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Final decisions regarding precise staffing requirements for supervisors and 

agreemen. employees within each oflhe SAAs have not been made at this time However, NS 

and CSX anticipate that as of Day 1 the required number of such employees will not be 

substantially different from the number cunently employed by Conrail in ihe SAAs^ Over lime, 

as traffic levels inaease, it is anticipated that additional agreemenl employees will be hired by the 

CSAO. 

B. CSAO Operations. 

Conrail will operate the SAAs for the exclusive benefit of NS and CSX Conrail 

will not hold itself out lo provide service lo customers in its own name, nor will it participate 

directly in rates, routes, transportation contracts or billing anangements with shippers All car 

movements handled by the CSAO will be for the account of either NS or CSX. Conrail wUl nol 

have access to NS or CSX proprietaty customer or rate information. 

Shippers seeking rail service lo, from or withi i each SAA will make anangements 

for transponation from origin to destination with NS or CSX Operational information and 

instmctions required for the movement of cars, and to monitor cars within the SAAs, will be 

conveyed electronically lo CSAO personnel via direct real-time links with both NS and CSX data 

systems. Conrail wUl report attual location, spotting infonnation and stams changes for all NS or 

CSX cars to the apphcable linehaul railroad's data system. 

Operationally, each SAA will fimaion as an extension of both the NS and CSX rail 

systems CSAO responsibilities will include local switching, train make-up and break-up, car 

' NS or CSX may also directly employ additional supervisoty personnel in connertion with their 
own activities in the vicinity of the SAAs (e_ĝ , at Croxton Yard for NS or South Keamy Yard for 
CSX), 
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classification and blocking services for NS and CSX within each of the SAAs. In addition, the 

CSAO will be responsible for equipment servicing and mmiing repairs, and for routine 

maintenance of track and communications and signal facilities in the SAAs These services will be 

performed by CSAO employees Each SAA will be managed by a supenniendeni, who will also 

deploy Trainmasters and Yardmasters as necessaty lo oversee operalions within the various ya-'ds 

contained in the SAA, 

CSAO management will be responsible for procuring the locomotives required for 

operation of the SAAs, and for fiieling and servicing those locomotives As discussed below, NS 

and CSX are committed to making an adequate supply of properly equipped power available to 

the CSAO General mechamcal supervision of all locomotive operalions will be under the 

jurisdirtion ofa CSAO supervisor, including fueling, servicing and mnning repairs to NS and 

CSX locomotives while at CSAO facilities Freight car inspections and lighl mnning repairs will 

be perfonned by personnel assigned to the various yards comprising the Shared Assets Areas, 

under supervision of CSAO supervisors. 

The CSAO will be staffed and equipped lo perform ongoing routine maintenance 

of track, bridges and stmctures within the SAAs More substantial program work beyond routine 

maintenance will be provided by NS or CSX as indicaled in the Operating Plans. 

NS and CSX each will operate road trains into, out of, and through each SAA with 

their own equipment and crews In addition, NS and CSX will be permitted to operaie with their 

own crews to any shares customer-operated or respertively allocated facUity within an SAA 

subject to the local movement guidelines estabhsl-'id pursuant to the applicable Shared Assets 

Area operaiing agreement. Customer req-iirements and operational efficiencies will determine the 

extent lo which NS or CSX elect to serve customer facilities dirertly. 
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With minor exceptions (identified in the Operating Plans), all NS and CSX train 

movemenis wiihin the SAAs will be subjea lo the direaion and control of the CSAO dispatcher 

In areas that are not dispatched (e g . yard or industrial tracks), NS and CSX train movements will 

be under the direction of the designated CSAO official in charge NS and CSX employees 

operating within each SAA will be subject to all applicable SAA operating mles and regulations 

NS, CSX and CSAO train movemenis over lines lhat are also used by passenger operators will 

(on ali but one short segment) be under the direction and control ofthe involved passenger 

agency's dispatchers. 

Other railroads (g_g., Canadian Pacific Railway and short-line caniers) may also 

operate over particular line segments within the SAAs, pursuant to existing trackage rights and 

interchange anangements. Train movements by such other railroads within the SAAs will be 

subject to the direaion and control of the CSAO dispatcher. 

Teams consisting of NS and CSX personnel are in the process of developing 

integrated operating plans for each of the three SAAs A detailed plan for operations in the North 

Jersey SAA has already been completed and submitted to the STB for review. Applicition, Vol. 

3 Supp , CSX/NS-119at 16-166. 

The anticipated CSAO operations in all thr̂ e SAAs are based, to a large degree, 

upon Conrail's cunent operations. Those operations will be adjusted to the extent necessaty' to 

reflea the competitive service options to be offered by NS and CSX to, from and via the SAAs. 

Accordingly, changes from Conrail's cunent operations wUl primarily involve additional blocking 

by the CS.AO to facilitate the division of cars between NS and CSX, Other minor changes are 

necessitated by (i) the relocation of certain local assigiunents to either NS, CSX or CSAO-



controlled facilities, and (ii) the redireaion of some traffic cunently handled by those local 

assignments or handled via terminals that will be controlled by a diflferent operating entity 

C Dispatching of SAA Territories. 

As described in the SIPs submitted separately by NS and CSX, the caniers have 

de-vised a plan to integrate dispaiching systems as a -jart ofthe division ofthe cunent Conrail 

dispaiching offices between NS, CSX and the CSAO, The consolidation of the CSAO 

dispatching fimction for SAA lines will be accomplished in the folio-wing manner: 

(i) Corû ail's cuneni Branch Line Dispatcher at Ml Laurel will become 
the CSAO dispatcher for the North Jersey SAA The Ashmore 
Secondaty, Cement Secondaty, H jdson Secondaty and Washington 
Secondaty lines, which are cunently handled by the Conrail Branch 
Line Dispatcher but will not be part of the CSAO, will be removed 
from this dispatcher's jurisdirtion and transfened to a NS 
dispatching desk Conversely, the Conrail line segments between 
CP-5 and CP-SK on the River Line, and between CP-Port Reading 
Jrt and CP-M&H Ja on the Trenton Line, which will be part of 
the CSAO, will be added lo the Branch Line Dispatcher's territoty. 
As a resull, the cunent Conrail Branch Lint Jispatcher desk at 
Mt, Laurel will control all CSAO trackage in the North Jersey 
SAA 

(u) Conrail's cunent Philadelphia Dispatcher (who is also located in 
Mt. Laurel) will become the CSAO dispatcher for the South 
Jersey/Philadelphia SAA. This wUl be accomplished by adding the 
Hanisburg Line between CP-River and CP-Rock and the Chester 
Secondaty line (which are cunently handled by other desks in the 
Mt. Laurel dispatching office) to the Philadelphia Dispatcher desk. 
Several non-CSAO line segments, including the Trenton Line 
between CP-Park and CP-Nice, the Harrisburg Line between CP-
Penrose and CP-River, the Arsenal Cormection, the Belair Branch 
and the Blue River Branch will be removed from the Philadelpnia 
Dispatcher desk and ttansfened to a CSX dispatching desk. 

(iii) A Delroit SAA dispatching desk will be created in the Dearbom 
office by removing from the cunent Detroit dispatcher's jurisdirtion 
certain line segments that -will not be part of the CSAO territoty. 



When these steps are completed, the Mt Laurel office will house two ofthe three 

CSAO desks, and the Dearbom office will house the third The CSAO Detroit dispatcher's desk 

will eventually be relocated to Mt Laurel as well (in connertion with the planned fiiture relocation 

of dispatching desks for Conrail lines allocated lo NS and CSX) * 

As a result of these changes, train operations in the S.AAs will be under the 

supervision and control of three dedicated CSAO dispatching desks CSAO dispatchers will not 

have any responsibility for train movements outside the SAAs, indeed, the removal of non-SAA 

line segments may, in certain instances (e g . Detroit), result in a redurtion in the geographic 

territoty for which CSAO dispatchers will be responsible. Overall staffing of the CSAO 

dispatching flinrtion will be at a level equivalent to cunent Conrail staffing Applicants propose 

to fill the CSAO dispatcher positions from the ranks of cunent ConraU dispatchers, so that the 

CSAO dispatchers are likely to be familiar with their respective territories prior to Day 1 To the 

extent that the reassignment of cenain Conrail line segments to the CSAO dispatch desks would 

place line segments under the jurisdirtion of a dispatcher who is not familiar wilh those segments, 

the dispatcher will receive appropriate training prior to assuming responsibility for such segments, 

A new dispaiching workstation will be established in the Mt, Laurel office during the transition to 

facilitate these changes. This desk wUl be used to handle line segments from other desks on a 

temporaty basis, as line segments are transfened to and from other dispatching desks. This will 

avoid temporarily over-burdening any particular dispatching desk by adding new line segments to 

that desk before an appropriate balance can be obtained by removing other line segments. 

* The three-phase process by which the overall realignment of Conrail, NS and CSX dispatching 
assignments will be accomplished iS described in detail in the NS Safety Integration Plan. 
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D. CSAO Administrative Functions. 

The CSAO organization will be responsible for its own administrative fimrtions, 

including compliance with all applicable govemment reporting requirements, in connection with 

rail operations in the SAAs The CSAO will maintain and enforce ils own Intemal Control Plan 

("ICP"), and will .-eport personal injuries, train accidents, grade crossing accidents, spills, train 

miles, employee hours of service and dmg testing information as a separate entity. It will develop 

its own safety process to include an accident/incident reporting sysiem In doing so, the CSAO 

will draw upon the resources and prior experience of NS, CSX and ConraU, and will endeavor to 

adopt the "best prartices" of those carriers, as well as systems and procedures suited to the 

specific needs oftlie CSAO, This comprehensive reporting system will be established by CSAO 

marugement and put in place before the CSAO assumes operation ofthe SAAs, 

1. Senior Safety/Environmental OfTicer. 

Applicants' strong commitment to safety and environmental compliance in 

connection with operations in the SAAs is reflected in their decision to create a senior CSAO 

management posit on devoted exclusively to these issues. The CSAO's Senior Safety/ 

Environmental Officer ("CSAO Safety Officer") will be dirertly responsible for assuring the 

CSAO's full compliance with all applicable environmental, health and safety regulations, and for 

establishing a strong safety culture for the CSAO In particular, he/she wUl be responsible for 

supervising CSAO personnel who perform mandated recordkeeping and govemment reporting of 

personal injuries, train accidents, grade crossing accidents, spills, train miles, employee hours of 

service and dmg testing information In addiiion, the CSAO Safety Officer will work with state 

and local govemments in which the S.AAs are located lo address railroad grade crossing and 

related safety issues He/she will provide leadership in the development and implementation of 
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programs designed to enhance the quality of life, wellness and personal safety of CSAO 

employees. 

2. Intemal Control Plan. 

The CSAO will develop its own ICP for reporting railroad accidents and incidents 

in compliance with FRA regulations at 49 CFR Part 225 The CSAO's proposed compliance with 

these regulations is discussed in Seciion IV.B below. 

The CSAO will adopt and post its policy regarding harassment and intimidation at 

major shops, office buildings, terminals and facilities in each of the SAAs prior lo the 

commencement of operations, and that policy wll be effertive as of Day 1 SSS Section X.B 

below. Because most railroad harassment/intimidation policy statements follow vety closely the 

language of FRA's regulation, any of the cunent policies of NS, CSX or Conrail can readUy be 

adapted for use by the CSAO 

3. Personal Injury Reporting. 

Because the NS and CSX injuty reporting systems are linked to their respertive 

payroll systems, it is not deemed feasible to utUize those systems for recording and reporting 

CSAO injuries The CSAO will establish its own personal injuty reporting process (utUizing the 

existing Conrail system, if economically feasible), NS and CSX will assist the CSAO in 

developing its system 

Conrail cunentiy delegates portions of this function to an outside health 

management contrartor. Pioneer Development & Support Systems ("PDSS") When a Conrail 

employee is injured, the employee's supervisor notifies the contrartor. The contrartor initiates an 

on-line CT75 injuty form based upon information provided by the supervisor, and ananges any 

required medical treatment. When the contractor enters the information, the sysiem creates a file 

- 12-



and assigns an incident number to the form The Claims Department investigates the injuty and 

inputs more detailed information to the CT75 form Conrail's Sifety' Department is responsible 

for the initial evaluation of FRA reportability, while the employee's supervisor is responsible for 

following up on any medical treatment that may affert reportability Monthly FRA reports are 

generated from Conrail's computer records maintained by the Safety Department Monthly 

statistical reports on injunes are posted in accordance -with FRA guidelines 

The CSAO's personal injuty reporting process will be substantially similar to that 

followed by Conrail, with one significant difference Rather than utilizing the services of an 

ouiside contractor, local CSAO supervisors will handle injuty- incidents from inception to 

conclusion The ipervisors will develop all required injuty and accident infonnation, will input 

lhat information inlo Conrail's on-line injuty reporting system (which will be retained in the short 

term) and will make initial FRA reporting determinations Thus, a greater degree of 

'iccountabihly with respert to these matters will rest with the CSAO's supervisoty personnel, 

CSAO supervisors will receive comprehensive training with respert lo FRA reporting 

requirements prior lo assuming these responsibilities. 

4. Grade Crossing and Train Accident/Incident Reporting. 

The CSAO will numtain its own reporting system for grade crossing and train 

accidentsAmcidents, The CSAO sysiem will track accident damage costs to assure compliance 

with FRA regulations 

Grade crossing and train accident reporting on Conrail is currently handled by the 

Safety' Department, which accumulates information manually from a variety of sources. (Conrail 

does not presently have any mainframe database for grade aossing and train accident reporting) 

When a grade crossing or train accident occurs, the Conrail dispatcher is instmcted to make an 
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entty in his Log Book about the occunence Also, under established procedures, a 

Transportation Field Supervisor or Division employee enters the accident in the Unusual 

Occunence Report ("UOR") System - a stand-alone system not linked to other Conrail databases 

— which assigns the report a unique number. To facilitate reporting UOR's, the Safety 

Depanment has established its own UOR's form on an Electronic Bulletin Board. This form is 

manually filled in by Transportalion and sent to the Safety Department, To ensure that all 

accidents 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, elertronic UORs, derailment 

reports, and the Core Services moming report. 

The Conrail Safety' Department is also responsible for preparing FRA report 

forms, Conrail cunently uses the FRA AIRG system in performing this function. This system is a 

stand-alone system that is nol linked to other Conrail databases. As a result, use of the system 

requires separate, duplicate entty of daU into the AIRG system. FRA train accident report forms 

(Forms 54 and 57) are printed from the AIRG system Train accident damage estimates used to 

make initial reportabUity decisions are derived from the UORs, Actual damages to track, 

stmctures, signals and equipment are accumulated manually from Engineering, MP200 reports 

and from the Car Accounting Department, 

It is anticipated that the CSAO will adopt a train accident/mcident reporting 

system based upon the FRA AIRG sysiem on Day 1, In the future, consideration will also be 

given to altemative systems. 

Both NS and CSX will operate trains into and out of CSAO territoty. These 

aaivities of NS and CSX will not, however, involve trains operating exclusively within the 

boundaries ofthe CSAO, All crews will be from NS or CSX operating divisions bordering the 
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SAAs, and injuries to NS or CSX crew members on trains operating in CSAO territoty will be 

reponed by, and charged to, NS or CSX (as applicable) Grade crossing accident and train 

accident reporting will be initiated by the owning railroad (CSAO, CSX or NS) If the danuge 

threshold is exceeded and involves track and/or signal damage, then each involved railroad will 

report, referencing each other's incident number(s) 

5. Drug and Alcohol Testing. 

The CSAO's procedures for handling dmg and alcohol testing are discussed in 

Section IV C below 

6. DOT 5800 Spill Reports. 

The CSAO will be responsible for the preparation and filing of DOT 5800 reports 

in connection with spiUs of hazardous malerials occurring in any of the SAAs II is anticipated 

that the CSAO manager responsible for the initial response to a particular hazardous materials 

incident will also be assigned responsibility for preparation of the DOT 5800 report, A copy of 

this report, along wiih a detailed incident report, will be submitted to the CSAO Senior Safety 

Officer (or his designee) Within 30 days of the incident, the CSAO tnvironmental Department 

will forward copies of all DOT 5800 reports lo USDOT, the Association of American RaUroads 

and to NS or CSX (as applicable), 

7. Environmental Matters. 

The CSAO Safety Officer will be responsible for environmental safety matters, to 

include remediation, compliance and hazardous materials response Environmental training will 

be handled either direaly in-house or, at the disaetion of the CSAO, may be secured through 

outside vendors Hazardous materials training will be provided through traditional Operating 

Rules classes The existing Conrail "One Plan" for spill prevention, conttol and countermeasures 
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and hazardous malerials response will continue lo be used by the CSAO, but will be amended as 

necessaty' lo reflect new personnel, territorial boundaries, anv ;evised response telephone numbers 

and other matters Long-term environmental remediation and hazardous materials response 

assistance for the CSAO will be contracted for by the CSAO from CSX (subject lo agreemenl 

i.pon contract terms agreeable to the panies). The designated CSX hazardous materials response 

staff will be located in Philadelphia (for the North Jersey and South Jersey/Philadelphia SAAs) 

and Toledo (for the Detroit SAA) 

E. CSAO Customer Service. 

Customers will noiice little change in the way services are provided on shipments 

lo, from, or through the SAAs Orders will be placed with CSX and NS personnel, and CSX and 

NS employees will prepare waybills for these shipments, Waybilling for CSX traffic in CSAO 

territoty will be performed at CSX's Jacksonville facility', waybilling for NS traffic will be done in 

Atlanta, CSX and NS will control their own shipments, with CSAO performing tracking, 

swilching, dispatching, crew management and other necessaty fiinaions NS and CSX will 

provide timely dala on ttains plarmed or en roule lo the SAAs, and will supply waybUl and other 

necessaty information sufficiently in advance to allow the CSAO to handle cars safely, perform all 

necessaty services, and block or deliver cars conealy lo customers. A vety detailed plan has 

been developed to exchange train consist, hazardous materials and movement event information 

among CSX, NS and the CSAO, in order lo ensure a safe operating environment for the 

movement of irains within the SAAs. 

The positions which cunently support Conrail's customer service funaion in the 

SAA area will be retained on Day 1 CSAO personnel will continue to perform the cuneni "yard 

office" functions (such as reporting "place" and "pull" transactions, controlling inventoty, and 
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checking information on hazardous materials) presently performed by Conrail in the SAAs Car 

tracing for traffic originating in Conrail's fonner territoty- will be handled by the CSAO. Traffic 

originating on existing CSX and NS lines will be traced by CSX personnel in Jacksonville or NS 

personnel in Atlanta (as applicable), as is the prartice today Conrail's present operating systems 

will also remain in place at least for the near term. 

Applicants recognize that dismptions attendant to Day 1 operations must be 

minimized In pursuit of that end, CSX and NS have already made anangements to hire 

additional customer serv-ice center persormel, who will be trained and in place on Day 1, Cuneni 

and prospective customer service personnel will undergo intensive training in the handling of 

movements of hazardous materials. 

While Conrail's present systems are capable of handling the arrival, servicing, and 

departure of traffic in the three SAAs in the short term. Applicants will seek to develop improved 

systems over the next several years, NS and CSX have requested proposals for the creation of a 

more sophisticated Transportation Operations Support System to replace CoTuail's cuneni 

sysiem. The eventual implementation ofthis system is made necessaty by the intense competiiion 

for traffic foreseen by NS and CSX in these industrial centers, and by the unsuitability of Conrail's 

computer system for operations from and after the year 2000 

ra. TRAINING. 

Applicants envision that the CSAO territories will be staffed from the ranks of 

existing Conrail employees. With few exceptions, the various yards, line segments and facilities 

comprising the SAAs will be under the direct supervision of CSAO managers, dispatchers and 

supervisors who, in many cases, previously operated them for Conrail. 
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Conrail cun ently has well-developed training praaices and procedures covering all 

facets of its operationŝ  Since most employees initially seleaed lo work in and supervise the 

CS.AOs will have been previously trained, qualified and certified (where required) by Conrail, they 

vvill enter their CSAO positions already possessing the requisite knowledge and qualifications to 

perform their duties safely and in compliance wilh applicable laws. .Any new employees hired by 

the CSAO - and all NS and CSX employees who operate trains within the CSAO - will likewise 

be trained and quaiified in a manner consistent with the comprehensive procedures cunently in 

place at ConraU. 

Specifically, NS and CSX crews operating in the SAAs will be required to be 

qualified with respect lo all operating, safety, hazardous material, air brake and train handling, and 

any other mles, procedures or instmaions applicable to that SAA Training for NS and CSX 

crews will be provided by qualified employees, and will be coordinated through the CSAO, NS or 

CSX. Any CSAO (or NS or CSX) employee responsible for delivering such instmaion will be 

trained in instmctional delivety' methodology As needed, NS and CSX will provide instmaional 

resources to support the CSAO in accomplishing required training of NS and CSX employees 

Likewise, if CSAO employees operate in an area controUed by either NS or CSX, 

or if NS employees operate in an area controlled by CSX (or vice versa), those employees will be 

pre-qualified with respert to al! operating, safety, hazardous material, air brake and train handling, 

and any oih;r mles, procedures or instmctions applicable to that facility or area. All necessaty 

instmaion, qualification or certification will be administered by the controlling road. This 

procedure replicates the well-established prartice where rail employees of one company have been 

' A description of Conrail's cunent training procedures is set forth in Appendix A, 
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granted authority' to operate over or within trackage or facilities controlled by another railroad or 

company. 

CSAO management will be responsible for providing appropriate training for 

CS.AO employees Technical training for new employees and other required training may be 

accomplished through the use of NS or CSX training facilities or by contrarting with third parties 

Training vvill be provided on an annual (ongoing) basis, and will be supplemented as needed. 

When technical training on specific types of equipment is needed, field forces will be given 

latitude to anange field training seminars with the involved vendors 

Teams are cunently defining the specific scope of training required to support 

ongoing CSAO activities The result of this effon will be a recommendation for design, 

development and delivety of a comprehensive system of employee training that meets or exceeds 

the training programs in place on Conrail today In developing its training programs, CSAO 

management will draw upon the expenence of NS, CSX and Conrail, and wiU endeavor to 

replicate the "best prartices" of all three carriers with respert to safety training It is anticipated 

that CSAO management will, at least initially, rely on the training capabilities of NS, CSX, cunent 

Conrail or third parties. NS and CSX will make their respertive training resources available to the 

CSAO as needed to provide thorough and efficient instmction for CSAO personnel. 

IV. OPERATING SAFETY PRACTICES. 

A. Railroad Operating Rules. 

On Day 1, all CSAO employees and facilities will be subjett to the operating mles 

promulgated by the Northeast Operating Rules Advisoty Conunittee ("NORAC"), and ^ train 

operations within the Shared Assets Areas (including those conducted by NS and CSX) will take 

place in accordance with the NORAC operating rule book. Moreover, the CSAO will request 
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membership in NORAC and will be an active participant in that organization Because Conrail's 

existing operations in the North Jersey, South Jersey/Philadelphia, and Detroit areas are subject to 

NORAC mles today, adherence to those mles following consummation ofthe proposed 

transartion should help insure that CSAO operations are not dismpted or otherwise made more 

complex than they are today Because NORAC operdting mles fully comply with Part 217 oflhe 

FRA's Railroad Operating Rules regulations, their wholesale adoption on Day I will insure that 

operations within the CSAO areas will comport with those regulations In addition, operations 

within the CSAO areas will be conducted, as today, under mles compatible with those goveming 

operations on Amtrak's Northeast Comdor 

All operating employees on CSAO properties ~ including NS and CSX employees 

operating trains within the SAAs — will attend annual mles classes condurted by the CSAO 

dealing with such subjerts as safety, hazardous materials handling and operating mles, and they 

will be required to complete successfully an aimual mles examiiution. The CSAO wUl be 

responsible for maintaining a high-quality training program that incorporates the latest video 

training techniques, instmrtion manuals and knowledgeable instmrtors. NS and CSX are 

committed to insuring that the CSAO has ample resources to implement and maintain this 

program 

Future operating mles for the CSAO, including the possibUity of modified NORAC 

mles that could be used by all railroads operating in the East, is a subjert that has received and 

will continue to receive substantial attention from a team of Rules Department officials from NS, 

CSX and Conrail (and following consummation of the transaction, the CSAO). As the study of 

operating mles continues, the cunent NORAC mles will remain in place on CSAO properties, and 

the NORAC process will continue lo be used for maintaining and amending the NORAC mle 
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book Cunent timetables and Bulletin Orders on CSAO properties will be made available to all 

crews who will be operaiing on those properties, including CSAO, Amtrak, NS, CSX, CP Rail, 

and short-line crews 

B. Accident and Incident Reporting. 

Conrail has in place a system for reporting railroad accidenis and incidents in 

accordance wilh FRA regulatioiis ?t 49 CFR Part 225, Cunently, three types of events are 

reported: 

• Personal injuries; 

• Train accidents/incidents, and 

• Crossing accidents 

The method cunently followed by Conrai! will be modified to the extent that certain duties that 

Conrail presently contracts out to a third-party vendor will instead be assigned to CSAO 

supervisoty' personnel Specifically, it will be the responsibility of the CSAO supervisors to report 

and follow-up on personal injuries sustained, and train or crossing accidents that occur, in 

connection with CSAO operalions. Thus, the CSAO supervisors -will be directiy accountable for 

handling and reporting injuries, train accidents and incidents. The CSAO supjervisors will also 

ensure that emergency medical assistance is provided if needed. All accidents resulting in 

personal injuty, fatalities, or damage to property will be reported to the required intemal and 

external authorities by the quickest available means of communication. 

Any CSAO employee who sustains a personal injuty while on duty or while on 

CSAO property will be required to report the injuty to his/her supervisor prior to leaving CSAO 

premises The injuty is to be reported to the employee's immediate supervisor, the employee in 
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charge ofthe premises or to other designated personnel for transmittal to the appropriate CSAO 

supervisor. 

Following Day I , the CSAO will likewise assume fiill responsibUity for all train 

accidenl and incident data reporting for all SAA areas Direa responsibility for reporting 

accidents and incidents will be assigned to the CS.AO supervisors and all reporting fiinrtions will 

be performed internally. 

t horough training of CSAO employees with respec* to recordkeeping and 

reporting requirements will occur prior to Day 1, in order to ensure that an eflfertive and 

consistent reporting procedure is in place All CS.AO employees will be advised in writing of 

CSAO's commitment lo prompt and accurate reporting of all injuries, occupational illnesses, 

accidents and incidents related to railroad operalions, and of CSAO's commitment to full 

compliance wiih FRA accident/incident reporting requirements. 

C. Control of Alcohol and Drug Use. 

The CSAO will be directly responsible for testing for alcohol and dmg use by its 

employees in accordance with FRA regulations Conrail policies and procedures with respert to 

this critically important area will remain applicable in the CSAO-controlled territories Conrail, 

CSX and NS all have policies and mles in place that prohibU employees from having in their 

possession, using, or being under the influence of alcoholic beverages, intoxicants, illegal dmgs or 

medicines lhat could impair alertness or coordination when reporting for duty, on duty, on 

company property or occupying facilities provided by the company. All three raUroads condurt 

federally mandated post-accident, reasonable cause, and random dmg and alcohol toxicological 

testing programs pursuant to FRA regulations at 49 CFR Part 219 The proposed implementation 

of these required testing programs by the CSAO is discussed below. 
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1. Post-Accident Toxicological Testing. 

The CSAO will continue to condurt Post-Accident Toxicological Testing in 

compliance with FRA requirements at 49 CFR 219, Subpart C The Conrail procedure for 

toxicological testing following a qualifying event is as follows: 1) urine and blood sampljs are 

collected, usually at the nearest hospital emergency room, using FRA kits, 2) where practicable, 

and when it poses no delay to the collertion ofthe urine and blood samples, a Breath Alcohol 

Techmcian (BAT) provided by a third-party vender is dispatched lo the scene of the accident to 

collect breath samples, and 3) shipment of the samples is ananged by the responsible railroad 

officer within 24 hours by air express to the designated FRA labcratoty Employees who test 

positive for prohibited dmgs and/or alcohol in a mandatoty post-accident test are removed from 

service and are subject lo discipline. 

Applicants anticipate that the CSAO will continue to utUize the third-party vendor 

testing facility and BA f personnel cunently under conlracl to Conrail for post-accident testing. 

2. Random Toxicological Testing. 

Random testing under the existing Conrail program ~ which has been approved by 

tiie FRA - is based on the concept of "clusters " Clusters are a combination of unique reporting 

points, work shifts and days of the week which determine the physical location and time frame for 

the occunence of random testing. All on-duty covered employees within the clusters are tested 

for dmgs and alcohol Employees in through-freight service are tested if tht cluster falls within 

their on-duty or off-duty' reporting point. 

Any employee who fails, under circumstances that constitute a refiisal, to provide 

an adequate breath or urine sample for random testing under this system is removed from covered 

service for a minimum period of nine months Conrail may also charge such an employee with 
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insubordination under company policies, potentially resulting in further discipline, including 

dismissal. 

The CSAO will continue to implement these existing Conrail prartices with regard 

to random toxicological testing 

3. Testing for Reasonable Cause. 

While Subpart D "reasoruble ca ise" permits railroads to require urine and breath 

testing under certain circumstances, they are not required to do so Applicants anticipate that the 

CSAO will utilize the authority granted by FRA regulations to test for reasonable cause to the 

fullest extent praclicable Employees selected for testing under Subpart D will be tested in 

accordance wilh 49 CFR, Part 40 procedures An independent professional outside laboratoty 

will be used for dmg testing, and a copy of the laboratoty' .report setting forth the results will be 

fumished to the employee 

Conrail utilizes the services of a third narty. Short Stop, in some circumstances to 

collea urine and breath samples for testing under Subpart D However, Conrail does not 

routinely perform discretijnaty testing under Subpart D today While the CSAO will utilize 

Subpart D authority for testing on Day 1, no final decision has been made as to whether the 

CSAO will continue to use the services of Short Stop, 

4. Corporate Testing Program. 

In addiiion to these two cuneni FRA-required dmg and alcohol testing programs, 

Conrail policy cunently provides for a dmg screen urinalysis as a mandatoty part of all pre-

employment, retum to duty' and periodic medical examinations (except where the employee is 

subject to random testing under FRA or FFIŴ A testing regulations) If, during a special medical 

examination, the examining physician indicaies that dmg and alcohol testing is wananled, a urine 
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test and/or breath test is required ofthe employee Except in mandatoty post-accident testing 

circumstances, employees who test positive for prohibited dmgs and/or alcohol for the first time 

fi e . no previous positive test or Rule G violation in the past ten years) are refened to Conrail's 

Counseling Services Manager for evaluation and admission into an approved treatinent program, 

if prescribed Employees who test positive for prohibited dmgs and/or alcohol are subsequently 

required lo provide, on an unannounced basis, follow-up breath and urine specimens for a period 

of up to five years following their retum to service 

It is anticipated that the CSAO will adopt a similar corporate testing program. 

5. Medical Review Officer Review. 

The CSAO Medical Review Officer ("MRO") review wUl be conducted by a 

Medical Dirertor or associate, A decision wil! be made prior lo Day 1 as to whether the CSAO 

wiU retain its own MRO or whether this fiini:tion will be performed by an MRO associated with 

NS or CSX In either case, a CSAO employt e who tests positive for alcohol or dmg use on a 

random urine or breath test will be removed frcm service and instmcted to contart the 

appropriate CSAO counseling service for evaluation. 

6. Employee Assistance Program. 

In accordance with the requirements of 49 CFR Part 219, Subpart E, Conrai! has a 

formal policy designed to identify and assist employees with alcohol and dmg problems The 

Conrail Employee Assistance Program is operated by third-party vendor PDSS. In addition to 

meeting the FRA requirements of Subpart E, this program offers family and emotional counseling 

as weU as post-traumatic incident counseUng. Beginning on Day 1 and continuing for the short 

term, this Employee Assistance Program will be continued with the present vendor to provide 
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services on behalf ofthe CSAO Applicants have not yet detennined who will be the service 

provider under CSAO's employee assistance program. 

D. Operational Tests and Inspections. 

NS and CSX are committed to maintaining a high-quality operational testing and 

inspertion program for CSAO employees, including the many cunent Conrail employees who wil! 

be working in the SAAs In order to minimize the possibility of confiision or uncertainty abouv 

applicable testing and inspertion programs. Applicants have agreed that they will maintain 

Conrail's successful and well-established efficiency testing program on Day 1 ofthe consolidation. 

Thereafter, the CSAO Cieneral Manager, in consultation with each CSAO Superintendent, will 

have responsibility for effertive operational testing, including any decisions about possible 

modification ofthe existing Conrail program 

NS and CSX are strongly committed to insuring that the CSAO General Manager 

has all necessaty' resources at his disposal lo comply fiiUy with Part 217,9 ofthe FRA's 

regulations Consistent with that commitmenl, NS and CSX will defer to the CSAO General 

Manager's discretion as to the most effertive and efficient manner of achieving such compliance 

over the long term. It is recognized that the operational tesiing and inspertion program adopted 

by the CSAO General Manager must provide adequate testing not only of aU CSAO employees, 

but also the employees of other railroads operating within CSAO territoty ~ including NS, CSX, 

Canadian Pacific and shon-line operators All such employees will be subjert to operational 

testing administered by the CS/^0 General Manager (or his designee) at any time or place. 

E- Certification and Qualification of Locomotive Engineers. 

The program for the certification and qualUication of locomotive engineers in 

compliance witii Part 240 of Title 49 of the CFR will be the responsibility ofthe CSAO General 
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Manager and his designees As with operationa] testing and inspertions, NS and CSX are fiilly 

committed to insuring that sufficient resouices are made available to pemiit full compliance wiih 

these regulations On Day 1, the existing Conrail certification program will remain in effecl for 

the CSAO, and CSAO supervisors will have direct responsibihty for qualifying and certifying 

locomotive engineers under their jurisdiction (It is worth noting that there are relatively few 

differences among the existing certification programs of Conrail, NS and CSX. Nevertheless, to 

the extent that Applicants' ongoing review of the those programs reveals a clear "best praaice" in 

any particular area, such practices will be identified lo the CSAO General Manager for his 

consideration in determining whether to adopt them for the CSAO ) 

Consistent with the exisling Conrail program, CS.AO engineers will continue to be 

tested and recertified no less often than evety three years. Testing and recertification will involve 

an examination on the operating and safety mles of the CSAO, including train handling and air 

brake application procedures, a "check ride" with a Road Foreman of Engines — to occur al least 

annually - for the purpose of conducting a performance evaluation prior to actual recertification, 

a test for mle compliance during actual train operations (including a lest to determine if the 

engineer cc ntrols the train in compliance with a signal that requires aaion to reduce speed or to 

stop the train), and successfiil fiilfiUment ofthe medical and driving record requirements of the 

certification process (including vision and hearing tests and a search of the individual engineer's 

driving record), 

NS has agreed that the CSAO may, at its option, send its locomotive engineer 

trainees to the Conway, PA training center which NS is acquiring from ConraU. Ofcourse, 

consistent with Applicants' desire to accord the CSAO General Manager discretion with respea 

to all such matters, the CSAO will alio be free to elea to send new locomotive engineers to any 
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other qualified instmctional training center lhat the General Manager and his staff may choose. 

The option of using the Conway cenler or some other established, high-quality facility (including 

CSX's facility at Cumberland, MD) will enable the CSAO to avoid the expense and burden of 

creating and maintaining a separate (and duplicative) training facility, 

F. Physical Characteristics Training. 

Physical charaaeristics training must also be provided lo employees before they 

are qualified lo perform service on a particular line or within a particular yard or terminal. 

Physical characteristics training is the responsibility of the railroad operating the facility ~ the 

railroad must identify the employees requiring physical charaaeristics training and assure that 

adequate training is provided Such training consists of bolh direa contaa with supervisoty 

employees and delivering training materials containing useful facility-specific information is^, a 

diagram of the yard layout indicating track numbers, or names and safety-related infonnation such 

as the location of exits from the property and the locaiion of emergency response equipment). 

Supervisors ascertain each employee's familiarity with the facUity, through written 

directives insimcting employees to notify a supervisor if they believe physical charaaeristics 

training is required, and by maintaining a lisl of qualified employees. When an employee requires 

training, local supervisors will meet witii the employee and accompany him/her while operating on 

new property. In some cases, student trips nuy be ananged with experienced employees for a 

sufficient period of time. Supervisors wiU maintain a record of training artivity for each 

employee. 

Physical chararteristics training for CSAO (and NS and CSX) employees will 

begin immediately upon implementation of the operating plan. Applicants anticipate that many (if 

nol most) CSAO employees will not require significant physical chararteristics training, because 
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implementing agreements will likely pennit many employees to remain in the same job assignmem, 

or at least at the same job location, where they worked prior to consolidation. However, some 

employees may change assigrunents or relocate, which may or may nol result in a need for 

physical chararteristics training, depending upon their familiarity wilh their eventual work 

location Subsequently hired employees will receive physical characteristics traimng as a part of 

their overall training process. If new services are established as the Operating Plans are 

implemented, special attention will be given to making certain that employees assigned to these 

services are familiar with all areas where they will operaie, 

G. Hours of Service. 

The CSAO General Manager and his designees will be responsible for insuring that 

appropriate records are maintained evidencing compliance with Hours of Service regulations (49 

CFR Fart 228). As with most other CSAO fiinctions. Day 1 operations will be predicated upon 

Conrail's existing prartices, which involve reporting of on-duty time on the employee's payroll 

timeslip. The timeslips are then processed for payroll purposes and recorded on microfilm for 

subsequent retrieval as needed Because Conrail's employees successfully use this ŷ /stem today. 

Applicants do not anticipate any difficulty in continuing lo utilize the same proven system for 

recording the time of CSAO employees. However, recognizing that CSX cunently uses 

elertronic record-keeping for Hours of Service reporting purposes, and that NS will implement 

such a system in 1998, the CSAO General Manager may in time explore a similar program (which 

would require approval by FRA) Conrail communication and signal employees covered by the 

Hours of Service Act cunently complete a different form for Hours of Service compliance. This 

form is filed monthly with the local supervisor for inspertion by FRA. This prartice wUl continue 

on the CSAO 
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On Day 1, the crew calling clerks cunently in Dearbom will continue to use 

Conrail's existing mainframe computer system to track the status of CSAO employees and to 

determine which individuals to call for duty for all three of the SAAs Crew management 

functions for the CSAO will eventually be centralized in Mt, Laurel. 

V. MOTrVT POWER AND EQUIPMENT. 

The CSAO's Mechamcal Operalions orgamzation will cany out most of the 

mechanical department functions now performed by Conrail in the SAAs, including inspections, 

servicing, and light and mnning repairs of locomotives, freight cars and related equipment, with 

cenain exceptions noted below (and in Apphcants' Operating Plans). The CSAO anticipates 

retaining many of the same employees and fiinctionally the same staffing levels cunently utilized 

by Conrail for these activities at terminals localed within the SAAs The CSAO will continue to 

operate under existing Conrail labor agreements goveming these aaivities, with each SAA being 

one seniority district for consistency and retention of qualified employees. 

In accordance with FRA regulations, CSAO Mechanical Operations employees 

will continue to perform pre-departure freight car inspeaions, air brake tests, and daily 

locomotive inspeaions in the SAAs in the same manner and al the same locations as Conrail's 

cuneni operalions. The CSAO's plan to maintain cunent staffing levels for these activities wiU 

ensure an adequate supply of qualified personnel to perform freight car and daily locomotive 

inspections and air brake tests in compliance with federal regulations If increases in traffic levels 

over time require additional mechanical operations staffing, the CSAO wiU hire and train 

additional employees for these artivities. 

WTien freight cars are found to be defective, CSAO Mechanical Operations 

personnel will make mnning repairs, under FRA and Association of American Railroads 
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guidelines, to ensure safe train operations The CSAO will continue to operate full service 

mnning repair tracks at Oak Island and Pavonia, NJ, and at North Yard in Detroit In addition, 

mobile repair forces with block tmcks, equipped with air capabUity and jacking systems, v̂ ill be 

assigned to several locations to mjike repairs to cars destined for originating trains. These 

locations are experted to include Oak Island, Metuchen, and Port Reading in the North Jersey 

SAA, Pavonia, Stoney Creek Yard, Midvale Yard, and Soulh Philadelphia in the Soulh 

Jersey/Philadelphia SAA, and in Sterling Yard, North Yard (two equipment sets), and River 

Rouge in the Detroit SAA 

The principal differences between Coruail's cunent mechanical operations and 

those proposed lo be performed by the CSAO relate to locomotive supply, quarterly inspections, 

and heavy repairs and maintenance Under the proposed transartion, all of the locomotives now 

owned by Conrail will be allocated and conveyed separately to NS or CSX NS and CSX in tum 

will provide locomotives to the CSAO in sufficient numbers to pemiit the CSAO to carty out its 

assigned operations safely and efficiently, 

NS and CSX anticipate ihat on Day 1, they will provide the CS.AO with 

approximately 100 locomotives for its use in the Shared Assets Areas, These units will be similar 

in number and type to those cunently utUized by Conrail in providing service in these areas (with 

certain adjustments tc reflert known workload changes). Applicants will ensure that the CSAO is 

provided an adequate number of locomotives equipped with the necessaty cab signal and 

automatic train control devices required to operate over Amtrak and commuter rail lines in the 

Northeast, In addition to existing Conraii locomotives that are already equipped with such 

devices, several hundred new locomotives will be purchased by NS in 1998 and 1999, many of 

which also will be equipped with (or pre-wired for) such cab signals and automatic frain control 
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devices These new purchases, in conjunction wilh Conrail's existing locomotives (and the 

locomotives in the NS and CSX locomotive fleets that are equipped with such devices) will 

ensure lhat the CSAO has an ample number of locomotives equipped with cab signaling and 

automatic train control devices See Seaion IX below 

NS and CSX will perform all FRA-mandated quaneriy inspeaions, as well as 

heavy locomotive maintenance and repairs, for CSAO locomotives These services wiU be 

provided at facilities to be owned and operated by NS at Bellevue, OH, and Enola, PA (and, 

eventually, at Conway, PA), and by CSX at Selkirk, NY and Huntington, WV Locomotive units 

requinng quarterly inspections or heavy maintenance will be "swapped out" ofthe CSAO pool 

and replaced by locomotives with similar capabilities (including cab signal equipment or automatic 

train control devices, when necessaty), 

CSAO diesel shops at Pavonia and Oak Island will discontinue quarterly 

locomotive inspections and heavy locomotive maintenance on Day 1, Staffing at these diesel 

shops will reflea the reduaion in heavy locomotive work within the CSAO, Safety will not be 

affected, however, because these activities will be perfcrmed safely and effeaively at NS- and 

CSX-owned facilities The Pavonia and Oak Island diesel shops will continue to perform mnning 

repairs, fiieling, sanding, and servicing of locomotives for use in the SAAs. The CSAO 

anticipates that staffing at these facilities will approximate the number of Conrail employees 

cunently perfonning those remaining fiinaions 

In certain circumstanres, federal regulations permit pre-blocked cuts of freight cars 

to be switched or interchanged withoui being re-inspected individually. Properly implemented, 

so-called "block swapping" can enhance efficiency without impainng safety, by freeing inspeaion 

personnel from the need to perform unnecessarily duplicative inspections and tests. NS and CSX 
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understand that strict compliance with applicable regulations regarding block swapping is 

essential This concern, however, has relatively little application lo the operations ofthe CSAO. 

Given its primaty role as a yard-operating agent for NS and CSX, the CSAO will engage in vety 

few block swapping operations Most of the traffic to be handled by the CSAO will originate (or 

terminale) in these areas, and will receive a fiill mechanical inspection The only yards within the 

SAAs in which Conrail cunently performs block swapping operations are Oak Island, NJ, 

Monisville, PA, and Livemois Yard, in Detroit, Ml The CSAO does not cunently anticipate 

engaging in additional block swapping operations in any other yards or areas Block swapping 

inspection practices as they now exist on Conrail properties in th" CSAO areas will continue as 

they are cunently being performed Applicants have not yet ideniified any specific means by 

which improvements to Conrail's praaice could be implemented, but wUl continue to examine this 

issue. 

The CSAO Mechanical Operations organization wUl have the responsibUity and 

authority to implement and manage training on mechanical operating procedures and prartices. 

Both CSX and NS traming resources will be made available to the CSAO on a contract basis to 

assist in providing and updating traimng for CSAO mechanical personnel Training of new hires 

for the CSAO's Mechanical Operations organization will be handled on a conttart basis by NS or 

CSX, or by an independent tlurd-party contrartor Nev/ hires in the CSAO areas wiU be trained in 

mechanical and safety skiUs and wiU use a course curriculum similar to those employed in the NS 

and CSX in-house training programs. Safety of operations will always be the focus of any 

ttaining program for CSAO shop craft personnel, as well as in non-agreement supervisor training. 
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VI. SIGNAL AND TRAIN CONTROL. 

Coordination and management of signals, train control systems and train 

movement protocols in the SAAs will be relatively straip itfonvard The CSAO vvill retain the 

signaling systems cunently in place in the SAAs, and will continue to operate under NORAC 

mles for the foreseeable future This approach should mitigate any concem regarding potential 

confiision conceming operaiing mles, train movement protocols, and wayside signals within the 

SAAs, 

As noted previously, the CSAO will maintain overall staffing levels in the SAAs al 

or near cunent Conrail levels for the work remaining in the CSAO Applicants hope to fill many, 

if not most, position*: with Conrail operating personnel cunently employed in these areas. 

Consequently, it is anticipated that most CSAO operating employees will be vety familiar with the 

CSAO signaling systems and with NORAC mles on Day 1 The familiarity of existing Conrail 

employees with existing mles and procedures will reduce the need for extensive pre-

consummation training, and will promote safety in these areas. 

Existing signal and communications systems in the SAAs -will be maintained, at 

least initially. The CSAO will continue cunent practices to prevent the operation of locomotives 

lacking the necessaty cab signal and automatic train control systems on territoty utUizing such 

devices today Under cunent prartices, entty onto such lines is controlled by the owning entity 

(i e . Amtrak or commuter railroads), and, unless excepted by timelable special instmrtions, 

locomotives and trains lacking proper equipment are denied entty. 

Over time, CSAO management will evaluate existing communications and 

signaling ("C&S") systems and prartices, and will consider any fiiture changes in train operations 

in the SAAs and on neighboring lines, in delermining future revisions and upgrades to C^S 
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systems Management will identify best prartices, and establish standards and procedures based 

on a "best fit" with the CSAO organization. In panicular, the CSAO 'vill develop standards for 

the safest and most efficient m>.ans for accomplishing changes or addit ons to C&S plans CSAO 

management will establish a position with assigned responsibilities for developing and 

implementing appropriate C&S standards and procedures The CSAO also will draw upon the 

expenise of CSX and NS from ume to time in developing C&S standards and procedures, Il is 

anticipated that most design work for CSAO C&S systems will be handled by outside contrartcrs 

It is anticipated that C&S staffing in the SAAs, including manpower involved in 

daily signal maintenance operations, will remain al or near cuneni levels CSAO management -will 

evaluate these staffing levels over time, and will recommend changes as necessaty to ensure a safe 

and efficient operation The CSAO's C&S manpower will include a small signai constmrtion 

contingent, which will handle small projerts such as installation of grade crossing systems and 

new turnouts in signaled territoty' For large projerts, services will be provided by NS or CSX as 

indicated in the Operaiing Plans 

FRA has requested information regarding budgeting for signals and train control in 

the Shared Assets Areas The CSAO's projerted budget for C&S will include both operating and 

capital elements. Operating budget fiinds will include all nuierial, labor and purchased services 

required for ongoing operations, including inspections, FRA-mandated tests, maintenance, minor 

repairs, safety meetings, training, tools and other operaiing requirements. Capital expenditures 

for C&S will include those relating to C&S equipment and installations. 

Formulation of the CSAO's operaiing budget for C&S will begin on an annual 

basis for budget year 1999 Monies remaining in Conrail's 1998 operating budget will be used to 

ftind operalions for die partial year 1998 (post-closing). The level of CSAO operating fiinding for 
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C&S during the remainder of 1998 v̂ ll be detennined by prorating Comail's overall C&S 

operating budget to reflert the CSAO's share of Conrail system-wide ma.ipower and equipment 

For 1999, the CSAO's C&S operating budget will be established by annualizing Conrail's artual 

C&S operating expenditures for the partial year 1998, and prorating the CSAO's respertive 

allocation of manpower and equipment The result of these calculations will be compared to 

annualized artual expenditures from the CSAO's operations during 1998, with adjustmems made 

to reflect any discrepancies. 

The CSAO's capital expenditure budget for C&S will be prepared on an annual 

basis, reflerting a "three-year plan" of proposed capital expenditures for C&S equipment and 

installations. The capital budget process will focus on items that enhance the safety and reliability 

of C&S systems, and on replacement of items identified as worn-out or obsolete. Proposed 

expenditures will be categorized and prioritized, and added to tiie three-year plan as appropiriate. 

During the latter part ofeach year, items of the highest priority will be submitted to CSAO 

management for consideration as upcoming-year capital improvement projerts If approved by 

the Conrail Board of Dirertors, these projects will become artive capital projerts in the following 

year. The level of C&S capital budget fiinding in the CSAO for 1999 will be based on capital 

budget numbers for Conrail, prorated to the appropriate levels based on the respertive levels of 

manpower and equipment in the CSAO areas. 

Applicants anticipate that cunent maintenance and repair programs wUl continue, 

with a coordination of efforts and training in systems design and operating prartices to ensure 

continuity of safety and efficiency. 
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vn. ENGINEERING. 

In order to ensure continued effertive inspertion and maintenance of track, bridges 

and stmrtures in the Shared Asseis Areas, the CSAO will continue to perform at least the same or 

higher levels of bridge and track inspections and mnning maintenance artivities as those cunently 

performed by Conrail In fart, through improved efficiency and better utilization of crews and 

equipment, the CSAO will strive lo provide enhanced inspeclion and light maintenance services, 

without increasing costs 

A. Bridges and Structures. 

1. Inspections. 

CSAO bridges and stmrtures are cunently covered by Conrail's bridge inspertion 

program Conrail's expertise will not be lost as a result of the proposed transartion A sufficient 

number of maintenance of way and stmctures employees with Conrail experience, who are 

experienced in perfonning bridge inspections using Conrail procedures and practices, wiU be 

assigned to work in the CSAO areas These employees will be able to sustain a CSAO bridge 

inspertion program equivalent to the Conrail program cunently in place, 

NS and CSX recognize that changes (particularly increases) in traffic levels must 

be considered in determining the extent and frequency of bridge inspection artivities. As a 

consequence, the CSAO wiU adjust inspection activilies, as needed, to account for traffic 

increases in the SAAs that wUl occur as a consequence of the transartion. 

2. Bridgp Rehabilitation/Renewal. 

Bridge and Stmcture maintenance and renewal will continue to be accomplished 

on a priority basis, within the framework of existing prartices established by Conrail, Ciiven the 

cunent age and condition of some bridges and stmctures in the SAAs, CSX and NS anticipate 
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that immediate investments will be required for work on some CSAO bridges and stmrtures to 

ensure that the safety of CSAO operations does not decline in the near future 

The CSAO will oversee the mainienance, rehabilitation, and renewal of bridges and 

stmctures in the SAAs "Spot" maintenance work on bridges and stmaures will be performed 

directly by CSAO personnel More substantial maintenance work, including program 

maintenance, new constmction, and emergency work, will be provided by NS or CSX as indicated 

in the Operating Plans NS and CSX recognize that there will be increases in traffic levels on 

certain routes in the CSAO areas, and that the age and condition of bridges and stmaures in these 

areas must be considered in determining the appropriate level of rehabilitation and renewal 

aaivities for CSAO bridges and other stmrtures CSAO's program for the maintenance, 

rehabilitation, and renewal of bridges and other stmrtures within the SAAs will fiilly take account 

of changing traffic pattems. 

3. Operating and Capital Expenditures. 

Funding sufficient to maintain the safety' of CSAO bridges and stmrtures through 

adequate inspection, maintenance, and renewal activilies will be provided as follows: for the year 

1998, fiinds remaining in Conrail's 1998 operating budget designated for CSAO lines wUl be used 

to support Bridges and Stmctures operating expendimres in tiie SAAs for the remainder ofthe 

year. For budget year 1999 and subsequent years, CSAO management wUl annually submit to the 

Board of Direaors a proposed operating budget The budgeted funds wUl cover all material, 

labor and purchased service monies required for ongoing operations, including those needed for 

inspeaions, FRA regulatoty compliance, maintenance, minor repairs, safety meetings, training, 

tools, and all other operating requirements The CSAO's 1999 Bridges and StmOures operating 

budget will be established by annualizing Conrail's partial year operating expenditiu-es on CSAO 
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lenitoty during 1998, and adjusting that amount as appropriate to take account of changed traffic 

levels and other faaors After 1999, C S A U operating expenditures for Bridges and Stmctures 

will be based on historical data and practices, with adjustments made for changing iraffic pattems, 

expensed rehabilitation work and other faaors. 

The Bridges and Stmctures capital budget for the CSAO will also be developed on 

an annual basis. The foundation for this process will be a "three-year plan" of proposed capital 

expenditures During mid-year, CSAO field Bridges and Stmaures forces will make 

recommendations lo CSAO management for capital expenditures relating to Bridges and 

Stmaures Recommendations will include those items which would enhance the safety Jind 

serviceability of CSAO bridges and stmctures Recommendations will be segregated by categoty, 

prioritized, and added to the three-year plan During the latter part of the year, those items ofthe 

highest priority will be submitted to the Cotu-ail Board of Direaors for consideration as 

upcoming-year capital improvement projects Capital projeas approved by the Board will 

become active capital projects in the following year 

4. Manpower. 

As previously mentioned. Bridges and Stmaures inspection, rehabilitation and 

renewal work in the CSAO areas will generally follow existing Conrail praaices. Although the 

division of Conrail properties among NS, CSX and the CSAO will require the realigrunent of 

distrirts used by Conrail to provide maintenance and inspeaion services, cunent manpower 

allocations for the remaining maintenance and inspection of Bridges and Stmaures within the 

CSAO will not be reduced on Day 1 In other words, the CSAO -wUl have sufficient manpower to 

maintain the same levels and quality of inspections and routine maintenance presently performed 

by Conrail. To the exient possible, Conrail employees will be left in place to work in familiar 
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territories Aiy changes to bridge inspertion practices which would affert manpower allocations 

will be made systematically only after careful study and only after employees receive 

training/familiarization with the new organization processes and programs 

B. Track. 

1. Maintenance/Inspections. 

Regular track maintenance is a vital component of any railway safety program. 

The CSAO will maintain rigorous procedures to ensure that tracks within the CSAO areas are 

regularly inspected and maintained The objeclives of this program are twofold: 

i. to achieve strict compliance with FRA Track Safety Standards (found at 49 
CFR Part 213) on the most heavily utilized segments, as well as secondaty 
lines and smaller yards -within the CSAO properties; and 

ii. to perfonn inspertion work on the basis of standards higher than those 
mandated by llie FRA so that deviations can be deterted and conerted 
before track conditions become defertive. 

Regulatoty compliance with track safety standards is already a mandatoty 

objertive of the Conrail inspertion and maintenance artivities within CSAO areas. The 

continuation of existing Conrail inspeclion and mainienance procedures by the CSAO wiU ensure 

that all track within the SAAs is maintained safely and in compliance with all applicable 

regulations. 

The CSAO will have a staff of experienced Conrail employees to handle 

inspeaions and light track maintenance work on an ongoing basis Additionally, each year CSAO 

management will detennine the needs and priorities for armual rail, tie, and surfacing program 

work, and will present recommendations to the ConraU Board of Direaors. Once approved by 

the Board, program work will be provided by CSX or NS as indicated in the Operating Plans, 
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CSX and NS recognize that traffic volumes will inaease on several CSAO lines 

following the consummation dale, and that increases in traffic volume will affect the required level 

of maintenance and inspeaion required for those lines The CSAO will adjust the level of track 

maintenance and inspection performed within the Shared Assets Areas to account for fluctuations 

in traffic and operational changes CSX and NS have already identified certain rail yards and 

facilities wiihin the SAAs that would benefit from rehabilitation and/or maintenance beyond levels 

cunently provided by Conrail Thus, if anything, the proposed transaaion will result in an 

improvement in track maintenance within the SAAs 

2, Operating and Capital Expenditures. 

Funding for the inspeaion and mainienance of CSAO track will be determined in a 

manner similar to that previously described for Bridges and Stmaures maintenance. Funds 

remaining in Conrail's 1998 operaiing budget designated for CSAO lines will be used to support 

track work in the SAAs for the remainder of 1998, For budget year 1999 and for subsequent 

years, CSAO management will armually submit a proposed operating budget to the Board of 

Direaors. The budgeted fiinds -will cover all material, labor and purchased services required for 

ongoing operations, including those needed for inspertions, FRA regulatoty compliance, 

mainienance, minor repairs, safety meetings, training, tools, and all other operating requirements. 

The CSAO's 1999 track maintenance budget will be established by annualizing Conrail's partial 

year operating expenditures on CSAO territoty for 1998, and adjusting that amount as 

appropriate to take account of any change in traffic levels and other fartors After 1999, CSAO 

operating expenditures for ttack work will be based on historical dala and prartice, with 

adjustments made for changing traffic pattems and other fartors. 
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The CSAO's track program and constmrtion capital budget will also be prepared 

on an annual basis CSAO field personnel will provide recommendations for inclusion in a "three-

year plan" of proposed track capital projects Those items of the highest priority will be 

submitted lo the Conrail Board for consideration .-.s upcoming-year capilai improvement projects. 

Projects approved by the Conrail Board of Directors will become active capital projeas. 

3. Roadway Equipment. 

To the maximum possible exient, CSAO maintenance ofway equipment needs will 

be filled by allowing exisling Conrail equipment to remain on CSAO properties Applicants do 

nol propose to reduce maintenance of way equipment allocated lo the Shared Assets Areas for 

routine track maintenance below cunent levels. Future needs for additional maintenance ofway 

equipment for routine track mainienance aaivities will be determined by CSAO management and 

submitted lo the Conrail Board of Directors for approval Once equipment needs are approved by 

the Board, requests for equipment will be filled by NS and CSX Roadway equipment for 

program maimenance will be supplied by the entity responsible for perfonning each program work 

projea, 

4. Manpower. 

Track inspection and routine day-to-day maintenance work in the CSAO areas will 

generally follow existing Conrail praaices. Although the division of Conrail properties wUl 

require the realignment of distrias used by Conrail to provide routine maimenance and inspertion 

services. Applicants anticipate that cunent staffing levels for remaining track inspertion and 

routine maimenance wiihin the SAAs will not be reduced. To tiie extern possible, Conrail 

employees will be left in place to work in familiar teniiories, witii each SAA being one seniority 

district for consistency and retention of qualified employees, 
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\Tn. HIGHW AY-RAIL GRADE CROSSINGS. 

To maintain the safety- of grade crossings on the shared lines following the 

proposed transartion, the CSAO will follow the same safety procedures and initiatives that have 

been utilized successfully by Conrail on these lines Because the present safety plan will remain in 

effea, few new grade crossing safety issues will arise on CSAO lines as a result ofthe transartion 

Nor will changes in the operations of the CSAO lines materially affert grade crossing safety. 

Specifically, no train speed increases are planned for the CSAO territories, no proposed track 

constmciion projects will affea crossings in the CSAO areas, and, as described below, traffic 

volume increases are minimal on those CSAO lines with rail-highway grade crossings. 

This section addresses the CSAO safety plan with regard to highway-rail grade 

aossings in three parts (A) Increase in Traffic Volumes, (B) Operation Lifesaver and Other 

Public Education Programs, and (C) Crossing Eliminations and Improvements To the extent that 

the Conrail transaaion poses environmental or safety issues in specific impaa areas, such issues 

will be addressed in the Draft Environment J L'npaa Statement 

A. Increase in Traffic Volumes. 

The projected increase in traffic volumes do«*5 nut pose an inaeased risk to rail 

crossing safety with respea to rail lines ihat will be operated by the CSAO. Nearly all ofthe 

CSAO rail lines projeaed to experience an increase in rail traffic as a result of the fransaaion are 

lines that do not have highway-rail grade crossings today. 

Only six individual CSAO line segments are projected to experience traffic 

increases of three or more trains per day as a result of the proposed acquisition Of those six 

lines, five are located in the Northeast Corridor and do not have any rail-highway grade aossings 

Rail-highway grade crossing safety, therefore, is nol an issue for those segments 
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The only CSAO line with rail grade crossings that is projeaed to experience an 

increase in train traffic is the Chemical Coast Secondaty. This line is 9.1 miles long and has seven 

crossings Five of those crossings are proteaed by gates, and all are equipped with flashing 

lights This hne segment is projecied to experience an increase in ttain traffic from 11.0 trains per 

day to 16 2 trains per day 

Because most CSAO lines that are projeaed to experience an increase in traffic do 

not have rail-highway grade crossings, and rr.ost that do have crossings will not experience 

significant traffic increases, the Conrail safety plan that is presently in place will require few 

revisions with regard to grade crossings on CSAO lines NS and CSX will ensure that Operation 

Lifesaver and other education safety programs presently in place lo improve railway crossing 

safety focus their primaty efforts in areas that may experience traffic increases. 

Beginning in Januaty of 1998, CSX and NS officials will discuss projeaed traffic 

increases and track changes with Department of Transportalion officials in aU states affeaed by 

traffic volume increases on CSAO lines, in an effort to insure appropriate coordination between 

the railroad and such agencies Topics for these discussions will include procedures for approval 

of crossing changes, identification of necessaty traffic control device improvements (including 

fiinding), and potential changes in Seaion 130 fiinding projeas affeaed by traffic changes, NS 

and CSX will cooperate with state Departments of Transportation to ensure that all crossings 

affeaed by increases in traffic are equipped with the appropriate safety devices 

B. Public Education - Operation Lifesaver. 

NS, CSX and ConraU are all artive supporters of public education programs 

designed to improve rail crossing safety, including Operation Lifesaver, For many years, members 

of NS, CSX and Conrail grade crossing safety groups have shared and adopted safety prartices 
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through cooperative local, siate and nationa' Operation Lifesaver events, NS, CSX and Conrail 

conduct comprehensive Grade Crossing Collision Investigation Courses throughout their 

respertive operating territories These three-day training courses are approved for state law 

enforcement conlinuing education requirements The program includes not only investigatoty 

skills and attention to the legal nghts and obligations of motorists at aossings, but also training in 

hands-on railroading and hazardous matenals awareness Police officers leam how ttain brake 

systems work and get a feel for the actual handling of a freight train. 

Applicants will continue this commitment lo railway crossing safety' by ensuring 

lhat Operation Lifesaver and other grade crossing and trespasser safety programs continue in 

CSAO areas. These programs will be focused particularly in those areas that experience traffic 

volume increases as a result of the transaction 

NS and CSX grade crossing safety groups will support ConraU's Operation 

Lifesaver aciivities in CSAO areas, and will serve as liaisons between the CSAO and the national 

and state Operation Lifesaver organizations Operation Lifesaver presenutions in SAAs will be 

made by railroau volunteers, including employees of NS, CSX and the CSAO whose duties 

include operations within the SAAs In addiiion to presentations to schools, governmental and 

community organizations, NS, CSX and CSAO will work with state Operation Lifesaver 

organizations to sponsor "Operation Lifesaver/Officer on the Train" special trains in CSAO areas. 

All Conrail-certified Operation Lifesaver presenters employed by the CSAO wiU be added to NS's 

and CSX's computerized daubases. 

RaUroad police officers with jurisdiaion over CSAO areas will condurt Grade 

Crossing Collision Investigation Courses within the CSAO operating territories. Moreover, 
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railroad police, working with local law enforcement officials, will artively apprehend, eject and 

prosecute trespassers on CSAO area rights-of-way. 

Continuing programs such as Operation Lifesaver, and focusing them in areas 

where traffic increases can be expected, will help ensure that the proposed transaaion does nol 

adversely affect grade aossing safety in CS.AO areas, 

C. Crossing Eliminations and Improvements. 

State govemments have primaty responsibility for highway railroad crossing 

safety', including the location or closure of crossings and the design and installation of crossing 

wammg systems Nevertheless, NS and CSX believe that it is in the interest ofthe public (and of 

the railroads) to participate aaively in identifying hazardous conditions, making such conditions 

known to govemment officials, and implementing appropriate conertive measures The CSAO, 

as operator of the Shared .Assets Areas, will develop and share with state agencies its own 

recommendations for proposed grade crossing closures and improvements NS, CSX and CSAO 

will work closely with the stale Departments of Transportation or similar agencies lo ensure that 

all crossings in the CSAO areas are equipped wiih appropriate warning devices (as determined by 

the relevant agency) and that such improvements are canied out in an efficient manner. The 

carriers will also work with state agencies to evaluate adjacent crossings, with a view toward 

eliminating redundant crossings. 

DC PASSENGER RAILROADS. 

CSX, NS and ConraU all possess extensive experience in coordinating their 

operations with those of Amtrak and local commuter railroads. The CSAO will benefit from that 

experience The merger will have no adverse impart - and likely will have a beneficial impart — 

on the safe coexistence of passenger and freight traffic. The plans developed by CSX and NS 
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with respect to passenger operations on their expanded systems are discussed in their respertive 

SIPs 

The SAAs include only one short segment of CSAO-owned track over which 

passenger operations are cunently conducted. New Jersey Transit Corporation ("NJT") operates 

commuter trains over a five-and-one-half-mile segment of track between CP-NK (near Oak 

Island) and Aidene, NJ, For this reason, the possibility that the proposed transaction could 

compromise passenger operations on CSAO-owned lines is extremely remote, 

CSAO routes will include sbc line segments owned by Amtrak, NJT, or the 

Southeastem Pennsylvania Transportation Authority ("SEPTA") over which passenger trains 

cunently operate Those segments are described in Table 1,* 

TABLE 1 

PASSENGER LINE SEGMENTS OVER WHICH CSAO WILL OPERATE 

Commuter Road Line Segment 

Amtrak Lane, NJ - Zoo, PA 

NJT Aidene - Bound Brook, NJ 

NJT Union - Red Bank, NJ 

SEPTA Media Line, PA 

SEPTA Airport Line, PA 

SEPTA Chestnut Hill W,, PA 

CSAO operations on these line segments will consist of local freighi ttains that 

operate when convenient for the passenger agency. All CSAO train movements over these lines 

' Table 1 contains infonnation from the Application, Vol, 3A at 269-80 and 450, and from the 
Conrail System Map showing the proposed allocation of Conrail lines and rights (dated June 7, 
1997). 
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will be controlled by the passenger agency's dispatchers Those dispatchers, who are experienced 

in handling both freight and passenger movements over the subject lines, are not affected by the 

proposed transaction and will remain in place after Day 1 Passenger trains will continue to 

receive dispaiching priority over freight movf menls on these lines — indeed, freight movements in 

the SAAs will operaie under the same lime restrictions as exist today, SfiS Joint Verified 

Statemenl of John W Orrison and D, Michael Mohan, Application, Vol, 3 Supp, at 10, Amtrak, 

NJT and SEPTA each have adopted NORAC mles, on which CSAO crews will be fully trained 

and qualified Thus, the proposed transaaion will not compromise the continued safe operation 

of these passenger railroad-owned line segments 

In fact, the CSAO's iniegration of the SAA dispatching fimaion inlo a single 

facility' (at Mt Laurel) will promote clearer communication between CSAO dispatcheis and 

dispatchers of passenger railroads. These passenger segments are presently divided among 

several Conrail dispaiching assignments, meaning that passenger agencies' train dispatchers must 

talk to two or even three Conrail dispatchers in order to coordiiute train movements. Under the 

CSAO's integrated dispaiching plan, contaa with only one dispatcher per movement in each SAA 

will be necessaty, thereby reducing the risk of miscommunication. 

FRA has indicaled that having a sufficient number f cab-signaled locomotives in 

the Northeast Corridor is a key safety consideration All CSAO freight locomotives operating in 

the Northeast Corridor will be outfitted with the required cab-signaling equipment. As the NS 

and CSX SIPs demonstrate, NS and CSX also will have more than a sufficient number of 

locomotives with cab signals and Locomotive Speed Limiters ("LSLs") to si pport their o-wn 

operations in the SAAs By the end of 1998, NS will have 1,033 signal-equipped locomotives, 

with the potentia] for adding 113 more units in 1999 if such aaion becomes necessaty. 
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Moreover, CSX will receive more than enough cab-signaled locomotives to operate the lines over 

which it will operate pursuant to the transaaion .n sum. Applicants wUl have a significantly 

larger cab-signaled fleet available for use in the SAAs than that presentiy possessed by Conrail 

X. EMPLOYEE QUALrFV QF LIFE. 

As explained previously, one important duty of the CSAO Safety Officer will be 

the devciopment and implementation of programs lo improve employees' quality of life and reduce 

job-related fatigue and stress CSX, NS and Conrail have all taken proaaive measures to enhance 

employee quality of life and to ensure a fit workforce, and the CSAO will continue this progress 

with the support of NS and CSX Conrail is presently training additional operating personnel who 

will be able to cany out CSAO fiinctions so that the CSAO wiU be fiilly staffed as of Day 1, This 

planning and training will resull in sufficient staffing to ensure properly rested employees on and 

after Day 1, 

A. Work/Rest Issues. 

Predictability of work hours is advantageous to maintaining alertness and 

eliminating the physical strain on railroad employees. Problems may arise when employees are 

forced to wait for late trains, or have their normal sleep pattems dismpted by an inegular and 

ever-changing schedule. These problems are exacerbated when aews are stretched too thin. 

However, as noted above, the number of employees in the CSAO operating area 

will not be reduced, so that overly lean staffing will not be a potential source of unsafe conditions 

in the SAAs Moreover, the CSAO's operations in the SAAs wUl be essentially local in nature — 

the CSAO will not condurt any long-haul train operations. Accordingly, few CSAO employees 

will need to spend significant amounts of off-duty time away from home. Indeed, it is anticipated 
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that many CSAO employees will remain within their cunent assigned areas, and will be assigned 

to jobs with consistent reporting times. 

Both NS and CSX cunently utilize computerized crew management systems 

developed by PS Technology. The systems have some differences (relating to compliance issues 

associaled with each carrier's labor agreements), but are similar in design. Applicants have not yet 

decided whether lo use one of these systems, or Conrail's cunent system, for the CS.AO. The NS 

and CSX systems can readily be modified for use in connection with the CSAO's crew 

management fiinction Utilization of such a computerized crew managemeni system wili improve 

the ability of crews to maintain a regular work schedule by providing up-to-the-minute 

information on train operations, vacancies, the availabUity' of extra employees, extraboard 

standing, and rest status 

B. Perceptions of Harassment or Intimidation. 

The CSAO will adopt a strict policy to protea against harassment and intimidation 

of employees, based upon existing NS, CSX and Conrail pohcies, and in full compliance with 

FRA regulations This policy will become effeaive on Day 1, and will be posted at nujor 

facililies, terminals and on safety bulletin boards across the SAAs, 

Employees alleging violations of the policy may report the incident to their 

immediate supervisor, who will then undertake a review of the artion, advising the employee in 

writing ofthe results ofthe review. If an employee has reasonable cause to believe he or she has 

been intimidated or harassed by a supervisor, the employee will have available to him/her a 

procedure under which his/her concems can be brought dirertly to the attention ofthe Senior 

Safety Officer In appropriate circumstances, the complaint and investigation wUl be treai-d as 
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confidential The CSAO policy will strictly prohibit retaliation against any employee who reports 

a suspected violation 

XI. COMPUTER SYSTEMS COMPATIBILITY. 

In order to determine the computer systems that will be required to operate the 

CSAO, NS and CSX carefully analyzed tb̂> business needs of the new organization, particularly 

with respect to operating department systems In identifying the CSAO's business requirements, it 

became apparent that modifications would be required to use eilher the CSX or NS systems for 

the CSAO Given the need for such modifications to existing systems to adapt them for CSAO's 

use, a decision was made jointiy by NS and CSX to explore whether the provision ofthe 

necessaty' modifications by a third-party provider would best serve the CSAO's needs. 

NS and CSX are cunently evaluating proposals from several prospeaive vendors 

Until the lime lhat any new or modified sysiem is ready for implementation, the CSAO wUl 

continue lo operate using the existing Conrail system Implementation of a new or modified 

system will take place only after all required training and testing have been completed Given the 

relatively limited geographic areas in which ths CSAO will condua operations, implementation 

can probably be accomplished in one phase. 

XO. TRANSrnON IMPLEMENTATION PLANNING FOR THE SAAs. 

NS and CSX have approached their analyses of safety issues in the Shared Assets 

Areas in a deliberate and coUaborative manner calculated to insure that the planning teams have 

ample information, opportunity and incentive to develop the most comprehensive safety 

implementation plans possible. The hallmark of this effort has been coordination and 

collaboration Both companies have assigned experienced, high-ranking officials to spearhead the 

process: for CSX, the company's Vice President-Operations Support has been designated the 
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head ofa team that includes representatives from the railroad's Operations Support, 

Transportalion, Mechanical and Safety and Environmental Departments For NS, its Vice 

President-Transportation & Mechanical heads up a simUarly experienced team that includes, 

among others, the General Manager-Staff and the Assistant Vice President-Safety and 

Environmental Proteaion, 

Both the NS and CSX leams have been supported by hterally dozens of other 

railroad employees wiih specialized knowledge of the many areas of significance to the SIP 

process. Those employees have spent hundreds of hours on the ground in the SAAs (often with 

their Conrail counterparts) in order to understand the namre of existing operations and praaices 

in these areas Much of that knowledge has, in turn, been shared both -with the other members of 

the individual employee's "home" railroad and with their counterparts on the other acquiring line 

(i g„ NS or CSX), all in an effort to make certain that the implementation planning process is 

subject to as complete and thorough an analysis of existing operations, and potential solutions, as 

possible. 

This process will continue unabated up to and beyond the date of artual 

consummation of the consolidation transartion, NS, CSX and Conrail recognize that maintaining 

the highest possible level of safety in the SAAs is critically important, and all three companies are 

committed to that goal While many of the present prartices and procedures of Conrail will be 

adopted by the CSAO on Day 1, the companies are committed to working with the CSAO 

General Manager and his staff over time to identify the "best prartices" ofeach ofthe three 

raUroads and to adapt those practices as appropriate to CSAO operations. 
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APPENDIX A 

SUMMARY OF CURRENT CONRAIL CRAFT TRAINING 

L TRAIN AND ENGINE SERVICE TRAINING. 

ConraU utilizes the services of the Academy of Industrial Training (AIT), an 

outside vendor, to provide new-hire training for train service employees and certain Mechanical 

Department employees (Carmen, Machinists and Electricians). AIT is located outside 

Philadelphia, on a property lhat includes ample space for classrooms, models, and rail spurs 

featuring actual locomotive and freight car equipment Prospective Conrail employees must 

successfully complete initial training at AIT before being considered for employment by Conrail. 

During this initial phase of training, trainees are paid by AIT and are covered under Workman's 

Compensation. 

Training provid ;d by AIT is thorough entty-level training. The train service 

training i."; three weeks long and covers basic safety practices, operating mles and signals If a 

participant successfiilly completes this training and is hired by Conrail, he/she continues training 

on-the-job at his/her designated work location After trainees have successfiilly completed 

approximately three weeks of on-the-job training, they are promoted to Trainman, Promotion to 

Conductor requires passing a locally-administered Conductor examination, A similar anangement 

is in place for Mechanical Department employees, with initial AIT traimng of eight weeks for 

Carmen and 10 w eeks for Machinists and Electricians, followed by on-the-job training if selected 

to be a Conrail employee 

Conrail also operates an in-house Transportation Training Center at Conway Yard 

(near Pittsburgh, PA), which includes several classrooms equipped for ttaditional training In 

addition, a TracNet (CBT) Center is located in this building The center is equipped with a DSL-

made, non-motion Locomotive Simulator lhat was installed in 1989, While the center is able to 



provide a variety of transportation-related training aaivities. Locomotive Engineer Training 

(LET) is by far the major activity at Conway 

Conrail's LET program consists of six weeks of classroom instmction foUowed by 

approximately 14 months of on-the-job training Each student receives from four to ten hours of 

simulator training (as required) during the classroom phase of training. The Transportation 

Training Center is also used to re-certify Conrail Roadway Foremen of Engines, Other training 

programs offered at this location include a two-day Supervisor of Locomotive Engineer program, 

a three-week New Hire Trainman Program (used where AIT caimot accommodate Conrail 

training requirements), a one-day Ar Brake Training Class fnr Maintenance-of-Way ("MOW") 

Equipment Operators, a three-day Discipline Procedures Program for non-agreement employees, 

and occasional Conductor promotional classes, 

n. ROADWAY AND BRIDGE WORKER TRAINING. 

MOW Training al Coruail is conducted primarily by two employees who travel the 

Conrail sysiem providing training to MOW/B&B employees Classes are held at local hotels, with 

field trips lo rail localions as appropriate Conrail cunentiy offers the following training for 

MOW, and, where appropriate, B&B employees: 

Roadway Worker Protertion training, 

A four-day Introduaion to Track Maintenance class for new hires. 

A two-week Track Maintenance Workshop for foremen. 

Operating Rules training (including hazardous materials handling). 

A five-day Track Inspeaion class for track inspertors and foremen, 

A three-day class for track inspeaors (topics covered change annually). 
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• A two-day track inspection seminar for shippers/customers having their 

own rail operations 

in. TRAINING FOR MOTFVE POWER AN 3 EQUIPMENT PERSONNEL. 

Conrail operates two primaty mechanical training facilities — one at Elkhart, IN, 

and the other at HoUidaysburg, PA,. 

The Elkhart facility has been in operation since 1993, and focuses on air brake and 

welding training for both agreement and non-agreement employees. The main classroom at 

Elkhart has a capacity of 20 students, is equipped for video projeaion and features a ten-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 use as well as empty'/loaded 

equipment 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 that can seat about 12 

students for traditional training It also houses the Elkhart TracNet Center, one of many CBT 

training facilities Conrail has implemented system-wide Immediately outside the classrooms are a 

tmck tear-down staiion a coupler tear-down station and draft gear, cushion unil and brake 

rigging models An adjacenl track provides an area lo spot up to 12 cars for practicing initial 

terminal inspection and repair. 

The Elkhart facility also includes a welding training station that can accommodate 

four trainees. Each booth has its owm power supply, work bench, tool crib and welding fiime 

extraaion fan. The facility is equipped to perform bend/sttess tests and can train on "stick," wire 

and flux core equipment. The welding cenler.offers 40.rhour courses in S.M.AW., G M.AW., 

F C A W and G T A.W processes as well as qualifications in AS.M.E. pipe welding procedures 

A-3 



and oxy-acelylene/plasma-buming procedures. Qualification tests in unlimited thickness are given 

to comply with AWS D 15 1 standards Conrail has certified welding inspeaors and trainers and 

is a voting member on the AWS D. 15.1 committee. 

Classes offered include an 8-hour Initial Terminal Test course, an 8-hour Repair 

Track Test course, a 20-hour Supervisor Seminar and a 40-hour Ar Brake Course. In addition, 

Elkhart provides Ar Brake Training classes for AAR and FRA field inspertors. While not 

cunently doing so, the Elkhart facility is equipped to provide complete training for new-hire 

Freight Car Repairers When not in use during training courses, the Elkhart Ar Brake Simulator 

is often used as an analytical tool to identify causes of air brake-related train delays and incidents, 

ConraU's second primaty mechanical training facility is at its HoUidaysburg shops 

The training facilities at HoUidaysburg include two classrooms equipped for traditional instmaion 

and a lO-boolh welding training facUity HoUidaysburg has an air brake simulator similar to the 

one at Elkhart, and is generally equipped to provide the same training programs (although there is 

no TracNet Cenler at HoUidaysburg), HoUidaysburg is capable of providing the same classes 

taught at Elkhart and is also equipped lo provide new-hire Carmen training. 

In a smaller Mechanical training facility, consisting ofa recently renovated 

conference room located in the Roundhouse, Machinist and Electrician training is delivered on 

each of three shifts, 

IV. DISPATCHER TRAINING. 

Conrail's Dispatcher Training consists of both classroom and on-the-job artivities. 

Trainees begin their training with two weeks of classroom training usuaUy condurted at Canton, 

OH, This is followed by one week of field training actuaUy riding trains, foUowed by one week of 

dispatching simulation and operating mles review in Dearbom, MI, Trainees are then assigned 
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four weeks of on-the-job training, after which they retum to Canton for review and training in 

hazardous materials Trainees then retum to their divisions and continue on-the-job training until 

qualified by local officers. 

V. SIGNAL TRAINTNG. 

Conrail's Signal Repair and Training facility is localed at Buckeye Yard in 

Columbus, OH The signal training building houses s'veral medium-size classrooms A wide 

anay of models is available in the classroom building lo support training on various types of signal 

systems. New signal employees attend four nine-day training sessions within the first two years of 

employment 

Outside oflhe classroom building is a large signal park featuring operational 

examples ofa variety of signal and crossing appliances In addition to standard signal and 

crossing device 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, 

Tesiing of equipment for intemal Conrail analysis as weU as various equipment vendors is also 

conducted at this facUity, 

VI. HAZARDOUS MATERIALS TRAINING. 

General hazardous malerials training is conducted for all Transportation and 

Engineering Department employees, as part of their annual operating mles training. Employees 

whose positions so require attend annual hazardous materials update training Depending on the 

nature ô  ihe work the employee will be doing, a range of job-specific ttaining events are 

available Some ofthis specific training is done by dedicated training personnel, but most is done 

by field supervisors or specific hazardous materials teams who have been ttained in insti-uctional 

techniques, 
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vn. ANNUAL OPERATING RULES TRAINING. 

Al operating department crafts (other than Mechanical Department employees) 

participate annually in an eight-hour operaiing mles class. 
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EB 

SURFACE TRANSPORTATION BOARD 

STB Finance Docket No 33388 

CSX CORPORATION AND CSX TRANSPORTATION. INC., 
NORFOLK SOUTHERN CORPORATION A.̂ D NORFOLK 

SOUTHERN RAILWAY COMPANY—CONTROL AND 
OPERATING LEASES/AGREEMENTS—CONRAIL, INC 

AND CONSOLIDATED RAIL CORPORA n̂ON 

Decision No. 52 

Decided: November 3, 1997 

As reqi ested by the United Stales Dq>anment of Transportation (DOT) in its filing on 

October 21,1997, m this proceeding (DOT-3) al pages 4-6, we have decided to require 

Apphcants' to prepx e Safety Integration Plans (SIPs) that the concems set forth in the 

verified statement of Edward R English mciuded with DOTs subnuraon. That verified 

statement and Apphcants' SIPs will be made a part of the environmental record and dealt with 

through the environmental review process This is consistent with the Board's practice of 

treatmg salety maners m its environmental review of the proposals that come before it We 

anticipate that DOT, as well as ot'.ier mterested parties, will analyze the Apphcants' SIPs and give 

us the benefit of their views on the adequacy of Apphcants' plans. 

Specifically, we will xquire Apphcants to file these SIPs with the Board 30 days from 

the date of service of this de<.Tsion, These SIPs will be incorporated as a separate section of the 

Draft EnvironmentaJ Impact Statement (EIS) to facilitate participation by commenters desirmg to 

address only the adequacy of Apphcants' SIPs, To accommodate mclusion ofthis matenal m the 

Draft EIS, and because of the late re^^eipt of mformation necessary to prepare a sufficiently 

complete Draft EIS (e.g., receipt of the 'Inata and Supplemental Environmental Report 

approximately 9 weeks after the fihi.g of the Apphcation and Environmental Report), service of 

' CSX Corporat.on (CSXC) and CSX Transportation, Inc. (CSXT) are referred to 
collectively as CSX Norfolk Southem Corporation (NSC) and Norfolk Southem Railway 
Company (NSR) are referred to collectively as NS. Comail Inc. (CRI) and ConsoUdated Rail 
CorporaLon (CRC) ar, referred to collectively as Conrail. CSX, NS. and Conrail are referred to 
collectively as Apphc.ints 



the Draft EIS, which bad been scheduled for November, will not ocoir until the latter pan of 

December. Tbe 45 day period for coinmem on the Draft EIS will coimnence tipon the service of 

the Draft EIS. Wc anticipate that the comment period will end in eariy February. Given the 

additional time required to issue the Draft EIS with the SEPs, we must extend the time 

accor.- :agly for our Section of Envuonmental Analysis (SEA) to complete the EIS process and to 

ensure that the Board has adequate time to consider ftilly the envnonmental recottl in arnvmg at 

Its decision m this proceedmg. As a result, the Final EIS, which had been scheduled for service 

m early April 1998, will now be served m May of 1998. 

These changes, m turn, will requne the foUowmg modifications to our overall schedule 

for processmg the appUcations as set forth m Decision Nos, 6 and 12 in this proceeding.̂  Oral 

argument will now be held on June 4, 1998. to be foUowed by a voting conference on June 8, 

1998. Our final wntten decision will be served on Thursday, July 23, 1998. The remamder of 

the current procedural schedule, includmg the date for fihng tiie parties' briefe will not be 

affected. 

Wv. recognize that our decision today results in extending the previously established 

schedule by 45 days However, we have concluded that this delay is necessary to penmt us to 

give safety concems full consideration as warranted by this proceeding. 

This action will not significantiy affect either the quahty ofthe human environment or the 

conservation of energy resources. 

It is QriCTBi: 

1 Apphcants CSX and NS, and Conrail. to the extent it will be responsible for operation 

m the Shared Assets Areas, shall file Safety Integration Plans m confonnity with the request of 

the Umted Sutes Department of Transponation in DOT-3 in this ptoceedmg, as more 

' Served on May 30.1997, and on July 23,1997, teqjectively. 
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specifically detailed in the verified statemem of Edward R. English, within 30 days ofthe date of 

service of this mder. 

2, Responses to Apphcants' SIPs shall be made . comments to the Draft EIS, which will 

be served by tiie end of tiie year. Comments on the Draft EIS will be due 45 days from tiic date 

of service of that document 

3. Oral Argument will be held on June 4,1998, 

4. The Board will hold a voting conference on June 8,1998. 

5, The final written decision will be served on July 23, 1998. 

By the Board, Chairman Morgan and Vice Chairman Owen. 

Vemon A. Wilhams 

Secretary 
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DOT.3 

Before the 

Surface Transportation Board 

Washington, D.C. 

CSX Corporation and CSX Transportation, Inc., ) 

Norfolk Southem Corporation and Norfolk ) 

Southem Railway Company - Control and ) Finance Docket No. 33388 

Operating Leases/Agreements — Conrail, Inc. ) 

and Consolidated Rail Corporation ) 

) 

Preliminary Comments of the 
United States Department of Transportation 

Introduction 

On June 23,1997, CSX Corporation ("CSXC"). CSX Transportation, Inc. 

("CSXT"), Norfolk Soutiiem Corporation ("TNJSC"), Norfolk Soutiiem Railway 

Company ("NSR"), Conrail, Inc. ("CRR"), and Consolidated Rail Corporation 

("CRC") (collectively, "Applicants"), ^ filed an application with the Surface 

Transportation Board ("STB" or "Board") seeking approval and authorization 

under 49 U.S.C. §§ 113231-25 for: (1) the acquisition by CSX and NS of conb-ol of 

Conrail, and (2) the division of the assets of Coruail between CSX and NS. The 

Board found the application in substantial compliance with applicable rules and 

accepted it for consideration. Decision No. 12, served July 23,1997. 

^ / The abbreviations n.sed herein are consistent with those adopted by the Board. Hence, CSXC 
and CSXT, and their wholly-ovmed subsidiaries, are referred to coUectively as "CSX." NSC and 
NSR, and their wholly-owned subsidiaries, are referred to collectively as "NS." CRR and CRC, 
and their wholly-owned subsidiaries, are referred to collectively cis "ConraiL" Decision No. 12, 
served July 23,1997, at note 2. 



By Decision No. 6, served May 30,1997, tiie STB concluded that tfie 

National Environmental Policy Act ("NEPA") requires preparation of an 

environmental impact statement ("EIS") to enable it to identify and assess the 

likely environmental consequences of this transaction. Those potential 

consequences encompass safety (e.g., increased risk of grade crossing accidents, 

integration of different rail operations and prcxredures) air quality, rail passenger 

operations (intercity and commuter), and community impacts (arising from 

increases in train tiaffic). Notice of Final Scope of EIS, served October 1,1997. 2 

By Decision No. 6 the Board also established a procedural schedule for 

this proceeding that encompasses 350 days from submission of the application to 

service of the Board's final decision. That Decision also calls for the United States 

Department of Transportation ("EXDT" or "Department") to subnut its preliminary 

comments on the proposed transaction by October 21,1997. 

The role of the Department in this proceeding is ultimately grounded both 

in the statutory provisions that govem this -ansaction, 49 U.S.C. §§ 11323-24, 

and in DOT's statutory responsibilities as tiie Executive Department of the 

United States established by Congress "to provide general leadership in 

iden^tyong and solving transportation problems," to the end that the Secretary of 

Transportation "shall pro'vide leadership in the development of transportation 

policies and programs." ^ Pursuant to these provisions and the Board's prior 

orders, we hereby subnut our preliminary comments on the proposed 

transacticn. 

Preliminary Comments 

Through this transaction the two largest raihoads in the Eastem Uruted 
States, CSX and NS, would gain control over and divide the asseis of the third 
largest, Conrail. CSX operates approximately 18,500 route miles and almost 
32,000 track miles of railroad in 20 states east of the Mississippi River and in 
Canada. CSX has principal routes to virtually every major metropolitan area in 
the Midwest and Eastem United States: between Chicago, St. Louis, Memphis, 
and New Oleans on the one hand, and Miami, Norfolk, Washington, D.C, and 

2 / A draft EIS is now scheduled to be issued in November, 1997. 

3/ 49 U.S.C. §§ 101(b)(5) and 301(2), respectively. 



Philadelphia on the other. 

NS operates more than 14,000 route miles and 25,000 track nules of 
railroad, also in 20 states east of the Mississippi and in Canada. NS has routes to 
virtually ever>' major market from Kansas City' and Chicago in tfie Liid west, to 
New Orleans in the South, to Norfolk in the East, and to Buffalo in the No-.-th. 
Both CSX and NS also serve the major metropolitan areas of Atlanta, Detroit, 
Cincinnati, Louisville, Kentucky, Jacksonville, Florida, and Charlotte, North 
Carolina. Both interchange traffic with other railroads at these and numerous 
other locations throughout their systems. 

Conrail operates approximately 10300 miles of fa-ack in tfte Northeast and 
Midwest. Its primary network forms an "X' connecting Chicago and East St. 
Louis in tiie West witfi Boston, New York, Philadelphia, Baltimore, and 
Washington, D.C. in tfie East. The lines of tfie "X" intersect in the vidmty of 
Cleveland, Ohio. Conrail also serves Pittsburgh, IndianapoUs, Detroit, 
Cincinnati, and Montreal, Canada. 

CSX and NS ultimately agreed jointiy to purchase Coru^ coimnon stock 
for more than $10 billion in cash. This amount, and most of Conrail's assets, will 
be divided between NS and CSX on a 58% - 42% revenue basis, respectively. The 
remamder of Conrail's physical assets - track, rolling stock, yards, etc. - are 
largely contained in tfu-ee so-called "Shared Asset Areas" in Detroit, Northem 
New Jersey, and Soutfiem New Jersey/Philadelphia. Both CSX and NS will 
provide service to shippers in these areas via their own trains, crews, and 
equipment; each wili set its own rates and service offerings independentiy. 
CSX/NS-18 at 45-46. ^ Maintenance and dispatching in these areas will be 
imdertaken by a jointly-owned successor to Conrail. 

The Applicants contend that the proposed transaction is in the public 
interest and should be approved. It will enhance intramodal competition, in 
their view, because it will introduce service by botfi CSX and NS into areas in 
which Conrail has effectively enjoyed a monopoly, and because it will extend 
single line service to more shippers. The Applicants also urge that approval of 
the transaction will intensify intermodal competition because the resulting 
improved rail service will in their -view divert much traffic now hauled by motor 
carriers. By removing large mmibers of trucks from the highways, particularly 

* / There are also other areas in which Coimiil assets will be shared by NS and CSX. M- at 49-54. 



the heavily traveled 1-95 corridor, this transaction will also increase safety and 
improve air quality as well. Finally, the Applicants aver that the transaction will 
produce significant savings through improved integration of facilities and better 
utilization of equipment. They submit that quantifiable public benefits amount 
to nearly $1 billion armually. Statements from many shippers, receivers, and 
States and various public bodies in support of this proposal have been filed. 

The Department is not taking a position on the merits of the application at 
this time. Neither does EXDT take a position at this time as to whether relief 
would ue required in the public interest as a condition to any approval bv the 
Board. However, it is clear that the proposed transaction raises fvmdaraental 
issues conceming the rail industry in the Uruted States. These include the 
transaction's impact on competition, on communities likely to be subject to the 
passage of many more trains, on passenger rail operations, on the Applicants' 
employees, and on the financial prospects of NS and CSX (and therefore of rail 
service in the East). As discussed below, wt aiso believe that, given the scope of 
this acquisition and the recent difficulties experienced by large Class I rail 
carriers in trying to integrate mergers of their own, there are fundamental safety 
issues that arise from the pending transaction and that need to be addressed. 

The Department considers it essential for the Board to develop a complete 
evidentiary record and to consider the full impacts of the proposal. We intend to 
participate in these proceedings to that end. DOT anticipates submitting its 
views on the merits of the transaction in its brief, which is due February 23,1998. 

The Transaction's Potential Effect on Safety 
In the Department's view, the most important issue raised by the pending 

transaction is its potential effect on safety. We have leamed from the UP/SP and 
BN/SF mergers ^ that the integration of two major Class I railroads into one even 
larger carrier presents significant challenges in a great m«my cireas: hjumonizing 
information systems, coordinating marketing, training dispatchers, modifying 
operational practices and procedures, implementing personnel policies and 
bargaining agreements, and so forth. It is also necessary that these challenges be 
met in a maimer that ensures continued safety. 

'/ Respectively, ICC Finance Docket Nos. 32670 and 32549. 



To integrate the many elements of such independent entities into a single 
railroad, particularly during the integration process itself, is difficult under the 
best of circumstances. Where, as here, two very large and very different rail 
carriers seek to divide and absorb part of a third, and to share the remainder of 
the third in some of the most heavily populated and industrialized portions of 
the country, ^ that difficulty can only be magnified. In that context, the necessity 
for an overriding commitment to safety is intensified. 

The Department, through the Federal Railroad Administration ('TRA"), is 
the federal agency with plenary authority over the safety of the railroad industry. 
See generally 49 U.S.C. §§ 20101-53. We have carehilly reviewed tfie application in 
an attempt to detem;uie the specific, steps to be taken by CSX, NS, and Conrail in 
order to maintain safe operations during their anticipated but unprecedented 
integration. To date there is bttle to provide such assurance. 

Moreover, FRA ha.':, investigated recent serious incidents on CSX and 
completed a compreherisive safety audit of the carrier, thereby obtaining a 
detailed understanding of its safet}' status.FRA has also assessed recent 
acddents and incidents on the Uruon Pacific and Burlington Northem Santa Fe 
railroads, as they seek to integrate ith their recent merger partners. These 
efforts have yielded e\'idence of regulatory shortcomings and threats to safety 
from num«:rous quarters. 

As a result of these reviews, DOT is compelled to raise safety as an issue 
here. Therefore, although the subject of rail safety is and remains prinapally the 
statutory charge of DOT and the FRA, supra, we believe that, in the context of a 
proposal cf this magnitude, evidence and comments should be invited on the 
following issue: 

1. Whether implementation of the transaction would have an adverse 
effect on rail safety. 

Accordingly, submitted herewith is the verified statement of Edward R. 
English, the Director of FRA's Office of Safety Assurance and Compliance. 

^/ By Decision No. 44, served October 15,1997, the Board ordered the Applicants to supply more 
detailed information on their intended operations in the Northem New Jersey Shared Asset Area. 

''/ This is called a Safety Assurance and Compliance Program ("SACP") re-view. 



DOT-4. Mr. English's statement expresses the Department's growing concem 
that the ever larger size and complexity of major Class I railroads, and thus of 
consolidations invoK-ing such carriers, pose a risk to safety in the absence of very 
careful and detailed implementation planning. More specifically, Mr. English 
recounts (1) accidents and other evidence of safety problems arising from the 
recent UP/SP and BN/SF mergers, (2) deficiencies found in a just-completed 
safety audit of CSX, and (3) the lack of specific information in the pending 
application that addresses the precise manner in which the Applicants propose to 
maintain rail safety while integrating their operations following any approval. 
Mr English concludes that it is ui the public interest that the Applicants address 
this subject in a much more detailed wty. 

The Applicants themselves appreciate that this is critical. Both CSX and 
NS have already conunitted to working; with FRA to prepare detailed plar.s that 
will giude the integration of their respective portions of the Conrail system and 
the Shared Asset Areas. The Department is also actively considering addressing 
the subject of safety implementation/integration plans in the context of rail 
consolidations in a rulemaking proceeding. However, addressing these matters 
in the context of the pending proceeding as well, will facilitate a thorough and 
timely airing in a manner that furthers the public's paramount interest in safe 
and dependable rail operations throughout our nation. 

Additional Major Issues 

The Department submits that the following major issues also warrant 
consideration by the Board: 

2. Whether the transaction will significantiy reduce competition 
(including intramodal, intermodal, product and geographic), as 
reflected in the transportation rates and services likely to be 
available to the shipping public after the acquisition. 

3. If the transaction would significantiy reduce competition, whether 
the anticompetitive effects can be eliminated or mitigated through 
conditions on the tiansaction. 

4. If the transaction would significantiy reduce competition, whether 
this loss would be offset by transportation benefits to the shipping 
public. 



5. If the transaction would significantly reduce competition, whether 
the public benefits could still be secured by less anticompetitive 
measures. 

6. Whether the transaction would result in a loss of essential services 
now provided to communities. 

7. Whether the transaction would have adverse effects on raU 
passenger service, both inter-city and commuter. 

8. If the transaction would have adverse effecrts on rail passenger 
service, whether these effects can be eliminated or mitigated 
through conditions on the transaction. 

9. Whether the transaction would have adverse environmental 
impacts on communities 

10. If the trmsaction would have adverse environmental impacts on 
communities, whether these effects can be eliminated or mitigated 
througl. conditions on the transaction. 

11. The effect of the transaction on the merging carriers' employees. 

12. Whether the merger would lead to a railroad industry structure 
that would adversely affect the adequacy of b-ansportation 
available to the public and/or the development and maintenance of 
a sound rail transportation system in the United States. 

Conclusion 

The Department appreciates this opportunity to participate in a decision 
of pivotal significance to the nation's rail industry and the general public. We 
look forward to contributing to a sound final decision. 

Respectfully subnutted. 

ROSALIND A. KNAPP 
Deputy General Counsel 
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A) INTRODUCTION 

My name is Edward R. English, and my position at the Federal Raihoad Administiation (FRA) is 
that of Director of tiie Office of Safety Assurance & CompUance. In tiiis capacity I am 
responsible for carrying out FRA's safety regulatoty enforcement, accident investigation and 
field operations programs. These programs cover the five broad discipUnes of Operating 
Practices, Track and Stmctures, Signal and Train ContixiL Hazardous Materials and Motive 
Power and Equipment. 

Between 1960 and 19721 was employed by tiie Engineering Department of tiie New York 
Central RaihDad, and later the Penn Cential Transportation Company. During tiiat time I held 
various positions, including Division Engineer in charge of planning, programming and 
implementation of all maintenance and constmction activities in an area tiiat covered the State of 
Michigan and portions of Ohio, Indiana and Illinois. 

I began my employment witii tiie Federal Raihoad Administration in 1972 as a field supervisor 
responsible for regional enforcement activities pertaining to track and stmctures. In 1975 I 
accepted a position in FRA headquarters witii nation-wide responsibihties for railroad tiack and 
stmctiu .̂ In 1983 my duties were expanded to include all enforcement programs in the areas of 
track, signals, and motive power and equipment until my promotion to my present position in 
1989. 

My responsibilities include tiie supervision of all personnel in tiie Office of Safety Assurance and 
CompUance and Uaison responsibihties witii FRA's eight regions and tiieir respective speciaUsts 
and inspectors. Recent project/program respcnsibiUties for the Office of Safety Assuiance and 
CompUance have included: 

1. Locomotive Crashwortiiiness and Ĉ ab Woricing Conditions (Report to Congress) 
2. Raihoad Communications and Train Contitil (Report to Congress) 
3. High Speed Rail Standards (Florida Overland Express) 
4. Roadway Mainienance Woricer Protection Regulation 
5. Amtrak RoadRailer safety studies 
6. Steam Locomotive Inspection Regulations 
7. Track Safety Standards Revisions 
8. Assessment of Raikoad Bridge Safety and Related Regulations 
9. Two-Way, End-of-Train (EOT) Regulation 
10. Coordination/Participation in Railroad Safety Audits and Safety Assurance and 

CompUance Program (SACP), including recent SACP oversight activities at Union 
Pacific, Wisconsin Central, CSX, among others. 



B) SAFETY ISSUES MUST BE CONSIDERED IN THE CONTEXT OF TfflS 
PROPOSED ACQUISITION 

1) Recent Mergers 

Filings by interested parties before the Surface Transportation Board (STB) and its predecessor, 
the Interstate Commerce Commission (ICC), have not generally addiressed issues of safety. That 
is understandable, in no small part because FRA has plenaty authority over safety in the raihoad 
industty. However, the scope of rail mergers among, and acquisitions by. Class I railroads has 
changed dramatically in ways lhat present serious safety issues. As these carriers, and the 
consolidations in which they are involved, become larger and more complex, maintaining safe 
operations becomes more of a challenge. FRA has always been prepared to exercise its 
underlying authority in such circumstances T insure that the raihoads involved meet the 
challenge. My statement cUscusses some instances of recent FRA action in this regard. We think 
lhal the proposed transaction presents a similar situation. 

In the last four months alone, the njwly merged Union Pacific (UP/SP') has experienced three 
fatal train colhsions that resulted in five employee fataUties and several employee injuries. Thus 
far in 1997, UP/SP has experienced nine employee fataUties, more than twice the number in aU 
of 1996. It has also experienced two other serious, non-fatal colUsions during that same period. 
FRA has concluded that these occurrences, and many less visible safety problems, are directiy 
related to inadequate safety planning by the acquiring railroad to implement the transaction in a 
sufficientiy safe manner. The merged Burlington Northem Santa Fe (BNSF) has also had 
operational difficulties and serious accidents, some of which also appear to relate to inadequate 
safety planning in for implementation of the merger. FRA's conclusions concerning the BNSF 
merger are more tentative because the FRA's safety staff has not examined the BNSF merger as 
deeply as it has the merger between the fonner Union Pacific (UP) and the Southem Pacific (SP). 
In both cases, the sheer magnitude of the operations being integrated has produced a significant 
change in the cUfficulty of implementing the transaction in a safe manner. The acquisition of 
Conrail (CR) by Norfolk Southem (NS) and CSX Transportation (CSX) introduces new and even 
more significant complexities, because, in addition to sheer size, the acquiring railroads are 
di-viding an operating railroad and creating a new type of entity, the Conrail Shared Assets 
Operation (CSAO), that presents a series of serious safety concems. It is clearly no longer 
sufficient to assume that the acquiring railroads will woric out ways to comply with Federal 
raihoad safety laws in their new configurations, or that the transition to those configurations wiU 
be smooth and acceptably safe. 

The merged UP/SP and the merged BNSF are railroads of enormous size and operational 
complexity. The Unes ofeach company cover virtuaUy the entire area of the United States west 
of the Mississippi River, and reach east to Clhicago. Hie merged UP/SP is the nation's largest 
raihoad. It has more than 36,000 miles of track and employs 53,000 staff. Pnor to their mergers, 
three of the four raihoad parties had relatively poor safety records (FRA reported accident rates. 

'Throughout this document I refer to the newly merged Union Pacific/Soudiem Pacific entity as UP/SP. 
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see Fig. 1 -1), with UP having ibe highest accident rate of any of the large raihoads for five ofthe 
lasl six years. Southem Pacific consistently had the second highest rate (except for 1995, when it 
led the industty in major accident rate). It is then, perhaps, no surprise that the merged company 
(UP/SP) has experienced safety probit is ahnost since the day of the merger. These problems 
have been aggravated by rapid traffic growth and shortages of both locomotives and the crews to 
operate them. This has led lo major dismption in UP/SP services to customers, overworked 
supervisors, overworked train and er.;i^e service persoimel and a severe shortage of qualified 
employees in Texas (Houston) and other UP/SP system locations. So, again, il mighl have been 
anticipated that the new company, faced with booming traffic and the challenge of operating 
service over more than 3,500 miles of trackage rights on competitor UP, would exhibit a 
relatively poor safety performance. 

The safety experience of BNSF and UP/SP since their recent mergers is summarized below. 

2) UP/SP Merger 

a) Incidents 
Since the merger of UP/SP was initiated, management decisions were made to 
reduce/consoUdaie forces and concentrate upon attaining the efficiencies and operatine savings 
identified in the parties' fiUngs to the STB. The pace at which this goal has been pursued in tiie 
implementation ofthe merger has led to operations characterized not only by major service 
cUsmptions, employee fatigue and low morale, but by a number of serious train incidents. Since 
Januaty of 1997 UP/SP has experienced nine fatalities of on duty employees, more than 
double the previous year. The deaths include five that resulted from collisions involving 
UP/SP trains during tiie pasl three months. These recent incidents include: 

• Devine, Texas (San Antomo), Jun j 2,1997: Head-on collision of two trains; Ukely cause 
was dispatcher error, two crew member fataUties; 

• Rossville, Kansas (Topeka), July 2 1997: Side collision involving train running through 
siding; possible cause was ixew fatigue; engineer fataUty; 

• Fort Wortii, Texas, August 21,1997: Runaway locomotives on grade colUded with 
mainUne train; two engineer fataUties. 

Two subsequent colUsions in Wyoming and CaUfornia, as noted below, fortunately did not 
result in loss of Ufe or serious injuiy, however they demonstrated a disturbing trend: 

• Shawnee Jcl., Wyoming, August 22,1997: UP/SP unit coal train struck the rear ofa 
standing BNSF coal ti-ain; UP/SP conductor and engineer injured; 

• Barstow, California, August 23,1997: UP/SP freight train strack the rear ofa standing 
BNSF freight train; derailed equipment stmck the side ofa passing UP/SP freight train-, 
UP/SP conductor was injured. 
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b) Conclusions From the Safety' Survey 
As a result of these incidents, FRA undertook a post-merger safety survey of tiie US/PS and has 
drawn several conclusions from tiie results oflhe safety survey. Some of these were used in the 
preparation of DOT's comments to tiie STB in UPSP Oversight, F.D.No. 32760 (Sub-No.21 )^ 
Some of those conclusions include the following: 

(1) Train Control Systems and Operating Practices 

The findings from the previously mentioned UP/SP incidents investigated by the FRA 
indicated a strong conelation between a lack of training on specific new mles and 
procedures that resulted from the merger wilh the potential for creating incidents. 
The following examples clearly mdicate that there was a fimdamental breakdown in 
the appUcation of sound railroad safety practices that, in most cases, can be directiy 
related to the pursuit of operational efficiencies anticipated from the merger, and a 
resultant safety culture that placed those efficiencies before safety in the day-to-day 
decision making process. FRA found that in virtually all management levels, 
supervisors perform a multitude of tasks that are not directly related to their 
supervisoty responsibihties. In many cases, these were tasks that were typically 
performed by administiative persormel whose jobs were eliminated as a result ofthe 
merger. The inabiUty of supervisors to momtor and evaluate the performance of those 
that they supervise conttibutes to a breakdown in the safety processes. For example: 

• FRA found that some officers do not have time to conduct meaningfiil operational 
tests, and as a result, some tests were not actually conduced. Consequently, die 
testmg program has become a numbers generating exercise that makes any 
evaluation ofthe level of an employee's understanding aid compUance with the 
operating rules impossible. An initial review of the tests conducted on the 250 
mile subdivision where the Devine, TX head on collision occurred indicate that 
virtually all ofthe tests were conducted at only three convenient locations along 
the line. This raises questions of adequacy of testing in temiS of added safety 
value. 

• During a night inspection, FRA inspectors observed a conductor report for duty at 
West Colton with a patch covering his left eye. The conductor said he received 
the eye injuty from swimming pool chemicals, and his personal physician was 
providing reatment. He said he did not report this injiuy to anyone at the 
raihoad. This conductor had aheady made one trip fhim Bakersfield to West 
Colton withoui any management person noticing him and was now woricing back 
lo Bakersfield in the same condition. FRA searched for a company officer to 
investigate this concern, but no one was available on the property. Employees 
know they can report for duty at West Colton, CA without being observed by a 

Railroad Control Application, submined by CSX and NS to the Surface Transportation Board, Finance 
Docket No. 33388,1997. 



manager. This is only one example, but this could also pertain to other conditions 
that would limit employee ability to gain supervisoty support in any number of 
areas, i.e., questions on mles and operating practices, etc. It also indicates a lack 
of supervision during evening hours. Although this is nol a violation of 
regulalions, it is believed tiiat the individual may have placed himself in an unsafe 
circumstance. 

SP train, engine, and yard crews are not allowed to make photocopies of posted 
General Orders (GO) and General Notices (GN). They must try to remember the 
mles changes, restrictions and changed practices contained in 72 GOs and 70 
GNs. On fonner UP trackage, crews can access a computer printer and print out a 
personal copy of GO and GN. It is FRA's judgement that crews cannot 
reasonably be expected to remember and comply with aU the directions issued in 
142 GOs and GNs without some form of reference material. When crews are 
overwhelmed by such information, they may overlook a critical safety rule change 
or directive or simply stop trying to "keep up" with those notices that they deem 
less than critical. Proper planning before the merger could have assured adequate 
famiUarity by managers with their districts. 

Tbe raihoad was unable to show records for '"manager" locomotive engineer 
famiUarization trips. Because ofthe congestion caused by the merger these 
managers have been called for service in any of four directions out of Houston, 
Avondaie, and San Antonio, without regard for quaUfication or famiUarization 
over the territoty on which they are called to operate. Several records indicated 
that the managers were perfonning service on one subdivision and making a 
quaUfying trip on another subdivision on the same calendar day. Either the record 
is falsified or the manager perfonned excess service, either of which violates the 
law. In most cases when managers do get the chance to famiUarize themselves 
with a new territoty, they only get one trip over districts as long as 250 iniles. 
Locomotive engineers operating in teiritories over which they have not become 
properly famiUarized are at a substantially increased risk of tiain-handling/human-
factor train incidents and are not legaUy quaUfied to perfonn their duties. 

For approximately 130 managers who perfonned covered services in the Houstc i 
area, the raihoad was able to produce only 40 pre-employment dmg testing 
records. Managers who had not previously pofonned this service, or who were 
out of the random dmg-testing pool, were subject to pre-employment dmg testing 
before performing covered services The railroad had not produced any evidence 
of managers selected for random testing while perfonning this service and, 
fintheimore, FRA was only able to inspect records for about one-half the 
managers who had perfonned this service. Uniform, consistent dmg testing 
programs insure the integrity of that segment ofthe transportation industty's woric 
force engaged in safety sensitive activities. Failure to conduct testing when 
required is a federal violation of law and may lead to unacceptable risk of 



personal mjuries, train wrecks, and/or other related incidents. Adequate pre­
merger planning would have assured compliance. 

One UP/SP crew reported finding a signal with an unfamiliar aspect and 
indication. Since they did not have the proper Timelable as a reference, they had 
to call the conti-ol operator and describe the signal location and aspect, and request 
giudance as to whal they were authorized lo do. However, when crews operate 
vety slowly through Houston because of uncertainty, they are criticized by 
managers for unnecessarily delaying trains. With proper planning, correct 
Timetables would have been provided and uncertainty, as well as risk, would have 
been reduced. 

FRA has received reports tiiat many UP and fonner SP engineers are sent out to 
operate Distributed Power Units (DPU) equipment before they have received any 
training. When they find the DPU equipment and call the Manager of Operating 
Practices (MOP) for help, tiiey are told tiiat if they do not want to operate the train 
the raihoad will send out another crew and they will be sent home. Crew 
Management System (CMS) has a Usting of all DPU quaUfied engineers, but does 
not accurately reflect who is qualified. 

(2) Training and Quahty Control at Central Dispatch Center 

FRA conducted a di.-patching audit the week of June 22,1997, at UP/SP's 
consohdated Hairiman dispatch Center in Omaha, Nebraska. Errors in the 
transmission and acknowledgment of messages were commonplace — almost 80% of 
the orders monitored contained one or more errors. The audit also found problems 
with the level of dispatcher experience and lack of training. Many of these issues 
may be related to die Chicago and Nortii Westem Transportation Co. (CNW) merger 
because some experienced dispatchers did not move lo Omaha, Nebraska, which 
made it necessary for the raihoad to hire replacements. Numerous procedural 
problems associated with We understanding and appUcation ofthe rules were noted 
during the assessment, sucl as operations against the current of traffic without the 
issuance ofa track movement autiiority. These problems could be directiy related to 
the hiring of replacements. Dispatching errors are vtTy dangerous because they may 
cause coIUsion between trains. Some exan l̂es foUow: 

• On sbc occasions, track warrants (instmctions transmitted by the dispatcher) were 
not repeated back to the dispatcher as issued. In one case the copying employee 
changed the direction ofthe ti^ain in his repeat. In another case, the employee read 
back the wrong "to" location identifying tiie location as a milepost when the 
cUspatcher issued it as a control point 

• On two occasions, employees did not read the pre-printed portions of the 
warrants. In one case an incorrect track warrant number was repeated on the same 
warrant that the crew failed to read back line specific instmctions (Line 15). The 



dispatcher caught tiiat the employee had left ofif the specific line (Line 15) but 
failed to catch tiiat the crew had read tiie wrong track wairant number. In one 
case the copying employee read back an incorrect track warrant numbe.- that the 
dispatcher caught. 

Chi two occasions the dispatcher omitted reading certain lines (both box 7's) that 
were prompted by the anti-conflict fimction ofthe CTWC computer. 

One case was noted where the dispatcher rearranged "trains prompted" on a 
specific line on the warrant (line 7) so they would be in the proper order on 
arrival. The software on box 7 does not allow the dispatcher to arrange the 
opposing trains in arrival order. If the dispatcher desires to eliminate the 
confiision of having the trains arrive out of order, he must read the warrant 
incorrectly. 

One case was noted where tiie dispatcher attempted to talk a train crew into taking 
a track warrant addressed to an engine that was in the consist, but not cleared for 
movement, in order to attempt to resolve a confUcting move issue. The crew 
refiised to take the mis-addressed wairant. 

Lack of identification of employees copying the warrants appears to be a systemic 
issue. Several times the identification of the copying employee consisted only of 
"go ahead dispatcher." Only maintenance of way employees give the name of the 
copying employee prior to the dispatcher issuing the wairant. 

On June 25, while FRA was present at the Hairiman Dispatching Center, the ttain 
dispatcher controlling the Kenosha Subdivision verbaUy issued authority to a 
northbound freight train to operate against the cuirent of traffic on the same track 
that a southbound METRA commuter train was operating. This potential incident 
was avoided because the signal system fimctioned as intended. 

On August 19, FRA was notified that trains are operating against the current of 
traffic on the Union Pacific Railroad's Milwaukee Subdivision between stations 
KO and Bryn Mawr under veibal authority. This issue is another example ofthe 
difference in the operating procedures on the merged railroad compames. For 
example, on the fonner CNW train dispatchers issued authority in writing, not 
veibally, as was the procedure on the Union Pacific. 

FRA found that in virtuaUy aU management levels supervisors perfonn a 
multitude of tasks that are not directly related to their supervisoty responsibihties. 
The inability of supervisors to monitor and evaluate the p>erfonnance of those they 
supervise contributes to a breakdown in safety processes. For example, FRA's 
review of the basic elements of their dispatcher's program found several areas of 
weakness in need of immediate correction to enable the railroad to improve its 



ability to detemiine the extent of compliance by its train dispatchers with 
operating mles, timetables, timetable special instmctions and train dispatcher 
mles. 

• Slate of Iowa Track Inspectors discovered several concems relative to train 
location line-ups on former CNW trackage through Iowa as issued by the UP/SP 
Harriman Center in Omaha. In response to these concems, FRA investigated this 
situation at the Hairiman Center in Omaha. The software in the UP/SP's 
Computer Aded Dispatcher (CAD) system was not properly programmed to 
accommodate unique north and south directions used on fonner CNW. This was 
causing some of the errors on train location Une-ups. 

(3) Train Inspection and Hazardous Materials Defects 

Since approval ofthe merger, FRA inspectors have documented continuing train 
inspection/hazardous materials oefect problems, particularly with trains received in 
interchange from Mexico. Inspections at Brownsville and Laredo, Texas have 
revealed defects relaled to insecure closures of rail tank cars (65 since late 1996). 
Approximately 86 various placarding defects have been noted with numerous billing 
infractions. While these problems existed at a reduced level prior to the merger, 
many ofthe personnel typically assigned to identify and correct these problems 
accepted buy-out offers from the SP. This reduction of personnel was fintber 
compounded by the failure to assign these duties to other personnel. Similarly, FRA 
has also found numerous instances wliere improper or missing documentation and/or 
labelling of hazardous materials shipments has occuned. In mid-June of this year 
FRA identified a number of BNSF trackage right trains operating fixim Houston and 
Longview, Texas across the Southem Pacific and two tiains operating each day fixim 
Houston to Memphis and Longview to Memphis with the physical make-vp of these 
trains not manifested at the BNSF/SP interchange at Pine Bluffy Aikansas. BNSF and 
UP/SP are currently working on this problem to eliminate the train consist mixups. 
These instances could pose problems for safe transportation of the shipment or foster 
improper procedures in case of an incident. Before there was any discussion of a 
merger with UP, SP routinely woriced to identify and coirect computer errors that 
resulted in billing and train consist problems. Just prior to the merger, however, SP 
required a complete cost justification for ail computer corrections. In many instances 
it appears that tiie corrective costs for regulatoty compUance were weighed against 
the probabiUty of FRA penalty costs and the railroad chose not to make the changes 
that would have ensured regulatoty compUance. To fiirther exaceibate the situation 
SP stopped making computer corrections when the merger was îproved in the beUef 
that it was better wait until afier the two railroads' computer systems had been 
merged before making any changes. These systems are stiU not merged, and until they 
are, the problems, and therefore the associated risks, continue. These problems could 
have been easily addressed in a comprehensive safety plan developed before the 
merger. 



(4) Hours-of-Service Utilizations of Train Crews 

FRA found evidence of ineffective utilization which can lead to crew fatigue, stress, a 
lowering of morale, violations of the Hours of Service law, and a reduced ability to 
comply with openting mles. Crews are working longer hours without getting time 
off. Cumulative fatigue can erode train and engine service employees' abiUty to 
perform their duties safely. When crews work erratic schedules for days on end, their 
ability to read and follow instmctions, identify and comply with signals, react 
appropriately in emergency simations, make safety-critical decisions and act on those 
decisions is affected. The result can be train incidents and employee fatalities. For 
example, the recent UP mergers (first, with the (Chicago North Westem Raihoad and, 
then, with the Southem Pacific Raihoad Co.) have caused substantial growing pains 
within the UP Crew Management System (CMS), by combining the operations of 
these raihoads into a centralized office m Omaha with a reduced woricforce. Railroad 
managemeni agrees lhat the CMS is presentiy short of personnel, yet they are offering 
voluntaty buy-outs to 40 experienced employees and preparing to hire 40 new 
employees apparently to save on persormel costs. As a result of these seemingly 
contradictoty actions, CMS does not have the management resources to handle calling 
aews, arrange for proper reUef personnel, calling vans, etc. Other consequences of 
this personnel issue are: 

• Crews arc being left on trains after the expiration of their Hours of Service limits. 
Sometimes in excess of two hours is spent awaiting the airival of crew vans or 
reUef crews. Crews nm out of service time under the Hours of Service Act 
^proximately 75% ofthe time. This severely constrains crew unavailabiUty and 
compounds rest and ftitigue issues. 

• The UP/SP has one Crew Balancer Position for its entire UP/SP system. Asa 
result of what appears to be fatigue due to excess woric, question l̂e management 
decisions are by the incumbent. Specifically, FRA noted numerous examples 
where train crews spend the majority of their time at an away-fitim-home tenninal 
which contributes to poor morale. Poor management of train crews results in 
inefficient train movements, thereby adding to the negative atmosphere. 

• Time wasted waiting on "dead head" transportation needlessly keeps crews away 
bom home, delays final release tie-ups, extends the period during which crews are 
not available for other service, and contributes substantially to manpower 
shortages. 

• Cumulative fatigue and wotlqnoce sttess is reported as a major concem for train 
and engine service crews. FRA observed examples where crews are off-duty at 
home terminals for 8 to 10 hours, yet away-from-home crews are off duty for 30 
to 48 hours. Crews report the only way to get a day off is to Ue about being sick. 
Morale is vety low among ti:ain crew members because they feel they are 
frequently mishandled when they must stop working on line under the Hours of 
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Service laws. It is not uncommon for crews to sit on a train for hours waiting for 
Iransportation to a tie-up point. Most crews report waiting 3 to 4 hours for 
deadhead transportation. One UP/SP crew from San Antonio worked 12 hours, 
then waited for a cartyall from 11:00 p.m. until 9:00 a.m. the next day, for a total 
of 22 hours. The crew was 10 miles from their home terminal, San Antonio. 

• When UP merged wilh SP, employees of each raihoad began operating over the 
lines of tiie other raihoad. There were some former SP terminals where UP 
Timetables were nol available to train crews. Also, the SP Timetable was out of 
print prior to the merger, and former UP aews called to operate tirains over former 
SP tiackage cUd so without Timetables or Timetable Special Insttuctions. 
Additionally, because the UP and SP computer systems were initially 
incompatible, former SP train aews could not obtain copies of UP General Orders 
and other instmctions and notices. 

FRA has presented all of its conclusions about UP/SP to the raihoad's management and expects 
the management to present a safety' action plan describing how each problem will be remedied. 
FRA will enforce the resultant safety action plan. 

3) BNSF Merger 

There are several FRA concems that have arisen in the context of the newly merged BNSF (now 
well inlo the second year of merger integration). I wiU briefly describe three of these safety 
concems that FRA beUeves are directiy related to, and/or have been aggravated by the merger as 
discussed below. 

a) Cajon Pass (Califomia) Derailments 
Shortiy after the BNSF merger in Februaty 1996, a westbound freight train derailed on the Cajon 
Pass due to loss of braking on a descending 3% grade. The incident resulted in fatal injuries to 
two of the CTew members, serious injuries to a third and the deraihnent of 45 of 49 cars and four 
locomotives. The National Transportation Safety Board detennined that the incident could have 
been avoided if the crew had made an emergency brake qjpUcation from the rear of the train. A 
similar deraihnent occurred on the same grade in December 1994. After the derailment, BNSF 
agreed to install two-way, end-of-train devices on all trains using the Cajon Pass. Although 
BNSF was one of the first of the major railroads to equip its trains with two-way end-of-train 
devices (EOT), pre-merger operating practices at BN did not ensure for coirect use ofthe 
equipment. In many cases the rear device could not communicate with the head-end device. 
This fact was never reported to top management for correction. In other instances the train crews 
failed lo use or activate the EOT equipment (because ofa lack of instmction/training). A 
properly prepared and implemented safety plan would have provided for avenues of 
communication that could have conected these conditions. 

b) Incompatible Electronic Data Systems 
Prior to the merger ofthe Burlington Northem Raihoad (BN) and the Santa Fe Railway (ATSF) 

11 



tiie BN used "YMS" and "Compass" programs as well as a system left over from a former 
merger called " FRISCO." However, tiie ATSF used a newer program called 'TSS" 
(Transportation Support System). The railroads were able to exchange electtonic data with each 
other because each had specific interchange points and treated each other's information as 
foreign line dala The BNSF initially began changing to the TSS system in November 1996, but 
it soon became evident that TSS was incapable of managing an operation oi'the magnitude of 
the BNSF. Also, the BNSF redesignated many of its terminal and operations to use only one of 
the previous systems (i.e. Chicago used COMPASS, Kansas City used TSS, etc.). This resulted 
in a systemic problem which impacted safety as follows: 

• Computer-generated train Usis were often incorrect, incomplete or both. A reUance 
appears to be placed on Aulom,_tic Equipment Identifiers (AEI) readers to verify train 
placement of hazardous materials cars and effect corrections in the documentation. 
These units have demonstrated a propensity to go offline unexpect^y, give 
inaccurate car counts due to a variety of circumstances, and if the person entering the 
power consist into the system enters an incorrect locomotive number, it can cause the 
reader to fail to recognize the train at all. 

• Train documents for westbound train movements originating in Chicago and moving 
over fonner BN trackage were being generated by the ATSF TSS Software. Often 
when a new train Ust was printed at subsequent terminals, the previous set-outs were 
still included. This aeated confiision and Umited the value of the document in 
identifying hazardous materials in an emergency situation. 

• Train Usts were often reversed when printed by the present system. This is most 
prevalent in locations with North/South Yards where employees often were not aware 
of a requirement to "set" the direction ofa train properly for EastWest movements. 

• Often when an AEI reader detected an eiror in train placement, the train Ust was 
corrected in the computer, however there was no procedure in place to ensure the 
train crew's Ust was updated as weU. Although a screen identified train consists with 
incorrect train placement of hazardous materials, that fimction was in the Netwoik 
Operations Center (NOC) and train crews reported Uttfe or no effort to notify them of 
needed corrections. 

• Inbound crews check consists for outbound crews using the inbound Ust, so if the 
outbound Ust was incorrect, there was no system to warn the ti-ain crew ofthe error. 

A "new" TSS was placed in service throughout the BNSF system on July 4, 1997. Based on 
FRA's initial observations, this new system has eliminated these problems. FRA will continue to 
morutor progress. 

c) Lack of Coordination between the SOC and NOC 
Prior to the merger the ATSF had consohdated their train dispatching and other operational 
fimctions in the System Operations Center (SCK3) in Schaumbuig, IL, while the BN had just 
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completed a similar consolidation at the NOC m Fort Worth, TX. Procedures were not put in 
place at the time of the merger to ensure lhat proper coordination took place between the two 
centers prior to the authorization of train movements. This lack of coordination resulted in a 
breakdown in many fimctional areas. For example, at adjacent locations that were controlled by 
different centers, maintenance-of-way personnel were issued 'track and time' by the dispatcher at 
the NOC. This information was not communicated to the dispatcher al the SOC. Subsequently, 
the SOC dispatcher authorized a train to operaie over the trackage, thereby endangering tiie 
maintenance-of-way persormel. 

d) Locomotive Identification 
FoUowing the merger, BN and ATSF locomotives began operating over the entire combined 
system. Instmctions were issued to identify trains by using the initials BNSF prior to the 
locomotive number. This caused a potentially dangerous situation whereby two locomotives 
(one BN and the other ATSF) could be identified as the same locomotive. Much confiision was 
caused to dispatchers, train crews, and maintenance-of-way employees in regard to track 
warrants, track and time, etc. This situation was further compUcated by locomotives being 
painted with the new BNSF identification. 

e) Unfamiliarity with tbe Merging Partners' Policies and Procedures 
BSNF did not implement a prcKess by which to communicate operational and/or safety 
procedures as they were appUed by the formerly separate BN and ATSF raihoads. For example, 
the ATSF only equipped '% of its locomotive fleet with event recorders. They accompUshed 
this by using the ATSF numbering system and equipping eveiy other locomotive. Shortly after 
the merger, a train was dispatched from a former BN teiminal with two ATSF locomotives, 
neither of which were equipped with event recorders. The train subsequentfy derailed. The 
absence of an event recorder hampered the resulting incident investigatioiL 

f) BNSF Safety Issues Resulting From UP/SP Merger 
As a result of the UP/SP merger, the BNSF took over operation of fonner SP trackage fiom MP 
14.9 - Avondaie Yard - New Orleans, westward to Lake Charles, Louisiana. However, eastwaid 
firom MP 14.9 was still designated intemaUy as SP (though actually UP/SP), though the SP 
expertise had been eliminated. Prior to the merger this line was dispatched by SP and was a 
daily Amti'ak route carrying about 26 fieight trains a day. BNSF assumed train dispatching 
fimctions westward fiom MP 14.9, but there was no apparent designation or train (Uspatcher for 
trac>'.age fiom MP 14.9 eastward to West Bridge Jct- MP 10.5. This was Centralized Train 
Control (CTC) territoty prior to mergei, and the automatic block signal system was still in place. 
Ultimately, UP/SP resolved this oversight and resumed dispatching fimctions for this track 
segment after FRA interceded. 

FRA has presented all of its conclusions about UP/SP to the railroad's management and expects 
the management to present a safety action plan describing how each problem wiU be remetUed. 
FRA will enforce the resultant safety action plan. 
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4) Safety Culture 

From FRA's perspective the definition of a company's 'safety culture' encompasses 
management's attitudes, directives, planning, and resource allocations on the subjecl of safety. 
These elements ultimately provide the vision and direction for all levels of railroad employees 
and influence their training, health, morale and safety practices and habits. The safety culture of 
U.S. railroad companies, especially the major Class I lines, starts at the top (Chief Executive 
Officer) and permeates throughout the entire rank and file of employees (labor and management). 
A company's safety culture is an intangible that can be viewed by different individuals from 
(Ufferent perspectives and can be misinteipreted. As FRA has investigated safety accidents and 
injuries across the nation, it has become apparent that the safety cultures ofthe railroad 
companies, as reflected by their underlying priorities, practices and philosophies, greatly 
influenced the success or failure of their merger integration processes. 

Following approved mergers most railroads in the past have chosen to reduce forces and 
eliminate dupUcation of facilities in order to achieve pre-merger calculated financial efficiencies. 
Consequentiy, past mergers and the recent 'mega-mergers' (BNSF and UP/SP) resulted in mass 
'downsizing' of personnel (cost reduction strategy) through incentive programs. These programs 
were offered by the merged (or soon to be merged) raihoads for seasoned management and 
operating personnel to opt for early retirement benefits and/or 'buy out' bonuses. In many cases 
hundreds, if not thousands, of railroad persoimel with strong railroad safety knowledge have 
been eUminated from the merged railroads (an estimated 1,100 or more supervisors reduced al 
BNSF alone). 

A shortsighted 'safety culture' in a coinpany may indicate that cost reduction is valued over 
safety. This can lead to employee misunderstandings, lack of communication, irritabiUty, 
fatigue, low morale, perception of intimidation, loss of talent and institutional knowledge, and 
other undesirable traits which can significantiy increase ê qiosure to incidents and injuries. 

a) UP/SP 
As FRA began its recent safety review on the merged UP/SP, one area that chew particular 
attention was the different coiporate cultures of the now merged Union Pacific and Southem 
Pacific railroads. The main thrust ofthe operating philosophy residing at Union Pacific was a 
"get-the-train-out-of-town" (productivity driven) attitude versus one that places the highest 
priority- upon safety. For example, cUspatcher perfoimance at UP was measured based upon train 
movements (productivity) and not on the safety of operations. 

UP/SP admitted that due to the rapid reduction in personnel following approval ofthe merger, 
there may be an actual shortage of personnel of up to 1,500 train and engine, mechanical, 
cUspatching and supervisoty personnel. This ha: -ontributed to widely reported service 
problems, especially in Texas generally and in tht Houston area in particular. In mid-September 
approximately 130 raihoad managers were performing temporary duty as train and engine 
service aews in Houston terminals. 
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b) CSX 
The FRA recently conducted a Safety Assurance and CompUance Program (SACP) review of 
CSX, one ofthe principals in the Conrail acquisition. This was during the period July through 
Augusi, 1997.' Although CSX has one of the better safety records in the industty, this SACP 
was iiutialed due lo safety concems after several high-profile incidents and collisions which 
included: 

• June 1997: One faiaUty and multiple injuries occurred when a CSX fieighl train collided 
with the rear of another CSX freight near St. Albans, West Virginia; 

• June 1997: CSX fi-eight train derailed 34 cars, 17 of which were hazardous materials tank 
cars near Marianna, Florida; of the 13 loaded cars, five were leaking product, resulting in 
four-hour evacuation within one square mile of the incident; 

• July 1997: CSX freight train derailed due to a shifted trailer and sideswiped an Amtrak 
passengCT train near Ctystal City (Washington, D.C.) on the Virginia Railway Express 
(VRE), tearing out the signal system and creating extended service delays for over 3,000 
commuters; 

• July 1997: Eastbound CSX freight train experienced a shifted load, and stmck a 
westbound CSX train in LawrenceviUe, IlUnois; a total of six cars derailed; one of the 
cars, which contamed a residue hazardous material, was punctured and caught fire. 

In Ught of these serious safety incidents, FRA examined CSX closely and identified specific 
problems with CSX's safety culture and lack of commitment at the local supervisor level. FRA 
also identified the perception by employees that harassment and intimidation exist at many 
locations on the CSX system. Separately, FRA is currentiy examining a number of potential 
individual UabiUty actions as a result of willfiil or negUgent acts that may have compromised 
CSX safety. CSX, rail labor, and the FRA are woridng cooperatively to identify solutions to 
these problems and ways to enhance the employee safety culture. FRA also identified other crew 
rest and "quahty of Ufe" issues at CSX. 

c) NS 
For many years NS has been a successfiil safety perfoimer fiom a historical perspective. NS' 
train accident rate (accident rale per miUion train miles) is fiequently one of the lowest of the 
Class 1 railroads. It also has, however, a long histoty of being vety 'provincial' in its operating 
poUcies, rules, and practices. There are strong individuaUstic traits which cUctate NS' company 
safety culture and may greatiy influence any acquisition partners. NS management may have 
strong tendencies to hold rigidly to their own rules and practices and, thereby, may not actively 
seek the "best practices" of the merging partners. This would be safety-critical to such areas as 

' Federal Railroad Administration, "Safety Assurance and Conq>liance Program for CSX Transportation," 
September 1997. The Executive Summary is attached as Appendix. 
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the merged Conrail's supervision of hazardous materials and compatible operating mles and 
equipment in the northeast (especially Amtrak's Northeast Corridor). 

FRA perceives a much greater difference between the NS and Conrail cultures than that of NS 
and CSX. All raihoads have varying fonns of identifiable safety culture with some being more 
individualistic than others, but NS is al an extieme end of tiiis scale. If these differences are not 
integrated in a pmdent fashion, conflicts of personalities may occur which may adversely affect 
management functions, maintenance of track and equipment operating practices and ultimately, 
tiie safety of rail operations. FRA firmly beheves that ttansition planning by NS should address 
this issue. NS may have intemaUy addressed this issue, but there appears to be no such effort 
identified in their STB filings or elsewhere tiiat FRA could detect. 

C) NEED FOR A S.AFETY INTEGRATION PLAN 

The safety problems encountered in previous mergers provide sufficient cause for raihoads 
involved in tiiis merger to formally address the safety o. combined operations. For the reasons 
set fortii in this statement FRA has concluded tiiat it is vitally important tiiat each acquiring 
raihoad prepare a detailed Safety Integration Plan (SEP) prior lo integrating any operations of an 
acquired railroad with those of an acquiring raihoad. A Safety Integration Plan must be a fonnal, 
written document that systematically describes how each element of an acquired raihoad wiU be 
integrated safely into the operations ofthe acquiring raihoad in compUance with the federal 
raih-oad safety laws. Among otiier benefits, tiiis should assure that no aspect of raihoad safety is 
left unexamined. Both railroad management and FRA can evaluate the Ukely effectiveness of a 
comprehensive plan in advance and assure that any g^s or deficiencies are corrected before 
implementation begins. A written plan also facilitates training evetyone who must implement it 
and provides a reference for the trainees to use later. In this case, FRA beUeves that botii NS and 
CSX must have Safety hitegration Plans (SIP) in place before eitiier begins to integrate any CR 
operations with its own because it would not appear to be safe to leave the remainder of CR 
operating independently. FRA is also actively considering addressing the subject of safety 
integration plans in the context of rail consoUdations in a ralemaking proceeding. 

The findings that follow reflect my views and the conclusions of FRA with regard to many of 
the shortcomings of the operating plans witii respect to safety. 

D) THE PROPOSED ACQUISITION - FRA's GENERAL REVIEW 

1) FRA Safety Analysis 

An extensive re-view by FRA of tiie NS and the CSX operating plans in this proceecUng revealed 
that no comprehensive assessment of the safety effects of the proposed acquisition has been 
submitted. This was not surprising since safety has generally been beyond the scope of STB 
proceedings. It was surprising to leam, however, during the course of the safety assessment 
described below, that neither NS nor CSX had a fully defined, comprehensive safety plan that 
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FRA could identify for the implementation of the proposed transaction. While one carrier has 
provided FRA with preliminaty planning documents in this regard, this is not the systematic plan 
that FRA requu-es. 

Given tiie poor safety experiences of tiie UP/SP merger and the safety related problems FRA also 
identified in the context ofthe BNSF merger, given the complex rail operations and population 
density- of the northeastem United States, FRA has concluded that a safety assessment of the 
proposed acquisition is imperative. Accordingly, FRA formed teams of expert FRA personnel 
to address safety in fimctional areas such as: 

Track, bridges, and stmctures 
Dispaiching centers 
Operating practices 
Car and equipment mamtenance, and inspection 
Signals and train control 
Hazardous malerials 
Highway grade crossings 

A team leader was appointed for each fimctional area, and the team leaders coordinated the 
collection of infonnation about current and projected performance of Conrail and the acquiring 
raihoads in each safety area. Areas in which merger-related safety issues could be foreseen were 
identified and analyzed. 

In .idcUtion, a safety forecasting model was constmcted and used to anticipate the fiiture 
performance of major segments of Conrail and the two acquiring railroads after Conrail's 
operations are successfiilly integrated into the operations ofthe acquiring railroads. The model is 
based upon traffic and investment forecasts provided by NS and CSX in their filings. 

While CSX and NS have had the two best safety records among large U.S. raihoads for the last 
six years, and therefore one mighl reasonably expect them to better achieve a safe transition than 
railroads with poorer records, FRA is nevertheless concerned by the difficulties posed by the 
sheer size of the acquisition, the issues presented by the concept of the proposed Conrail Shared 
Asseis Operating Areas (CSAO - detailed in Section D.2.b), and the shaip cUfferences between 
much ofthe territoty through which Conrail operates and through which CSX and NS operate. 

Specifically, the northeastem United States is a densely settied area with a large volume of 
hazardous material movement especially to the "Qiemical Coast" in northem New Jersey. 
There are dense, high-speed passenger train operations, especially on Amtrak's Northeast 
Corridor (NEC) and connecting lines. The high volumes of highway traffic yield large numbers 
of highway-rail crossings with significant colUsion exposure. 

While the safety histories of CSX and NS are good (see attached Figure 1-1, excerpted from U.S. 
DOT and FRA AccidentTIncident Bulletins, Nos. 160-165, I992-1S'97), large parts of their 
operations, especially NS', are in more rural, less densely settled portions ofthe United States. 
CSX and NS have yet to show lhal they recognize the need to adapt their operating procedures 
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to the unique characteristics of Conrail's high-volume territoty with special attention to 
hazardous material movement. 

2) General System-Wide Issues 

a) Safety Training of Employees and Supervisors 
Tlie operating plans filed by CSX and NS are nol specific about the training and/or rettaining to 
be provided for employees and supervisors. This is particularly tme for the Conrail Shared 
Asseis Operations (CSAO). Although the operating plans of CSX and NS adcfress maintenance-
of-way training and track inspection procedures, the training of Conrail employees in safety mles 
and programs, Roadway Worker Protection, on-track safety, and engineering procedures are not 
adequately addressed and remain a major concem. The Roadway Worker Protection program is 
a major element of any raihoad engineering department's overaU safety program. The CSX and 
NS safety integration plans for the merger should show expUcitiy (in terms of resources and 
schedules) how tiiese safety-critical items are to be addressed. 

The differences in the AppUcanl's and Conrail's signaling systems can lead to significant 
problems. The accurate interpretation of the signal aspects (colors, number of Ughts, and 
location) and indications (meanings of the aspects) is vital for the safe movement of trains 
governed by block signal incUcations. The operating plans submitted by CSX and NS do not 
include any details identifying the scope and depth of training to be provided to operating 
personnel who govem the movement of trains by block signal indications. The training and 
qualification of these employees is imperative to ensure safe operations. 

b) Conrail Shared Assets Operating Areas 
The CSAO Areas identified in the operating plans are located in northem New Jersey, southem 
New Jersey/Philadelphia and Dettoit. Each of these CSAO Areas is to be managed by Division 
Superintendents under the direction ofa General Manager of (Donrail. Dispatching is to be 
conducted by Conrail Corporation (CRC), the proposed surviving CR entity, on a local basis as 
agreed to by CSX and NS. CRC will be responsible for routine and program maintenance. 
Much of the equipment and maintenance services wiU be provided by CSX and NS. 

The CSAO may prove to be vety complex operating environments with overl̂ qiping authorities 
of the raihoads sharing the Areas. The CSAO concept may lead not only to operational 
cUfficulties, bul to potential controversies over liabiUty for the quahty of train service, train 
inspections, crew assignments, cUspatching, incident cause findings, damage costs, employee 
injuty claims, equipment damage claims, maintenance of track and equipment, etc. LcKomotives 
operating m the CSAO and the Northeast Corridor (NEC) will need to be equipped with 
ACS/ATC compatible signal systems. I beheve that the many questions raised by the formation 
of th * CSAO must be answered, including: 

• Where will cUspatching fimctions be geographically located? 

• How will emergency response and evacuation actions be conducted? 
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• How will the agreed-upon protocols for the movement of each carrier's trains be ensured? 

• How will dispatchers and n. ainlenance of equipment personnel coordinate -with Amtrak 
and commuter services? 

Since tiie CSAO will not be operated as ttaditional terminals with single ownership, 
responsibilities, and liabilities, many safety concems regarding tiie management and operation of 
these CSAOs must be carefully examined. 

3) Major Findings of FRA Safety Analysis 

FRA's review ofthe operating plans has identified many safety relaled issues which must be 
addressed by tiie Applicants m great detail. While all tiiese issues and concenis are more fiilly 
set out below, tiie following are tiie more serious issues tiiat require special attention. 

a) Hazardous Materials Response 
Conrail, because ofthe volume of hazardous materials handled and tiie densely settled areas 
through which tiiis traffic moves, presently has a well-dained hazardous materials response team. 
FRA sees no evidence tiial eitiier ofthe acquiring raihoads has planned to integrate tiiese sound 
training practices in their combined systems. It is vety important that both CSX and NS 
recognize why Conrail maintains such a high level of training and response capabiUty and tiiat 
they develop plans and enact measures dial wiU maintain tiie level and quahty of hazardous 
malerials response capabiUty in this pail ofthe countiy. 

b) The NORAC Rulebook 
Botii NS and CSX propose to increase thefr operations over trackage owned and dispatched by 
Amtrak and various state commuter railroads. Al of these entities use an operating rulebook 
developed by tiie Nortiieast Operating Rul. Advisoty Committee (NORAC) to reflect the 
complexity and density of rail operations in tiie nortiieast. NORAC is comprised of voluntiuy 
raihoads tiiat collaborate on a common set of rules. On tiie other hand, NS and CSX have each 
developed and use their own individual operating rulebooks. There is nothing more essential to 
ensuring raihoad operaiing safety than strict adherence to the estabUshed operatinj rules. Both 
CSX and NS will need to reconcile any differing rules and their operations witii the NORAC 
mles. 

An inaease in freight operations wiU require the training of NS and CSX employees in NORAC 
procedures, and both raihoads will need to make a continuing commitment to this training in 
order to ensure that enough trained and qualified personnel are available to sustain safety in these 

areas. 

c) The Conrail Shared Assets Operation 
As identified in the CSX and NS operating plan submissions, there are three areas which wiU 
operate as a separate entity with joint CSX and NS contiol: northem New Jersey, southem New 
Jersey/Philadelphia, and Detroit These survivors of Conrail will be separate, jointiy owned 
terminal operations, but it appears from tiie merger fiUngs that they wiU differ in many ways 
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from traditional tenninal railroads. For example, although each CSAO will have operating staff 
and will dispatch trains (including its own and those of NS and CSX), both NS and CSX will be 
directly able to serve customers at CSAOs. NS and CSX crews will operate NS and CSX 
locomotives on CSAO track, altiiough tiie CSAOs will also have some of its own motive power. 
Therefore, tiie CSAOs seem to have considerably less independence than a typical switching 
terminals. This raises a number of immediate safety issues: 

Who will train and quaUfy CSAO crews? 
Which mlebook(s) will tiiey use? 
How will incidents and injuries on CSAOs be reported? 
Where will CSAO locomotives be inspected and maintained? 
Who will file CSAO accident reports, if tiie organization does not file its own? 

The legal responsibihties and operational conduct of the CSAOs must be clarified before the 
acquisition goes forward. 

d) Signals and Train Control 
The cUsparities among wayside signal aspects and incUcations on CSX, (TR, and NS are a major 
safety concem to FRA. Inconsistencies between wayside signal aspects and indications aheady 
exist in the Northeast Corridor and on the three railroads involved in the proposed acquisitions. 
The signal aspects (colors, numbers of Ughts, and location) convey cUfferent signal indications 
(meanings) on all three railroads. These inconsistencies are the legacy of prior mergers and 
acquisitions and are of increasing concem to FRA. Absent systematic plans to remedy it, this 
situation will worsen foUowing the proposed acquisition. 

e) Results ofthe CR/CSX/NS Line Segments Risk Analysis 
An analytic model was constmcted for FRA by its consultant, ZETA-TECH Associates, Inc., to 
quantify the safety impacts of changes in rail tiaffic forecast by CSX and NS in tiieir STB fiUngs. 
The mcidel included 61 segments covering all Conrail main lines, plus certain Unes of CSX and 
NS on which traffic flows would increase as a result ofthe proposed acquisition (See Table 1). 
Its purpose was to measure impacts on safety m terms of dollars of accident cost for each 
segment in tiie analysis both in a base year (1995) and in the year 2000 (assuming successfiil 
completion of the acquisition). 

The risk analysis is a regression model which takes into account train volume, track 
characteristics, operating speed, and includes a "firm variable" to capture historical differences in 
accident rates among the three carriers due to non-quantifiable factors. However, it should be 
noted that this model impUcitly assumed "steady state" concUtions such that: 

• All former CR employees are ti^ed m NS or CSX practices 

• Former CR supervisors are brought up to the caliber of NS and CSX 

• Morale and cUscipline are the same on all segments of the former CH as on the lines ofthe 
acquiring roads. 
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Table 1 

List of Line Segments 

ConraU Segments 
Toledo - Dettoit I. Oak Island - SeUdrk 34. Toledo - Dettoit 

2. Selkirk - Buffalo (Frontier) 35. Detroit - Ypsilanti 
3. Frontier - Niagara Falls 36. Columbus - Deepwater, WV 
4. Frontier - Cleveland (Collinwood) 37. Landover-"RO" 
5. Collinwood - Berea (Short Line) 38. Enola - PerryviUe 
6. Collinwood - Toledo (Stanley) via 39. RockviUe - Buffalo ^ 

Lakefronl Line 40. Columbus - Cincinnati 
7. Stanley - Elkhart 
8. Stanley - Columbus CSX Segments 
9. Elkhart - Kalamazoo 1. Baltimore - Point of Rocks (Old Main 
10. Elkhart - Blue Island Line) 
11. Selkirk - Boston 2. Baltimore - Washington 
12. Croxton - Binghamton 3. Washington - Point of Rocks 
13. Binghamton - Buffalo 4. Point of Rocks - Cumberland 
14. Buffalo - Harrisburg 5. Cumberland - New Castie, PA 
15. Oak Island - Bound Brook 6. Greenwich, OH - Chicago (Barr) 
16. Bound Brook - Allentown 7. Deshler - Toledo 
17. Allentown - Reading 8. DanviUe - EvansviUe 
18. Reading - Harrisburg 9. Hyattsville - Anacostia Junction 
19. Reading - Philadelphia (Abrams) 10. "RO" - Richmond 
20. Abrams - Greenwich YD 
21. Bound Brook - CP Falls (Phila.)* NS Segments 
22. Harrisburg - Johnstown 1. Hagerstown - Roanoke 
23. Johnstown - Greensburg - Pittsburgh 2. Manassas - Shenandoah Jct 

(Conway) 3. Buffalo - Cleveland 
24. Johnstown - Kiski - Conway 4. Cleveland - Ft Wayne 
25. Conway - AlUance 5. Ft. Wayne - Chicago (Calumet) 
26. AlUance - Cleveland 6. Ft Wayne - Muncie 
27. AlUance - Crestline 7. Ft Wayne Kansas City 
28. Crestline - Ft. Wayne 8. Columbus - Bellevue 
29. Ft Wayne - Clark Junction 9. Bellevue • Sandusky 
30. Crestline - CiaUon 10. Decatur - St Louis 
31. CiaUon - Columbus 11. Deepwater, WV - Roanoke 
32. GaUon - IndianapoUs (Avon) 
33. IndianapoUs - E. St Louis (Rose Lake) 

'NO calculation or risk assigned on Map of Safety Risk Assesment (Figure 1-2) 
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Overall, the model indicated tiiat traffic volume in ttain miles was projected to increase 17.8% by 
the year 2000 on the line segments analyzed. This increase in ttain volume was estimated to 
result in a 12% increase in accident costs (risks) assuming Conrail's operations to have been 
successfiilly integrated into tiiose of CSX and NS (See Table 2). However, tiiis cost increase 
(risk) was not uniform over the network (See Figure 1-2, Map of Safety Risk Assessment by 
Line Segment of Proposed Conrail Acquisition). Certain segments witii large projected traffic 
mcreases also sustained large increases m risk (cost). The large projected traffic increases on a 
number of line segments mean that, while the accident rate may be reduced on a line segment, 
the total costs (risk) of rail accidents on that line segment will increase. Moreover, there is 
nothing in the appUcation, as noted earlier, that addresses tiie models of successful integration. 

FRA tiunks it imperative that the acquiring carriers specifically address in their safety mtegration 
plans measures that might be taken to mitigate these projected mcreases. Such an effort could 
yield significant gains in safety. 
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Table 2 
Results of Accident Safety Model - Risk Assessment 
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A similar situation exists with respect to highway-rail crossings. More Uves are lost in highway-
rail grade crossing accidents by far than in any other aspect of rail operations except for 
ttespassing (which also results m large numbers of deaths relative to otiier railroad-related causes 
of death). Again, on average, the traffic increase is relatively small, but on specific segments of 
tiie network the train volume is projected to inaease significantly. For example, the inaease in 
volume from four trains per day to a range of 43 - 47 trains per day is projected on the Cleveland 
Short Line (CSL) between ColUnwood and Berea, Ohio. An mcrease of 13 trains per day to 36 -
38 ttains per day is projected for the NS line tiuough Lakewood, Ohio. Altiiough tiiere have 
been no recent grade crossing accidents on the CSL and Lakewood Une segments, the vety large 
projected increase in train volumes demands a carefiil evaluation of risks and possible measures 
to mitigate them. All of the crossmgs on each of these segments should be analyzed together as 
a corridor and mitigation measures designed to reduce risk along entire segments rather than on a 
crossing-by-crossing basis. 

A separate analysis was performed for accidents at highway-rail grade crossings based on a 1986 
FRA-developed grade crossing precliction model. This grade crossing analysis made use of data 
fiom several FRA sources; an FRA-maintained inventoty of pubUc highway-rail crossings in the 
United States and a separate FRA-maintained grade aossing accident database. Five years of 
accident data, together with crossing safety information, highway traffic levels, and railroad 
traffic levels were used to calculate precUcted number of accidents per crossing and per segment 
The post-acquisition accident rate for each smdy segment was computed using the railroad 
projected ttaJffic for the year 2000 with the results calculated by line segment (by summing 
across all crossings on the segment). The predicted number of accidents, fataUties, and injuries 
per year was tabulated for each Une segment of the CR, NS, and CSX lines and is shown in 
Tables 3 tiirough 5. 
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;R Line Segments - Base Case and Post Acquisition Case 
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1 j P P O N T l E P • U P P A 1 0 4 1 7 1 91 I 9 1 I 0 OOOO 0 OOOO 0 OOOO 7 1 4 1 9 9 4 4 ' 9 1 0 OOOO 0 OOOO 0 OOOO 

0 O I I I 1 

c m • t PPA LO B L A C K R O C I 7 1 9 1 1 4 t 7 0 OOOO 0 OOOO 0 OOOO 1 1 1 4 4 7 0 0 OOOO 1 OOOO 0 OOOO 
, t L A CK R O C K N I A O R A P A L I I I 9 1 • 9 1 1 1 0 1 * 4 1 0 0 1 4 7 0 1 0 9 1 t 1 1 1 1 7 1 ,, 0 I I I O 0 0 1 4 4 0 7 0 1 4 0 0 0 4 1 

j cm ! • U P P A LO D R A W 1.7 1 ' 1 1 9 7 1 0 OOOO 0 OOOO 0 OOOO 9 1 9 4 0 9 1 7 0 OOOO 0 OOOO 0 OOOO 

0 0 0 4 1 

1 
' 

' D • A W B U P P C R K I C 0 4 1 99 1 9 7 1 0 OOOO 0 OOOO 0 OOOO 9 1 9 9 4 9 1 9 0 OQOO 0 OOOO 0 OOOO 1 
j » U P P C K K I C t B U P P S E N C A 1 1 > 99 1 9 7 1 0 OOOO 0 OOOO 0 OOOO 9 ] 9 94 9 1 9 0 OOOO 0 OOOO 0 OOOO 
IBU PP S E N C A 
1 

A S H T A B U L A U l i 1 9 0 1 9 1 1 l i l l l 0 1 1 0 9 0 1 9 1 9 9 0 1 9 1 I 0 7 9 t o i l 0 1 1 1 4 0 1 9 4 9 0 O O I 1 

1 I A S H T A B U L A Q U A K E R 44 9 1 4 1 1 9 0 9 0 l o l l 0 0 1 9 1 0 1 1 1 4 9 4 1 9 4 1 9 I 0 1 1 4 0 0 0 4 4 7 0 1 1 9 7 0 0 1 4 1 
g I I A K E R D R A W B R I D i 7 4 1 99 4 99 4 0 OOOO 0 OOOO 0 OOOO I t 1 14 I 4 0 9 0 OOOO 0 OOOO 0 OOOO 

c m ' o l l A IC ( R M A V P I E L D ) 1 0 4 1 4 1 0 OOOO 0 OOOO 0 OOOC 0 4 1 1 4 9 1 1 7 0 OOOO 0 OOOO 0 OOOO 
| M A Y P I B L D M A R C E Y ] J 0 9 4 1 4 0 OOOO 0 . 0 0 0 0 0 OOOO 0 4 1 1 4 1 1 4 0 4 0 OOOO C OOOO 0 OOOO i 
M A R C E Y S H O R T 1 • 0 14 4 14 4 0 OOOO 0 OOOO 0 OOOO 0 4 9 1 4 9 1 1 1 4 0 OOOO 0 OOOO 0 OOOO 1 

I S H O R T B E R E A 4 0 19 4 I I 4 0 0 0 10 0 O O O O . 0 OOOO 0 4 7 9 4 7 9 9 9 1 0 OOOO 0 OOOO 0 OOOO 

'cut j S T A N L I Y D U N K I R K J 7 I 0 1 1 4 1 1 4 4 9 0 9 0 0 9 4 0 4 1 1 1 7 1 1 0 1 4 1 4 1 0 1 1 9 9 1 4 0 1 1 0 1 0 7 79 1 • 1 7 9 1 4 1 
O U N K I R K R I D O E W A Y I j l 0 19 1 1 1 . 1 0 1 0 0 7 0 0 1 0 1 0 0 9 9 0 0 1 4 1 4 I I I 0 0 4 0 9 0 0 0 4 1 0 0 1 1 9 0 0 4 0 1 
R I D O E W A Y M A R Y S V I L L I 1 1 1 - > 1 1 1 1 1 0 9 9 9 1 0 0 9 7 1 0 1 1 1 4 0 4 4 1 4 . 1 1 1 0 4 4 0 4 0 0 4 9 7 0 1 4 4 4 0 1 1 9 9 

I M A R Y t V I L L E D A R B Y 1 4 > 0 1 1 1 1 1 1 0 1 1 4 4 0 O I I I I 0 0 9 7 4 0 9 9 1 7 1 0 0 7 7 4 0 0 0 1 0 0 0 1 9 4 0 0 9 7 1 i 

O A R I Y M O U N D S I 4 0 1 1 1 I 0 OOOO 0 OOOO 1 0 OOOO 0 1 1 0 1 0 OOOO 0 OOOO 0 OOOO 
1 

. M O U N D S S C I O T O ) I 0 1 J 1 1 0 4 1 1 1 0 0 1 1 1 ! 0 1 1 1 4 0 I 1 0 1 0 4 7 1 1 0 0 9 1 0 0 1 7 1 7 0 0 1 9 4 

c m 1 j l O S T O N I I A 1 P R A M I N O H A I S 1 I I 1 1 4 7 9 0 9 1 1 7 0 0 1 1 4 1 
1 

0 1 1 1 4 9 1 1 7 4 4 7 . 0 4 ; 0 9 9 1 4 0 0 1 1 9 0 I l l l 0 O O I 1 
i P R A M I N O H A 1 w E S T B O R O 1 1 f 1 1 19 9 1 7 1 0 O O O O , 0 OOOO ' 0 OOOO 1 1 14 4 I l 4 0 1 0 OOOO 0 OOOO 0 OOOO 1 
i w E S T 1 0 R O w O R C E S T E R 1 1 1 1 19 9 1 7 1 0 OOOO 0 O O O O : 0 OOOO 1 1 14 4 1 4 4 ' 0 1 0 OOOO 0 OOOO 0 OOOO 
j W 0 R C E S T E R P A L M E R ] l 4 1 0 9 1 4 1 0 OOOO 0 OOOO j 0 OOOO 4 I I 1 

" ' 1 
0 4 0 OOOO 0 OOOO 0 OOOO 

1 

j P A 1 M B R S P R I H O P I E L D 1 ) 1 4 1 1 I 1 1 9 0 OOOO 0 OOOO j 0 OOOO 4 1 1 f 1 7 1 , ' 0 4 0 OOOO 0 OOOO 0 OOOO 
: S P R I N G P I E L D W E S T P I E L D 1 1 1 1 1 9 1 4 1 0 OOOO 0 OOOO 1 0 OOOO 1 1 1 1 1 4 1 0 1 0 OOOO 0 OOOO 0 OOOO 
| W E S T P I E L D . E L K t R K 

"1 1 14 9 1 4 9 0 1 4 4 1 0 0 1 1 4 ^ 0 0 1 9 1 1 1 4 1 1 4 1 ^ 0 1 0 1 4 9 7 0 0 1 1 4 0 0 1 9 0 • 0 0001 
c«io R O P I E L D ' 0 0 f 0 OOOO 0 OOOO ; 0 OOOO 0 14 14 • 4 0 0 0 0 9 0 OOOO 0 OOOO 

S O U T H P H I L A F I E L D 

'1 
0 1 1 1 1 0 OOOO 0 OOOO ' 0 OOOO 0 1 1 1 1 1 1 1 1 1 0 OOOO 0 OOOO 0 OOOO 

P I E L D I B E L M O N T | 4 1 0 1 1 1 1 0 OOOO 0 OOOO ' 0 OOOO o| 1 9 1 19 1 7 4 0 OOOO 0 OOOO 0 OOOO 
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Table 3 - continued 
CR Line Segments - Base Case and Post Acquisition Case 

I 

C R I I 

! C R 1 I 

'.cit itl 

i c R . I 

I C R l l 

C R I 
C R 10 

,CR 14 
C l i I I 

. S l i t l i i 

jPA RK I C T 
• E L M O N T 

;w FT P A L I S 
;CP NEW T O W 
|CF W O O D 
T R E N T O N 

' C R E S T L I N E 
i l U C Y R U S 
> D A M S 
PT W A Y N E 
W A R S A W 
T O L L E S T O N 
I ER E A 

;0R EEN W ICH 
i c R P S T i i N e 
' C O L U M BUS 
| 0 A L I O N 
IQA L IO N 
' M A R I O N 
I R I D O E W A r 
{ ( I D NEV 
jS A N D E R S O N 
I IN D IA N A PO 
•A V O N 
l O R E l N C A S T L 
IT E R R E H A U T 
' I F F I H O H A M 
i t T E L M O 
| L A N O O VER 
IA N A CO ST IA 
I V I R Q I N IA A 
I C I l v I l i a d O H 
j v i l r a l l l l l l 0 H 
| O l l H i i l l r O H 

A I r l l a i O H 
i l a l l i r IN 
IK i l i B i i i a M I 
[ E l k k l M IN 
| F o r i i r IN 
i C a a i r o l P l 901 
j i a d l i a i H l i IN 

C ta i i a a N 1 
j l l f f l ra N Y 
' c i a p t i H H i l l l 
jpo I I l i r v l l N Y 
' l < > | k i a < a a N 
W i v K l y N Y 

IC a r a i l I N Y 
H i t r l l k a r i FA 

| R a i l > l l l i PA 
W i i i e a l l w a P 

j M e i l l i a i r ) ' P 
. M e a l g i a i i r ) ' F 
j L l i d i a PA 

K l l l l l l PA 
E l l B i i i f N Y 

L l A ' 

S t i i l i a 

l E L M O N T 

W E S T P A L L S 

C P N E W T O W 

l ( C P W O O D 

T I E N T O N 

C P P T R P A D l 

B U C Y R U S 

A D A M S 

P T W A Y N E 

W A R S A W 

T O L L E S T O N 

C L A R K I C T 

O H E E N W I C H 

C R E S T L I N E 

O A L I O N 

H O C K I N O 

C O L U M B U S 

M A R I O N 

R I D O C W A Y 

S I O N E Y 

5 0 A N D E R S 

I N D I A N A F O 

V O N 

O R E E N C A S T 

T E R R I H A U 1 

( E P P I N O H A M 

S T e i M O 

E S T L O I I IS 

A N A C O S T I A 

V I R O I N I A A V 

V ^ P O T O M A C Y 

V i r a i l l l l i a 0 H 

O i k H i t f c o r O 

A l l l l l l O H 

l l l l l l I N 

E l k k I I I I N 

C l k k I I I I N 

P l m r I N 

C l a i m P l 9 0 1 

I l a d l i a i H k r I I 

i a a l f e C l i c i | i 

51 rrt ra NY 

C i a p k t l l N Y 

Fo rl I t r , It N V 

I U | k l K l o a h 

i f w I , t t l y N Y 

C o r a t a I N Y 

• • ( f i l l N Y 

H l l i r i l o w a P 

M I 

M o a i l o M l r i 

L l l d l l F A N o 

L l a d i a F A S o 

K i i l l i f P A 

E k i a t i i r I t l f 

l l r r i i i N Y 

B i l l C m F l i l A l ^ a l i l l U a C m 

F i l ' F n T l l l l Fred it I l d F r i d l t l l d j P t l d l l l l d m P l l T l l l l Ck l« 11'Prtd It l t d F n d I t l i d P r t d l t l l d C k i a i l l l 

r I I I I I T r i l a t T i i l a i A l l l d i a l l F i l l t l l l l i | l a j a r l 4 l T t l IN I T I I I I I T r i l a i la A c t l d i a l i P l l l l l l l l l l l j i r l l l A t c l d l l l i 

I l l l D l > O l y O l * F l l Y l l l P l l Y l l l i P i r Y l i r 0 l y D l y D l y 'T I I I I I F i r Y i i r F i t Y l l l F i r Y l l l P l l Y t i r 

0 1 0 1 •• 1 7 0 OOOO ', 0 OOOO 0 OOOO 0 I I 9 I l l l 1 1 0 OOOO 0 OOOO 0 OOOO 

1 I 0 14 9 14 9 0 OOOO 0 OOOO 0 OOOO 0 17 1 17 1 ' I 4 0 OOOO 0 OOOO 0 OOOO 1 
9 7 0 11 1 1 1 1 0 OOOO, 0 OOOO 0 OOOO 0 1 1 4 1 1 4 ' 0 1 0 OOOO 0 OOOO 0 OOOO i 

10 7 41 11 40 0 OOOO' 0 OOOO 0 OOOO 41 1 1 , 94 4 0 4 0 QOQO 0 QOOQ Q OOOO 

9 7 41 14 9 41 9 0 OOOO 0 OOOO 0 OOOO 41 10 94 • 4 9 0 OOOO 0 OOOO 0 OOOO 

14 7 19 7 11 7 0 booo 0 OOOO 0 OOOO 0 1 1 4 1 1 4 •4 1 0 OOOO 0 OOOQ 0 QQQO i 
1 1 1 0 4 1 i 9 1 0741 0 I I O I 0 1144 0 14 9 14 9 1 1 1194 0 1411 0 141I 0 1419 1 

119 9 0 1 I 1 1 1 4191 0 l l O i 0 4111 0 I I » I I I ! 1 1 7479 0 1411 0 941 1 0 991 7 1 
9 0 9 I 1 1 0 00 0 0 OOOO 0 OOOO 0 I I I 1 9 f ; 1 0 OOOO 0 OOOO 0 OOOO 

91 7 0 1 4 1.4 0 :. /1 0 O I I I 0 1170 0 4 4 t 4 4 0 7 111 0 0441 0 1444 0 1 990 ', 

19 1 0 1 1 0 0404 0 0014 0 0171 0 9 9 : 4 0 0144 0 009 1 0 0191 0 0140 

9 1 0 0 0 0 1411 0 0149 0 0411 0 9 9 9 0 4449 0 0)11 0 1410 0 4119. 

41 0 14 9 14 9 I . I I O l 0 1714 0 4011 0 94 1 94 1 14 7 1 I l l l 0 1911 0 9444 0 9 411 1 

1 1 t 0 14 9 14 9 1 4097 0 I l l l 0 4 1 I I 0 11 1 111 : 14 1 1 4109 0 no* 0 9091 0 9141 ' 

9 1 I I 1 11 9 O I I I I 0 O I I I 0 041, 0 14 9 14 9 1 I 1 O l l l l 0 O I I I Q 0414 0 0014{ 

1 0 11 4 19 4 0 1999 0 0119 0 1444 0 1 9 • 1 1 0 71 11 0 0171 0 1411 ,0 O I I I 1 

97 7 0 I I 4 I I 4 0 OOOO 0 OOOO 0 OOOO 0 7 9 T l ! .11 0 OOOO 0 OOOO 0 OOOO 1 
0 O I I I 1 

11 9 0 I I 4 I I 1 1 9100 0 I l l i 0 4170 0 11 t 11 « j 9 1 4111 0 1117 0 4144 1 
0 O I I I 1 

I I 1 I I 1 14 1 0 iioi 0 O I I I 0 0191 0 111 I l l l 19 7 0 1171 0 0111 0 1019 0 OltlJ 
I I 1 0 14 1 14 I 0 99 1 9 0 0411 0 0171 0 I I " i 4 1 0 1741 0 0441 0 1094 0 0117 

19 4 11 4 11 4 0 9111 0 0717 0 1417 0 14 7 14 7 1 • I 7 0 9944 0 0771 0 1971 0 01171 

99 1 0 91 11 1 4074 0 9194 1 1741 0 19 7 19 71 • 4 1 11191 0 9471 11799 0 1441 \ 

I I 9 14 14 0 4191 0 0401 0 1419 0 11 7 11 71 4 1 0 4447 0 0911 0 1144 ,0 010] 1 

17 1 0 19 t l 0 4911 0 0974 0 1191 0 I I 1 I I 1; 1 1 0 4440 0 0991 O l l l l 0 0114 

11 Q i * 4 l i 4 1 i l l i 0 1017 0 41 l i 0 I I « I I I ; •i 1 1 9174 0 1014 0 91)1 0 1041 1 

I I 1 0 11 1 11 I 0 1411 0 o n o 0 O i l l 0 I t 1 I t l 1 7 0 1114 0 0101 0 0)79 O O I I ) , 

111 11 1 I I 1 0 OOOO 0 OOOO 0 OOOO 0 14 1 14 1 1 1 0 OOOO 0 OOOO 0 OOOO 1 

117 e 11 14 0 I I I O 0 0191 0 0101 0 1 1 1 1 4 1 0 1414 0 0 1 11 0 0419 ,0 04141 

9 4 0 1 4 9 4 0 OOOO 0 OOOO 0 OOOO c 1 1 • < i 9 7 0 OOOO 0 OOOO 0 OQOO * 
1 9 I I 1 I I 1 0 OOOO 0 OOOO 0 OOOO 0 11 4 11 t 1 1 1 0 OOOO 0 OOOO 0 OOOO 1 

I 91 17 1 11 1 0 OOOO 0 OOOO 0 OOOO 99 11 4 41 t i 10 1 0 QOOO 0 QQQQ 0 OQOQ 

41 4 41 4 91 4 1 4179 0 t i l l 0 9494 4 14 4 I I I ' .14 1 1141 0 I I O I 0 9149 0 9019 

4 4 41 1 91 1 1 1917 0 n i l 0 9)11 4 ) t 1 40 I '11 1 1 0144 0 1971 0 9901 0 i O l l 

14 4 41 4 91 i 0 i i I 4 0 0191 0 1191 4 97 1 41.1 ! 1 1 0 4110 0 0114 0 I l l l 0 0114 

41 4 90 4 14 4 1 i l l l 0 9011 1 O l i i 4 4] I 41,|i . i t I I I I I 0 4191 0 l i s t 0 OOII 

41 4 91 1 99 1 9 4414 0 9019 1 I I I O 4 40 44 ' 

0 1 ' 

I I I 9 4017 C 4174 1 n t l 0 1117 

99 0 7 7 4 I I O I 0 4111 1 1714 0 t 9 

44 ' 

0 1 ' .0 I 4 1771 0 4190 1 4414 0 I l l l 

41 4 99 97 < f i l l 1 0170 1 1404 4 41 1 41 I . .7 1 I 7171 0 I I O I t 1419 .0 t i l l 

10 1 4 41 4 I I 4 1 01 I I 0 0194 0 1411 14 t l . 7 I I , 1 | •0 1 1 0104 0 0411 0 1449 .0 OOI 9 

1 14 *' < 914 o.ocoo 0 OOOO 0 OOOO 14 It s 70 1 i I I I 0 OOOO 0 OOOO 0 OOOO 

I 14 41 i if i • ooii b booo 0 OOOO 14 41 ••i i i 0 oobo 0 OOOO 0 OOOO 

I I 91 I 1 1 • 4 0 OOOO 0 1000 0 OOOO 91 1 I I i l l ! s.l 0 OOOO 0 OOOO D OOOO 

11 19 4 4 7 I I 1 0 booo 0 oboo b OOOO 19 4 7 7 I l l 1 0 OOOO 0 OOOO 0 OOOO 

10 19 4 7 1 1 1 1 0 OOOO 0 OOOO 0 OOOO 19 4 I I 4 1 0 OOOO 0 OOOO 0 OQOO 

I I I 7 f 7 I 0 OOOO 0 OOOO 0 OOOO 0 I I I | ! 4 1 0 OOOO 0 OOOO 0 OOOO 

41 19 I I 0 0144 0 0017 0 O I I I 0 I I I I l l ' 4 1 0 1011 0 01 1 t 0 0914 0 O I I I 

I I 0 l i 4 14 4 0 OOOO 0 OOOO 0 OOOO 0 I I 4 114. 9 0 OOOO 0 OOOO 0 OOOO 

111 11 4 111 0 1010 0 0710 0 1440 0 10 t 10 i 7 0 1174 0 CI44 0 1711 0 out 
74 0 1 1 I 1 1 1 0 9414 0 0114 0 l i l t 0 I I 4 I I 4 1 1 0 4494 0 0491 0 l O I I 0 0711 

«4 0 1 9 0 OOOO 0 OOOO i 0 OOOO 0 7 7 1 1 0 QOOO 0 OOOO 0 OOOO 

7 0 7 4 7 4 0 4194 0 0911 0 1400 0 4 1 4 1 0 7 0 4191 0 O I I I 0 1 944 0 OOII 

11 0 > 1 1 1 0 09t7 0 0041 0 0170 0 s 1 ' 1 1 0 0407 0 0044 0 O I I I 0 0041 

11 0 4 1 4 I 0 OOOO 0.0000 0.0000 0 1 t . 1 1 0 OOOO 0 OOOO 0 OOOO 
0 0011 91 0 7.4 1 4 0 4171 0 O l i o 0 1171 0 7 1 ' 0 9 0 4191 0 3111 0 1 100 0 0011 

141 0 4 1 4 1 0 I 7 I I 0 o t i i 0 1947 0 4 1 4 1 ; 0 0 1711 0 0444 0 1947 0 OOOO 

i 0 1 < O l O l O 1 OOOO 0 OOOO 0 1 t 1 4 1 4 0 OOOO 0 OOOO 0 OOOO 
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CRM 

CRI 6 

CRII 

CRIS 

CRI9 

CR20 

:CRJ2 

CR23 

CR24 

CRlf 

CR26 

CR27 

CRJd 

CRJ5 

CR36 

CR3« 

St i l i on 

O t l I s l tnd N l 

A lden t NJ 

M inv i l l c NJ 

BclhlehemPA 

AHrn lown PA 

Bum PA 

Rdg Bell Jcl P/ W M Jct PA 

W M Jcl PA 

Rulherford PA 

;W<4( F t l l j PA 

Abr tms PA 

i W e i l F i l l i PA 

;Zoo P A 

I Ancn i l ^PA 

i M i i j r i i l l l c PA 

.Pi lc i l rn PA 

j J i ck i Run PA 

i r o n p i u Jct PA 

IA voninr« C o i l 

lElniPA 

jConw iy E i i l P 

Roche i te rPA 

j A Iliance OH 

Whi le O H 

;Al l i incc OH 

[Airl ine OH 

[River Rouge M 

W Detroit M l 

Stition 

Aidene NJ 

Minville NJ 

BtihleheniPA 

Allentown PA| 

Bum PA I 

Rdg Belt Jct p| 

Table 3 - continued 
CR Line Segments - Base Case and Post Acquisition Case 

Miles 

Psgr 

T n i n t 

D t y 

West Detroit M J i c k i o n M I 

J ickson M l 

iCo lumbui OH 

Rutherford ?A 

Htrr isburg PA 

A b n m i PA 

W M Jcl PA 

W i y n e JclPA 

A r s c n i l P A 

Oreen wich PA 

Pitcaim PA 

Jacks Run PA 

Conway East 

A vonmre Coa 

Etna PA 

Federal St PA 

R o c h c i l e i PA 

All iance OH 

Whi le OH 

Cleveland OH 

Crestline OH 

River Rouge t 

W Detroit M l 

North Vd M l 

Kalamazoo M 

Chaileilon W 

jChar le i ton W \ D ick in ion W ^ 

l o i cken ion W V Pctcr i Jcl W V 

^Deepwater W V F o l a Mine W> 

l E n o l i P A Wago York H 

' w ago York Ha Perryville PA 

t 
20, 

521 

31 

•;i 
45; 

6 

14 

39 

4 

j 
227 

l i 
i « 

28 

44 

6 

s 

37 

46 

11 

IU6 

50 

S 

< 
74 

67 

115 

14 

41 

17 

I I 

St 

50 

0 

0 

0 

0 

0 

Ol 
0 

B u t C a t * 

Fn 

T n i n t 

Day 

21,5 

21 I 

U 7 

17.2 

249 

364 

31 2 

424 

44 3 

173 

25,1 

73 

5 4 

5,4 

42,5 

32.1 

1,4 

0 6 

17 

57.1 

37,9 

264 

12.5 

19,1 

11.6 

22,9 

9,4 

2 9 

5.4 

4,1 

4 3 

16 

0 6 

19 3 

16 

To la l 

Tra i n i 

Day 

71 5 

21 a 

I I 7 

172 

249 

364 

312 

42 4 

44 3 

17 3 

25,1 

7.3 

5 4 

5,4 

46.5 

3 6 1 

i,4 
6.6 
17 

61 

399 

214 

14 } 

19 I 

116 

229 

9 4 

109 

13 4 

4 1 

4 3 

1,6 

0 6 

19 3 

16 

T O T A L 

Predicted 

Accidenis 

Per Year 

0.0000 

04421 

0.6342 

0.0000 

0 0000 

2 9745 

0.1597 

0.0000 

2 9293 

02503 

0 2571 

0 0000 

obooo' 
bonooj 
I.l32dj 
0,5704 

0,0000 

0.1775' 

0.0000' 

aOOOO' 

1 4631! 

2.4173; 

ooooo' 
7,1161 

I 9439 

0 0000 

ooooo' 
1 5931 

I 9191 

I 5117' 

0.0767 

0.3029 

0 0516 

0 5706> 

0.0000 

104.91 

Predicted 

Fatalities 

Pet Year 

O OOOO I 

0 0206! 

003471 

0.0000; 

OOOOO! 

0 2404 

0 0461' 

O OOOO I 

0.1713: 

0 0042 j 

0 0229] 

OOOOO.' 

OOOOO, 

ooooo: 
01431j 

0,00911 

0,0371; 

o.qoooj 
OOI 151 

ooooo! 
o.ooooj 
0.1045! 

0 207 l ! 

ooooo! 
0.7493; 

0.1074! 

0.0000; 

0 OOOO: 

00115' 

0.0742 j 

0 0 9 l 4 i 

0,0036; 

00167: 

0.0034; 

0.0404 j 

O.ooooj 

9.07 

Predicted 

Injuncs 

Per Year 

OOOOO' 

0 I I 6 2 I 

0 1195: 

OOOOO; 

OOOOO 

0.77201 

0 1996 

OOOOO; 

06707 

0.0573 

0 0696 

cooooi 
oooooi 
o.ooooj 
0 49051 
0,09741 
0.074qi 
oooqoj 
0.0477,' 
oooooi 
ooooo 
0 31031 
0.65351 
ooooo; 
1 9112i 
043141 
0 0000; 
OOOOOI 
0 31601 

0.4976; 

04169 ' 

0 02111 

00901 

00153 

0 1534 

0,0000' 

27.22! 

Psgr 

Tra in s 

Day 

50 

0 

0 

°i 
ol 
Ol 

0| 

c 
0 

0 

0 

0 

0 

0 

4 

4 

4 

0 

0 

0 

4 

2 

2 

2 

0 

0 

0 

0 
I 
t 
0 

0 

0 

0 

0 

0 

P o l l Acqu l i l t l on Ca ie 

Frt To la l Change Predicted 

Trains Trains in Accidents 

Day Day Trains Per Year 

12.5 62 5, -9 OOOOO 

121 121 -9 

17 4 17 4 -1 3 

13 3 13 3 -3 9 

213 213 -3 6 

30 9 30 9 .5 5 

26 3 26 3 -4 9 

49 7 49 7 7 3 

37 9 57 9 13 6 

14 14 -3 3 

27 4 27 4 2 3 

4 4 -3 3, 

9 3 9 3, 39 

6 9 6.9' 1.3 i 

42 1 46 1 ' 0,3: 

36.6 40 6 3 1 

49 1 53 1 -0 6! 
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2 2! 0 3 , 
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2 2. 1.4 

129 12.9: - 6 4 ; 

141 I 4 l ' . 1 9 ' 

• I 

0 3922 

06230 

OOOOO 

OOOOO 

2 8654 

0 8284 

OOOOO 

3 1041 

0 2405 

0 2617 

OOOOO 

OOOOO 

OOOOO 

j 8346 

0 5841 

0 3598 

OOOOO 

0 2132 

OOOOO 

OOOOO 

1 3476 

2 5156 

OOOOO 

5 9815 

2 0450 

0.0000 

0.0000 

1 8419 

2 1931 

I 5220 

0 0779 

0 3409 

0,0618 

0.5169 

OOOOO 

102 27 

Predicted 

Fatalities 

Per Year 

OOOOO 

00183 

00537 

OOOOO 

0 OOOO 

0 2312 

0 0442 

0 OOOO 

0 1894 

0 0040 

00232 

OOOOO 

OOOOO 

ooooo 
0.1440 

0 0093 

0 037l! 

OOOOO 

00139 

OOOOO 

0 OOOO 

0.0960 

0 2095 

0.0000 

0 5692 

0 1132 

OOOOO 

0.0000 

0 1026 

0 0818 

00176 

0 0037 

00192 

0.0043 

0 0366 

0.0000 

8.84 

Predicted 

Injuries 

Per Year 

OOOOO 

0 1029 

0 1862 

OOOOO 

OOOOO 

0 7434 

0 1924 

0 OOOO 

0 7107 

0 0551 

0 0707 

0 OOOO 

OOOOO 

OOOOO 

04912 

0 0997 

0 0738 

OOOOO 

0 0572 

OOOOO 

OOOOO 

0 3501 

0 6609 

OOOOO 

1 5195 

0 4538 

0 OOOO 

OOOOO 

0 4461 

0 5413 

0 3998 

0.0214 

0 IOll 

OOII) 

0 1391 

0.0000 

26 52 

I 

Change in i 

A c c i d e n u 

Per Year | 

I 
-00506 

-001121 

-0 1091 

-0 0313 

0 1748 

-0 0098, 

00039' 

I 

000271 

0 0131; 

•OOOOl! 
I 

OOJ57! 

-0 1162! 

0 0213 

-1 1346 

0 1012' 

0 2411 

0 2040 

•0 0667 

00012 

00310 

00102; 

•00537! 

-2.63' 
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Table 4 
CSX Line Segments - Base Case and Post Acquisition Case 

CSI 

CS2 

(CS3 

icS4 

CS5 

CS6 

|CS7 

icsi 

CS9 

ICSIO 

1 Bate C M * 1 • 1 Pol l Acqul i lHonCai t 
1 

Psgr Frt Tolal PrtdicKd PTtdklcd iPrcdlcttd Plgr Fn ITotal Change Predicted Predicted Predicted Oiange in 

! Trains T n i n i T n h s AccMenls Fatalities ilnjuiics Trains Tnins Trains in Accidents Fatalities Injuries Accidents 

{s ia ihn Slt lkin M O l l Day Dty Day P c r Y t l i ? t t Y t i r iPet Year Day Day ;Day Tnins Pet Year Per Year Per Yeat Pet Yeat 

iRELAY POINT OF ROCK 38 0 93 01555 005)4 0 2419 0 92 92 -0 1 0.15)2 00532 02413 -00023 

BALTIMORE RELAY 7 15.5 396 551 0,3349 0.0087 0.0826 15) 427 512 ) 1 03)76 0 0088 00832 00026 

jRELAV JESSUP 7 15 5 33,1 41,6 0,2707 . 0 026) 0,0700 155 _ J7; 325 ) 9 02751 0 0267 00711 O0044 

IJESSUP ALEXANDRIA JC 17 155 334 419 OOOOO ooooo' OOOOO ISS 37, r 52 6 ) 7 OOOOO OOOOO OOOOO 

• 'ALEXANDRIA J WASHINOTON 5 155 239 394 OOOOO ooooo OOOOO 15 5 308 46 3 69 OOOOO OOOOO OOOOO 

WASHINOTON POINTTOFROCK 43 144 231 312 01872 0 1046. 0 2246 14 4 301 4J2 7 09043 01067 0 2289 00171 

POIKT OFROCHHARPERS FERRY 13 144 333 477 01648 OOI 10; 00532 14 4 41 6 56 1 ) 01724 00115 0 0556 00076 

HARPERS FERR a iERRY RUN 32 3 3 ) 403 02037 0.0272j 0,059) 40 6 476 7.3 02127 0 0285 00622 0 0090 

CHERRY RUN OJMBERIAND 65 29 31 0,4151 0.0240; 01055 "i 33 2 04212 00243 OI071 O006I 

CUMBERLAND SINNS 133 274 294 1 2131 oomj 03418 32,$j 345 51 1 2625 00926 0 3551 0 0494 

SINNS RANKIN JCT 9 301 32.8 0 3728 0.0215; 00639 40.2 422 94 0 3981 00230 0 0683 0 0260 

RANKINJCT NEWCASTLE 51 219 289 02989 O0224j 0 0695 3I.3| 313 94 0 3232 0 0242 O075I 0 024) 

NEW CA STU: YOUNGSTOWN 11) 32,6 346 09172 01233; 02616 2 396 
i 

416 7 09583 0 1288 0 2732 0 0411 

CJREENWICH WILUARO 11,6 325 345 0 5941 0,0933] 0,169) 55.2; 57,2 227 0 6733 OI058 01920 00792 

WILUARD FOSTORIA 361 325 345 28714 O3014i 0 7674 54; 56 21 5 3 2278 03392 08630 0)564 

FOSTORIA DESHLER 26 34 36 01261 01310 
1 

02347 37.9, 399 39 08465 01)42 0 2403 00197 

DESHLER WILLOW CREEK "* 21,4 23,4 6.5055 01691 1 8425 47,7j 49,7 263 7.7334 1.0)46 2 1895 1 2279 

W nXOW CREEI PINE JCT 12 201 22 1 J , I I M 0,12101 03175 36,6j ) I 6 165 1 2538 01436 0 3558 0 1)54 

PINEJCT ^BARRYD I I 0 27,6 27,6 ^,6211 0.0239j 0,1325 0 3 ) , ) ! ' " 3 3 ) 5,7 06574 00250 01387 00292 

DBSiofR roimo H 0 0 6 0,6 ^6301 q.044l{ 0,1499 0 142 1)6 1 3I6S 0 0934 0 3081 06864 

DANVILLE TERRE HAUTE 57 0 226 226 4.2649 a ) i i O [ 1,1625 0 2),9j 239 1 3 43I4 I 03218 1 1759 0 0492 

TERRE HAUTE VINCENNES 54 0 22,6 22 6 4,6991 03759; 1 3285 0 2 I . ) | 21 ) 59 4972) 0 3986 1 4058 02725 

VINCENNES EVANSVILLE 53 0 2 2 ) 2 2 ) 4.4796 0)123; 1 2345 o; )o.t; 301 I S 4I)S6 0.3)74 1)326 0)559 

ALEXANDRIA JBENNINO 6 0 117 117 OOOOO 0.0000 OOOOO 0 24.)! 2 4 ) 56 OOOOO OOOOO OOOOO 

FREDERICKSOLPOTOMOC YARD 49 16) ) 8 ) 01960 0.02711 00561 22 2 )4 ; 454 7.1 0 2050 0.0291 0 0595 O0090 

DOSWELL FREDERICKSBUR 37 145 162 30,7 0,0000 OOOOO' OOOOO 145 22.li )7.) 6.6 0.0000 OOOOO OOOOO 

RICHMOND DOSWELL 24 145 171 ) 2 ) 1,4464 0.1701i 

• 
03802 145 24.(1 ) 9 ) 7 1 49)6 01751 0)927 00472 

i 
iTOTAL 34.20 3 31 9 3 ) 1 )7.65 )67 1021 )45 
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Table 5 

1 • " 1 iBase Case 1 Post Acquisition Case j 
iP»l' iprl 1 Total Predkled Prrdicled Predicted Psgr Frt Total Change Picdicled ^Predicted Predicted C'hange in i 

j 

I Tn ins >Tninl Tnins Accklenis Fatalities ; Injunes Tnins Trains Trains in Accidents Fatalities Injuries Accidents ; 

Station Statinn Miles loay ;Day Day_ Per Year Per Year ;Per Year Day iDay Day Trains Per Year Pet Year Per Year Per Year | 

; N S 1 iHtgentown. M Riverton Jcl. V, 59 oi I D 11.3 OI7S0 0 09)0 021)5 0 199 199 16 1 02S4 01095 0)311 0150): 

Riverton Jct.V/Roanoke, VA 111 o' ) 9 3 9 0 2215 0.0226 0.0702 0 12 1 12 1 12 0 2894 0 0298 0 0918 00680 

NS2 Riverton Jcl. V / M a n a i i a i , VA SI 0; 11 } 11 ) 1,2452 0 0941 0)702 0 88 88 -2 5 1 1691 0 0885 0 3480 -0 0761 

NS) BurTih iFW.NVAihiabula.OH 128 o; 1) 1) 2,7765, 02460 0.7617 0 251 2S 1 12 1 ) 3024 02929 0 9136 0 5259! 

A i h l t b u l i . O H Cleveland. OH 50 O! ' J 1) 1,77)0 01134 0)227 0 35 2 35 2 22 2 2 2931 0 2385 0 6761 0 5201' 

NS4 Clevebnd.OH Vermillion, OH )7 0 1)5 1)5 )4 I66 0 2440 092) ) 0 378 378 24) 4 3460 O3096 1 1739 0 929) 

Vennilion, OH Bellevue, OH 26 
i 

o; 
156 J5.6 09257, 0091) 02850 0 31 8 31 8 16 2 1 IISO 0 1187 0 3430 0 189)' 

Bellevue, OH Ft Wayne, IN 120 oi 2 ) 9 2 ) 9 9,65)7 10256 21)99 0 285 28 5 46 100856 1 0722 2 9671 04319. 

NS5 Ft Wayne, IN Harnnond, IN {29 0 16 16 I9 , I4 ) ) | 1,7655 56)7) 0 1 1 . 11 1 25 21.0834 1178) 5 9879 1.237ll 

Ksmnond.IN Calumet, IN 1 0 2 6 ) 265 1 6950j 00776 0 ,397) Ol 12 8 128 •1)7 1 4666 
1 

00670 0 3441 •022841 

;NS6 Ft Wayne, IN ;Munele,IN 64 oi 196 19 6 10 7615 01647 ) 1)88 0 15 •46 10 1540 O8140 2 9613 •0 6075, 
I 

NS7 Ft Wayne, IN Lafbyctte Jcl, 1 l i s o; 202 202 1371)0 01667 )6704 0 378 378 17.6 15 8223 1 0029 4 2364 2 1094; 

Lafayette Jcl, IhSHney, IL 71 o! 22,7 22,7 )4006; 0)245 09284 0 412 41 2 18 5 3.8964! 0)750 1 0669 04958j 

Sidney, IL Tolono, IL 10 01 21 ) 21 } 1,0615, 0,1)0) 0 ) ) 1 0 ol 37 1 37 1 151 1.2097 01486 03771 0 1482! 

Tokjno, IL BemenI, IL t l 0. 21,6 21 6 04)11 0 0465 0 I ) ) 1 0 354 354 131 04996 O0529 0 1515 0 0608! 

Bcment, IL Decatur, IL 20 0 2 6 ) 2 6 ) 22121 O0I96 0)117 0 ̂  406 406 143 24219 0 0988 0 5697 0.2162 
t 

Decatur, IL Mobef ly ,MO 209 oj 108 I O I 41124; 03613 1 )749 0 17 3 173 65 5 4935 04148 1 5458 06111! 

i Mober ly ,MO CAJc l . MO 94 0 116 116 O72I0 00176 02)01 0 259 259 7.) 0.7874 O0957 0 2520 O0663 

i CA Jcl, MO N Kanias Cily 31 0 )0 30 1,2651, 01452 0 )7 )4 0 313 31 3 1 ) 1 27831 01467 0 3771 00125' 

;NS8 Coluntbui.OH Bucyrus, OH 69 oi 257 2 )7 }242l> 0 , ) } t ) 094)9 0 31 6 316 59 3 4029 0)560 0991) 01607. 
;NS8 

Bucyrus, OH Bellevue. OH 34 ( 
0-

26 26 1.00641 O l l l l 0)099 0 345 )45 I S 1.0826 01271 0 3)32 0 0762' 

i Bellevue, OH Sanduiky Doc 15 o; 1.4 1,4 0,46611 00)61 01)32 0 5.9 59 4,5 06299 0.0503 0 2061 01631 

NS9 Alenndr la, IN Munci«, IN 16 "i 2 6 26 205)4 O0991 0 5346 0 118 11 1 92 2 9327 0 1426 0 7613 0 879)i 

NSIO IC95ST ChlcagiOibson Cily, IL 99 ol 
( 

2 2 0,2571; 00)22 00803 oj 52 52 ) 2 O3052 0 0389 0 0944 0 0474 

Grtison City, IL BemenI, IL 41 0' 5,4 54 o , ) ) i i ! 00)47 010)5 0 7 7 1,6 03512 0 0368 01119 O020li 

IBEMENT.IL (iranile Cily, IL 106 Oj 9 1 9 1 40169 0 2794 IOS56j 0, 15 3 15) 55 44710 03118 1 1729 04S4I; 

-
Onnile City, IL TRRA Madlso 

6 oj 119 t8.9| 0,0000 OOOOO 0.0000 0; 239 2 )9 S 0.0000 OOOOO OOOOO 

NSI I Ehrore,WV Deepwal t t .W' 60 o! 03 0 ) . .. 0; 0 0 0 1 23 2 ) 2 0, 0 0 1 NSI I 

Deepwater, W V Pinnacle Cr* Jc 17 Oj 4,6 4,6 0 

; 
0 0 0 4 9 

i 
49 03 oi 0 0 1 

I 

! 

• • 
1 TOTAL 92 26 7.71 2591 10092 142 21)9 166 
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E) THE PROPOSED ACQUISITION - FRA's DETAILED REVIEW 

1) Operating Practices Safety Findings 

a) Accident and Incident Reporting Requirements 
Neither the NS nor the CSX operatmg plans addresses measures each raihoad will take to 
comply with the Raihoad Accidents/Incidents regulations, 49 C.F.R^ Part 225. Neither do they 
identify who will admmister and oversee the mandatory monthly reporting requirements and the 
maintenance of an "Intemal Control Plan." The operating plans do not set out the manner in 
which the railroads will inform former Conrail employees about procedures available to 
employees who perceive intimidation and harassment under Part 225. These elements are cntical 
to ensure compUance with minimum safety standards. 

b) Alcohol and Drug Use 
Neither the NS nor the CSX operating plans addresses measiû s each railroad will take to 
comply with the Alcohol and Drug regulations, 49 C.F.R. Part 219. In particular, the operating 
plans are silent about carrying out their respective Post Accident Toxicological Testing programs 
and Ranf̂  jm Drug and Acohol Testing programs. Further, NS' operating plan does not address 
how it will extend FRA's Reasonable Cause Testing authority to include the acquired territories. 
Apphcants must decide how to integrate the acquired territories with their current alcohol and 
drug programs, especially the CSAO territories. 

c) Railroad Operating Rules 
Neither the NS nor the CSX operating plans addresses measiffes each raihoad will take to 
comply with the Raihoad Operating Rules regulations, 49 C.F.R Part 217. Currently, NS and 
CSX employ different operating rules, timetables, and timetable special instructions goveming 
the movement of trains and engines over their respective territories. Moreover, neither Apphcant 
identifies which set of operating rules will govern oi»erations on CSAO or the Amtrak Northeast 
Corridor, w hich currently is govemed by the NORAC rules. Each railroad must determine the 
type and quahty of mstmction and training that it intends to provide to former Conrail employees 
subject to Part 217 to ensure that these employees are conversaiit with the operating mles 
goveming their assignments. This especially critical on the Northeast Corridor where fieight 
trains will occupy the same track segments as high sî eed passenger trains operating at speeds in 
excess of 125 mph. 

d) Operational Tests and Inspections 
Neither the NS nor the CSX operating plans addresses the manner in which the railroads will 
integrate former Conrail employees into their respective operational test and inspection 
programs, as required under 49 C.F.R. Part 29 217.9 and what operational test and inspection 
program will apply on the CSAO. This is especially important in view of the planned reduction 
in management employees responsible for implementing operational test and inspection 
programs. These officials perform a vital function in ensuring that employees are conversant 
with the operating mles goveming the movement of trains or engines. Apphcants must invest 
adequate resources in their respective operational testing programs by focusing on training and 
by mstmctmg former CR employees on the meaning and qiplication of operating mles. 
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e) Qualification and Certification of Locomotive Engineers 
Neither the NS nor the CSX operating plans addresses measures each railroad will take to 
comply with Federal regulations goveming the Qualification and Certification of Locomotive 
Engineers, 49 C.F.R. Part 240. Applicants nmst consider: 

(1) the assigned divisions and offici.ils that will integrate the current engineer 
certification programs with the territories acquired 

(2) the timetable m which the raihoads will file their engineer certification programs 

(3) the maimer in whî h former Comail locomotive engineers will be qualified and 
certified to operate on the acquired territories, including the CSAO. 

Additionally, neither plan provides any information on how the railroads will carry out the 
Federal regulations goveming train handhng and air brake appUcations on acquired territories, 
including the CSAO and the Northeast Corridor. The raihoads need to issue rules goveming 
these operations aud in.stmct employees wLo will be operating trains or engbes in unfamiUar 
territory. 

f) Hours of Service Laws 
Neither the NS nor the CSX operating plans addresses measures each railroad will take to 
comply with the hours cf service laws or the record keeping requirements set out m 49 C F Jl. 
Part 228. FRA beUeves there are three principal deficiencies that the Applicants must address 
before integration can be accompUshed: 

(1) First, the railroads must demonstrate how they intend to comply with FRA's 
interpretations of the hours of service laws and record keeping regulations on the 
newly acquired territories. For example, the carriers must record the type and 
hours of woric performed by covered service employees as defined under the 
statute and limit hours of service to periods prescribed by law. 

(2) Second, efforts to develop, implement and deploy an electronic hours of service 
record keeping system should be enunciated in the plan. CSX, for instance, has 
an authorized system in operafion for its yard and train and engine employees. 

(3) FinaUy, the plans should describe any inifiatives to centralize crew management 
functions performed on former Conrail territories. To illustrate, FRA has foimd 
that the crew management systems employed by Conrail and CSX are different 
and cannot be reconciler.. 

Applicants should articulate concrete ideas to rectify these shortcomings. 

g) Yard Operations 
Neither of the Apphcants' operating plans describes how the raihx>ads will train and instmct yard 
employees and tram and service employees on the physical characteristics of former Connul 
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yards and terminals. In light of the difficulties employees encoimtered in unfan-iUar yard and 
termmals following the merger of the UP/SP. acquiring raihoads should re-exam,'ne their 
respective plans and develop detailed programs ensuring that the employees responsible for yard 
or tenninal operations are famiUar with the mles goveming these operations. 

2) Motive Power And Equipment 

a) General MP&E Concems 
FRA is concerned about tlie qualifications of the individuals that will be responsible for 
performing required inspections and tests of the equipment. Neither operating plan indicates 
how the raihoads are planning to assimilate the employees they acquire into the railroad's 
corporate culture, nor is there any discussion regarding how new policies, procedures, and 
practices in the mechanical department will be implemented. 

FRA is also concemed that the Apphcants have enough individuals with adequate quaUfications 
to perform train air brake tests, pre-departure inspections of Slight cars, and daily locomotive 
inspections, as required by federal law. 

The operating plans submitted by Applicants contain information about achieving efiBcient 
movement of freight irafiBc by "blocking" trains, and then changing blocks of cars, or "block 
swiping," at various locations. In this practice, freight cars that are destined for a common 
geographical destination are assembled together, or "blocked," and then added to or removed 
from trams (i.e., "block swapped") m the assembled "blocks" at various locations. This practice 
reduces the number of times cars have to be classified, enables trains to bypass traditional 
classification yards, and expedites the exchange of cars and/or entire train consists with 
connecting railroads. While FRA supports such efficiency enhancements to railroad Slight 
operations, it is very concemed that such operations have the potential of compromising 
compUance with federally-mandated mechanical safety inspections of fieight cars and train air 
brake tests which FRA caimot pennit 

A pre-departure mechanical inspection pursuant to 49 C J . R 215.13 is required at each location 
where a freight car is placed in a train. Additionally, 49 C.F.R, 232.12(a)(1) requires a train to 
receive an initial tenninal road train air brake test where the train consist is changed, other than 
by adding or removing a soUd block of cars. In the operating plans, Apphcants discuss locations 
where blocks of cars will be assembled, the routing of trains, and various locations where blocks 
of cars will be removed and/or added to trains. However, neither operating plan indicates a 
commitment, nor offers any provisions for perfonning the required pre-departure mechanical 
inspection of fieight cars or initial tenninal train air brake test on trains that have multiple blocks 
of cars added and/or removed. 

b) MP&E Locomotive Inventory Concems - CSX 
The CSX operatmg plan states that, although the need for additional locomotives to handle traffic 
growth is anticipated, overall locomotive requirements can be reduced by 22 tmits, and that CSX 
anticipates a net locomotive reduction of 59 units. The operating plan proposes to accompUsh 
this reduction with improved maintenance and equipment servicing practices, combined with 
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unproved utilization of the locomotive fleet over more efficient routes. These statements must 
be clarified. There are a number of situations with severe safety consequences that can develop 
due to an inadequate number of locomotive units if traffic increases as anticipated. For example, 
CSX may elect to operate sub-standard or potentially defective equipment in order to meet the 
increased traffic demands. CSX may not be able to adhere to the statement they made on page 
32 of their plan about retiring older and less rehable pieces of equipment to increase the overall 
efficiency of the combined fleet. Other potential consequences include: Hours of Service 
problems; the circumvention of required inspections; the operation of defective equipment; and 
the impUed pressures from many sources that would be placed on mechanical and operating 
employees at all levels to cut comers and take chances to expedite delayed or potentially delayed 
train movements. 

c) MP&E Locomotive Maintenance & Inspections Concerns - CSX 
The CSX operating plan discloses an intention to install locomotive inspection pits at major 
fueling facilities on the acquired properties. These inspection pits would be used to perform 
lubrication and minor repairs while the locomotives are being fueled and serviced. Additionally, 
the plan indicates that these inspection pits would also be used to perform locomotive "periodic 
inspections." 

Fueling faciUty -nspection pits may have the potential for eliminating the need to send a 
locomotive to a major repair shop for minor repahs. However, FRA has a number of safety 
concems related to this proposed activity, e.g., how far ̂ art wiU the repairs and fueling take 
place; how will CSX guard against fuel residue being ignited by sparks; would this arrangement 
comply with OSHA regulations. FRA is also concemed over the proposal to perform "periodic 
inspections" at the proposed fueling faciUties. First, FRA questions whether a proper thorough 
inspection and/or repair could take place at a major fiieling faciUty. The primary purpose of 
modem main Une fueling facilities is to expedite train movements. This would put severe time 
pressiues on mechanical forces engaged in inspections and rqiairs, where thoroughness, not 
timeUness, is the primary purpose. Second, FRA is unclear whether "periodic inspections" could 
adequately be performed at the proposed locations of Buffalo and Albany, New York, and 
IndianapoUs, bidiana. These locations are in "snow belt" regions where it is not unusual to have 
locomotives arrive at fueling locations with their tmcks fiiUy encapsulated in ice and snow. Such 
conditions make the perfoimance of routine daily inspections difficult. They would make the 
perfonnance of "periodic inspections" virtually impossible. We are also concemed as to whether 
CSX has given sufficient thought to providing for employee safety in the proposed fueling 
faciUty inspection pits. Severe weather conditions can contribute to unsafe working conditions 
in and around inspection pits that are improtected from the elements. CSX must provide more 
details regarding the inspection pits and the environment where the proposed periodic inspections 
are to be performed. 

d) MP&E Freight Car Inspection^ and Repairs Concerns - CSX 
CSX has recently had problems related to proper securement of trailers and containers on flat 
cars (TOFC/COFC securement). Two CSX trains with improperly secured trailers have caused 
major colUsions/deraihnents with Amtrak trains. One incident occurred on May 16,1994, near 
Smithfield, North Caro Una, resulting in one fataUty, 29 injuries, and $3.8 milUon in damĵ es. A 
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similar incident took place just outside Washington, D.C. on July 8,1997, where 3 people were 
injured. On July 13, 1997, CSX had a trailer fall ofif a train at Halethorpe, Maryland. CSX must 
state its intentions for resolving these TOFC/COFC securement problems, and provide the 
policies and procedures it plans to implement at loading faciUties to be acquired firom CR. 

e) MP&E Other Concerns - CSX 
FRV recently concluded a multi-disciplinary safety assessment of CSX. This assessment was 
not related to the proposed acquisition of CR. However, in the area of motive power and 
equipment, a number of system-wide major areas of safety concem were identified and 
documented. CSX is developmg an action plan to specifically address these concems, which is 
commendable. However, FRA beUeves that CSX should specifically address how it proposes to 
prevent such conditions from developing or occiuring on the areas of CR it proposes to acquire. 

f) MP&E Locomotive Inventory Concems - NS 
NS' operating plan projects the need o*"268 fewer road locomotives and 22 fewer yard and local 
service locomotives, even though business is projected to increase. NS must provide more 
infoimation regarding how it proposes to accomplish this reduction, if the projection for traffic 
increases is correct. A nimib?r cf saiety concems arise should miscalculations in this area lead to 
shortages of motive power. Motive powe. shortages have the potential of causing: Hours of 
Service problems; operation of defective locomotives; and circiunvention of required 
inspections. 

g) MP&E Locomotive Maintenance & Inspections Concerns - NS 
FRA is cuirently holding in excess of 1,000 potential violations ofthe federal power brake 
regulations that have been written against NS. ?̂ ormal processing of these potential violations 
has been defeired, based on NS' agreement to submit a plan addressing these brake-related 
problems to FRA's satisfaction. In conjunction with these potential violations, NS has 
approached FRA about the possibiUty of moving fivight cars with known air brake defects to 
repair locations of their choosing. This is not pennitted under current law. To make a proper 
safety assessmî t, NS must show how it intends to keep these brake-related problems fiom 
developing and being magnified on the portions of CR it proposes to acquire. 

3) Track And Stmctures 

a) Stmcture Concerns - CSX 
The Operating Plan submitted by CSX does not address the issue of bridge management, 
maintenance, and rehabilitation. The managem̂ 'Ut of railroad bridges so as to ensiue their 
integrity is vital to the safe and practical operation of the property to be acquired from CR, 
including a number of bridges that have finite economical and s^e Uves under current traific 
levels. A majority were built between 1901 and 1930 (see Figure 1-3). With thf increased traffic 
levels anticipated in the operating plan, their Ufetime.; ma/ weU be reduced. If traffic is 
increased, these bridges will require increased levels of repair, rehabiUtation, or replacement as 
they continue to age and fatigue. 
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A primary defense against the risk of catastrophic bridge failure is a comprehensive and effective 
bridge mspection program. Such a program will detect and protect against the development of 
such a failure. Even when bridges are in optimal condition, a comprehensive inspection program 
is vital to safety, given the possibility of extemal damage or other unanticipated adverse 
conditions. 

CR presently has 45 full-time Bridge Inspectors who are directly supervised by five Supervisors 
of Bridge Inspection. Supporting them is a system headquarters staff that includes a highly 
experienced Steel Bridge Rating Inspector, a Rating Engineer, and two Senior Sfructural 
Inspectors. These personnel are all under the direct-on ofthe Engineer of Stmctural Inspection 
and the Assistant Chief Engineer - Sffuctures. 

Conrail has a bridge mspection policy that requires every bridge to be mspected annually and 
every open-deck brid'Jie and timber bridge to be inspected twice each year. Bridges with 
conditions requirinp closer observation are programmed for even more frequent inspection. 
Those bridges, tof,ether with bridges programmed for capital program woric, are placed on the Ust 
for the System A mual Inspection. This inspection is conducted by a Senior Stmctural Inspector 
together with the affected Division Engineer, division staff officers, and local stmctural 
supervisors. 

All Conrail bridge inspections are recorded. The routine inspections are entered into a computer 
file. The System Annual Inspections are recorded in memo fonnat. Conrail tracks the interval 
between inspections, flagging those that are reaching the limits ofthe pohcy. Until recently, 
CSX performed nearly all bridge inspections with local Bridge Supervisors, under the 

Conrail Bridges by Year Constructed 
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Figure 1-3 

supervision of the District Bridge Engineers. Two System Bridge Inspectors were each equipped 
with hi-rail bridge inspection tmcks equipped with multi-segment booms and buckets. These 
tmcks were assigned to the inspection of major stmctures in conjimction with local forces. 
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Recently, CSX transfen-ed some ofthe Bridge Supervisors to Bridge Inspector positions. The 
inspectors were given responsibility for all bridges in the temtory formerly assigned to several 
Bridge Supervisors. The territories of the converted Supervisors were added to the 
responsibilities of adjoming Supervisors. The total number of Supervisors and Inspectors equals 
the previous number of Supervisors. 

FRA has two concems. First, CSX must address the need for accelerated bridge rehabiUtation 
and renewal on the Conrail routes it proposes to acquire, taking into consideration the increased 
traffic levels projected for these routes may result; and, second, CSX must unplement a bridge 
inspection program at least as effective as the current Conrail program to ensure that safety-
critical conditions do not develop on the bridges to be acquired from Conrail. 

b) Stmcture Concems - NS 
The operating plan submitted by NS does not discuss bridges under the heading of 12.7.1, 
"Program Maintenance, Track and Stmctures." However, in section 12.7.2, "Non-Program 
Maintenance, Track and Stmctures," NS proposes to place stmctural non-program maintenance 
under the respective Chief Engineers - Line Maintenance and their subordinate Division 
Engineers. Section 12.7.3, "Inspection, Track and StiTichu ,̂" of the operating plan, proposes to 
extend NS' system of bridge inspection by first Une supervisors to the CR property it will 
acquiie. 

As is the case with CSX the portion of CR to be acquired by NS has bridges that have finite 
economical and safe lives imder current traffic levels. With the increased traffic levels 
anticipated in the NS plan, these Ufetimes may well be reduced. If traific is increased, these 
bridges wiU require increased levels of repair, rehabiUtation, or replacement as they continue to 
age and fatigue. 

The NS bridge inspection poUcy differs from CR's in that first-line supervisors and their 
employees perfonn nearly all NS bridge inspections. NS states in its Operating Plan that the 
advantage of this approach is that a supervisor is present to make immediate decisions 
conceming conditions revealed by the inspection. 

Three bridges on routes sought by NS are projected to see mcreased levels of doiible-stack 
intermodal traffic. They are: 

• The Southem Tier Line of the Albany Division was constituted by the former Erie 
Raihoad in tiie 1840's. Several notable bridges are located on ihat hne. Bridge 189.46 at 
Lanesboio, Pennsylvania carries two main tracks over Stamicca Creek on 17 stone arches 
with 50-foot spans and 100-foot elevations. The 1,040-foot-long bridge is one of the 
older stmctures on Conrail, having been built in 1848. It underwent a major 
rehabiUtation by Jie Erie Lackawanna Railroad in the early 1960s, and is in generally 
good condition today. However, stmctures ofthis type reqiure detailed attention fiom 
inspector, including detecting, measuring and mapping deterioration of individual 
stones. 
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• Bridge 361.66 at Portage, New Yoric carries 820 feet of single main track of the Southem 
Tier Line over the Genessee River on 10-deck girder spans and three pin-''onnected deck 
truss spans. The superstmcture was built in 1903, but the towers supporting the viaduct 
were constmcted m 1875. The entire bridge requires a high level of inspection and 
attention to enable it to safely carry its current levels of traffic. It is close to the limit of 
its useful Ufe. 

• The Pittsburgh Line of the Philadelphia Division crosses the Susquehanna River at 
Rockville, Pennsylvania on Bridge 110.36, a 17-span stone arch stmcture, 3,971 feet 
long, built m 1900. Regular inspection by Conrail detected a bulge in the south spandrel 
wall at pier 19, and Conrail began to arrange for a contractor to install a tieback system to 
restrain the wall movement. Several days before the contractor was to begin work, the 
wall failed and let four cars of coal faU into the Susquehanna River. This bridge, like 
Starmcca viaduct, receives detailed inspections to monitor the condition of individual 
stones that begin to show signs of distress. The failure ofthe bridge does not necessarily 
indicate a failure ofthe inspection program. 

In Ught of the preceding, FRA has two safety concems: first, NS must address the need for 
accelerated bridge rehabiUtation and renewal on the CR routes it proposes to acquire to 
accommodate the increased traffic levels NS projects for these routes; and, second, NS must 
continue a bridge inspection program at least as effective as the current program on Conrail. 

c) Stmctures - Other Safety Concerns 
FRA has detennined that CR has increased its original bridge capital progiam budget of $16236 
milUon by $ 1.3 milUon. Conrail had planned to place more emphasis on bridge rehabiUtation 
rather than bridge replacement, although replacement woric wiU continue at some level. The 
FRA is concemed that CSX and NS should make the necessaiy expenditures to keep up with the 
needed maintenance or replacement of Conrail's 16,000 bridges. Both CSX and NS must give 
careful consideration to this issue in their acquisition planning. Of fiuther concem is how this 
issue will be addressed for the proposed CSAO. 

d) Track Concems - CSX 
The CSX operating plan proposes to utilize Conrail roadway production gangs in southem areas 
in the winter months, and in northem areas ii the summer months. However, projections show 
that 473 jobs in the maintenance of way area on CSX wiU be eUminated if the acquisition occuis. 
Most of these are roadway production forces. Further clarification is needed to detennine 
whetiier a potential degradation of system-wide safety and in the CSAO areas could occiu: fiom 
these proposals. 

Additionally, CSX's plan provides that fewer maintenance-of-way machines would be needed to 
mamtain the railroad following the acquisition. FRA is concemed that sufficient maintenance 
equipment be available to maintain the expanded CSX system to the appropriate level of system-
wide safety and in the CSAO areas. 
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The line segment fiom Northem Jersey Terminal to Albany, New Yoric, has suffered recent rock 
sUdes. Conrail has made commitments to remstall rock shde detection systems previously 
removed fiom certain locations. Conrail has also conunitted to install additional rock slide 
detection systems at sites identified by Conrail's contractors and State of New York geologists. 
This pledge includes installation of audible wanung systems in the cabs of locomotives. CSX 
must honor these commitments. 

e) Track Concems - NS 
The NS operating plan proposes to eliminate 473 jobs in the maintenance-of-way area, a number 
identical to the one in the CSX plan. Most of these are roadway production forces. Further 
clarification is needed to determine whether a potential degradation of system-wide safety and in 
the CSAOs could occur fiom this proposal. 

f) Track - Other Safety Concerns 
The operating plans of both the CSX and NS fail to mention any maintenance plans for 
secondary lines and smaller yard faciUties which will be acquired. Additional information 
should be provided by CSX and NS which address tbe maintenance levels which are being 
proposed for these locations. 

4) Signal And Train Control 

a) Signal and Train Control (S&TQ Concems - General 
There are two signal and train control-related safety issues. 

(1) First is the absence of proposed Communications & Signal (C&S) budgets. 
Although budgets are simply financial planning guidelines, they reflect the mind­
set and commitments of the organization preparing them. Without budget 
authorization, fraining, maintenance, capital in )̂rovements, and research and 
development projects and programs do not occur. 

(2) Second is the abscsice of any description of how the safety of operations wiU be 
maintained as exiimng signal systems are migrated to, or integrated with, acquired 
properties and Une segment systems. 

b) S&TC Concems - Locomotive and Wayside Signal Equipment 
My concem in this area focuses on inconqiatibiUties in on-board locomotive Automatic Cab 
Signal/Automatic Train Control systems (ACS/ATC) between the motive power fleets ofthe 
three raihoads involved in the proposed acquisition. 

The combined locomotive fleets will consist of locomotives equipped with either a mixture of 
ACS/ATC systems or none at aU: 

• CSX is known to have about 70 locomotives equipped with ACS/ATC that are captive to 
its existing system. 
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• The NS locomotive fleet is presently non-equipped for ACS/ATC operations. 

CR has an extensive fleet of ACS/ATC-equipped locomotives. 

The CSX ACS/ATC system is incompatible witii tiie CR ACS/ATC system. 

Other aspects of this concem involve the proposed CSAOs, and Amtrak's Northeast Corridor 
(NEC). Locomotives operating in the CSAO and the NEC will need to be equipped with 
ACS/ATC compatible with the signal systems existing m these locales. Additionally, 
locomotives operating in the NEC will need to be equipped with Automatic Train Stop (ATS). 

Given the fact that CSX and NS intend to distribute CR's fleet of locomotives between them, and 
that both also projec' post-acquisition net reductions in their respective locomotive fleets, the 
following safety concems must be fully addressed. 

• How do CSX and NS plan to allocate and distribute ACS/ATC-equipped locomotives 
over their respective portions ofthe acquired properties? To equip additional 
locomotives with ACS/ATC compatible with that in operation on the present CR lines 
would be expensive. If shortages of locomotives develop, CSX and NS may attempt to 
operaie non-equipped locomotives in these fonner CR territories. What safeguards wiU 
be estabUshed to ensure that non-equipped locomotives will not be operated on former 
CR territories where ACS/ATC systems are in operation? 

What are the plans of CSX foi integrating its ACS/ATC system witii tivat of CR? Does it 
intend to convert CR's system to its own, or vice versa? Or does CSX intend to eliminate 
or reduce ACS/ATC territory on the acquired portions of CR and/or own its present 
system? 

• NS presently does not operate ACS/ATC-equipped locomotives. Does it plan to equip its 
existing fleet, use only equipped locomotives obtained fiom CR, or take some other 
approach? Does NS intend to instaU ACS/ATC systems on all or portions of its current 
property? Does it intend to maintain the ACS/ATC systems presentiy in operation on the 
portions of CR it will acquire, or scale-back or eliminate these systems? 

• How will CSX and NS ensure that only locomotives properly equipped with prescribed 
ACS/ATC/ATS systems wiU be allowed to operate in tiie NEC? What safeguards will be 
estabUshed to prevent non-equipped locomotives from being operated in the NEC should 
shortages of locomotives occur? Such shortages are a very real possibiUty in Ught of 
infonnation provided in the Operating Plans submitted to the STB. The plans project 
increases in freight traffic, increases in the number of trains to be operated in the NEC, 
and decreases in the total number of locomotive units in the post-acquisition CSX and 
NS fleets. 

39 



c) S&TC Concems - Locomotive and Wayside Signal Inconsistencies 
The disparity between wayside signal aspects and indications on CSX, CR, and NS is a major 
safety concem to FRA. Ail raihoads operatmg in tiie NEC are govemed by tiie operating mles of 
the Northeast Operating Rules Advisory Committee (NORAC). These mles contam signal 
aspects and indications unique to tiie Corridor. There are inconsistencies between wayside signal 
aspects and indications aheady m existence m Uie NEC and on tiie tiiree raihoads involved in tiie 
proposed acquisitions. The situation may worsen following the proposed acquisition. 
Applicants must reveal how tiie raihoads mvolved are planning to prevent, mitigate, and/or 
eliminate the disparities. 

Some ofthe less complex examples of present disparities in the following Table 6 and the two 
'Tvlotes" will serve to illustrate these concems. 

Table 6 

Locomotive and Wayside Signal Inconsistencies 

Railroad Signal Aspect Signal Indication Infoimation Conveyed 

CSX Yellow over Yellow 

Yellow over Green 

Advance Approach 
and 

Approach Slow 

Approach Medium 

30 mph (former C&O) 
and 

15 mph (foimer Family 
Liies) 
30 mph 

NS Yellow over Yellow 
YeUow over Green 

Advâ  X Approach 
Approach Medium 

30 mph 
40+mph 

CR/NORAC Yellow over YeUow 
Yellow over Green 

Approach Slow 
Approach Medium 

15 mph 
30+ mph, except 

45 mph, ATC-enforced 

Proposed CSAO Same as CR Same as CR Same as CR 

Note 1: CR signal aspects and operating rules provide for a "Limited Speed" of 45 mph, a "Medium 
Speed" of 30 n^h, and a "Slow Speed" of 15 mph. Neitiier CSX nor NS aspects and rules 
provide for "Limited" or "Slow" speeds, and only CSX provides for "Medium" speed. 

Note 2: CR cab signal (CS) and traf!ic control system (T'S) signals operate at 100 cycle frequencies. 
C;SX's CS and T'S signal frequencies operate at 60 cycles. NS is not currently equipped for 
either method of train control 

Presently, there is a confUct between CR wayside and cab signal aspects and indications on the 
NEC under NORAC operating rules. The same "Approach Medium" cab signal aspect is 
displayed for each of six different wayside signal aspects that convey six diflferent iudications. 
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Moreover, tiie present CR ATC system automatically enforces locomotive brake applications 
only at a speed in excess of 45 mph. Adoption of tiie proposed nine-aspect Automatic Civil 
Speed Enforcement System (ACSES) signaling system for tiie NEC will eUminate tiiese 
inconsistencies. However, CSX, NS, and tiie operator of tiie CSAOs in tiie NEC must continue 
to cooperate with the development and implementation of ACSES. 

d) S&TC Concems - Standardization of Engineering Practices 
Signaling practices and engineering standards are unique to each ofthe three raihoads that are 
parties to tiie proposed acquisition. There are numerous practices, policies, standards, and 
signaUng philosophies tiiat are dissimilar between the three raihoads. I am concemed that these 
items be tiioroughly addressed to eliminate any possible misunderstandings that could create 
unsafe concUtions. 

With the proposed diversification of signal territories that will result from the acquisition, 
something seemingly as simple as making changes or alterations to signal plans could become a 
safety issue. For example, consider the addition or removal of wires and components irom signal 
plans. The color red on one raihoad's set of plans can incUcate that the circuit component is to be 
removed. On another raihoad, the same color can indicate the component is to be installed. This 
issue needs clarification as to how changes or additions to C&S plans will be standardized across 
the expanded CSX and NS systems, and on the CSAOs. 

Neither CSX nor NS has submitted a Communications & Signal (C&S) migration plan. Such a 
plan is necessary to properly assess the safety unpUcations ofthe proposed acquisition. A 
migration plan should set forth how the transition wiU be made fiom operations within the 
existing separate signal systems to operations within the merged signal systems. These plans 
should also address in detail how, in the long-term, the locomotive-bome and wayside signal 
systems wiU be standardized. 

e) S&TC Concerns - Other 
FRA is aware that, mdependent of the proposed acquisition, CR, CSX, and NS had joined 
together to propose a Positive Train Contiol (PTC) project on trackage they share between 
Harrisburg, Pennsylvania; Hagerstown, Maryland; and Manassas, Virginia. For Phase I of tiiis 
project, the three carriers proposed to develop and instaU on one test locomotive, on-board 
devices that can be appUed by raihoads usmg a variety of signaling technologies. The Phase 1 
contract was expected to be let in 1997. Phase 2 would involve the instaUation of tiie PTC 
system on the Harrisburg to Manassas corridor. Conttacts for Phase 2 were expected to be let in 
late 1998 for installation during 1999. FRA has encouraged and supported this vital safety 
project, as well as PTC projects currentiy underway or planned on the properties of three other 
raihoads. FRA is concemed tiiat CSX and NS continue to move forward wl h the PTC project 
should their operating plans for acquisition of CR be approved. Clarification ofthe status ofthe 
PTC project is needed from CSX and NS, as tiie project is not addressed by the Operating Plans 
they submitted to the STB. This developing technology may become a critical link to a 
compatible, common command and conttol system for the merged companies. 
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Independent of the proposed acquisition, FRA Regional field personnel have concems expressed 
to them by C&S maintenance forces ofthe three raihoads involved. The concems are that their 
curreut workload appears to be greater than allocated manpower can properly handle. FRA is 
concemed that C&S staff reductions proposed m the Operating Plan submitted by NS could have 
adverse safety implications. Unknown is whether CSX is contemplating sinular reductions. The 
NS Operating Plan proposes to consolidate existing CR C&S seniority districts beyond their 
current 50-mile limits. CR C&S forces are aheady thinly placed. A post-acquisition expansion 
of their territory without an increase in manpower would spread these forces still fiirther. The 
FRA is concemed that expansion of the seniority districts may stretch C&S forces beyond the 
point where they can accomplish their assigned work. The adverse safety implications that could 
result include inability to perform required safety-related tests and inspections and routine 
maintenance. If C&S forces cannot perform these fimctions thoroughly, competently, and within 
prescribed time frames, there will be adverse impacts impacts on the safety of train operations. 
Moreover, it jeopardizes the personal safety of the C&S employees themselves. This stems fiom 
the human tendency to take ' shortcuts" and to be les<̂  observant of one's surroundings when 
under pressure to "get the work done." Therefore, to make a proper safety assessment, CSX and 
NS must clarify their plans conceming post-acquisition C&S staffing levels, seniority districts, 
and woricloads. This clarification should also specifically address C&S plans for the proposed 
CSAO Areas. In these Areas, sysiem support provided under the CR management system will 
have to be rearranged. How do CSX and NS propose to accomphsh this in a manner that will 
ensure safety? 

5) Hazardous Materiak 

a) Hazardous Materials Safety Concerns - General 
FRA's primary concem is with the potential for degradation of the current level of safety should 
hazardous-material related issues not be properly addressed by the parties. FRA is guided to 
fitifiU all hazardous materials requirements as specified by the Research and Special Programs 
Administration (RSPA). FRA has identified five categories in which insufficient infoimation 
pertaining to hazardous materials has been provided to enable a proper safety assessment of the 
proposed acquisition. Further information conceming these categories must be provided by CSX 
and NS so that a determination can be made regarding whether they are being given proper 
consideration. This concem is justified, given the volume and diversity of hazardous materials 
bemg transported by these carriers, and the exttemely congested urban environment in which 
much of their hazardous materials traffic originates or tenninates. 

The five categories are: 

L Hazardous materials programs 
IL Computer systems 
rv. Field inspections 
V. Education and training 
VL Conrail Shared Assets Operating (CSAO) Areas. 
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b) Hazardous Materials Programs 
Conrail's hazardous materials organization is staffed by a Duector of Hazardous Materials; four 
Hazardous Materials Field Service Managers, who have received extensive and comprehensive 
training; and 50 Hazmat Sentinels. Conrail's hazardous materials program is comprehensive and 
extensive. It consists of these elements: 

(1) Compliance Quality Inspections identify shipper preparation problems involving 
the transportation of hazardous matenals. 

(2) The Transportation Incident Severity Index (TISI) was developed to identify the 
seventy ofevery non-accident release of hazardous materials occurring on 
Conrail. Non-accident releases (NAR) are those caused by something other than a 
railroad accident (colUsion or derailment). 

(3) Hazardous Materials Public Education provides hazardous materials incident 
response education and training to fire, police, emergency medical services, and 
office of emergency management personnel in the areas served by CR 

(4) CR's Hazardous Materials Response Team members, stationed at various 
locations throughout the CR system, are immediately dispatched to every on-line 
hazardous materials emergency situation to provide on-site expertise in handling 
incidents. 

(5) The Hazmat Sentmel Training Program provides ongoing training for a select 
group of non-agreement employees. Their advanced level of emergency 
management knowledge maximizes safety, coordination, and cooperation at 
hazardous materials incident sites. 

(6) CR's Customer Contact program involves fonnal contact with chemical shippers. 
These contacts include inspections ofthe preparation for car loading and the 
loading itself, foUow-up on chemical releases to ensure proper determination of 
cause and to pre\'ent recunence, and conducting education and training of *he 
shippers' employees, ofien on the premises of the company or plant. 

(7) CR's Hazardous Materials Training Partnership is an ongoing effor. between the 
Association of American Railroads (AAR), Conrail, the New Jersey State PoUce 
Office of Emergency Management, and the New Jersey Fire Training Academy. 
Partnership efforts, focused on New Jersey because of its concentration of 
chemical shippers and receivers, include tank car incident-related training to fire 
departments and other emergency: jsponders. 

(8) The Responsible CAERCS» Partnership is an intemal advisoiy team of employees 
and supervisors at CR's Conway Yard, just outside of Pittsburgh, Pennsylvania. 
The team addresses regulatory and environmental issues at this major 
classification hub. 
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This program has effectively reduced recurring hazardous materials problems. Additionally, CR 
management has expanded the hazardous materials training of their employees, and fostered new 
parmerships with local communities throughout its system. 

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

d) The NS Hazardous Materials Program 
The NS Ha:iardous Materials Program is staffed by a manager, three Industrial Hygienists, two 
hazardous materials speciaUsts (one Principal Hazardous Materials Coordinator and one 
Transcaer and Training Coordinator), and ten Regional Environmental Operations Engineers. 
The program addresses four emergency action plans: prevention, preparedness, response, and 
remediation. The program includes field compUance audits ofthe entire system conducted by 
the manager and two hazardous materials speciaUsts. 

The ha'.ardous materials team took note that hazardous materials issues were not discussed in the 
CSX Operating Plan. The NS Operating Plan states that "many" CR employees woricing in 
environmental and safety administration areas will be relocated to the NS' Safety and 
Environmental Department's headquarters in Roanoke, Virginia. FRA is concemed that neither 
CSX nor NS has made a.ny specific proposal that addresses any commitment to, or specific 
aspects of, hazardous materials issues. FRA is further concemed that the centralization of former 
CR hazardous materials employees will result in fewer field observations and aucUts on the 
former CR territories. Additional information is needed fiom CSX and NS to address these 
issues in order to make a proper safety assessment 

e) CR Department 
Commendably, CR has expanded its Hazardous Materials Department in the recent past and 
appears more active in day-to-day hazardous materials issues than CSX or NS. Indeed CR's 
program of initial action and aggressive pursuit of non-compUance issues has placed CR "ahead 
of the curve" in the pursuit of compliance with hazardous materials regulations. FRA is 
concemed that the CR hazardous materials program wiU suffer if the proposed acquisition is 
approved. In order to make its determination, it is vital for CSX and NS to elaborate on their 
materials safety policies, particularly as regards the adoption of "best practices"safety programs. 

f) Computer Systems 
When releases of hazardous materials occur, for whatever reason, it is imperative that proper 
mformation on the specific chemical or chenucals involved is immediately available. This 
information is vital to ensuring the safety of affected railroad employees, emergency responders, 
and the general public and to implementing safe and appropriate containment and remediation 
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measures. The source of this information is the dcKumentation that accompanies each railroad 
shipment. 

At one time shipment documentation originated with railroad freight agents. They would 
transmit the documentation to local freight train crews or to yard clerics Clerks would prepare 
waybills for each car, and assemble them together with the manifest for each train. These 
documents were given to the conductor, who would deUver them to the yard clerk at the end of 
his run. In this manner, information on the content of each car in the t.-ain was immediately 
available to its crew. 

Today, all major raihoads in the United States use a computer-driven transportation control and 
communications system to oversee the movement and tracking of fieight. CR and CSX have 
centralized Customer Service Centers (CSC). NS has part of its customer service fimction 
centralized, and is moving to centralize the rest. In addition, CSX's accounting and core 
computer operating systems cUffer fiom those of NS and CR. 

At the CSX, the CSC is divided into two groups. Customer Support and Terminal Support. 
Customer Support is responsible for all contacts with customers. They also fi^quenUy have 
contact with CSX operating personnel pertaining to woric orders. The Customer Support 
personnel perform the work historicaUy perfonned by fieight agents. Customer Support at CSX 
is cUvided into teams, or Service Lanes, which are geographical portions of the CSX system. 

The CSX Terminal Support group is responsible for aU fimctions and associated paperwork and 
electronic data related to the actual movranent of the fireight. These fimctions are those 
historically performed by yard personnel, and include yarding of trains, classification, 
preparation of consists, and video verification of train makeup. 

Both groups are located in the CSX JacksonviUe, Florida, CSC faciUty. They were relocated 
there from the old regional Transportation Service Centers between 1991 and 1993. 

NS has within its Operations Department the Agency Operation Center, responsible for all 
waybilUng and demurrage, and a separate National Customer Service Center, responsible for 
customer service and car tracing. NS' customer service fimction is organized into the more 
traditional commocUty groups, unlike CSX's Service Lanes. NS' yard office fimctions are 
handled at decentralized locations throughout the NS system by the Transportation Department. 
However, effons are underway to centtalize these functions in Atianta, Georgia. The NS' 
Accounting Department is responsible for aU other revenue fimctions related to the movement o f 
freight. NS is currently completing a major rewrite of its computerized operating system. The 
rewrite includes the implementation, over the next two to three years, of the Thoroughbred Yanl 
Enterprise System (TYES), a train movement reporting and station inventory system that will 
enable centralization of the yard office functions. NS' Strategic Intermodal Management System 
(SIMS), the operating system for mtermodal fieight (trailers or containers on flat cars, TOFC or 
COFC) has been m operation for about one year. A recent review of SIMS by FRA personnel 
mdicated problems with record availabiUty to train crews conceming shipments of hazardous 
materials of less than 100 pounds. 
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CR bases its National Customer Support Center in Pittsburgh, Pennsylvania. At this location, 
clerical personnel make sure that train crews receive the required hazardous material shipping 
papers for cars in their trains. In addition, they monitor the trackside AEIs for accuracy of train 
consists and verification of block make-ups. This includes assuring that hazardous materials cars 
in trains are located in the positions required by Federal regulations. 

FRA is concemed about the lack of specific infomation in the Operating Plan submitted by CSX 
pertaining to the integration of its computer-based Customer Support System with CR's. 
Specifically, information is needed from CSX as to how it will ensure the availabiUty and 
integrity of vital hazardous materials information to operating personnel during the transition. 

FRA is also concemed about the statement in the NS' Operating Plan that it will eUminate CR's 
computerized Customer Support operating system and migrate those fimctions into its own. A 
iiumber of aspects of NS' computer-based program are, themselves, in tlie early stages of 
implementation. NS must reveal specificaUj' how intends to implement its computer-based 
Customer Service programs fully and properly at the same time it is phasing out CR's. It also 
needs to know how NS intends to correct its SIMS problern and prevent a recurrence of that type 
of TOFC/COFC problem on tiie acquired portions of CR. 

Finally, NS must ensure the availabiUty and integrity of vital hazardous materials information to 
operating personnel during the phase-out of CR's computer-based Customer Support system. 

The Operating Plans of both CSX and NS propose to close the present CR Customer Support 
Center in Pittsburgh, Pennsylvania. Ofthe 547 current clerical positions, 147 wiU be aboUshed; 
185 relocated to CSX's JacksonviUe, Florida, faciUty during Year One; 15 relocated to NS' 
Atianta, Georgia, faciUty during Year One; and 200 relocated to Atianta by Year Two. In the 
past, CR itself eUminated clerical personnel whose duties included making sure train crews 
received hazardous material shipping papers for cars in their trains. This elimination resulted in 
a system-wide problem, whereby train crews and clerical personnel could not retrieve the 
required rail car's paper work containing hazardous materials information. Moreover, I am 
aware tiiat the present workload at CR's Pittsburgh CSC is sucl- that telephone calls often are 
greeted with voice mail messages or busy signals, or are just not answered. 

In Ught of the foregoing, FRA is concemed tiiat neitiier CSX nor NS has given proper thought to 
Customer Service Center staff levels. FRA is especially concemed that CS.X is proposing an 
immediate reduction in such staff. The NS, while not proposing reductions in CSC forces, has 
not evidenced that it has carefuUy considered tht present workload at tiie Pittsburgh Center. 
Specific infonnation fiom CSX and NS on tiie justifications for their proposed staffing levels at 
theu- Customer Support Centers is necessary. Additionally, information is needed as to how 
CSX and ^̂ S will ensure timely availabiUty of hazardous materials shipping papers to train 
crews, and availability of Support Center personnel to hazardous materials customers and otiiers. 
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g)Inspections 
Non-accident releases of hazardous materials (any umntentional release not tiie result ofa 
raiht ad accident) are tiie largest single cause of tiie escape of hazardous materials from theu 
packaging, and are tiie reason nearly 90 raihoad workers a year are "splashed" witii dangerous 
chemicals. Most often, NARs are caused by improperiy secured valves or otiier closures or by 
overloading, operations typically beyond tiie direct control of a raihoad. Nevertheless, 25% of 
tiie NARs happen on tiie ttacks of tiie three raihoads involved in tiiis analysis. It is vital tiiat the 
acquiring raihoads and tiie CSAOs have a program in place to prevent train crew injuries; none 
has yet surfaced. 

In adcUtion to NARs, the most conunon hazardous materials-related defects on the three analyzed 
raihoads include loose closures on tank cars (witiiout demonstrable leaks as ofthe discovery of 
the defect), missing or improper placards and other emergency response maikings, and erroneous 
hazardous materials shipping papers. 

The best defense against any hazardous materials defect is a comprehensive safetv plan, backed 
up by a sound mspection program. Such a program includes not only field inspections, but 
reviews of hazardous materials documentation to ensure it exists and is properly completed. 
Both the CSX and NS project increases in fieight traffic volumes ss well as the number of lun-
through trains and in block-swapping. However, both railroads project decreases in personnel 
traditionaUy responsible for the inspection of cars, for poUce and security protection, and for 
first-level .«!upervision. 

FRA is concemed that the traffic and operating projections of CSX and NS, expressed in their 
Operating Plans, are in confact with their manpower projections. In order to make a proper 
hazaidous materials safety assessment, additional information from CSX and NS is needed. This 
mfoimation needs to explain in detail how the caniers wiU be ab'c to ensure required inspections 
of cars carrying hazardous materials wiU be perfonned. The infonnation should include 
specificaUy the foUowing: 

• What inspection procedures will be for run-through trains at crew<hange points, and at 
points where blocks of cats are added to and removed from trains. 

• Whicb employees will be assigned to perfonn which inspection tasks, and an outline of 
the training they wiU receive to ensure they can perform tiieir inspection duties 
thoroughly and knowledgeably. 

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

Information going beyond just hazardous materials 'uspections is needed because most 
hazaidous materials releases resulting fiom derailm ents caused by car defects are from defects in 
cars not carrying hazardous materials. 
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6̂  Dispatch Centers 

a) Dispatch Centers Safety 
Train dispatching is an essential element of the movement of trains, engines, and rolling 
equipment in a safe and efficient manner. Train dispatchers are responsible for regulating and 
conttoUing these operations in an assigned territory. Train dispatchers execute their tasks fiom a 
dispatch center. A railroad may centralize all dispatching operations in one center or designate 
such centers according to operating divisions. CSX has centtalized its dispatching operations at 
one facility in Jacksonville, Florida, whereas NorfoUc Southem and Conrail conduct their 
respective dispatching operations at cUvision headquarters. 

Neither NS' operating plan nor CSX's operating plan discusses measures to combat excess 
service performed by dispatchers or excessive assignments of (Uspatchers on their designated 
"off duty" days. FRA is concemed that overworked dispatchers at Conrail and CSX arc already 
experiencing fatigue, which compromises railroad safety. FRA beUeves that the railroads need 
to promulgate initiatives reducing maximum dispatching woridoad capacities and minimising 
violations of the Hours of Service laws for excess service performed. 

b) Integration of Dispatching Control Systems 
Neither the NS nor the CSX operating plans explains which dispatching system wiU be employed 
to move trains or engines on former CR territories. Currentiy, NS, CSX and CR use computer-
aided dispatching systems that are unique to their own rail operations. The railroads have not 
explained whether they intend to integrate CR computer-aided dispatching system with their 
respective systems or eliminate it altogether. AppUeants must incUcate which dispatching system 
or systems the raihoads intend to use that wiU (Urect traffic on the acquired territories; and also 
how integration of systems will be accompUshed in a programmed manner to minimize 
dismptions. 

7) Highway-Rail Crossings 

a) Highway-Rail Crossings - Backgroond 
The vast majority of deaths and injuries attributable to rail operations occur as a result of 
highway-railroad grade crossing colUsions and trespass incidents. Although FRA is always 
concemed with rail line crossb.g safety, we have particularly concemed related to the potential 
for an increased number of these incidents. 

b) TraOic Flow Changes 
The proposed acquisition wiU change the traffic flow drastically in some areas. The CSX 
operating plan includes track rehabiUtation route upgrades v hich wiU increase capacity and 
traffic on the Unc between Chicago, Illinois and Cleveland, Ohio, and increase speeds to 80 mph 
(FRA Class 5)̂  Traific density is expected to increase more than 100 percent in some areas. 
StucUes indies te that incidents will increase with related traffic and speed. When assessing 
crossmg safetv, several issues need to be considered: 
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• Effect of increased train traffic/speeds/ttacks on crossings 

• Need to improve crossing and pedestrian waming devices 

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

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

Neitiier carrier, NS or CSX, focuses on highway-rail crossing and ttespass '•afety prevention 
issues and otiier such issues involving public safety and emergency response. Since the vâ t 
majority of rail operation deaths and injuries are attributable to and occur as a result of highway-
rail crossing collisions and ttespass incidents, it would seem appropriate tiiat tiiese issues be 
properly addressed in tiie operating plans and environmental documents of tiie two carriers. 

The operating plans filed by CSX and NS do not address tiie grade crossing issue on a 
comprehensive basis. Of particular concem is tiie locations of a projected increase in rail tt.iffic 
along certain segments of the current CR system and even where changes will occur on tiie 
current CSX and NS systems. This will have a direct and material impact on pubUc safetv iu tiie 
communities tiirough which tiie earners wiU operate. It wiU also have a sttong unpact on tiie 
inventories and priority ratings of highway-rail crossing imjirovements projects at tiie state level. 
Obviously, obtaining up-to-date inventory data and correct incident data is very unportant. The 
mventory reporting is voluntary and we need a committnent fiom the acquiring raihoads to keep 
tiie inventory up to date. It is tiiis data tiiat is used to determine tiie incident prediction and the 
hazard rankings for all crossings in a state, which is tiien used for tiie aUocation of federal fii^ids 
for crossing improvement projects witii tiie goal of reducing incidents and saving Uves. 

Adequate arrangements should be made to address tiie issues of community awareness and 
pubUc education m tiiose locations where an increase in rail ttaffic wiU occur. Mechanisms 
should be in place to insure that adequate communication and coortUnation between tiie carriers, 
tiie states, tiie communities and tiie FRA occurs regarding tiie impacts of such increases on 
crossing inventory data and tiie priority rankings for ci ossing improvement projects. 

Smee highway rail crossing and tt^espasser prevention educational programs are so important to 
rail safety, NS' and CSX's level of educational service (including support for Operation 
Lifesaver) should be expanded to reflect tiie additional ttaffic resulting from tiie CR acquisition. 

c) Area Specific Impacts 
The STB has conducted special prehminary highway-rail grade crossing impact assessments in 
tiic communities of Wichita, Kansas, and Reno, Nevada, in tiie aftermatii of tiie merger of tiie 
UP/SP, Finance Docket No. 32760. hi tiie UP/SP merger, Wichita ttain ttaffic was estimated to 
inrrease by a factor of tiuee. hi Reno, tiie increase was estimated to be by a factor of two 
PreUmmary analyses fiom tiie US DOT's Office of PoUcy projects similar increases in ttain 
naffic foUowing acquisition of CR for a number of communities in tiie states of Ohio, flUnois, 
Pennsylvania, Michigan, and Indiana. In order to make a proper safety assessment of tiie 
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proposed acquisition of CR, the CSX and NS both need to provide specific plans for assessing 
and nrtitigating the impact of projected significant increases in uain movements through specific 
ccmmunities. These safety assessments should adchess not just the projected increase in train 
movements, but their time of day, their speed, the number of crossings simultaneously affected 
by one movement, the available altematives for emergency vehicles when crossings are blcKked 
by ttains, school bus routes, and the normal pedestrian and motor vehicle traffic over each 
crossing. 

Although CSX imd NS incUcate 20% and 18% decreases, respectively, in number of grade 
crossing collisions in 1996 as stated in theh Environmental Unpact Statement (EIS) fiUngs*, there 
are a number of "high profile" locations wher̂ , due to substantial increases in train traffic, FRA 
has major concems about increased exposure to txilUsions and deiTsdation of safety as a result of 
the merged operations. CSX and NS used models to precUct grade crossing risk which do not 
measure the effect of changing the number of trains per day; rather they address the effect of a 
r.teady state number of trains, and may understate ri sk. 

There arc no plans or analyses provided in the CSX and NS operating plan submissions that 
identify means to mitigate these community impact concems via engineering projects with 
specific assignment of resources. 

F) CONCLUSION 

FRA's carefiil review of the impacts of mergers that have taken place in the recent past, has 
clearly revealed that mergers and acquisitions disrupt existing safety and operating pattems. 
Since these transactions are generaUy justified in significant part by cost savings, there is 
pressure to close redundant faciUties and eliminate positions. This can lead to degradation of 
safety programs unless formal, written, systematic, detailed plans are prepared to assure that 
safety programs are continued and closely followed. Any less attention to safety can produce 
catastrophic results, both in terms of economic cost and, more importantiy, loss of life. 

Operating conditions cUffer across the very large territories covered by today's largest raihoads. 
These operating conditions produce different needs. Conrail presents an example of the need for 
different approaches in cUfferent territories. Conrail's hazardous materials response team is 
perceived by the FRA to be larger and better trained than those on the acqiuring railroads, not 
because Conrail has more hazardous materials releases but rather because, in the densely settied 
tenitory where ('onrail operates, the consequences of a hazardous materials release may affect 
more people. 

A similar situation prevails with regard to rules training and compUance. Many Conrail 
employees work on rail lines that host high-speed passenger trains and/or frequent comiTiUter 
traffic. Other raihoads are tenants on considerable portions of Conrail, and Conrail trains are 

*Raiho.-<d Control Application. Vohime 6A of 8, Finance Docket No.33388,1997. 
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tenants on track owmed by Amtrak, commuter raihoad agencies, and other fieight raihoads. 
Conrail's divisional stmcture (versus centralized) of the mles and ttaming organization was 
developed m response to a need to qualify train and engine (T&E) employees on many different 
mlebooks and to provide for compliance under many cUfferent sets of circumstances. 

hi theu- current configuration neither NS nor CSX meet these special requirements. It would not 
be acceptable for Conrail's special competence in these areas, built up in response to unique 
circumsunces, to be weakened following the acquisition without providing for similar safety 
assurance by the acquiring raihoads. Well-defined safety plans should be stmctured (containing 
detailed action items and schedules) to significantiy mitigate the potential for critical loss of 
safety instmctions. training and integration of personnel and information systems in the start-up 
of new train opeiations ofthe combined raihoads. 

There are lessons to be leamed from the cUfficulties now being experienced by UP/SP and BNSF. 
Both have reduced their forces by several thousand employees each during the phase-in period of 
their mergers. It has been identified that the post-merger force reductions at UP/SP (on the order 
of 1,500 or more personnel) have led to the current service delays and disruptive congestion of 
lines in Texas, as well as increased exposure to incidents and injuries. The lessons are, in part, 
that safety considerations must be given at least equal weight with operating efficiency 
considerations in planning for merger. Raihoads must also be cognizant of the potential for 
confUct among the varying safety cultures of the raihoads that are being acquirt and merged. 

Special planning will be required in oMer to produce new operating companies that are fi-ee of 
disruption to services and safety hazards. Areas where large traffic increases are projected to 
ocxur must be specificaUy addressed. The concept of the Conrail Shared Assets Operations 
(CSAO) continues to evoke questions about safety inspection and maintenance commitments, as 
well as legal responsibihty. These questions can be answered and the problems overcome with 
proper planning and execution. 

Finally, FRA beUeves that merging raihoads should carefully examine both the physical and 
cultural safety environments of the woikplace. FRA believes that railroads, in the context of any 
"mega-merger, "should accomplish this examination by developing -well defined safety plans tha: 
identify allocation of resources and schedules, i. e.. Safety Integration Plans (SIP). Of course, 
these plans must adcUtionally be monitored over the specified period of the merger integration to 
ensure that the plans are fiiUy executed. 

A careful review ofthe operating plans filed in this case shows the need for much closer review 
of the safety programs of both Apphcants. Such review should at least address those concems I 
have identified above. More importantiy, however, AppUeants must produce and submit Safety 
Integi Jon Plans that will assure the safe integration of the CR properties to be acquired by 
Applicants into their own operations, if the transaction is approved by the STB. 
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Safety Assurance and 
Compliance Program Report 

for 
CSX TRANSPORTATION, INC. 

THE EXECUTIVE SUMMARY 

Overview 

PURPOSE FOR REPORT: This report highlights the findings of the Federal 
Railroad Administration'" (FRA) subsequent to a major safety assurance jteam 
inspection initiative conducted between July and September 1997 over the CSX 
Transportation, Incorporated (CSXT) system. It is organized into five chapters 
which specify FRA findings by functional area: Signal and Train Control; 
Hazardous Materials; Operating Practices; Motive Power and Eq'Jipment; and, 
Trac^. » 

\ 

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

* Throughout this report reference to "FRA" inc:ludes by inference ali FRA state 
regulatory safety specialists that participated in the project with FRA personnel. 

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

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

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

The Need to Do More 

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

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

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

• A CSXT freight train derailed 34 cars near Marianna. Florida, 
including 17 placarded hazardous materials tank cars (13 cars 
were loaded and 4 contained residue). Five loads leaked 
product resulting in a four hour evacuation of local citizens 
around the derailment site. 
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• A CSXT intennodal freight train with a shifted trailer on a flat car 
derailed near Rosslyn, Virginia and side swiped a passing 
Amtrak passenger train. Fortunately no serious injuries were 
sustained although damage was extensive. 

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

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

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

The Role of Safety Culture 

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

Summary of Specific FRA Findings by Functional Area 

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

Signals and Train Control 

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

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

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

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

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

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

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

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

Operating Practices 

FR.A documented inadequacies in administration of operating practices 
requirements in the follow areas: 

• Efficiency Testing 
• Locomotive Engineer Certification 
• Accident Incident Reporting 
• Alcohol and Drug Testing 

Dispatching Concems 
• Crew Management Center 

Operational Testing^ CSXTs operational testing program, on paper, appears 
detailed and well conceived. However, it is the implementation of that program 
where FRA took exception. Specifically: 

• There is little evidence that quality operational tests are conducted as required 
by Federal regulations and CSXT program parameters. 

A5 



CSX Transportation, Incorporated 
Safety Assurance Compliance Program Executive Summary 

• CSXT management has generally not taken full advantage of this important 
tool as a means to identify additional safety opportunities to reduce the 
potential for human factors incidents. 

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

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

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

Crew Management- problems at CSXT's crew management center were 
identified eariy in the process. Specific issues included inefficiencies in crew 
calling which added to extended duty days and overall fatigue for operating 
crews. To illustrate the degree of the problem, FRA found an instance in which a 
compute- glitch resulted in soma employees being calicd every 20 minutes by the 
automated but malfunctioning system, thoroughly intenrupting their rest period. In 
addition, FRA believes thai the crew management center staff is regulariy 
overwhelmed given the demands of the job. Service to employees suffers. The 
number of telephone lines av ailable in the center needs also to be increased to 
provide more ready access to r.ew dispatchers. 

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

Hazardous Materials 

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

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

Examples: 

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

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

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

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

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

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

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

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

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

Finally. FRA believes CSXTs application of the Federal Roadway Worker 
Protection requirements needs more centralized oversight by engineering 
managers to minimize risks for employees working on or near the railroad rights 
of way. 
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CSXT administration of maintenance programs for cars and locomotives is in 
need of more strict management oversight. Issues FRA encountered included: 

• Locomotive Inspections 
• TOFC/COFC Securement 

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

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

Summary of General Conclusions 

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

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

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

• HARASSMENT AND iNTlMinATiQN ARF FVIDFNT- ^ S ^ T hn-̂  nnt created 
a universal atmosphere where safety performance and risk reduction are 
rewarded. Many employees in various departments and locations reported to 
FRA inspectors that they feel harassed or intimidated when they raise safety 
concems that might interfere with train operations. For example, FRA noted 
an instance where a locomotive was ordered out of a terminal without allowing 
a mechanic to finish a required daiiy inspection. The mechanic was ordered to 
allow the locomotive to depart by the operating supervisor or face 
consequences. 

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

• M C K QF COMMUNICATIONS FOI I n w TNRnunH HiJRT.<: .'^AFFTY-
CSXT's communications inft-astructure is not sufficient to eliminate known 
safety hazards. For example, on October 9,1997, near Savannah, Georgia, 
an Amtrak train collided with a "lowboy" truck trailer that lodged itself on the 
street crossing. Based on FRA's preliminary review, which is continuing with 
the National Transportation Safety Board, we leamed that a local police officer 
notified the CSXT dispatching center almost 30 minutes prior to the collision 
that the truck was stuck. Despite the advance call, no waming was provided 
to the crew of the approaching Amtrak train resulting in the collision. The 
entire Amtrak train derailed with injuries to passengers and crew. Less than 

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

Conclusion 

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

Finally. FRA extends appreciation to all who participated with us throughout this 
safety review, especially the professional craft employees who took time to share 
with us ttieir perspectives, concems, and recommendations. In fact, it is clear 
that the employees who operate and maintain ttie railroad and equipment are ttie 
best group of safety consultants any railroad could have. 

Federal Railroad Administration 
October 16, 1997 
Washington, D.C. 
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-Control and Opcratinj: I.eases/.Agrccnifnts— 
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(;i IDF. TO THK DRAFT FNVIRONMKNTAL IMPACT STATEMENT 

lhis Draft Invironmontai Impact Statcincnt (l^ratt I-IS) evaluates the potential 
environmental effect.s that could result trom the propo,sed Acquisition of Conrail inc, and 
Con.soiidatedRail Corporation (Conrail) by CSX Corporation and CSX TratLSportation. Inc. 
(CSX) and Norfolk Southem Corporation and Norfolk Southem Railuay Company (NS). 
The Surlace Transportation Board s Section of I-nvironmental Analysis (Sli.A) has prepared 
this document in accordance vvith the requirements of National Hnvironmental Policy Act 
(Nr.P.A). as amended (42 U.S.C. 4321). Council on Environmental Quality (CLQ) 
implementing NI P.X. the Board s environmental rules (49 C I R Part 1105̂  and other 
applicable environmental statutes an i regulations. 

The Draft linvironmentai Impacl Statement includes the following: 

A.l Executive Summary which provides an overview and summary of the Draft 1:1S 
including and proposed mitigation. 

Volume I: Chapters 1 through 4 
• C hapter 1 discusses the purpose and need lor the project and sets lorth the jurisdiction 

ofthe Surface i ransportation Board (Board) and reviewing agencies. It also presents the 
parties to the proposed Acquisition, Sli.A's en\ ironmental ̂ ê  iew process and the agency 
coordination and public participation process, 

• C hapter 2 describes the three railroads" existing network, the propo.sed Acquisition, 
altematives considered, and related actions. 

• C hapter 3 contains a description of the analysis methods and p-^tential mitigation 
strategies. 

• CTiapter4 presents system-wide and regional settings, potential effects ofthe proposed 
action, and measures to mitigate adverse etTects. It aLso ^ immarizes the No-Action 
alternative and discusses cumulativ e effects; the relationship between short-term uses of 
the environment and enhancement of long-temi productivity; and irreversiin^ 'nd 
irretriev able commitments of resources. 
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Guide to the Draft Environmental Impact Statement 

Volume 2 (A through C): Safct> Integration Plans 
These volumes (2.A through 2C') consist ofthe .Applicants" Safety Integration Plans, Board 
Decisio i requinng these plans, and I ,S. Department of Transportation comments on rail 
safety. 

Volume 3: State Setting, Impacts, and Proposed Mitigation 
• 1 he,<e two volun.es (3A and 3B) consist ol a series of .sections which di.scuss the setting, 

impacts, and proposed mitigation by state, l he potential impacts ol indiv idual segments, 
intermodal facilities, rail yards, new constmctions. abandonments, and other types of 
action are part ofthis discussion, 

• Volume 3A contains the .states Alabama through Missouri 
• Volume 3B contains the states New .lersey through Washington. D.C. 

Volume 4: Chapter 6 through 8 and References 
• Chapters 6 describes Sli.A s agency coordination and public outreach efforts including 

the scoping process and document distribution, 
• Chapter 7 presents SLA"s preliminary mitigation recommendations to the Board, 
• Chapter 8 contains a li.st of document preparers. 

Volume 5: Appendices 
• I hese rhree volumes (5A through 5C) contain the methods, extensive tables, and other 

pertinent data by discipline as well as public outreach and agency coordination 
documents and verified .statements, 

• Volume 5A contains the technical appendices. 
• Volume 5B contains the public and agencv correspondence, public outreach materials, 

and responses from other railroads. 
• Volume 5C" contains verified statements, relevant Board Decisions. Federal regulations, 

site visit summaries, and other pertinent infomiation. 

Volume 6: Proposed Abandonments 
Ihis volume provides detailed analysis and mitigationof the potential environmental impacts 
associated vvith the proposed abandonment of line segmenls and relaled salvage activities. 

To assist the reader in the review of this document a Glossary and List of Acronyms are 
included in front ofeach volume. 
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GLOSSARY 

at-gradc roadway crossing Ihe location where a local sireet or highway crosses 
railroad Iracks al the same level or elevation. 

attainment area An area that meets National .Ambient .Air Quality 
Standards (NAAQS) specified under the Clean Air Act, 

A-weighted Sound Level 
(dBA) 

The mosl commonly u.sed measure of noise, expressed in 
"A-weighted"" decibels (dBA). is a single-number 
measure of sound sev erity that accounts for the various 
frequencv compt)nents in a way that corresponus to 
human hearing. 

ballast Top surface of rail bed. usually composed of aggregate 
(i e,. small rocks and gravel). 

Best Management Practices 
(BMPs) 

fechniques recogni/ed as very effeclive in providing 
environmental protection. 

Board Surlace Transportation Board, the licensing agencv for 
the proposed C onrail .Acquisition. 

borrow material tiarthen malerial used to fill depressions lo create a level 
right-of-way. 

branch line .\ secondary line ol railroad usually handling light 
volumes of traffic. 

hulk train .Also known as a unil train, .A complete train consisting 
of a single non-breakable commodity (such as coal, 
grain, semi-finished sleel. sulfur, potash, or orange juice) 
with a single point of origin and destination. 

consist The make-up ofa train, usuallv referting lo the number 
of cars. 

construction footprint I he area at a construction site subject to boll permanent 
and temporary disturbances by equipment an 1 personnel. 

Class I Railroad Railroads that exceed annual gross revenues of S250 
million, in IWl dollars. Ihe amount is indexed 
annually to refiect infialion. For 19%. the annual gross 
revenue was $255 million. 
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Glossary 

Criteria of Effect The Advisory C ouncil on Historic Preserv ation"s 
(ACHP) Criteria of liffect and Adverse liffect (35 CFR 
Part 800,9) provide the basis for determining potential 
effects on historic properties. 

criteria pollutant Any of six air emissions (lead, carbon dioxide, sulfur 
dioxide, nitrogen dioxide, ozone and particulate mater) 
regulated under the Clean Air Act. for which areas musl 
meet national air quality standards. 

cultural resource Anv prehistoric or historic district, site, building, 
structure, or object lhat warrants consideration for 
inclusion in the National Register of Hisioric Places 
(NRHP), (or the purposes ofthis document, the term 
applies to any resource more than 50 years of age for 
wnich Sli.A gathered information to evaluate ils 
significance. 

Day-Night Sound (L,,„) One ofthe most widely accepted mea?>uresof cumulative 
noise exposure in residential areas. The Dav-Night 
Sound Level (L^^) is the A-weighted .sound level, 
av eraged over a 24-hour period, but w ith levels observed 
during the nighuime hours belween 10 p.m, and 7 a.m.. 
increased by 10 dBA to account tor increased sensitivity 
at night. 

dBA Adjusted decibel level. A sound measurement that 
adjusts noise by filtering out certain frequencies to make 
it analogous lo lhat perceived by the human ear. It 
applies what is known as an "A-weighting"" .scale to 
acoustical measurements. 

decibel (dB) A logarithmic scale lhal compresses the range of sound 
pressures audible to the human ear ov er a range from 0 
to 140. where 0 decibels represents sound pressure 
corresponding to the threshold of human hearing, and 
140 decibels corresponds to a sound pressure at which 
pain occurs. Sound pressure levels that people hear are 
measured in decibels, much like dislances are measured 
in feet or yards. 

deciduous Any plant whose leaves are shed or fall offduring certain 
seasons; usually used in reference to tree typ'̂ s. 
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Glossary 

dray 

emergent species 

endangered species 

failure mode and effects 
analvsis (FMEA) 

fUl 

flat vaid 

Flood In.'iurance Kate Maps 

floodplain 

frog 

habitat 

A local move ofa trailer, truck, or container. 

An aquatic plant with vegetative growth mostly above 
the water. 

A species of plant or animal that is in danger of 
extinction throughout all or a significant portion of its 
range and is protected bv st 'te and/or federal laws. 

This '>nalysis is a method of analyzing the causes and 
consequences of potential spills of stored and transported 
hazardous materials, I his procedure helps reduce the 
risk of such spills by eliminating known causes. 

The lemi used by the Lnited States Army Corfj.s of 
Lngineers th;.t refers to the placement of suitable 
materials (e,i,. .soils, aggregates, concrete stmctures. 
etc) vvithin •vater resources under Corps jurisdiction. 

A system Oi"relatively level tracks within defined limits 
for making up irains, storing cars, and other purposes 
which requires a locomotive lo move cars (switch cars) 
from one track to another. 

Maps available from the federal limergency 
Management Agency lhat delineate the land surface area 
of lOO-yei.r and 500-year fiooding events. 

The lowlands adjoining inland and coastal waters and 
relatively fiat areas and fiood prone areas of offshore 
islands, including, at a minimum, that area inundated by 
a (,)ne percent (also known as a lOO-year or Zone A 
floodplain) or greater chance of flood in any given year. 

,A track structure used where two running rails intersect 
that permits whet's and wheel fianges on either rail to 
cross the other rail. 

The placets) vvhere plant or animal species generally 
t)ccur(s) including specific vegetation types, geologic 
features, and hydrologic features. The conlinued 
survival of lhat species depends upon the intnnsic 
resources of the habitat. Wildlife habitats are often 
further defined as places vvhere species deriv e sustenance 
(foraging habitat) and reproduce (breeding habitat). 
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Glossary 

haulage right The limited righl of one railroad to operate trains over 
the designated lines of anoiher railroad. 

hazardous materials Any matenal lhat poses a threat lo human health and/or 
the environment, Typical hazardous substances are 
loxic. corrosive, ignitabie. explosive, or chemically 
reactive. 

highway/rail at-grade crossing 1 he location vvhere a local streei or highway crosses 
railroad tracks at the same level or elevation. 

historic propert>' Any prehistoric or historic district, site, building, 
structure, or object that warrants consideration for 
inclusion in the National Register of Hi.sloric Places 
(NRHP). The term "eligible tor inclusion in the NRHP'" 
includes bolh properties fomiallv determined as such by 
the Secretary of the Interior and all other properties that 
meet NRHP listing criteria. 

hump yard A railroad classification yard in w hich the classification 
of cars is accomplished by pushing them over a .summit, 
knowai as a "hump."" beyond which they mn by gravity. 

interlocking ,An arrangement of swilch. lock, and signal appliances 
interconnected so that their movements succeed each 
other in a predetemiined order, enabling a moving train 
lo swilch onto adjacent rails. It may be operated 
manually or automatically. 

intermodal facility A site or hub consisting of tracks, lifting equipment, 
paved areas, and a control point for the transfer 
(receiving. loading, unloading, and dispaiching) of 
inlermodal trailers and containers between rail and 
highwav or rail and marine modes of Iransportation, . 

intermodal train A train consisting or partially consi.sting of highway 
trailers and containers or marine containers being 
transported for the rail portion of a multimodal 
movemt nton a time-sensitive schedule; alsu refeired to 
as a piggvback. TOFC (Trailer on Flat Car). COFC 
(Container on Flat Car), and double stacks (for 
conlainers only). 
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Glossary 

kev routes 

kev train 

Level of Serv ice (LOS) 

Uft 

locomotive, road 

locomotive, switching 

As defined by the Association of American Railroads 
(AAR), a key route is a track that carr es a-i annual 
volume of 10,000 car loads or intemodal tank loads of 
any hazardous material, .AAR has developed voluntary 
industry key route maintenance and equipment 
guidelines designed to address safely concems in the rail 
transport of hazardous materials. For analysis purposes. 
SLA has used tne tcmi "inajor key route"" to idenlify 
routes where the volume of hazardous malerials carried 
on a route would double and exceed i volume of 20.000 
carloads as a result of the proposed ( onrail Acquisition 

The Association of American Rail-oads (.A.AR) defines 
a key train as any train handling fi^ e or more carloads of 
poison inhalation hazard (PIH) materials or a 
combination of 20 or more carloads containing 
hazardous materials. Under AAR voluntary industry 
guidelines, railroads impose operaung restrictionson kev 
trains to ensure sale rail tran.sport of these materials. 
These rcstriclionsinclude maximum speeds, and meeting 
and passing procedures. 

Nighttime noise level (L^) adjusted lo accouni for the 
perception that a noise level at nighl is more bothersome 
than the same noise level would be during the day, 

I ev ei of Serv ice (rating .\ through F), .A measure of the 
functionality of a highway or intersection that factt̂ rs in 
vehicle delav. intersection capacity and effects to the 
street/highway network. 

A lift is defined as an intemiodal trailer or container 
lifted onto or off of a rail car. For calculations. litis are 
used to determine the number of tmcks using intemiodal 
facilities, 

()ne or more locomotives (or engines) designed to move 
trains between yards or other designated points. 

.\ locomotive (or engine) used to switch cars in a yard, 
between industries, or in other areas vvhere cars are 
.sorted, spotted (placed al a shipper"s facility), pulled 
(removed from a shipper"s facility), and moved within a 
local area. 
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Glossary 

main line 

merchandi.se train 

mitigation 

mobile source 

National Kegister 

National Wetlands Inventoiy 

noise 

nonattainment 

Non-point source discharge 

palustrine wetland 

passby 

pick up 

precursor 

prime fî rmland 

point source 

The principle line or lines ofa railway. 

A train consisting of single andor multiple car 
shipments of v arious commodities. 

Actions lo prevent or les.se.i negative effects. 

A term used in reference to air quality meaning a source 
of air emissions that are not in a fi.xed locaiion. such as 
a locomotive or automobile. 

A listing of historic places maintained by the Secretary 
of the I nlerior. 

An inventory of wetland types in the United Stales 
compiled by the U.S. Fish and Wildlife Service. 

Anv undesired sound or unwanted sound. 

.An area that does nt)t meet standards specified under the 
Clean Air Act, 

Pollution not associated with a specific, fixed outfall 
location (e.g.. sewer pipe), such as mnoff from a 
consiruction site. 

Non-tidal wetland dominated by trees, shrubs or 
persistent emergent vegetation. Includes wetlands 
traditionally classified as marshes swamps, or bogs. 

The passing ofa train past a specific reference point. 

To add one or more cars to a train from iui intermediate 
(non-yard) track designated for the storage of cars. 

A term used in reference to air quality. meaning an initial 
ingredient contributing to a subsequent air quality 
pollutant 

Land defined by the Natural Resource Conservation 
Service (NRCS) as having the best combination of 
physical and chemical characleristicsfor producing food, 
feed, forage, fiber, and oilseed crops. 

A distinct slalionary source of air or water pollution such 
as a factory or sewer pipes. 
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Glossary 

rail spur 

rail yard 

railbanking 

receptor/receiver 

right-of-way 

riparian 

riprap 

riverine w etiar. d 

route miles 

ruderal 

scrub-shrub 

set out 

Section 106 

A track that diverges from a main iine. also known as a 
spur track or rail siding, which typically serves one or 
more industries, 

A locaiion where rail cars are switched and stored. 

A set-aside of abandoned rail corridor for recreational 
and/or transportation uses, including reuse for rail, 

A land use or facility where sensitivity to noise or 
vibration is considered. 

The strip of land f or which an entity (e.g.. a railroad) ha: 
a property right to build, operate, and maintain a linear 
structure, such as a road, railroad or pipeline. 

Relating to. living, or localed on, or having access lo. the 
bank ofa natural water course, sometimes also a lake or 
tidewater, 

A loose pile or lav er of broken stones erected in water or 
on soft ground as a guard against erosion, 

.All wetlands and deepwater habitats contained wiihin a 
channel, either naturally or artificially created. 

Distance calculated along a railroad"s main and branch 
lines. 

An inlroduced phuit community dominated by weed 
species, tv pically adapted to disturbed areas. 

Areas dominated hy w oody vegetation less than 6 melers 
(20 feet) tall, vvhich includes shmbs and young trees. 

To remove one or more cars from a train at an 
intemiediate (non-yard) location such as a siding, 
interchange track, spur track, or other track designated 
tor the storage of cars. 

Refers to Section 106 of the National Hisioric 
Preservation Act (NHPA) of 1̂ )66. as amended through 
1992 (16 II.S.C. 470), Section 106 requires a Federal 
agency head performing a Federal undertaking to take 
into account the undertaking's effects on historic 
properties. 
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Glossary 

sound 

Sound Exposure Level (SEL) 

take or taking 

threatened 

trackage rights 

turnout 

unit train 

water resources 

A physical disturbance in a medium (v g,. air) that is 
capable of being detected by the human ear. 

A quantitative measure ofthe noise exposure produced 
by a given noise event. The .sound exposure lev el (SEL) 
is equivalent in magnitude to a reference signal with a 
duration of one second. The SEL accounts for both the 
magnitude y.id duration ofthe noise event and can be 
used to caLulale the contribution of specific events lo 
the overall noise environment. The SEL is 
represenlativ eof the lolal .sound eneigy produced by the 
event al an observation point; it indicaies the constant 
sounc' level w ith one second duration lhat corresponds to 
the .sfime total sound energy as the given event. 

Refers to a removal of property, an acquisition of right-
of-wav. or a loss and/or degradation of species" habitat, 

A species that is likely to become an endangered species 
w ithin the foreseeable fulure throughout all or part of ils 
range, and is protected Hy stale and/or federal law . 

The right or combination of rights of one railroad lo 
operate over the designated Irackage of anoiher railroad 
including, in some cases, the righl to operate Irains over 
the designated irackage; the righl to interchange w ith all 
carriers at all junctions; the right to build conneclions or 
additional tracks in order lo access other shippers or 
carriers, 

A track arrangemenlconsistingof a switch and frog with 
connecting and operating parts, extending from the point 
oflhe switch to the frog, which enables engines and cars 
to pass from one track to anoiher, 

A train consi,sting of cars carry ing a single commodity. 
e,g,. a coal train (see also bulk train/. 

An all inclusive temi that refers to many types of 
permanent and seasonally wet/dry surface water features 
including springs, creeks, streams, rivers, ponds, lakes, 
wetlands, canals, harbors, bays, sloughs, mudfials. and 
sewage-treatment and industrial waste ponds. 
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Glossary 

wetland 

wve track 

As defined by 40 CFR Part 230.3. wetlands are "those 
areas that are inundated or saturated by surface or ground 
water at a frequency and durati;)n sufficient to support, 
and under normal circumstancesdo support, a pievalence 
of vegetation ty pically adapted for life in .saturated soil 
conditions,"" Wetlands generally include swamps, 
marshes, bogs, and similar areas, 

A principal track and two conneclingtracks arranged like 
the letter "V"" on vvhich locomotives, cars and Irains may 
be turned. 

vard truck Anv tmck that has deliverv into a rail vard. 
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LIST OF ACRONVMS AND ABBREVIATIONS 

A( HP Advisorv Council on Historic Preservation 

ADT Average Dailv I raffic 

AQ( K(s) Air Quality Control Region(s) 

BIA Bureau of Indian Affairs 

BMPs Best Management Practices 

BN Burlmgton Northem & Sanla Te Railroad Companv 

CAAA Clean .Air Act and .Amendments 

( EK( LIS Comprehensive linvironmentai Response. Compensation, and Liability 
Information System 

C FK C ode of f ederal Regulalions 

C N Canadian National 

CO C arbon Moiiv.:;;dv 

(OE LInited Slates Army Corps of Engineers 

(SX CSX Transportalion. Inc, 

( T C Centralized Traffic Control 

( WA Clean Water Act 

CZMA Coastal Zone Management Act 

db Decibel 

dBA Decibels (of sound) .A range 

DOT United Slates Department of l ransportation 

EA Environmental Assessment 

EPA Environmental Protection Agency 

EKNS Emergency Response Notification System 

FEMA Federal limergency Managemci i Agency 

FHWA Federal Highway Administration 

FIKM F lood Insurance Rale Maps 
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Acronyms and Abbreviations 

FMEA Failure Mode and litfects .Analysis 

FKA Federal Railroad Administration 

IK llydrocarbt)ns (in air) 

IC Illinois Central 

ICC Inlerslale Commerce Commission (fomier licensing agency for the 
proposed Acquisition; Acquisition approval authoritv now with the 
Surface Transportation Board) 

ISTEA Intemiodal Surface Transportation Efficiency Act 

Ut, Day-night equivalent sound level 

Maximum sound level during train passby. dBA 

LIKK Long Island Rail Road 

LOS Level of Service 

L l ST Leaking Underground Storage Tank 

MAK( Mary land Rail Commuter 

MNR Metro North Railroad 

MOU Memorandum of I understanding 

MP Mile Post 

MPH Miles per Hour 

NAAQS National Ambient Air Quality Standards 

NEC Northeast Corridor 

NEPA National Environmental Policy Act of 1969 

NHPA National Historic Preservation Act of 1966 

N.IT New Jersey Transit 

NOj Nitrogen dioxide 

NO, Nitrogen oxides 

NOAA National Oceanic and Atmospheric Admini.stration 

NMFS National Marine Fisheries Service 

NPDES National Pollution Discharge Eliminalion System 
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Acronyms and Abbreviations 

NPL National Priorities List 

NPS National Park Service 

NRCS Natural Resources Conser\'ation Service 

NRHP National Register of Historic Places 

NS Norfolk Southern Railway Company 

NWI National Wetlands Inventory 

(), Ozone 

OSHA Occupational Safety and Health Administration 

OTK Ozone I ran.sport Region 

Pb Lead 

PDEA Preliminary Draft Environmental As.sessment 

|»M „, Particulate Matter (under ! 0 microns in diameter) 

PSD Prevenlion of Significant Deterioration 

R( R.A Resource C onservation and Recovery Act 

R( RIS Resource Conservation and Recovery Infomiation System 

ROW Right-ot-\Vay 

SEA Section of Environmental Analysis 

SEPTA Southeast Pennsylvania Transit .Authority 

SCS Soil Conservation Service (currently named Natural Resources 
Con.servation Service. Division of United States Department of 
Agriculture) 

SEL Source sound exposure level at 100 feel. dBA 

SHPO Slate Historic Preservation ()tficer 

SIP State Implementation Plan (for air quality) 

.SO, Sulfur dioxide 

SOx Sulfur oxides 

SPL State Priority List 

STATS(;0 State Soil Geographic Database 
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Acronyms and Abbreviations 

STB Surtace I ransportation Board 

SWLF Stale Inventory of Solid U aste Facililies 

TRAA Tenninal Railroad Association of St Louis 

ISD Treatmenl. Storage, or Dispo.sal Sites 

TSP Total Suspended Particulates (particulate matter 

UP/SP Union Pacific and Southem Pacific Railroad 

use United States Code 

USDA United States Departinent of .Agriculture 

USFWS United Stales Fish and Wildlife Serv ice 

USGS United States Cieological Survey 

VISTA VISTA Environmental Informalion. Inc, 

VOC Volatile organic compounds 

\ ' R E Virginia Rail Express 
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CHAPTER 5 

State Settings, Impacts and Proposed Mitigation 

5.1 INTRODU(TIO\ 

The propo.sed Conrail Acquisiti'Mi. if approved. wt)uld resull in physical and operational changes 
in 24 stales and Washington. D C" These changes would include constmction projects and rail 
line abandonments as well as changes to rail yards, rail segments, and intermodal facilities. 
Because i^f the broad geographic scope ofthe project, the environment and the human population 
could be afteeted on several levels: system-wide, regional, and local or site-specific. 

Chapter 4 focused on system-wide and regional effects, which include safety, traffic and 
transportation systems, air quality, and energy usage. This chapter contains SEA's evaluation 
of local and sitc-specificenvironmenlal issues. These include noise, natural resources, cultural 
resources. land use/socioeconomics.environmental justice, and hazardous waste, as well as the 
site-specific effects on safetv. traffic and transportation systems, and air quality. 

Seciion 5,2 oflhis chapter provides an overview ofthe methods used for each impact analysis 
area. These methods are described in detail in Chapter 3. "Analysis Methods and Potential 
Mitigation Strategies."" Section 5.3. "Summary oflmpacts and Mitigation."" presents, by stale, 
summary tables ofthe impacts and mitigation for each type of action. 

After Seciion 5,3. Seciions 5-.AL through 5-WV discuss settings, impacts, and proposed 
mitigation along rail line segments, at rail yards, intermodal facilities, proposel new 
construction, and rail line abandonments, fhese sections are organized alphabetically in state 
using postal code abbreviations. This stale-by-stale organization is designed to help readers to 
easily identify the effects of Acquisilion-relatedchanges to their communily. Each state section 
begins vvith a broad overview of the geographic, economic, industrial and agricultural 
characteristics as thev relate to railroad operations and facilities. In each slate, a table 
summarizes the seuing tor rail line segments, rail yards, intermodal '"acililies. and new 
consiruction and proposed abandonments that meel or exceed the Boaid"s thresholds for 
environmental analysis. (See Chapter 1. "Purpose of and Need for the Conrail .Acquisition."" for 
a detailed di.scussion of Board thresholds.) Then, for each technical area of analysis. SEA 
presents the results of its evaluation of potential environmental impacts resulting from 
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Chapters. State Sefting. Impacts, and Proposed Mitigation 

Acquisition-relatedactivities and possible mitigation measures lo reduce environmental impacts 
if warranted. 

The Applicants provided infonnalion about the proposed physical and operational changes 
presented in this chapter, -As part of the evaluation process. SE.A reviewed and verified this 
infomiation. supplemented it w ilh addilional technical analysis, consulted with appropriate state 
and local officials, and conducted site inspections. In some cases, information about the 
proposed phv sical and operational changes is based on conceptual informalion. as CSX and NS 
have not completed the detailed design for new facilities. Although CSX and NS are providing 
updates and additional infomiation to SliA as design and engineering refinements are made, it 
is likely that final design will be completed only iflhe Board approves the proposed Conrail 
Acquisition, Theretore. SEA s analysis in this T)raft EIS is ba.sed on the best informalion 
available at the time the analysis was completed. Where possible. SEA incorporated minor 
changes, design refinements and location shifts into the impact analysis, 

5.2 SlTE-SPEClFIC ANALVSIS APPROACH 

For the site-specificanalysis, SEA evaluated each Acquisition-relatedactivily (changes in freight 
train traffic on exi.sting rail line segmenls. changes in activity al rail yards and inlermodal 
facilities, new constmction, and propo.sed rail lin.- abandonments) lhat meet or exceed the 
Board"s thresholds for environmental analysis. SFA evaluated each activity according to the 
technical issue areas and methods described in Chapter 3. "Analysis Methods and Potential 
Mitigation Strategies," In addiiion. as a result ofthe scoping process, SEA expanded the Draft 
EIS analysis to include an evaluation of safetv and transportation impacts for any rail segment 
vvith passenger service that would have an increase of one or more freight trains per day, SEA 
also decided to evaluate potential safety impacls for all rail segmenls used for hazardous 
materials iransport. 

SEA developed evaluation methods and criteria lo determine if any impact was significant. Table 
2-1 in Chapter 2 details the criteria of significance by issue area. For those aciivities SEA 
delemiined to hav e a significant adv erse impact. SEA considered potential mitigation measures 
that could be applied lo reduce the impact. 

The following paragraphs briefly describe the technical methods and identifv which of the 
proposed .Acquisition-relatedactiviiies'changesSEA evaluated, (See Table 5-1 for the activities 
evaluated by each technical area ) Chapter 3 and Appendices A through K provide a more 
detailed discussion oflhe technical analvsis methods. 
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Chapters. State Sefting. Impacts, and Proposed Mitigation 

Table .5-1 

Finvironmental Issues Studied by Activity Types 

Issues 

Operations 
on Rail 

Line 
Segments Constructions 

Operations 
at 

Intermodal 
Facilities 

Operations 
at Rail 
\ ards Abandonments 

Satetv 
- I reight Rail Operation 
- Passenucr Rail Operations 
- Roadvsav Crossmjis 
- Hazardous Materials 

transport 

A 
A 
A 
A 

A 

A 

A 

A 

A 
A 

Iratfic and Iransportation 
- I'assenger Rail Serv ice 
- Roadway Crossmg Delav 
- Roadwav Capacit> 
- Navigation 

A 
A 

A 

A 
A 

A 
A 
A 

Inergv A A A A 

Air Oualitv A A A A A 

Noise A A A A 

C ultural Resources A A 

Ha/ardous Waste Sites A A 

Natural Resources A A 

Land Use Socioeconomics A A 

Environmental Justice A A A A 
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Chapters. State Sefting. Impacts, and Proposed Mitigation 

Safety : Freight Rail Operations 

For the freight rail safetv analysis. SEA used a statistical method to predict potential changes in 
the frequency of accidents resulting from proposed Acquisition-related changes in rail 
operations, STiA evaluated rail line segments that meet or exceed the Board"s thresholds for 
environmental analysis. In addition. SEA studied safely at intermodal facilities and rail yards 
on a system-wide basis. Using this approach. SliA analyzA."d potential safely impacts on freight 
rail operations by rail line segment in 12 .stales (Delaware, Illinois, Indiana. Kentucky. Maryland. 
Michigan, New York. Ohio. Pennsylvania. Tennessee. Virginia, and West Virginia) and the 
District ofColumbia. 

For the safety analysis. SEA used data f rom the U,S, Department of Transportalion (DOT), the 
Federal Railroad Administration (FRA) and the Associationof American Railroads (AAR), As 
described furthered in Chapter 3, Section 3,2,1. "Methods of Freight Rail Safety Analysis."" SEA 
estimated the change in accident frequency by calculating historic accident rates expressed in 
train accidenis per million train miles (this is the standard measure the FRA employs to calculate 
accident statistics) and applying these rates to the proposed changes in rail operations. To 
determine the hi.sloric accident rate. SI A considered the number of main Iracks, class of track, 
and signal sv stem for each rail segment. Then. Sli.A applied these unit rales lo the proposed rail 
operations on the rail line .segments to detennine the post-Acquisition accident rates. SEA 
considered mitigation for rail line .segments with estimated significant safely impacts. 

Safet>: Passenger Rail Operations 

SEA evaluated the potential for increased accidents between freight trains and passenger trains, 
considering both intercity and commuter trains. Since changes in the risks of passenger rail 
operations are directly relaled to changes in overall train activity. the safety analysis concentrated 
on rail line segments that would experience an increase in freight train traffic of one or more 
trains per day. Generally, changes at intermodal facilities, rail yards, new constmction areas, or 
proposed rail line abandonments hav e no impact on passenger rail safety. Using this approach, 
SEA studied potential satety impacts to passenger rail operations by rail line segment in 20 states 
(Alabama, Delaware. Florida, Getirgia. Illinois. Indiana. Kentucky. Louisiana. Maryland, 
Michigan. Mississippi. Mis.souri. New Jersey, New York. N'orth Carolina. Ohio. Pennsylvania. 
Soulh Carolina. Virginia, and West Virginia) and the District of C"olumbia. 

SEA used similar methods for the passenger rail safety analysis as were used for the freight rail 
safety analysis. Section 3.3.1, "Methods of Safety Analysis for Passenger Rail (Operations." 
provides additional details on the methods. To delemiine the change in accident frequency. SE.A 
first calculated the historic accident rate (number of annual train collisions) on rail line segments 
with passenger train activity. SEA then estimated the change in the annual passenger train 
accident rate on a train-mile basis as a result ofa post-Acquisition increase in freight operations. 
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Safet>: Highway/Rail At-(irade Crossings 

Increased train activity could potentially affect the safely of roadway users at locations where 
railroads and roadways cross, SEA evaluated the accident potential along rail line .segments at 
localions where railroad iracks cross roadways at the same elevation (at-grade crossings), SEA 
did not analyze grade-separated crossings (overpasses and underpasses) because these crossings 
eliminate the potential for train-vehicleaccidenls by physically separating the roadway from the 
railroad tracks, Sli.A analyzed liighway'rail at-grade crossing safety on rail line segmenls lhat 
meet or exceed the Boards analysis threshold of eight addilional freight trains per day. Using 
this approach. SliA studied potential safety impacts at highway rail at-grade cro.ssings in 11 
stales (Illinois. Indiana. Kentucky, Maryland. Michigan, New York. Ohio. Pennsylvania. 
Tennessee, Virginia and West Virginia), 

1 or the salety analysis. SE.A used highway/rail at-grade accident data from FRA databases. As 
further descnbed in Section 3.4,1, "Methods of Safely Analysis for Highway/Rail Al-Cirade 
Crossings."" SEA used standard FR.A methods and formulas to estimate the pre- and posl-
Acquisition at-grade crossing train-vehicle accident risk. SEA applied the formulas using the 
characteristics of the highway rail at-grade crossing and statistical infonnation on historic 
accident experience at the crossing. 

Safety: Rail Transport of Hazardous Materials 

Safety issues for the rail transportation of hazardous materials are related lo the rail shipment of 
the material from one point lo anoiher. SEA analvzed all rail line segments where the number 
of carloads containing hazardous material would increase, regardless of whether the Board"s 
thresholds ot environmental analysis were exceeded, I ŝing this approach. SliA studied potential 
safety impacts to the transport of hazardous materials along rail line .segments in 20 stales 
(Alabama. l lorida. Georgia. Illinois. Indiana. Kentucky, Louisiana. Maryland. Michigan. 
Mississippi, Mis.souri. New Jersey. New York. North Carolina. Ohio. Pennsylvania. Soulh 
Carolina. Tennessee, and Virginia) and the Distnct ofColumbia. 

As described in Seciion 3.5.1. " Methods of Safely Analysis for Rail Transport of Hazardous 
Materials."" SliA used historic informalion from the last five years lo derive the probability of 
a hazardousniaterialsrelea.se after the proposed Conrail Acquisition, This historic infonnalion 
had been reported by the rail roads to the U.S. Department of 1 ransportation. SEA further 
reviewed railroad operaiing plans. Spill Prevention. Control, and Countenneasure( SPCC) plans, 
and hazardous materials handling plans to identify curtenl hazardous materials handling 
procedures and procedures for responding to hazardous malerials releases. 
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Transportation: Passenger Rail Service 

SE.A evaluated potential Acquisition-related effects on the ability of rail line .segments lo 
accommodate existing passenger rail service and reasonably foreseeable new or expanded 
passenger service. The analysis of passenger rail operalions included bolh intercity and 
commuter rail serv ice. Sli.A identified those rail line segmenls where freight operations share 
the line vvith passenger rail operationsand would experience an increase of one or more freight 
trains per day. Using this approach, SEA analyzed potential impacts to passenger rail service 
on rail line segments in 24 states (Alabama, Connecticut. Delaware, Florida. Cieorgia. Illinois. 
Indiana. Kentucky. Louisiana. Massachusetts. Maryland. Michigan. Mississippi. Missouri. New 
Jersey. New York. North Carolina. Ohio. Pennsylvania. Rhode Island. Soulh Carolina. 
Tennessee, Virginia, and West Virginia) and the District ofColumbia. 

For the analysis. SliA examined existing intercity and commuter rail schedules along with pre-
and post-Acquisition railroad operaiing plans to assess the capacity of each affected raii line 
segment. As further explained in Seciion 3,6,1. "Methods for Passenger Rail Service Capability 
Analysis."" SEA then determined the capability of the rail line segments lo accommodate higher 
traffic volumes resulting from proposed Acquisition-related freight train increases. 

Transportation: Highway/Rail At-(f rade Crossing Delay 

To analyze the effects of the proposed Conrail Acquisition on delays at exisling highway/rail al-
grade crossings. SEA identified at-grade crossings along rail line segments that would meet or 
exceed the Board s environmental analysis thresholds for air quality. SEA concluded lhat. for 
roadways with average daily traffic (AD T) volumes below 5.000 vehicles, relatively few drivers 
would experience the potential effect of increased train traffic and the associaled addilional 
vehicle delay would be minimal. For this reason. SEA did not include highway/rail at-grade 
crossings with daily Iraffic volumes below 5.000 vehicles in their impact analysis, SEA then 
calculated potential changes in v ehicle delay al the remaining crossings w here ADT volumes are 
5.000 or greater. Using this approach. SEA analyzed highway/rail at-grade crossing delay in 13 
slates (Alabama. Cieorgia. Illinois. Indiana. Kentucky. Maryland. Michigan. New York. Ohio, 
Pennsylvania. Tennessee. Virginia, and West Virginia). 

As defined in Seciion 3.7,1. "Methods for Highway/Rail At-Cirade Crossing Delay."" SEA 
calculated the crossing delay per stopped vehicle, the average delay for all vehicles, and the 
maximum vehicle queue for the highway/rail at-grade crossings identified for analysis. 
Together, these calculations express the potential effects of increased train Iraffic on vehicular 
delay at highway rail at-grade crossings. SEA identified and evaluated mitigation measures 
vvhere appropriate. 
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Transportation: Roadway Effects from Rail Facility Modifications 

SliA evaluated the impact of additional tmck Iraffic on the roadway sy stem resulting from 
increased railroad activity at existing intermodal facililies. new inlermodal facililies. and 
proposed rail line abandonments, SliA also evaluated the impacl on highway rail at-grade 
crossing delay and satety resulting from the construction of new rail line connections and 
proposed rail line abandonments, SE.A identified the proposed Acquisilion-relaledactiviiieslhat 
would meel or exceed the Board"s thresholds for environmental analysis as described in Section 
3.8.1. "Methods for Determining I ransportation Impacts from Increased Railroad Aciivities." 
Using this approach. ST..A analyzed potential roadway effects at inlermodal facililies. new-
constructions, and rail line abandonments in 13 states (Cieorgia. Illinois. Indiana. Kentucky. 
Louisiana. Maryland. Michigan. Missouri. New Jersey. New York. Ohio. Pennsylvania, and 
lennessee) 

As defined in Seciion 3.8,1. "Methods for Determining Transportation Impacts from. Increased 
Railroad Activities."" SEA examined traffic patiems on roadways surtounding intermodal 
facilities, STiA identified the major truck routes and calculated the expecied increases in tmck 
Iraffic resulting from Acquisition-related activities. The primary factor influencing potential 
impacts to the adioining roadways is the percentage increa.se in average daily Iraffic resulting 
from addilional truck traffic. 

Section 3,7. " Transportation: Highway/Rail At-Grade Crossing Delay."" discusses the procedures 
used for analyzing highway/rail a'-grade crossing delay, SliA used the same methods for 
analyzing highway/rail at-grade crossing delay along new constructions as for analyzing 
highway/rail at-grade cro.ssing delay resulting from increased freight train Iraffic on rail line 
segments. For proposed rail line abandonments. SE.A evaluated the increase in im^k trips to 
detemiine whether the additional tmck trips would have a measurable impact on daily Iraffic 
patiems on nearby roads, SliA also considered the t ffeels of eliminating highway/rail al-grade 
crossings. 

Transportation: Navigation 

To evaluate the potential effects of train traffic on water-bome shipping where interaction could 
occur. STiA reviewed proposed Acquisition-related activities on rail line segments, new 
constructions (rail line connections only), and rail line abandonments lhat meet or exceed the 
Board s thresholds for environmental analysis and involve movable bridges, SEA did not 
analyze intennodal facilities and rail yards because they do nol directly relate to waterbome 
ttansportation activities. Using this approach, SEA analyzed the potential navigation impacts 
to bridges on rail line segments, new connection constructions, and proposed rail line 
abandonments in six states(lndiana. New Jersey. Ohio. Pennsylvania. Tennessee, and Virginia) 
and the District ofColumbia. 

Proposed Conrail Acquisition December 1997 Draft Environmental Impact Statement 
Page 5-7 



Chapters State Sefting. Impacts, and Pmposed Mitigation 

SEA used data from the FRA to identify railroad bridges over navigable waterways. SEA 
verified the proposed railroad Operating Plans and coordinated the analysis u ith the Coast Guard 
district offices vvith jurisdiction over potentially affected areas. As slated in Section 3.9.1. 
"Methods for Evaluating Navigaiion Issues."" waterbome navigation has the right-of-way in all 
instances, Theretore. any operating constraints resulting from post-Acquisilionactivities would 
be placed on the railroad and not on the waterbome users al movable bridges extending across 
navigable waterways. 

Energy 

The sources of change in energy efficiency include rail-lo-lmck diversions; Imck-to-rail 
diversions; Iraffic rerouting; and changes in operalions at rail yards and intermodal facilities. 
SEA assessed energy effects on a system-wide basis only. Sy.slem-wide energy effects are 
presented in Section 4,11. "linergy." 

Air Quality 

Po.st-.Acquisilionoperational changes could lead to an increase in air pollutant emiss'ons. SEA 
analyzed the etTects ofthe proposed Conrail Acquisition on air quality by evaluating rail line 
.segments, rail yards, and intennodal facilities that would meet or exceed the Board"s analysis 
thresholds for air quality, Although construction emissions (vehicle exhaust and fugitive du.st 
emi.ssions) generated by Acquisition-related con.stmction projects and propo.sed rail line 
abandonmenls could occur, SEA did not analyze the effect of these emissions because they are 
expected to be relatively small and temporary. Using this approach. SEA analyzed potential air 
qiulity impacts by county in 18 .states (Alabama. Delaware. Georgia. Illinois. Indiana. Kentucky. 
Louisiana, Mary land. Michigan. Missouri. New Jersey. New York. Ohio. Pennsylvania. South 
Carolina, Tennessee. Virginia, and West Virginia) and the District ofColumbia. 

SEA evaluated county-wide emissions changes for nitrogen oxides (NO,) in 98 counties and 
carbon monoxide (CO) three counties using the five-step process outlined in Section 3.11.1. 
"Methods for Air Quality Analysis."" Emissions chmges of all other air pollutants .sulfur dioxide 
(SO,), particulate matters (PM,„), volatile organic compounds (VOCs). and lead (Pb) from 
railroad activities did not exceed emissions screening levels for any county; iherefore. SEA did 
not analyze them for any county or jurisdiction. After calculating the total emissions for 
individual counties that meet or exceed Board thresholds. SEA detennined the significance of 
emissions increases '\^ a given couniy. SEA considered three factors to detennine significance: 
the absoluleniagnitudeof increases, the relative percentage of increa.ses compared w ith county-
wide emissions from all sources, and the exi.sting air quality status wiihin the county. 
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Noise 

To analyze the noise impacts of lhe proposed Conrail Acquisition. SEA evaluated rail line 
segments, rail yards, and intermodal facilities that would meet or exceed the Board's noise 
analysis thresholds. Although new construction projects and proposed rail line abandonments 
can result in noise increases, the noise etTects would be temporary and therefore were nol 
evaluated. I sing this approach. Sli.A analyzed potential noise effects for rail line segmenls. rail 
yards, and intermodal facilities in 16 states (Delaware. Georgia, Illinois. Indiana. Kentucky. 
Louisiana. Maryland, Michigan. Missouri. New Jersey. New York. Ohio. Pennsylvania. 
Tennessee. Virginia, and \̂ est Virginia) and the District ofColumbia 

The noise analysis estimates the numbei of s'̂ nsitive receptors that would be affected by noise 
levels of 65 dBA Lj„ (A-weighted decibels day/night lev els) or greater as a result of Acquisition-
related activities, SEA detennined receptoi s expo.sed to projected noi.se levels of 70 dBA Lj„ or 
more, as well as a 5 dB.A increase from whc-l rail and locomotiv e noise alone, lo be subject 
to substantial noise impacts. Mitigation of such impacts using noise walls or other reasonable 
and feasible measures is being considered. 

Noise impacts i ' train homs at highway/rail at-grade crossings cannot be mitigated al this 
time becau.se of o. erriding safety issues. When the FRA "quiet zone"" mles designed to mitigate 
train hom noise are finalized, communities may establish quiet zones as provided in those mles. 

Cultural Resources 

Cultural resources include historic and archaeological features, SEA determined that potential 
effects on cultural resources w ould most likely occur during new construction and proposed rail 
line abandonmeniacliv llies. Tor this reason. STiA did not analy ze changes on rail line segments, 
at intennodal facilities, or at rail yards. Using this approach, SEA analyzed potential impacts 
to cultural resources by site in eight slates (Delaware. Illinois. Indiana. Mary land. Michigan. 
New Jersey . New York, and Ohio), 

SEA conducted site visits, archival searches, and coordination with various Stale Historic 
Preserv ation Offices (SHPOs) lo idenlify any historic or archaeological sites located in the site-
specific project areas that are listed in or eligible for listing in the National Register of Historic 
Places. SEA u.sed the "Criteria of liffect and Adv erse liffect" (36 CFR 800.9) developed by lhe 
Advisory Council on Hist.iric Preservation (ACHP) as the criteria for an adverse impacl on 
historic properties, SE.A also identified mitigation strategies to address adverse impacts on 
historic and archaeological resources. 

SEA has initiated the Seciion 106 consultation process by sending letters to the State Hisioric 
Preserv ation OfTicer in each stale potentially affected by the proposed Conrail Acquisition. In 
these letters. SEA has requested concurrence with the findings oflhe cultural resource analysis. 
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Appendix M contains the responses to these letters. For the Final EIS. SEA will update the 
summary ofthe Section 106 consultation process. 

Ha/ardous .Materials and W aste .Sites 

SEA identified potential impacts on hazardous waste sites for each location vvhere proposed 
Acquisition-related construction or abandonment activilies would lake place. For this reason. 
SEA did not analyze changes OP rail line segments, at inlermodal facililies. or at rail yards. 
Using this approach. Sli.A analyzed potential impacts on hazardous waste sites and relaled 
environmental concems by site in seven states (Illinois, Indiana. Maryland. Michigan. New 
Jersey. New ^'ork. and Ohio), 

Hazardous waste sites are places where releases of hazardous materials have been reported to 
local, .state, or Federal authonties. Related environmental concems include facilities licensed 
to treat, store, or dispo.se of hazardous materials, leaking underground storage tanks (LUSTs). 
solid waste faciiitiesand landfills(SWFs/LFs). and locations where SEA observed evidence of 
possihle hazardou:; materials releases. Orphan sites are sites that could not be localed because 
of inadequate location information SE.A obtained information on hazardous waste sites and 
relaled env ironmental concems through database searches conducted by Environmental Dat:̂ , 
Resources. Inc. (EDR). site visits, and contact wilh local and slate officials. Appendix H 
summarizes the EDR search results and provides the data sources for informalion on hazardous 
waste sites and related environmental concems. Section 3,14,1. "Methods for flazardous 
Matenals Site Analysis." provides additional details ofthe analy.sis proce.ss, SEA afso analyzed 
the potential environmental effects associated with the rail transportation of hazardous malerials; 
these are discussed in Section 3.5. "Safety: Rail Transport of Hazardous Materials". 

CSX and NS have detailed procedures and policies lhat would reduce or avoid impacts al 
localions w here hazardous materials may be u.sed or encountered. These procedures and policies 
reflect the railroads' intent lo handle hazardous malerials safely and comply with the regulatory 
requirements of Federal, state, and local agencies other than the Board. Therefore, additional 
mitigation measures generally are not needed, CSX and NS would address hazardous materials 
encountered or released during constmction or abandonment activilies as follows: 

• CSX and NS would comply vvith applicable Federal, .state and local regulations regarding 
the handling and disposal of any hazardous materials. 

• Site clean-up and .estoration would follow procedures in CSX and NS operaiing plans and 
applicable federal and state regulations and guidelines, A general description ofthe 
allocation of responsibility lor contaminated sites is provided in Appendix H, 

• CSX and NS would iransport hazardous malerials in compliance vvilh U.S. Department of 
I ransportation Hazardous Materials Regulations (49 CFR Parts 171-174 and 177-179). 
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. In the event of an accidental spill ofa hazardous matenal. CSX and NS would follow the 
appropriate respon.se procedures outlined in their eniergency response plans. 

Natural Res<»urces 

Natural Resources include watet resources, wetlands, biological resources, and habitats. SEA 
detennined that the potential for impacts lo water resources, wellands. and biological resources 
would most likely be associated w ith site-specific projects relaled lo the proposed abandonment 
of rail lines and construction (if new rail line connections, rail yards, and intemiodal facilities, 
Sf i.A determined that operational changes, such as increases or decreases in the number i>f trains 
on rail line segments, have little direct eftect on natural resources. Using this approach, potential 
impacts to natural resources were analyzed by site m seven .slates (Illinois. Indiana. Maryland. 
Michigan. New Jersey. New York, and Ohio), 

As descnbed turther in Section 3,15,1. "Methods tor Natural Resources AnalysLs," SEA 
reviewed the potential effects ofthe proposed Conrail Acquisitionon water resources, wetlands, 
and biological resources by conducting site visits, scientific literature research, and agency 
consultation SE.A assessed potential impacts to Federally-listed ihrealeiied and endangered 
species: protected wildlilc habitats and migration cortidors; wildlife refuges and sanctuaries; 
national, state and/or local parks or forests; and protected unique or critical habitats. SliA also 
noted the potential need for federal pennits and additional coordination vvith appropriate 
regulalorv and review agencies. SE.A evaluated potential mitigation measures as part ot the 
impact analysis. 

Land Usc and Socioeconomics 

For the land use/socioeconomics analysis. SEA evaluated changes in the physical environment 
as a result ofthe proposed Conrail Acquisition. The issiaes included consistency with current 
land use plans and existing Coastal Zone Management plans, potential effects on prime 
familand. and suitability of abandoned nghts-of-way for alternative public u.ses. SE.A 
determined that potential land use/socioeconomic effects would mosl likely result frcm the 
con.stmction ot new rail line conneclions or proposed rail line abandonments. For this reason. 
SEA did not analv ze changes on rail line segments, at intermodal facilities, or at rail yards. 
Using this approach. Sli.A analyzed potential etTects on land u.se socioeconomic conditions by 
site in seven slates (Illinois, Indiana. Maryland. Michigan. New Jersey. New York, and Ohio). 

Iniliallv. SEA conducted site visits and contacted local agencies to verify existing land use 
descriptions. Sli.A also collected infomiation t>n pnme familand. coa.slal zone management, and 
Amencan Indian reservations. As described further in Section 3,16,1. "Land 
Use/Socioeconomics Methodology. " the analysis included a comparison of proposed 
Acquisilion-related act-vities with local land use plans, identification of effects on prime 
farmland, and determination of consistency with Coastal /.one Management Plans. SEA 
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evaluated whether businesses and residences would be displaced, and identified whether 
construction projects or proposed rail line abandonments would occur on Indian reservations. 
For rail line abaiidonment.s. SEA evaluated altemative public u.ses for abandoned rights-of-way. 
and identifiedaltemative modes for the iransportation of goods and services that curtently use 
the rail segments propi>sed for abandonment. For localions where significani impacts could 
occ'.jr. Sli.A evaluated mitigation strategies that could be implemented by CSX. NS. or local 
j l risdictions. 

Env ironmental .lustice 

SEA investigated w helher the proposed Conrail Acquisition would resull in disproportionately 
high and adverse impacls on minority and low-income populations. The environmental justice 
analy sis encompassed a wide range of en vironmental concems. including safety, transportation, 
air quality , noise, cultural resources, hazardous waste sites, natural resources, and land 
use/soci(K"conomics. Because these env ironmenlal issues are involved with propo.sed changes 
in rail line segments, intennodal •acililies. rail yards, and new constructions and proposed rail 
line abandonments, SliA evaluated all otthe various proposed Acquisition-relatedactivities lhat 
meet or exceed the Board s thresholds tor environmental analysis. Using this approach. SEA 
analyzed potential environmental justice effects by site in 18 states (Alabama. Connecticut, 
Delaware. Cieorgia. Illinois, Indiana. Kentucky. Louisiana. Maryland. Michigan. Missouri. New 
Jersey. New York. Ohio. Pennsylvania.Tennessee. Virginia.and West Virginia) and the District 
ofColumbia. 

Seciion 3,17.1. "linvironmentai Justice Analysis." describes addilional details of analysis 
procedures for environmental ju.stice. In general. SE.A developed a six-step process to evaluate 
potential environmental justice impacts, which involved the following elements: 

1. IJentifying the potential health and environmental effects ofthe proposed acquisition. 

2. Detemiining whether these potential effects mighl occur in minority or low-income 
communities, 

3. Assessing vvhelher potential effects in minority or low-income communilies could be 
"high" and "adverse."" 

4. Detemiining whether potentially high and adverse effects "disproportionately affect"" 
minority or low-income communities (in other vvords, whether such et"fects would be 
predominantly borne more .sev erely or in greater magnitude, in a minority or low-income 
community), 

5. If so. consulting vvith the afTected minority or low-income community about alle natives 
to the proposed Acquisition (including disapproving the .Acquisition) and potential 
mitigation measures. 
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Identifying potential mitigation measures and altematives to avoid or reduce the 
disproportionate eftect. 

5.3 SUMMARV OF IMPACTS AND MITIGATION 

This seciion pr̂ 'sents an alphabetical listing, by state, ofthe potential impacls and preliminary 
proposed milig.ition action, l able 5-2 identifies these summary impacls wartanling mitigation 
action. These ,iite-specitlc P'-.tentî fl impacts are listed for the applicable .states. No mitigation 
is recommended in the stales ol Conneclicui, ividos:«-husetts. Rhode Island, and West Virginia. 
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Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Techn ica l 

A r e a 

Site i l ) : Name Type of 
Activitv 

County Potential Impact Pre l iminary Recommended 

Mitigation 

ALABAMA 

Safety ( -267 Decatur-
[Hack t reck 

Kail 1 inc 
Segment 

Jcttcrson, Ulount, C ullman, 
Morgan 

lltiztirtltnts Mttlt rtiils Trartsptirl. A 
major ke\ route 

llt izariti it is Maleruils transpori 
Develop a Ha/ardous Materials 
I'nicrgencv Response I'lan 

I -26K H'ack ( reck -
l i i rmingh tm 

Kail 1 inc 
Scgmenl 

IcITerson, 1 uscaloosa lhi:arjt , t i .s Miilenals Ir t i t i .pt tr l A 
major ke> route 

l lazarilous Materials Transpori 
Develop a lla/ardous Materials 
Imergenev Response I'lan 

( -269 Hirtr ingliam 
- Parkwood 

Rail ! IMC 
Segmenl 

Jcttcrson, Shelb> lltizartittus Maleruils Tran.t/iitrr A 
major key rtiute 

llazartlous Materials Transport: 
Develop a Hazardous Materials 
I mergenev Response I'lan 

( •-270 I'arkuiHid -
Montgomen. 

Kail I m c 
Scgmenl 

Shclh\ , ( hil lon, ,\utauga. 
1 Imorc, Montgomerv 

l la:arjntt .s Materials- 1 raii.s/iiirl A nc« 
and ma'or kev rouie 

l lazarilous Materials Irai is/ ior l 
Implemenl .AAR guidelines and 
develop a Ha/ardous Materials 
i:mergenev Response I'lan 

C'-27l M(inlg(imcr\ 
- 1 l(>mal(ni 

Kail 1 mc 
Scgmenl 

Montgomerv, Lowndes. 
Hutler, Conecuh, I scainbia 

llazarti i ius Materials Transpttrt \ new 
and maioi kev route 

ll i izartlous Mater ia l ' Transpori 
Implemenl A.AR guidelines and 
develop a Ha/ardous Materials 
I niergenev Response I'lan 

( -,^56 1,agrangc. 
(i.A - Montgomerv 

Kail 1 inc 
Segment 

( hanil-.crs, 1 ce, Macon, 
Montgomerv 

l lazar, l i i t f i Malenais Irai ispi ir i A new 
and majoi kev route 

llazarilous Materials Transpori 
Implemenl .\,AR guidelines and 
develop a Ha/ardous Mater ia l 
I mergenev Response I'lan 

C'-.17.V Naslui l lc, 
I N - Stevenson, Vl 

Rail 1 ine 
Segment 

Jackson !ia:arth):ts Materials Transpori A new 
and majoi k :v route 

Hazaraous .Materials transpori 
Develop Ha/ardous Materials 
1.mergencv Response Plar 
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Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Techn ica l 

, \ rea 

Site I I ) : Name T y p e of 

Activity 

County Potential Impact Pre l iminarv Recommended 

Mitigation 

ALABAMA (( ontinued) 

Safetv (-.176 1 agrangc, 
( lA - Parkwood M 

Kail 1 mc 
Segment 

let'tcrson. Shelbv, lalladcga, 

( lav. Randolph, ( hambers 

1 LiZiiril'111-4 Materials tr t i i isporl ,A new 

and maior kev roule 

llazartlous Materials Transpori 
Implement A AR guidelines and 
develop lla/ardous Materials 
1 mergencv Response Plan 

(.-180 Ihomasville, 
(1A - Montgomerv, 
Ai 

Rail 1 ine 
Scgmenl 

HousUin, Dale, Pike, 
Montgomerv 

llazartlous .Materials Iransport A new 

kev route 

llazarilous .Materials Trans/„irl 
Implement AAR guidelines 

('-.1«6 1 lomalon -

Mobile 

Kail 1 mc 
Scgmenl 

1 stainbia, Maldwin, Mobile l lazar jous Materials I ranspon A 

major kev route 

llazarilous Materials Transport 

Develop Ha/ardous Materials 

Imergenev Response I'lan 

{ -.1S7 Mobile, Al • 
New (Irleaiis. 1 A 

Kail 1 IIIC 
Scgmciii 

Mobile IUizariliius Malerials I ranspon A 

major kev roule 

Ihizarilous Materials Transpori 

Develop Ha/ardous Materials 

1 mergencv Response Plan 

D E L A W A R E 

Safetv ( -2(»l VV ilsmcrc -

l lal l imorc 

Rail 1 ine 

Segment 

\ c u ( asllc llii;li:ta\ Kail . U-draJe ' rossing .Salen 

N ( ollege Street at Newark 
New I (1 idon VV Main Streets at Newark 

HigiiMav Kail . il-<iraile ( rossmi.; 

Safely Consult with communitv, 

Dl 1 D O I , and fmversi tv ol 

Delaware lo address salelv 

concerns 

Cultural 
Resources 

N A Shellpot Hridge t mislruclmn Neu ( asllc Rehabilitation ot historic bridge at 
VV ilmmgton 

NS shall complete Section 106 
process prior to slart ol 
construction 

FLORIDA 

Safetv ( - l o t VV inslon -

Planl C ilv 

Kail 1 ine 
Segment 

Hillsborough llazartlous Malerials Transpori A new 
kev route 

llazarilous Materials Transpori 

Implement A AR guidelines 
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Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Techn ica l 

Area 

Site I I ) : Name T y p e of 

Activity 

County Potential Impact Prel iminary Recommended 

Mitigation 

(iEORGIA 

Safety ( -29.'i ( orbin. KY -
{ arlersville, ( iA 

Kail 1 ine 
Segment 

Hartow, ( iordon, .Vlurrav llazarilous ,\liilertals transport A new 
kev route 

llazartlous Materials Transpori 
Implemenl A.AR guidelines 

(. -298 Manchester -
Waycross 

Rail I ine 
Segmcnl 

Meriwether, la lbol . lav lor, 
Maton. Doodiv. Crisp, 
Wileox. I urner. Men Hi l l , 
Irwin, ( ollce, llacon. W are 

llazartlous .Materials Transpori .A 

major key route 
Hazardous Materials Transpori 

Develop lla/ardous Materials 

limergency Response Plan 

( -.1-45 Y emassee, 
SC - Savannah, ( i A 

Rail 1 me 

Segmenl 

( halham llazartlous Miilenals t ranspoi l .\ new 
key roule 

Hazardous .Malerials Transpoi l 

Implemenl AAR guidelines 

( -.146 S.ivannah -

Jessup 
Rail 1 m c 

Segmenl 
I'assenger Rail Saleln; Increase in risk 
for pa,ssenger tram accidents 

I'assenger Kai l .Safely 1 reighl tram 
mov ing in the same or opposite 
direction would be clear o f the track 
at least 15 minuies before and afler 
the evpeclcd arrival o f passenger 
(ram at any point 

C--147 Jessup -
Waycross 

Rail 1 m e 

Scgmenl 
Ware, Pierce, Wavne llazarilous Malerials Transport A new 

key route 
Hazardous Malenais Tianspori: 

Implemenl A A R guidelines. 

C-.15.1 {ireenwood, 
s c - Athens 

Kail 1 ine 

Segmenl 
Clarke. 1 Ibert. Madison llazarilous Materials Triinsporl A 

niajor key route 
Hazardous Malenais Transp,>ri. 

Develop lla/ardous Materials 

I mergenev Responst Plan. 

C-.154 Al l iens-

AllaiKa 
Kail I m c 
Segttient 

Cla'kc, Harrow, dwinnet l . De 
Kalb, 1 ullon 

l lazar jous Materials i ranspor i A 
major key route 

Hazardous Materials I ranspor i 

Develop Ha/ardous Materials 

t mergency Response Plan 

( -'.''5 Atlanta -

I 'grange 

Rail l ine 

Segment 
1 roup Hazardous Materials Transport A new 

and major key route 
Hazardous .Materials Transpori 

Implement AAR guidelines and 

develop Hazardous Malerials 

Ivmergency Response Plan 
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Chapters, State Settings, Impacts, and Proposed Mitigation 

Table 5-2 Summary of Impacts W arranting Mitigation By State 

Technical 
Area 

Site 11): Name 1 ype of 
Activity 

County Potential impact Preliminary Recommended 
Mitigation 

( ; E 0 R ( ; I \ (( ontinued) 

Safely ( 156 1 agrangc, 

(i.A - Montgomery, 

Al. 

Kail 1 me 
Segmenl 

1 ullon, ( oweta. 1 n',jp Hazardous Materials Iranspori A new 

and major key roule 

Hazardous Materials transi,ort 

Implemenl A.AR guidelines and 

develop liaz,irdmis Materials 

l inergency Response Plan 

( -176 1.agrangc. 

( iA - Parkwood, AI 

Kail I me 
Segment 

1 roup Mcriwcthci Hazardiius Malerials Transpori A new 

and major key route 

Hazardous Materials Transpori 

Implemenl .AAR guidelines and 

develop Hazardous Materials 

1 niL I'ncy Response Plan 

( -.177 Manchester -

1 agrangc 

Rail 1 inc 
Scgmenl 

I roup. Mciiweihcr Hazardous Materials Iranspori A new 

key roule 

Hazardous Materials Transpori 

Implement AAR guidelines 

( -ISO Ihomasvi l le-
Montgomery, A l 

Rail 1 inc 
Segment 

1 homas, (irady, Dcealur. 
Seminole, l arly 

ILiziirdous Mah'i ials Tr,tnsii,,rl A new 

key roule 

Iiazardous Maleruils Transport 

Implement A.AR guidelines 

ILLINOIS 

Safely N-045 1 alayciic 
Jet., IN - hhon . II 

Rail 1 ine 
Scgmenl 

Vermilion Hazardous Materials Transport ,\ 

major key route 

l l igli\sit\ Kail 4il-(irade (. 'rosstng .Sa/ely 
Campbell CrossingTR 450 

Hazaraous Materials Transpori 

Develop a lla/ardous Materials 

l.mergency Response Plan 

Highway ,'<atl l i t irade ( rossing 
.Safety t 'pgrade existing safety 
devices. 

NC-02 SiJiicy 

Connection 

C oiistrucliiin (hampaign Hazardous Materials Iranspon NS shall provide (upon request) 
copies ol Ha/ardous Materials 
I niergency Response I'lan and 
training lor local community 
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Chapters. State Seftings. Impacts, and Proposed Mitigation 

Table 5-2 Summary oflmpacts Wan anting Mitigation By State 

Icchnica ' 
Area 

Site I I ) : Name Type of 
.Activity 

County Potential impact Preliminary Recommended 
Mit igation 

ILL INOIS (C ontinued) 

Transportat ion ( -010 Harr Vard -

Hliic Island Junction 

Rail 1 IIIC 

Segmenl 

('ook 1 Highwav Rail i l d r a i l e ('ro.ssing l)ela\ 

Dixie Highway 

Hroadway Street - 135"' Street al 

Calumet Park 

Highway Rail . l l - ( i rade Crossmg 

Delay Railroad shall consult wi lh 

the County. l l . D O I . and 

community regarding grade 

separations 

Transportat ion 

( -011 Hlue Island 

Jcl - 59'" Slrecl 

K a i ; 1 IMC 

Segment 

( l»ok HniliHiiy, R i l l U-drade Crossing l>eUt\ 

95"' Street at I vergrecn Park. 
llig.',wa\ Kail U-drade ('ros .ing 

lyelav Pu'lr.iad shall consult wi lh 

theCounty, II D O I . and 

communily regarding grade 

separations 

( uKural 

Resources 

( ( -01 7.';>'' Street 

SW. Chicago 

Conneclion 

(onslruclion ( o o k Inleriocking lowerdmpac i nol 

'.lelermined yet) 
Railroad lo omplete Section 106 

process bell re any steps to alier 

integrity o( he tt)wer 

( uKural 

Resources 

(.( '-02 1 Acrmoni 

Connection 

(onslruclion Sl ( lair 1 ';'liokia Mounds Historic Sue (impact 

not determined yel). 
Railroad to complete Setlion 106 

process before construction or 

moditlealion or new connection 

Natural 

Resources 

NC-02 Sidney 

Conneclion 

t onslruclion ( hampaign Polcnluil impacl from nght-ii l-way 

maintenance activities 
NS shall use only 1 P.A-approved 

herbicides during nghl-of-way 

maintenance 

I.anduse NC-Ol lo lono 

Connection 

(onslruclion Champaign Impact only i f construction is outside the 

existing nghl-of-way 
Kailroad not to disturb Daggy Sireet 

or residential properties 

Knv ironmental 

luslice 

( A l - o : 59"' Slrecl. 

( h i c i j j i i 

Inlermodal 

1 i lCl l l ly 

( ook Minority population 

truck route mipaci 
Railroad shall coordinate mitigation i 

strategies with the local community 
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Chapters State Settings Impacts, and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting .Mitigation By State 

l e c h n i c a l 

A r e a 

Si te I I ) : N a m e T y p e o f 

Ac t i v i t y 

C o u n t v Po ten t ia l I m p a c t P r e l i m i n a r y R e c o m m e n d e d 

M i t i g a t i o n 

ILL INOIS (Continued) 

Knv ironmental 

.luslice 

C-OlO Harr V ard -

Hluc Islanil Jcl 

Rail l ine 
Scgmenl 

I ook Vliiuirily population 

Highway Raii Al-drade Crossing Delay 

Noise 

Kailroad shall coordinate mitigation 
stialegies with the local 
communities 

N-045 1 alayelte. IN 

- 1 illon. IL 

Rail 1 mc 
Segmen; 

V crinil ion Minonly and low-income population 

Hazardo;;.. Materials Iransport 

Highway Rail .At-(irade Crossing Safety. 

Noise 

Railroad shall coordinate mitigation 

strategies with Ihe local 

coiTimuniiics 

( ( immunity N/A ( hicago Intermodal ( o o k 1 ratl'ic and Niuse al 59"' Streei 1 aeihly CS,\ shall consult with community 

and agree on miligalion 

INDIANA 

Safety ( -025 Vincennes -

lAansvil le 

Rail 1 inc 

Segment 

Knox. V anderburgh Hazardous Malerials Transpori. A 

major key route 

Highwav Rail \l-C,rade Crossing Safen 
Hart Street (Knox) 
S 15* Sireel (Knox) 
Ohio Sireet (V anderburgh) 

Hazardous Materials Transpori 

Develop Iiazardous Materials 

1 mergcncy Response Plan 

Highwit\ Rail U-drade Crossing 

.Safety 1 Ipgrade existing safely 

devices. 

( -027 Wil low 

Creek - Pine Jct 

Rail 1 ine 

Segment 

l .ikc. Porter Hazardous Malenais trans- t,r i . A 

major key route 

HigliWiiv Rail l l -dra i le Crossing .Safety 

Countyline Road (1 ake) 

Hohart Road (1 ake) 

l ake Sireel (1 ake) 

( lark Road (1 ake) 

Ilitzardiius Malenais Iranspori 

Develop Ha/ardous Materials 

l'mergency Response I'lai. 

Highwav Rail Al-Cirade Crt)s::ing 

.Safetv Cpgradc existing safely 

devices. 
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Chapters State Seftings. Impacts, and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Techn ica l 

A r e a 

Site i i ) : Name Type of 
Activity 

County Potential impact Preliminary Recommended 
Mitigation 

INDIANA (Continued) 

Safety ( -066 Deshler, OH 
- Willow Creek, IN 

Rail 1 mc 

Segmenl 

De Kalb, 1 Ikhart, Kosciusko, 

l.a Porte. Marshall. Noble. 

I'oncr. St Joseph 

Hazardous Materials Transport A 

major key route 

Highwav Rati U-dr....'. ' rossing Safely 
Seventh Street (Kosciusko) 
Huntington Sireel (Kosciusko) 
Mam Sireel (Kosciusko) 
900 North Streei (Porter) 

Hazardous .Materials Iranspori 

Develop Ha/ardous Materials 

Lmergency Response Plan 

Highway/Rail -t l-draile Crossing 
Safety t'pgrade existing safety 
devices. 

( -69,1 W illow 

Creek - Ivanhoc 

Rail 1 IIIC 
Segment 

Porter. I ake Hazardotts Malerials Triinsporl \ new 

ki-y route 

Hazardous .Materials Transpori 

Implement ,A.AR guidelines 

N-040 Alexandria-

Muncie 

Rail 1 ine 
Segmenl 

Delaware, Madison Highway'Rail U-drade Crossing .Safely 
CR I OOI: (Madison) 

Highway/Rail ,4l-Grade Crossing 
.Safely I Jpgrade es isting safety 
dev ices 

N-041 Hu t l e r - I t 

W ayne 

Rail 1 me 

Segment 

Allen, Dc Kalb Hazardous .Materials Iranspori. A new 

and maior key roule 

Highway/Rail U-diade Crossing Safely 
Lsteila Avenue ( Allen) 
Anth(<ny Houlevard ( Allen) 
Nolestinc Road (Allen) 

Hazardous Materials Transpori 

Implemenl AAR guidelines and 

develop Iiazardous Materials 

Imergency Response Plan 

Highway/Rail . t l -drade ('rossing 
Safely t'pgrade exisling salety 
dev ices 
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Chapters. State Seftings Impacts, and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Techn ica l 

Area 

Site I I ) ; Name Tv pe of 

Activity 

County Potential impact Pre l iminary Recommended 

Mitigation 

INDIANA (Continued) 

Safely N-(I42 ( P 501 -
Indian,! 1 larbor 

Kail 1 ine 

Scgmenl 
I ake Treighi Rail Operations Increase in 

accidenl Ircqueney 

Treighi Rail Operations Increase 
rail Haw inspection frequency and 
provide annual training lor 
equipment inspectors 

N-044. I t Wayne -
Peru 

Rail I me 
Segment 

Allen, l luntinglon, Miami. 
Wabash 

Hazardous )'alerials Transpori ,\ 
major key route 

Highwin Rail , l l-<iraile Crossing Safen 
I ngle Road (Allen) 
Hriant Sireet (Huntington) 
Olive Street (Wabash) 
Wol f Road (Wabash) 

Hazardous Materials Transpori 
Develop Hazardous Materials 
limergency Response I'lan 

Highway Rail , l l -drade Crossing 
Safely I 'pgrade existing salely 
devices 

N-045 I alavctle. IN 
- Iillon. II. 

Rail 1 mc 
Segment 

1 ounlain, I ippecanoe. Warren Hazaidous Materials I ranspori 
A major key route 

Highway Rail , i l - ( i iade Crossing Safety 
7" Street (1 ippecaroe) 
Roniig Sireel ( 1 ipoc ,pe) 
Smith Streei (1 ipr .noe) 
(ireenbush Streci v i ippecanoe) 
4'" Sireel (CS 2.11) ( I ippecanoe) 

Hazardous Materials Transpi rt 
Develop Hazardous Material' 
Kmergency Response Plan 

Highway Rad ,4t-Crade ('ros ing 
Sa/ely Upgrade existing sa' .ty 
devices 
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ChaoterS. State Settings, Impacts, and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Techn i ca l 

A r e a 

Site i i ) : Name Type of 

Activity 

County Potential impact Prel iminary Recommended 

Mitigation 

INDIANA (Continued) 

Safely N-046 Peru -
l.afayetle 

Kail 1 UIC 
Segment 

( arroll, Cass. Miami, 
1 ippecanoe 

Hazardous Materials Iransport ,\ 
major key route 

HighMtiv Hail . f t-drade Crossing Safely 
Carroll 
W ashington Street CR 10(11 
Meridian 1 ine 

Cass 

18"'Streei Cedar Sireel 

1ippecanoe 

IH'" Street CR 9()0N 
CR 900N ( R500f 
(ireenbush Streei. l 'n ion Sireet 
17'" and Salem Sireel 

Hazardous .Materials Transpori 
Develop Iiazardous Malerials 
limergency Response Plan 

Highway Rail Al-drade Crossing 
.Safety I.pgrade existing salety 
devices. 

N-497: Kalamazoo, 
M l - Poller. IN 

Rail 1 ine 
Segmenl 

Porter, l a Porte I'assenger Rati .Safety Increase in risk 
for passenger train accidents 

I'assenger k t l .Safely I f dispatched 
by NS. freigi 1 tram moving in the 
same or opp< site direction would be 
clear of the track at least 15 minutes 
belore and alter the expected arnval 
o f passenger tram at anv point 

CC-05 W illow 
Creek Connection 

( onslruclion I'ortci Hazardous MatcriaK I ranspon CS.X shall provide (upon request) 
copies ol 1 lazardous Materials 
fmergency Response Plan and 
training for local community 

N( '-04 Alex.iiidria 
Conneclion 

( oiisliiiclion Madison Ihi/ardous Materials Iransport NS shall provide (upon request) 
copies of Hazardous Malerials 
Kmergency Response i'lan and 
'raining for local community 
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Chapters. State Settings, Impacts, and Proposed Mitigation 

I able 5-2 Summary of Impacts W arranting Mitigation By State 

T e c h n i c a l 

A r e a 

Site i i ) : N a m e Ty pe o f 

A c t i v i t y 

C o u n t y Po ten t i a l i m p a c t P r e l i m i n a r y R e c o m m e n d e d 

M i t i g a t i o n 

INDIANA (Continued) 

1 ranspurtal iun ( -025 V incennes-
I vansv ille 

Rail I m c 
Segment 

(ubson. Knox. Vanderburgh Highwa\ Rail l i -d iade ( rossing t)el,i\ 
W Maryland Street (Vanderburgh) 
W I ranklin Street (Vanderburgh) 
( l l i io Sireet (Vanderburgh) 

Increase train speed by 5 niph at W 
Maryland Sireet Railroad shall 
consult with lhe community and 
develop mitigation 

( -066 Deshler, O l l -
W illow Creek, IN 

Rail 1 mc 
Scgmenl 

Dc Kalb, 1 Iklian, Kosciusko, 
1 a Porte, Marshall, Noble, 
Porter, St Joseph 

l l ighwiiv Rail U-drade ( rossing Delay 
Randolph Streei (De Kalb) 

Railroad shall consult with the 
community I N D O l regarding grade 
separalion 

N-040: Alexandria -
Muncie 

Rail 1 mc 
Scgmenl 

Delaware, Madison Highwav Rail U-drade < rossing l)el,t\ 
Stale Route 9 (Madison) 
Harrison Sireel 1 Madison) 

Railroad shall consult with the 
community and develop mitigation 

N-045: l.afayetle, IN 
- 1 i lum, 11 ' 

Rail 1 mc 
Segment 

1 ippecanoe Highwav Rail. Il-drade ( rossing t)ela\ 
1 erry Streei 
Mam Stree' 
Columbia Sireet 
South Sireet (SR 26) 
9'" Sireel 
4'" Si ted ( I 'S 211) 

Railroad shall consult with 
community on interim mitigation 
plan until 1 alayelte Hypass is 
implemenled 

N-046: Peru -
I alayctte 

Rail 1 ine 
Segmenl 

( arroll. Cass. Miami. 
1 ippecanoe 

Highwav Rati .Il-drade Crossing llela\ 
I nderwood Sireet ( I ippecanoe) 
18'" Sireet ( I ippecanoe, 
17'" and Salem Streets (1 ippecanoe) 
1 nion Street ( 1 ippecanoe) 

Railroad shall consult with 
communily on interim mitigation 
plan until 1 alayelte Hypass is 
implemented 

Noise C( -05 W illow 
Creek ( oijncclion 

( onslrucli Poner W heel squeal noise I f wheel squeal occurs CSX shall 
use rail lubrication 

Natura l 
Resources 

( t -05 W illow 
( reek ( oiiiieclioii 

( onslruclion Porlcr Potential impacts of nghl-ol'-way 
mainienance activities 

CSX shall use only KPA-approved 
herbicides during right-of-way 
maintenance 
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Chapters, State Settings Impacts and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Techn ica l 

A r e a 

Site i i ) : N a m e T y p e o f 

A c i i v i t y 

C o u n t y Potential impact P r e l i m i n a r y R e c o m m e n d e d 

M i t i g a t i o n 

INDIANA (( ontinued) 

( nv i r onmen ta l 
.Justice 

N ( - 0 4 Alexandria 
( onncclior. 

( onslruclion Madison Potential impacts ol right-ol-way 
maintenance aciivities 

NS shall use only KPA-approved 
herbicides during nght-ol-way 
mainienance 

( -027 Wil low 
Creek - Pine Jct 

Kail i ine 
Segment 

I ake, Porter l ow income and minority population 
1 lazardous Malerial 1 ransportation 
1 ransportation Salety 
Nmse 

Railroad shall coordinate miligalion 
stra'egies with the local 
communities 

N-041 H u l l e r - I ( 
Way ne 

Rail 1 mc 
Segment 

Allen, De Kalb 1 ow income population 
I la'ardous Material Iransportation 
1 ransporlalion Safely 
Noise 

Railroad shall coordinate mitigation 
strategies with the local 
c.immunities 

N-045 l alavetle, IN 
- 1 i l lon, II 

Rail I me 
Segment 

fountain. I ippecanoe. Warren l o w ineome and minority population 
Iiazardous Material Iransportation 
1 ransportation Safety 
Noise 

Railroad shall coordim<le mitigation 
strategies with the local 
eominunilies 

( ommi in i l y 1 alayelte Rail ; :nc 
Segmem 

1 ippecanoe Iraftic delay and salely al 10 
Highway Rail Al-(irade C rossings. 

NS shall consult with the ( ity and 
l i M H on interim mitigation plan 

Muncic Rail l ine 
Segmenl 

Delaware Hlocking Highway Kail \ t -( i rade 
(rossings 

NS shall consul! with communily 
on rail Iraffic holdmg practices 

1 our ( uy 
V. onsortiuni 

Rail 1 me 
Segmenl 

1 ake Irafl ic delay at Highway/Rail At-(irade 
(rossings 

CSX and NS shall consult with tbe 
consortium and i D ( H lo address 
traffic delay and safety concerns 

KENTUCKY 

Safety ( -021 i:vunsville, 
IN - .Ainqui, I N 

Kail Kmc 
Segment 

( hristian, Henderson, 
Hopkins, 1 odd, Weiisier 

Highwav Rati l i - ' l ra t le Crossing Safeiv. 
West Center Street (Hopkins) 
West Noel Sireet (Hopkins) 
West Dixon Streel (Webster) 

Highway Rail . U-(irade < rossing 
Safetv t Ipgrade existing safety 
dev ices 
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Chapters State Settin jS, Impacts and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Technical 
.A rea 

Site II): Name Ty pe of 
Activity 

Countv Potential impacl Preliminary Recommended 
Mitigation 

K E N T L C K V (( ontinued) 

Safety ( - 2 8 ' 1 aloiiia -

Anchorage 

Kail I me 
Segment 

Kcnion, Hooiie. (irant, Owen, 
( arroll. l lenrv. Oldham. 
Jefferson 

ll,izai-d,nis Malerials Transpori Major 

key route 

Hazardous Miilerials Transport 

Develop a Hazardous Materials 

Kmergency Response Plan 

C-288 Vnchorage -

1 ouisv ille 

Kaii 1 me 
Segmenl 

Jelicrson Hazardous Materials Transport Maior 

key roule 

Hazardous Materials Transport 
Develop a Ha/ardous Materials 
1 mergcncy Response Plan 

( -289 1 ouisville, 

KV - Amqui. I N 

Rail I mc 

Segmenl 

JelTcrson. Hul l i l , Hardin, Hart, 

H.irrii, 1 dmonson. Warren, 

Simpson 

H izaidous Materials hanspor i Major 

key route 

i l i i :ardous Malenais Transpori 

Develop a Hazardous Materials 

f mergency Response Plan 

' -291 ( ovmgton -

l.atonia 

Ku I 1 mc 
Segmenl 

Hoonc, Kenton Hazardous Materials t ranspori Major 

key route 

Hazardous Materials Transport 

Develop a Iiazardous Materials 

f mergencv Response Plan 

C-292 1 atonia-
W inchester 

Rail 1 mc 

Segment 

Kcnion, Pendleton, Harrison, 

Hourbon, ( lark 

Haz,irdous .Mal'-rials Transpori New 

key route 

Iiazardous Materials Transport 

Implement A.AR guidelines 

C-291 W inchester -

Sinks 

Rail 1 mc 
Segment 

( lark. M.idison, Rockcastle Hiiziiidous \l,ilertiils Transpori New 

key loulc 

Hazardous Malenais Iranspori 

Implement AAR guideline. 

C-294 Sinks-
Corbm 

Rail I IIIC 
Segmenl 

I aurel, W hilley Hazardous Materials I ranspori New 

key route 

llazarilous Materials Transpori 

Implement A.AR guidelines 

C-295: Corbin, KY -

Cartersville, (i.A 

Rail 1 me 
Segmenl 

Knox, W hillcy Hazanlous Materials Transpori New 

key route 

Hazardous Materials Transpori 

Implement A.AR guidelines 

( -617 N Ihizard -

1 >uane 
1 . 

I 
Rail 1 me 
Segmenl 

Pctry Ihizardous .Miilenals transport New 

key toute 
Haz-.rd,,u:, Materials Transpori: 

Implement AAR guidelines 

P.vpoi'ed Conrail Acquisit'on December 1997 
Page 5-25 

Draft Environmenlal Impacl Statement 



Chapters, State Settings Impacts, and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Techn ica l 

A rea 

Site ID: Name T y p e of 

.Activity 

County Potential impact Preliminary Recommended 
Mitigation 

KENTl'CKV (C ontinued) 

1 ransportation ( -021 I vansville, 
IN - Amqui. 1N 

Rail Kmc 
Segment 

Chnsiian. Henderson. 
Hopkins, lodd. Webster 

Highwav Rail t l -drade ( rossmg Delav 
West Noel Street (Hopkins) 
1 9'" Sireel (Chnsiian) 

Highwav Rail U-diade Crossing 
Delat Railroad consult with the 
community K V D O l regarding 
grade separation 

LOUISIANA 

Safefy ( -187 Mobile. A i -
New Orleans, I.A 

Rail I mc 
Segmenl 

St Hernard Hazardous .Materials Transpori ,\ 
major key route 

Hazardiius .Materials Iransport 
Develop a Hazardous Materials 
Imergeiicy Response Plan 

MARVLAND 

Safety ( -001 Washington 
| ) ( - Pl O f Rocks, 
M D 

Rail 1 me 
Segmenl 

f redcrick, Montgomery I'assenger Rail Safeiv Increase in risk 
for passenger tram accidents 

Pas.senger Rati .Safeiv: f reighl train 
moving in the same or opposite 
direction would be clear of the Irack 
at leasl 15 minutes before and altci 
the expected arrival of passenger 
Iram al any point 

C-OIK Alexandria 
Jcl M D -
W ashington. D ( 

Kail 1 me 
Segment 

Prince (ieorges Hazardous Materials Transpori: .A new 
key route 

Implemenl A.AR guidelines 

t -0.14 Jessup -
Alexandria Jet 

Rail Kmc 
Segment 

Anne Arundel Howard, Prince 
(ieorges 

Hazardous .Materials Transport ,\ 
major key route 

Hazardous Materials Transpori 
Develop Ha/ardous Ntaterials 
f mergency Response Plan 

C-0,17 Rel.iy -
lessup 

Rail 1 me 
Scgmenl 

Anne Arundel, Haltimorc, 
How ard 

Hazardous Materials Transport ,\ 
major key roule 

Hazardous Materials I ranspon 
Develop l la/ardous Materials 
f mergency Re ponse Plan 
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Chapters, State Settings Impacts and Proposed Mitigation 

Table .5-2 Summary of Impacts Warranting Mitigation By State 

1 echnical 

A rea 

Si*e I I ) : Name Ty pe of 
Activity 

County Potential impact Preliminarv Rccoiimcnded 
Mitigation 

MARM.AND (( ontinued) 

Safety N-091 Hamsburg. 
I'A - Riverton Jcl , 
VA 

Kail 1 me 
Scgmenl 

W ashmgUin Highwin Rail \ l-(trade ('rossing Safely 
1 appans Road 
Ri l l ( hurch Road 
Shaw Icy D ive 

Highwat Rail U-dratle Crossing 
Safety l pgrade existing safety 
dev ices 

1 ransportat:i)n ( -010 Alcxaiidri.i 
Jcl . M D - Henning, 
I ) ( 

Kail 1 mc 
Segmenl 

Prince (ieorges l l ighwat Rait t l -drade Ciossing Delay 
Decatur Streei al Hyattsville 
Cpsf. . Slrecl at Hladensburg 
Annapolis Road at Biadensburg 

Highwav Kail .U (irade Crossing 
Delay Increase tram speed 

C -012 Hallimore -
Kclay 

Kail 1 inc 
Scgmenl 

Hallimore ( ilv. Hallimorc //i.i,'/iviin Rail .tt-dt-,i,h- ('nissing Del.n 
1 lollms ferry Road 

Highwa, Rati U-diihle Ci-ossing 
Ih III, Increase tram speed 

Environmental 
.lustice 

( -010 ,Alexandria 
Jcl , M D - Henning, 
I ) ( 

Rail 1 me 
Segment 

Prince (ieorges Mmorily populalioii 
Iransportation (Highway Rail .\l-(.irade 
crossing delay) 

Railroad shall coordinate mitigation 
strategies with the local 
communilies. 

C-O.ll Alexandria 
Jcl . M D -
W ashingloii, D ( 

Rail I me 
Segment 

Prince (ieorges Minority Populalu-n 
l la/ardous Materials I ranspo l 

Railro.id shall cooidiiiate mitigation 
strategics w itb the local 
communities 

( -0,12 H.i l l imoic-
Relay 

Kail I me 
Segmenl 

Hallimore, Hallimore Cily Minority population 
1 ransportaiioii (Highway Rail Al-(iradc 
( rossing Delay) 

Railroad shall coordinate mitigation 
strategics with the local 
communities 

MK HIGAN 

Safety C-040 Carleton. M l 
- loledo, OH 

Kail Kine 
Segment 

Monroe Hazardous \ lalerials I ranspori A 
maior key roule 

Hazardous Materiiils Transpori 
Develop Ha/ardous Materials 
fmergency Response I'lan 

C-214 I)elri>il -
Ply mouth 

Rail i ine 
Segmeni 

Vv ay ne ll i izardous Materials I ranspori Anew 
key roule 

Hazard,,us \lalerials Transpori: 
Implement A.AR guidelines 
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Chapters, State Seftings, Impacts, and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Technica l 

Area 

Site i i ) : Name Ty pe of 

Activity 

County Potential impact Prel iminary Recommended 

Mitigation 

M K HIGAN (Continued) 

Safely N-120 J.ickson -
Kalama/oo 

Kail l m e 
Segment 

Kalama/oo. Calhoun. Jackson I'assenger Rati Safen Increase in risk 
for passenger tram accidents. 

I'assenger Rail Safen freight train 
moving in the same or opposite 
direction would fc clear o' lhe Irack 
al Icist 15 minutcv belore ;nd after 
the expected arnval of pas enger 
train at any point 

N- I2 I Wcsl Dclioit 
- Jackson 

'<ail 1 inc 
Segment 

Jacksiu), Washlenaw. Wayne Highw in Kail l l -d i , i , le Crossing .Salen 
forrest Sireel (Washtenaw) 
Heech Daly Drive (Wayne) 

I'assenger Kail .Saji ly Increase in risk 
for passenger irain accidents 

Highwa\ Rail I I I irade ('rossmg 
.Safely I pgrade existing safely 
dev ices 

I'assenger Rail Safetv f reight tram 
moving in lhe same or opposite 
direction would be clear of the Irack 
al least 15 minutes before and after 
Ihe expecied arrival of passenger 
train al any point. 

N-497 Kalama/oo, 
M l - Porter, IN 

Kail 1 mc 
Scgmenl 

Herricn, ( ass V an Huren, 
Kalama/oo 

I'assenger Kail Safely Increase in risk 
for passenger tram accidents 

I'as.senger Rail Safely If dispatched 
by NS, freight tram moving m the 
same or opposite direction would be 
clear of the track al least 15 minutes 
before and after Ihe expecied arrival 
o f passenger train al any poim 

S-020 Carleton -
fcorse 

Rail I me 
Segmenl 

Mi'iiroc, W ay nc Highway Rail t l -drade ('rossing .Safeiv 
I'ennsylvania Road (Waynel 

Hightvay Rail t l -drade ' 'rossing 
Siifely 1 pgrade existing salely 
dev ices. 

Noise S-020 Carleton -
fcorse 

Kail 1 ine 
Segment 

Monroe. W ay nc I xceeus 70 dHA I j„ al I(iO feel from the 
tracks and an increase of al leasl 5 dH A 

Railroad shall coordinate mitigation 
strategics with Ihe local community 
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Chapters, State Seftings Impacts, and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

T e c h n i c a l 

A r e a 

Site I I ) : Name Type t)f 
.Activity 

County Potential impact Preliminary Recommended 
Mitigation 

MISSISSIPPI 

Safely ( -18^ Mobile, A I -
New Orleans. I .A 

Rail I me 
Segmenl 

Hancock, Harrison, Kicksoii Hazardous M.ilerials Transpori ,\ 
maior key route 

Hazardous Materials Ttansport 
Develop a Ha/ardous Materials 
1 mergcncy Response Plan 

MISSOl Rl 

Safety N-478 Moberlv -
( A Jcl 

Kail 1 mc 
Scgmenl 

Ray. ( airoll. Cliarlloii, 
Randolph 

Hazardous Materials Transpori A new 
key route 

Hazardous Malerials Transpori 
Iniplencnt A AR guidelines 

NEW JERSEY 

Safety ( -769 1 renton-
Port Reading 

Rail I me 
Segmenl 

Mercer, Soiiicr,set Iiazardous Materials Iransport A new 
and maior kev route 

Hazardous Materials Iranspori 
Implement AAR guidelines and 
develop 11,1/ardous Materials 
fmergency Response I'lan 

Safety 

S-012 PN - Hay way Rail 1 mc 
Segmenl 

I nion, lissex Hazardous .Materials Transpori A 
major key roule. 

Hazardous Materials Transpori 
Develop Ha/ardous Malerials 
I mergency Response I'lan 

Safety 

S-211 Nave - 'vi 
Hergen 

Rail 1 inc 
Segmenl 

Hudson Hazardous Materials Transport A new 
and major key route 

Hazardous Malenais Transport: 
Implement A AR guidelines and 
develop Ha/ardous Materials 
1 mergency Respmise Plan 

Safety 

S-2.1.1 I raiikfort Ict . 
PA - Camden, NJ 

Kail I me 
Scgmenl 

(amden Hazardous Materials Transpori A new 
key route 

Hazard nts Materials Transport 
Implemml AAR guidelines 

NEW VORK 

Safety ( -052 CP S^camoic 
• Hlack Rock 

Kail 1 ine 
Segmenl 

f nc Hazardous Materials Transpori ,\ new 
and major key route 

Hazardous Malerials Transport: 
Implement A.AR guidelines and 
develop Ha/ardous Materials 
l-mergency Response Plan 
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Chapters State Seftings, Impacts and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Technical 
Area 

Site 11): Name Type of 
Activity 

County Potential Impact Preliminary Recommended 
Mitigation 

NEW VORK (Continued) 

Safety N-061 fbene/er -
Hullalo 

Rail l.me 
Segmenl 

f n e Hazardous Materials Transpori A new 
key route 

'lazardous Materials I ranspor i 
implement AAR guidelines 

N-062 Sutlrcn -
Campbell Hall 

Rail Kmc 
Segmenl 

((range, Rockl.uid Hazardous Materials Iranspori A new 
key route 

Hazardous Materials Transpori. 
Implemenl .AAR guidelines 

N-061 (ampbel l 
1 (all - Port Jerv is 

Kail 1 mc 
Segmenl 

(irangc Hazardou.' Materials Transport: ,A new 
key route 

I'assenger Rail Safen Increase in risk 
for passenger tram accidents 

Hazardous .Materials Transport 
Implemenl A.AR gu.delines 

I'assenger Kail Sa/en l reighl train 
mov mg in Uie same or opposite 
direction would be clear of the track 
at least 15 nunutes before and aller 
the expected arrival ot passenger 
tram al any point 

N-(lh5 Corning -
HiilT.ilo 

Rail 1 ine 
Segmeiil 

f n e , Wyoming. Allegany, 
Sicuhcn, 1 IV ingston 

Hazardous Malenais Transpori: \ new 
key roule 

Hazardous Materials Transport 
Implemenl AAR guidelines 

N-07() Huffalo KW, 
NV - Ashtabula, OH 

Rail 1 me 
Segme;it 

( halauqua, I n c llighw.ix Ka i l . t l -drade ( rossing Safely 
1 oomis Streei (Chatauqua) 

Hazardous Materials Transport A new 
and inajor key route 

Highway Kail t l -drade ( rossmg 
Stifetv I Ipgrade existing safety 
dev ices 

Hazardous Materials Transport 
Implement A.AR guidelines and 
develop Ha/ardous Malerials 
f mergency Response Plan 

N-245 Port Jervis -
HmghaiiUon 

Rail 1 me 
Segmenl 

liroomc, Delaware, Sullivan. 
(Irangc 

Hazardous Materials Transport A new 
key route 

Hazardous Materials Transport 
Implement A.AR guidelines 

N'-246 Hmghamlon -
Waverly 

Rail 1 mc 
Scgmenl 

1 loga, Hrooiiie Hazardous Materials Transpori A new 
key route 

Hazardous Materials Transport: 
Implemenl A.VR guidelines 
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Chapters State Seftings Impacts, and Proposed Mitigation 

Table 5-2 Summary of Impacts Warranting Mitigation By State 

Techn ica l 

Area 

Site I I ) : .Name T y p e of 

Activitv 

County Potential Impact Pre l iminary Recommended 

Mitigation 

NEW VORK (( ontinued) 

Safety N-24- Waverly -
('ori i ing 

Rail I mc 
Segmenl 

( helming. Sleubcn, I loga llaziirdous Materials Iranspori A new 
key roule 

l l azardov '.',ilerials Transp,,rl 
Implement A.AR guidelines 

NORTH ( AROLINA 

Safety ( -101 S Richmond, 
VA - Weldon, NC 

Rail 1 mc 
Segmenl 

Northampton I'assenger Rail .Safely Increase in risk 
for passenger tram accidents 

I'assenger Rail Siifen f reight tram 
moving in the same or opposite 
direction would be clear of lhe track 
al leasl 15 minutes belore and .liter 
the expecied arrival ol passenger 
train al any point 

( -1.14 Weldon -
Rocky Mouniaiii 

Rail 1 UIC 
Scgmenl 

Northampton, Halifax. Nash. 
1 dgeconib 

I'assenger Kai l Safely: Increase in risk 
for passenger train accidenis 

I'as.senger Rail Safety: f reight train 
mov ing in Ihe same or opposite 
direction would be cleai of the track 
al least 15 minutes belore and after 
the expecied arrival of passenger 
tram at any piunt 

C-119 1 embroke, 
NC - Di l lon. SC 

Rail 1 mc 
Scgmenl 

Robcscui ll i iziirdous Materials Transptirl: A new 
key route 

Implement AAR guidelines 

( -150 Hamlet -
Monroe 

Rail 1 me 
Segmenl 

I nion. Anson. Richmond Hazardous S:alerials Iranspori : .A 
inajoi kev ri ute 

Develop lla/ardous .Materials 
l.mergency Response Plan 

Safety C-151 Monroe, K( 
- (,'liiilon, SC 

Rail Kmc 
Segment 

\ nion Iiazardous Malerui's Transport ,A 

maior key route 

Develop l la/ardous Matenals 

fmergency Response Plan 
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Chapters, State Seftings. Impacts, and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Technical 
Area 

Site II): Name Type of 
Activity 

County Potential impact Preliminary Recommended 
Mitigation 

NORTH ( AROLINA (Continu-d) 

Safety ( •157 Hamlel, N( -

McHee, S( 

Rail l ine 

Segment 

Richmond llazartlous Materials Transport .A new 

key route 

Implemenl A.AR guidelines Safety 

N-.160 Salisbury -

Asheville 

Rail l ine 
Segmenl 

Rowan, Iredell, Catawba. 
Hcrke. McDowell , Huneombe 

Hazardous Mali-rials Transport ,A new 

key route 
Implemenl A.AR guidelines. 

Safety 

N-.16I Asheville, 
NC - I eadvale, I N 

I'ail l ine 
Segi:ienl 

Madison. Huneombe Hazardous Materials Transport A new 

key route 
Implement .A,AR guidelines 

OHIO 

Safety C-040 C r l e ton M l 

- foledo. (-H 

1 
Kail 1 me 
Segmenl 

1 ucas Hazardous Materials Transpurt .A 

major key roule 

Highway Kail tt-C-rade Crossing .Safely 
t onueau Streei (1 ucas) 

Hazardous \lalerials Transport 
Develop Ha/aidous Materials 
fmergency Response Plan 

Highwav Rail i l -drade Crossing 
Safen 1 pgrade existing safety 
dev ices 
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Chapters. State Settings Impacts, and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

technical 
Area 

Site II): Name Type of 
Activ itv 

Countv Potential Impact Preliminary Recommended 
Mitigation 

OHIO (Continued) 

Safely ( -Odl Herca-

(irecnw ich 

Rail I m e 

Segment 

Cuyahoga, Huron, Koram l l ighwin Kal i . t l-drai le ( rossmg Safely 

I'llts Road (1 Oram) 

Highwin Rail l l (lra,Ie Crossmg 

Sii/eiy I 'pgrade existing safely 

dev ices 

Hazardous Mat ru 
ma|or key roule 

;/.v Iransport A ll i izardous Materials Ttansport 
Develop Ha/ardous Materials 
1 mergencv Response I'lan 

1 reight Kail Oper. 
accident frequency 

lions: Increase of / reighl Rail Operanons 

Increase rail Haw inspection 

frequency and piovide annual 

tr;.ining for equipment inspectors 

( -064 ( restline -
Hucy rus 

Kail I me 
Segment 

( raw lord Highway Rail tl-(ira,le ( rossmg Safen 
Hiddle Road (( rawford) 

Highwa\ Rail t l -drat le ( rossing 
Sa/ely I pgrade existing safety 
dev ices 

( -065 Deshler-
foledo 

Rail Kmc 
Segrienl 

1 lenry, W ood Hazardous Materials Transport: A 
major key route 

Highway Kail t l -drade ('rossmg Safetv 
Hei in Countv 
Mam Slrecl 
North Streei 

Hazardous Malenais Transpori 
Develop l la/ardous Materials 
I mergeney Response Plan 

Highway Rail t l -drade Crossing 
Safely t 'pgrade the existing safety 
devices 

SK ood Countv 
Range l ine Road 
W ashington Sireel 
Middletown Pike 
Roachton Road 
f ckel Road 
W Houndary St 
H.ites Road 

Kellogg Road 
fontogony Road 
f ire Poim Road 
f ckel Jcl Road 
f ckel Road 
f ord Road 
Schrick Road 
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Chapters, State Settings, Impacts and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Technical 
Area 

Site II): Name Type of 
Activ ity 

County Potential Impact Preliminary Recommended 
Mitigation 

OHIO (( ontinued) 

Safety ( -066 Deshler, OH 
- Wil low ( reek, IN 

Rail l ine 
Segment 

Detiance, llen-y Hazarttous Maler...is Iransport ,A 
major key route 

Highway Rati I l -drade ('rossmg .Salen 
Jackson Street (Detiance) 

Hazardous Materials Iranspori 
Develop Hazardous Materials 
f mergency Response Plan 

Highwin Rail l l -drat le Crossing: 
1 'pgrade existing salely dev ices 

C-067 (ireeiiwich -
(resl lme 

Rail 1 me 
Segmenl 

( rawtiird. Huron. Richland Highwav Rail t l-drade Crossing Saien 
Haseline Road (Richland) 
Mam Sireet (Richl.md) 

Highwav Rail Al-drade ('mv.v/fie 
Safen t'pgrade existing safety 
devices 1 

C-068 (irecnwich -
Willard 

Rail 1 me 
Segmenl 

Huron Hazardous .Materials Transport A 
major key route 

Treight Kail Operations Incrcse in 
accident frequency 

Iiazardous Materials Transpori 
Develop Ha/ardous Malerials 
limergency Response Plan 

Treighi Rail Operations 
Increase rail tlaw inspection 
frequency and prov ide annual 
training for ev|uipment inspectors 

( -069 M.ircy -
Short 

Rail 1 me 
Segmenl 

(uvahoga Hazardous Materials Transpori ,A new 
and major key r<Hite 

l lt izardous Materials Transport 
Implement . \AR guidelines and 
develop Hazardous Materials 
fmergency Response Plan 

C-070 Marion -
1 osloiia 

Rail 1 me 
Segment 

Seneca, Wvandot, Marion, 
Wood 

Highwa\ Rail tl-( Irade l 'rossmg .Salelv: 
Main Street (Seneca) 
IWP OIHO (Seneca) 

Hazardous \ttt lentds Transpori A new 
and major key route 

Highway Rail l i -drade ( rossmg 
Safely: \ Ipgrade existing safely 
devices. 

Hazardous Malerials Transport 
Implemenl A.AR guidelines and 
develop Hazardous Malerials 
Kmergency Respcmse I'lan. 
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Chapter 5, State Settings, Impacts, and Proposed Mitigation 

Table 5-2 Summary of Impacts Warranting Mitigation By State 

1 echnical 

Area 

Site i l ) : Name Type ot 
Activ ity 

County Potential Impact Preliminary Recommended 
Mitigation 

OHIO (Continued) 

Safety C-071 Mar ion -
Ridgeway 

Rail l ine 
Segmenl 

Hardm. .Muruiii Highwa, Kiut Al-drade ('rossmg Safen 
Section Street (Marion) 
Marsh Ro.id (H.irdin) 

Highw in K,til I l -drade ('i-ossmg 
.Safety: t'pgrade existing safety 
dev ices 

( -072 Mav Held -
M.ircy 

Rail Kmc 
Segmem 

(uy ahoga Hazardous Malerials Transpori A new 
and major key route 

Hiizat-dous \laieri i t ls Transport 
Implemenl .A AK guidelines and 
develop H.izardous Materials 
fmergency Response I'lan 

C-07.1 (Quaker -
May field 

Rail Kmc 
Segment 

Cuyahoga lliizardous Materials Ttansport A new 
and major key rv)ute. 

Hazardous Materials Transport 
Implement A.AR guidelines and 
develop Hazardous Materials 
f mergency Kesponse Plan 

( -1)74 Shon - Hcre.i Rail I me 
Segmenl 

( uy ahoga Haziirdous Materials Transport: A new 
and major key route 

Hazardous Malerials Transpori 
Implement A.AR guidelines and 
develop Iiazardous .Materials 
fmergency Kesponse I'lan 

( -0"'5 Wil lard -
1 ostoria 

Rail 1 ine 
Segmenl 

Huron. Seneca Highwav Kail -U-drade Crossing Safety: 
( i i l l ick Road (.Seneca) 
Morrison Road (Seneca) 

Hazardous Materials Tninsport A 
m;!jor key route 

Treight Rail Opertiiions Increase in 
accidenl frequency. 

Highwav Rail A l -dr tuL Crossing 
Safely, lipgrade existing .safely 
dev ices 

Hazardous Materials Transport 
Develop Hazardous Materials 
f mergency Response Plan 

Treighl Kail Operanons Increase 
rail Haw mspeclion Ircqueney and 
provide annual training for 
equipmcnl inspectors 

C-081 New ( astle. 
P V - Voungstown. 
OH 

R.ul 1 me 
Segment 

Mahoning Hitzariious Materials Transpori ,A new 
key roule 

Hazardtnts Materials Transpori 
Implement ,AAR guidelines 
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Chapters State Settings, Impacts, and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By .State 

Technica l 

Area 

Site i l ) : Name T y p e of 

Activ ity 

C o u n i y Potential impact Pre l iminary Recommended 

Mitigation 

OHIO (( ontinued) 

Safety ( -206 fostor ia-
Deshler 

Rail Kine 
Segment 

Henry, Wood, Hancock Hazanlous .Materials Transport A 
major key roule 

Hazardous Materials Transpori: 
Develop Iiazardous Materials 
fmergency Response Plan 

C-228 fos lo r ia -
1 (dedo 

Rail 1 mc 
Segmenl 

W ood Iiazardous Materials I ranspor i A new 
and major key roule 

Ilazttrtlijus Sitilerials Transport 
Implemenl ,A,AR guidelines and 
develop Iiazardous Materials 
f mergency Response Plan 

C-229 Columbus -
Marion 

Rail I me 
Segment 

Marion, Delaware. I ranklin H.izardous M.iicruils Transport .\ ncss 
key roule 

Hazardous Materials Transport 
Implement A.AR guidelines 

t -695 CP Maumee -
Oak 

Rail l ine 
Segment 

W ood, 1 ucas llazartlous Materials Irt insport A new 
and major key roule 

Iiazardous Maleruils Transport 
Implement A AR guidelines and 
develop Hazardous Materials 
1 mergcncy Kesponse I'l.in 

N-0-0 Hullalo. NV 
- Ashtabula, OH 

Rail Kmc 
Segmenl 

Ashtabula Iiazardous Materials Transpori A new 
and major key route 

lliizardous .Materials Transpori 
Implement AAR guidelines and 
develop Iiazardous Malerials 
I mergency Response Plan 

N-()71 Hellevue-
Hucy rus 

Rail 1 me 
Segmenl 

C raw lord, Sandusky, Seneca Highway Riiit Al-drade ( rossing Safety 
Chatfield (Crawford) 

Highway Rail A l -drade ( rossmg 
.Safetv: I'pgrade exisling safety 
devices 

N-072 Vermil ion -
Hcllevue 

Rail I ine 
Segmenl 

Huron, f n e , Sandusky Hazardous Materials Iransport: V new 
key route 

Iiazardous Malerials Transport: 
Implement ,A AR guidelines 

N-071 f'airgrininds 
(Columbus) -
Hucy rus 

Rail 1 me 
Segment 

Crawford, Delaware, f ranklm, 
Marion 

Highwiiv K.iil tl-drade ( rossing .Safely 
Herlm Station Road (Delaware) 
(ialion-Maiseilles (Marion) 
l ikens Streei (Marion) 
Scoll IWP Road-I9()(Mari tm) 

Highwav Rail Al-drade Crossing 
.Safety I pgrade existing safely 
dev ices 
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Chapter 5. State Settings Impacts, and Proposed Mitigation 

Table 5-2 Summary of Impacts Warranting Mitigation By State 

I echnical 
Area 

Site i i ): Name Ty pe of 
.Activity 

C ounty Potential Impact Preliminary Recommended 
Mitigation 

OHIO (( ontinued) 

Safely N-075. AshUthula -
Cleveland 

Rail 1 ine 
Segment 

< uy ahoga, l ake. .Ashtabula Highwav Kail tl-drade ( rossmg Salen 
Waiter Mam Road l Ashtabula) 

Haziiidous Materials Iranspori A new 
and maior key route 

Ilighwin Rail trdrade I'l-osstng 
.Salelv 1 pgrade exisling safely 
devices 

Haziirdous Materials Iransport 
Implement A AR guidelines and 
develop Hazardous Materials 
1 mergency Response PUm 

N-077: Oak Harbor 
to Miami 

Rail 1 inc 
Segmenl 

I ucas, (titawa WOod Treight Kail Operattons Increase in 
accidenl frequency 

T reight Rati 0/i,-ralions Increase 
rail Haw mspeclion frequency and 
prov ide annual training for 
eqviipment inspectors 

N-079 Oak Haibor -
llellevue 

Rail 1 mc 
Segment 

Huron, Ottawa, Sandusky Hazardi .ts Materials Transpori A new 
key ri ute 

Highsstn Rail Al-drade Crttssmg Safety 
KilKiurne Streei (Sandusky) 
1 R.A II) 47i'-80 (Sireel name unknown) 
(Sandusky) 
CR 292 (Sandusl.y) 
CR 175 (Sandusky) 

Hazardous .Miilerials Transpoi l 
Implement AAR guidelines 

Highway Kad Al-draile ( rossing 
.Stifetv I pgrade existing safety 
dev ices 

N-080 ( level.iiid -
V ermilioii 

Rail 1 mc 
Segmenl 

( uvahoga. 1 nc, Koram Ilazard.ius Materials Transpori A new 
and major key route 

Highway Rail At-dratie ('rossmg Safen 
Kansas Avenue (1 orain) 

Hazardous Materials Transpori 
Implement A.AR guidelines and 
develop Iiazardous Materials 
fmergency Respon.̂ e Plan. 

Htghutiy Rati At-Cirade ('ms,v//i^' 
Safely \ 'pgrade existing safely 
dev ices 

N-081 Whilc-
( lev el.iiid 

Rail 1 me 
Segmenl 

(uy ahoga Hazardous .Materials Transpiirt .A 
major key route 

Hazardous Materials Transport 
Develop Hazardous Materials 
Kmergency Response I'lan. 
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Chapters, State Settings. Impacts, and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Technical 
Area 

Site i i): Name Type of 
Activ ity 

County Potential impact Preliminary Recommended 
Mitigation 

OII IO (C ontinued) 

Safety N-082 Voungstown 
- Ashtabula 

Rail 1 me 
Segmenl 

Ashlabuia, Vtahoiiing, 
1 rumbull 

Hazardous Maieritils Transport A new 
key roule 

Highwtn Kail t i-drade < 'rossing Salel\ 
Hradley-Hniwiilee Road ( Irumbul l ) 
Warren Sharon Road (1 rumbull) 

Hazardous Materials Transport 
Implement A.AR guidelines 

Highwa', Rail t l - i i rade Crossmg 
Safen 1 Ipgrade exisimg safety 
dev ices 

N-085 Hcllevue -
Sandusky Docks 

Rail I m e 
Segmenl 

1 nc, Huron Highwa\ Rail At-dratie ( rossmg .Safen 
Skadden C R42 (Krie) 

l l tghwtiy Kad. t l -drade ('rossmg 
Safely Cpgrade existing safety 
dev ices 

N-086 Miami -
Airline 

Rail 1 mc 
Segment 

1 ucas Treighi Rail Operations Increase m 
accidenl frequency 

Treight Rail Operations Increase 
rail Maw inspection frequency and 
pnvv ide annual traming for 
equipment inspeclors 

N-095 Rochesier, 
P.A - V (Umgsiovin. 
OH 

Rail Kmc 
Segment 

Mahoning Iiazardous .Materials Transport ,\ new 
key roule 

l lazarilous Materials Transpori 
Implemenl A.AR guidelines 

CC-06 (ireenwich 
Connection 

(onstruction 1 luron Hazaidous Matenals Iranspon CSX shall provide (upim request) 
copies of 1 lazardous Materials 
K mergency Response Plan and 
trainmg for local community 

(•('-07 ( resllme 
('onnection 

( onslruclion ( rawford Iiazardous Materials Iranspori CS.X shall prov ide (upon request) 
copies of Iiazardous .Materials 
Kmergency Response Plan and 
training for local community 

1 

( ('-08 Sidney 
Conneclion 

( onslruclion Shelby Iiazardous Materials Iransport CS.X shall provide (upon request) 
copies of Iiazardous Materials 
f mergency Response Plan and 
training for local communily 
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Chapters, State Seftings Impacts and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Technical 

,Area 

Site 11): Name T y p e ,if 

,Activ ity 
County Potential impact Preliminary Recommended 

Mitigation 

OHIO (( ontinued) 

Safety N C - l l Hucy rus 
( onnection 

I onslruclion ( raw lord lla/ardous Malerials Iransport NS shall provide (upon request) 
copies of Hazardous Materials 
fmergency Response Plan and 
training for local communily 

fransportation ( -ooi Herea -
(irecnw ich 

Kail 1 me 
Segmenl 

( uy ahoga, I oiain. Hilton Highwa, Kail tt-Cirade Ct ossing Ik-la, 
Mam Street (1 orain) 

Highway Rai l . t l -drade ('rossing 
Deliiv Increase train speed 

( -061 Cincinnali -
l lami l lon 

Rail 1 me 
Segment 

Hutler. I laimlloi i l l ighwin Kail At-dratie ( fossing Delay 
W inlon Ro.id ( l lami l lon) 
Mitchell Avenue (H.uiulton) 
1 ownship Avenue (1 lamillon) 
Vine Sireel (Huller) 

llighwax Rail t l -drade Crossing 
Railroad consult with community 
and develop mitigation 

( -074 Short - Herea Rail 1 mc 
Segmem 

( uy ahoga lhghw,i \ Ki i i l Al-drade I rassmg Deliiy 
1 lumniel Road 
I nglc Ro.id 

Higlissin Kail U-drade ( rossing 
Dehn Increase tram speed 

NC-Kl 0,ik Haibor 
Conncelion 

( onstruction Ottawa Salen and Traflit 
Vertical alignmenl ol new ai-grade 
crossing. 

NS shall raise elevi.tion al 
1 oussainl-l'ortage Road and inslall 
Iwo quadrant gate 

NC-14 Vermilion 
Connection 

(onstruction 1 n e Safen a'ld TrafTie 
Vertical alignment ol new at-grade 
crossing 

NS shall raise elevation of Com 
Road 

Noise C-061 Herea-
(ireenwich 

Rail 1 ine 
Segmem 

( uy ahoga. Korain, Huron f xceeds 70 dHA 1 j„ at 100 feel trom the 
tracks and an increase of al leasl 5 dH A 

Railroad shall coordinate nutigalion 
strategies with Ihe local community 

( -065 Deshler -
folcdo 

Rail I me 
Segment 

Henry, WOod fxceeds 70 dHA l.j„ at 100 feet irom the 
tracks and an increase of al leasl 5 dH.V 

Railroad s II coordinate mitigation 
strategies with Ihe local community 

C-()72 May Held -
Marcv 

Rail 1 ine 
Segmen 

(uy ahoga lAceeds 70 dHA 1 j„ at IOO leel from Ihe 
tracks and an increase of at leasl 5 dH A 

Railroad shall coordinate mitigation 
strategies vv ith the local community 
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Chapters. State Seftings. Impacts and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

T e c h n i c a l 

A r e a 

Site I I ) : N a m e T y p e o f 

A c t i v i t y 

County Potential Impact P r e l i m i n a r y R e c o m m e n d e d 

M i t i g a t i o n 

OHIO (( ontinued) 

Noise ( -071 (.)u.iker -
Mayfield 

Rail 1 ire 
Segmenl 

(uy ahoga l Aceeds 70 dHA 1.,,, at 100 feel Irom the 
Iracks and an increase of at leasl 5 dH A 

Railroad shall coordinate mitigation 
strategies with lhe local communily 

t -074 Short - Herea Rail 1 me 
Segment 

(uvahoga f xceeds 70 dHA 1 j„ al IOO feel from the 
tracks and an increase ol at leasl 5 dH A 

Railroad shall coordinale miligalion 
strategies with Ihe local community 

N-079 Oak Harbor -
Hcllevue 

Rail l ine 
Segmenl 

Huron, Ollawa. Sandusky f xceeds dHA l,j„ al 100 feel from Ihe 
Iracks and an increase of al leasl 5 dH A 

Railroad shall coordinate mil igalion 
strategies with the local communily 

( ( - 0 6 (ireenwich 
Connection 

(onslruclion Huron W heel squeal noise I f wheel squeal occurs CS.X shall 
use rail lubrication 

( u l t u r a l 
Resources 

( R-01 co l l inwood 
V ard, Cleveland 

Construcluin ( uy ahoga Acquisition and probable destruction of 
4 to 9 extant historic district 
contrnulors 

Railroad lo eomplele ll.AHS 
documentation no later than 180 
days fol lowmg Hoard decision 

NA-04 loledo Pivoi 
Hndge. loledo 

Ahanjon-
inent 

lucas Deslruclion ol the W heeling <ft l ake Kne 
Swing Hridge 

Railroad to complete I fAHS 
documcntalion before initiating anv 
construction or removal activities 

N j i . ' r a l 
Resources 

C ( - 0 6 (ireenwich 
Connection 

( onstruction Huron Potential impacls from nghl-of-way 
mamtenance activ ities. 

CSX shall use only I'I 'A-approved 
herbicides during right-of-way 
maintenance 

('C-07 ( resllme 
( onnecliim 

( onslruclion Craw lord Poienual impacts from right-of-way 
maintenance acliv iiies 

C SX shall use only I PA-approved 
herbicides during right-of-way 
maintenance 

CC-08 Sidney 
Connection 

( onslruclKin Shelby Potential impacts from righl-of-way 
mainienance acliv ilies 

CS.X shall use only i:i'.A-approved 
herbicides during righl-of-way 
mainienance 

NC- l I Hucy rus 
Conneclion 

(onslruclion Crawford Potential impacls from right-ol-wav 
mainienance activities 

NS shall use only i:PA-approved 
herbicides during righl-of-way 
maintenance 
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Chapters. State Seftings Impacts, and Proposed Mitigation 

Table 5-2 Summary of Impacts Warranting Mitigation By State 

Technical 
A rea 

Site l i ) : Name Type of 
Activi ty 

County Potential Impact Preliminary Recommended 
Mit igation 

OHIO (( ontinued) 

Natural 
Resources 

N( - I4 Vermilion 
( O I I I ICC l lO I I 

( on,slruclion f n e Polcniial elfect on endangered Indiana 
Hal 

NS shall, in coiisull:Uion w ith 1 'S 
f ish and W ildl i le Service conduct 
survey prior to inil ialing 
construction to delerniine potential 
presence of endangered Indiana Hal 

f n\ i ronmental 
.luslice 

( -072 Mayfield -
Marcy 

Kail Kmc 
Segmenl 

(uy ahoga 1 ow income populalioii 
Iiazardous Materials Iransportation 
N'oise 

Railroad shall coordinate mitigation 
strategies with Ihc local 
communities 

('-071 guaker -
May Held 

Rail Kmc 
Segmenl 

(uy ahoga Minonly and low income population 
Iiazardous Materials Iransportation 
Noise 

Railroad shall coordinale miligalion 
strategies with lhc local 
communilies 

N-075 ( leveland -
.Ashtabula 

Rail 1 mc 
Scgmenl 

Ashtabula, ( uy ahoga, l ake vlinonly population 
Hazardous Materials Iransportation 
N use 

Railroad shall coordinale miligalion 
strategies with the local 
communities 

N-OSI Whi te-
( leveland 

Rail Kmc 
Segmenl 

( uhayoga Mm inly and low income population 
Haza.dous Materials 1 ransportation 
Noise 

Railroad shall coordinate mitigalion 
siraiegies with ihe local 
communities 

N-()82 V oungsiovMi 
- Ashlabuia 

Rail 1 me 
Scgmenl 

Ashtabula, M.ihonmg, 
1 rumball 

Minority and low income population 
Iiazardous Material 1 ransportalion 
N'oise 

Railroad shall coordinale mitigation 
strategies wi lh the local 
communities 

N-086 Miami -
.Airline 

Rail Kmc 
Segmenl 

1 ucas Minority and low income population 
transportation f reight Rail Operalions 
Salely 

Railroad shall coordinale mitigation 
strategies with lhe local 
communities 

( o m m u n i t y W cslern t lev cl.iiid 
Sulnirbs 

Kail 1 me 
Scgmenl 

(uvahoga Iraff ic delay and salety al I l ighw.o Rail 
Al-(irade Crossings 

NS shall consult with affected 
communities on routing plans and 
improvements. 
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Chapters, State Seftings, Impacts and Pmposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

l e c h n i c a l 

Area 

Site i l ) : Name 1 y pe o f 

Ac t i v i t y 

County Potential Impact Pre l iminary Recommended 

Mitigation 

OHIO (( ontinued) 

(ommunity t leveland Rail 1 me 
Segmenl 

Cuyahoga Increased rail Iraflic CS.X and NS shall coiisull with 
allecled communities on rouline 
plans and miligalion measures 

PENNSVLVANIA 

Safety ( -081 Newcastle, 
PA - voungstown. 
OH 

Rail Kmc 
Segmenl 

1 awrencc lliizardous Materials Transport .A new 
key roule 

Hazarttous Maie'ials Transpori 
Implemenl A VK guidelines 

( -760 W est (a l l s-
( P Newiown Jct 

Rail 1 ine 
Scgmenl 

Philadelphia Hazardous Malerials Transpurt .A new 
and major key route 

Highway Rail I l -drade ('rossoig Salely 
Increase in accidents al 
Hradlcy-Hrownlee Road ( 1 rumbull) 
V\ arren Sharon Road ( 1 rumbull) 

Hazardous Materials Transport 
Implement A AR guidelines and 
develop Hazardous Materials 
Kmergency Rcspons-' Plan 

Highw ay Rail I l -drade ('rossmg 
.Safely 1'pgrade existing safety 
dev ices 

N-070 Hullalo I W, 
NV - Ashtabula. OH 

Kail 1 me 
Segmenl 

f n e Iiazardous Materials Transport .A new 
and major key route 

/j.;L,''i»in Rail U-drade ( rossing Safely 
Increase in accidents at : 
Peach Street 
Cherry Sireel 
Raspbeiry Street 
1 uc;is Streei 

Hazardous Materials Trans,-.ir, 
Implemenl A.AR guidelines and 
dev elop 1 lazardous .Materials 
1 mergency Response Plan 

Highwtiy Rail At-drai le Crossing 
,Safelv 1 ipgrade exisling .safety 
devices al 1 ucas Streei Relocation 
lo CS.X corridor for Ihe oiher 
crossings 

N-(loo llarrisburg-
Rutherlord 

Rail 1 ine 
Segmenl 

Dauphin Treight Rail Operations Increase in 
accident frequency. 

Treighi Rail Operations: Increase 
rail Haw inspection frequency and 
to provide annual training lor 
equipment inspectors 
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Chapters State Seftings Impacts and Proposed Mitigation 

Table 5-2 Summary of Impacts W arranting Mitigation By State 

T e c h n i c a l 

A rea 

Site i i ) : N a m e Type of 
Activity 

County Poten t ia l I m p a c t Preliminary Recommended 
Mit igat ion 

PENNSVLVANIA ((tmtinued) 

Safety N-091 l l .ui isburg. 
PA - Riverton Jcl. 
VA 

Kail 1 mc 
Scgmenl 

I umberland, I )aupliiii. 
1 r.iiikliii. Vork 

Highwin Rati ll (irade Crossmg Safely 
\ o r k Road (( umberland) 
Criswall ( t umbctland) 
Mi l l (Cumbeilaiul) 
( lui l ford Springs Roi.d ( f rank lm) 
Hayes Road ( f ranklm) 

Highwa\ Rail Al-drade ( rossmg 
Salely. I pgrade existing salely 
dev ICCS, 

N-095 Rochesier. 
PA - Voungstown. 
(^11 

Rail I me 
Segmenl 

l aw rence H.izardous Materials Transpori. A new 
key route 

Hazardous Materials Transpori 
Implement AAR guidelines 

N-2(l.l: Hethlehem-
Al lenlowii 

Rail 1 me 
Segmenl 

I ehlgh, Northampum Hazardous Materials Transport A new 
key roule 

Iiazardous .Malerials Transport 
Implement AAR guidelines 

N-216 Reading-
Reading Hell Jcl 

Rail 1 ine 
Segmenl 

Herks, Monlgomery. 
Philadelphia 

lltizardous .Materials Transport A new 
key roule 

Hazardous Materials Transport 
Implemenl AAR guidelines 

N-245 Port Jervis. 
NV - Hinghamlom. 
NV 

Rail 1 mc 
Segmenl 

Hrooinc, Delaware, Sullivan, 
< Irange 

Hazaidous Malerials Transpori A new 
key roule 

llazartlous Materials Transpori 
Implement A.AR guidelines 

S - ; i 2 Park Jcl -
f rankford Jct 

Kai! 1 ine 
Segmenl 

Philadelphia Hazardous \laleruils Transport A new 
key roule 

Hazardous Materials 'Transport 
Implemenl A.AR guidelines 

S-2.1,1 frankford 
Jet. PA - Camden. 
NJ 

Rail 1 inc 
Segmenl 

Philadelphia Hazardous Materials Transpori .A new 
key route 

ll i izardous .Maleruils Iransport 
Imiilcment A.AR guidelines 

1 ransportat ion ( -011 (umberland, 
M D - Sums, PA 

Kail 1 mc 
Segment 

,Alleghcny, Hcdtord, 1 ayelle, 
Somersci, W esimoreland 

Highwa\ Kail t i drade I rossmg Delay 
Mam Sireel (Westmoreland) 

Highwav Kail Al-I irade ( rossing 
Delay Railroad consult wi ih the 
eommumty and develop mitigation 
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Chapters. State Settings, Impacts and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Techn ica l 

Area 

1 Site I i ) : Nani ' 1 ype of 

Activity 

County I'otential Impact Pre l iminary Recommended 

Mitigation 

PENNSVLVANIA (Continued) 

1 ransportation N-07(l Ashtabula, 
OH - Huffalo, NV 

Rail l ine 
Segmenl 

l ine Highwav Rail Al-drade ( rossmg 
Deltivs 
Peach Sireel 
Sassafras Sireet 
Cherry Streei 
l iberty Slrecl 
Raspberry Slrecl 

Highwav Ra i l . t l-( irade ('rossmg 
Delays Relocate NS trains to CS.X 
corridor. 

f nv ironmental 
.lustier 

N-090 Harrisburg-
Rulherford 

Rail 1 mc 
Segmenl 

1 )auphin l ow Income Population 
1 ransponation 1 reight Rail < Ipcralior. 

Railroad shall cooidiiuue mitigation 
strategies w ith Ihe local 
communilies 

( ommunity t r i e Rail Kmc 
Segmenl 

f r i e Iraff ic delay and safely on 19'" street NS shall reroute Irain trartle as 
indicated in proposed mitigation 
plans 

SOl'TH ( AROLINA 

Safety ( -119 Pembroke, 
NC - 'M Ion , SC 

Rail 1 ine 
Segment 

Dil lon Hazardous Materials Iransport A new 
key route 

Hazardous Maierials Trans/,on 
Implemenl .AAR guidelines 

( -141 Klorence -
1 ane 

Rail 1 me 
Segment 

W illiamsburg, 1 iorence Hazardous \l i t lenals Transpori A new 
key route 

Hazardous .Materials Transpori: 
Implemenl A.AR guidelines 

C-14,1 St Slephciis -
Ashely Jcl 

Rail I mc 
Segmenl 

Hcrkclev Hazaraous .Maleruils Transpori \ new 
key route 

llazartlous .Malenais Transpori 
Implement .A AR guidelines 

( -.144: Ashely Jcl -
Vemassce 

Kail 1 mc 
Segmem 

( ollelon, Charleston, Hampton Hazardous .Materials Transpori A new 
key roule 

Hazardous Materials I ranspori 
Implement A.AR guidelines 

C-,145 Veniassee, 
SC - Sav.mnah, (i.A 

Rai l 1 IIIC 

Segmenl 
Jasper, 1 lampion Hazardous Materials I ranspor i A new 

key route 
ll i izardous Materials Transport 
Implement A.AR guidelines 

C-.15I Monroe. NC 
- Clinton, SC 

Rail 1 ine 
Segmenl 

1 ancaster. Vork. Chester, 
Union, New Herry, Kaurens 

Hazardous Materials Transport A 
major key route 

Hazardous .Malenais Transpori 
Develop Iiazardous Materials 
f mergency Response Plan 
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Chapters State Seftings, Impacts and Proposed Mitigation 

Table 5-2 Summary of Impacts Warranting Mitigation By State 

T e c h n i c a l 

A r e a 

Site l i ) : Name Ty,>e of 

Activity 

County I'otential I m p a c l Pre l iminary Recommended 

Mitigation 

SOLTH ( AROLINA (( tmtinued) 

Safety ( -152 ( linlon -
(ireenwood 

Rail 1 me 
Scgmenl 

1 aureus, (ireenwood Hazardous Materials Transpori , \ 
major key rouie 

Ihizardous Materials trt inspori 
Develop Hazardous M;iterials 
1 mergency Response I'lan 

( - 3 5 1 (ireenwood. 
S( - Athens, ( i A 

Rail I ine 
Segment 

Abbeville, (ireenwood Haziirdous Materials Iranspori A 
major kev roule 

Hiizardous Materials Transport 
Develop Hazardous Materials 
I mergency Response I'lan 

( -157 Hamlel, NC -
McHcc. SC 

i " ul 1 mc 
Scgmenl 

Cheslerricld lliizardous Materials transport A new 
key rouie 

Hazardous Materials Transport 
Implement VAR guidelines 

C-158 McHee -
(o lumbia 

Kail 1 me 
Segmenl 

( heslerlleld. Kershaw. 
Richland 

Hazardous M.ilenals Transpoil A new 
key route 

llazarilous Materials Transport: 
Implement A.AR guidelines 

( -159 Columbia -
1 .iirlax 

Rail 1 me 
Segmenl 

1 exmgton. (Irangeburg IhiZitrdous Materials Transpori .A new 
key route 

llazarilous Materials Transp,,rt 
Implement AAR guidelines 

TENNESSEE 

Safely ( -289 1 ouisville. 
K V - Amqui, I N 

Rail l ine 
Segmenl 

Sumner. Dav idsoii Hazardous .Materials Iransport .,\ 
major key roule 

Hazard,lUs Materials 1 ranspori 
Develop Ihizardous Malerials 
fmergency Response Plan 

( -295 t Orbiii, KV -
Cartersville, ( i V 

Rail i me 
Segmenl 

( ampbell. Anderson, Knox, 
Hloiiii l , Monnic, McMmi i , 
Polk 

Hazardous Materia , Transport New 
kev roule 

Hazard,,us Materials Transpori 
Implement AAR guidelines 

C-171 Nashville, 
I N - Stevenson, AI 

Rail 1 me 
Segmenl 

Davidsvm, Rulherford. 
Hcdtord, Moore, f ranklm 

lliizitriious Malenais Triinsporl A 
ni.ijor key route 

Hazardous \lalerials Transpori 
Develop Hazardous Materials 
fmergency Response Plan 

N-.16I Asheville, 
NC - l eadvale. I N 

Rail I iiie 
Scgnienl 

( ocke Hazardous Materials Transpori: A new 
key route 

lltizardous Miilenals Transpori 
Implement A.AR guidelines 

N-192 New I me -
1 c.ulv ,ilc 

Kail 1 ine 
Segmenl 

( ocke, Jelicrson Hiiziirdous Malenais Iranspori A new 
key roule 

Hazardous Materials Transpori: 
Implement .A.AR guidelines 

Proposed Conrail Acquisition December 1997 
Page 5-45 

Draft Environmental Impact Statement 



Chapters State Settings Impacts and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Technical 
Area 

Site i i ) : Name Type of 
Activity 

County Potential Impact Preliminary Recommended 
Mitigation 

TENNESSEE (( ontinued) 

Safety N-399 Hulls d a p -
1 risco 

R.ul Kmc 
Scgmenl 

Hawkins. Hablen Haziirdous Materials Transpori A new 
key route 

Hazardous Materials Iransport 
Implement A.AR guidelines 

N-4(I6 fnsco -
Kingsport 

Rail Kmc 
Segmenl 

Sullivan Hazardous Materials Transpori .A new 
key roule 

Hazardou, Materials Transport 
Implemenl AAR guidelines 

VIRGINIA 

Safely ( - IOI 
1 rcdcricksbiirg -
Polomac Vard 

Rail 1 inc 
Segmcnt 

Slallord, Prince Wil l iam, 
I airl.ix, Alexandria ( ily, 
.Arlington, f redericksburg t Uy 

I'assenger Kail Salei\ Increase in risk 
lor passenger train accidents 

I'assenger Kail Salen f reight train 
moving in Ihe same or opposite 
direction would be clear o f lhe It ;ck 
al least 15 mmules belore and afler 
Ihc cxpecled arrival o f passenger 
tram at any point 

C-10.1 S Rich, ond, 
VA -W eldon, N( 

Rail l ine 
Segmenl 

(ireensv ille, Sussex, 
Dinw iddic, ( heslerlleld. 
( olonial Heights ( ity. 
Petersburg ( ily. Prince 
(ieorge. Richmcmd Cily 

Tasseiiger Kad .Salely Increase m risk 
for passenger train accidents 

I'assenger Rail Safely I reight tram 
mov mg in the same or opposite 
direction would be clear o f the track 
al leasl 15 minuies before and after 
the expecied arrival of passenger 
tram al any point 

N-.l 15 Alexandria -
Manassas 

Rail 1 me 
Segmenl 

1 airlax. Prince W illiam Hazardous Miilerials Transport A new 
key niule 

Hazardous Materials Iransport 
Implemenl AAR guidelines 

N-4,12 I'oe MK -
Petersburg 

Rail l ine 
Segment 

Prince (ieorge Hazardous Materials Transpori: A new 
key route 

Hazardous Materials Transport 
Implemenl A AR guidelines 

N-091 Harrisburg, 
PA - Riverton Jct, 
VA 

Rail Kmc 
Segmenl 

Clarke, W arren Highwav Rail Ai-drade ('rossmg Safetv 
SR 7 (Clarke) 
RiK'kland Road (V\ arren) 

Highway Rail Al-Cirade Crossing 
Safety: I 'pgrade exisling safely 
devices 
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Chapters State Seftings, Impacts and Proposed Mitigation 

Table 5-2 Summary oflmpacts Warranting Mitigation By State 

Technical 
Area 

Site I I ) : N a m e Type of 
Activ ity 

County Potential Impact Preliminary Recommended 
Mitigation 

W A S H I N ( ; T O N , D . C . 

Safely ( -001 Washingion 
I ) ( - I'l Of Rocks, 
M D 

Rail 1 mc 
Segmenl 

Dislnct ot ( olumbia I'assenger Kail Salen Increase in risk 
for passenger train accidents 

I'assenger Kai l Salen 1 rcighl Iram 
mov mg in the same or opposite 
direction would be clear ol the track 
at least 15 minutes belore and after 
the expected arrival of passenger 
iram ai any point 

( -0,11 Alexandria 
Jct, M D -
W ashingloii D ( 

Rail l ine 
Segmenl 

DislricI of ( olumbia Hazardous Materials Iranspori New 
key roule 

Hazardous Materials Trans/tort 
Implemenl AAR guidelines 

Knv i ronmental 
,lustice 

( -010 Alexandria 
Jct , M D - Henning, 
D ( 

Rail l ine 
Segmenl 

District ofColumbia Minonly Populalion: 
Iransportation Highway Rail Al-(irade 
Crossing Delay 

Railroad shall coordinale mitigation 
strategies with the local 
communilies 

C-0,11: Alexandria 
Jc l , M l ) -
W ashington D C 

Rail 1 me 
Segmenl 

District of ('("lumbia Minonly Population 
Ha/ardous Material I ransportalion 

Raihoad shall coordinale mil igalion 
strategics with the local 
communities 
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5-AL 
ALABAMA 

This section provides background informalion for resources in Alabama, Tables list the 
proposed Conrail Acquisition-related aciivities in Alabama lhat meet or exceed the Board's 
thresholds for environmental analysis. This .section also presents the various lechnical analyses 
conducted for these activilies in Alabama. I he analyses highlight the potential environmental 
impacts and proposed mitigation aclions that SEA recommends as pari of the Oraft EIS study. 

5-AL.l ALABAMA .SETTING 

Alabama ir a southeastem slate located east of the Mississippi River. Principal products of 
Alabama include goods such as metals, chemicals, textiles, colton, chickens, cattle, coal, cement, 
stone, and petroleum. Railroads provide a means of transportation for ma'iy of these products 
lo be distributed and other products to be imported lo Alabama, 

Transportation Facilities 

Alabama's major interstate highways include 1-65. a northy'south facility; 1-59. a north/south 
tacilitv and 1-20. an east/west facility. These interstates serve ciiies such as Birmingham. 
Mobile, Gadensburg. Decatur and Montgomery , Alabama's major port is the Port of Mobile, 
localed on the Ciulf of Mexico, 

Railroad Facilities 

•Alabama has 21 railroads covering a tolal of approximately 3.351 route miles. Five Class 1 
railroads serve Alabama, two of vvhich are CSX and NS. Burlington Northern Santa Fe Railway 
Company. Illinois Central Railroad Company, and Kansas City Southem Railway Company are 
the other Class 1 Railroads in the .slate. Of the total 3.351 route miles: 

CSX operates 1.216 route miles in Alabama, which is 36 percent ofthe .state's total rail 
miles. 

NS operates 1,416 roule miles in Alabama, which is 42 percent ofthe stale's total rail miles. 
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These two railroads serve ciiies such as Birmingham. Sheffield. Decatur. Gadensburg, 
Montgomery, and Mobile, CSX has rail yards located in Birmingham (Boyles). Decatur, 
Gadensburg. Monlgomery, and Mobile (Sibert), CSX operates an intermodal facility in .Mobile 
and serves the Port of Mobile. Major NS rail classificaconyardsare located in Birmingham and 
Sheffield. 

Intercity Passenger and Commuter Rail Serv ices 

Amtrak uses track owned by CSX and NS lo provide daily intercity rail passenger service to 
Birmingham, Amtrak also .services the Mobile, Annislon. and Tuscaloosa stations. There is no 
commuter rail service in Alabama, 

5-AL.2 PROPOSED CONRAIL ACQIISITION ACTIVITIES IN ALABAMA 

In the Operaiing Plans submiited to the Board, the Applicants indicate that they would reroute 
rail movements lo morc efficient routes. The /ipplicanls also indicate that the rcutes would 
improve customer service, on-time performance, and car utilization Alabama shippers would 
be able lo extend their single-line market reach via CSX and NS into the northeast and midwest. 

The propt)sed Conrail Acquisition-related aciivities lhat meet or exceed the Board's thresholds 
for environmental analysis in Alabama include increased train aciivity on the NS line between 
North Yard, east of Binningham and Attalla in Etowah County and increased rail car handling 
al the CSX Boyles Yard in Jefferson County. 

In Alabama, the proposed activilies al CSX'., intermodal facility does not meet Oi exceed the 
Board's thresholds for environmental analysis, fhere are no new comiections, or rail line 
abandonments proposed in Alabama, Tables 5-AL-l and 5-AL-2 show rail line segmenls and 
rail yards in Alabama that required environmenlal analysis. Following these tables are brief 
descriptions oflhe aciivities. where appropriate. Figure 5-AL-1. provided at the end ofthis state 
di.scussion. shows the activilies in Alabama relaled to the propored Conrail Acquisition. In 
addiiion to those segmenls meeting Board thresholds for environmental analysis, the figure 
shov/s segments SEA analyzed for other areas. 
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Table 5-AL-l 
Alabama Rai! Line Segments which Meet or Exceed Board Environmental Thresholds 

Site l l ) Krom 

1 

To Description 

Length in 
miles County Setting 

N-OOl Norris Yard. A l , Attalla. A l . NS Alabama 
nivision. I.ine -
Bimiinghani to 
Chattanooga 

7 f towah Commercial 
Residential 

N-OOl Norris Yard. A l , Attalla. A l . NS Alabama 
nivision. I.ine -
Bimiinghani to 
Chattanooga 27 St Ciair Industrial 

Commercial 
Residential 

N-OOl Norris Yard. A l , Attalla. A l . NS Alabama 
nivision. I.ine -
Bimiinghani to 
Chattanooga 

14 Jefterson Industrial 
Commercial 

N NS 

Rail \ ards 

Boyles Vard (Jefferson County. Al ) (CS.X). Boyles rail yard is located in Birmingham in 
Jcttcrson County, The yard is localed near Cedar and Seaboard Roads, 

Table 5-AL-2 
.\labama Rail \ ards which Meet or Exceed Board Environmental Thresholds 

Site I I ) Location County Kacility Description .Setting 

CY-01 Binningham Jefferson Boyles Increase of ! % rail cars Urban Industrial 

5-AL.3 ALABAMA SLMMARV OF ANALVSIS 

Based on the nature ofthe proposed Conrail Acquisition-relatedactivities in Alabama that meet 
or exceed the Board's thresholds for environmental analysis and the scope for the Draft EIS, 
SEA determined that a site-specific analysis did not apply for the following technical areas: 

• Transportalion (Roadway Effects from Rail Facility Modifications; Navigation). 

• Energy. 

• Noise. 

• Cultural Resources. 

• Hazardous Malerials and Waste Sites. 
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• Natural Resources. 

• Land Use/Socioeconomics. 

Details ofthe environmental analysis for Alabama follow. 

5-AL.4 ALABAMA SAFETV : PASSENGER RAIL OPERATIONS 

In Alabama, passengertrains share certain tracks vvith freight trains. SEA evaluated the potential 
for increased accidents between freight trains and passenger irains, for both intercity and 
commuter trains. Because changes in the frequency of rail accidents are directly related to 
changes in overall train activity. SI lA s analysis concentrated on rail line segments carry ing both 
passenger and Ireight trains lhat would experience an increa.se in freight train Iraffic of one or 
more trains per day. 

In Chapter 4. "System-Wide and Regional Setting. Impacls and Proposed Mitigation." SEA 
addresses the issue ot potential increased risk lo passenger train operations a.ssociated w ith the 
proposed Conraii Acqui' ition, System-wide. SIv A ideniified 197 freight rail line segments that 
also carry passengertrains. Of these. SEA analyzed 93 rail line segments that would experience 
an increase of one or more freight Irains per day resulting from the proposed Acquisition. Two 
of these rail line segments are located in Alabama; these rail line segments are both on the 
Amtrak'Sunset I .imited passenger train routes. 

The Federal Railroad Administration (FRA) requires reports from railroads conceming all train 
accidents resultingin personal injurv or causing property damage greater than $6.300( 1996 FRA 
reporting threshold), ERA requires the same reporting for pas,senger train accidents, A 
nationwide average of fewer than 2()(J passenger train accidents per year (for bolh Amlrak 
intercity and urban area commuter trains) has occurred over the last three years. Most of these 
accidents were relatively minor and rarely involved any talalities. but because the safety of 
passengers as well as property is frequently involved, their occurrence is of serious concem. 

Given the limited number of passenger rail accidents. SEA was unable to accurately predict the 
severity, locaiion. or liming of actual accidenis. SEA iherefore focused on estimating the 
p(Mential risks of an accident. In this .safety analysis, SEA used increased freight activity on rail 
line segmentslo eslimate the changes in passenger train accident risks. To assess significance. 
SEA firsl determined whether the proposed Acquisition-relaledchange in the projected accident 
rate was greater than an annual increase of 25 percent, Sf:A then determined iflhe predicted 
accident frequency was less than one accident i.^ 150 years. Thus. SI-A determined an impact 
to be significant if the projected annual increase in accidents was greater than 25 percent and the 
frequency was less than one accident in 150 years. 
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5-AL.4.1 Summary of Potential Effects and Preliminary Recommended Mitigation 

The pre-Acquisition accident interval tor each rail line segment is shovvn in Table 5-AL-3. 
Accidents pose potentii.i threats to passengers on the train; therefore, for each rail line .segment, 
risk is expressed as the expected interv al between ev ents over the length of t ' . rail line segment, 
lable 5-AL-3 shows the expected change in years between accidents for the individual rail line 
segments. 

Table 5-AL--1 
Estimated ( hange in Y ears Between Accidents for Passenger Rail Operations 

Site ID Krom To Miles 
in State 

Pre-.Acquisition 
Accident Interval * 

Post-Acquisition 
Accident 
I n t e r va l ' 

C-38.S I'cnsacoUi, 11 1 loniat m, AK -1 •i,418 \.2-Vl 

C-387 Mobile, Ai . Nevv Orleans, I A ,107 279 

Accident inlervais show years belween ccidents 

Based on inlbnnation the railroads provided and ST A s independent analysis. SEA determined 
that the increa.sed risk on these two rail line segments did not exceed SEA's criteria for 
significance. As a result, SEA does not propose mitigation. 

5-AL.5 ALABAMA SAFETY : RAIL TRANSPORT OF HAZARDOLS MATERIALS 

The primary concem vvith the rail transportation of hazardous materials is a spill or accidental 
release resulting from a train accident, S\:.\ analyzed all rail line segments where the number 
ol car loads containing hazardous materials would increase as a resuh of the proposed 
Acquisition, This resulted in SEA evaluating rail line segments that were below the Board's 
thresholds tor environmenlal analysis. 

The .Association of American Railroads (AAR), in conjunction with the Chemical 
Manutacturer's Associalion(CMA). developed standards and practices to manage the risk ofa 
hazardous material spill that the railroads have adopted, I he practices include identifying "key 
routes" as those rail lines that handle in excss of 10.000 car loads of hazardous malerial each 
year. Key irains are trains vvith at leasl five car loadsof poison inhalation hazard (Pill) malerial. 
or 20 car loads of oiher hazardous material Key trains are restricted to 50 miles pw-r hour 
maximum authorized speed and nomially operaie on Class 2 track or better. Tbe .AAK key route 
practices include special train handling proceduics aid extra inspection and special aclions 
Wlienever wayside detectors indicate potential conoern:̂ . The standards and practices for key 
routes are shovvn in .AAR Circular No, OT-55-B, A copy of this Circular is included in 
Attachment 10 of Appendix B. "Safety," 

Proposed Conrail Acquisition December 1997 
Page AL-5 

Draft Environmental Impact Statement 



Chapters Alabama: Setting Impacts and Proposed Mitigation 

5-AL.5.1 Rail Line Segment Analysis 

As a result ofthe propo.sed Conrail .Acquisition, the railroads would change the routing of many 
car loads of hazardous material, T he de:signation of key routes would change as the railroads 
shift hazardous material traffic f ' m one rail line to another. In addition, certain rail line 
segments that are currently key routes would carrv increased volumes of cars containing 
hazardous material. 

SEA applied two different criteria lo determine if the effects of rerouting hazardous material car 
loads are potentially significani: 

1. The volume of hazardous materials transported on a rail line would be 10.000 or more car 
loads per year. The Acquisition-related change in volume of hazardous malerial car loads 
would upgrade a rail line segment to a key route designation. 

2. The volume of ha.',;irdous malerial car loads doubles, and exceeds 20.000 or more car loads 
per year. SEA has termed rail line segments which meet these criteria a "major key route." 

Rail line segments that would meet the firsl criteria are considered "key routes" and warrant the 
base level mitigation. Rail line segments that meet the second criteriaare considered "major key 
routes" and warrant expanded mitigalion. Depending on the individual circumstances, a rail line 
segment could meet both criteria and iherefore warrant both the base level and the expanded 
mitigation. 

5-AL,5.2 Summary of Potential Effects and Preliminary Recommended Mitigation 

Potential Effects. Based on the informalion provided by the Applicants and SEA's independent 
analysis. SEA determined lhal 11 rail line segmenls in Alabama carry ing increased amounts of 
hazardous material are of potential concem. Table 5-AL-4 shows these rail line segments, 
indicates the estimated annual car loads of hazardous material for both pre- and post-Acquisition, 
and identifies the key route status of each. SEA determined that five rail line segments currently 
carrv less than 10,000 car loads of hazardous material per year but would increas ; to at least 
10,000 car loads per year due to the proposed Acquisition, A total of ten routes w luld at least 
double the volume of hazardous material transported, resulting in 20,000 or more c ir loads per 
year. Four routes meet both of these significance thresholds. 
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Tabic 5-AL-4 
Rail Line Segments with Significant Increases in Annual Ha/ardous Material Car 

Loads 

l^stimated Annual C ar 
Loads 

Signiricance 
Thresholds 

Site 
ID Between And 

Miles 
in 

State 
Pre-

Acquisition 
Post-

Acquisition 

New 
Key 

Koute 

Major 
Key 

Routes 

C-267 Decalur, AI Hhitk Creek, A I . 22,000 47.000 X 

c-268 Black Creek. 
AI 

Birmingham, A l , 5 22,.KK) 47,0(K) X 

(•-26** Bimiingham, 
AK 

Parkwood, M , 12 15.000 59.000 X 

C-270 Parkwood. AK Mimtgomery, AI 87 ?.(KK) 39,(KK) X X 

C-271 Montgomery, 
AL 

flomaton. AL 1 ID 3,000 64.000 X X 

C-.V56 Lagrange. ( iA Montgomerv, A l , 93 2.0(KI 42.000 X X 

C-,57.1 Nashville. I N Stevenson. AL 10 22.000 47.000 X 

C-376 Lagrange. ( iA Parkwood, AL 132 9,000 20.000 X X 

C-38() I honiasville, 
( iA 

Montgomery , AI 135 2,000 10,000 X 

C-386 Klomattvn. AK Mobile, A I . 59 46,000 96.000 X 

C-387 Mobile, A l . New Orleans, KA 30 44,0(K) 88,000 X 

Preliminary .Mitigation Recommendation. SEA recommends requiring CSX to bring the rail 
line segmenls into compliance vvith .A.AR key route standards and practices tor those segments 
that would become a nevv key route. 

Tor the ten segments in Table 5-AI.-4 identified as major key routes, where the volume of 
hazardous malerial car loads would at least double and exceed 20.000 car loads, SEA 
recommends that CSX dev elop a i lazardous Materials Emergencv Response Plan lo coniain and 
minimize the potential etTects of any accidents or incidents. SE.A will further recommend that 
CSX conduct hazardous materials accident simulations vvith the voluntary participation of 
eniergency service providers along the rail line segments at lea.sl once every two years. 
Participants in these plans include county and municipal govemment. local fire departments, and 
medical and other emergency response teams. 
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5.AL.6 ALABAMA TRANSPORTATION: PASSENGER RAIL SERVICE 

In Alabama, pa.ssenger Irains share certain tracks vvilh freight trains, SEA evaluated potential 
/\cquisition-related effects on the ability of rail line segments to accommodaleexisting passenger 
rail service, both intercity and commuter rail, and rea.sonably foreseeable new or expanded 
passenger service. SEA identified those rail line segmenls that carry both freighi and passenger 
trains and would experience an increase of one or more freighi irains per day, 

Amtrak 

Amtrak's Southem Crescent between New York City. New York and New Orleans. Louisiana 
currently provides .service to the Birmingham area on an NS line, Amtrak's Sunset Limited 
between Orlando. Florida and l.os Angeles. Califomia currenlly provides tri-weekly serv ice on 
CSX rail lines to points including Mobile, Atmore, Annislon. and Tuscaloosa. Seciion 4,7,1, 
"Intercity Pa.s.senger Rail Service." di.scusses intercity passenger rail ,service effects. 

Commuter Rail 

No commuter rail service exists in Alabama. 

Future .Ser\ ices Under Study 

The Southem Rail Rapid Transit Commission is investigating serv ice along the Gulf Coast 
belween Mobile. Alabama, and New Orleans. Louisiana, There is no funded capital operating 
plan, other than for studies, or operaiing agreement w ith CSX for expansion of passenger service 
between Mobile and New Orleans, Passenger service on this regional route is discussed in 
Section 4,3,7. " Transportation: Passenger Rail Serv ice," 

5-AL.6.1 Summary of Potential Effects and Preliminary Recommended Mitigation 

Because there is no exisling commuter rail serv K e in Alabama. SEA has determined there will 
be 110 adverse effects and no mitigalion is requir ;d. 

5-AL.7 ALABAMA TRANSPORTATION: ROADWAV CROSSING DELAY 

In order lo analyze the effects of the proposed Conrail Acquisition on the roadway system at 
existing highway /rail al-grade crossings. SEA identified the crossings on rail line segments that 
would exceed the Board's environmental analysis thresholds for air quality. SEA then calculated 
potential changes in vehicle delay at these crossings vvhere average daily traffic (ADT) volumes 
are 5.000 or greater, SEA concluded lhat the potential effect of increased train traffic for 
highways with AD T volumes beiovv 5.000 would be experienced by very few drivers and the 
addilional vehicular delay would be minimal. The description of levels of service and criteria 
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of significance have been addressed in Chapter 3. "Analysis Methods and Potential Miiigafion 
Strategies." and Appendix C. "Traffic and fransportation," 

5-AL.7.1 County Analysis 

Two counties in Alabama have highway/rail at-grade crossings for which SEA performed 
vehicle delay calculatit^ns, 1 able 5-AL-5. provided al the end of tht;; slate discussion, contains 
a summary ol these results. 

Etowah County 

The single crossing analyzed in Etowah County would have a minimal increase in crossing delay 
per slopped vehicle with level of service B under post-Acquisition conditions. The maximum 
vehicle queue would nol increase. 

Jefferson County 

The single crossing analyzed in Jefferson County would hav; a minimal increase in crossing 
delay per .stopped vehicle. The level of serv ice would remain at A Tlie n\aMmum vehicle queue 
would not increase. 

5-AL.7.2 Summary of Potential Effects and Preliminary Recommended Mitigation 

l l is SEA's preliminary determination that the proposed Conrail Acqu sition would have no 
significant effect on vehicle delay al rail/highway al-grade crossings in Alabama. Therefore. 
SEA does nol propose mitigalion. 

5-AL.8 ALABAMA AIR QUALITY 

This section summarizes the ch:mge in air pollutant emissions that would result from the 
proposed Acquisition-related operational changes in the stale of Alabama. The pnmary air 
pollutant emission .sources from trains and relaled activities include locomoliveemissionson rail 
line segments, at rail yards, and at inlermodal facililies. In addiiion to locomotive emissions, 
SEA evaluated emissions from other sources al intermodal facilities (idling tmcks. lift cranes, 
etc.). molor vehicles idling near at-grade crossings, and decreases in tmck emissions due to 
truck-to-rail freight diversions. 

To analyze the air quality effects ofthe proposed Acquisition. SEA evaluated rail line segments, 
rail yards, and intemiodal facilities that would meet or exceed the Board's thresholds for 
env ironmental analysis defined in Chapter 2, "Proposed Aclion and Alternatives." See Chapter 
3. "Analysis Methods and Potential Mitigation Strategies." for additional information and a 
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summary of the air quality analysis methodology. Appendix E, "Air Quality." contains a 
detailed description of methodology and detailed tables of results. 

SEA addressed air pollutant emissions for sulfur dioxide (SOj). volatile organic compounds 
(VOCs). particulate matter (PM). lead (Pb), nitrogen oxides (NOj and carbon monoxide {CO). 
SEA determined that emissions tor SO,, VOCs, PM and Pb would not exceed the emission 
screening thresholds tor environmenlal analysis in any couniy. However. SEA found that these 
thresholds would be exceeded for NO, in various counties in 17 states, and CO in three (.ounties 
in two states (IL and OH), NO, air pollutant emissions may affect a region's ability to attain the 
National Ambient .Air Quality Standards for ozone CO emi.ssions may affect a local area's 
ability lo attain the National Ambient Air Quality Standards for CO. 

One NS rail line segment exceeded the Board's threshold for air quality analysis in Alabama. 
1 able 5-AL-6 shows the air quality evaluation process that was followed. SEA identified two 
counties in Alabama which include this rail facility. For these counties. SEA summed air 
emi.ssions increases from changes on rail line .segments and other activities and compared them 
to the air emission screening level that would require a permit i f the source were a stationary 
source (rather than a mobile source, such as trains, tmcks. and other vehicles). 

Table 5-AL-6 
Alabama Counties Evaluated in Air Quality Analysis 

C'ounties Exceeding 
the Board's Activi ty 

Thresholds O, Status • 

L\ce>.ds Emissions 
Screening Level 
Before Netting 

Exceeds Emissions 
Screening L/Cvel 

After Netting 

Exceeds 1 % of 
County 

Emissions 

Ltowah A No . _ 

Jefferson N (Marginal) No - -

* A ^ Attainment Area, N = Nonattainment Area, as defined in the Clean Air Act, 

The emissions estimates presented in Appendix E, "Air Quality," show that the increased 
county wide air pollutant emissions from the facilities described above did not exceed •'•e 
emissions screening level used lo trigger a more detailed emissions netfing analysis. 

5-AL.8.1 Potential Effects and Preliminary Recommended Mitigation 

While there are localized increases in emissions in some counties, the increases cire not likely to 
atTect compliance with air quality standards. Therefore. SE.A has determined that air quality will 
nol be significanlly affected and no miligalion is necessary . See system-wide and regional 
discussion in Seciion 4.12 "Air Quality." 
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5-AL.9 ALABAMA ENVIRONMENTAL .FLSTICE 

As part of its analysis. SE.A examined activilies associated with the proposed Conrail 
Acquisition for environmental justice impacts (di.sproportionately high and adverse impacls to 
minority and low-income populafions) in accordance wiih Executive Order 12898, As described 
in the Environmental Justice Methodology in Chapter 3, "Analysis Methods and Potential 
Mitigation Strategies," SEA first categorized the nature of the populations in areas where 
Acquisition-related activilies are proposed, SEA determined whether the populalion in such 
areas met the following environmenlal justice thresholds: (1) greater than 50 percent of the 
population is minority or low-income.or (2) the minority or low-income population percentage 
is 10 percent greater than the minority or low-income population percentage in the county. 

Next. SEA ascertained whether this populalion fell wiihin an area of potential effecl. SEA 
defined a typical zone on either side of a rail line segment or proposed construction site, or 
bordering a railroad inlermodal f acility or rail yard, as an area of potential effect. In general, the 
exient of an area of potential ef fect may vary depending on the nature of the changes in rail 
activity associated with it. but such areas typically extend 400 lo 1500 feet out from the rail line 
.segment or facility being analyzed. 

SEA then evaluated these areas of potential effect for propo.sed Acquisition-related activities 
that would meet or exceed the Board's thresholds for environmenlal analysis. In this analysis, 
SEA evaluated potential impacts on safety, transportalion. air quality, noise, cultura' resources, 
hazardous waste sites, hazardous materials transport, natural resources, and land 
u.se/socioeconomic effects, SEA also visited the sites of proposed constmction for new rail line 
connections, rail line segments, inlermodal facilities, and rail yards. 

SEA developed and executed expanded public outreach efforts for those jurisdictions that met 
both SEA's thresholds tor environmental justice and the Board's thresholds for environmental 
significance. SE.A designed the public outreach process to seek widespread notice and 
dissemination of SEA s environmental impact analysis; provide additional opportunities for 
community input lo the NTT̂  A process; solicit information about cumulative effects in minority 
and iow-income communities; and allow minority and low-income communities lo assisi in 
fashioning appropriate altematives and mitigation measures. SEA is placing additional copies 
ofthe Draft EIS in jurisdictionswith high proportions of minority and low-income populations 
that do not have significant environmental impacls which could result from the proposed 
Acquisition. 

This seciion presents the results of those evaluations and analysis. A complete list of all the sites 
analyzed for environmental justice impacts is presenled in Appendix K. 
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5-AL.9.1 Alabama Environmental Justice Setting 

There are no new constmctions or increases in tmck traffic at intermodal facilities in the slate 
of Alabama as part ofthe proposed Conrail Acquisition. 

Rail Vards 

One rail yard in Alabama would exceed the Board s thresholds for environmenlal analysis 
bccau.se of proposed increases in railcars handled per day. resulting from the proposed Conrail 
Acquisition. The Boyles Yard is located north of Birmingham in Jefferson County. Alabama. 
1 able 5-AI,-7 presents the exisling minority and low-income composition of the area of poientiai 
effect surrounding this rail yard. 

Table 5-AL-7 
Alabama Environmental Justice Site Summarv for Rail Vards 

Area of Potential Effect 
Total 

Population 

Total 
Minority 

Percentage 

Total 
Low-income 
Percentage 

Population of Concern 

Area of Potential Effect 
Total 

Population 

Total 
Minority 

Percentage 

Total 
Low-income 
Percentage 

Minority 
Population 

Low-
Income 

Population 
Jefferson County 6,51.525 36.1% 16 0% NA 

Boyles (CY-01) 2,068 95.4% 52.6''o Yes Yes 

Rail Line Segments 

Table 5-AL-8 presents the existing minority and low-income populalion composition of the area 
of potential effect surrounding the Norris Yard to Attalla rail line segment in Alabama, which 
meets the environmenlal justice population thresholds. 
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Table 5-AL-8 
Alabama Environmental Justice Summary for Rail Line Segments 

Area of 
Potential Effect 

Total 
Population 

Total Minor i ty 
Percentage " 

Total 
Low-income 

Percentage 

Population of Concern 

Area of 
Potential Effect 

Total 
Population 

Total Minor i ty 
Percentage " 

Total 
Low-income 

Percentage 

Minor i ty 
Population 

Low-
income 

Population 

Ltowah, Jefferson, 
St Clair ( ounties 

801,374 11 8" 0 160% NA 

Noms Yd - Attalla 
(N-OOl) 

3.664 44.6% 24.5% Yes No 

5-AL.9.2 Summary of Potential Effects and P.^liminary Recommended Mitigation 

Based on currently available informalion and afler reviewing the findingsof each oflhe resource 
analyses (noise, air quality, transportation, etc.). STiA identified no significant environmental 
effects al the Boyles Rail yard (CY-01 > c>r along the NS rail line segment belween Norris Yard -
Attalla (N-OOl) vvithin Alabama. Therefore, SEA has made a preliminary determination that no 
environmental justice effects would occur in Alabama as a result oflhe proposed Conrail 
Acquisition, and no mitigation would be necessary. 

5-AL.lO ALABAMA CUMULATIVE EFFECTS 

Within the Slate of Alabama, the Applicants propose the following activities that meet or exceed 
the Board's thresholds for environmental analysis: increased rail traffic along one tail line 
segment and increased rail car handling al one exisling CSX rail yard. 

Cumulative Effects Findings 

As discussed in Chapter 6. "Agency Coordination and Public Outreach." SEA conducted 
extensive scoping and dala collection for this Drafi EIS .At this point in its investigation. SEA 
is unaware of anv activities that would require a cumulative effects analysis. 1 herefore, based 
on ils independent analysis and all information available to date. SEA has made a preliminary 
conclusion that there would be no significant cumulative effects associaled with the proposed 
Acquisition in the State of Alabama. 

Cumulative Effects Mitigation Measures 

Due to a lack of cumulative effects, no miligalion measures are necessary. 
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