henever \ ou or your staff has questions about CSX acti' ities in New York. We want 
to have a long and productive working relationship with New 'V'ork in the month,> and years 
ahead, and we look forward to working with you toward lhat end. 

Sincerely. 

trt 

cc: The Honorable .Michael J. Bragman 
Mr. Jon Fdinger 
The Honorable Linda Morgan — 
The Honorable Rodney Slater 
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Febraary 9, 2000 
Mr David R. Goode 
Chainnan, President, and 

Chief Executive Officer 
Norfolk Southem Corporation 
Three Commercial Place 
Norfolk, Virginia 23510-9225 

DearMr Goode: 

™ - ^ y o u for sending ™eacopyofy„„;a„„, , , . 0, 2000 „ „ „ .o Ms R„w„ K 

conce™ . o n . . . e ,„„e.,es . a . a .po„a„„„ . . . s roHowIn, . e i„p,e™„,a.,„„ 

Conrail acquisition transaction. 

' - - - - - P . » . ™ e , „ r o . e . . e s a . . „ , . e s e ™ . , e . . o r . „ n , , „ ^ ^ ^ ^ ^ ^ ^ ^ 

- e n c l o s e . a c o p , o r . . _ , e , , e . „ M s W i e n e r . . U a v e . „ . H e p . , , , . , l . v e . „ . 

letter and my response, as well as my letter to M. w 
' '^'^"^^' "^^^^ ^ ofthe public docket for 

the Conrail proceeding. 

Sincerely, 

Linda J. Morgan ^ 7 
Enclosure 
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Norfolk Southern Corporation 
Three Commercial Place 
Nortolk, Virginia 23510-2191 
Telephone (757) 629-2610 
Facsimile (757) 629-2306 

Cnaumaru President and 
Chief Executive Otfiger 

Oi 

cr 

January 10, 2000 

Via facsimile 202/626-0900 

Ms. Robin K. Wiener 
Executive Director 
Institute of Scrap Recycling Industries, Inc. 
1325 G Street NW, Suite 1000 
Washington, DC 20003-3104 

Dear Ms. Wiener: 

-.1 " 7 

o o 

o 

Thank you for your letter of Decen-.ber 28, 1999 concerning rates and claims on 
behalf of your members. 

There is never a time when a rate increase is popular with our customers or when 
we enjoy taking such action. This is the case with our 5% increase effective January 1, 
2000 on NSQ 72820, NSQ 72821 and CR 4319-H which publishes public rates for the 
transportation of scrap metals on Norfolk Southern Railway. Our contracts and confidential 
quotes are not affected by this increase and are subject to terms as negotiated with our 
customers. 

For many years, Norfolk Southern has worked closely vvith our scrap customers to 
balance our needs for compensation that will support our reinvestment in the necessary 
equipment to continue our participation in this business while remaining sensitive to scrap 
metal market conditions. With the weak scrap metal market during the latter half of 1998 
and the first six months of 1999, we suspended our rate enhancement program on this 
commodity, and our return on this business segment remains below an acceptable level 
to support equipment reinvestment. 

A brief history of ou: rate increases on NSQ 72820 and NSQ 72821 include a 5% 
increase July 1, 1996 and a 5% increase on July 1,1998 for a total increase of 10% in the 
p^st 42 months. Rates published in CR 4319-H have not been increased in over 24 
mop.ths. During this period we have responded to the market reducing individual rates and 
holding the line on increases on our published rates while facing increasing costs of fuel 
and labor. 

Operatir, ^ jbsidiary. Nortolk Southern Railv»ay Company 



Ms. Robin K. Wiener 
Page 2 
January 10, 2000 

Fortunately for the recycling industries, scrap metal prices have rebounded wel l -
approximately $70 per ton, 90% for bundles—during the past six to eight months with a 
strong demand for scrap metal and our transportation services, making this not a popular 
but an appropriate time for us to adjust our prices to reflect the market and our increased 
costs. 

Finally, with respect to transportation service claims arising from the Conrail 
integration process, we are presently negotiating claim settlements with our customers, 
and as aiways, we remain willing to discuss rates and service with any individual ISRI 
shipper member. It is our sincere desire to work closely with our customers to bring them 
true value for their transportation dollars. We believe the above rate history is indicative 
of that effort and hope lhat you and your members will agree. 

Sincerely, 

David R. Goode 

cc: * ^ e Honorable Linda J. Morgan 
Chairman, Surface Transportation Board 

The Honorable William Clyburn, Jr. 
Vice Chairman, Surface Transportation Board 

The Honorable Wayne 0. Burkes 
Commissioner, Surface Transportation Board 
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J 
January 31, 2000 

R2, STB Docket No. F.D. 33388 

MEMORANDUM TO THE FILE: 

On January 27,2000,1 met with representatives of Indianapolis Power and Light 

Cornpany (IPL) in niy office. The meeting, which was scheduled at their request as a courteey 

visit, focused almost exclusively on general matterb relating to the use of coal and other sources 

of power. We also discussed some rail service problems that IPL was experiencing with respect 

to a plant located in Cleveland. At the end of the meeting, the IPL representatives indicated that 

there continued to be operationa! implementation issues associated with the conditions imposed 

by the Board, in connection wiih its approval ofthe "Conrail Transaction," that affected rail 

service to the IPL Stout Plant in Indianapolis. 1 indicated in response that I always encourage 

private-sector resolution and that it would be good ifthe involved private parties here could 

attempt to resolve the operational issues privately. 1 further indicated that I would have Mel 

Clemens, the Director of the Office of Compliance and Enforcement, follow up on these 

operational issues, as well as the /ccific rail service problems in connection with the Cleveland 

plant. 

I-
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S'urfacB alranBportKtiDn Soarb 
aaBl^tngton. B.(£. 20423-0001 

(©f?U« a f U?t (Siiairman 

January 31,2000 

Re: STB Docket No F.D. 33388 

MEMORANDUM TO THE FILE: 

On January 27, 2000,1 met with representatives of Indianapolis Power and Light 

Company (IPL) in my office. The meeting, which was scheduled at their request as a courtesy 

visit, focused almost exclusively on general matters relating to the use of coal and other sources 

of power. We also discussed some rail service problems that IPL was experiencing with respect 

to a plant located in Cleveland. At the end of the meeting, the IPL representatives indicated that 

there continued to be operational implementation issues associated with the conditions imposed 

by the Board, in connection with its approval of the "Conrail Transaction," that affected rail 

service to the IPL Stout Plant in Indianapolis. I indicated in response that I always encourage 

private-sector resolution and that it would be good if the involved private parties here could 

attempt to resolve the operational issues privately. I further indicated that I would have Mel 

Clemens, the Director ofthe Office ofCompliance and Enforcement, follow up on these 

operational issues, as well as the specific rail service problems in connection with the Cleveland 

plant. 
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Surface {Transportation Soarii 
Washington. B.(£. 2D423-DDD1 

(Office of tift (Shairiran J/1 3 ^ 
January 31,2000 

Mr. Ronald F. Razzolini 
Plant Manager 
PVS Chemicals, Inc. (New York) 
55 Lee Street 

Buifalo, New York 14210 

Dear Mr. Razzolini: 

This refers to our previous correspondence egarding rail service issues affecting your 
company and their impact on your operations. 

It was an important opportumty for me to meet with you in Buffalo last October, and to 
get a sense of the proportions of the Buffalo-area rail service problem. At that time, 1 pledged to 
the Congressional delegation my commitment to the improvement of existing rail service in the 
Buffalo area. In that vein, the purpose ofthis letter is to follow up with you personally on your 
service issues. 1 know that transit time for your shipments has been a concem, and 1 would be 
interested in knowing i f the capacity improvements made by Norfolk Southem have positively 
affected your service. As 1 have indicated, we will continue to actively monitor rail service in the 
Buffalo area, and your input is important in this regard. 1 hope that you will not hesitate to be in 
contact with Melvin Clemens, Director of the Board's OfTice of Compliance and Enforcement 
(OCE), who attended the Buffalo meeting with me, if there are immediate rail service issues with 
which we might be helpful. 

We remain committed to working with you in a constructive way to resolve rail service 
issues in the Buffalo area, and 1 look forward to meeling with you on my retum visit to Buffalo. 

Sincerely, 

^«c_> 

Linda J. Morgan 



Surface (Jransportation Soarb 
ttnsiiingtan. B.CE. 20423-0001 

(9ffu( o( tilt Ulhairman 

January 31,2000 

Mr. Peter DelGobbo 
Director of Transportation 
AGWAY. Inc. 
P.O. Box 4933 

Syracuse, New York 13221-4933 

Dear Mr. DelGobbo: 

This refers to our previous correspondence regarding rail service issues affecting your 
company and their impact on your operations. 

It was an important opportunity for me to meet with you in Buffalo last October, and to 
get a sense of the proportions of the Buffalo-area rail service problem. At that time, 1 pledged to 
the Congressional delegation my commitment to the improvement of existing rail service in the 
Buffalo area. In that vein, the purpose ofthis letter is to follow up with you personally on your 
service issues. I know that transit time for your shipments has been a concem, and 1 vvould be 
interested in knowing if the capacity improvements made by Norfolk Southem have positively 
affected your service. As 1 have indicated, we will continue to actively monitor rail service in the 
Buffalo area, and your input is important in this regard. 1 hope that you will not hesitate to be in 
contact with Melvin Clemens, Director ofthe Board's Office of Compliance and Enforcement 
(OCE), who attended the Buffalo meeting with me, if there are immediate rail service issues with 
which we might be helpful. 

We remain committed to working with you in a constructive way to resolve rail service 
issues in the Buffalo area, and I look forward to meeting with you on my retum visit to Buffalo. 

Linda J. Morgan 
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C9fftcr of thr (Sl)airman 

Surface aJranaportation Boarb 
UnsMtigtcn. B.(£. 20423-0001 

January 31, 2000 

Re: STB Docket No. F.D. 33388 

MEMORANDUM TO THE FILE: 

On January 27, 2000,1 met with representatives of Indianapolis Power and Light 

Company (IPL) in my office. The meeting, which was scheduled at their request as a courtesy 

visit, focused almost exclusively on gtneral matters relatir j to the use of coal and other sources 

o f power. We also discussed some rail service problems that IPL was experiencing with respect 

to a plant located in Cleveland. At the end of the meeting, the IPL representatives indicatci that 

there continued to be operational implementation issues associated with thc conditions imposed 

by the Board, in connection with its approval of the "Conrail Transaction," that affected rail 

service to the IPL Stout Plant in Indianapolis. I indicated in response that I always encourage 

private-sector resolution and that it would be good ifthe involved private parties here could 

attempt to resolve the operational issues privately. I further indicated that I would have Mel 

Clemens, the Director ofthe Office of Compliance and Enforcement, follow up on these 

operational issues, as well as the specific rail service problems in connection with the Cleveland 

plant. 
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NEVV JERSEY SHORTLINE RAILROAD ASSOCIATION 

January 19, 2000 
• - r • 

Co-

-Personal-
Hoti. l inda .1. Morgan. Chairman 

1925 "K" Street. N.W. 
W ashington. DC 20423-0001 

Dear Chairman Morgan: 

Please refer to > our letter of June 7. 1999. (copy attached), conceming the new 
railroad piggyback terminal at Bethlehem. PA. 

Now that some months have gone b> since ihe opening ofthe Bethlehem. PA 
tennmal ue have learned thai from 100 to 200 trailers a dav destined lo the New York 
Cit\ metropolitan area are being "deramped". at Bethlehem. PA and are bemg drayed 
over the highway to their dcstmations. We understand that this long distance dravage 
over New Jersey's highways is account of congestion al the railroad terminals in the New 
York Cit_\ area. 

A< infonnation. 

Yours ver\ trulv. 

i .A. Winkler 
Founding Member 

856-451-6400 

New Jersey 
Shortline Railroad Association 

FRED WINKLER 
Founding Member 

F. A. WINKLER 
General Agent 

P . O . Box 1024 Bridgeton, N. J. 08302 Ottice 
Home 

(856) 451-6400 
(856) 423-4377 

Winchester and Westem R R 
P O Box 1024 
Bridgeton. NJ 08302 

Co 



Surface Clransptirtatinn iilnarb 
fflashimUon. U.ii . 2U'I23-DDai 

iT>Ki:t r f t' : C. , 

June 7, 19'' 

Mr. F. A. Winkler / i 
Founding Meinber 
Kew Jersey Shortline Railroad Association ^ 
P.O. Box 1024 
Bridgeton, NJ 08302 

Re: Rail, oad Terminal in Bethlehem, PA 

Dear Mr. Winkler: 

Thank you for s , " , of a yc^s release and newspaper article about the new 
inter:- .'altonniii.d being buih in Bethlehem, PA. When 1 r. UK i wilh your association, 
one ofllie issues raised involved conccms that the new terminal, which is expected to promote 
intemiodalism, may indirectly take some business away from short line railroads operaling in 
New Jersey. 

The Bcthl' ..cin iiiteiinodal terminal, which is designed to supplem *' existing 
intennodal network, is not meant to lake carload Iraffic from short line railroads. Rather, it is 
intended lo divert business from truck lo intermodal. If it is successful, then it will advance one 
ofthe stat'xl olijc.:tives ofthe Conrail transaction. 

I understand your concem that, although thc yard has targeted highw ay traffic, it is 
possible that carload traffic, such as the traffic handled by the New Jersey short lines, could also 
be diverted to intennodal. And while I take your concems seriously, I should note that the 
chaiiyc.̂  that can be expecled as a resuil of thc Conrail transaclion should also produce some 
opportunities for short lines. For example, the Philadelphia, Bethlehem and New Lngkind 
Railroad appears lo have benefitted from the development of the new Bethlehem facilily. More 
generally, there is much highway traffic for which all ofthe railroads can compete, and, even if 
some carload traffic could be siphoned offto intermodal trains, other potential carload traffic is 
available. 



You know that I fully support the short line railroad industr>-, and that I do all that I can 
to ensure that the larger carriers work closely and fairiy with tlieir Class 111 partners However I 
sec no indication that thc larger carriers have taken any action nere that is designed to injure their 

'^"^'^i> > I understand tiiat Norfolk Southem, which has â  - la 
leadership role in the recent agreement belween the smaller railroads and the larger earners has 
recently opened up a new east-of-the-Hudson transload facility in connection with a smaller 
railroad partner. It appears to me that it is in the interest ofthe larger carriers to do all they can to 
work wnh smaller railroa-,. lu ;.apiu,e and ii.cKa.^ iL.a carload business in order to captu-e as 
much highway iraffic as possible. I should note that many ofthe New Jersey short lines will now 
have access to bolh Norfolk Southem and CSX, and that the heightened competition produced by 
the Conrail transaction should benefit both shippers and small railroads. 

I wish you luck in adapting to tlic new envi.uuincnt produced by the transaction, and I 
look forward to continuing to work with you on these important issues. 

Sincerely, 

Linda J. Morgan 
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Surface Sranfiportation iSoari 
0aBl|(ngton. B.(L. 20423-0001 

(Office of tbt (!l)airiiuin 

January 21, 2000 

Mr. David Goode 
Chainnan, President and 

Chief Executive OfTicer 
Norfolk Southem Corporation 
3 Commercial Place 
Norfolk, Virginia 23510-2191 

Re: Service Issues - Shared Assets Areas 

Dear Mr. Goode: 

As I have indicated previously, I very much aj. preciate all of the effort that has been 
expended by you and your company to deal with the customer service issues that have arisen 
since implementation of the Conrail transaction. From the perfonnance data lhat the Board 
receives and the discussions and regular contacts with you and your staff, we are encouraged that 
service quality overall is improving in the East, and we hope that these improvements will 
continue. 

Nevertheless, areas of service concem remain for the shipping public, as evidenced by 
communications thrt we continue lo receive and comments made at the recenl Conrail 
Transaction Council Meeting in Philadelphia. Principal among those areas of concem is the 
operation ofthe Shiired Assels Areas (SAAs). I have written you about this mailer previously, 
and we are aware that significant efforts have been focused on those operations. This letter 
reflects conlinuing concem about service involving the SAAs. 

Specifically, we would be interested in efforts that have been undertaken in response to 
my eadier correspondence in September on this malter, and what further efforts might be 
necessary to improve service ir and around the SAAs. From our review ofthe performance data 
lhat the Board receives concerning the SAA operations, we are particulariy concerned about 
transit delays in the SAAs. For example, while slightly improved, the dwell time at the principal 
SA.\ facility, Oak Island Yard, remains at nearly 48 hours. By contrast, major system yard 
facilities such as Bellevue, Buckeye, Conway, Elkhart, and Harrisburg have reported dwell times 
respectively of 30 7, 23.7, 33.2, 31.7 and 9.6 hours, as indicated by our January 14"" filing, and 
are reported to have improved further since that filing. At the same time, on-time performance of 
trains departing the SAAs is reported to be between 65 and 70 percent on time or within two 
hours. All of these data suggest that the great majority of the trains departing the SAAs are 
doing so promptly, and that the high dwell is likely derived from the length of time cars are 



detained in the SAAs. That raises the question of whether the high dwell is due to the 
operational effectiveness of the SAAs or to increased operational responsibilities of the SAAs 
since implementation. 

We understand that operation of the SAAs requires considerable coordination among the 
line hau! carriers and the Conrail Shaied Assets Operator, and that there are many other variables 
affecting the CAAs, such as chemical plants and other privately operated facilities within the 
SAAs. We also can appreciate that addressing SAA concems is not a simple lask. Nevertheless, 
the SAAs are an integral element to realizing the new levels of competition brought about by the 
Conrail transaction and to important rail service provided to many rustomers, and thus we must 
continue to make SAA-related service a priority. 

I know that you are focused on improving service throughout the East, and I appreciate 
your continued cooperation in this efTort. However, we remain concerned about the operation of 
the SAAs and would appreciate a response to this letter as soon as possible. 

Sincerely, 

-2-



S>urface Sranfipurtation Moavb 
fliaatfington. S.(E. 20423-0001 

(9ffict of thr (Chairman 

January 21,2000 

Mr. John W. Snow 
Chairman, President and 
Chief Executive Officer 

CSX Corporation 
One Jam.es Center 
P.O. Box 85629 
Richmond, Virgmia 23285-5629 

Re: Service Issues - Shared Assets Areas 

Dear Mr. Snow: 

As I have indicated previously, I very much appreciate all of the effort that has been 
expended by you and your company to deal with the customer service issues that have arisen 
since implementation ofthe Conrail transaction. From the performance data that the Board 
receives and the discussions and regular contacts with you and your staff, we are encouraged that 
service quality overall is improving in the East, and we hope that these improvements will 
continue. 

Nevertheless, areas of service concem remain for the shipping public, as evidenced by 
communications that we continue to receive and comments made at the recent Conrail 
Transaction Council Meeling in Philadelphia. Principal among those areas of concem is the 
operation ofthe Shared Assets Areas (SAAs). 1 have wntten you about this malter previously, 
and we are aware lhat significant efforts have been focused on those operations. This letter 
reflects conlinuing concem about service involving the SAAs. 

Specifically, we would be interested in efforts that have been undertaken in response to 
my ear'ier correspondence in Seplember on this matter, and what fiirther efforts might be 
necessary to improve service in and around the SAAs. From our review ofthe performance data 
that tile Board receives conceming the SAA operations, we are particularly concerned about 
transit delays in the SAAs. For example, whiie slightly improved, the dwell time at the principal 
SAA facility, Oak Island Yard, remains at nearly 48 hours. By contrast, major system yard 
facilities such as Selkirk, Buffalo Frontier, Cincinnati, and Avon in Indianapolis have reported 
dwell times respectively of 36.4, 38.2, 26.2, and 30.2 hours, as indicated by our January 14"-
filing, and are reported to have improved further since that filing. At the same time, on-time 
performance of trains departing the SAAs is reported to be between 65 and 70 percent on time or 
within two hours. All of these data suggest lhat the great majority ofthe trains departing the 



SAAs are doing so promptly, and that the high dwell is likely derived fi-om the length of time 
cars are detained in the SAAs. That raises the question of whether the high dwell is due lo the 
operational effectiveness ofthe SAAs or to increased operational responsibilities ofthe SAAs 
since implementation. 

We understand that operation of the SAAs requires considerable coordination among the 
line haul carriers and the Conrail Shared Assets Operator, and that there are many other variables 
affecting the SAAs, such as chemical planis and other privately operated facilities within the 
SAAs. We also can appreciate that addressing SAA concerns is not a simple task. Nevertheless, 
the SAAs are an integral element lo realizing the new levels of competition brought about by the 
Ccnrail transaction and to important rail service provided to many customers, and thus we must 
continue to make SAA-related service a priority. 

I know that you are focused on improving service throughout the East, and I appreciate 
your continued cooperation in this effort, f'owever, we remain concerned about the operation of 
the SAAs and would appreciate a response to this letter as soon as possible. 

Sincerely, 

Linda J. Morgan 

-2-







Surface aransportation <Soar5 
9asl|tngtan. fi.C. 20423-0001 

( i^ f f ice of Uir (Shatrinan 

' ''^ • • ̂  : 
January 21, 2000 

The Honorable Paul Sarbanes 
LJnited States Senate 
Washington, DC 20510-2002 
Dear Senator Sarbanes: 

Thank you for your letter regarding your concems about the problems associated with the 
transition of services from Conrail to CSX Transportation, Inc. (CSXT) in Maryland. In your 
letter, you expressed specific concem about the extent ofthe transitional problems affecting 
service by CSXT to Chesapeake Specialty Products, Inc. (Chesapeake), in Baltimore, Maryland. 

In its decision approving the Conrail transaction, the Board imposed significant reporting 
responsibilities on CSXT and Norfolk Southem Railway Company (NS) related to the 
implementation ofthe transaction. The reporting requirements include a weekly regimen of 
operational metrics, as well as monthly updates in such areas as Labor, Construction and Capital 
Projects, Information Technology, and Customer Service. The reports are filed with Mr. Melvin 
Clemens, the Director of the Board's Office of Compliance and Enforcement (OCE). And, as 
part ofthe Board's continuing effort to monitor and evaluate service and operational levels. 
Director Clemens is in regular contact with senior officials at CSXT and NS to monitor the 
implementation, verify the metrics, and interface on customer issues as he has done on behalf of 
Chesapeake. 

In addition to Director Clemens' activities, I am in fi'equent contact wilh shippers and 
employees about their concems, and with the Chief Executives of CSXT and NS to ensure that 
their principal focus continues lo be on improving the services lhat their companies provide. I 
also have ••equested information from the railroads on such issues as plans for handling seasonal 
traffic flows end cooperative efforts to ease congestion. These cof̂ tacis and the required 
reporting provide the Board wilh valuable information on the service issues that affect thc public 
and on the condition ofthe former Conrail portions of each system. All of these activities ensure 
lhat the Board is able lo provide assistance to affected shippers. 

With particular respect to Chesapeake, the Board was quick to respond to Chesapeake's 
concems, as evidenced by the enclosed copy of Director Clemens' October letter to Chesapeake. 

fact, it was Director Clemens' intervention that caused CSXT to offer Chesapeake allo'- ances 
dunng the most pioblematic service penod so they could move their shipments by truc.v and still 
have the benefit of rail rate levels. CSXT now reports that service has been improved in 
Baltimore and that Chesapeake's shipments have been retumed to rail Nevertheless, we will 
continue to monitor the service provided to Chesapeake and other shippers to ensure lhat service 
levels are improved. 



Cleariy there have been start-up problems during the implementation phase of the Conrail 
transaction that, compounded by increased seasonal iraffic flows, have resulted in less-than-
adequate service levels for many shippers. However, the Board's continued active and vigilant 
monitoring of the operations of CSXT and NS, as the carriers implement the Conrail transaction, 
and the proactive interface of Director Clemens with shippers such as Chesapeake to resolve 
serv ice issues informally as they are brought to our attention, should help to ensure a successful 
implementation of the Conrail transaction in the near temi. 

I appreciate the opportunity to respond to your concems. Please do not hesitate to contact 
me further if we can be of help in any area in which you or your constituents may require the 
Board's assistance. 

Sincerely, 

>'/̂ K̂ - J ) ̂ J<- ,1^ 

Linda J. Morgan 

Enclosure 



^rfacE Sranaportation iBoard " A 
filaBlitngton. B.(£. 20423-0001 (^cTllCAXdULy 

COPY 
October 25, 1999 

Office of Compliance and Enforcement 

1925 KStreet. N W, Suite 7H0 202-365-1573 
H^ashmglon. DC 20423-000J 202-565-9011 

Don E. Sanchez, President 
Chesapeake Speciality Products, Inc. 
5055 North Point Boulevard 
Baltimore, Maryland 21219 

Dear M r Sanchez: 

This responds lo your recent letter to John Snow, Chairman of CSX Corporation, 
regarding CSX rail service deficiencies at your facility, which was copied to Chairman Linda 
Morgan. Chairman Morgan has asked me to respond. 

Your letter to Chairman Snow confirms my earlier discussions wilh you regarding your 
rail service concems and my subsequent discussions with the railroad. Your letter was quite 
thorough and informative, and should assist the railroad in evaluating your service issues. Even 
though your letter was written directly to Chairman Snow at CSX, we have faxed a copy to their 
marketing department to ensure a prompt review of your concems. You should expect CSX to be 
m contact with you regarding the service issues that you have raised. 

Please do not hesitate to contact me i f you do not hear from CSX regarding your 
service issues, or if there is another rail service matter with which I might be helpful. 

Sincerely, 

Melvin F. Clemens, Jr. 
Director 

cc: Chairman Linda Morgan 



f*AUL S. ^ARBAtJES , 

United States Senate 
WASHINGTON, DC 20510-2002 

December 21, 1999 

309 HART SENATE OFFICE Bl,ILLllNG 
WASHINGTON, OC 2051; 

Honorable Linda Morgan 
Chair 
Surface Transportation Board 
U.S. Department of Transportation 
12th and C o n s t i t u t i o n Avenue, N.W. 
Washington, D.C. 20423 

Dear Linda: 

Enclosed i s a copy of a l e t t e r I received from my 
constituenc, Don Sanchez, President of Chesapeake Specialty 
Products, regarding problems his company has experienced w i t h CSX 
since the Conrail takeover. 

I urge your f u l l and careful a t t e n t i o n t o t h i s matter and 
look forward to your response. 

With best regards, 

Sincerely, 

Paul Sarbanes 
United States Senator 

PSS/njo 
Enclosure 



mCHiSAPl CHESAPEAKE SPECIALTY PRODUCTS, INC. 
5055 NORTH POINT BLVD BALTIMORE. MD 21219 

(410)388-5055 FAX 1410)388-5194 

DON E SANCHEZ 

November 30. 1999 
The Honorable Paul S. Sarbanes 
United States Senator 
309 Hart Senate Office Building 
Washington, D.C. 20510 

Dear Senator Sarbanes: 

Thank you for taking your time to become involved with the rail transportation problems 
my company has experienced since the Conrail takeover by CSX and NS Railroads. 

Both NS and CSX senior management promised a seamless transition. Neither CSX nor 
NS will acknowledge the gravity ofthe situation. Railroad employees in the field told me 
they are working 12 and 16-hour work day"s seven days per week attempting to 
straighten oi:t yard congestion problems. 

Cars are misrouted and diverted trom the logical, shortest route to circuitous routes jusl to 
keep the yards fluid. Our private cars shipped from Chicago to Baltimore have moved 
through Bmnswick. Maryland on to North Carolina and Alabama before moving back 
North to Baltimore. Transit time fcr the one way loaded movej have taken one month 
and numerous phone calls on our part to redirect the cars. We had three empty private 
cars in Chicago sitting over 12 days waiting to get placed for loading then incredulously, 
two of the cars were run out of town empty to Willard. Ohio. 

My company is not the only one suffering from the Conrail breeikup. Many companies 
are working around the problem by purchasing offshore, carrying larger inventories and 
relying on tuel guzzling tmcks. all at great cosl to the consumer and the U.S. economy. 
Thanks to your help, the railroad agreed to reimburse us for the extra cost of using tmcks 
in lieu of rail. Still, we have incurred huge operaling costs because we have been forced 
to use higher cost; lower quality imported raw material instead of U.S. sources for which 
we also deserve compensation. 

Adding to the problem, the railroads are providing priority services to certain customers 
at the expense of the small shipper. We have been told that Intermodal trains and UPS, 
for example, get priority. We can nol gel railroad fijmi hed open top hopper cars because 
coal companies get priority. 

It appears to us that the situation is not improving. 

Sincerelv. 



/ ' . _ _ 
CHESAPEAKE SPECIALTY PRODUCTS, INC. 

5055 NORTH POINT BLVD / BALTIMORE MD 21219 

(410) 388-5055 FAX (410) 388 5194 

DON E SANCHEZ 

'̂̂ •̂̂ "̂̂  November 23. 1999 
Mr. Wayne Efford, Director Marketing 
CSX Transponation 
500 Water Street 
501 Jacksonville. FL 32202 

Dear Mr. Efford: 

Thank you for returning the signed agreement which stipulates lhal CSX will reimburse 
Chesapeake Specialty Products, Inc. for the dilTcrential in cost of using substitute trucking 
in lieu of CSX rail transportation ofour raw material Irom Chicago lo Baiiimore. Ml). 
This reimbursement is necessitated by the service deficiencies created by the acquisition ol" 
Conrail assets. While the reimbursement is helpful, substitute trucking is not the simple 
answer. The Eastem Railroad snafti is straining the capacity ofthe motor carrier industry 
and we are finding it difficult lo find trucks. 

As we discussed on the phone, CSP can not accept the November 30 termination noted on 
the agreemenl, if CSX service does not achieve reasonable service levels by month end. 1 
regret to advise tha* service has not improved. In fact it has gotten worse! Virtually all of 
our private cars that were loaded November 2 & 3 have been circuilously routed and mis
directed. Our private cars, under load, lhat were routed from Chicago lo Baltimore the 
2"'' and 3"* of November are now scattered in places as remote as Birmingham and 
Montgomery, AL and Atlanta GA. We have had cars as close as Brunswick, MD, lhat got 
diverted on to North Carolina and points South to "Avoid congestion in Baltimore." We 
have had our cars routed through Michigan because of congestion in Chicago. Simply 
pushing cars out of congested yards to areas of less congestion, but out of route, acerbates 
the problem. Every car seems to be a crisis. Thc double handling of cars, outlaw ing of 
train crews and misrouting of cars can destroy the viability of lhe railroad and bankrupt 
shippers dependent upon rail. 

It seems that CSX has ignored Baltimore in ils service lane considerations. For the first 
lime ever, due to higher costs attributed to the unavailability of our primary source of raw 
materials, my company operated in thc red for the month ol"October. 

We still are waiting for thc additional 15 CSX bathtub cars lhat were promised over one 
month ago and now we must have even more CSX hopper cars while our cars continue to 
bounce pilljir lo post. 

Please review the attached and get our service straightened out. 

Sincerely, 



REPORT FOR: CHRIS PRINT Q12 

KIMU.ELUV . INVENTORY INQUIRY SYSTEM 

'•=^IRST i 
'•SELECTION 
"CRITERIA 

AAR CAR TYPE ̂  'H350' 
CSX POOL = '5524' 
UMLER FLAG NOT IN ('C','N ,'A') 

DÂ E:-1-30-99 
PAGE: 1 

AAR DAYS 
CAR CAR L CAR CSX MOVE ON CURR DEST 
INIT NUMBER E 'YPE POOL TYPE TRAIN ID HAND CITY ST CITY s-
CSPX 108 L H350 5524 ARRV Y50229 OOOO BAL3AYVIE MD BA.SPAPOI MD\ 
HLMX 35180 L H350 5524 ARRV Y50229 oooo 3AL3AYVIE MD BA.SPAPOI MD 1 I 
HLMX 35181 L H350 5524 ARRV Y50229 OOOO BALBAYVIE MD BA.SPAPCi MO 
CSPX 105 L_ H350 5524 DEL Y32815 0013 BALSPAPOI MD BA.SPAPOI MD 
CSPX 107 1 H350 5524 DEL Y32828 0001 BALSPAPOI MD EA.SPAPOI MO 
CSPX 109 L H350 5524 DEL Y32828 000 ̂  BALSPAPOI MD BA.SPAPOI MO 

1 <• HLMX 35178 k- H350 5524 DEL Y32828 0001 BALSPAPOI MD BA.SPAPOI MO \ 
1 <• 

HLMX 35179 i _ H350 5524 DEL Y32828 0001 BALSPAPOI MD BA.SPAPOI MD \ 
HLMX 35182 L h350 5524 DEL Y32816 0013 BALSPAPOI MD BA.SPAPOI MD 
HLMX 35183 L H350 5524 DEL Y32828 0001 BALSPAPOI MD BA.SPAPOI MD 
HLMX 35184 L H350 5524 DEL Y32e22 0007 BALSPAPOI MD EA.SPAPOI MD 
HLMX 191468 L H350 5524 DEL Y32828 0001 BALSPAPOI UL 5A.SPAP0I MD T>' 
HLMX 8278C8 L H350 5524 DEL Y32828 0001 BALSPAPOI MC BA.SPAPOI MD / 
HPJX 23003 L H350 5524 DEL Y32828 000^ BALSPAPOI MD BA.SPAPOI 
CSPX 102 E H350 5524 REC 0001 CHICAGO IL GARY l t i \ 
CSPX 104 E H350 5524 REC 0001 CHICAGO IL GARY IN ) 
CSPX 106 E H350 5524 REC 0001 CHICAGO IL GARY IN I 
HLMX 35185 E H350 5524 REC 0001 CHICAGO IL GARY Ifi ̂  V r 
HLMX 35185 E H350 5524 REC 0001 CHICAGO IL GAR; IN C 
HLMX 35187 E H350 5524 REC 0001 CHICAGO ^ i GARY IN 
CSPX 103 E H350 5524 PLOD o70127 0003 GARY IN GARY I N / 
HLMX 827809 L H350 5524 ARRV Q41229 0001 OAKISLAND NJ BA.SPAPOI MD Â ' i r 
CSPX 101 E H350 5524 DEPT K31029 0001 OH GARY IN M-s- r 
HPJX 23005 E H350 5524 DEPT K31029 0001 WILLARD OH GARY IN/M-

.. A " 

1' 

r.' 

TOTAL CARS REIRIEVED: 2^ 
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Surface (Eranaportation Soarb 
Safihtngton. S.O:. 20423-0001 

January 20, 2000 

The Honorable Michael J. Bragman 
The Assembly - State ofNew York 
Room 436 
Capitol Building 
Albany, New York 12224 

Dear Assemblyman Bragman: 

Thank you for your letier of December 15, 1999, expressing your concem about issues in 
New York related to the awarding of a contract for restoration of a highway bridge over a fonner 
Conrail line in Warners, New York, which was acquired by CSX Transportation, Inc. (CSXT). 
In your letter, you discuss an apparent lack of cooperation between CSXT and the New York 
State Departmeni of Transportation (NYSDOT). You also discuss your concem about the 
implementation ofthe Conrail Transaction by CSXT and the Norfolk Southem Railway 
Company (NS). 

1 share your concems regarding service issues that have been present since the service 
transition began on June V over the former Conrail properties. In this regard, the Board 
continues to actively monitor the operational aspects ofthe Conrail iransaction through regular 
data reporting and olher pertuient information, and through daily contacts with railroads, 
shippers, and railroad employees. 

In addilion, the Board has developed an informal process to .address specific service 
complaints. As part ofthis process, the Board's OfTicP of Compliance a.nd Enforcement (OCE) 
has established an open line o"communication with senior railroad officials, and OCE 
immediately forwards servic. complaints brought to it infomiaily by shippers seeking assistance. 
OCE then follows up on each complaint to ensure that it is being addressed appropriately In 
some cases, OCE staff may review the steps that the carrier is taking, and may recommend 
altematives. Handling shippers' individual service issues infomiaily, we believe, provides a 
prompt and effective way for the Board lo facilitate real solutions to shippers' service concems. 
In this regard, please feel free to encourage your constituents lo bring any rail service issue to 
OCE Director Melvin Clemens. Director Clemens can be reached at 202-565-1573 or by fax at 
202-565-9011. 



Regarding the bridge issue, we immediately brought your concems to the attention of 
CSXT. On January 12"\ Michael Ruehling, Vice President-State Relations, responded to 
NYSDOT Commissioner Boardman (copy enclosed), indicating that all afety and other issues 
regarding this project are curtent, and assuring him ofthe railroad's desire to work closely with 
the NYSDOT on any issue involving CSXT's operations in the State ofNew York. 

The Board will continue to monitor the impiementalion of the Conrail transaction and 
work with interested parties to ensure that service is improved as expeditiously as possible. I am 
confident that issues involving the transition of operations by CSXT and NS can be resolved 
promptly through our joint efforts. In this regard, 1 look forward to working with you on rail 
transportation matters affecting New York shippers. 

Please do not hesitate to contact me on any issue with which I can be of assistance. 

Sincerely, 

Linda J. Morgan 1. Morgan 

Enclosure 



in 

One James Cenier 
nichmonC. Virginia 23219 
(804) 7B2-1444 

Michael J. Ruehling 
Vice President 
State Reiations 

January 13, 2000 

The Honorable Joseph Boardman 
Commissioner 
New York State Department of Transportalion 
State Campus. Building 5 
Albany, New York 12232 

Dear Commissioner Boardman; 

Jusi before the holidays you received a letter from Assemblyman Michael J. Bragman 
regarding a bridge project involving CSX and the New York State Department of Transportation 
in Warners, New York. Related correspondence also was sent to Surface Transportation Board 
Chairman Linda Morgan, Secretary of Transportalion Rodney Slater, NYSDOT Transportation 
Regional Director Jon Edinger and statewide media. 

Conccms were raised in this letter lhat public safety might have been compromised by 
delays with the project for which CSX reportedly was responsible Charges such as this 
obviously are taken very senously since CSX has no higher prioriry ihan the safety ofour 
employees and the conmiunilies where we operate. As soon as we leamed of these allegations, 
we immediately interviewed both the CSX and NYSDOT officials involved with this project. 

Based on this inquiry, we have delermined thai neither CSX nor NYSDOT was, or is, 
aware of any discussion to post the bridge for reduced weight levels. Furthermore, we can find 
no indication that the timelable anticipated jointly by your department and the railroad f r 
undertaking ihe construciion ever was jeopardized. Finally, as best we can delermine, an open 
dialogue has been maintained between CSX and your department on matters pertaining to this 
and other structures, and all necessary maintenance has been performed on this bridge based on 
consultation with your department 

Since we are a new entity m New York and do not have the long-standing contractual 
relationship ihat your department had with Conrail, there was a need to modify the standard 
NYSDOT formal to mclude CSXT's requirements. This required a detailed review ofthe 
documents and the exchange of correspondence between your department and CSX It is our 
understanding that these discussions were amicable and professional, and that they did not cause 
any delay on the constmction dates or related preparato y work with the bndge project at 
Warners. 

• Posi OHice Bo» 65629 Richmond. Vuginia 23285-5629 • 
• Pî X (804) 78Ji3aO • 



Commissioner Boardman 
Janiaay 12, 2000 
Page Two 

We appreciate the opponunity to clarify this matier and we urge you to contact us 
directly whenever you or your staff has questions about CSX activities in New York. We want 
to have a long and productive working relauonship with New York in thc monihs and years 
ahead, and we look forward to working with you toward that end. 

Sincerely, 

3-

nt 

cc: The Honorable Michael J. Bragman 
Mr Jon Edinger 
The Honorable Linda Morgan 
The Honorable Rodney Slater 
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f^AJORITY LEADER ^ Ca^oTB^^'ng 
Albany New York 12224 

December 15. 1999 •^225 

Linda Morgan 
Chairperson 
Surface Transportalion Board 
K Street Northwest 
Washington. DC 20423 

Dear Chaiqjerson Morgan: 

Please refer to the enclosed copies of my December 15. 1999 letters lo Jon Edinger. Regional 
Director of the New York State Department of fransportalion and Joseph Boardman. Commissioner 
of the New York State Department of Transportation regarding the delay in awarding a bridge 
project in Onondaga County, New York. 

The purpose ofthis letter is to bring this matter to your attention and to let you know hovv very 
concerned I am about this situation. As I slated in my letter to Mr. Ldinger. this is a pubic safety 
issue — people's lives could be placed in danger because certain bridges in New York Slate are nol 
being rehabilitated or replaced as scheduled. 

1 am very concerned about the apparent lack of cooperation by CSX officials and their inability to 
address such imporlant issues in an efficient and effective manner. This is not the only problem lhat 
has been brought to my attention since the CSX/Norfolk Southem breal>-.up of Conrail. As a result of 
the mounting concems expressed by shippers, businesses, municipalities and residents across New 
York since the split date, it is my intention to co-chair a statewide hearing in the near future to 
specifically address these concerns. In the interim, the safety of residents living in this area 
necessitates immediate action. 

Would you please ie\ iev. this matter and prc vide me vviih ycur comments and recommendations. 
Subsequent to receiving your input and a response fi-om state officials. 1 vvill be able lo delermine 
what further action on my part is necessary and appropriate. 

Best wishes. 

Very tr 

ĝman 
Majority Leafier 

MJB/jlf 

Enclosure 
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.518 455 4225 

December 15, 1999 

Jon Edinger 
Regional Director 
New York Stale Department of Transportation 
333 East Washingion Street 
Syracuse, New York 13202 

Dear Jon: 

1 have received a request for assistance from Dermis Kiteveles, Chief of the Warners 
Volunteer Fire Department. 

Dennis has informed me of his contem about the delay in the projecl to replace the 
bridge over the CSX railroad tracks on Route 173/Canion Street in Warners. He told me 
that the bridge is in very poor condition, and he believes that it may be necessary to 
impose a weight limil on the bridge if work does not commence in the immediate future. 
If this should happen, fire apparatus and olher emergency vehicles would be prevented 
from using the bridge, and Dennis estimates this would result in a delay of 15 minutes or 
longer in responding to emergencies for approximately half of the district sei-ved by his 
department. 

VvTien we di cussed this matter last week, you indica;ed your understanding <hat this 
project had to be placed "on hold" because the CSX Corporation was not willing to 
accept the standard contract language used by Conrail and CSX representatives were 
requesting changes in the billing process. Further, until negotiations between CSX and 
NYSDOT are concluded, the project cannot be awarded and malerials lhat have been 
ordered for the projecl cannot be utilized. 1 am also advised that there are other projects 
throughout New York Stale that have been similarly affected. 

Jon, this situation is having a serious impact on the people ofour community and state, 
and we simply cannoi allow it to continue. First and foremost, we must be concerned 
about the safety of those traveling over the bridge and of those who depend upon the 
bridge for essential services, such as fire protection, ambulance services, fuel delivery 
and transporting children on our school buses. Certainly, it is imperative that the project 
commence immediately, and I want you to know that 1 will be taking all possible action 
to ensure ihat the needs of Central New Yorkers are met. 

(continued) 



December 15, 1999 
Jon Edinger 
Page 2 

In this regard, would you please provide me with a report on the status of this project, and 
how the schedule has been aflected. Please also inform me of the cuirent condition of 
the bridge and if your department has any plan to place weight restrictions on the bridge. 
Finally, I would like to know if there are any other projects in your region which are 
being negatively affected by the NYSDOT/CSX negotiations. 

Subsequent to receiving your response, 1 will be able to determine what further action on 
my part is necessary and appropriate. 

Thank you for your^ticipated cooperation. 

Best wishes. 

Very 

J. Bragman 
fajority Leader 

MJB/lrp 

cc: Joseph Boardman 
Dennis Kiteveles 
Interested Individuals 
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Capitol Building 

Albany New York 12224 
15181455 4225 

Joseph Boardman 
Commissioner 
New York State Department of Transportation 
Slate Campus, Building 5 
Albany, New York 12232 

Dear Joe: 

Please refer to the enclosed copy of my December 15. 1999 letter to Jon Edinger. Regional 
Director of the New York State Department of Transportation (NYSDOT), regarding the delay in 
awarding a bridge project in Onondaga County. 

The purpose of this letter is to bring this matter to your attention and to let you know how very 
concerned I am about this enlire situation. In this regard. I would like to know how many other 
projects are being held up as a result of on-going negoliations between NYSDOT and the CSX 
Corporation. 

As I staled in my letter to Mr Edinger, this is a safety issue—people's lives could be placed in 
danger because certain bridges in our state are not being rehabilitated or replaced as scheduled. 1 
also believe this delay is a hardship for the contractors who bid on the projects in good faith and 
for the employees they hired to do the work. 

1 am very concerned about the apparent lack of cooperation by CSX officials and their inability 
lo address such important issues in an efficient and effective manner. In this regard, would you 
please respond to the following questions and provide me with your comments: 

1. Whal is the status ofthe NYSDO f negotiations vvith CSX and how do these negotiations 
differ from previous negotiations vvith Conrail? 

2. Please advise me of the nun ber of projects throughout New York State that are being 
delayed as a result of CSX's negotiations with your department and where each project is 
locj ted I would also like to know how the schedule for each project has been impacted. 

3. What action is being taken by NYSDOT to ensure that the bridges awaiting 
rehabilitation/replacement remain safe for vehicular traffic? 

4. What action is being taken to bring the negotiations with CSX to a conclusion? 

(continued) 



December 15, 1999 
Joseph Boardman 
Page 2 

This is not the only problem that has been brought to my attention since the CSX/'Norfolk 
Southem breakup of Conrail. As a result of the mounting concems expressed by shippers, 
businesses, municipalities and residents across New York since the split date, it is my intention 
to co-chair a statewide hearing in the near future to specifically address these concems. In the 
interim, the safety of residenis living in the Route 173/Canton Street area in Warners necessitates 
immediate acUon. 

I look forward to receiving your report at the earliest possible time. Please be advised that I will 
be contacting federal officials, including the Surface Transportation Board, to seek their 
assistance Subsequent to receiving your report and mpul from the federal officials, I will be 
able to determine what fu' ..;er aciion on my part is necessary and appropriate. 

Thank you for your anticipated cooperation. 

Best wist 

Very t 

Michael J. Bfagman 
Kjority Leader 

MJB/lrp 

Enclosure 

cc: Jon Edinger 
Interested Individuals 
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January 20, 2000 

The Honorable Robert W. Singer 
New Jersey Senate 
2110 West County Line Road 
Jackson, New Jersey 08527 

Djar Senator Singer: 

This responds to your recent letter regarding your concem about the level of rail service 
being provided to Woodhaven Lumber Company in Lakewood, New Jersey. You indicate that 
since the acf-.uisition of Conrail by CSX Transportation, lnc (CSXT) and Norfolk Southem 
Railway (^iS), Woodhaven has experienced rail service problems. 

1 certainly understand and appreciate the concems you have raised regarding the rail 
service that has been provided since the split of Conrail between CSXT and NS. In this regard, 
among other initiatives, the Board, through its Office of Compliance and Enforcemeni (OCE), 
has been working directly with shippers in an effort to help resolve service issues informally. 
OCE has established an open line of communication lo bring specific service issues to the 
attention of senior railroad officials, with whom we are in contact almost daily. I encourage you 
to have your shipper constituents contact OCE Director Clemens at 202-565-1573, or by fax at 
202-565-9011 regarding their particular rail service issues. 

The Board remains committed to ensuring improved and more responsive rail service in 
the Northeast. Please do not hesitate to contact me again if we can be of further assistance. 

Sincerely, 

Linda J. Morgan 
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December 15, 1999 

The Honorable Linda Morgan. Chairperson 
Surface Transportalion Board 
1201 Constitution Avenue. NW 

Washington, DC 20423 t 

Dear Chairperson Morgan: 

1 am writing to you about a problem that was brought to my attention by the Woodhaven Lumber 
Company which is located in Lakewood. 

It seems that since Conrail was closed and service was split with the CSX and NS railroad they have 
experienced a major problem with service. 1 was directed to you by William Herkner from the New 
Jersey Transit Corporation in the hopes that you might be able lo alleviate this situation. 

The lumber industry is suffering from this lack of service at a time when building in this area is at an 
all time high. 

1 would appreciate it i f you could look into this situation and get back to me with your response. 

Thank you for your attention to this important matter. 

Sincerely, 

Robert W. Singer 
Senator 
District 30 

RWS/mf 
c: David Robinson/Woodhaven Lumber 
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January 20,2000 

Mr John W. Snow 
Chairman, President and 

Chief Executive Officer 
CSX Corporation 
One James Center 
P.O. Box 85629 
Richmond, VA 23285-5629 

Dear Mr. Snow: 

Enclosed is a letter that I received from .Mr. Frank W. Keane, General Manager ofthe 

Albany Port District Conunission. While originally supportive ofthe Coru-ail transaclion, he 

now expresses concem over adverse impacts experienced by the Port of Albany, New York, 

following the implementation ofthe transaction. 

Given the interest of all parties, including the Board, in the successful implementation of 

the Conrail transaction, I have advised Mr. Keane that I would be asking you to respond to the 

concems that he has raised. Please assist the Board by responding to us as soon as possible. 

Thank you for your cooperation and prompi attention to this matter. 

Sincerely, 

Linda J. Morgan ^ 

Enclosure 
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January 20, 2000 

Mr. Frank W. Keane 
General Manager 
Albany Port District Commission 
Albany, NY 12202 

Dear Mr. Keane: 

Thank you for your letter regarding the acquisition of Conrail by CSX and Norfolk 

Southem. While you originally supported the transaction, you now express concems over 

adverse impacts experienced by the Port of Albany, New York, following that implementation of 

the acquisition transaction. 

I have forwarded your letter to Mr. John Snow, Chairman, President, and Chief Executive 

Officer of CSX Corporation, .\fter I have received his response, I will be back in touch with 

you. 

I appreciate your interest in this matter. I will have your letter, my response, and any 

conespondence I receive from Mr. Snow made a part of the public docket for this proceeding. 

Sincerely, 

Linda J. Morgan •/ 



A L B A N Y P O R T D I S T R I C T C O M M I S S i O N 
A L B A N Y - R E N S S E L A E R 

December 27, 1999 

FRANK W KEANE. GENERAL M.^NAGER TERRENCE P HURLEY 

CHAIRMAN 

The Honorable Linda Morgan 
Chairperson 
Surface Transportation Board 
12"'' and Constitution .Avenue. N.W. 
Washingion, DC 20423 ! " 

Dear Chairperson Morgan: 

In September 1997 1 wrote a letier on behalf of the Albany Port Dislrici Commission 
urging the Surlacc Transportalion Board to approve the purchase of Conrail by CS.X and the 
Norfolk Southem. In that letter vvc supported failures meutioned by CSX such as new 
transportation options, faster serv ice, and improved cquipniciit availability vvhich would benefit 
New York's maritime, mani'facturing, and agricultural interests. 

To date vvhat has been experienced includes: 

• Routine empty boxcar dcliv crv for loading woodpulp vvhich under Conrail took three 

days novv takes up to twelve days. In some instances no delivery is made and the 

woodpulp moves by truck or v ia another port range vvhich means a loss of business 

for .Albany. 

• Port of Albany tenants, particularly those shipping or receiving scrap and grain, 

experience sinular equipment and service problems, which equates lo customer 

dissaiisfaction. 

• Rates for new business take weeks to be dev eloped, if al all. Prospects for new 

business become discnchanlL J and opportunities are lost. 

• Nevv business is discouraged. Specifically CS.Xl in Jacksonville told rcpresct 'atives 

of the Port's stevedore and lerminai operating company that they vvere uninterested in 

P O R T O F A L B A N Y 
ALBANY. N V 1S?CC» 15181463.8763 

FAX NO I51BI 463.8767 



A L B A N Y P O R T O I S T R I C T C O M M I S S i O N 
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FRANK W KEANE. GENERAL MANAGER TERRENCE P HURLEY 
CHAIRMAN 

Honorable Linda Morgan Page #2 December 27, 1999 

• providing a rale or cquipniciu for an intemiodai mov ement of cocoa from Elizabeth, 

Nevv Jersey lo the Port of Albany. 

• Inbound raii shipments of domestic slcol, vvhich took ton dav s now take up to three 

weeks to deliver. 

The above instances retlect a misrepresentation in w hat CSX told State and Federal 
Gov L-ninicnls, Port Authorities, aiui sliippcr's groups prior to the acquisition of Conrail. In fact, 
due to the size of thc CSX railcar fleet, cqdipmenl availability vvas supposedly far superior lo 
that of Conrail, small shippers and commodity cargo wouia be a priority, and new business 
opportunities were lo be encouraged. The reality, it seems, is a far ':ry from the picture painted 
by CSX prior to the acquisition or in their many infomiational memos. 

On behalf ofthe Port (. f Albany. 1 would appreciate your suggestions on hovv these 
problems can be addressed. 

Should you hav c any questions or need further infomiation please do not hesitate to 
contact mc. 

Thank you for your assistance. 

Sincerely?, 

Frank W. Keane 
General Manager 

Cc: Assemblyman Michael Bragman 
Senator Joseph Bruno 
Assemblyman Ronald Caiiestrari 
Mayor Gerald D. Jennings 
Assemblyman John McEneny 
Congressman Michael McNulty 
Govemor George Pataki 
Congiessman .lohn Sweeney 

P O R T O F A L B A N Y 
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