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tiiis approach, the number of engineers trained by Conrail hasflucmatedgreatly overtiieyears,
from as few as 51 in 1991 to as many as 502 in 1994. Additionally, the Transportation Traimng
Center is used to re-certify all of Conrail's RFEs. Otiier training programs offered at this
location include atiiree-daySupervisor of Locomotive Engineer program, a three-week New
Hire Trainman Program (in case AIT cannot handle tiie training requirements), a one-day Air
Brake Training Class for Maintenance of Wav Equipment Operators, a three-day Discipline
Procedures Program for non-agreement employees, and occasional Conductor promotional
classes. When not providing training classes, employees at this center often use the train
simulator to provide models used by tiie Law and Risk Management Departments in investi^iating
and analyzing train incident data. In addition, this group is responsible for maintaining Conrail's
Locomotive Engineer Certification records.
NS' LET program consists of four weeks of c'assroom, hands-on and simulator practice.
This lakes place at the McDonough Training Center, where an IITRI Model TS-3 and two IITRI
model TS-2 simulators allow each trainee approximately 20 hours of "throttle time." In
addition, trainees practice with acmal locomotives, including the latest versions from EMD and
GE. If a trainee successfully completes the LET class, he or she remms to the home division
for approximately six months of OJT (time varies depending on extent and complexity of
assigned seniority districts).
2.

Roadwav and Bridge Worker Training

Maintenance of Way training at Conrail is conducted primarily by two employees who
travel the Conrail system providing training to MofW/B&B employees. There is no designated
MofN^' training facility on Conrail. Classes are held at local hotels, with field trips lo rail
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locations where appropriate. Conrail cunently offers tiie following training for MofW, and,
where appropriate, B&B employees:
Roadway Worker Protection training.
A four-day Introduction of Track Maintenance class for new hires.
A two-week Track Maintenance Workshop for Foremen
Afive-dayTrack Inspection class for Track Inspectors and Foremen.
A three-day class for Track Inspectors - the subject of which changes annually.
A two-day track inspection seminar for shippers/customers having their own rail
operations.
Operating Rules Traimng, including hazardous materials handling.
With the exception of the training for new-hires and shippers, tiiese offerings match
closely with similar programs on NS for MofW/B&B employees. In addition. NS provides
training for Track Welders and other maintenance personnel. Most of the MW&S training done
at NS occurs at the McDonough Training Center, although Track Welder training is often done
in the field.
At McDonough, NS provides: (1) Basic Track Foreman Training -2 weeks, (2) Advance
Track Foreman Training - 1 week, (3) Basic Bridge Foreman Training - 2 weeks. (4) Advance
Bridge Foreman Training - 1 week, (5) Basic Welding, and (6) Advanced Welding.
3.

Motive Power and Equipment Training

Conrail operates two primary mechanical training facilities on the territories to be
allocated to NS—one at Elkhart, IN, and one at Hollidaysburg. PA. The Elkhart facility has
been in operation since 1993, and focuses on air brake and welding training for agreement
employees and on air-brake training for non-a?reement employees.
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The main classroom at Elkhart has a capacity of 20 smdents, is equipped for video
projection and features a 10-car air brake simulator with an operational locomotive air brake
simulator. The air brake simulator employs examples of each type of control valve cunently
in u.se as well as empty/load eqi'ipment. In addition, full-scale operational models of brake
rigging, slack adjusters, tmck-mounted brake systems and a RoadRailer bogie are available.
Adjacent to the main classroom is a smaller classroom lhat can seat about 12 smdents for
traditional training and also houses the Elkhan TracNet Center, one of many CBT training
facilities Conrail has implemented systemwide. The TracNet Centers are operationally the same
as NS' TrainNet leaming centers. The Elkhart Center feamres work stations for 10 learners.
This classroom is also used by Southwestem Michigan Community College to provide basic
communication skills traimng to Conrail agreemeni employees.

Immediately outside the

classrooms are a tmck tear-down station, a coupler tear-down station and draft gear, cushion unit
and brake rigging models. An adjacent track provides an area to spot up lo 12 cars for
practicing initial terminal inspection and repair.
Also al Elkhart is a welding training facility that can accommodate four trainees. Each
booth has its own power supply, work bench, tool crib and welding fume extraction fan. The
facility is equipped to perform bend/stress tests and can train on "stick," wire and flux core
equipment. The welding center offers 40-hour courses in S.M.A.W., G.M.A.W., F.C.A.W.
and G T A W processes as well as qualifications in A S.M.E. pipe welding procedures and oxyacetylene plasma-buraing procedures. Qualification tests in unlimited thickness are given to
comply with AWS D.15.1 standards. Conrail has certified welding inspectors and trainers and
is a votine member on the AWS D.15.1 committee.
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Through 1996, 572 employees received air brake training at Elkhart. These classes
consisted of an eight-hour Initial Terminal Test course, an eight-hour Repair Track Test course,
a 20-hour Supervisor Seminar and a 40-hour Air Brake Course. In addition. Elkhart has
provided Air Brake Training classes for AAR and FRA field inspectors. While not cunently
doing so. the Elkhart facility is equipped to provide complete training for new-hire Freight Ctr
Repairers. When not conducting training, the Elkhart Air Brake Simulator is often used as an
analytical tool to identify causes of air brake-related train delays and incidents.
The second primary mechanical training facility is at Hollidaysburg shop, v/hich serves
as Conrail's heavy freight-car repair and program maintenance point. The shop is 5/8ths of a
mile long under roof, with four active tracks mnning its entire length. Conrail's system wheel
shop is located here as well as a large yard to support the facility. The training facilities at
Hollidaysburg include two classrooms equipped for traditional instmction and a 10-booth welding
training facility. Hollidaysburg has an air brake simulator similar to tiie one at Elkhart and is
generally equipped to provide the same training programs except there is no TracNet Center at
Hollidaysburg. Between 1995 and 1996, 70 employees were trained at Hollidaysburg but this
number has been steadily increasing. Hollidaysburg is capable of providing the same classes
taught at Elkhart and is also equipped to provide new-hire Carmen training.
A smaller Mechanical training facility is operated at Conway Yard near Pittsburgh,
consisting of a recently renovated conference room located in the Roundhouse. Machinist and
Electrician training is delivered on each of the three shifts
These traimng facilities are used almo.M exclusively to conduct on-going, refresher, and
upgrade training or the cunent shop craft workforce. While Conrail has the facilities and
expertise to conduct new-hire training in these areas, in recent years it has contracted with tiie
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Academy of Industrial Training (AIT) to do the initial training of new-hire Carmen. Machinists
and Electricians. This is in contrast to NS. where new-hire training for these crafts is conducted
in-house at the McDonough Training Center.
At McDonough. mechanical traimng facilities consist of classroom instmction equipped
with video training equipment. Smdents use a small repair track where employees can acmally
repair freight cars, vvork on tmcks and tmck components, use fastener equipment (i.e., Huck
fastening equipment), leam yard inspection techniques and utilize welding skills learaed from
the welding lab. This training facility also uses a locomotive shop for locomotive mechanics
with an operational locomotive to develop locomotive maintenance skills. A modera welding
lab designed to meet all environmental and training codes is available to train and qualify all
craftsmen whose job involves welding.
Shop craft employees are trained at McDonough for eight weeks (in the case of car shop
employees) or 14 weeks (in the case of locomotive engineers).

In addition lo training in

mechanical skills, safety training -•nd orientation to NS' Safety Process begins al McDonough.
After training is completed, the employee is assigned a job in afieldor shop location.
At this point, ongoing training is the responsibility of local supervision.
4.

Dispatcher Training
a. Train Dispatchers

Conrail's Dispatcher Training consists of both classroom and on-the-job activities.
Trainees begin their training with two weeks of classroom training usually conducted at Canton.
OH This is followed by one week of field training acmally riding trains, followed by one week
of dispatching simulation and operating mles review in Dearborn, MI. Trainees are then
assigned four weeks of on-the-job training, after which tiiey remra to Canton for review and
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training in hazardous materials. Trainees then retum to their divisions and continue OJT until
qualified by local officers.
Conrail's training plan is very similar to the way dispatcher training is handled at NS.
All nine operating Divisions on NS currently have dispatcher trainees in different phases of
training. Fonnal training is given to each dispatcher trainee at the NS McDonough Training
Center. This is followed with division on-the-job training, with trainees working with qualified
dispatchers in day-to-day train operations. In tolal, the training of a dispatcher takes an average
of one year. Dispatcher trainees remain in the training phase until they can safely and
competently perform all functions of the dispatching position,
b. Crew Dispatchers
Conrail's Crew Management Center is located at Dearbom, MI, where crews are called
for duty system-wide. NS has consolidated its Crew Management center at Atianta. Both NS
and Conrail use the same computer software as the foundation for iheir crew call systems. NS
has developed a specific training program for Crew Callers while Conrail relies on on-the-job
training to qualify their crew dispatchers
5.

Signal Training

Conrail's Signal Repair and Training facility is located at Buckeye Yard in Columbus,
OH. The signal training building houses several medium size classrooms. A wide anay of
models are available in the classroom building to support training on various types of signal
systems

Training content for new hire Signalman is similar to that at NS. New signal

employees are scheduled to attend four 9-day training sessions within the first two years >f
employment Signalmen at NS are required lo attend similar training wiihin the first two years,
but It is cunently divided into three segments. Unlike at NS, Computer-Based Training (CBT)
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lessons are not utilized at Conrail.
Outside the classroom building at Buckeye Yard is a large signal park feamring
operational examples of a variety of signal and crossing appliances.

In addition to standard

signal and crossing devic training, Conrail also provides instmction on high voltage electrical
wiring and pole climbing, and the signal park is equipped with appropriate models to support
this training. Testing of equipment for internal Conrail analysis as well as various equipment
vendors is also conducted at this facility.
Foi additional details on Signal Training see S,;ction VII.C.l.c.
t.

Hazardous Materials Training

Training in hazardous material procedures is given to all new employees at both Conrail
and NS.

Employees whose positions so require attend annual Hazmat update training.

Depending on the namre of the work the employee will be doing, a range of job-specific training
events are available. Some of this specific training is done by training personnel, but most is
done by field supervisors or specific hazmat leams who have been trained in instmctional
techniques. In addition to Hazmat training, all NS employees attend Environmental Awareness
Training that is tailored to their departmem.
7.

Management/Supiervisory Training

While Conrail and NS offer many similar learning events for the non-agreement
workforce, the Conrail and NS training groups are organized differently. Much of Conrail's
management training is delivered by Training & Developmem Coordinators located at the
various Division headquaners. To ensure unifonnity and timeliness, these efforts are overseen
by a director in Philadelphia. By comparison, NS employees delivering managemem training
are located at the McDonough Training facility and about 60% of the courses are conducted at
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McDonough When appropriate, these trainers also deliver training at field locations.
Conrail has a three-person Instmctional Design & Multimedia group whose main function
is to design and implement TracNet, Conrail's distant leaming system. This function is directly
comparable to NS' Design & Development group at McDonough, whose primary duty is
implementation of TrainNet, tiie NS distant leaming system. These two systems are quite
similar in ihat Conrail "benchmarked" .NS' TrainNet architecmre and methodology beginning
in 1995. Thus, software is interchangeable between tiie NS TrainNet system and Conrail's
TracNet system. This will lead to greater ease in delivering training across the new system
through these leaming networks.
8.

Annual Op)erating Rules and Risk Management Training

At Conrail, all Operaiing Department crafts (other than Mechamcal Department
employees) participate annually in an operaiing mles class. In addition to mles training, train
and engine service, engineering and mechanical personnel receive annual training, customized
by department, in such areas as risk identification, assessment and control; injury prevention;
environmental healtii; personal security and safety; industrial hygiene; hazardoi materials and
damage prevention.

Effective January 1, 1998, NS" annual operating mles class also will

become part of an eight-hour training session, as described in Section VILA. 1. This eight-hour
class will be in effect system-wide on Day 1. and will include topics ver>' similar to those
conducted by Conrail.
9.

Training For The Future - Expanded NS

Quality in every aspect of NS' business environment is vital to the long-term success of
the Company. As a part of lhat guiding principle is the commitment from the employees of NS
to perform in the highest possible manner consistem with the needs of our customers. Our
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corporate training policy affirms for all employees their responsibility to partner with the
Company to identify and address needs that can be improved with training. NS recognizes that
employees must maintain the highest level of competency if they are to have the skills,
knowledge and motivation necessary to help meet our customers' expectations. The Company
is committed to providing the resources necessary to ensure lhat every employee has the
oppormnity to acquire the proficiency needed to safely and successfully meet whatever tasks are
at hand.
NS has established training leams to address how best to integrate tiie training activities
of the expanded system. The objectives of these teams are to examine all issues involved and
then recommend a plan that will enable a smooth transition in training policy and practices,
keeping in mind tiie employment needs of the expanded system and any considerations relative
to the various collective bargaining agreements. Team members include representatives from
the affected departments. Labor Relations, Training, and other Human Resource or other groups
as needed

These teams have established on-going discussions with appropriate Conrail

representatives in order to explore the best approaches to assuring a smooth transition.
While study to determine evenmal "best practices" training activities is continuing, imtial
discussions do not indicate a training capacity need beyond what can be supplied using existing
NS and Conrail intemal training resources. Because of expected minimal loss or relocation of
experienced personnel as a result of this transaction, especially those in Hours of Service Act
(HSA) covered safety sensitive positions, the issue of training is much more manageable. As
noted in Volume 3B. Page 495 of the Application. NS projects little or no net loss of jobs for
existing dispatcher, train and engine service, and signalmen positions. Counting all jo,-)
positions, including non-HSA positions, the projected job loss is less lhan the rail industry's
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average annual attrition rate. Another factor supporting the manageable namre of the training
effort is the preference, as discussed in Section II of this SIP, for selecting NS practices and
systems unless there are compelling reasons to select Conrail or other practices or sysiems.
Inasmuch as the number of NS employees will far exceed the number of employees on the
ponion of Comail allocated to NS, this preference towards selecting NS practices should result
in most instances in a manageable group of employees requiring retraining.
In this section, and throughout this SIP, NS discusses various aspects of integrationrelated training. It must be emphasized that even where changes in existing NS or Conrail
practices are planned, e.xpanded NS will continue to follow the prior operating and administrative
practices of the railroads with which the experienced empicyees already are familiar, until
adequate training is accomplished. Acconlingly, while some training will be completed by Day
1, other training efforts for existing staff will be ongoing and phased-in, and changes in practices
similarly wil! be phased-in parallel with the training.
The importance of training has been a focal point for all teams at NS involved with
planning how best to integrate NS and Comail systems and functions. A team of NS training
specialists has been assigned to work with the various NS-Comail implementation teams to help
in identifying training needs and developing and implementing training solutions. Assisting this
effort and providing overall guidance and coordination is a "Training Steering Committee"
consisting of corporate-level NS officers.
As mentioned, there are more similarities than differences in Comail s and NS' training
initiatives. Both companies have invested heavily and often to insure all employees receive the
training needed to work safely, meet customer commitments and add value to their functions.
While some differences in a.jproach exist, these represeit oppormnities for synergy in the fumre.
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VII. OPERATING SAFETY REVIEW FOR THE
EXPANDED NORFOLK SOUTHERN SYSTEM
A.

OPEiUTLNG/SAFETY PRACTICES
This section addresses a wide range of operating practice safety issues which are being

smdied as a part of NS' transitior implementation for its expanded system. As set forth more
fully below, the planning proc.ss for integration is ongoing for most issues, although some
issues already have been addressed in detail. While the modification of some operating practices
will be effective on Day 1, many will require a more phased-in approach. In short, operaiing
practices modifications will not be fully implemented until adequate training is accomplished.
Where integration decisions conceming differing operaiing practices have not been made,
NS' SIP attempts to set forth the process ihrough which it is assessing options and working
towards decisions. Overall, NS anticipates lhat most of its safety practices and mles will
continue to apply on its existing tenitory after Day 1 and some will be integrated immediately
to apply on NS' allocated Comail territory. However, as discussed below, certain Comail safety
practices and mles will continue to apply on NS-allocated Comail tenitory for a period of time
after Day 1 until NS is prepared to implement modified practices for the expanded system.
1.

Railroad Operating Rules

At the outset, it must be emphasized that changes in operating mles will be judiciously
implemented after NS assumes control of its portion of the Conrail properties. The Northeast
Operating Rules Advisory Committee (NORAC) mles will remain in force on all CSAO
operations as well as on the former Comail lines operated by NS for a minimum of one year
from Dc V 1 Similarlv, where Comail shares trackage with Amtrak or commuter authorities,
NS wil' continue to share this trackage subject to the mle:. and procedures of the owners. For
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example, NS or CSAO crews operating on Amirak's Northeast Conidor and Michigan Line and
crews operating in Northem New Jersey on New Jersey Transit lints will be trained and
qualified as required by cunem Amtrak and NJT policies. Timetables and Bulletin Orders or.
CSAO and Comail tenitory controlled by NS will be available in sufficiem quantity to meet the
daily needs of all employees who are subject to the mles.
NS and Comail cunently use different formats for timetables, system instmctions and
division instmctions. NS' timetables are separate bound publications for each division. Comail
uses a format that inserts system instmctions as a system timetable in the same binder as the
NORAC mle book. Each Comail division also publishes a timetable that is inserted in the
NORAC mle book binder. Employees operating on multiple divisions then insert the appropriate
division timetables in their NORAC mle books to govem their operations on all divisions where
they operate.
NS' Operating Rules Department will be responsible for integration of timetables,
evenmally implementing a standard format over the entire expanded NS sysiem. However,
timetable integration must occur over several phases. First, at. soon as feasible following Day
1, once tenitorial divisions have been made between NS. CSX. and CSAO, existing timetables
in use on Comail will be re-issued to reflect the changes in divisional boundaries For example,
the cunenl Philadelphia Division timetable must be divided between NS' new Han'sburg
Division. CSX and CSAO (North Jersey Shared Assets Area a.id South Jersey/ Philadelphia
Shared Assets Area). Also, line segments on the cunent Comail Albany Division that will
become a part of the Hanisburg Division must be incorporated in the new Harrisburg Division
timetable. These same circumstances exist for the Dearborn Division where line segments
allocated to NS from the present Indianapolis Division of Comail (namely, the Cincimiati Line,
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West Virginia Secondary, and Marion Branch), must be incorporated into NS" Dearbom
Division timetable. These changes will occur using the existing Comail timetable formal. On
Day 1. the system timetable format will remain in effect over all Comail tenitories allocated to
NS. CSX and CSAO.
Following these changes. NS will integrate its cunent timetable format and the Comail
timetable format to creaie a system-wide standard. Implementingtiiischange will occur when
a fmal decision is made about mle book changes by the team assigned to plan and implement
such changes
Integration of timetables will not require training of employees per se. It will involve
ensuring that appropriate employees receive the conect timeiable(s) for line segments on which
they work. It is not anticipated that changes to timetable formats will be so complex that
employees will have difficulty deteraiining the location of pertinent information. In the event,
however, that significant changes are made to timetable formats. NS will educate all affected
employees regarding the changes before lhey are put into place.
NS operating mles personnel have anended a NORAC meeting to begin to become
familiar with the NORAC process. NS personnel a!so have begun meetings with their Conrail
counterparts and have attended a Comail operating mles seminar to begin the process of
understanding the Comail training and testing procedures. NS personnel will be involved iu
further NORAC meetings as well as participating in additional Comail Rules Department
activities. NS understands the additional costs and potential safety issues lhat could develop
when employees in the Shared Assets Areas a.nd those operating joint trackage and trackage
rights over another canier are subjected to numerous differences in operating mles and
procedures.

Therefore, NS is committed to an orderly transition that will be centered on
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tilorough training and, where possible, reducing differences between applicable mle books.
Importantly, train and engine crews working at several locations today on Comail and NS
already must leam and use multiple mle books and practices. Accordingly, both railroads are
experienced in successfully handling the training issues arising where multiple mlebooks and
practices exist.
The issue of which operating mles should apply on lines operated by NS and CSX and
on the Conrail Shared Assets Operations (CSAO) in tiie longer term is being smdied careftilly
by a team of Rules Department personnel from all three properties. The team is considering
several initial altematives and may add other altematives as the review progresses. The
altematives include: (a) adopting the (NORAC) operating mle book for all CSAO operations
and for all former Comail lines tiiat NS and CSX will operate, (b) adopting tiie NORAC mles
on all CSAO operaiions with NS' and CSX's current openting mles being used on all other lines
operated by eitiier NS or CSX. (c) development of something similar to a "terminal guide"
(similar to the guide developed by the Chicago Operr.iing Rules Associaiion for use in Chicago)
for CSAO operations with NS' and CSX's cunent operating mles being used on tiie lines
operated by eiiher NS or CSX. or (d) a modification of the NORAC operating mles that would
be used by all railroads in the East wiio voluntarily subscribe to the modified mles.
The team smdying the operaiing mles issue believes that any decision must be made only
after comprehensive review of the benefits to safety arising from each alternative. The cunent
individual operating mle books in place on NS and CSX and the NORAC mles have served the
respective propenies well and have been developed after maiiv years of experience and smdy.
To disregard the experience that is contained in the individual mle books could well adversely
affect the desired safetv results.
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At NS. operating mles are developed or rt. i^ed using a committee stmcmre, with the
comminee composed of representatives from the Operaiing Rules Department, division
superintendents. Maintenance of Way, Signal, Mechanical, and the Safety Departments. The
NORAC process brings representatives from the various member railroads together to revise
cunent mles or develop new mles. NORAC bylaws require that Rules Dockets must be
approved at two successive meetings, allowing for each railroad to conduct an internal review
process before giving approval lo any mles change NORAC mles are issued to all member
railroads after the advisory commitiee votes and approves a change. NS is working to develop
a way that these two processes can best be used to compliment each other.
Certain minor philosophical differences in mles training are being smdied and
recommendations will be made for a system to be implemented after NS control of the Comail
propenies. Conrail mles instmction and testing is conducted on the division level by a Manager
Operating Rules and a Supervisor of Operating Rules while NS designates trainmasters and other
division supervision to conduct mles training and testing. In any case, the cunent Comail
Division Rules positions will be retained for the period required to make the decision on a final
NS system, and where necessary', to train other division personnel on mles instmction and
training. Training and testing on CSAO properties will be maintained using cunent Comail
Division Rules Positions as these properties are smdied and recommendations are made on the
final organizational stmcmre of the property.
Some decisions already have been made in connection with mles training and testing.
All operating employees on lines operated by NS will receive annual mles classes and will be
required to successfully complete an armual mles examination. The traimng and testing will take
place in a session that will last eight hours and will include segments on safety, hazardous
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materials, and operating mles, as well as other timely topics.
In instances where NS operating employee"^ are required to operate on CSAO properties
or CSAO operating employees are required to operate on lines of NS. training will be modified
to accommodate additional mles training. CSAO employees will receive copies ofthe necessary
mle books, timetables and special instmctions when required to operate on NS lines.
2.

0{)erational Tests and Inspections

NS will extend its cunent operational tests and inspections process to the Comail lines
and facilities allocated to it. This testing process has been reviewed by FRA and is well
understood by agency personnel. Cunently, NS places responsibility for thorough and complete
operational testing under division level management. Local supervisors are responsible for
performing tests on employees under their supervision or at other locations on their division as
directed by tiie Division Superintendent.
a,

Sup)ervisory Training

Supervisor)' personnel employed from Comail will participate in training lo familiarize
them witii the operational testing process. Training will focus on three key areas; conducting
operational tests, responding properly to violations and/or compliance behavior, and
documentation of operational tests. Training will be performed by cunent NS supervisors with
the foremost goal of integrating operational testing procedures expeditiously and effectively.
This training will begin following Control Date, and is presently targeted to be completed within
six months of Day 1, assuming ihat information system changes are completed to allow use of
NS" recordkeeping system.

Approximately 200 transportalion department supervisors will

receive this irainine.
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A small number of cunent NS supervisors may be assigned to NS' allocated portion of
Comail tenitory. These supervisors will be required to undergo physical characteristics training.
This will be accomplished by travelling the t. riiory, including hi-rail and tram trips. They also
will work with other experienced supervisors during the familiarization period.

These

supervisors also will have to become conversant with NORAC mles and pass a mles exam. The
number of supervisors who will undergo this training is dependent, in pan, on the number of
local Comail supervisors who accept employment offers from NS.
b.

Conducting Operational Tests

Supervisors will leam how to conectiy perform all of the various operational tests. NS
has a well-defined process that specifies the frequency with which its employees must be tested
ui:der various operating scenarios. For example, all engineers must be tested for compliance
with restricted speed at least once every sixty days. We anticipate that these same guidelines
will be applied over NS" allocated portion of Comail.
Training sessions will include familiarization with NS Operating and Safety Rules in those
locations where NS mles will be applied. Where NORAC mles will remain in effect, for the
purpose of standardizing operational testing, comparisons to NS mles may be offered and
descriptions of specific operational testing simations will be presented a. a means of clarifying
and/or confirming a proper understanding.
This training concept will result in new supervisors learaing the emphasis that must be
given to compliance with each mle. On NS, special attention is given to compliance with signal
indications, maximtrr, authorized speed, restricted speed, critical safety mles, and mles
goveraing switching operaiions. Our observations on Conrail tenitory indicate more leniency
is offered to employees during operational tests. This is evident in observations of compliance
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and also during discussions with curreni Conrail supervision about their testing process.
Therefore, we will standardize our approach over the acquired territory to apply the same strict
compliance criteria lhat now applies on all NS divisions.
Supervisors will be instmcted in proper procedures for conducting operational tests. This
will include signal tests, restricted speed tests using a banner as an obsimction. speed tests with
proper radar calibration tests, and using train handling recorder (THR) tapes to verify or detect
operational compliance or lack thereof. They will also be instmcted regarding the importance
of safely and properly positioning themselves to observe the choices of employees without
influencing those choices by knowledge of their presence. These techniques will be used when
observing compliance with critical safety mles and mles goveming switching operations.
c.

Responding Propierly to Violations and/or Compliance Behavior

Emphasis during training will be given to responding properly to the conduct of
employees during operational testing. NS seeks to acknowledge compliant behavior in a positive
manner and to conect non-compliant behavior immediately. Therefore, we will instmct
supervisors in the conect methods for approaching employees when a violation is detected. We
will also give due emphc sis to positive recognition as a means of reinforcing compliant actions.
NS has well-defined procedures that are applied when non-compliant behavior is
observed. The actions taken are dependent upon the namre of the infraction. However, this
generally involves immediate cessation of the train movement(s) involved, protecting the safety
of all employees in the area, infomiing the employees involved about the non-compliant actions
observed, and documenting the non-compliant behavior before the employee's work is resumed.
In some cases, employees are not allowed to remain in service following more serious
infractions or violations of critical safety mles. In these instances, supervisors must make
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anangements for transponation of employees back to their home terminal and for qualified
replacement employees when required.
d.

Operational Tests and Inspiections-Recordkeeping Systems

NS will apply its cunent data base documentation system to its acquired tenitory. This
system is located on the NS mainframe and will be accessible to Comail supervisors immediately
after Closing Date.

The system is refened lo as the RULES program and was developed

specifically for documenting operational tests on NS.
Botii the NS and Comail Operaiing Rules Depanment staffs are responsible for
maintaining a written prograni of operational tests and inspections procedures. Similariy, both
companies maintain computer-based systems for recordkeeping requirec under 49 C F.R. Part
217.9.
The cunent NS system is mainframe-based, bul individual supervisors are equipped with
laptop computers for recording operational tests and inspections in field simations.

The

supervisor may then access the mainframe computer and upload the field recorded information
to the data base maintained in the mainframe computer. NS' Operating Rules staff has access
to the mainframe computer to retrieve the necessar)' data for summary reports required by
management and the annual report required by FRA. The NS annual reports are distributed to
each division headquaners and a copy is retained in the Operating Rules Department office.
The Comail system of recordkeeping for operational tests and inspections is mainframe
computer based and differs from the NS system in that field supervisors enter the data directly
without tiie use of a laptop computer as an intermediate storage medium.

Each Comail

operating division can retrieve information for the annual report required by FRA.
NS has already listed development of a record conversion system as a required IT
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project. It is expected that exi.sting Conrail data will either be converted to NS" system or
sufficient hard copy files will be maintained to ensure data is available to meet FRA
requirements

When the NS recordkeeping system is extended to its allocated portions of

Comail. supervisors will be issued laptop computers with the appropriate software to access the
NS system. Proper transfer of data from the laptop data base to the mainframe data base will
be part of the supervisory traimng for all new NS supervisors.
Proper functioning of the data base system depends upon integration of Comail employee
data into the NS payroll data base. Supervisors using this system must be assigned appropriate
security clearance to gain access to the system. It will also be necessary to assign division codes
and zone codes on the three new divisions before documentation can begin,
e.

Management Oversight

NS places responsibility for effective operational testing on division level managers. Each
Division Superintendent is ultimately responsible lO implement an effective and comprehensive
operational testing pr< ^ess on the division. This must also fulfill the requirements stipulated in
system-wide instmctions relative to cperational testing. The Assistant Division Superintendent
ordinarily is the administrator for the operational testing program on each division. He is
responsible to monitor the activity of each supervisor, provide training or advice lo supervisors
to assure effectiveness, schedule samration operational testing and review operational testing
results.
The data base system used to document operational testing provides numerous reports lhat
are used by the Superintendent and Assistant Superintendent to determine the adequacy of the
operational testing program on their division. These reports are often reviewed by individual
supervisors and criticisms are offered that may help them improve their effectiveness. Employee
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exception lists are maintained that assist everyone in identifying the employees who have not
been tested to assure there is proper coverage of all employees on the division on a regular
interval. NS fotesees no reason this successful level and method of operational testing cannot
be put in place on or shortly after Day 1 on the expanded NS system,
f.

Implementation Schedule

NS will begin supervisory traimng immediately for new NS supervisors after Control
Date. Complete implementation of this plan depends upon full integration of information
systems. Because full integration remains in the planning stages at this lime, it is not yet known
exactly when this will occur. Therefore, during any interim period, NS will continue use of the
current Comail system for recordkeeping/documeniation. However, during this interim period,
NS will begin application of other changes in the conduct of operational tests and handling of
violations and/or compliance.
3.

Accident/Incident Reporting

NS has in place comprehensive computer sysiems for reporting personal injuries, grade
crossing accidents and train accidents/incidents. All FRA reporting functions are located in the
Safety Deparmient in Roanoke. NS" plan is to implement the NS reporting systems on its
expanded system on Day 1. We expect all allocated Comail tenitories to have access to the NS
computer system located in Atlanta by that time. All FRA reporting for the expanded system
will be handled by the Safety Department in Roanoke.
a.

Internal Control Plan (ICP)

NS" ICP was issued and implemented Januar) 1, 1997. The policy on harassment and
intimidation contained in the ICP was transmitted via NS" electronic mail system (MEMO) to
hundreds of supervisors across the system with instmctions lo immediately post the policy on
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all safety bulletin boards (see Figure 1, following). Additionally, over 225 copies ofthe policy
were framed and distributed for permanent posting at major locations across the system. The
ICP was developed by the Safety Depanment and approved by the Law Department. The
official ICP is maintained by the Safety Department and is located in the office of the Manager
Safety - Reporting & Analysis in Roanoke, Virginia.

All supervisors, including senior

management and the Safety Department, are responsible for ensuring that tiie ftmdamental
principles set forth in the ICP are maintained and enforced.
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FIGURE 1
Excerpt: From NS' ICP
ACCIDENT/INCIDENT REPORTING POLICY AND CCa^PLAINT PROCEDURE

In aceordjuice with new federal reTtilations regarding ra3.1road accident
reporting adopted by the Federa. Railroad Administration,
(FRA), Norfolk
Southem Corporat3.on and i t a opera':ing r a i l siibsidiariea have developed a new
Intemal Control Plan (ICP) .
The ICP contains a policy statement and a
complaint procedure conceming ac(.:ident/incident reporting.
I n compliance
wxth 49 C.F.R. 225.33, tbis b u l l e t i n i s being disseminated i n order to advise
a l l enployees of our continuing policy requiring conplete and accurate
reporting of a l l accidents, inciden -.a and occupational i l l n e s s e s a r i s i n g from
the operation of the railroad.
In addition, this b u l l e t i n advises a l l
eaployees of the appropriate procedure to follow i n order to process
complaints alleging a v i o l a t i o n of the stated policy. A l l enployees should
taJce note of the following restai.enent of our reporting policy and the
supporting conplaint procctdure.

POLICY STATEMENT
Morfolk Southem Corporation and i t s operating r a i l subsidiaries (hereinafter
"NS") are committed to conplete and accurate reporting of a l l accidents,
incidents, and occupational i l l n e s s e s a r i a i n g from the operation of the
railroad. NS's policy i s to f u l l y conply with the l e t t e r and s p i r i t of FRA's
accident reporting regulations and to the p r i n c i p l e that harassment or
intimidation of any person that i s c:alculated to discourage or prevent such
person from receiving proper medical treatment or from reporting such
accident, incident, i n j u r y or i l l n e s s w i l l not be permitted or tolerated and
w i l l result i n d i s c i p l i n a r y action against any enployee, supervisor, manager,
or o f f i c e r of the r a i l r o a d committing such harassment or intimidation.

COIPLAINT PROCEDURES
Enployees alleging v i o l a t i o n s of the policy stated i n Paragraph I , must report
the nature of the intimidation and/or harassment i n writing to t h e i r imnediate
supervisor. The supervisor w i l l then undertake appropriate review and action,
adviSing the conplaining employee of the r e s u l t s of the action i n writing. I n
the event an enployee has reasonable cause to believe they have been
intimidated by the actions of their
ianediate
supervisor
regarding
injury/incident reporting, then a report may be made a t the enployee's own
election either to the imnediate supervisor's d i r e c t supervisor or to the
Director of Safety, Roanoke, Virginia, 540-981-4865.
A l l facts and
Circumstances w i l l be reviewed by a senior manager, and appropriate
determination w i l l be made as to the merits of each conplaint.
I f the
conplaint i s found to have merit, appropriate d i s c i p l i n e w i l l be assessed i n
accordance with the practices of the r a i l r o a d .
This information w i l l be
treated as confidential where appropriate.
NS s t r i c t l y prohibits r e t a l i a t i o n
against any enployee who truthfully reports a suspected v i o l a t i o n of NS's
policy against harassment and intimidation.

Safety Department
December 30, 1996
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I
Effective Day 1, all tenitories on the expanded NS system will be covered by the NS ICP
and related corp)orate policies and prceedures. On Day 1, the NS policy on harassment and
intimidation, and the procedures for handling such complaints, will be posted on safety bulletin
boards throughout the new tenitories and shops allocated to .NS and framed copies of the policy
will be permanently posted at major shops, office buildings, terminals, and facilities, as is
cunemly done at NS.
b.

Personal Injury Reporting
(i)

NS

The NS Personal Injury Computer Reporting System is capable of absorbing the
additional reporting, which will be generated from the newly-operated tenitories and shops, with
minimal programming modifications. Comail records for pre-Control Date injuries will continue
to be monitored for 365 days from the date of injury as required by regulation, with updates
accomplished via the NS system.
The NS personal injury reporting process is govemed by Corporate Procedure 403.1 a.nd
utilizes intemal forms 11131 (employee personal injury report), 11131-A (non-employee personal
injury report) and 22 (injured employee's statement). This procedure governs the reporting of
any employee fatality, injur)' or occupational illness which occurs while on-duty wheiher on or
off property; or off-duty while on Railway property. Il also governs the reporting of any
non-employee fatality or injury that occurs on Railway property or while conducting Company
business All information on incidents covered by the procedure is collected on one of the above
referenced forms.
Field supervisors at NS are responsible for accurately accumulating all required
intormation conceming an injury and for ensuring its input into the computer system. An injury
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has not been fully reported until it has been entered into tiie system and assigned an incident
number. The original injury reporting forms are retained in an injury file at the reporting
facility"s headquarters. The injury reporting forms will be available on the entire expanded
system prior to Day 1.
(ii)

Conrail

The major change that will occur in regard to injury reporting on the former Comail
property will be the requirement that local supervisors handle injury incidents from inception lO
conclusion. Cunently, when a Comail employee is injured, the employee's supervisor notifies
an outside health management contractor (PDSS) of the incident. The contractor enters an online CT75 injury form for the incident using basic information provided by the supervisor and
ananges for medical treaunent if required. When PDSS enters the initial information, a file is
cieated and receives an incident number assigned by the system. The Claims Department then
accesses the repon from the system. The claim agent investigates the injury, but does not
contact the employee unless the case involves lost time. Claims will file a report, thereby
completing the CT75 fo m. The Safety Department also accesses the on-line CT75 form and
evaluates the injury for reportability. FRA coding is accomplished at this time as well.
Supervisors are responsible for following up on any medical treatment received by the employee
that may affeci reporting stams.

FRA monthly reports are generated from the Comail

mainframe system.
(iii)

NS Expanded System-Integration

Under the NS sysiem. the supervisors on the new tenitories will be required to develop
all required injury and accident infonnation and will make imtial FRA reporting determinations.
They will continue to provide medical treatment information and monitor the slams of an injured
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einployee for 365 days from the date of the injury. All required intemal injury reporting forms
will be fumished to supervision during their traimng. NS does not anticipate utilizing the
outside contractor beginning on Day 1.
All operating supervisors on former Comail property will receive comprehensive training
on the NS personal injury reporting system between Control Date and Day 1. NS estimates this
will involve training almost 550 supervisors on the handling of the injury reporting forms.
Cunently NS has begun conducting first line supervisor training workshops for NS supervisors
which covers personal injur) reporting, accident/incident reporting, as well as a number of other
subjects. The workshops are 16 hours in length and are conducted over several days. After the
Control Date, similar workshops will be conducted for supervisors on properties allocated to NS
and will be tailored to provide in-deptii traimng on investigating and reporting injuries. The NS
IT Department plans to have a computer training system available to Comail supervisors to
facilitate training on the NS sysiem.

Training sessions most likely will be conducted

interdepartmentally on each of the three Conrail divisions allocated to NS and at the Altoona and
Hollidaysburg Mechanical Shops. A supply of all required intemal injury reporting forms will
be fumished lo supervision during the training with instmctions on how to order more of the
forms from Material Management when needed. Needed NS Safety Depanment support will
be provided on the division as necessary for inpuning data. NS anticipates tiiat up to 54 field
personnel will receive more detailed training on data input.
c.

Grade (. ros,sing .\ccident Reporting

When a grade crossing accident occurs on NS. the Chief Dispatcher on the division
where the accident occuned is immediately notified by field personnel. The field supervisor is
responsible for promptly providing all available accident information to the Chief Comaifs
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reporting is muchtiiesame, with information supplemented by the Comail Police Department.
Reporting of grade crossing accidenis al NS is govemed by Corporate Procedure 405 .1. This
procedure applies whenever there is impact between railroad on-track equipment and a vehicle
or pedestrian at a highway/railway grade crossing. Form 22-G (Crossing Accident Report) and
Fonn CT25A (Statement of Train and Engine Crews) are utilized witii this procedure. FRA is
familiar with these forms.
Upon notification of an accident, the Chief Dispatcher's office enters the accident
information into tiie NS Tolal System Accident Reporting (TSAR) computer system. TSAR
assigns a unique number to each accident entered. All infcrmation required for intemal reports
and FRA reporting is inputted into this system by tiie Chief Dispatcher's office. TSAR
automatically pulls information from the NS Grade Crossing Inventory to ensure accurate data
is fumished for the inrHent. Montiily FRA reports are generated from the data entered into
TSAR. NS plans to have TSAR available for use ontiienewlv controlled properties by Day 1.
NS" IT Department forecasts providing NS mainframe computer access to all Conrai! locations
which are to be operated by NS, between Control Date and Day 1. As mainframe access is
made available through the Thoroughbred entry display, field personnel will have access to the
TS.'XR reporting panels for direct input. Safety Department personnel will be available on
division, as needed, to assist in the first week and to offer direction as may be required in
keypunch.
d.

Train Accident/Incident Repiorting
i. NS

When a train accident/incident occurs, the Chief Dispatcher on the division where the
accident/incident occuned is inmiediately notified by field personnel. The field supervisor is
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responsible for promptly providing all available accident information to the Chief Reporting
of train accidents is govemed by Corp)oraie Procedure 406.1 (Train Mishap Reporting). The
procedure utilizes forms 968 (Derailment/Rail Equipment Incident Report), 968-2 (Derailment
Incident Report Questionnaire), 968-B (Supplement form when more than four cars or units are
derailed or damaged). 2067 (Report of Joumal Failure), 6735 (Broken Knuckle and Coupler
Report), and 10171 (Rule Violation Accident). FRA is familiar witii tiiese forms. Train
mishaps include broken knuckle, broken coupler, yoke or other draft system components, hot
box, train stopped due to suspected hot bcx, uncoupling (train separation) and any train
derailment regardless of damage. The procedure covers all collisions, derailments, fires,
explosions, acts of God and other events involving the operation of on-track equipment (standing
or moving) where the total estimated damage exceeds the cunenl FRA threshold.
Upon notification of a train accident, personnel in the Chief Dispatcher's office enter the
accident infonnation into the NS TSAR computer system. TSAR assigns a unique number to
each accident entered. TSAR automatically "pulls" information from the NS Grade Crossing
Inventory system (if needed), .he UMLER system and the Personal Injury reporting system. If
available at the time the accident file is initialized in TSAR, damage cost estimates for
equipment, track, signals and stmcmres are included in the report by the Chief. If the
information is not available the depanment responsible for estimating the damage will enter a
cost estimate in the TSAR record as soon as it is available. If the various estimates cumulatively
exceed the $6,5(X) FRA reporting threshold. TSAR automatically includes the incident in the
cunent month's FRA report.
NS recently has implemented a comprehensive train accident cost accumulation process
to enhance FRA reporting. This process has replaced manual tracking of train accideni damage
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costs. Each montii tiie process searches computerfilestiiatcontain cost information associated
with repair of equipment, track, signals, communication equipment and stmcmres damaged as
a result of a train accident. The system compares acmal damage witii TSAR estimates to
determine if tiie accident has exceeded tiie reporting threshold or if there is at least a 10%
difference between the cunent acmalfigureand what was reported to FRA. If either simation
occurs then the latest cost information is provided lo FRA. .As outlined above. TSAR train
accident/incident reporting is planned to be available on the new properties on Day 1.
ii. Comail
FRA grade crossing and train accident reporting on Comail is cunently handled by the
Safety Department, which accumulates information manually from a variety of sources. (Comail
does not presently have any mainframe database for grade crossing and train accident reporting.)
When a grade crossing or train accident occurs, the Comail dispatcher is instmcted to make an
entry in his Log Book about the occunence.

Also, under established procedures, a

Transportalion Field Supervisor or Division employee enters the accident in the Unusual
Occunence Report ("UOR") System - which is a stand-alone system not linked to other Comail
databases -- which assigns the report a unique number. To facilitate reporting UOR's, the Safety
Department has established its own UOR's form on an Electronic Bulletin Board. This form is
manually filled in by Transportation and sent to Safely. To ensure lhat all accidenis have been
input to the UOR's system. Safety Department employees review daily a printout of all
dispatchers' logs, all UORs input by the divisions, electronic UOR's, derailment reports, and
the Core Services moming report
The Conrail Safety Department is also responsible for preparing FRA report forms.
Comail currentiy uses the FRA AIRG system in performing this function. This system is a
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stand-alone system that is not linked to other Comail databases. As a result, use of the system
requires separate, duplicate entry of data into the AIRG sysiem. FRA train accident report
forms (Forms 54 and 57) are printed from the AIRG system. Train accident damage estimates
used to make initial reportability decisions are derived from the UORs. Acmal damages to
track, stmcmres. signals and equipment are accumulated manually from Engineering. MP200
reports and from the Car Accounting Department.
iii. Expanded NS - Integration
Supervisors on Comail property allocated to NS will receive comprehensive training on
TSAR between Control Date and Day 1. As discussed above, NS is conducting supervisor
training workshops which include accident/incident reporting. Similar workshops will be
tailored to provide in-depth traimng for former Comail supervisors on accident/incident
reporting. The NS IT Department plans to have a computer training system available to Conrail
supervisors to facilitate training on TSAR. NS estimates that 54 employees will receive detailed
training to input data into the TSAR and Personal Injury Reporting System. This training will
be accomplished between Control Date and Day 1. TSAR training for Mechanical and
Engineering personnel will consist omy of inputting damage cost estimates and performing
inquiries. Training session? most likely will be conducted interdepartmentally between Control
Date and Closing Date, on each of the three Comail divisions allocated lo NS and at the Altoona
and Hollidaysburg Mechanical Shops. All Transportation supervisors will be trained to fill out
grade crossing report forms, train accident forms and personal injur}' forms via a one day
workshop.
e.

Drug/Alcohol Test Results Reporting

The NS Safety Department reports alcohol and dmg test results in connection with reports
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to FRA on injuries and train accidents. The underlying testing could arise under 49 C.F.R.,
Part 219, Subpart C - Post-Accident Toxicological Testing, Subpart D - Authorization to Test
for Cause (reasonable cause) and Subpart D - Mandatory Reasonable Suspicion.
In accordance with FRA Guidelines for Preparing Accident/ Incident Reports, the Safety
Depanment ensures ihat a monthly report for the entire system is submitied within 30 days
following the month in which the incident(s) occuned. Two reports included in this monthly
report contain alcohol/dmg test results. The reports are:
•

Form FRA F6180.55A - Railroad Injury and Illness Summary

•

Form FRA F6180.54 - Rail Equipment Accident/Incident Report

Form FRA F6180.55A (Railroad Injury and Illness Summary) requires that railroads
mainuin an intemal computer injury reporting system that is used by all departments to report
personal injuries or illnesses. For employee injuries or illnesses, the computer program requires
that the reporting department enter whether or not the injured employee was tested and if so
what body parts were tested. This entry is then capmred on an evaluation screen for the injury
that is used to review the reportability of the injur)' and enter appropriate test result codes as
required by the Guidelines. The injury report is then stored until such lime that all of a
particular month's injur)' data is complete and ready for submission lo the FRA. When all
injury reports are completed for the reporting month, NS then requests that the computer system
produce complete Forms FRA F6180.55A (Railroad Injury and Illness Summary) listing all
reportable injuries which include alcohol/dmg test codes previously entered. In order to enter
proper test result codes in the evaluation of the reportability of an injury as described above, NS
maintains alphabetical files for each employee's alcohol/dmg testing. A computer-generated
form (NS Form 6891-Report of Dmg and Alcohol Testing) identifies the division, date, time.
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regulator)' basis for test(s), i.e.. Subpart C or D, employee's name, social security, body part
tested and name of person making the report.
The above form and lener is also used by NS lo properly report alcohol and dmg test
results to the FRA on F'?rm FRA F6180.54 (Rail Equipment Accident/Incident Report) if the
injury was the result of collisions, derailments, fires, explosions, acts of God, or other events
involving the operation of railroad on-track equipment (standing or moving) and causing
reportable damages greater lhan the reporting threshold for tiie year in which the
accident/incident occuned.

NS also submits conected or late reports for injuries or train

accidents and related alcohol/dmg test results as required by FRA's Guidelines. The FRA
routinely inspects the railroad's records containing alcohol/dmg reporting to ensure compliance.
These repxjrting forms and practices will be implemented on the expanded NS system on Day 1,
with any necessary training for supervisors completed as discussed above.
4.

Control of Alcohol and Drug Use
a.

Integration of CorpNirate Programs

The medical policy of NS does not permit the employment of persons who use dmgs
which impair sensory , mental or physical functions. Further, NS prohibits all possession and
use of or impairment by alcohol when employees are on duty, reporting for duty, on Company
property or occupying facilities provided by the Company.
To implement ils policy on dmgs, il is NS' policy to require a dmg screen:
As a part of Company-authorized physical examinations (including
pre-employment, periodic, remm- to-service, fitness-to-remain in service, and executive
physicals) required by the Company.
Where required or permitted by applicable federal regulations.
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When an employee appears to be under the influence or impaired by dmgs.
When the Medical Department has reason to question whether an employee
meets the Company's medical standards which proscribe the employment of persons who
use prohibited substances.
The Depanment of Transponation (DOT) and FRA have promulgated regulations which
govem the collection and analysis of urine specimens collected pursuant to DOT or FRA
authority. NS has elected lo followtiiesesame collection and analyses procedures for all dmg
testing (i.e.. testing done under NS policy as well as that performed under federal authority).
NS took this step in order to ensure that all testing was done in an accurate and consistent
manner.
An employee whose urine tests positive for a prohibited substance will be medically
disqualified from service by the NS Medical Director. The employee will be instmcted in
writing to contact the Company's Dmg and Alcohol Rehabilitation Service (DARS) for an
evaluation within seven (7) calendar days of the date of the Medical Director's letter. If. as a
result of the DARS evaluation, the employee is determined to have an addiction problem, he or
she may only be remmed to service after completing the rehabilitation required by DARS and
providing a sample lhat tests negative. If the employee is determined to be without addiction,
he or she must rid his or her system of prohibited substances and provide a negative urine
sample, at a medical facility selected by the Company, wiihin 45 days of the date of the Medical
Direcior s original instmctions. Should an employee fail to timely contact DARS within the time
required: or fail to cooperate with any rehabilitation required by DARS: or fail to provide a
negative urine sample within the time required, that employee will be subject lo dismissal for
failure to comply with instmctions.
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An employee who tests positive for a prohibited substance and complies with the Medical
Director's instmctions will be remmed to service and advised in writing by the Medical Director
that the use of prohibited substances is contrary to Company policy and will be instmcted to
keep his or her system free of such substances. An employee remmed to service in this manner
may be required on several occasions during the 5-year period following remm to service to
report to a medical facility for further testing to determine if he or she is using dmgs and/or
alcohol. Should any fumre test be pjositive, the employee will be subjeci to dismissal for failure
to follow instmctions.
An alcohol test may be conducted when required or pennined by applicable federal
regulations. If federal regulations are not applicable, an employee who appears to be under the
influence of alcohol may be offered the oppormnity to provide a breath or blood sample for
testing. If such a test indicates the presence of alcohol, the employee will be subjeci to
dismissal.
Conrail s dmg and alcohol testing policies were acmally based in part on NS policies and,
with few modifications, remain similar to those of NS. The areas where Comail and NS differ
are outlined below:
•

Comail employees who are subject to random FRA dmg testing are not required

to fumish a urine dmg screen as a part of a required periodic physical examination. No requires
a urine dmg screen as a part of aU physical examinations.

NS intends lo give, through

appropriate publications, notice to all employees that all physical examinations will include a
dmg screen urinalysis.
•

Operating management employees are included in Comail's random testing. NS

does not include operating management employees in its random testing policies. Should NS
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decide to discontin'ie testing operating management employees on its allocated portion of
Comail, or to include all NS operating management employees in random testing, appropriate
notice will be given.
•

At Comail, wheie mandatory post-accident testing is required under FRA

regulations, positive tests, including positive dmg tests, are treated as violations of Rule G.
NS does not consider a piosiiive dmg lest, alone, to be a violation of Rule G. In order to prove
a violation of Rule G, the positive urine test must be coupled with observable signs of dmg use.
NS, at this time, does not intend to change its policy for the expanded system.
•

In mandatory post-accident testing under FRA regulations, a Comail employee

who tests positive for alcohol or dmgs is subject to discipline for violating Rule G. In other
circumstances, a Comail employee who tests pjositive for alcohol for the first time within a ten
year period and has had no previous Rule G violation during lhat period is not subject to
discipline for violation of Rule G, but is treated under the Conrail Medical Policy in the same
manner as an employee testing positive for dmgs. All former Conrail employees who accept
employment with NS will be given appropriate notice that a positive test for alcohol will be
considered a violation of Rule G.
•

Under NS policy, an employee who remms to service following a positive test

for dmgs or dismissal for violation of Rule G is instmcted by the Medical Director to keep his
or her system free of such substances. The employee is also told that should anv fumre lest be
positive, the employee will be subject to dismissal. Under Conrail's policy, only employees who
test positive for dmgs or alcohol w ithin a ten vear period following the first positive or dismissal
for violation of Rule G are subject to dismissal. NS will disseminate its dmg and alcohol policy
ihrough appropriate publications and wiil emphasize that if anv fumre test is positive, the
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employee will be subject to dismissal for violation of Company policy and the Medical
Director's instmctions.
In general, for the expanded NS system, NS anticipates that it will implement its existing
policies on dmgs and alcohol on Day 1.
b.

Testing Under 49 C.F.R. Part 219
(i)

Post-Accident Toxicological Testing

The FRA mle on control of alcohol and dmg use in railroad operations requires railroads
to lest Hours of Service covered employees in cenain circumstances and permits employees
covered by the Hours of Service Act to be tested in other circumstances.
In circumstances where post-accident toxicological testing is required, the railroad
supervisor responding to the scene will make a "good faith judgment" as to whether
post-accident toxicological (Subpart C) testing is required. If testing is required, all employees
covered by the Hours of Service Act who were directiy involved in the accident will be tested.
In addition to operating crews, this may include any other covered employee who was directly
involved, such as an operator/dispatcher or signal maintainer.
An employee who is required to be tested under Subpart C will be taken to an
inde,endtnt medical facility where the samples will be collected. Initially, the offices of the
Company's Selected Physicians will be pre-designated as Subpart C collection facilities.
However, depending upon the location of the accident/incident and the exigencies of testing,
additional medical facilities may be utilized.
Samples collected during Subpart C testing will be shipped via ovemight express mail
to the laboratorv designated by FRA for required analysis. Any employee who refuses to
cooperate in Subpart C testing must be removed and disqualified from covered service for a
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9-month period. However, because NS makes every effort to collect samples when post-accident
testing is required, employees will be made aware that any employee wbo refuses lo cooperate
with testing is subject to dismissal for failing to comply witii instmctions. This policy will apply
to the entire expanded NS system on Day 1.
Comail employs a third party. Short Stop. LLC. to perform breath alcohol testing eitiier
at tiie accident site or a medical facility when post-accident testing is required. NS makes
limited use of third party collectors, and in such circumstances usually would either have breath
testing performed by a NS-lrained Breath Alcohol Technician (BAT) or lelies on trained
personnel at a medical facility. For breath alcohol testing, NS intends to exiend its practice of
utilizing the services of its own trained Breath Alcohol Technicians (BATs) or the services of
trained personnel at medical facilities on the allocated Comail tenitories. For dmg testing, NS
intends also to utilize the services of qualified medical facilities for urine collections. However,
realizing that a period of transition is required, NS will continue to utilize the services of a thirdparty contractor until such time as trained BATs and the NS methods can be phased into the
Conrail tenitories allocated to NS. In all other areas. Comail's post-accident toxicological
testing plan is consistent with NS' plan.
(ii)

Testing for Reasonable Cause

While Subpart D "reasona'jle cause" permits railroads to require urine and breath testing
under certain circumstanres, they are not required to do so. NS anticipates that it will utilize
the authority granted by FR.\ regulations to test for reasonable cause to the fullest extent
practicable. Employees selected for testing under Subpart D will be tested in accordance with
49 C.F.R.. Part 40 procedures An independent professional outside laboratory will be used for
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dmg testing and a copy of the laboratory report sening forth tiie results will be furnished to the
employee.
Conrail utilizestiieservices of a third party. Short Stop, in some circumstances lo collect
urine and breath samples for testing under Subpart D However. Conrail does not routinely
pertorm discretionary testing under Subpart D. While NS' existing practice of utilizing Subpart
D auihority for testing will be followed throughout tiie expanded system on Day 1, no final
decision has been made as to whetiier NS will continue to use the services of Short Stop or,
altematively, local medical facilities and NS-irained BATs.
(iii)

Random Dmg and Alcohol Testing Programs

An employee selected to be tested under Subpart G - Random Testing, will be instmcted
to report lo a designated collection facility. (An appropriately equipped facility on the property
or a medical facility will be used for this purpose.) Employees selected for testing will not be
notified until they have reported for duty and then only as far in advance as is necessary to
accomplish the test. Under FRA regulations, an employee who refuses to cooperate in random
testing is to be removed and disqualified from covered service for a 9-month period. However,
because NS intends to make every effort to collect samples when random testing is required,
employees wil! be made aware that any employee who refuses to cooperate with testing will bs
subject to dismissal for failing to comply with instmctions. This policy will apply system-wide
on Day 1.
Both NS and Conrail have Subpart G random testing plans which have been approved and
placed on file with the FRA. The primary difference between the NS and Comail plans is the
selection by train starts for NS train and engine service employees and by "clusters" for Comail
employees. NS uses a randomly-selected number of train starts, or crews reporting on or off
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duty for random testing of train and engine service employees, random gang selection for signal
gang employees, dispatching offices for train dispatchers, and job position numbers for
independent assignments. Comail uses a "cluster" concept wherein all employees at a randomly
selected location on the randomly selected shift or who report for or are relieved from duty
during the span of the shift, are selected for random testing.
NS cunently anticipates that its "random testing plan" which has been approved and is
on file with FRA also will be applied to the Comail tenitories allocated to it. NS will obtain the
Conrail data base and should NS discontinue the "cluster" selection, it will do so with little
noticeable impact on the employees subject to testing. Such change will only be made when
necessary computer reprogramming is completed. Any change in random testing plans, however,
will be preceded by appropriate notice to employees and the FRA.
c.

Procedures for Implementation of NS Drug and Alcohol Policies
(i)

Supervisory Instmctions and Guidelines

NS periodically updates, publishes and distributes its Supervisor Guidelines for Handling
Rule G Cases and Incidents of Dmg Testing ("Guidelines"). The Guidelines contain instmctions
to supervisors for handling simations for determiiing when testing is required under FRA mles
as well as when testing may be required under Company policy and simations involving
suspected violations of Rule G. The appropriate supervisors who come to NS from the allocated
Comail tenitories will be fumished a copy of the Guidelines.
(ii)

Supervisor Training

NS has developed a comprehensive training program for controlling alcohol and dmg use
on the railroad The program deals with signs and symptoms of alcohol and dmg use as well
as the FRA mles under 49 C.F.R. Parts 40 and 219. All NS supervisors of employees subject
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to the Hours of Service Act are required to undergo a minimum of three hours training. NS will
ensure that supervisors on the NS allocated portions of Conrail are given the same training and
anticipates lhat it will: (a) train selected supervisors from each new operating division to be
division trainers (train fhe trainer), and (b) establish schedules, witii anticipation of completion
prior to Closing Date, for training the remainder of the new operating division supervisory
officers. It is premamre to establish a definitive schedule for the training of supervisors

NS

intends to begin such training as quickly as time and law permit and will maintain Comail's
present methods and practices until the training is complete.
(iii) Emplovee Communication
NS has produced a number of publications designed to educate employees on preventing
the abuses of dmgs and alcohol; the Company pxilicy on alcohol and dmgs; and the FRA
regulations goveming dmg and alcohol testing NS anticipates lhat all Comail employees who
accepi employment with NS will be fumished the following publications: Health and Safetv
Information on Alcohol and Dmg Abuse: Alcohol & Dmg Rules, An Overview; and Norfolk
Southem Safety and General Conduct Rules.
(iv)

Emplovee Assistance Program

Pursuant to -^9 C F R. Part 219, Subpart E. railroads are required to have a formal policy
designed to identify and assist employees with alcohol and dmg problems. The Employee
Assistance Prop am on Comail is handled by contract with PDSS. The program offered through
PDSS satisfies the requirements of Subpart E.
NS maintains an active Dmg and Alcohol Rehabilitation Service (DARS) Program. Both
agreement and non-agreement employees are eligible for entry into the DARS Program during
periods of active employment. Certain fomier employees also are eligible for entry into the
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DARS Program witiiin 30 days following tiieir dismissal, provided they meet certain
requirements.
NS anticipates tiiat it will extend its DARS Program across its expanded system. The
DARS Program fully satisfies the requirements of Subpart E.
5.

Oualification and Certification if Locomotive Engineers
a.

Present Policies

NS has tiioroughly evaluated engineer training, qualification and certification policies on
Conrail. It is apparent Comail s processes are very similar to those in effect on NS, although
there are some relatively minor differences. For the most part, NS will transfer its policies to
tiie Comail tenitory allocated to NS. These two programs will be fully integrated to achieve
tiie best results in compliance with the goveming regulations al 49 C.F.R. Pan 240.
NS' engineer training qualification and certification p)olicies are organizationally under
tiie direction of a System General Road Foreman of Engines. These policies are directed to each
operating division where there is a Division Road Foremen of Engines and several Road
Foreman of Engines who carry out tiie policy.

Generally. Road Foremen of Engines are

tenitorially based on each division and have responsibilit • for a defined group of locomotive
engineers.
NS has a locomotive engineer training facility located in McDonough, GA. This facility
uses state ofthe art training techniques and is equipped with a full motion locomotive simulator.
There is a staff of five Road Foremen of Engines who are employed full time for instmcting
student engineers at this facility (see discussion above in Section VI. E. 1.).
Comail"s engineer training, qualification and certification policies are organized similarly
to NS. Organizationally, these policies are implemented by the Sysiem General Road Foreman
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of Engines. Again, each division has a Divisicn Road Foreman of Engines and several Road
Foremen of Engines who carry out Comail policies. Road Foremen of Engines are tenitorially
based on current Comail divisions, similar to NS.
Conrail operates a training center at Conway, PA. This facility uses classroom style
instmction and is equipped with locomotive and air brake simulators for training purposes.
There is a staff of three instmclors employed exclusively in the instmction of student engineers
at this facility. This facility is managed by the System General Road Foreman of Engines.
b.

Integration of Engineer Training, Qualification
and Certification Policies

NS and Comail have formed a joint team to integrate their policies and formulate a
revised engineer certification program. It is expected this program will be very similar lo the
cunent NS program, effectively extending it to newly acquired Comail propenies. This team
will be led by NS' System Geneial Road Foreman of Engines.
Whiie reviewing policies, this team also will be mindfjl of oppormnities to update NS'
cunent engineer certification program, utilizing a "best practices" approach when resolving the
few substantive differences between the cunent NS and Comail programs. This process has
begun and will be completed by Control Date.
c.

Engineer T raining and Qualification

Both NS and Comail have similar selection criteria for engineer training candidates,
although NS cunently requires employees to have at least o le year of service before entering
engineer training programs. Some Comail engineer training candidates are hired directly into
the engineer training program, depending upon availability of experienced employees at locations

-96-

where engineer trainees are needed. NS cunently is evaluating Comail's policy lo determine
if continuation is appropriate.
Under the NS engineer training process, employees remain at the engineer training
facility in McDonough for a four week fonnal training session. This session is designed to
provide intensive train-ng to the prospective engineer. Upon completion, the employee will have
extensively smdied railroad operating mles, train handling instmctions, air brake instmctions,
locomotive operating procedures, and. to some limited degree, locomotive mechanics.
Throughout the course of this session, employees are periodically tested to assure they are
developing a thorough understanding of the subject matter and are well versed in all areas of
knowledge required to serve safely and efficiently as a locomotive engineer.

This formal

training session includes 72 hours of simulator training, classroom instmction, and
computer-based training.
Following this formal training phase, smdent locomotive engineers remm to their home
tenitory and begin training over the line segments and in terminals where they will serve. In
most cases smdent engineers remain in this stams for at least six months depending upon the
tenitory where the employee will serve as engineer.
NS assigns each smdent engineer to a qualified locomotive engineer for training purposes.
NS uses a program called, "The Engineer as Coach." This program involves training the
qualified locomotive engineer and the smdent locomotive engineer to interact effectively to
assure training is accomplished successfully.
During this training period each student engineer is evaluated by a koad Foreman of
Engines at least one time per month to monitor progress. When the training period is nearing
completion, the Road Foreman of Engines, coach engineer, and smdent engineer will meet to
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evaluate the trainee"s progress. If it is apparent the smdent engineer has been thoroughly trained
and is therefore prepared for qualification, an evaluation trip is ananged by the Division Road
Foreman of Engines or another Road Foreman of Engines to determine the smdent engineer's
fitness for qualification.
Again, there are few substantive differences between the NS process described above and
tiie cunent Comail program.

Therefore, at this point, it is expected the training and

qualification process will be integrated smoothly as an extension of cunent NS policies.
Initially, to ensure an adequate supply of trained engineers, it is anticipated that both training
centers will be utilized for instmctional training. However, at some point in the fumre. training
may be consolidated to the NS McDonough Training Center if it is determined that this center
has sufficient capacity to train engineers for the entire expanded NS system.
Overall, it if anticipated that engineer certification policies in effect on NS today will be
extended to those portions of Conrail allocated to NS.
d.

Engineer Certification

NS plans to integrate the present Comail certification program into the format cunently
used on NS. These programs are very similar in ,cope and format. Accordingly, little
supervisor)' training will be reqvured to implement the integrated program on allocated
tenitories. NS anticipates the following process will be placed into effect:
Engineers will be re-certified prior to a select date which is determined by their birth date
and the last two digits of their Social Security Number. This ensures the rc-certification process
will be spread throughout the calendar year and the entire roster of engineers will be re-certified
every three years. This differs from Comail's program only in that Comail cunently selects
re-certification dates for engineers based upon the first alphabetical character in their last name.
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All locomotive engineers will fulfill the knowledge requirements of the certification
process by successful completion of an anr.ual examination on the operating and safety mles.
This will be conducted on each engineer's respective division or district by a local supervisor
of locomotive engineers. On Conrail, this is done in regular annual Operating Rules classes by
managers and supervisors of the Operating Rules Department.
A supervisor of locomotive engineers will ride with each engineer on a train for tiie
purpose of conducting a performance evaluation prior to re-certification. This is the same
process Comail has in effect to fulfill the performance evaluation for re-certification.
Each engineer will be tested by a supervisor of locomotive engineers for mles compliance
while operating a train. During this process, at the least, a lest will be made to determine if the
engineer controls his or her train in compliance with a signal that requires initiating action to
reduce speed or stop the train.
A supervisor of locomotive engineers will ride with each engineer at least once each year
to fulfill the requirement for annual monitoring of each engineer's performance. This is the
practice cunently in effect on Conrail
To fulfill the medical and driving record requirements of the certification process, each
engineer will be mailed, by registered mail, a notification packet six months prior to his select
date for re-certification. This packet will inform the engineer that anangements must be made
to attend a physical examination, (vision and hearing), to be pertormed by a selected physician,
.^s is cunently the practice on NS and Comail, it will also require the engineer to submit
necessarv infomiation and authorization for the railroad to conduct a search of his/her driving
record. This completed information will be remmed to the System General Road Foreman of
Engines for processing.
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Cunently, Comail mainiains certification records al its training center under the direction
of the Sysiem General Road Foreman of Engines, Conway, PA.

Eventually, all engineer

certification record, will be consolidated to NS' System General Road Foreman of Engines'
Office in Atlanta, GA.
e.

Train Handling and Air Brake Applications

FRA has requested information on how the railroad will carry out the federal regulations
goveming train handling and air brake applications on its allocated territories, including the
CSAO and the Northeast Conidor. .NS has extensive procedures that are implemented to assure
the highest possible level of mles compliance by locomotive engineers and other operating
employees. Its procedures for insuring compliance of the above-cited operating requirements
are stipulated in the procedures that govem mles compliance in general.
First, NS will assure through its training process that all employees are familiar with
operating instmctions pertaining lo train handling and air brake applications.

This is

accomplished using the above-described training process and by direct contact between NS'
network of instmclors of locomotive engineers and locomotive engineers on the allocated
territories, CSAO and the Nonheast Conidor. Initially, those train handling instmctions and
air brake procedures in effect on Conrail will remain in effect. They are well understood by the
employees who will work for NS on the allocated tenitf .ies. as well as by the employees who
will be employed by CSAO and employed by NS ( i the Northeast Corridor. Eventually. NS
mles and instmctions may be extended to allocated tenitories, (an opiion outlined in the
Operatine Rules Section VII. A. 1 ) . Any change in Operating Rules will be accompanied by
an appropriate training effort to assure that each employee is familiar with the instmctions made
effective prior to their implementation.
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Second, NS will instimte ongoing safety training and improved communication through
a program lhat has been very successful on NS, commonly refened to as "Train Handling
Meetings." These meetings are ananged by Road Foremen of Engines on their district and all
engineers are invited to discuss topics about safety, train handling, operating mles, new
equipment, and other general concems or issues. Any decisions made during these meetings that
will improve operaiing practices, train handling procedures, or service delivery are implemented
to the broadest extent possible under NS policies and procedures.
Finally, NS will implement an enforcement process that assures each employee performs
in a compliant mamier.

This will be accomplished through operational testing and by

periodically evaluating THR data on an unannounced basis to ascertain compliance. NS has
outlined elsewhere in this plan its extensive process for performing operational testing and tiie
extent to which NS will expect compliance witii these instmctions and procedures.
6.

Hours of Service
a.

Hours of Service Rep>orting

Hours of service records and records of any incidents of service in excess of that
permitted by the law are maintained by the individual operating divisions on NS. This piolicy
wiil be extended to the Comail lines allocated to NS. The Operating Rules Department is
responsible for accumulating reports from the individual divisions and filing any repiorts of
excess service with FRA. Beginning on Day 1. we anticipate that the Comail lines and facilities
allocated to NS will be handled using these same guidelines.
Cunently. NS is using a paper-based system for hours of service reporting that requires
employees to enter their hours of service duty information on-line in the computer sysiem. A
hard copy of the record is printed, reviewed, and signed by the employee or senior member of
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tiie crew. The records are tiien sent to offices in Roanoke, Virginia, wheretiieyare sorted and
filed.
In conjunciion with FRA oversight, an electronic hours of service record keeping system
has been developed and has been given conditional approval by the FRA. One of the conditions
is that NS count attendance at mles classes as covered service when commingled with HSAcovered duties. Effective January 1, 1998, NS intends to meet the conditions set forth by the
FRA and to implenient the electronic hours of service reporting. Because NS employees already
have been reporting through the system, the acceptance of the conditions by the FRA for waiver
approval will mean ihat the signed paper reporting evenmally will be eliminated in favor of the
electronic records. This step will not require additional training for NS employees. The NS
hours of service reporting for signal employees is a paper-based system where each employee
completes an approved form daily. These forms are sent to the appropriate Division office each
montii where they are reviewed and filed for FRA inspection. Sysiem signal employees' HSA
forms are filed at the appropriate project engineers' or supervisors' office.
On Comail. the hours of service reporting for train and engine service employees is
recorded on the employee's payroll timeslip. The documents are processed for payroll and then
microfilmed for later retrieval. The hours of service reporting for signal employees is a paperbased system in which each employee completes an approved hours of service form daily. These
forms are sent to the appropriate Division Oftice each month where lhey are reviewed and filed
for FRA inspection.

System signal employees" hours of service forms are filed at the

appropriate project engineer or supervisor"s office. The implementation of train and engine
service HSA reporting on Conrail properties allocated to NS will be lied to the crew
managemem and paperiess payroll implementations.
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b.

Crew Management

NS" implementation of the crew management function at Comail will involve transfening
the calling functions to the NS system. Both Comail and NS utilize a computerized crew
management system lhat was developed by P S. Technology. While the systems have some
minor differences relating to compliance issues associated with labor agreements, they are
similar in design, which will aid in the transition of crew call functions.
As part of the implementation, approximately 60 Comail crew dispatchers will be trained
on the NS system utilizing a classroom instmctor and Computer Based Traimng (CBT) specific
to the crew management function and train and engine service employees. Included in both the
CBT and the instmctor training of crew dispatchers are segments that provide reinforced training
with respect to the hours of service requirements for train and engine employees as they relate
to resl, service, and deadhead periods.
Initial implementation on Comail properties allocated to NS will be methodical. The
changeover within the Crew Management Office will be accomplished a division at a time,
similar to recent changes that were made on NS. Starting with the first of three divisions, on
Day 1, crew dispatchers will call the Conrail employees from the Conrail system. Working with
a supervisor, the same information will be minored in the NS sysiem. This parallel processing
will continue to occur for approximately four to five days or until such time as the NS system
has been synchronized with the Comail system. Approximately four weeks after Closing, the
crev. management functions will no longer need to be performed on the Comail sysiem.
After the first division is completely moved onto the NS system, the implementation
process will move to the next division, where the same procedures will be followed. The third
division implementation will follow behind the second division"s implementation. On-going
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support will be given at the Dearbom facility until such time as the functions are transfened to
the NS Crew Management Center in Atlanta. GA.
During the interim period between Day 1 and completion of field training, the train and
engine employees on Comail tenitories allocated to NS will continue to complete their
paper-based reports. These reports will continue to be mailed to a central location and will be
available for retrieval upon request. In addition, the train and engine employees will continue
to repwrt their off-duty information by contacting their crew dispatcher by telephone.
After the crew management process is fully moved onto the NS Crew Management
system, field training on the paperless reporting system will be implemented in the same maimer,
i.e.. one division at a time. NS will provide the approximately 3,800 former Ccnrail train and
engine employees with traimng materials that will include detailed reference guides, instmctional
manuals and a video specific to the end- of-trip process that will detail hours of duty requirements
and the associated electronic reporting system.
As a division is implemented, trainers will >* sent to cover aU off-duty locations and
provide instmctions on paperless reporting. Based on preliminary plans, tor each division more
than 300 trainers will be involved in teaching and assisting the train and engine employees at
approximately 50 locations. Cunently. a detailed inventory of Comail equipment is underway,
but a preliminary invemory has found that approximately 162 CRTs are available for train and
engine employees to use in making inquiries. A review of the locations and the anticipated crew
activity is underway so as to ensure adequate access to these devices for reporting and inquiries.
Based on preliminary estimates, it appears that an additional 150 to 220 CRTs will be needed.
The field trainers will be on location for approximately three weeks during the training period,
providing around-the-clock training to ensure complete instmction. A help hot-line will be
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staffed by management personnel during this process to ensure the availability of expertise and
guidance.
In addition to having trainers on-site for three weeks, the system includes feamres that
help ensure valid and timely reporting. First, the electronic reporting sysiem provides prompts
requiring an employee to report hours of service information whenever the system detects that
an hours of service event has occuned. To ensure employees are not entering information when
they should be resting, the system will not allow an employee to enter end-of-trip information
if he/she has been on duty more than twelve hours. In this case, a report is suspended and
tracked as an outstanding hours of service reporting requirement that is due for completion at
a later opportunity. Once an outstanding umepwrted liours of service event enters tracking, an
employee is notified of the outstanding event in three ways: whenever the employee calls the
Voice Response Unit (VRU) for inquiries: whenever he/she is selected for a tiiwre call; and
whenever he/she accesses information on the system. Outstanding hours of .service reports may
only be cleared up by each individual employee and must be done when that employee is on-duty
or in a layoff status.
Upon completion of the conversion to the NS Crew Management System and full
implementation of field tram and engine service personnel training, the calling functions will be
relocated and integrated into the NS Atlanta Crew Management Center. The NS Atlanta Crew
Management Center is staffed twenty-four hours a day, seven days a week with supervision to
assist employees in answering hours of service questions. Together with the coordination of
train and engine service crews under single collective bargaining agreements at transportation
hubs, this crew call system and the electronic hours of service record keeping system will ensure
compliance with federal regulations and will provide a larger pool of personnel from which to
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draw for train assignments, thereby increasing NS' flexibility to ensure employees are afforded
greater rest oppormnities.
Conductor and engineer trainees cunently receive hours of service training during their
training period at the NS McDonough Training Center. It is anticipated that fumre training of
employees hired for allocated Comai! areas will receive the same instmction, regardless of
where the training facility is located
Another key area affecting employee quality of life issues relates to providing accurate
and timely information about planned events and up-to-date information on train operations. To
assist employees with enhanced information on operations, the NS Voice Response Unit allows
employees to inquire on their specific conditions with regards to rest, pool or extraboard
standing, anticipated trains and approximate call times, vacancies in the pools and availability
of extra employees. The system also handles a variety of facts conceming active/inactive pools
such as home and away crews advancing to a specific terminal.
Comail's train ordering lakes place mostly by telephone requests.

This activity

circumvents the electronic train order system that has the capability to pass train information to
the field inquiries and the VRU. On NS. the train information is provided in an on-line format
on a continuous basis by field supervision and/or dispatchers. As such, the information is
cunent and reflects more accurate information than does the cunent Comai! system that voices
static schedule times from an electronic schedule.
Another feamre of the NS VRU system is an inquiry that will allow any employee to
inquire on any pool or extraboard within the system. This feature allows train and engine
employees to obtain infomiation that is not specific to their normal circumstance, but that may

-106-

have a bearing on the operation of their part of the railroad. In summary,tiiechange-over to
tiie NS system will benefit all employees as they are able to obtain letter and more information.
7.

Yard Operations
a.

Introduction

NS has reviewed yard operations on Comail and identified all terminals where NS
employees will be operating. This includes terminals on routes acquired by NS, terminals that
will become CSX operations and CSAO assigned terminals. Physical characteristics training is
a requirement for engineer certification. NS already has described its extensive provisions for
compliance witii engineer certification procedures at Section VII.5. This section will specifically
address physical characteristic training at terminals for both engineers and trairmen, as well as,
both yard and road crews.
b.

Terminal Locations Requiring Physical Characteristic Training

Following is Figure 2, which depicts locations where physical characteristic training will
be required for NS employees. Figure 2 includes locations that will be operated by NS, CSX,
and CSAO, but is limited to omy those locations where NS emplovees will require training.
Figure 2 shows the average number of employees presently working within ea.;h terminal. Most
of tiiese employees cunently are Comail employees; NS is projecting, based on certain
assumptions regarding reanangement of forces ihat will not be fully defined until implementing
agreements are completed, that most oftiieidentified positions will be employed by NS effective
Day 1. Figure 2 shows the average number of cunent employees at each location, by craft and
their job position, either reguiarly assigned or extra board. It should be noted thai most
employees at any particular location are not expected to require physical characteristic; training.
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FIGURE 2
Terminal Locations Requiring Physical
C h a r a c t e r i s t i c s T r a i n i n g For P r o j e c t e d NS Employees
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Pittsburgh
Pittsbursh
Pittsburgh
Pittsburgh
Pittsburgh
Pittsburgh
Pittsburgh
Pittsburgh
Pittsburgh
Dearborn
Dearborn
Dearborn
Dearborn
Dearborn
Dearborn
Dearborn
Harnsburg
Harrisburg
Harrisburg
Harrisburg
Harrisburg
Harrisburg
Harrisburg
Harrisburg
Harrisburg
Harnsburg
Harrisburg
Harrisburg
Harrisburg
Harrisburg
Harrisburg
Harrisburg
CSX
C3X
CSX
CSX
CSX
CSX
CSX

csx
CSX
CSX
CSX
CSX
O^.X
ICSX

csx

CSX

Location
Conwa\' Vard
Conwav Yard Crew
Goodman, OH
Harding, OH
Holidavsburg, PA
Mansfield, OH - Yard
Mingo Junction, OH
Oil CiU', PA
Youngstown, OH
Livernois Y ard
.Mack Yard
Monroe Yard
Mound Road Yard
iMorth Vard
North Yard Eng. Exc.
River Rouge Yard
Bayonne, NJ
Ba/wav, NI
Frankford let. - Yard
Linden/Metuchen, NJ
Linden/Metuchen, NJ
Midvale, PA - Yard
Morrisville, PA - Yard
Oak Island, NI
Oak Island. NJ
Oak Island, NJ
Oak Island, .NJ
Pavonia, PA - Yard
Port Newark, NJ
Port Reading, NI
i South .Amboy, NJ
Stonev Creek, PA
Anderson, IN
Avon, OH
Cleveland, OH
Collingwood Yard
Fort Wavne, IN
Frontier Vard
Greenwich, PA - Yard
Indianapolis Transfer JOIJ
indiarupolis Yard
Uma, IN
North BTgen, NJ
Parma Yard
Seneca Yard
south Keamv, NI
south Keamv. NJ
Foledo, OH (Stanlev)

Road
NS
NS
NS
NS
NS
NS
NS
NS
NS
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSAO
CSX
CSX
CSX
CSX
CSX
CSX
CSX

csx
CSX
csx
csx
csx
csx
csx
csx
csx

Engineers j Conductors
Assg
X
Assg
X
5
0
0
8
9
11
0
0
1
0
1
0
7
7
0
0
3
0
3
0
6
0
0
24
18
23
14
0
6
5
0
9
0
9
0
0
6
5
0
1
0
1
0
1
0
0
0
1
0
1
0
3
0
3
0
6
0
6
0
5
0
5
0
8
6
8
15
3
0
3
0
9
3
8
0
5
0
5
0
6
0
6
0
5
0
5
0
24
11
24
0
5
0
5
0
21
8
15
1
13
4
11
0
4
0
3
0
13
5
3
0
1
0
0
0
30
20
31
17
2
0
0
2
1
0
6
0
6
0
27
26
0
17
30
30
23
8
0
8
0
->
->
0
0
11
4
8
1
3
0
3
0
21
19
0
0
3
0
3
1
25
0
24
0
13
0
16
0
5
0
5
0
5
0
5
0
3
0
3
0
4
0
3
0
5
0
6
0
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Braicenian
Assg
X
9
0
0
11
0
0
/
0
0
3
4
0
33
10
4
0
2
0
3
0
0
0
1
0
0
0
2
0
4
0
2
0
18
12
1
0
7
5
3
0
4
0
6
0
15
16
5
0
14
17
4
9
0
0
14
13
1
0
25
19
1
0
2
3
4
0
4
0
18
0
7
0
2
0
5
5
1
0
8
0
2
0
8
0
2
0
2
0
0
0
0
0
3
0
2
0

c.

Employees Required to Participate in Physical Characteristics
Training

Physical Characteristics Training must be provided to employees beiore they are qualified
10 perfonn service at any particular yard. Generally, most employees will not require physical
characteristics training to be qualified to perform their assigned job function. This will be tiie
case because it is anticipated that implemenling agreements will permit many employees to
remain in the same general job assignment or at least at tiie same job location where tiiey
worked prior to the consolidation of operations.

Some may have to change assignments or

relocate. This may or may not result in a need for physical characteristics training, depending
upon their familiarity with the selected work location.
On the other hand, under anticipated implementing agreement mles it may be necessary
to assign an employee to an area where he/she does not knowtiiephysical characteristics. This
will then require the employee to participate in physical t iracteristics training at that location.
The need for physical characteristics training exists for both yard and road assigned
employees. The extent lo whichtiieywill be trained differs somewhat depending upon the acmal
work location of their assigned job and their stams as either regularly assigned or assigned to
an extra board position.
At some locations, there will be an overlap of cunent Comail and NS employees with
new road assignments operating on an inter-road basis, thereby requiring physical characteristics
training for employees on the newly assigned line segment and terminals on their new or
extended operaiing tenilorv . These simations are identified in the following Figure 3. This
figure depicts the crew districts over which cunenl Comail or NS employees may operate over
new routes or into facilities that are not cunently within their operating tenitory. Also shown
are the number of employees on each district that cunently are expected to require physical
-110-

characteristics training. For each district, the terminal where physical characteristics training
will be required is shown and the division responsible for performing physical characteristics
training is reflected in the division column. Of course, these numbers are subjeci to change as
additional information is developed and trafficflowsare altered. .As with regard to the previous
figure, the projected numbers of employees are based on assumptions regarding reanangement
of forces that will not be ftilly defmed until implementing agreements are completed.

-Ill-

FIGURE 3
Areas Where Cufent NS and Conrail Employees Will Require Physical Characteristics Training
Due to Route Changes or Terminal Acquisition
Dis I r i c t

CurrrnI

Dividon

Front

l:ii|^ittrrr!(
ro

Trrniiiijl

Coiulurtors

X

Assg

ttrakrntjit

X

Assg

ASHg

X

1 )cnrlK)rn

NS

11 V V a y n e , I N

1 iikt-

( l(

C l e v e l a n d , (111

loled.i, O I I

"i"")!!. S l r e e l Y n r d

fl

(1

6

(1

(1

,1

1 loorlxirn

NS

l l Wayne, IN

C'liicn(;u, I I .

'".'•.lb S l r e e l Y n r d

44

14

44

2(1

1)

,)

< 111. 0 ( ; . i , I I

J7(bSlrvil

Yard

44

14

44

2(1

0

NS

C leveland,()ll

lolcdo. O i l

Airline Yar.l

16

6

16

7

0

II

NS

Delmil, Ml

Bellevue, O H

A i r b n c Yar.l

f.

2

6

2

1)

,1

NS

l l Wayne, IN

Chif agtt, I I .

Ashlontl Ave. Yard

44

14

44

2(»

0

,1

NS

IMlevue, Ol 1

Ashtabula, O H

Aslilabula

Yard

16

6

16

7

0

,1

l'itlsbur(;li

NS

Mu(loli), N Y

Hellcvuc, O H

Asblabulfl

Yard

15

5

If)

6

0

VU

lluflalii, NY

H e l l e v u e , CJII

Bellevue

leriiunni

r>

1

5

1

(1

,1

Uko

( k

Ciinway,

Sandusky, O i l

Bellevue

lerrntn.it

1

i)

1

0

0

,1

lake

CK

I Vltiiil, Ml

Bellevue, O I I

Bellevue

lerniinftl

3

4

.3

4

0

,1

1 farrisburj^

CK

HingliQinlon, NY

Cri)xliin, NY

Biitgliatnton Yard

13

4

13

4

11

BIngliainlon Yard

16

f)

16

r.

Bison Y a r d

16

r.

K.

r>

0

,1
„

4

2

4

2

II

,1

20

5

1)

l)fflrU>m

ncnrbtirn

NJ
I

Road

I'A

1 larri-.lmrg

CK

lluffal.i, NY

Binghainliia

1 larrinhiiig

CK

Huffalo, N Y

Binf^iatnloix, N Y

NY

Dt-arKirn

NS

l<iled.>.()||

IJkharl, IN

Brynn Yoril

Uke

CK

IIUKQIII,

C leveland, Ol 1

Butlalojil

Yard

lake

C K

lluffal", NY

Bin^iaritlDn, N>

Bulfaloju

Ynrd

1 >*'ai)>>rn

NS

Ukl^nrt, I N

C l \ i i a g i > , 11.

llurre-1 larl»ir Y a r d

NY

21)
5

16

5

0

14

44

20

0

3

y

3

1)

3

y

3

1)

II

1

4

1

0

II

2

0

(1

1,

2(1

r

0

,1
,1

I'iltshiirgli

NS

Ciilurnbus, O l 1

C onway, PA

Canli>n Yard

'J

NS

C ..liimbu?,01I

Y o u n g s t o w n , C^l 1

CanUin Vord

y

laki'

C K

C o n w a y , l*A

Cciluuduis, O H

( olun\bus

4

lake

CK

VmnigNtcivvn, O l 1

C o l u m b u s , C/l 1

Columbus

Uke

C K

llullalo, N Y

Cleveland, O I I

C'oitnenul

I'lM^lmrgh

NS

C 'o1uinbu>, ( ) l 1

C o n w a y , PA

( onivny

Yard

y

1 larrisburg

CK

Hingliainliin, N Y

Croxiun. NY

(Yoxlon Yard

l-»

Yard
Yard

„

16
44

I'llNburgli

Yard

0

>)•

2

(1

2(1

'i

3

y

\

0

4

13

4

0

II

I 'earlxjrn

NS

llniore, W V

nUkiason,

3

2

3

T

1

[)earU>rn

NS

UkJiatl, IN

Cbivago, l l .

rjkharl Yai.l

44

14

44

2)1

0

II

1 JearUirii

NS

Uiledo. O I I

l:ik)\arl, I N

IJIJmrl Ynrd

4

2

4

2

(1

,1

r.M a l m n l n - i

C K

1 )iiV,)iv.in, W V

IJniore, W V

IJmore Yartl

4

2

4

2

2

II

1 lorri^burg

NS

Mano^sai, V A

1larrisburg, V A

1 juiln

8

3

8

3

0

,1

1 la.-rivburg

NS

SbenandnaKVA

1larrisbur^

,1

Uke

CR

Mulfalo, N ^

Cleveland, Ol 1

WV

VA

l)iiki(\son Yard

Ynrd

linola Yard

6

l;rie, PA

2

20

r

6

2

0

20

5

0

DeariK.rn

NS

Cleveland, Ol 1

l oledo, O H

I tird - BrooApark

16

6

16

7

(r

l).--f r b i i r l i

NS

Cleveland, Ol 1

Ii.ledo, Ol 1

l ord - Pairlnne

16

6

16

7

0

(>;x

C K

Bulfoli., N Y

C leveland, O i 1

I ronlier

21)

r,

2(1

S

0

Yard

Page 1

,1

,1

0

Areas Where Cunent NS and Conrail Employees Will Require Physical Characteristics Training
Due to Route Changes or Terminal Acquisition
Cunenl
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d.

Extent of Physical Characteristics Training, Training Sources,
Training Material

Physical characteristics training will consist of both direct contact with supervisory
employees and delivery of training materials consisting of reference information for employees
to use when opeiating in each facility. Initially, supervisors will ascertain each employee's
familiariiy with the facility. This will be accomplished by supervision maintaining a list of
employees that are qualified in each terminal or facility and through written directives instmcting
employees to notify supervision if they believe physical characteristics training is required.
When an employee requires physical characteristics training, local supervision will meet
with the employee and accompany him'her while operating on terminal property. In some cases,
smdent trips may be ananged with experienced employees for a sufficient period of time to
qualify the employee on the terminal. Where needed, repeated supervisory contacts will be
made to assure proper understanding of operating instmctions and physical characteristics at the
location involved.
When physical characteristics training is provided, employees will be given reference
materials consisting of at least a diagram of the yard layout indicating track numbers or names.
The reference materials wil! also contain safety-related information such as location of exits from
the property and location of emergency response equipment.
Terminal/facility supervision will maintain a record of training activity on each
employee's safety historj' record. This record resides on NS' mainframe and can be reviewed
by supervision to ascertain if an employee has received physical characteristics training or other
safety training at a particular location.
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e.

Physical Characteristics Training Schedule

This training v/ill begin immediately upon implementation of the Operating Plan,
beginning on Day 1, for existing NS and Conrail employees requiring such training. Of course,
any newly hired employees will receive physical characteristics training as a part of their overall
training prcKcss.
If new services are established as the Operating Plan is implemented, special attention
will be given to making certain that employees assigned to such services are familiar with all
areas where they will operate. Physical characteristics training will be provided ar needed for
all new service areas.
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B.

MOTIVE POWER AND EQUIPMENT
NS" planning regarding implementation of its Operaiing Plan in the MP&E area has

centered around several key elemenis. NS has extensively reviewed the Conrail facilities and
tenitories to be allocated to NS and has assessed the organization and staffing levels, employee
safety and work procedures, facility function, adequacy of resources and work allocations arising
from the division of lines and facilities between NS, CSX and CSAO.
This section of the SIP will explain the transitional steps and changes that are envisioned
with regard lo organization and staffing, employee safety and work procedures (procedures,
policies and instructions), pertorming required inspections of equipment, locomotive inspections
and repairs, pre-deparmre inspections of freight cars, locomotive utilization, and locomotive
maintenance in the Comail facilities and tenitories to be allocated to NS.
1.

Organization

Organizationally. NS propo.ses supervisory positions that closely parallel the organization
that now exists on Comail. The proposed levels of supervision are similar to Comail's cunent
levels of sup)ervision. However. NS expects lo have non-contract supervisory positions in lieu
of Conrail's cunent union supervisory positions. Cunently. at NS all motive power and
equipment supervisors p.^e non-agreement, which helps NS to match the skill levels of an
individual supervisor to the demands and complexity of a specific position.
NS wil' maintain a stable staff of MP&E employees within the facilities allocated to NS.
Figure 4, following, detaih the cunent number of employees at each such location. In view of
NS" intent to maintain stable MP<feE staffing, thisfigurealso represents ihe cunentiy projecied
Dav I staffine.
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FIGURE 4
Projected MP«E S t a f f i n g Within
C o n r a i l F a c i l i t i e s Allocated to NS
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2.

Procedures for Inspections. Test and Repairs of Equipment

NS intends during the transition phase to maintain subility in levels of management and
shop craft personnel at the Comail facilities and territories to be allocated to NS. These
employees already are extensively trained in FRA and AAR procedures for inspection and repair
of rail cars and locomotives. Maintaining relatively stable work force levels across the Comail
tenitory allocated to NS will insure there will be no degradation of train safety performance
because the quality of safety inspections existing today will remain on Day 1.
There is a high degree of standardization of mechanical inspection and repair procedures
in the railroad industry today.

Class 1 railroads such as NS and Comail have been

benchmarking their procedures and practices in this area against each other and against other
Class 1 railroads for some lime. Thus, no material safety-related differences between NS and
Conrail mechanical practices and procedures are believed to exist. Where there are minor
differences, familiarization with NS practices, where appropriate, will begin on the Comail
tenitories allocated to NS immeG.aiely after Control Date. Hven within NS, it is recognized that
some minor differences exist in the manner in which the MP&E shops implement standardized
practices, procedures and protocols. An intemal NS standardization effort cunently is underway,
with the goal of achieving full unifonnity during 1998 at the cunent NS facilities. NS will,
thereafter, extend this standardization initiative to the MP&E facilities on the portions of Comail
allocated to NS.
Ongoing refinements and changes to mechanical department procedures, policies and
instructions will be cormnunicated to MP&E personnel at facilities to be allocated to NS through
the organizational strucmre that will be implemented. The manner of communication will be
identical to NS" current methods for delivering information and instructions lo its employees.
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For example, various departmental procedures, policies and instructions are conveyed ihrough
departmental bulletins or letters of explanation that are posted at designated places for employees
to re.'iew.

Where appropriate, employees are provided a personal copy of newly issue

procedures, policies or instructions. Often supervisory personnel review with employees newly
issued p.ocedures, policies or instructions to assure a proper and thorough understanding. Some
newly issued procedures, policies and instructions are further explained using visual training aids
such as illustrations and video presentations. Generally, some portion of each work day is
devoted to ihis type of activity.
3.

Locomotive Inspections and Repairs

NS will provide appropriate facilities, properly located, to maintain the NS fleet of
locomotives and the locomotives required for the operation of the Comail lines allocated to NS,
plus expected growth to meet customers' expectations and provide a safe operation.
For the Conrail lines being allocated to NS, rurming repairs and quarterly inspections will
be performed at both Conway and Enola. PA. These are two of the three large system shops
on Comail performing this work today. Considering the dominant role Conway Yard will retain
in the origination and termination of trains outlined in the Operating Plans, NS intends to begin
construction of new locomotive facilities at Conway immediately after ;losing. Construction
time is estimated at 24 months. The new facilities will be constructed cn the site of the existing
facilities in three pha.ses. Operations at Conway and the Enola Diesel Shop will be shifted
during the construction phases lo assure •xinning repaii-^ and quarterly in.^pectlons are
accomplished as required.
The first phase of construction at Conway will involve building a new servicing facility.
This is necessan, to accommodate new constmction at the site of the existing facilities. Shop
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operations at Conway and Enola will not be significantly altered during this period.
After the servicing facility is operational, plans call for demolition of the old fuel rack
and construction of a two track, 630 foot maintenance building for quarterly inspection. During
this time the roundhouse at Conway will remain operational providing rurming repairs to
locomf^tives and the Enola Diesel Shop will dedicate its forces priniaiily to quarterly inspections.
Combined with Bellevue, these shop*; will be sufficient to properly maintain a fleet of
.approximately 1,100 locomotives.
When the new maintenance building for quarterly inspections is complete at Conway,
shopcraft forces will relocate from the roundhouse to the new building. They will then focus
on quarterly insf)ections while Enola shifts to a role of performing rurming repairs. A large fivetrack repair L 'Iding of about 90,000 square feet will then be under construction at Conway.
Upon completion of this new building, Conway Ijscomotive Shop, supplemented by Bellevue,
will be ready to maintain up to 1,100 locomotives. Non-agreement supervision at Enola will
be transfened to Conway and an appropriate number of Enola shopcraft positions will be
transfened to Conway. Staffing will be maintained at levels necessary to handle the projected
workload, and ensure full commitment to safe practices and compliance with federal
requirements.
Depending on traffic levels, up to 1,100 locomotives may be operating on the Comail
lines to be allocated NS Of these 1,100 locomotives, 900 units will be maintained at Conway
and the balance will be maintained at Bellevue, Ohio. (A home shop assignment of 900 units
is comparable to the number of units assigned to NS shops at Shaffers Crossing and
Chattanooga ) The expanded NS will then have three large shops for inspection and repair and
a fourth medium-sized facility at Bellevue. Given this shop capacity, and with Altoona and
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Roanoke Shops providing a supporting role, as needed, NS will be able to maintain a fleet
totaling 3.100 locomotives.
4.

Pre-Departure Inspections of Freight Cars

NS has examined Comail practices regarding pre-deparmre inspections of freight cars and
found them to be very similar to those in effect on NS. Both NS and Comail use properly
qualified and trained employees for such freight car inspections. In compliance with federal
regulations, these inspections cunently are ordinarily performed by carmen or train crews. On
both roads, train crew inspections and brake tests are used to supplement mechanical employee
inspections where there is not three shift coverage in smaller yards or at locations where
mechamcal forces are not assigned.
As on NS. much of the pre-deparmre inspection activity in Comail yards involves
inspections of blocks of cars that are either exchanged between trains or added to trains from
classification yard tracks. "Block swapping" inspection practices as they now exist on Conrail
will continue after Day 1 and will be performed in accordance with federal regulations goveming
inspection and testing of freight cars and train air brakes. NS understands that Comail and FRA
cunently are working to resolve issues involving block swapping. NS will continue such
discussions to the extent they remain umesolved with FRA.
NS funher understands that Comail and the Brotherhood of Railway Carmen are
participating, with FRA approval, in a joint smdy of altemative procedures regarding inspections
of cars that are block swapped. Because the results of that smdy are not yet known. NS is not
in a position to evaluate or comment on the smdy. However, as discussed in the Operating Plan,
to expedite movement of cars, block swapping of freight cars will be performed at numerous
locations on lines allocated to NS. The points at which NS plans to perform block swapping
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include the following locations; 55th Street - Chicago, IL; 63rd Street - Chicago. IL; Elkhart,
IN; Airline Junction - Toledo, OH; Rockport - Cleveland. OH; Moraine, OH - Dayton, OH;
Huckeye Yard - Columbus, OH; Dickinson, WV; Enola, PA; Hanisburg, PA; Binghamton, NY;
Coming, NY; Reading, PA; Ailentown, PA; Croxton, NJ; Abrams Yard - Philadelphia. PA;
Monisville Yard - Philadelphia, PA; West Falls Yard - Philadelphia, PA: Mingo Junction. OH;
Conway, PA - Pittsburgh, PA; Pitcairn Yard - Pittsburgh. PA; and Shire Oaks Yard Pittsburgh. PA.
NS recently implemented a plan to address FRA"s concems regarding air brake
inspections and repairs. The plan involves equipping road repair trucks with air and single car
test capabilities at 12 locations, and providing FRA with a complete list of air brake iepair
locations across the system. This plan is designed to reduce movement of cars with defective
air brakes. These repair tmcks are being used to perform testing and repairs in accordance with
AAR Field Manual Rules, and have been placed at Atlanta, GA; Buffalo, NY; Bluefield, WV;
Charleston, SC; Columbus, GA; Detroit, Ml; Jacksonville, FL; Memphis, TN; Mobile, AL;
New Bem. NC; Norfolk. VA (Portlock); and Savannah, GA.
Comail has a similar program, with a network of locations that have "Block Tmcks"
equipped with air test capability to perform complete repairs on freight cars prior lo placement
in trains. NS anticipates that this program will be continued after Day 1, and that continued
compliance with federal regulations regarding air brake testing and repair will not be adversely
affected by this transaction.
5.

Locomotive Utilization and Inventory

At NS, locomotive utilization is managed by a locomotive fleet management team in a
centralized office in Atlanta, known as the Control Center. This team, working in conjunction
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with local Mechanical forces in the field, continuously designs and refines p'ans to anange
locomotive power consists and fumish locomotives for trains as efficiently as possible. This
joint effort enables NS to decide servicing needs and condition of locomotive power on a
real-time basis and facilitates good locomotive utilization. Road locomotives on Comail are
managed ihrough a similar centralized office that performs many of the same plaiming functions
performed in NS" Atlanta Control Center.
NS plans to manage locomotive planning for the entire consolidated fleet of cunent NS
and acquired Comail locomotives from its Atlanta Control Center office. NS has increased its
locomotive utilization from 48% in 1995 to a percentage range in the high 50"s in 1997. Several
steps have been taken to achieve these significant increases in utilization:
Direct to locomotive fueling by tmck, eliminating the need to bring every
locomotive needing fueling lo the fuel rack.
Vendor fueling of units assigned to outlying points.
Increased use of local power ihrough freights on weekends.
Assignment of power to unit ballast train service.
Use of road power in yards between road train assignments.
Coordination with the Mechanical Department to determine locomotive condition
on trains and facilitate bypassing fueling terminals when possible.
Better train scheduling to reduce idle time of locomotives.
Reduction in the number of radio trains.
Reduction in the number of local and yard pools.
Increase in the number of axles on head end power. Increase of virmally all
revenue trains to 24 axles in July 1997.
More effective management of foreign power balances on run through
interchanges.
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Comairs fleet utilization in 1995 was 37%. NS will study Conrail motive power
management practices with the goal of improving locomotive utilization, if possible, on the
Conrail tenitories to be allocated to NS. However. NS' planning is not predicated on improving
locomotive utilization, inasmuch as ample excess power will be held in reserve as is detailed in
the following paragraphs.
Comail and NS have co.nmon philosophies with respect to providing sufficient power to
meet customers' needs. Both railroads maintain excess locomotive power lo meet surges in
business, and both lease surplus power to other roads when not needed by the owning road. In
fact, some NS units have been leased to UP/SP to ease shortages in the West. NS will continue
this policy after operaiions are consolidated.
Accordingly, while the Operating Plan indicates ihat the efficiencies resulting from the
transaction will enable NS to operate its expanded system with 268 fewer road locomotives and
22 fewer yard and local locomotives lhan were previously in service on the lines that will
constimte the expanded NS system. NS will maintain many of these locomotives in inventory.
This will position NS to handle any seasonal and unanticipated needs. Indeed, under cunent
locomotive acquisition plans for the next two years, NS will avoid retiring locomotives and will
purchase 116 new locomotives in 1998 and 113 new locomotives in 1999. increasing the size
of itsfleetby 229 locomotives. In addition, Conrail plans lo purchase 24 new locomotives with
cab signal equipment in 1998 for its own use and for fumre assignment to NS. The 116 new
units that NS will purchase in 1998 will be wired and bracketed for c.ib signal equipment, which
will be added in NS shops in July. 1998 when the equipment is available. The 113 units
scheduled for delivery in 1999 will be wired for cab signal equipment also and equipment can
be installed if necessary.
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NS will thus have more than a sufficient number of locomotives to operate trains
requiring cab signals from Landover. MD on Amtrak's Northeast Conidor to Newark, and as
far west on Comail lines as Alliance. OH.

NS pians to allocate cab signal-equipped

locomotives for operations on the former Comail lines allocated to NS. In total, NS will have
1,033 locomotives equipped with cab signals by the end of 1998. with the potential for 113 more
units in 1999.
NS recognizes its responsibility for maintaining cab signal systems and related equipment
for operations on commuter lines and Amtrak. Cunent Conrail managers have conducted
several cab signal classes to help educate NS operations division officers. NS plans to use
Comail employees to train shop craft persormel and sujjervisors on the proper insjjeciion and
testing of cab signal equipment for terminals ihat will dispatch locomotives toward cab signal
territory. Cab signal test loops will be installed at locations such as Bellevue. Shaffers Crossing,
and Linwood.
While NS believes that the number of specially-equipped locomotives operated by NS will
be more lhan sufficient to sustain operations over tenitories where ACS/ATC systems are in
operation. NS will take steps to safeguard against operation of non-equipped locomotives over
these tenitories. There are some limited exceptions that are cunently per-nitted by Amtrak or
commuter agencies where traveling distances are short and special op^»aling conditions are in
effect. Apart from these simations, NS fully understands the contracmal obligation il will have
to comply with requirements stipulating use of specially-equipped locomotives where ACS/ATC
systems are in use.
Use of specially equipped locomotives is also a requireir, int imposed by timetable special
instmctions over track segments where these signaling systems are in use. Employees are
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familiar with these areas and have been trained to operate in accordance with applicable mles.
As NS employees, they will be reminded that compliance is expected and enforcement measures
will be instituted that determine and reinforce compliance. Finally, employees are aware ofthe
extent to which their safety is compromised when non-equipped locomotives are operated in
these areas and they are committed to preventing such exposures.
C.

ENGINEERING PROCEDURES. REGULATORY COMPLIANCE PROGRAMS
AND MAINTENANCE PRACTICES
NS is undertaking a comparative analysis of NS and Comail engineering procedures,

regulatory compliance programs, and maintenance practices, with attention focused on specific
regulatory-based areas such as each railroad"s Roadway Worker Protection progiam. Individuals
familiar with each road's practices and supporting documentation (such as wrinen procedures,
program documents, and mles) will be assigned specific responsibility lo:
•

jointly review both NS and Comail practices and written materials associated with

a specific activity area;
•

select Lie best elements of each road's pre-existing safety mles, procedures and

program material and incorporate this information into common procedures, programs, and
practices for common use on lhe expanded NS railroad system; and
•

develop appropriate training matenals and anange for the training of ail affected

Engineering Department employees.
It is jxpected that the review and program development items mentioned above will be
completed within about one year after the Control Date. It is further anticipated that any
required training of affected employees to ensure understanding and compliance requirements
with system-wide Engineering Department procedures, regulatory compliance programs, and
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operating practices will be accomplished as a part of annual mles classes. Rules, procedures
and regulatory compliance programs existing prior to this transaction will be maintained until
all affected employees are provided requisite training on new system-wide practices.
1.

Communications and Signals
a.

Organization
(1)

NS

The NS Communications and Signal Department '^C&S) is directed by an assistam vice
presidem.

C&S is organized by function into five major sections: C&S operations;

administration; communications engineering; signal and electrical (S&E) engineering: and signal
and electrical constmction. C&S operations are divided into an East and West region with each
under the direction of a chief engineer located it Atlanta.

C&S admimstration and

communications engineering are headed by a director. S&E engineering is directed by a chief
engineer and S&E constmction by a general superintendent. Each railroad operating division
is directed by a general super\ "-or C&S with C&S supervisors reporting to the general
supervisor. In areas where lerrilories are large, there may be assisiant general supervisors to
whom the C&S supervisors report. Work gangs leport to the C&S superv'isors.
(ii)

Comail

On Comail. the C&S Department is directed by a chief engineer. The department is
organized by function into the following major sections; design: signals and train control;
communications; yards and control systems: and constmction. Each section is directed by an
assisiant chief engineer or system engineer. The assisiant chief engineer signals and train control
is responsible for coordinating operating division activities for signals and train control. The
assistant chief engineer constmction is responsible for all constmction projects involving eiiher
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signals or communications. The assisiant chief engineer design is responsible for all signal and
constmction engineering design. Each operaiing division has an assistant division engineer,
signals who is the chief signal officer on the division, reporting to the division engineer.
Reporting to each assistant division engineer are one or more general inspectors to whom the
first-line supervisors report.
(iii) Expanded NS-Integration
As stated in the Operating Plan. NS intends to place C&S field personnel in tenitories
allocated to NS under an NS style organization.
On the maintenance side, the lead C&S officer on each of the three new NS divisions will
be a General Supervisor-C&S. Instead of the present Comail anangement whereby the chief
signal officer (assistant division engineer, signals) reports to a MofW Division Engineer, this
position will report lo a Chief Engincer-C&S, who will in mm report to the Assistant Vice
President-C&S. Reporting to the General Supervisor will be an Assistant General SupervisorC&S. each of whom will have a number of first line supervisors (Signal Supervisors and
Communications Supervisors) reporting to them. First line Comail signal and communications
supervisors (as well as constmction supervisors in the signal constmction group) will be
coordinated into NS' non-agreement workforce to improve organizational stmcmre. This change
will enable NS to match individualfirst-linesupervisory talents with the technical requirements
of various tenitories.
For the Signal Constmction group, the officer organization will remain essentially the
same as exists today on Coiu-ail. That is. gang foremen will report to either a project engineer
or a constmction supervisor. The first line supervision will report lo a senior project engineer,
who will in tum report to a constmction superintendent for Comail territories operated by NS.
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The superintendent's position will report to NS' General Superintendent-C&S Constmction. The
portion of Comail s signal and communication e'igineering group that NS will employ will be
integrated into NS" respective organizations. The training of all involved parties on established
policies and standards is included in ihis integration process.
b.

Manpower

The general organizational anangements planned for the larger NS system will have some
impact on seniority districts. NS intends to extend its Norfolk and Westem Railway Company
(NW) agreements covering employee represenution by the Brotherhood of Railway Signalmen
and Intemational Brotherhood of Electrical Workers to Comail properties. This will require a
number of position title changes and some tenitorial changes. On propenies which will be
operated by NS. the positions involved in daily maintenance and testing will remain essentially
constant even though tenitory shifts may be necessiuted by the division of lines. Signal
Constmction force temtories will be expanded to include the NS allocated property as a region.
This is identical to the seniority scheme on NS existing properties and provides the employee
belter job .security with opportunity for year-round employment. It also provides the canier with
more latimde and ability to cover projects such as pole line elimination, grade crossing warning
signal insullations, etc Year-round employment provides better oppormnities for training and
the development of essential job skills.
c.

Training

Training of C&S personnel is an essential element for enhancing the safety, efficiency
and productivity of the C&S function. NS' new signal employees receive technical training at
the McDon'^'jjh training center in two sessions - basics and additional signal training of up to
eight weeks each. Training is not limited to new hires, since much of the traimng targets the
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seasoned employee.

Technical training is only part of the cuniculum offered to C&S

employees. In recent years, training on occupational matters has played an ever increasing roie.
Such topics for traini.ig include .safety, quality, envi nmental. hazardous materials, and human
relations issues. Some of this training is accomplished on an annual (ongoing) basis, with other
training done on an as needed basis. Where technical training is needed on specific types of
equipment, field forces are given the latimde to anangefieldtraining seminars with the involved
vendors. This training may be conducted at the McDonough training center. NS also has
established a distant leaming center where field employees can uke advanuge of system
technical training resources, such as computer-based training programs for sf)ecific types of C&S
equipment. Plans are lhat over lime, this concept will be expanded to other divisions.
Comail s Columbus signal training center will be closed and these functions will be
relocated lo NS' centralized training center in McDonough. Georgia. Training for those C&S
items specific to Conrail properties allocated to NS will be conducted at the McDonough facility.
This will mclude training for employees in mainuining cab signal systems (since NS will then
be operating locomotives with such systems) and in maintaining ceruin high tension transmission
lines (of the lype found on Comail between Enola and Perryville). The training capabilities at
.McDonough will be enhanced by obtaining some of the C&S training simulators and other
equipment from the Comail Columbus training facility and by utilizing former Comail C&S
trainers and'or qualifying NS instmclors on the particular Comail-specific C&S systems
For training models in place at Columbus that will be needed for training on both CSX
and NS, each railroad will coordinate access to these models for a period of lime, not to exceed
one year from control date, by which time both railroads will have ananged for working models
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at their respective training facilities. This will provide for continuity in the training process for
employees needing training on these models.
d.

Capital and Operating Budgets

The atmual C&S capiul budget process is the means by which large scale funding is
planned for upgrades and/or major equipment replacements. Capital budget requests are based
largely on scheduled replacements, but can include upgrade and replacement needs brought about
by changes in operation. Field forces fumish input on an atmual basis for items that need
replacing on their tenitory based on age, condition, safety implications, poiential for
maintenance savings, and other criteria. On an annual basis, these items are compiled and
prioritized within their respective category to form a "three year plan" for replacement. During
the year, items are submitied to management as capiul project requests. Projects approved by
management become active capital projects. As part of this process, replacement plans are
developed for major items such as pole line, car reurders. and process control systems. In
addition, needs are developed for other major C&S components such as switch machines,
insttument shelters, and warning device equipment. After the Control Date. NS will follow
through to complete any C&S capiul projects ihat remain on the Comail tenitory allocated to
NS For the years 1999 and beyond. NS will review items recoimnended by Comail for capital
expendimre. and using this information, a three year plan will be formulated. Items in this plan
will be added to the three year plan for the existing NS system to form the C&S tliree year plan
for the entire system. The items in this plan will be prioritized based on the aforementioned
criteria, aiong with priorities arising from traffic increases or changes in traffic pattems due to
NS" operation of allocated lines.
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C&S budgets are segregated by division. The operating budget includes all maierial, labor
and purchased service funds required for ongoint? operaiions, including those needed for
insf)ections, FRA required le'^ts, maintenance, minor repairs, safety meetings, training, tools,
and all other operating requirements

In 1998, NS intends to use Comail's (entire year) 1998

operating budget as a guide to fund operating costs expended in the months after NS assumes
control of its portion of Comail. For budget year 1999, C&S intends to use historical data lo
esublish budget allocations. As a first step in the 1999 budget process, projections will be
formulated from the 1998 history fumished by Comail. Uking into account the percentage of
Comail's equipment and suffing to be allocated to NS. After these numbers are determined, they
will be compared to allocations made to present NS tenitories. and adjusted to allow for
suffing, equipment and tenitorial variances. After 1999. review of historical dau will be an
important step in esubiishing C&S operating budget levels on all tenitories.
NS believes that dollars allocated to C&S capiul upgrades, equipment replacements,
repair, etc., are dollars spent on enhancing operational safely. Prioritization decisions in this
regard will only be made after considerable smdy and review of all relevant factors,
e.

Research and Development

Budgeting for C&S research and development projects is handled as part of either the
operating or capiul budget, depending on the magnitude of the expendimre. C&S has a R&D
group which has among its duties, the design, testing and implementation of enhancements to
existing C&S or C&S-related systems such as Hot Box Detector (HBD) systems. Automatic
Equipment Identification (AEI) systems. Remote Multiple Unit (RMU) systems, End-of-Train
(EOT)

devices and Positive Train Separation (PTS) devices.

In addition, the NS C&S

Depanment has ongoing R&D efforts outside this group. Specifically, C&S field and suff
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personnel are pursuing innovative improvement projects that are designed to enhance the
efficiency and accuracy of maintenance and testing processes. These efforts will continue
following Day 1 with the prospect of increased traffic levels providing a strong incentive to
bolster efforts to improve the efficiency of the C&S function. Beginning immediately after
Control Date. NS will combine talents with Conrail personnel in an attempt to formulate and
progress additional innovative improvement ideas to accomplish enhanced efficiency and
improved productivity.
f.

Signal Systems
(i)

Design of Traffic Control and Automatic Block Signal Svstems

From a design standpoint. NS knows of no significant differences in the namre and type
of traffic control and automatic block signal systems that are in existence on Conrail lines
allocated to NS as compared to systems presently in use on NS tenitories. Each system employs
proven technologies ihat are designed to be both fail-safe and reliable. The only differences
noted have been in the ar^' of design preference, whereas the end results in lerms of signal
system functionality and performance are the same. An example is Comail's common use of
buried cable to accomplish pole line elimination, whereas NS normally employs electronic track
circuits for lhis task. Each method has its merits and botli are acceptable from a signal design
standpoint.
(ii)

Signal Aspects

There are several differences in the indications of signal aspects when aspects employed
under NS operating mles are compared to those employed by Comail under the NORAC mles.
Conrail employs several aspects lhat are not defined in the NS mle book, and these aspects
provide more precise definition of speed requirements when approaching areas where speeds
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might be reduced, such as interlockings or control points. In addition, there are a number of
inconsistencies between information conveyed by identical aspects of signals on NS and Comail.
Many train crews will not be exposed to these differences because of limited operating districts.
However, in areas where these differences would be encountered by crews, appropriate training
will be provided to insure lhat crews are aware of the differences and react in accordance with
goveming mles. Additionally, when fumre upgrades or changes to signal systems on the
expanded NS sysiem are required. NS will evaluate whether such simations present oppormnities
to reconcile signal systems. It is worthwhile to note that NS train crews already are exposed
to differing signal aspects and NS historically has cross-trained employees to properly handle
these differences.
(iii) Cab Signal Svsiems
As a result of the transaction. NS will be allocated approximately 470 road miles of cab
signal tenitory, and will operaie over Amtrak's Nonheast Conidor (where the use of a
Locomotive Speed Limiter (LSL) device is required). NS is. additionally, participating in a
Positive Train Control (PTC) pilot project. On May 13. 1997. a $500,000 grant was made by
the FRA to Conrail in support of Phase I of a joint Comai'./NS/CSX Positive Train Control
development project. Phase I of the project covers formulation of the specification for a
locomotive on-board communications platform and constmction and testing of a prototype.
Phase II will deal with wayside devices which communicate with the on-board platform.
Because consummation of the Comail transaction is anticipated during 1998, the project
executive team deemed it appropriate that the project management role be shifted to either CSX
or NS.

Because the main test conidor (between Manassas and Hanisburg) will become

predominantly an NS property, NS has been selected to assume Phase II project management.
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At this writing, application forms are being completed for submission to FRA.
The combination of operaiing on ils existing system and operaiing on the Comail lines
allocated to it will, over time, give NS the oppormnity to evaluate a wide range of train control
systems. This range will encompass everything from track wanant control in unsignaled
tenitory to locomotive speed control superimposed over a cab signal system. This experience,
along with that gained as part of NS" role in the PTC pilot project between Manassas and
Hanisburg. will allow NS lo evaluate the resjieciive merits of various train control schemes.
NS anticipates that gaining this additional experience will aid in fumre assessments of existing
systems as well as any new systems proposed for adoption.
g.

Integration of Systems, Engineering Practices and Signal Plans

Both NS and Comail mainuin manuals of sundards and approved practices for signal
constmction and maintenance. Consistent with the prior merger of NW and Southem Railway
properties, existing practices will be reuined on the tenitories allocated to NS until a thorough
analysis can be made, with appropriate consideration made for unique simaiions due to iraffic
type, density, geography, and similar factors. A "best practices" analysis will, evenmally, lead
to common prescribed practices, which will be instimted only following appropriate education
and training. Where extraordinary' simations or conditions exist, distinct practices may be
mainuined as required.
Likewise, engineering practices and nomenclamre will follow the properties until a "best
fit" has been identified. Office, contractor and field training will occur prior to any changes in
existing methods.
With regard to sundardization of signal plans, NS will systematically implement the
signal plan color conventions in use on NS. Presently, Comail uses a "green-in, red-out"
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convention. NS uses a "red-in. yellow-out" convention. The color convention in use on all of
NS and Conrail's signal plans is clearly marked and color-coded on each page of each signal
plan.
To safeguard against enor by Signal employees after Day 1. NS will issue instmctions
requiring the Project Engineer to review signal plans at all signal locations involving planned
changes. Signal plans will be redrawn as necessary to ensure lhat there will be omy one color
convention in use at any particular work site. The Project Engineer also will be required to
inspect the signal case to make ceruin that markings or upe ugs on wires reflect the conect
color convention as indicated on the project plans. After Control Date, all newly-created signal
plans for the expanded NS system will utilize the NS color convention.
Successful implemenution of this sundardization process will require careful training of
all C&S employees working in Comail areas allocated lo NS and in CSAO areas. This training
will begin immediately after Control Date. Additionally, color convention verification and
standardization will be reviewed and reinforced as a part of job briefings at work sites prior lo
the commencement of work to which the issue peruins.
2.

Bridges and Structures

A bridges and stmcmres transition leam already has been formed and has inspected some
of the bridges and stmcmres on Comail lines to be operated by NS. Other issues such as
cunent and proposed organizational anangements; bridge inspection practices; and
rehabilitation/renewal requirements have been examined.
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a.

Organization
(i)

NS

On NS. all bridge engineering work and all field bridge and stmcture work is under the
jurisdiction of the NS Maintenance of Way and Stmcmres Department ("MW&S"), which is
directed by an Assisunt Vice President.

Bridge engineering work is directed by a Chief

Engineer who reports to the Assisunt Vice President. Field bridge and stmcmre forces report
to the Division Engineer who in mm reports to a Chief Engineer Line Maintenance. Reporting
to each Division Engineer is an Assistant Division Engineer Bridges who in mm has several
reporting supervisors. The supervisors have direct supervisory responsibilities over the bridge
and stmcmre work in their assigned tenitory.
(ii)

Comail

On Conrail, responsibilities for bridge and stmcmre work are divided between the
Roadway Assets Depanment and on-division forces under a division engineer who reports to the
division general manager. The Roadway Assets Department is directed by a Chief Engineer who
oversees an Assistant Chief Engineer of Stmcmres who directs bridge engineering, inspection
and capital bridge constmction work. Capital bridge constmction forces are under the control
of the Direcior Stmcmres Programs, who reports to the Assistant Chief Engineer Stmcmres.
.A Bridge Production Engineer who is responsible for capital bridge constmction reports to
Director Stmcmres Programs. Reporting to the Bridge Production Engineer are supervisors who
have direci supervision of various capital project production gangs on their tenitory.
Engineering forces assigned to divisions are under the control of the Division Engineer. An
Assistant Division Engineer responsible for stmcmres reports to the Division Engineer.
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Reporting to each stmcmre Assisunt Division Engineer are numerous supervisors who have
direct supervision of the various bridge and stmcmre work gangs on their territory,
(iii) Expanded NS-lntegration
NS expects lo extend its cunent organizational stmcmre to its allocated Comail
properties, wiih three operaiing divisions suffed as described on the cunent NS sysiem. As
such, bridge and stmcmre work will be handled generally by field maintenance forces assigned
to the three divisions established in the tenitory allocated to NS.
b.

Manpower

Through the year 2000. NS anticipates functionally mainuining cunent manpower levels
for bridge and stmcmre inspection, rehabiliuiion, and renewal on tenitories allocated to NS.
Furthermore, to the extent possible, existing Comail persormel will remain in place, inspecting
familiar tenitories. Any changes will be made systematically after careful smdy and only after
employees receive training/familiarization with the new organization, processes and programs.
However, there will be some re-alignment of seniority districts and righis to service on the
Conrail tenitories operated by NS. Reanangement of these workforces will be accomplished
tmough implementing agreements. NS will seek to obuin implementing agreements at the
earliest reasonable date in order to facilitate any necessary training and familiarization. In short,
both former Comail employees and any new employees on the new districts will have to meet
NS' qualification requirements.

Overall, NS system programs such as Roadway Worker

Protection and Bridge Worker Safety will be developed using the best feamres from existing
Conrail and NS programs. NS' McDonough Training Center will be available to faciliute
development and to provide any required training.
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c.

Inspection

The current bridge inspection programs used by NS and Conrail conform to FRA
guidelines. However, there are differences between bridge and stmcmral inspection practices
cunently in use on Comail and those used by NS. Comail bridge inspection work is handled
by agreement employees included in assigned on-division MW&S forces, plus nonagreement
inspection persormel from the sysiem offices. By contrast, NS bridge inspections geneially are
the responsibility of first-line, on-division MW&S sujjervisors having jurisdiction over a specific
tenitory.
NS recognizes that bridge inspection and reporting are essential elements of a good bridge
management system. NS' goal is to combine the best inspection elements of both the NS and
Comail sysiems to provide a basis for the timely rehabiliution/renewal ot bridges and stmcmres
on the expanded NS system. Any changes in bridge inspection procedures will be measured and
systematic to ensure that the quality of inspection will not be adversely affected.
NS recognizes that changes (particularly increases) in traific levels and bridge age must
be considered in determining the extent and frequencies of inspection activities. NS is fully
prepared, where dictated by traffic and age, to adjust the scope and frequency of bridge
inspections on lines it operates as necessary lo accouni for stmcmre age and traffic levels.
After development of a bridge inspection process combining the best elements of existing
NS and Conrail programs, NS pi.ins to make bridge inspections the responsibility of local, firstline non-agreement B&B supervisors who will then evaluate bridge condition, prioritize
maintenance work to improve or maintain bridges, and implement remedial actions within their
respective tenitories. Changes in this anangement will be made omy after proper training and
orientation of affected personnel.
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d.

Rehabilitation/Renewal

NS recognizes that there will be significant increases in traffic levels on ceruin Comail
routes lhat will be allocated to NS and that the average age of stmcmres on Comail is slightly
oldei than those on NS. Accordingly, significant initial investments are anticipated for bridges
on lines to be upgraded, and average annual expendimres for maintenance and renewal will be
sufficient to mainuin safely of operaiions. As on both NS and Comail, it is anticipated lh?t
maintenance and renewal will continue to be accomplished on a prioritized basis.
NS will carefully evaluate the need to upgrade bridges on lines that will experience
significant traffic u^reases. The Southem Tier is an example of one such line. Among the
items under review is the replacement of Bridge 361.66 at Portage, New York, and the
rehabiliuiion or renewal of other bridges that may cunently restrict car weight limits on the
Souihem Tier. Similarly, bridges which have been subjeci to a higher level of inspection and
monitoring by Comail, like the Starmcca Viaduct, will continue to receive a high level of
inspection and monitoring, as will bridges which have had previous stmcmral problems, like the
bridge over the Susquehanna River at Rockville, Pennsylvania.
3.

Track
a.

Organization
(i)

NS

The .NS Maintenance of Way and Stmctures Department ("MW&S") is directed by an
Assistant Vice President. MW&S is organized by function into the following major sections: line
maintenance (which includes maintenance of bridges and stmcmres): program maintenance:
maintenance equipment; bridge engineering; and administration. Each section is headed by a
chief engineer except for the maintenance equipment section (general superintendent) and the
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adminisiration section (system manager). Each chief engineer-line maintenance is responsible for
maintenance operations on several operaiing divisions. Each division is under the supervision
of a division engineer who reports to a chief engineer-line maintenance. Reporting to each
division engineer are two or more assisunt division engineers who in mm have several
supervisors with assistant supervisors reporting to them.

The supervisors and assistant

supervisors have direci supervisory responsibilities over the various work gangs in their assigned
tenitory.
(ii)

Conrail

On Conrail, responsibilities for functions handled by the MW&S Depanment are divided
between the Roadway Assets Department and on-division forces under a division engineer who
reports to the division general manager. The Roadway Assets Department is directed by a chief
engineer. The department is organized by function into the following major sections; program
maintenance: maintenance of way; sundard and track analysis; stmcmres; and planning support.
Each section is directed by an assisunt chief engineer. The assistant chief engineer for
maintenance of way and the assisiant chief engineer for stmcmres are responsible for
coordinating on-division track stmcmre activities. Engineering forces assigned to divisions are
under the control of the division engineer. Reporting to each division engineer are four assisunt
division engineers with responsibility for track, signals, equipment, and stmcmres. Reporting
to each track assisunt division engineer are four or more track engineers, each of whom have
several track supervisors reporting to them These supervisors have direct supervision over the
various work gangs assigned to their tenitory. Reporting to each stmcmres or signal assisunt
division engineer are numerous supervisors who have direct supervision of the various signal or
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stmcmre work gangs on their tenitory. The assistant division engineer equipment has direci
supervision of the machinery repair personnel assigned to his tenitory.
(iii) Expanded NS-Integralion
With respect to melding Conrail and NS track inspection and maintenance forces inlo a
unified depanment, NS is continuing to review best management and engineering practices of
both properties. However, we cunently believe that the present NS orgamzational stmcmre will
serve as the general framework for the larger system. Al this point, a transition team is already
in place. This team already has inspected track with a track geometry car and reviewed trackrelated sundards and conditions on Conrail lines to be allocated to NS.

This advanced

inspejtion will faciliute better planning for maintenance and rehabiliuiion needs. Other areas,
such as inspection practices and maintenance procedures, also have been examined,
b.

Manpower

Careful consideration has been focused on establishing appropriate manpower allocations
for production forces and non-program track maintenance at initial levels designed to prevent
degradation of track safety. NS and CSX propose in their Operaiing Plans to collectivelv reduce
staffing in this area by 473 positions. For NS the reductions are primarily a result of (1) the
consolidation of the Comail Canton Roadway Equipment Shop into NS' modem Charlotte
Roadway Shop and (2) utilization of NS' regional/system gang anangements. NS does not plan
significant changes in field line maintenance forces from curreni levels in the years 1999 and
2000. However. NS does anticipate that extending its program maintenance anangement lo the
Conrail tenitory allocated to it ultimately will result in such work being performed by wellequipped, highly specialized, very competent personnel working over a longer annual season.
This will result in belter utilization of employees and should improve their job subility.
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In addition, no immediate re-anangement of territories or significant position relocations
are planned. However, there will be some re-alignment of seniority districts and rights to
service on the Conrail tenitories allocated to NS. Reanangement of these work forces will be
accomplished through implementing agreements.

NS will seek to obtain implemenling

agreements at the earliest reasonable date in order to faciliute any necessary training and
familiarization. In short, both former Comail employees and any new employees on the new
districts will have to meet NS' qualification requirements. Changes will be made systematically
only after careful smdy and only after employees receive training/familiarization with any new
processes and program requirements. NS" McDonough Training Center will be available to
facilitate development and to provide any training required,
c.

Maintenance/Inspection

Continuing and fumre major objectives of track maintenance and inspection processes
throughout the combined railroad system are, and will be to:
•

achieve strict compliance with FRA Track Safety Sundards (found at 49 C.F.R.

Part 213) on the most heavily utilized main lines as well as the least used sidings, branch lines,
and yards: and
•

perform inspection work on the basis of higher standards than those mandated by

FRA regulations such that deviations can be detected and conected prior to a track condition
becoming an FRA defect.
NS cunently plans to directly involve qualified first-line, non-agreement supervisors with
the B.MWE Foreman/Track Patrolman (in accordance with existing cunent NW Agreements) in
the day-to-day performance of inspections and repairs lhat are vital to safely and train
operations. These two man inspection teams, with specially equipped inspection vehicles, will
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enhance the quality of the inspection process on lines allocated to NS.
Regulatory compliance with Track Safety Sundards is already a mandatory objective of
both Comail and NS track maintenance and inspection activities

Existing maintenance and

inspection procedures in effect on lines allocated to NS will remain in effect for a sufficient
transition period. This will enable development of systemwide practices drawing on the best
feamres from both railroads' existing processes and provide for appropriate training on any
changed track maintenance/inspection procedures for all involved Engineering Department
employees.
Track inspection/maintenance activities during both transition period and afterwards will
be handled in such a manner that information flowing from these areas will be integrated and
analyzed on a system-wide basis, through which priorities and resource allocations will be
determined, as necessary, to ensure that track safety is not compromised.
4.

MW&S Capital Budgets

The aimual MW&S capiul budget process is the means by which large scale funding is
planned for major track improvement, major bridge and stmcmres, and constmction projects.
Capital budget requests are based largely on scheduled program work and needs for bridge and
stmcmre rehabilitation and replacement, but do include other projects involving new
constmction.

On an annual basis, these proposed capiul budget items are compiled and

prioritized within their respective category to form a budget plan. During the year, items are
submitted to management as capital project requests. Projects approved by management become
active capital projects.
NS will consider Conrail's capiul expendimre plan for track projects and bridge and
stmcmres projects in the development of capital expendimre programs for 1999 and fumre years
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for the Comail lines allocated to it. Items in this plan will be added to the three year plan for
the existing NS system to form a MW&S three year plan for the expanded NS. The items in
this plan will be prioritized based on NS system-wide criteria, along with priorities arising from
iraffic increases or changes in iraffic patteras due to NS' operation of its allocated lines. These
factors will determine the capital fund allocations necessary to mainuin track, bridges and
stmctures to the high maintenance sundards to which NS already adheres.
With respect lo specific track related projects, major capiul expendimres are expected
in the years 1998, 1999, and 2000 to cover a substantial number of projects including:
•

Extension of passing sidings at a number of locations on Comail lines to be

allocated to NS and on the existing NS system;
•

Extension of double track at various locations;

•

Constmction of connection tracks and track re-arrangement projects at various

locations; and
•

Consolidation of roadway equipment shop functions at Charlotte, NC.

With respect to specific bridge and stmcmre projects, large capiul expendimres are
expected in the years 1998, 1999, and 2000 to cover a subsuntial number of projects including:
•

Rehabilitation and elimination of weight restrictions on the Southem Tier line;

•

Increasing clearances in Pattenburg Tunnel on the Lehigh Line; and

•

Various siding extension projects.

The benefits to safety from track and stmcmie rehabilitation are obvious. Among many
other benefits, providing increased capacity will result in fewer train delays and thus more
dependable crew scheduling This translates into better rested crews. Because NS believes lhat
dollars allocated to most MW&S projects will directly enhance operational safety, prioritization
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decisions will only be made after considerable study and deliberation.
5.

MW&S Operating Budgets

Presently on NS. operating budgets are formulated on an atmual basis using historical
data and cunent needs assessments to esublish projected requirements in each expendimre
category. These numbers are adjusted, as necessary, to reflect any anticipaied changes such as
projected increases or decreases in suffing or trackage to be mainuined. Budgeting includes
all material, labor and purchased service funds required for ongoing operations, including those
needed for inspections, FRA required tests, maintenance, minor repairs, safety meetings,
training, tools, and all other operating requirements. NS will review Comail's 1998 operating
expendimres for track, bridges and stmcmres in order to formulate operaiing budget levels in
1999 and fumre years. After analysis of Comail information and factoring in other items such
as changes in traffic levels and track, bridge and stmcmres conditions on the Closing Date,
budget amounts for allocated lines will be established. As is tme for capiul budget projects,
these funds will have a direct impact on operational safety.
D.

HAZARDOUS MATERIALS
1.

Introduction

The NS Hazardous Materials Safety Program is built upon the principle lhat safety is
good business. Operating practices are designed to avoid unnecessary hazards or risks for
people, to protect property and to safeguard the environment.
Inasmuch as NS and Comail share similar goals for the safe handling of hazardous
materials (hazmat), NS envisions building upon the best of both systems to foster hazmat safety
over the entire NS system following the Comail transactiop. Strengths in the Comail system
arc bemg identified and maintained. Effons will be made to merge attributes of the NS
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approach into an integrated operating system of recognized quality.
Fundamental to the safe transporution of hazardous materials is the establishment of
procedures that (1) prevent accidents and adverse incidents; (2) prepare for the proper
identification and assessment of risks for those incidents which do occur; (3) respond effectively
to emergencies in a timely manner; and (4) remediate events with minimal impacts on people,
propeny and the environment.

This requires knowledge, commitment and the collective

involvement of all affected parties. Each of these principal areas will be discussed.
2.

Hazardous Materials Staffing
a.

NS

The NS hazardous materials program is coordinated by the Industrial Hygiene and
Hazardous Materials (IH&HM) group, in the Environmental Protection Department (EPD).
EPD is combined with the Safety Department under an AVP Safety and Environmenul. EPD
includes three groups in addition to IH&HM, namely: Environmenul Protection, Environmental
Engineering, and Audits & Programs. Any and all of the EPD groups can and do respond to
a hazardous materials incident as and when needed. Environmenul Engineering typically
coordinates site remediation investigations, if needed, for incidents with significant releases of
hazardous materials.
The IH&HM group is staffed by a Director IH&HM, three Certified Industrial
Hygienists, a Manager Hazardous Materials and an Assisunt Manager Hazardous Materials.
All are professionals and knowledgeable in their assigned areas. The industrial hygienists focus
on safeguarding employees from unnecessary exposures to hazardous conditions during routine
work assignments and during hazmat incidents. Hazmat officers develop transportation safety
programs which promote compliance with hazardous materials mles and regulations. They also
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provide training, both intemal and exiemal, for the proper handling of hazardous materials. All
are trained for emergency response.
Ten (10) regional Engineers Environmental Operaiions supplement the IH&HM group
for emergency response activities. Their regular assignments focus on corporate environmenul
compliance and protection programs. However, the regional engineers serve as front line field
coordinators when a hazardous material incident develops. They also function to build strong
interactive relationships among NS employees in the various departments and with local and sute
emergency response/regulatory officials in their resjjeclive territories. The field engineers are
well trained (HAZWOPER, elc.) and very knowledgeable (most have more lhan 10 years of
experience). They make strong ongoing contributions to the overall success of the NS safety
and emergency response program throughout the railway system.
Also enhancing the EPD/hazmat organizational framework is the additional resource
provided by hazmat-trained railroad officers on the nine Operating Divisions of NS. At least
four represenutives on each division - one each from transportalion, mechanical, engineering
and police - assist safety and environmenul personnel in dealing with emergencies and
promoting hazmat safety. These approximately forty (40) HAZWOPER-lrained divisional
personnel raise confidence levels on each division as well as imoughout the railway sysiem for
dealing with hazardous materials issues,
b.

Conrail

Comail's hazmat organization and the way response is handled are similar to the NS
methods described above. Conrail's hazmat officers have duties comparable to those of the NS
group. Conrail s area environmental managers have essentially the same functions as the NS
environmental operations engineers. Finally, Comail's Sentinel program is similar to the NS
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Divisional Officers hazmat group training.
c.

Expanded NS--Integration

When the cunent NS organizational stmcmre is expanded to cover the portions of Comail
allocated to NS, three new divisions are anticipated. The proposed divisions would be m the
areas of Philadelphia, PA; Pittsburgh, P.A. and Dearbom. MI. Each division will be assigned
an Engineer Environmenul Operations position. An additional Engineer position is anticipated
to be assigned to Altoona/Hollidaysburg Shops. Further, two hazmat officer positions will be
established to support the Northeast Region. This approach not only preserves but in fact
enhances the strength of the Comail division tenitories by reducing the effective tenitories
covered by cunent Comail area environmental managers.
Hazmat personnel do and will continue to conduct audits, respond to hazmat incidents
or emergencies as necessary and follow through with root-cause analyses, help with training of
both company persomiel and extemal emergency management agencies, and build cooperative
relationships with customers and public agencies. These areas are already of recognized
importance to both NS and Comail.
Hazmat personnel do and will handle recognized programs such as Responsible Care*.
Of)eration Respond, and OT-55 Compliance

They also will carry out risk assessments,

determine fumre needs for spill prevention and control and emergency response, and conduct
long term planning. Comail and NS already have personnel with backgrounds and experience
who fulfill the program areas described.
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3.

Hazardous Materials Programs

As one compares the NS and Comail hazardous materials programs, distinct similarities
are noted. This is not surprising owing to the exchange of ideas over the years by members of
the two railways while serving on various committees of the Association of American Railroads
(AAR). This section provides an overview of many of these programs,
a.

Emergency Action Plans
(i)

Svstem and Division EAPs

NS has developed a System Emergency Action Plan for Hazardous Material Incidents to
identify sundard operating procedures for the safe handling of hazardous materials and to
provide guidance to employees for responding to hazardous materials incidents. The system plan
is supplemented with nine (9) Division Emergency Action Plans which focus on emergency
response actions and provide special instmctions and information applicable lo the division and
its yard and terminal facilities.
The Sysiem Plan would be expanded lo cover the Comail tenitory gained by the
transa.iion. Tmee new Comail Division Plans are planned with a "core" finish date of July 1,
1998, one for each of the new divisions. Having these plans ready by mid-1998 will ensure they
are in place and training is complete on how to use them for Day 1. Constmctive feamres of
the Comail One Plan, which addresses fixed facility emergency response, have been noted and
a copy of the plan has been requested from Comail for possible melding of Comail/NS system
plans in the fumre.
(ii)

Iticident Levels

NS' EAPs define three incident levels: 1 (low hazard). 2 (medium hazard) and 3 (high
hazard). The EAPs include guidelines for determining incident levels, assigning relative degrees
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of severity and developing responses.
Conrail uses a numerical index called the Transportation Severity Index (TISI) to
categorize incident levels. This accomplishes the same result as the NS system in that it requires
the evaluation and analysis of every incident, based on the acmal risk associated with the release.
TISI also is used as a framework for providing feedback to shippers that fosters accounubility
and continuous improvement in preventing shipper-caused releases.
NS cunently plans to apply its incident level system on all projjerties effective Day 1
because we find ils application to be simpler and more easily understood lhan the six part TISI
numerical formula. On the other hand, NS intends to adopt the Comail framework (inherent
in the TISI process) for systematic categorization of shipper-caused releases, as this will foster
accounubility and improved safeguards from shippers.
(iii) Incident Management Responsibilities
Comprehensive incident management of emergencies requires active participation by not
omy NS environmenial/hazmat officers but also by railroad operating personnel from various
departments, customers and regulatory agencies from local, sute and federal levels. Personnel
designated by the AVP Safety and Environmenul will assume lead roles in the esublishment of
emergency response procedures, but many individuals and groups of individuals can be involved.
Emergency management tools include an incident response checklist to provide guidance
for making initial assessments and deciding what actions to take, as well as flow charts
indicatirg management responsibilities for incidents at different locations and different levels.
NS will soon further enhance its Division EAP's by adding a section on underground pipelines.
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(iv)

Incident Repons

All unintentional releases of hazardous materials are reported to the U.S. Department of
Transponation on the F 58(X).l report. This is in addition to any reports to local, state and
federal agencies required as part of emergency response and environmenul protection activities.
Customers are notified by telephone of hazardous materials incidents v,ben they occur.
If the incident includes a non-accident release (NAR) of material, the cusiomer is expected lo
handle the response. NS will provide support and assisunce as required; however, the customer
is expected to assume responsibility for the incident. This not only gets the customer actively
involved but also helps assign costs.
Customers also are provided with copies of the U.S. DOT F 5800.1 reports for hazmat
incidents, along with supplemenul environmenul reports as applicable. A copy of the report
typically is sent to the cusiomer at the plant of shipment origin, with a second copy being
provided to the customer's marketing division via the NS Marketing Department. This approach
is employed to cultivate greater sensitivity to the needs for effective packaging and handling of
hazardous commodities during rail shipments and promote greater cooperation among lhe parties
involved.
The NS approach is very similar to Comail's Customer Contact Program. This type of
program will be mainuined as part of the integrated program for hazmat .safety. Ideas from both
railways and customers will be incorporated into the system.
(V)

Emergency Response Contractors

NS maintains .service contracts with a group of 40 emergency response contractors with
offices spread throughout the railway system. Contractors range in size from large multi-state
organizations to smaller state and regional operators. The goal is for the outside contractor
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responder to be prepared to respond anywhere on the rail system wiihin two hours, and not more
than four hours.
Conrail has similar agreements with 12 environmental/emergency response contractors
at about 25 different locations throughout its system. NS expects to continue agreements with
contractors in the areas lhat come under NS control, provided such vendors continue to meet NS
Material Management Department procurement requirements and demonstrate high quality
response capability. NS and Comail cunemly have agreements with some of the same responder
vendors.
b.

HAZWOPER Training

The NS hazardous materials emergency response (HAZWOPER) training program is
ongoing for suff and field (line) personnel representing NS' nine (9) cunenl operating divisions.
The HAZWOPER program includes 40 hours of introductory emergency response training plus
annual two-day r^iresher courses. Divisional persomiel are included in the same training classes
with the safety/environmental/hazmat officers.
Approximately 90 NS employees have received H.AZWOPER training at the DuPont
Training School in Martinsville, \ ' \ .

This includes approximately 40 divisional employees

representing transportation, mechanical, engineering and police departments.
The divisional HAZWOPER-trained employees are similar to Comail's HazMat Sentinel
program
c.

Spill Containment Pans

The original NS spill contaimnent system was installed at the Bellevue. Ohio, Yard in
1987. It has been used on several occasions over the years and is a fixed facility concrete basin
collection system.
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•

An even more comprehensive approach to the establishment of spill conuinment systems

1

was initiated in 1995 with the installation in Chattanooga. Tennessee of a spill conuinment pan
purchased from and developed with Trans Environmental Systems, Inc. of Cleveland, Ohio. NS

•

is the only America, railroad which has developed such a spill conuinment system. Fifteen

1

pans were insulled at the following fourteen (14) locations during 1995-1996:

1
•
1
•
1
•
1
•
•

1. Atianu, GA (Inman Yard)
Linwood, NC (Spencer Yard)
Birmingham, AL (Nonis Yard)
4. Louisville, KY (Younglown - D Yard)
Cincinnati, OH (Gest St Yard)
Macon, GA (Brosnan Yard)
7. Chaiunooga, TN (deBuns Yard) - two
New Orleans, LA (Oliver Yard)
Decamr, IL (Decamr Yard)
10. Portsmouth, OH (Portsmouth Yard)
Detroit, MI (Melvindale Yard)
12. Roanoke. VA (Shaffers Crossing Yard)
13. Knoxville, TN (Sevier Yard)
14. Shefiield, AL (Sheffield Yard)

3.

6
^9.

Sixteen (16) additional spill pans were insulled during 1997 at the following locations:

1
•
1

•
1
•
1•
1
•

Chaiunooga, TN (deButis Yard) - 1 addiiional-toul 3
2. Greenville, SC (Greenville Yard)
Chicago, IL (Calumet Yard)
Jacksonville, FL (Simpson Yard)
5. Charlotte, NC (Charlotte Yard)
6. Kenova, WV (Kenova Yard)
Cleveland, OH (Campbell Road Yd.)
8. Memphis, TN (Fonest Yard)
Columbus, OH (Watkins Yard)
10. Mobile, AL (Mobile Yard)
11. Danville, KY (Danville Yard)
Savamtah, GA (Savannah Yard)
13. Decamr, AL (Decamr Yard)
14. St. Louis, MO (Luther Yard)
Fon Wayne, IN (East Wayne Yd)
Valdosta,
GA (Langdale Yard)
16

4.

7.
^
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Spill pan locations are selected by hazmat traffic density and yard car-switching activity.
High density hazardous materials traffic and extensive swiiching of hazmat cars in the yards
serve to identify urget sites. It also should be noted that, in addition to spill conuinment, the
spill pans serve to pinpoint specific isolation track locations within raii yards where leaking
containers can be placed for controlled emergency response actions.
This program is expected to be expanded to cover the principle Comail yards to be
operated by NS. During November 1997. representatives of Conrail s Safety and Environmental
suff toured and viewed a spill containment system in Roanoke, VA. Impressed with the
insuUation, they ci'nently are considering purchase of such system(s) prior to Closing Date,
(i)

Poruble Spill Conuinment Svstems

A series of portable spill conuinment systems also are being developed to augment the
overall spill containment and control process and spill pan installations. Included are lightweight
40-gallon steel carts (spill banows) and plastic pools of 66-gallon and 150-gallon sizes. Two
banows have been purchased for testing and others are cutrently on order for insuUation prior
to December 31, 1997.
A poruble plastic containment pool which can be canied by two people and placed
between the tracks under a leaking rail car has been developed. It will hold about 200-250
gallons of liquid. The pool is designed to overlap a set of railroad tracks and acmally form three
side-by-side conuinment pools: one which fits between the tracks and two which exiend out
from the tracks on both sides. The overall effectiveness of the pool system remains lo be tested
in the field.
A third approach is to develop a poruble spill containment system that can be hooked
to or around a leaking tank car and serve as a diaper lo capmre leaking material while the car
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is being moved to an isolation track or service area. We cunently atuch buckets or the smaller
portable pools described earlier to unk cars to help capmre leaking materials while rail cars are
being moved. Our current plan is to have a portable pool or diaper system equipped with lie
lines or straps that can be fastened to or wrapped around a Unk car and hold the collection pool
in place while the car is being moved. If successful, such a system will be considered for
existing and fumre NS operating territories,
d.

Audits

Operating Division officers, as part of routine regular operations tests and mles check
teams, observe, identify and record hazardous materials handling, switching and placement mles
by Operations Division personnel.

In addition, NS Environmenul Protection Department

personnel participate in and/or solely conduct several additional types of audits/inspections to
verify compliance with DOT regulations and corporate requirements:
(i)

AAR-BOE Inspections

A total of seven AAR-BOE Field Inspectors cover the territory encompassing cunent and
proposed NS system. These highly qualified individuals presently conduct inspections of NS and
Conrail facilities, and follow-up with shippers as necessary to ensure safety and compliance.
On NS alone, in 1996. this group made 37 yard inspections, seven intermodal inspections, and
seven NS fuelLig facility inspections; and for 1997 through 11/15/97, these inspectors have made
41 yard inspections and two imermodal inspections al NS. BOE conducts its inspections both
with and without railroad personnel. This service is expected to continue on existing and future
NS operating tenitories.
(ii)

NS Inspections

The NS Hazardous Materials Group conducts Location Audits al individual NS
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establishments, and Regional Audits, which are multiple location audits conducted consecutively
in a conidor. A tolal of 10 Location Audits were conducted in 1996; and through 11/15/97, a
toul of 20 locations have been audited. Two Regional Audits were conducted to date in 1997.
These inspections are very helpful in identifying any deficiencies and conecting them: our audits
are similar to the Comail Compliance Quality Inspection Program

Location and Regional

Audits will continue on existing and fumre NS operating tenitories.
(iii) Centralized Wavbilling Audit
In October 1997, NS hired a third-party consultant to provide an audit team lo review
the operations, accuracy, and efficiency, of the NS Agency Operations Center (AOC). This
audit was beneficial and is being considered for annual repeat.
(iv)

FRA Inspections

The Federal Railroad Administration addi'ionally rf.gularly inspects NS properties for
compliance with DOT Hazardous Materials regulations,
e.

TRANSCAER*

TR.ANSCAER® (Transporution Community Awureness and Emergency Response) is a
nationwide community outreach program.

It a'jdresses community concems about the

transportation of hazardous materials through planning and cooperation. The program provides
assistance to communities by helping emergency planning groups to identify hazardous materials
moving through their conununilies, and by assisting with training and testing for emergency
preparedness.
NS is an active participant in the TRANSCAER® program. In fact, NS was awarded the
1994 National TRANSCAER* Achievement Award for demonstrating extraordinary efforts in
advancing the TRANSCAER® program in the geographic areas through which it operates.
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Hazardous Materials Public Education continues to be a major part of the NS hazardous
materials program. During 1996. NS provided 77 hours of training for 541 participants from
159fire/emergencyresponse departments in areas served. Figures for 1997 have amounted to
129 hours of training for 2135 participants from 456 differem agencies.
Comail expends similar time and resources in its community outreach program as part
of TRANSCAER®. NS expects to continue TRANSCAER® outreach on existing and fumre NS
operating tenitories
f.

Operation Respond

Operation Respond is a program designed to improve information available to First
Responders at hazardous material and passenger train incidents. A direct result of a National
Academy of Sciences smdy that recommended experiments using canier daubases to provide
critical information to First Responders. Operation Respond began in 1992 as a cooperative
underuking of the FRA and the Port Terminal Railroad of Houston, TX. In order to
conduct further research, and to faciliute private and public funding. Operation Respond
became a not-for-profit instimte in 1995

The FHWA, RSPA, and NIOSH, have joined FRA

in funding the project.
NS has been an active participant in Operation Respond since 1995. We support the
pngram by volunurily providing access to our car records daubase and computer
programming, and donating software to local communities throughout the system. Our
program parallels Comail's Operation Respond program, and we will continue to provide
the neces.sary support to ensure the continuation and expansion of this program for those
communities which desire participation.
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g.

Responsible Care® Partnership Program

The Responsible Care® program was developed by the Chemical Manufacmrers
.Association (CMA) in 1988. The program was designed to help the chemical industry
improve its performance in health, safety, and environmental quality in response to public
concerns.
The Responsible Care® program was developed as a series of six codes of management
practices that included specific issues to be addressed by CMA member companies as follows:
• Community Awareness and Emergency Response Code
• Process Safety Code
• Pollution Prevention Code
• Distribution Code
• Employee Health and Safety Code
• Product Stewardship Code
Each of thes? codes contains specific processes and activities the member company must
address for completion of the code. Each member must complete an annual self audit to
illustrate progress toward fulfilling its senior management's formal commitment lo Responsible
Care®.
To further promote continued improvement '•. health, safety, and environmental safety
involving chemicals, the CMA expanded the R sponsible Care® program to include non-CMA
chemical companies, transportation suppliers, and other trade organizations.
Conrail took a leadership role in helping to develop the Responsible Care® Partnership
Program

Conrail has developed a Five-Year Plan, with a substantial part of the process

cunently being addressed by a team of employees and supervisors at the Comail facility in
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Conway, PA. This facility is located within the portion of Comail lo be allocated to NS. and
NS plans lo utilize the experience gained at Conway to faciliute and enhance the implemenution
of the program
In October 1996, NS filed an aoplication with CMA lo become a Responsible Care*
Partner. The application was approved in March 1997. Shortly thereafter, the joint purchase
of Conrail by NS and CSX was amiounced. Based on NS' knowledge of Comail's Five-Year
Plan, NS chose to schedule implemenution of its own pilot and system Responsible Care*
programs to best be able to gain the benefit of Comail's experience and leadership in this area.
The chemical shipping community enthusiastically supports Comail's Five-Year Plan.
Accordingly, NS intends to incorporate the tenets of Comail's plan inlo its Responsible Care*
Program in order to enhance NS" support for industrial health/hygiene, personal safety and
proper environmenul stewardship.
h.

.North American Non-Accident Release Program

The North American Non-Accident Release (NAR) Program is composed of
represenutives from hazardous matenal rail shippers, caniers, car owners, and trade
associations who individually and collectively are committed to the objective of reducing NARs
from rail cars in transportation.
The NAR Program uses a four phase effort: (1) dau collection; (2) dau analysis; (3)
communication of results; and (4) follow-up with shippers. All FRA DOT 5S00.1 reports that
are provided to the AAR from ils members are reviewed. Those meeting the definition of a
NAR are entered into the NAR database (this includes the majority of DOT 5S00 repons). On
a quarterly basis the data is analyzed, and those shippers exceeding an established threshold of
incidents are sent "Action Packages," deuiling the incidents and requesting appropriate action
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to prevent recunences. The goal of this committee is to reduce NARs industry-wide by 20%
over the first two years of the program.
NS is an active participant in the North American NAR Program In fact, a member of
the NS Hazardous Materials Group has been Chairman of the Technical Subcommittee for over
a year. Likewise. Comail participates in this program; participation in this initiative will
continue.
I.

Shipper Safety Award

In January 1997, NS esublished a Thoroughbred Customer Safety Award based on
hazardous material releases. The purpose of the award is to recognize shippers that contribute
to the safe transportation of hazardous materials. The award is given to companies that ship
more lhan 1.000 carloads of hazardous materials during a calendar year withoui a single shippercaused incident. This program is intended to make shippers more aware of NS' desire to reduce
shipper-caused incidents, and to stimulate their interest and support.
For many years, Comail has had a shipper safety incentive program called the "Diamond
Drop" Award. Because the criteria for Comail's award vere analyzed in the development of
the NS award, to avoid redundancy, we anticipate that the "Thoroughbred Chemical Safety
Award" will be preserved on the expanded system.
j.

Hazardous Material Timetable Rules

Hazardous materials operating instmctions are included in all Division Timetables. These
mles address both federal regulations and NS procedures (which in ceruin cases are more
restrictive than federal regulations) regarding switching and train placement of placarded cars.
Key Trains, hazmat documentation, hazmat inspection, marking and placarding of hazardous
materials, leaking tank car procedures, and incident instmctions and reporting procedures.
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Cunemly. NS includes these instmctions in the Division Timeubles; however, Comail
has a separate "timetable" which addresses hazmat mles. NS is reviewing Comail's concept of
a separate set of instmctions to detennine the better practice for the expanded system,
k.

Hazardous Materials Training

Hazardous materials training is an ongoing endeavor both within the company and for
the public. All Operations Division officers were given hazaidous materials traimng in 1993 as
part of the US DOT (HM-126F) hazmat transportation requirements. Train and engine service
personnel and officers receive hazmat training annually as part of their operating mles
classes/mles exam.

NS" practice is to provide hazmat training annually lo all operating

personnel involved in hazardous materials handling even though the US DOT regulations specify
once every three years. As of now, this program is expecied to continue on an annual basis.
NS plans to send its Hazmat Group officers and nine cunent division employees to the
Pueblo Unk car school in 1998, as a next level training to complement HAZWOPER training.
Continued qualification and refresher training in HAZWOPER of field personnel is aniicipated
in 1998 Further, Responsible Care® related training initiatives in Community Outreach, Process
Safety, and Emergency Response will be undertaken.
i.

Customer Service Centers

Cars containing hazardous materials move on NS only when they are accompanied by
either a Wheel Report, which conuins the proper hazardous materials description, a waybill, or
the shipper"s bill of lading. These documents are assembled either by the Centralized Yard
(Jperations office or the local yard office and sent to the train crews via printers or fax machines
at their "on duty" point, or in the case of shipper s bills of lading, received directly from the
shipper. Train crews conUct either the local yard office personnel or Centralized Yard Office
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personnel to verify that they have all necessary documents prior to their deparmre.
Local yard offices are able lo supply waybill and hazardous material information during
their hours of operation. Division dispatchers" offices also have immediate access to waybill and
hazardous material information. These are main-frame based systems that have been in use on
NS for several years. The Centralized Yard Operations and National Customer Service Center
can also supply this information on a 24-hour. 7-day basis. Neither the Centralized Yard
Operations (CYO) nor National Customer Service Center (NCSC) have voice mail. 99.6% of
all calls to our NCSC are answered after the first ring. We have an abandoned call rate of
0.35% compared to an industry sundard of 5% and work class sundard of 2%.

Train crews

also have immediate access to the USDOT Emergency Response Guidebook, which is kept on
board the locomotive.
Clerical personnel at both the local yard offices and the centralized yard office use
trackside AEI scanners to verify the standing order of trains to assure that hazardous materials
cars are located in the positions required by federal regulations. Also, train crews are required
to inspect the six head cars behind the engine and the six rear cars ahead of an occupied caboose
to ascertain that placarded hazardous material cars are properly positioned.
The Thoroughbred Yard Enterprise System (TYES) will be installed and operational,
including all hazardous materials functions, al Comail field locations prior to the phase out of
Ccmail's computer system.
Cunently. Comail has one Manager-Hazmat at its Pittsburgh Customer Service facility
(this individual has voice mail). The Marager-Hazmat handles hazardous materials inquiries,
as do other employees in the Customer Service facility. Effective Day 1, NS will uke steps to
ensure that hazaidous materials inquiries are promptly distributed to the Pittsburgh Customer
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Service personnel so that these calls will be answered. NS personnel in CYO and NCSC, both
in Atlanta, have access to this information and are available 24 hours per day, 7 days per week.
During the transition from Conrail to NS sysiems, NS will have personnel at former
Comail on-duty points to assist train crews in securing and understanding their paperwork.
Additional personnel will also be at the Pittsburgh facility to assist and train Customer Service
personnel. Cunently. Comail sends paperwork to crews from its Pittsburgh facility via fax
machine. After the location is converted, NS will send ils paperwork to the crews from Atianu
via fax machine or additional printers lhat NS will have insulled as a back-up.
On Day 1, NS will operate its allocated ponion of Comail with the same proportional
level of staffing as is available on Comail today al the Pittsburgh center.

For hazardous

materials inquiries, NS will ensure that there is coverage at the Pittsburgh center 24 hours daily
and will maintain such 24 hours a day coverage during the migration to the Atianu CYO.
In planning for future staffing subsequent to consolidation at the Atianu CYO, NS
evaluated car counts, trains, type of traffic, customer needs, transportation needs and regulatory
requirements. In addition, efficiency differences and suffing requirements for the new TYES
system, as contrasted with Comail's existing system, led to the development of projecied
employment needs. This created a base projected staffing number. However, NS then increased
its projecied suffing number to ensure a more than adequate workforce to faciliute a smooth
transition and provide assurances than any unforeseen contingencies could be addressed.
The cunent systems NS uses to secure hazardous materials and waybill information are
complete and mature. Information from these systems is retrieved insununeously. T>^e new
reporting system (TYES) is only an interface with the hazmat system and waybilling system.
Hazmat information can be obtained either from TYES or directly from the hazardous materials
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inquiry, or the waybilling system.
NS is cunently developing a computer based training system for subjects including
hazardous materials. This system will be used in the training of employees on the expanded NT
system.
The NS hazmat group works with the NS Customer Service Center and with individual
customers on a regular basis to solve waybill concems and expedite hazmat shipments. The
hazmat group receives calls from NS customer service representatives, more commonly from
NS mtermodal service represenutives, and often directly from customers, to address waybill
issues and to review approvals for intermodal service. The NS hazmat group's goal is to help
train NS marketing and customer represenutives to handle most of the customer's questions
conectiy and in a timely manner.
m.

Computer Systems

The NS hazmat computer sysiems include programs which provide hazardous materials
commodity information, hazmat daubase. waybill inquiries, iraffic densities, etc. NS' IT
Department is coordinating with its counterpart on Comail to merge the two systems (see
detailed discussion m Section IX).
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E.

TRALN DISPATCHING
1.

DiSt'^tch Centers

NS, CSX and C .•>rail have devised a plan to integrate dispatching systems as a part of
the divisic n of the cunen; Conrail dispatching offices between NS, CSX and CSAO. This plan
relies or continued use of existing Comail systems until offices are ananged to divide them.
Dispatching or.fices will then be completely segregated between these three entities, reorganizing
the cunent five offices into six off.es.
Cunently, NS, CSX and Comail use computer aided dispatching systems (CATD) that
are unique to each operation. CSX's dispatching function cunently is centralized at one
location, while NS, like Comail, has dispatch centers at each of its nine division headquarters.
Comail presently has five computer aided train dispatching centers at its five division
headquarter.'. Each of these centers consists of between seven and ten dispatching desks. NS,
CSX. and Comail have jointly evaluated each line segment assigned to each dispatching desk
in the five dispatching centers. From this evaluation, a project plan has been devised that
transforms the cunent Comail dispatching organization inio a new organizational anangement
ultimately seuiegating NS. CSX and CSAO into independent offices.
Dispatching offices will be assigned to these entities as indicated in the following Figure
5:
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FIGURE 5
Dispatchine Office Assignments between NS. CSX, and CS.AO
Dispatching Positions
Dispatching Desks
After
Before
After
Before
Current OfTice Location OfTice Allocation
75
75
10
10
CSX
Albany. NY
Dearbom. MI

CSX

9

9

71

71

Indianapolis, IN

NS

7

6

51

51

81

17

Mt. Laurel, NJ

CSAO

9

3

Pittsburgh, P.A

NS

9

9

71

71

Harrisburg. PA

NS

0

7

0

64

44

44

349

349

Total

-1 6 8 -

2.

ConraiPs Train Control Svstem

NS will continue to utilize Comail's train control system, including radio conununication
system, for approximately three years after Closing Date.

Accordingly, former Comail

dispatchers on the expanded NS will continue to use dispatch consoles with which they are
familiar. After this period. NS will begin to retire the present Comail train control system and
replace it with NS' new computer-aided dispatching sysiem. The new NS sysiem. called UTCS,
(Unified Train Control System), is cunently under development and is scheduled to be insulled
on cunent NS divisions beginning during the year 2000. The projecied date for implemenution
of this system on Comail tenitories allocated to NS is 2002. The new Hanisburg office will
be equipped with equipment that will faciliute operation of the current Comail train control
system until the new NS system is insulled.
3,

Multi-Phased Dispatching Office Changes

Basically, this project enuils several phases. First, a technical phase will occm involving
preparing existing computer systems and communications equipment for division beiween the
three operating entities. Second, realignment of dispatchers' workstations will be accomplished
wiihin each of the five offices. Third, relocation of entire desks will be accomplished to
segregate offices and complete the reorganization project,
a.

Technical Phase

From a technical standpoint, it is first necessary to implement some changes in the
computer and communications networks lo support the realignment of dispatching desks in the
second phase NS. CSX. and Conrail have decided to enter into a service contract for Comail
to handle all required C&S and IT. (IS), changes in this phase. Conrail has deiermmcJ that it
has the personnel to handle this work, which will be supervised by Comail to ensure there is no
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interference with Conrail's ongoing operations and activities. The technical implementation
includes writing software lo accomplish the required changes in both the CATD. and mainframe
computers. It also includes rerouting of owned and leased voice and dau circuits - both intemal
and extemal to each facility, installation of VHF radio base sutions in the field, workstation
communications console modifications, and modification of VHF radio control equipment in each
dispatching office. Comail projects that it can accomplish this work in approximately a four
month period once the work has been authorized under an appropriate service contract. No
changes or modifications will acmally be placed in service prior to Control Date, and the cosls
of the work will be divided between NS and CSX.
b.

Realignment of Dispatchers' Workstations

The second phase of this transition involves realignment of dispatchers' worksutions
within each of the five dispatch offices. Under this phase, the objective is to exchange line
segments between dispatching desks so that each desk has line segments under its control that
are exclusively handling trackage under the control of either NS. CSX or CSAO. Essentially,
this phase involves executing the line segment transfers made possible by the computer and
communications changes completed during the first phase.
Workstation realignment readily can be accomplished through scheduled "cut-over" of
line segments transfers wiihin each office. The most significant requirement involves training
of employees to perform the dispatching function on new line segments added to their posiiion.
Not all dispatching desks involve realignment and only a portion of each dispatching office's
employees will require training. (Training will be discussed elsewhere in this section). Figure
6 following reflects the extent to which each existing office will be impacted by these changes.
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FIGURE 6
Dispatching OfTices, Dispatching Desk Realignment
Dispatching Desks
Office Location
Albany, NY
Dearbom. MI
indianapolis. I.N'
Mt. Laurel. NJ
Pittsburgh. PA

OfTice Allocation

Current

Dispatching Positions
Current

Realigned

Realigned

10

1

75

5

CSX

9

5

71

21

NS

7

3

51

13

NS/CSAO

9

6

81

26

NS

9

0

71

0

44

15

349

65

CSX

Totai

-1 71 -

As reflected in Figure 6, most of the dispatching desks do not require realignment.
Therefore, most of the employees will be unaffected by these changes. To accomplish
dispatchers' desk realignments an extensive plan has been deve'oped. This plan was developed
by evaluating each line segment requiring transfer and reorganizing dispatcher desks based on
accepubie dispatcher workloads and other proximity related benefits of line segment organization
for each affected dispatcher desk. In some cases, interim line segment transfers are required as
line segments are carefully "cut-over" lo the new segregated organization. For example, a new
dispatching worksution will be established m the Mt. Laurel office to facilitate the changes that
occur within this office. This desk will be used to systematically apply line segments from other
desks as line segments are transfened to and from other dispatching desks. This avoids
temporarily overburdening any particular dispatching desk by adding line segments before a
balance can be obuined by removing line segments, especially during the critical training period.
The dispatchers working this new desk will be qualified on the operating characteristics of the
involved line segments before manning this desk.
The changes that will occur during this phase can be best understood by evaluating the
following charts which reflect line segments that w ill be transfened between dispatchers' desks
on each division. This information is depicted in the following: Figure 7, Albany Division:
Figure 8, Dearbom Division; Figure 9, Indianapolis Division: Figure 10, Philadelphia Division,
(Mt. Laurel, NJ); and Figure 11, Pittsburgh Division.
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FIGURE 7

Albany Division
All NS

Boston
Berkshire
Hudson
Mohawk
Terminal
Niagara

All CSX

NS -(Move to Hamsburg)
Coming Secondary
Main Line

CSX
Chicago Line
West Shore Branch

1 73-

FIGURE 8

Dearborn Division
Toledo East
Toledo W est
Chicago West'
Kankakee*

All NS

AllCSX
(Move to Albany)
NS - (To Toledo East)
Chicago Line (CPl82-Berea)
Cleveland Line
Randall Secondary
Cleveland Terminal
CSX
Chicago Line (CP171-CP182)
Short Line
Indianapolis Line

NS
Chicago Line (CP285-Nesby)
Toledo Yard

CSX-(To Toledo Branch)
Toledo Branch
Canothers Secondary
NS
Chicago Line (CP421-482)

Chicago East

CSX-(To Ft Wavne East)
Porter Branch
NS
Michigan Line/Amtrak
Lansing Branch
Junction Yard Secondary
Lansing Secondary

Dearbom

CSAO
Detroit Line (CP-Bay City - CP-Townline
North Yard
Sterling Secondarv
' .A segment from CP 502 lo Gibson will be transfened to IHB
'Line segments. Decatur Secondary and Ft Wayne Secondary will transfer to CSX by end of year 3
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FIGURE 9

indianapolis Division
Toledo Branch
St Louis
Terminal

All CSX

Cincmnau

All NS
(Move to Dearbom)
NS - (Move to Dearbom)
Buckeye Line
Cincinnati Line
CSX
Columbus Line
Indianapolis Line
NS - (Move to Dearbom)
West Virginia Secondary
Pekin Secondary
Westem Branch

West Virginia

CSX
Danville Secondary
Olin Secondary
NS - (Move to Dearbom)
Dow Secondary
Manon Branch
Red Key Secondary

Indianapolis

CSX
Indianapolis Line
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FIGURE 10

Philadelphia Division, Mt. LaureU NJ
Port Road
Hanisburg East
HanisbufB Terminal

AllNS
(Move to Hamsburg)
NS - (Move to Hamsburg)
Hanisburg Line (CP-Rock - CP-Titus)
Momsville Line

Main Line

CSX
Trenton Line
Fairless Branch
NS - (Move to Hamsburg)
Ashmore Secondary
Cement ;>econdary
Hudson Secondary
Washington Secondary
CSAO
Amboy Secondary
Chemical Coast Secondary
Freehold Secondary
Portland Secondary
Port Reading S-'oondary
Southem Secondary
Stroudsburg Secondary

Branch Line

NS - (Move to Hamsburg)
Delmarva Secondary
Indian River Secondary
Newcastle Secondary
Chesapeake
CSX
Landover Line
Herbert Secondary
Popes Creek Secondary
NS - (Move to Hamsburg)
Lehigh Lme (CP Pt Rdg - CP Allen)
Reading Line
C&F Secondary
Bethlehem Secondary

Lehigl" Line

CSAO - (To Branch Line Desk)
Lehigh Line (CP Valley - CP Pt Rdg)

-1 7 6 -

Philadelphia Division, Mt. Laurel, NJ (Continued)
CSX
River Line (CP-5-CP-SK)

River Line

CSAO
River Line (CP Waldo - CPS)
Passaic Harsimus Line
National Docks
Northem Branches
NS - (Move to Hamsburg)
Hamsburg Line (CP River - CP Rock)
Chester Secondary
CSX
Trenton Line (CP Park - CP Nice)
Hamsburg Line (CP Penrose - CP River)
Arsenal Connection
I>e!air Branch
Blue Line Branch

Philadelphia

CSAO
Beesley's Pomt Secondary
Boidentown Secondary
Penns Grove Secondary
Vineland Secondary
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FIGURE 11

Pittsburgh Division
Altoona East
Altoona West
Pittsburgh East
Pittsburgh Branch
I ittsburgh/Ft Wayne
Cleveland
Mon Valley
Pittsburgh West'
Youngstown Line^

'By the end of year three the following change will occur:
NS
Ft. Wayne Line (CP Maximo - CP Crest)

Pittsburgh West

CSX - (Move to Indianapolis)
Ft Wayne Line (CP Crest - CP Adams)

^CSX will relocate control of one control point on the Buffalo Connecting track at Ashtabula to
their dispathching office al Albany, Niagara Desk.
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c.

Relocation of Dispatchers' Desks

This final phase of the transition involves completing segregation of offices between the
three companies involved. This will complete technical implementation resulting in separate
offices but will also require a training phase before this process is completed. Again, this phase
will involve carefully planned "cut-overs" of dispatchers' desks beiween divisions. The resulting
dispatching desk assignments are reflected in the following Figure 12:
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FIGURE 12
Conrail Dispatchers' Desk Relocations
Assignment

Desk

Current Division

Future Division

Boston

CSX

Albany

Albany

Berkshire

CSX

Albany

Albany

Hudy>n

CSX

Albany

Albany

Mohawk

CSX

Albany

Albany

Main Line

NS/CSX

Albany

Albany

St. Lawrence

CSV

Albany

Albany

Terminal

CSX

Albany

Albany

Niagara

csx

Albany

Albany

Delaware

NS

Hamsburg

\lbany

Poruge

NS

Harrisburg

ClevelaiKl East

CSX

Albany

Deartwtn

Cleveland Tenninal

NS/CSX

Indianapolis

Deartx)m

Toledo East

NS

Deartxjm

Dearbom

Toledo Yard

NS/CSX

Dearborn

Dearbom

Toledo West

NS

Deart)om

Dearborn

Chicago East

NS/CSX

Dearfoom

Albany

Deartwm

Chicago West

NS

Dearbom

Dearborn

Dearborn

NS/CSAO

Deartwm

DeartMrn

Kankakee

NS/CSX

Deartx)m

Indianapolis

Toledo Branch

CSX

Indianapolis

lodiauapolts

Columbus Liue

NS/CSX

Indianapolis

Indianapolis

Cincumati Line

NS

Dearbom

Indianapolis;

West Virginia

NS'CSX

Dearbom

Indianapolis

St. Louis

CSX

Indianapolis

Indianapolis

Indianapolis

NS/CSX

Indianapolis

Indianapohs

Tenm nal

CSX

Indianapolis

Mt. Laurel

Chesapeake

NS/CSX

Jacksonville

Mt. Laurel

River Line

CSX/CSAO

Albany

Mt Laurel

Hamsburg East

NS

Harrisburg

Mt. Laurel

Hanisburg Terminal

NS

Harrisburg

Mt Laurel

Lehigh

NS/CSAO

Hamsburg

Mt Laurel

Main Line

NS/CSX

Harrisburg

Mt. Laurel

Pon Road

NS

Harrisburg

Mt. Laurel

Branch Line

NS/CSAO

Mt. Laurel

Ml. Laurel

Philadelphia

NS/CSX/CSAO

Mt Laurel

Pittsburgh

Altoona F.asi

NS

Pittsburgh

Pittsburgh

Pitisbursih West

NS'

Pittsburgh

Pitisbureh

Pittsburgh Branch

NS

Pittsburgh

Pittsburgh

Altix)na West

NS

Pittsburgh
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Pittsburgh

Pittsburgh East

NS

Pittsburgh

Pittsburgh

Pittsburgh/Ft. Wayne

NS

Pittsburgh

Pittsburgh

Youngstown

NS-

Pittsburgh

Pittsburgh

Cleveland

NS

Pittsburgh

Pittsburgh

Mon Valley

NS

Pittsburgh

'Dispatching between Crestline and Adams transfers to CSX by
Years
^One control point at Ashubula. OH
transfers to CSX.
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4.

Dispatcher Training

To facilitate stability in training, it is anticipated that dispatcher positions requiring
changes in line segments may be re-bulletined if determined to be necessary from a labor
standpoint.

Assignments would be bulletined before Lhe dispatchers' desk realignments are

implemented in order to identify the employees who are in need of training on each desk.
Realigned positions would be advertised to be effective on a "to be announced' date, presumably
by Day 1. Training will be accomplished by having those employees on realigned positions
allocate, on average, five shifts to leaming operating characteristics on each desk handling line
segments which will be transferred to their future desk. Office supervision will schedule this
training, evaluate each employee's training progress and approve their qualifications for
assuming operation of the new line segment(s). Also, training may involve trips over the new
line segments if appropriate to achieve familiarization. It is imponant lo note that ihe operating
systems are not changing throughout this transition and Operating Rules will remain unchanged
while this transition is occurring In fact, we will minimize changes in dispatching territories
to improve the ability of the employees to know the local conditions. Therefore, employee
training of dispatchers need omy focus on operating characteristics of the line segments added
to the dispatcher's assignment. It is anticipated that this training process can be completed in
approximately 90 days, witli each dispatching office participating in training concurrently.
The final phase of this transition plan will necessitate a similar training plan in each
office.

While the rearrangement of workforces is subject to completion of implementing

agreements, it is anticipated that all of the dispatchers moving to the Harrisburg office will come
from the Mt. Laurel office. Othenvise. acmal transfers of personnel will be minimal. The total
number of dispatcher positions will no: change, and the number of positions will omy change
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at two offices: Mt. Laurel and Harrisburg. NS will seek to achieve implementing agreements
as soon as possible with the dispatchers' labor organization in order to facilitate the realignment
of each dispatcher's territory and coordinate proper training of the workforces assigned to NS,
CSX, and CSAO.
5.

Dispatcher Safetv During Transition

NS, CSX and Comail are evaluating the number of qualified dispatchers at eaci:
dispatching office at this time. Training plans will be developed that assure there are sufficient
employees available to comply with Hours of Service Act (HSA) requirements. If necessary to
accomplish the training requiiements, each phase may be extended with changes implemented
at a slower rate within each office to ease the manpower need while employees are training.
The Labor Impact Exhibit in the Railroad Control Application, based upon current
employee positions (1996/97 headcount), shows that NS does not anticipate eliminating any
dispatcher positions as a result of the transaction. NS aiso does not contemplate any changes
in dispatching locations that are likely to result in manpower losses. (While it is anticipated that
the present Conrail dispatch office at Mt. Laurel will be moved back to Harrisburg, it is not
aniicipated ihat this move will result in a measurable loss of experienced Comail dispatchers,
some of whom never changed their residences from Harrisburg when Comail moved its dispatch
office from Hamsburg to Mt. Laurel.)
Today, both Comail and NS rely on regional or divisional train dispatch rather than
wCntraiizea dispatching

NS intends to keep this same dispatching system post-transaction.

Accordingly not only will thert be no significant culmral shift to centralized dispatch, but most
dispatchers will continue to handle territories with which lhey already are familiar. Of course,
dispatchers will only work operating territory for which they are properly qualified.
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NS IS in the process of training additional dispatchers to ensure that an adequate supply
will exist on the NS sysiem. By placing great emphasis on retaining existing dispatcher
workforce levels, NS "ill be positioned to maintain conformity with appiicabie federal safety
requirements, including the HSA.
It is imponam to note that most of the trackage which Comail shares with passenger
trains is owned and dispatched by the passenger authorities. Because this fact will not be
changed by the transaction, there is linle or no impact on passenger line dispatching arising from
this iransaction.
NS is a party to a national collective bargaining agreement with the American Train
Dispatcher's Department-BLE generally known as the "37/79 Agreement."

Under this

Agreemeni, dispatchers have the oppormnity lo raise concems relating to workload, safety or
working condiiions that are not addressed in the train dispatcher's basic schedule agreements.
Among the subjects within the scope of the Agreement are adequate workforce, rest days and
the extent of dispatching territory. Issues not resolved by the employer may be appealed to a
standing national ' Joint Committee. " whic i has the authority to investigate and make
recommendations to resolve disputes.
From several perspectives, the dispatcher issues confronted by UP/SP are not relevant
to NS. Both NS and Comail use a local or divisional dispatching approach, Vvhile UP/SP
utilized centralized dispatch. By remaining divisional in approach, NS does not anticipate losing
dispatchers as a result of the transaction. NS also shows no reductions in dispatchers on its
Labor Impact Exhibit while reductions were anticipated by UP/SP. Also important is the fact
that UP and SP used different types of dispatch equipment, thus necessitating funher training.
Most dispatchers on the expanded NS will continue to use the style of dispatch console with
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which they have become accustomed and familiar. Finally, UP anc SP used two different
dispatching sysiems for non-traffic control terriiory-UP used track wai-ants, SP used Direct
Traffic Control-thereby necessitating further dispatcher training. While NS uses the track
warrant system and Comail uses "Form D." at least initially the dispatchers will continue to use
Form D and apply Conrail's dispatching rules on NS' allocated portion of Comail.
6.

Transition Schedule

NS. CSX and Conrail have agreed to begin phase one of this transition as soon as
possible so ihat this phase is completed by Control Date. Phase two of this transition will begin
on Control Date and be completed approximately 90 days following that date. Phase three will
be implemented within six months of completion of phase two and should require six months to
complete.
F.

HIGHWAY-RAIL GRADE CROSSINGS
1,

NS Grade Crossing and Trespasser Safetv Process

Grade crossing and trespasser safety are important aspects of NS' safely process. The
present program for monitoring and coordinating grade crossing and trespasser safety matters
at the system level is relatively new. having been established in 1993. Although NS' oversight
program has been carefully crafted to suit NS' corporate safeiy philosophy, the policy and
methods were developed after careful review of the best practices in use by the other major
railroads.
Grade crossing and trespasser safely matters are coordinated by a Grade Crossing Safety
Group (GCS) within the NS Safety Depanment. The GCS consists i.f an Assistant Director
Safely - Grade Crossing and two Regional Managers Grade Crossing Safety. While line
management as well as various staff departments all have responsibility for varying aspects of
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grade crossing and trespasser safety. NS management believes that central coordination is
preferred

The GCS works closely with its counterpans at CSX. Comail and other major

railroads.
AU aspects of crossing and trespasser safety are monitored by a system Grade Crossing
Oversight Committee consisting of the Vice-Presidents of Transportation & Mechanical;
Engineering: Research & Tests: Quality: Public Affairs: Intemal Audit; and Real Estate: as well
as the Assistant Vice-President of Safety & Environmental. Director-Safety. Public Relations and
Communications and Signals; as well as representatives of the Law. Engineering, and Police
Departments.
Each operating division has a Division Grade Crossing/Trespasser Safety Committee.
Th'^se committees are responsible for identifying conditions al particular crossings which could
interfere with the ability of a motorist to fiilly appreciate and respond to the potential hazards
of an approaching train.
The division committees, including the Superintendent. Division Engineer. Division
Mechanical Maintenance Officer. Police. District Claim Agent. Resident Vice President and
others, meet once a month in an administrative session and also hi-rail a portion of the area's
territory. They review conditions al each crossing and. where warranted, undenake measures
to enhance the overall crossing environment (e.g., vegetation clearance and leveling
embankments).
If a division committee becomes aware of conditions or changes in highway traffic
pattems that merit consideration of warning devices, .such information is referred to the state
depanment of transponation or other state highway authority for review. Division personnel, NS
state Resident Vice-Presidents and Safety Department officers maintain contact with state and

-186-

local government officials. On many divisions, slate DOT staff members are regular attendees
and active participants in the Grade Crossing/Trespasser Safetv Committees.
The emphasis of NS' grade crossing safety effons is directed toward improvement and
elimination of crossings. The Safety Department's GCS works collectively with the Engineering
Department, including Commumcations & Signals (C&S), Bridges & Strucmres, Engineering
Design and Maintenance of Way, Division Grade Crossing/Trespasser Safety Committees, and
I*iiblic Affairs lo identify and prioritize crossings for removal or improvement. When necessary,
the GCS serves as liaison between NS and local and state govemment representatives. The GCS
administers corporate funds designated for exira-stamtory crossing closure and improvement
projects and for trespasser abatement.
NS has taken significant steps in recent years to improve handling of grade crossing
safety matters. For example, NS has developed a computerized DOT crossing inventory system
(NSXl) which allows field personnel in the Transportalion. Maintenance of Way and
Communication and Signals departments to make on-line updates to the DOT crossing inventor\.
This system is compatible with FRA's GX system and facilitates electronic updating of the
national database. NS' computerized Total System Accident Reporting (TSAR) automatically
draws information from NSXI to complete grade crossing incident reports.
NS' C&S Department has streamlined its handling of grade crossing warning device
installation and improvement projects. As recently as 1993. a typical signal installation project
took from 18 months lo two years or more. Presently. NS' C&S forces average 10 months total
for railroad handling from the time a slate DOT first requests engineering and cost estimates
through completion of construction and activation.
Each NS public grade crossing is equipped with reflectorized signs identifying the
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crossing by name and DOT inventory number. Motorists are urged to report signal malfunctions
or other emergencies to the Police Communications Center (PCC) at 1-800-946-4744. The PCC
is in direct contact with each division's chief dispatcher.
NS' Safety and Research & Tests Departments have been working for a nuniber of years
with the North Carolina Department of Transportation. FRA. and the Federal Highway
Administration to ie.st innovative warning devices. The test recently has been expanded to the
entire corridor between Raleigh and Charlotte.
NS also has been active in Operation Lifesaver (OL) since that program's inception in
the mid-1970s. OL is a proven grade crossing public education tool supported by the railroad
industry.

The GCS serves as liaison between the railroad and national and state OL

organizations. Each NS division has an operating supervisor appointed to coordinate OL
activities within the division's operaiing territory. All OL presentations are made by volunteers,
and by 1996. NS had 116 employees certified to perform OL training In the case of certain
train and engine service employees, lime off to make OL presentations is reimbursed. In addition
to presentations to schools, governmental and community organizations, NS works with the state
OL organizations to sponsor Operation Lifesaver/Officer on the Train special trains.
Each year NS Police officers conduct over 30 Grade Crossing Collision Investigation
Courses. These tmee-day training courses are approved for state law enforcement continuing
education requirements. The program includes not only investigatory skills and attention to the
legal rights and obligations of motorists at crossings but also includes traimng in hands-on
railroading and hazardous materials awareness. State and local police officers leam how the
train brake systems work and become acquainted with the acmal handling of a freight train.
NS Police, working with local law enforcement officials, actively apprehend, eject and
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prosecute trespassers on railroad rights-of-way. Areas with statistically significani trespassing
incidents are targeted for the Trespasser Abatement Program (TAP) with increased surveillance
and enforcement. TAP includes extensive media contact.

Additionally, local businesses,

particularly convenience stores and homeless shelters, are contacted and are provided educational
materials.
2.

Conrail Grade Crossing and Trespasser Safetv Processes

Generally, Comail's grade crossing safety efforts are based on departmental function.
Engineering is responsible for signal and surface matters, including relations with the state
departments of transportalion; Commumty Relations deals with local governments and state
DOTs for corridor siudies including potential crossing elimination.
Comail has. within the Safety Department, a Public Safety group consisting of a Manager
- Public Safety and a Specialist Public Safet)'. This group coordinates all grade crossing and
trespasser safely public awareness orograms including OL.
OL presentations are coordinated by the Manager-Public Safety and conducted by
volunteers. Certain contract employees also are allowed time off to conduct presentations. All
budgeting is done through each division, includi'ig manpower, materials and travel.
Comail has been very active in "high profile" OL activities focused on target areas
identified by the Manager - Public Safety. "Operation Lifesaver Express" trains are mn in
conjunction with Community Relations, Police, Corporate Communications and the slate OL
organization. The Manager- Public Safety is responsible for scheduling, coordination including
transportation, meal and boarding accommodations, intermediate stops, handouts and the final
attendee list. Invitees include community leaders, educators, police and emergency personnel,
judicial officers and representatives of safety and training personnel from other transportation
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modes. Trains are also used in law enforcement with stale and local police taking pan in
"Officer on the Train" functions.
Comail also mainiains a mobile exhibit - a 45 foot self-contained tractor and trailer.
Communities in target areas are contacted and presentations are scheduled at all schools and
selected commumty functions. The exhibit is also used for special showings in state capitals and
special functions on a request basis.
Mock and Staged Crashes are utilized in target areas to reach specific groups and mass
media markets, respectively. Staged crashes are coordinated with a local TV station, which is
responsible for the vehicle, including traasportation. cleanup and removal of all fluids, the gas
lank and battery. Comail supplies a locomotive that has been reinforced for the impact.
Locations are selected to avoid disraption to train operations. In mock crashes, the vehicle is
not impacted. Participants in mock and staged crashes include local volunteers made up to
simulate persons injured in the crash.
When notified by Comail's Transportation Department of a proposed increase in train
speeds, the Public Safety section arranges for the appropriate combination of commumty leaming
blitzes.
Trespass Reduction and Containment (TRAC) activities are performed in conjunction with
the local Labor Management committees. Areas identified with high incidence of trespass
ejections are targeted and all schools and many business locations are visited by members of the
local Labor Management committee. Comail supervisors a.id OL volunteers. Comail and local
police concentrate on issuing citations for trespass violations on railroad property.
Overall, while there are differences in the approaches NS and Comail take in addressing
grade crossing and trespasser safety, (e.g.. at NS. a formal subdepartment exists for grade
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crossing and trespass matters-while Conrail utilizes two full time Safely Department managers;
NS has no equivalent to Conrail's mobile OL exhibit) the locus and basic substance of the two
railroads' programs are much the same.
3.

Grade Crossing Safetv on Expanded NS

Comail leads Class 1 railroads in fewest number of crossing incidents (170 as of
10/31/97). achieving an 11.46% reduction over the previous year. NS has moved from last in
the industry just a few shon years ago to third place (419 incidents as of 10/31/97) for a 10.09%
improvement. NS will review with particular interest the work done by Comail's commumty
outreach efforts with local and state go.'ermnents and expects to strengthen its program by
including the experience gained by Comail in this important area. Furthermore. NS will ensure
that OL and other appropriate Comail and NS grade crossing and trespasser safety programs
continue and will be focused on areas affected by increased traffic volume, tram speeds and
track at crossings Each division will appoint an operating supervisor to coordinate OL activities
in much the same manner as is done on NS today. All Comail certified OL presenters will be
included in NS" computerized database and the computerized system of reporting presentations
will be available on Day 1 to employees in the Comail territories allocated to NS. Specific areas
likely to experience increases in train iraffic. train speed, or train tracks will be targeted for
special OL and other grade crossing and trespasser safety activuies during the Spring and
Summer of 1998.
NS has access to Comail's grade crossing inventory information and is presently taking
steps to make it fully compatible with NSXI. It is anticipated that Comail's crossing inventory
information will be fully integrated with the NSXI system by Day 1. and NSXI and TSAR will
be accessible throughout the expanded NS system Day 1. As a predicate, NS has a team
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assigning mileposts for allocated Comail lines in order to integrate the Comail lines to be
operated by NS into the NS milepost system by Day 1.
Both NS and Comail crossing waming systems are under the jurisdiction ofthe respective
state departments of transportation or similar agency. State govemments have the primary
responsibility for addressing highway railroad crossing safety, including the location or clo.sure
of crossings and the design and installation of crossing waming sysiems.
Once a crossing is scheduled for improvement by the goveming state agency. NS'
Communications & Signal Depanment will be responsible fcr the installation and subsequent
maintenance of the waming devices. NS forces, on average, should be able to complete stale
waming device installation projects with average railroad handline of 10 months including
design, cost estimate and constraction. This is an improvement over Comail s current 15-month
average.
NS Corporate Policy 400 reads, in pan, as follows:
Although stale govemments have the primary responsibility for highway
railroad crossing safety, including the location or closure of crossings and the
de; ign and installation of crossing waming systems. NS believes that il is in the
put lie interest and the Corporation's to participate actively in identifying
hazardous conditions, making such conditions known to government officials and
implementing appropriate conective measures. NS will develop and pursue with
the states its own agenda of grade crossing closure and improvement.
Signal iniprovements are funded, in whole or in part, with public monies.
It is the goal of Norfolk Southem Corporalion to achieve maximum participation
in the use of these funds by actively encouraging local, state and federal
governments to authorize and fund improvements at crossings on the NS system.
In appropriate simations, corporate funds will be expended in order to facilitate
crossing closure or lo guarantee completion of a project which would oiherwise
fail to be implemented for lack of local matching funds.
NS will continue to work closely with the state departments of transportation or similar
agencies to ensure that all crossings altered by constraction projects are equipped with the
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appropriate waming device as determined by the agency. The NSXI inventory system will be
used to ensure that the national crossing database is up-to-date.
Each public grade crossing on the expanded NS will be equipped with reflectorized
outdoor quality stickers and/or signboards identifying the crossing by name and DOT Inventory
number and with a sign urging motorists to report signal malfunctions or other emergencies to
the Police Communications Center at 1-800-946-4744. NS hopes to complete installation in one
to two years following Day 1. Cunently, Conrail has similarly marked crossings (i.e., with an
"800" number) only in Delaware.
As is done today. NS police officers will implement Grade Crossing Collision
Investigation Courses imoughout the expanded NS' operaiing territories. Similarly. NS Police,
working with local law emorcement )fficials, will continue their efforts to actively apprehend,
eject and prosecute trespassers on railroad rights-of-way. Areas with statistically significant
trespassing incidents will be targeted for Trespasser Abatement Programs (TAP) with increased
surveillance ausl enforcement.
4.

Increased Traffic Volume, Speeds and Track at Crossings

Beginning in January 1998, projected traffic incieases and track changes will be discussed
by NS in detail with department of transportation or other appropriate slate highway officials in
all stales affected by such increases. Topics will include procedures for approval of crossing
changes, identification of necessary iraffic control device improvements (including funding),
potential changes in § 130 funding projects affected by traffic changes and the potential for
comdor studies of affected communities or line segments with a view toward consolidation of
redundant crossings. Initia! contacts w'll be completed by the end of May. It is expected that
the dialogue established in these meetmgs will be a continuing process.
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Utilizing this

information, states will be in a position to adjust their priority ratings for highway-rail crossing
improvement projects. The NSXI will be a valuable tool to assist this process.
NS has identified 45 individual line segments in 11 states that are projected to experience
a significant increase in train traffic. Track speeds will be increased on the Southem Tier line
on or shortly after Day I . Finally. NS is planning a total of 36 track construction projects in
10 states. Certain of these improvements will add additional tracks to 36 existing crossings.
One project will eliminate 17 crossings.
a.

Increases in Traffic Volume

In advance of implementation of the transaction. NS will provide the state department of
transportation or similar agency of each affected state with complete information regarding NS'
projected plans. NS will continue its practice of working closely with these agencies as they
seek to ensure that all crossings affected by traffic increases are equipped with the waming
devices determined to be appropriate by the road agency.
NS" computerized DOT crossing inventor)' system (NSXI) will allow field personnel in
the Transportation. Maintenance of Way and Communication and Signals Departments to make
on-line updates to the DOT crossing inventory. NS will ensure that OL and other grade crossing
2nd trespasser safety programs will be focused on areas affected by increased traffic.
b.

Increases in Train Speeds

In 1993, NS established "Guidelines to Superintendents to be Followed Before Increasing
Train Speed on any Line of Track."

These guidelines will be reviewed, amended and

redistributed to all superintendents by Day 1 to ensure that they are followed prior to any speed
increases on the expanded NS system. These guidelines include several measures to educate the
public on the change in train speed and to work with appropriate local and state agencies to
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ensure safety. For example, before increasing speeds. NS consults with local govemment
officials on the timing of incremental speed increases, notifications, signage or signalization
modifications and crossing closures. NS will gi e advanced notice ihrough local media with
special notices to schools, hospitals, emergency response units and area compan-es transporting
hazardous materials. Speed increases in excess of 20 miles per hour are to be made in two
incremental increases with a one week interval beiween changes. These areas also will receive
increased OL coverage. Appropriate modifications will be input to the NSXI inventory system
to reflect the incieases in train speed, and the state DOTs will be notified as speed changes may
affect grade crossing improvement prioritization.
c.

Increases in Track at Crossings

Locations where constraction projects will add new crossings or increase the number of
tracks have been identified, and NS will continue its practice of working closely with the state
departments of transportation or similar agencies to ensure that all crossings altered by
constraction projects are equipped with the waming devices determined to be appropriate by the
agency. As constraction prcKeeds. the NSXI inventory s>stem will be used to ensure that FRA's
national crossing database is up to date.
5.

Specific Impact Areas

Line segments in several states are projected to have an increase in train volume. NS
will be working with the state road authorities to ensure thev' have the information needed to
assess crossing protection needs In these areas, sustained efforts will be made to consolidate
redundant crossings

The Operating Plan details the proposed constraction projects, some of

which will mitigate significantly the impact of increased train traffic and blocked crossings.
NS' environmentalfilingshave identified a few areas which will experience a substantial
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traffic inciease.

Mitigation measures are discussed in detail in other portions of the Draft

Environmental Impact Statement (DEIS), and are not repeated in detail here. For example. NS
has developed a proposal to re-route the projected increase in freight traffic between Vermilion
and Cleveland to an allemative route vja Berea and Cloggsville, using new connections proposed
for constraction at Vermilion and Cloggsville. NS' preliminary financial analysis of the
proposed altemative route indicates that its cost far outweighs any economic benefits to NS.
making implementation of this mitigation proposal unjustified without public funding.
Therefore. NS will seek federal, slate and local cooperation and funding.
Similarly, as discussed in Applicants' Operating Plan (Volume 3B. pages 281-282).
Environmental Report (Volume 6B. page 503), and in the DEIS, NS has developed a proposal
lo re-route NS rail iraffic ihrough Erie, PA to a new track on the Comail right-of-way north of
the existing NS tracks. CSX has agreed to grant NS an exclusive right-of-way which would
permit NS lo divert its trains away from approximately 1.25 miles of track along 19th Street.
This plan would eliminate 17 at-grade crossings on the existing NS route.

G.

PASSENGER RAILROADS
1.

Overview

As discussed in NS' Operating Plan, Volume 3B, pages 289 to 307, NS does not
anticipate any adverse effects on commuter and passenger railroad service or safety associated
with this transaciion. NS has prior experience in coordinating commuter and intercity passenger
train operations with freight trains and understands the demands of each lype of service. As
indicated in the Operaiing Plan, NS will maintain a management stracmre sufficient for the
efficient and safe coordination of passenger services with freight train operations, and fo"- the
effective liaison with the passenger authorities and agencies.
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Very little trackage owned by Comail is used heavily by Amtrak or commuier trains.
In fact, the converse is more typical: In the Philadelphia and northern New Jersey areas, most
of the trackage over which commuter trains operate is owned and dispatched by the commuter
authorities. Today. Comail shares most of this trackage subject to theralesand procedures of
the owners of the trackage. Following Day 1. NS. CSX and the CSAO will continue to share
this trackage subject to the rales and procedures of the owners of the trackage. Passenger
authority-owned trackage typically serves very few freight customers.

Freight service is

normally provided by a local freight train that operates at times ihat do not interfere with
passenger operaiions. In fact, Amtrak and commuter authorities have been provided with the
projected freight train schedules. The projected schedules were filed by NS with the Board in
this proceeding (see NS-19) and are available in Applicants' document depository. For the most
part, the Conrail train crews that operaie over commuter authority track today will continue
doing so after Day 1. as employees of NS or of the CSAO.
Where NS will operate on trackage ov/ned by Amtrak or commuter authorities, NS crews
will be certified and qualified on the rales of the owner of the track. Further, the equipment
to be operated by NS on trackage owned by Amtrak or commuter authorities will be compatible
w ith cab signal or train control systems in effeci on such trackage. (See discussion in Section
VII.B. regarding allocations of locomotives equipped with cab signal and train control systems.)
NS representatives have met with all involved commuter agencies and with Amtrak, and have
or are addressing all safety issues raised in these discussions.
Where NS crews operate over trackage owned by a commuter authority or Amirak, the
owners of the trackage will arrange for instraction and testing of NS employees on the operaiing
rales and practices goveming such trackage. NS will, likewise, arrange for instraction and
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testing of crews of Amtrak and commuier authorities where their trains operaie over Comail
trackage that will be allocated to NS.
2.

Virginia Railway Express (VRE)

NS has worked successfully with Virginia Railway Express (VRE) for several years. NS
is not aware of any particular safety issues involving VRE and NS which arise from this
transaction. The concems expressed by VRE with respect lo the transaction focus primarily on
preservation and expansion of VRE service on the Washington-Manassas, VA, and
Washington-Fredericksburg. VA routes.
VRE trains operate over NS irackage for approximately 27 miles beiween Manassas and
Alexandria. The trains are operated by Amirak crews under contract to VRE. These crews are
qualified to operate over NS. For the entire distance, VRE trains operate over double-track
under the direction of NS dispatchers in Greenville, South Carolina. Each track is signaled for
operation in both directions. NS operates, on average, eight freighi trains per day, while VRE
operates a tolal of 14 passenger trains per weekday, and Amirak operates one daily and one
tri-weekly passenger train in each direction. As a consequence of the transaction, NS plans to
add two freight trains per day between Alexandria and Manassas. The capacity of the line will
not be exceeded by the added freight service, and VRE will experience no change lo ils present
operation.
In comments filed with the STB regarding this transaction. VRE attests that it is a safe
carrier in that it has operated without a passenger fatality or even serious injury since 1992.
These safe operations have been conducted, in substantial part, on NS, and the iransaction
should not alter this safety record.
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3.

Marviand Commuter (MARC) - Commuter Trains; Mass Transit
Administration (MTA) - Light Rail

MARC and MTA are Maryland DOT agencies. MARC operates passenger trains for
commuters in the Baltimore-Washington area over trackage owned by CSXT and Amtrak.
Maryland's MTA operates the bus and light rail transit services in the greater Baltimore
metropolitan area. MTA owns some trackage over which both light rail and local freight service
operate. The expanded NS system will own no trackage over which MARC commuter trains
will operate. MARC and NS will each operate trai.ns over the Northeast Comdor (NEC), which
Amtrak owns and dispatches. NS equipment will be compatible with Amtrak's cab signal and
train control systems, and NS crews will be qualified to operate under Amirak (NORAC) rales.
MARC'S major concems with respeci to the transaciion have not been safety-related.
The main issue involving MARC is to avoid any potential interference by freight trains with
MARC trains on the NEC. On July 1. 1997, NS and Amtrak NEC representatives met with
MARC/MTA officials. Amirak representatives stated at lhat lime lhat NS' proposed schedules
appeared reasonable, and that because Amtrak dispatches the NEC, it did not foresee any
interference with MARC passenger trains.
MTA owns about 14 miles of irackage from Penn Station, Ballimore to Cockeysville,
Maryland. Light rail passenger trains operate over this line as does a Comail local freight train.
The line is dispatched by MTA. Comail has the authority to use the line between 11:30 p.m.
and 5:00 a.m., but at all other limes the line is used exclusively by light rail trains. No change
from present operations is anticipated.
4.

Southeastern Pennsylvania Transportation Authoritv (SEPTA)

SEPT^ has not identified any significant safety issue related lo increased freighi train
density, largely because SEPTA owns most of its own lines. Most SEPTA-owned lines have
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little freight traffic. Local Comail freight trains serve such lines at limes that do not conflict
with passenger trains; dispatch of such operations is controlled by SEPTA.
Post-Closing. NS. CSXT and the CSAO will all use portions of Amtrak's NEC that also
are shaied with SEPTA. SEPTA operaiions extend over Amtrak's NEC beiween Newark, DE
and Trenton. NJ. Amtrak will continue to control the dispatching and the times freighi trains can
operate, and no interference with SEPTA trains is expecied. The only high-density freight route
NS will acquire that is also shared with SEPTA is the Morrisville-Norristown. PA line. SEPTA
owns and dispatches a one-mile segment of this line in the Nonistown area that is used by both
freight and passenger trains. No freight train interference is expected on this line segment.
SEPTA has requested that two issues involving safety be addressed: (1) operation of
CSXT local freight trains in the Nonistown area and (2) issues pertaining to communicating and
operating with freight caniers. The Nonistown concem involved SEPTA's perception that
CSXT trains, in order to serve the Stoney Creek Branch, would have to execute a reverse
movement over tracks shared with SEPTA trains in downtown Nonistown. NS and CSXT have
addressed this concem by working out an anangement involving CSXT operating into Abrams
Yard, thereby eliminating the need for such a reverse movement.
The "communicating and operating with freight caniers" issues refer to SEPTA's
operating agreement and NORAC rules. SEPTA's operaiing agreement with Conrail expired
on September 30. 1995. but continues in effect until either party gives the other a six-montli
notice. SEPTA expressed concera about the necessity to negotiate separately with NS. CSX and
the CSAO post-Control, and has been attempting to renew the agreement with Comail prior to
the STB decision. A number of issues umelated to the transaciion have not been resolved and.
as of the end of November, the agreement has not been renewed. NS, CSX and CSAO are

-200-

committed lo honoring Comail's agreements post-Control, so there will be no near-term effeci
on SEPTA'S operations even if its agreemeni with Comail is not renewed before Control Date.
As dis;:usscd above in an earlier section. NORACraleshave been adopted by Comail,
Amtrak and SEPTA. The CSAO also will adopt NORACrales,and NS crews will be u-ained
and qualified on NORACraleswhere lhey operate over SEPTA-owned lines.
5.

Ne^ Jersev Transit Rail Operations (NJT)

New Jersey Transit owns most of the irackage over which it operates. In addition, many
NJT trains operate over Amtrak's NEC between New York and Trenton, NJ. With the sole
exception of fhe route between Suffem and Croxton, NJ, NJT-owned lines have little freight
traffic, and Conrail services these lines with local freight trains at times convenient to NJT.
After Closing, NS, CSXT and the CSAO will all use portions of the NEC ihat are also used by
NJT trains

Amirak will continue to control the dispatching and the limes freight trains can

operate. Accordingly, no change in dispatching and no interference with NJT trains is expected
on the NEC.
One segment of NJT's Raritan Valley Line will be owned and dispatched by the CSAO:
from Aldene. NJ to NK Interlocking (near Newark), a distance of approximately 5.5 miles. On
average. NJT operates 56 passenger trains and Comail operates 46 freight trains per weekday
over this segment. Post-Closing, the total number of freight trains operated by NS. CSXT and
the CSAO is projected to decrease lo about 36. Freight train interference (and the preference
given to freight trains by the CSAO dispatcher) has been a concem expressed by NJT with
respect to the transaction, but the projected reduction in freight trains and NS' willingness to
discussflexiblefreight train scheduling with NJT should ameliorate this concem. The CSAO
will be dispatched from Ml. Laurel. NJ, with properly trained and qualified dispatchers who
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know the tenitory.
NJT has asked that the following safety issues be addressed: (1) Automatic Train
Control/Positive Train Stop (ATC/PTS); (2) coordination with NJT in the Shared Assets Area;
and (3) NORAC niles.

NJT is installing ATC/PTS on NJT-owned trackage over which

passenger trains operate. NS has advised NJT that, where NS trains will operate over trackage
equipped with .ATC/PTS. NS equipment will be compatible with the requirements of the owner
of the track. NS is taking the steps necessary to ensure the availability of properly equipped
locomotive power as detailed above (Section VII.B). Finally. NORAC rales have been adopted
by Conrail. Amtrak and NJT. The CSAO will adopt NORAC rales, and NS crews will be
trained and qualified on NORACralesand NJT procedures where they operaie over NJT-owned
lines.
6,

Metro-North Railroad (M-M

M-N operates commuter trains in New York State, serving the New York City
metropolitan area. After Closing, NS trains will share trackage with M-N trains on only one
line: Suffem to Port Jervis, NY. NS will own the line, bul it will continue to be dispatched by
NJT.

M-N operates 17 weekday trains and NS plans to operate eight trains per day (Comail,

OP average, operates about five a day on this line). The capacity of the line is sufficient to
handle the projected increase in freight train activity.
NS is not aware of any particular safety issue involving M-N and NS. Issues impor"nt
to M-N include fumre capacity of the line and dispatching of the line. NS has no plans at this
time to assume the dispatching duties presently performed by NJT. Fumre capacity issues will
be addressed as the need arises.
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7.

Metra (Chicago)

Chicago's Metra is the commuter rail authority serving the Chicago metropolitan area.
Metra trains operaie over irackage owned or leased by Metra as well as over irackage owned
by Amtrak and freight railroads. Metra operates 18 commuter trains in the Southwest Service
Conidor (SWSC) between Chicago and Orland Park.
Train operations are govemed by both Metra rales and Chicago Operating Rules
Association (CORA) rales. Trains are dispatched by Metra dispatchers as well as by NS
operators, under contract, between 47th Street and Orland Park. NS. as well as other freight
caniers, utilize a portion of Metra's trackage for freight movemenis. with Metra trains having
contracmal as well as dispatching priority. After Closing, the number of freight trains at some
of the intersections on the SWSC is expected to increase. However, this is not expecied lo
adversely impact train safety. Furthermore, transaction-related safety concems raised by Metra
in discussions with NS have been addressed.
8.

Amtrak

In order for NS to realize many of the benefits contemplated by this transaction, a
partnership w ith Amtrak must be established that benefits both parties. To that end, NS has held
several meetings with Amtrak representatives to address the issues arising from the transaction.
Discussions have focused in particular on the NEC and the Keystone Comdor (Philadelphia to
Hanisburg). both of which are owned and dispatched by Amtrak. NS, CSXT and the CSAO
plan to operate freight trains over portions of the NEC post-Closing.
NS wil! have operating rights from Northem New Jersey to Washington, D C , although
the majority of NS freight trains will operate in the 70-niile portion of the NEC beiween
Wilmington, DE and Bahimore, MD.
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The principal concem raised by Amirak is with poiential freight train interference. NS
has fumished Amtrak with proposed schedules of freighi trains, which are generally intended
to operate over the NEC between the hours of 10:00 p.m. and 6:00 a.m. Amtrak has advised
NS that the freight schedules appear to be compatible with the passenger schedules in the NEC.
All NS trains that will operate over the NEC and the Keystone Conidor will be equipped
with a locomotive that is compatible with Amtrak's cab signal and train control systems. In
addition, crews will be familiar with, and qualified to operate under, .NORACraleswhile on
the two conidors.
In its Operating Plan. NS proposes to make two infrastracmre improvements that will
enable freight trains to bypass critical passenger stations on the NEC. NS plans to install a
connecting track al Zoo Interlocking, in order to route freight trains around Amtrak's 30th Street
Station in Philadelphia on freight-only trackage. Also, NS will restore Conrail's Shellpot
Secondary track in Wilmington, DE. The latter project requires reconstraction of some main
line track and restoration of a movable-span bridge, enabling NS trains lo bypass .Amtrak's
Wilmington station on freight-only trackage. Until these projects are completed. NS trains will
continue to operate over the routes used by Comail trains today.
Amtrak owns trackage between Kalamazoo. MI and Porter, IN over which Comail
presently operates local freight trains. Comail dispatches this trackage from its Dearbom, MI
dispatch center, under contract with Amirak. Post-Closing, NS will assume this responsibility
and will continue to operate this local freighi service. NS is aware that Amtrak is planning to
install a train control system over a portion of this trackage for the purpose of operating high
speed passenger trains. NS will ensure it operates equipment compatible with the Amirak
system and NS employees will be qualified to operate over the Amtrak trackage under Amtrak
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rales and procedures in the same manner as they are qualified today.
H.

EMPLOYEE "QUALITY OF LIFE"
1.

Work/Rest and Travel Time Awav from Home

NS is committed to continuously improving operating safety through identifying,
understanding and reducing causal factors of operating employee fatigue. However, addressing
fatigue or work/rest issues involves a myriad of factors such as safely, operational and quality
of life issues. To address such issues, NS has reviewed and considered academic smdies and
pilot project results addressing rail employee stress and fatigue, and is presently conducting its
own pilot projects and training involving work/rest issues. These NS imtiatives incorporate
training for all new-hires which includes lifestyle training focusing on balancing work and rest
in the railroad environment. Similar training has been made available to cunent employees
through a lifestyle training video and manual. In 1995 and 1996, NS conducted pilot projects
on two different divisions focusing on providing rest periods in excess of that called for under
the Hours of Service Act for train crew members. Similariy, this year NS has a system-wide
pilot project which, among other things, requires 10 hours uninterrapted resl at home terminals.
For the past few years. NS has implem.ented a number of the fatigue counter-measures
for dormitory lodging identified in a Canadian smdy on fatigue known as Canalert. During this
process, two NS dormitories were closed in favor of altemative lodging available in quieter
environments. Oi .r counter-measures implemented in the remaining 11 dormitories include the
following:
•

Replacement of central HVAC with individual HVAC units in the dormitory
rooms. This improves individual comfort and provides a source of "white" noise
which helps to counter exiemal noises.

•

Replacement of vented doors with solid doors to help block out noise.
-205-

Installation of sound insulation in recreation rooms.
Installation of sound insulation in stairwells.
Relocation of bathrooms next to stairwells instead of having them located next to
dormitory rooms.
Installation of improved room-darkening shades and cunains.
In appropriate locations, the installation of double-paned windows to help reduce
outside noise.
Dormitor)' landscaping with trees, shrabs and berms which help reduce exiemal
noises.
Replacement of wood paneling in dormitory rooms with wallboard to help
attenuate noise.
Installation of removable sound muffling carpet ranners for hallways.
Replacement of twin size beds with double beds or extra long twin beds to
improve rest quality.
In addition, while not directly an issue of rest, most dormitories recently have been repainted
and refurbished with new fumimre. Dormitor>' issues are not peninent to Comail. since Comail
no longer uses dormitories for train crews.
NS also is mming to technology in order to address the work/rest issue. A project
recently complete:* improves information available to train and engine service employees
conceming train schedules. With the Voice Response Unit (VRU). employees can call to obtain
information on train lineups in their work areas. This system has been emhanced to provide
employees access to virmally any work area on the system. The VRU will proviae information
about vacancies, rest times, the trains that will be ran and approximate ran times. Inquiries will
be available to allow employees to check other tenitories" lineups by pool code and extra board
code. This feamre allows employees lo obtain information that is not specific to their normal
circumstance, but may have a bearing on the operation of their part of the railroad. This will
206-

provide much more flexibility to employees in job assignments. The changeover to the NS
system, therefore, will benefit the employees on the NS-allocated lines because these employees
will be able to obtain better and more information lhan they do today. A crew management
manual is being distributed to all train and engine employees to assist them in using the VRU
System. In addition, NS' IT Depanment is working towards the development of a system which
will automatically calculate expected ran times of trains. When completed, it is anticipated ihat
the output from this sysiem will provide NS ihe ability lo produce even more accurate train
lineups.
An aspect of crew management affecting UiS work/rest and travel/time away from home
issues is transponation of crews to off-duty points. NS has been improving its crew-hauling to
reduce response times and avoid delays in transporting ciew members to off-duty destinations.
In this cormection, NS is emphasizing the hiring of crew transportation companies, where
appropriate, with broad enough geographic reach and sufficient staffing and equipment to
provide speedy and efficient services, NS will employ a similar strategy on ils allocated Comail
tenitory to ensure the availability of experienced, safe, sufficiently staffed and strategically
located crew haulers.
In addition to the initiatives discussed above. NS also has been involved in several other
studies, pilot projects and related work/rest initial ves. including the following:
•

Ongoing division level communications with local union chairman over the past
•^ight years

•

Communications on issues at the system level with General Chairman

•

Eight-hour work shops for Operations Division employees

•

NS smdy of rale violation accidenis

•

NS study of personal injuries in relationship to work/rest variables
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Consideration of other railroad smdy effons. including smdies performed by
Circadian Technologies
Georgia and Kenmcky Division 18-hour pilot project
•

Efforts at enhancing train scheduling predictability

•

Continuous benchmarking with United Stales Anny. outside firms and other
railroads in order to keep apprised of smdies. experiences and work/rest
determinations

•

Panicipation in AAR-Labor-FRA Joint Task Force Symposium in October, 1997

•

Panicipation in FRA Task Force on Work/Rest, beginning November, 1997

Comail also is involved in various pilot projects, smdies and research efforts. NS will
continue to work with Comail representatives to leam more about such imtiatives and any
determinations lhat are made.
The steps being taking by NS to ensure an adequate work force on the expanded system
are a critical factor in the effort underway at NS to address the stress and fatigue issues raised
by the FRA with respect to other rail mergers. It is documented throughout this SIP. as well
as the Labor Impact Exhibit in Volume 3B of the Application, that NS' projecied staffing levels
for positions subject to the Hours of Service Act will be more than adequate.
NS and CSX have projected increases in train and engine service positions as a result of
this transaction. In part, this is a result of the fact that this transaction involves an end-to-end
consolidation of operations with anticipated market growih. This stands in contrast to receni
mergers in the West where large numbers of train and engine service positions were elimmated.
NS and CSX are in the process of carefully allocating the existing workforce in a manner that
will ensure sufficient manpower to support operations on Day 1 and beyond.

Final

reanangements of the workforce will depend on implementing agreements. Obtaining early
implementing agreements would greatly assist the allocation efforts and enhance the caniers'
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ability to train new employees where necessary.
NS already is in the process of hiring and training over 1,000 new train and engine
service employees it projects will be needed for the existing NS sysiem post-transaction. In
1998, NS anticipates hiring and training approximately 1.000 more train and engine service
employees. (This NS hiring and training is distinct from ongoing Comail hiring and training
for the properties to be operatf.d by NS, anticipaied post-conurol hiring and training, and
continual and futtire traimng of individuals who are cunently employed by Comail.) To handle
the necessary training of these new employees. NS' McDonough traimng center is operating
year-round with multiple training shifts each day.
NS is also sensitive to Jie need for an adequate level of train and engine service
employees at Comail itself as of the Control Date, in order for NS to be able to provide safe
and efficient service on those Comail lines and at those Comail facilities being allocated to NS.
In this regard, within legal constraints. NS has been discussing with Comail the mechanisms by
which Comail will ensure that it maintains a more ihan adequate pool of train and engine service
talent. At this lime. Comail already plans to hire and train 100 new train service employees to
work on the portion of the railroad that NS evenmally will operate.
Accordingly, while NS acknowledges that fatigue always is a concera, our smdies and
data indicate that NS is responsibly and adequately managing work,'rest issues. NS' existing
focus on addressing work/rest issues ihrough the use of technology and careful planning will
continue on the expanded system. Employees across NS' entire expanded system will benefit
from application of programs, like the VRU system, which have proven to be successful on NS
and other railroads in .addressing work/rest issues. NS also will continue to smdy Comail
work/rest initiatives as that information becomes available.
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2.

Perceptions of Harassment or Intimidation

NS is committed to complete and accurate reporting of all accidents, incidents, and
occupational illnesses arising from the operation of the railroad. NS' policy is to fully comply
with the letter and spirit of FRA's accident reporting regulations and to the principle that
harassment or intimidation of any person that is calculated to discourage or prevent such person
from receiving proper medical treatment or from reporting an accident, incident, injury or illness
will not be permitted or tolerated and will result in disciplinary action against any employee,
supervisor, manager, or officer of the railroad committing such harassment or intimidation.
NS' policy on harassment and intimidation has been made available to all NS employees.
Employees alleging violations of the policy may report the namre of the intimidation and/or
harassment in writing to their immediate supervisor.

The supervisor will then undertake

appropriate review and action, advising the complaining employee of the results of the action
in writing. In the event an employee has reasonable cause to believe he/she has been intimidated
by the actions of his/her immediate supervisor, then a report may be made, at the employee's
own election, either to the immediate supervisor's direct supervisor or to the Director Safety.
All facts and circumstances will be reviewed by a senior manager and appropriate determination
will be made as to the merits of each complaint. If the complaint is found to have merit,
appropriate discipline will be assessed in accordance with the practices of the railroad. This
information will be treated as confidential where appropriate. NS policy strictly prohibits
reialiation against any employee who tralhfully repons a suspected violation ofthe policy against
harassment and intimidation. NS" existing policy on harassment and intimidation will apply
system-wide on Day 1. Application of this policy will not result in any major change for former
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Conrail employees, inasmuch as Comail has a similar policy, backed by an intemal control plan,
with respect to these concems.
3.

Health and Wellness Programs

Comail has a health promotion program which is administered in conjunciion with outside
contractors, Wellsource and American Corporate Health Programs.
Initially the program has involved on-property screenings cholesterol, blcod pressure,
body fat analysis, and a question and answer session - which assesses the employee's
chronological age with "health" age. Problem areas are targeted for education and/or refenal
to the employee's personal physician.
Employees witli health risk assessments also have access to a telephone lifestyle case
management system lhat allows them to talk with a counselor in a specified problem area; i.e.,
diabetes, mental health problems, stress-related issues, smoking cessation, etc.
Comail also has presented several in-house programs dealing with occupational health
and safety. Back health, fatigue, and smoking are some of the topics that have been covered.
Given the mobility of the workforce, Conrail is cunently evaluating health programs on the
Intemet and how employees can access that information or the information can be copied and
distributed in a mass mailing.
At NS, several departments responding to an expressed need or desire of their employees
undertook a variety offitness/wellnessprograms. Those programs consisted of walking/jogging
programs as well as educational programs with guest speakers, videos, blood pressure
screenings, CPR, etc.
The NS Medical Director publishes a quarterly newsletter which goes lo every
employee's home, thereby making the educational material available to family members as well
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as employees. In addition, the Medical Department administers a smoking cessation program.
Fatigue/lifestyle training is administered by Personnel, and American Back School Training is
given by individual user departments in the Operations Division.
A wellness/resource manual cunently is in final review by the Safety and Medical
Departments and will be distributed to all departments in December 1997 or January 1998. This
manual will provide resource information about a variety of programs which line employees can
implement to schedule programs to suit employee needs.
Because Conrail is re-evaluating the scope of its cunent program and NS is close to
disseminating/establishing a newfield-drivenwellness module which could easily be enhanced
through Comail input, the best program for the fumre is not known at this time. Accordingly,
both Conrail and NS programs will be reviewed to develop a comprehensive approach to
wellness that suits the needs of the expanded NS system.
4.

Personal Safetv Equipment

NS believes the use of proper "personal protective equipment" (PPE) is critical lo injury
prevention. NS employees must wear safety equipment such as hard hats, eye and hearing
protection, protective footwear, sieel insoles, ice creepers, belts, lanyards, protective clothing,
gloves, spats, guards, fiill body hamess, masks and respirators as prescribed by instractions
from employing departments in specified areas, jobs or conditions. Employees are responsible
for seeing that all protective equipment issued to them is kept in good order, properlyfitted,and
available for their use when needed. Mutilation or alteration of PPE is prohibited.
NS has consistently sought out the best PPE available on the market and invests
considerable resources in testing and approving equipment for use on NS. The NS Research and
Test (R&T) Department i:.s;ticulously tests and evaluates all PPE proposed for use on NS. The
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PPE must be approved by Safely, R&T and the using departments before it is allowed to be used
by NS employees. NS often participates directly with vendors and manufacmrers lo improve
the design and/or quality of PPE.
In 1996, NS partnered with Vallen Safely to produce a catalog of all approved safety
protective equipment and supplies. The catalog includes picttires of the equipment and has userfriendly instractions to facilitatefindingand ordering appropriate equipment. The catalog was
assembled by a team of NS employees and Vallen representatives. It is updated on a regular
basis and additions are made as required. Similariy, Comail has a catalog of approved safety
protective equipment issued by Safewear PA, Inc. Many items are similar and/or identical and
are fron the same suppliers. It is envisioned that both cftalogs will be retained for their pretransaction tenitories well into the first year of operation until such time as analysis is made of
the quality of all comparable items. Material Management will at such time rebid a single
vendor contract and we envision a single personal safely equipment guide to be issued.
For employees and supervisors who must wear conective lenses and whose duties require
eye protection, prescription safety glasses will be fumished by NS if the employee so desires.
The only cost to the employee is an optician fitting fee. However, for a nominal co-payment
(generally S15.00) employees may also select approved frame styles not fully covered by the
program. This allows employees more personal preference in frame selection at very little cost.
The program also pro>'ides a family purchase option which enables family members to purchase
prescription glasses at the corporate rate.
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5.

Morale

Section III of this SIP describes in detail the full involvement in and commitment of NS
employees to the Safety Process. Each employee knows that he/she is a part of the Safety
Process and can make a significant contribution in this regard. Through application of the Six
Point Action Plan for safety-particularly the points calling for the establishment and achievement
of goals, proper education and training, open lines of communication and achievement
recognition-the framework for building and maintaining high employee morale is in place as this
program is extended to the expanded NS system. There is little doubt that creating and
maintaining an atmosphere in which all employees can work safely and with respect for each
other's views is critical to morale, and thus to the Safety Process. NS is committed to taking
appropriate steps to ensure that all employees work in such an attnosphere.
Perhaps the greatest challenge to employee morale is uncertainty associated with change.
Inasmuch as both NS and Comail have successful operaiing practices and safety systems and
piocedures. the adoption of the operating practices, systems and procedures of either canier
would provide for a safe operation. As discussed earlier in this SIP, in view of the fact that the
number of existing NS employees will substantially exceed the number of employees from the
Comail properties to be allocated to NS. there will be a presumption in favor of adopting NS
practices, systems and processes for the expanded NS system, so that fewer employees will face
change and retraining

Moreover, as indicated in this SIP, Day 1 will see limited changes

impacting or disrapting the day-to-day work of most employees. Additional changes, including
adoption of best practices as aporopriate, will occur over lime, but will be developed and
adopted at an appropriate pace.
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Where change is necessary, any discomfort associated with dealing with such change is
best addressed by proper education and training. NS will work lo ensure that such education
and training is provided to affected employees. In the process, NS will develop education and
training schedules ihat allow sufficient time for leaming without interference with ongoing
employee responsibilities.
Delay in completing this transaciion will exacerbate the uncertainties that some employees
are experiencing today and could result in the loss of key personnel. NS is, accordingly,
focused on avoiding unnecessary scheduling delays with respect to the transaction and on moving
quickly to obtain implemenling agreements that will answer many of the questions that
employees may have today.
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VIII. ALLOCATION OF PERSONNEL - STAITING
NS recognizes that the ability to achieve a smooth transition will be dependent
upon providing sufficient, properiy trained and experienced personnel in key positions
throughout the consolidated operation. Accordingly, staffing for the expanded NS has been
addressed throughout this SIP. The following is offered as a ready cross-reference to the
particular section of the SIP that deals with the deployment of personnel in each of the various
sectors which could impact safely on the expanded system.
L

Roadway Maintenance - See Sections VII.C.2.b. and \TI.C.3.b.

2.

Motive Power and Equipment Maintenance - See Section VII.B.

3.

Dispatching Operations - See Section VII.E.

4.

Train and Engine Service - See Section VII.H.l.

5.

Yard and Terminal Service - See Sections VII.A.7. and VII.H.l.

6.

Signal and Train Control Maintenance - See Section Vll.C.l.b.

7.

Cusiomer Service Centers - See Section VII.D.3.1.
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IX. COMPUTER SYSTEMS COMPATIBILITY
A.

THE NS PLANNING PROCESS
Since the beginning of its planning process. NS has directed a significant portion of its

Comail planmng focus toward ensuring the compatibility of computer-based transportation
systems during the transition period.

NS has assigned six full-time senior IT managers

supervising programming activities to ensure the smooth integration of the two computer
systems. In addition, NS recently invested $18.5 million for new computers capable of handling
the data requirements and anticipated growth on the expanded NS system.
NS is using the cunent period of regulatory review to carefully and methodically work
through all IT issues. The total IT planning process focuses on all applications in the financial,
payroll, human resources, and maierial management areas as well as tiansporiation. Il is the
transportation systems, however, ihat are of greatest importance for ensuring safe operations and
avoiding inadequate customer service. Consequently, while NS has teams dedicated to planning
the interface between NS and Comail accounting, revenue, payroll and material management
systems, this section will focus on core transportation system strategies and planning. This
planning will be designed to prevent data failures due to systems incompatibilities.
This iranspo. tation system planning has taken place in numerous sessions, including many
joint sessions with CSX and Conrail personnel. The personnel involved in these discussions
have represented various levels and disciplines in their respective companies. Included have
been those responsible for the communications networks and computer system software
underlying the transportation systems, as well as those working on the application programs ihat
ultimatel)' contain the businessralesfor how Comail yards will operaie on NS or CSX tenitory
in the future.
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In April, NS named a team of six full-time experienced IT managers to coordinate the
planning efforts across the various departments involved in producing business systems. This
transition team's planning has focused on the identification of business processes as opposed lo
computer applications. It is obvious to the team that the computer systems of Comail and NS
are different enough lo make a program-by-program comparison meaningless, so they continue
to concentrate on the business functions that support the railroad. These functions have in mm
been separated into essential business processes. This approach is based on a belief that
railroads do many things alike from a business standpoint. They design service, make waybills,
issue freight bills, collect freight bills, receive movement instractions from customers, switch,
pick up and deliver cars and containers, send reportings of transportation events to the AAR,
elc. Because it is easier to compare business processes than computer systems, we feel that th<;y
provide a better vehicle for comparing and analyzing our functional requirements than do the
computer applications. (Afterfinalizingall strategies, we will also check .''e computer system
inventory to insure that we have not missed critical functionality.) Accordingly. NS has
developed a list of business processes, determined who the intemal owners of those processes
are and charged them with developing both a primary and backup strategy for integrating the
new business arising from the Comail transaction into the NS business processes that are
supported bv information technology. The prefened approach has been lo document the NS
business process, use what Comail documentation exists and prepare an analysis that describes
the differences in functions. From these differences, requirements are generated ihat form the
basis for the actual information technology projects that will be initiated to suppon the business
process.
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Corporate planning assumptions are also being identified and continuously revised. These
ranee from assumptions about various significani dates in the approval process to how requests
are to be progressed in the IT department to the fact that our TYES and SIMS transportation
systems are seen as strategic technology directions going forward. Another of the planning
assumptions has been lhat in all cases, for Day 1 the NS processes cunently in place will be the
prefened process. This decision was made for two reasons. The first reason is that in many
mergers and/or acquisitions, it is common to look at each segment of the business functionality
and compare the advantages and disadvantages of each of the merging parties' computer
applications that support that functionality. Often times this search for "the best of breed" is
divisive and introduces compatibility problems. At best it is time-consuming. From the outset,
our approach on the NS has been that the existing NS processes are the target processes. Even
in the event that Comail systems offer incremental functionality over and above our own. we
will not consider adding that functionality on Day 1 except in exceptional circumstances. .After
the integration of the computer sv stems is complete and the neu NS/Conrail railroad is operating
on a single set of systems with a single set of businessralesand procedures, we will revisit the
issue.
The second reason why NS processes will be the target processes is that NS systems are.
with a few exceptions, newer. In the area of transportation systems. Comail systems are old
and maintenance-intensive.

They w ;re developed in the late 1960's and early 1970's and

reflect the technology of that period. The ongoing maintenance would be a lifficult challenge
since many of the long-time programmers, who have intimate knowledge of these applications,
have left the company. After the transaction, this challenge will omy increase. It is important
H

I
I

to note that prior to the current transaction. Comail had made a strategic management decision
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to purchase an entirely new transportation and revenue suite from the BNSF rather than attempt
to upgrade Conrail's intemal systems. This decision was made not only as a means of upgrading
their technology and systems functionality but also to circumvent the potential problems
presented by the Year 2000.

B.

THE JOINT CSX/CONRAIL/NS PLA.NTVING PROCESS:
JOLNT TRANSITION ARCHITECTURE
When considering information technology implications, the Comail transaction is different

from other mergers in several respects. The first is that cunent Comail systems suppon a wide
range of business functions over several thousand miles of railroad, some of which will go to
NS and some of which will go to CSX. In other words, the programs that today may prcxluce
origin waybills for an exclusively Comail piece of geography will in the fiimre have both CSX
and NS shipments originating in that same geography. One transition option would call for
"flash cutting" all of the geography on Closing Date where CSX and NS systems would be
implemented simultaneously across all of Comail. Another approach would be to cut over all
of the systems supponing a segment of geography. The operation of lhat segment would then
be supported by either NS or CSX systems as appropriate. Both approaches have advantages
and disadvantav-;s bul require an immense amount of planning, development of common
strategies and consensus between CSX, Comail and NS. Because of that requirement and to
facilitate the analysis sunounding these and other decisions and to minimize the risk inherent in
synchronizing these large and very complex applications, NS, Conrail and CSX set up a Joint
Transition Architecture effort in June.

This joint team has as its objective, to define and

implement a technical architecttire that will permit a smooth and safe transition through the
following stages:
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•

Transition Plarming: The state of the Comail, CSX and NS technical and
business environments prior to any transaction-related changes.

•

Approval : The STB has raled on the acquisition filing and CSX and NS may
begin implementation of the transition architecmre at Comail.

•

Closing: CSX and NS can assume operational control of Comail territory and
begin directing operaiions wiihin their allocated portions of the former Comail
operations.

•

End State: CSX and NS production sysiems are implemented, acquired propeny
is being managed with thes systems and CSX/NS operating practices and Comail
systems have been shut down.

Since June, the Transitior Architecmre teams and sub-teams have met several times on
a variety of subjects. Discussions at these sessions have covered topics such as:
•

What systems software will be used to transmit movement events to NS and CSX
during the transition?

•

What is the best way to configure and build an environment for testing
modifications made to Comail systems for transition pumoses?

•

What changes to Comail systems would be required to support a segmented
shutdown?

•

Identify the sysiems approach with the least risk of destabilizing the Comail
production sysiem enviromnent.

These Transition Architecmre joint groups have spent a great deal of time and effort on
defining a process to make the decisions and build the detailed project plan that will minimize
the risk and identify the issues and priorities that are inevitably a part of a sysiems initiative as
complex as this one.
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For the sake of protecting the Comail production systems envirorunent. all changes must
be reviewed and approved by the joint Transition Architecmre team. Each proposed change is
reviewed by Conrail personnel who are tasked with protecting the Comail environmem. A joint
transition team then insures that the changes requested are necessary to support the strategies.
Business and IT personnel from the three railroads go through comprehensive discussions of how
to produce the data from Comail's systems that will support CSX and NS throughout the
transition. As an example, both CSX and NS have agreed that from Day 1 each of their systems
will have all the information necessary for a customer to trace a shipment on their railroads
regardless of whether the shipment is on tenitory which the day before belonged to Comail.
A joint team is now choosing the data (1) that allows both of the receiving roads to provide that
capability and (2) that Comail sysiems can provide.
The second area in which this transaciion differs from previous business combinations
is its nearness to the Year 2000. There is a risk that computer sysiems that have not been
analyzed, tested and modified to be "millennium compliant" may produce unpredictable results
or even cease to function after Januar)' 1. 20OO. The Transition Architecmre team is reviewing
various alternatives for ensuring the systems on Comail operate beyond December 1999.
The third distinguishing feamre from an information technology perspective is the
existence of the Shared Assets Areas. Again, joint teams are deeply immersed in a stracmred
planning process to define the requirements for how transportation, financial and payroll
operations in the Shared Asseis Areas will be supported and which computer applications are
used. In short, Comail computer systems will not be "mmed off" until transition to NS systems
is fully tested and operational.

-222-

C.

NS SYSTEMS IMPLEMENTATION STRATEGY
The NS plan then is to move as quickly and pradenily as possible to complete the

integration of the NS portion of Comail's operation into NS' computer sysiems. This desire
to move quickly is motivated by at least tliree factors. First, the more quickly NS systems are
in place, the more quickly NS can offer enhanced, seamless service across the entire system.
Second, the implementation of NS systems in a reasonable but short time frame will mitigate the
risks posed by Comail's systems possibly not being ready to handle the Year 2000 problem.
(Over 80% of NS systems have already been converted to handle Year 2000, including all of
the core transportation suite, and all major NS systems will be Year 2000 compliant by Closing
Date.) Third, in reviewing the FRA's analysis of previous mergers of UP/SP and BN/SF, it
is noted that the references to computer incompatibility are for computer systems that were not
merged. On page 9 of Edward English's Verified Statement in DOT-3, the statement is made
lhat "[tjhese systems are still not merged, and until they are, the problems, and iherefore the
associated risks continue." To conclude, our strategy is to integrate Comail's business into NS
systems as quickly as possible, consisleni with maintaining a safe and stable operaiing
environment We think that is the pradent approach.
For the critical transponation systems, beginning on Day 1, NS' primary strategy is to
begin a geographic field roll-out of its TYES (Thoroughbred Yard Enterprise System)
transponation systems on its allocated ponion of Comail geography. The ultimate goal is that
within a few months after Day 1. all of the new railroad will be operaiing on NS sysiems. (For
each primary interface strategy necessary lo accomplish this rollout, we are continually
reviewing fall-back plans for unforeseen events.) The TYES system is now in production and
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is in the process of being implemented across NS. After Day 1, NS will begin implementing
TYES on Comail.
TYES, as well as all other NS systems, contains extensive, thoroughly-tested logic to
ensure the safe transportation of all types and weights of hazardous materials. Until TYES is
implemented in a geographic region, train crews will operate just as they do today, receiving
all required hazardous material information through the existing Comail sysiems. When a
cutover to TYES is made, which wl'.l oniy happen after exhaustive testing and training, the
crews will receive all necessary infonnation through the NS systems, just as NS crews do today.
The NS systems rollout will proceed as quickly as possible consistent with providing a safe,
stable operating environment for both systems. A significant ponion of the time to be spent
in this interim period is to be spent on training Conrail field people on how to use the TYES
sysiem to safely and effectively operaie on the expanded railroad. TYES. because of its userfriendly interfaces, offers a significant improvement in training and ease-of-use when compared
to earlier generation yard systems. The TYES training will be one-on-one with Comail field
personnel. The trainers will be present for the initial conversion and will remain until they are
cenain that the conversion has been successful, just as they do on NS today. Again, an
advantage of this TYES strategy is that many of the same trainers and training that are being
utilized by NS today will perform the same services on the Comail tenitory allocated to NS.
The training and the steps to successful implementation will be fresh in their minds. In later
stages of the TYES rollout, it is likely that NS will use former Comail employees to do the
training because of their knowledge of the customers and geographic areas. Once TYES is in
place, positions at the Pittsburgh Customer Service Center will be relocated to NS' operation
in .Atlanta over a period of one to two years after the Closing Dale.
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A similar strategy will be used for the roll-out of NS' new Strategic Intermodal
Management System (SIMS). SIMS has been recently implemented across NS to manage
intemiodal traffic. It is a slale-of-lhe-an system designed lo ensure safe, effective transportation
for all types of commodities. This system is successfully and smoothly working today.
To further ensure compatibility between the two computer systems during this roll out
process, transportation event data will be passed between Comail and NS using message formats
or "transaction .sets" that conform to either ANSI or AAR standards. By using message formats
that are in use today by both Comail and NS systems, we will minimize the programming and
testing that would otherwise be required for new interfaces. All commumcations of movement
events and waybills that take place on Comail acquired territory will be forwarded to the AAR
by NS to insure that duplicate reportings are not made.
Finally, as in all successful computer implementations, we plan to test the transition
interfaces using new testing facilities ihat cunently are being designed by the Transition
Architecmre joint teams and will be installed in Comail's data center in nonh Philadelphia.
This testing will take place over a series of months and will be designed to prove that the
interfaces between the two systems will allow them to function as they were designed without
delavs and wiihout a loss of critical functionality.
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X. CONCLUSION

This SIP details NS' planmng for the safe implementation of the proposed transaction
involving the consolidation of NS operations with Comail lines and properties to be allocated
to NS. Preparation of the plan involved substantial consultation with Comail officials, who
share NS' focus on ensuring safety for the fumre Similarly. NS has consulted with FRA in the
development of this SIP and also has benefitted from the participation and advice of the safety
leaders at DuPont. NS intends to keep these channels of communications open in order to
benefit from the available experience, knowledge and advice.
While much can be written about safety, and promises can be made, it will be the
commitment of the railroads and their employees ihat will ensure safe and efficient rail service
into the fumre. All three railroads involved in this transaciion have taken leadership roles in
safety, and time and again have proven their ability and determination to take the steps necessary
to achieve safe operations. Both NS and CSX are committed to seeing that the safety records
on lheir present and expanded systems and in the Shared Assets Areas will improve following
the transaction. A canier's past record of safely achievement is one of the most significant
assurances of fiamre success. Conrail's recent history of safety improvements suggests that the
safety and operating culmres of Comail and the other two railroads will be integrated smoothly.
NS is committing substantial resources - both dollars and high-level, highly qualified
personnel - to ensure that implementation occurs without risk of impaired service or safety.
The programs of safety audits cunemly utilized at NS will be employed to monitor success
closely in this regard, and NS is prepared, as it does today, to respond promptly and effectively
to any evidence of negative trends in safety performance. The Operating Plans, Labor Impact
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Exhibit and Safety Integration Plans submitted to the STB reflect that planning for continued
excellence in service and safety has been a pan of this iransaction from its inception. And if
mid-course conections are needed. NS has the capacity and conunitment to act promptly.
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